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should be planned.  As a result, the 
option of developing a parallel runway 
to serve small aircraft and training 
operations will be considered.  This 
option will be further evaluated in the 
alternatives analyses of the next chap-
ter. 
 
 
AIRFIELD REQUIREMENTS 
 
Airfield requirements include the need 
for those facilities related to the arriv-
al and departure of aircraft.  The ade-
quacy of existing airfield facilities at 
Camarillo Airport has been analyzed 
from a number of perspectives, includ-
ing: 
 
• Runways 
• Safety Area Design Standards 
• Taxiways 
• Airfield Lighting, Marking, and 

Signage 
• Navigational Aids and Instrument 

Approach Procedures 
 
 
RUNWAYS 
 
Runway conditions such as orienta-
tion, length, pavement strength, 
width, and safety standards at Cama-
rillo Airport were analyzed.  From this 
information, requirements for runway 
improvements were determined for 
the airport. 
 
 
Runway Orientation 
 
The airport is served by single runway 
orientated in an east/west manner.  
For the operational safety and effi-
ciency of an airport, it is desirable for 

the primary runway to be orientated 
as close as possible to the direction of 
the prevailing wind.  This reduces the 
impact of wind components perpendi-
cular to the direction of travel of an 
aircraft that is landing or taking off 
(defined as a crosswind). 
 
FAA Advisory Circular 150/5300-13, 
Change 13, Airport Design, recom-
mends that a crosswind runway 
should be made available when the 
primary runway orientation provides 
less than 95 percent wind coverage for 
specific crosswind components.  The 
95 percent wind coverage is computed 
on the basis of the crosswind compo-
nent not exceeding 10.5 knots (12 
mph) for ARC A-1 and B-I; 13 knots 
(15 mph) for ARC A-II and B-II; 16 
knots (18 mph) for ARC C-I through 
D-II; and 20 knots for ARC A-IV 
through D-VI. 
 
Wind data specific for Camarillo Air-
port is available and is depicted on 
Exhibit 3D.  The runway orientation 
provides 98.27 percent wind coverage 
for 10.5 knot crosswinds, 99.27 per-
cent wind coverage at 13 knots, and 
99.85 percent coverage at 16 knots.  
The current orientation meets FAA 
standards for all crosswind compo-
nents.  As a result, no additional run-
way orientations will be planned. 
 
 
Runway Length 
 
The determination of runway length 
requirements for the airport is based 
on five primary factors: 
 
• Mean maximum daily temperature 

of the hottest month  
• Airport elevation 
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• Runway gradient 
• Critical aircraft type expected to 

use the airport 
• Stage length of the longest nonstop 

trip destination (specific to larger 
aircraft) 

 
The mean maximum daily tempera-
ture of the hottest month for Camaril-
lo Airport is 72 degrees Fahrenheit 
(F).  The airport elevation is 77.4 feet 
above mean sea level (MSL).  The 
maximum runway end elevation dif-
ference is 11 feet.  Runway 8-26 has a 
longitudinal gradient of 0.23 percent, 
which conforms to FAA design stan-
dards.  For aircraft in approach cate-
gories A and B, the runway longitu-
dinal gradient cannot exceed two per-

cent.  For aircraft in approach catego-
ries C and D, the maximum allowable 
longitudinal runway gradient is 1.5 
percent. 
 
Table 3G outlines the runway length 
requirements for various classifica-
tions of general aviation aircraft at 
Camarillo Airport.  These were de-
rived utilizing the FAA Airport Design 
Computer Program for Runway 
Lengths Recommended for Airport De-
sign.  These runway lengths are based 
upon groupings or families of aircraft.  
As discussed earlier, the runway de-
sign required should be based upon 
the most critical family with at least 
500 annual operations. 

 
TABLE 3G 
Runway Length Requirements  
Camarillo Airport  
Airport and Runway Data 
Airport Elevation 
Mean daily maximum temperature of the hottest month 
Maximum difference in runway centerline elevation 
Length of haul for airplanes of more than 60,000 
Wet and Slippery Runways 

1,394 feet MSL 
106 degrees F 

29 feet 
1,000 miles 

 
Runway Length Recommended for Airport Design 
Small airplanes with less than 10 passenger seats 

75 percent of these small airplanes 
95 percent of these small airplanes 
100 percent of these small airplanes 

Small airplanes with 10 or more passenger seats 
 
Large airplanes of 60,000 pounds or less 

75 percent of business jets at 60 percent useful load 
75 percent of business jets at 90 percent useful load 
100 percent of business jets at 60 percent useful load 
100 percent of business jets at 90 percent useful load 

 
Airplanes weighing more than 60,000 pounds 

 
2,400 feet 
2,900 feet 
3,500 feet 
4,000 feet 

 
 

5,300 feet 
6,600 feet 
5,500 feet 
7,100 feet 

 
6,000 feet 

Source: FAA Airport Design Computer Program utilizing Chapter Two of AC 150/5325-4A, 
 Runway Length Requirements for Airport Design 

 
 
The category of “100 percent of busi-
ness jets with 60 percent useful load” 

generally corresponds to this ARC 
C/D-II aircraft.  As presented in the 
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table, a runway length of at least 
5,500 feet is required to accommodate 
this aircraft category. 
 
The table indicates that aircraft 
weighing more than 60,000 pounds 
with a 1,000 mile stage length require 
6,000 feet of runway length.  This cat-
egory includes the Gulfstream family 
of business jets as well as the Global 
Express.  Longer stage lengths gener-
ally require longer take-off lengths as 
more fuel is required, thus increasing 
take-off weights.  If the stage length is 
increased to 1,500 feet, the required 
runway length increases to 6,900 feet.   
 
 
Runway 8-26 
 
Runway 8-26 is currently 6,013 feet 
long.  This length is more than ade-
quate to accommodate the majority of 
current and future aircraft operations.  
Review of the jet operations for the 
airport over the last year reveals that 
many aircraft operators have left CMA 
with destinations of over 1,000 miles.  
Examples of destinations for jet opera-
tors include Midwestern cities such as 
Minneapolis, Dallas, and Chicago, as 
well as east coast cities such as Teter-
boro, New Jersey and Palm Beach, 
Florida. It should be clearly noted, 
however, that the majority of business 
jet operations had destinations within 
1,000 miles. 
 
While a longer runway could be desir-
able for some aircraft operators, it is 
not needed for the majority of aircraft 
operations at CMA.  Moreover, the 
City of Camarillo and Ventura County 
have agreed to keep the runway at its 
current length under the original joint 
powers agreement.  The current run-

way is fully capable of meeting the 
needs of the majority of aircraft opera-
tors.  Those that have longer stage 
lengths can operate from CMA, but 
they may have to make a fuel stop 
along their route.  Thus, Runway 8-26 
should be maintained at its current 
length in the future. 
 
 
Parallel Runway 
 
Capacity analysis presented earlier in 
the chapter indicated that projected 
aviation demand would exceed 80 per-
cent of the calculated ASV by the long 
range of the planning period.  The in-
creased use of the airport by business 
jets will tax airfield capacity and in-
crease airport delays through the 
planning period.  The FAA stipulates 
that plans should be made to improve 
capacity when operations reach 60 
percent of the airfield ASV.  At the 80 
percent level, these improvements 
should be made.  The most significant 
airfield capacity enhancement that 
can be made is the addition of a paral-
lel runway.  Generally, adding a paral-
lel runway can nearly double the air-
field’s capacity.  For these reasons, a 
parallel runway concept should be 
considered within this planning study. 
 
A parallel runway at CMA should be 
developed to accommodate small air-
craft and training operations.  Shifting 
the training and small aircraft opera-
tions to the parallel runway will pro-
vide greater capacity for the existing 
runway allowing it to better serve 
larger aircraft.  Based on the informa-
tion provided in Table 3G, the paral-
lel runway should be planned to pro-
vide for a minimum of 100 percent of 
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all small aircraft up to all small air-
craft with 10 or fewer passenger seats.  
Thus, the plan should consider devel-
oping a parallel runway that is at 
least 3,500 feet long.  Moreover, FAA 
criteria requires a parallel runway be 
separated from an existing runway by 
at least 700 feet.  Analysis in the fol-
lowing chapter will present parallel 
runway development options. 
 
 
Runway Width 
 
Runway 8-26 is currently 150 feet 
wide.  FAA design standards call for a 
runway width of at least 100 feet to 
serve aircraft through ARC D-III.  
Runway 8-26 currently meets FAA cri-
teria for runway width and should be 
maintained in the future.  The pro-
posed parallel runway should be de-
signed to meet FAA ARC B-II width 
standards of 75 feet. 
 
The runway shoulder width for Group 
III aircraft is 20 feet on both sides.  
The shoulder areas provide resistance 
to blast erosion and must be capable of 
accommodating emergency and main-
tenance vehicles as well as the occa-
sional passage of an aircraft veering 
from the primary runway surfaces.  
Typically, runway shoulders are paved 
surfaces, as is the case at Camarillo 
Airport.  The existing runway shoul-
ders meet FAA standards and should 
be maintained in the future. 
 
 
Runway Strength 
 
The officially published pavement 
strength rating for Runway 8-26 is 
50,000 pounds single wheel loading 

(SWL).  As previously mentioned, 
SWL refers to the aircraft weight 
based upon the landing gear configu-
ration with a single wheel on each 
landing strut.  The strength rating for 
dual wheel configurations (DWL) is 
80,000 pounds, and 125,000 pounds 
for dual tandem wheel loading 
(DTWL).  DWL and DTWL include the 
design of aircraft landing gear with 
additional wheels on each landing 
gear strut which distributes more of 
the aircraft weight on the runway and 
taxiway surfaces; thus, the surface it-
self can support a greater total air-
craft weight. 
 
The strength rating of a runway does 
not preclude aircraft weighing more 
than the published strength rating 
from using the runway.  All federally 
obligated airports must remain open 
to the public, and it is typically up to 
the pilot of the aircraft to determine if 
a runway can support their aircraft 
safely.  An airport sponsor cannot re-
strict an aircraft from using the run-
way simply because its weight exceeds 
the published strength rating.  On the 
other hand, the airport sponsor has an 
obligation to properly maintain the 
runway and protect the useful life of 
the runway, typically for 20 years. 
 
According to the FAA publication Air-
port/Facility Directory, “Runway 
strength-rating is not intended as a 
maximum allowable weight or as an 
operating limitation.  Many airport 
pavements are capable of supporting 
limited operations with gross weights 
in excess of the published figures.”  
The directory goes on to say that those 
aircraft exceeding the pavement 
strength should contact the airport 
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sponsor for permission to operate at 
the airport. 
 
The strength rating of a runway can 
change over time.  Regular usage by 
heavier aircraft can decrease the 
strength rating, while periodic runway 
resurfacing can increase the strength 
rating.  The current strength rating of 
Runway 8-26 is adequate to serve the 
majority of aircraft operations at the 
airport.  The G-V and Global Express 
aircraft have maximum gross weights 
of up to 94,000 pounds, exceeding the 
80,000 pound DWL rating of the run-
way.  This difference is not substan-
tial, nor are the annual operations by 
these aircraft.  Consideration could be 
given to increasing the DWL rating to 
100,000 pounds when the next runway 
rehabilitation project is undertaken. 
 
The proposed parallel runway should 
be planned for small aircraft opera-
tions.  The minimum pavement 
strength that should be considered 
would be 12,500 pounds SWL. 
 
 
Runway/Taxiway Separation 
 
FAA AC 150/5300-13, Airport Design, 
Change 13, also discusses separation 
distances between aircraft and various 
areas on the airport.  The separation 
distances are a function of the ap-
proaches approved for the airport and 
the runway’s designated ARC.  Under 
current conditions (ARC D-II and ap-
proaches not lower than three-
quarters of a mile), parallel taxiways 
need to be at least 400 feet from the 
Runway 8-26 centerline.  Aircraft 
parking areas are required to be at 

least 500 feet from the runway center-
line. 
 
Currently, parallel Taxiway F is lo-
cated 1,000 feet south of the Runway 
8-26 centerline.  The aircraft parking 
apron is located approximately 1,100 
feet from the runway centerline.  
These distances far exceed FAA stan-
dards. 
 
The plan will consider the implemen-
tation of a parallel runway.  Based on 
the location of the proposed taxiway, a 
new parallel taxiway serving runway 
8-26 could be required.  If a new paral-
lel taxiway is required, it should be 
located no nearer than 400 feet from 
existing Runway 8-26.  Moreover, it 
should be located no nearer than 300 
feet from the proposed parallel run-
way to fully meet ARC B-II aircraft 
standards. 
 
 
Runway Blast Pad 
 
The blast pad is a surface adjacent to 
the ends of the runways provided to 
reduce the erosive effect of jet blast 
and propeller wash.  Runway 8-26 is 
equipped with blast pads off each end 
which were the result of the previous 
runway which was shortened due to 
the City-County operational agree-
ment.  These areas exceed FAA stan-
dards and should be maintained in the 
future. 
 
 
SAFETY AREA 
DESIGN STANDARDS 
 
The FAA has established several safe-
ty surfaces to protect aircraft opera-
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tional areas and keep them free from 
obstructions that could affect the safe 
operation of aircraft.  These include 
the runway safety area (RSA), object 
free area (OFA), obstacle free zone 
(OFZ), and runway protection zone 
(RPZ).  The dimensions of these safety 
areas are dependent upon the critical 
aircraft and, thus, the ARC of the 
runway. 
 
 
Runway Safety Area (RSA) 
 
The RSA is defined in FAA Advisory 
Circular 150/5300-13, Change 13, Air-
port Design, as a “surface surrounding 
the runway prepared or suitable for 
reducing the risk of damage to air-
planes in the event of an undershoot, 
overshoot, or excursion from the run-
way.”  The RSA is centered on the 
runway, dimensioned in accordance to 
the approach speed of the critical air-
craft using the runway.  The FAA re-
quires the RSA to be cleared and 
graded, drained by grading or storm 
sewers, capable of accommodating the 
design aircraft and fire and rescue ve-
hicles, and free of obstacles not fixed 
by navigational purpose. 
 
The FAA has placed a higher signific-
ance on maintaining adequate RSAs 
at all airports due to recent aircraft 
accidents.  Under Order 5200.8, effec-
tive October 1, 1999, the FAA estab-
lished a Runway Safety Area Program.  
The Order states, “The objective of the 
Runway Safety Area Program is that 
all RSAs at federally-obligated air-
ports … shall conform to the stan-
dards contained in Advisory Circular 
150/5300-13, Airport Design, to the ex-
tent practicable.”  Each Regional Air-

ports Division of the FAA is obligated 
to collect and maintain data on the 
RSA for each runway at the airport, 
and perform airport inspections. 
 
For ARC D-II and D-III runways with 
not lower than three-quarters of a 
mile approach minimums, the FAA 
calls for the RSA to be 500 feet wide 
and extend 1,000 feet beyond each 
runway end.  Runway 8-26 currently 
meets FAA RSA standards and should 
be maintained in the future as the 
critical aircraft is planned to remain 
ARC D-III. 
 
As previously mentioned, the proposed 
parallel runway should be planned to 
fully meet ARC B-II standards.  ARC 
B-II standards for runways providing 
not lower than three-quarters of a 
mile visibility minimums require 
RSAs to be 150 feet wide, extending 
300 feet beyond the runway end. 
 
 
Object Free Area (OFA) 
 
The runway OFA is “a two-
dimensional ground area, surrounding 
runways, taxiways, and taxilanes, 
which is clear of objects except for ob-
jects whose location is fixed by func-
tion (i.e., airfield lighting).”  The OFA 
is centered on the runway, extending 
out in accordance to the critical air-
craft design category utilizing the 
runway. 
 
For ARC D-II and D-III aircraft served 
by runways having approaches not 
lower than three-quarters of a mile, 
the FAA calls for the OFA to be 800 
feet wide (centered on the runway), 
extending 1,000 feet beyond each 
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runway end.  Runway 8-26 currently 
meets this standard, and it should be 
maintained in the future. 
 
The proposed parallel runway should 
be designed to meet FAA ARC B-II 
OFA standards.  For ARC B-II run-
ways having not lower than three-
quarters of a mile approach visibility 
minimums, the OFA should be 500 
feet wide and extend 300 feet beyond 
each runway end. 
 
 
Obstacle Free Zone (OFZ) 
 
The OFZ is an imaginary surface 
which precludes object penetrations, 
including taxiing and parked aircraft.  
The only allowance for OFZ obstruc-
tions is navigational aids mounted on 
frangible bases which are fixed in 
their location by function, such as air-
field signs.  The OFZ is established to 
ensure the safety of aircraft opera-
tions.  If the OFZ is obstructed, the 
airport’s approaches could be removed 
or approach minimums could be in-
creased. 
 
The FAA’s criterion for runways uti-
lized by small airplanes (those weigh-
ing less than 12,500 pounds) with ap-
proach speeds greater than 50 knots 
requires a clear OFZ to extend 200 
feet beyond the runway ends, by 250 
feet wide (125 feet on either side of the 
runway centerline).  For runways 
serving aircraft over 12,500 pounds, 
the OFZ width increases to 400 feet 
(200 feet on either side of the runway 
centerline). 
 
Currently, Runway 8-26 meets FAA 
standards for the OFZ.  The proposed 

parallel runway should be designed for 
the 400-foot width to accommodate all 
ARC B-II aircraft. 
 
 
Runway Protection Zone (RPZ) 
 
The RPZ is a trapezoidal area cen-
tered on the runway, typically begin-
ning 200 feet beyond the runway end.  
The RPZ has been established by the 
FAA to provide an area clear of ob-
structions and incompatible land uses 
in order to enhance the protection of 
approaching aircraft, as well as people 
and property on the ground.  The di-
mensions of the RPZ vary according to 
the visibility requirements serving the 
runway and the type of aircraft oper-
ating on the runway. 
 
The lowest existing visibility mini-
mum for approaches to the runways at 
Camarillo Airport is three-quarters of 
a mile to Runway 26.  The correspond-
ing RPZ dimension calls for a 1,000-
foot inner width, extending outward 
1,700 feet, to a 1,510-foot outer width.  
For the one-mile visibility approach 
minimums for Runway 8 and ARC D-
II and D-III, the RPZ has an inner 
width of 500 feet, extending outward 
1,700 feet, to an outer width of 1,010 
feet. 
 
Future planning should consider im-
proved approach minimums to both 
Runways 8 and 26.  Global positioning 
system (GPS) technology will likely 
provide for a full Category I (CAT I) 
minimum approach providing one-half 
mile visibility minimums and cloud 
heights of 200 feet within the scope of 
this study.  To achieve this approach, 
the airport will not have to install a 
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traditional ground based system such 
as the instrument landing system 
(ILS) as has been the case in the past. 
 
Future planning will consider a full 
CAT I approach to Runway 26.  The 
corresponding RPZ increases in size to 
have a 1,000-foot inner width, 1,750-
foot outer width, extending 2,500 feet.  
Runway 8 should be planned for not 
lower than three-quarters of a mile 
which has a corresponding RPZ 
matching the current Runway 26 RPZ.  
The proposed parallel runway should 
be planned for ARC B-II aircraft 
served by a runway with visual or not 
lower than one mile visibility ap-
proaches.  The corresponding RPZ has 
a dimension of 500-foot inner width, 
700-foot outer width, extending 1,000 
feet. 
 
The existing RPZs for both runways 
extend beyond the existing property 
lines.  The northeastern corner of the 
Runway 26 RPZ extends slightly north 
of current property, while approx-
imately one-fourth of the outer portion 
of the Runway 8 RPZ extends beyond 
airport property.  The RPZs for both 
runway ends will extend beyond air-
port property. 
 
Where possible, the airport should 
have positive control over the RPZ 
through fee simple acquisition; howev-
er, avigation easements (acquiring 
control of designated airspace within 
the RPZ) can be pursued if fee simple 
acquisition is not feasible.  Avigation 
easements are in place for the areas 
within the RPZs located outside of 
airport property.  The dimensions for 
RPZs, considering existing and ulti-
mate ARCs, as well as other airfield 
planning criteria are detailed in Table 
3H. 

TAXIWAYS 
 
Taxiways are constructed primarily to 
facilitate aircraft movements to and 
from the runway system.  Some tax-
iways are necessary simply to provide 
access between the aprons and run-
ways, whereas other taxiways become 
necessary as activity increases at an 
airport to provide safe and efficient 
use of the airfield. 
 
As detailed in Chapter One, Runway 
8-26 is served by a full length parallel 
taxiway situated 1,000 feet south of 
the runway (centerline to centerline).  
Table 3H outlines the runway to tax-
iway centerline separation standards.  
Taxiway F fully meets the FAA’s run-
way/taxiway separation standards. 
 
Exit taxiways provide a means to en-
ter and exit the runways at various 
points on the airfield.  The type and 
number of exit taxiways can have a 
direct impact on the capacity and effi-
ciency of the airport as a whole.  Run-
way 8-26 has a total of five exit tax-
iways on the south side of the runway 
linking the runway with Taxiway F. 
 
Exit taxiways are most effective when 
planned at least 750 feet apart.  Po-
tential locations for new exit taxiways 
that may improve capacity or efficien-
cy will be examined in Chapter Four – 
Airport Alternatives. 
 
Dimensional standards for the tax-
iways are depicted on Table 3H.  All 
airfield taxiways are at least 50 feet 
wide.  All taxiways meet or exceed De-
sign Group III standards and should 
be maintained through the planning 
period.  The proposed parallel runway 
should be served by taxiways that are 
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at least 35 feet wide to meet ARC B-II 
standards. 
 
Holding aprons and bypass taxiways 
can also improve the efficiency of the 

taxiway system.  Currently, holding 
aprons are provided at both ends of 
the runway.  These facilities should be 
maintained in the future. 

 
TABLE 3H  
Airfield Design Standards 
Camarillo Airport  
 Existing 

Runway 8-26 
Ultimate 

Runway 8-26 
Proposed Parallel 

Runway 
Airport Reference Code (ARC) D-II D-III B-II 
Approach Visibility Minimums 1 Mile ¾ Mile ¾ Mile CAT I Visual 
Runway Length 
Runway Width 

6,013’ 
150’ 

Same 
Same 

3,500’ 
75’ 

Runway Safety Area 
Width 
Length Beyond Runway End 

 
500’ 

1,000’ 

 
Same 
Same 

 
300 
150 

Object Free Area 
Width 
Length Beyond Runway End 

 
800’ 

1,000’ 

 
Same 
Same 

 
300 
500 

Obstacle Free Zone 
Width 
Length Beyond Runway End 

 
400’ 
200’ 

 
Same 
Same 

 
400’ 
200’ 

Runway Protection Zone 
Inner Width 
Outer Width 
Length   

 
500’ 

1,010’ 
1,700’ 

 
1,000’ 
1,510’ 
1,700’ 

 
1,000’ 
1,510’ 
1,700’ 

 
1,000’ 
1,750’ 
2,500’ 

 
500’ 
700’ 

1,000’ 
Runway Centerline to: 

Holding Position 
Parallel Taxiway Centerline 
Parallel Runway Centerline 

 
250’ 
400’ 
N/A’ 

 
Same 
Same 
700’ 

 
250’ 
300’ 
700’ 

Taxiway Width 50 Same 35’ 
Taxiway Object Free 
Area Width 

 
186’ 

 
Same 

 
131 

Taxiway Centerline to: 
Fixed or Moveable Object 

 
93’ 

 
Same 

 
65.5 

 
 
AIRFIELD LIGHTING, 
MARKING, AND SIGNAGE 
 
There are a number of lighting and 
pavement marking aids serving pilots 
using the airport.  These aids assist 
pilots in locating the airport and run-
way at night or in poor visibility con-
ditions.  They also assist in the ground 
movement of aircraft. 

Runway and Taxiway Lighting 
 
Runway identification lighting pro-
vides the pilot with a rapid and posi-
tive identification of the runway and 
its alignment.  Runway 8-26 is 
equipped with medium intensity run-
way lights (MIRL).  Medium intensity 
taxiway lighting (MITL) is provided on 
all taxiways at the airport.  The run-
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way and taxiway lighting systems are 
vital to the airport’s operations and 
should be maintained throughout the 
planning period.  The proposed paral-
lel runway and associated taxiway 
improvements should also be served 
by MIRL and MITL respectively. 
 
 
Airport Identification Lighting 
 
The location of the airport at night is 
universally indicated by a rotating 
beacon.  For civil airports, a rotating 
beacon projects two beams of light, one 
white and one green, 180 degrees 
apart.  At Camarillo Airport, the bea-
con is located on top of the water 
tower located at the intersection of 
Airport Way and Pleasant Valley 
Road.  The beacon is sufficient and 
should be maintained through the 
planning period. 
 
 
Visual Approach Lighting 
 
In most instances, the landing phase 
of any flight must be conducted in vis-
ual conditions.  To provide pilots with 
visual guidance information during 
landings to the runway, electronic vis-
ual approach aids are commonly pro-
vided at airports.  Currently, both 
runway ends at Camarillo Airport are 
equipped with a two-box precision ap-
proach path indicator (PAPI-2).  Con-
sideration should be given to upgrad-
ing to four-box systems.  The four-box 
systems are better to serve the corpo-
rate aircraft currently using the air-
port because they are more visible for 
faster approaching aircraft.  The pro-
posed parallel runway should be 
served by a two-box system. 

Runway End 
Identification Lighting 
 
Runway end identification lights 
(REILs) are flashing lights located at 
each runway end that facilitate identi-
fication of the runway end at night or 
during poor visibility conditions.  
REILs provide pilots with the ability 
to identify the runway ends and dis-
tinguish the runway end lighting from 
other lighting on the airport and in 
the approach areas.  The FAA indi-
cates that REILs should be considered 
for all lighted runway ends not 
planned for a more sophisticated ap-
proach lighting system (ALS). 
 
Currently, REILs are located on each 
end of Runway 8-26 and should be 
maintained through the planning pe-
riod unless Runway 8 was served by a 
CAT I approach.  In order to achieve 
CAT I minimums, a medium intensity 
approach lighting system with runway 
alignment lights (MALSR) is required.  
Future planning will consider instal-
ling a MALSR on Runway 8, while the 
REIL system on Runway 26 should be 
adequate for the planning period.  The 
proposed parallel runway should be 
planned for REIL systems. 
 
 
Pilot-Controlled Lighting 
 
Camarillo Airport is equipped with pi-
lot-controlled lighting (PCL) for Run-
way 8-26 after the ATCT is closed.  
With PCL, a pilot can control airfield 
lights from their aircraft through a se-
ries of clicks of their radio transmitter.  
PCL also provides for more efficient 
use of energy.  This system should be 
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maintained through the planning pe-
riod. 
 
 
Airfield Signs 
 
Airfield identification signs assist pi-
lots in identifying their location on the 
airfield and directing them to their de-
sired location.  Lighted signs are in-
stalled on all runway and taxiway in-
tersections.  All of these signs should 
be maintained throughout the plan-
ning period. 
 
 
Pavement Markings 
 
Runway markings are designed ac-
cording to the type of instrument ap-
proach available on the runway.  FAA 
AC 150/5340-1F, Marking of Paved 
Areas on Airports, provides guidance 
necessary to design airport markings.  
Runway 8-26 has non-precision mark-
ings.  Runway 26 markings will need 
to be replaced with precision markings 
if a CAT I approach is implemented.  
The existing markings on Runway 8 
should be properly maintained 
through the planning period.  The 
proposed parallel runway could be 
served by basic markings. 
 
The current hold positions associated 
with primary Runway 8-26 are 
marked 250 feet from the runway cen-
terline.  This meets the standard for 
ARC D-II and D-III aircraft and 
should be maintained throughout the 
planning period.  The hold positions 
associated with the proposed parallel 
runway should also be planned at 250 
feet to meet FAA standard. 
 

Helipads 
 
Camarillo Airport does have two des-
ignated helicopter operating areas.  
The itinerant space is located north-
west of the ATCT, just north of Tax-
iway F.  A helicopter training pad is 
provided on the north side of the air-
field north of Taxiway B.  Both of 
these facilities should be maintained 
in the future. 
 
 
NAVIGATIONAL AIDS AND  
INSTRUMENT APPROACH 
PROCEDURES 
 
Airport and runway navigational aids 
are based on FAA recommendations, 
as defined in DOT/FAA Handbook 
7031.2B, Airway Planning Standard 
Number One, and FAA AC 150/5300-
2D, Airport Design Standards, Site 
Requirements for Terminal Navigation 
Facilities. 
 
 
Navigational Aids 
 
Navigational aids are electronic devic-
es that transmit radio frequencies 
which properly equipped aircraft and 
pilots translate into point-to-point 
guidance and position information.  
The very high frequency omnidirec-
tional range (VOR), global positioning 
system (GPS), nondirectional beacon 
(NDB), and LORAN-C are available 
for pilots to navigate to and from Ca-
marillo Airport.  These systems are 
sufficient for navigation to and from 
the airport; therefore, no other naviga-
tional aids are needed at the airport. 
 
 



DRAFT  3-24

Instrument Approach Procedures 
 
Instrument approach procedures 
(IAPs) are a series of predetermined 
maneuvers established by the FAA us-
ing electronic navigational aids that 
assist pilots in locating and landing at 
an airport during low visibility and 
cloud ceiling conditions.  At Camarillo 
Airport, Runway 26 is served by two 
GPS approaches and one VOR ap-
proach.  Runway 8 is served by a GPS 
approach. 
 
The two GPS approaches serving 
Runway 26 provide the best approach 
minimums.  Moreover, the GPS Z ap-
proach to Runway 26 provides vertical 
guidance in addition to lateral guid-
ance.  This approach allows aircraft to 
land at the airport when visibility is 
not lower than three-quarters of a 
mile and cloud ceilings are as low as 
250 feet above ground level (AGL) for 
all aircraft categories. 
 
A GPS modernization effort is under-
way by the FAA and focuses on aug-
menting the GPS signal to satisfy re-
quirements for accuracy, coverage, 
availability, and integrity.  For civil 
aviation use, this includes the contin-
ued development of the Wide Area 
Augmentation System (WAAS), which 
was initially launched in 2003.  The 
WAAS uses a system of reference sta-
tions to correct signals from the GPS 
satellites for improved navigation and 
approach capabilities.  Where the non-
WAAS GPS signal provides for 
enroute navigation and limited in-
strument approach (lateral naviga-
tion) capabilities, WAAS provides for 
approaches with both course and ver-
tical navigation.  This capability was 

historically only provided by an in-
strument landing system (ILS), which 
requires extensive on-airport facilities.  
After 2015, the WAAS upgrades are 
expected to allow for the development 
of approaches to most airports with 
cloud ceilings as low as 200 feet above 
the ground and visibilities restricted 
to one-half mile. 
 
Weather conditions at Camarillo Air-
port can at times be below existing 
approach minimums.  As a result, the 
airport is effectively closed for aircraft 
landings during these conditions.  The 
GPS-WAAS would allow for full CAT I 
minimums; however, this will require 
the installation of an approach light-
ing system such as the MALSR.  Run-
way 26 will be planned for a CAT I 
GPS approach, while Runway 8 will be 
planned for an approach similar to the 
GPS Z approach currently serving 
Runway 26.  The proposed parallel 
runway will be planned for visual ap-
proaches. 
 
 
Weather Reporting Aids 
 
Camarillo Airport has a lighted wind 
cone and segmented circle as well as 
two supplemental wind cones.  The 
lighted wind cones provide informa-
tion to pilots regarding wind condi-
tions, such as direction and speed.  
The segmented circle consists of a sys-
tem of visual indicators designed to 
provide traffic pattern information to 
pilots.  A wind cone and segmented 
circle are required since the ATCT is 
not open 24 hours per day.  These 
should be maintained throughout the 
planning period. 
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Two types of automated weather ob-
serving systems are currently dep-
loyed at airports around the country.  
Automated Surface Observing System 
(ASOS) and Automated Weather Ob-
serving System (AWOS) both measure 
and process surface weather observa-
tions 24 hours per day, with reporting 
varying from one minute to hourly.  
These systems provide near real-time 
measurements of atmospheric condi-
tions. 
 
ASOS systems are typically commis-
sioned by the National Weather Ser-
vice.  AWOS systems are often com-
missioned by the Federal Aviation 
Administration for airports that meet 
criteria of either 8,250 annual itine-
rant operations or 75,500 local opera-
tions.  Camarillo Airport is currently 
served by an ASOS which should be 
maintained in the future. 
 
 
Air Traffic Control 
 
As previously mentioned, Camarillo 
Airport has an operational airport 
traffic control tower that is attended 
from 7:00 a.m. through 9:00 p.m. local 
time daily.  The control tower is owned 
and operated by the FAA and provides 
several control services, including ap-
proach and departure clearances, au-
tomated terminal information services 
(ATIS), and ground control.  The 
ATCT should be maintained through-
out the planning period. 
 
 
LANDSIDE REQUIREMENTS 
 
Landside facilities are those necessary 
for the handling of aircraft and pas-

sengers while on the ground.  These 
facilities provide the essential inter-
face between the air and ground 
transportation modes.  The capacity of 
the various components of each area 
was examined in relation to projected 
demand to identify future landside fa-
cility needs.  This includes compo-
nents for general aviation needs such 
as: 
 
• Aircraft Hangars 
• Aircraft Parking Aprons 
• General Aviation Terminal 
• Auto Parking and Access 
• Airport Support Facilities 
 
 
HANGARS 
 
The demand for aircraft storage han-
gars typically depends upon the num-
ber and type of aircraft expected to be 
based at the airport.  For planning 
purposes, it is necessary to estimate 
hangar requirements based upon fore-
cast operational activity.  However, 
hangar development should be based 
on actual demand trends and financial 
investment opportunities. 
 
Hangar facilities at Camarillo Airport 
consist of conventional hangars, ex-
ecutive hangars, and T-hangars in-
cluding Port-A-Port hangars.  These 
different types of hangars offer vary-
ing levels of privacy, security, and 
size.  Demand for hangars also varies 
with the number of aircraft based at 
the airport.  Another important factor 
is the type of based aircraft.  Smaller 
single engine aircraft usually prefer T-
hangars or executive hangars, while 
larger multi-engine aircraft and busi-
ness jets will prefer conventional or 
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executive hangars.  Rental costs will 
also be a factor in the choice. 
 
While a majority of aircraft owners 
prefer enclosed aircraft storage, a 
number of based aircraft will still tie-
down outside (due to the lack of han-
gar availability, hangar rental rates, 
and/or operational needs).  Therefore, 
enclosed hangar facilities do not nec-
essarily need to be planned for each 
based aircraft.  At Camarillo Airport, 
the majority of based aircraft are cur-
rently stored in hangars (85 percent).  
Future storage percentages will re-
main relatively similar. 
 
Airport staff maintains a waiting list 
of aircraft owners desiring to store 
their aircraft in a County-owned han-
gar.  This list is comprised of approx-
imately 200 aircraft.  It is assumed 
that several aircraft that are currently 
located in tie-down positions on the 
airport would move into a hangar fa-
cility as they become available.  Con-
version of the waiting list to signed 
hangar leases was taken into consid-
eration when developing hangar sto-
rage requirements. 
 
Presently, all of the T-hangar posi-
tions on the airfield are occupied and 
there is a waiting list for units.  The 
airport has 180 T-hangar and Port-A-
Port storage units.  T-hangar and 
Port-A-Port hangar space available at 
the airport totals approximately 
184,000 square feet for aircraft sto-
rage.  Analysis of future T-hangar and 
shade hangar requirements, as de-
picted on Table 3J, indicates addi-

tional T-hangar and/or Port-A-Port 
hangar positions which will be needed 
through the long range planning hori-
zon. 
 
Executive hangar space makes up a 
substantial portion of hangar space at 
the airport.  These hangars are typi-
cally utilized by owners of larger air-
craft or multiple aircraft.  Often a cor-
porate flight department will operate 
out of an executive hangar as well.  
Executive hangar space at Camarillo 
Airport currently totals approximately 
190,000 square feet.  Future require-
ments show a large demand for execu-
tive hangar space. 
 
Conventional hangars are typically 
10,000 square feet or larger and uti-
lized for bulk aircraft storage and by 
airport businesses such as fixed base 
operators (FBOs), maintenance pro-
viders, and flight schools.  At Camaril-
lo Airport, conventional hangars pro-
vide approximately 280,000 square 
feet of aircraft storage and mainten-
ance space. 
 
Table 3J compares existing hangar 
space to the future hangar require-
ments.  It is evident from the table 
there is a need for additional hangar 
space throughout the planning period.  
The analysis also indicates a potential 
need for additional maintenance and 
office area space through the planning 
period.  It is expected that the aircraft 
storage hangar requirements will con-
tinue to be met through a combination 
of hangar types. 
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TABLE 3J 
Aircraft Storage Hangar Requirements  
Camarillo Airport  
 Future Requirements 
 Currently 

Available 
Short 
Term 

Intermediate 
Term 

Long 
Term 

Total Based 
Aircraft To Be Hangared 
T-Hangar/Port-A-Port Positions 
Executive Hangar Positions 
Conventional Hangar Positions 

533 
453 
180 
189 
84 

570 
469 
205 
218 
46 

630 
521 
225 
241 
55 

750 
625 
267 
287 
71 

 
T-Hangar/Shade Hangar Area 
Executive Hangar Area 
Conventional Hangar Area 
Maintenance/Office Area 

183,600 
189,400 
224,600 
56,200 

219,600 
300,600 
139,300 
85,500 

269,700 
361,700 
164,000 
94,500 

320,000 
431,200 
211,800 
112,500 

Total Hangar Area (s.f.) 653,800 745,000 889,900 1,075,500 
Source: Coffman Associates analysis  

 
 
AIRCRAFT PARKING APRON 
 
FAA Advisory Circular 150/5300-13, 
Airport Design, Change 13, suggests a 
methodology by which transient apron 
requirements can be determined from 
knowledge of busy-day operations.  At 
Camarillo Airport, the number of iti-
nerant spaces required was deter-
mined to be approximately 15 percent 
of the busy-day itinerant operations.  
A planning criterion of 800 square 
yards per aircraft was applied to de-
termine future transient apron re-
quirements for single and multi-
engine aircraft.  For business jets 
(which can be much larger), a plan-
ning criterion of 1,600 square yards 
per aircraft position was used.  Locally 
based tie-downs typically will be uti-
lized by smaller single engine aircraft; 
thus, a planning standard of 650 
square yards per position is utilized. 

A parking apron should provide space 
for the number of locally based air-
craft that are not stored in hangars, 
transient aircraft, and for mainten-
ance activity.  For local tie-down 
needs, an additional 20 spaces are 
identified for maintenance activity.  
Maintenance activity would include 
the movement of aircraft into and out 
of hangar facilities and temporary sto-
rage of aircraft on the ramp. 
 
Total apron parking requirements are 
presented in Table 3K.  Currently, 
there are 222 positions available for 
single and multi-engine aircraft on the 
airport.  As shown in the table, there 
will be a need for additional apron 
over the planning period.  While the 
total number of parking spaces is ade-
quate, the analysis indicates a need 
for additional space to accommodate 
additional operational movement in 
all apron areas. 
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TABLE 3K 
Aircraft Parking Apron Requirements 
Camarillo Airport 
  Currently 

Available 
Short 
Term 

Intermediate 
Term 

Long 
Term 

Single, Multi-Engine Transient Air-
craft Positions 

Apron Area (s.y.) 

  
39 

31,200 

 
42 

33,600 

 
48 

38,400 
Transient Business Jet Positions 

Apron Area (s.y.) 
10 

16,000 
11 

17,600 
13 

20,800 
Locally Based Aircraft Positions 

Apron Area (s.y.) 
121 

78,700 
129 

83,900 
145 

94,300 
Total Positions 222 170 182 206 
Total Apron Area (s.y.) 99,500 125,900 135,100 153,500 

 
 
GENERAL AVIATION 
TERMINAL FACILITIES 
 
General aviation terminal facilities 
have several functions.  Space is re-
quired for a pilots’ lounge, flight plan-
ning, concessions, management, sto-
rage, and various other needs.  This 
space is not necessarily limited to a 
single, separate terminal building, but 
can include space offered by FBOs for 
these functions and services. 
 
The methodology used in estimating 
general aviation terminal building 
space needs is based on the number of 
itinerant users expected to utilize gen-
eral aviation facilities during the de-
sign hour.  General aviation space re-
quirements were then based upon 
providing 120 square feet per design 
hour itinerant passenger.  Design hour 
itinerant passengers are determined 
by multiplying design hour itinerant 
operations by the number of passen-
gers on the aircraft (multiplier).  An 
increasing passenger count per air-
craft (from 1.8 to 2.2) is used to ac-
count for the likely increase in the

number of passengers utilizing gener-
al aviation services.  Table 3L out-
lines the general aviation terminal fa-
cility space requirements for Camaril-
lo Airport. 
 
An additional consideration for ter-
minal space is the emergence of a new 
class of aircraft.  As mentioned in a 
previous chapter, a number of aircraft 
manufacturers are beginning to pro-
duce low cost microjets, commonly re-
ferred to as very light jets (VLJs).  The 
VLJs typically have a capacity of up to 
six passengers.  A number of new 
companies are positioning themselves 
to utilize the VLJs for on-demand air 
taxi services.  The air taxi businesses 
are banking on a desire by business 
travelers to avoid delays at major 
commercial service airports by taking 
advantage of the nationwide network 
of general aviation airports such as 
Camarillo Airport.  General aviation 
airports with appropriate terminal 
building services are better positioned 
to meet the needs of this new class of 
business traveler. 
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TABLE 3L 
General Aviation Terminal Area Facilities 
Camarillo Airport  
 Currently 

Available 
Short 
Term 

Intermediate 
Term 

Long 
Term 

Design Hour Operations 71 83 90 107 
Design Hour Itinerant Operations 37 50 53 61 
Multiplier 1.8 1.9 2.0 2.2 
Total Design Hour Itinerant Passengers 66 95 106 134 
General Aviation Building Spaces (s.f.)* Approx. 40,000 11,400 12,700 16,100 
*Includes space provided by FBO and other aviation businesses.  

 
 
AUTOMOBILE PARKING 
 
General aviation vehicular parking 
demands have been determined for 
Camarillo Airport.  Space determina-
tions were based on an evaluation of 
the existing airport use, as well as in-
dustry standards.  Terminal automo-
bile parking spaces required to meet 
general aviation itinerant demands 
were calculated by taking the design 
hour itinerant passengers and using a 
multiplier of 1.9, 2.0, and 2.2 for each 
planning period.  This multiplier 
represents the anticipated gradual in-
crease in the number of passengers 
per aircraft utilizing general aviation 
services. 
 
The parking requirements of based 
aircraft owners should also be consi-
dered.  Although some owners prefer 
to park their vehicles in their hangars,

safety can be compromised when au-
tomobile and aircraft movements are 
intermixed.  For this reason, separate 
parking requirements, which consider 
one-half of based aircraft at the air-
port, were applied to general aviation 
automobile parking space require-
ments.  Currently, there are approx-
imately 650 parking spaces on the air-
port providing 221,100 square feet of 
parking area.  Parking requirements 
for the airport are summarized in Ta-
ble 3M. 
 
 
SUPPORT REQUIREMENTS 
 
Various facilities that do not logically 
fall within the classifications of airside 
or landside facilities have also been 
identified.  These other areas provide 
certain functions related to the overall 
operation of the airport. 
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TABLE 3M 
Vehicle Parking Requirements  
Camarillo Airport  
 Future Requirements 
 Currently 

Available 
Short 
Term 

Intermediate 
Term 

Long 
Term 

Design Hour Itinerant Passengers  95 106 134 
Terminal Vehicle Spaces* 
Parking Area (s.f.)* 

170 
68,100 

191 
76,500 

242 
96,600 

General Aviation Vehicle Spaces 
Parking Area (s.f.) 

285 
114,000 

315 
126,000 

375 
150,000 

Total Parking Spaces 
Total Parking Area (s.f.) 

650 
221,100 

455 
182,100 

506 
202,500 

617 
246,600 

 
 
FUEL STORAGE 
 
Fuel storage requirements are typical-
ly based upon maintaining a two-week 
supply of fuel during an average 
month.  However, more frequent deli-
veries can reduce the fuel storage ca-
pacity requirement.  Generally, fuel 
tanks should be of adequate capacity 
to accept a full refueling tanker, which 
is approximately 8,000 gallons, while 
maintaining a reasonable level of fuel 
in the storage tank.  Maintaining sto-
rage to meet a two-week supply for 
each is currently available. 
 
Ventura County and private airport 
businesses currently operate 12 above 
ground fuel storage tanks of varying 
sizes.  These facilities provide a total 
of 46,000 gallons for 100LL Avgas sto-
rage and 128,000 gallons for Jet A fuel 
storage. 
 
An analysis of the fuel sales for the 
last five years was conducted to de-
termine the adequacy of the existing 
fuel storage capacity.  Over the last 
five years, Jet A fuel sales have aver-
aged 1.9 million gallons, while 100LL

fuel averaged 560,000 gallons per 
year.  On a monthly basis, the aver-
ages are 160,000 gallons and 47,000 
gallons, respectively.  The current Jet 
A and 100LL storage capacities pro-
vided at the airport exceed the two-
week supply criteria.  The trend over 
the last two years, however, has been 
for increasing Jet A demand, while 
100LL demand has remained relative-
ly stable, decreasing slightly.  Future 
demand may require additional Jet A 
storage, however, this capacity will 
likely be provided as needed by one of 
the airport’s FBOs. 
 
 
AIRCRAFT RESCUE AND 
FIREFIGHTING (ARFF) 
 
Camarillo Airport is currently served 
by the Ventura County’s Fire Station 
#50 located in the eastern area of the 
airport adjacent Los Posas Road.  Fire 
Station #50 is designed to provide 
emergency and rescue services to the 
airport and the surrounding area.  The 
station has properly equipped person-
nel and equipment to serve the air-
port’s needs. 
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It is not necessary that ARFF services 
be located at the airport, although it 
serves as an added safety enhance-
ment with personnel and equipment 
located on the airport.  Only certified 
airports providing scheduled passen-
ger service with greater than nine 
passenger seats are required to pro-
vide ARFF services.  Many corporate 
flight departments, however, are re-
questing ARFF services at the airports 
they utilize.  It is recommended that 
Camarillo Airport be able to continue 
providing ARFF services in the future 
as forecasts indicate an increasing 
amount of business jets utilizing the 
airport. 
 
 
PERIMETER FENCING/GATES 
 
The airport is currently surrounded by 
six-foot tall chain link security fenc-
ing.  The fencing is supported with au-
tomated, key-code gates at sporadic 
locations in the terminal area. 
 
 
AIRPORT MAINTENANCE 
BUILDING 
 
The airport maintenance building is 
the eastern portion of the terminal 
area.  This facility provides approx-
imately 4,280 square feet of build-
ing/shop space and an additional 7,500 
square feet of yard space for the sto-
rage of airport maintenance equip-
ment.  This facility should be main-
tained through the long term planning 
period. 

SURFACE TRANSPORTATION 
ACCESS 
 
Primary access to the airport is via 
Pleasant Valley Road.  On-airport 
access is provided by several arterial 
roads which provide access to the 
many airport facilities.  The existing 
roadway structure is adequate to serve 
the needs of airport users through the 
planning period. 
 
 
SUMMARY 
 
The intent of this chapter has been to 
outline the facilities required to meet 
potential aviation demands projected 
for Camarillo Airport for the planning 
horizon.  A summary of the airside 
and landside requirements is pre-
sented on Exhibits 3E and 3F. 
 
Following the facility requirements 
determination, the next step is to de-
termine a direction of development 
which best meets these projected 
needs through a series of Airport De-
velopment Alternatives.  The re-
mainder of the Master Plan will be 
devoted to outlining this direction, its 
schedule, and its cost. 
 



AVAILABLE SHORT TERM LONG TERM
RUNWAYS

TAXIWAYS

NAVIGATIONAL AIDS

LIGHTING AND MARKING

Runway 8-26
6,013 x 150’

50,000# SWL
80,000# DWL

125,000# DTWL
3/4 Mile Visibility (26)

1 Mile Visibility (8)

ARC D-II

Runway 8-26
Upgrade to ARC D-III

Runway 8-26
Same

Runway 8-26
Consider additional Exits

Proposed Parallel Runway
Full Length Parallel Taxiway

300’ Separation from runway
3-4 Exits

All taxiways 35’ wide

Runway 8-26
Increase to 100,000# DWL

Proposed Parallel Runway
3,500' x 75'

30,000# SWL
1 Mile Visual

700' Separation from 
Runway 8-26

ARC B-II

Runway 8-26
Full Parallel Taxiway

1,000’ Separation
5 Exits

All Taxiways =< 50’ wide
Hod Aprons

ATCT (7:00 a.m. - 9:00 p.m.)
GPS

VOR (26)

Same

Same

Add:
CAT I (26)

3/4 Mile GPS (8)

Airport Beacon
Segmented Circle 

Windcones (3)
MITL

Runway 8-26
MIRL/PAPI-2/REIL/PCL
Hold Positions - 250’

Nonprecision Markings

Add:
Runway 8-26

Precision Marking (26)
PAPI-4

MALSR (26)
Proposed Parallel Runway

MIRL/PAPI-2/REIL/PCL
Hold Positions - 250’

Basic Markings

ATCT - Airport Traffic Control Tower
DTWL - Dual Tandem Wheel Loading
DWL - Dual Wheel Loading
MIRL - Medium Intensity Runway Lighting
MITL - Medium Intensity Taxiway Lighting

PAPI - Precision Approach Path Indicator 
PCL - Pilot Controlled Lighting
REILs - Runway End Identifier Lights
SWL - Single Wheel Loading
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Exhibit 3E
AIRFIELD REQUIREMENTS



Aircraft to be Hangared
T-Hangar/Port-A-Port Positions
Executive Hangar Postions
Conventional Hangar Positions
T-Hangar/Port-A-Port Hangar Area (s.f.)
Box Hangar Area (s.f.)
Conventional Hangar Area (s.f.)
Maintenance Area (s.f.)
Total Hangar Area (s.f.)

453
180
189

84
183,600
189,400
224,600

56,200
653,800

513
205
218

46
219,600
300,600
139,300

85,500
745,000

567
225
241

55
269

361,700
164,000

94,500
889,900

675
267
287

71
320,000
431,200
211,800
112,500

1,075,500

--
--
--
--
--
0

222
99,500

39
31,200

10
16,000

121
78,700

170
125,900

42
33,600

11
17,600

129
83,900

182
135,100

48
38,400

13
20,800

145
94,300

206
153,500

40,000
650

221,100

11,400
455

182,100

12,700
506

202,500

16,100
617

246,600

Single, multi-engine aircraft positions
Apron area (s.y.)
Transient business jet positions
Apron area (s.y.)
Locally-based aircraft positions
Apron area (s.y.)
Total Positions
Total Apron Area (s.y.)

Terminal Building Space (s.f )
Vehicle Parking Positions
Total Vehicle Parking Area (s.f )

Available Short Term
Intermediate

 Term Long Term

AIRCRAFT STORAGE HANGARSAIRCRAFT STORAGE HANGARS

AIRCRAFT PARKING APRONAIRCRAFT PARKING APRON

GENERAL AVIATION TERMINAL AND VEHICLE PARKINGGENERAL AVIATION TERMINAL AND VEHICLE PARKING
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Exhibit 3F
LANDSIDE SUMMARY


