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CHAPTER SIX

REQUIREMENTS

To properly plan for the future of Pocatello Regional Airport, it is necessary to determine if the existing airport
facilities are able to safely and efficiently accommodate current and forecasted levels of activity. Each of

the facilities described in Chapter 4, Airside and Landside Inventory, must be analyzed to determine if any
improvements are needed to meet new or updated standards developed and adopted by the Federal Aviation
Administration (FAA) or other regulatory agencies.

The main goal of this analysis will be to identify if improvements are needed, when they will be needed, and
the purpose and need for any improvements. Each facility will be analyzed to determine its ability to safely and
efficiently accommodate the forecasted activity levels discussed in Chapter 5, Forecast of Aviation Activity.
Facilities will also be examined to determine if they meet current FAA design standards, recommendations,
requirements, and design considerations. Alternative methods of addressing these potential development
projects will be discussed and evaluated in Chapter 7, Development Alternatives.




6.1. Summary of Existing Facilities and Recommendations
Table 6.1 summarizes the airport facilities that were examined in this evaluation along with the conclusions
and recommendations discussed in this chapter.

Table 6.1: Facilities Assessment Summary

Facility Conclusion and Recommendation

Instrument Approaches The instrument approaches are adequate.

There are several objects penetrating the Part 77 and departure surfaces that should

Airspace Obstructions be eliminated or marked and lighted.

Airfield Capacity Airfield capacity is adequate.

There are some incompatible land uses within Runway 3 safety areas that need to
be addressed. The runway drains well despite having a transverse grade or shed
section rather than a crown section. The sponsor is working with the FAA to justify
maintaining this condition due to the expense of correcting it.

Runway 3/21

Runway 17/35 is now considered to be an A/B-1-Visual runway. It may need to be

Ry L7729 shortened next time the runway is in need of major rehabilitation.

Runway Orientation Redesignation is not required for either runway during the planning horizon.

Airfield pavements are sufficient for existing and forecast conditions. The runways are

AITEE PEEmEmE also within standards for gradient and line of sight.

The taxiway system currently meets FAA standards but may need to change to meet

Taxiway System the overall needs of the airport.

All the NAVAIDs meet requirements. However, a strategically placed supplemental

Nerigeiiion At wind sensor is recommended.

General Aviation Facilities There is an immediate need for additional hangars.

Air Cargo Facilities It may be beneficial to develop a small air cargo facility.

Ground Access and Parking The airport has adequate ground access and parking facilities.

Airport Support Facilities Replace aging ground support and snow removal equipment as needed.
Land Use Regulations The city of Pocatello is compliant with federal and state requirements.

Management & Compliance Docs.  These documents should be reviewed annually and updated as necessary.
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6.2.  Airport Design and FAA Standards

Effective airport design and planning helps to ensure airport facilities are able to meet current and future
aviation needs and environmental considerations while maintaining acceptable levels of safety, efficiency,
and capacity. The airport design process involves a series of steps to identify aviation demand at an airport
and then apply the corresponding FAA standards to each of the airport’s facilities. This generally includes the
following steps:

1. Identify the size, approach category, airport design group, and taxiway design group of the critical aircraft.
2. ldentify reasonably attainable visibility minimums.

3. ldentify the applicable runway design code.

4. Apply appropriate design standards from FAA Advisory Circular (AC) 150/5300-13B, Airport Design.*

6.2.1. Aircraft Classes, Categories, and Groups

The FAA has developed a coding system that allows airport planners and engineers to identify airport design
criteria based on the operational and physical characteristics of the critical aircraft (Figure 6.1). As previously
discussed, the critical aircraft is the most demanding type of aircraft, or grouping of aircraft with similar
characteristics, that regularly use the airport. It can be a single aircraft or a composite of the most demanding
characteristics from different aircraft. Incorporating the use of these characteristics as part of the coding
system in this way helps airport planners and engineers design the airport to meet both current and future
needs while also ensuring the correct design standards are applied.?

Figure 6.1: Key Aircraft Dimensions

Wingspan

Tail
height

Source: FAA, AC 150/5300-13B, Figure A-1.
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a. Size, Weight, and Wake Turbulence Classifications

The FAA has established four classifications of aircraft based on its maximum certificated takeoff weight
(MTOW), number of engines, and wake turbulence effect. These classifications, which are summarized in
Table 6.2, are typically used for capacity planning purposes.®

Table 6.2: Aircraft Size, Weight, and Wake Turbulence Classifications

Maximum Certificated Takeoff Weight | Number of Engines Wake Turbulence

12,500 pounds or less Single Small
B 12,500 pounds or less Multi Small
C 12,500 to 300,000 pounds Multi Large
D More than 300,000 pounds Multi Heavy

*Wake turbulence is a measure of weight and its capacity to disturb the air.

Source: FAA, AC 150/5060-5, Airport Capacity and Delay, Table 1-1.

b. Aircraft Approach Category

The aircraft approach category (AAC) is designated by a letter and is based on the speed of an aircraft as it
approaches a runway when landing (Table 6.3). It is generally used to help ensure an airport’s runway safety
areas can safely accommodate the critical aircraft. (Both the AAC and the aircraft size, weight, and wake
turbulence classifications listed in Table 6.2 are designated by a letter so it is important to understand the
distinction between the two.)

Table 6.3: Aircraft Approach Categories

Category Approach Speed

A Less than 91 knots

B 91 knots or more but less than 121 knots
C 121 knots or more but less than 141 knots
D 141 knots or more but less than 166 knots
E 166 knots or more

Source: FAA, AC 150/5300-13B Airport Design, Table 1-1.

c. Airplane Design Group

The airplane design group (ADG) is designated by a Roman numeral and is based on an aircraft’s wingspan
or tail height; depending on which is most restrictive (Table 6.4). It is typically used to establish dimensional
standards needed for adequate clearances.®
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Table 6.4: Airplane Design Groups

| <20 feet <49 feet

Il 20 feet - <30 feet 49 feet - <79 feet
1l 30 feet - <45 feet 79 feet - <118 feet
A% 45 feet - <60 feet 118 feet - <171 feet
V 60 feet - <66 feet 171 feet - <214 feet
VI 66 feet - <80 feet 214 feet - <262 feet

Source: FAA, AC 150/5300-13B, Airport Design, Table 1-2.

d. Representative Aircraft Examples
Figure 6.2 illustrates representative aircraft for several AAC and ADG combinations.

Figure 6.2: Representative Aircraft

Wingspan/Tail Height

Cessna 172 Pilatus PC-12 ., CL-415 Super Scooper
Citation Mustang 3 King Air 200 b ATR-72, Q-400

Learjet 45 3 Challenger 300 3 Airbus A320 s Boeing 757, C-130

I- 3 Gulfstream IV > Gulfstream 550 3 Douglas DC-10

Source: Ardurra.
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e. Taxiway Design Group

The taxiway design group (TDG) is used to establish the correct design dimensions for taxiway width. As
shown in Figure 6.3, it is based on the dimensions of an aircraft’s landing gear. This includes the distance from
the cockpit to the main gear (CMG) and the main gear width (MGW). Each taxiway at an airport can have a
different TDG classification based on the size and type of aircraft expected to use each particular taxiway.®

Figure 6.3: Taxiway Design Groups

Source: FAA, AC 150/5300-13B, Airport Design, Figure 1-1.

f. Visibility Minimums and Runway Visual Range Values

A runway’s lowest visibility minimum published on an instrument approach chart is used to determine its
runway visual range (RVR) value. As shown in Table 6.5, a runway that does not have an instrument approach
is classified as a visual runway and does not have an RVR value.”

Table 6.5: Visibility Minimums and Runway Visual Range Values

Runway Visual Range Value Instrument Flight Visibility (statute miles)

VIS Visual Approach Only
5,000 feet Not lower than 1 mile
4,000 feet Lower than 1 mile but not lower than 3/4 mile
2,400 feet Lower than 3/4 mile but not lower than 1/2 mile
1,600 feet Lower than 1/2 mile but not lower than 1/4 mile
1,200 feet Lower than 1/4 mile

Source: FAA, AC 150/5300-13B Airport Design, Table 1-3.

g. Runway Design Code
The runway design code (RDC) is comprised of the AAC, ADG, and RVR and is used to establish the design
characteristics for each runway. Each runway at an airport can have a different RDC.8
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6.2.2. Critical Aircraft and Applied Airfield Design Criteria

a. Commercial Service Critical Aircraft

In Chapter 5, Aviation Demand Forecast, the Embraer E-175 was identified as the future commercial service
critical aircraft for Pocatello Regional Airport. As shown in Table 6.6, the E-175 is a large aircraft with an AAC
of C,an ADG of Ill,and a TDG of 3. However, as previously mentioned in Section 5.12, Critical Aircraft, PIH is
home to a U.S. Bureau of Land Management (BLM) and United States Forest Service (USFS) wildland
firefighting base capable of accommodating a McDonnell Douglas DC-10 aircraft and other very large air
tankers (VLAT) used for aerial firefighting operations. The DC-10 has an AAC of D, an ADG of IV, and a TDG
of 5 which makes it a more demanding aircraft. Therefore, design criteria associated with DC-10 aircraft
classifications will be used for Runway 3/21, Taxiway A, taxiway connector A-2, and the BLM hardstand.
Design criteria associated with E-175 classifications will be used for the commercial apron and Taxiway G.

Table 6.6: Critical Aircraft Classifications for Pocatello Regional Airport

e L e e e

General Aviation Beech 1900C-12

General Aviation McDonnell Douglas DC-10 D A\ 5
Commercial Service (existing) Bombardier CRJ-200 C [l 1B
Commercial Service (future) Embraer E-175 C [ 3

Source: FAA, AC 150/5300-13B Airport Design, Table 1-2; Ardurra, Pocatello Regional Airport 2024 Airport Master Plan.

b. General Aviation Critical Aircraft

The Beech 1900C-12, which is primarily used by Alpine Air Express for air cargo operations, was identified as
the general aviation (GA) critical aircraft. It has an AAC of B, and ADG of I, and a TDG of 2. Therefore, these
design standards were applied to the GA apron and other areas of the airport used primarily by GA aircraft.
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6.2.3. Runway Requirements

The FAA has established design standards for nearly every aspect of airports. This includes navigable
airspace, airside facilities, and landside facilities. Once the existing and future airport design classifications are
determined, the applicable FAA design standards are applied to provide an acceptable level of safety at an
airport. These standards, which are defined in FAA AC 150/5300-13B, Airport Design, include dimensions for
runway width, safety areas, separation distances from fixed or movable objects, and several other facets of
airport layout.

|dentifying these standards is a core concept for every airport master plan. Especially because airport
sponsors receiving federal funds are obligated by federal grant assurances to comply with these FAA design
standards.? Applying these standards helps to ensure that airport safety and design are congruent with the
types of aircraft operations occurring at the airport.

Each design criteria includes associated safety area dimensional standards. Safety areas and object free areas
surrounding a runway protect both airport operations and the community. Safety areas limit the accessibility
and functionality of the property, establishing a protective buffer around the airport’s operating surfaces. The
following definitions describe the safety areas associated with a runway and their functionality.

a. Runway Object Free Area

The runway object free area (ROFA) is an area on the ground centered on the runway centerline. The ROFA
enhances the safety of aircraft operations by requiring the area to be free of objects except those that need
to be located within the ROFA for air navigation because they are fixed by function or are needed for aircraft
ground maneuvering purposes. Objects that need to be in the ROFA must be either less than three inches in
height or on a frangible coupling for an easy breakaway.°

b. Runway Obstacle Free Zone

The runway obstacle free zone (ROFZ) is a volume of airspace centered on the runway centerline. Its elevation
is the same as the elevation of the nearest point on the runway centerline, and it extends 200 feet beyond
each end of the runway. It must be clear of objects other than frangible NAVAIDs that need to be located in
the ROFZ because of their function.?

c. Inner-Approach Obstacle Free Zone

The inner-approach obstacle free zone (IA-OFZ) is a defined volume of airspace centered on the approach
area that only applies to runways with an approach light system (ALS). The surface begins 200 feet from the
runway threshold at the same elevation as the runway threshold and extends 200 feet beyond the last light
unitinthe ALS. Its width is the same as the ROFZ, and it rises at a slope of 50 to 1 from its beginning. At PIH,
the IA-OFZ applies only to Runway 21.%?

d. Inner-Transitional Obstacle Free Zone

The inner-transitional obstacle free zone (IT-OFZ) is a defined volume of airspace located along the sides of
the ROFZ and IA-OFZ that only applies to runways with approach visibility minimums that are less than 3/4-
mile. Aircraft tails may not violate the IT-OFZ. For operations on runways used by large aircraft with approach
visibility minimums that are less than 3/4-mile but not lower than 1/2-mile, this surface begins at the edges

of the ROFZ and IA-OFZ. It rises vertically to a height calculated by the equation Hfeet = 61 - 0.094(Steet) -
0.003(Efeet) and then extends upward and outward at a slope of one vertical foot for every six horizontal feet
until it reaches 150 feet above the airport elevation. (H is equal to the surface height, S is equal to the most
demanding wingspan of the RDC for the runway, and E is equal to the runway threshold elevation above sea
level.) At PIH, the IT-OFZ only applies to Runway 21.13
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e. Precision Obstacle Free Zone

The precision obstacle free zone (POFZ) is a volume of airspace that is 200 feet long by 800 feet wide. It is
located above the area just beyond the runway threshold and is centered on the extended runway centerline.
This surface applies to any runway served by a vertically-guided approach with landing minimums of less than
250 feet or visibility less than %-statute-mile (or an RVR value of less than 4,000 feet). This surface is only in
effect when an aircraft is on final approach within two miles of the runway threshold. When the POFZ isin
effect, a wing or fuselage-mounted horizontal stabilizer of an aircraft holding on a taxiway may penetrate the
POFZ. However, neither the fuselage nor tail-mounted horizontal stabilizer may penetrate the POFZ. At PIH,
this surface only applies to Runway 21.*

f. Runway Protection Zone

The runway protection zone (RPZ) is a trapezoid centered on the extended runway centerline. The dimensions
of the RPZ are determined by the runway design code. The function of an RPZ is to enhance the protection

of people and property on the ground by limiting incompatible land uses and preventing activities involving
congregations of people. It is desirable to clear the entire RPZ of all above-ground objects.

While airport ownership of the entire RPZ is not always possible, the FAA recommends that airports at least
own the property under the approach and departure areas. The FAA expects airport sponsors to take all
possible measures to protect against and remove or lessen the severity of incompatible land uses. Airport
sponsors are required to coordinate with the FAA if there are any incompatible land uses within an RPZ.*5

8. Runway Safety Area

Arunway safety area (RSA) is a defined surface centered on and surrounding the runway that is prepared

and suitable for reducing the risk of damage to aircraft in the event of an undershoot, overshoot, approach, or
excursion from the runway. The RSA must be able to support, under dry conditions, snow removal and aircraft
rescue and firefighting equipment as well as the occasional passage of aircraft without causing major damage
to the aircraft. Items that are fixed by function, such as precision approach path indicators (PAPI), runway end
identifier lights (REIL), or an ALS, are allowed to be in the RSA.*¢

6.2.4. Taxiway Requirements

Taxiways are defined paths that allow aircraft to move from one part of an airport to another. Like runways,
taxiways also have airport design standards, recommended practices, and design considerations based on the
type of aircraft expected to use the taxiways. Taxiways should be designed for cockpit over centerline taxiing.
This means the pavement should be sufficiently wide enough to allow a certain amount of aircraft wander
from centerline. The allowance for wander is provided by the taxiway edge safety margin (TESM) which is
measured from the outside of the design landing gear to the edge of the taxiway. Dimensional taxiway design
standards are established based on an FAA grouping called taxiway design group (TDG). Like runways, taxiway
design includes associated safety and object free areas to provide a safety buffer around movement areas
determined based on the taxiway’s design standard. Guidance from Chapter 4. Taxiway and Taxilane Design,
of AC 150/5300-13B, Airport Design, was used to establish taxiway design standards.

a. Taxilane

A taxiway designed for low speed and precise taxiing. Taxilanes are usually, but not always, located outside the
movement area. They provide access from taxiways (usually an apron taxiway) to aircraft parking positions and
other terminal areas.'’

b. Taxiway/Taxilane Safety Area
The taxiway/taxilane safety area (TSA) is a defined surface alongside the taxiway or taxilane prepared or
suitable for reducing the risk of damage to an airplane if unintentionally departing the taxiway.
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c. Taxiway/Taxilane Centerline to Fixed or Movable Object Separation
The minimum distance between the centerline of a taxiway or taxilane to a fixed or movable object. Objects
that are fixed-by-function are allowed within this area.’’

d. Taxiway/Taxilane Object Free Area

The taxiway/taxilane object free area (TOFA) is an area on the ground centered on a taxiway or taxilane
centerline provided to enhance the safety of aircraft operations by remaining free of objects, except for
objects that must be located in the TOFA for air navigation or aircraft ground maneuvering purposes.?®

6.2.5. Airspace Requirements

It is important to evaluate the airport’s airspace in order to plan for and protect both existing and potential
future approach procedures. The FAA recommends that obstructions penetrating the Part 77, approach, or
departure surfaces be mitigated or removed if possible. While every effort should be made to minimize these
obstructions, there are times when this is not possible with existing infrastructure and the surrounding terrain.

a. Part 77: Safe, Efficient Use, and Preservation of the Navigable Airspace

Title 14 of the Code of Federal Regulations (CFR) Part 77, Safe, Efficient Use, and Preservation of the Navigable
Airspace, establishes the standards for objects affecting navigable airspace. This Federal Aviation Regulation
(FAR), which is typically referred to as Part 77, describes the imaginary surfaces surrounding airports that are
to be protected from obstructions considered to be aeronautical hazards (Figure 6.4). Obstructions can
include any natural or man-made object that penetrates these imaginary surfaces.

Figure 6.4: Part 77 Imaginary Surfaces

@ 71 20:1 CONICAL SURFACE
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/ PRIMARY‘/
RUNWAY END 21 (E)

Source: Ardurra; 14 CFR Part 77.
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b. Part 77 Surfaces

Primary Surface

A rectangular area located along the runway centerline that extends 200 feet beyond each end of the runway.
The elevation of the primary surface is the same as the corresponding runway elevation. The width of a
runway’s primary surface will be determined by the most demanding instrument approach procedure, existing
or planned, for either end of that runway.

Approach Surface

The approach surface is centered on the extended runway centerline and begins at each end of the primary
surface. It extends outward and upward at a ratio determined by the type of approach available or planned
for that runway end. The width of the inner edge of the approach surface is the same width as the primary
surface. The outer width is determined based on the most demanding instrument approach procedure,
existing or planned, for that runway end.

Transitional Surface
The transitional surface begins at the edge of the primary surface and extends upward and outward at a slope
of one vertical foot for every seven horizontal feet until it intersects with the horizontal surface.

Horizontal Surface

An oval-shaped surface located 150 above the airport elevation. The perimeter of this surface is framed by
swinging arcs of specified radii extending from the center of each end of the primary surface of each runway.
Adjacent arcs are connected by lines tangent to those arcs.

Conical Surface
The conical surface extends outward and upward from the outer edge of the horizontal surface at a slope of
20to 1 for a horizontal distance of 4,000 feet.

c. Approach and Departure Surfaces

FAA AC 150-5300-13B, Airport Design, defines approach and departure surfaces. Like the Part 77/ surfaces,
these surfaces are also to be protected and kept free from proposed development or natural vegetation
growth that could penetrate these surfaces. The dimensions of approach surfaces are determined by the
runway type, approach category of the critical aircraft expected to use the runway, and the runway’s lowest
minimum visibility requirement. The departure surface applies to both ends of a runway unless otherwise
stated in the FAA's Terminal Procedures Publication (TPP).2*
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6.3. Instrument Approach Procedures and Airspace Obstruction Analysis

6.3.1. Instrument Approach Procedures Analysis

As discussed in Section 3.3.2, there are currently four instrument approach procedures. This includes two
non-precision approaches to Runway 3, a non-precision approach to Runway 21, and a precision approach to
Runway 21. According to the FAA data used to generate the windroses included in Section 4.1.5, instrument
flight rules (IFR) conditions were observed 8% of the time. Runway 3/21 is properly equipped for instrument
approaches to the runway with visibility minimums as low as 1/2-mile. By runway end, ILS OR LOC RWY 21
and the RNAV (GPS) RWY 21 have the lowest minimums at 200 feet height above touchdown (HAT) and
2,400 runway visual range (RVR) (% mile visibility). Runway 3 minimums for RNAV (GPS) RWY 3 are 250 feet
HAT and visibility of 3/4 mile and VOR RWY 3 with a HAT of 496 feet and one mile visibility.

a. Instrument Approach Procedures Conclusion
Given the percent of IFR hourly observations, and the aircraft expected to use the airport, the instrument
approaches to Runway 3/21 are adequate to support aircraft operations through the planning horizon.

6.3.2. Part 77 Surface Dimensions and Obstruction Analysis

The dimensions of Part /7 surfaces are determined by each runway’s category which is based on the most
precise approach procedure existing or planned for that runway. The Part 77 surface dimensions for Runway
3/21 and Runway 17/35 are listed in Table 6.7.

Table 6.7: Part 77 Surface Dimensions

Primary Surface

Width 1,000 feet 250 feet

Length Beyond Runway End 200 feet 200 feet

Approach Surface RWY 3 RWY 21 RWY 17 RWY 35
Inner Width 1,000 feet 1,000 feet 250 feet 250 feet
Outer Width 4,000 feet 16,000 feet 1,500 feet 1,500 feet
Length 10,000 feet iod%ooooffe:;t 5,000 feet 5,000 feet
Slope 34:1 50:1 then 40:1 20:1 20:1

Transitional Surface
Slope 71 71
Horizontal Surface

Height Above Airport Elevation 150 feet 150 feet

5,000 feet

Radius Arc 10,000 feet (Encompassed by Runway 3/21)

Conical Surface

Length
Slope

Source: 14 CFR, Part 77; Ardurra.

4,000 feet
20:1

4 000 feet
20:1
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a. Part 77 Surface Obstruction Conclusion
Table 6.8 lists the objects penetrating the Part 77 surfaces at the airport. All Part 77 surfaces should be
protected to the maximum extent possible. Existing obstructions should be eliminated or marked and lighted.

Part 77 Surface Surface Elevation Object Object Height

Table 6.8: Part 77 Surface Obstructions
Primary 44517 ft.
Primary 4,451.6ft.
Primary 4,450.8 ft.
Primary 4448.0ft.
Primary 44472 ft.
Primary 4.446.2 ft.
Primary 4,4455 ft.
Primary 4,442.6ft.
Primary 44425 ft.
Transitional 4,482.9 ft.
Transitional 4 544 8 ft.
Horizontal 4 602.0ft.
Horizontal 4,602.0ft.
Horizontal 4,602.0ft.
Horizontal 4.602.0 ft.
Horizontal 4.602.0ft.
Horizontal 4,602.0 ft.
Horizontal 4,602.0 ft.
Horizontal 4,602.0ft.
Horizontal 4,602.0ft.
Horizontal 4.602.0ft.
Horizontal 4.602.0ft.
Horizontal 4,602.0 ft.
Conical 4,605.3 ft.
Conical 4,603.7 ft.
Conical 4.708.2 ft.
Conical 4.736.4 ft.
Conical 4,735.9 ft.
Conical 4,603.4 ft.
Conical 4,631.4ft.
Conical 4,615.4ft.
Conical 4.639.5 ft.
Conical 4,750.3 ft.
Conical 4,778.2 ft.
Conical 4,602.9 ft.

Source: Ardurra.

Tower
Pole

Pole
Bush
Bush
Ground
Ground
Bush
Bush
Pole
Control Tower
Pole
T-LTWR
Pole

Pole
T-LTWR
Pole

Pole
T-LTWR
T-LTWR
T-LTWR
Tree
Tree
Tower
T-LTWR
T-LTWR
T-LTWR
T-LTWR
Ground
Tree
Ground
Tree
Ground
Ground

Tower

4,477 ft.

4,468 ft.
4,468 ft.
4,457 ft.
4,456 ft.
4,449 ft.
4,449 ft.
4,443 ft.
4,444 ft.
4,486 ft.
4,560 ft.
4,622 ft.
4,749 ft.
4,607 ft.
4,616 ft.

4,702
4,628’

4,648 ft.
4,693 ft.
4,637 ft.
4,627 ft.
4,612 ft.
4,652 ft.
4,643 ft.
4,648 ft.
4,818 ft.
4,844 ft.
4,887 ft.
4,622 ft.
4,674 ft.
4,623 ft.
4,656 ft.
4,828 ft.
4,879 ft.
4,685 ft.

25.3ft.
16.4 ft.
17.2 ft.
92.0ft.
8.8 ft.
2.8ft.
3.5ft.
6.4 ft.
1.5ft.
3.1ft.
15.2 ft.
20.0ft.
147.0ft.
5.0ft.
14.0 ft.
100.0ft.
26.0ft.
46.0ft.
91.0ft.
35.0ft.
25.0ft.
10.0ft.
50.0ft.
37.7 ft.
44 3 ft.
109.8 ft.
107.6 ft.
151.1ft
18.6 ft.
42.6ft.
7.6 ft.
16.5 ft.
777 ft.
100.8ft.
82.1ft.
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6.3.3. Runway 3/21 Approach Surface Analysis

As previously summarized in Table 3.2, Pocatello Regional Airport Instrument Approach Procedures, the
approach procedure with the lowest minimum visibility requirement for Runway 3 is associated with the
localizer performance with vertical guidance (LPV) approach (i.e., RNAV/GPS) which has a 3/4-mile visibility
requirement. For Runway 21, the approach procedures with the lowest minimum visibility are associated with
the instrument landing system (ILS), localizer (LOC), and the LPV approaches which have a 1/2-mile minimum
visibility requirement.

According to Table 3-4 and Figure 3-7 from AC 150/5300-13B, Airport Design, which specify approach

surface dimension standards for instrument runway approach surfaces, both runway ends require approach
Surface 5 and Surface 6 (Figure 6.5).

a. Runway 3/21 Approach Surface Conclusion
There are no existing obstructions penetrating the Runway 3/21 approach surfaces at the airport. These
approach surfaces should continue to be protected to the maximum extent possible.
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Figure 6.5: Instrument Runway Approach Surfaces

Source: FAA,AC 150/5300-13B.
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6.3.4. Runway 17/35 Approach Surface Analysis

Runway 17/35 is a visual runway currently intended for use by large aircraft (i.e., greater than 12,500 pounds)
with approach speeds of 50 knots or more. According to Table 3-2 and Figure 3-5 from AC 150/5300-13B,
which specify approach surface dimension standards for visual approaches, both runway ends require
approach Surface 3 (Figure 6.6).

Figure 6.6: Visual Approach Surfaces

Source: FAA, AC 150/5300-13B, Table 3-2 and Figure 3-5.

a. Approach Surface Conclusion
There are no existing obstructions penetrating the Runway 17/35 approach surfaces at the airport. These
approach surfaces should continue to be protected to the maximum extent possible.
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6.3.5.

Departure Surface Analysis

Meeting FAA criteria for departure surfaces helps to protect the usability of airport runways; especially during
less than ideal weather conditions. Clear departure surfaces helps pilots avoid obstacles during the initial
climb from the airport by following standard instrument departure procedures. Departure surface dimensions
are based on the width of the runway. For runways without an instrument departure procedure, the airport
operator coordinates with the FAA to identify the runway as not available for IFR departures.

There is an instrument departure procedure for each runway with a specified route to the national airspace
system. According to Table 3-5 and Figure 3-9 from AC 150/5300-13B, which specify the surface dimension
standards for instrument departure surfaces, both runways require approach Surface 7 (Figure 6.7).

Figure 6.7: Instrument Departure Surface Dimensions
Table 3-5. Instrument Departure Surface
Surface Runway A B C D¢ E Section 2 Section 2
Type | ft(m) | ft (m) | ft(m) | ft(m) | ft(m) | Angle \‘TransverseSlope
02 m
60 470 ) )
(18.3) | (143) 17:7 3.13:1
75 462.5
Runways | (22.9) | (141) 18.0 3.08:1
providing
. 100 450 | 7,512 |12,152| 6,152
Surface 7 | instrument ’ ; ’ 18.4 3.00:1
departure (30.5) | (137) |(2,290) {(3,704)| (1,875)
operations | 150 425 )
46) | (130) 19.4 2.83:1
200 400 )
1) | (122) 20.6 2.67:1
Source: FAA, AC 150/5300-13B, Table 3-5 and Figure 3-9.
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a. Departure Surface Conclusion
Table 6.9 lists the objects penetrating the departure surfaces at the airport. All departure surfaces should be
protected to the maximum extent possible. Existing obstructions should be eliminated or marked and lighted.

Table 6.9: Departure Surface Obstructions
Runway 3 4,455 .8 feet Building 4,466 feet 10.2 feet
Runway 21 4,472 feet Pole 4,486 feet 14 feet
Runway 17 44437 feet Perimeter Road 4.453.6 feet 9.9 feet

Source: FAA,AC 150/5300-13B; Ardurra.

6.4. Airfield and Airside Facilities

An assessment of the airport’s ability to safely and efficiently accommodate the activity forecasted for the
20-year planning period must be conducted to determine the correct airfield and airspace requirements.
Then all airport facilities must be examined to determine if they are in compliance with FAA design and safety
standards. This analysis is also used to help determine if and when improvements are needed to meet specific
operational demands.??

6.4.1. Airfield Capacity Analysis

The purpose of an airfield capacity analysis is to assess the airport’s ability to efficiently accommodate its
day-to-day and long-term demands without undue delays or compromises to safety. The analysis also assists in
determining when improvements would be needed to meet operational demands. The most widely recognized
and accepted method for conducting an airfield capacity analysis is found in FAA AC 150/5060-5, Airport
Capacity and Delay. The methodology included in this AC for long range planning can be used to determine

an airport’s hourly capacity and its annual service volume (ASV) to provide a reasonable estimate for annual
capacity. This methodology accounts for differences in runway use, weather conditions encountered during
the course of a typical year, and aircraft mix. According to the AC, this methodology can be used to determine
an airport’s capacity if the conditions at the airport do not differ significantly from the following assumptions.

Capacity Assumptions

¢ Runway-Use Configuration: The airport’s runway layout can be approximated by one of the common
runway configurations included in the AC. For PIH, runway configuration #15 is the best match.

» Arrival and Departure Ratio: Arrivals equal departures.

» Touch and Go Operations: The percent of touch and go operations is within the limits specified in the
AC. For PIH, touch-and-go operations are assumed to be equal to local GA operations, which make up
approximately 24% of total airport operations, and this percentage is within the required limit.

» Taxiways: There is a full-length parallel taxiway, with an ample runway entrance and exit, and no taxiway
crossing problems.

« Airspace Limitations: There are no airspace limitations that would adversely impact flight operations or
otherwise restrict aircraft.

* Runway Instrumentation: The airport has at least one runway equipped with an ILS and has air traffic
control services.
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Annual Service Volume Assumptions

» Weather Conditions: IFR weather conditions occur roughly 10 percent of the time.

» Runway-Use Configuration: The airport operates with the runway-use configuration that produces the
greatest hourly capacity roughly 80% of the time.

The conditions at PIH do not differ significantly from these assumptions.

a. Aircraft Mix Index

As previously mentioned in Table 6.2, the FAA classifies aircraft based on their maximum certificated takeoff
weight (excluding helicopter operations). The aircraft mix index is a ratio of the forecasted fleet mix based

on this weight classification system. The mix index increases as the number of heavier aircraft increases.

This increase indicates a decrease in hourly capacity because the FAA requires heavier aircraft to be spaced
further apart from other aircraft for safety reasons.

The aircraft mix index is a mathematical expression of the fleet mix. The equation is the percent of C aircraft
(more than 12,500 pounds but less than 300,000 pounds) plus three times the percent of D aircraft (more
than 300,000 pounds) which is written as %(C+3D). For PIH, the mix index for 2021 was determined to be
8.6%. This is forecasted to decrease to 6.51% by 2041 as commercial airlines transition to larger aircraft with a
higher seat capacity. (As discussed in Section 5.10, Commercial Service Forecast.) The runway configuration
listed in the AC that best fits the airport is runway configuration 15. This configuration is used in conjunction
with the airport’s mix index to determine annual service volume.

b. Annual Service Volume

With a mix index between 0-20, the AC indicates an ASV of 260,000 annual aircraft operations. The existing
annual operations were 27,385 in 2021 and are forecasted to reach 31,680 in 2041. This indicates the airport
will be at 10.5% capacity for 2021 and at 12.18% capacity for 2041.

c. Airfield Capacity Conclusion

An airport should begin planning to make capacity improvements when capacity reaches 60% of ASV. At
80%, plans should be complete and construction should begin. At 100%, the airport has reached capacity
and improvements should be completed to avoid delays. With demand expected to remain below the 60%
threshold, the need to begin planning for airfield capacity improvements is not anticipated at this time.
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6.4.2. Runway 3/21 Design Analysis

The 2012 Airport Master Plan analyzed the fleet of GA, BLM, and military aircraft that used the airport at
the time and determined the primary runway, Runway 3/21, needed to support aircraft with an AAC of D and
an ADG of IV. Current analysis has determined that Runway 3/21 should remain a D-1V runway. As shown in
Table 6.10, the runway’s existing geometric design meets these design standards. However, it does not meet
FAA standards for drainage. There are also some incompatible land uses within safety areas.

a. Runway 3/21 Design Conclusion

Drainage

Drainage from the primary runway is currently accomplished through a transverse grade or shed section.

This means that one edge of the runway is higher than the other which allows water to drain towards the low
edge. The FAA standard for drainage is through a crown section. This means the highest point on the runway
is along the centerline with equal grades on each side to allow for more effective drainage. The existing runway
drains well and correcting this condition would be very costly. The sponsor is currently working with the FAA
to justify maintaining this condition.

Incompatible Land Uses

There are some incompatible land uses within the Runway 3 safety areas that need to be addressed. Currently,
a section of Taxiway A runs through the RPZ for Runway 3 in order to connect to the Runway 35-end. This
concernis currently handled through tower and signage controls, but it needs to be corrected.
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Table 6.10:

Design Criteria

Runway Length

Runway Width

Runway Shoulder Width

Blast Pad Width

Blast Pad Length

Crosswind Component

RSA Length Beyond Runway End
RSA Length Prior to Threshold
RSA Width

ROFA Length Beyond Runway End
ROFA Length Prior to Threshold
ROFA Width

ROFZ Length Beyond Runway End
ROFZ Width

RWY 21 Inner Approach OFZ Width
RWY 21 POFZ Length

RWY 21 POFZ Width

RWY 3 RPZ (Not lower than % mile)
Approach Length

Approach Inner Width

Approach Outer Width

Departure Length

Departure Inner Width

Departure Outer Width

RWY 21 RPZ (Lower than % mile)
Approach Length

Approach Inner Width

Approach Outer Width

Departure Length

Departure Inner Width

Departure Outer Width

RWY Centerline to Holding Position Marking
RWY Centerline to Parallel TWY Centerline

RWY Gradient
First Quarter (2,264.75 ft. RWY 3)
Last Quarter (2,264.75 ft.)

Line of Sight

Drainage

Source: FAA, AC 150/5300-13B, Table G-10.

9,059 ft.
150 ft.
25 ft.
N/A
N/A
20 knots
1,000 ft.
600 ft.
500 ft.
1,000 ft.
600 ft.
800 ft.
200 ft.
400 ft.
200 ft.
200 ft.
800 ft.

1,700 ft.
1,000 ft.
1,510 ft.
1,700 ft.
500 ft.
1,010 ft.

2,500 ft.
1,000 ft.
1,750 ft.
1,700 ft.
500 ft.
1,010 ft.
250 ft.
400 ft.

0.05%

Meets LOS standards
by 0.266 feet.

Transverse/Shed

Runway 3/21 Design Standards and Compliance

Existing Conditions FAA Standards
D-1V-2400 D-1V-2400

See Section 6.4.3.
150 ft.
25 ft.
200 ft.
200 ft.

20 knots
1,000 ft.
600 ft.
500 ft.
1,000 ft.
600 ft.
800 ft.
200 ft.
400 ft.
200 ft.
200 ft.
800 ft.

1,700 ft.
1,000 ft.
1,510 ft.
1,700 ft.
500 ft.
1,010 ft.

2,500 ft.
1,000 ft.
1,750 ft.
1,700 ft.
500 ft.
1,010 ft.
250 ft.
400 ft.

1.50% Max
0.80%
0.80%

Any point 5 ft. above
the centerline must be
mutually visible from
any other point 5 ft.
above the centerline
for a distance equal to

half the runway length.

(4,529.5ft)

Crown

Runway Design Standards Matrix, C/D/E-1V; Ardurra.

N/A

Y
Y
N/A
N/A

<< < << << << =<<<=<

< < < < =< <

< < < << =< <<=
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6.4.3. Runway 3/21 Length Analysis

The FAA provides recommendations for runway length rather than design standards because a particular
runway length may not be suitable for all aircraft operations. It is up to the pilot to determine if it is safe to
complete the operation with the available runway length based on the unique meteorological conditions and
demands of a particular flight. However, it is a goal of the sponsor to provide a safe environment suited for the
aircraft that operate at the airport.

FAA AC 150/5325-4B, Runway Length Requirements for Airport Design, provides a process for determining the
recommended length of a runway so it will be suitable for the critical aircraft. Many factors help determine

the suitability of a given runway length. These factors include the airport elevation, temperature, wind
direction and velocity, aircraft operating weight and configuration, runway surface condition (i.e., dry or wet),
effective runway gradient, presence of obstructions in the vicinity of the airport, and any locally imposed noise
abatement restrictions.

The critical aircraft for Runway 3/21, as identified in Chapter 5, Forecast of Aviation Demand, is the DC-10.
This aircraft has a maximum certificated takeoff weight (MTOW) of 580,000 pounds. As a result, the design
approach described in Chapter 4 of the AC for aircraft with MTOW of more than 60,000 pounds was used to
determine the recommended runway length.

This approach begins with using the airport planning manual (APM) provided by the manufacturer to calculate
both the takeoff and landing distances. It also requires identifying maximum certificated landing weight for the
critical aircraft, the airport’s elevation above mean sea level, the effective runway gradient, and the mean daily
maximum temperature of the hottest month at the airport. Aircraft performance declines as elevation,
temperature, and runway gradient increase so this data is used to simulate extreme conditions in order to
provide a conservative recommendation for runway length. This information is listed in Table 6.11.

Table 6.11: DC-10 Runway Parameters

M Daily Maxi
can Lally Maximurm Maximum Certificated Maximum Allowable

Takeoff Weight (MTOW) Landing Weight

Airport Elevation
(Mean Sea Level)

Temperature of the
Hottest Month

44519 feet 87° 555,000 pounds 403,000 pounds

Source: McDonnell Douglas Corporation, DC-10 Airplane Characteristics for Airport Planning; Ardurra.

When this data was used to determine the recommended runway length, the charts included in the APM
indicated weight-limited performance limits for the DC-10. Therefore, the recommended runway lengths
are based on aircraft weight. The resulting recommendations for runway length based on aircraft operating
weight are listed in Table 6.12.
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Table 6.12: DC-10 Runway Length Performance Parameters

Operating Weight Recommended Runway Length

390,000 Ibs. 6,100 feet
420,000 Ibs. 7,900 feet
430,000Ibs. 8,100 feet
450,000 Ibs 8,300 feet
470,000 Ibs 10,000 feet
490,000 Ibs 10,500 feet
510,000 Ibs 12,500 feet
530,000 Ibs

Performance Limit

550,000 Ibs Performance Limit

Source: McDonnell Douglas Corporation, DC-10 Airplane Characteristics for Airport Planning; Ardurra.

a. Runway 3/21 Length Conclusion

According to the BLM base manger, the typical operating weight of the DC-10s flying out of PIH are between

390,000 to 420,000 pounds with an average of approximately 395,000 pounds. Therefore, the runway’s
current length of 9,059 feet is sufficient.
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6.4.4. Runway 17/35 Design Analysis

Asdiscussed in Section 4.1.5., Wind Coverage, wind analysis was completed using historical data from
2011-2020 as reported by the automated surface observation system (ASOS). The results of this analysis
was used to help determine the need for a crosswind runway. As shown in Table 4.2, Runway 3/21 Wind
Coverage Percentages, the results of this analysis indicated the primary runway, Runway 3/21, provides wind
coverage 95.05% of the time for a 10.5-knot crosswind. However, FAA AC 150/5300-13B, Airport Design,
does not recommend a crosswind runway unless the primary runway orientation provides less than 95% wind
coverage. This means a crosswind runway is not justified.

However, through conversations with the airport manager, tower manager as well as National Oceanic
and Atmospheric Administration (NOAA) staff based at PIH, it became apparent the automated surface
observation system does not fully capture the unique wind patterns at the airport. The automated surface
observation system, which is located just beyond the end of Runway 21, is known to report different wind
directions and speeds from those reported by the secondary wind sensor located more midfield. This is
because the airport is located in a valley and is situated at the mouth of two other valleys which causes the
winds to shift significantly from one end of the airport to another (Figure 6.8).

With the majority of the operations at the airport being conducted by small aircraft, a more comprehensive
analysis was completed to help ensure the safe operation of these smaller aircraft. This analysis was completed
using data retrieved from the University of Utah’s Meso West database and NOAA's remote automated
weather station (RAWS) positioned at the southwest end of Runway 3/21. The Meso West information, which
included data from 2019-2021, indicated wind coverage of 94.49%, and the NOAA data, which was for 2018-
2021, indicated wind coverage of 91.77% for a 10.5-knot crosswind. These results are also more in line with
the wind analysis reported in the 2012 Airport Master Plan. This analysis, which used data provided by NOAA
for 2000-2009, indicated wind coverage of 94.75% for a 10.5-knot crosswind.

Figure 6.8: Wind Direction and Automated Surface Observation System Location
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a. Runway 17/35 Design Conclusion

Upon consideration of the supplemental wind analysis, the FAA determined there is a need and justification
for a crosswind runway with a runway design code of A/B-1-VIS. Table 6.13 lists the existing conditions for
Runway 17/35, which currently meets C-111-VIS design criteria, alongside the A/B-1-VIS design standards.
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Table 6.13: Runway 17/35 Existing and Future Design Standards

C-11I-VIS A/B-1-VIS

Design Criteria

Runway Width 100 ft. 60 ft.
Runway Shoulder Width 20 ft. 10 ft.
Blast Pad Width 150 ft. 80 ft.
Blast Pad Length 200 ft. 100 ft.
Crosswind Component 16 knots 10.5 knots
RSA Length Beyond Runway End 1,000 ft. 240 ft.
RSA Width 500 ft. 120 ft.
ROFA Length Beyond Runway End 1,000 ft. 240 ft.
ROFA Length Prior to Threshold 600 ft. 240 ft.
ROFA Width 800 ft. 400 ft.
ROFZ Length Beyond Runway End 200 ft. 200 ft.
ROFZ Width 400 ft. 250ft.
RWY 17 and 35 Approach and Departure RPZ Length (visual) 1,700 ft. 1,000 ft.
RWY 17 and 35 Approach and Departure RPZ Inner Width (visual) 500 ft. 500 ft.
RWY 17 and 35 Approach and Departure RPZ Outer Width (visual) 1,010ft. 700 ft.
RWY Centerline to Holding Position Marking 250 ft. 200 ft.
RWY Centerline to Parallel TWY Centerline N/A N/A
RWY Gradient * 2.0%

*Pending: To be updated once survey is completed.

Source: FAA, AC 150/5300-13B, Table G-2. Runway Design Standards Matrix, A/B-I; Ardurra.

6.4.5. Runway 17/35 Length Analysis

The design approach used to determine the recommended runway length for Runway 17/35 was the approach
for small airplanes described in Chapter 2 of AC 150/5325-4B, Runway Length Requirements for Airport Design.
Like the method used for Runway 3/21, this approach also includes a calculation using characteristics of the
type of aircraft that will mainly be using the runway as well as the airport elevation and mean daily maximum
temperature of the hottest month.

a. Runway 17/35 Length Conclusion

The resulting recommended runway length is 5,800 feet. While the current runway length is 7,170 feet, this
recommendation does not call for immediate shortening of the runway. However, the next time the runway is
in need of major rehabilitation, this may be a consideration when it comes to eligibility and justification for FAA
funding.
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6.4.6. Runway Orientation and Designation

The normal shifting of the magnetic poles can result in the need to renumber, or redesignate, airport runways.
The FAA advises airports to update runway designations and markings when the magnetic heading changes
from the existing runway designation by more than 5°.

a. Runway Orientation and Designation Conclusion
Areview of the geodetic and magnetic headings for Runway 3/21 and Runway 17/35 was completed August
22,2022. This review indicates redesignation is not required for either runway during the planning horizon.

6.4.7. Pavement Strength and Weight Bearing Capacity

To meet the design life-cycle goals of an airport’s infrastructure, airside pavements must be designed to
physically withstand the weight of arriving, taxiing, and departing aircraft. The required pavement design
strength, or weight-bearing capacity, is an estimate based on average activity levels and is limited in terms
of aircraft landing gear type and geometry (i.e. load distribution). The pavement design strength is not the
maximum allowable weight. However, operations by aircraft that exceed the weight-bearing capacity should
be limited to avoid accelerating pavement deterioration.

a. Pavement Strength
Pavement strength is classified with a pavement condition number (PCN).

e Runway 3/21: The published PCN is 64/F/B/X/T.
* Runway 17/35: The published PCN is 29/F/B/X/T.

These classifications indicate the following:

 Load-Carrying Capacity: The numerical value, 64 and 29, indicates the pavement’s load-carrying capacity
in terms of a standard single wheel load at a tire pressure of 181 pounds per square inch (PSI).

« Rigid or Flexible Design: The F classifies the pavement type as flexible which means the impact and load
are distributed out and down through the layers of pavement.

» Subgrade Strength: The B identifies the strength of what is underneath the top layer of pavement, known
as the subgrade, with B indicating medium strength.

« Tire Pressure: The X indicates the pavement can support a high tire pressure of up to 254 PSI.

» Method of Evaluation: The T means the PCN value was obtained through a technical evaluation.

b. Weight Bearing Capacity
e Runway 3/21: The published weight bearing capacity of Runway 3/21 is 100,000 pounds for single wheel,
160,000 pounds for dual wheel, and 265,000 pounds for dual tandem wheel configurations.

e Runway 17/35: The published weight bearing capacity of Runway 17/35 is 74,000 pounds for single wheel,
110,000 pounds for dual wheel, and 199,000 pounds for dual tandem wheel configurations.

A May 2016 PCN determination report completed for Pocatello Regional Airport stating Runway 3/21 had

a PCN of 72/F/B/X/T with a weight bearing capacity of 120,000 pounds for single wheel, 250,000 pounds
for dual wheel, and 522,000 pounds for dual tandem wheel configurations. However, this report also stated
the taxiway system had a PCN of 64/F/B/X/T with a weight bearing capacity of 120,000 pounds for single
wheel, 247,000 pounds for dual wheel, and 429,000 pounds for dual tandem wheel configurations. Given that
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no aircraft should be able to use the runway if the taxiway cannot support its operations, the overall PCN for
Runway 3/21 and the associated taxiway system was determined to be 64/F/B/X/T with a weight bearing
capacity of 120,000 pounds for single wheel, pounds for dual wheel, and 429,000 pounds for dual tandem
wheel configurations.

c. Pavement Strength and Weight Bearing Capacity Conclusion

The DC-10s operating out of PIH have a dual tandem wheel configuration and a typical operating weight of
approximately 395,000 pounds. Therefore, the pavement strength of the runways and taxiway system is
sufficient for existing and forecast conditions.

6.4.8. Runway Gradient and Line of Sight

a. Runway Gradient

The maximum allowable longitudinal runway gradient for category C and D aircraft is £1.5%. However,
longitudinal gradients may not exceed +0.8% for the first and last quarter of the runway or the first and last
2,500 feet (whichever is less). For Runway 3/21, this means no gradient changes (+0.8%) are allowed for the first
or last 2,264 feet. For Runway 17/35, no gradient changes (+0.8%) are allowed for the first or last 1,787 feet.

Runway gradients at PIH are as follows:

» Runway 3: The existing gradient within the first quarter is approximately 0.08%.

* Runway 21: The existing gradient within the first quarter is approximately 0.18%.

* Runway 17: The existing gradient within the first quarter is approximately 0.28%.

* Runway 35: The existing gradient within the first quarter is approximately 0.28%.

e Runway 3/21: Total runway gradient is approximately 0.08%.

* Runway 17/35: Total runway gradient is approximately 0.05%.

b. Line of Sight

A clear line of sight is required for runways because it allows pilots to see objects and other vehicles or
aircraft on the runway that may pose a hazard. For an airport like PIH that have individual runways that do not
intersect and have a full parallel taxiway, the FAA standard for line of sight (LOS) is to ensure any point five feet

above the runway centerline is mutually visible with any other point five feet above the runway centerline for a
distance of one-half the length of the runway.

C. Runway Gradient and Line of Sight Conclusion

Runway gradients are within FAA limits. While Runway 3/21 has a small hump on the 21 end, the LOS analysis
determined the runway meets this LOS standard because it is within 0.266-feet of the five-foot clearance
requirement. The location of the hump is also noted on the airport layout plan runway profile. Runway 17/35is
also within standards for line of sight.
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6.49. Taxiway System Design Analysis

The FAA states that different critical aircraft may be identified to define separate design elements for an
airport. This is common for airports like PIH that support a variety of aviation activities. Therefore, future
taxiway design will depend on the type of operations that typically occur at each specific area of the airport.

The design standards applied to Taxiway A will be based on ADG IV and TDG 5 criteria in order to
accommodate the DC-10, and the design standards applied to Taxiway G will be based on ADG |1l and TDG 3
standards in order to accommodate the Beech 1900 aircraft. These design standards are listed in Table 6.14
alongside the existing conditions (as noted on the 2018 Airport Layout Plan).

Table 6.14: Taxiway Standards

Desien Criteri Taxiway A Taxiway G Compliance
esign Criteria
Existing | Standard | Existing | Standard | Taxiway A | Taxiway G

Taxiway Protection Based on Airplane Design Group (ADG)

Standard Applied ADG IV ADG IV ADG Il ADG Il

Taxiway Safety Area (TSA) Width 262 ft. 171 ft. 118 ft. 118 ft.

Taxiway Object Free Area (TOFA) 243 ft. 243 ft. 171 ft. 171 ft.

Taxilane OFA (TLOFA) 224 ft. 224 ft. 158 ft. 158 ft.

Taxiway Separation

Tax’lvvay Centerline to Fixed or Movable 1915t 1215t 855t 855t v v
Object

Taxilane Centerline to Fixed or Movable 112 ft. 112 ft. 79t 79t v v

Object

Taxiway Design Based on Taxiway Design Group (TDG)

Standard Applied TDG 5 TDG 5 TDG 3 TDG 3

Taxiway Width 75ft. 75ft. 50 ft. 50 ft. Y Y
Taxiway Edge Safety Margin 14 ft. 14 ft. 10 ft. 10 ft. Y Y
Taxiway Shoulder Width 30 ft. 30 ft. 20 ft. 20 ft. Y Y

Source: FAA,AC 150/5300-13B; T-O Engineers, 2018 ALP.

a. Taxiway System Design Conclusion

The FAA design standards were updated in 2022 which included changes to taxiway safety areas. While the
updated standards include increased widths for some safety area, the 2018 ALP does not indicate there are
currently any deficiencies in relation to these new standards. However, the taxiway system will be addressed
with the development alternatives and may change to meet the needs of overall airport development.
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6.4.10. Electronic, Visual, and Satellite Navigation Aids

As discussed in Section 4.6, Navigational Aids and Lighting, the airport is equipped with several types

of navigational aids (NAVAIDS) that assist pilots in visually determining the physical environment of the
airport and enhancing situational awareness. These systems include the instrument landing system (ILS),
medium intensity approach lighting system with runway alignment indicator lights (MALSR), runway end
identifier lights (REIL), high intensity runway lights (HIRL), medium intensity runway lights (MIRL), very high
frequency omnidirectional range with distance measuring equipment (VOR/DME), runway visual range (RVR),
automated surface observation system (ASOS), precision approach path indicators (PAPI), a wind equipment
facility (WEF) F-420 wind system, airport beacon, and the segmented circle and wind cones. Each NAVAID
has installment specifications that can include requirements for critical areas surrounding the equipment that
must be kept clear of objects and obstructions.

a. Electronic, Visual, and Satellite Navigation Aids Conclusion

All of the NAVAIDs meet the minimum regulatory requirements. However, as previously discussed in Section
6.4.4, Runway 17/35 Design Analysis, the location of the ASOS is a concern because it is not accurately
reporting wind data. This is a problem because this data is what is reported to pilots via the meteorological
terminal air reports (METAR) and collected by the FAA for historical records. As this data is known to be
inaccurate, air traffic controllers at PIH primarily use data provided by a stand-alone weather sensor (SAWS)
for identifying the active runway, notifying pilots, and their textural reports because it is known to be more
accurate for runway conditions. This means that wind data is not being reported consistently for the airport.
The ASOS is owned by NOAA, and its relocation will be explored in the alternatives analysis.

b. Airport Traffic Control Tower

As previously discussed in Section 4.4.5, the airport traffic control tower (ATCT) was constructed in 1975. It
is a federal contract tower operated by Serco and operates daily from 6 a.m. to 10 p.m. An FAA planning study
for the sighting and relocation of the tower is currently being conducted as a separate effort from the 2024
Airport Master Plan. This study will determine any recommendations regarding the tower.
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6.5.  General Aviation Facilities

General aviation (GA) includes a wide variety of activities such as charter flights, privately owned aircraft used
for personal or business travel, flight training, recreation, agricultural, aerial firefighting, and medical transport
or other types of emergency flight services. This means the GA aircraft can range from small, single-engine,
propeller aircraft to large, corporate jets and can include helicopters, gliders, and other types of aircraft.
Airports with a significant GA presence, such as PIH, should have GA facilities that are able to meet a wide
range of needs and accommodate both the local and itinerant GA fleets. At PIH, the GA facilities include the
GA apron, aircraft storage hangars, aircraft tiedowns, helicopter parking, and the fixed base operator (FBO).

6.5.1. Hangars

As previously discussed in Section 4.4.4, Hangars, there are 25 aircraft hangars located at the airport. The
FBO, AvCenter, occupies five hangars able to accommodate several small aircraft, the airport owns a row

of hangars with nine spaces, and the remaining 11 are privately owned. Additionally, the U.S. Forest Service
(USFS) occupies a former fire station that is not suitable for airplane storage but could be used as a hangar for
a small helicopter, and Idaho State University (ISU) owns a large maintenance hangar.

The 2020 Idaho Airport System Plan (IASP) Update set an objective for primary commercial airports to have
enough hangar storage to accommodate 80% of the aircraft based at the airport and meet the needs of at
least 25% of transient GA aircraft.?® To determine the average number of transient GA aircraft per day, the
number of annual itinerant GA operations (as determined by the forecast) was divided by two (to represent
one aircraft landing and taking off) and then divided by 365.

Table 6.15 lists the number of based aircraft (as determined by the forecast), the average number of transient
aircraft per day that could potentially require the use of short-term aircraft parking (estimated to be
approximately 70% of the daily transient GA aircraft), and the total number of hangar spaces required to meet
the objective set by the 2020 IASP Update.

Table 6.15: Hangar Requirements

Year Based Aircraft Based Aircraft Transient Aircraft Transient Aircraft Total Hangars
Hangars Needed Hangars Needed Required
48 38 18 5 43

2021

2026 50 40 19 5 45
2031 52 42 20 5 47
2041 55 44 22 6 50

Source: Ardurra, Forecast Table 5.5 and Table5.7.

a. Hangars Conclusion

Hangar development needs to occur in order to meet the growing demand for hangar space. As shown in
Table 6.15, the airport would need to have approximately 43 hangars to meet the IASP objective for 2021,
and this needs to increase to approximately 50 hangars by 2041.
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6.5.2. Tiedowns

As previously discussed in Section 4.4.3, General Aviation Apron and Hangars, there are approximately 80
aircraft marked tiedowns located along the GA apron. (Three of these tiedowns are used by cargo operators.)
The 2020 IASP Update set an objective for primary commercial airports to have enough aircraft tiedowns to
accommodate 20% of the aircraft based at the airport and meet the needs of at least 50% of transient GA
aircraft.?*Table 6.16 lists the estimated number of based aircraft (as determined by the forecast), the average
number of transient aircraft per day that could potentially require the use of short-term aircraft parking
(estimated to be approximately 70% of the daily transient GA aircraft), and the total number of tiedowns
required to meet the objective set by the 2020 IASP Update.

Table 6.16: Tiedown Requirements

Year Based Aircraft Based Aircraft Transient Aircraft Transient Aircraft | Total Tiedowns
Tiedowns Needed Tiedowns Needed Required
48 10 18 9 19

2021

2026 50 10 19 10 20
2031 52 10 20 10 20
2041 55 11 22 11 22

Source: Ardurra, Forecast Table 5.5 and Table5.7.

a. Tiedowns Conclusion
The airport has an adequate number of tiedowns to meet the objective set by the 2020 IASP Update.

6.5.3. Helicopter Parking
As previously discussed in Section 4.4.3, General Aviation Apron and Hangars, there are three helicopter
parking circles located on the GA apron.

a. Helicopter Parking Conclusion
The airport has sufficient helicopter parking to meet demand through 2041.
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6.6.  Air Cargo Facilities

Air cargo services are provided by a wide variety of companies that can each have different business strategies
depending on the particular aspect of the market it serves. Most of these companies fit into one of the
following categories.

* Integrated Carriers, like FedEx or UPS, that use their own fleet to transport freight door-to-door. These
carriers often use a network of feeder airlines to fly cargo to or from smaller markets like Pocatello.

« All-Cargo Operators, like Empire Airlines, that offer scheduled, all-cargo service to freight forwarders or
individual companies. These companies typically do not offer ground transportation services.

« Commercial Service Airlines, like Delta, that carry both passengers and freight on a single aircraft.

Each of these types of cargo operators can have somewhat different site requirements that need to be taken
into consideration when planning cargo facilities.

6.6.1. Air Cargo Facilities

As previously discussed in Section 4.11, Air Cargo Facilities, the airport currently has an air cargo operator
but does not have does not have a dedicated air cargo facility. As a result, cargo is loaded and unloaded at the
FBO apron. The FedEx feeder, Alpine Air Express, uses Beech 1900s which has an AAC of B and a ADG of 1.

While the Air Carrier Statistics database (see Section 5.5.3, U.S. Department of Transportation T-100 Data)
shows that air cargo operations and freight volumes at PIH have remained relatively consistent for the past six
years (Figure 6.9), these are expected to increase in line with the growth forecasted for itinerant GA
operations and the socioeconomic projections for the Pocatello MSA.

Figure 6.9: Historical Air Cargo Operations and Freight Volumes
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Source: U.S. Department of Transportation, Air Carrier Statistics database.
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6.6.2. Air Cargo Facility Requirements

Guidance from the Airport Cooperative Research Program (ACRP) Report 14.3: Guidebook for Air Cargo Facility
Planning and Development was used to establish recommendations for developing a dedicated air cargo facility
at PIH. One of the methods recommended in this report for determining the amount of space needed for
ground support equipment (GSE) storage, cargo processing facility size, and cargo apron space is to calculate
the ratio of the volume of cargo processed (in tons) by the square-footage of the area available for each
individual element.?® Table 6.17 lists the industry standard ratios for each of these elements along with the
resulting recommendations based on the forecasted cargo volumes, and the recommended size for the air
cargo apronis listed in Table 6.18.

Table 6.17:  Air Cargo Facility Recommendations

Element Industry 2021 2026 2031 2041
Standard

Ground Support Equipment 0.57 1,090 sq. ft. 1,138 sq. ft. 1,187 sq. ft. 1,293 sq. ft.
Cargo Processing Facility 0.92 675 sq. ft. 705 sq. ft. 736 sq. ft. 801 sq. ft.

Source: ACRP Report 143; U.S. Department of Transportation, Air Carrier Statistics; Ardurra.

Table 6.18:  Air Cargo Apron Recommendations

. Wingspan + S Recommended
+ TailH
Aircraft Length + Buffers 5-foot Buffer ail Height ron Siz

Beech 1900 82.9 feet 83 feet 15.5 feet 6,881 sq. ft.

Source: ACRP Report 143; U.S. Department of Transportation, Air Carrier Statistics; Ardurra.

a. Air Cargo Conclusion
Based on ACRP report recommendations, it may be beneficial to develop a small air cargo facility with a cargo
apron capable of supporting ADG Il aircraft.

b. Air Cargo Recommendation

Based on to the anticipated growth in air cargo services, along with the increasing size of the Pocatello
metropolitan statistical area (MSA) population, the 2012 Airport Master Plan identified the need to reserve
an area for a dedicated air cargo facility. The assumption at the time was that the most likely air cargo aircraft
to serve the airport would be the Boeing 757 which has an AAC of C and a ADG of IV. As a result, space for a
group IV/V air cargo loading and unloading area was identified on the 2018 ALP Update. The airport should
continue to reserve this area until an air cargo facility is developed.
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6.7. Ground Access, Circulation, and Parking Facilities

6.7.1. Ground Access

As shown in Figure 6.10, the airport is easily accessed from Interstate Highway 15 (I-15), which is the primary
north-south highway in Eastern Idaho, and Interstate Highway 86 (I-86), which is the region’s main east-west
highway. The airport also has convenient access to rail lines.

Figure 6.10:  Ground Access and Circulation

Source: Google Earth

6.7.2. On-Airport Roadways and Circulation

The terminal building, public parking lots, and rental car parking can all be accessed from Terminal Way which
enters the airport via I-86 or East Country Road. Terminal Way is a two-lane, one-way circulation road that
provides public access to the terminal building, short-term, long-term, and overflow parking lots as well as the
rental car parking area and facilities. The general aviation and public access areas of the airport are organized
in a grid pattern along the southeast side of the airport which allows for good traffic flow.

a. On-Airport Roadways and Circulation Conclusion
Terminal Way is meeting the needs of the airport and is expected to throughout the planning period.

b. On-Airport Roadways and Circulation Recommendation
As new development occurs, it should follow the same grid pattern in order to maintain good traffic flow.

6.7.3. Vehicle Parking

As previously discussed in Section 4.9, Terminal Parking Areas, the airport maintains several parking lots
available to the public at no charge. There are approximately 103 spaces in the short-term lot, approximately
205 spaces in the long-term lot, and an overflow lot with approximately 325 spaces that is also used by airport
employees.
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a. Vehicle Parking Conclusion
The current parking facilities are sufficient for the existing and forecasted activity at the airport.

b. Vehicle Parking Recommendation
As development occurs, consideration should be given to maintaining safe and efficient access to those areas.

6.8.  Airport Support Facilities

6.8.1. Aircraft Rescue and Fire Fighting

As previously mentioned in Section 4.7.2, Aircraft Rescue and Fire Fighting, PIH is an aircraft rescue and fire
fighting (ARFF) Index A airport. The ARFF building is 6,000 square feet and is located west of the terminal
building. It contains two vehicle bays and houses two fire rescue vehicles along with the airport’s security and
communications operations area and other amenities.

Anairport’s ARFF index is determined based on the length of the longest passenger aircraft serving the
airport. If the aircraft makes, on average, five or more daily departures from the airport, this aircraft is used
to determine the ARFF index for the airport. If the aircraft makes less than five average daily departures, the
next lower index group will be the airport’s ARFF index. Index A is the minimum designated ARFF index for a
commercial service airport.

Air carrier aircraft are grouped into the following five categories used to determine the AARF index:

* Index A includes aircraft less than 90 feet in length.

 Index B includes aircraft at least 90 feet but less than 126 feet in length.

¢ Index C includes aircraft at least 126 feet but less than 159 feet in length.
* Index D includes aircraft at least 159 feet but less than 200 feet in length.
* Index E includes aircraft at least 200 feet in length.

The longest passenger aircraft currently serving the airport is a Bombardier CRJ-200. At a length of 87.83
feet, this aircraft is categorized as ARFF Index A. The future commercial service critical aircraft is expected
to be an Embraer E-175. At a length of 103.92 feet, this aircraft is categorized as ARFF Index B. However,
commercial service departures are not forecasted to reach an average of five or more departures per day
during the planning period. Based on commercial service levels and fleet mix forecasted for passenger
operations at the airport, the ARFF Index is expected to remain Index A through the planning period.

a. Aircraft Rescue and Fire Fighting Conclusion
The airport’s current ARFF equipment and the location of the ARFF station is adequate to meet the needs of
the airport for the planning horizon.

b. Aircraft Rescue and Fire Fighting Recommendation
This ARFF training area located near the intersection of Thunderbolt and Fortress streets should be
protected with required safety buffers as it is a vital resource for the ARFF team.
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6.8.2. Fuel Storage

As previously discussed in Section 4.7.1, Fuel Facilities, the FBO operates a fuel farm located along Boeing
Avenue near the ISU hangar. The property is owned by the airport, but the fuel farm equipment is owned and
operated by the FBO. As shown in Table 6.19, the fuel farm currently has four above ground storage tanks
(AST) used for Jet A fuel that hold a total of 72,000 gallons, and a 12,000 underground storage tank (UST)
used for Jet A fuel. Thereis also a 12,000-gallon AST used for avgas.

Table 6.19: Fuel Storage

Storage Tanks Jet A Fuel Aviation Gasoline

Above Ground Storage 72,000 gallons 12,000 gallon
Underground Storage 12,000 gallons n/a

Source: ACRP Report 143; U.S. Department of Transportation, Air Carrier Statistics; Ardurra.

a. Fuel Storage Conclusion
According to airport personnel, the current fuel capacity is adequate for the existing and forecasted
operations at the airport. No additional capacity is recommended at this time.

b. Fuel Storage Recommendation

Additional fuel storage capacity should be planned when the airport is unable to maintain an adequate supply
and reserve. When additional capacity is needed, it should be planned in 10,000 to 12,000-gallon increments
in order to accommodate the typical 8,000-gallon capacity of fuel tanker trucks.

6.8.3. Ground Services and Aircraft Maintenance

AvCenter provides a wide variety of aviation ground services including oxygen, ground power units, battery
carts, and more. It also offers one of the largest aircraft maintenance and repair facilities in the northwest and
is capable of performing structural repairs, aircraft engine maintenance, and repairs to avionics systems.?¢

a. Ground Service Equipment
The equipment and services currently provided by the FBO are considered sufficient at this time.

6.8.4. Snow and Ice Control

As outlined in Section 4.7.3, Snow and Ice Control, the airport has a 20,000-square-foot snow removal
equipment (SRE) building that was constructed approximately 20 years ago. The existing fleet of snow removal
equipment (SRE) is between three and 30+ years old.

a. Deicing

The FBO provides limited deicing services for GA aircraft including deicing and anti-icing with Type | and Type
IV fluids. There is a concrete deicing pad for commercial service airlines located between Gates 1 and 2 on
the commercial apron. The glycol storage tanks located behind the Gate 2 jet bridge are used to store Type |
propylene glycol for SkyWest Airlines.

b. Snow and Ice Control Conclusion

While some of the equipment is aging and in need of replacement, the SRE facility and equipment meets the
needs of the airport and FAA requirements. The deicing facilities and equipment are also considered sufficient.
No additional equipment or facilities are being recommended at this time.
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6.8.5. Fencing and Gates

As previously discussed in Section 4.7.4, Fencing and Gates, the airport is served by eight-foot high chain link
fencing with three-strand barbed wire on top. The airport is fully enclosed by a seven-foot perimeter fence
topped with a foot of barbed wire except near the terminal where the fence is eight feet tall with no barbed
wire. This fencing serves to provide both operational security as well as a deterrent to wildlife accessing the
airfield movement areas. Additional security is provided by the 20 vehicle gales and 13 pedestrian gates.

a. Fencing and Gates Conclusion and Recommendation
The airport fencing and gates are sufficient and should be maintained.

6.8.6. Lighting Vault and Emergency Generator

The airfield lighting vault is located just to the north of the FBO building and is approximately 1,126 feet from
Runway 3/21. There are three constant current regulators in the lighting vault; one for Runway 17/35, one for
Runway 3/21, and one for the taxiways. The emergency generator is housed in a small structure just to the
east end of the FBO building.

a. Lighting Vault and Emergency Generator Conclusion

Both the lighting vault and emergency generator are sufficient to meet the needs of the airport at this time.
They are also located far enough from the runway that no interference will occur with the airfield’s operations
but not so far away that voltage drops might cause a problem.

6.8.7. Non-Aeronautical Uses

As discussed in Section 4.12, Non-Aeronautical Uses, there are several non-aeronautical uses within the PIH
property. Some directly support aeronautical uses, such as car rental facilities, while others provide the airport
with additional sources of revenue through leases and use agreements. Some of these uses are considered
temporary, to remain only until a higher aviation use materializes, while others are expected to remain as
surplus to aviation needs.

a. Non-Aeronautical Uses Conclusion
Uses that do not directly support aviation needs will be reviewed and evaluated in Chapter 7, Development
Alternatives, if they potentially need to be developed to accommodate an aviation use.

6.8.8. Utilities
As previously discussed in Section 4.13, Utilities, the airport is served by common utilities such as the city if
Pocatello for water and sewer, Intermountain Gas, Idaho Power, and CenturyLink.

a. Utilities Conclusion
There is sufficient capacity to accommodate demand through the planning horizon.
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6.9. Land Use Policies and Regulations

Land use is the term used to describe how property is currently being used and how it can be used in the

future. The existing and planned land uses near an airport can impact the local community, airport operations,
and airport growth. Effective land use compatibility plans take both height and land use restrictions into
consideration and are incorporated via local zoning laws. This type of proactive planning around an airport
protects both the airport and the surrounding community. Furthermore, federal and state grant assurances
require airport sponsors to operate and maintain the airport in a safe and serviceable condition, prevent and
remove airport hazards, and take appropriate measures to ensure compatible land uses exist around the airport.

6.9.1. Federal Land Use Planning Requirements

FAA Grant Assurance 20 requires airport sponsors to take appropriate actions as needed to protect the
airspace used for instrument and visual approaches by reducing the effect of existing hazards and preventing
new hazards. Grant Assurance 21 requires airport sponsors to take appropriate actions as needed to ensure
safe and efficient operations. This includes adopting zoning laws and restricting the use of land adjacent to the
airport and in its immediate vicinity to activities and purposes compatible with normal airport operations.?”

6.9.2. State Land Use Planning Requirements

The Idaho Transportation Department (ITD) Division of Aeronautics published Idaho Airport Land Use
Guidelines in 2016 to inform and assist airport sponsors in meeting state regulatory requirements for local land
use planning. These regulatory requirements include protecting public airports by including a public airport
facilities chapter known as section “q” in local comprehensive plans, notifying an airport operator of a pending
land use action, and preventing the creation or establishment of aviation hazards.

Additionally, when an airport sponsor accepts grant funding from ITD Aeronautics, it agrees to comply with
certain grant assurances. State Grant Assurance 23 states, “The Sponsor should have compatible land use and
height restrictive zoning for the airport to prevent incompatible land uses and the creation or establishment of
structures or objects of natural growth which would constitute hazards or obstructions to aircraft operating
to, from, on, or in the vicinity of the subject airport.”?®

6.9.3. CountyLand Use Policies and Protections

As discussed in Section 4.2.1, County Land Use Protections, Power County’s comprehensive plan includes
policies designed to protect the area around the airport from residential encroachment and ensure any
development is compatible with continued airport operations. Power County has also established an airport
safety overlay district (ASOD) to provide for the safety of pilots and passengers. It also ensures that land
development and construction activities within the ASOD are compatible with the safe continued use of the
airport. This overlay zoning district includes several height limitation zones which encompasses all land lying
beneath the approach surfaces, transitional surfaces, horizontal surfaces, and conical surfaces belonging to
the airport. It also protects against uses that could make it dangerous to operate an aircraft or interfere with
the operation of aircraft.?”

6.94. City Land Use Policies and Protections

As previously discussed in Section 4.2.2, City Land Use Protections, the city of Pocatello has established
an airport influence area (AlA) to protect the airspace around the airport and ensure FAA airspace safety
requirements are met. Incompatible land uses are prohibited within the AlIA, and this property is subject to
height restrictions.®°
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a. Land Use Conclusion
As the airport sponsor, the city of Pocatello is compliant with federal and state requirements regarding zoning
laws restricting incompatible land uses and height restrictions.

b. Land Use Recommendation

The sponsor should continue to take a proactive approach to land use planning around the airport by
reviewing these land use policies and regulations periodically to ensure they are current and relevant as the
city, county, and airport are developed. This will help prevent safety hazards and incompatible land uses that
could potentially constrain airport development.

6.10. Primary Management and Compliance Documents

An airport’s primary management and compliance documents (PMCD) are a collection of rules, regulations,
policies, and standards that guide the management, operation, and development of the airport. These
documents provide an effective framework for airport sponsors to comply with its federal obligations, set
expectations, and ensure airport access is fair, reasonable, and not unjustly discriminatory. These documents
include minimum standards, rules and regulations, leasing and development standards, minimum insurance
requirements, rates and fees, an airport master plan, and an airport layout plan. Commercial service airports
also have an airport certification manual, airport security manual, and airport emergency plan.

a. Recommendation
These documents should be reviewed annually and updated as necessary to remain valid.
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