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• Taxiway Improvements.  As shown on Exhibit 1B, the Master Plan determined that direct access to the 
Runway 29 end from Taxiway G is needed to reduce the number of runway crossings and potential for 
runway incursions.  Currently, general aviation and air cargo aircraft located along Taxiway G must cross 
Runway 18-36 twice to gain access to Runway 29. 

 
• Runway 18-36 RSA and Length Improvements.  During the planning process it was determined that 

Runway 18-36 is deficient in providing required RSA (as defined within FAA AC 150/5300-13) and run-
way length needed to accommodate commercial service and cargo aircraft when Runway 11-29 is 
closed for maintenance purposes.  The Master Plan indentified the need for up to 5,800 feet of runway 
length for calculating accelerate stop distance.  FAA standards specify that the RSA for Runway 18-36 
extend 150 feet each side of the runway centerline, 600 feet prior to the landing threshold, and 600 feet 
beyond the far end of the takeoff and/or landing roll. 

 
• Runway 11-29 Length Needs.  Analysis undertaken during the master planning process showed that 

existing airport users have a need for 7,200 feet of departure and landing distance in each direction on 
Runway 11-29.  This departure and landing length is currently only provided for Runway 29.  Runway 11 
is limited to 6,800 feet of landing and departure lengths to ensure that RSA design standards are met 
beyond the Runway 29 end.  

 
 
1.2 AVIATION FORECASTS 
 
The need for the improvements is supported due to the Jetport’s role within the National Plan of Integrated 
Airport Systems 2007-2011 (NPIAS) as a primary commercial service small-hub airport. The Jetport’s designa-
tion as a commercial service airport translates to the airport’s level of importance within the national avia-
tion system.  Forecasts and facility requirements contained within the NPIAS assume that the airport will 
continue to fulfill its role within the national aviation system.  In order to allow the airport to continue to ful-
fill its assigned role, the airport needs to be able to accommodate the needs of the aviation community by 
providing a safe operating environment for all aircraft. 
 
The selection of appropriate FAA design standards for the development of the airport is based primarily 
upon the most demanding aircraft the facilities will serve.  This aircraft is often referred to as the critical de-
sign aircraft.  The critical design aircraft is defined as the most demanding category of aircraft which per-
forms 500 or more operations per year at the airport.   This aircraft is identified by its approach speed and 
wingspan.  The FAA has established a coding system to relate airport design criteria to the operational (ap-
proach speed) and physical (wingspan) characteristics of aircraft.  This code, referred to as the airport refer-
ence code (ARC), has two components: the first component, a letter, is the aircraft approach category and 
relates to aircraft approach speed; the second component, a Roman numeral, is the airplane design group 
and relates to the aircraft wingspan.  In order to determine airfield facility requirements, an ARC is first de-
termined, and then appropriate airport design criteria, as determined by the critical design aircraft, are ap-
plied. (While aircraft within higher ARC may occasionally use the airport, facilities are not designed to ac-
commodate the larger aircraft until the 500 operation threshold is reached.) 
 
According to the forecasts prepared for the airport during the 2007 Master Plan, the Portland International 
Jetport is currently utilized by a mix of commercial service, cargo, and general aviation aircraft ranging in ARC 
from A-I to D-IV. Forecasts prepared during the planning process established the critical design aircraft as 
ARC D-IV for Runway 11-29 and ARC B-III for Runway 18-36.  Additional information regarding the aviation 
forecasts prepared for the airport as well as the critical aircraft determination are contained within Appendix 
B. 
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1.3 PROPOSED ACTION 
 
The various components of the proposed airport development (proposed action) are depicted in Exhibit 1B 
and briefly described in the following sections. 
 
 
1.3.1 WHMP Implementation 
 
Within the WHMP it is recommended that the wetland that exists on the approach end of Runway 29 be 
filled, and the brush and scrub which exists near this wetland be cleared and graded.   The location of the 
wetland and brush/scrub area is depicted with a purple hatch on Exhibit 1B.  This area will be filled and 
graded in accordance with the WHMP recommendations. 
 
 
1.3.2 Terminal Area Improvements 
 
The initial terminal area improvements planned to be undertaken within the next five years are depicted on 
Exhibit 1B.  These improvements include enlarging the functional elements of the terminal building, provid-
ing additional aircraft apron parking area, and providing additional vehicular parking to account for what is 
lost due to the terminal building expansion.   
 
The initial terminal building development focuses on increasing space for passenger check-in, baggage make-
up, and passenger screening improvements.  A new core structure is proposed west of the existing terminal 
building.  This new area will accommodate new ticketing and a baggage make-up with in-line explosive de-
tection devices.  The second floor of the new structure will provide larger passenger screening points, a se-
cure holdroom, and concessions areas.  These improvements will ensure the airport conforms to the new 
TSA security requirements.  Finally, an additional four contact gate positions are also created by this devel-
opment to accommodate existing commercial service gate needs.  Providing the additional gate positions will 
ensure that aircraft do not need to “double park” during peak aircraft arrival periods. 
 
Additional apron area is planned to accommodate the parking needs of commercial service aircraft left at the 
airport overnight.  This will eliminate the current “double parking” issue. 
 
Finally, the planned terminal building expansion results in the loss of a number of surface parking positions.  
The additional vehicular parking will be constructed on the northern edge of the existing surface parking lot 
as depicted on Exhibit 1B. 
 
 
1.3.3 Deicing Fluid Collection 
 
The locations of the proposed deicing fluid collection, storage, and recycling facilities are shown on Exhibit 
1B.  With this method, aircraft ready for a deicing procedure will park over the collection pads on the north-
western portion of the terminal apron.  Spent deicing fluid with flow through collection drain trenches to the 
east where the proposed deicing fluid collection, storage, and recycling facilities are located. The facilities 
will include an area to house up to two glycol concentrators, a limited number of aboveground tanks asso-
ciated with glycol processing and storage, a 500,000-gallon underground storage tank to hold spent deicing 
fluid prior to processing, and pumping stations to support operations.  The distalate from spent deicing fluid 
processing will be sent to the City of Portland's waste water treatment facility for treatment prior to dis-
charge.  Recycled glycol will be trucked offsite by the company selected to perform deicing fluid recovery and 
processing operations. 
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1.3.4 Taxiway Improvements 
 
The new taxiway between Taxiway G and Taxiway A east of Runway 18-36 is depicted on Exhibit 1B.  This 
taxiway is intended to reduce the number of crossings of Runway 18-36 by air cargo and general aviation 
aircraft located along Taxiway G.  Presently, aircraft located along Taxiway G must cross Runway 18-36 twice 
to reach Runway 29.  This taxiway would reduce the potential for runway incursions by providing direct 
access to the Runway 29 end, the most used runway for departures by air cargo and general aviation aircraft 
located along Taxiway G. 
 
 
1.3.5  Runway 18-36 RSA and Length Improvements 
 
Several improvements are planned to allow Runway 18-36 to more effectively serve as a back-up to Runway 
11-29 when it is closed for maintenance or other reasons.  Runway 18-36 now serves a limited role in main-
taining the continuity of air service when Runway 11-29 is closed.  The improvements to Runway 18-36 in-
clude upgrading to ARC B-III design standards, which results in longer and wider RSAs, and a 1,100-foot run-
way extension to the south.  FAA standards specify that the RSA for Runway 18-36 extend 150 feet each side 
of the runway centerline, 600 feet prior to the landing threshold, and 600 feet beyond the far end of the ta-
keoff and/or landing roll.  The RSA currently extends approximately 153 feet beyond the Runway 18 end and 
89 feet beyond the Runway 36 end.  The current RSA extends 75 feet each side of the runway centerline. 
 
 
1.3.6 Runway 11-29 Improvements 
 
To accommodate the runway length needs of the existing airport users, improvements will be made to the 
Runway 11 RSA to eliminate the need to restrict the Runway 11 landing and departure lengths.  Improve-
ments to the RSA include relocating a portion of the perimeter service road, relocating the localizer anten-
nae, and bringing the RSA grade to standard. 
 
 
1.4  REQUESTED REGULATORY ACTION 
 
The requested approval action includes the following: 
 
• Airport layout plan (ALP) approval to reflect the development of the projects described within Section 

1.3. 
 
• Approval of further processing of an application for state and federal assistance to implement those 

Airport Improvement Program (AIP) eligible projects. 
 
• Development of new air traffic procedures to reflect the new runway ends. 
 
 
1.5 DOCUMENTATION REQUIREMENTS AND STANDARDS 
 
This EA has been prepared in accordance with the requirements of Section 102(2)(c) of the National Envi-
ronmental Policy Act (NEPA) of 1969 (PL 91-190, 42 USC 4321 et. seq.) and Title 49, Chapter 471 of the U.S. 
Code Federal Regulations.  Through NEPA, Congress requires Federal agencies to consider the environmental 
effects of proposed actions and their reasonable alternatives.  The environmental consequences of maintain-
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ing the existing airport facility will be evaluated as the no action alternative.  The environmental conse-
quences of the proposed airport improvements will be evaluated as the proposed action. 
 
The Federal Aviation Administration (FAA) is the lead federal agency for NEPA compliance.  The format and 
subject matter included within this report conform to the requirements and standards set forth by the FAA 
as contained within FAA Order 1050.1E, Environmental Impacts:  Policies and Procedures and FAA Order 
5050.4B, National Environmental Policy Act (NEPA) Implementing Instructions for Airport Actions. 
 
This EA incorporates by reference all, or portions of, other technical documents that are a matter of public 
record.  These documents, including the 2007 Airport Master Plan and WHMP, either relate to the proposed 
action alternative or provide additional information concerning the environmental setting in which elements 
of the proposed action are proposed.  Chapter Five contains a listing of documents utilized in the preparation 
of this EA. 
 
 
1.6 IMPLEMENTATION TIMEFRAME 
 
All items discussed in Section 1.3 and illustrated on Exhibit 1B are expected to be developed within the next 
five federal fiscal years (2009-2013).  Table 1A outlines the anticipated development schedule.  The FAA has 
federal oversight for the implementation of the proposed Airport Master Plan update near-term project im-
provements. 
 
TABLE 1A 
Schedule of Proposed Improvements, 2009-2013 
Portland International Jetport 
Project Description Anticipated Start Date1 
Wetlands Mitigation 2009 
Terminal Construction and Apron Construction 2009 
Deicing Fluid Collection System Construction 2010 
Extend Runway 18-36 and Taxiway C 1,100 feet south, Improve RSA to ARC B-III standards, 
Displace Landing Thresholds 

2010 
 

Runway 11-29 improvements 2011 
Construct taxiway between Taxiway G and Taxiway A East of Runway 18-36 2012 
1 Contingent on issuance of a Finding of No Significant Impact (FONSI) by the FAA. 
Source: Portland International Jetport Master Plan 

 


