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INTRODUCTION AND SUMMARY



The Wickenburg Municipal Airport
master plan is a cooperative effort
between the Town of Wickenburg, the
Federal Aviation Administration (FAA),
and the Arizona Department of
Transportation - Aeronautics Division
(ADOT). This airport master plan is a
comprehensive study providing an
analysis of airport needs, defining the
airport’s role with the regional airport
system, and evaluating alternatives with
the purpose of providing direction for
the future development of this facility.

This airport master plan is evidence that
the Town of Wickenburg recognizes the
importance of the Wickenburg
Municipal Airport to both the
community and the region, as well as the
associated challenges inherent in
accommodating future aviation needs.
The cost of maintaining an airport is an
investment which yields impressive
benefits to a community. By maintaining
a sound and flexible airport master plan,
Wickenburg Municipal Airport will
continue to be a major economic asset
and a source of community pride.

MASTER PLAN OBJECTIVES

The primary objective of the airport
master plan is to formulate and 
maintain a long-term development
program which will yield a safe,
efficient, economical, and environ-
mentally acceptable air transportation
facility.  The accomplishment of this
objective requires the evaluation of the
existing airport and determination of
what actions should be taken to 
maintain an adequate, safe, and 
reliable airport facility to meet the 
needs of the area. This master plan will
provide an outline of the necessary
development and give responsible
officials advance notice of future airport

Introduction and Summary

i

M U N I C I P A L  A I R P O R T
❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖ ❖



ii

funding needs so tha t  appropriat e steps
can  be t aken  to ensure tha t  adequa te
funds a re budgeted  and p lanned .

Specific object ives of the mast er  pla n
are:

! To determine projected needs of
a irpor t  users th rough the year
2025.

! To exa mine commercia l a ir
ser vice poten t ia l.

! To ident ify infras t ructure needs.

! To eva lua te development  which
will en h a n ce t h e a ir por t ’s
capacity to the maximum exten t
possible.

! T o e n s u r e  t h a t  fu t u r e
development  is en vironmen ta lly
compa t ible.

! To est ablish a  schedu le of
development  priorit ies and a
program for  the improvements
proposed  in  the mas ter  plan .

! To pr ior it ize the a irport  capit a l
improvement  program.

! To coordina te th is master  plan
with  loca l, regiona l, s ta te, and
federa l agencies.

! To develop act ive a nd product ive
pu blic involvement  th rough out
th e plan ning process.

To accomplish  the objectives  of th is
s tudy, the mas ter  plan :

! Inven tor ies and ana lyzes da ta
per t inent  t o the a irpor t , its
environment , and t he a rea  it
serves.

! Collect s and ana lyzes genera l
economic factors and eva lua tes
the a rea ’s a via t ion a ct ivity.

! F or eca st s a via t ion  a ct ivity
through t he year  2025.

! Determines exist ing a nd fu ture
facility requirements  for  the
a irpor t . 

! E x a m i n e s  t h e  d i ffe r e n t
a lter na t ives for  the required
facilit ies . 

! Proposes a n  a irpor t  layou t  plan
which  is compa t ible wit h  both
avia t ion  dema nds a nd t he loca l
en vir onmen t . 

! Schedu les pr ior ities, phases
pr oposed developm en t , a n d
est ima tes developmen t  cost s. 

! Iden t ifies and eva lua tes capit a l
improvemen t funding sour ces.

MASTER P LAN ELEMENTS
AN D  P R OCES S

The Wickenbu rg Municipa l Airpor t
mast er  pla n  is being pr epa red in  a
systemat ic fash ion  following F AA
guidelines  an d  indus t r y-a ccept ed
pr inciples and pr act ices. The m ast er
pla n  for  Wicken burg Mun icipal Air por t
has   six   genera l   elements  which  a re
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int ended to assis t  in  the discovery of
fu ture facilit y needs and  provide the
s u pp or t in g r a t ion a le  for  t h e ir
implemen ta t ion .  Exh ibit  IA provides
a  gr aphica l depict ion  of the Wickenburg
Mun icipal Airpor t  master  plan pr ocess
an d element s.

E lem en t  On e  en com pa sses  t h e
inventory effor t s. The inventory effor t s
a r e  focu sed  on  coll ect in g a n d
assem blin g releva nt  da ta  per ta in ing to
the a irport  and t he a rea  it  serves.
Informat ion  is collected on exist ing
a irpor t  facilit ies and opera t ions. Loca l
economic and demograph ic da t a  is
collected to define t he loca l growth
tr ends. P lann ing studies wh ich  may
have relevance to t he mas ter  plan  a re
also collected. Informat ion  collected
d u rin g t h e in ven t or y e ffor t s  is
summarized in  Chapter  On e, Inven tory.

Element  Two examines t he poten t ia l
avia t ion  dema nd for  avia t ion  act ivity a t
the a irpor t . This ana lys is u t ilizes loca l
socioeconomic inform at ion, as well a s
na t iona l a ir  t r anspor ta t ion  t rends to
quant ify the levels of avia t ion  act ivity
wh ich  ca n  rea sona bly be expected to
occur  a t  Wickenbur g Mun icipal Airport
through the year  2025. The resu lt s of
th is effor t  a re used to det ermine the
types and sizes of facilit ies which  will
be r equired t o meet  the projected
avia t ion  demands for  Wickenburg
Mun icipal Airpor t  th rough the pla nning
per iod.  Th e resu lt s of th is  ana lys is  a re
presen ted in  Chapter  Two, Avia t ion
Demand F orecast s.

Element  Th ree compr ises  the facility
requ irements ana lysis. The in ten t  of
th is ana lysis is to compare the exist ing
facility capacit ies to forecast  avia t ion

d em a n d  a n d  de t e r m i n e  w h e r e
deficiencies in  capa cit ies (as well as
excess capa cities) ma y exist . Where
deficiencies a re ident ified , the size an d
type of new facilit ies to accommodate
the dem and a re ident ified. Th e a ir field
an alysis focuses on  improvements
needed to ser ve the t ype of a ircra ft
expected to opera te a t  the a irpor t  in  the
fu ture, a s well as n avigat iona l aids to
increa se the sa fety and efficiency of
opera tions. This elemen t  a lso exam ines
the termina l bu ild ing, hangar , and
apron  needs. Th e findings of th is
an alysis a re pr esent ed in  Chapter
Three, Avia t ion  Fa cility Requirement s.

Element  Four  considers a  va r iety of
solu t ions to accommodate the projected
facility needs . Th is elemen t  proposes
va r iou s  fa cilit y a n d s i t e  pla n
configura t ions which  meet  the projected
facility needs.  A th orough ana lysis is
completed  to ana lyze the s t rengths  and
w e a k n e s s e s  of e a ch  p r op os e d
development  a lterna t ive, with  the
in ten t ion  of determining a  s ingle
direct ion  for  development . These resu lt s
a re pr esented in  Chapter  Four , Airpor t
Developmen t Alterna tives.

E l e m e n t  F i v e  com p r i s e s  t w o
independen t , yet  in ter rela ted , work
effort s: a  ca pit a l implem en ta t ion
program and a irpor t  p lans.  This
element  compr ises Chapters F ive and
Six of  the mas ter  pla n . Chapt er  F ive
provides both  a  graph ic and n a rra t ive
descr ipt ion  of the recommended pla n  for
the use, developmen t , and opera t ion  of
the a irpor t . Specifics on  environmenta l
concerns a re a lso pr ovided. Appen dix C
to the mast er  pla n  includes  the officia l
Air por t  Layou t  P lan  (ALP) and deta iled
techn ica l   dr awin gs   depict ing   relat ed
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airspa ce, lan d use, an d propert y dat a .
These drawings a re used by t he FAA in
determin ing grant  eligibilit y a nd
funding. Chapter  Six focuses  on  the
capit a l needs program, which  defines
the schedu les, cost s, and funding
s ou r ce s  for  t h e  r e com m e n d e d
developmen t pr ojects.

COORDINATION

The Wickenburg Municipa l Air por t
mast er  plan is of in t eres t  to many
with in  the loca l community.  This
includes loca l citizens , community
organ izat ions, a irpor t  users, a irpor t
ten an ts, ar ea-wide plan ning agencies,
and avia t ion  organ iza t ions.  As an
impor tan t  componen t  of t he r egiona l,
st a te, and na t iona l avia t ion  system s,
the Wicken burg Municipa l Air por t
mast er  pla n  is of impor tance to both
sta te and  federa l agencies r esponsible
for  overseeing a ir  t ranspor ta t ion .

To assis t  in  the development  of the
Wicken burg Municipa l Air por t  master
pla n , the Town  of Wickenbu rg has
ident ified a  cross-sect ion  of community
members and in terested persons to act
in  an  advisory role in t he development
of the m ast er  plan .  As  members of the
Planning Advisory Committee (PAC),
the commit tee m ember s will review
pha se repor t s  and provide comment
throughout  the s tudy to help  ensure
tha t  a  r ea list ic, viable plan  is
developed.

To assist  in t he r eview process, dra ft
pha se report s a re being prepa red a t
three miles tones  in  the p lanning
process as shown pr eviously on Exh ibit
IA.  The dra ft ph ase r eport  process

a llows for  input  and review dur ing each
st ep with in  the mas ter  plan  process to
ensure th at  all ma ster  plan issues  a re
fu lly addr essed a s t he recommended
progra m is developed.

A public in format ion  workshop is also
inclu ded  a s  pa r t  of t h e pla n
coordin a t ion .  The public in format ion
workshop a llows the public to provide
inpu t  a n d  lea r n  a b ou t  gen er a l
informat ion  concern ing the master  pla n.

S U MMAR Y

The master  plan  for  Wickenburg
Mun icipal Airport  pr ovides for  the
order ly use of exist ing a irport  facilit ies
t o enhance the sa fety of a ir cra ft
opera tions, ma inta in  exist ing a ir field
and gener a l avia t ion facilit ies , and
suppor t  fu ture avia t ion  demand (should
new levels of dem and be experienced).
The mast er plan  includes provisions t o
ensure the long-term viabilit y and
self-sufficiency of the a irpor t  by
maximizing ava ilable a reas  a t  the
a irpor t  for  both  avia t ion-rela ted and
commercia l oppor tunit ies.  E xh ibit  5A,
found a fter  pa ge 5-2, depicts elemen ts of
the master  plan  for  Wickenburg
Municipa l Air por t .

DEMAND-BASED P LAN

The proper  planning of a  facility of a ny
type must  cons ider  the demand tha t
may occur  over  a  specified per iod.  For
Wicken burg Municipa l Airport , th is
in volved reviewing pas t  t r ends ,
community socioeconomic forecas ts, and
the direct ion  of the a ir  t ranspor ta t ion
indu st ry.
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The pr imary object ive of a  forecast ing
effor t  is to define the magnitude of
change tha t  can  be expected over t ime.
Becau se of the cyclica l na ture of the
economy, it is virt ua lly impossible to
pr edict  with  cer ta int y yea r-to-year
fluctua t ions in  act ivity when looking 20
year s in to the fu tu re.  Thus, forecast s
should ser ve on ly a s gu idelines, and
planning must  remain  flexible to
respond to needs as  they occur .

Recognizing th is, it  was the in ten t  of
the Town of Wicken bur g to develop a
Mast er  P lan  for  Wickenburg Municipa l
Air por t  t ha t  is demand-based r a ther
than t ime-based.  As a  resu lt , the
rea sonable levels of act ivity poten t ia l
der ived from th is forecas t ing effor t  a re
relat ed to plan ning horizon levels,
ra ther  than  dat es in t ime.  These
planning hor izons were esta blished a s
levels of act ivity tha t  will ca ll for
considera t ion  of the implementa t ion  of
the next  st ep in  the mast er  pla n
program.  Should a  level be rea ched
sooner , the schedu le to implement  the
improvements could be accelera ted.
Th is provides a level of flexibility in  the
mast er  pla n  and can  extend t he t ime
between m ast er plan  upda tes.

A demand-based m ast er  plan  does  not
specifica lly require the implem en ta t ion
of a n y  of t h e  d e m a n d -b a s e d
improvemen ts.  Instead, it is en visioned
tha t  the implem enta t ion  of any ma st er
pla n  impr ovemen t  would be exa mined
aga inst  dem a n d leve ls pr ior  t o
implementa t ion .  In  many ways, th is
mast er  pla n  is s imila r  to a  community’s
gener a l pla n .  The mast er  pla n
est ablishes a  p lan  for  the use of the
a ir por t  fa cilit ies con sis t en t  wit h
poten t ia l avia t ion  needs and the capita l

needs required t o support  tha t  use.
However , individu a l pr oject s in  the pla n
are not  implemen ted u nt il the need is
demonst ra ted a nd t he pr oject  is
approved by t he Town  of Wicken bu rg.

In  summary, the mas ter  plan  does  not
specifica lly ca ll for  expansion  of the
a irpor t .  The in ten t  of the mast er  pla n
is to pr ovide logica l, rea list ic guidelines
to accommoda te avia t ion demand levels,
sh ould tha t  dema nd ever occur .  The
mast er  pla n  first  focuses  on  pr oviding
improvemen ts to enhance the sa fet y of
exist in g a ir cr a ft  oper a t ion s a n d
main tenance of a irfield and pa ssen ger
t ermina l facilit ies.  All rema in ing
m a s t e r  p l a n  p r o v i s i on s  a r e
dema nd-based.

Table  A summar izes  the p lanning
h or izon  a ct ivi t y m iles t on es  for
Wicken burg Municipal Airport .  These
milestones a re established as levels of
act ivity tha t  will a ssist  the Town in
planning for  the implementa t ion  of the
demand-based provisions of th e mast er
plan  program.

AIRFIELD P LAN

The a ir field  plan  for  Wickenburg
Mun icipal Airpor t  p rovides  for  the
upgra de, in  the shor t  t erm, of the
exist ing runway and t axiway system to
Federa l Avia t ion  Admin ist ra t ion  (FAA)
Air por t  Reference Code (ARC) B-II
design  standa rds.  ARC B-II design
standa rds  rela te to a ircra ft  with
approach  speeds less tha n 121 knots
and wingspan s less t han  79 feet .
Air cra ft  with in t hese a pproach speeds
and wingspan s a re considered t he
crit ica l design a ircra ft , since these types
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TABLE A
P lan n in g H ori zo n  Activ ity  Lev e ls
Wick e n bu rg Mun ici pa l Airpo rt

2000
Sh ort
Term

Interm ed iate
Term

Lo n g
Term

Ba sed Air cra ft
Annua l Opera t ions

42
22,300

60
39,900

70
50,000

85
66,900

of a ircra ft  have h istor ica lly con ducted
more than  500 opera t ions annua lly a t
the a irpor t .  Improvements  to conform
with  ARC B-II s tanda rds include:

•  Reloca t in g Ta xiway A 40 feet
sout hea st  t o con for m  with
r u n wa y/t a xiw a y sep a r a t ion
cr iter ion .

•  Widen ing a ll t axiways to 35 feet .
•  Removing a  hanga r  on  the nor th

side of the a ircraft  parking apron
tha t is with in t he reloca ted
Taxiway A object  free a rea
(OFA).

•  R e c on f i g u r i n g  t h e  a p r on
t iedowns t o meet  the reloca ted
Taxiway A OFA standards and
Ta xiway A to apron  taxilane
separa t ion  cr iter ion .

•  Rem ovin g bu ildings north  of
Runway 5-23 which obst ruct  the
runway OFA.

•  Reloca t ing the Runway 5 end 651
feet  nor theas t  to provide for  the
development  of t he runway
safety a rea  (RSA) behind  the
Runway 5 end on  exist ing a irpor t
pr oper t y, a n d pr ovide for
ob s t r u ct ion  cl e a r a n ce  for
landin gs to Runway 5.  The
exist ing pavement  behind  the
Runwa y 5 end will be rem oved.
651 feet  of pa vemen t  will be
added to the Runwa y 23 end to

ensure tha t  the exis t ing runway
length  is  main ta ined .

•  Reloca t ing the segmen ted circle
and ligh ted wind cone nor th  of
Runway 5-23 to clear  t he
reloca ted Taxiway A OFA.

Other  element s of the a ir field plan
include:

•  Extend ing Runway 5-23 a nd a
reloca ted Taxiway A to 6,100
feet .  All of the ext ension will
ta ke pla ce a t  the Run way 23 end.

•  I n s t a l l i n g  a n  Au t om a t e d
Weather  Observat ion  System
(AWOS) south  of Runway 5-23.

•  Developin g a  Globa l Pos it ion ing
Syst em  (GPS) approach  to
Runway 23.

•  Insta lling runway end iden t ifier
ligh t ing (REILs) a t  each runway
end.  REILs assist  pilot s in
loca t ing the runway thresh old a t
n igh t  and dur ing poor  visibilit y
condit ions.

•  In st a lling a  precision a ppr oa ch
pa th  indica tor  (PAPI) to Runway
5.  A PAPI a ssist  pilots  in
determining the cor rect  descent
pa th t o the r un way thr eshold.

Air cra ft  with  a pproach  speeds and
wingspans gr ea ter  than  ARC B-II can
and  do  opera t e a t  the a irpor t ; however ,
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their  h ist or ica l use of the a irport  is
below 500 opera t ions a nnua lly.  Their
use of the a irpor t  is not  considered
sign ifica nt  by F AA standards for
a ir field developm en t  in  the shor t  t erm.
However , a ir cra ft  with  h igher  approach
speeds and  longer  wingspans  a re
projected by th is mast er  p lan  to conduct
more t han  500 oper a t ions a nnua lly in
the fu ture; therefore, for  the long t erm
planning hor izon  these a ircraft  a re
considered the cr it ica l design  a ircra ft .

The mas ter  plan  cons idered  the
upgra des necessary to accommodate the
design  requ irements of a ircra ft  grea ter
than ARC B-I I and found tha t  it  was
not  feasible to upgrade the exist ing
a irpor t  site to meet  th ese requirem ent s.
The PAC and Town of Wicken burg
found tha t  the impacts  on  the exis t ing
a irpor t  facilities, a djoin ing indu st r ia l
park, t er ra in  fea tures , and  encroaching
residen t ia l lan d uses pr event ed th e
expa nsion of the exis t ing a irpor t  beyond
ARC B-II  design  st anda rds .  Th is
mast er  pla n  concluded tha t  the Town of
Wickenburg pursue the permanent
t ransfer  of the Forepaugh Airpor t  from
the Bureau of Land Ma nagement  (BLM)
to the Town, and reserve th is  a irpor t  for
the long t erm avia t ion needs of the
community. The Town can  pursue the
permanent  t ransfer  of Forepaugh
Airpor t  th rough Sect ion  516 of the
Air por t  and Airway Improvement  Act  of
Sept ember  3, 1982. Th is will require the
com plet ion  of a n  en vir on m en t a l
assessment  and det ermina t ion  by the
FAA and BLM.

A decision on whet her  an  upgr a ded
Forepa ugh Air por t  sit e would replace
the    exist ing    Wicken burg   Mun icipal

Air por t  would need to be made closer  to
the t ime this upgrade is implement ed.
A number  of issues would need to be
considered in  making th is  decis ion .
Th is includes (but  is not  limited to) the
financia l capa bilit y and  des ire of the
Town of Wicken bu rg to fund  the
opera t ion  of two a irport s, th e desire of
sta t e and feder a l agencies t o mainta in
and fund  two a irpor t s  in  the Town of
W i ck e n b u r g ,  a n d  t h e  p r iva t e
invest ments in  the exis t ing Wicken burg
Mun icipal Airport  site and whether
compa rable facilities could be developed
a t  the Forepa ugh Airport  sit e wit h
similar  cost st ru ctu res.

LANDSIDE P LAN

The lan dside plan for t he a irpor t
provides for  the rep lacement  of hangars
tha t will be removed to meet  ARC B-II
runway OFA and the reloca ted Taxiway
A OFA requirements .  The landside
pla n  a lso provides  for  t he order ly
expa nsion of hangar  and apron  facilit ies
to accommodate fu ture demands.  The
primary elemen ts of the landside plan
include:

•  Developin g fou r  cl ea r - s p a n
hangars nor theas t  of the exist ing
termina l bu ild ing, to rep lace the
hangars being removed to meet
r u n wa y a n d t a xiway OF A
st a n dar ds .  Th e t er m in a l
building access r oad would be
reconfigured a s  these hangars
would exten d over t he exist ing
r oa d  a n d  p a r k i n g  a r e a .
Automobile pa rking would be
developed a dja cen t  t o t h e
ha ngar s.
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•  Reserving t h e a r ea  a lon g t he
west side of the exist ing pu blic
t er m in a l bu ild in g for  t h e
u lt im a t e expa n sion  of t h e
bu ildin g as needed to meet
dema nd a nd opera tiona l needs.

•  Expanding the apron  wes t  of the
t ermina l bu ilding t o a llow for
approximately seven t iedowns
and r eplace exist ing t iedowns
lost  because of the sh iftin g of
Runway 5-23 to th e nort hea st.

•  Const r u ct in g a n  a ir cr a ft  wash
rack a long the southern  edge of
the existing apron  to provide an
area  for  a ircraft  cleaning, and
the proper  collect ion  of the
a ir cra ft  clean ing solvent s an d
contami-nan t s removed from the
a ircraft  hu ll during cleaning.

•  Developing six 10-unit  T-hangars
sou th of Runway 5-23 a long t he
exist ing n or theast  apron .

•  Developing con vent iona l hangars
sout h of th e T-ha ngar s.

•  C o n s t r u c t i n g  a  h e l i p a d ,
helicopter  par king pads, lease
pa rcel, and a u tomobile pa rk ing
nor th of t he T-hanga r  a rea .  Th is
helipad would provide a  public
helipad tha t  could be proper ly
marked and light ed for  helicopter
opera t ions a t  the a irpor t .

•  Const ruct ing a  new ap ron  a rea
north east  of the helipad t o
provide for  the sa fe and efficient
opera t ion  of a irpla ne design
gr oup (ADG) I I a ircraft  a t  the
a irpor t  and  to provide a rea s for
commercial F BO development .

The secur ity of the a ir field and la ndside
fa ci l it i e s  w a s  a lso a  p r im a r y
considera t ion  of the mas ter  plan .  The
mast er  pla n  focused on  limit ing vehicle
an d pedestr ian  access to the apron  and

a ir cra ft  opera tiona l area s.  Secur ity
elemen ts of the mast er  plan  include:

•  R e p l a c i n g  t h e  e x i s t i n g
barbed-wire fencing extendin g
around the a irport  bounda ry,
with  six-foot  t a ll cha in  link
fen cing.

•  Repla cing the exis t ing manua l
veh icle access ga te to the apron
(loca ted nor theas t  of the terminal
bu ildin g) with  an  au tomated
ga te.  The a u tomated ga te would
ensure tha t on ly those appr oved
to access  the a pr on  a rea  would
have access to the apron  ar ea.  It
a lso ensu res tha t  th is gat e is
a lways  closed.

•  Developin g a n ew access roa d
a long th e sou t h ern  a irpor t
boundary.  Th is r oad would
ultim a tely provide access to
exist ing a nd fu tu re hanga r
facilit ies and elimina te the need
for  a ircra ft  owners and visitor s to
cross the apron  a rea  to a ccess
ha ngar s.

•  Developing pu blic parking a reas
outside the a ir cra ft  opera t iona l
ar eas.

CAP ITAL NEEDS

As shown in  Table  B , t he master  plan
ha s iden t ified approximately $14.6
million  in  capita l needs over  the
planning per iod.  Nea r ly 94 percent  of
the t ot a l cost s a re eligible for
gran t s-in-a id adminis tered  by the
Federa l Avia t ion  Admin ist ra t ion  (FAA)
a n d  Ar i z on a  D e p a r t m e n t  of
Transpor ta t ion  – Aeronaut ics Division
(ADOT).  A pr oject  specific list ing is
provided on  Exhibit  6A foun d a fter  pa ge
6-4.
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TABLE B
De ve lop m e n t Fu n din g S u m m ary

P la n n in g
H ori zo n s

Tota l
Nee ds

Fe de rally
Elig ible

State
Elig ible

Local
Sh are

Shor t  Term
In termedia te Term
Long Range

$8,230,700
3,358,972
3,118,700

$6,696,145
2,721,576
2,748,828

$1,118,157
466,778
134,936

$416,397
170,618
234,936

TOTAL $14,708,372 $12,166,549 $1,719,871 $821,951
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Chapter One
INVENTORY



The initial step in the preparation of the
airport master plan update for
Wickenburg Municipal Airport is the
collection of information pertaining to
the airport and the area it serves. The
information collected in this chapter will
be used in subsequent analyses in this
study. The inventory of existing
conditions at Wickenburg Municipal
Airport provides an overview of the
airport facilities, airspace, and air traffic
control. Background information
regarding the Town of Wickenburg and
the regional area was collected. This
includes information regarding the
airport’s role in regional, state, and
national aviation systems, surface
transportation, and the socioeconomic
profile.

This information was obtained through
on-site inspections of the airport,
interviews with airport management,
airport tenants, and various government
agencies. Additional documents were
provided by the Federal Aviation
Administration (FAA), Arizona
Department of Transportation-
Aeronautics Division (ADOT), Maricopa 

Association of Governments (MAG), and
Town of Wickenburg.

HISTORICAL PERSPECTIVE

Exhibit 1A provides a depiction of the
current airport site and configuration.
The original Wickenburg Airport served
as a fuel stop for northern travelers that
were headed south to the Phoenix area.
The original Wickenburg Airport was
located north of town and later
abandoned.

In 1968, after a feasibility study was
performed, a decision was made to
accept donated land from the Wellik
family to construct a new airport west

Inventory

1-1
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of town . At  th is  site, the cur ren t
Wicken burg Municipa l Airpor t  was
const ructed in 1968. Init ia l const ruct ion
produced a  4,500-foot  ligh ted runwa y
or ient ed nort hea st  to sout hwest  and a
sma ll apron  a rea .

Severa l improvements  were made to the
a irpor t  facilit ies soon  a fter  the runway
was const ru cted.  The first  set  of T-
hangars wer e const ructed in  1969.  The
cu r r en t  t e r m in a l bu ildin g wa s
const ructed in  1970.  Dur ing 1972-1973,
a  conven t iona l hanga r  was const ru cted.
In  1974-1975, t he a ircra ft  pa rking
apron  was expanded a nd a  second set  of
T-hanga r s were const ructed. The
runway was exten ded t o its  current
len gth  of 5,050 feet , t iedowns were
ins ta lled on  the parking surface, and
access to the pa rk ing apron  was
cons t ructed in 1977-1978. The runway
and taxiways were overla id in  1982-
1983. The pa r t ial pa ra llel t axiway was
exten ded to the Run way 23 end in  1989.
In  1990, an  over lay of the runway and
taxiway/taxilanes in  the hangar  a rea
was completed.  The const ruct ion  of
addit iona l apron  a rea , a u to parking
a rea , and six addit iona l T-hangar s was
also complet ed in  1990. In 1994, a  new
rota t ing beacon was  ins ta lled  and the
runway, t axiway, and a pron  su rfaces
were rehabilit a ted. In  1996, an  over lay
of the runway was  completed . In 1997,
the runway was widened to 75 feet  and
the underground fuel stora ge tanks
were removed.  Ut ilizing a  st a te loa n ,
the Town of Wickenbu rg insta lled  the
exist ing above-groun d fuel stora ge
t a n k s  (a n d  r e m ov e d  t h e  old
underground tanks) in 2000.  The
a irpor t  was  connected  to the Town of
Wicken burg sa n ita ry sewer  system in
2000-2001.  The a irpor t  completed  the

rehabilit a t ion  of t he runway in  2002.
The Town received a  gr an t  in  1998 for
the acquisit ion  of 37 acres of land  on  the
nor th east  end of the a irport  sit e.  Th is
land is to accommodate the Run way 23
runway protect ion  zone and 1,000-foot
runway exten sion  proposed in  the 1992
Airport Master Plan .  This pr oper ty is
bein g acqu ired from the Ar izona  Sta te
Land Trust .

AIRP ORT
ADMINISTRATION

Wicken burg Municipa l Airport  is owned
by the Town  of Wicken bu rg.  The Town
Manager  serves  as the Airpor t  Director
and is responsible for  t he a dm ini-
st ra t ion  of the a irpor t .  The Town of
Wicken burg con t ract s with  a  pr iva te
firm for  the da ily management  and
opera t ion  of th e airport . This includes
pr oviding fuel sales and line services,
pr ovidin g a ir por t  a dvisor y r a dio
s e r v i ce s ,  p r ov id i n g  cu s t od i a l
main tenance of the public termina l
bu ildin g, and completin g weekly safety
inspect ions of the a irpor t .

Wicken burg Municipa l Airpor t  has an
a irpor t  advisory commission  composed
of seven m embers.  One m ember  is an
elected member  of the Town council,
appoin ted by the mayor , and subject  to
approva l of the council. The remain ing
six members a re cit izens a ppoin ted by
the mayor  and subject  to the a pprova l of
the council.  At  leas t  five of the citizens
mu st  be resident s of the Town and a ll
members mu st live with in 10 miles of
the Town limits.  The council represen t -
a t ive  serves  a  two-year  term, while the
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Exhibit 1A
EXISTING AIRSIDE FACILITIES
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citizen members serve st aggered three-
year  terms. The commission  act s in  an
advisory role to the Town council,
making recommenda t ions on  the use,
opera t ion , and  development  of the
a irpor t .

AIR  T R AFFIC AC T IVIT Y

At a irport s t ha t  serve genera l avia t ion ,
the number  of based  a ircraft  and  the
tot a l annua l opera t ions  (takeoffs  and
landings) a re t he pr ima ry indica tors of
a ir  t ra ffic act ivity. These indicators will
be used in  su bsequen t  ana lyses  in  th is
mast er  plan  to pr oject  fu ture a ir  t ra ffic
act ivity and  determine fu tu re facility
needs.

BASED AIRCRAFT

Table  1A summarizes h istor ica l based
a ir cra ft  a t  Wickenburg Municipa l
Air por t . Based a ircra ft  tota ls from 1991
to 1998 were obta ined from the Dra ft
Avia t ion  Demand F orecas t s prepa red in
Sept ember  2001 for  the Maricopa
Association of Governm ents Regional
Aviation  S ystem  Plan U pdate (MAG
RASP). Based a ir cra ft  t ot a ls for  1999 to
2001 were obta ined from records
m a int a ined  by Disciplin a ir  a n d
represent  the peak m onth  for  based
a ir cra ft  in t hose year s. In  1999,
month ly records indica te tha t  based
a ircra ft  tota ls ra nged from a  low of 37
to a  h igh of 43. For 2000,  based
 a ir cra ft  tota ls ra nged from a  h igh of 43
to a  low of 37. F or  2001, ba sed  a ircra ft
h a ve ranged from a  low of 37 to a  h igh
of 42. Since 1991, th e a irport  has a dded
15 based a ir cr a ft . In  2001, t he m ix of
a ir cra ft  based a t  Wickenbur g Mun icipal

Air por t  was compr ised of 39 single-
engine pist on  a ircraft , one twin-engine
piston a ir cra ft , two helicopters, an d a
glider .

T A B L E  1 A

H is to ri c a l  B a s e d  Air c ra ft

W i c k e n b u r g  M u n i c i p a l  A i r p o r t

Ye a r B a s e d  Air c ra ft

1991 27

1992 28

1993 31

1994 32

1995 24

1996 33

1997 32

1998 38

1999 43

2000 43

2001 42

Sour ce: 1991-1998: MAG RASP , 1999-

2001  Ai rpor t  r ecord s .

AIRCRAFT OP ER ATIONS

Without  an  opera t ing a irpor t  t ra ffic
con t r ol  t ower , a n n u a l a i r cr a ft
opera t ions a t  Wickenbur g Mun icipal
Air por t  have not  been  regu lar ly
coun ted.  Inst ead, only estima tes of
h istor ica l and cu r ren t  act ivity a re
a va i la b le . H is t or ica l op er a t ion a l
est ima tes for  1991 to 1998 were
recorded for  Wickenbu rg Municipa l
Air por t  in t he 2001 MAG RASP  upda te.
Opera t iona l t ot a ls for  1999 and 2000
were der ived from observed a ct ivity
recorded by the fuel provider .  S ince
1999,   a    r ecord  of  a ircra ft   opera t ions
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from 8:30 a .m. to 4:30 p.m. were
recorded ,  a n d  in d ica t ed  18,452
oper a t ion s  in 1999 a n d 19,406
opera t ions  in  2000.

In  order  to provide a  r easonable
est imate of annua l a ir cra ft  opera t iona l
levels a t  Wicken burg Municipa l Airpor t ,
the tota l recorded  annual opera t ions
have been increa sed by 15 percen t . This
is t o account  for  a ircraft  opera t ions
conducted before or  a ft er  st a ff was a t
the a irport . The a djust ed tota ls r esu lt  in
21,200 opera t ions in  1999 and 22,300
opera t ions in  2000. F or  purposes of
determining fu ture facility needs an d
for eca s t in g  fu t u r e  a ct iv i t y  a t
Wicken burg Municipa l Airport , th is
mast er  plan will consider the a djust ed
tot a ls summar ized  in  Table  1B . As
shown in  the t able, a ircra ft  opera t ions
have var ied a nnua lly a t  the a irpor t ,
ranging between 20,000 a nd 23,000
annua lly since 1996.

T A B L E  1 B

H i s t o ri c a l Ai rc ra ft  Op e r a ti o n s

W i c k e n b u r g  M u n i c i p a l  A i r p o r t

Ye a r

Air c ra ft

O p e ra t i o n s

1996 20 ,900

1997 22 ,700

1998 19 ,900

1999 21 ,200

2000 22 ,300

Sour ce: 1 9 96 -1 9 98 : M A G  RAS P ;

1999-2000 : A irp or t  r ecord s .

AIRP OR T FACILITIES

This sect ion  presents a  descr ipt ion  of
the exist ing facilit ies a t  Wicken burg
Mun icipal Airport  and is  divided in to
th e following two cat egories:

! Airside F acilit ies
! Landside Facilit ies

AIRSIDE FACILITIES

Airside facilities, previously depicted on
Exh ibit 1A, ar e those facilit ies dir ectly
associat ed with  the safe and  efficient
movemen t  of a ircraft  on  the a irpor t .
These facilit ies  include runwa ys,
t a xiwa ys,  a ir por t  ligh t in g, a n d
naviga t iona l a ids. The types  and levels
of avia t ion  act ivity capable of opera t ing
a t  an  a irport  is dependen t  on t he t ype of
a irside facilities.  Table  1C summarizes
a irside facility da ta  for  Wickenburg
Municipa l Air por t .

Runw ays

Wicken burg Municipa l Air por t  is
equ ipped with  a  sin gle a spha lt  runway
and a  fu ll length  pa ra llel t a xiwa y.
Runway 5-23 is 5,050 feet  long, 75 feet
wide, and is orient ed in a  north east -
sout hwest  ma nner . The Ru nwa y 5
landing threshold is displaced 550 feet
to provide approach  clear ance over U.S.
Highway 60.  Th is runway has a  ra ted
pavemen t  st ren gth  of 23,000 pounds
single wheel loading (SWL) and 30,000
poun ds    du a l   wh eel   loadin g.    Sin gle
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wheel loadin g refers to the des ign  of the
a ir cra ft  landing gear  which has a  sin gle
wheel on  each  ma in  landing gea r  st ru t .
Dua l wheel loading r efers to a ircra ft
with  two wheels on  each  landing gear
st ru t .    Th e   r unwa y   gra de   increa ses

towar ds the southwest .  The Runway 23
end eleva t ion  in  2,332 feet  MSL, while
the Runway 5 end elevat ion  is 2,386
feet  MSL.  This equa tes to a  1.05
percent  running gra de.

T A B L E  1 C

A i r s i d e  F a c i l i t y  D a t a

Wi c ke n b u r g  M u n i c i p a l Ai rp o r t

R u n w a y  5 -2 3

R u n w a y  L en g t h  (fe et )

R u n w a y  W id t h  (fe et )

R u n wa y S u r fa ce M a t er ia l

     Su r fa ce C on d it ion

R u n w a y L oa d  B ea r in g S t r en gt h  (lbs .)

     S in g l e  W h e e l L oa d in g  (S W L )

     D u a l W h e e l L oa d in g  (D W L )

Ru n wa y Ma r kin gs

Ta xiwa y Ma r kin gs

5 ,050

75

Asp h a lt

G ood

23 ,000

30 ,000

B a sic

Cen ter l in e ,  H old  Lines

R u n wa y L igh t in g

Ta xiw a y L igh t in g

M e d i u m  I n t e n s i t y  R u n w a y  L ig h t s  ( M I R L )

M e d i u m  I n t e n s i t y  T a x iw a y  L ig h t s  ( M I T L )

Vis u a l  Aid s R ot a t in g  B ea con

Ligh t ed  W in d con e

S eg m en t ed  C ir cle

P rec is ion  Appr oa ch  P a th  In d ica tor  (P API)  - 4L  (23)

Ligh ted  Ru n wa y/Ta xiwa y Dir ect ion a l  Signs

Sour ce :  Airp or t  F a ci li ty  Di rectory ; Sout h wes t  U .S . , Sep t em ber  6 ,  2001 .

Taxiways

The taxiway sys tem a t  Wickenburg
Mun icipal Airport  includes a  fu ll len gth
pa ra llel t axiway and  five connect ing
taxiwa ys. Taxiway A is a  fu ll len gth
pa ra llel t axiway providing access to
both  ends of Runway 5-23. Taxiway A is
loca ted 200 feet  from the Run way 5-23
center line. Taxiway A is 40 feet wide
from the appr oach  end of Runway 5 to
Taxiway D, where it n ar rows to 25 feet
to   the   approach    end  of  Runway  23.

Ta xiwa ys B, C, D, E, and F  provide
access from Runway 5-23 to the pa ra llel
t axiwa y.  Taxiways B, C, and D a re 40
feet  wide, while Taxiways E  and F  a re
25 feet  wide.  Taxiway C extends to the
Av-Ar t  facilit ies loca ted nor th  of
Runway 5-23. A port ion of Ta xiwa y C
adjacent  to the Av-Art  facilit ies is
unpa ved. Two taxilanes connect  the
hanga r  and  t iedown ap rons  to the
pa ra llel t axiway on  the south  side of the
runway.
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Airfield Lightin g

Air field light ing systems extend an
a irpor t ’s usefulness into periods of
dar kness and/or  poor  visibilit y. A
var iety of ligh t ing syst ems a re inst a lled
a t  the a irpor t  for  t h is pur pose. These
ligh t in g syst em s, ca t egorized by
funct ion, ar e summarized a s follows:

Iden t i ficat ion  Light ing: The loca t ion
of an  a irport  a t  n ight  is u n iversa lly
indica t ed by a  r ot a t ing bea con ,
displaying a lter na t ing flashes of green
and white light s 180 degrees apa rt . The
r ot a t in g bea con  a t  Wick en bu r g
Mun icipal Air por t  is loca t ed on t op of
the t ermina l bu ildin g.

Runw ay and Taxiway Light ing:
Runway and t axiwa y ligh t ing u t ilize
ligh t  fixtu res placed near  the pavemen t
edge to define t he la tera l lim it s  of the
runway or t axiwa y. These  ligh t ing
systems a re essen t ia l for  sa fe opera t ions
a t  n igh t  an d/or t imes of low visibilit y to
ensure sa fe and efficient  access to and
from the runway and  a ircraft  parking
ar eas.

Runway 5-23 is equ ipped with  mediu m
intens it y runway light ing (MIRL).
Medium in ten sit y taxiwa y ligh t ing
(MITL) h a s been  inst a lled on a ll the
taxiwa ys. The Run way 5-23 ends have
been equipped with  runway threshold
lights, which indica te the loca t ion  of the
runway th reshold a t  n igh t . Runway
thresh old light ing ut ilizes specially
designed lenses  which  a re green  on  one
side and red on  the opposite. The green
por t ion  of the lens is directed to the
approach en d of the t hr eshold.

Vi s u a l  Ap p r oa ch  Lig h tin g : A
pr ecision  approach  pa th  indica tor
(PAPI) is ava ilable a t  the approach  end
of Runway 23. The PAPI consists of a
system of ligh ts  loca ted  near  the
runway thr eshold. When  int erpreted by
the pilot , these ligh ts give an  indica t ion
of being a bove, below, or  on  t he
design ed descen t  pa th  to th e runwa y.

P i lo t -Con tro l le d  Li g h t i n g : All
a ir field ligh t ing syst ems a re cont rolled
through a  pilot-cont rolled ligh t ing
system (PCL). This a llows the pilot  to
turn  on , or  increa se the in ten sit y of,
va r ious a ir field sys tems from the
a ir cra ft  with  the use of the a ircra ft ’s
t ransmit ter .

Pave men t  Markings

P a vem en t  m a r k in gs a id in  t h e
movemen t  of a ircraft  a long a irpor t
sur faces. The basic mark ings to
Runway 5-23 iden t ify the runway
center line and design a t ion. Markings a t
the Runway 5 end ident ify th e 550-foot
displaced thr eshold an d blast  pad,
which a re not  ava ilable for  landing.
Taxiway and a pr on cen ter line m arkings
are provided t o assis t  a ircraft  us ing
th ese a ir por t  su r fa ces . Ta xiwa y
center line markings a ssist  pilots  in
ma in ta in ing proper  clearance from
pavement  edges a nd  objects  near  the
t a xiwa y/t a xilane edges . Pa vemen t
markings also ident ify a ircra ft  parking
posit ions and aircraft h olding positions.
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Hel ipad

Wickenburg Municipa l Air por t  is not
cur ren t ly equipped with  a  helipa d. A
designa ted helicopter  landing a rea  is
loca ted on  the nor thwes t  corner  of the
secondary a ir cra ft  apr on, which a lso
serves as a  compa ss rose. P ilot s can  use
a  compass  rose to ca libra te their
a ir cra ft  compass. Lifenet  opera tes from
the apron  area  loca ted n ea r  their
facility, on t he sout hwest  por t ion  of the
apron .

Navigat ional  Aids

Naviga t iona l a ids a re elect ronic devices
tha t t ransm it  radio frequ encies, wh ich
pilot s of proper ly equipped a ir cra ft
t r ansla te in to poin t -to-poin t  gu idance
and posit ion  informat ion . The types of
electr onic navigat iona l a ids ava ilable
for  naviga t ion  to and  from the a irpor t
include:  t he very h igh  frequency
omnidirect iona l range (VOR) facility,
globa l posit ion ing system  (GPS), and
Loran-C.

The VOR, in  genera l, pr ovides azimuth
rea din gs to pilot s of proper ly equipped
a ir cra ft  by t ransmit t ing a  radio sign a l
a t  every degr ee to provide 360
ind ividua l n a viga t ion a l  cou r ses .
F r equ en t ly, d is t a n ce  m ea s u r in g
equipment  (DME ) is combined with  a
VOR facility (VOR/DME) to pr ovide
d is t a n ce  a s  w ell  a s  d i r ec t ion
in format ion  to the pilot . Milita ry
t act ica l a ir n aviga t ion  a ids (TACANS)
and civil VORs a re combined to form a
VORTAC. A VORTAC pr ovides  dis tance
and course gu idance in format ion  to civil

and milit a ry pilots. Th e Bu ckeye
VORTAC, loca ted approxima tely 31
nau t ica l miles (nm) sou th  of the a irpor t ,
ca n  be u t ilized by p ilot s flying t o or
from the a irpor t . Ex h ib it  1B  depict s
the loca t ion  of the Bu ckeye VORTAC in
rela t ion  to the a irpor t .

Loran-C is a  gr ound-ba sed enrou te
naviga t iona l a id which  u t ilizes a system
of t ransmit ters loca ted  in  var ious
loca t ions across t he cont inen ta l Un ited
Sta tes. Loran-C var ies  from the VOR as
pilot s a re not  requ ired to na viga te us ing
a  specific facility (with  t he VOR, pilot s
mu st  naviga te t o and from a  specific
VOR facility). With  a  proper ly equipped
a ircra ft , pilot s can  naviga te to any
airpor t  in  the United S ta tes  using
Loran-C.

GPS is an  addit iona l navigat iona l a id
for  pilot s en route to the a irport . GPS
was init ially developed by the Un ited
St a tes Depar tment  of Defense for
milita ry naviga t ion a round the world.
In crea sin gly over t he pa st few year s,
GPS has been  u t ilized m ore in  civilian
a ircra ft . GPS uses sa tellit es placed in
orbit  a round t he globe t o t ransm it
electr on ic sign a ls wh ich  proper ly
equipped a ircraft  use to determine
a lt itu de, speed, a nd na viga t iona l
informat ion . GP S is  sim ila r  to Loran-C
as pilots can  dir ectly n a viga te to any
airpor t  in  the count ry and  are not
required to naviga te using a  specific
naviga t iona l facility. The FAA is
cur ren t ly pr oceeding with  a  program to
gradually replace a ll t radit iona l enroute
naviga t iona l a ids with  GPS over  the
next 20 year s.
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In s tru m e n t  Ap p ro a ch  P r oc e d u re s

Ins t rument  approach  procedures a re a
ser ies of predetermined  maneuvers
est ablished by the FAA usin g electr onic
na viga t iona l a ids tha t  a ssist  pilots  in
loca t ing and  landing a t  an  a irport
during low visibility and cloud ceiling
conditions. Th ere a re curren t ly no
ins t r u m en t  a p pr oa ch  p roced u res
pu blished for  Wickenbu rg Municipa l
Air por t . Therefore, th e a irpor t  is
essen t ia lly closed t o a r r ivals when
visua l fligh t  can  no longer  be conducted.

Ot h e r F a ci li ti es

The a irpor t  has  a  ligh ted  wind  cone and
segmen ted circle which  a re loca ted
sou th of the runway, near  the midpoin t
of the runway. The win d cone provides
pilot s with  informat ion  about  wind
speed and direct ion . The segmented
ci r cle  p r ov id e s  t r a ffi c p a t t e r n
inform at ion t o pilots.

Loca l Operat in g P roc e du res

Wicken burg Municipa l Air por t  is
situa ted a t  2,386 feet  m ea n  see level
(MSL).  The t r a ffic pa t tern  a lt itude for
a ll a ir cra ft  a t  the a irport  is 1,000 feet
above the a irfield eleva t ion  (3,386 feet
MSL). Runway 5 u t ilizes a  left -hand
t ra ffic pa t tern . In  th is manner , a ir cra ft
approaching the Ru nwa y 5 end follow a
ser ies of left -hand tu rns. Runway 23
ut ilizes a  r igh t -hand t raffic pa t tern .
Air cra ft  appr oaching t he Run way 23
end follow a  ser ies of r igh t -hand tu rn s.
By designa t ing th e tr a ffic pa t tern  in
th is manner , a ll a ir cra ft  t r a ffic is
maint a ined west  of the runway and

away from the resident ia l a reas  to the
east .

Runway use is  dicta ted by wind
condit ions. Idea lly, it  is desirable for
a ir cra ft  to lan d direct ly into the wind.
Gen era lly, a ircra ft  use is  split  even ly
between each r un way end.

Vic in i ty Airspace

To ensu re a  sa fe and efficient  a ir space
environment  for  a ll aspects of avia t ion ,
the FAA ha s esta blished a n a irspa ce
s t ructure tha t  regula tes and establish es
procedures for  a ircraft  us ing the
Na t iona l Airspace System . The U.S.
a i r spa ce s t r u ct u r e  p rov ide s  for
ca tegor ies of a ir space and ident ifies
them as Classes A, B, C, D, E , an d G.

Class  A a irspace is high  level cont rolled
a irspace and includes a ll a ir space from
18,000 feet  MSL to F ligh t  Level 600
(approximately 60,000 feet MSL).  Class
B a ir space is con t rolled a ir space
surrounding h igh act ivity commercia l
ser vice airports (i.e. Ph oenix Sky
Harbor  In terna t iona l Airport ). Class C
a i r spa ce  i s  con t ro ll ed  a i r s p a ce
surroundin g lower  act ivity commercia l
s e r v i ce  a i r p o r t s  ( i . e .  T u cs on
In t er n a t ion a l Airpor t)  and som e
milita ry airports. Class D a irspace is
cont rolled a irspace su rroundin g low
act ivity commercia l ser vice and genera l
avia t ion  a irpor t s with  an  a ir  t r a ffic
cont rol tower . All a ircraft  opera t ing
with in  Cla sses A, B, C, a nd D a ir space
mu st  be in  const an t  con tact  with  the a ir
t raffic cont rol facility r esponsible for  the
pa r t icu la r  a irspace. Class  E  a irspace is
cont rolled a ir space tha t encompasses a ll
ins t rument    approach    p rocedures   and
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low a lt itude feder a l a irwa ys. On ly
a ir cra ft  conduct ing inst rument  fligh t s
are requ ired t o be in  con ta ct  with  a ir
t r a ffic cont rol when  opera t ing in  Cla ss
E a irspace.  While a ircra ft  condu ct ing
visua l flight  ru les in  Cla ss  E  a irspa ce
are not  requ ired to be in r adio
communica t ions with  a ir  t r a ffic cont rol
facilities, visua l fligh t  can  only be
conducted if min imum visibilit y and
clou d ceilings exist. Class  G a irspace is
uncont rolled a ir space tha t  does  not
require con tact  with  an  a ir  t r a ffic
cont rol facility or  minimum visibility
an d cloud ceilings.

Air space in  the vicin ity of Wickenburg
Mun icipal Airport  is depicted on
Exh ibit 1B . The a ir space surrounding
Wi ck e n b u r g  M u n i ci p a l  Ai r p or t
extendin g from 1,200 feet  above ground
level (AGL) to appr oxima tely 18,000
feet  MSL is Class E  airspa ce. This Class
E a ir space a lso encompa sses t he low
altitu de Victor  Airwa ys in  the vicin ity
of th e airport . Victor Airways a re
corr idors of a irspace eigh t  miles wide
tha t exten d from 1,200 feet  AGL to
18,000 feet  MSL, and extend between
VOR facilit ies. There a re no Vict or
Airwa ys directly to th e Wicken burg
Mun icipal Airpor t . Exh ibit 1B depict s
Vict or  Airwa ys in  the vicin ity of t he
a irpor t .

Loca ted nor th  of the a irpor t  a r e a reas of
special-use a irspace designa ted as
milita ry opera tions a rea s (MOAs).
MOAs define a ir space wh ere a  h igh
level of milit a ry a ct ivity is conducted
and are int ended to segr ega te civil and
milita ry a ircra ft . While civilian  a ir cra ft
opera t ions   a re   not    res t r icted    in   the

MOA, civilian  a ircra ft  a re cau t ioned to
be a ler t  for  milita ry a ircraft  when the
MOA is act ive and a t  the specified
a ltit ude.

The Gladden  1 MOA is loca ted  to the
nor thwest of Wickenbu rg Municipa l
Air por t . The Gla dden  1 MOA is under
the cont rol of the Albuqu erque Air
Route Traffic Cont rol Center  (ARTCC)
and milita ry opera t ions  a re au thor ized
from 7,000 feet  MSL, or  5,000 feet  AGL,
whichever is higher , with  no upper
limit . The Gladden  1 MOA is  in  effect
Mondays through F r idays from 6:00
a .m. to 7:00 p .m.

Al e r t  Ar e a  A-2 3 1  i s  l o ca t e d
approximately five miles southeast  of
Wickenburg Municipal Air port . Milita ry
opera t ions with in Aler t  Area  A-231 a re
author ized from 500 feet  AGL to 6,500
feet  MSL cont inu ously. Alert  Area  A-
231 is used pr ima r ily by s tudents  and
ins t ructors from Luke Air  Force Base
conduct ing t ra in ing missions in  fight er-
type a ircra ft . P ilot s t ransit ion ing in  the
a r ea , e it her  a s  pa r t icipa n ts  or
nonpar t icipan t s in  t ra in ing act ivity, a re
responsible for  collision  avoidance.

While not considered par t of th e U.S.
a ir space st ructure, the boundar ies  of
Na t iona l Pa rk Ser vice Area s, U.S. Fish
and Wildlife Service a reas, an d U.S.
Forest Wilderness a nd P r imit ive a reas
are noted on a erona ut ical cha rt s.  While
a ir cra ft  opera t ions a re not  r est r icted
over these a reas, air cra ft  a re requested
to ma in ta in a  minim um a ltit ude of
2,000 feet  above t he surface. Exh ibit
1B depicts  the boundar ies  of these
areas near  the a irpor t .
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Air Traffic  Control

Wicken burg Mun icipal Air por t  does not
have an  a irpor t  t ra ffic cont rol tower and
is in u ncont rolled air spa ce. Therefore,
no forma l t ermina l a ir services  a re
available. Air cra ft  opera t ing in  the
vicin ity of the a irpor t  a re not  requ ir ed
to file any t ype of fligh t  pla n  or  con tact
any a ir  t ra ffic con t rol facility un less
they a re en ter ing a ir space where
cont act  is m anda tory. Air  t ra ffic
a dvis or ies  a n d  cer t a in  wea t h er
in format ion  can  be obta ined  using the
common t ra ffic advisory frequency
(CTAF) channel 122.8 Mhz, a lso kn own
as UNICOM. Enrou te a ir  t ra ffic con t rol
s e r v ices  a r e  p r ovided  b y  t h e
Albuqu erque Air  Route Tra ffic Cont rol
Cent er (ARTCC), which  cont rols a ircraft
in  a  la rge mult i-st a t e a rea .

The Pr escott  Flight  Service Sta t ion
(FSS) provides addit iona l t ra ffic ser vice
to Wickenburg Mun icipal Airport . This
FSS provides pilots with  weather
informat ion , a irport  advisory service,
fligh t  pl a n n in g p r oces sin g, a n d
communica t ion  with  other  a ir  t r a ffic
cont rol facilit ies.

Region al  Airports

A review of pu blic-use a irpor t s nea r
Wicken burg Mu nicipa l Airpor t , and
th ose impor tan t  to the a ir spa ce and
cont rol environment  of t he a rea , has
been made t o iden t ify and distinguish
the type of air service pr ovided in  the
area  surrounding the a irport . These
a irpor t s were previously ident ified on
Exh ibit 1B . In forma t ion  per t a in ing to
each  a irport  was obta ined from FAA
Form  5010-1, Airport Master R ecord .

Based a ircraft  and opera t iona l da t a  was
obta ined from the MAG RASP for
P leasant Valley Airport  and Buckeye
Municipa l Air por t .

F o re p a u g h  Ai r p o r t  is loca t ed
approximately 10 na ut ical miles west  of
Wicken burg Municipa l Airport  and is
owned and opera ted by t he Town of
Wicken bu rg. A 4,467-foot  long by 80-
foot  wide dirt  runway is ava ilable for
use. There a re no services available at
Forepa ugh Airport  and no based
a ircra ft . There a re appr oxima tely 500
an nu al opera tions.

P le a sa n t Val ley  Airport  is loca ted
a ppr oxima t ely 29 nau t ica l m iles
sout hea st  of Wicken burg Mun icipal
Air por t . P leasant  Va lley Airport  is
owned and  opera ted  by the P leasant
Va lley Air por t  Associa t ion . F ou r
runways a re ava ilable for  use a t  the
a irpor t . Three of the runways  a re 4,200
feet  long an d 100 feet  wide, while th e
four th runway is 2,400 feet  long a nd
100 feet  wide. One runwa y is pa r t ia lly
paved, wh ile t he r em ain ing runwa ys
have dir t  su r faces. Home to two soar ing
organ izat ions, over h a lf of t he a ir cra ft
based a t  t he a irpor t  a re gliders and
u lt r a ligh t s.  F light  inst ruct ion , fuel,
banner  towing, and t iedown services  a re
ava ilable a t  the a irpor t . The a irpor t  had
approximately 52,000 opera t ions in
2000 a nd 45 ba sed a ircra ft .

Bucke ye  Mu n ic ip al Airpo rt is
loca ted approxima tely 33 naut ica l miles
sou th of Wickenbur g Mun icipal Air por t .
A single asph a lt r unway, 4,300 feet
long, is a va ilable for  use. The runway is
equ ipped wit h  m ed iu m  in t en sit y
runway ligh ts (MIRLs) and precision
approach      pat h    indicat ors    (PAPIs).
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Buckeye Municipa l Air por t  accommo-
da ted approximately 90,000 opera t ions
in  2000 and h a d 55 based a ircra ft .
Services ava ilable a t  the a irpor t  include
fuel, fligh t  inst ruct ion , a ir cra ft  r en ta l,
and a ircra ft  ma int enance.

Glendale  Mu n ic ip al Airpo rt  is
loca ted approximately 34.2 naut ica l
m iles  sou t h ea s t  of Wicken bu r g
Mun icipal Airport .  Glenda le Mun icipal
Air por t  provides a s ingle ru nway 5,350
feet  long.  The runway is equ ipped with
MIRL and PAPIs.  The a irport  is served
by an  a irpor t  t r a ffic con t rol tower
(ATCT), has 269 based  a ircraft , and
accommoda tes appr oxima tely 130,000
opera t ions annua lly.

Luke  Air Force  Base  is loca ted
appr oxima tely 31.2 na ut ica l miles
s ou t h -s ou t h e a s t  of W ick e n b u r g
Mun icipal Air por t .  Luke Air Force Base
is rest r icted to milit a ry use exclusively.
The Luke Air F orce Ba se m ission  is
pr imar ily advanced pilot  t ra ining.  The
Base provides para llel runways, t he
longest a t  10,012 feet .  Luke Air  Force
Base is the pr ima ry user  of the MOA
and rest ricted a reas  near  Wickenburg
Municipa l Air por t .

LANDS IDE FACILITIES

Lan dside facilit ies are the ground-based
facilit ies tha t  suppor t  a ircraft  and
pilot /passenger  ha ndling fun ctions.
Lan dside facilit ies typica lly include:
t ermina l buildings, a ir cra ft  storage
facilities, a ircraft  parking aprons , and
suppor t  facilities such a s fuel stora ge
and a ircraft  rescue and  firefigh t ing
equipment  st orage.  Landside facilit ies
are ident ified  on  Ex h ib it  1C.

Term ina l Buildin g

The pu blic-use termina l bu ilding for
Wicken burg Municipa l Air por t  is
loca ted sou th of Runway 5-23, nea r  the
Runway 5 end.  This building was
const ructed in 1970 a nd encompa sses
a pproxima tely 1,200 squa re feet .
F lying M Air , LLC opera tes  out  of the
t ermin a l building.  The airport
u n iver s a l  r a d io com m u n ica t ion s
equ ipmen t  (UNICOM), the p ilot -
cont rolled ligh t ing r eceiver , a nd P API-
4L cont rols  a re loca ted  with in  the
t ermina l.

Veh icle parking for  the termina l
build ing is locat ed directly east  of t he
t er m in a l bu ildin g a nd  pr ovides
approximately 15 spaces.  Th is parking
lot  const itu tes the only design a t ed
parking a reas a t  the a irpor t  and serves
the gener a l public, termina l ar ea
employees, and genera l avia t ion  pilots.

Aircraft  Parking Apron

Th e a p r on  a r ea  a t  Wick en bu r g
Municipa l Air por t  inclu des space for
a ir cra ft  t iedown, a ircra ft  movement ,
and ta xilane access to ha ngar  facilities.
The ap ron  a rea  a t  t he  a irpor t
encompa sses a pproxima tely 40,900
square yar ds a nd is sepa ra ted int o two
dist inct  a reas . The main  apron  occupies
approximately 30,200 square yar ds
adjacent  to Taxiway A. The main  apron
is equ ipped wit h  secur ity ligh t ing and
approximately 35 a ircra ft  t iedown
posit ions. The second a ircraft  parking
apron  is  loca ted  eas t  of the main  apron
a rea . Th is apron  a rea  encompa sses
approximately 10,700 squa re yar ds and
has   28   a ir cra ft  t iedown  posit ions.   A
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compa ss rose, wh ich provides a loca t ion
for  a ircra ft  owners t o ca libra te t heir
a ir cra ft  compass , is  marked  on  th is
apron  a rea . As m en t ioned previously,
the compass rose a lso serves a s a
helicopter  lan ding ar ea .

Aircraft  Han gar Fac il it ies

There a re n ine sepa ra t e hanga r
facilit ies loca ted a t  the a irpor t  tota ling
approximately 51,200 squa re feet .
H a n ga r  spa ce  is  com pr ised  of
conven t iona l, clear  span  hangars ,
nest ed T-hangars, a nd shade hangars.
Convent iona l hangars provide a  la rge
enclosed space, t yp ica lly a ccommo-
da t ing more t ha n one a ircra ft . Shade
hangars do not provide a  complete
st ructu ra l enclosure, on ly a  roof
st r u ct u r e. T-h a n ga rs pr ovide for
separ a te, single-a ircra ft  st orage ar eas
wit h in  a  la rger  cont iguous facility.

Convent iona l hangar  space a t  the
a irpor t  tota ls approximately 12,400
square feet .  This includes t wo enclosed
hangar  facilit ies and one shade hangar
occupied by Av-Ar t , loca ted  nor th  of
Runway 5-23, and a  sin gle ha ngar  is
loca ted south  of Runway 5-23. The
hanga r  is loca ted 50 feet  from the
Taxiway A center line.

The r ema in ing five hanga rs a t  the
a irpor t  a re T-hangars  encompass ing
approximately 38,800 squ are feet . A
tota l of 30 sepa r a te a ir cra ft  storage
a reas a re provided in th ese buildings.
The southernmost  hangar  provides  four
a ir cra ft  st orage ar eas, while the four
remain ing hangars provide six s tora ge
a reas ea ch . These h angars, a long with
the convent iona l hangar , a re owned by

Bonanza  Leasing. The ha ngar s occupied
by Av-Art  a re owned by Moreton ,
Incorpora ted.

F u e l F a ci li ti es

Fuel stora ge an d dispensing facilities at
the a irport  a re owned by the Town of
Wicken bu rg.  Fuel stora ge is pr ovided
in  a  sin gle 22,000-gallon  stora ge tank,
of which 10,000 ga llons is for  100LL
storage and 12,000 ga llons is for  J et -A
fuel st orage.  Fuel is dispensed through
a  fuel isla nd loca ted on  the a ir cra ft
apron , jus t  nor th  of t he t ermina l
bu ildin g.  The Town of Wickenburg has
con t ract ed with  F lying M Air, LLC t o
provide fuel services a t  the a irpor t .

Genera l Av iat ion  Services
an d Airport  Ten an ts

A var iety of ser vices a re a va ilable t o
gener a l avia t ion  a ircra ft  owners and
opera tors a t  Wickenburg Municipa l
Air por t . Th is  i n cl u d e s  a ir cr a ft
maint enance, aircraft m odificat ions,
a ir cra ft  pa in t ing, and flight  ins t ruct ion .

Av-Ar t  of Arizon a  provides a ir cra ft
pa in t ing services.  F lying M Air , LLC
provides fuel services for  the Town of
Wickenburg. Wickenburg Aero Service
provides aircraft m ain ten an ce services.
Lifenet  provides a ir  ambulance services
from the a irpor t .

U ti li ti es

Curren t ly, electr icity, wa ter , a nd
sanita ry sewer  services a re available at
Wicken burg Municipal Air port .  Electr ic
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service is provided by Arizona  Public
Ser vice (APS).  Water  and san ita ry
sewer  services  a re pr ovided by the Town
of Wickenburg. A water stora ge tank,
loca ted on Vultu re Mine Road, supplies
water  to the a irpor t  th rough a  16-inch
pipeline ad jacent  to U.S . Highwa y 60.
An eight -inch pipe ser ves the t ermina l
area  facilit ies.  The a irport  was
connected to the Town of Wickenburg
sanita ry sewer  system in 2000-2001.
The airport is served by a n  eigh t -in ch
main  sewer line.  Separ a te four-in ch
lines ser ve the pu blic ter mina l bu ildin g
and Lifenet  facilit ies.  Communica t ion
services ar e provided by Qwest.

Airc ra ft  Re s cu e  a n d
Firef ight ing  (ARFF)

There is no design a ted a irpor t  rescue
and firefight ing (ARF F) facility a t
Wicken burg Mun icipa l Airport .  The
Town of Wickenbu rg opera tes a
volun teer  fire depa r tment  syst em .  The
Town’s fir e depar tment  facility is
loca ted about  four  miles east  of the
a irport  ent rance, on  U.S. Highway 60.

F e n cin g

The a irpor t  per imeter  is marked  with  a
barbed-wire fencing.  Four-s t rand
barbed-wire genera lly ext en ds a long t he
eas tern  boun dar y, while five-str and
barbed-wire exten ds a long th e western
bounda ry.  The vehicle access poin t  to
the apr on  a rea  is equipped with  a
manua l gat e.  The a irpor t  does  not  have
a  formal secur ity p lan .

COMMUN ITY P R OFILE

This section br ings togeth er individua l
studies and da ta  to provide an
understanding of th e cha ra cter istics of
the loca l a rea .  With in  th is section is a
h istor ica l summary of the loca l economy
and demogr aphics, a  descr ipt ion  of the
ground access systems near Wicken burg
M u n i ci p a l  Ai r por t ,  com pet i t ive
t ranspor ta t ion  modes , and local climate.

REGIONAL SETTING, ACCESS
AND  TRAN SP ORTATION

The Town of Wickenbu rg, Ar izona  is
loca t ed  a ppr oxim a t ely 60 m iles
north west of the Phoen ix met ropolita n
a rea , near  the nor thern  edge of
Mar icopa  County.  The Town lies in  the
footh ills of t he Bradshaw Moun ta ins,
a long the banks of t he Hassayampa
River . This river  flows 20 feet  below the
su r face for m ost of its 100-mile cour se
through the deser t . Wickenburg is
named after  Henry Wicken bu rg, a
German immigrant  who, in 1863, joined
a  tea m of pr ospectors sea rch ing for  gold
in  the h ills sur roun din g Wicken bu rg.
He discovered t he Vultu re Mine, wh ich
became the richest  gold-produ cing mine
in  Ar izona  h istory. Ranch ing and
tourism a re t he cur ren t  economic
mainst ays of t he a rea . The Town of
Wicken burg was  incorpora ted in 1909.

The Town of Wickenbur g is loca ted at
the juncture  of U.S. Highwa ys 93 and
60, a dja cen t  t o t h e Bu r lin gt on
Nort hern/San ta  Fe Ra ilr oad.  U .S.
Highway  89  is  six m iles nor th  of town.
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To the west, U.S. Highway 60 connect s
with  Inter sta t e Highwa y 10, pr oviding
access to the Los  Angeles a rea . To the
nor th , U.S. H ighwa y 89 connect s
Wicken burg to Prescot t  an d William s,
and In tersta te High way 40, a  ma jor
eas t -west  in t er s t a t e  r ou t e . U .S.
Highwa y 93 a lso connects  wit h
Inter sta te Highway 40 to the nor thwest ,
join ing Wicken burg wit h  Kin gman and
Las Vegas, Nevada . Ex h ib it  1D depict s
the a irpor t  in  it s loca l and regiona l
set t ing.

The Wickenburg Municipa l Air por t  is
loca ted a t  the wes tern  edge of the
corpora te Town limit s, n or th  of and
adjacent  t o U.S. Highway 60.  The
a irpor t  sits at  an  eleva t ion  of 2,386 feet
MSL.  The a irpor t  is  loca ted  next  to the
15-acre Wickenbu rg In du st r ia l Air
Pa rk, which  was est ablished in 1989. A
number  of ligh t  indust r ial u sers  occupy
th e industrial  par k.

Bur lingt on  Nort hern/Santa Fe Ra ilroad
main ta ins an  act ive freight  line through
Wicken burg. While there a re no pu blic
t ranspor ta t ion  services in  Wicken bu rg,
pr ivat e taxi services a re available.

AREA LAND USE
AND  CONTROL

Exis t ing  Land Use

The major ity of land  adjacent  to a irpor t
proper ty to the west  is cur ren t ly
un developed. The a irport  is bordered on
the south  by U.S. Highwa y 60.  The 15-
acre Wickenbu rg In du st r ia l Air  Park is
loca ted nor th  of and  adjacent  to a irpor t
proper ty and is occupied by a n umber  of
ligh t  indu st r ia l user s.  Su nset  Pa rk is

loca ted on  the southeas t  side of the
a irpor t , nor th  of U.S . 60, and consists of
four  baseball/softba ll fields, ba sketba ll/
t ennis cour t s, and open picn ic ar eas.
The Town’s closed  landfill is loca ted on
the nor th  s ide of the a irpor t , east  of the
Wicken burg Indus t r ia l Air  Park . The
landfill wa s closed  and capped in  1993
and is current ly undeveloped. The Town
of Wickenbu rg also owns a solid wast e
t ransfer  st a t ion  loca ted ad jacent  to the
landfill. All solid wast e is tr ansferred to
the Nor thwest  Regiona l La ndfill by
Ma ricopa County twice weekly.

Resident ia l developm en t  is pr imar ily
loca ted east  of the a irpor t , bu t  not
ad jacent  to a irport  pr oper ty. The Sa ddle
Ridge West  subdivision is locat ed east
of Sunset  Pa rk a nd is pla t ted for  66
sin gle-family un its. A mobile home park
is loca ted on  the sout h side of U.S.
Highway 60 approximately one and one-
ha lf miles east  of the a irpor t . There a re
three other  single-family resident ia l
developments loca ted a pproximately
one mile nor theast  of the Runway 23
end, a long Vultu re Mine Road. These
subdivisions a re Rolling Hills , Deser t
Hills, and Sonoran . The Town of
Wicken burg has been gra nted aviga t ion
easements for t he Sa ddle Ridge West,
Rolling Hills , Deser t  Hills , and  Sonoran
subdivisions.

Exis t ing schools in t he a rea  include the
Vulture Pea k Middle School and
Wicken burg High  School, both  loca ted
approximately three miles sout hea st  of
the airport.  There is a lso one church
loca ted approximately two an d one-ha lf
miles ea st  of the a irpor t . Ex h ib it  1E
illust ra tes exist ing land  uses  in  the
vicin ity of Wickenbur g Mun icipal
Air por t .
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La n d U se  P la n s

Plan ned lan d uses in  the vicinity of the
a irpor t  a re illus t ra ted  on  Exh ibit  1F .
Accordin g to the Wickenbu rg General
Plan , t he major ity of the a rea  a round
Wicken burg Municipa l Airpor t  is
p lanned for  ligh t  indust r ial u ses.  The
area  immedia tely ad jacent  to the
a irpor t  is plan ned for  gener a l indu st r ia l
uses.  A por t ion  of the Har tman Wash,
nor th  of the a irpor t , and  an  a rea
sout hea st  of the a irpor t  a re planned for
pa rks a nd open  spa ce.

Mar icopa  Coun ty ha s designa ted th e
a rea  wes t  of the a irpor t  as  a  Genera l
P la n  D e v e lop m e n t  Ar e a .  T h i s
unincorpora ted a rea  is considered to be
annexed by a  city or  town in  the fu ture.
Th is a rea  has been  designa ted for  ru ra l
residen t ia l (RR) uses.  An y subdivision
or  com m e r ci a l  a n d  i n d u s t r i a l
developments t ha t  occur  in t he a rea
designa ted as RR must  be reviewed by
both  the Town of Wicken bu rg and
M a r i cop a  C ou n t y  t o  e n s u r e
compa tibility in th ese ar eas.

He ig h t a n d Ha za rd  Zo n in g

Ar t icle 14-20, Sect ion  14-20-11 of the
Town of Wicken burg Land U se Code
specifies bu ildin g heigh t  limita t ions in
the vicin ity of the a irport .  Specifica lly,
bu ildin g heights a re limited to 20 feet
with in  500 feet  of t he runway
center line, including th e a rea  a long the
exten ded runwa y cen ter lin e 1,000 feet
from each  runwa y end.  Beyond a
d is tance of 1,000 feet , bu ildin g heigh ts
mu st  remain  below an  upwa rd slopin g
40:1 approach  su r face.  Th is approach
sur fa ce r ises one foot  for  each  40 feet

the appr oach sur face exten ds from the
begin n ing of the su r fa ce, wh ich
or igina tes 200 feet  from the runway
end.

Pu blic  Airport Disc losure  Map

In  accorda nce wit h  Ar izona  Revised
S t a t u t e 28 -848 6, t h e  Town  of
Wickenburg has es tablish ed a  pu blic
a irpor t  disclosu re map.  Th is m ap is
int ended t o assist  proper ty owners and
prospect ive proper ty owners wit h
det ermining if their  pr oper ty is wit h in
a  noise impact  a rea  or  with in  an
a ir cra ft  opera t iona l a rea  (defined  by the
t r a ffic pa t tern  a irspace).  The pu blic
a irpor t  disclosu re map for  Wicken burg
Mun icipal Air por t  is shown on  Exh ibit
1G.

THE  AIRP ORT’S SYSTEM ROLE

Air por t  p lanning exists on  ma ny levels:
loca l, regiona l, st a te, and n a t iona l.
Each  level has a different  emphasis an d
purpose.  Th is m ast er  pla n  is t he
p r im a r y loca l  a i rpor t  pla n n in g
document .

Regiona lly, Wickenburg Municipa l
Air por t  is in cluded  in  the Maricopa
Association of Governm ents (MAG)
R egional Aviation  S ystem  Plan  (R AS P).
The MAG RASP  eva lua tes t he r egion ’s
capacity and ability t o meet  avia t ion
dema nd, expanding t he focus beyon d
the individua l a irpor t s, a s provided for
in  their  r espective ma ster  plans.
Wicken burg Municipa l Air por t  is one of
16 public-use a irpor t s included in  the
MAG RASP which  MAG cons iders
impor tan t     to    meet ing    the   region’s
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demand for  avia t ion  services. The MAG
RASP wa s being upda ted in  2001-2002.

At  the st a te level, the airport  is
included in  the Arizona S tate Aviation
S ystem  Plan (S AS P). The pu rpose of the
SASP is t o ensu re tha t the st a t e has an
adequa te and efficien t  system of
a irpor t s to serve it s avia t ion n eeds well
in to the 21st cen tury.  The SASP  defines
the specific role of ea ch  a irport  in  t he
st a te’s a viat ion  system and est ablishes
funding needs.  Thr ough t he st a te’s
Cont inuous Aviation S ystem  Plan ning
Process (CAS PP), the SASP  is upda ted
every five year s. The m ost  recent
upda te to the SASP is t he dra ft  2000
Arizona S tate Aviation N eeds S tud y
(S AN S ). The purpose of the SANS is to
provide policy guidelines tha t  promote
and mainta in  a  sa fe a via t ion  system in
the sta te, a ssess th e sta te’s a irpor t s’
capita l improvemen t  needs, a nd ident ify
resources and st ra tegies to implement
the plan .  Wickenbur g Mun icipal
Air por t  is one of 112 a irpor t s with in  the
st a te’s avia t ion  system pla n .  The 2000
SANS included a ll public and pr iva te
a irpor t s and helipor t s in  Arizon a  which
are open  to the public, includin g
American  Indian  and r ecrea t iona l
airports.

At  the na t iona l level, the a irpor t  is
included in  the N ational Plan of
In tegrated  Airport S ystem s (N PIAS ).
The NP IAS includes a  tota l of 3,660
a irpor t s (both existing an d proposed)
wh ich  a re impor tan t  t o na t iona l a ir
t ranspor ta t ion .  Wicken burg Mun icipal
Air por t  is one of 43 gen era l avia t ion
a irpor t s in  Ar izona  included in  t he
NP IAS.  An a irpor t  mus t be in cluded in
the NP IAS t o be eligible for  federa l
funding.

PREVIOUS MASTER PLANS

Air por t  mast er  pla ns were pr eviously
completed  for  Wickenbu rg Municipa l
Airpor t  in 1985 a nd 1992.  The 1985
mast er  pla n’s principal recommend-
a t ions included lengthen ing the pa r t ia l
pa ra llel t axiway to a  fu ll length  pa ra llel
taxiway (completed  in  1989), inst a lling
runway edge light s an d visua l approach
ligh t in g, con st r u ct in g a  h elipa d,
increa sin g runway width , cons t ruct ing
addit iona l apr on a rea s an d ha ngar s,
la n d  a cqu isi t ion ,  a n d t er m in a l
renovat ions. The 1992 Wicken burg
Air por t  Mas ter  P lan  recommended the
ext ension  of the runway to 6,100 feet ,
widening the runway to 75 feet , the
addit ion  of new hangars  eas t  of the
exist ing T-hangar s, an d a pron  a rea
expa nsion.

CLIMATE

Weather  condit ions a re impor tan t  to the
planning and  development  of an a irpor t .
Tempera ture is a n  importan t  factor  in
determining runway length  require-
men ts, while wind direct ion  and speed
are used to determine optimum runway
or ien ta t ion . The need for  navigat iona l
a ids and ligh t ing is det ermined by t he
percen tage of t ime tha t  visibilit y is
impa ired due to clou d coverage or  other
condit ions.

The regiona l clima te is cha racter ist ic of
the h igh deser t  region  of cen t r a l
Arizon a . Wickenbu rg wint ers a re warm
and p leasant , and  the summers a re hot
and dry.  J uly is th e hot test  month with
a n  a v e r a g e  d a i l y  m a x i m u m
tempera ture of 104.9° Fahrenheit  (F),
and  J an ua ry  is  th e coldest  month  with



5

23

✸

H
A R T M A N

S O L S

W A

S
H

F
L Y I N G

E W A

S
H

W
A S H

Exhibit 1F
GENERALIZED FUTURE LAND USE

01
M

P
06

-1
F

-1
1/

19
/0

1

NORTH

M U N I C I P A L  A I R P O R T
❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖

0 2000 4000

SCALE IN FEET

U.S. Highway 60
Wickenburg     Way

Vulture Peak
Middle School

ProposedProposed
ElementaryElementary

SchoolSchool

Proposed
Elementary

School

Wickenburg
High School

Highridge   Rd.

Palo Verde Dr.

COURSE
GOLF

Vu
ltu

re Co
un

try
Sa

gu
ar

o
Dr

.
Cl

ub
Dr

.

M
ar

ip
os

a
Dr

.

M
in

e

Yucca   D
r.

La
zy

Fo
x

Dr
.

Ro
ad

ATCHISON

TOPEKA

&

SANTA   FE

RAILROAD

To I-10

5 4
8 9

MARICOPA   COUNTYMARICOPA   COUNTY

WICKENBURG   TOWN   L IMITSWICKENBURG   TOWN   L IMITS

MARICOPA   COUNTYMARICOPA   COUNTY

MARICOPA   CO.

MARICOPA   CO.

60

93

LEGEND

Jurisdiction Boundary

Airport Boundary

Rural Residential

Low Density Residential

Medium Density Residential

High Density Residential

Highway Oriented/Mixed Use

Major Street Commercial

Neighborhood Commercial

Light Industrial

General Industrial 

Public / Semi-Public

Park/Open Space

School

Church

Fire Station

Principal Arterial

Major Arterial

Major Collector

Equestrian / Pedestrian
Trail System

MUNICIPAL     
AIRPORT

WICKENBURG

Source:  'Wickenburg General Plan' - 1987
by BRW, Inc. and Sunregion Associates of Phoenix

Maricopa County has designated
this area a General Plan
Development Area.   This area is
an unincorporated area that is
likely to be annexed by a city or
town in the future.  
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EXISTING PUBLIC AIRPORT DISCLOSURE MAP
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an average da ily minimum tempera ture
of 33.0° F .  The a verage pr ecipita t ion  in
Wicken burg is a pproximately 10.77
inches per  year . Avera ge tem pera ture
and precipita t ion  tota ls  by month  a re
summar ized  in  Table  1D .

SO CIOECON OMIC 

CHARACTER IST ICS

A var iety of h istor ica l an d foreca st
socioeconomic da ta , r ela ted to t he
regiona l a r ea , was collected for  use in
va r ious  elemen ts  of  th is   master   plan .

Th is in forma t ion  a ssist s in  t he
determina t ion  of aviat ion  service level
requ irements a t  the a irpor t .  Avia t ion
act ivity is influenced by the popu la t ion
base, economic st rengt h  of the region ,
and the a bility of the r egion  to su st a in
a  st rong economic ba se over a n
exten ded period of t ime. H istor ica l
popula t ion , employment , and economic
da ta  was obt a ined for  use in  th is s tudy.
Th is in forma t ion  was collected from the
Mar icopa  Associa t ion  of Governments
(MAG) and the Ar izona  Depar tment  of
Economic Secur ity (ADES).

 T A B L E  1 D

 We a t h e r  S u m m a r y

 Wi c k e n b u r g , Ar i z o n a

M o n t h

D a ily  Mi n i m u m  

(°F )

D a ily  Ma x im u m

(°F )

Av e r a g e  To t a l

P r e c i p i t a t io n  (In c h e s )

 J a n u a r y 33 .0 63 .3 1 .00

 F eb ru a r y 33 .0 67 .2 0 .88

 M a r ch 37 .1 71 .5 1 .09

 Ap r il 43 .3 80 .8 0 .50

 M a y 49 .9 90 .1 0 .15

 J u n e 57 .9 99 .0 0 .17

 J u ly 69 .7 10 4.9 1 .21

 Augus t 68 .3 10 0.6 2 .24

 Sep tem ber 59 .3 96 .4 1 .04

 October 47 .5 86 .0 0 .58

 N ovem ber 36 .5 73 .0 0 .75

 Decem ber 30 .8 65 .3 1 .16

 Ye a r ly  Av e r a g e 4 6 .9 8 3 .1 1 0 .7 7

 Sour ce: Ar izon a  Dep a r t m en t  of Com m erce .

Pop ulat ion

His tor ica l popula t ion  es t imates  for  the
Town of Wicken bu rg, Mar icopa County,
a n d t h e St a t e of Ar izon a  a r e
summarized in  Table  1E . H ist or ica l

popula t ion  for  Wicken burg includes
only the incorpora ted a rea .  Since 1980,
the Town of Wickenbur g ha s added
approximately 1,500 new res idents  and
has grown a t  an  average annua l r a te of
1.7  percen t .   In  2000, t he popula t ion  of
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the Town of Wicken burg was  5,082.
More than  ha lf of the st a te’s popu la t ion
resides in  Mar icopa  County, which
includes the cities of Phoenix, Mesa ,
Glenda le, Scot t sda le, Tempe, Cha ndler,
Peor ia , and  Gilber t .  S ince 1980,
Mar icopa  County has  more than
doubled it s popula t ion , adding over  1.5
million  new resident s, br inging the tot a l
popula t ion     in    Mar icopa     County   to

3,072,149 in  2000. Ma r icopa County’s
popula t ion  accounts for  near ly 60
percent  of the Sta t e of Ar izona ’s t ot a l
popula t ion .  Since 1980, the St a te of
Arizon a  has a dded over  2.4 million  new
resident s, for  a  tota l popula t ion  of
5,130,632 in 2000. Mar icopa  County
and the St a te of Ar izona  had simila r
growth  ra tes, a t  3.4 per cent  and 3.1
percen t , respect ively.

TABLE 1E
Histor ica l Popu lat ion

1980 1990 2000
Average  Annu al

Grow th Rate

Town of Wicken burg 3,535 4,515 5,082 1.7%

Mar icopa Coun ty 1,509,175 2,122,101 3,072,149 3.4%

Sta te of Ar izona 2,716,546 3,665,339 5,130,632 3.1%

EMPLOYMENT

Analysis of a  community’s employmen t
base can  be va luable in  determining the
overa ll well-being of th at  comm un ity. In
most  cases , the community’s  make-up
and hea lth  is significant ly determined
by the a va ila bilit y of jobs, va r iety of
employmen t  oppor tunit ies, a nd types of
wages provided by loca l employers. The
top 10 employers in  the Town of
Wicken bu rg, including th e number  of
employees at  each r espective business,
a re shown in  Table  1F .

With  405 employees, Rem uda  Ranch is
t h e  n u m b e r  on e  em p loyer  in
Wicken bu rg. Remuda  Ranch, a  medica l
t rea tment  center , has increased it s t ot a l
employmen t  by 62 percent  over t he pa st
three years. Another  t r ea tment  facility,
The Meadows, employs 195 people and
is the t h ird la rgest  employer in  the
Town.  The Wicken burg Un ified School
Dist r ict  and the Rancho de los
Caba lleros, a guest  ranch , have 200 an d
155 em ployees, respect ively.
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TABLE 1F
Major Em plo ye rs in  2001
Tow n  of Wick e n bu rg

Co m pa n y N am e Descr iption E m plo ye e s

Remuda  Ranch Trea tmen t  Facilit y 405

Wickenburg Unified School Dis t r ict Educa t ion 200

The Mea dows Trea tmen t  Facilit y 195

Rancho de los  Ca ba lleros Gues t  Ranch 155

Wickenburg Regiona l Medica l Medica l 150

Safeway Grocery Store 103

Rancho Grande/Homest ead Motel/Res tauran t 93

Benn er-Na wman Manufactu r ing 74

Town of Wicken burg Govern ment 67

Basha s' Grocery Store 60

Source: Town of Wickenbu rg.

Table  1G summar izes labor  force da ta
for  the Town of Wickenburg. As sh own
in  the table, t he civilian  labor  force
grew by 683 between  1990 a nd 1999.
Unemploymen t  is low, a ver agin g 3.6
percent  in 1999.

T A B L E  1 G

L a b o r  F o r c e  D a t a

T o w n  o f  W i c k e n b u r g

1 9 9 0 1 9 9 8 1 9 9 9

C iv ili a n  La bor

  F or ce 1 ,976 2 ,544 2 ,659

U n em ployed 104 82 95

U n em p loym e n t

R a t e 5 .3% 3.2% 3.6%

Table  1H  su mmarizes loca l economic
growth  indica tors compiled by the
Arizon a  Depar tment  of Commerce for
the Town of Wicken burg. As sh own in
the t a ble, n ew cons t ruct ion  ha s
remained st rong as  new bu ildin g
permit s have rem ained a bove 50
annua lly s ince 1990.  Taxable sales an d
net  a ssessed valu a t ion  have grown. The
growth  in  t axable sa les is  cha racter ist ic
of both  growth  in  va lue and volume.
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TABLE 1H
Grow th  Ind ica tors
Tow n  of Wick e n bu rg

Grow th
Ind ica tors 1990 1998 1999

New Bu ildin g Per mits 56 52 54

Taxable Sa les $64,755,820 $93,967,900 $100,713,000

Net  Assessed Valu a t ion $18,654,547 $26,089,596 $27,132,286

S U MMAR Y

The inform at ion discussed  in  th is
inventory chapter  provides a  founda t ion
upon which  the remain ing elements of
the  p lanning  process  will be const ru ct-

ed.  Th is in format ion  will provide
guida n ce, a long wit h  a d dit ion a l
an alysis and da ta  collect ion , for  the
development  of forecast s of avia t ion
dema nd a nd facility requirem ent s.
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DO CU MENT  S OU R CES

Informat ion  for  the inventory chapt er
was der ived from a  var iety of sources.
The following list ing r eflects a  pa r t ia l
compila t ion  of t hese sources .  The
list ing does not  include the da ta
provided by Wickenbur g Mun icipal
Air por t  or  drawings  which  were
referenced for  in format ion.  An on-sit e
inventory and in terviews with  st a ff and
tenan t s con t r ibu ted to the development
of the in ven tory effor t . 

Airport /  Facility Directory, S outh west
U . S . ,  U . S .  D e p a r t m e n t  o f
Tr a n s por t a t ion , F eder a l Avia t ion
Adminis t ra t ion , Na t iona l Aeronau t ica l
Cha r t ing Office, Septem ber  6, 2001
Edit ion. 

Maricopa Association  of Governm ents
R egional Aviation S ystem  Plan (MAG
R AS P), Sept ember 2001 Upda te.

N ational Plan  of In tegrated  Airport
S ystem  (N PIAS ), U.S. Depa r tment  of
Tr a n s por t a t ion , F ede r a l Avia t ion
Administ ra t ion , 1998-2002.

Phoenix S ectional Aeronau tical Chart,
U.S. Depar tment  of Transpor ta t ion ,
F eder a l Avia t ion  Ad m in ist r a t ion ,
Na t iona l Aeronaut ica l Char t ing Office,
65 t h  Edit ion , May 17, 2001.

A number  of In ternet  sit es were also
used to collect  in format ion  for  the
inventory chapter . These include the
followin g:

Ar izon a  Depar tment  of Economic
Secur ity:

ht tp://www.de.sta te.az.us/

FAA 5010 Data , Area  Airpor t s
h t tp://www.a irnav.com

Ma ricopa Associa t ion of Governmen ts
h t tp://www.mag.mar icopa.gov/

Wickenburg Chamber  of Commerce
h t tp://www.wickenburgch amber

.com /



M U N I C I P A L  A I R P O R T
vvvvvvvvvvvvvvvvvvvvvvvvv v

Chapter Two
AVIATION DEMAND FORECASTS



Facility planning must begin with a
definition of the demand that may
reasonably be expected to occur at the
facility over a specific period of time. For
Wickenburg Municipal Airport, this
involves forecasts of aviation activity
through the year 2025. In this master
plan, forecasts of based aircraft, based
aircraft fleet mix, and annual aircraft
operations will serve as the basis for
facility planning.

It is virtually impossible to predict with
any certainty year-to-year fluctuations of
activity when looking 20 years into the
future. Because aviation activity can be
affected by many influences at the local,
regional, and national levels, it is
important to remember that forecasts are
to serve only as guidelines and planning
must remain flexible enough to respond
to unforseen facility needs.

The following forecast analysis examines
recent developments, historical
information, and current aviation trends
to provide an updated set of aviation
demand projections for Wickenburg
Municipal Airport. The intent is to 

permit the Town of Wickenburg to make
planning adjustments necessary to
ensure that the facility meets projected
demands in an efficient and cost-
effective manner.

The forecasts for Wickenburg Municipal
Airport were prepared subsequent to the
events of September 11, 2001, when four
commercial airliners were hijacked.
Immediately following the events of
September 11th, the national airspace
system was closed and all commercial
and general aviation flights were
grounded. Following the resumption of
flights, commercial airline traffic was
down, which led to schedule reductions

Aviation Demand Forecasts
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and layoffs  by many of the a ir lines .  The
federa l govern ment  provided billions of
dollars in  financia l ass is tance to the
commercia l a ir lines, a long with  loan
guaran tees. No similar  a ssist ance was
provided for  t he genera l avia t ion
indu st ry.

While the commercia l a ir line indust ry
experien ced sh a r p decr ea ses  in
pa ssen ger t ra ffic, cha r ter  opera tors and
fract iona l ownersh ip  companies  were
exper iencing a  sign ificant  increa se.
Media  repor ts indica ted tha t  some
char ter  compa nies experienced a  50
percent  increa se in  bu sin ess, and
fract iona l ownersh ip  companies gain ed
new ownersh ip in  fract iona l a ircra ft .

There is n o compa ra t ive per iod in
recent  history to dra w conclusions or
t rends t o gau ge th e fu ll effect s of these
event s.  In  1991, the commercia l
a irlines exper ienced a  decline in
passengers and  profit s  due to the
Per sian  Gu lf War  and simultaneous
economic recession .  However, gener a l
avia t ion  was a lrea dy in a n  exten ded
per iod of decline due to pr odu ct  liability
concerns and wa s n ot  specifica lly
a ffected by t he war  or  economic
recession .  The indu st ry did not  begin  to
recover un til 1994 with  th e passa ge of
the Genera l Avia t ion Revita liza t ion  Act .
Commercia l a irline t ra ffic experienced
a  decline only in  1991, growing each
subsequent  year  th rough 2000.

The total impacts t he event s of
Sept ember  11, 2001 will have on
commercia l and  genera l avia t ion  can
on ly be d et er m in ed over  t im e.
Commercia l a irline recovery will be a
factor  of a ir t raveler  confidence in  new
secur ity mea su res and t he r ecovery of

the U.S. economy, which  wa s s lowing in
2001. Gen era l avia t ion  recovery will be
dependent  upon economic recovery, fuel
pr ices, and  the type and  exten t  of any
new regu la tory cont rols over  fligh t
tr ain ing and opera tions.

The long term avia t ion  t rends used in
t h ese for eca s t s for  Wick en bu r g
Municipa l Airport  a re expected to
rema in  releva nt  and a pplicable t o
in termedia te a nd long ter m growth .
While there may be a  sh ort -lived decline
in  commercia l a ir line a ct ivity, a  decline
over m any year s is not  expected.

The dem and-based manner  in  wh ich
th is master plan  is being prepa red is
in tended to accommoda te va r ia t ions in
demand a t  t he a irport . Dema nd-based
planning rela tes capit a l improvemen ts
to demand factors, such  as ba sed
a ircra ft , inst ea d of point s in  t ime. Th is
a llows the a irpor t  t o address capit a l
improvemen t  needs according to actua l
demand occurr ing a t  the a irpor t .
Therefore, sh ould based a ircra ft  growth
slow or  decline, it  may n ot  be necessary
to implemen t  some im pr ovemen t
projects. However, should t he a irport
exper ience accelera t ed growth , t he plan
will have accounted for  tha t  growth  and
will be flexible enough  to respond
accordingly.

GENERAL AVIATION
TRENDS

Each yea r  t he Federa l Avia t ion
Admin ist ra t ion  (FAA) pu blish es it s
na t ion a l avia t ion  forecas t . In cluded in
th is pu blicat ion  a re forecas t s for  a ir
car r iers,  r egiona l  a ir   ca r r ier s,  genera l
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avia t ion , and  milita ry act ivity.  The
forecast s a re prepa red to meet  budget
and planning n eeds of the cons t ituent
un it s of the F AA and t o provide
in format ion  tha t  can  be used by sta te
and loca l au thor it ies, t he avia t ion
indu st ry, and t he gen era l pu blic. The
curren t  edition when th is chapter  was
wr it ten  was FAA Aviation Forecasts -
Fiscal Y ears 2001-2012.  These forecast s
use the economic per formance of t he
Un ited St a tes a s a n  indicator  of fu ture
avia t ion  indu st ry growth . Simila r
economic ana lyses  a re applied  to the
ou t look  for  a viat ion  growth  in
in terna t iona l markets . Long term FAA
forecast s th rough t he year  2025 a re
provided in  t he FAA Long Range
Aerospace Forecasts document .

By most  st a t ist ica l mea su res, genera l
avia t ion  recorded it s s ixth  consecut ive
year  of growth  in  2000. F ollowing m ore
than a  decade of decline, th e genera l
avia t ion  indu st ry was r evit a lized wit h
the passage of the Genera l Avia t ion
Revita liza t ion  Act  in 1994 (federa l
legisla t ion  which limit s the liability on
gener a l avia t ion  a ircraft  to 18 years
from the da te of manufacture).  The
posit ive effects  the Act  has  had on  the
genera l avia t ion  indust ry since it s
pa ssage a re r eflected in genera l
avia t ion  act ivity st a t ist ics.  Genera l
a via t ion  manufactu rer s’ sh ipments
were up for  a  seventh  consecut ive year
in  2000, growing from 928 in 1994 t o
2,816 in  2000. P iston-engine a ircra ft
pr odu ct ion  more than  t r ipled between
1994 a nd 2000, growing from 499 to
1,913.  The product ion  of tu rbine-
powered a ircra ft  was in  it s eigh th
consecu t ive yea r  of growth  in  2000, up
from 348 in 1992 t o 903 in 2000.

Based on  the resu lt s  of the 1999
General Avia tion  and  Air Taxi Activity
and Av ion ics S urvey, t he size of the
act ive a ircraft  fleet  and hours flown
increa sed in 1999 for  the fift h
consecu t ive yea r .  While act ivity a t  FAA
air  t ra ffic facilit ies declined 0.5 percent
in  2000, m ost  likely due to h igh er  fuel
prices, ins t rument  opera t ions  were up
for  t he four th consecu t ive year ,
sign ifying the cont inued  growth  in  the
use of sophist ica ted genera l avia t ion
a ct ivity for  business pu rposes.  The
number  of studen t  pilot s grew for  the
th ird consecut ive year .

Manufacturer  and indust ry programs
a n d init iat ives a lso con t inu e t o
revit a lize the gen era l avia t ion in du st ry.
Notable init iat ives include the “No
Plan e, No Ga in” campa ign  sponsored by
the Genera l Avia t ion  Manufacturers
Associa t ion  (GAMA) and the Na t iona l
Business Avia t ion  Associa t ion  (NBAA),
“Project  P ilot” sponsored  by the Air cra ft
Owners and P ilot s Associa t ion  (AOPA),
the “Lea rn  to Fly” campa ign sponsored
by th e Na tiona l Air Tra nspor ta t ion
Associa t ion  (NATA), a nd “Be a  P ilot”
sponsor ed by n u m er ou s a via t ion
compa nies and organizat ions. The “No
Plan e, No Gain” campa ign  is  a  program
promot ing th e cost-effectiveness of
us ing genera l avia t ion  a ircra ft  for
business and corpora te uses. “Project
P ilot ,” “Lea rn  to F ly,” and “Be a  P ilot”
are a ll p rograms promot ing the t ra in ing
of new pilots.

The genera l avia t ion indu str y is also
launching new programs to make
a ir cra ft  ownersh ip  eas ier  and  more
afforda ble.  The New Piper  Air cra ft
Company  has  cr ea t ed  P iper   F inancia l



2-4

Services (PFS) to offer  compet it ive
inter est  r a tes a nd/or  leas ing of P iper
a ircra ft .  The Exper imen ta l Aircra ft
Associa t ion  (EAA) offer s fina ncin g for
kit -bu ilt  a irplanes th rough  a  pr iva te
lending inst itu t ion .

A pa r t icu la r ly impor tan t  component  of
the genera l avia t ion  indu st ry is
business and corpora te use of gener a l
avia t ion  a ircra ft , par t icu lar ly tu rbine-
powered  a i rc ra ft .  Bus iness a n d
corpora te uses represen t  23 percen t  of
a ll genera l avia t ion  act ivity. For  1999,
th ose ca tegor ies grew 6.9 percent  over
1998. Growth in  these ca tegories  is
dr iven  by the cont inued  expansion  of
fr act iona l ownersh ip  programs and
corpora te flight  depar tm ent s. Fract ional
ownersh ip programs a llow businesses or
individu a ls to purchase a  fract iona l
inter est  in  an a ir cra ft , t hen  pay for  on ly
the t ime they use the a ir cra ft .  These
programs offer  grea ter  flexibility to
users who otherwise would not  genera te
sufficien t  act ivity to suppor t  a ir cra ft
ownersh ip .  In  2000, there wer e nea r ly
2,000 en t it ies involved in  fract iona l
ownersh ip of over 530 a ircra ft .  In 1993,
only two dozen a ircra ft  were in volved in
fr act iona l ownersh ip .  The NBAA
est ima tes the corpora te a ircra ft  fleet
has grown a t  5.4 percen t  annually and
the number  of fligh t  depar tments  has
grown a t  4.5 percent  a nnually s ince
1993.  Th is signifies t ha t  exist ing
corpora t e flight  depar tmen t s a r e
expa ndin g and n ew ones a re bein g
added.  The success of fr act iona l
ownersh ip progra ms is believed to have
dr iven  the expansion of corpora te flight
depar tments a s bu sin esses which  have
become relian t  on  the access and t ime
sa vings of corpora te flying find it  more
cost -effective to es tablish  a  fligh t

depar tment  ra ther  than  pu rchase a
lar ger sha re in  a  fr act iona l ownersh ip
program.

Exh ibit 2A depicts t he F AA forecast  for
act ive genera l avia t ion  a ir cra ft  in  the
Un ited St a tes th rough 2025. The FAA
forecast s genera l avia t ion  a ircra ft  to
increa se a t  an  avera ge an nua l ra te of
0.9 percen t  th rough  2025, with  turbine-
powered a ir cra ft  project ed to grow a t
3.0 percen t  annua lly to 2013 a nd 2.2
percent  annua lly from 2013 to 2025.
Genera l aviat ion h our s flown  are
forecast  to increase a t  1.2 percent
annua lly through 2025.

AIRP OR T S ER VICE AREA

The a irpor t  service a rea  is an  a rea
where there is a  poten t ia l market  for
a irpor t  services. Access t o gener a l
a via t ion  a irpor t s, com m er cia l a ir
service, an d tra nsporta tion networks
are impor tan t  determina tes in t he size
of the a irport  service a rea . The
pr oximity of other  a irpor t s  and the
facilit ies and ser vices th ey provide t o
gener a l a viat ion  a r e  im p or t a n t
considera t ions as well. It  should be
noted tha t  avia t ion  demand does  not
necessa r ily conform to politica l or
geograph ical boun dar ies.

Loca l a irport  ser vice a rea s a re gen era lly
closely defined a s t he resu lt of nearby
a irpor t s  providing s imila r  a ircra ft
t iedown, fuel, and  hangar  services.
However , th is  is  not  t he case for
Wick en b u r g  Mu n icip a l  Air p or t .
Wicken burg Municipa l Airport  en joys a
la rge service a rea  and is genera lly
unencumbered by compet ing airport s.
As  deta iled  in   Chapter   One, there a re
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Exhibit 2A
U.S. ACTIVE GENERAL AVIATION

AIRCRAFT FORECASTS
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Sources: FAA Aerospace Forecasts, FY 2001-2012
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only three public-use a irport s wit h in
approximately 30 nau t ica l miles (nm) of
Wicken burg Municipa l Air por t .  Of the
three a irport s (Forepa ugh  Airpor t ,
P leasant Va lley Airpor t , and Buckeye
Air por t ), on ly Buckeye Mu nicipal
Air por t  pr ovides a  pa ved runwa y.  At
4,300 feet , th e runway at  Buckeye
Municipa l Air por t  is less capable of
serving business jets t han  Wicken burg
Mun icipal Airport . Forepa ugh Airpor t
provides no services. Services at
P leasant Va lley Air por t  a re limited  and
focused on  soa r ing a ct ivit ies. Out side
these airports, th e closest public-use
a ir por t s a r e Glen da le Mu n icipa l
Air por t , Phoenix Goodyea r  Airpor t , and
Phoen ix Deer  Va lley Airpor t , loca ted
nea r ly 40 nau t ica l miles southwest  in
the Phoenix met ropolita n  a rea .

A review of based a ircra ft  records
indica tes tha t  a  ma jor ity of the based
a ir cra ft  a re owned by r esident s of
Wicken bu rg. One based a ircra ft  owner
was from Sa lome (52 miles west ) and
one was from Congress (16 miles nor th).

Consider ing th ese factors, a genera lized
ser vice a rea  for  Wicken burg Mun icipal
Airport  has been  deter mined. The
ser vice a rea  is known to exten d west t o
Sa lome and nor th  to Congress . The
exten t  of t he service a rea  to the
sou thwest  is limited by public-use
a irpor t s in  the Phoenix met ropolit an
a rea , bu t  for pr actical pur poses, it most
likely exten ds t o Wit tma n along U.S.
Highway 60.  In genera l t erms , the
ser vice a rea  for  Wickenburg Mun icipal
Air por t  exten ds to th ose communities
a long U.S. Highways 60, 93, 89, and 71.
Th is includes Wicken burg, Morr istown,
and Wit tman  to the sou theast , Agu illa ,
Wenden , Sa lome, and Vicksburg to th e

sou thwest , and Congress , Peeples
Valley, and  Kirk land  Junct ion  to the
nor th .

As in  any business, the more a t t r act ive
the facility in ser vices and capa bilit ies,
the more compet it ive it  will be in  the
m a r ke t  pla ce .  I f t h e a ir por t ’s
a t t ractiveness increases in  rela t ion  to
nearby a irpor t s, so will the size of the
ser vice a r ea .  F or  Wick en bu r g
Municipa l Airport , th is can  include the
availability an d cost of ha ngar  facilities.
Afforda ble hanga r  facilit ies could draw
a ircra ft  fr om  t h e wes t  P h oen ix
met ropolit an a rea , where the demand
for  hangar  facilit ies is grea ter  than  the
number  of hangar s a vailable.

P O P ULAT IO N  
P R O J ECT IO N S

P opu la t ion  growth  p r ov ide s  a n
indica t ion  of the poten t ia l for  sustaining
growth  in  avia t ion  act ivity over t he
planning period. Table  2A summarizes
h istor ica l and forecas t  popu la t ion
numbers for  the Wickenbu rg Municipa l
P la n n in g Ar ea  (MP A), Ma r icopa
County, and the Sta te of Arizon a .

Project ions for  loca l popu lat ion  growth
are only provided for  the Wickenburg
MPA.  The Wicken burg MPA includes
area s outside t he exist ing Town limits
wh ich  a re expected to become par t  of
the incorpora ted lim it s.  The Maricopa
Associa t ion  of Governments (MAG)
est ima t es t h e Wicken bu r g MPA
popu lat ion  a t  8,470 for  year  2000.  The
Town of Wickenbu rg’s popu la t ion  in
2000 was est ima ted a t  5,082, or  60
percent  of the tota l MPA popula t ion .
MAG   ha s   not    det ermined   h ist or ica l
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Wicken burg MPA popula t ions.  As
shown in  the table, popula t ion  for  the
MPA is projected to reach  12,238 by
2025, which  represents  an  annual
growth  ra te of 1.8 percent . The
popula t ion  for  Mar icopa  Coun ty is
expected  to  gr ow  2.3  per cen t  annua lly

and reach  4,948,423 by th e year  2025.
Th is is simila r  to the projected growth
ra te for  the ent ire Sta te of Arizon a ,
wh ich  is projected to grow 2.1 percent ,
resu lt ing in  a  tota l popula t ion  of
7,993,039 by th e year  2025.

T A B L E  2 A

F o r e c a s t  P o p u l a ti o n

Ye a r Wi c k e n b u r g  M P A M a r i c o p a  C o u n t y S ta te  o f Ar i z o n a

2000 8 ,470 3 ,072 ,149 5 ,130 ,632

2005 8 ,942 3 ,329 ,561 5 ,553 ,849

2010 9 ,491 3 ,709 ,566 6 ,145 ,108

2015 10 ,004 4 ,101 ,784 6 ,744 ,754

2025 12 ,238 4 ,948 ,423 7 ,993 ,039

Av e ra g e  An n u a l  

G r o w t h  R a t e  ( 2 0 0 0 -2 0 2 5 ) 1 .8% 2.3% 2.1%

Sour ces : Ar izon a  Dep a r t m en t  of E con om ic Secur i ty ,  Ma r icopa  Associa t ion  of Govern m en ts .

CO MPAR ATIVE
FORECASTS

Forecast s of fu tu re avia t ion  act ivity a t
Wicken burg Municipa l Airport  have
been  pr epared independent ly by t he
F AA, Ar i zon a  D e p a r t m e n t  of
Transpor ta t ion  - Aeronaut ics Division
(ADOT), and MAG.  The forecast s
prepa red by ADOT a re included in  the
dra ft  2000 Sta te Avia t ion N eeds Stu dy
(SANS).  The SANS projected only
a ir cr a ft  op er a t ion s ,  wh ich  a r e
summarized in  Table  2B . With  22,300
est ima ted opera t ions in  2000 a t
Wickenburg Municipa l Airport , it  is
eviden t  t ha t  t he SANS has underst a ted
opera t iona l levels for  the a irpor t .

The MAG forecast s were prepa red for
the ongoing upda t e to the R egional
Aviation S ystem  Plan  (MAG RAS P).
The MAG RASP  forecast s were included
in  the dr a ft  Avia t ion Dem and Forecasts,
Working Paper  No. 2, prepa red in
Sept ember  2001.  The MAG RASP
project ions for Wickenbu rg Municipa l
Air por t  a re included  in  Table  2C.
Forecast s for  the en t ire MAG region
(which inclu des a ll public-use a irpor t s
in  Ma r icopa  Cou n t y) a r e a lso
summarized. As shown  in  the t able,
growth  in ba sed a ircraft  for  Wickenburg
Mun icipal Airport  is expected to
outpace growth  in  the region .
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T A B L E  2 B

20 00  AD OT  S ta te  Av ia ti o n  N e e d s  S tu d y  (S AN S ) 

P r o j e c t e d  O p e r a t i o n s  f o r  W i c k e n b u r g  M u n i c i p a l  A i r p o r t

2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 0

An n u a l O per a t ion s 9 ,226 10 ,044 10 ,934 11 ,903

S ou r ce : 2 00 0  S AN S .

T A B L E  2 C

M a r i c o p a  A s s o c i a t i o n  o f  G o v e r n m e n t s  (M A G )

M AG  R AS P  F o r e c a s t s  fo r  Wi c ke n b u r g  M u n i c i p a l Ai rp o r t a n d  t h e  M AG  R e g io n

Av g . An n u a l

G r o w t h  R a t e

( 2 0 0 0 -2 0 2 5 )2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 0 2 0 2 5

W ic k e n b u r g  Mu n i c ip a l  Ai r p o r t

B a sed  Air cr a ft 41 45 50 55 60 2 .7%

An n u a l O per a t ion s 25 ,950 29 ,000 32 ,040 35 ,090 38 ,140 2 .7%

M A G  R e g i o n

B a sed  Air cr a ft 4 ,615 5 ,283 5 ,950 6 ,618 7 ,288 2 .3%

An n u a l O per a t ion s 2 ,194 ,210 2 ,582 ,170 2 ,970 ,130 3 ,358 ,090 3 ,746 ,060 2 .8%

S ou r ce:  M AG  RAS P .

For  Wickenburg Municipa l Air por t , the
FAA provides forecast s with in t heir
T erm inal Area Forecast (T AF) document
for  ba sed  a ir cr a ft  a n d  a n n u a l
opera tions. These a re upda ted annua lly
by the FAA based  upon curren t  t ren ds
and typica lly upda ted when new
planning forecast s a re prepa red for
ma ster  plan st udies.

The cur ren t  FAA TAF forecast s for
Wicken burg Municipa l Airpor t  a re
summarized in  Table  2D .  While th ese
project ions a re developed for  each  year
through 2015, on ly the five-year
incremen ta l p roject ion  is  included in the
table.  The TAF wa s prepa red with  a
base year  of 1999.  The TAF projects
sta t ic opera t iona l and  based  a ircra ft
levels for  the a irpor t  th rough 2015.

Based a ircra ft  and opera t iona l levels
are un derestima ted in t hese forecast s.
In  2000, ther e were 43 based air cra ft
and appr oxima tely 22,300 opera tions a t
Wickenburg Municipa l Air por t .

FOR ECASTING 
APP RO ACH

The development  of a via t ion  forecast s
proceeds through both  ana lyt ica l and
judgmen ta l processes.  A series of
ma themat ica l relat ionsh ips is t ested to
esta blish st a t ist ica l logic and r a t iona le
for  projected growth .  However, the
judgement  of th e forecast  an alyst, based
upon    pr ofess iona l   exper ien ce,   kn ow-
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ledge of the avia t ion  indust ry, and
assessment    of   the   loca l  s itua t ion ,  is

impor tan t  in  the fin a l determina t ion  of
the prefer red forecast .

T A B L E  2 D

F A A  T e r m i n a l  Ar e a  F o r e c a s t

2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5

B a sed  Air cr a ft 30 30 30 30

An n u a l O per a t ion s 18 ,000 18 ,000 18 ,000 18 ,000

Sou rce :  2000-2015  FAA Term ina l  Area  Forecas t s .

Th e m os t  r elia ble a p pr oa ch  t o
es t imat ing avia t ion dem and is  th rough
the u t iliza t ion  of more than  one
ana lyt ica l t echn ique.  Met hodologies
frequen t ly considered include t rend
line/t ime-ser ies pr oject ions, correla t ion /
regress ion  ana lys is , and  market  share
an alysis.

Trend line/time-ser ies projections a re
pr oba bly th e simplest an d most  familia r
of the forecas t ing techn iques.  By fitt ing
gr owth  curves to hist or ica l da ta , th en
extendin g them in to the fu ture, a ba sic
t rend line pr oject ion is produced.  A
basic a ssumpt ion  of th is t echn ique is
tha t ou tside factors will cont inu e to
a ffect  avia t ion  demand in  much the
same manner  as  in  the past .  As  broa d
as th is assumpt ion  may be, the t rend
line project ion  does  serve as  a  reliable
ben ch m a r k  for  com p a r in g ot h er
projections.

Correla t ion ana lysis provides a  measure
of direct r elat ionsh ip between  two
separa te set s of h ist or ic da ta . Should
there be a  reasonable cor rela t ion
bet ween  t h e da t a  set s , fu r t h er
eva lua t ion  usin g regress ion  ana lysis
may be employed.

R e g r e s s i on  a n a l y s is  m ea s u r es
s t a t i s t ica l r e la t ion sh ips  bet ween
dependent  and independen t  var iables
yieldin g a  “correla t ion  coefficien t .” The
correla t ion  coefficien t  (Pearson’s  “r”)
measu res associa t ion  between the
changes in  a  dependen t  var iable a nd
independen t  var iable(s).  If the “r -
squa red” va lue (coefficient  det er -
mina t ion) is gr ea ter  than  0.95, it
indica tes good predict ive reliabilit y. A
value less than  0.95 ma y be used , bu t
with  the understanding tha t  the
predict ive reliability is lower.

Market  share a nalysis involves a
h istor ica l review of the a irport  act ivit y
as a  percentage, or  sha re, of a  lar ger
regiona l, st a te, or  na t iona l avia t ion
market .  A h is tor ica l market  share
t rend is det ermined pr oviding an
expected market  sha re for  the fu ture.
These sha res a re then multiplied by t he
forecast s of the lar ger geogra ph ica l ar ea
to produce a mar ket  share project ion .
Th is method h as t he sa me limita t ions
as t rend line p roject ions, bu t  can
provide a  usefu l check on  the va lidity of
oth er forecast ing techn iques.

It  is import an t  t o note tha t  one should
not   a ssume a  h igh  level of confiden ce in
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forecast s t ha t  exten d beyond five year s.
Facility and  financia l p lanning usua lly
require a t  least  a  10-year  preview, s ince
it  often  takes  more than  five year s to
complete a  major  facility development
program.  However , it  is impor tan t  to
use forecast s which  do not  overest ima te
revenu e-gen er a t in g ca pa bilit ies or
understa te demand for  facilit ies needed
to meet public (user ) needs.

AVIATION  ACTIVITY 
FORECASTS

To determine t he types and size of
facilit ies tha t  shou ld be planned to
accommodate genera l avia t ion  act ivity,
cer t a in  element s of th e act ivity must  be
foreca st ed. I ndica t or s  of gener a l
aviat ion  demand include: 

! Based Aircra ft
! Based Aircra ft  F leet  Mix
! Annual Opera t ions
! Peak  Act ivity

The remainder  of th is cha pt er  will
examine h is tor ica l t rends with regard to
th ese a reas of genera l avia t ion  act ivity
and project  fut ur e deman d for t hese
segmen ts of gen era l avia t ion a ct ivity a t
the a irpor t .

BASED  AIRCRAFT F ORE CASTS

The number  of based  a ircraft  is  the
most  ba sic indica tor  of gener a l avia t ion
demand a t  an a irport . By first
developin g a  forecast  of based a ircra ft ,
the gr owth  of the other  factors can  be
projected. Table 2E summarizes ba sed
a ir cra ft  a t  Wickenburg Municipal
Air por t  for t he pa st 10 year s. As shown

in  th e ta ble, based aircraft t ota ls ha ve
var ied annua lly.  Based a ir cra ft
increa sed each  year  from 1991 to 1994.
After  fa lling in 1995 and 1997, based
a ir cra ft  increa sed a gain  to a  10-year
h igh  of 43 in  1999.  In  the past  10 year s,
16 new based a ir cra ft  have been added
a t  the a irpor t .  Th is equa tes to an
average growth  ra te of 5.3 percen t .

The fir st  st ep in  developin g forecast s of
based a ircraft  involved  the use of t ime-
ser ies an d regression a na lyses. The
t ime-series ana lys is used h istor ica l
based a ircra ft  tota ls since 1991. Due to
the downturn  in ba sed a ircra ft  in 1995
and 1997, the t ime-ser ies a na lysis
yielded a  cor rela t ion  coefficien t  of on ly
0.69. Usin g hist or ica l popula t ion  tota ls
for  the Town of Wicken burg since 1991,
a  regression a na lysis was perform ed.
Similar  to the t ime-series an alysis, the
regress ion  analysis yielded a  cor rela t ion
coefficien t  of 0.43.  Neit her  of these
forecast s were car r ied  forward  in  the
study as t hey a re not  considered
reliable enough for  forecast ing pu rposes
due to their  low correla t ion  coefficien ts.
Therefore, forecast s of based a ir cra ft  a t
Wicken burg Municipa l Airport  have
been prepared by exa mining the
a irpor t ’s share of U.S . act ive a ircra ft ,
the a irpor t ’s sha re of based a ir cra ft
with in  the MAG a irport  system, and a s
a  ra t io of the popula t ion  with in  the
Wickenburg MPA.

Table  2E compares  h is tor ica l based
a ircra ft  a t  Wickenbur g Mun icipal
Air por t  and h ist orical U.S. a ct ive
a ircra ft .  As  shown in  the ta ble, the
percen tage of U.S. a ct ive gener a l
avia t ion  a ircraft  based  a t  Wickenburg
Mun icipal  Airpor t   has  increa sed  from
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0.014 percent  in 1991 t o 0.019 percent
in 2000.

To ga in  an  understanding of fu tu re
based a ir cra ft  a t  Wickenburg Municipa l
Air por t  consider ing growth  projected
na t iona lly, two market  share forecast s
(a  cons tan t  share of U .S. act ive a ir cra ft
forecast  and  an  increasing sha re U.S.
act ive    a ircra ft     forecast )   have   been

prepa red.  The consta nt  sha re forecast
assu mes tha t  ba sed  a ircra ft  will
cont inue to grow a t  t he same ra t e a s
U.S. act ive a ircraft  and  applies  the 2000
Wicken burg Mun icipa l Airport  market
share of 0.019 percent  to projected
U.S. act ive a ircra ft  prepa red  by the
FAA.  As shown  in  the t able, t h is
forecast  yields 52 ba sed a ircra ft  in
2025.

T A B L E  2 E

S h a re  o f  U .S.  Ac ti v e  Air c ra ft

Ye a r

U .S . Ac t i v e  

Air c ra ft

Wi c ke n b u r g  

M u n i c i p a l  A i r p o r t  

B a s e d  Air c ra ft

P e r ce n t a g e  o f  

U .S .  Ac t i v e  A i r c r a f t  

B a s e d  a t  Wi c k e n b u r g

H I S T O R I C A L

1991 198 ,000 27 0 .014%

1992 198 ,700 28 0 .014%

1993 177 ,119 31 0 .018%

1994 172 ,936 32 0 .019%

1995 188 ,089 24 0 .013%

1996 191 ,129 33 0 .017%

1997 192 ,414 32 0 .017%

1998 204 ,710 38 0 .019%

1999 219 ,464 43 0 .020%

2000 221 ,213 43 0 .019%

FO R E C AS T S

C o n s t a n t  S h a r e

2005 232 ,500 44 0 .019%

2010 242 ,300 46 0 .019%

2015 252 ,000 48 0 .019%

2025 272 ,800 52 0 .019%

I n c r e a s i n g  S h a r e

2005 232 ,500 51 0 .022%

2010 242 ,300 60 0 .025%

2015 252 ,000 71 0 .028%

2025 272 ,800 85 0 .031%

S ou r c e for  h i st or ica l  d a t a : Air p or t  r e cor d s , M AG .

An increa sing shar e forecast  of U.S.
act ive a ir cra ft  was a lso considered.
Th is is consist en t  with  the h istor ica l
t rend a t  Wickenbur g Mun icipal Airport

wh ich  has  increased  it ’s  market  share
0.006 percen t  sin ce 1991. Applying an
increa sin g  share  to forecast  U.S. act ive
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a ir cra ft  yields 85 based a ircra ft  a t
Wicken burg Municipa l Air por t  in  2025.

A s econ d  for eca s t in g techn iqu e
exa m ined  Wicken bu r g Mu n icipa l
Air por t ’s sha re of based a ir craft  in  the
MAG region .  The MAG region consists
of 16 public-use a irpor t s  with in
Mar icopa  Coun ty. As shown  in  Table
2F ,  based  a ircra ft   in   the  MAG region

have grown from appr oxima tely 2,852
a ir cra ft  in 1991 t o 4,133 in  2000.  This
is an  annua l a ver age growth  ra te of 4.2
percen t .  The percent  of a ircraft  in  the
MAG region ba sed a t  Wickenburg
Mun icipal Airpor t  has va r ied annua lly
s ince 1991, increa sing from 0.95 percent
in  1991 to 1.11 percent  in  1994. After
decreas ing to 0.75 percent  in 1995, th is
share increa sed to 1.14 percen t  in  1999.

T A B L E  2 F

S h a re  o f  MAG  R e g io n  B a s e d  Air c ra ft

Ye a r

B a s e d  Air c ra ft

i n  MAG  R e g io n

W i c k e n b u r g

 M u n i c i p a l  A i r p o r t  

B a s e d  Air c ra ft

P e r ce n t a g e  o f  

MAG  R e g io n  Air c ra ft

 B a s e d  a t  Wi c k e n b u r g

H I S T O R I C A L

1991 2 ,852 27 0 .95%

1992 2 ,837 28 0 .99%

1993 2 ,825 31 1 .10%

1994 2 ,891 32 1 .11%

1995 3 ,185 24 0 .75%

1996 3 ,350 33 0 .99%

1997 3 ,489 32 0 .92%

1998 3 ,632 38 1 .05%

1999 3 ,770 43 1 .14%

2000 4 ,133 43 1 .04%

FO R E C AS T S

C o n s t a n t  S h a r e

2005 4 ,615 46 1 .00%

2010 5 ,283 53 1 .00%

2015 5 ,950 60 1 .00%

2025 7 ,288 73 1 .00%

I n c r e a s i n g  S h a r e

2005 4 ,615 46 1 .00%

2010 5 ,283 55 1 .05%

2015 5 ,950 65 1 .10%

2025 7 ,288 84 1 .15%

S ou r ce for  h ist orica l da t a : Air p ort  r ecord s, M AG

Two market  sha re forecast s have been
prepa red for Wickenbur g Mun icipal
Air por t  using projections of based

a ir cra ft  in  the MAG region  prepared for
t he MAG RASP .  The first  foreca st
considers       tha t       the      Wicken burg
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Mun icipal Airport  sha re of based
a ir cra ft  in  the MAG region  would
rema in  constan t , or  near  the 2000 level
of 1.0 percen t . Applying th is share to
forecast  based a ir cra ft  in  the MAG
region , yields 73 based a ircra ft  a t
Wicken burg Mun icipal Airport  in 2025.
Following the h istor ica l t rend of an
increa sin g sha re of MAG region  based
a ir cra ft  a t  Wickenburg Municipa l
Airpor t , an  increa sing shar e forecast
was developed. An increasing market
share yields 84 based a ircra ft  in  2025.
By compar ison , the MAG RASP
projected the sha re of a ir cra ft  based a t
Wicken burg Municipa l Air por t  to fa ll to
0.98 by 2025.

A fina l forecas t  examined h ist or ica l
based  a ircraft   tota ls  to res idents  in  the

Wicken burg MPA.  This forecast ing
technique examined h istor ica l based
a ir cra ft  a s a  ra t io of 1,000 r esiden ts. As
pr eviously ment ioned, the popu la t ion
for  the Wicken burg MPA includes a reas
out side th e cur ren t incorpora ted a rea s.
For  t he year  2000, th e Wicken burg
MPA had  an  es t imated  popula t ion  of
8,470, or  5.1 based a ircra ft  per  1,000
residen t s.  As  shown in  Table  2G,
assuming a  cons tan t ra t io of 5.1 a ir cra ft
per  1,000 resident s yields 62 a ircra ft  in
2025.  Th is r esu lt s in  ba sed  a ircra ft
growing a t  t he same ra t e a s t he loca l
popu la t ion .  Assuming the ra t io of
based a ircra ft  t o 1,000 residen ts
increa ses gradually throughout  the
planning per iod yields 70 based a ircra ft
a t  Wickenbu rg Municipa l Airpor t  in
2025.

T A B L E  2 G

A i r c r a f t  P e r  1 ,0 0 0  R e s i d e n t s

Ye a r  B a s e d  Air c ra ft

Wick e n bu rg  MP A 

P o p u la t io n

A i r c r a f t  P e r  

1 ,0 0 0  R e s i d e n t s

2000 43 8 ,470 5.1

C o n s t a n t  R a t i o  o f B a s e d  A i r c r a f t  P e r  1 ,0 00  R es id e n t s

2005 46 8 ,942 5.1

2010 48 9 ,491 5.1

2015 51 10 ,044 5.1

2025 62 12 ,238 5.1

In c r e a s in g  R a t i o  o f B a s e d  A i r c r a f t  P e r  1 ,0 00  R es id e n t s

2005 47 8 ,942 5.3

2010 52 9 ,491 5.5

2015 57 10 ,044 5.7

2025 72 12 ,238 5.9

Sour ce  for  h is tor ica l  an d forecas t  M P A Popu la t ion : Ma r icopa  Associa t ion  of Govern m en ts  

Other  resources u sed for  compara t ive
purposes include the 1992 Wickenburg
Mu nicipal   Airport   Master   Plan ,   the

2000 FAA T AF, a nd the 2001 MAG
RAS P update. These forecas ts a re
summar ized  in  Table  2H .
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Base d Airc ra ft
Fo reca st  Su m m ary

A summary of a ll forecast s for  based
a ir cra ft  a t  Wickenbu rg Municipa l
Air por t  and t he selected  pla nning
forecast  is  presented  in  Table  2H  and
Ex h ibit  2B . As shown  on  the exh ibit ,
the combina t ion  of forecas ts represent  a
“foreca st  en velope.” Th e for eca st
envelope  represents  t he  a rea   in  which

future based  a ircraft  a t  Wickenburg
Mun icipal Airport  sh ould be foun d. The
cons tan t share of U.S . act ive a ircraft
forecast  r epresen t s the lower end of the
planning envelope. The increas ing
share of U.S. a ct ive aircraft forecast
represen t s the upper  end of th e forecast
envelope. The FAA TAF forecast  lies
below the forecast  envelope, while th e
MAG RASP lies midway in t he forecast
envelope.

T A B L E  2 H

B a s e d  A i r c r a f t  F o r e c a s t  S u m m a r y

F O R E C A S T S

2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 5

S h a re  o f  U .S.  Ac ti v e  Air c ra ft

    C on s t a n t  S h a r e 44 46 48 52

    In cr ea s in g  S h a r e 51 60 71 85

S h a re  o f  MAG  R e g io n  B a s e d  Air c ra ft

    C on s t a n t  S h a r e 46 53 60 73

    In cr ea s in g  S h a r e 46 55 65 84

A i r c r a f t  P e r  1 ,0 0 0  R e s i d e n t s

    Con st a n t  R a t io 46 48 51 62

    In cr ea sin g R a t io 47 52 57 72

O t h e r  R e s o u rc e s

    19 92  Air p or t  M a st er  P la n 42 46 50 N /A

    200 0 F AA TAF 30 30 30 N /A

    2001  M A G  RAS P 41 45 50 60

S e l e c t e d  P l a n n i n g  F o r e c a s t 4 3 5 0 6 0 7 0 8 5

In  examining the forecast s, it is evident
tha t  a  few of the forecast s yielded
sim ila r  resu lts.  The increa sing shar e of
U.S. act ive a ircraft  forecas t  and the
increa sin g sha re of based a ircra ft  in  the
MAG region  forecas t  yielded sim ila r
growth  t rends.  The const an t  sha re of
based a ircraft  in  the MAG region
forecast  and t he increa sin g ra t io of
a ircra ft  per 1,000 resident s forecast
projected sim ila r  growth  t rends as well.

In  eva lua t ing the forecast s, the cons tan t
sha re of U.S. a ct ive a ircra ft  forecast
a ppea r s  t o be t oo con ser va t ive
consider ing h istor ica l growth t ren ds a t
the a irpor t .  This forecast  only adds
nine a ircra ft  th rough t he planning
period.  Sixteen  a ircra ft  have been
added in th e past  10 year s.  Sim ila r ly,
the constan t  r a t io of a ircra ft  per  1,000
r es id en t s  for eca s t  a p p ea r s  t oo
conserva t ive.  This forecast  adds only 19
aircraft over t he n ext 25 year s.
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While the const an t  sha re of based
a ir cra ft  in  the MAG region  forecast  and
increa sin g ra t io of a ircra ft  per  1,000
residen t s forecast  projected nea r ly 30
new based a ir cra ft  a t  t he a irpor t  by
2025, t hese forecast s  may under -
e s t im a t e  g r owt h  po t en t i a l  for
Wicken burg Municipa l Air por t . As most
based a ircra ft  a t  the a irpor t  ar e from
owners who reside in t he Town of
Wicken burg, it can be expected th a t  a s
the loca l popula t ion  increa ses  so will
the number  of based  a ircraft  a t  the
a irpor t .  The lar ge service a rea  the
a irpor t  en joys  a lso increases  the
poten t ia l for  new based  a ircraft  a t  the
a irpor t .  This includes drawing a ir cra ft
from Yavapi and La  Pa z coun ties.

Avia t ion  growth  with in  the Phoen ix
metr opolit an  a rea  mu st a lso be
considered in  facility pla nning.  Th e
MAG RASP project s near ly 2,700 new
based a ircraft  for  the MAG region  by
the year  2025.  Aircraft  opera t ions  a re
expected to grow by 70 percen t .  While
Wickenburg Municipa l Air por t  is some
60 miles from the P hoen ix met ropolita n
a rea , the a irport  could be considered a
viable a lterna t ive for  a ircra ft  owners in
the Phoen ix met ropolitan  a rea  want ing
to oper a te in  a  less  rest r ict ive a irspa ce
and a ir  t r a ffic con t rol environment ,
with  lower levels of a ircra ft  act ivity.
Wicken burg must  a lso cons ider  the
po t en t i a l  for  gen er a l  a v ia t ion
businesses wan t ing t o reloca te or
esta blish services a t  Wickenburg
Mun icipal Air por t  for  the same rea sons.
Th is could inclu de a ircra ft  main tenance
and r epa ir  facilit ies or smaller  fligh t
t ra in ing opera t ions, wh ich  a ll have
based a ircra ft  a ssocia ted with  them.

For  th ese rea sons, t h is mast er  pla n  will
u t ilize the growth  t rends est ablished by
the increa sin g sh a re of U.S. a ct ive
a ir cra ft  forecas t  and increa sin g sha re of
based a ir cra ft  in  the MAG region
forecast  for  facility plan ning.  These
forecast s project over 40 new based
a ir cra ft  a t  the a irpor t  by 2025.  While a t
the top of th e plan ning envelope, th ese
forecast s appea r t o be the m ost
rea sonable for  the mast er  pla n  du e, in
par t , to the growth  envisioned  for  the
MAG region by th e MAG RASP.
Additiona lly, the a irport  has outpa ced
the forecas ts of the 1992 Airport Master
Plan , which  projected 42 based a ircra ft
in  2005.  The a irpor t  ha d 43 ba sed in
1999.  The MAG RASP forecas t  for  the
a irpor t  project s t he a irport ’s sh a re of
based a ircra ft  decreas ing through the
planning per iod.  This is  cont ra ry to the
h istor ica l t rend  of the a irpor t  increasing
it ’s sh a re of ba sed  a ircra ft  with in  t he
MAG region .  The FAA TAF clear ly
underest ima tes the number  of based
a ircr a ft  a t  the a irpor t  and  does  not
a llow for  fu ture growth .

In  a ll likelihood, actua l act ivity will not
follow any one of the forecast s exact ly.
It  is m ore likely tha t  based a ir cra ft  a t
Wicken burg Municipa l Airport  will
fluctua te with in  the range of project ions
presen ted on  Ex h ib it  2B . This selected
planning forecast  project s 42 new based
a ir cra ft  a t  t he a irport  by 2025. Th is
equa tes to an  average ann ua l growth
ra te of 2.8 percen t .

BASED  AIRCRAFT 
FLEE T MIX P ROJ ECTION

Knowing the a ircra ft  fleet mix expected
to   u t ilize   the  a irpor t   is  necessa ry  to
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Exhibit 2B
BASED AIRCRAFT FORECASTS
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pr oper ly plan facilities th at  will best
serve the level of act ivity an d the t ype
of act ivit ies occurr ing a t  the a irpor t .
The exist ing ba sed a ircr a ft  fleet  mix is
compr ised main ly of s ingle-engine
piston aircraft, but  also includes a
mult i-engine pis t on  a ir cr a ft , two
helicopters, an d a  glider .

Project ions for  the based a ircra ft  fleet
mix consider s na t iona l t rends, as well
a s t ren ds a t  a irport s in  the MAG region .
As previously m ent ioned, t he FAA
ant icipa tes st rong gr owth  in  act ive
turbine-powered a ircraft . This  t rend
illust ra tes the movemen t  in  the genera l
avia t ion  community towards more
sophist ica ted, h igher -per forming, and
more dema nding aircra ft for bu siness
pur poses. The FAA pr oject s gr owth  in
turbine-powered a ircra ft  to ou tpace
growth  in  a ll other  components  of the
act ive    a ircra ft    fleet.    As   ment ioned

pr eviously, turbine-powered a ircra ft  a re
expected to grow a t  an  average annua l
ra te of 3.0 percent  th rough 2012 a nd 2.2
percent  from 2013 to 2025.  The MAG
RASP project s t u rbine-powered based
a ir cra ft  in  t he MAG region  to grow at
3.8 percent  annua lly through 2025.

The projected  t rend of based a ir cra ft  a t
Wicken burg Mun icipa l Airport  includes
a  growing nu mber  of single-engine
piston a ir cra ft  and  mult i-engine piston
a ir cra ft  a t  the a irpor t .  Turbine-
powered a ircra ft  a re expected to base a t
the a irport  th rough t he planning period.
Sin gle-engine pist on  a ir cr a ft  a nd
helicopters a t  the a irport  a re expected
to decline a s a  percen tage of tota l based
a ir cra ft . The ba sed a ircra ft  fleet  mix
pr oject ion  for Wickenbur g Mun icipal
Air por t  is  summar ized  in  Table  2J  and
Ex h ib it  2C.

T A B L E  2 J

B a s e d  A i r c ra f t F l e e t  M i x  F o r e c a s t

Ye a r T o ta l

S in g le -E n g i n e

P i s t o n

M u lt i -E n g i n e

P i s t o n T u rb o p ro p J e t H e li c o p t e r O t h e r

H I S T O R IC A L  

2000 43 39 1 0 0 2 1

FO R E C AS T

2005 50 44 2 1 0 2 1

2010 60 50 4 2 1 2 1

2015 70 56 6 3 2 2 1

2025 85 64 9 4 3 3 2

Sou rce  for  h i s tor i ca l  da t a :  A irp or t  r ecord s .

ANN UAL OP ER ATIONS

There a re two types of opera t ions a t  an
a irpor t : loca l and it ineran t .  A loca l
opera t ion  is  a  takeoff or  landing
per formed by an  a ircr a ft  tha t  opera tes

with in  sigh t  of the a irpor t , or  which
executes simula ted a pproaches or
touch-and-go opera t ions a t  the a irpor t .
I t in er a n t  oper a t ion s  a r e t h os e
per formed by air cra ft  with  a  specific
or igin   or    des t ina t ion    away  from  the
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a irpor t . Genera lly, local opera tions a re
character ized by tra ining opera tions.
Typica lly, it ineran t  opera t ions increa se
with  busin ess  and commercia l use s ince
business a ircraft  a re used  pr imar ily to
car ry people from one loca t ion  to
another .

Due to an  a bsence of an  a irport  t ra ffic
con t r ol  t ow e r  (AT C T ),  a ct u a l
opera t iona l coun ts a re not  available for
Wicken burg Municipal Air port . Instead,
only general estima tes of h istor ica l
a ir cra ft  opera t ions  a re available. These
est ima tes were obta ined from the MAG
RASP  study for  1996 through 1998 and

opera t iona l counts  completed  a t  the
a irpor t  du r ing normal busin ess hours
for  1999 an d 2000.  As men t ioned
pr eviously in  Ch a pt er  One, t he
opera t iona l counts  completed  a t  the
a irpor t  were increa sed by 15 percent  to
account  for  opera t ions tha t  t ook  place
a fter  bus iness hours, or  may not  h a ve
been recorded.  As  shown in  Table  2K,
annua l opera t ions have var ied  since
1996 and have ra nged between  20,000
and 23,000. Opera t ions per  based
a ir cra ft  has va r ied a nnua lly as well,
ranging from a  h igh of 709 to a  low of
544.

T A B L E  2 K

A n n u a l  O p e r a t io n s  F o r e c a s t

Ye a r B a s e d  Air c ra ft

T o ta l  An n u a l

O p e r a t i o n s  ( e s t . )

O p e ra t i o n s  P e r

B a s e d  Air c ra ft

H I S T O R I C A L

1996 33 20 ,886 633

1997 32 22 ,688 709

1998 38 19 ,854 522

1999 39 21 ,220 544

2000 40 22 ,300 558

FO R E C AS T S

C on st a n t  N u m b er  of  O p er a t io n s p er  B a se d  Ai r c r a ft

2005 50 28 ,000 560

2010 60 33 ,600 560

2015 70 39 ,200 560

2025 85 47 ,600 560

In c r ea si n g  N u m b er  of  O p er a t io n s p er  B a se d  Ai r c r a ft

2005 50 32 ,000 640

2010 60 44 ,100 735

2015 70 54 ,600 780

2025 85 71 ,800 845

On aver age, t here a re 451 opera t ions
per  based aircraft for t he public-use
a irpor t s in t he MAG region .  The
opera t ions per  based a ircra ft va ries at
each a irport .  For example, there a re

2,500 opera t ions  per  based a ir cra ft  a t
Williams Gateway Air por t  where there
a re a  h igh  number  of loca l opera t ions,
but  on ly 63 based  a ircraft . There a re
304   opera t ions   per   based  a ir cra ft   a t
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Exhibit 2C
BASED AIRCRAFT & FLEET MIX FORECAST
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Phoen ix Sky Harbor  In t erna t iona l
Airpor t  where there a re 237 based
a ir cra ft  and 72,000 overa ll genera l
avia t ion  opera tions, of wh ich  80 percent
are it ineran t .  The MAG RASP  project s
the opera t ions per  based a ircra ft  in  the
MAG region  to increa se to 514 by 2025.
Th is is consisten t  with  the findin gs for
a  growin g n umber  of loca l opera t ions
with in  the region .

At  Wicken bu rg Municipa l Air por t ,
t rans ien t  opera t ions  have represent ed a
h igher  percen t age of t ot a l annua l
oper a t ions than  loca l opera t ions.
Accordin g to t he opera t iona l coun ts
completed  a t  the a irpor t , t rans ien t
opera t ions repr esent ed a pproximately
88 percent  of tota l opera t ions  in  1999
and 90 percent  in  2000. Loca l
opera t ions repr esented t he r emaining
12 and 10 percen t  of t ot a l opera tions,
respect ively.

Project ions of annua l opera t ions have
been developed by exa mining the
number  of opera tions per ba sed a ircra ft .
Two forecast s of opera t ions per  based
a ir cra ft  have been  developed.  F ir st , a
constan t , or  st a t ic, level of 560
opera t ions per  based a ircra ft  was
applied to forecas t  based  a ircraft . This
yields 47,600 t ota l opera t ions a t
Wicken burg Mun icipa l Airport  by 2025.
 Th is p roject ion  r esu lt s in  annua l
opera t ions growing a t  the same ra te a s
based a ircra ft .

N ext , an  increa sin g n u m ber  of
opera t ions per  based a ir cra ft  was
developed.  The MAG RASP projects  the
number  of opera t ions  with in  the MAG
region  to increa se 2.8 percen t  annua lly
through 2025.  Applying th is growth
ra te to the 2000 level of 558 opera t ions

per  ba sed  a ircra ft  yields 845 opera t ions
per  based a ircra ft  in 2025, or  71,800
opera tions.

Previous forecast s have been examined
for  compa ra t ive purposes  and are
summarized in  Table  2L and on
Exh ibit 2D.  The 1992 Airport Master
Plan  projected an nu a l opera t ions
reaching 34,800 by 2015. The 2000 FAA
TAF project s annua l opera t ions to
rema in  st a t ic a t  an  under st a ted level of
18,000 through 2015.  The 2001 MAG
RASP projects a nnua l opera t ions
reaching only 38,140 by 2025.

The FAA pr oject s a n  increa se in  a ir cra ft
u t iliza t ion  and  the number  of genera l
avia t ion  hours flown na t iona lly.  The
MAG RASP pr oject s  s ign ifica n t
increa ses in  annual opera t ions  in  t he
MAG region; however , most  of their
growth  is r eserved for  the a irpor t s
with in  the Phoen ix met ropolit a n  a rea .
These t rends, a long with  projected
growth  in  based a ircra ft , suppor t  fu ture
growth  in  annua l opera t ions  at
Wickenburg Municipa l Air por t .

Cont rary t o the MAG RASP  wh ich
projected loca l opera t ions  remain ing a t
10 percent  for Wickenbur g Mun icipal
Air por t  th rough the p lanning per iod,
loca l opera t ions can  be expected to
increa se in  number  and a s a  percen tage
of tota l opera t ions. Similar  to based
a ircraft  growth , should activity increa se
as pr ojected for  the MAG region , pilot s
may want  to sea rch  for  a lt erna t ive
loca t ions for  t ra in ing where t here is less
rest r ict ive a irspace a nd a ir  t ra ffic
cont rol. This  can  be expected to
gradua lly increase the number  of
opera t ions  per   based  a ircra ft   th rough
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the planning per iod a t  Wicken burg
Mun icipal  Airpor t .   Th is  a lso accounts

for  the poten t ia l for  a  flight  t ra in ing
opera t ion  to base a t  the a irpor t .

T A B L E  2 L

A n n u a l  O p e r a t i o n s  F o r e c a s t  S u m m a r y

2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 5

O p er a t ion s  P er  B a sed  Air cr a ft

C on s t a n t 28 ,000 33 ,600 39 ,200 47 ,600

In cr ea s in g 32 ,000 44 ,100 54 ,600 71 ,800

19 92  Air p or t  M a st er  P la n 27 ,800 31 ,300 34 ,800 N /A

20 00  SAN S 9,226 10 ,004 10 ,934 N /A

20 00  F AA TAF 18,000 18 ,000 18 ,000 N /A

2 0 01  M AG  R AS P 25,950 29 ,000 32 ,040 38 ,140

S e l e c t e d  P l a n n i n g  F o r e c a s t 2 2 ,3 0 0 3 0 ,0 0 0 3 9 ,9 0 0 5 0 ,0 0 0 6 6 ,9 0 0

Consider ing these factors, t he selected
planning forecas t  for  the a irpor t
project s the number  of opera t ions per
based a ircra ft t o gradu ally increa se
through the pla nning per iod, r eaching
790 by 2025.  Annual opera t ions  a re
therefore projected to grow to 66,900 by
2025, or  4.5 percent  annua lly.  Loca l
opera t ions a re projected to grow to 40
percent  of tota l opera t ions by 2025.  The
loca l and  it ineran t  oper a t iona l split s
a re summar ized  a t  the end  of the
chapter .

Accordin g to the opera t iona l coun ts
completed  by the a irpor t , sin gle-engine
piston a ircra ft  represen ted 84 percen t  of
opera t ions in  2000. Mult i-engine piston
a ir cra ft  repr esented five per cen t  wh ile
helicopters represen ted seven percent ,
tu rboprop a ircraft  represented  one
percen t , business jets r epresent ed two
percen t , and  u lt ra ligh ts  and gliders
represen ted the remain ing one percen t .
Table  2M present s forecast s of
opera t ions for  each  of t hese a ir cra ft
classifica t ions through the p lanning
period, a ssuming these ra t ios r emain
the same. 

T A B L E  2 M

O p e ra t io n s  b y  Ai rc ra ft  Cla s s if i c a ti o n

% o f T o ta l

O p e ra t i o n s 2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 5

T o ta l O p e ra t i o n s 2 2 ,3 0 0 3 0 ,0 0 0 3 9 ,9 0 0 5 0 ,0 0 0 6 6 ,9 0 0

S in gle-E n gin e 84% 18,700 25 ,200 33 ,500 42 ,000 56 ,200

M u lt i-E n gin e 5% 1,100 1 ,500 2 ,000 2 ,500 3 ,300

T u r bop r op 1% 200 300 400 500 700

J et 2% 500 600 800 1 ,000 1 ,300

H elicop t er 7% 1,600 2 ,100 2 ,800 3 ,500 4 ,700

Ot h er 1% 100 300 400 500 700
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Exhibit 2D
ANNUAL OPERATIONS FORECASTS
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P EAKIN G 
CHARACTERISTICS

Many a irpor t  facility needs a re rela t ed
to th e levels of activity dur ing pea k
periods. The periods used  in  developin g
facility requ irements for  th is  study are
as follows:

! Pe ak Mo n th  - The ca lenda r  month
when pea k a ctivity occur s.

! Design  Day - The average da y in
the peak  month . This  indica tor  is
ea sily der ived by dividin g the peak
month act ivity by t he number  of
days  in  the month .

! Busy  Day - The busy da y of a
typical week in t he peak m ont h.

! Des ign  Hou r - The peak  hour
wit h in  the design  da y. 

Without  an  a irpor t  t r a ffic cont rol tower ,
adequa te opera t iona l in format ion  is  not
ava ilable to directly determine pea k
opera t iona l act ivity a t  the a irpor t .
Therefore, peak  per iod  forecas ts have
been determined according to t ren ds
exper ienced a t  similar  a irport s and by
examining the opera t iona l coun ts
completed a t  the a irpor t  in  1999 and
2000.

Typica lly, the peak  month for  act ivity a t
gener a l aviat ion  a irport s a ppr oxima tes
10 to 15 percent  of the a irpor t ’s annua l
opera tions. According to th e opera t iona l
coun ts ma in ta ined  a t  the a irpor t , the
peak month  for  2000 was  Janua ry,
which had approximately 12 percent  of
tot a l recorded opera t ions for  2000. Peak
month act ivity ha s been projected by
applying th is percen tage to forecast

annua l opera t ions, a s the peak  month
act ivity a t  Wickenbur g Mun icipal
Airpor t  correlat es with  typica l peak
month  activity at  similar  airports. 

The design  da y is der ived by dividin g
the peak  month  opera t ions by 30. The
forecast  of busy day opera t ions was
ca lcu lat ed as 1.25 t imes design  da y
act ivity. Design  hour  opera t ions  were
est ima ted a t  15 percent  of design da y
opera tions.  Table  2N summarizes peak
opera t ions forecast s for  the a irpor t .

Est ima tes of the number  of passengers
ha ve a lso been prepa red.  This equa tes
to the number  of pilot s a nd a ir cra ft
passengers which  board  and/or  deplane
an a ircra ft  usin g the a irport , and is
essen t ia l in  det ermin ing t ermina l
bu ildin g size. The number  of passengers
has been determined by applying a  ra t io
of pa ssengers t o itinera nt  opera tions.
Th is is est ima ted a t  1.8 for  2000,
growing to 2.2 by 2025, consisten t  with
the expecta t ions for  a  lar ger n umber  of
business jet s (which  have grea ter
sea t ing capacity) to use the a irpor t .
Peak per iod determina t ions  were made
us ing the peak per iod opera t iona l
figures listed a bove.

COMMER CIAL AIR  
S ER VICE POT EN TIAL

Wicken burg Mun icipal Airpor t  has
never been  ser ved by schedu led a ir line
service.  Commercia l a ir  t ravel for
resident s of Wicken burg ha s been
provided by P hoenix Sky H arbor
In terna t iona l Airport , loca ted a pproxi-
mately 60 miles southeast  of the Town
of Wicken bu rg.
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T A B L E  2 N

F o r e c a s t s  o f  P e a k  A c t i v i t y

F O R E C A S T S

O p e ra t i o n s 2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 5

An n u a l 22 ,300 30 ,000 39 ,900 50 ,000 66 ,900

P e a k  M on t h 2 ,700 3 ,600 4 ,800 6 ,000 8 ,000

D es ign  D a y 90 150 200 250 333

B u sy D a y 112 120 160 200 267

D es ign  H ou r 13 18 24 30 40

P a s s e n g e r s 2 0 0 0 2 0 0 5 2 0 1 0 2 0 1 5 2 0 2 5

An n u a l 36 ,200 48 ,500 63 ,800 73 ,500 88 ,200

P e a k  M on t h 4 ,300 5 ,800 7 ,700 8 ,800 10 ,600

D es ign  D a y 145 194 255 294 353

D es ign  H ou r 22 29 38 44 53

An a irline’s decision  to enter  a  market
is pu rely a  business decision  based, in
par t , on  the poten t ia l passenger market .
Without  a  h istory of a ir  service a t
Wicken burg Municipa l Airport , it  is
difficu lt  to est ima te the loca l a ir
pa ssen ger market .  However, by
exa m in in g sim ila r  a ir por t s a n d
neighbor ing communit ies with  exist ing
schedu led airline service, it  may provide
an indica t ion  of the poten t ia l number  of
air pa ssengers.

Communit ies nea r  Wickenbu rg which
cur ren t ly have scheduled a ir  service
in clude F la gst a ff, Kin gm a n , a n d
Prescot t .  Table  2P  compares loca l
popu la t ion  in  each  community to the
number  of annua l enplanemen t s a t  each
a irpor t  from 1995 through 1999 and
determines a  ra t io of enplanements to
1,000 res idents .  An enplanement  is
defined as “a  person boardin g a
scheduled a ir line fligh t ,” and is
commonly used to define the size of an
a ir  service ma rk et a nd for  use in  facility
p lanning.

T A B L E  2 P

E n p l a n e m e n t s  p e r  1 ,0 0 0  R e s i d e n t s

C i t y Ye a r E n p l a n e m e n t s P o p u la t io n

E n p la n e m e n t s  p e r

1 ,0 0 0  R e s i d e n t s

F la gs t a ff 1997 45 ,483 57 ,093 797

1998 38 ,487 58 ,300 660

1999 33 ,385 59 ,505 561

K in gm a n 1997 1 ,882 18 ,061 104

1998 2 ,680 18 ,724 143

1999 2 ,492 19 ,372 129

P r e s cot t 1997 9 ,405 32 ,037 294

1998 7 ,844 32 ,086 244

1999 5 ,725 33 ,581 170

S ou r ces : F AA T er m in a l Ar ea  F or eca s t s , Ar izon a  D ep a r t m en t  of E con om ic S ecu r it y. 
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As shown in  the table, the number  of
enplanements per  1,000 residen ts in
F lagst a ff decreased from 797 in 1997 to
561 in  1999 as enplanements decreased
ann ua lly a t  the a irport . Prescot t  a lso
experienced a decrea se in  the number  of
enplanements per  1,000 resident s,
fa lling from 294 in  1997 t o 170 in  1999.
Th is was a lso th e r esu lt  of an  annua l
decline in  enplanements for  the a irpor t .
The number  of enplanements per  1,000
a t  Kingman grew from 104 in 1997 t o
129 in 1999, a s enplanements grew.

Both  Prescot t  and  Kingman are
included in  the F edera l Essen t ia l Air
Ser vice (EAS) program. Under  th is
program, a  su bsidy is pa id to the a ir line
serving Prescot t  and Kingman to
guaran tee regular  service and  reduce
t icket  pr ices. Consider ing the pr oximity
of Prescot t  to Phoenix (less than  90
minutes  nor th), the EAS su bsidy likely
increa ses the number  of annual a ir line
enplanements by en su r ing regu la r  a ir
ser vice. The number  of enplanements
per  1,000 residen ts in  Prescot t  is lower
in  compa rison  to F lagst a ff sin ce a  la rge
number  of a ir line pa ssengers in
Prescot t  dr ive to Phoenix instead of
us ing th e airport  in Pr escot t . For
Kingman, the number  of enplanements
per  1,000 residen ts is even lower  tha n
Prescot t  due to the low levels of
enplan ement s.  Residen t s of Kingman
have severa l choices for  a ir line service
includin g F lagst a ff, Phoenix, Laughlin-
Bullhea d, an d Las Vegas.

The ra t io of enplanements per  1,000
residen t s in  Wickenburg is likely to be
even lower t han  the ra t io experienced a t
P r escot t  a n d  Kin gm a n  du e  t o
Wicken bu rg’s proximity to Ph oenix Sky
Harbor  In t erna tional Airport . However,

by applying th e ra tios at  Pr escott  an d
F lagst a ff to projected  res idents  in  the
Wicken burg MPA, a  poten t ia l range of
a ir line enplanem ent s can be est ima ted.
Applying the 1999 ra t io of 170
enplanemen t s t o 1,000 res iden t s
experien ced in  P r escot t  t o t h e
Wicken burg MPA popula t ion  of 8,470 in
2000 resu lt s in  a  poten t ia l a ir
pa ssen ger market  in  Wicken bu rg of
approximately 1,400 enplan ement s.
Applying th is  same factor  to the
forecast  MPA popu lat ion  of 12,238
r esu lt s  in  a pp r oxim a t ely 2,100
passengers in 2025. Applying the h igher
ra t io experienced at  F lagsta ff r esu lt s in
4,700 enpla nemen ts in  2000 and 6,800
enplanements in  2025.

The proximity of Wickenbu rg Mun icipal
Air por t  to Phoenix Sky Harbor
In terna t iona l Airport  is t he pr imary
factor  lim it ing the poten t ia l for
schedu led a ir  service. Ph oenix Sky
Harbor  In terna t iona l Airport  offers jet
ser vice, a  var iety of fligh t  t imes,
schedu les, and fa res  tha t  could  never  be
provided a t  Wickenbur g Mun icipal
Air por t . Th is dispa r ity in  ser vice levels
is considered sign ifican t  enough  tha t
most  a ir  t raveler s in  the a rea  would
choose to dr ive to Phoenix Sky Ha rbor
In terna t iona l Airpor t  ra ther  than  fly
dir ectly from Wickenbu rg Municipa l
Air por t .

Consider ing the poten t ia l a ir pa ssen ger
market  for Wickenbur g Mun icipal
Air por t  ranges between  1,400 and 4,700
enplanements annually, it  is  not
expect ed t h a t  Wicken bu r g cou ld
pr ofitably su ppor t  schedu led a ir line
ser vice without  opera t ing subsidies.
Inclusion  in  the EAS program could
pr ove   difficu lt .    S ince  1990,  t he  EAS
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pr ogra m has  dropped  markets  and no
new market s h ave been  added.  For
exa mple, Blythe Airport  was dr opped
from the EAS progr am in  1990. Without
a  federa l su bsidy, the loca l community
would need to offer  the opera t ing
subsidy to in it ia te and  cont inue service.

Besides opera t ing subsidies, a n umber
of capita l impr ovemen ts would be
needed a t  the a irport .  This would
include est ablish ing a  secure t ermina l
bu ildin g, commercia l a ircraft  apron ,
and au to pa rking.  The Town would
need to opera t e the a irpor t  in
conformance with  Federa l Avia t ion
Re gu la t ion  (F . A. R .) P a r t  1 3 9 ,
Certification of Land Airports S erving
Certain  Air Carriers, F.A.R. Par t  107,
Airport S ecurity, an d F .A.R. Par t s 108
and 109, In direct Air Carrier S ecurity.
Th is would  require addit iona l s ta ff and
opera t iona l expenses. The cost s for
t h e s e  ca p i t a l  a n d  op e r a t i n g
requ irements would be expected to
exceed opera t iona l revenues  ga ined
from a  limited a ir ser vice schedu le.

AN N UAL INS TR UMEN T
AP P R OACHES

An ins t rument  a ppr oach  is defined by
the FAA as “an  approach  to an  a irpor t
with  the in t en t  t o land by an  a ircra ft  in
accordance with  an  Inst rument  F ligh t
Ru le (IFR) fligh t  p lan , when  visibilit y is
less than  three miles an d/or  when t he
ceiling is  a t  or  below the minimum
init ia l approach a lt itude.” Curren t ly,
Wicken burg Mun icipal Air por t  does not
have  a  published  ins t rument  approach .

Therefore, th e airport  is essen t ia lly
closed to a r r iva ls  when fligh t  condit ions
are below the m inimu m prescribed for
visua l fligh t . Sin ce visu a l flight
condit ions occur  appr oxima tely 99
percent  of the t ime in  the r egion , it  is
expected tha t  should  an  ins t rument
approach  procedure be established for
the a irport , it  would be requ ired only a
limited amount  of t ime.

For  Wickenburg Municipa l Air por t , it  is
expected than  annual ins t rument
approaches would represent  one percent
of tota l it ineran t  oper a t ions.  Applying
the percentage to forecas t  it ineran t
opera t ions yields 255 ins t rument
appr oaches in  2005, 320 in  2010, 350 in
2015, an d 410 in  2025.

S U MMAR Y

This chapter  has provided forecast s for
each  sect or  of a via t ion dem a nd
ant icipa ted over t he planning per iod.
Exh ibit 2E presents  a  summary of the
a via t ion  foreca st s  developed for
W ick e n b u r g  Mu n icipa l  Air p or t .
Wicken burg Municipa l Air por t  has
experienced an  increase in t ota l based
a ir cr a ft , a n n u a l oper a t ion s, a n d
turbine-powered a ircraft  use of the
a irpor t . These t r ends a re expected to
cont inue through the pla nn ing period,
cons is ten t  with  regiona l and na t iona l
projections.  The next st ep in  this st udy
is to a ssess  the capacity of exist ing
facilities to accomm odat e forecast
demand and det ermine wh a t  type of
facilit ies will be needed to meet  these
dema nds.



Exhibit 2E
FORECAST SUMMARY
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OPERATIONS
 Local
 Itinerant
Total Operations

2,200
20,100
22,300

4,500 
25,500 
30,000

8,000 
31,900 
39,900

15,000
35,000 
50,000

26,800 
40,100 
66,900

ANNUAL
INSTRUMENT
APPROACHES 0 250 320 350 410

ANNUAL
PASSENGERS 36,200 48,400 63,800 73,500 88,200

Historical Forecasts
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Chapter Three
FACILITY REQUIREMENTS



In this chapter, existing components of
the airport are evaluated so that the
capacities of the overall system are
identified. Once identified, the existing
capacity is compared to the forecast
activity levels prepared in Chapter Two
to determine where deficiencies
currently exist or may be expected to
materialize in the future. Once
deficiencies in a component are
identified, a more specific determination
of the approximate sizing and timing of
the new facilities can be made.

The objective of this effort is to identify,
in general terms, the adequacy of the
existing airport facilities and outline
what new facilities may be needed and
when they may be needed to
accommodate forecast demands. Having
established these facility requirements,
alternatives for providing these facilities
will be evaluated in Chapter Four to
determine the most cost-effective and
efficient means for implementation.

The cost-effective, efficient, and orderly
development of an airport should rely
more upon actual demand levels 

experienced at an airport rather than a
time-based forecast figure. In order to
develop a master plan that is demand-
based rather than time-based, a series of
planning horizon milestones have been
established for Wickenburg Municipal
Airport that take into consideration the
reasonable range of aviation demand
projections.

It is important to consider that the 
actual activity at the airport may be
higher or lower than projected. By
planning according to activity
milestones, the resultant plan can
accommodate unexpected shifts, or
changes in aviation demand. It is
important for the plan to accommodate

Facility Requirements
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th ese changes so tha t  a irport  officia ls
can  respond to unexpected changes in  a
t imely fash ion.  As a r esult, these
milestones pr ovide flexibility, while
poten t ia lly extendin g th is p lan’s  usefu l
life if avia t ion  t rends  slow over t he
period.

The most  impor tan t  rea son  for  u t ilizing
milestones is they a llow the a irpor t  to
develop facilit ies according t o need
genera ted by a ctua l dem and levels.  The

dema nd-ba sed  schedu le provides
flex ib i l i t y  in  de vel opm en t ,  a s
development  schedu les can be slowed or
expedited according to actua l demand a t
any given  t ime over  the pla nning
period.  The resu lta n t  plan  provides
a irpor t  officia ls wit h  a  financia lly
responsible and need-based program.
Table  3A presents t he planning horizon
milestones for  each  act ivity demand
ca tegory.

T A B L E  3 A

P la n n in g  H o riz o n  Ac t iv i ty  Le v e ls

W i c k e n b u r g  M u n i c i p a l  A i r p o r t

2 0 0 0

S h o r t

 T e r m

I n t e r m e d i a t e

T e r m

L o n g

T e r m

B a sed  Air cr a ft 42 60 70 85

An n u a l O per a t ion s 22 ,300 39 ,900 50 ,000 66 ,900

AIR FIELD
REQUIREMENTS

Airfield requ irements include the need
for  th ose facilit ies rela ted to the a r r iva l
and depa r ture of air cra ft. These
facilit ies compr ise th e following items:

! Runways
! Ta xiwa ys
! Navigat iona l Aids
! Airfield Ma rking and Ligh t ing

AIRF IELD  CAP ACITY

A demand/capa city a na lysis measu res
the capacity of the a ir field facilit ies (i.e.,
runways and t axiwa ys) in order  to
ident ify and plan  for a ddit iona l
development  needs. The capacity of the
a ir field is a ffected by severa l factors

includin g a ir field layout , meteorologica l
condit ions, a ircra ft  mix, runway use,
a ir cra ft  a r r iva ls, a ircra ft  touch-and-go
act ivity, and exit ta xiway locat ions. An
a irpor t ’s a ir field capa city is expressed
in  t erms of it s a nnua l ser vice volume
(ASV).  Ann ua l service volume is a
rea sona ble es t imate of the maximum
level of a ircra ft  opera t ions t ha t  can  be
accommodated  in  a  year .

P u r s u a n t  t o F ed e r a l  Avia t ion
Adm in is t r a t ion  (F AA) gu idelin es
deta iled in  the FAA Advisory Circu la r
150/5060-5, Airport Capacity and  Delay,
t he annua l ser vice volume of a  sin gle
runway norma lly exceeds 200,000
annua l opera t ions. S ince the forecast s
for  the a irpor t  indica t e tha t the act ivity
throughou t  the plann ing period may
only rea ch 67,000 annu al opera tions,
the   capacity   of   the   exis t ing  a ir field
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system will not  be reached a nd t he
a ir field can  meet  opera t iona l demands.

RUNWAY ORIE NTATION

Wicken burg Municipa l Airpor t  is
cur ren t ly served by Ru nwa y 5-23, which
is or ient ed in a n ort hea st-sout hwest
dir ect ion . For t he oper a t iona l sa fet y of
an  a irport , the pr imary runwa y sh ould
be or ien ted a s close a s possible to the
direct ion  of the preva iling wind. Th is
reduces the percentage of t ime tha t
crosswind condit ions cou ld make the
primary runwa y inoper able and unsa fe
for  a ircraft  landing and  taking off.

FAA design  st anda rds  specify tha t  a
crosswind runwa y sh ould be made
ava ilable when  the pr imary runway
or ien ta t ion  provides less t han  95
percent  wind coverage for  any a ircr a ft
forecast  to use the a irpor t  on  a  r egu la r
basis. The 95 percen t  wind coverage is
comput ed on  th e basis of the crosswind
component  not exceeding 10.5 knots for
sma ll a ircraft  weighing less than  12,500
poun ds and from 13 to 20 knot s for
a ir cra ft  weighing more than  12,500
poun ds.

Wind da ta  specific to Wicken burg
Municipa l Airport  is not  available.
Therefore, the runwa y or ien ta t ion
analys is  was  conducted  using observed
wind da ta  from Luke Air Force Base
(AFB).  Accordin g to the wind  summary
on the a pproved Airpor t  Layou t  P lan
(ALP ) for Wicken bur g Mun icipal
Air por t , Runway 5-23 provides grea ter
than 95 percen t  wind coverage for  a ll
crosswind componen t s.  Therefore, an
addit iona l runway or ien ta t ion  is  not
needed a t  the a irpor t .

It  should  be noted  tha t  it  is  preferable
tha t a wind a na lysis be completed  with
wind da ta  specific to the a irpor t .
However , a s ment ioned before, wind
da ta  specific to Wickenbur g Mun icipal
Air por t  is not  ava ilable.  While Lu ke
AFB is a n  appropr ia te a lterna t ive, it  is
over 30 nau t ica l miles (nm) from
W ick e n b u r g Mu n icip a l  Air p or t .
Considera t ion  should be given t o
es t a blis h in g a u t om a t ed  wea t h er
observa t ion  a t  the a irpor t  to record
wind direct ion  and speed da ta  specific
to Wickenburg Municipa l Air por t . Once
th is system compiles  10 yea rs of wind
da ta , a  new wind ana lysis sh ould be
completed  to ver ify the win d a na lysis
completed  us ing wind  da ta  from Luke
AFB.

P HYSICAL
P LANN ING CRITER IA

The select ion  of appropr ia te FAA design
standa rds  for  the development  and
loca t ion  of a irpor t  facilities is ba sed
pr imar ily upon the character is t ics  of the
a ir cra ft  wh ich  a re cur ren t ly us ing, or
are expected to use, t he a irpor t .
P lanning for  fu ture a ircra ft  use is of
pa r t icu la r  importance since design
standa rds  a re used t o pla n  separa t ion
distances between facilit ies .  Th ese
standa rds  must  be determined  now
since the reloca t ion  of these facilit ies
would likely be extr emely expensive a t
a  lat er  da te.

The most  impor tan t  cha racter ist ics in
a ir field p lanning are the approach
speed and win gspan  of the crit ica l
design  a ir cra ft  a n t icipa ted  to use the
a irpor t  now and  in  the fu ture. The
cr it ica l  design   a ir cra ft  is defined as t he
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most  dem andin g ca tegory of a ircra ft
wh ich  conduct s 500 or  more opera t ions
per  year  a t  the a irpor t .

The FAA ha s esta blished a  coding
system to relat e airport  design  cr iter ia
t o t he opera t iona l and physical
cha ract er ist ics of a ircra ft  expected to
use the a irport .  This code, refer red to
as the a irpor t  refer en ce code (ARC), has
two components : the fir st  componen t ,
depicted by a  let t er , is the a ircra ft
approach  ca tegory and rela tes to
a ir cra ft  approach  speed  (opera t iona l
character ist ic); the second component ,
depicted by a  Roman numera l, is  the
a irplane design  gr oup (ADG) and
relat es to a ircra ft  wingspan  (phys ica l
character ist ic).  Gen era lly, aircra ft
approach  speed applies to runways  and
runway-rela ted facilities, while a irplane
win g s p a n  p r i m a r i l y r e l a t e s  t o
sepa ra t ion  criter ia involving taxiways,
ta xilanes, an d landside facilities.

Accordin g to FAA Advisory Circu la r
(AC) 150/5300-13, Airport Design ,
Change 6, an  a ir cra ft 's approach
ca tegor y is ba sed  upon 1.3 t imes it s
st a ll speed in  landing con figura t ion  a t
tha t a ircra ft 's ma ximum cer t ifica ted
weigh t .  The five appr oach  ca tegor ies
used in a irport  plann ing are a s follows:

Ca t egor y A: Speed less th an  91 knots.
Ca tegor y B: Speed 91 knots or  more,
but  less th an  121 knots.
Ca t e gor y C: Speed 121 knots or  more,
but  less th an  141 knots.
Ca t e gor y D: Speed 141 kn ots or  more,
but  less th an  166 knots.
Ca t e gor y E: Speed gr ea ter  than  166
knots.

The a irpla ne design group (ADG) is
based upon the a ircraft ’s  wingspan .
The six ADG’s used  in  a irpor t  p lanning
ar e as follows:

G r ou p  I:  Up to but  not  including 49
feet .
G r ou p  II:  49 feet  up  to but  not
including 79 feet .
G r ou p  III: 79 feet  up t o but  not
including 118 feet .
G r ou p  IV:  118 feet  up to but  not
including 171 feet .
Gr ou p  V:  171 feet  up  to but  not
including 214 feet .
Gr ou p  VI:  214 feet  or  grea ter .

Exh ibit 3A presen ts a  su mmary of
represen t a t ive a ircra ft  by ARC.  As
indica ted on  the exhibit , the a irpor t
does not  cur ren t ly, nor  is it  expected to,
serve a ircra ft  in  ARCs C-III, D-III, C-
IV, D-IV, or D-V. These a re la rge
t ranspor t  a ircra ft  commonly used by
commercia l a ir  car riers.  These a ir cra ft
a re primarily accommodated a t  Phoen ix
Sky Harbor  In ter na t iona l Airpor t .  As
ment ioned previously in  Chapter  Two,
W ick e n b u r g  M u n icipa l  Ai r p o r t
present ly serves gener a l avia t ion
act ivity.  Th is r ole is expected t o remain
the sa me th rough t he plann ing period.

FAA advises designing air field facilit ies
to meet t he r equirement s of the
a irpor t ’s most  dema nding a ircra ft , or
cr it ica l a ircra ft .  As discussed a bove,
th is is  the a ircraft , or  group of a ir cra ft
(defined by ARC), with  at  least  500
opera t ions a t  the a irpor t . In  order  to
determine fu ture facility needs, an  ARC
sh ould first  be deter mined, then
appropr ia te  a irpor t   design   cr it er ia  can



Beech Baron 55
Beech Bonanza
Cessna 150
Cessna 172
Piper Archer
Piper Seneca

A-I

Lear 25, 35, 55
Israeli Westwind
HS 125

C-I, D-I
Beech Baron 58
Beech King Air 100
Cessna 402
Cessna 421
Piper Navajo
Piper Cheyenne
Swearingen Metroliner
Cessna Citation IB-I

Gulfstream II, III, IV
Canadair 600
Canadair Regional Jet
Lockheed JetStar
Super King Air 350

C-II, D-II

Super King Air 200
Cessna 441
DHC Twin Otter

Boeing Business Jet
B 727-200 
B 737-300 Series
MD-80, DC-9
Fokker 70, 100
A319, A320
Gulfstream V
Global ExpressC-III, D-III

Super King Air 300
Beech 1900 
Jetstream 31 
Falcon 10, 20, 50 
Falcon 200, 900
Citation II, III, IV, V
Saab 340 
Embraer 120

B-757 
B-767 
DC-8-70
DC-10
MD-11
L1011

C-IV, D-IV

DHC Dash 7
DHC Dash 8
DC-3
Convair 580
Fairchild F-27
ATR 72
ATP

A-III, B-III

B-747 Series
B-777

D-V

less than 12,500 lbs.

B-II
less than 12,500 lbs.

B-I, II
over 12,500 lbs.

Exhibit 3A
AIRPORT REFERENCE CODES

01
M

P
06

-3
A

-1
1/

13
/0

1

Note: Aircraft pictured is identified in bold type.

M U N I C I P A L  A I R P O R T
❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖
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be applied.  Th is begins wit h  a  review of
a ir cra ft  cu r ren t ly us ing the a irpor t  and
th ose expected to use the a irpor t
thr ough  the plann ing period.

Wicken burg Municipa l Air por t  is
cur ren t ly u t ilized by all types of gener a l
avia t ion  a ircraft  ranging from sma ll
sin gle-engine and mult i-engine piston
a ircra ft  to tu rboprop a nd business jet
a ircra ft . Based  a ircraft  a t  Wickenburg
Mun icipal Airpor t  fa ll with in ARCs A-I
and B-I and include a  va r iety of single-
engine and  mult i-engine p is ton  a ircraft .

The type of t r ansien t  a ir cra ft  us ing the
a irpor t  is more diverse t ha n t he t ype of
a ircra ft  based  a t  the a irpor t  and
includes single-engine and mult i-engine
piston a ircraft , as  well as  tu rboprop
a ir cra ft  and var ious business jet s
with in  ARCs B-I, B-II, C-I, an d C-II.
According to act ivity observa t ions
completed a t  the a irpor t , tu rboprop
a ir cra ft  condu cted 152 opera tions a t  the
a irpor t  in  2000, while busin ess jet
a ir cra ft  conducted  484 opera t ions .  The
most  common business jets in cluded
Cessna  Cita t ion  a ircra ft  (ARCs B-I and
B-II), Lea r jet  a ir cra ft (ARC C-I), and
Canada ir  Cha llenger  a ircra ft  (ARC C-
II).

Crit ica l Des ign
Aircraft  Conclus ion

In  some cases, m ore t han  one a ircra ft
compr ise the a irport ’s crit ica l a ircra ft .
Th is is  the case a t  Wickenburg
Mun icipal Airport .  While business jet
a ir cra ft  a re the most  demanding
a ir cra ft  to opera te a t  the a irpor t  due to
their  win gspa ns, t akeoff weigh ts, a nd
approach  speeds, bu sin ess  jets did

conduct  more than  500 opera tions a t
the a irport  in 2000 and  therefore cannot
be considered the crit ica l design  a ir cra ft
a lone. Combining t he operat ions of
business jet s, t u rboprop a ircra ft  and
mult i-engine piston  a ircra ft , the a irpor t
is expected to presen t ly fa ll with in ARC
B-II.

As discussed in  Chapter  Two, the
poten t ia l exist s in  the fu tu re for
increa sed use of the a irport  by business
jet  a ircra ft . Th is follows with  t he
na t iona l t ren d of increa sed business
and corpora te use of tu rbojet  a ircra ft ,
st rong sales an d deliveries of business
jet  a ircra ft , an d expa nded fr act iona l
ownersh ip programs.  The expanding
loca l economy a nd populat ion a lso
suppor t s th e poten tia l for increa sed use
by business jet  a ircra ft .  As det a iled in
Chapter  Two, business jet  opera t ions a t
Wickenburg Municipa l Air por t  a re
projected to gr ow from 484 in 2000 t o
1,300 by 2025.

The most  likely business jets t o opera te
a t  Wicken burg Municipa l Airport  in  the
fu ture will be business jet s weigh ing up
to 30,000 pounds.  This commonly
includes the Cessna  Cit a t ion , Dassault
Fa lcon, and  Lear  J et  ser ies of a ircra ft .
These a ircra ft  fa ll with in  ARCs B-I  to
C-II.  Business jet s with in  approach
ca tegor ies B and  C represent  90 percent
of the opera tiona l business jets.
Therefore, by a pplying ARC C-II design
and sa fety st anda rds to the a irport , it  is
expected tha t  the a irport  would
adequa tely serve over  90 percent  of the
opera t iona l business jets. To safely
accommodate busin ess  jet  a ircra ft  a t
Wicken burg Municipal Airport  in  the
fu ture, the a irport  would  need to
conform  to ARC C-II design sta nda rds.
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The design of t axiway and apron  a reas
sh ou ld  con s id er  t h e  w i n g s p a n
requ irements of the most  demanding
a ir cra ft  to oper a te wit h in  tha t  specific
funct iona l a rea  on  the a irpor t .  The
a ir field t axiways, a ir cra ft  main tenance
and repa ir  hangar  a reas , and t rans ien t
apron  areas should consider ADG II
design  requ irements to accommodate
the wingspan  requirem ent s of the
lar gest  genera l avia t ion  a ir cra ft  t o
opera te a t  t he a irpor t . T-hangar  and
small convent iona l hangar  a reas  should
consider  ADG I  requirements  as these
commonly serve sma ller single and
mult i-engine piston  a ircra ft .

AIRFIELD DESIGN  STANDARDS

The FAA ha s esta blished severa l
imaginary surfaces  to prot ect  a ir cra ft
opera t iona l a reas a nd keep them free
from obs t ruct ions  tha t  could  a ffect  the
sa fe opera t ion  of a ircra ft . These include
the object  free a rea  (OFA), obst acle free
zon e (OFZ), runway sa fety a rea  (RSA),
and runway protect ion  zones (RPZ).

The OFA is defined as a  “two
dim ensiona l ground a rea  sur rounding
runways, t axiways, and t axilanes which
are clear  of object s except  for  objects
whose loca t ion  is fixed by function.” The
RSA is defined a s “a  defined su r face
surrounding the r un way prepa red or
su itable for  reducing the risk of damage
to a irplanes in  the even t  of an
undershoot , overshoot , or  an  excu rsion
from the runway.”  The obst acle free
zon e is defined a s “the a ir spa ce below
150 feet a bove the est ablished a irpor t
eleva t ion  a long the runway and
exten ded runwa y cen ter line t ha t  is
required to be clea r  of a ll objects (except

for  fra ngible it ems r equired for
naviga t ion  of a ircra ft ) in order  to
provide clearance protect ion  for  a ir cra ft
landin g and t aking off from t he runwa y,
and for m issed appr oaches”. The RP Z is
defined a s “an  a rea  off the runway end
to enhance the protect ion  of people and
proper ty on  the ground”. The RPZ is
t r apezoida l in  shape and  centered  about
the extended runway center line. The
dim ensions of an  RPZ a re a  funct ion  of
the runway ARC and approach  visibility
minimum s.

Table  3B  su mmarizes the design
requ irements of these sa fety ar eas by
a irpor t  reference code for  Wicken burg
Mun icipal Air por t . The FAA expects
th ese a rea s t o be u nder  the cont rol of
th e airport  an d free from obstr uctions.

A review of cur ren t  a irpor t  dr awin gs
indica tes tha t  the a irport  does not  fu lly
com ply with  ARC B-I I  design
requirem ent s.  P resen t ly, Ta xiway A is
loca ted 200 feet  from the Run way 5-23
center line.  As shown  in  the t able, ARC
B-II design r equirem ents specify a
runway/t axiway sepa ra t ion  distance of
240 feet .  More importan t ly, Ta xiwa y A
is loca ted with in t he OFZ.  OFZ
standards  preclude taxiing an d pa rked
a ir cra ft .  According to Appen dix 16 of
FAA AC 15-/5300-13, Airport Design ,
the OFZ must  be clea r  to qua lify for  an
ins t rument  approach  pr ocedu re.  All
convent iona l hangars a t  the a irpor t  and
the segmen ted circle a re loca ted with in
the runway OFA.  This  includes  the
hanga rs occupied by Av-Art , loca ted
nor th of Run way 5-23 an d the
convent iona l ha ngar  loca ted  south  of
Taxiway A.  This hanga r  is loca ted only
50 feet  from the Taxiway A center line
and  obst ruct s  t he  t axiway  object   free



3-7

area  a s well.  Some t axiways a re 25 feet
wide.    As  sh own  in   the  t able,  design

standa rds  specify the taxiways be 35
feet  wide.

T A B L E  3 B

R u n w a y  D e s i g n  S ta n d a r d s

E x i s ti n g U l t i m a t e

Ai rp o r t R e fe r e n c e  C o d e

A p p r o a c h  V i s i b i l i t y  M i n i m u m s

B -I I

Visu a l

C -I I

On e Mile  

R u n w a y

W id t h

Ru n w a y S a fety  Ar ea  (RS A)

Widt h  (cen ter ed  on r u n wa y cen ter l in e)

Len gt h  Beyon d  Ru n w a y E n d

O bject  F r ee Ar ea  (OF A)

Widt h  (cen ter ed  on r u n wa y cen ter l in e)

Len gt h  Beyon d  Ru n w a y E n d

O bs t a cle F r ee  Zon e (O F Z)

Widt h  (cen ter ed  on r u n wa y cen ter l in e)

L e n g t h  B e yon d  R u n w a y  E n d  

R u n w a y P r ote ction  Zon es  (RP Z)

I n n e r  W id t h

O u t e r  W id t h

L en g t h

R u n w a y C en t er lin e  t o:

E d ge  of Air cr a ft P a r k in g

75

150

300

500

300

400

200

500

700

1 ,000

250

100

400

1 ,000

800

1 ,000

400

200

500

1 ,010

1 ,700

400

T a xi w a y s

W id t h

T a xiw a y  Ob je ct  F r e e Ar e a  W id t h

35

131

35

131

N ote :  All  d im en sion s  in  fee t

Sour ce: F AA Airp or t  Des ign  Softw a re  Vers ion  4 .2D

In  it s present  configura t ion , the a irpor t
would not  meet  ARC C-II design
sta nda rds.  In  a ddit ion  t o t he
deficiencies descr ibed above, a  major ity
of the exist ing t iedown apron  would be
loca ted with in  the runway OFA.
Addit iona l runway width  would also be
needed.  Conformance with  the lar ger
RSA and OFA a reas would a lso need to
be considered.  A fu ll eva lua t ion  of the
RSA and OFA is dependent  upon
runway length .  The a lter na t ives
an alysis will exa mine opt ions for
conforming with  these F AA design

sta nda rds  a n d elimina t ing these
obstr uctions.

RUNWAY LEN GTH

The determina t ions  of runwa y len gth
requ irements for  t he a irpor t  a re based
on four  primary factors.  These include
the cr it ica l a ircra ft  type expected to use
the a irpor t , mean maximum da ily
tempera ture of the hot tes t  month ,
runway gra dient , and a irpor t  eleva t ion .
Air cra ft  per formance declines  as each  of
these factors increase.
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For  Wicken burg Mun icipal Airpor t , the
a irpor t  eleva t ion is  2,386 feet  above
mean sea  level (MSL) and t he mean
maximum da ily t empera tu re of the
hottest  month  (J u ly) is 104.9 degrees
Fahrenheit  (F).  The effect ive runway
gra dient  for  Runway 5-23 is 1.05
percent .  Runway gradien t  is  the
difference in  eleva t ion  a t  each end of
the runway divided by t he lengt h  of the
runway.  Summert ime t empera tures
are the pr imary factors in  det ermining
runway length  requirements  for  the
a irpor t .

Using the da ta  specific to Wickenburg
Municipa l Airport , runwa y len gth
r e q u i r e m e n t s  for  t h e  va r i ou s
cla ssifica t ions of a ir cra ft  t ha t  may
opera te a t  the a irpor t  were examined
us ing the FAA Airport  Design computer
program Version  4.2D. Th is progra m
groups  genera l avia t ion  a ircra ft  in to
severa l cat egor ies , r eflect in g t h e
percen tage of the fleet  with in  each
ca tegor y and usefu l load of the a ircra ft .
T a b l e  3 C  s u m m a r i z e s  F AA
recommended ru nwa y length s for
Wickenburg Municipa l Air por t .

T A B L E  3 C

F A A  R e c o m m e n d e d  R u n w a y  L e n g t h  R e q u i r e m e n t s

A I R P O R T  A N D  R U N W AY  D A T A

Air p or t  E leva t ion 2,386 fee t

M ea n  d a ily  m a xim u m  t em p er a t u r e  of t h e  h ot t es t  m on t h 104 .9  F

M a xim u m  d iffe r en ce  in  r u n w a y ce n t er lin e  el eva t ion 44 fee t

R U N W A Y L E N G T H S  R E C O M M E N D E D  F O R  A I R P O R T  D E S I G N

S m a l l a ir p la n e s  wit h  le ss  t h a n  1 0 p a s se n ge r  se a t s

      75  per cen t  of th ese  sm a l l a i rp la n es 3 ,500 fee t

      95  per cen t  of th ese  sm a l l a i rp la n es 4 ,300 fee t

    100 per cen t  of th ese  sm a l l a i rp la n es 4 ,900 fee t

S m a l l a ir p la n e s  wit h  1 0 or  m or e  pa s s en g er  s ea t s 5 ,000 fee t

La r ge  a i rp l an es  of 60 ,000  pou n ds  or  l e s s

    75  p er cen t  of t h ese  la r ge  a ir p la n es  a t  60  p er cen t  u sefu l loa d 6,100 fee t

Sour ce :  F AA Airp or t  Des ign  Com pu ter  P rogra m  Vers ion  4 .2D.

Sm al l  a i rp l an es  - a i r c ra f t  l es s  t h an  12 ,500  pou n ds .

At it s  present  length  of 5,050 feet ,
Runway 5-23 can  accommoda te t he full
range of sma ll genera l avia t ion  a ir cra ft
(refer  to small a irplanes with  10 or
more pa ssenger  sea t s) but  fa lls shor t  of
fu lly accommodat ing common business
jet  a ircraft  (refer  to la rge a irplane
runway length  requirement s).  In
genera l,  the  exis t ing  runway length  is

s u fficien t  for  d ep a r t u r es  wh en
tempera tures a re mild  and des t ina t ions
are to r egiona l market s.  To fu lly
accommoda te th e type of business
a ir cra ft  likely t o opera te a t  the a irpor t
sa fely during summer  months  and
without  limit ing fuel a nd pa ssen ger
loading, the FAA recommends a  runway
length  of 6,100 feet .
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For  compar ison , actua l runway length
requ irements for  common business jet s
expected to opera t e a t  the a irpor t  a t  the
mean da ily maximum tempera ture
listed above have been  ana lyzed  and are
included in  Table  3D .  As shown in  the
table, runway length requirements  vary
from a  less demanding 4,600 feet  for  the

Cessna  Cita t ion  V to 8,600 feet  for  the
Dassault  Fa lcon 50.  Only t wo a ircra ft ,
the Cessna  Cita t ion  J et  and  Cessna
Cita t ion  V, can  presen t ly opera t e a t  the
a irpor t  wit hou t  incu r r ing weigh t
rest r ict ions su ch  as fuel loadin g or
passengers.

T A B L E  3 D

B u s i n e s s  J e t  R u n w a y  L e n g t h  R e q u i r e m e n t s

Ai rc ra ft  Ma k e  
a n d  Mo d e l

Airport  Reference
Code

Ce r ti fi e d  Ma x im u m
Takeoff  Weight  (pounds)

Takeoff D i stance
(fee t)

C e s sn a  Ci t a t i o n J e t 1

C essn a  C it a t ion  I 2

Da ssa u l t  Fa lcon  10

C e s s n a  C i t a t i on  I I

C e s s n a  C i t a t i o n  V

Da ssa u l t  Fa lcon  20 3

Da ssa u l t  Fa lcon  50

Lear je t  31

Lear je t  45

Beech je t  400A

Lear je t  35 /36  2,5

Lear je t  55 2,6

Ce ss n a  Cit a t ion I II /VI4

Ch a l len ger  600/604

Lear je t  60

G u lfs t r e a m  I V

B -I

B -I

B -I

B -I I

B -II

B -I I

B -I I

C -I

C -I

C -I

C -I

C -I

C -I I

C -I I

D -I

D -I I

1 0 ,0 0 0

11 ,850

16 ,100

14 ,100

1 5 ,9 0 0

28 ,660

38 ,800

17 ,000

20 ,500

18 ,740

18 ,300

21 ,500

22 ,000

40 ,125

23 ,500

75 ,000

4 ,7 0 0

5 ,500

6 ,400

7 ,500

4 ,6 0 0

5 ,500

8 ,600

6 ,400

7 ,500

6 ,500

7 ,900

8 ,300

5 ,400

6 ,500

7 ,500

6 ,300

1 Ta k eoff d ist a n ce d et er m in ed  a t  92 ° F a h r en h eit
2 Ta k eoff d ist a n ce d et er m in ed  a t  10 0°F a h r en h eit
3 Lim ited  to  25,500 pou n ds  ta ke off weigh t
4 Lim ited  to  18,000 pou n ds  ta ke off weigh t
5 Lim ited  to  17,000 pou n ds  ta ke off weigh t
6 Lim ited  to  20,000 pou n ds  ta ke off weigh t

N ote :  Air cr a ft  in  b old  ca n  op er a t e  a t  t h e e xis t in g  r u n w a y  le n gt h

Sour ce: Air cr a f t  M a n u fa ct u r e r  P e r for m a n ce  G u id e s

While three a ircra ft , the Da ssault
Fa lcon 50, Lear jet  35/36 and Lea r jet  55,
have runway length  r equ ir emen t s a t  or
a bove 8,000 feet , th ese a ircra ft  a re no
longer in product ion  and will be pha sed-
out  of the opera t ing fleet mix during the
planning per iod  of th is  master  plan .
Therefore, it is not  necessa ry to pla n  for
the exten ded takeoff requirem ent s of

th ese a ir cra ft .  The newer  pr odu ct ion
a ircra ft , such  as t he Lea r jet  31 (which
replaced the Lear jet  35/36) and Lea r jet
60 (wh ich  repla ced the Lear jet  55) a re
more efficient  and genera lly have less
r u n w a y  l e n g t h  r e q u i r e m e n t s .
Examining the a ctua l runwa y len gth
requirem en ts listed above, a n  u lt imate
runway  len gth   of  7,500  feet  should be
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exam ined a t  Wickenbur g Mun icipal
Air por t .  Th is len gth  will accommodate
typica l business jets in  product ion  and
a  major ity of the common business jets
wit h in  the oper a t iona l fleet  mix.

RUNWAY WIDTH

Runway width  is pr ima r ily determined
by the pla nning ARC for  the pa r t icu la r
runway.  The u lt ima te pla nn ing ARC
for  Runway 5-23 is C-II.  ARC C-II
design  st anda rds specify a r unway
width  of 100 feet .  Cur ren t ly, Runway 5-
23 is 75 feet  wide .  Since business
a ir cra ft  use of the a irpor t  is cur ren t ly
limited, t he exist ing runwa y widt h  is
sufficien t .  Over the long ter m, it  will be
necessary to widen Ru nway 5-23 to 100
feet  to sa fely ser ve increa sed  busin ess
a ir cra ft  use of the a irpor t  and meet  FAA
design sta nda rds.

RUNWAY P AVEMENT STRE NGTH

The most  impor tan t  fea ture of a ir field
pavement  is its a bility to withst an d
repea ted use by a ircra ft  of sign ifica nt
weigh t . Pr esent ly, Runway 5-23 has a
pavement  s t rength  of 23,000 poun ds
sin gle wheel loading (SWL) and 30,000
poun ds dua l wheel loading (DWL).  Th is
st rength  ra ting is su fficien t  on ly for
sma ll gen era l avia t ion a ircra ft .  While
the runway can  accommoda te limited
opera t ions by hea vier  a ir cra ft, a
pa vement  load bea r ing s t rengt h  of
30,000 poun ds SWL is needed to
accommodate the mix of a ir cra ft
expected to use the a irpor t  th rough the
plan ning period.

TAXIWAYS

Ta xiwa ys a re const ruct ed pr imar ily to
facilita te a ircraft  movements  to and
from the r unwa y syst em . Some
taxiwa ys a re necessa ry sim ply t o
provide access between the a prons  and
r u n wa ys wherea s other  t axiways
become necessa ry as  act ivity increases
a t  an  a irpor t  to provide safe and
efficient  use of the a irfield.

Taxiway width  is det ermined by t he
ADG of the most  demanding a ircra ft  to
use the ta xiway.  As ment ioned
pr eviously, the most  demanding a ircraft
to use Runway 5-23 fa ll with in  ADG II.
Accordin g to FAA design  s tandards, the
minimum ta xiway width  for ADG II is
35 feet .  P resent ly, a  por t ion  of Taxiway
A and Taxiways B, C, and D a re 40 feet
wide, exceeding FAA design  sta nda rds.
A port ion of Taxiway A an d Taxiways E
and F a re 25 feet wide.  These taxiwa ys
sh ould be widened t o conform with  ADG
II design sta nda rds.

Design  standa rds for  the sepa ra t ion
distances between runways and pa ra llel
taxiwa ys a re based pr imar ily on  the
ARC for  tha t  par t icu lar  runway and the
type of inst rument  approach  capability.
For  Runway 5-23, which  is not  served
by an  instrum ent a pproach, ARC B-II
design  st anda rds  specify a  runwa y/
taxiway separa t ion  d is tance of 240 feet .
ARC C-II design st anda rds specify a
runway/t axiway sepa ra t ion  distance of
300 feet  for r un ways served by visua l
approaches or  ins t rument  approaches
with  visibility m inimums of one mile.
Presen t ly, Taxiway A is loca ted 200 feet
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from the Runway 5-23 center line.  As
ment ioned previously, the loca t ion  of
the pa ra llel t axiway precludes  the
development  of an  in st rumen t  approach
procedure to the a irpor t  s ince the
taxiway is wit h in  the runway OFZ.  The
a lter na t ives ana lysis will examine t he
opt ions ava ilable for  meet ing the
runway/t axiway des ign requ irement
and ensu re t ha t  an  in st rument
approach procedure could be established
for  the a irpor t .

Hold ing aprons pr ovide an  a rea  a t  t he
runway end for  a ircra ft  to prepa re for
depar ture and/or  bypass other  a ir cra ft
wh ich  a re r eady for  depa r ture. Hold ing
aprons should be plan ned for  both
ru nwa y ends.

INS TRU MENT APP ROACH
P ROCEDURES

Inst rument  approach  procedures a re a
ser ies of ma neu ver s designed by t he
FAA which  u t ilize navigat iona l a ids and
assist  pilot s in loca t ing an d lan ding a t
an  a irpor t  and  are especia lly h elpful
d u rin g poor  wea t h er  con dit ion s.
P r esen t ly, Wicken bu r g Mu n icipa l
Air por t  is  not  served  by an  in st rument
approach .  Therefore, the a irport  is
effect ively closed du r ing poor  weather
condit ions when  visua l fligh t  can  no
longer be condu cted.

The increased use of genera l avia t ion
a ir cra ft  for  business and corpora te uses
has advanced the need for  appr oaches
a t  non-commercia l a irpor ts. With  the
need for  the a irpor t  to suppor t  and
enhance business a nd indust r ial growth
in  the Town of Wickenbu rg, it  is
impor tan t  tha t  the a irpor t  is access ible

during a ll wea ther  condit ions and tha t
the amount  of t ime the a irpor t  is
inaccess ible du e t o inclemen t  wea ther  is
redu ced.

Aircra ft  opera t ing under  Federa l
Avia t ion  Regula t ions (F .A.R.) Pa r t  135,
conduct ing aircraft cha rt er a ctivities,
a re pr imar ily a ffected  as these a ircraft
cannot  land  a t  an  a irpor t  during low
visibilit y and clou d ceiling con dit ions
wit hou t  a n  approved  in s t rumen t
approach  procedure. Therefore, facility
p lanning sh ould in clude est ablish ing
a n  inst ru ment  approach a t  the a irpor t
so the a irport  is accessible dur ing poor
weather  conditions.

Rapidly r is ing ter ra in  fea tures  to the
sout hwest  could potent ially preven t , or
sign ificant ly limit , t he capabilit ies of an
ins t rument  appr oach  to Runway 5.
There a re no such  fea tures  to the
nor thea st .  Therefore, facility p lanning
sh ou ld  i nclude  e st a blish in g a n
ins t rument  approach  procedure to
Runway 23.

The adven t  of Global Posit ion ing
S y s t e m  (GP S ) t ech n ology  wi l l
u lt ima tely pr ovide t he a irport  with  the
ca pa bility of es tablish ing ins t rument
appr oaches. As ment ioned pr eviously in
Chapter  One, the FAA is  proceeding
with  a  program to t rans it ion  from
exist ing groun d-based n aviga t ional a ids
to a sa tellite-based na vigat ion system
ut ilizing GP S t echn ology. GPS is
cur ren t ly cer t ified for  enroute guidance
and for  u se with  in st rumen t  approach
procedures. The init ial GP S appr oaches
bein g developed by the F AA provide
only course guidance informat ion . An
enhancemen t  to the GPS sys tem, the
wide      a r ea      augmenta t ion      system
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(WAAS), is expected to a llow for  GPS
a ppr oa ch es t h a t  p r ovide descen t
in format ion  as well as course guidance
in forma t ion .  Th is capa bilit y is
curren t ly only a va ilable u sin g an
Inst rument  La ndin g System (ILS). In
con tr ast  to existing na vigat iona l aids,
GPS does  not  require the ins ta lla t ion  of
cost ly naviga t iona l a ids a t  the a irpor t .

Appendix 16 of FAA AC 150/5300-13,
Airport Design , Cha nge 6, deta ils th e
requ irements for  new ins t rument
approach  procedures.  Th is a ppendix
det a ils th ree types  of ins t rument
a p p r oa ch  p r ocedu r es :  p r ec i s ion
in s t r u m en t  a ppr oa ch es, a ppr oa ch
procedures with  ver t ica l gu idance
(APV), and n onpr ecision a pproaches.
While both  the precis ion  ins t rument
and APV provide descent  and course
gu idance informat ion , the pr ecision
approach  provides the best  a pproach
min imums (visibilit y less  than  3/4 mile
and 200-foot  cloud ceilings).  The APV
ca n  p r ov id e  s im i la r  v i s ib i l i t y
minimum s, bu t  cloud ceiling minimums
only to 250 feet .  The APV is  applicable
t o a n y  a p p r oa ch  u s in g G P S .
Nonpr ecision  approaches can pr ovide
for  a p p r oa ch es  w i t h  v i s ib i l i t y
minimums less than  3/4 of a  mile and
300-foot  clou d ceilings.  S ince both
cou r s e  g u i d a n ce  a n d  d e s c e n t
in for m a t ion  is  desir a ble for  a n
ins t rument  approach  to Wicken burg
Mun icipal Air por t , a nd GPS does not
require the ins ta lla t ion  of cost ly
naviga t ion  equipment  a t  the a irpor t , an
APV approach sh ould be planned for
Wickenburg Municipa l Air por t .

A review of Appendix 16 indicat es that
the exist ing a irport  sit e can  suppor t  an
APV with  visibility minimums of one

mile and cloud ceilings a s low a s 300
feet  (provided Taxiway A is reloca ted).
Lower  visibilit y and cloud ceiling
min imums would  require an  approach
light ing sys tem.  Accor ding t o regiona l
weather  observat ions, visua l weat her
condit ions occur  near ly 99 percent  of the
t ime. Therefore, it  would appea r  t ha t
only limited inst ru men t  approach
capability is needed at  the a irport  a s
weather  condit ions seldom fa ll below
visua l condit ions. Based  upon the
preva iling weather  condit ions  and the
cost s a ssocia ted wit h  inst a lling and
main ta in ing approach lighting systems,
it  would appear  unnecessary to p lan  for
GPS approach  min imums lower  than
one mile visibilit y.

HELIP AD

The a irport  does not  have a designa ted
helipad.  Helicopter s conducted 1,600
opera t ions a t  the a irport  in 2000.
Helicopters u t ilized the same apron
a reas as fixed win g a ircr a ft , typically
opera t ing from the compass rose a rea .
Helicopter  and fixed-wing a ir cra ft
sh ould be segrega ted to the exten t
possible.

Fa cility pla n n in g sh ou ld in clu de
es tablish ing a  designa ted helipad a t  the
a irpor t .  This should be supplemented
with  two pa rking posit ions a nd be
ligh ted to a llow for  opera t ions  dur ing
low visibility con dit ions.

LIGHTIN G AND  MARKING

Curren t ly, t here a re a  number  of
light ing and pavemen t  mark ing aids
serving      pilots     us ing     Wickenburg
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Municipa l Airport .  These light ing
systems and m ar king a ids assist  pilots
in  loca t ing th e airpor t  a t  night  or poor
weather  condit ions  and assis t  in  the
gr ound movement  of a ircra ft .

Ide ntif icatio n Ligh ting

Wicken burg Municipa l Air por t  is
equipped with  a  rota t ing beacon  to
assist  pilot s in  loca t ing t he a irpor t  a t
n igh t .  The exist ing r ota t ing beacon,
loca ted next  to the t ermina l bu ildin g, is
adequa te and should be main ta ined  in
the fu ture.

R u n w a y a n d Ta xiw a y  Lig h tin g  

Runway 5-23 is equipped with  mediu m
intensit y runway light s (MIRL). The
runway is a lso equ ipped with  thresh old
lights, which indica te the loca t ion  of the
runway th reshold at n ight . These
systems are sufficien t  for  any fu ture
GP S appr oaches an d should be
maint a ined through the p lanning
period.

Effect ive gr ound movement  of a ircra ft
a t  n igh t  is enhanced by the a va ilability
of t axiway ligh t ing. Presen t ly, medium
intensit y taxiwa y ligh t ing (MITL) is in
pla ce a long a ll t axiways. Th is light ing
is sufficien t  and  should be main ta ined
thr ough  the plann ing period.

Vis u al Ap pro ac h  Lig h tin g

In  most  ins tances , the landin g phase of
any  fligh t   must   be condu cted in visua l

conditions.  To provide pilot s wit h
visua l descent  in forma t ion  during
la n dings t o t h e r u n wa y, vis u al
glideslope indicat ors a re commonly
provided a t  a irport s.  A precision
approach  pa th  indicator  (PAPI-4L) is
ins ta lled a t  the Runway 23 end for  th is
purpose.  The PAPI-4L is appropr ia te
for  the m ix of a ircraft  opera t ing a t  the
a irpor t  and  shou ld  be main ta ined
through the pla nning per iod. A simila r
syst em should  be p lanned  for  the
Run way 5 end.

R u n w a y En d
Ide ntif icatio n Ligh ting

Runway end iden t ifica t ion  light ing
provides the p ilot  with  rap id  and
posit ive ident ifica t ion  of the runway
end.  The most ba sic system  involves
runway end ident ifier  ligh ts (REILs).
As REILs provide pilot s with  the a bility
to ident ify the runway ends and
distinguish  t he runwa y end ligh t ing
from other  ligh t ing on  the a irpor t  and
in  the approach  a rea s, RE ILs should be
planned  for  each  runway end .

Airfie ld  S igns

Lighted directiona l and hold signs a re
ins ta lled a t  the a irpor t .  Th is s ignage
ident ifies runwa ys, t axiways, and apron
ar eas.  These a id pilot s in  determin ing
their  pos it ion  on  the a irpor t  and provide
direct ions to their  des ired loca t ion  on
the a irport .  These ligh t ing a ids a re
sufficien t  and sh ould be maint a ined
thr ough  the plann ing period.
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D is ta n ce  Re m ain in g  Sig n s

Dista nce remain ing signs a re commonly
insta lled a t  a irport s when there a re a
sign ifica nt  number  of bus iness a ircraft
opera tions.  Distance remain ing sign s
are loca ted  a t  1,000-foot  in terva ls  from
each  runway th reshold and indica te to
pilot s the length  of runway rem ain ing.
Light ed dista nce rema ining signs
sh ould be plann ed for Wickenburg
Municipa l Air por t .

P i lo t-Co n tro lle d  Lig h tin g

Wicken burg Mun icipal Air por t  is
equipped with  pilot -cont rolled  ligh t ing
(PCL).  PCL a llows pilot s to cont rol the
in tensit y of runway and t axiway
light ing usin g the r adio transm it ter  in
the a ircra ft .  PCL a lso provides for  more
efficient  use of runway and t axiway
light ing energy use. A PCL system
turns the runway and taxiwa y ligh ts off
or  to a  lower  in tensit y when  not  in  use.
Sim ila r  to changing the in tensit y of the
lights, pilot s can  tu rn  up the ligh t s
us ing the rad io t ransmit ter  in  the
a ir cra ft .  This system should be
maint a ined through the p lanning
period.  All a ir field ligh t ing components
should be connected to th is system.

Pave men t  Markings

Pavement  markings are designed
accordin g to the type of inst rument
approach  ava ilable on  the runway.
FAA AC 150/5340-1F , Mark ing of Paved
Areas on A irports, provides the guidance
necessary to des ign  an  a irpor t 's
ma rk ings.  Runway 5-23 is equipped
w i t h  b a s i c r u n wa y  m a r k in gs .

Nonpr ecision  markings will be requ ired
for  a  GPS approach .

Taxiway and  apron  a reas  a lso require
marking to assure tha t  a ir cra ft  r ema in
on the pa vemen t .  Yellow cen ter line
st r ipes a re cu r ren t ly pa in t ed on  a ll
t axiway an d apr on su rfaces a t  t he
a irpor t  to provide th is guida nce to
pilots.  Besides rou t ine main tenance,
th ese markings will be su fficien t
thr ough  the plann ing period.

WEATHER REPORTING

P r esen t ly, Wicken bu r g Mun icipa l
Air por t  is wit hou t  any form of
a u t om a t e d  or  a ct u a l  w e a t h e r
observa t ions to pr ovide pilot s wit h
in format ion  su ch as visibilit y, cloud
ceilings, and a lt imet er  set t ings. Wind
speed and direction  can  be est ima ted by
pilot s u sing th e ligh ted wind cone.

I t ineran t  a ircraft  opera t ions  to the
a irpor t  a r e pr imar ily a ffected by t he
absence of weather  repor t ing.  Without
weather  report ing, pilot s cann ot  rea dily
d et er m in e wea ther  condit ions a t
Wicken burg Mun icipal Airpor t  from a
dista n t  a irport .  The nearest  weather
repor t ing stat ions ar e locat ed at  Luke
AFB and Phoenix Deer Va lley Airport .
Air cra ft  opera t ing under  F .A.R. P ar t
135, conduct ing a ircraft  char ter  and
commercia l activit ies , a re especially
a ffected as these a ircra ft  cannot  opera te
a t  the a irpor t  un less current  weather
repor t ing is available.

To provide weather  r eport ing, a n
au tomated weather  observat ion  system
(AWOS) or  a u t om a t ed  s u r fa ce
observat ion system (ASOS) is commonly
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insta lled a t  an  a irpor t .  Both  systems
provide sim ila r  capa bilit ies wh ich
include repor t ing cur ren t  weather
condit ions such  as: a ltim eter  set t ing,
wind direct ion  and speed, t empera ture,
dewpoint , den sit y a lt itude, visibility,
clou d ceilings da ta , and precipita t ion
ident ifica t ion  and in tensit y.  Facility
p lanning for  Wickenbu rg Municipa l
Air por t  should inclu de the insta lla t ion
of an  au tomated  weather  repor t ing
system.  Th is would provide pilot s flying
in to or  ou t  of the a irpor t  more accura te
informat ion about wea th er conditions in
the a rea .

OTHER FACILITIES

The a irpor t  ha s a  ligh ted wind cone
which  provides pilot s with  informat ion
about  wind condit ions.  A segmen ted
ci r cle  p r ov ides t r a ffi c p a t t e r n
in format ion  to pilot s.  These facilities
are required when the a irpor t  is not
served   by   a    24-hour    a irpor t    t r a ffic

cont rol tower (ATCT).  These facilit ies
are su fficient  and sh ould be maint a ined
in  the fu ture.  However, as ment ioned
pr eviously, th e segmen ted circle is
wit h in  the runway OFA an d sh ould be
reloca ted.

AIR TRAFF IC CONTROL

Wicken burg Municipa l Air por t  does not
have an  opera t iona l ATCT; therefore,
no formal termina l a ir  t ra ffic cont rol
services a re ava ilable a t  the a irpor t .
The establishment  of a  fu lly-fu nded
ATCT, sta ffed a nd main ta ined by FAA
per sonnel, follows guida nce provided in
FAA Ha ndbook 7031.2C, A irw ay
Planning S tandard  N um ber One -
Term inal Air N avigat ion  Facilities and
Air T raffic Control S ervices.  To be
ident ified a s a  possible candida te for  an
ATCT, the sum of the following formula
mu st  be grea ter  than  or  equ a l to one.
The form ula  is as follows:

AC + AT + GAI + GAL + MI + ML = X

38,000 90,000 160,000 280,000 48,000 90,000

Wher e:

AC = Air  Carr ier  Opera t ions
AT = Air  Taxi Opera t ions
GAI = Gen era l Avia t ion  It ineran t  Opera t ions
GAL = Genera l Avia t ion  Loca l Opera t ions
MI = Milita ry I t ineran t  Opera t ions
ML = Milita ry Loca l Opera t ions

Using cur ren t  act ivity levels and t hose
forecast  act ivity levels prepa red in
Chapter  Two, it  is expected th a t  t he
a irpor t  would not  qua lify as a  possible
candida te  for  a  fu lly-funded FAA ATCT

due to levels of a ir  t ra ffic a t  the a irpor t .
At  cur ren t  act ivity levels , the sum of
the formula a bove is 0.13.  At  long term
planning hor izon  levels , the su m is 0.34.
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A remote communica t ions out let (RCO)
is comm only est a blished a t  an  a irpor t
tha t has  an  ins t rument  a pproach
procedure.  The RCO provides pilot s
wit h  a  dir ect connection to the Air
Route Tra ffic Cont rol Cent er  (ARTCC)
for  t he open ing and closing of
ins t rument  flight  plans.  An RCO
sh ould be plann ed for t he a irpor t  once
an inst rument  appr oach  pr ocedu re is
developed.

AIRF IELD  CONCLUSIONS

A summary of the a ir field facility
requ irements is presented  on  Exh ibit
3B .  The crit ica l design  a ircra ft
cur ren t ly fa lls with in ARC B-II.
Presen t ly, the a irpor t  does not  fu lly
meet  all ARC B-II design sta nda rds.
Taxiway A is loca ted only 200 feet  from
the ru nway centerline.  In  th is loca t ion ,
Taxiway A obst ruct s the OFZ and
preven t s the establishm ent  of a  GPS
approach  to th e a irport .  Design
standa rds  require t h is taxiway be 240
feet  from the runway center line.  The
exist ing Av-Ar t  ha ngars  nor th  of
Runway 5-23 obs t ruct  the runway OFA.
The exist ing convent iona l hangar  sou th
of Taxiway A obst ructs both  the runway
OFA and Taxiway A OFA.  The
segmen ted circle is a lso loca ted with in
the runwa y OFA.  Addit iona l t a xiway
width  is needed for  Ta xiways A, E, and
F .

In  the fu tu re, t he cr it ica l design  a ircra ft
is expected to fa ll within ARC C-II.
Th is places n ew a ir field design
requ irements on  the a irpor t , including
a  runway/taxiway sepa ra t ion  of 300 feet

and a  la rger  RSA and OFA.  The
exist ing a ircra ft  pa rking ar eas would be
with in  the runway OFA.

An u lt imate runway length  of 7,500 feet
sh ould be examined.  Th is would bet ter
serve business jet opera tors at  th e
a irpor t  wh ich  a re weigh t -lim it ed,
esp ecially du r in g wa r m  su m m er
month s.  An in ter im runway length  of
6,100 feet sh ould be considered.

In  order  to prepare for  fu tu re cr it ica l
design  a ircra ft , th e Runway 5-23
pavement  st rength  should be increased
to 30,000 pounds sin gle wh eel loadin g
(SWL). A helipad should ultim a tely be
const ructed to enhance a ircra ft  sa fety
and opera t ions on  the ground by
segr ega t ing helicopter  and  fixed-wing
a ircra ft .

To provide for a ircra ft  a rr iva ls dur ing
low visibil it y an d cloud ceiling
conditions, an  in st rumen t  approach
procedure should be established t o
Runway 23.  A P API-4 is recommended
for  the Runway 5 end .  REILs  a re
recommended for  each  runway end.
Light ed distance r emaining signs a nd
nonpr ecision  runway markings ar e also
needed a t  the a irpor t .

The addit ion  of an  au tomated wea ther
repor t ing system would enable loca l and
t ransient  pilot s t o determine wea ther
condit ions a t  the a irport . This increa sed
knowledge would a llow the pilot  to
make bet ter  decisions about  flying into
or  out  of the a irpor t .  The following
chapter  will exam ine t he opt ions
ava ilable for m eet ing a ll these design
requirem ent s.



EXISTING SHORT TERM NEED
(0-10 Years)

LONG TERM NEED
(10-25 Years)

None Automated Surface Observation System

GPS Approach to Runway 23
Straight in Approach with Vertical Guidance

One-Mile Visibility, 300' Cloud Ceilings

Remote Communications Outlet (RCO)

Automated Surface Observation System

GPS Approach to Runway 23
Straight in Approach with Vertical Guidance

One-Mile Visibility, 300' Cloud Ceilings

Remote Communications Outlet (RCO)

Rotating Beacon
Medium Intensity Runway Lighting (MIRL)
Medium Intensity Taxiway Lighting (MITL)

PAPI-4L (Runway 23)
Basic Runway Markings

Pilot Controlled Lighting (PCL)
Lighted Runway/Taxiway Directional Signs

Segmented Circle/Lighted Windcone

Rotating Beacon
Medium Intensity Runway Lighting (MIRL)
Medium Intensity Taxiway Lighting (MITL)

PAPI-4L (Runways 5 & 23)
REILs (Runways 5 & 23)

Nonprecision Runway Markings
Lighted Distance Remaining Signs

Pilot Controlled Lighting (PCL)
Lighted Runway/Taxiway Directional Signs

Segmented Circle/Lighted Windcone

Rotating Beacon
Medium Intensity Runway Lighting (MIRL)
Medium Intensity Taxiway Lighting (MITL)

PAPI-4L (Runways 5 & 23)
REILs (Runways 5 & 23)

Nonprecision Runway Markings
Lighted Distance Remaining Signs

Pilot Controlled Lighting (PCL)
Lighted Runway/Taxiway Directional Signs

Segmented Circle/Lighted Windcone

Runway 5-23 
ARC B-II

5,050' x 75'
23,000# SWL • 30,000# DWL

Blast Pad - Runway 5

TAXIWAYS
Full-Length Parallel Taxiway A

25' to 40' wide • 200' from runway centerline
5 Entrance/Exit Taxiways

Taxiways B, C, D - 40' wide
Taxiways E, F - 25' wide

Runway 5-23 
ARC C-II

6,100' x 75'
30,000# SWL • 60,000# DWL

Blast Pad Each End

TAXIWAYS
Full-Length Parallel Taxiway

35' wide • 300' from runway centerline
5 Entrance/Exit Taxiways - 35' wide

Holding Aprons Each End

Runway 5-23 
ARC C-II

7,500' x 100'
30,000# SWL • 60,000# DWL

Blast Pad Each End

TAXIWAYS
Full-Length Parallel Taxiway

35' wide • 300' from runway centerline
5 Entrance/Exit Taxiways - 35' wide

Holding Aprons Each End

Exhibit 3B
AIRFIELD REQUIREMENTS

01
M

P
06

-3
B

-1
1/

19
/0

3

2 Parking Positions
Lighted

RUNWAYS AND TAXIWAYS

WEATHER AND COMMUNICATION FACILITIES/INSTRUMENT APPROACH PROCEDURES

AIRFIELD LIGHTING AND MARKINGS

HELIPAD

None 2 Parking Positions
Lighted

M U N I C I P A L  A I R P O R T
❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖

ARC -
PAPI -
REIL -

Airport Reference Code
Precision Approach Path Indicator
Runway End Identifier Lights

KEY
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LANDS IDE
REQUIREMENTS

Lan dside facilit ies a re those necessa ry
for  handling of a ir cra ft  and  passengers
wh ile on  the ground.  These facilit ies
provide the essen t ial in terface between
the a ir  and ground t ranspor ta t ion
modes.  The capacit ies of the va r ious
components of each  a rea  were exa mined
in  rela t ion  to p rojected demand to
ident ify fut ur e landside facility needs.

HAN GAR REQU IRE MEN TS

Utiliza t ion  of ha nga r spa ce varies as a
funct ion  of loca l clima te, secur it y, a nd
owner  preferences.  The t r end in
gener a l aviat ion  a ircra ft , whether
sin gle or  mult i-engine, is towar ds more
sophist ica ted a ircra ft  (and consequent ly
more expensive a ircra ft ).  Therefore,
many a ircra ft  owners pr efer  enclosed
hangar  space to ou t side tiedowns.
Presen t ly, a ll the hangars  a t  the a irpor t
a re occupied.  The Town of Wickenburg
has issued a  request  for pr oposals for
the development  of addit iona l a ir cra ft
storage hangar s a t  the a irport .  These
are plan ned t o be developed  a long t he
apron  east  of the pr ima ry apron  a rea .

The dema nd for  a ir cra ft  storage
hangars is  dependent  upon the number
and type of a ircra ft  expected to be based
a t  the a irport  in t he fu ture.  For
p lanning pu rposes, it  is necessa ry to
est imate hangar  requirem ents ba sed
upon forecast  opera t iona l act ivity.
However , hangar  developm en t  sh ould
be based u pon a ctua l demand t ren ds
and fin ancia l investment  condit ions.
While a  major ity of a ircraft  owners
prefer  en closed a ircra ft  st ora ge, a

number  of based a ircra ft  will st ill
t iedown outside (due to the lack of
hanga r  ava ilabilit y, hanga r  r en ta l
rat es, a n d/or  oper a t iona l needs).
Therefore, enclosed h angar  facilit ies
sh ould not  be planned for  each  based
a ircra ft .  At  Wickenburg Municipa l
Air por t , 70 percen t  of the ba sed a ircra ft
a re curren t ly st ored in  en closed h angar
facilit ies .  In  the fut ure, it  is est ima ted
tha t 85 percent  of based a ircra ft  will be
loca t ed  with in en closed  h a n ga r
facilities.

Future hangar  requirements  for  the
a irpor t  a re summar ized  on  Exh ibit 3C.
A planning st anda rd of 1,200 squa re
feet  per  based a ircra ft  st ored in T-
hangars has  been  used to determine
fu tu re T-hanga r  r equ ir em en t s. A
planning st anda rd of 2,500 squa re feet
for  la rge a ircra ft  stored in  convent iona l
hangars has  been  used  to determine
fu ture convent iona l ha ngar  require-
men ts.  Conven t iona l hanga r  a rea  was
increa sed by 15 percent  to account  for
fu ture aircraft m ain ten an ce needs.
Air craft  stora ge and m aint ena nce needs
are cur ren t ly being met  th rough the use
of thr ee convent iona l ha nga rs a nd one
sha de hangar . Chapter  Four , Air por t
Development  Alternat ives, will examine
the opt ions  ava ilable for  hangar
development  a t  t h e a ir por t  a nd
determine the best  loca t ion  for  each
type of hangar  facilit y.

AIRCRAFT P ARKING
AP RON REQU IRE MEN TS

Air cra ft  parking apron  requirements
are pr imar ily determined by examining
both locally-based and t r ansien t  a ir cra ft
posit ions     required     in     the    fu ture.
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Trans ien t  a ir cra ft  pa rking ap ron
posit ions a re est ima ted a s a  percen tage
of forecast  busy day opera tions.

For  Wicken burg Mun icipal Airpor t , the
fu ture number  of t rans ien t  a ircraft
parking positions wa s determined as
17.5 percent  of forecast  busy day
opera tions. Tota l apron  requ irements
were deter mined by a pplyin g a
p lanning cr it erion of 800 square yar ds
of apron  for  each  t r ansien t  a ir cra ft
parking posit ion  and 650 squa re yar ds
for  each loca lly-based a ircra ft  pa rk ing
posit ion . Tra nsient  business jet a pron
requ irements were determined by
applying a  p lanning cr iter ion  of 1,600
squa re ya rds  for  each  t r a nsien t
business jet  pa rking posit ion .

Presen t ly, appr oxima tely 63 a ir cra ft
t iedown posit ions a re ava ilable for  both
t rans ien t  and loca lly-based a ircra ft  on
the exist ing 40,900 square-yard  park ing
apron .  As  shown on  Exh ibit 3C, the
number  of a ircra ft  t iedown posit ions
appears to be adequ a te through the
planning per iod.  However , facility
p lanning must  cons ider  the loss of the
apron  east  of the pr ima ry apron  a rea
when exa mining long term apron  needs.
As  ment ioned pr eviously, addit iona l T-
hangar  development  is being considered
for  th is apr on a rea . Addit iona lly, t he
exist ing pr ima ry apron  a rea  is loca ted
with in  the u ltim a te ARC C-II r unway
OFA and will need to be replaced
ou t side th is a r ea .

TER MINAL BUILDING
REQU IRE MEN TS

Genera l avia t ion  t ermina l facilit ies
p rov ide  a n  a r ea  for  t r a n sien t

passengers to meet  waiting passengers,
pilots’ loun ge and fligh t  pla nning,
concessions, managemen t , st orage,
rest rooms, a n d gen er a l a via t ion
businesses providing services such as
refueling and line services.  The
exist ing gener a l avia t ion  t ermina l
bu ildin g a t  Wickenburg Municipal
Air por t  encompa sses a pproximately
1,200 squa re feet an d provides areas for
th ese activities.

The size of the t ermina l bu ildin g is
dependent  upon m an y factors, most
impor tan t ly the type of act ivities to be
accommoda ted in  the termina l bu ildin g.
Futu re termina l requ irem en ts h ave
been determined for  the a irport  based
upon the forecas t  number  of passengers
presen ted in  Chapter  Two and  are
shown on  Ex h ib it  3C.

SUP P ORT R EQU IRE MEN TS

Various facilit ies t ha t  do not  logica lly
fa ll with in  classifica t ions of a ir field,
t ermina l bu ilding, or  genera l avia t ion
a reas have been ident ified.  These other
a reas pr ovide certa in  funct ions r ela ted
to th e overa ll opera tion a nd sa fety of
the a irport  and include: a irport  access,
veh icle pa rking, fuel s torage, a nd
a ircra ft  rescue a nd firefight ing.

Airport  Access

The a irpor t  is pr imar ily accessed via
U.S. Highway 60. On the a irport , a t wo-
lane access  road leads to the t ermina l
bu ildin g and  apron  area  providin g
a ccess for ba sed aircra ft owner s.  A
paved road pr ovides access to th e Av-
Art   facilities  and  adjacent  Wickenburg



AIRCRAFT PARKING APRON

AIRCRAFT STORAGE HANGARS

AIRCRAFT PARKING APRON

AIRCRAFT STORAGE HANGARS

General Aviation Terminal Facilities (s.f.) 1,200 3,200 3,800 4,800
General Aviation Automobile Parking 15 72 85 106

Fuel Storage (gallons)
 100LL AVGAS 10,000 4,100 8,500 15,900
 JET-A 10,000 6,900 11,500 19,100

Other Facilities  Aircraft Wash Rack  Covered Aircraft
     Owner's Maint.
     Facility/Wash Rack

Exhibit 3C
LANDSIDE FACILITY REQUIREMENTS

Aircraft to be Hangared

T-Hangars
Conventional Hangars

Hangar Area Requirements
  T-Hangar Area (s.f.)
  Conventional Hangar Storage Area (s.f.)

Total Hangar Area (s.f.)

30 

30 
1-2 

   
   38,800 

12,400 

51,200

44 

36 

8  

41,800 
16,100 

57,900

58 

47 
11 

   
52,600 
22,300 

74,900

73 

57 
19 

   
62,300 
41,000 

103,300

Single, Multi-engine Transient 
Aircraft Positions --- 22 25 28
 Apron Area (s.y.) --- 17,600 20,000 22,400

Transient Business Jet Positions --- 2 3 5
 Apron Area (s.y.) --- 3,200 4,800 8,000

Locally-Based Aircraft Positions --- 16 12 12 
 Apron Area (s.y.) --- 10,400 7,800 7,800

Total Positions 63 40 40 45
Total Apron Area (s.y.) 40,900 31,200 32,600 38,200

SHORT TERM NEED INTERMEDIATE NEEDAVAILABLE LONG TERM NEED

SHORT TERM NEED INTERMEDIATE NEEDAVAILABLE LONG TERM NEED

1

1 Includes hangar access taxilanes
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Indust r ia l Airpa rk.  These roadwa ys
provide su fficien t  capacit y for  the level
of act ivity at  the a irpor t  and  will not
require any upgr a des  to serve the
a irpor t .

Ve h ic le  P a rk in g

The only design a ted vehicle pa rking for
the a irpor t  is loca ted direct ly east  of the
t er m in a l bu ild in g a n d  pr ovides
approximately 15 veh icle pa rking
spaces.  This par king ar ea serves the
g e n e r a l  p u b l i c,  t e r m in a l  a r e a
em ployees , and general aviat ion pilots.
Veh icle pa rking requ irem en ts h ave
been determined for  the a irpor t  and  are
shown on  Ex h ib it  3C.  As  shown on  the
exh ibit , addit iona l vehicle parking
areas  a re needed through the p lanning
period. This wou ld inclu de addit iona l
parking a reas adjacen t  to the pu blic
t ermina l bu ilding for  t ransient  users
and visitors, as well a s pa rking for
based aircraft owner s a d jacent  to the
ma in tiedown a nd h an gar a rea s.

Fuel  Storage

Fuel stora ge an d dispensing facilities at
the a irport  a re owned by th e Town of
Wicken bu rg.  Fuel stora ge is pr ovided
in  a  sin gle 20,000-gallon  s torage tank
loca ted south  of the t ermina l bu ildin g.
S epa r a t e 10,000-ga llon  ch a m ber s
with in  the t ank  provide for  100LL and
J et -A fuel s torage. Fuel is dispensed
through a  fuel isla nd  loca ted  on  the
a ir cra ft  apron , just  nor th  of the
termina l bu ildin g.

According to fuel records, approximately
35,000 ga llons of 100LL Avgas wer e

sold in 2000. This equa tes t o
approximately 2,900 ga llons in  an
average month , or  two gallons per
gener a l avia t ion  opera t ion  requir ing
100LL Avga s.  Approxima tely 59,000
ga llons of J et -A fuel were sold in  2000.
Th is equa tes to appr oxima tely 4,900
ga llons in  an  aver a ge month , or  100
ga llons per  opera t ion  requiring J et -A
fuel.  These ra t ios were u t ilized  as the
ba selin e to project  fu ture Avgas  and
J et-A needs.

Exh ibit 3C p resents  fu ture Avgas  and
J et -A s torage requirements  for  the
a irpor t  based upon t hese fuel use
projections.  Fuel stora ge requ irements
are typically based u pon main ta in ing a
two-week su pply of fuel du r ing an
average month , however , more frequent
deliver ies can  reduce the fuel storage
capacity requirement .  Based  upon the
use a ssu mpt ions presented a bove, it  is
an t icipa ted tha t addit iona l fuel storage
will be needed through t he planning
period.

Aircraft  Wash  Faci l i ty

Present ly, there is not a  designa ted
a ircra ft  wash  facility on t he a irport .
Considera t ion  should be given t o
es tablish ing an  a ir cra ft  wash  facility a t
the a irpor t  to collect  a ircraft  cleaning
fluids used  dur ing the clean ing process.

Other  a irpor t s, su ch  as Glenda le
Mun icipal Airport , have combined an
a ircra ft  owner  main tenance facility
with  the wash  facility.  This t ypically
has involved covering th e wash  r a ck
a rea .  These a reas typ ica lly provide for
the collect ion  of used  a ircraft  oil and
other   hazardous  m a ter ia ls and provide
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a  covered a rea  for  a ircraft  washing and
ligh t  main tenance.  The development  of
a  sim ila r  facility a t  the a irport  could
reduce environm ent a l exposure and
provide an  addit iona l revenue source
wh ich  could be used to am ort ize
developmen t costs.

P e rim e te r F e n cin g
a n d  Ac c e ss  Ga te s

The a irpor t  is  present ly equipped with
a  combina t ion of four -st ra nd a nd five-
s t rand ba rbed-wire fencing. The veh icle
a ccess poin t  t o the apron  a rea  is
equipped with  a  manua l ga te. Th is type
of fencing pr ovides limited abilit y t o
prevent  ina dvert en t  access to the
a ir cra ft  opera t iona l a reas by wildlife
an d vehicles.

Fu ture facility pla nning sh ould consider
rep lacing the cur ren t  barbed-wire
fencing with  cha in-link fencing.  This
wou ld  l im it  t h e  pot en t ia l  for
ina dvert ent  access t o the a irport  by
wildlife and veh icles a nd provide
grea ter  secur ity.  Secur ing the fencing
to the gr ound can  prevent  wildlife from
burrowing under  the fen cing.  An
a u t om a ted a ccess gat e, oper a t ed
through a  keypad or  ca rd syst em,
sh ould be planned for  ea ch  veh icle
ent rance to the a ir cra ft  opera t iona l
a reas.  This would a llow the a irpor t  to
cont rol th e vehicles wh ich  access the
a ir cra ft  opera t iona l a reas  and prevent
vehicles from inadver ten t ly accessing
th ese ar eas.

U ti li ti es

Electr ica l, wat er, an d san ita ry sewer
services a re ava ilable a t  the a irpor t .
E lect r ica l service is provided by Ar izon a

Public Service.  Water  and sewer
services a re pr ovided by t he Town of
Wicken bu rg.  The a irport  wa s r ecent ly
connect ed to the Town’s sewer  system.
No informat ion  collected  dur ing the
in ve n t or y  e ffor t  r e v e a l e d  a n y
deficiencies in providing th ese services
a t  the a irport .  Therefore, it  is a ssu med
tha t a ll fut ur e ut ility needs will be
su fficien t ly met .  New a viat ion  facilit ies
(hangars , t ermina l bu ildin gs) will likely
require new ut ility extensions to
primary service lines and sh ould be
included in fut ur e design est ima tes.

Aircraft  Res cu e a nd  Firefightin g

The a irpor t  is not  r equ ired to ma in ta in
a ir cra ft  rescue and firefight ing ser vices
a t  th e airport  since it is not  served by
schedu led a irline service or  char ter
opera tors using a ircra ft  with  more than
30 passengers sea ts .  A Town of
Wicken burg fir e sta t ion  is loca ted four
miles eas t  of the a irpor t  a long U.S.
Highwa y 60.

LAND SIDE CON CLUSIONS

Lan dside facility requirements  a re
summarized on  Ex h ib it  3C.  To
accommodate forecast  genera l avia t ion
dema nd,  en closed T-h a n ga r  a nd
convent iona l ha ngar  spa ce will be
required through  the plann ing period.
Addit iona l vehicle pa rk ing a reas nea r
the termina l and  hangar  a r ea s will be
needed through the pla nning per iod.
Future plann ing shou ld include an
a ir cra ft  wash rack and tenant  main-
tenance shelter .  An  a lterna te loca t ion
for  the prim a ry a ircraft  parking apron
sh ould be considered, a s it  is loca ted
with in  the fu ture ARC C-II runway
OFA.
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Chapter Four
AIRPORT DEVELOPMENT

ALTERNATIVES



Prior to defining the development
program for Wickenburg Municipal
Airport, it is important to consider
development potential and constraints at
the airport. The purpose of this chapter
is to consider the actual physical
facilities that are needed to
accommodate projected demand and
meet the program requirements as
defined in Chapter Three, Airport
Facility Requirements.

In this chapter, a series of airport
development scenarios are considered
for the airport. In each of these scenarios,
different physical facility layouts are
presented for the purposes of evaluation.
The ultimate goal is to develop the
underlying rationale that supports the
final master plan recommendations.
Through this process, an evaluation of
the highest and best uses of airport
property is made while considering local
goals, physical constraints, and
appropriate federal airport design
standards, where appropriate.

Any development proposed by a master
plan evolves from an analysis of 

projected needs. Though the needs were
determined by the best methodology
available, it cannot be assumed that
future events will not change these
needs. The master planning process
attempts to develop a viable concept for
meeting the needs caused by projected
demands through the planning period.

The number of potential alternatives that
can be considered can be endless.
Therefore, some judgment must be
applied to identify the alternatives that
have the greatest potential for
implementation. The alternatives
presented in this chapter have been
identified as such.

Airport Development Alternatives
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The a lt erna t ives presented in  th is
chapter  have been developed t o meet
the overa ll progr am object ives for  the
a irpor t  in  a  ba lanced manner .  Through
coor din a t ion  wit h  t h e P la n n in g
Advisory Committ ee (PAC) and t he
Town of Wickenburg, the a lter na t ives
(or  combina t ion  thereof) will be refined
and modified as necessa ry t o develop
t h e  r e com m e n d e d  d e v e l op m e n t
program.  Therefore, th e a lter na t ives
presen ted in  th is chapter  can  be
considered a  beginning poin t  in  the
development  of the recommended
master  plan  development  program and
inpu t  will be necessa ry to define t he
resu ltan t  developmen t  pr ogra m.

While the focus of the an alysis
su m m a r ized in  t his  ch a p t er  is
ident ifying fu ture development  opt ions
for  Wickenbu rg Municipa l Airport , it  is
also impor tan t  to consider  the impact s
of a l t e r n a t ive s  t o d e v e l op in g
Wicken burg Municipa l Airport  to meet
fu ture demands .  These inclu de: 1) no
fu ture development  a t  the a irpor t  (“no
act ion” a lter na t ive); and 2) t ransfer r ing
avia t ion  demand to another  a irpor t .

The “no act ion” a lterna t ive essen t ia lly
considers keeping the a irport  in  it s
present  condit ion  and  not  provid ing for
any type of improvemen t  to the exis t ing
fa cili t ies  t o a ccom m od a t e fu t u r e
dema nd.  The primary resu lt s of th is
a lt erna t ive would be the inability of t he
a irpor t  to sa t isfy th e projected avia t ion
demands of t he a irpor t  service a rea  a s
well a s experience a ddit iona l economic
growth  th rough  the development  of
viable pa rcels of lan d.

The a irpor t ’s avia t ion  forecast s and  the
an alysis of fa cilit y r equ ir emen t s

indica t ed a  poten t ia l need  for  a
lengthened runway, increased sa fety
ar eas, and grea ter  runway/taxiway
separa t ion  dist ance.  Addit iona lly, t he
facility requirem ents a na lysis indica ted
a  need for  the establishm ent  of an
in s t r u m en t  a ppr oa ch  p roced u re ,
a ddit ion a l a ir field ligh t in g, a n d
expan ded hangar  facilities.

Without  th ese improvemen ts t o t he
a irpor t  facilit ies, regu la r  and poten t ia l
users of the a irpor t  will be const ra ined
from tak ing maximum advan tage of the
a irpor t ’s a ir  t ranspor ta t ion capa bilities.
The Town of Wicken burg would  a lso not
be able t o accrue a ddit iona l economic
growth  through the in t roduct ion  of new
and/or  expanded businesses  a t  the
a irpor t .

The unavoidable consequences  of the
“no act ion” a lterna t ive would in volve
the airport’s ina bilit y t o a t t r act
poten t ia l a irpor t  user s. Corpora te
avia t ion  pla ys a  major  role in  the
t ranspor ta t ion  of business leaders.
Thu s, an  a irpor t ’s  facilit ies  a re often  the
first  impression many corpora te officia ls
will ha ve of the community.  If the
a irpor t  does n ot h ave t he capa bilit y t o
meet  hangar , apron , or  airfield needs of
p ot e n t ia l  u s e r s , t h e  a i r p or t ’s
capa bilit ies to accommoda te businesses
tha t rely on  a ir t ransport a t ion  will be
diminished.  As deta iled in  Chapter
Two, Avia t ion Dema nd F orecast s,
corpora te aviat ion  is becoming an
increa sin g la rger  por t ion  of tota l
gener a l avia t ion  act ivity regiona lly,
n a t ion a lly, a n d  a t  Wick en bu r g
Municipa l Air por t .

An overa ll impact  of the a lt erna t ive will
be  the  inability  to  a t t ract   new  user s,



4-3

especially th ose  businesses  a n d
in d u st r ies  s eek in g loca t ion  wit h
a dequa te and conven ien t  avia t ion
facilities. Withou t  r egu la r  main tenance
and addit iona l improvemen ts, poten t ia l
users and business for  the loca l ar ea
cou ld be lost . To propose no fur ther
development  a t  the a irport  would be
incons is ten t  with  loca l community goa ls
to expand t he economic development  of
the Town  of Wicken bu rg.

Trans fer r ing a viat ion  services t o
another  a irport  essen t ially considers
limit ing development  a t  Wicken burg
Mun icipal Airpor t  and relying on  other
a irpor t s to serve avia t ion  demand for
the loca l a rea .  As det a iled in  Chapter
One, ther e ar e only th ree public use
a irpor t s with in  30 naut ica l miles of
Wicken burg Municipa l Airport .  Only
Pleasant Va lley Airpor t  and Buckeye
Air por t  pr ovide paved r unwa ys, wit h
Forepa ugh Airport  pr oviding only a  dir t
st rip.  Forepa ugh Airpor t  does  not
provide any services, wh ile services a t
P leasant Va lley Airport  a re cur ren t ly
limit ed to soar ing act ivit ies .  With  a
runway length  of 4,300 feet , Buckeye
Air por t  cannot  serve the mix of business
jet s cu r r en t ly u s in g Wick en bu r g
Mun icipal Airport .  Consider ing the
cur ren t  capa bilit y of th ese airports,
none of these a irpor t s is presen t ly
configured to serve the exist ing m ix of
a ir cra ft  usin g Wickenburg Municipa l
Air port  without  sign ifica nt  investments.

Buckeye Air por t  is a lso loca ted a
considerable d is tance from the Town of
Wicken burg and would  not  be in  a  good
posit ion  to ser ve loca l dem and.  While
Pleasant Va lley Airport  and Buckeye
A i r p o r t  c o u l d  t h e o r e t i c a l l y
accommoda te a  por t ion  of the demand
from Wickenburg Municipa l Airpor t ,

each  of t hese a irpor t s has a  role to fill in
the regiona l and na t iona l avia t ion
system.  Accommodat ing dema nd from
Wicken burg Municipa l Airport  could
poten t ia lly reduce the long-term ability
of these a irpor t s  to meet  their  fu ture
dema nd levels.

As new in du st r ies in  the community
begin  to emerge an d existing busin esses
expand, ther e will be a n eed for  a  h ighly
funct iona l a irport .  Genera l avia t ion
pla ys a n  impor t an t role in  the way
companies conduct t heir businesses.
Wicken burg Municipa l Airpor t  is
expected to cont r ibu te to economic
development  of the a rea  by serving the
gener a l aviat ion n eeds of t he Town of
Wicken burg an d sur roun ding area s.
Th is role is not ea sily replaced by
another  a irpor t .

The Town of Wicken burg leases  the
Forepa ugh Airport  sit e from the United
St a tes Bureau  of Land Mana gemen t
(BLM).  Wh ile th is a irpor t  is pr esent ly
not  developed  to accommodate the
demand experienced a t  Wicken burg
Mun icipal Airport , the F orepa ugh
Air por t  may have t he a bilit y to serve
the long-term avia t ion  demand of the
Town of Wicken burg.  The a lter na t ives
to follow will consider  accommoda t ing
the long-t erm avia t ion  needs of the
Town of Wicken bu rg a t  Forepaugh
Air por t .

AIRP OR T D EVELOP MENT
OB J ECTIVES

It  is t he overa ll object ive of th is effor t  to
produce a  ba lan ced a irside a nd lan dside
complex to serve forecas t  avia t ion
dema nds. However , before defin ing and
eva lua t ing  specific a lterna t ives, a irpor t



4-4

development  object ives  shou ld be
considered.  As  owner  and  opera tor , the
Town of Wicken burg provides  the
overa ll gu idance for  t he opera t ion  and
development  of Wicken burg Mun icipal
Air por t .  I t  is  of primary concern  that
the a irport  is ma rk eted, developed, and
opera ted for  the bet terment  of the
community and  it s  users. With  th is in
mind, t he following developm ent
object ives have been  defined for  th is
planning effor t :

1. Deve lop a  sa fe, a t t r a ct ive, a n d
efficien t  a via t ion fa cilit y in
accordance with  applicable feder a l,
sta te, and local regulat ions.

2. Iden t ify facilit ies t o efficien t ly serve
general aviat ion u sers.

3. Iden t ify t h e n ecessa ry im p r ove-
ments tha t  will p rovide sufficien t
a irside and la ndside capa city to
a ccom m oda t e t h e lon g ter m
planning hor izon  level of dema nd of
the a rea .

4. Target loca l economic development
t h r ou gh  t h e de velopm en t  of
ava ilable proper ty.

5. Main ta in  and opera te the a irpor t  in
com p l i a n ce  w i t h  a pp l i ca b l e
e n v i r on m e n t a l  r e g u l a t i on s ,
sta nda rds a nd guidelines.

The rem a inder  of th is cha pt er  will
descr ibe var ious development  a lter -
na t ives for  the a ir side and la ndside
facilit ies.  With in each of th ese
component s, specific facilities ar e
required or  des ired. Alth ough  each
comp on en t  is t r ea t ed sepa ra t ely,
p lanning mu st  in tegra te the individua l

requ irements so tha t  they complement
one another .

EVALUAT ION  CATEGOR IES 
AN D CR ITER IA

Th e eva lu a t ion  of deve lopm en t
a lter na t ives includes both  qu ant it a t ive
and su bject ive cr iter ia .  Quant ita t ive
cr iter ia  inclu de (but  a re not  limited to)
t h e  t ype  a n d  s ize  of fa cilit y
development , cos ts and  regula tory
requirem ent s.  Su bject ive cr iter ia  could
include preferences for  facility layou t
and efficiency. The weigh t  given  to each
cr iter ion  can  be as su bject ive as  the
cr iter ia  itself.  Therefore, th e best
manner  in  wh ich  to eva lua t e each
a lterna t ive is to defin e eva lua t ion
ca tegor ies and  cr iter ia  tha t  a id  the
eva lu a t or  in  u n d er s t a t in g t h e
advantages and/or  disadva ntages of the
proposed a lter na t ive.

Table  4A list s fou r  eva lu a t ion
ca tegor ies and eva lua t ion  cr iter ion  tha t
can  be u sed  to eva lua t e each  of the
proposed alt ernat ives.  This list  is  not
necessa r ily a ll inclus ive and other
cr iter ia  can  be used a s a ppr opr iat e.
Addit iona lly, these ca tegor ies  a re not
int ended to develop  a  ranking for  the
proposed alt ernat ives.  The in ten t  of
th ese cr iter ia is t o a llow the eva lua tor
to develop a full under sta nding of t he
a lt erna t ive by a pplying sim ila r  cr iter ia
to ea ch  a lterna t ive.  This provides the
eva lua tor  with  a sound ba sis for  the
acceptance or  reject ion  of a  pa r t icu la r
a lter na t ive.  Followin g a  descr ip t ion  of
each  alt ernat ive in t his chapt er , an
eva lua t ion of ea ch  a lterna t ive following
th is cr iter ion  will be made t o assist  in
t h e eva lu a t ion  of the p refer r ed
development  direct ion  for  the a irpor t .
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T A B L E  4 A

E v a l u a t i o n  C a t e g o r i e s  a n d  C r i t e r i a

C a t e g o r y D e s c r i p t i o n /E v a l u a t i o n  C r i t e r i a

1 . Abil ity  t o Meet  P rogra m  Requ irem en ts

2 . Developm en t  S tr a tegy

3 . F in a n cia l C on s id er a t ion s

4 . R eg u la t or y  Re qu ir e m e n t s

1 . Does  th e  pr oposed a l te rn a t ive  fu l ly  m eet

t h e r eq u ir em en t s id en t ified b y t h e F a cility

N eed s E va lu a t ion ?  I f n ot , w h a t  a r e t h e

con s t r a in t s ?

2 . W h a t  a r e t h e im p a ct s  on  ex is t in g fa cilit ie s? 

Are exis t ing faci li t ies  disp laced by t h e

pr oposa l?  Ca n  th e  p r oposed  a l t e r n a t ive  be

d eve lop ed  in  p h a ses?  Ar e  t h e  ex p a n s ion

ca pa bi li t ies  beyon d t h e  pr oposed

a l tern a t ive?

3 . Does  th e  pr oposed a l te rn a t ive  pr ovide  a

r ev en u e e n h a n cem en t  for  t h e a ir p or t ? 

W h a t  a r e t h e fu n d in g op p or t u n it ies  for  t h is

a l ter n a t ive?  Does th e pr oposed  a l ter n a t ive

in cr ea se  t h e  op er a t ion a l cos t s  t o t h e

a ir p or t ?  Ar e  t h e  d eve lop m en t  cos t s  of t h e

p r oposed  a l t e rn a t ive  m ore  o r  le s s  t h an

oth e r  p r oposed  a l t e rn a t ives?

4 . I s t h e  p r op os ed  a lt e r n a t iv e r e qu ir e d t o

m eet  a  fed er a l, s t a t e , or  loca l r egu la t or y

r equ ir em en t ? Ar e t h er e  r egu la t or y or

en vir on m e n ta l r equ ir em e n ts  t h a t  cou ld

con s t r a in  t h e  p r op os ed  a lt e r n a t iv e?

AIR FIELD
ALTER N ATIVES

Airfield facilit ies  a re, by na ture, t he
foca l poin t  of the a irpor t  complex.
Becau se of their  pr imary role and  the
fact  tha t  they physica lly domina te
a irpor t  lan d use, air field facility needs
are often  the most  cr it ica l factor  in  the
det er m in a t ion  of via ble a ir por t
development  alternat ives. In par ticu la r ,
the runway system  requires  the
great est  commitment  of land  area  and
often  impa r t s t he grea test  influence of
the ident ifica t ion  a nd development  of
other  a irport  facilit ies. Fu r thermore,
a ir cra ft  opera t ions dicta t e tha t  the
Federa l Avia t ion  Admin ist ra t ion  (FAA)
design  cr iter ia  th at  mu st  be considered
when looking at  a irfield impr ovemen ts.

These cr iter ia , depending upon the
a reas a round the a irpor t , can  oft en  have
a  sign ificant  impa ct  on  the viability of
va r ious a lter na t ives designed t o meet
airfield needs.

AIRFIELD DEVELOP MENT
CONSIDER ATIONS

Exh ibit 4A summar izes  the primary
planning issues relat ed to the a ir field.
These issues a re t he r esu lt  of ana lyses
conducted previously in  Chapter  Two,
Avia t ion  Dem a n d F or eca st s, a nd
Chapter  Thr ee, Fa cility Requirement s.
These issues have been  incorpora ted
in to a  series of a irfield development
alt ernat ives.  The following descr ibes in
det a il      the      specific     requirem ents
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considered in  the development  of the
a irfield a lter na t ives t o follow.

Airport  Reference  Code
(ARC) Des ignat ion

The design  of a ir field facilities is based,
in  pa r t , on  the physica l and opera t iona l
character ist ics of a ircraft  us ing the
a irpor t . The FAA u t ilizes the Air por t
Reference Code (ARC) system to rela te
a irpor t  design  requirements  to the
ph ysical (wingspan ) a nd opera t iona l
(approach  speed) character is t ics  of the
largest  and fas tes t  a ircraft  conduct ing
500 or  more opera t ions  annually a t  the
a irpor t .  While th is can  a t  t imes be
represen ted by one specific make a nd
model of a ircraft , mos t  often  the
a irpor t ’s ARC is represen ted by severa l
different  a ircra ft  wh ich  collect ively
con d u ct  mor e t h a n  500 a n n u a l
opera t ions a t  the a irpor t .

The FAA uses t he 500 annua l
opera t ions threshold wh en  eva lua t ing
the need to develop and/or u pgrade
a irpor t  facilit ies to ensu re tha t  an
a irpor t  is cost -effectively const ructed to
meet  th e needs of th ose a ircraft  tha t  a re
us ing, or  have the poten t ia l to use, the
a irpor t  on  a  regu la r  ba sis .  Typica lly,
a ir cra ft  opera te a t  an  a irpor t  tha t  a re
out side the ARC designa ted for t he
a irpor t .  Th is is  due t o th ese a ircraft  not
meet ing the 500 ann ua l oper a t ions
thr eshold.

At  Wicken burg Municipa l Airpor t ,
based a ircraft  fa ll with in  ARCs A-I  and
B-I.  However, the mix of t ransient
a ir cra ft  is more diverse a nd includes
a ir cra ft  in  ARCs B-I, B-II , C-I, a nd C-II.
Air cra ft  in  ARCs C-I  and C-I I a re the
most  dem andin g a ircra ft  t o opera t e a t

the a irport  (due to their h igher
a ppr oa ch  speeds); however , these
a ir cra ft  conduct  less t han  500 annua l
opera t ions a t  the a irport .  Therefore, a t
t h is t ime, t he most  dem a n din g
a pproach  ca tegory for  the a irpor t  is
Approach Categor y B. The wingspan s of
the most  dem andin g a ircra ft  fa ll with in
Air plane Design  Group (ADG) II.

As discussed in  Ch apt er  Th ree, the
cur ren t  cr it ica l a ircraft  a t  Wickenburg
Mun icipal Air por t  fa ll with in ARC B-II
design  st anda rds .  The poten t ia l exist s
in  the fu ture for  increased  use of the
a irpor t  by bus iness turboprop  and
turbojet  a ircra ft . This follows with  the
na t iona l t ren d of increa sed business
and corpora te use of tu rboprop  and
turbojet  aircraft, str ong sales a nd
deliver ies of tu rboprop  and turbojet
a ir cr a ft , a nd expanded fract iona l
ownersh ip programs for  these a ircra ft .

Common bus iness and  tu rboprop
a ir cra ft  have higher  approach speeds
than the cu r ren t  cr it ica l a ir cra ft
opera t ing a t  the a irpor t ; however, most
of these a ircra ft  ha ve similar  wingspan s
to the exist ing cr it ica l a ircraft  opera t ing
a t  the a irport .  The h igher  approach
speeds of these a ircra ft  a re expected to
have the poten t ia l of changing the
cr it ica l a ircra ft  des igna t ion  for  the
a irpor t .  Ult ima tely, the a irport  is
expected to accommoda te a ircra ft
wit h in  ARC C-II. 

For  planning pu rposes, it is necessary
to examine t he opt ions a va ilable for
meet ing ARC C-I I design  requ irements.
Table  4B  compares exist ing (ARC B-II)
a n d  fu t u r e  (ARC C-II) des ign
requ iremen ts.  As shown  in  the t able,
applying ARC C-I I design  requ irements
considerably      increases      both      the
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DEVELOPMENT CONSIDERATIONS
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M U N I C I P A L  A I R P O R T
❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖

Provide an interim runway length of 6,100 feet
Provide an ultimate runway length of 7,500 feet
Provide for an instrument approach procedure to Runway 23
Conform to Federal design requirements
 • Relocate existing hangars from the existing and ultimate
  Runway 5-23 Object Free Area (OFA)
 • Relocate segmented circle and lighted wind cone from the
  existing and ultimate Runway 5-23 OFA
 • Relocate primary apron tiedowns outside the ultimate Runway 5-23 OFA
 • Establish ultimate Runway Safety Areas at each runway end
 • Increase the Runway 5-23/Taxiway A separation distance
 • Increase Taxiway A, E and F width
Provide location for the development of an automated weather reporting system
Provide for holding aprons at each runway end

Provide areas for new hangar development to meet long term needs
Provide areas for commercial general aviation development
Provide for the relocation of hangars which are within the ultimate Runway 5-23 OFA
Provide for ultimate aircraft parking apron needs and relocation of tiedowns which
are within the ultimate Runway 5-23 OFA
Provide for the expansion or redevelopment of the general aviation terminal
building to meet long term needs
Provide location for the development of an aircraft wash rack and tenant maintenance shelter
Provide for expansion of fuel storage
Provide for efficient vehicular access to future development areas
Provide for a helipad and two helicopter parking positions
Identify land acquisition needs

AIRFIELD CONSIDERATIONS

LANDSIDE CONSIDERATIONS
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pavement  and sa fety ar ea  require-
men ts.  For  example, t he minimum
runway  width  increases from 75  feet  to

100 feet  and the dist ance tha t sa fety
a reas ext en d beyond the runway end
increa ses from 300 feet  to 1,000 feet .

T A B L E  4 B

R u n w a y  D e s i g n  S ta n d a r d s

Ai rp o r t R e fe r e n c e  C o d e

A p p r o a c h  V i s i b i l i t y  M i n i m u m s

B -I

On e  Mi le

B -II

On e  Mi le

C-II

On e  Mi le

W id t h

Ru n w a y S a fety  Ar ea  (RS A)

Widt h  (cen ter ed  on r u n wa y cen ter l in e)

Len gt h  Beyon d  Ru n w a y E n d

O bject  F r ee Ar ea  (OF A)

W id t h

Len gt h  Beyon d  Ru n w a y E n d

O bs t a cle F r ee  Zon e (O F Z)

Widt h  (cen ter ed  on r u n wa y cen ter l in e)

Len gt h  Beyon d  Ru n w a y E n d

R u n w a y C en t er lin e  t o:

P a r a llel T a xiw a y C en t er lin e

R u n w a y P r ote ction  Zon es  (RP Z)

I n n e r  W id t h

O u t e r  W id t h

L en g t h

60

120

240

400

240

400

200

225

500

700

1 ,000

75

150

300

500

300

400

200

240

500

700

1 ,000

100

400

1 ,000

800

1 ,000

400

200

300

500

1 ,010

1 ,700

Sour ce :  F AA Airp or t  Des ign  Softw a re  Vers ion  4 .2D

The airside altern at ive an alysis to
follow, exam ines t he opt ions a va ilable
t o m e e t in g AR C C-I I  d e s ig n
requ irements a s well as exis t ing ARC
B-II design requirem ent s.

In cre ase  Th e  Ru n w ay 5-23 To
Taxiw ay A Sep aration Dista nc e to
Qua lify Fo r An  Ins tru m e n t
Appro ach  P ro ce du re  An d Mee t
Des ign  Standards

Presen t ly, Taxiway A is loca ted 200 feet
from Runway 5-23.  At  th is  dis tance
from the runway, Taxiway A is loca ted
with in  the Runway 5-23 obst acle free
zon e (OFZ).  The OFZ is defined as a
volume of a irspace 400 feet  wide,

centered on  the runway cent er line,
extendin g 200 feet  beyond each  runway
end.  FAA s tandards preclude fa cility
development  or  t axiwa ys wit h in  the
OFZ.  The non-st anda rd sepa ra t ion
dis tance between Ru nway 5-23 a nd
Taxiway A has  led  to the a ir cra ft
hold ing posit ions a long Run way 5-23
bein g loca ted  only 125 feet  from the
runway center line.  FAA s tanda rds
dicta te tha t  a ircra ft  hold posit ions be
loca ted 200 feet  from the runway
center line.  These deficiencies pr event
Wicken burg Municipa l Airpor t  from
bein g considered for  the development  of
an  ins t rument  appr oach  procedure.

An inst ru ment  approach  pr ocedu re is
an   impor tan t   component   of the overa ll
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sa fety and reliability of Wicken burg
Mu n icip a l  Air por t .   P r ese n t ly,
Wicken burg Mun icipa l Airport  does not
h a ve  a n  e s t a b l i s h ed  a p p r oa ch
procedure.  Withou t  an  approach
procedure, the a irport  is effectively
closed to a r r ivals du r ing wea ther
condit ions when visua l fligh t  can  no
longer be conducted .  With  the need for
the a irport  to su ppor t  loca l economic
growth , it  is impor tan t  tha t  the  a irpor t
is access ible dur ing all wea ther
condit ions and tha t  the amount  of t ime
the a irport  is ina ccessible du e to
weather  condit ions is reduced.  An
ins t rument  approach  pr ocedu re is a  tool
tha t increases the accessibility of t he
a irpor t  by providing procedures for
pilot s to loca te the a irpor t  during poor
weather  conditions.

Th e p r ev ious  m a s t er  p la n  for
Wicken burg Mun icipa l Airport  noted
the deficiency in  the runway/t axiway
separa t ion  distance.  The previous
master  plan  recommended tha t  the FAA
issue a  modifica t ion t o design  s tandard
due to the development  cos ts and
impa ct s on  exist ing landside facilit ies
caused by reloca t ing the t axiwa y.
While the FAA approved th e last
Air por t  Layout  P lan  (ALP) tha t
included a  modifica t ion t o design
standa rd, the FAA request ed in
Novem ber  2001  t h a t  a dd it ion a l
considera t ion  be given  to fu lly meet ing
a ll ARC B-II design st a nda rds ,
inclu ding r unway/taxiway separa t ion .

Two opt ions can  be considered to
increa se the Ru nwa y 5-23 t o Taxiwa y A
separa t ion dista nce: 1) r eloca te Taxiway
A to the south ; or  2) reloca te Run way 5-
23 to the nor th .  Both  a lter na t ives will
be considered in m ore deta il la ter
with in  th is  chapter .

Aircraft  Safety  Areas

The des ign of a ir field facilit ies includes
b ot h  t h e  p a ve m e n t  a r e a s  t o
accommodate landing and  ground
oper a t ions of a ir cra ft  a s well a s
imaginary sa fety ar eas t o protect
a ir cra ft  opera tiona l ar eas and keep
them free of obs t ruct ions  tha t  could
a ffect  the safe opera t ion  of a ircra ft  a t
the a irport .  The imagina ry safety ar eas
include th e: ru nwa y safety ar ea (RSA),
object  free a rea  (OFA) and runway
protect ion  zone (RPZ).

The FAA defines the OFA as "a  two
dim ensiona l ground a rea  sur rounding
ru nways, ta xiways, an d ta xilanes which
is clea r  of objects except  for  objects
whose loca t ion  is fixed by funct ion  (i.e.
a ir field light ing)."  The RSA is defined
as "a defined surface sur rounding the
runway prepared or  su itable for
reducing the risk of da mage to airplanes
in  the event  of an  undershoot ,
overshoot , or  excu r sion  from the
runway."  The RPZ is a  t rapezoida l ar ea
centered on  the extended runway
center line to protect  people and
proper ty on  the groun d.  The RPZ is a
two-dimensiona l a rea  and  has no
associat ed approach  su rface.  P resen t ly,
exist ing fencin g a nd a  dir t  service road
obs t ruct  an  ARC B-II OFA an d RSA
behind the Run way 5 end.  The OFA
fur ther  ext ends across the a irpor t
proper ty line, in to the U.S. Highway 60
r igh t -of-wa y.  The a lterna t ives to follow
will examine t he opt ions ava ilable to
meet t hese design sta nda rds.

Obstacle clea rance a t  each  runway end
and lat era lly a long each side of the
runway is govern ed by F edera l Avia t ion
Regu la t ions (FAR) Pa r t  77.  FAR Par t
77   esta blishes   approach   su rfaces  for
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each  runway end ba sed upon t he
ca tegor y of a ir cra ft  u sing the runway
and the a pproach  visibilit y minimum s.
The appr oach  su rface begins 200 feet
from each  runway end .  Based  on  the
exist ing visua l approaches to each
runway en d, t he exis t ing approach slope
for  each r un way is 20:1.  Should a n
ins t rument  approach  procedure be
est ablished for  the Ru nwa y 23 en d, t he
approach  slope for  Runwa y 5-23 would
increa se to 34:1.  Existing t er r a in
fea tures west of Runway 5 obst ruct  the
existing 20:1 approach  surface.  The
Runway 5 landing th resh old ha s been
displaced 535 feet  t o provide a clear
approach  surface.  These ter ra in
fea tures would likely limit  approach
capability to th is ru nway end; th erefore,
considera t ion  is on ly being given to
es tablish ing an  in st rumen t  approach
procedure to Runway 23.

Obstacle clearance la t era lly on  each
side of t he runway follows a  7:1
t r ansit iona l su r face tha t  begins 250 feet
on  eith er  side of the runway center line
a t  the same eleva t ion  as tha t  por t ion  of
the runway center line. To comply wit h
th ese sta nda rds, bu ildin g height s mu st
be below the t ransit iona l sur face.  At
the west end of the r un way, lands ide
fa cilit ies a re below the runway
eleva t ion .  Therefore, landside can  be
pla ced closer  to the runway than  is
possible a t  the m idpoint  and ea st  ends
of the runwa y, where t he runwa y and
u n developed lan d a r e closer  in
eleva t ion .

Table  4B  summar ized  the d imens ions
of the sa fety a reas for  both  exis t ing and
u lt imate condit ions.  FAA standa rds
require these a reas  to be under  t he
cont rol of t he a irpor t  t o ensu re tha t
th ese a rea s a re kept  clea r  of object s t ha t

cou ld be h a za r dou s t o a ir cr a ft
opera tions.  As will be discussed in
grea ter  det a il la ter  with in  th is  chapter ,
in  cer ta in  circum sta nces port ions of
th ese sa fet y a rea s m ay ext end beyon d
the exist ing a irport  property line.  In
th ese sit ua t ions, th e a irport  would be
required to pu rchase t he proper ty to
protect t hese safety ar eas.

Run w ay Leng th

The runway len gth  ana lysis in  Chapter
Three indica ted a  need for  a  longer
runway for  both  the exis t ing and
pr oject ed m ix of a ir cra ft  u sing
Wicken bu r g  Mu n icipa l  Air p or t .
P resen t ly, Runway 5-23 is 5,050 feet
long.  The ana lysis in  Chapter  Three
indica tes t ha t  a  runway lengt h  of 6,100
feet  is needed to ser ve the exist ing mix
of a ir cra ft  u sing the a irpor t .  A runway
len gth  of 7,500 feet is needed t o fu lly
serve projected cr it ica l design  a ircra ft
with  ARC C-II.

Three a lter na t ives can  be considered t o
provide addit iona l ru nway length : 1)
place the en t ire ext ension on  the
sout hea st  (Runway 5) end; 2) place the
ent ire ext ension on th e nort hea st
(Runway 23) end; and  3) d ivide the
ext ension  between each r un way end.
The distance the runway can  be
exten ded a t  eith er  end is  dependent
upon the a bilit y to meet  sa fet y a rea
requ irements a t  t ha t end  of the runway.
In  oth er words, the d is tance the runway
can  be extended is dependant  upon the
exten t  tha t  a  fu ll RSA and OFA can  be
provided beyon d the ext ension .  As
shown in  Table  4A, for  ARC C-II t h is
requires considera t ion  for  an addit iona l
1,000 feet beyond t he end  of the
ext ension .
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An extension to the Ru nwa y 5 en d is
limited by the loca t ion  of U.S. Highway
60.  As ment ioned  previous ly, OFA and
RSA st anda rds a re not  fu lly met  beyon d
th is runway end  now.  Therefore, it  is
not  possible to extend t he runway to the
sou th east  wit hout  relocat ing U.S.
Highway 60.  This master  plan  will not
consider  an  extens ion  to the Runwa y 5
end due t o the cost s a ssociat ed with
reloca t ing U.S. Highwa y 60 and t he
ava ilability of property to th e nort hea st
t o a ccom m oda t e  t h e ext en sion .
Therefore, the only ext ension opt ion  to
be considered in t his ma ster  plan is an
extens ion  to the nor theas t  end .

AIRF IELD
ALTERNATIVE A

Airfield Alter na t ive A is present ed on
Exh ibit 4B .  This a lterna t ive depict s
the requ iremen ts t o comply with  ARC
B-I design sta nda rds a t  Wicken burg
Mun icipal Airport .  As discussed
pr eviously, ARC B-I is represen ta t ive of
the based aircra ft fleet mix.  In
cont rast , the t ransien t  fleet  mix is
compr ised of a  mix of la rger  a ircra ft
wit h in  ARCs B-II , C-I, a nd C-II .  

This  a lterna t ive has been developed a s
a  baseline condit ion  to compare a nd
cont ra st  the ARC B-II a nd ARC C-II
design  requirem ents t o be studied lat er
with in  th is  sect ion .  Wickenburg
Mun icipal Airpor t  wa s or igina lly
const ructed to “basic ut ility” standa rds
(a  design a t ion  no longer  used for  a irpor t
design  and const ruct ion). ARC B-I
closely approxima tes t he “ba sic u t ilit y”
st anda rds.  This a lter na t ive illust ra tes
the impr ovemen ts n eeded t o mainta in
the a irpor t  to the cur ren t  standa rds
most  applicable t o those u sed  in  the

or igina l cons t ruct ion  and  des ign  of the
a irpor t .

As sh own by dashed  lines  on  Exh ibit
4B , the OFA and OFZ extend  beyond
the exist ing a irpor t  pr oper ty line in  the
a rea  behind t he Runwa y 5 end.
Exis t ing fencing and a  dir t  ser vice road
fur ther  obst ruct  the OFA and OFZ.

To meet  OFA and OF Z sta nda rds,
Alterna t ive A proposes  to reloca te the
Runway 5 end 162 feet north east .  Th is
would loca te the OFA and OFZ inside
the fencing an d service road and
en t irely on a irport  pr oper ty.  To ensure
tha t the runwa y len gth  is preserved,
Alterna t ive A proposes t o add 162 feet
of len gth  to the Runway 23 end to
replace the length  rem oved a t  the
Runway 5 end to meet  OFA and OFZ
sta nda rds.

Th e exi s t i ng  d isp la ced la n din g
th resh old a t  the Runway 5 end is
reta ined to ensure proper  clearance over
the r ising terra in t o the southwest  for
landin g a ircra ft .  This r equires t wo
runway protect ion  zones  (RPZ) a t  the
Runway 5 end.  The approach  RPZ
would be loca ted 200 feet behind the
Runway 5 la ndin g threshold, while th e
depar ture RPZ would be loca ted 200
feet  beyond t he Run wa y 5 en d.  As
shown on  t he exhibit, both  of th ese
RPZs would be loca ted on  a irpor t
p roper ty or over  the U.S. H ighwa y 60
r igh t -of-wa y a n d  wou ld n ot  be
obstr ucted.

ARC B-I  s t a n da r ds  sp ecify a
runway/t axiway sepa ra t ion  distance of
225 feet .  Present ly, Taxiway A is
loca ted 200 feet  from Runway 5-23.
Alter a t ive A proposes to reloca te
Taxiway  A  25  feet   sou th   to  meet   the
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AIRFIELD ALTERNATIVE A

MAINTAIN ARC B-I DESIGN STANDARDS
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ARC B-I  runway/taxiway separa t ion
dis tance of 225 feet .  As sh own on  the
exh ibit , r eloca t ing Taxiway A requires
removing a  hangar  loca ted  a long the
nor thern  por t ion  of the apron , the
exist ing fuel island, segmen ted circle,
and ligh ted wind cone since each  of
th ese facilit ies would be loca ted with in
the Taxiway A OFA, wh ich  ext en ds  44.5
feet  from the taxiway center line.

Airfield Altern at ive A proposes a
reconfigura t ion  of the exit  t axiways.
Taxiwa ys B, C, D, and F  would be
closed.  Taxiways B an d F  would be
replaced at  th e new runwa y ends.
Taxiway D would be repla ced by a  new
ta xiway const ructed a t  the new
midpoin t  of the runwa y.  Taxiwa y C
would be replaced by a  new exit  t axiway
loca ted midway between t he reloca ted
Taxiways B and E.

An impor tan t  considera t ion  with  th is
a lt erna t ive is  tha t  it  does  not  meet  the
facility needs ident ified in Chapter
Three.  The facility r equirem ents
an alysis ind ica ted  tha t  the cur ren t
cr it ica l des ign  a ircraft  a t  the a irpor t  fa ll
with in  ARC B-II and  require addit iona l
runway length .  Addit iona l runwa y
len gth  is not  needed for  a ircraft  with in
ARC B-I.  To exten d Runway 5-23,
con sider a t ion  must  be given t o
upgr ading t he ARC for  the a irpor t .

AIRF IELD
ALTERNATIVE B

Airfield Alterna t ive B examines  the
requ irements to upgrade the exis t ing
a ir por t  t o ARC B-II st a nda rds .
Alter na t ives B1, B2, an d B3 have been
developed to ident ify var ious  opt ions to

com p l y  w i t h  e x i s t i n g  d e s i g n
deficiencies.  These deficiencies include:

1. F ou r  h a ngar  bu ildings an d t h e
segmen ted circle a re loca ted with in
the runway an d t axiway OFA;

2. The RSA does not  meet  min imum
grade requ irem en ts, la ter a lly, or  a t
ea ch  en d of the runwa y;

3. The RSA behind the Ru nwa y 5 end
is obs t ructed  by exis t ing fencing
and a  dirt  service road;

4. The OFA behind the Run way 5 end
extends outside t he exist ing a irpor t
proper ty line a nd is obst ructed by
fencing, a dirt  road, an d U.S.
Highwa y 60;

5. Th e OF Z behind t he Ru nwa y 5 end
extends out side the exist ing airport
proper ty line a nd is obst ructed by
fencing, a dirt  road, an d U.S.
Highwa y 60;

6. Taxiway A is  loca t ed wit h in  t he
OFZ (OFZ standa rds  preclude
taxiways with in  the OFZ);

7. Taxiway A is loca ted 200 feet  from
the runway cen ter line (design
st a n da rds  specify a  r u n wa y/
taxiway sepa ra t ion  distance of 240
feet );

8. P or t ion s  of Ta xiway A a n d
Taxiways E  and F  a re 25 feet wide
(des ign  s t a n da r ds  sp ecify a
minimum width  of 35 feet ); and

9. Exis t ing t iedown a rea s a re loca ted
with in  the Taxiway OFA.
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Each of the a lterna t ives t o follow will
have simila r  recommenda t ions for
complying with  some of these design
deficiencies.  Each  of the build ings
obst ruct ing the runway OFA and
Ta xiway A OFA are shown for
rem oval/reloca t ion .  The lan dside
a lter na t ives incorpora te proposa ls to
a llow for  t he relocat ion of th ese
facilities.  A project  will be in cluded in
the fina l capit a l impr ovemen t  pr ogra m
to meet lat era l gra de requirements.

Taxiway A is shown for  reconst ruct ion
40 feet sou th  of it s present  posit ion  to
m eet  r u n wa y/t a xiway sep a r a t ion
standa rds  and r em ove the t axiway from
the OF Z.  Reloca t ing Ta xiwa y A 40 feet
sou th of its  presen t  posit ion  can  impact
the exist ing landside facilit ies.  Should
Taxiway A extend t o the Runwa y 5 end,
the exist ing fuel island a nd some
aircra ft  t iedown loca t ions would be
loca ted with in  the Ta xiwa y A OFA and
would need t o rem oved/reloca ted.
Alter a t ive B1 considers the reloca t ion  of
the fuel island, wh ile Alterna t ives B2
and B3 consider  opt ions t o ret a in  the
fuel island in  it s exist ing loca t ion .

Considera t ion  has  not  been  given  to
cons t ruct ing a  new pa ra llel t axiwa y on
the nort h  side of the runwa y to comply
wit h  r u n wa y/t a xiwa y sepa r a t ion
dista nces.  An aba ndoned la ndfill
extends a long a  por t ion  of the nor thern
a irpor t  boundary and  in  the a rea  where
the t axiway wou ld need t o be
const ru cted.  Th is m ay likely require
environmen ta l mit iga t ion  tha t  would
likely in crea se t he project costs.
Fur thermore, a  t axiway a long the nor th
side of t he runway wou ld not  be a s
funct iona lly efficient .  Pr esen t ly,
lan dside  facilities  a re loca ted a long t he

sou th side of the runway.  A taxiway
a long the nor th side of t he runway
would r equ ir e tha t a ll a ircraft  cross the
runway to t r a nsit ion  between t he
airfield an d landside facilities.

The reconst ruct ion  of Runway 5-23 40
feet  nor th  to meet  the runway/taxiway
separa t ion  distances has not  been
considered.  Reloca t ing the runway
would essen t ia lly require reconst ruct ing
the ru nwa y.  This is considered t oo
cost ly.  Runway 5-23 a lrea dy meets
pavement  width  sta nda rds.  Port ions of
Taxiway A do not  meet  pavement  width
standa rds  and would need to be rebu ilt
if reta ined a s t he pa ra llel t axiwa y to
Runway 5-23.  Moving the runway
would require not  on ly recons t ruct ing
the runway but  reconst ruct ing a  port ion
of Ta xiway A, as well.

Ta xiwa ys A, E, and F  a re assu med to be
widened when  Ta xiway A is r eloca ted.
The lan dside a lter na t ives cons ider  new
loca t ions to accommodate the t iedowns
which  m a y be lost  if Ta xiway A is
extended t o the Runwa y 5 end.

Alter na t ives B1, B2, and B3 incorpora te
a  1,050-foot  ext ension  to the Runway 23
end.  The 1,050-foot  exten sion  meets
shor t  t erm runway length  needs a s
ident ified in  Chapter  Three and is
cons is ten t  with  facility p lanning s ince
the last  mast er  pla n .  As discussed
pr eviously, an  extension  to the Runway
23 end is t he most  viable runway
ext ension  a lter na t ive.  Any ext ension  to
the Run way 5 end wou ld  require
reloca t ing U.S. Highwa y 60, wh ich  is
considered too cos t ly and  unnecessary
for  th is project  s ince there a re no
const ra in t s to extending the runway to
the n ort hea st  (Run way 23 end).
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Airfie ld  Alternat ive  B1

Airfield Alter na t ive B1 is shown on
Exh ibit 4C.  Simila r  to Airfield
Alterna t ive A, Airfield Alter na t ive B1
proposes to r eloca te the Runway 5 end
to the north east  to comply with  ARC B-
II RSA, OFA, a nd OFZ standards.  As
shown on  the exh ibit , the Runway 5 end
mu st  be reloca ted 279 feet  to a llow for
the RSA, OFA, an d OFZ to be loca ted
en t irely on  a irpor t  proper ty and not  be
obst ructed by t he fencing and dir t
ser vice road .  For  compar ison , if the
fencing were reloca ted t o the exist ing
a irport  pr oper ty line a nd t he dir t
ser vice closed, t he Runway 5 en d would
need to be reloca ted only 212 feet .

Airfield Alter na t ive B1 incorpora tes a
1,329-foot  exten sion  to the Runway 23
end.  This ext ension  provides for  the
replacement  of the 279 feet  of runway
len gth  los t  as a  resu lt  of reloca t ing the
Runway 5 end to meet  RSA, OFA, and
OFZ standa rds  and an  addit iona l 1,050
feet  to meet  the shor t -t erm runway
len gth  requ iremen t  of 6,100 feet . This
a lt er n a t ive r et a in s  t h e exist in g
displa ced threshold a t  the Ru nwa y 5
end.

Ta xiwa y A is  reloca ted  40 feet  south  to
m eet  r u n wa y/t a xiway sepa r a t ion
requ irements and clea r  the OFZ.
Hold ing aprons a re added a t  each
runway end.  Holding apr ons pr ovide an
area  for  a ircra ft  to prepa re for
depar ture off the taxiway.  This a llows
for  a ircra ft  ready for  depa r ture t o by-
pass  those a ircraft  p repar ing for
depa r ture.

In  th is a lterna t ive, Taxiway A is
exten ded to the reloca ted Runway 5
end.  When exten ded to the reloca ted

Runway 5 end, t he exist ing fuel isla nd
and a ircra ft  t iedown loca t ions  a re
wit h in  the t axiway OFA.  The holdin g
apron  a t  the Ru nwa y 5 en d would
elimina te a ll t iedown loca t ions west  of
the fuel island.  The fuel island is
r eloca ted to the southern  edge of the
apron  as  proposed  in  the las t  mast er
pla n .  The landside altern at ives to
follow will ident ify new locat ions t o
replace th e lost t iedown locat ions.

Airfield Altern at ive B1 proposes a
reconfigura t ion  of the exit  t a xiways.
Exis t ing Taxiways B, C, D, and F  would
be closed.  Ta xiways B an d F  would be
replaced at  th e new runwa y ends.
Taxiway D would be repla ced by a  new
ta xiway const ructed a t  the new
midpoin t  of the runway. New exit
t axiwa ys would be loca ted midway
between the n ew m idfield t axiwa y and
runway ends.  E xit  t axiway loca t ion
da ta  out lined in  Appendix 9 of FAA
Advisory Circular  (AC) 5300-13, Change
7, Airport Design , suggests t ha t  100
percent  of small a ircra ft  would be able
to exit  the runway a t  the new m idfield
loca t ion .  The new exit s loca ted between
the reloca ted ru nwa y ends a nd n ew
midfield taxiway would a llow for  100
percent  of lar ger t ur boprop and mu lt i-
engine piston a ircra ft t o exit a t t hese
points.

Airfield Altern at ive B1 also considers a
reconfigura t ion  of the exis t ing apron
t iedown  loca t ion s  a n d t a xila n es
consider ing the reloca ted Taxiway A.
As shown in  the inset  on  Ex h ib it  4C,
a ll exist ing t iedown loca t ions would
need to be reloca ted.  A row of 10
t iedowns could be const ru cted a t  the
nor th end  of the apron , a long the
Taxiway A OFA. An apron  taxilane
serving  a ircraft   th rough  ADG  I  would
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be crea ted  south  of these t iedowns
(a long an a rea  cur ren t ly used for
a ir cra ft  t iedown) to provide access to
the r elocated fuel island.  

The facility requ irem ents an alysis
determined tha t  an  au tomated wea ther
observa t ion  system (AWOS) is needed
a t  Wicken burg Municipa l Airpor t  to
provide impor t an t wea ther  det a ils to
pilots, especia lly t r ansien t  and char ter
a ir cra ft  opera tors (char ter  compa nies
cannot  opera te to the a irpor t  without
cur ren t  weather  da ta ).  An AWOS
includes var ious sensors for  recordin g
clou d  h e igh t ,  vi s ib il i t y ,  win d ,
t e m p e r a t u r e ,  d e w  p oi n t ,  a n d
precip ita t ion .

FAA Order 6560.20A, S iting Criteria
For Au tom ated Weath er Observing
S ystem s (AW OS ) was r eviewed for
gener a l sit ing r equirem ent s. While each
AWOS sensor  has specific sit ing
requirement s, a ll AWOS sensors sh ould
be loca ted togeth er  and outside the
runway and t axiway OF As.  Genera lly,
AWOS sensors a re best  placed between
1,000 and 3,000 feet  from the primary
runway threshold and between 500 and
1,000 feet  from the runway center line.

S in ce  a n  in s t ru m en t  a ppr oa ch
procedure is plann ed for  Runway 23,
the AWOS is best  placed  near  the
Runway 23 en d.  While the AWOS could
be loca ted on  eith er  t he nor th  or  sou th
side of the runway, the AWOS is best
placed south  of the runwa y.  There is
not  sufficien t  a irpor t  proper ty ava ilable
nor th of Runway 5-23 to develop the
AWOS on  existing propert y an d meet
the minim um sit ing cr iter ia descr ibed
above.  Therefore, any potent ial AWOS
is best  placed south  of Runway 23 on
ava ilable a irpor t  p roper ty.  The

bounda r ies of th is  sit ing a rea  south  of
Runway 5-23 a re sh own  with  a  blue
da shed line on  Ex h ib it  4C. Gen era lly,
an  a rea  with in  a  500-foot  rad ius  of the
AWOS is protected from development
tha t  could in ter fere wit h  the sensin g
equ ipment .  This  protect ion  a rea  is
shown on  the exh ibit  and used to
determine the poten t ia l loca t ion  for  the
AWOS.  As shown, the most  opt ima l
loca t ion  for  the AWOS is  on  the
nor thern edge of the AWOS sit ing a rea ,
approximately in  the cent er  of the sit ing
a rea .

Airfie ld  Alternat ive  B2

Airfield Alter na t ive B2 is  shown on
Exh ibit 4D .  Th is alter na tive, in most
cases, presen t s similar  options a s
Airfield Alter na t ive B1; however , th is
a lt erna t ive cons iders reta in ing the fuel
island in  it s exist ing loca t ion .

To reta in t he fuel island in  its  existing
loca t ion , Taxiway A cannot  extend past
the fuel island a s th e fuel isla nd would
be loca ted with in  the taxiway OFA.
Airfield Altern at ive B2 proposes to
elimina te the Run way 5 displaced
la ndin g threshold  and reloca te the
Runway 5 end 651 feet  nor thea st .  In
th is manner , Taxiwa y A would not
exten d past  the fuel is land and the fuel
isla nd could be ret a ined in  it s  exis t ing
loca t ion .

Th is a lter na t ive proposes a  1,701-foot
ext ension  to the Runway 23 end to
replace the pavement  los t  to the
reloca t ion  of the Runway 5 end  and
exten d the runway to 6,100 feet  to meet
shor t -t erm runway length  needs.
Taxiway  A  is  reloca ted  40  feet   sou th
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Exhibit 4C
AIRFIELD ALTERNATIVE B1

UPGRADE TO ARC B-II

4

SUMMARY

Relocate Runway 5 Threshold 279' Northeast

Replace Relocated Threshold Pavement

Extend Runway 5-23 to 6,100'

Relocate Segmented Circle

Relocate Fuel Island

Remove Hangars

Reconfigure Apron Taxilanes and Tiedowns

Relocate Taxiway A/Construct Exit Taxiways
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Exhibit 4D
AIRFIELD ALTERNATIVE B2

UPGRADE TO ARC B-II

5

SUMMARY

Relocate Runway 5 Threshold 651' Northeast

Replace Relocated Threshold Pavement

Extend Runway 5-23 to 6,100'

Relocate Taxiway A/Construct Exit Taxiways

Relocate Segmented Circle

Maintain Location of Fuel Island

Remove Hangars

Reconfigure Apron Taxilanes and Tiedowns
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and the run wa y exits r eloca ted at
opt ima l dist ances from the ru nwa y end.

While reloca t ing t he Run way 5 end, a s
shown on  the exhibit, would a llow the
fuel island  to remain  in  it s  exis t ing
loca t ion , fu ll circula t ion  a round the fuel
island by a ircra ft  would be limited.  As
shown on  the inset  on  Ex h ib it  4D , the
loca t ion  of t he Runway 5-23 OFA and
OFZ would prevent  a ircraft  from
parking or  t axiing a long the n ort h side
of the fuel island .  Therefore, a ircraft
could only park a long the nor theas t  and
sout hwest  sides of the fuel islan d.  The
Runway 5 threshold would need to be
reloca ted an  addit iona l 151 feet
north east  (for  a  t ot a l of 802 feet ) to
a llow for  circu la t ion  a round the en t ire
fuel island.

In  cont ra st  to Airfield Alt erna t ive B1,
th is a lt erna t ive provides  for  an  ADG II
taxilane a long the nor theas tern  port ion
of t he a pr on .  An ADG I  taxilane is
shown  for  the por t ion  of the apron
ext endin g pa st  the t ermina l bu ildin g.
The distance between t he fuel isla nd
and t ermina l bu ilding does not  a llow for
an ADG I I taxilane in  th is  ar ea .
Therefore, an  a rea  for  ADG II a ir cra ft
r efu elin g is r eser ved a long t h e
nor theas tern  port ion of the fuel island.
An ADG I  fuel pos it ion  is  loca ted  a long
the southwes tern  side of the fuel island.

The apron  t iedowns a re reconfigured to
a llow for  t he new t axilanes a nd a void
the reloca ted Taxiway A OFA and other
sa fety a rea s.  As sh own , approximately
22 t iedown spaces could be redeveloped
on the exist ing apr on  a rea , includin g
three spa ces tha t  could be developed by
extendin g the apron  to the south ,
sout hwest  of the t er mina l bu ilding.  An
addit iona l thr ee spaces could be

developed nor theast  of t he t ermina l
bu ildin g, near  the exist ing vehicle
ent rance poin t  as  shown on  the exh ibit .

Airfie ld  Alternat ive  B3

Airfield Alt erna t ive B3 is shown on
Exh ibit 4E .  This a lter na t ive seeks to
meet  shor t -term runway length  needs
and com plia n ce wit h  ARC B-II
standa rds  with  min ima l impacts  on  the
existing lan dside facilities.

In  th is a lt er a t ive, Taxiway A is
reloca ted 40 feet  south ; however ,
Taxiway A on ly exten ds bet ween t he
nor theas tern  por t ion  of t he apron  and
the Runway 23 end.  To gain access to
the Runwa y 5 en d, t h is a lt erna t ive
proposes to const ruct  a  pa r t ia l pa ra llel
taxiway nor th  of Runway 5-23.  By n ot
extendin g to the Runway 5 end , the
exist ing t iedown loca t ions a nd fuel
isla nd a re not  impacted by t he reloca ted
taxiwa y.  In  cont rast  to Airfield
Alter na t ives B1 a nd B2, only the
segmen ted circle would need to be
reloca ted as  a  resu lt  of reloca t ing
Taxiway A.  Simila r  to the previous
a ir field a lter na t ives, th e runway exit
t axiwa ys a re r eloca ted a t  opt ima l
dista nces from t he n ew run way ends.

Th is a lterna t ive exten ds Runway 5-23
1,050 feet  nor thea st  to meet  the shor t -
term runway length  r equiremen ts of
6,100 feet .

In  cont ra st t o Airfield Altern at ives B1
and B2, wh ich  reloca ted the Ru nwa y 5
end to meet  OFA, OFZ, and RSA design
sta nda rds, Air field Alt erna t ive B3
proposes to leave t he Ru nwa y 5 end in
it s exist ing loca t ion  and implemen t  a
concept   kn own  as  “declared dista nces”
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to comply with  OFA, RSA, an d OFA
design  st anda rds.  Declar ed dist ances
ensure tha t  the fu ll  safety a reas  a re
pr ovided du r in g cr it ica l a ir cr a ft
opera t iona l act ivit ies  by not ifying pilot s
of the lengt h  of runway a va ilable for
landing or  depa r tu re.  Specifica lly,
declar ed d is tances  incorpora te the
following con cepts:

Takeoff Runw ay Availab le  (TORA) -
The runway length  decla red a va ilable
and su itable for  the ground run  of an
a irpla ne t aking off;

Takeoff D i stance Availa ble  (TODA)
- The TORA plus the length  of any
remain ing runway and/or  clea rway
beyon d the fa r  end of the TORA;

Accelerate-Stop Distance Avai lable
(AS DA) - The runway plus s topway
len gth  decla red ava ilable for  the
accelera t ion  and decelera t ion  of an
a ircraft  abor t ing a  takeoff; and

La n din g Di st an ce  Avai lab le  (LD A) -
The runwa y length  declared a va ilable
and su itable for  landin g.

Exh ibit 4E  summarizes declar ed
distances for  Wickenburg Municipa l
Air por t , consider ing t he displaced
landin g threshold discussed above. As
shown on  the exh ibit , t he TORA and
TODA are equal to the actua l pavement
ava ilable s ince a  clear way ha s not  been
designa ted for  t he a irpor t .  When
determining the ASDA, FAA guidelines
require tha t  the fu ll RSA and OFA
safety a reas  be provided  a t  the fa r  end
of the runwa y an  a ircra ft  is depar t ing.
For  exam ple, the ASDA for  Runway 23
is redu ced by 279 feet , t he distance
necessary to loca t e the OFA, OFZ and
RSA beh ind t he Ru nwa y 5 end inside

the a irpor t  proper ty line.  The fu ll OFA,
OFZ, and RSA sa fety ar eas a re provided
behind the Runway 23 end.  Ther efore,
depar ture opera t ions  to the nor th  a long
Runway 5 a re not  limited  and the
ASDA is equa l to th e actua l pavemen t
length  available of 6,100 feet .

The LDA mu st pr ovide the full RSA a t
the approach en d of the runwa y, a s well
a s a t  the rollou t  end of the runwa y.
Since the full OFA, OFZ a nd RSA can
be provided behind the Run way 23 end
(the rollou t  end  for  landing opera t ions
to Runwa y 5), the Ru nwa y 3 LDA is
only reduced by 535 feet , t he lengt h  of
the exist ing displa ced la ndin g threshold
to Runway 5. For  Runway 23, th e LDA
is reduced by 279 feet , t he amount
necessary to relocate t he OFA, OFZ,
and RSA behind the Run wa y 5 end
inside th e a irport  proper ty line.

The use of decla red  dis tances requires
specific approva l fr om the FAA
West ern-Pacific region .  While FAA AC
150/5300-13, Airport Design , specifies
the use of declared d ist ances for
complying with  OFA, OFZ, an d RSA
design  st anda rd deficiencies, th e FAA
has limited the implementa t ion  of
declar ed dis tances a t  gen era l avia t ion
a irpor ts.  In  most  ca ses, t he FAA has
appr oved declared dista nces only a t
th ose a irpor ts tha t  a re const ra ined in
meet ing these st a nda rds a t  each
runway end.  As discussed ear lier , the
fu ll ARC B-II OFA, OFZ, an d RSA
standa rds  can  be met  in  the a rea  behind
the Runway 23 end.  Addit iona lly, the
runway can be shifted t o th e nort hea st
a s shown in  Air field Alterna t ives B1
and B2 to a llow for  complia nce wit h  the
OFA, OF Z, and RSA st anda rds beh ind
the Runwa y 5 end.
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SUMMARY

Extend Runway 5-23 1,050' Northeast

Implement Declared Distances

Remove Buildings

Relocate Taxiway A/Construct Exit Taxiways

Relocate Segmented Circle

Construct Partial Parallel Taxiway6
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AIRF IELD
ALTERNATIVE C

Airfield Alter n a t ive C examines th e
requ irements to upgrade the exis t ing
a irpor t  to ARC C-I I s tandards.  The
facility requ irements ana lysis indica ted
tha t with  the growth  in bu siness jet
act ivity a t  the a irpor t  and  across the
gener a l a via t ion  indust ry the a irpor t
might  need t o conform to ARC C-II in
the fu ture.  The growth  in bu siness jet
act ivity was a lso projected to require a
7,500-foot  runwa y len gth .

As evident  in  Table  4B , des ign
standa rds  increa se sign ificant ly from
ARC B-II t o ARC C-II.  For  exam ple,
the ARC B-I I OFA and RSA exten d 300
feet  beyond the runway end; for  ARC C-
II, the OFA and RSA exten d 1,000 feet
beyon d the runway end .  There a re
sim ila r  in crea ses for a ll design
st anda rds wh en  a  t ransit ion  from ARC
B-II t o ARC C-II is considered.

Two alt ernat ives ha ve been developed
for  complying wit h  ARC C-II  design
requirement s.  Simila r  to ARC B-II
design  requirem ent s, th e ARC C-II RSA
and OFA ext end beyon d a irpor t
proper ty behind the Runway 5 end  and
are obst ructed by exist ing fencing, a
dir t  service road, and U.S. Highwa y 60.
Both  ARC C-II a lter na t ives r eloca te the
Runway 5 th reshold to the nor theast  to
loca te the ARC C-II OFA and RSA on
exist ing a irpor t  p roper ty.  While th is
provides for  complia nce wit h  the design
standa rds, sh ift ing the runway to the
north east  moves  the runway closer  to
exist in g r esiden t ial developm en t s
loca ted nor theast  of the a irpor t ; many of
wh ich  may not be su bject to over fligh ts
pr esen t ly.

Airfie ld  Alte rn ati ve  C1

Airfield Alterna t ive C1 is  shown a t  the
top of Exhibit  4F .  In  th is a lter a t ive,
the Runway 5 th reshold is reloca ted
1,160 feet north east  t o provide for  the
RSA and OFA behind  the Runway 5
end.  Runway 5-23 is exten ded 3,610
feet  to the nor theast , for  an  u lt imate
len gth  of 7,500 feet .  The runwa y is
widened to 100 feet .  To meet
runway/t axiway separa t ion  d is tance
requirements, Taxiway A is reloca ted
100 feet  south .

Exten ding th e runway places a  por t ion
of the extension  and Runway 23 RPZ
out side the exist ing airport  proper ty
line.  The acqu isit ion  of approximately
102 acres of lan d is required t o protect
th ese a reas a nd t he FAR Pa r t  77
tr an sit ional sur face along the n ort h side
of the runway.

Th is a lt erna t ive has severa l impacts on
the exist ing termina l a rea .  As sh own
on  the exh ibit , a ll the exis t ing m a in
apron  t iedowns would be with in  t he
OFA and need to be removed.  The fuel
island, termina l bu ilding, and hanga r
loca t ed on  the main  apron  area  would
a lso be loca ted with in  the OFA and
need to be removed.  Three hanga r
bu ildin gs nor th  of Runwa y 5-23 would
a lso need t o be removed.

Airfie ld  Alte rn ati ve  C2

Airfield Alt erna t ive C2 is shown on  the
lower  ha lf of Ex h ib it  4F .  This
a lt er n a t ive sh i ft s  Ru n wa y 5 -23
approximately 3,200 feet  nor theast  to
elimina te any impa cts on the exist ing
termina l   a rea    facilit ies,   which    were
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eviden t  in Air field Alter na t ive C1.  To
m eet  r u n wa y/t a xiwa y sepa r a t ion
cr iter ia , Runway 5-23 is sh ifted 100 feet
nor th .  Taxiway A is reta ined to provide
access to the existing ter mina l facilities.

Shift ing Runway 5-23 3,200 feet
nor theast  limit s t he ability to extend
the runway to 7,500 feet . As  shown  on
the exh ibit , t he loca t ion  of the
Bur lingt on  and Santa  Fe ra ilroad limit s
the ability to reconst ruct  Runway 5-23
to only 7,000 feet , 500 feet  shor t  of the
projected lengt h  requirem ent .

AIRF IELD
ALTERNATIVE D

Airfield Alt erna t ive D is shown on
Exh ibit 4G.  This a lt erna t ive considers
developin g Forepa ugh Airport  to ARC
C-II design  s tandards ins tead  of the
exist ing Wicken burg Mun icipal Airpor t .

As ment ioned previously, the Town of
Wicken bu r g l eases  t h e exist in g
Forepaugh  Airport  from the Un ited
Sta te Bureau  of Land Management
(BLM).  The exist ing Forepa ugh sit e
includes a  dir t  runwa y 4,671 feet  long
by 80 feet wide.  There a re no services.
T h e  F or epa u gh  Ai r po r t  l e a s e
encompa sses 640 a cres of land nor th  of
U.S. Highway 60, approxima tely 15
miles west  of Town .  The F orepa ugh
Air por t  lea se with  the BLM will expir e
in 2003.

Exh ibit  4G depicts a  poten t ia l
configura t ion  for  a  redeveloped a irpor t
on  the exist ing F orepaugh  Air por t  site.
Th is a ltern a t ive would develop a  new
runway in  the same or ien ta t ion  as  the
exist ing runway; however, th e new
runway would be loca ted sou theast  of

the exist ing runway to ma ximize th e
use of the exis t ing 640-a cre pa rcel of
land .  An ap ron  a rea  would be
developed sou th of t he new runway with
direct a ccess from U.S. Highway 60.

At  7,500 feet , por t ions of the new
runway would extend beyond t he
exist ing lea se bounda ry.  As  shown on
the exhibit , th e acqu isit ion  of an
addit iona l 240 acres of lan d would be
needed to protect t he sa fety ar eas a nd
provide for  the cons t ruct ion  of the
ru nwa y and t axiways.

The Town of Wickenburg could  pursue
the per manen t  t ransfer  of th is proper ty
from the BLM. The t ransfer  of BLM
land for a irport  pur poses is provided in
S ection  516 of the Airport and  Airway
Improvem ent Act of S eptem ber 3, 1982.
This legislation pr ovides for  the t ransfer
of proper ty to th e public airport sponsor
with  no acquisit ion  cos t  to the sponsor .
The airport sponsor is on ly responsible
for  th e adm inistra tive costs  to facilita te
the conveya nce of the proper ty.  Un ited
S tates Code, T ile 43, Chapter II, Part
2640, FAA Airport Grants, specifies th e
procedures for  obta ining th e conveyance
of BLM lan d.

An  impor t an t  cons idera t ion  with
pursu ing th is a lter na t ive is whet her
F or epa u gh  Airport  wou ld be a
rep lacement  for  Wicken burg Mun icipal
Air por t .  Forepa ugh Airport  is present ly
not  par t of the Nat iona l P lan  of
In tegra ted Air por t  Sys tems (NPIAS).
Pr ior  to federa l funding, th is a irpor t
would need to be in cluded in  th is
program.  Addit iona lly, funding for  each
a irpor t  would need to be decided on t he
loca l, st a te, a nd federa l levels.  At  the
sta te an d federa l levels, the cont rolling
agencies  would  need  to  decide  if th eir
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respect ive sys tem plans could suppor t
t wo a ir por t s  in  t h e  Town  of
Wicken bu rg.  Addit iona lly, th e Town of
Wicken burg would need to decide if it
could fund  the opera t ion  of two airports.

An  a ddit iona l consider a t ion  with
developin g the Forepaugh Airpor t  is  the
loca t ion  of the F orepa ugh Airport  next
t o t he Gla dden  1 MOA.  An upgr ade of
the Forepa ugh Airpor t  site would need
to be coordin a ted with  Luke Air  Force
Base and the other  milita ry users of the
MOA to ensure tha t  there is not  a
sign ifica nt     nega t ive    impact     to   the

milita ry’s use of t he MOA.  An y
p ot en t ia l  i n s t r u m e n t  a p p r oa ch
pr ocedu r es  would  n eed  ca r efu l
cons idera t ion .

AIRFIELD ALTERNATIVES
COST COMP ARIS ON

Table  4C summar izes development
cost s  for  ea ch  of t h e a ir f ie ld
a lt erna t ives.  These cos ts include the
required pavement  developmen t costs
and rela ted facility impa cts .  Land
acquisit ion  cost s a re considered as well.

TABLE 4C
Airfie ld  Al ternat ives  Cost  Comparison

Projec t ALT. A ALT. B1 ALT. B2 ALT. B3 ALT. C1 ALT. C2 ALT. D

L a n d A cqu isit ion

A i r fi e ld  P a v e m e n t

R oa d s  a n d  P a r k in g

F a cili t ie s

C on st . Ad m in ., D es ign , 

&  C o n t i n g e n c ie s

$ 0

$ 1 , 3 4 0 ,0 0 0

$ 0

$ 3 1 0 , 0 0 0

$ 6 6 0 , 0 0 0

$ 9 0 , 0 0 0

$ 2 , 4 7 0 ,0 0 0

$ 0

$ 3 4 0 , 0 0 0

$ 1 , 1 6 0 ,0 0 0

$ 1 7 0 , 0 0 0

$ 2 , 6 0 0 ,0 0 0

$ 0

$ 9 0 , 0 0 0

$ 1 , 1 4 0 ,0 0 0

$ 5 0 , 0 0 0

$ 2 , 1 6 0 ,0 0 0

$ 0

$ 9 0 , 0 0 0

$ 1 , 4 4 0 ,0 0 0

$ 1 , 0 2 0 ,0 0 0

$ 7 , 6 0 0 ,0 0 0

$ 0

$ 3 7 5 , 0 0 0

$ 3 , 6 0 0 ,0 0 0

$ 1 , 3 0 0 ,0 0 0

$ 8 , 5 3 0 ,0 0 0

$ 0

$ 0

$ 3 , 9 3 0 ,0 0 0

$ 2 , 4 0 0 ,0 0 0

$ 1 5 , 9 6 0 ,0 0 0

$ 4 3 0 , 0 0 0

$ 3 7 0 , 0 0 0

$ 7 , 4 3 0 ,0 0 0

T ot a l D ev elop m e n t $ 2 , 3 1 0 ,0 0 0 $ 4 , 0 6 0 ,0 0 0 $ 4 , 0 0 0 ,0 0 0 $ 3 , 7 4 0 ,0 0 0 $ 1 2 , 5 9 5 ,0 0 0 $ 1 3 , 7 6 0 ,0 0 0 $ 2 6 , 5 9 0 ,0 0 0

The pr imary cost s of implem en t ing
Airfield Alter na t ive A include the cost
to reloca te th e Runway 5 th resh old,
hanga r  building, fuel island, segmen ted
cir cle, a nd Taxiway A.

Airfield Alterna t ives B1 and B2
developmen t  cos ts a re very s imila r .
While Airfield Alterna t ive B3 la nd
acquisit ion  costs a r e h igher  t han
Air field  Alter n a t ive B1, Airfield
Alterna t ive B2 does not  require t he
reloca t ion  of the fuel island.  Airfield
Alterna t ive B3 is th e least  expen sive
most ly due to the shor t er  runway
ext ension  and smaller  land acquisit ion
w h e n  com p a r e d  w i t h  Ai r f ie ld
Alterna t ives B1 and B2, a nd the fact
tha t no exist ing la nds ide facilities ar e
impa cted.

The development  costs in  Airfield
Alter na t ives C1 an d C2 a re influenced
by the land  acquis it ion  cost s  and
runway an d ta xiway developmen t costs.
The ter ra in  to the nor theas t  of the
a irpor t  va r ies gr ea t ly a nd will in flu ence
fina l developmen t  cost s.  Even  though
Airfield Alter na t ive C2 does not  impa ct
any exist ing facilit ies, th is a lt erna t ive
has much  grea ter  pavement  develop-
ment  cost s t han Airfield Alter na t ive C1.

Air field Alter na t ive D cost s a re the
resu lt  of t he lack of any exist ing
infras t ructure a t  the Forepaugh Airpor t
sit e.  Essen t ia lly, th is a lt erna t ive
requires the fu ll developmen t  of a ll
u t ility services, ru nwa ys, ta xiways,
roads, pa rking and a pr on  facilit ies.
This  a lterna t ive has  assumed the
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private development of hangar facilities
and transfer of the existing lease
property at no cost to the Town of
Wickenburg.

EVALUATION  SUMMARY

The followin g ana lys is compares each
a ir field a lt erna t ive using the eva luat ion
cr iter ion  descr ibed a t  the beginn ing of
th is  chapter .

Airfie ld  Alternat ive  A

1. Abili ty to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt erna t ive d oes n ot  meet  the
projected shor t  or  long ru nway
len gth  needs or des ign  s tandard
requirement s.  Th is a lt erna t ive
is  des ign ed  t o ARC B-I
sta nda rds.  The most  demanding
a ir cra ft  to opera te a t  the a irpor t
pr esent ly fa ll with in  ARC B-II.
I n  t h e fu t u r e, t h e m os t
demanding air cra ft  a re expected
to fa ll with in  ARC C-II.

2. De ve lo p m e n t S tr a te g y  -
Por t ions of the a irpor t  or  runway
would be closed for  shor t  per iods
of t ime during cons t ruct ion .  The
fuel isla nd, a  hanga r  bu ilding, a
port ion  of the main  apron
tiedowns, and segmented circle
would need to be reloca ted .  The
r u n wa y cou ld  be  fu r t h e r
exten ded to the nor thea st  if a
h igher  ARC s tandard  is  pursued .

3. Financia l Co n sid e ra tio n s  -
Th is improvement  is eligible for
fe d e r a l  a n d  s t a t e  g r a n t
assis tance an d is estimated to
cost  $2.3 million  to implemen t .

4. Re gu lato ry Requ ireme nts  -
Th is a lterna t ive would be subject
to federa l environmenta l review
pr ior  to implem en ta t ion .

Airfie ld  Alternat ive  B

1. Abili ty to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt erna t ive meets  shor t -term
design  standa rd requ irements
and runwa y len gth n eeds;
however , it  d oes n ot  meet
projected long-t erm runway and
design sta nda rd r equirement s.

2. D e ve lo pm e n t Stra tegy  -
Por t ions of the a irpor t  or
runway would be closed for
shor t  periods of t ime dur ing
cons t ruct ion .  Four  hanga r
buildings, a  por t ion  of the ma in
apron  t iedowns, an d segmented
circle would need to be reloca ted
for  Alter na t ives B1, B2, a nd B3.
The fuel island would need to be
reloca ted for  Alter na t ive B1.
Alter na t ives B1 a nd B2 requ ire
a  reconfigura t ion  of t he ma in
apron  a rea .  Alterna t ive B2
provides ADG I I taxilanes ,
whereas Alt erna t ive B1 only
provides for  ADG I  taxilanes .
While Alt erna t ive B3 does not
i m p a ct  e xi s t in g  l a n ds id e
facilities, a ircraft  accessing the
Runway 5 end for depa r ture, or
exit ing a t  the Runwa y 5 end,
would be required  to cross the
taxiway to ga in  access to t he
apron  a reas.  Many pilot s may
wish to back-ta xi to gain  access
to or  from the Runway 5 end .
Th is decrea ses  a ir field sa fety a s
a ir cra ft     use   the   runway   for
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taxiing a nd in crea ses  a ir field
delay, a s landing a ir cra ft  may
need to hold or  extend t heir
pa t tern  for  a ircraft  on  the
runway.  The implementa t ion  of
Alterna t ive B3 will requ ire the
approva l for  the use of declar ed
distances from the FAA.

3. Financia l Co n sid e ra tio n s  -
These improvements are eligible
for  federa l and  sta te gran t
assist a nce.  Alter na t ive B1 has
the highest developmen t costs
due to the need to remove th e
fuel isla nd.   While Alterna t ive
B2 does  not  a ffect  the fuel
island, the developmen t costs
are sim ila r  to Alterna t ive B1 as
the land acquisition  is grea ter
and the runwa y extension is
longer.  Alter na t ive B3 has t he
lowest development  cost s, a s the
exist ing landside facilities ar e
not impa cted.

4. Re gu lato ry R e qu i re me nts  -
Th is improvemen t  is requ ired by
federa l design  s tandards and
regu la tions.  Th is a lt erna t ive
would be subject  t o federa l
environmen ta l review prior  to
implementa t ion .

Airfie ld  Alternat ive  C

1. Abil i ty to  Meet  P rogram
Requ ireme nts  - Alterna t ive C1
meets both  shor t  and term design
s t a n da r d r equ ir ement s a n d
runway length  needs.  While
Alterna t ive C2 meets long-term
design  sta nda rd r equirement s,
th is a lterna t ive pr ovides only
7,000 feet  of runway length , 500
feet  shor t  of projected  long-term
needs.

2. D e v e l o p m e n t  S t ra t e g y  -
Por t ions of the a irpor t  or  runway
would be closed for  shor t  periods
of t ime dur ing const ruct ion .
Alter na t ives C1 a nd C2 requ ire
la n d  a cqu isi t ion  pr ior  t o
development .  Alter na t ive C1
im p a ct s  exi s t in g  l a n ds id e
facilities.  The fuel island,
termina l bu ildin g, four  hangar
fa cilit ies, a nd m a in  a p r on
t iedowns would need to be
removed and r eloca ted.  Nea r ly
ha lf of the nor theas t  apron  would
be unusa ble.  E ach  a lt erna t ive
sh ift s  t h e r u n wa y t o t h e
nor theast , closer  to exist ing
residen t ia l development , which
a t  th is t ime m ay not be su bject  to
regular  overflights.

3. Financia l Con s id e ra tio n s  -
These improvemen ts a re eligible
for  federa l a nd  sta te gran t
assist ance.  Alter na t ive C2 has
the h igher  developmen t costs  due
to the need to reconst ruct  the
ent ire runwa y length .  Alter -
na t ive C1 developmen t costs a re
increa sed by the landside facility
impact s.

4. Re gu lato ry Requ ireme nts  -
Th is a lter na t ive would be subject
to federa l environmenta l review
pr ior  to implem en ta t ion .

Airfie ld  Alternat ive  D

1. Abili ty  to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt erna t ive meet s long-t erm
design  standard requ irements
an d ru nwa y length  needs.

2. D e ve lo pm e n t Strategy  - This
a l t e r n a t i v e  r e q u i r e s  t h e
acquisit ion  of approximately 240
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acres of land a nd t ransfer  of the
exist ing Forepaugh  Airpor t  sit e
from the BLM.  Without  any
exist ing in fr a s t r u ct u r e, t h is
a l t e r n a t i v e  r e q u i r e s  t h e
development  of a  paved runway,
taxiway and  apron  a rea .  All
u t il i t ies , r oad wa ys, h a n ga r
facilit ies and pa rking a reas
would need to be developed. Th is
fa ci l it y deve lopm en t  cou ld
pr oceed wh ile the exist ing
Wicken burg Municipa l Air por t
r e m a i n e d  op en .   W h i l e
Forepa ugh Airport  could be
considered as a  replacement  for
Wicken burg Municipa l Air por t ,
considera t ion  may be given  to
ma in t a in ing both  a irport s.  Th is
would involve both individua l
and collect ive decis ions a t  the
loca l, sta te, and federa l levels.
Both  the st a te a nd federa l
agencies would need to decide if
they would want  to maint a in t wo
separa te a irpor t s for  the Town of
Wicken bu rg.  Addit iona lly, the
Town of Wickenbu rg would need
to decide if it could fisca lly
ma in ta in  two separa te a irpor t s.
While developmen t costs a re
grea ter  a t  th is site, t he a rea
s u r r ou n d in g  t h e  e xi s t i n g
F orepa u gh  Airpor t  s i t e  is
un developed.  Th is would provide
a  compat ible land use situa t ion
for  the a irpor t , which is a
concern  for  the implementa t ion
of one of the Air field Alterna t ive
C options.

3. Financia l Cons ide ra tio n s  -
Th i s  a l t e r n a t ive  r equ i r e s
sign ifica nt  priva te development
for  ha ngar  facilities.  Federa l and
sta te fundin g would requ ire
Forepa ugh Airport  to be included

in  their  respect ive system  plans.
4. Re gu lato ry Re qu ire m ents  -

Th is a lterna t ive would be subject
to federa l environmenta l review
pr ior  to implem en ta t ion .

LANDS IDE
ALTER N ATIVES

The pr imary pla nning cons idera t ions
for  th is ana lysis is the development  of
addit iona l genera l avia t ion s tora ge
hanga rs t o a ccommodat e forecast
demand, t he development  of a  helipad
and helicopter pa rk ing posit ions,
expa nsion of fuel st orage, and  the
development  of a  designa ted a ir cra ft
wa sh  facility.

The facility requ iremen ts a na lysis
indica ted the need  for  addit iona l
a ir cra ft  s torage facilit ies .  This could
include the development  of T-hanga r
u n i t s  a n d  c le a r s pa n  h a n ga r s .
Considera t ion  will be given  to pr oviding
a reas for  corpora te/execut ive hangar
developm en t  a s well.

The facility requ iremen ts a na lysis
indica ted a  need for  addit iona l fuel
storage through the p lanning per iod.  A
helipad is needed t o provide a m arked
and segregat ed landing and t akeoff a rea
for  helicopter s.  This is an t icipat ed to
include specific pa rking a reas for
helicopter  a ircra ft .

Considera t ion  is given to developin g an
a ircra ft  wa sh /ma in ten ance facility to
provide a  su ita ble ar ea  for  the washing
of a ircra ft .  This  provides  for  the proper
disposal of a ircraft  cleaning fluids.
There is no su ch  facility curren t ly
ava ilable a t  the a irpor t .
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Considera t ion  must  a lso be given  to
pr oviding a rea s  for  the reloca t ion  of
facilit ies impacted by th e imple-
m e n t a t i on  of  e i t h e r  Ai r f ie l d
Alter na t ives A, B1, B2, or  C1.  Imple-
menta t ion  of t hese a lt erna t ives may
require the r eloca t ion  of the fuel island,
four  hanga r  bu ildin gs, exist ing main
apron  t iedowns, an d segmented circle.

To a  cer ta in  exten t , landside uses
sh ould be gr ouped with  sim ila r u ses or
uses tha t  a r e compa t ible.  Other
funct ions sh ould be sepa ra ted, or a t
least  h a ve well defin ed boundar ies for
reasons of sa fety, secur ity, and efficient
opera t ion .  F ina lly, each landside use
mu st  be planned in  conju nct ion  with  the
a ir field, a s well as gr ound a ccess  tha t  is
su itable to the funct ion .

Runway fron tage should be reserved for
th ose uses with  a  h igh level of a ir field
int erface, or n eed for exposure.  Oth er
uses with  lower levels of a ir cra ft
movemen ts, or  litt le need for  runway
exposu re, can  be placed in  more isolat ed
loca t ions.   The int err ela t ionsh ip of the
lan dside funct ions discussed a bove is
impor tan t  to defin ing a  long-term
lan dside layout  for t he a irport .  These
requ irements have been  combined in  a
ser ies  of lan ds ide  deve lopm en t
alt ernat ives.

The lan dside a lter na t ives a re limited to
the a rea  south  of Runway 5-23.
Development  nor th  of Runway 5-23 has
not  been considered.  The a rea  nor th  of
Runway 5-23 is const ra ined  by the
loca t ion  of Har tman  Wash  and an
abandoned landfill an d is  without
u t ilit ies, roadwa y access , and a ir field
t axiway access.  Development  nor th  of
Runway 5-23 would a lso requ ire land
acquisit ion , as  there is  not  sufficien t

land a rea  bet ween the runwa y and
exist ing proper ty line for  facility
development .

Two lan dside a lter na t ives have been
developed.  Landside Alter na t ive A
exam ines  l a n d s ide  deve lopm en t
poten t ia l assuming the implementa t ion
of Airfield Altera t ive B1.  Lan dside
Alterna t ive B assumes the imple-
menta t ion  of Airfield Alter na t ive B2.
Each  of these a lt erna t ives remains valid
sh ould eith er  Airfield Alt erna t ive B3 or
Airfield Alterna t ive C2 be implemented.
Airfield Altera tive C2 allows th e
taxiway t o remain  in  it s  exis t ing
loca t ion , while Airfield Alterna t ive B3
reloca tes Ta xiwa y A the same d is tance
sou th of Runway 5-23 as Airfield
Alter na t ives B1 an d B2.  The lan dside
a lter na t ives would requ ire modifi-
ca t ions if Airfield Alter na t ive C2 were
implement ed.  Airfield Alter na t ive C2
would move Taxiwa y A 60 feet  closer  to
the pr oposed facilit ies .  In  most cases,
th is would  require some proposed
facilit ies to be removed from the p lan  as
shown.

LANDSIDE
ALTERNATIVE A

Landside Alt erna t ive A is  shown on
Exh ibit 4H .  This a lter na t ive proposes
the developm en t  of an  a ircraft wash
rack ad jacent  to a  reloca ted fuel island.
Fuel st orage is expanded in  it s exis t ing
loca t ion .  The exist ing a pron  a rea  nor th
of the main  apron  is  u t ilized  for  new
hangar  development .  The layou t
depicted on  the exhibit  provides for
approximately 30 new ha ngars.  Th is
includes appr oxima tely 10 40-foot  by
40-foot  convent iona l hangars and 20 T-
ha ngar s.  A new t axiwa y on  the



4-24

nor th east  port ion  of the a pr on  would
provide addit iona l access for  t he
nor theas tern-most  T-hangar .

A new apron  a rea  is shown nor theast  of
th is hangar  developm en t  a rea .  This
apron  would  a llow for  the r eloca t ion  of
the fou r  hangar  buildings displaced by
t h e imp lemen t a t ion  of Ai r f ie ld
Alterna t ive B1 and provide for  the new
development  of commercia l genera l
avia t ion  hangar s.  The available ar ea
between the reloca ted Taxiway A a nd
the exist ing pr oper ty line only allows
for  the a pron a rea  to be developed to
ADG I  st anda rds.  A helipad a nd two
helicopt er  pa r k in g posit ion s a r e
in tegra ted on  the nor theas t  por t ion  of
the new apron .

An addit iona l T-ha ngar  developm en t  is
proposed nor theast  of t h is apron  a rea .
Th is developmen t a s shown  would
accommodate an  a dditiona l 30 T-
ha ngar s.  These hangars  were loca ted in
close pr oximity to the r eloca t ed
Ta xiway A so as not  to be impa cted by
the rapidly declin ing t er ra in  to the
nor theast .

A new paved public road is proposed to
provide access for  these new hangar  and
apron  areas.  This road would exten d
parallel with  the southern  a irpor t
proper ty line.  The segmen ted circle is
reloca ted to the nor thern  a irpor t
boundary to a llow for  the hangar  and
apron  development .

LANDSIDE
ALTERNATIVE B

Lan dside Alterna t ive B is shown on
Ex h ib it  4J .  Th is a lter na t ive proposes
the expansion of the exis t ing hangar

area  a long t he main  apron .  For  th is
a lter na t ive, the exist ing a ccess road and
au to pa rking ser ving the t ermina l
bu ildin g a re closed and a  new
convent iona l hangar  const ructed in  it s
place.  A new pa rking ar ea  loca ted
sou th  of the termina l bu ild ing and
access road developed a long th e exist ing
dir t  service road would serve t he
t ermina l bu ildin g.  A wa sh  rack is
proposed for developm en t  a long t he
southwes tern  port ion  of the main  apron
a rea .  The main a pron  a rea  taxilanes
and t iedowns a re reconfigured to
pr ovide a ccess  for  ADG II a ircra ft .

Sim ila r  to La ndside Alterna t ive A, th is
a lt erna t ive proposes t he development  of
hangars on  the exis t ing nor theas tern
apron  a rea .  This a lter na t ive proposes
the development  of two 8-unit n est ed T-
hangars and  five execut ive hangars  on
th is apr on a rea .  These ha ngar s wou ld
be ser ved by the exist ing taxilane
access.

In  cont ras t  with  Landside Alterna t ive
A, th is a lt erna t ive proposes h anger
development  nor theas t  of th is  exis t ing
apron  a rea  ins tead of the development
of a  new apron  and commercial genera l
avia t ion  hanga r  a rea .  As  shown on  the
exh ibit , both  execut ive hangar s a nd T-
hangars could be developed in  th is a rea .
The execut ive ha nga r development  a rea
provides for eigh t  60-foot  by 60-foot
ha ngar s.  Conven ien t  au t omobile
pa rking a nd access roads serve th ese
hangars .  Th e proposed T-hangar
development  a llows for  two 8-unit
n est ed T-ha ngar s. Th ese h a n ga r
developments could be eas ily swapped
in  loca t ion .  Depending u pon demand,
the execut ive and T-hangar s could be
d e ve loped  a s  s h ow n , or  b ot h
development  a reas could be used for  T-
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h a n g a r s  or  e x e c u t i v e  h a n g a r
development .  The execu t ive hanga r
area  could pr ovide for  the reloca t ion  of
the four  hangar  buildings displaced by
th is a lter na t ive.

The development  of the helipad and
helicopter  pa rking a rea  is shown
north east  of the proposed ha ngar  ar eas.
In  con t rast  wit h  La ndside Alterna t ive
A, th is helipad is segr ega ted  from the
fi xe d -w i n g  op e r a t ion a l  a r e a s .
Addit iona lly, th is  a lternat ive provides a
hanga r  lease pa rcel for  the development
of service and/or  hanga r  facilit ies for
regula r u sers of the h elipad.

F ina lly, th is  a lterna t ive provides  for  the
development  of a  new apron  a rea  to
serve a ircra ft  with  wingspa ns in  ADG
II.  An  a rea  for  commercia l hanga r
development  is reserved a long t he south
por t ion of the n ew apr on a rea .  Sim ila r
to Landside Alterna t ive A, a n ew
ser vice road  extends a long the southern
a irpor t  boun da ry to pr ovide public
access to the hangars  and apron
facilities.

Evalu at ion  Su m m ary

Th e  fol lowin g su m m a r izes  t h e
eva lua t ion  crit erion described at  the
begin ning of th is  chapter  for  the
a lter na t ives discussed a bove.

La n d si de  Alt e rn a ti ve  A

1. Abili ty to  Meet  P rogram
R e q u i r e m e n t s  -  T h i s
a lt er n a t ive p rovides for  a
m ixt u r e of ha nga r  t ypes ,
in clu din g T-h a n ga r , la r ge
con ve n t ion a l ha ngar s , a n d
execu t ive h a n ga r s .  Th is

a lt erna t ive provides  for  the
expa nsion of t he fuel fa rm and
development  of an  aircraft wa sh
ra ck a nd h elipad.

2. D e ve lo pm e n t Strategy  – The
wash  r ack is proposed for
development  in  an  a rea  a long
the main  a pron a nd could be
developed in  the shor t -t erm.  I t
is convenien t ly loca ted near  the
t er m in a l bu i ld in g .  Th is
a lt erna t ive maximizes develop-
ment  poten t ia l sou th of Runway
5-23 by r edevelopin g t h e
exist ing nor theas tern  apron
area  for  hangar  developm en t  in
the shor t -term.  This r educes
development  cost s a ssocia ted
wit h  con st r u ct in g t a xila n e
access.  While the new apron
would provide lease pa rcels for
the developm en t  of commercia l
gener a l avia t ion  hangars , the
new apron  a rea  is limited to
ADG I t axilanes.  With  a  mix of
ADG II  a ircra ft  usin g the
a irpor t , an  ADG I a pron  a rea
may be lim ited in  its a bilit y to
efficien t ly and sa fely serve a
number  of la rger  a ircra ft .

3. Financia l Con s id e ra tio n s  -
The ter ra in  fea tures  south  of
Runway 5-23 decline r apidly to
the north east .  Sign ifica nt
gradin g and fill may be required
to cons t ruct  the new apron  and
h angar s a s sh own .  The
ext ension  of a ll p rimary u t ilit ies
is required for  these develop-
men ts.  Each  of these factors
needs to be ca refully considered
pr ior  to implementa t ion  to
ensure cos t  recovery t h rough
ra tes an d cha rges.  These
developments would provide
considerable revenu e enhance-
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ment  for  the a irpor t , as  the
a irpor t  would dra w lan d lease
revenu es from most  hanga r
development .

4. Regu lato ry Requ ireme nts  –
The proposed  apron  area  and T-
hanga r  ar eas m a y be subject  to
fur ther  environmenta l review
prior  to development .

La n d si de  Alt e rn a ti ve  B

1. Abi l i t y  t o  Me e t  P rog ra m
R e q u i r e m e n t s  -  T h i s
a lt er n a t ive pr ovides  for  a
m ixt u r e of ha nga r  t ypes ,
in clu din g T-h a n ga r , la r ge
con ve n t ion a l h a n ga r s, a n d
execu t ive h a n ga r s .  Th is
a lt erna t ive accommoda tes an
expanded fuel fa rm, new aircraft
wash  ra ck, an d helipad.

2. Deve lo pm e n t Strategy  – The
deve lopm en t  of t h e  n ew
convent iona l hanga r  a rea  a long
the main  apron  would  require
removing the exis t ing au to
pa rking a rea  and access road
serving the t ermina l bu ildin g.
The execut ive hangar  and/or  T-
hanga r  developm en t  in  the a rea
north east  of the exis t ing apron
a r ea s  pr ovides  m a xim u m
flexibility and h as excellent
ph asin g oppor tunit ies for  each
hangar  site.  Each  hanga r  could
be developed individu a lly a s
required to meet  demand.  The
helipa d is segr ega ted from the
fixed-wing opera t iona l a r eas
and provides a  lease pa rcel for
the developmen t  of hangar
facilit ies    to    serve   helicopter

a ircra ft .  The new a pr on  a rea  is
des igned  t o a ccom m od a t e
aircra ft within ADG II.

3. F i n a n c ia l Con s id e ra tio n s  -
The ter ra in  fea tures  south  of
Runway 5-23 decline r apidly to
the nor thea st .  Sign ifican t
gradin g and fill may be required
to cons t ruct  the new apron  and
h a n ga r s a s  shown .  The
ext ension  of a ll p rimary u t ilit ies
is required for  these develop-
men ts.  The proposed hangars
would  pr ovide con sider a ble
revenue enhance-ment  for  the
a irpor t , a s t he a irport  would
draw land lease revenues from
most  hangar  development .

4. Re g u l a tory  Requ ireme nts  -
The proposed  apron  area  and T-
hanga r  a r ea s may be subject  to
fur ther  environmenta l review
prior  to development .

S U MMAR Y

The process ut ilized in a ssessing the
a irside and landside development
a lt er n a t ives in volved a  det a iled
ana lysis of shor t  and  long-term
requ irements as well a s fu ture growth
poten t ia l.  Cur ren t  a irpor t  design
standa rds  wer e considered a t  ea ch  st age
of development .

Upon review of th is repor t  by th e Town
of Wickenbur g an d the P lanning
Advisory Commit tee, a fina l Mast er
P lan  concept  can  be formed.  The
resu ltan t  pla n  will repr esent  an a irside
facility tha t  fu lfills sa fet y and design
standa rds  a nd a  landside complex t ha t
can  be developed as dema nd dicta tes.
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The proposed development  pla n  for  the
a irpor t  mus t  represent  a  means by
which  the a irpor t  can  grow in  a
ba lan ced mann er, both on the a irside a s
well as  the landside, to accommodate
forecast  demand.  In  addit ion, it  must
p rovide (as a ll good developmen t  pla ns
should)   for    flexibility  in   the  plan   to

meet  act ivity growth  beyond the 20-
year pla nn ing period.

The rema in ing chap ter s will be
dedica ted to refining the basic concept
in to a  fina l plan  with  recommendat ions
to ensu re pr oper  implementa t ion  and
t iming for  a  demand-based program.
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Chapter Five
AIRPORT PLANS



The planning process for the
Wickenburg Municipal Airport master
plan has included several analytic efforts
in the previous chapters intended to
project potential aviation demand,
establish airside and landside facility
needs, and evaluate options for
improving the airport to meet those
airside and landside facility needs. The
planning process, thus far, has included
the presentation of two draft phase
reports (representing the first four
chapters of the master plan) to the
planning advisory committee (PAC) and
Town of Wickenburg. A plan for the use
of Wickenburg Municipal Airport has
evolved considering their input. The
purpose of this chapter is to describe, in
narrative and graphic form, the plan for
the future use of Wickenburg Municipal
Airport.

AIRFIELD PLAN

The airfield plan for Wickenburg
Municipal Airport focuses on meeting
current Federal Aviation Administration
(FAA) design and safety standards,
establishing an instrument approach 

procedure, installing an automated
weather observation system (AWOS),
extending Runway 5-23 to the northeast,
and the development of new taxiways
over time to improve airfield capacity,
safety, and efficiency. Exhibit 5A
graphically depicts the proposed airfield
improvements. The following text
summarizes the elements of the airfield
plan.

AIRFIELD DESIGN
STANDARDS

As a federally-obligated airport (the
result   of  accepting  federal  grant

Airport Plans
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funding), Wicken burg Municipal Air port
mu st  comply with   Federa l Avia t ion
Admin ist ra t ion  (FAA) design a nd sa fety
sta nda rds.  The FAA has est ablished
these design criter ia t o define t he
physica l dimensions of ru nwa ys and
t axiwa ys and  the imaginary surfaces
su rrounding th em tha t  protect  the sa fe
opera t ion  of a ircra ft  a t  the a irpor t . FAA
design  st anda rds a lso define the
separa t ion  cr it er ia  for  the placement  of
lan dside fa cilit ies. As discussed
previously in  Chapter  Three, F AA
design  cr it er ia  is a  funct ion  of the
cr it ica l design aircraft’s (th e most
demanding a ircra ft  or  “family” of
a ir cra ft  wh ich  will conduct  500 or  more
opera t ions [take-offs a nd landings] per
year  a t  the a irport ) wingspan  and
approach  speed, and in  some cases , the
runwa y approach  visibilit y minimum s.
The FAA ha s esta blished t he Airport
Reference Code (ARC) t o r elat e th ese
factors t o airfield design sta nda rds.

Wicken burg Municipa l Air por t  is
cur ren t ly used by a  wide range of
g e n e r a l  a v ia t ion  a i r cr a ft  a n d
helicopter s.  Genera l avia t ion  a ircraft
include single and mult i-engine a ircra ft
with in  ARCs A-I  and B-I , turboprop
a ir cra ft  with in ARCs B-I a nd B-I I, and
business jet a ircra ft  with in ARCs C-I,
C-II, D-I, an d D-II.

Based on  opera t iona l counts conducted
a t  the a irpor t , a ir cra ft  with in ARCs C-I,
C-II,  D-I, and D-II  do not  curren t ly
conduct  500 annual opera t ions a t  the
a irpor t .  Therefore, following F AA
guidance, t hese a ircraft  a re not
considered the cur ren t  cr it ica l design
a ircra ft .  Ra ther , air cra ft  with in ARC B-
II a re considered the curren t  cr it ica l

des ign  a ircraft .  Based  upon the
h istor ica l t rend  a t  the a irpor t , which
has shown an  annua l increa se in
b u s i n e s s  a i r c r a f t  o p e r a t i o n s
(par t icu lar ly business jet opera tions),
a ir cra ft  with in ARC C-II a re projected
to compr ise the crit ica l des ign a ircra ft
in  t he fu ture.  Therefore, shor t  and
in t er m edia t e t erm  plann in g a n d
developmen t  should  ensure tha t  the
a ir por t  m eet s ARC B-II  des ign
sta nda rds.  Long term a irpor t  p lanning
for  the Town of Wickenbu rg sh ould
include developing an  a irport  to meet
ARC C-II design st anda rds  and the
needs of the fu ll range of business  jet s
dest ined for  the Town of Wickenburg
and r egiona l a r ea .

Consider ing the need to provide an
a irpor t  capa ble of meet ing ARC C-II
p lanning s tandards and the opera t iona l
needs of business jet s in  the fu ture for
the Town of Wickenburg, the Air por t
Development  Alterna t ives (Chapter
Four) exa mined two a lt erna t ives to
u pgr a de the exist ing Wicken burg
Mun icipal Air por t  t o ARC C-II
standa rds  a nd a  th ird a lt erna t ive to
impr ove the exist ing F orepaugh  Air por t
sit e to ARC C-II  s t andards.  The
improvemen ts requ ired to meet  ARC C-
II standa rds  a t  the exis t ing a irpor t  sit e
would require sh ift ing Runway 5-23 to
the north east  to meet safety sta nda rds,
extendin g the runwa y to a t  lea st  7,000
feet , and increas ing the runway/taxiway
separa t ion  dist ance to a t  least  300 feet .
ARC C-I I s tandards would  cause the
elimina t ion  of most  of the exis t ing
apron  ar ea, impa ct r oadwa y access to
the ad join ing indust r ia l park to the
nor th , and limit  bu ilding development
sou th  of  Runway  5-23  in  a n   effor t   to
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Exhibit 5A
AIRFIELD PLAN

U.S. HIGHWAY 60
U.S. HIGHWAY 60
U.S. HIGHWAY 60

01
M

P
06

-5
A

-1
1/

19
/0

3

TAXIWAY A

TAXIWAY A

TAXIWAY A

1,701'
1,701'
1,701'

651'
651'
651'

B

C

F

B

C

F

SUMMARY

Relocate Taxiway A 40' Southeast/Realign Entrance
Taxiways/Remove Hangar/Reconfigure Apron
Tiedowns and Taxilanes 

Relocate Runway 5 End 651' Northeast

Extend Runway 5-23 and Taxiway A
1,700' Northeast/Construct Holding Apron

Install Runway End Identifier Lights (REILs)

Relocate Runway 23 Precision Approach Path
Indicator (PAPI)/Install PAPI Runway 5

Relocate Segmented Circle and Windcone

Remove Buildings in OFA

Install Automated Weather Observation System (AWOS)

Establish Global Positioning System (GPS) 
Approach to Runway 23

Install Nonprecision Markings

7

6

9

10

8

5

4

3

2

1

8HA
RT

M
AN

 W
AS

H

HA
RT

M
AN

 W
AS

H

HA
RT

M
AN

 W
AS

H

LEGEND

Existing Airport Property Line

Ultimate Airfield Pavement

Ultimate Buildings

Auto Access and Parking

Pavement to be Removed

Building to be Removed

Object Free Area (OFA)

Obstacle Free Zone (OFZ)

Runway Safety Area (RSA)

Runway Protection Zone (RPZ)

200'
200'
200'

250'
250'
250'

240'
240'
240'
EXISTING  5,050' X 75'    U

LTIMATE  6,100' X 75'

EXISTING  5,050' X 75'    U
LTIMATE  6,100' X 75'

EXISTING  5,050' X 75'    U
LTIMATE  6,100' X 75'

1

2

6

1

3

4

5

5

9

10

4

7

NORTH

0 800 1,600

SCALE IN FEET

EE

DD

M U N I C I P A L  A I R P O R T
❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖❖



5-3

comply with  object clear ing stan dar ds.
Depending upon the a lterna t ive, the
acquisit ion  of an  addit iona l 100 to 130
acres of lan d would be requir ed.
Shift ing Runwa y 5-23 to th e nort hea st
would move th e runway and opera t iona l
pa t terns closer  to exist ing residen t ia l
development  nor theast  of the a irpor t .
Shift ing Runway 5-23 to th e nort hea st
is complica ted by ter ra in feat ures wh ich
would require sign ifica nt  amounts of
fill.

The Town of Wickenburg leases  the
cur ren t  Forepaugh Airpor t  s ite from the
U.S. Bureau  of Land Management
(BLM).  Th e exis t ing Forepa ugh Air por t
sit e includes a  dirt  runway 4,671 feet
long by 80 feet  wide.  The existing
Forepa ugh Airport  lease encompa sses
640 acres locat ed nort h of U.S. H ighway
60 approxima tely 15 miles west  of the
Town.  The a rea  sur rounding the
exist ing Forepaugh Airpor t  sit e is
un developed. An a lterna t ive to develop
a  7,500-foot  lon g ru n wa y wa s
considered in  Chapter  Four .  The
acquisit ion  of appr oxima tely 240 acres
of land would be requ ired t o provide a
runway capable of serving t he needs of
business jets an d meeting ARC C-II
s tandards a t  the Forepaugh Airpor t .

I n  eva lu a t in g t h e  deve lopm en t
a lt erna t ives, the Town of Wickenburg
and PAC decided tha t  the exist ing
Wicken burg Municipa l Airport  sit e
should not  be upgraded t o ARC C-II
s t a nda rds  du e t o t h e  exist in g
cons t ra in t s t o meet ing ARC C-II
standa rds  and  extending the runway to
meet  the n eeds  of bu siness jet s.  In
par t icu lar , th is inclu ded the impacts on
the exist in g t er m in a l a r ea  a nd

adjoin ing indust r ia l park, t er ra in
fea tu res, and en croaching residen t ia l
land uses.  Instead, the Town and PAC
wanted to pu rsue the development  of
the Forepaugh Airpor t  site to serve th e
fu ll range of business jets a nd meet
ARC C-II st anda rds  in  the future.  The
Forepa ugh Air por t  sit e, while loca ted
fur ther  wes t  of the Town, provides more
capability to be developed to meet t hese
standa rds  and  is  not  res t r icted by
exist ing land u ses . Therefore, th is
mast er  pla n  provides  for  the upgra de of
t he existing Wickenbur g Mun icipal
Airport  site to ARC B-II st anda rds  and
ca lls for  the permanent  t ransfer  of the
exist ing Forepaugh Airpor t  to the Town
of Wickenburg to eventua lly be
developed to meet  t he needs of the full
range of business jet  a ircra ft  somet ime
in  the fu ture.

The existing lease for t he F orepa ugh
Air por t  sit e expires in  2003.  The Town
can pursue the permanen t  t r ansfer  of
Forepa ugh Airpor t  th rough Sect ion  516
of the Airport and  Airway Improvem ent
Act of S eptem ber 3, 1982. This will
r equ ir e  t h e  com p le t ion  of a n
e n vi r on m en t a l  a s s e s s m en t  a n d
det ermina t ion  by the FAA and BLM.

A decision  on  whether  an  upgra ded
Forepa ugh Air por t  sit e would replace
the exist ing Wicken burg Mun icipal
Air por t  would need to be made closer  to
the t ime th is  upgrade is implement ed.
A number  of issues would need to be
considered in  making th is  decis ion .
Th is includes (but  is not  limited to) the
financia l capa bility and desir e of the
Town of Wickenburg t o fund the
oper a t ion  of two a irpor t s , the des ire of
sta te  and  federa l  agencies to ma in ta in
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and fund  two a irpor t s  in  the Town of
W i ck en b u r g ,  a n d  t h e  p r iv a t e
invest ments in  the exis t ing Wickenburg
Mun icipal Airport  site and whether
compa rable facilit ies could be developed
a t  the Forepa ugh Airport  sit e wit h
sim ila r  cost  st ructures.  A fu ll
eva lua t ion  of these condit ions cannot  be
made a t  th is t ime.

Table  5A summarizes ARC B-II  a ir field
sa fety and  facility d imens ions  for  the
exist ing Wickenburg Municipa l Air port .
These s tandards were considered in  the
planned impr ovemen ts of the exist ing
a irpor t  sit e to be discussed in  grea ter
deta il la ter  with in t h is chapter .

AIRFIELD DEVELOP MENT

The a ir field  plan  for  Wickenburg
Mun icipal Airport  closely follows
Alterna t ive B2 presented previously in
Chapter  Four .  This plan  provides for
the a irpor t  to fu lly comply with  ARC B-
I I des ign  s tandards and be extended t o
provide an  u lt imate length  of 6,100 feet .
In  th is a lter na t ive, Runway 5-23 and
Taxiway A are extended 1,701 feet
nor th .  This includes 651 feet  t o r eplace
pa vement  being a ban doned behind a
reloca ted Runway 5 end a nd 1,050 feet
to exten d the runway from 5,050 feet  to
6,100 feet .  Taxiway A is being r eloca ted
4 0  f e e t  s ou t h e a s t  t o  m e e t
runway/t axiway separa t ion  d is tance
and widened to 35 feet .

A review of ARC B-I I runway sa fety
a rea  (RSA) and object  free area  (OFA)
standa rds        indicat es      t ha t       th ese

standa rds  a re not  fu lly met  a t  t he
a irpor t .  The RSA and OFA beh ind  the
Runway 5 end a re obst ructed by
exist ing fencing and a  dir t  ser vice road.
Fur thermore, the OF A ext en ds beyond
the exist ing pr oper ty line a nd is
obst ructed by U.S. Highwa y 60.  The
RSA la t era l grade requirements  a re not
fu lly met  a long the en t ire length  of
Runway 5-23.  F ina lly, t h ree hanga r
bu ildin gs nor th  of Runway 5-23
obst ruct  the runway OFA.

Compliance with  RSA st anda rds is a
cur ren t  focus of FAA policy.  Guidance
for  compliance wit h  RSA st anda rds is
provided in  FAA Or der  5200.8, R un way
S afety Area Program .  The object ive of
the runway safety a rea  program is  tha t
a ll RSAs at  federa lly-obliga ted a irpor t s
conform to the st anda rds conta ined in
AC 150/5300-13, Airport Design , t o the
exten t  pract icable.  FAA Order  5300.1F ,
Modification  of Agency Airport Design ,
C on s t r u ct i on ,  a n d  E q u i p m en t
S tandards indica tes t ha t  modifica t ions
of st anda rds a re n ot  issued for
nonsta nda rd r un way safety ar eas.

To conform with  FAA guidance and  the
in ten t  of FAA Order  5200.8, a  plan  t o
meet  the full RSA and OF A standa rds
a t  each  runway end has been developed.
Th is includes grading an d filling the
RSA a long the en t ire length  of Runway
5-23 to ARC B-I I s tandards, removing
the ha nga r bu ildings nor th  of Runway
5, and reloca t ing t he Run way 5 end to
the nor theast  to move the RSA and
OFA onto exis t ing a irpor t  proper ty to
ensure they a re no longer obstr ucted by
the fencing, road , and U.S. Highwa y 60.
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T A B L E  5 A

P l a n n e d  A i r f i e l d  S a f e t y  a n d  F a c i l i t y  D i m e n s i o n s  ( i n  f e e t )

A i rp o r t  R e f e r e n c e  C o d e  ( A R C )

A p p r o a c h  V i s i b i l i t y  M i n i m u m s

Ru n wa y 5

Ru n wa y 23

B -I I

Visu a l

O n e-M ile

R u n w a y

W id t h

L en g t h

Ru n w a y S a fety  Ar ea  (RS A)

     W id t h

     Len gt h  Beyon d  Ru n w a y E n d

O bject  F r ee Ar ea  (OF A)

     W id t h

     Len gt h  Beyon d  Ru n w a y E n d

O bs t a cle F r ee  Zon e (O F Z)

     W id t h

     Len gt h  Beyon d  Ru n w a y E n d

R u n w a y C en t er lin e  To:

     H old  Lin e

     P a r a llel T a xiw a y C en t er lin e

     E d ge  of Air cr a ft P a r k in g

75

6 ,100

150

300

500

300

400

200

200

240

250

R u n w a y  P r o t e c t io n  Z o n e  (R P Z )

I n n e r  W id t h

O u t e r  W id t h

L en g t h

500

700

1 ,000

O b s t a c l e  C l ea r a n c e

Ru n wa y 5

Ru n wa y 23

20:1

34:1

T a xi w a y s

W id t h

S a fe t y Ar e a  W id t h

O b je ct  F r e e Ar e a  W id t h

Ta xiw a y C en t er lin e  To:

     P a r a llel T a xiw a y/Ta xila n e

35

79

131

105

T a x i l a n e s

Ta xi la n e C en t er lin e  To:

     P a r a llel T a xila n e C en t er lin e

     F ixed  or  M ove a ble  O bject

Ta xi la n e  Object  F ree  Ar ea

97

57 .5

115

Sour ce: F AA Ad vis or y C ir cu la r  15 0/5 30 0-1 3, A irpor t  Des ign , C h a n ge  7, F AR  P a r t  77 , Object s

A f fect ing  N a v ig a ble A ir sp a ce, F AA Ad vis or y C ir cu la r  150/534 0-1 F , M a r k i n g  O f P a v ed  A r ea s

On  Airpor t s

As ment ioned , the Runway 5 end is
p lanned to be reloca ted 651 feet
north east  to meet  RSA and OFA
sta nda rds.  Reloca t ing the Ru nwa y 5
end a lso eliminates the exist ing 535-foot
displaced threshold to Runway 5, which

was pu t  in place to ensu re proper
clearance over  the ter ra in  to the
sout hwest  tha t  obst ruct s the Ru nwa y 5
a ppr oa ch  su r fa ce.  Addit ion a lly,
reloca t ing the Ru nwa y 5 end 651 feet
nor th  ensu res  t he  exist ing  fuel isla nd
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can  remain  in  it s  loca t ion .  I f the
Runway 5 en d is  not  reloca ted t h is
distance, the reloca ted pa ra llel t axiway
would have caused  the removal and
r eloca t ion  of t h e  fu e l  i s la n d .
Fur thermore, th is  reloca t ion  ensures
proper  clearance between  a ir cra ft
loca ted on  the nor th  side of the fuel
isla nd and  a ircraft  t axiing to the
Runway 5 end from the exist ing apr on
a rea .

Taxiway A is plan ned to be reloca ted 40
feet  sou theast  t o meet t he ARC B-II
runway/t axiway separa t ion  s tandard of
240 feet .  In  it s  present  pos it ion ,
Taxiway A proh ibit s the es tablishment
of an  ins t rument  approach  procedure a s
Taxiway A obst ructs  the obs tacle free
zon e (OF Z).  Reloca t ing the t axiway will
a llow the a irport  to qu a lify for  an
ins t rument  approach  procedure and
meet  st anda rds for  a ircra ft  holdlines
wh ich  must  be marked 200 feet  from
the runway center line.

Reloca t ing Taxiway A 40 feet  sout hea st
impact s the configura t ion  of the
exist ing apron  a rea  and  causes  the
remova l of an  exist ing con vent iona l
hangar loca ted on  the nor thwest  por t ion
of the main  apron  area  and  the
segmen ted circle and ligh ted windcone.
The hanga r , segmen ted circle, and
ligh ted windcone would be loca ted
with in  the reloca ted t axiway OFA and
mu st  be r em oved to ensu re sa fe passage
of a ircraft  a long the taxiway.  The
segmen ted circle an d light ed windcone
are planned to be reloca ted to the
nor thern  a irpor t  boundary, ou ts ide the
limits of the runway OFA.  The hanga r
is   plann ed   to  removed.   This  facility

could u lt ima tely be r epla ced with  a
sim ila r  facility loca ted east  of the
t ermina l bu ilding a s shown on  Exh ibit
5A.

The apron  tiedowns a nd t axilan es must
be reconfigured to ensu re proper
clear ance from the r eloca ted t axiway
center line and  taxiway OFA. The
exist ing t iedowns on the n ort hwest  edge
of t he main a pron  a re planned to be
removed as  shown on  the exh ibit  and
replaced with  new t iedowns  outs ide the
limits of the taxiway OF A.  This would
sh ift  the exis t ing apr on t axilane to the
sou theast , in  the a rea  cur ren t ly
occupied by t wo rows of a ir cra ft
t iedowns and  a  row of apron  ligh t ing
sta nda rds. The light ing stan dar ds ar e
p lanned to be removed t o a llow for  the
reloca ted taxilane.  Some of the apron
t iedowns a re planned to be replaced on
the nor thern  edge of the exist ing T-
ha ngar s.

Ta xiwa ys D and E  a re planned t o be
reloca ted wh en  Ta xiwa y A is reloca ted
to the southeast .  The new loca t ions of
th ese taxiways bet t er a ligns th ese
taxiwa ys wit h t he n ew runwa y ends
caused by ext en din g the runwa y to the
nor theast  a nd sh iftin g the Ru nwa y 5
end nor theast .

Concurren t  with  the runway extens ion ,
the exist ing Runway 23 precis ion
approach  pa th  indicator  (PAPI) would
be reloca ted to the n ew Run way 23 end.
A PAPI is  pla nn ed for  t he Runway 5
end.  PAPIs  assist  the pilot  in
determining the cor rect  descen t  pa th  to
the r un way end.
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Runway end ident ifier light s (REILs)
are p lanned for ea ch r un way end.
REILs a id in t he ident ifica t ion  of the
runway en d a t  n igh t  and dur ing low
visibility conditions.

Nonpr ecision  runway markings a re a lso
pla nned.  These a re r equired should a
new globa l posit ion ing syst em (GPS)
ins t rument  approach pr ocedure be
esta blished t o Run way 23 as plann ed.

An au tomated wea ther  observa t ion
syst em (AWOS) is plan ned to be
ins ta lled south  of Runway 5-23.  The
AWOS wou ld provide a u t om a ted
wea ther  obser va t ions  and r eport ing.

Exh ibit 5A depict s the land cur ren t ly
bein g acqu ired from the Arizona  Sta te
Land Trust .  This propert y will provide
for  the runway extension  and reloca ted
RPZ.  This  land a rea  encompa sses
appr oxima tely 37 acres.

LANDSIDE P LAN

The lan dside pla n  for  Wickenburg
Mun icipal Airport  ha s been devised to
sa fely, secu r ely,  an d efficient ly
a ccom m oda t e  pot en t ia l  a via t ion
dema nd.  The lan dside plan pr ovides for
development  of new commercial genera l
avia t ion  facilit ies, a ircra ft  st ora ge
facilities, an  a ircraft  wash  r a ck,
expanded pu blic t ermina l bu ildin g,
expanded fuel fa rm, helipad, and
segregat ed veh icle  a ccess rou t es.
La ndside impr ovemen ts a re sh own  in
deta il on  Ex h ib it  5B .

With  the except ion  of the public
termina l building and a ircra ft wa sh

ra ck, mos t  st ructura l improvements  a re
ant icipa ted to be developed pr iva tely, a s
h a s  been  d on e h ist orica lly a t
Wicken burg Mun icipa l Airport .  The
ca p i t a l  im p r ov em e n t s  p r ogr a m
i d e n t i f i e s  t h e  i n f r a s t r u ct u r e
improvemen ts needed a t  t he a irpor t  to
suppor t  developmen t  and the federa l
and st a te fun din g assist ance a va ilable
to the Town of Wickenburg to ma ke
th ose impr ovemen ts.

The implementa t ion  of the Aviation and
T ransportat ion  S ecurity Act of 2001will
need to be closely monitored  throughout
the implementa t ion  of th is mas ter  plan .
Th is law established the Tr anspor ta t ion
Secu r it y Administ ra t ion  (TSA) to
a dm inist er  tr an spor t a t ion  secu r it y
na t iona lly. While th e focus of th e TSA
in 2002 was commercial a irline checked
ba gga ge a n d  ca r r y-on  ba gga ge
screening, a  componen t of th e TSA
secur ity plan  will be gen era l avia t ion
airports.

As of December 2002, th ere was no
forma l ru lemaking for  genera l avia t ion
a irpor t  secur ity.  However, indu str y
groups  h a d m a de a  ser ies  of
recommendat ions to the TSA for
gener a l avia t ion  th rea t  assessment  and
secur ity sta nda rds  for  gener a l avia t ion
airports.  This  master  plan  has
a n t icipa t ed tha t  grea t er  secu r it y
scru t iny will be placed on  gener a l
a via t ion  a irpor t s  in  t h e fu tu re,
especially t h ose gen er a l a via t ion
a irpor t s ser ving a ir cra ft  grea t er  t han
12,500 poun ds.  The TSA ha s a lready
implemen ted secur ity pr ovisions  for  a ir
char ter  opera t ions with  a ircra ft  over
12,500 pou n ds . F or  Wicken bu r g
Mun icipal   Air por t ,   the   master    plan
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secur ity enhancements focus on limit ing
veh icle and pedes t r ian  access to the
apron  a reas a nd a ircra ft  opera t iona l
ar eas.

The segr ega t ion  of veh icle and a ircr a ft
opera t iona l a rea s is fur ther  support ed
by new FAA guida nce establish ed in
J une 2002.  FAA AC 150/5210-20,
Ground Vehicle Operations on  Airports,
sta tes: “The cont rol of veh icu la r  act ivity
on  the a irside of an  a irpor t  is  of the
highest  impor tance.”  The AC fur ther
sta tes: “An a irpor t  opera tor  sh ould lim it
veh icle opera t ions on  the movemen t
a rea s of the a irpor t  to only those
vehicles necessa ry to suppor t  the
opera t iona l act ivity of the a irpor t .”  The
r ecom m en ded la n d sid e p la n  for
Wickenburg Mun icipal Airport  has been
developed to reduce the need for
vehicles t o cross an  apron  or  t axiway
area .  Special a t t ent ion  has been  given
to ensu re public access rout es to t he
p u b l i c t e r m in a l  bu i ld in g  a n d
commercia l gener a l a viat ion  facilit ies.
Commercia l genera l avia t ion  facilit ies
or  fixed ba se opera tor  (FBO) facilit ies
are foca l poin ts  for  users who are not
familiar  with  aircraft opera tions (i.e.
delivery vehicles, char ter  passengers,
etc.).

To pr ovide a  more secure en vironment
a t  the a irport , the exist ing barbed-wire
fencing ext ending a round the a irpor t
boundary is planned t o be r epla ced with
six-foot  t a ll cha in  link fencing.  Veh icle
parking a rea s and roadways would be
loca ted out side t he per imet er  fen cing.
The exist ing manua l veh icle a ccess ga te
to the apron , loca ted  nor theas t  of the
t ermina l bu ildin g, is plan ned to be
replaced with  an  au tomated ga te.  The

au tomated ga te would ensu re t ha t  on ly
th ose appr oved to access the apron  area
would have access t o the a pr on a rea .  It
also ensu res tha t  t his ga te is a lwa ys
closed.  F ina lly, th e landside plan
includes a  new access road  a long the
southern  a irpor t  bounda ry.  Th is road
would u lt imately provide access to
exist ing and fu ture hangar  facilit ies
and elimina te the need for  a ir cra ft
owners and  vis itors to cross the apron
area  to access hangar s.  Public parking
a r ea s a re  plan ned ou t s ide t h e
opera tiona l area s.

The lan dside plan pr ovides for  the
development  of four  clear -span  hangars
north east  of the exist ing t ermina l
bu ildin g, and could u lt ima tely repla ce
the hanga rs being r emoved to meet
runway an d ta xiway OFA sta nda rds.
As shown, th ese hangar s would be
developed pa ra llel with  the exist ing
hanga r  facilit ies.  Th e t ermina l bu ildin g
access road would be reconfigur ed as
th ese hanga rs would  extend  over  the
exist ing road and pa rking a rea .
Automobile parking would be ava ilable
immedia tely ad jacent  to the hangars .

The a rea  a long th e west side of the
exist ing pu blic ter mina l bu ildin g is
reserved for  the u lt imate expansion  of
the bu ildin g as  needed  to meet  demand
and oper a t iona l needs .  The apron  west
of t he t ermina l bu ildin g is plan ned to be
expanded to a llow for  the development
of a pproxima tely seven t iedowns a nd
replace exist ing t iedowns lost  because of
the sh ift ing of Runway 5-23 to t he
nor theast .  Exis t ing t iedowns  on  t he
nor thern  por t ion  of the apron  must  be
removed  a s  these  t iedowns a re loca ted
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with in    the   runway  protect ion   zon e
(RPZ).

An  a ir cra ft  wash  r ack is planned a long
the southern  edge of the exis t ing apron ,
nea r  Wicken burg Aero Services.  The
a ircra ft  wash  rack would pr ovide an
area  for  a ir cra ft  cleaning and the proper
collect ion  of the a ircraft  cleaning
solvents and con taminants r emoved
from the a ircraft  hu ll during cleaning. 

The development  of six 10-unit T-
hangars is planned sout h  of Runway 5-
23 a long the exis t ing nor theas t  apron .
Curren t  plans include developing two
10-unit  T-hangars  a long the nor theast
apron .  The layou t  for  th is hangar  a rea
cont inues th is in it ia l configura t ion  and
provides for  the u lt imate development
of 60 T-hangar  units .  The sou thern
edge of nor theast  apron  and expanded
T-hanga r  a reas a re reserved  for  a ircraft
t iedowns.  However, based upon futur e
needs and demands, th is southern  edge
of the apron  could a lso be developed
with  convent iona l hangars facing nor th .
Th is a rea  is served by the sin gle
ta xiway loca ted a t  the west  end of the
exist ing n or theast  apron .

A helipad, helicopter  par king pads,
lease parcel, and a u tomobile parking
and a ccess a re planned nor th  of the T-
hanga r  a rea .  This h elipa d would
provide a  public helipad t ha t  could be
pr oper ly marked and ligh ted for
helicopter opera t ions a t  the a irport .

To provide for  the sa fe a nd efficient
opera t ion  of a irplane design  gr oup
(ADG) II a ir cra ft  a t  t he a irpor t  and
provide a reas  for  commercia l FBO
development , a  new a pr on  a rea  is

pla nned n or thea st  of the helipa d.  Th is
apron  area  would be served by a  pu blic
access r oad and a u tomobile pa rking.

N O IS E EXP O S UR E
AN ALYS IS

Air cra ft  sound emissions  a re often  the
most  not iceable environmen ta l effect  an
a irpor t  will produce on  the surrounding
community.  I f the sound is  su fficien t ly
loud or  frequ en t  in  occurrence, it  may
int erfere with  various a ct ivit ies or
otherwise be considered object ionable.

To determine t he noise rela ted impact s
the proposed development  could have on
t h e  e n v i r on m e n t  s u r r ou n d i n g
Wicken burg Municipa l Airport , noise
exposure pa t tern s were ana lyzed for
both  exist ing a irpor t  act ivity condit ions
and pr ojected long term act ivity
condit ions.

The basic methodology employed to
define a ircra ft  noise levels involves the
use of a  ma themat ica l model for  a ir cra ft
noise predica t ion . The Yea r ly Da y-
Night  Avera ge Sound Level (DNL) is
used in  th is  study to assess a ircraft
noise.  DNL is t he met r ic cur ren t ly
accepted by the FAA, Environmen ta l
P r ot e ct ion  Age n cy (E P A),  a n d
Depar tment  of Housing an d Urban
Development  (HUD) as an  appropr ia te
measure of cumulat ive noise exposu re.
These three federa l agencies have each
ident ified the 65 DNL n oise con tour  a s
t h e t h r es h old of in com pa t ibilit y,
meaning th at  noise levels below 65
DNL ar e considered compa t ible wit h
under lying  land  uses.   Most  federa lly-
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funded a irpor t  noise studies use DNL as
the pr imary met r ic for  eva lua t ing noise.

DNL is defined a s t he avera ge A-
weigh ted sound level a s m ea su red in
decibels (dB) dur ing a 24-hour  period.
A 10 dB pena lty applies to noise event s
occurr ing a t  n ight  (10:00 p.m. to 7:00
a .m .).  DNL is a  summat ion  met r ic
wh ich  a llows object ive ana lysis and can
d es cr ibe n oise exposur e com pre-
hensively over a  lar ge ar ea .  The 65
DNL contour  has  been  es tablished a s
t h e t h reshold of in com pa t ibilit y,
meaning tha t  noise levels below 65
DNL are considered compa t ible wit h
un derlying lan d uses.

S ince noise decreases a t  a  constan t  r a te
in  a ll d irect ions from a source, points of
equa l DNL n oise levels are rou t inely
indica ted by mea ns of a  contour  line.
The va r ious contour  lines a re then
super imposed on a  map of the a irpor t
and it s en virons.  I t  is impor tan t  to
recognize tha t  a  line dr awn on  a  map
does not imply th at  a pa rt icula r n oise
condit ion  exist s on one side of t he line
and not  on  the other .  DNL ca lcu la t ions
do not precisely defin e noise impacts.
Never theless, DNL contours can  be
used to: (1) h igh ligh t  exist ing or
poten t ia l incompa t ibilities bet ween  an
a i r p or t  a n d  a n y s u r r ou n d in g
developm en t ; (2) assess  r ela t ive
exposure levels; (3) assist  in  the
pr epa ra t ion  of a irpor t  environs  land use
plans; and (4) pr ovide gu ida nce in  the
development  of land use cont rol devices,
such  as zon ing or dinances, subdivision
regulat ions, an d building codes.

The noise cont our s for  Wickenburg
Mun icipal Air por t  have been developed

from the In tegra ted Noise Model (INM),
Version  6.0.  The INM was developed by
the Transpor ta t ion  Sys tems Center  of
the U.S . Depar tment  of Transpor ta t ion
a t  Cam bridge, Massachu sett s, and ha s
been specified by t he FAA as one of two
models  acceptable for  federa lly-funded
noise an alysis.

The INM is a  compu ter  model which
accounts for  each  a ircra ft  a long flight
t racks during an  average 24-hour
per iod.  These flight  t racks a re coupled
with  separa te t ables conta ined in  the
da ta  base of the INM which  rela t e to
noise, distances, a nd engine thrust  for
each  make and m odel of a ircra ft  type
selected.

Compu ter  input  files for t he n oise
an alysis assumed implementa t ion of the
proposed a irfield plan .  The inpu t  files
con t a in  opera t iona l da t a , runway
ut iliza t ion , a ircraft  fligh t  t racks, and
fleet m ix as  projected in t he plan .  The
opera t iona l da t a  and a ircra ft  fleet  mix
are summar ized  in  Table  5B .

The a ircra ft  noise con tours genera ted
us ing the a foremen t ioned da ta  for
Wicken burg Mun icipal Airpor t  a re
depicted on  Ex h ib it  5C, Ex is tin g
Noise Expo su re  and Exhibi t  5D,
Lo n g Term  No ise  Expo su re .  As
shown on  both  exhibits, th e 65 DNL
noise contour  is expected  to remain
almost  ent irely with in t he exist ing
a irpor t  p roper ty line wh en  consider ing
both  exist ing and forecast  act ivity a t
the a irpor t . A small por t ion  of the long
term 65 DNL contour  ext en ds beyond
the nor thern  a irport  boun da ry.  This
includes a  por t ion  of t he indust r ia l
park,  which   is considered a  compa t ible
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Exhibit 5D
LONG TERM AIRCRAFT NOISE EXPOSURE
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u se .  Th e  r em a in in g a r ea  is
undeveloped and includes an abandoned
landfill   and   Har tman   Wash.    These

a reas have lit t le poten t ia l for  bein g
developed with  incompa t ible la nd uses.

T A B L E  5 B

A i r c r a f t  F o r e c a s t  S u m m a r y

An n u a l O p e ra t i o n s

T y p e  o f O p e ra t io n E x i s t i n g  ( 2 0 0 0 ) L o n g  T e r m  ( 2 0 2 5 )

S in gle-E n gin e P is t on

M u lt i-E n g in e  P is t on

T u r bop r op

Bu siness  J e t

H elicop t er

18 ,910

1 ,120

210

500

1 ,560

56 ,730

3 ,350

660

1 ,480

4 ,680

T o ta l O p e ra t i o n s 22 ,300 66 ,900

EN VIRO N MENT AL
EVALUATION

The pr otection and preserva t ion  of the
loca l en viron m en t  a r e  ess en t ia l
concerns in  the mas ter  planning
process.  Now tha t  a  program for  the
use and development  of Wicken burg
Mun icipal Air por t  has been  pr oposed, it
is necessa ry to review environmen ta l
issues to ensure tha t  the program can
be implemented in  compliance with
applicable environm ent al regulat ions,
sta nda rds, an d guidelines.

All the impr ovement s plan ned for
Wicken burg Mu nicipa l Airpor t , a s
depicted on  the Airpor t  La yout  P lan
(ALP), will require complia nce wit h  the
N ational Environm ental Policy Act
(N EPA) of 1969, a s amended.  While
many of the improvemen ts will be
ca tegorically excluded a nd will not
require NEPA documenta t ion , the
proposed runwa y extension will require
the p repara t ion  of a  NEPA document .
As det a iled in  FAA Order  5050.4A,

Airport En vironm enta l Handbook ,
compliance with  NEPA is  genera lly
sa t isfied with  the prepa ra t ion  of an
Environmen ta l Assessment  (EA).  An
EA is  cur ren t ly fu nded by t he FAA for
the runway ext ension , improvemen ts t o
the RSA, and r eloca t ion of Ta xiwa y A.
In  cases  where a  ca tegor ica l exclus ion  is
issued, environmen ta l issues such  a s
wetlands, thr eat ened or  enda ngered
species, and  cu ltura l resources  a re
fur ther  eva lua ted dur ing the federa l,
st a te, and/or  loca l per mit t ing processes.

Th is sect ion  of the mas ter  plan  is  not
i n t e n d e d  t o  s a t i s f y  N E P A’s
requ irements for  an  EA; ra ther , it  is
int ended on ly to su pply a  pr eliminary
review of environmen ta l issues tha t
would need to be a na lyzed  in  more
det a il with in  NEPA or  permit t ing
processes.  Consequ en t ly, th is a na lysis
d oes n ot  addr ess  mit iga t ion  or  the
resolut ion  of environmen ta l is sues .  The
fol l ow i n g  p a g e s  con s i d e r  t h e
environmen ta l r esources a s ou t lined in
FAA     Or der      5050.4A.     Table     5C



5-12

s u m m a r izes t h e r es u lt s  of t h is
eva lua t ion .     A    review    of   a    recent

p relim in a r y d ra ft  en vir on m en t a l
assessment  cont r ibu ted t o th is a na lysis.

TABLE 5C
Environme nta l Evaluat ion

Noise .  The Year ly Da y-Nigh t  Aver age
Sound Level (DN L) is u sed in  th is s tudy t o
assess a ircra ft n oise.  DNL is t he m et r ic
cur ren t ly accepted by t he Federa l Avia t ion
Admin is t ra t ion  (FAA), Environmenta l
Protect ion  Agency (EPA), an d Depa r tment
of Housing and Urban Development  (HUD)
as a n  appropr ia te m ea su re of cum ula t ive
noise exposu re.  These t h ree feder a l
agencies ha ve each  ident ified th e 65 DNL
noise cont our  as t he th reshold of
incompa t ibilit y.

• The exten sion  of Run way 23 end 1,701
feet  and t he reloca t ion  of Run way 5 end
651 feet  nort hea st  will not r esu lt  in  any
impa cts  to noise-sen sit ive developm en t . 
There a re cur ren t ly no residen t s or
noise-sen sit ive facilit ies locat ed wit h in
the 65 DNL con tour .

Compat ib le  Land Use .  F edera l Avia t ion
Regula t ion  (F .A.R.) Par t  150 recommends
guidelines for plann ing lan d use
compat ibilit y wit h in  va r iou s levels  of
a ir cra ft  noise exposure.  In  addit ion ,
Advisory Circu lar  150/5200-33 ident ifies
la nd uses tha t  a re in compat ible wit h  sa fe
a irpor t  opera t ions becau se of their
pr open sity for  a t t r act ing birds or other
wildlife, wh ich in  tu rn  resu lt s in  an
increased  r isk of a ircra ft  s t r ikes  and
da mage.  Fin a lly, F.A.R. Par t  77 regu lat es
the heigh t  of st ructu res wit h in  the vicin ity
of the a ir por t .

• Implementa t ion  of the runway ext ension
will not r esult in a dditiona l noise
impa cts  on n oise-sensit ive developm en t . 
There a re no noise-sensit ive la nd uses or
residen t ia l u ses in  the exist in g or
u lt ima te 65 DNL con tour .

• The proposed a irpor t  impr ovem en ts will
not provide wildlife a t t r acta n t s, n or will
any development  im pede the a ir por t ’s
Par t  77 su r face.

Socia l  Imp acts .  These impa ct s a re oft en
associat ed with  the reloca t ion  of residen t s
or bu sin esses or  oth er  community
disru ptions.

 • The ext ension  of Ru nway 5-23 to the
nor theast  end will r esu lt  in  the RP Z,
OFA, an d RSA to extend beyond t he
cur ren t  pr oper ty line.  Th is will requ ire
the acquisition of appr oximately 17
acres. Th is la nd is  cur ren t ly being
acquired  from the Ar izona  S tate Land
Trust .

 •  The p roposed developm ent  and
associa ted la nd acquis it ion  are not
an ticipat ed to divide or disrupt  an
establish ed community, int er fere wit h
order ly planned developm ent , or  crea te a
sh ort -term, appreciable cha nge in
employmen t .
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TABLE 5C (Cont inued)
Environme nta l Evaluat ion

In du ce d Soc ioe con om ic  Im pacts . 
These impacts a ddress th ose seconda ry
impact s t o su r rounding communities
resu ltin g from the pr oposed developm ent ,
in clu din g sh ift s in  pa t t erns of popula t ion
growth , pu blic ser vice dem ands , and
cha nges in  busin ess a nd economic activit y
to the ext en t  in flu enced by t he a ir por t
developm ent .

• Sign ifican t  sh ift s in  pa t t erns of
popula t ion  movement  or  gr owth , or
public service demands are not
an t icipa ted a s a  resu lt of the pr oposed
development .  It  could be expected,
however, t ha t  the pr oposed developm ent
would poten t ia lly indu ce posit ive
socioeconomic impact s for  the
community over a  per iod of year s.  The
airport , with  expan ded facilities and
services, would  be expected to a t t r act
additiona l users.  It  is also expected to
encourage tour ism, indu st ry, and t rade,
and  to enhance the fu tu re growth  and
expa nsion of the community’s economic
base.  F u ture socioeconomic impact s
resu ltin g from the pr oposed developm ent
would be pr imar ily posit ive in  na ture. 

Air Qua lity .  The US  Environmenta l
Protection Agency (EP A) has a dopt ed a ir
qu a lity st anda rds  tha t  specify the
maximum per missible short -t erm and
long-term concen t ra t ions  of va r ious  a ir
con taminan t s.  The Na t iona l Ambien t  Air
Quality Standards (NAAQS) consis t  of
pr imary and seconda ry st anda rds  for  six
cr it er ia  pollu tan t s which  in clu de: Ozon e
(O3), Carbon Monoxide (CO), Su lfu r
Dioxide (SO2), Nit rogen  Oxide (NO),
Par t icula te m at ter  (PM10), and Lea d (Pb). 
Var iou s levels  of review apply wit h in  both
NEPA an d per mit t ing requ irem en ts. 
Cur ren t ly, on ly a irpor t s  in  nona t ta inment
and  main tenance a reas  must  meet  the
requ irem en ts of the Genera l Conformity
Ru le pr ovided in  the Feder a l Clea n  Air
Act ; a irpor t s in  a t t a inmen t  a reas a re
assumed to conform. 

• Wicken burg Mun icipa l Airpor t  has been
cla ss ified  as  being in  an  a t ta inmen t  a rea
for a ll six criteria pollut an ts u nder
NAAQS; therefore, the Genera l
Conformity Ru le does n ot a pp ly.

• Since the airport  is not expected to
en pla ne 1.3 m illion  pa ssen ger s a nd is
pr ojected t o have less t han  180,000
annua l genera l avia t ion  opera t ions , no
air qua lity ana lysis will be needed as
par t  of any formal NEPA document
su bm iss ion.  
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TABLE 5C (Cont inued)
Environme nta l Evaluat ion

Water Quality .  Water  qua lity concerns
associated with  airport  expan sion m ost
often  rela te t o domest ic sewa ge disposa l,
in creased sur face runoff and soil erosion ,
and t he stora ge and h andlin g of fuel,
pet roleum, solven t s, et c. 

• The a irpor t  will need t o cont inu e to
comply with  their  cur ren t  NPDES
opera t ions permit  r equ ir emen t s.

• With  regar d t o const ruct ion  act ivities,
the a ir por t  and a ll applicable cont ractors
will need  to comply with  the
requ irements  and p rocedures  of the
cons t ruct ion-rela ted  NPDES Genera l
Permit , inclu din g t he prepara t ion  of a
N otice of In ten t and  a  S torm water
Pollution Prevention Plan , pr ior  to the
in it ia t ion  of p roduct  const ruct ion
activit ies . 

Sect ion  4(f) Lands .  These include
publicly-owned lan d from a  public par k,
recreat ion  ar ea, or  wildlife an d wa terfowl
refuge of na t ion a l, st a te, or  loca l
sign ifican ce, or  any land from a  h ist oric
sit e of na t iona l, st a te, or  loca l sign ificance.

• No impa ct s a n t icipa ted.  The m ast er
pla n  project s do not  requir e the use of
an y designa ted Section 4(f) lan ds.

Histor ica l and Cul tura l Resources  • No impact s  an t icipa ted .  There a re no
known archaeologica l or  h is tor ica l
proper t ies wit h in  or  a round the a ir por t
sit e.

Th re a te n e d  or E nd an g e re d  Sp e ci e s
a n d B io lo gi ca l R e so u rc e s

• Cor respondence collected for  the dra ft
environm enta l assessmen t indicat ed 
tha t  the a ir por t  sit e la cks the cr it ica l
habita t  needed t o su st a in t h rea tened
and en da ngered  species.  Ther e are no
unique or significan t  biologica l fea tures
with in  or  a round the a irpor t  sit e.

Waters  of the  U.S . Inc luding  Wet lands • A small na tu ra l wash  a rea  is  loca t ed
with in t he pr oposed improvemen t  a rea
south  of Runwa y 5-23.  Cur ren t  permits
need to be  revised before const ruct ion
can  take place.  It  is lik ely t ha t
corr espondence with  th e Arm y Corps of
Engineers, along with  a  new Section  404
Permit  will be requir ed before
development  south  of Ru nway 5-23 can
proceed.
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TABLE 5C (Cont inued)
Environme nta l Evaluat ion

F lo od pla in s • No impa ct s.  The proposed
impr ovem en ts a re  not con ta ined wit h in
a  design a ted floodpla in .

Wild a n d S ce n ic R ive rs • No impa ct s. The a irpor t  is not n ear  any
designa ted wild an d scenic rivers.

F arm la n d • No impa ct s.  The proposed developm ent
will not a ffect  pr ime or u n ique far mland.

E n e rg y S u pp ly  an d  Na tu ra l R e so u rc e s • According to FAA Order  5050.4A, “for
most  a irpor t  impr ovem en ts, changes in
energy or  other  na tura l r esource
consumpt ion  will not  r esult  in
significan t  impact s” un less dem and
exceeds  su pp lies, or  ther e a re cha nges in
a ircra ft or  groun d veh icle u ses which
would  gr ea t ly in crease fuel con sumpt ion ,
or t he proposal requires substan tial use
of na tura l resour ces in  sh ort  su pp ly. 
None of th is is  expected t o be app licable
to the pr oposed improvemen ts iden t ified
a t  Wickenbu rg Mu nicipa l Airport . 
Ther efore, the proposed developm en t  is
expected to resu lt  in  a  less-than-
sign ifican t  impa ct t o ener gy su pp ly and
na tura l resour ces.  

Li gh t E m is si on s • Ligh t in g improvements a re par t  of the
proposed alterna tive.  Impa cts r elat ed to
ligh t in g will be less-than-sign ifican t  as
ther e a re no light -sen sit ive land u ses in
close pr oximity to th e proposed ligh t ing
improvement s.

Solid Waste • As  a r esult  in  opera t ions a t  t he a irpor t ,
solid waste will slight ly increase.  These
im pacts a re expected to be less-than-
significan t  as  su fficient  solid wast e
disposa l facilit ies  and capa city a re
available.
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S U MMAR Y

The mas ter  plan  for  Wickenburg
Mun icipal Airport  has been  developed
in  coopera t ion  with  the p lanning
advisory committ ee, inter ested citizens,
and Town of Wickenbu rg.  It  is designed
to assist  t he Town in  making decisions
rela t ive to th e fut ur e use of Wicken burg
Mun icipal Airport  a s it is ma int a ined to
meet  th e air t ra nsport at ion n eeds for
the Town.

F lexibility will be a  key t o the plan
s ince act ivity may not occur  exa ct ly a s
forecast . Th e m ast er  pla n  pr ovides  the
Town of Wickenbu rg with  opt ions to
pursue in  market ing t he asset s of the
a irpor t  for  community development .
Following the gen era l recommenda t ions
of the p lan , t he a irpor t  can  main ta in  it ’s
viabilit y and cont inue t o pr ovide a ir
t ranspor ta t ion  services to the region .
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Chapter Six
CAPITAL IMPROVEMENT

PROGRAM



The analyses conducted in the previous
chapters evaluated airport development
needs based upon safety, security,
potential aviation activity, and
operational efficiency. However, one of
the more important elements of the
master planning process is the
application of basic economic, financial,
and management rationale to each
development item so that the feasibility
of implementation can be assured. The
purpose of this chapter is to identify
capital needs at Wickenburg Municipal
Airport and identify when these should
be implemented according to need,
function, and demand.

The presentation of the financial plan
and its feasibility has been organized
into two sections. First, the airport’s
capital needs are presented in narrative
and graphic form. Secondly, funding
sources on the federal and local levels
are identified and discussed.

DEMAND-BASED PLAN

The master plan for Wickenburg
Municipal Airport has been developed
according to a demand-based schedule.
Demand-based planning refers to the
intention to develop planning guidelines
for the airport based upon airport
activity levels, instead of guidelines
based on points in time. By doing so, the
levels of activity derived from the
demand forecasts can be related to the
actual capital investments needed to
safely and efficiently accommodate the
level of demand being experienced at the
airport. More specifically, the intention
of this master plan is that the 
facility improvements needed to serve

Capital Improvement Program
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new levels of demand sh ould only be
implemen ted when the levels of demand
experienced a t  t he a irpor t  just ify their
implementa t ion .

For  exam ple, the avia t ion  demand
forecast s projected  tha t  based  a ircraft
could be expected to grow through  the
year  2025.  Th is forecast  was support ed
by the loca l community’s gr owing
economy, popula t ion, households, and
h istor ica l t rends showing growth  in
based aircraft levels.

The forecast s noted, however , t ha t
fu ture based a ircra ft  levels will be
dependent  upon a  number  of economic
factors.  These factors could slow or
a cceler a t e ba sed a ircra ft  levels
differen t ly than  projected in  the
avia t ion  demand forecas ts.  S ince
changes in  these factors cannot  be
rea list ica lly pr edicted for  the en t ire
forecast  per iod, it  is difficu lt  to predict ,
with  the level of accuracy needed to
ju st ify a  capit a l invest men t , exact ly
when an  improvemen t  will be needed to
sa t isfy demand level.

For  these reasons, t he Wickenburg
Mun icipal Airpor t  master  plan  has been
developed as a  demand-based plan .  The
mast er  plan pr ojects va r ious act ivity
levels for  shor t , in termediate, and  long
term planning hor izons.  When  act ivity
levels begin  to reach  or  exceed the level
of one of the pla nning horizons, t he
mast er  pla n  su ggest s planning begin  to
consider  the next  p lanning hor izon  level
of demand. This provides a  level of
flexibility in  the master  plan  a s the
d e ve lop m e n t  p r og r a m  ca n  b e
accelera ted or  slowed to meet demand.

Th is can  exten d the t ime bet ween
ma ster  plan u pdat es.

A demand-based mast er  plan  does  not
specifica lly requ ire implem en ta t ion  of
any of t he demand-based improve-
men ts.  In st ead, it is envisioned tha t
implementa t ion  of any master  plan
improvemen t  would be examined
aga inst  dem a n d leve ls pr ior  t o
implementa t ion .  In m an y ways, th is
mast er  plan  is simila r  to a  community’s
genera l pla n .  The mast er  pla n
est ablishes a  p lan  for  the use of a irpor t
facilit ies cons is ten t  with  pot en t ia l
avia t ion  needs and capita l needs
required to suppor t  t hat  use.  However ,
individua l projects  in  the p lan  a re not
imp lemen t ed u n t il t h e n eed is
demonst ra ted and t he pr oject  is
approved by t he Town  of Wicken bu rg.

CAP ITAL N EEDS  AN D

CO S T  S U MMAR IES

Once the specific needs for t he a irport
h a ve been esta blished, th e next st ep is
to determ ine a r ealist ic schedule and
cost s for  implement ing each project . The
capita l needs presen ted in t h is chapter
ou t line the cost s a nd t iming for
implementa t ion . The progra m out lined
on the following pa ges ha s been
eva lua ted from a  va r iety of perspect ives
and represen ts t he cu lmina t ion  of a
compara t ive ana lysis of basic budget
fa c t or s ,  d e m a n d ,  a n d  p r ior i t y
assignmen ts.

The recommended impr ovemen ts a re
grouped in to three planning horizons:
shor t ,   in termedia te,   and    long   t erm.
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Each  year , the Town of Wickenbu rg will
need to re-exa mine t he pr iorities for
funding in  the shor t -t erm period,
adding   or    removing   p rojects   on   the

capit a l programming lis t s.  Table  6A
summarizes the key act ivity milestones
for  each  p lanning hor izon .

T A B L E  6 A

P la n n in g  H o riz o n  Ac t iv i ty  Le v e ls

W i c k e n b u r g  M u n i c i p a l  A i r p o r t

2 0 0 0

S h o r t

 T e r m

I n t e r m e d i a t e

T e r m

L o n g

T e r m

B a sed  Air cr a ft 42 60 70 85

An n u a l O per a t ion s 22 ,300 39 ,900 50 ,000 66 ,900

While some project s will be dema nd-
based, others will be dicta ted by design
sta nda rds, sa fety, or  rehabilit a t ion
needs.  In  put t ing t ogether  a  list ing of
projects, an  a t t empt  has been  made to
include ant icipated reh abilita t ion n eeds
through the p lanning per iod and capit a l
rep lacement  needs.  However , it  is
difficu lt  to project  with  cer ta in ty the
scope of such  project s when looking 10
or  more years  in to the fu ture.

Exh ibit 6A su mmarizes capit a l needs
for  Wickenburg Municipa l Air por t
through the pla nning per iod of th is
mast er  plan .  An  est ima te has been
included with  each project  of federa l
fund ing eligibilit y, a lt h ou gh  th is
amoun t  is not  gua ra nt eed.

Individua l project  cost  est ima t es
accoun t  for  engineer ing a nd other
cont ingencies tha t  may be exper ienced
during implementa t ion  of the project
and a re in cur rent  (2002) dollar s.  Due
to the concep tual na tu re of a  master
p la n , im plem en t a t ion  of ca pit a l
improvemen t   projects  sh ould occur  only

after  fur ther  refinement  of their  design
and cost s t hr ough  engineering and/or
a rch it ectu ra l an alyses.  Capita l costs  in
th is cha pter sh ould be viewed on ly a s
est ima tes subject  to fur ther  refinement
during design. Nevert heless, th ese
est ima tes ar e considered sufficien t  for
per forming the feasibilit y ana lyses  in
th is  chapter .

SHORT TERM
CAP ITAL NEEDS

The shor t  t erm p lanning hor izon  is  the
only plan ning horizon corr ela ted to
t ime.  This is because development
with in  this initia l period is concent ra ted
on th e most  imm ediat e needs of the
a irfield an d lan dside ar eas.  Therefore,
the progra m is presen ted year -by-year
to assist  in  capit a l pla nning not  on ly
loca lly, but  at  th e sta t e and federa l
levels.  Short  t erm  capita l needs
presen ted on  Ex h ib it  6A a re est ima ted
a t  $8.2 million, which includes a lready
established funding for  FY 2002 and FY
2003.
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A focus  of the shor t  t erm p lanning
hor izon  is brin ging the a irport  in
conformance wit h  ARC B-II  design
standa rds  and extending Run way 5-23
to 6,100 feet .  Approxima tely $6.2
million  of the $8.2 million  progra mmed
in  the shor t  t erm p lanning hor izon  is
design a ted for  these improvements.
Exis t ing FY 2002 and  FY 2003 federa l
funding is being directed towards the
design  of the runway extens ion  and
taxiway reloca t ion .  This project  will
include a  survey of runway end
coordina tes in a ccorda nce with  FAA
Standard 405.  The reloca t ion  of
Taxiway A is programmed for  FY 2004,
wh ile th e runwa y extension is pla nned
for  two phases  in  FY 2005 and FY 2006.

The reloca t ion  of Taxiway A will include
not  on ly the removal of the exist ing
Taxiway A su rfa ce, bu t  a lso a
conven t iona l hangar  loca ted  on  the
nor thern  s ide of the main  apron  a rea .
The segmen ted circle and ligh ted wind
cone would be r eloca ted  to the nor th  of
Runway 5-23, outside the limit s  of the
object  free a rea  (OFA).  The exis t ing
main  apron  t iedowns and t axilanes
would be reconfigur ed to locat e th ese
t iedowns outside t he limits of the
reloca ted Taxiway A OF A.  This
requires the reloca t ion  of the exis t ing
main  apron  ligh t ing, which  will be
loca t ed  a long  t he  a ppr oxim a t e
cen ter line of the new main  apron
taxilane.  Ta xiwa ys D and E  will be
reloca ted to bet ter  a lign  these t axiwa ys
with  the new runwa y ends a fter  the
runway extension is completed an d the
Ru n wa y 5 end  is  reloca ted  to the
nor theast . The exist ing runway safety
area  (RSA) will be gr a ded to FAA
standa rds.  Concurren t  with  the runway
extension is  the reloca t ion  of the

Runway 23 precision a pproach pa th
indica tor  (PAPI), in s ta lla t ion  of a
compa rable PAPI  a t  the Runway 5 end,
and inst a lla t ion  of r unway end
ident ifica t ion  ligh t ing (REILs) a t  each
runway en d.  The removal of th ree
hanga rs nor th  of Runwa y 5-23 is
programmed to meet  object  clea r ing
sta nda rds.

The shor t  term plan ning horizon a lso
includes t h e in st a lla t ion  of the
au tomated weather  observat ion  system
(AWOS).  The AWOS will provide
au tomated weather  observa t ion  and
repor t ing a t  the a irpor t .  A secur ity
measure is t he inst a lla t ion  of cha in  link
fencing around the exis t ing and
u lt imate proper ty line and insta lla t ion
of an  au tomat ed access ga t e a t  t he ma in
apron  en t rance nea r  t he t ermina l
building.  This is  int ended t o deter
unauthor ized pedes t r ian  and veh icle
access to the a ircra ft opera tiona l area s.

Two environmenta l assessments  a re
pr ogra mmed for  t he sh or t  t erm
planning horizon.  This includes the
a l ready  fu n ded  u pda t e  t o t h e
environmen ta l assessment  for  the
runway ext en sion and Taxiwa y A
reloca t ion .  A second environmen ta l
assessment  is planned to a llow for  the
perm a nent  t ransfer  of the F orepa ugh
Air por t  to the Town  of Wicken bu rg.  As
deta iled pr eviously in  Chapter  F ive, the
PAC and Town wanted  to secure the
Forepa ugh Airpor t  to u lt imately serve
the long t erm avia t ion  needs of the
Town and r egiona l a rea .  The
Forepa ugh Airpor t  is envisioned t o
u ltim a tely be developed t o meet  the
needs of business jets a nd federa l
design  st anda rds a pplicable to business
jets.



LONG TERM PLANNING HORIZON

INTERMEDIATE TERM PLANNING HORIZON

SHORT TERM PLANNING HORIZON

TOTAL FEDERALLY STATE SPONSOR
COST ELIGIBLE ELIGIBLE SHARE

FY 2002
1. Preliminary Runway Extension / Taxiway Relocation Design 106,900$             97,343$             4,778$           4,778$          
2. Conduct Environmental Assessment 57,800                 52,633               2,584             2,584            

Subtotal FY 2002 164,700$             149,976$           7,362$           7,362$          
FY 2003
3. Waterline Extension 312,500$             -$                  281,250$       31,250$        
4. Taxiway Relocation / Runway Extension Design 164,700               150,000             7,350             7,350            

Subtotal FY 2003 477,200$             150,000$           288,600$       38,600$        
FY 2004
5. Install Perimeter Fencing & Controlled Access Gate 439,700$             -$                  395,730$       43,970$        
6. Conduct Environmental Assessment for BLM Transfer of Forepaugh Airport Site 125,000               -                    112,500         12,500          
7. Relocated Taxiway A 40' Southeast / Grade & Fill RSA / Remove Hangar / Relocate  

Apron Lighting / Relocate Tiedowns / Relocate Segmented Circle & Lighted Wind Cone 2,400,000          2,185,440        107,280      107,280     

Subtotal FY 2004 3,129,400$         
 

2,335,400$       
 

622,860$      
 

171,100$     
 FY 2005     

    
Subtotal FY 2005 2,400,000$          2,185,440$        107,280$       107,280$      
FY 2006
10. Extend Runway 5-23 1,701' Northeast / Relocate Runway 5 End 651' Northeast -Phase II 1,200,000$          1,092,720$        53,640$         53,640$        
11. Install REILs Runway 5 and Runway 23 50,000                 45,530               2,235             2,235            
12. Install PAPI Runway 5 50,000                 45,530               2,235             2,235            
Subtotal FY 2006 1,300,000$          1,183,780$        58,110$         58,110$        
FY 2007
13. Construct East Access Road - Phase I 165,000$             150,249$           7,376$           7,376$          
14. Southeast Utility Extensions - Phase I 60,500                 55,091               2,704             2,704            
15. Construct Southeast Automobile Parking - Phase I 40,000                 36,424               1,788             1,788            
Subtotal FY 2007 265,500$             241,764$           11,868$         11,868$        
FY 2008
16 Construct Terminal Building Access Road and Parking 140,400$             127,848$           6,276$           6,276$          
17. Expand Main Apron 297,500               270,904             13,298           13,298          
18. Remove Hangars In Object Free Area 56,000                 50,994               2,503             2,503            
Subtotal FY 2008 493,900$             449,745$           22,077$         22,077$        
SUBTOTAL SHORT TERM PLANNING HORIZON 8,230,7 00$          6,696,145$        1,118,157$    416,397$      

1. Construct Wash Rack 50,000$               -$                  45,000$         5,000$          
2. Construct T-Hangar Taxilanes - Phase I 370,300               337,195             16,552           16,552          
3. Construct Northeast Apron - Phase I 1,487,600            1,354,609          66,496           66,496          
4. Construct Northeast Apron Access and Parking - Phase I 186,300               169,645             8,328             8,328            
5. Extend Utilities to Northeast Apron - Phase I 145,672               132,649             6,512             6,512            
6. Construct Helipad 251,100               228,652             11,224           11,224          
7. Construct Helipad Parking and Access 37,300                 33,965               1,667             1,667            
8. Extend Utilities to Helipad 10,500                 9,561                 469                469               
9. Expand/Rehabilitate Public Terminal Building 320,200               -                    288,180         32,020          

10. Pavement Preservation 500,000               455,300             22,350           22,350          
SUBTOTAL INTERMEDIATE TERM PLANNING HORIZON 3,358,972$          2,721,576$        466,778$       170,618$      

1. Construct T-Hangar Taxilanes - Phase II 370,300$             337,195$           16,552$         16,552$        
2. Construct Automobile Parking - Phase II 40,000                 36,424               1,788             1,788            
3. Construct Northeast Apron - Phase II 1,487,600            1,354,609          66,496           66,496          
4. Construct Northeast Apron Access and Parking - Phase II 79,200                 72,120               3,540             3,540            
5. Extend Utilities to Northeast Apron - Phase II 41,600                 37,881               1,860             1,860            
6. Expand Jet -A and 100LL Fuel Storage 100,000               -                    -                100,000        
7. Pavement Preservation 1,000,000            910,600             44,700           44,700          

SUBTOTAL LONG TERM PLANNING HORIZON 3,118,700$          2,748,828$        134,936$       234,936$      
14,708,372$        12,166,549$      1,719,871$    821,951$      

DESCRIPTION

TOTAL ALL DEVELOPMENT
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Exhibit 6A
CAPITAL IMPROVEMENT PROGRAM

8. Install Automated Weather Observation System (AWOS) 164,700              150,000            7,350            7,350           

9. Extend Runway 5-23 1,701' Northeast / Relocate Runway 5 End 651' Northeast -Phase I 2,400,000$         2,185,440$       107,280$      107,280$     
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Lan dside developm en t  included in  the
shor t  t erm p lanning hor izon  is directed
towar ds cons t ruct ing t he first  phase of
the south  access road  and ext ension  of a
water  line a long the southern  a irpor t
boundary in 2003.  The sout h a ccess
r oa d will con t in u e m a in  u t ilit y
ext ensions to fu tu re hanga r  a reas sou th
of Taxiway A.

A fina l ser ies of project s a re in tended to
provide for  the development  of four
convent iona l hangars  nor theas t  of the
t ermina l.  Th is hanga r  a rea  is expected
to provide replacemen t h an gars for t he
hangars wh ich  need to be removed to
meet  t he Runway 5-23 OFA sta nda rds,
and the hangar  which  needs t o be
removed to a llow for  the r eloca t ion  of
Ta xiwa y A.  The reconfigura t ion  of the
ma in  a irpor t  en t rance road  and
termina l bu ilding parking lot  is needed
to provide for  the developmen t of th ese
ha ngar s, which  a re expected to be
developed pr iva tely.

INTERMEDIATE TERM 
AND LONG TERM
CAP ITAL NEEDS

The r ema in ing por t ions of t he capit a l
i m p r ov e m e n t s  p r ogr a m  in clu d e
pr ovisions  for cont inued in fras t ructure
improvemen ts to support  lan dside
deve lopm en t  n e eds .   F or  t h e
in termedia te term p lanning hor izon ,
th is includes t he development  of the
wash  ra ck, first ph ase cons t ruct ion  of T-
hanga r  t axilanes and new nor theast
apron , cons t ruct ion  of t he helipad,
second phase development  of the
sout her n a ccess road, and  expansion  of
the public termina l bu ildin g.

The long t erm pla nning horizon
includes the fina l development  of the
sou th access road  and au tomobile
park ing, T-hangar  t a xila nes , a nd
nort hea st  apron .  Provis ions  for  t he
expa nsion of the fuel fa rm a re a lso
included.

A tot a l of $100,000 annua lly is included
in  both  the in termedia te term p lanning
hor izon  and long term p lanning hor izon
for  pavement  preservat ion a ctivities.
P a vem en t  pr ese r va t ion  a ct ivit ies
typically include applying a  s lur ry sea l
to rejuvenate and protect  the pavement
su r face, cr ack  sea ling, and/or  sma ll
pa vemen t  repa irs.  Exhibi t  6B
gr a p h ica lly dep ict s  deve lopm en t
s taging.

CAP ITAL IMP R O VEMENT S

FU N DIN G

Financing capit a l improvemen ts a t  the
a irpor t  will not  rely exclusively u pon
the financia l r esources  of the Town of
Wicken bu rg.  Capita l impr ovemen ts
funding is a va ilable t hrough  va r ious
gran t s-in -a id programs a t  both  the
federa l and st a te levels.  The following
discussion  out lines the key sour ces for
capit a l impr ovemen ts fundin g.

FED ER AL GRANTS

Through federa l legislat ion  over t he
year s, va r ious  gran ts-in-a id progra ms
have been  esta blished t o develop and
main ta in  a  system of public a irpor t s
throughout  the United  Sta tes .  The
pur pose of th is system and it s federa lly-
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based funding is t o ma in ta in  na t iona l
defense a n d pr om ot e in t er st a t e
commerce.  The most  recent  legisla t ion
was ena cted in ea rly 2000 an d is
ent itled t he Wendell H. Ford Aviation
In vestm ent and R eform  Act for the 21st

Centu ry or  AIR-21.

The four-year  bill covers F AA fiscal
year s 2000, 2001, 2002, and 2003.  Th is
was br ea kthrough  legisla t ion  because it
au thor ized fundin g levels sign ificant ly
higher  than  ever before.  Air por t
Improvement  P rogram (AIP) funding
was au thor ized a t  $2.475 billion  in
2000, $3.2 billion  in 2001, $3.3 billion  in
2002, and $3.4 billion  in 2003. Since a
F isca l Year  (FY) 2003 budget  had  not
been approved  by the Unit ed St a tes
Congress as of December  2002, a  FY
2003 AIP program has  not  been
esta blished, a lthough  it  is expected th a t
Congress will a ppropr ia te t he $3.4
billion  au thorized by AIR-21.  An  AIP
bill a fter  2003 is s t ill uncer ta in .  The
U.S. Congr ess  will need to consider  re-
au thor iza t ion  of the program in
ca lender  year  2003.

The source for  AIR-21 funds is  the
Avia t ion  Trust  Fund.  The Avia t ion
Tru st  Fund was est ablished in  1970 to
provide funding for  avia t ion  capit a l
i n v e s t m e n t  p r ogr a m s  (a v ia t ion
development , facilit ies and equ ipment ,
and resea rch  and development ).  The
Trust  Fund a lso fina nces the opera t ion
of th e FAA.  It is fun ded by user fees,
t axes on  a ir line t icket s, a via t ion  fuel,
an d various a ircra ft pa rt s.

Funds a re dist r ibut ed each  year  by t he
FAA from appropriat ions by Congress.
A por t ion  of the annua l dist r ibut ion  is
to pr imary commercial service airport s

ba sed upon  en planem en t  levels .  If
Congress appropr ia tes t he full amounts
author ized by AIR-21, eligible genera l
avia t ion  a irport s r eceive up to $150,000
of funding each  year .  The remain ing
AIP  funds a re dist r ibu ted by the FAA
based upon the pr ior ity of the project  for
wh ich  they have reques ted  federa l
a s sis t a n ce t h r ou gh  discr et ion a r y
apport ionm ent s. A Nat iona l P r ior ity
Ranking System is used to eva lua te and
rank each  a irport  project . Those projects
with  the h ighest  pr ior ity a re given
pr eferen ce in  fundin g.

Each  a irpor t  p roject  for  Wickenburg
Mun icipal Airport  must  follow th is
procedure and compete with  other
a irpor t  projects in t he sta te for AIP
sta te apport ionm ent  dollar s an d across
the count ry for  other  Federal AIP  fun ds.
An impor tan t  poin t  to cons ider  is tha t ,
u n l ike  e n t i t l e m e n t  d ol la r s  for
commercia l service a irpor t s, fu nding for
Wicken burg Municipa l Airpor t  is  not
guaran teed.

Reliever a irport  developmen t  tha t
meets FAA’s eligibility r equirem ents
can  receive 91.06 percent  federa l
funding from AIR-21.  P roper ty
acquisit ion , a ir field improvemen ts,
apr ons, per imet er  service roads , and
access road  improvements are exam ples
of eligible it em s.  Genera l avia t ion
termina l bu ildings , ca rgo buildings, a nd
fueling facilit ies a re not  genera lly
eligible.

As  e v id e n t  fr om  t h e  a i r p o r t
developm en t  sch edu le  a nd  cos t
sum ma ries, the Town of Wicken burg
will  r ely p r im a r ily on  fed er a l
d i s c r e t i o n a r y  fu n d i n g  ( s i n c e
Wicken burg  Municipa l  Airport  is not  a
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Exhibit 6B
DEVELOPMENT STAGING
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Extend Runway 5-23 1,701' Northeast/Relocate Runway 5 End 651' Northeast - Phase I

Extend Runway 5-23 1,701' Northeast/Relocate Runway 5 End 651' Northeast - Phase II
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com m er cia l  s e r v i ce  a i r p o r t ) t o
implemen t  many of the development
needs.  An  impor tan t  point  to consider
is tha t  federa l discret iona ry funding is
not  guaranteed  each  year  for  the
a irpor t .

FAA FACILITIES AND
EQUIP MENT P ROGRAM

The Airwa y Facilit ies Division  of the
FAA adminis ters t he na t iona l Facilit ies
a nd Equ ipmen t  (F&E) Program.  Th is
a nnua l pr ogra m pr ovides fundin g for
the insta lla t ion  a nd maint enance of
va r iou s  n a v ig a t i on a l  a i d s  a n d
equipment  for  t he na t iona l a ir space
system and a irport s.  Un der  the F&E
program, funding is provided for  FAA
a irport  t ra ffic cont rol towers, enrou te
naviga t iona l a ids, a nd on-a irpor t
naviga t iona l a ids such  a s approach
light ing syst em s.  As act ivity levels and
other  development  warran t , the a irpor t
may be considered by t he F AA Airwa ys
Facilit ies Division  for  the insta lla t ion
and ma in tenance of naviga t iona l aids
th rough the F&E pr ogram.  This could
include the ins ta lla t ion  of the REILs
an d PAPI.

STATE AID TO AIRP ORTS

In  su pport  of the sta te a irport  syst em,
the S ta te of Ar izona  a lso pa r t icipa tes in
a irpor t  improvemen t  project s. The
source for  st a te a irpor t  improvement
fun ds is the Arizona  Avia t ion F un d.
Ta xes levied by t he sta te on  avia t ion
fu e l ,  fl i gh t  p r op er t y ,  a i r cr a ft
regist ra t ion  ta x, an d registr at ion fees,
(as well as int erest on t hese funds) a re
deposited in  the Arizona  Avia t ion F un d.

The t ransport a t ion  board est ablishes
the policies for distr ibu tion of th ese
sta te fun ds.

Un der  the S ta t e of Ar izona  grant
program, an  a irpor t  can  receive funding
for  one-ha lf (4.47 percent ) of the loca l
share of projects r eceiving federa l AIP
funding.  The sta t e a lso provides 90
percent  fundin g for  projects  which  a re
typically not eligible for federa l AIP
funding or  have not  received  federa l
funding.

State  Airport Loan P rogram

T h e  Ar i zon a  D e p a r t m e n t  of
Tr a n spor t a t ion-Aeronau t ics Division
(ADOT) Air por t  Loa n  P rogram was
est ablished to enhance the u t iliza t ion  of
sta te fun ds and p rovide a  flexible
funding mechan ism to assist  a irport s in
funding impr ovemen t  pr oject s. E ligible
project s include runwa y, t axiway, a nd
apron  impr ovements ; land  acquis it ion ,
p lanning s tudies, and  the prepara t ion  of
plans and specifica t ions for a irpor t
const ruct ion project s, as  well a s r evenu e
genera t ing improvements such as
hangars an d fuel stora ge facilities.
Project s wh ich  a re not  curren t ly eligible
for  the S ta te Airpor t  Loan  Program are
considered if the project  would  enhance
the a irport ’s a bilit y t o be fina ncia lly
self-su fficien t .

There a re t hree wa ys in  wh ich  the loan
fun ds can be u sed: Grant  Advance,
M a t ch i n g  F u n d s ,  or  R e v e n u e
Genera t ing Projects .  The Grant
Advance loan  funds  a re provided when
the a irport  can  dem onst ra te t he a bility
to accelera te the development  and
const ruct ion    of  a   mult i-phase  project .
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The pr oject (s) must  be compa t ible wit h
the Airpor t  Mast er  P lan  and be
included in  the ADOT 5-year  Air por t
Development  Program.  The Matching
Fun ds a re pr ovided to meet  the loca l
matching fund requirement  for  secur ing
federa l a irpor t  improvement  gran t s or
other  feder a l or  sta te gran ts . The
Revenue Genera t ing funds a re provided
for  a irport -relat ed const ruct ion  project s
tha t a re not  eligible for  funding under
another  program.

LOCAL FU NDING

The ba lance of project  cost s, a fter
considera t ion  ha s been given t o gran ts,
mu st  be funded th rough local resour ces.
Th is essen t ially equa tes to 4.47 percent
of the project  cost s if a ll eligible FAA
and st a te funds a re available.

There a re severa l a lterna t ives for  loca l
finance opt ions  for  fu ture development
a t  the a irport , includin g a irport
revenues, direct funding from the Town,
issu ing bonds, and leasehold financing.
This st ra tegy could be used to fund  the
loca l matching share, or  complete the
project  if gran t  funding cannot  be
a rr anged.

The capit a l improvemen t s program has
assu med t ha t  a ll landside facility
developm ent  would be completed
pr iva tely and tha t  the Town of
Wicken bu r g wou ld com ple t e t h e
necessary in frast ructu re improvements
to support  the development .

There a re severa l municipa l bonding
opt ions ava ilable to the Town of
Wi ck e n b u r g  in clu d in g: g e n e r a l
obligat ion  bonds, limited obliga t ion

bonds, and  revenue bonds.  Genera l
obliga t ion  bonds a re a  common form of
mun icipa l bond which  is issued by voter
approva l and is secured by the fu ll fa ith
and cred it  of the Town.  Town  t ax
revenu es a re p ledged  to ret ire the debt .
As instr um ent s of credit, and becau se
the community secures  the bonds,
gener a l obliga t ion  bonds r educe the
ava ilable debt  level of the community.
Due to the community pledge to secure
and pa y genera l obliga t ion  bonds, they
are the m ost  secur e type of mun icipal
bond a nd a re genera lly issued a t  lower
int erest  ra tes a nd car ry lower costs of
issuance.  The pr ima ry disadvan tage of
gener a l obliga t ion  bonds is tha t  they
require vot er  approva l and a re subject
to sta tu tory debt limits.  This requires
tha t they be used for  project s t ha t  have
broad su pport  among t he voter s, and
tha t they be reser ved for  project s t ha t
ha ve highest public priorities.

In  con t rast  to general obligat ion bonds,
limited obliga t ion  bonds (somet imes
referred to as a  Self-Liqu ida t ing Bonds)
are secured  by revenues  from a  loca l
source.  While neit her  genera l fund
revenu es nor  the taxing power  of the
loca l commun ity is pledged t o pay the
debt  service, th ese sources may be
requir ed to ret ire t he debt  if pledged
revenu es a re insufficien t  to make
inter est  and  pr incipa l payments on  the
bonds.  These bonds s t ill ca r ry the full
fa ith  and  credit  pledge of the loca l
com m u n it y a n d ,  th er efor e,  a r e
considered, for  the purpose of financia l
ana lysis, as  par t  of the debt  burden  of
the loca l community.  The overa ll debt
burden  of the loca l community is a
factor  in  determining in terest  ra tes on
mu nicipal bonds.
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There a re severa l types of revenu e
bonds, bu t  in  genera l they ar e a  form of
mun icipa l bond wh ich is  pa yable solely
from the r evenue der ived  from the
opera t ion  of a  facility th a t  was
const ructed or  acquired  with  the
proceeds of the bonds.  For exam ple, a
Lease Revenue Bond is secured  with  the
income from a  lease assign ed to the
repayment  of the bonds.  Revenu e bonds
have become a  common form of
fin a n cin g a i rpor t  im pr ovem en t s .
Revenue bonds  present  the oppor tun ity
to provide those improvements without
direct burden  to the t axpayer .  Revenue
bonds  normally car ry a h igher  inter est
ra te because they lack th e gua ra nt ees of
general and limited obligat ion bonds.

Lea seh old fina ncing r efer s t o a
d e v e l op e r  or  t en a n t  fin a n cin g
improvemen ts under  a  long ter m
ground lease.  The obvious advan tage of
such  an  a r rangement  is t ha t  it  relieves
the community of a ll responsibility for
r a i s in g t h e  ca p i t a l  fu n d s  for
improvemen ts.  However , the pr iva te
development  of facilit ies on a  gr ound
lease, pa r t icu la r ly on proper ty owned by
a  mun icipal agency, produces  a  un ique
set  of pr oblem s.  In  pa r t icu la r , it  is
m ore difficu lt t o obt a in  pr iva t e
financing a s only the impr ovemen ts and
the r ight  to cont inu e the lease can  be
cla imed in  the even t  of a  default .
Ground leases normally provide for  the
rever sion of improvements  to the lessor
a t  the end of the lease term, which
reduces their poten t ial va lue t o a  lender
tak ing possession .  Also, compan ies tha t
wa nt  to own  their  proper ty as  a  mat ter
of fin ancia l policy m ay n ot  loca te where
land   is  on ly  a va ilable  for   lease.   The

Town of Wicken bu rg has used  long term
lease a r rangements successfu lly to
finance capita l improvements  a t  the
a irpor t  in  the past .  All hangar  facilit ies
were developed with  pr iva te fun ds
under  a  long ter m groun d lease with  the
Town.  Fut ur e landside facilit ies are
expected to be developed in  a  sim ila r
manner .

PLAN IMPLEMENTATION

The su ccessfu l implem en ta t ion  of the
Wicken burg Mun icipa l  Airport   mast er
pla n  will requ ire sound judgment  on  the
par t of the Town of Wickenburg with
regard to the implementa t ion  of project s
to meet ing fu ture activity dema nds,
wh ile m a in t a in in g t h e exist in g
infras t ructure and im pr oving th is
in fr a s t r u ct u r e  t o s u pp or t  n ew
development .  Wh ile the projects
included in t he capita l impr ovemen t s
program have been  broken  in to shor t ,
in termedia te, and long ter m  p lanning
periods, the Town will need to consider
the schedu ling of pr oject s in  a  flexible
manner  and  add  new projects  from
t ime-to-t ime to sat isfy safety or design
sta nda rds, or n ewly crea ted dema nds.

In  summary, the p lanning process
requires tha t  the Town of Wickenburg
con t inua lly monitor  the need for  new or
r e h a b i l i t a t e d  fa c i l i t i e s ,  s i n ce
applicat ions (for eligible projects) mu st
be submit t ed to FAA and the st a t e each
year .  The Town of Wickenburg should
cont inua lly monitor , with  the FAA and
st a te, the project s wh ich  a re required
for  sa fety and secur ity.
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ACCELERATE-STOP DISTANCE
AVAILABLE (ASDA): see declared dis-
tances.

AIR CARRIER: an operator which:  (1)
performs at least five round trips per
week between two or more points and
publishes flight schedules which specify
the times, days of the week, and places
between which such flights are per-
formed; or (2) transport mail by air
pursuant to a current contract with the
U.S. Postal Service.  Certified in accor-
dance with Federal Aviation Regulation
(FAR) Parts 121 and 127.

AIRPORT REFERENCE CODE (ARC): a
coding system used to relate airport
design criteria to the operational (Aircraft
Approach Category) to the physical char-
acteristics (Airplane Design Group) of the
airplanes intended to operate at the air-
port.

AIRPORT REFERENCE POINT (ARP):
The latitude and longitude of the approxi-
mate center of the airport.

AIRPORT ELEVATION: The highest
point on an airport’s usable runway
expressed in feet above mean sea level
(MSL).

AIRPORT LAYOUT DRAWING (ALD):
The drawing of the airport showing the
layout of existing and proposed airport
facilities.

AIRCRAFT APPROACH CATEGORY: a
grouping of aircraft based on 1.3 times the
stall speed in their landing configuration
at their maximum certificated landing
weight.  The categories are as follows:

• Category A: Speed less than 91 knots.
• Category B: Speed 91 knots or more, 

but less than 121 knots.
• Category C: Speed 121 knots or more, 

but less than 141 knots.
• Category D: Speed 141 knots or more, 

but less than 166 knots.
• Category E: Speed greater than 166 

knots.

AIRPLANE DESIGN GROUP (ADG): a
grouping of aircraft based upon
wingspan.  The groups  are as follows:

• Group I: Up to but not including 49 
feet.

• Group II: 49 feet up to but not 
including 79 feet.

• Group III: 79 feet up to but not 
including 118 feet.

• Group IV: 118 feet up to but not 
including 171 feet.

• Group V: 171 feet up to but not 
including 214 feet.

• Group VI: 214 feet or greater.

AIR TAXI: An air carrier certificated in
accordance with FAR Part 135 and autho-
rized to provide, on demand, public
transportation of persons and property by
aircraft.  Generally operates small aircraft
“for hire” for specific trips.
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AIRPORT TRAFFIC CONTROL
TOWER (ATCT): a central operations
facility in the terminal air traffic control
system, consisting of a tower, including
an associated instrument flight rule (IFR)
room if radar equipped, using air/ground
communications and/or radar, visual sig-
naling, and other devices to provide safe
and expeditious movement of terminal air
traffic.

AIR ROUTE TRAFFIC CONTROL CEN-
TER (ARTCC): a facility established to
provide air traffic control service to air-
craft operating on an IFR flight plan
within controlled airspace and principally
during the enroute phase of flight.

ALERT AREA: see special-use airspace.

ANNUAL INSTRUMENT APPROACH
(AIA): an approach to an airport with the
intent to land by an aircraft in accordance
with an IFR flight plan when visibility is
less than three miles and/or when the
ceiling is at or below the minimum initial
approach altitude.

APPROACH LIGHTING SYSTEM
(ALS): an airport lighting facility which
provides visual guidance to landing air-
craft by radiating light beams by which
the pilot aligns the aircraft with the
extended centerline of the runway on his
final approach and landing.

APPROACH MINIMUMS: the altitude
below which an aircraft may not descend
while on an IFR approach unless the pilot
has the runway in sight.  

AUTOMATIC DIRECTION FINDER
(ADF): an aircraft radio navigation sys-
tem which senses and indicates the

direction to a non-directional radio bea-
con (NDB) ground transmitter.

AUTOMATED WEATHER OBSERVA-
TION STATION (AWOS): equipment
used to automatically record weather con-
ditions (i.e. cloud height, visibility, wind
speed and direction, temperature, dew-
point, etc...)

AUTOMATED TERMINAL INFORMA-
TION SERVICE (ATIS): the continuous
broadcast of recorded non-control infor-
mation at towered airports.  Information
typically includes wind speed, direction,
and runway in use.

AZIMUTH: Horizontal direction
expressed as the angular distance
between true north and the direction of a
fixed point (as the observer’s heading).

BASE LEG: A flight path at right angles
to the landing runway off its approach
end. The base leg normally extends from
the downwind leg to the intersection of
the extended runway centerline. See “traf-
fic pattern.”

BEARING: the horizontal direction to or
from any point, usually measured clock-
wise from true north or magnetic north.

BLAST FENCE: a barrier used to divert
or dissipate jet blast or propeller wash.

BUILDING RESTRICTION LINE (BRL):
A line which identifies suitable building
area locations on the airport.

CIRCLING APPROACH: a maneuver
initiated by the pilot to align the aircraft
with the runway for landing when flying 
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a predetermined circling instrument
approach under IFR.

CLASS A AIRSPACE: see Controlled
Airspace.

CLASS B AIRSPACE: see Controlled Air-
space.

CLASS C AIRSPACE: see Controlled Air-
space.

CLASS D AIRSPACE: see Controlled
Airspace.

CLASS E AIRSPACE: see Controlled Air-
space.

CLASS G AIRSPACE: see Controlled
Airspace.

CLEAR ZONE: see Runway Protection
Zone.

CROSSWIND: wind flow that is not par-
allel to the runway of the flight path of an
aircraft.

COMPASS LOCATOR (LOM): a low
power, low/medium frequency radio-
beacon installed in conjunction with the
instrument landing system at one or two
of the marker sites.

CONTROLLED AIRSPACE: airspace of
defined dimensions within which air traf-
fic control services are provided to
instrument flight rules (IFR) and visual
flight rules (VFR) flights in accordance
with the airspace classification. Con-
trolled airspace in the United States is
designated as follows: 

• CLASS A: generally, the airspace from 
18,000 feet mean sea level (MSL) up to 
but not including flight level FL600.  
All persons must operate their aircraft 
under IFR.

• CLASS B: generally, the airspace from 
the surface to 10,000 feet MSL sur-
rounding the nation’s busiest airports.  
The configuration of Class B airspace is
unique to each airport, but typically 
consists of two or more layers of air
space and is designed to contain all 
published instrument approach proce-
dures to the airport.  An air traffic 
control clearance is required for all air-
craft to operate in the area.

• CLASS C: generally, the airspace from 
the surface to 4,000 feet above the air
port elevation (charted as MSL) sur-
rounding those airports that have an 
operational control tower and radar 
approach control and are served by a 
qualifying number of IFR operations 
or passenger enplanements.  Although 
individually tailored for each airport, 
Class C airspace typically consists of a 
surface area with a five nautical mile 
(nm) radius and an outer area with a 10 
nautical mile radius that extends from 
1,200 feet to 4,000 feet above the airport
elevation.  Two-way radio communica-
tion is required for all aircraft.

• CLASS D: generally, that airspace from 
the surface to 2,500 feet above the air
port elevation (charted as MSL) sur-
rounding those airport that have an 
operational control tower.  Class D air
space is individually tailored and con-
figured to encompass published instru-
ment approach procedures.  
Unless otherwise authorized, all
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persons must establish two-way radio 
communication.

• CLASS E: generally, controlled airspace 
that is not classified as Class A, B, C, or 
D.  Class E airspace extends upward 
from either the surface or a designated 
altitude to the overlying or adjacent 
controlled airspace.  When designated 
as a surface area, the airspace will be 
configured to contain all instrument 
procedures.  Class E airspace encom-
passes all Victor Airways.  Only aircraft
following instrument flight rules are 
required to establish two-way radio 
communication with air traffic control.

• CLASS G: generally, that airspace not 
classified as Class A, B, C, D, or E.  
Class G airspace is uncontrolled for all 
aircraft.  Class G airspace extends from 
the surface to the overlying Class E 
airspace.

CONTROLLED FIRING AREA: see spe-
cial-use airspace.

CROSSWIND LEG: A flight path at right
angles to the landing runway off its
upwind end. See “traffic pattern.”

DECLARED DISTANCES: The distances
declared available for the airplane’s take-
off runway, takeoff distance, accelerate-
stop distance, and landing distance
requirements.  The distances are:

• TAKEOFF RUNWAY AVAILABLE 
(TORA): The runway length declared 
available and suitable for the ground 
run of an airplane taking off;

• TAKEOFF DISTANCE AVAILABLE 
(TODA): The TORA plus the length of 
any remaining runway and/or clear
way beyond the far end of the TORA;

• ACCELERATE-STOP DISTANCE 
AVAILABLE (ASDA): The runway plus 
stopway length declared available for 
the acceleration and deceleration of an 
aircraft aborting a takeoff; and

• LANDING DISTANCE AVAILABLE 
(LDA): The runway length declared 
available and suitable for landing.  

DISPLACED THRESHOLD: a threshold
that is located at a point on the runway
other than the designated beginning of
the runway.

D I S T A N C E
M E A S U R I N G
E Q U I P M E N T
(DME): Equipment
(airborne and
ground) used to
measure, in nautical
miles, the slant range
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distance of an aircraft from the DME navi-
gational aid.

DNL: The 24-hour average sound level, in
A-weighted decibels, obtained after the
addition of ten decibels to sound levels
for the periods between 10 p.m. and 7
a.m. as averaged over a span of one year.
It is the FAA standard metric for deter-
mining the cumulative exposure of
individuals to noise.

DOWNWIND LEG: A flight path parallel
to the landing runway in the direction
opposite to landing. The downwind leg
normally extends between the crosswind
leg and the base leg. Also see “traffic pat-
tern.”

EASEMENT: The legal right of one party
to use a portion of the total rights in real
estate owned by another party. This may
include the right of passage over, on, or
below the property; certain air rights
above the property, including view rights;
and the rights to any specified form of
development or activity, as well as any
other legal rights in the property that may
be specified in the easement document.

ENPLANED PASSENGERS: the total
number of revenue passengers boarding
aircraft, including originating, stop-over,
and transfer passengers, in scheduled and
non-scheduled services.

FINAL APPROACH: A flight path in the
direction of landing along the extended
runway centerline. The final approach
normally extends from the base leg to the
runway. See “traffic pattern.”

FIXED BASE OPERATOR (FBO): A
provider of services to users of an airport.
Such services include, but are not limited
to, hangaring, fueling, flight training,
repair, and maintenance.

FRANGIBLE NAVAID: a navigational
aid which retains its structural integrity
and stiffness up to a designated maxi-
mum load, but on impact from a greater
load, breaks, distorts, or yields in such a
manner as to present the minimum haz-
ard to aircraft.  

GENERAL AVIATION: that portion of
civil aviation which encompasses all
facets of aviation except air carriers hold-
ing a certificate of convenience and
necessity, and large aircraft commercial
operators.

GLIDESLOPE (GS): Provides vertical
guidance for aircraft during approach and
landing. The glideslope consists of the fol-
lowing:

1. Electronic components emitting signals
which provide vertical guidance by 
reference to airborne instruments 
during instrument approaches such as 
ILS; or

2. Visual ground aids, such as VASI, 
which provide vertical guidance for 
VFR approach or for the visual portion 
of an instrument approach and 
landing.

GLOBAL POSITIONING SYSTEM:
See “GPS.”

GPS - GLOBAL POSITIONING SYS-
TEM: A system of 24 satellites
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used as reference points to enable navi-
gators equipped with GPS receivers to
determine their latitude, longitude, and
altitude.

HELIPAD: a designated area for the
takeoff, landing, and parking of heli-
copters.

HIGH-SPEED EXIT TAXIWAY: a long
radius taxiway designed to expedite air-
craft turning off the runway after
landing (at speeds to 60 knots), thus
reducing runway occupancy time. 

INSTRUMENT APPROACH: A series
of predetermined maneuvers for the
orderly transfer of an aircraft under
instrument flight conditions from the
beginning of the initial approach to a
landing, or to a point from which a
landing may be made visually.

INSTRUMENT FLIGHT RULES (IFR):
Rules governing the procedures for con-
ducting instrument flight. Also a term
used by pilots and controllers to indi-
cate type of flight plan.

INSTRUMENT LANDING SYSTEM
(ILS): A precision instrument approach
system which normally consists of the
following electronic components and
visual aids:

1. Localizer. 4. Middle Marker.
2. Glide Slope. 5. Approach Lights.
3. Outer Marker.

LANDING DISTANCE AVAILABLE
(LDA): see declared distances.

LOCAL TRAFFIC: aircraft operating in
the traffic pattern or within sight of the

tower, or aircraft known to be departing
or arriving from the local practice areas,
or aircraft executing practice instrument
approach procedures.  Typically, this
includes touch-and-go training opera-
tions.

LOCALIZER: The component of an ILS
which provides course guidance to the
runway.

LOCALIZER TYPE DIRECTIONAL
AID (LDA): a facility of comparable
utility and accuracy to a localizer, but is
not part of a complete ILS and is not
aligned with the runway.

LORAN: long range navigation, an elec-
tronic navigational aid which
determines aircraft position and speed
by measuring the difference in the time
of reception of synchronized pulse sig-
nals from two fixed transmitters.  Loran
is used for enroute navigation.

MICROWAVE LANDING SYSTEM
(MLS): an instrument approach and
landing system that provides precision
guidance in azimuth, elevation, and dis-
tance measurement.

MILITARY OPERATIONS AREA
(MOA): see special-use airspace.

MISSED APPROACH COURSE
(MAC): The flight route to be followed
if, after an instrument approach, a land-
ing is not effected, and occurring
normally:

1. When the aircraft has descended to 
the decision height and has not 
established visual contact; or
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2. When directed by air traffic control to 
pull up or to go around again.

MOVEMENT AREA: the runways,
taxiways, and other areas of an airport
which are utilized for taxiing/hover
taxiing, air taxiing, takeoff, and landing
of aircraft, exclusive of loading ramps
and parking areas.  At those airports
with a tower, air traffic control clearance
is required for entry onto the movement
area.

NAVAID: a term used to describe any
electrical or visual air navigational aids,
lights, signs, and associated supporting
equipment (i.e. PAPI, VASI, ILS, etc..)

NOISE CONTOUR: A continuous line
on a map of the airport vicinity connect-
ing all points of the same noise
exposure level.

NONDIRECTIONAL BEACON
(NDB): A beacon transmitting nondirec-
tional signals whereby the pilot of an
aircraft equipped with direction finding
equipment can determine his or her
bearing to and from the radio beacon
and home on, or track to, the station.
When the radio beacon is installed in
conjunction with the Instrument Land-
ing System marker, it is normally called
a Compass Locator.

NONPRECISION APPROACH PRO-
CEDURE: a standard instrument
approach procedure in which no elec-
tronic glide slope is provided, such as
VOR, TACAN, NDB, or LOC.

OBJECT FREE AREA (OFA): an area on
the ground centered on a runway, taxi-
way, or taxilane centerline provided to

enhance the safety of aircraft operations
by having the area free of objects, except
for objects that need to be located in the
OFA for air navigation or aircraft
ground maneuvering purposes.

OBSTACLE FREE ZONE (OFZ): the
airspace below 150 feet above the estab-
lished airport elevation and along the
runway and extended runway center-
line that is required to be kept clear of
all objects, except for frangible visual
NAVAIDs that need to be located in the
OFZ because of their function, in order
to provide clearance for aircraft landing
or taking off from the runway, and for
missed approaches.

OPERATION: a take-off or a landing.

OUTER MARKER (OM): an ILS navi-
gation facility in the terminal area
navigation system located four to seven
miles from the runway edge on the
extended centerline indicating to the
pilot, that he/she is passing over the
facility and can begin final approach.

PRECISION APPROACH: a standard
instrument approach procedure which
provides runway alignment and glide
slope (descent) information.  It is cate-
gorized as follows:

• CATEGORY I (CAT I): a precision 
approach which provides for 
approaches with a decision height of 
not less than 200 feet and visibility 
not less than 1/2 mile or Runway 
Visual Range (RVR) 2400  (RVR 1800) 
with operative touchdown zone and 
runway centerline lights.
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• CATEGORY II (CAT II): a precision 
approach which provides for 
approaches with a decision height of 
not less than 100 feet and visibility 
not less than 1200 feet RVR.

• CATEGORY III (CAT III): a precision 
approach which provides for 
approaches with minima less than 
Category II.

PRECISION APPROACH PATH INDI-
CATOR (PAPI): A lighting system
providing visual approach slope guid-
ance to aircraft during a landing
approach. It is similar to a VASI but pro-
vides a sharper transition between the
colored indicator lights.

PRECISION OBJECT FREE AREA
(POFA): an area centered on the extend-
ed runway centerline, beginning at the
runway threshold and extending behind
the runway threshold that is 200 feet
long by 800 feet wide.  The POFA is a
clearing standard which requires the
POFA to be kept clear of above ground
objects protruding above the runway
safety area edge elevation (except for
frangible NAVAIDS).  The POFA applies
to all new authorized instrument
approach procedures with less than 3/4
mile visibility.

PROHIBITED AREA: see special-use
airspace.

REMOTE COMMUNICATIONS OUT-
LET (RCO): an unstaffed transmitter
receiver/facility remotely controlled by
air traffic personnel.  RCOs serve flight
service stations (FSSs).  RCOs were
established to provide ground-to-
ground communications between air

traffic control specialists and pilots at
satellite airports for delivering enroute
clearances, issuing departure authoriza-
tions, and acknowledging instrument
flight rules cancellations or
departure/landing times.

REMOTE TRANSMITTER/RECEIVER
(RTR): see remote communications out-
let. RTRs serve ARTCCs. 

RELIEVER AIRPORT: an airport to
serve general aviation aircraft which
might otherwise use a congested air-car-
rier served airport.

RESTRICTED AREA: see special-use
airspace.

RNAV: area navigation - airborne
equipment which permits flights over
determined tracks within prescribed
accuracy tolerances without the need to
overfly ground-based navigation facili-
ties.  Used enroute and for approaches
to an airport.

RUNWAY: a defined rectangular area
on an airport prepared for aircraft land-
ing and takeoff.  Runways are normally
numbered in relation to their magnetic
direction, rounded off to the nearest 10
degrees.  For example, a runway with a
magnetic heading of 180 would be des-
ignated Runway 18.  The runway
heading on the opposite end of the run-
way is 180 degrees from that runway
end.  For example, the opposite runway
heading for Runway 18 would be Run-
way 36 (magnetic heading of 360).
Aircraft can takeoff or land from either
end of a runway, depending upon wind
direction.
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RUNWAY BLAST PAD: a surface adja-
cent to the ends of runways provided to
reduce the erosive effect of jet blast and
propeller wash.

RUNWAY END IDENTIFIER LIGHTS
(REIL): Two synchronized flashing
lights, one on each side of the runway
threshold, which provide rapid and pos-
itive identification of the approach end
of a particular runway.

RUNWAY GRADIENT: the average
slope, measured in percent, between the
two ends of a runway.

RUNWAY PROTECTION ZONE
(RPZ): An area off the runway end to
enhance the protection of people and
property on the ground.  The RPZ is
trapezoidal in shape.  Its dimensions are
determined by the aircraft approach
speed and runway approach type and
minima.

RUNWAY SAFETY AREA (RSA): a
defined surface surrounding the run-
way prepared or suitable for reducing
the risk of damage to airplanes in the
event of an undershoot, overshoot, or
excursion from the runway.

RUNWAY VISUAL RANGE (RVR): an
instrumentally derived value, in feet,
representing the horizontal distance a
pilot can see down the runway from the
runway end.

RUNWAY VISIBILITY ZONE (RVZ):
an area on the airport to be kept clear of
permanent objects so that there is an
unobstructed line-of-site from any point
five feet above the runway centerline to 

any point five feet above an intersecting 
runway centerline.

SEGMENTED CIRCLE: a system of
visual indicators designed to provide
traffic pattern information at airports
without operating control towers.

SHOULDER: an area adjacent to the
edge of paved runways, taxiways or
aprons providing a transition between
the pavement and the adjacent surface;
support for aircraft running off the
pavement; enhanced drainage; and blast
protection.  The shoulder does not nec-
essarily need to be paved.

SLANT-RANGE DISTANCE: The
straight line distance between an air-
craft and a point on the ground.

SPECIAL-USE AIRSPACE: airspace of
defined dimensions identified by a sur-
face area wherein activities must be
confined because of their nature and/or
wherein limitations may be imposed
upon aircraft operations that are not a
part of those activities. Special-use air-
space classifications include:

• ALERT AREA: airspace which may 
contain a high volume of pilot 
training activities or an unusual type 
of aerial activity, neither of which is 
hazardous to aircraft. 

• CONTROLLED FIRING AREA: air-
space wherein activities are 
conducted under conditions so 
controlled as to eliminate hazards to 
nonparticipating aircraft and to 
ensure the safety of persons or 
property on the ground.
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• MILITARY OPERATIONS AREA 
(MOA): designated airspace with 
defined vertical and lateral dimen-
sions established outside Class A 
airspace to separate/segregate certain
military activities from instrument 
flight rule (IFR) traffic and to identify 
for visual flight rule (VFR) traffic 
where these activities are conducted.

• PROHIBITED AREA: designated air-
space within which the flight of 
aircraft is prohibited.

• RESTRICTED AREA: airspace desig-
nated under Federal Aviation 
Regulation (FAR) 73, within which 
the flight of aircraft, while not wholly
prohibited, is subject to restriction.    
Most restricted areas are designated 
joint use.  When not in use by the 
using agency, IFR/VFR operations 
can be authorized by the controlling 
air traffic control facility.

• WARNING AREA: airspace which 
may contain hazards to nonpartici-
pating aircraft.

STANDARD INSTRUMENT DEPAR-
TURE (SID): a preplanned coded air
traffic control IFR departure routing,
preprinted for pilot use in graphic and
textual form only.

STANDARD TERMINAL ARRIVAL
(STAR): a preplanned coded air traffic
control IFR arrival routing, preprinted
for pilot use in graphic and textual or
textual form only.

STOP-AND-GO: a procedure wherein
an aircraft will land, make a complete
stop on the runway, and then commence
a takeoff from that point.  A stop-and-go

is recorded as two operations: one 
operation for the landing and one oper-
ation for the takeoff.
STRAIGHT-IN LANDING/APPROACH:
a landing made on a runway aligned
within 30 degrees of the final approach
course following completion of an
instrument approach.

TACTICAL AIR NAVIGATION
(TACAN): An ultra-high frequency elec-
tronic air navigation system which
provides suitably-equipped aircraft a
continuous indication of bearing and
distance to the TACAN station.

TAKEOFF RUNWAY AVAILABLE
(TORA): see declared distances.

TAKEOFF DISTANCE AVAILABLE
(TODA): see declared distances.

TAXILANE: the portion of the aircraft
parking area used for access between
taxiways and aircraft parking positions.

TAXIWAY: a defined path established
for the taxiing of aircraft from one part
of an airport to another.

TAXIWAY SAFETY AREA (TSA): a
defined surface alongside the taxiway
prepared or suitable for reducing the
risk of damage to an airplane uninten-
tionally departing the taxiway.

TETRAHEDRON: a device used as a
landing direction indicator.  The small
end of the tetrahedron points in the
direction of landing.

THRESHOLD: the beginning of that
portion of the runway available for
landing.  In some instances the landing
threshold may be displaced.
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TOUCH-AND-GO: an operation by an
aircraft that lands and departs on a run-
way without stopping or exiting the
runway.  A touch-and-go is recorded as
two operations: one operation for the
landing and one operation for the take-
off.

TOUCHDOWN ZONE LIGHTING
(TDZ): Two rows of transverse light
bars located symmetrically about the
runway centerline normally at 100-foot
intervals. The basic system extends
3,000 feet along the runway.

TRAFFIC PATTERN: The traffic flow
that is prescribed for aircraft landing at
or taking off from an airport. The com-
ponents of a typical traffic pattern are
the upwind leg, crosswind leg, down-
wind leg, base leg, and final approach.

UNICOM: A nongovernment commu-
nication facility which may provide

airport information at certain airports.
Locations and frequencies of UNI-
COM’s are shown on aeronautical
charts and publications.

UPWIND LEG: A flight path parallel to
the landing runway in the direction of
landing. See “traffic pattern.”
VECTOR: A heading issued to an air-
craft to provide navigational guidance
by radar.

VERY HIGH FREQUENCY/
O M N I D I R E C T I O N A L
RANGE STATION
(VOR): A ground-
based electronic
navigation aid trans-
mitting very high
frequency navi-
gation signals, 360
degrees in azimuth, orient-
ed from magnetic north. Used as the
basis for navigation in the national air-
space system. The VOR periodically
identifies itself by Morse Code and may
have an additional voice identification
feature.

VERY HIGH FREQUENCY 
OMNIDIRECTIONAL RANGE STA-
TION/TACTICAL AIR NAVIGATION
(VORTAC): A navigation aid providing
VOR azimuth, TACAN azimuth, and
TACAN distance-measuring equipment
(DME) at one site.

VICTOR AIRWAY: A control area or
portion thereof established in the form
of a corridor, the centerline of which is
defined by radio navigational aids.

VISUAL APPROACH: An approach
wherein an aircraft on an IFR flight
plan, operating in VFR conditions under
the control of an air traffic control facili-
ty and having an air traffic control
authorization, may proceed to the air-
port of destination in VFR conditions.

VISUAL APPROACH SLOPE INDI-
CATOR (VASI): An airport lighting
facility providing vertical visual
approach slope guidance to aircraft dur-
ing approach to landing by
radiating a directional pattern of
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high intensity red and white focused
light beams which indicate to the pilot
that he is on path if he sees red/white,
above path if white/white, and below
path if red/red. Some airports serving
large aircraft have three-bar VASI’s
which provide two visual guide paths
to the same runway.

VISUAL FLIGHT RULES (VFR): Rules
that govern the procedures for conduct-
ing flight under visual conditions. The
term VFR is also used in the United
States to indicate weather conditions
that are equal to or greater than mini-
mum VFR requirements. In addition, it
is used by pilots and controllers to indi-
cate type of flight plan.

VOR: See “Very High Frequency Omni-
directional Range Station.”

VORTAC: See “Very High Frequency
Omnidirectional Range Station/Tactical
Air Navigation.”

WARNING AREA: see special-use air-
space.
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AC: advisory circular

ADF: automatic direction finder

ADG: airplane design group

AFSS: automated flight service 
station

AGL: above ground level

AIA: annual instrument 
approach

AIP: Airport Improvement 
Program

AIR-21: Wendell H. Ford 
Aviation Investment and 
Reform Act for the 21st 
Century

ALS: approach lighting system

ALSF-1: standard 2,400-foot high 
intensity approach light-
ing system with 
sequenced flashers (CAT I 
configuration)

ALSF-2: standard 2,400-foot high 
intensity approach light
ing system with 
sequenced flashers (CAT II
configuration)

APV: instrument approach 
procedure with vertical 
guidance

ARC: airport reference code

ARFF: aircraft rescue and fire-
fighting

ARP: airport reference point

ARTCC: air route traffic control 
center

ASDA: accelerate-stop distance 
available

ASR: airport surveillance radar

ASOS: automated surface obser-
vation station

ATCT: airport traffic control 
tower

ATIS: automated terminal infor-
mation service

AVGAS: aviation gasoline - 
typically 100 low lead 
(100LL)

AWOS: automated weather obser-
vation station

BRL: building restriction line

CFR: Code of Federal Regula-
tions

CIP: capital improvement pro-
gram

DME: distance measuring equip-
ment

DNL: day-night noise level

DWL: runway weight bearing 
capacity for air
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craft with dual-wheel type
landing gear

DTWL: runway weight bearing 
capacity for aircraft with 
dual-tandem type landing 
gear

FAA: Federal Aviation Adminis-
tration

FAR: Federal Aviation Regula-
tion

FBO: fixed base operator

FY: fiscal year

GPS: global positioning system

GS: glide slope

HIRL: high intensity runway 
edge lighting

IFR: instrument flight rules 
(FAR Part 91)

ILS: instrument landing system

IM: inner marker

LDA: localizer type directional 
aid

LDA: landing distance available

LIRL: low intensity runway edge
lighting

LMM: compass locator at middle 
marker

LOC: ILS localizer

LOM: compass locator at ILS 
outer marker

LORAN: long range navigation

MALS: medium intensity 
approach lighting system

MALSR: medium intensity 
approach lighting system 
with runway alignment 
indicator lights

MIRL: medium intensity runway 
edge lighting

MITL: medium intensity taxiway 
edge lighting

MLS: microwave landing sys-
tem

MM: middle marker

MOA: military operations area

MSL: mean sea level

NAVAID: navigational aid

NDB: nondirectional radio bea-
con

NM: nautical mile (6,076 .1 feet)

NPIAS: National Plan of Integrat-
ed Airport Systems

NPRM: notice of proposed rule-
making

ODALS: omnidirectional approach 
lighting system
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OFA: object free area

OFZ: obstacle free zone

OM: outer marker

PAC: planning advisory com-
mittee

PAPI: precision approach path 
indicator

PFC: porous friction course

PFC: passenger facility charge

PCL: pilot-controlled lighting

PIW: public information work-
shop

PLASI: pulsating visual approach 
slope indicator

POFA: precision object free area

PVASI: pulsating/steady visual 
approach slope indicator

RCO: remote communications 
outlet

REIL: runway end identifier 
lighting

RNAV: area navigation

RPZ: runway protection zone

RTR: remote transmitter/
receiver

RVR: runway visibility range

RVZ: runway visibility zone

SALS: short approach lighting 
system

SASP: state aviation system plan

SEL: sound exposure level

SID: standard instrument 
departure

SM: statute mile (5,280 feet)

SRE: snow removal equipment

SSALF: simplified short approach 
lighting system with 
sequenced flashers

SSALR: simplified short approach 
lighting system with run-
way alignment indicator 
lights

STAR: standard terminal arrival 
route

SWL: runway weight bearing 
capacity for aircraft with 
single-wheel type landing 
gear

STWL: runway weight bearing 
capacity for aircraft with 
single-wheel tandem type 
landing gear

TACAN: tactical air navigational 
aid

TAF: Federal Aviation Adminis-
tration (FAA) Terminal 
Area Forecast
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TODA: takeoff distance available

TORA: takeoff runway available

TRACON: terminal radar approach 
control

VASI: visual approach slope 
indicator

VFR: visual flight rules (FAR 
Part 91)

VHF: very high frequency

VOR: very high frequency omni-
directional range

VORTAC: VOR and TACAN collo-
cated
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BASED AIRCRAFT LISTING

WICKENBURG MUNICIPAL AIRPORT
September, 2001

N-Number Type Make/Model

43556 SE Piper PA-28-151
4329L SE Cessna 172

242X SE Cessna 150
73784 SE Cessna 172
7810T SE Cessna 172
400BB Glider DG-400
16115 SE Cessna 150
6262K SE Cessna P210
15655 SE Piper PA-28-35

125RS SE
American Champion

8KCAB

4152N SE Piper PA-18-150
6570E SE Cessna 175
6860L ME Beech 58
4RB SE Beech F33A

7981U SE Cessna 172
9048S SE Beech V35
6050M SE Beech A36
4394 SE Cessna 180

210LW SE Cessna T210M
182P SE Ryan Navion
115P SE Howard DGA-15P

727MR SE Bellanca 8KCAB
1656V SE Cessna 120
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Appen dix  C
AIRP ORT LAYOUT Airp or t  Mas ter  P la n

P LAN DRAWINGS Wick en bu r g Mu n ici p a l   Ai r p or t

Per  Federa l Avia t ion  Adminis t ra t ion  (FAA) and  Ar izona  Depar tment  of
Transpor ta t ion , Division  of Aeronaut ics  (ADOT) requirements , an  officia l Airpor t
Layou t  P lan  (ALP ) has been  developed for  Wickenbu rg Municipa l  Airport .  The ALP
graph ica lly presents the exist ing a nd u lt ima te a irpor t  layout .  The ALP is used, in pa rt
by the FAA and sta te, t o determine funding eligibility for  fu ture development  projects.

The ALP was prepared on  a  computer -a ided dra ft ing sys tem for  fu ture ease of use. The
computer ized pla n  set  pr ovides det a iled in format ion  of exist ing and future facility
layou t  on  multiple layers t ha t  permits  the user  to focus in  on a ny sect ion of the a irport
a t  a  desirable scale.  The plan can be used a s base informat ion  for  design, and can  be
ea sily upda ted in t he fu ture to reflect  new developmen t  and m ore deta il concern ing
exist ing condit ions  as m ade ava ilable t hrough  design  su rveys.

A number  of rela ted  drawin gs, which depict  the u ltima te airspace an d lan dside
development , a re included with  the ALP.  The following provides a  br ief d iscussion  of
the addit iona l dra wings included with  the ALP:

Terminal Area  Draw ing - The termina l a rea  drawing provides  grea ter  det a il
concern ing landside improvements south  of Runway 5-23.

Airport  Airs pa ce  D ra w i n g - The Airpor t  Airspace Drawing is  a  graphic depict ion  of
Federa l Aviat ion  Regula t ions (F .A.R.) Pa r t  77, Objects Affecting N avigable Airspace,
regula tory  cr it er ion .  The Air por t  Air space Drawing is int ended t o a id loca l au thor ities
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in  det ermining if proposed development  could present  a  haza rd to the a irpor t  and
obs t ruct  the approach  pa th  to a  runway end.  Th is plan  sh ould be coordin a ted with
local lan d use planner s.

Approach Zone P rofi les  and  Runw ay Profi les  Drawin g s  - These drawin gs
provide both  plan  and profile views of the F .A.R. P ar t  77 approach surface for  each
runway end.  A composite profile of the extended ground line is depicted.  Obs t ruct ions
and clear ances over r oads a nd ra ilroads a re shown as a ppropr iat e.

In n e r Port ion of the  Approach Surface  Draw ings  - The Inner  Por t ion  of the
Approach  Su rface Dr awin gs a re sca led drawings  of the runway protect ion  zon e (RPZ),
runway sa fety a rea  (RSA), obstacle free zone (OF Z), and object  free area  (OFA) for  each
runway end. A plan  and profile view of each  RPZ is  provided to facilit a te ident ifica t ion
of obstructions t ha t lie with in th ese safety a rea s. Deta iled obst ruct ion  and facility dat a
is provided to ident ify p lanned improvements and the disposit ion  of obst ruct ions (a s
appr opr iat e).

On-Airport  La n d U se  D ra w i n g - The On-Airport  Land U se Drawing is a  graph ic
depict ion  of the lan d use recommenda t ions.  When developm en t  is proposed, it  sh ould
be directed  to the a ppropr ia te land u se a rea  depicted on th is plan .

Airport  Property  Map  - The Proper ty Map provides informat ion  on  the a cqu isit ion
and ident ifica t ion  of a ll land t racts under  the cont rol of the a irpor t . Both  exis t ing and
fut ur e propert y holdings a re ident ified on t he P ropert y Map.




















