AIRPORT MASTER PLAN UPDATE

~ PROSSERAIRPORT
""f':‘Prosse’:rf:, Washiu"ngton ,,




AIRPORT MASTER PLAN UPDATE

PROSSER AIRPORT (S40)

Final Report
July 2019

Prepared for the:

Port Commissioners
Port of Benton, Washington

Robert D. Larson Jane F. Hagarty Roy D. Keck

Diahann Howard, PPM
Port of Benton Interim Executive Director

And for the
State of Washington US Department of Transportation
Department of Transportation Federal Aviation Administration
Aviation Division Seattle Airports District Office

The preparation of this document may have been supported, in part, through the Airport Improvement Program financial assistance
from the Federal Aviation Administration as provided under Title 49 U.S.C., Section 47104. The contents do not necessarily reflect
the official views or policy of the FAA. Acceptance of this report by the FAA does not in any way constitute a commitment on the part
of the U.S. to participate in any development depicted therein nor does it indicate that the proposed development is environmentally
acceptable or would have justification in accordance with appropriate public laws.



TABLE OF CONTENTS
CHAPTER 1 -INTRODUCTION

1.1 PURPOSE

1.2 OBJECTIVES AND ISSUES

1.2.1 OBJECTIVES

LA 1S 1S L S

1.3 PLANNING PROCESS

1.3.1 PROJECT PARTICIPANTS .

1.3.2 PROJECT PHASE ONE

1.3.3 PROJECT PHASE TWO

1.3.4 PROJECT PHASE THREE

1.3.5 PROJECT PHASE FOUR .

1.3.6 PROJECT PHASE FIVE

1.4 CONSULTANT AGREEMENT AND STUDY DOCUMENTATION

1.4.1 REFERENCE DOCUMENTS

1.4.2 NARRATIVE REPORT CONTENT _,

CHAPTER 2 - EXISTING CONDITIONS

2.0 INTRODUCTION

2.1 BRIEF AREA HISTORY
2.2 BRIEF AIRPORT HISTORY

2.3 AIRPORT ROLE

2.3.2 STATE PLANNING

2.3.3 PREVIOUS AIRPORT PLANNING .

2.4 AIRPORT INVENTORY

2.4.1 RUNWAY 8-26

242 TAXIWAYS AND APRONS e

2.4.3 AIRPORT SERVICES AND ACCESS

2.5 ENVIRONMENTAL
2.5.1 AIRPORT AREA ZONING AND LAND USE

2.5.2 CLIMATE

2.5.3 WIND

2.7 BASED AIRCRAFT AND OPERATIONS

2.8 AIRFIELD DESIGN STANDARDS

AIRPORT MASTER PLAN UPDATE



2.8.1 DESIGN STANDARDS CRITERION 2-24

2.8.2DESIGN STANDARDS ... oo eeseeeeeee e sesseese s sssssese s smsssss s smmssseee e smmrsesee e 2-25
283 FAR PART 77 oot 2-25
2.9 FINANCIAL/ECONOMIC DEVELOPMENT . ... 2-27
2.10 CONSTRAINTS TO AND OPPORTUNITIES FOR AVIATION GROWTH 2-29
CHAPTER 3 - AVIATION ACTIVITY FORECAST S oo .31
3.1 CHAPTER SUNMM A RY oo oeeeeseeseee oot 3-1
3.2 INTRODUGCTION oot 3-1
3.3 BACKGROUND oo oot 3-3
3.3.1 COMMUNITY PROFILE oo seee et seeee et 3-3
3.3.2 AVIATION PROFILE = USERS oot 3-5
3.3.3 AVIATION PROFILE — TERMINAL AREA FORE CAST oo 3-5
3.3.4 AVIATION PROFILE — OTHER PLANNING STUDIES ..o 3-7
3.3.5 AVIATION PROFILE — TRAFFIC FLOW MANAGEMENT SYSTEM COUNTS oo 3-8
3.3.6 CATCHMENT AREA oo seee oo 3-10
3.4 BASED AIRCRAFT FORECASTS .. oooeeeeeeeeeeeeeoeeeeee oo eeseoeseees e ssmssseses s sssssseee st ssmmeeesee e 3-12
3.4.1 BASED AIRCRAFT FORECAST METHODOLOGIES ... 3-15
3.5 AIRCRAFT OPERATIONS FORECAST S oo 317
3.6 CRITICAL AIRCRAFT oo see e seee oot 3-22
3.6.1 DESIGN GROUP I oo 3-22
3.7 CHAPTER SUMMARY oo eeoeoeeee oo seseessese s sssssssses s smsssseee s sessssess e 3-23
CHAPTER 4 - FACILITY REQUIREMENT S i 41
4.0 INTRODUGCTION oo seee oo 4-1
4.1 AIRPORT ROLE AND SERVICE LEVEL .ot 4-1
A1 DESIGN STANDARDS | oot 4-1
4.1.2 ULTIMATE DESIGN STANDARDS . oooooooeoeeeeeeeeeeeeeoeeeeee e essseeseeseeesessssssmsesessesesssssssmsssees s ssmmneessesessssss 4-1
4.2 AIRSIDE RECOMMENDATIONS . 4-2
A2 A WIND ANALYSIS .....oooooooeeeeeeeeeeeeeee oo eeseeeeeesee e smsesees s sessssssese e sesssesese e smeseesss e semssseeee 4-2
4.2.2 INSTRUMENT APPROACH CAPABILITY oot 4-2
A2 3 RUNWAY LENGTH oot sees ettt 4-5
4.2.4 RUNWAY DESIGN STANDARDS ..o seee e seee st 4-6
4.2.5 TAXIWAYS AND APRONS oottt AT
4.2.6 NAVIGABLE AIRSPAQCE .........oooooooeeeeoeeeeeeeeeoeeeeeeeeeeeeee e seessseesse s ssssmsseses s sssmssssss s sssessees s 4-8
A.2.7 AIRSPACE CAPACITY oo sees oot 49
4.3 LANDSIDE RECOMMENDATIONS oot 4-9
4.3.1 BASED AIRCRAFT APRON AREA .. .49
4.3 2 ITINERANT AIRCRAFT APRON ARE A o 4-9
4.3.3 TERMINAL/FBO BUILDING AREA. .. 4-10
4.3.4 AIRCRAFT HANGARAREA ... ... 4-11
435 AIRCRAFT FUELING ..o eeeeeeeeeeee e semseses s sssmsssees s smssssese s smssseess e A4-11

AIRPORT MASTER PLAN UPDATE

ii



4.3.6 SUPPORT FACILITIES AND INFRASTRUCTURE 412

4.3.7 AUTOMOBILE PARKING AND ACCESS............oocrrirssiessnssss s sssss s ssss s 4-12
4.3.8 SNOW REMOVAL AND AIRFIELD MAINTENANCE EQUIPMENT .4-12
B4 SECURITY et sees e e ees e es e e ee e e85 e e e e 4-12
B.5 SUMMARY .o ootiettetiesses e e e e s e e e 5 8505855158515 4-13
CHAPTER 5 - ALTERNATIVES ANALYSIS .. ...ttt ses s ses s siss s e ess s oo 51
SL0 INTRODUCTION e e e 51
5.1 ALTERNATIVES INTRODUCGTION o oioortretessessessssssss s siss s sess s s e s s 5-1
5.2 ALTERNATIVE NO. 1A: EXISTING AND FUTURE FAA DESIGN STANDARDS . .. o] 5-2
5.3 ALTERNATIVE NO. 1B: EXISTING AND FUTURE FAA DESIGN STANDARDS WITH GPS APPROACHES
TO BOTH RUNWAY ENDS..............ccoiiiririeriiessiessesssesssess s sess s ess s s s e85 s e 5-2
5.4 ALTERNATIVE NO. 1C: EXISTING AND FUTURE FAA DESIGN STANDARDS WITH GPS APPROACHES
TO BOTH RUNWAY ENDS AND A WESTERLY RUNWAY EXTENSION TO 4,000 FEET . ... . ... 5-3
5.5 ALTERNATIVE NO. 2A: ULTIMATE FAADESIGN STANDARDS e 5-7
5.6 ALTERNATIVE NO. 2B: ULTIMATE FAA DESIGN STANDARDS WITH GPS APPROACHES TO BOTH
RUNWAY ENDS . ..ooertetesiesessessesses oo oo oo e e s 5555555555818 e e e e e e e e 5-7
5.7 ALTERNATIVE NO. 2C: ULTIMATE FAA DESIGN STANDARDS WITH GPS APPROACHES TO BOTH
RUNWAY ENDS AND A WESTERLY RUNWAY EXTENSION TO 4,000 FEET. ... 5-8
5.8 ALTERNATIVE NO. 5 SERIES: LANDSIDE DEVELOPMENT s 5-12
5.8.1 LANDSIDE CONFIGURATION NO. 1A: SETBACK FOR VISUAL OPERATIONS ... 5-13
5.8.2 LANDSIDE CONFIGURATION NO. 1B: SETBACK FOR GPS APPROACH. ..., 5-13
5.8.3 LANDSIDE CONFIGURATION NO. 2A: SETBACK FOR VISUAL OPERATIONS ... 5-13
5.8.4 LANDSIDE CONFIGURATION NO. 2B: SETBACK FOR GPS APPROACH. ..o, .5-14
5.9 SUMMARY ..o oereresesessees s s s s e 2525252555555 e e e e e e e 5-17
5.10 TAC AND PORT PREROGATIVE ............oooieiiesoessis st ssss s sss s e 5-19
CHAPTER 6 - PHASED DEVELOPMENT st sss s sssssess s s ess s e 6-1
6.0 INTRODUCTION. et ses s e es e e 6-1
6.1 SHORT-TERM IMPROVEMENTS .o ess s ess s e 6-1
6.2 INTERMEDIATE-TERM IMPROVEMENTS s 6-5
6.3 LONG-TERM IMPROVEMENTS . ...ttt sss s s s s s e e e ess s s e e 6-9
6.4 FINANCIAL oo ese et 6-12
6.5 SUMMARY .__.......oooooererterteesessees e s e e85 1888 e s 6-13
CHAPTER 7 - AIRPORT MASTER PLAN DRAWINGS . ...t s ssss s ssss e 71
TLO INTRODUCTION. et ses s e et 7-1
TA COVER e e es e e ees e e e e85 55585558 71
7.2 AIRPORT LAYOUT PLAN AND DATA SHEET ..o 71
7.3 AIRPORT AIRSPACE PLAN (PART 77).........ooooieieeietiersiesssssesssssessssssesssesssss s e sess e ess s ses s et soss oo soee 71
7.4 RUNWAY PLAN AND PROFILES ...t es st s s s s s i s s s s 7-2
TS TERMINAL AREA PLAN. et esees s ees s s s s 2585555558585 e -2
Tu8 LAND USE PLAN e tee s s e s e e85t 712
7.7 AIRPORT PROPERTY INVENTORY MAP et sssses s sss s s 7-2

AIRPORT MASTER PLAN UPDATE il



LIST OF TABLES

TABLE 2.1

PROSSER AIRPORT MAJOR MILESTONES .. ..o essses s ss s sssssnnes 2-2
TABLE 2.2

PAVEMENT CONDITION INDEX INVENTORY _ 24
TABLE 2.3

HISTORICAL FAAAND WSDOT GRANT FUNDING 27
TABLE 2.4

APRON AREAS AND TIE-DOWN INVENTORY o oooooooeoeoeoeoeeoeeoeoeoeeeeeeeoeeeeoeoeoeessssesssssssssse s ee s ssssssssssses s 2-12
TABLE 2.5

PROSSER CLIMATE DATA oo e e e eesses e e ss s s s s s s s e 2-16
TABLE 2.6

WIND INFORMATION. ... sssess e s s s e s s s ssssssse e 2-16
TABLE 2.7

DESIGN STANDARDS CRITERIA oo e s e essses e s sssses s sss s sssssess e eesessssseee 2-24
TABLE 2.8

SELECT PROSSER AIRPORT DESIGN STANDARDS, 2-28
TABLE 3.1

DESCRIPTION OF DATA SOURCES_ 32
TABLE 3.2

WASHINGTON OFFICE OF FINANCIAL MANAGEMENT 2012 POPULATION PROJECTIONS. 3-4
TABLE 3.3

FAA TAF FOR S40 — FORECAST ISSUED JANUARY 20716, . .. ..o sessssssss s 3-6
TABLE 3.4

2015 ITINERANT OPERATIONS COUNTS_ 3.7
TABLE 3.5

GROWTH RATE COMPARISON 2008-2015..............oooooeeeoeoeeeeeeeeeeeeeeeeeeeeeeeeeeee oo eeeessesesesseseeessesssss s ssssse e ..3-8
TABLE 3.6

FAA TFMSC RECORDS — OPERATIONS BY AIRCRAFT REFERENCE CODE____ 3-8
TABLE 3.7

TFMSC DESCRIPTIVE STATISTICS 3-10
TABLE 3.8

NEARBY AIRPORTS oo oeeessssese s .31
TABLE 3.9

CORRELATION ANALYSIS VARIABLES AND SOURGCES .o 3-12
TABLE 3.10

NATIONAL BASED AIRCRAFT DATA ..o eeeeeeessseseesseseses s seesssssssessssesseesssssss s essssesnens 3-13
TABLE 3.11

HISTORICAL BASED AIRCRAFT COUNT S oo 3-14
TABLE 3.12

NATIONAL GENERAL AVIATION AND AIR TAXI FLEET 2015-2035 3-14
TABLE 3.13

HISTORICAL AIRCRAFT OPERATIONS COUNTS. 3-17
TABLE 3.14

NATIONAL GA OPERATIONS AND PILOTS BY TYPE 2015-2035 3-18
TABLE 3.15

NATIONAL GA HOURS FLOWN BY CLASS 2015-2035 3-19

AIRPORT MASTER PLAN UPDATE

iv



TABLE 3.16

PREFERRED AIRCRAFT OPERATIONS FORECAST ...ttt sses s s 3-20
TABLE 3.17

2015 ITINERANT OPERATIONS BY AIRCRAFT REFERENCE CODE ... oo, 3-22
TABLE 3.18

2015 LOCAL OPERATIONS BY AIRCRAFT REFERENCE CODE ... 3-23
TABLE 3.19

2035 OPERATIONS COUNTS BY AIRCRAFT REFERENCE CODE ... ... 3-23
TABLE 3.20

AVIATION ACTIVITY FORECAST SUMMARY . 3-23
TABLE 4.1

RNAV INSTRUMENT APPROACH PROCEDURE FOR 21 STATUTE MILE NON-PRECISION, STRAIGHT-IN4-4
TABLE 4.2

SELECT AIRPORT DESIGN STAND A RD S oo AT
TABLE 4.3

BASED AIRCRAFT APRON RECOMMENDATIONS ..4-10
TABLE 4.4

ITINERATE AIRCRAFT PARKING AREA RECOMMENDATIONS ... .4-10
TABLE 4.5

TERMINAL/FBO BUILDING RECOMMENDATIONS e 41
TABLE 4.6

HANGAR AREA RE C OMMEN D AT ION S oo oo oo e e e s eeeee e e e e e s e s e e e e e s e e eeeonn A4-11
TABLE 4.7

AUTOMOBILE PARKING AREA RECOMMENDATIONS |t 4-12
TABLE 4.8

SUMMARY OF RECOMMENDATIONS | ..o oreresisssesses s s sss s ess s s sss s e 4-14
TABLE 6.1

HISTORICAL FINANCIAL DATA; SELECT .......cccoooierrtsrsessesssssssssssss st sess s sss s s 6-12
TABLE 6.2

FORECAST FINANCIAL DATA] SELECT..........ooerrtensessessess st sssessessessses st sess s e sess e e oes s e 6-13

AIRPORT MASTER PLAN UPDATE vV



LIST OF FIGURES

FIGURE 2-1

WASHINGTON STATE PUBLIC USE AIRPORTS __ 2-3
FIGURE 2-2

2012 PAVEMENT CONDITIONS INDICES AT THE PROSSER AIRPORT 2-6
FIGURE 2-3

PROSSER AIRP ORT VI CINITY MA P, oo 2-9
FIGURE 24

BENTON COUNTY ZONING MAP._. 2-10
FIGURE 2-5

CITY OF PROSSER ZONING MAP._ 2-11
FIGURE 2-6

CITY OF PROSSER COMPREHENSIVE PLAN LAND USEMAP.____ 2-15
FIGURE 2-7

SAFETY ZONE EXHIBIT oo seeeeeese e sseeees e seesse s seeeeesee e 2-17
FIGURE 2-8

US AIRSPACE CLASSIFICATIONS. 2-22
FIGURE 2-9

SEATTLE SECTIONAL AERONAUTICAL CHART ....ooooooooeeeeeeeeeeeeeeeeeee e seeeeeeee e eesseeessee s sseeeeseseee s senneee 2-23
FIGURE 2-10

REPRESENTATIVE AIRCRAFT BY WINGSPAN 2-26
FIGURE 2-11

SELECT AIRPORT DESIGN CRITERION i, 2-27
FIGURE 3-1

CITY OF PROSSER AND BENTON COUNTY ECONOMY 3-4
FIGURE 3-2

FAA TAF FOR S40 - FORECAST ISSUED JANUARY 20716, ... eseeeeeeeeeeseesessnesenee oo 3-6
FIGURE 3-3

FAA TFMSC RECORDS - OPERATIONS BY AIRCRAFT REFERENCE COCE.____ | 3-9
FIGURE 3-4:

PROSSER AIRPORT BASED AIRCRAFT OPERATIONS FORECASTS . 3-16
FIGURE 3-5

S40 AIRCRAFT OPERATIONS FORECASTS ... ... ess s sssse e 3-21
FIGURE 3-6

COMPARISON OF AIRPORT PLANNING AND TAF FORECASTS 3-24
FIGURE 3-7

COMPARISON OF AIRPORT PLANNING AND TAF FORECASTS. 3-25
FIGURE 4-1

TRADITIONAL ILS APPROACH VISUALIZATION. . 4-3
FIGURE 4-2

GPS APPROACH VISUALIZATION 4-4
FIGURE 4-3

REQUIRED RUNWAY 8-26 LENGTH (CHART VISUALIZATION). ..o sseesesseneeneeneenneeeens 4-6
FIGURE 5.1

ALTERNATIVE NO. TA oo seeeese e ssees e seeeesee oo 5-4
FIGURE 5.2

ALTE RN ATIVE NO. B oo .55
FIGURE 5.3

ALTERNATIVE NO. 1C 5-6

AIRPORT MASTER PLAN UPDATE

Vi



FIGURE 5.4
ALTERNATIVE NO. 2A

5-9

FIGURE 5.5
ALTERNATIVE NO. 2B,

FIGURE 5.6
ALTERNATIVE NO. 2C_,

5-10

5-11

FIGURE 5.7
ALTERNATIVE NO. 3A

5-15

FIGURE 5.8
ALTERNATIVE NO. 4A

FIGURE 6-1
SHORT-TERM IMPROVEMENTS

FIGURE 6-2
INTERMEDIATE-TERM IMPROVEMENTS

FIGURE 6-3
LONG-TERM IMPROVEMENTS

AIRPORT MASTER PLAN UPDATE

vii



The Port of Benton as owner, operator, and sponsor
of the Prosser Airport (Airport) initiates an update
of its Airport Master Plan (Plan). The Plan assesses
the Airport's existing and future role and provides
direction and guidance related to short- and long-term
development. More specifically, the Plan was developed
in collaboration with the Port of Benton and provides for
compliance with current Federal Aviation Administration
(FAA) design standards. This project will be managed
by a Technical Advisory Committee (TAC) and the
Director of Airports and Operations, John Haakenson,
and will look at the airside and landside facilities and
make recommendations to guide future development.

The Plan is as much about the planning process as it is
the resulting document. During development of the Plan
update, the project process involves Federal and State
agencies, airport users, tenants as well as the general
public. Select stakeholders were assembled into a TAC,
which met at key points during the planning process.
The TAC commented on Plan elements as they were
developed and provided feedback to the Airport and the
consultant team. In addition to the TAC and the Port of
Benton, the FAA and the Washington State Department
of Transportation (WSDOT) Aeronautics Division also
provided input.

The Prosser Airport is an economic generator for the
community, and public outreach is a key part of the
planning process.

The remainder of this chapter describes plan purpose,
objectives and issues as well as identifies the four-
phase planning process created for this planning effort.

1.1 PURPOSE

The purpose of this planning effort is to objectively
assess the needs of Prosser Airport from an aviation
perspective. The deliverable resulting from the planning
process is the Master Plan Update narrative report and
ALP adopted by the Port of Benton.

1.2 OBJECTIVES AND ISSUES

Assessing aviation needs, evaluating alternatives, and
adopting a Master Plan Update is a complex task. Some
basic questions that were evaluated includes:

1. Which aviation services are the most attractive to
new business and existing users and why?

2. What costs are required to provide and
implement additional aviation infrastructure?

3. What kinds of visitors or companies are likely to
be interested in the Airport?

CHAPTER 1-INTRODUCTION

4. What will the basic needs for the Airport be, now
and in the future?

5. How might the Airport benefit its community by
attracting businesses that provide higher income
jobs and quality goods and services?

Answers to the above questions help guide the
community to establish a plan that contributes to
achieving community goals. It often boils down to
economic development efforts, and how a community
or region uses its resources, including the Airport, to
achieve its community and economic development
goals.

1.2.1 OBJECTIVES

The master planning process intends to be an integral
part of the community’s overall plan. Coordinated
planning that enhances the Airport, the Port of Benton,
and the City of Prosser is the overall aim. Specifically,
the objectives of this study are to:

1. Comply with FAA design standards.

2. Maximize aviation development opportunities.

3. Be environmentally-responsive.

4. Orient the Plan and surrounding properties to be

integral to the existing operations and facilities.

5. Focus on future development of the Airport and to
contribute to the image and commercial activity of
the Airport.

6. Develop the Airport and associated properties in
a coordinated and comprehensive manner, taking
maximum advantage of the assets of the Port of
Benton.

7. Orient the planning and development of the
Airport in order to achieve the highest and best
use of the site. Evaluate specific users and uses
on a case-by-case basis. Highest and best use
should be interpreted in terms of the following
factors: use of physical site assets, economic
benefit, jobs created and salaries, fiscal impact
and contribution to the overall objectives of the
Port of Benton and the City of Prosser.

8. Evaluate Airport development relative to
both long and short-term costs and benefits,
accommodating a range of potential aviation
uses.

9. Consider regional economic goals in preparing a
development strategy for the Airport.

10. Minimize off-site impacts, particularly those
affecting surrounding, neighboring areas.
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The previous Master Plan Process was most recently
completed at Prosser Airport in July 2006. FAA and
WSDOT determined that an update to the plan would be
beneficial given current activity and economic conditions.
The Port of Benton consulted with FAA, WSDOT and the
master plan consultant to identify potential issues and
create a work plan to evaluate issues, grant assurance
compliance and plan for future growth. Some of those
issues are as follows and will be given particular attention
throughout the planning process.

Issue Number One:
Protect Airspace/Dispose of Obstructions to
Navigable Airspace

The grant assurances noted above relate to
maintenance of sufficiently clear airspace for
unobstructed aircraft operations at the Prosser
Airport. Providing and maintaining clearance of
existing airspace is addressed along with the
potential future airspace needs. Future Airport
improvements may expand the Airport’s need for
unobstructed airspace and require coordination with
various Agencies.

Issue Number Two:
Ensure Runway Length Adequacy

This issue, and the remaining issues, are somewhat
related and have the potential to substantially change
Prosser Airport in the long-term. In general, and as
discussed in the upcoming sections, runway lengths
are determined based upon the requirements for
the aircraft that use them. Now and possibly in the
future, a sufficient quantity of demanding aircraft
may use the Airport in a frequency to suggest an
increase in runway length is needed.

Issue Number Three:
Identify Airfield Design Standards/Ensure
Adequacy

Similar to the runway length adequacy concern of
the previous issue, a sufficient number of aircraft
may now, or in the future, use the Airport, triggering
modifications of the Airport’'s design standards,
including pavement strength, length, widths,
separations, and other physical, on-the-ground
features.

Issue Number Four:
Identify and Address Landside Needs

This final issue is somewhat of a catch-all for other
issues. Landside in this context relates to aircraft
parking aprons, tie-down and hangar spaces,
aircraft fueling and other services provided to the
flying public, automobile access and parking, and

other important features which serve to support the
airside of the Airport.

1.3 PLANNING PROCESS

The Master Plan Update develops through a planning
process which begins with the collection of data and
mapping efforts used in the study and develops the
associated Airport Layout Plan (ALP) drawings for the
Airport.

The documentation of the Master Plan Update planning
process and the ALP drawings is prepared in accordance
with  FAA guidelines, policies and procedures and
applicable federal and state laws and standards.
Previous reports and associated work are reviewed, as
necessary.

The project process is engaged in full coordination with
the Port of Benton, federal, state, and local planning
agencies, the representatives of which are consulted
for input and invited to attend progress meetings,
public meetings or other meetings associated with the
process. The end result provides a planning document
recommending a responsive course of action and a
scheduled plan, complete with current cost estimates
for facility improvements.

Prior to initiation of this project, the prerequisite project
scope of services, budget and schedule were reviewed
in detail for appropriateness and economic responsibility
prior to being approved by the FAA. The planning
process and its project workflow consist of four project
phases, described as below and in upcoming pages.

1.3.1 PROJECT PARTICIPANTS

The Port of Benton Commissioners make final decisions
about the future of the Prosser Airport through the
course of the master planning process. Various airport
constituencies, including the general public, and nearby
home and business owners are consulted through the
public participation process. John Haakenson, Director
of Airports and Operations, is the primary information
conduit for the master plan consultant.

FAA is responsible for reviewing and approving the
aviation activity forecasts and internally circulating the
Plan for integration in the National Airspace System
(NAS). FAAand WSDOT are advised on project progress
and documents at key project points.

The airport master plan consultant prepares project
documentation, guides project progress, soliciteds
guidance, and works to build consensus from Plan
participants at key project points.
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Phase One project activities includes the drafting of
Chapter Two: Inventory and Chapter Three: Forecasts
of Aviation Demand. Efforts associated with Chapter
Two involves information acquisition not limited to;
existing facilities and previous improvements, aerial and
land based surveys, identifying land uses, airspace and
navigational aids, along with gathering socioeconomic,
environmental, and financial data. Efforts associated
with Chapter Three include evaluation and formulation
of socioeconomic and aviation activity projections
culminating in aviation activity forecasts specific to three
future periods of time: Short, the initial five-year period,
Intermediate, the following five-year period, and Long
term, the last 10-year period of the 20-year planning
horizon.

FAA and WSDOT reviews and comments on these
first three chapters, and approves the Aviation Activity
Forecasts. Comments are also solicited and addressed
from the TAC, Public, and Port Commissioners.

1.3.3 PROJECT PHASE TWO

With FAA approval of the Aviation Activity Forecasts, the
planning process then moves to Phase Two.

Chapter Four: Facility Requirements are initially
developed using information gathered in previous
work with the Airport and the Port of Benton. Efforts
associated with Chapter Four involve evaluation of the
Airport’s service capabilities along with physical airside
and landside requirements and an appraisal of grant
assurance compliance and airport security requirements.

Chapter Five: Alternatives Analysis considers various
airfield and landside improvement alternatives which
may meet demand over the three planning periods.
These alternatives are presented to the TAC for
consideration and comment.

FAA and WSDOT reviews and comments on Chapters
Four and Five. Comments are also solicited and
addressed from the TAC and Port Commissioners.

The Port of Benton, together with input from the TAC,
Planning Consultant, and FAA, ultimately select the
preferred alternative(s) as presented in this Plan. This is
the most crucial and important step in the creation of this
Plan and execution of its process.

1.3.4 PROJECT PHASE THREE

Phase Three work includes creation of Chapter Six.

Chapter Six: Phased Development and Cost Estimates
which sequences and provides cost estimates for Airport
improvements pursuant to the preferred alternative(s).
This phase also includes development of Chapter
Seven: Airport Layout Plan and Drawings, which depict

existing and future airport features and improvements
per FAA's Standard Operating Procedures 2.00 Airport
Layout Plan checklist.

FAA and WSDOT review these chapters and provide
comments, resulting in the Pre-Draft Plan. The pre-draft
narrative describes and illustrates the recommended
course of action, over the 20-year planning period.
Comments are solicited from the TAC and Director
of Airports and Operations and addressed prior
to presenting the Pre-Draft Plan to the public with
the Port of Benton to discuss the document and its
recommendations.

Once comments from FAA, WSDOT, the TAC, and
Port of Benton are sufficiently addressed, Phase Three
concludes, with the Draft Airport Master Plan.

1.3.5 PROJECT PHASE FOUR

The Plan process then moves to its final phase. with the
approval of the Draft Master Plan.

The Draft Master Plan narrative and associated ALP
drawings are submitted to FAA for coordination.
Coordination or ‘airspacing’, is an FAA internal, multi-
jurisdictional 2 to 3-month process. It consists of an
internal review process wherein the Plan and ALP
drawings are reviewed for continuity and conformity to
FAA standards and specifications, and principal changes
are included in the National Airspace System.

1.3.6 PROJECT PHASE FIVE

The fifth and final project milestone involves the Port
of Benton Commissioners concurrence with the Final
Airport Master Plan.

Upon completion of the Plan narrative report, full-size
(24” x 36”) copies of the ALP Drawings are signed by
the Port of Benton and the FAA, and are kept on file
along with the narrative report at the respective offices of
the FAA Seattle Airport District Office, the Port of Benton
and the master plan consultant.

1.4 CONSULTANT AGREEMENT AND
STUDY DOCUMENTATION

The Port of Benton entered into an agreement with
J-U-B ENGINEERS, Inc. in August 2015 to conduct the
master planning effort and to prepare this document.

AIRPORT MASTER PLAN UPDATE
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This study is prepared in accordance with these

documents:

Previous Airport Documents (Various Years)

Various Local and State Resources and Websites

WSDOT Aviation Documents (System Plan, Pavements,

Economic, Land Use)

Various Airport Cooperative Research Program (ACRP)

Documents

FAA Terminal Area Forecast (TAF) and Other FAA
Forecast Approval-Related Guidance

FAA Memoranda, Regional and Interim Guidance

FAASOP 2.0

FAA SOP 3.0

FAA SOP 6.0

FAA SOP 8.0

150/5190-4A

150/5070-6B

150/5190-7

150/5300-13A
150/5340-1L

150/5340-18F
150/5300-16A

150/5300-17C

Standard Procedure for FAA
Review and Approval of Airport
Layout Plan (ALPs)

Standard Operating Procedure

for FAA Review and Approval

of Exhibit ‘A’ Airport Property
Inventory Maps

Standard Operating Procedure

for FAA Review and Approval of
Airport Improvement Program (AIP)
Grant Application

Standard Operating Procedure for
Runway Safety Area Determination

A Model Zoning Ordinance to Limit
Height of Objects around Airports

Airport Master Plans

Exclusive Rights and Minimum
Standards for Commercial
Aeronautical Activities

(1) Airport Design
Standards for Airport Markings
Airport Sign System Standards

General Guidance and
Specifications for Aeronautical
Surveys

General Guidance and
Specifications for Aeronautical
Survey Airport Imagery Acquisition
and Submission to NGS

150/5300-18B

150/5020-1

150/5050-4

150/5230-4B

150/5325-4B

150/5340-5D

150/5390-2C
5190.6B
5200.8
5100.38C

5100.37B

5090.3C

5050.4B

1050.1F

General Guidance and
Specifications for Submission of
Aeronautical Surveys to NGS;
Field Data and Collection and GIS
Standards

Noise Control and Compatibility
Planning for Airports

Citizen Participation in Airport
Planning

Aircraft Fuel Storage, Handling and
Dispensing on Airports

Runway Length Requirements for
Airport Design

Segmented Circle Airport Marker
System

Heliport Design
Airport Compliance Manual
Runway Safety Area Program

Airport Improvement Program
Handbook

Land Acquisition and Relocation
Assistance for Airport Projects

Field Formulation of the National
Plan of Integrated Airport Systems
(NPIAS)

NEPA Implementing Instruction
for Airport Actions

Environmental Impacts; Policies
and Procedures

Various FAA Advisory Circulars for Landing and
Visual Aids, Pavements Design and Maintenance

Environmental Desk Reference for Airport Actions

AIRPORT MASTER PLAN UPDATE
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This narrative report presents these chapters:

Chapter 1
Chapter 2
Chapter 3
Chapter 4
Chapter 5
Chapter 6

Chapter 7

Appendices:
Appendix A
Appendix B
Appendix C
Appendix D

Introduction

Existing Conditions

Forecasts of Aviation Demand
Facility Requirements
Alternatives Analysis

Phased Development and Cost
Estimates

Airport Layout Plan and
Drawings

Planning for Compliance
Airport Recycling Plan

RPZ Memorandum

Public Involvement Summary

These ALP Drawings are found in Chapter 7:

Exhibit 2
Exhibit 3
Exhibit 4
Exhibit 5

Exhibit 6

Exhibit 7
Exhibit 8
Exhibit 9

Cover and Index
Airport Layout Plan
Technical Data
Airport Airspace Plan

Inner Portion of Runway 8
Approach Surface Drawing

Inner Portion of Runway 26
Approach Surface Drawing

Terminal Area Plan
Land Use Plan

Airport Property Inventory Map
(Exhibit A)

AIRPORT MASTER PLAN UPDATE

=
O

S]sedalo
Aoy uoneiny

sejewsI 1s0) pue
juswdojersq peseyd

sBuimelq
pue ue|d 1noAeT podiry

uononpou|

suopuo) Bunsixg

sjuswalinbay Ajjioe

sIsAjeuy seAleuIs)yY

9 Jeydeyn g Jeydeyn v Jeydeyn ¢ Jeydeyn Z Jaydeyn | Jaydeyn

/ 181deyd



CHAPTER 2 - EXISTING CONDITIONS

2.0 INTRODUCTION

This chapter intends to provide background information
and an inventory of the Airport and its environs. Quality,
relevant baseline information in this regard is necessary
for plan integrity.

Data herein is obtained from investigation and
interviews, consulting firm experience with the Airport
and its projects along with Port of Benton staff guidance,
FAA input, WSDOT consultation, along with various
other governmental agencies and websites.

Prosser Airport is owned, operated, and sponsored
by the Port of Benton and managed and guided by
the Port's Commissioners through John Haakenson,
Director of Airports and Operations.

2.1 BRIEF AREA HISTORY

Prosser is located near the eastern end of the Yakima
Valley and the Yakima River runs through the City. The
Prosser area was home to Native Americas who lived
along and fished the Yakima river as a food source prior
to the area being settled in 1882 by Colonel William
Farrand Prosser. Soon after homesteading began, the
Northern Pacific Railroad made a connection to Prosser,
making it a part of a transcontinental railroad network.
A town plat was filed by Colonel Prosser in 1885 and
the City of Prosser was officially incorporated in 1899
with a population of 229 people. In 1905, Benton County
was established through taking portions of Yakima and
Klickitat counties. The City of Prosser was established
as the county seat. The greater Prosser area is now at
the heart of Washington’s Wine County with nearly 40
wineries in the area.

2.2 BRIEF AIRPORT HISTORY

Prosser Airport was first established in 1935 with
development of a turf airstrip. It was originally owned by
the City of Prosser. In 1961 it was transferred to the Port
of Benton. Since its inception, Prosser Airport has served
the regional aviation community as a general aviation
airport. The Port provides for multi-modal transportation
including two airports (Prosser and Richland), short line
rail, barge, and trucking amenities. The Prosser Airport
is located in Benton County one mile northwest of the
Prosser central business district. It occupies 120 acres
of land of which approximately 100 acres are used for
aeronautical uses.

Table 2-1 provides a brief overview of project history.

2.3 AIRPORT ROLE

This planning effortis intended to instruct and supplement
state and federal airport planning efforts. This Plan is a
more detailed look at the Prosser Airport, while national
and state planning step back somewhat and generally
consider the role the Prosser Airport plays in the overall
system of federal and state airports.

As part of Washington State’s Aviation System, Prosser
Airport is one of 134 public-use airports statewide and is
an important resource to the state’s overall transportation
network. It also functions as part of the National Airspace
System that links regional and local airports to the larger
integrated transportation system. Figure 2-1 shows the
South Central Region of Washington State Public Use
Airports.

AIRPORT MASTER PLAN UPDATE
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TABLE 2.1

PROSSER AIRPORT MAJOR MILESTONES

Year Event

1934 City of Prosser built George Beardsley Airport with a turf landing strip

1948 Landing strip upgraded to gravel and east-west runway established and designated 7-25. A
parallel gravel-surface taxiway and apron is also constructed.

Avigation easements were secured for the adjacent non-airport land to provide the necessary
approach and clear zones for the runway.

1961 Ownership transferred from the City of Prosser to the Port of Benton.

Runway 7-25 received its first 3,200 feet of paved surface.

1977 Extension and re-paving of Runway 7-25 expanded the runway to its current dimensions of
3,451 feet by 60 feet.

1987 Water and sewer extended to the airport.

1988 A 3,750 square foot incubator building built, leased and expanded.

1994 Capital Improvement projects completed including an overlay of the runway and parallel
taxiway, expansion of the central apron, paving of the north itinerant apron, and installation of
the Precision Approach Path Indicators (PAPIs)

2001 Port of Benton acquires the 13+ acre B&K property and constructs an asphalt /concrete apron.

2006 Airport Master Plan Update.

2006 to 2009 | Environmental assessment, design and construction to shift Runway 7-25 1,055 feet west.

2010 Land Acquisition for Approaches, Pavement Rehabilitation (Crack seal), Update Airport Master
Plan for East End hangar development.

2012 An Automated Weather Observation System (AWOS - |) installed.

2014 Airfield Pavement Rehabilitation (crack seal and seal coating) and a reconstruction of the
Airport Entrance Road/Hangar TL was performed. In addition, Runway 7/25 was re-designated
as Runway 8/26 due to shifting magnetic variation. Hold sign panels and Runway and Taxiway
pavement markings were updated/replaced to reflect the new designation.

2015-2019 Master Plan and Airport Layout Plan Update.

Source: J-U-B

AIRPORT MASTER PLAN UPDATE
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FIGURE 2-1
WASHINGTON STATE PUBLIC USE AIRPORTS
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2.3.1 FEDERAL PLANNING

Prosser Airport is part of the US National Transportation
System and the Federal Aviation Administration’s (FAA)
National Plan of Integrated Airport Systems (NPIAS). Of
the nation’s nearly 5,200 public-use airports, the NPIAS
comprises 3,331 airports which are considered, by FAA,
significant to the capacity and integrity of the national
airspace system.

Because of NPIAS participation, the Port of Benton, as
sponsor is eligible, and has received federal funding for
airport improvements under the Airport Improvement
Program (AIP). Funds to pay for NPIAS improvements
originate with the AIP program. AIP is a user-fee based
program, funded through the Airport and Airways Trust
Fund as originated through the Airport and Airway
Improvement Act of 1982, as amended. This grant-in-aid
program provides the funding to execute most federal,
state and local airport planning. This planning effort,
along with planning done by WSDOT may be used to
consider the quality and quantity of Prosser Airport’s
participation in the NPIAS.

The current NPIAS identifies the Airport as a public use,

local (as opposed to basic service, regional service or an
airport of national importance) general aviation airport,
with 51 based aircraft and $2,722,200 of anticipated
development needs for eligible improvements.

FAA has also fielded two system planning documents for
general aviation airports:

* ASSET 1: General Aviation Airports: A National
Asset (May 2012)

* ASSET 2: In-Depth Review of the 497
Unclassified Airports (March 2014)

These efforts serve to segregate general aviation
airports into service levels based upon type (propeller/
jet) of based aircraft and aircraft operations.

2.3.2 STATE PLANNING

Prosser Airport is eligible to receive funding through
WSDOT and other state agencies. State law directs
WSDOT to perform periodic system plan updates in
response to changes in the aviation industry, community,
and system. WSDOT has received funds from FAA to
update the Washington Aviation System Plan (WASP)

AIRPORT MASTER PLAN UPDATE
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and is being overseen by the Washington State Aviation
System Plan Advisory Committee. The primary purpose
of the WASP update is to study the performance and
interaction of Washington’s entire aviation system; and,
to understand the contributions of individual airports to
the system as a whole. Additionally, the study involves
examining aviation user requirements, current airport
usage levels and based aircraft and capacity to meet
current and future demand. At the time of this Master
Plan the most recent WASP was completed in 2009,
while the 2015 update is currently underway, but not
complete. The timeline on the WASP study is to have
the plan finalized by January 2017.

The 2009 WASP identifies the Prosser Airport as one
of 23 Community Service Airports. The Distribution of
Airport is defined as follows:

* Commercial Service - Accommodates at least
2,500 scheduled passenger boardings per year
for at least three years.

* Regional Service - Serves large or multiple
communities; all NPIAS relievers; 40 based
aircraft and 4,000-foot long runway, with
exceptions.

* Community Service - Serves a community;
fewer than 20 based aircraft; paved runway.

* Local Service - Serves a community; fewer then
230 based aircraft; paved runway.

¢ Rural Essential - Other land-based airports,
including residential airports.

The Washington State legislature (ESSB 5121)
designated four geographic regions in the state for
special attention in the Long-Term Air Transportation
Study (LATS) (2009). These four regions, known
as Special Emphasis Regions (SER) in the study,
concentrated key centers of population, employment,
and economic activity in Washington. The Washington
State Legislature deemed it essential to ensure that
airport facilities within these regions support current
conditions and future needs. One of the four designated
Special Emphasis Regions is the Tri-Cities consisting of
Benton and Franklin Counties. The LATS performance
objectives for Community Service Airports such as
Prosser are focused on providing airports with the
capability to accommodate medevac and air taxi
operations, including potential operations in very light
jets (VLJ).

The WSDOT 2012 Airport Economic Profile estimates
regional impacts from visitor spending account for
$94,000 of wages and $287,000 of total economic
activity were related to the Prosser Airport in 2010. The
Airport Economic Profile notes that 46 aircraft based
at Prosser in 2012 along with 6,000 general aviation
operations that same year consisting of general itinerant

and local operations.

WSDOT occasionally performs inventories of airfield
pavement conditions at various airports, including
Prosser using the pavement condition index (PCI)
procedure set forth by the FAA and is the standard
used by the aviation industry to visual assess pavement
conditions. The results of the PCI evaluation provide
an indicator of the structural integrity and functional
capability of the pavement. WSDOT’s 2012 Pavement
Management Program Update identifies the following
numerical reference index ranges:

» PCI Score of 0-10: Reconstruction

» PCI Score of 11-25: Reconstruction

» PCI Score of 26-40: Reconstruction

» PCI Score of 41-55: Major Rehabilitation

* PCI Score of 56-70: Preventative Maintenance/
Major Rehabilitation

» PCI Score of 71-85: Preventative Maintenance
» PCI Score of 86-100: Preventative Maintenance

Table 2.2 and Figure 2-2 depict the 2012 Pavement
Conditions Indices at the Prosser Airport.

TABLE 2.2
PAVEMENT CONDITION INDEX INVENTORY
SECTION PCI
Runway 8/26
East end 82
West end 100
Aprons
North Apron - West Portion 68
North Apron - East Portion 82
FBO Apron East 77
FBO Apron West 76
Fueling apron/PCC 79
East hangar TL area 86
East hangar TL area 100
East hangar TL area 96
East hangar TL area 91
Main apron 79
West Holding bay apron 100
Taxiways
Taxiway A3 80
Taxiway A 89
Taxiway A West 100
Portion of Taxiway A4 78
Taxiway A4 100
Source: WSDOT

AIRPORT MASTER PLAN UPDATE
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WSDOT occasionally performs an analysis to estimate
the economic impacts of Washington airports. The
Washington State Department of Transportation 2012
Airport Economic Impact Study provided an economic
profile for the Prosser Airport expressed in 2010 dollars.
The estimated regional impact to Benton and Yakima
counties from airport business was $332,000. Estimated
statewide impacts from visitor spending was $287,000,
and the estimated taxes paid were estimated at $23,110.
The analysis of economic activity was based upon the
Prosser Airport. The Port of Benton has over $53 million
in assets; 10 sites over 2,103 acres and manages a $9.8
million budget with operations covered by lease income
and taxes dedicated to capital projects.

2.3.3 PREVIOUS AIRPORT PLANNING

The most recent airport planning document on file is
an Airport Master Plan update dated July 2006. That
narrative and its Airport Layout Plan (ALP) drawings
provided the matter-of-course planning analyses
including identifying a number of non-standards
conditions and obstructions to navigable airspace,
development alternatives and a recommended course
of action per a series of phased improvements. Table
2.3 identifies historical FAA and WSDOT grant funding.

AIRPORT MASTER PLAN UPDATE
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FIGURE 2-2
2012 PAVEMENT CONDITIONS INDICES AT THE PROSSER AIRPORT
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16 (Martin): Rehabilitate Runway 7/25, taxiways and aprons (crack seal);
Update Airport Layout Plan;

TABLE 2.3
HISTORICAL FAA AND WSDOT GRANT FUNDING
Work site: Prosser Airport, Prosser, Washington Locid: The Prosser Airport FAA Funding
5% State Port of Proiect Total WSDOT
o Non-Primary State Match Benton J Grant No.
Grant Number FY Description Entitlement Apportionment FAA Total
9-45-022-701 1948 Land acquisition; Clearing; Grading & drainage of landing area $13,756 $- $13,756 $724 $14,480
(300’x3873’), taxiways & building area; Construct runway (100'x3673’),
Taxiways, apron, access road & automobile parking area;
9-45-022-002 1950 Install airport lighting system include Medium Intensity Runway Lighting; $6,317 $- $6,317 $332 $6,649
Install segmented circle
PGP A-53-0050-01 1975 Preparation of an Airport Master Plan for George O. Beardsley Field $7,667 $- $7,667 $404 $8,070
5-53-0050-01 1977 Acquire land (Areas B1, B2, & C4); Install lighted wind cone, segmented $150,000 $100,000 $250,000 $13,158 $263,158
circle, & rotating beacon; obstruction removal; Reconstruct & mark
Runway 7/25 including turnarounds(3,480'x60’); Construct access road
(290°x30’); construct & mark stub Taxiway Continued
(275'x30’); Construct aircraft parking & service apron (4,900 sy); $- $- $- $-
Rehabilitate Medium Intensity Runway Lighting
5-53-0050-02 1981 Construct & mark parallel taxiway $94,705 $- $94,705 $4,984 $99,690
3-53-0050-01 1989 Master plan update; $40,500 $- $40,500 $2,132 $42,632
3-53-0050-02 1991 Acquire land, Parcels C-1A & C-1B, include relocation $130,681 $- $130,681 $6,878 $137,559
3-53-0050-03 1995 Overlay Runway 7/25; Overlay parallel & connector Taxiways; Overlay $150,000 $271,365 $421,365 $22,177 $443,542
& expand General Aviation apron; Install perimeter fencing (2,244 1.f.);
Install Precision Approach Path Indicator, Runway 7/25; Revise Airport
Layout Plan
3-53-0050-04 1999 Acquire land for development (Tracts 7&9); Update Exhibit A $108,507 $- $108,507 $5,711 $114,218
3-53-0050-05 2000 Install/reconstruct Runway 7/25 medium intensity runway lightings $150,000 $690,785 $840,785 $44,252 $885,037
(MIRL); Construct general aviation aprons, including connecting
taxiways; Construct t-hangar taxiways; Construct access road; Install
signs;
3-53-0050-006 2002 Update airport master plan study $85,303 $- $85,303 $4,490 $89,793
3-53-0050-007 2003 Install perimeter fencing (approx. 7,700 Lf. include gates) $99,703 $- $99,703 $5,248 $104,951
3-53-0050-008 2004 Rehabilitate Runway 7/25 and taxiways (slurry seal); Install pilot radio $150,000 $14,744 $164,744 $8,671 $173,415
controls on Runway 7/25 lighting; Install Runway End Identification
Lights (REILs) Runway 7/25; Replace beacon including tower
3-53-0050-009 2006 Relocate/shift Runway 7/25, including environmental (Phase 1); Conduct $150,000 $1,789 $151,789 $7,989 $159,778
ALP update
3-53-0050-010 2008 Relocate/shift Runway 7, including land , Parcel 13 (Smith) and Parcel $88,104 $- $88,104 $4,637 $92,741
15 (DeLeon) acquisition (Phase 2)
3-53-0050-011 2009 Relocate/shift Runway 7, including land , Parcel 20 (Sybouts), Parcel 21 $150,000 $2,201,572 $2,351,572 $72,750 $51,017 $2,475,339 | PRO-01-09
(Killian) and parcel 22 (McGrew) acquisition and construction (Phase 3)
3-53-0050-012 2009 Extend/shift Runway 7 (Phase 4), including shifting the parallel taxiway $150,000 $408,402 $558,402 $29,390 $587,792
3-53-0050-013 2010 Acquire approach land Parcel 14 (Whited), Parcel 15 (DeLeon), Parcel $150,000 $496,208 $646,208 $34,011 $680,219

AIRPORT MASTER PLAN UPDATE
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TABLE 2.3

HISTORICAL FAA AND WSDOT GRANT FUNDING

Work site: Prosser Airport, Prosser, Washington Locid: The Prosser Airport FAA Funding
5% State Port of Proiect Total WSDOT
Non-Primary State Match Benton J Grant No.
Grant Number FY Description . p FAA Total
Entitlement Apportionment
3-53-0050-014 2012 Install Weather Reporting Equipment $150,000 $14,966 $164,966 $- $18,330 $183,296
3-53-0050-015 2014 Rehabilitate Apron, Rehabilitate Runway - 07/25, Magnetic Variation $150,000 $323,538 $473,538 $- $52,615 $526,153
Update Rwy to 8/26
3-53-0050-016 2015 Update Airport Master Plan Study $150,000 $116,537 $266,537 $- $29,615 $296,152

Source: FAA

AIRPORT MASTER PLAN UPDATE
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2.4 AIRPORT INVENTORY

Prosser Airport is located within the limits of both
the City of Prosser and Benton County and is in the
Benton-Franklin-Walla Walla Regional Transportation
Planning Organization (RTPO). The closest interstate
to the Prosser Airport is 1-82, (approximately 1.3 miles
to the north) and the closest Federal highway is US 12
(also approximately 1.3 miles to the north). The closest
state highway is the Old Inland Empire Highway which
runs adjacent to the Prosser Airport along its northern
boundary. The Yakima River lies to the south of the
airport. The Prosser Airport is bordered on all four sides
by public roads. Primary vehicle access to the airport is
on the south side via Nunn Road. Figure 2-3 shows the
Prosser Airport in relation to Benton County and the City
of Prosser while Figures 2-4 and 2-5 show the zoning
for each jurisdiction, respectively.

Prosser Airport is located near North 46° 12’ 48.1372”
and West 119° 47’ 44.0264” and at 705 foot elevation.
Prosser Airport properties currently approximate 120
total acres with an estimated 100 acres for aeronautical
uses.

The Prosser Airport is equipped with a rotating beacon.
The rotating beacon alternates green and white,

indicating nighttime availability of a public-use, civilian
airport. The airport also equipped with an Automated
Weather Observing System (AWOS), located on the
south side of the runway and west of the west apron.
The AWOS provides real-time local weather information
for the flying public and can be reached at 121.125
MHz or by dialing 509-786-8889. A Segmented Circle is
located on the north side of the runway. The Segmented
Circle indicates traffic pattern, and found within the
circle is a lighted primary Wind Cone displaying wind
vector information. A supplemental Wind Cone is found
near the end Runway 8 end on the north side and is not
lighted.

2.4.1 RUNWAY 8-26

constructed of asphalt with a 16,000 single-wheel gear
(SWG) pavement strength and is in good condition. The
wheel (single, double, dual-double) nomenclature refers
to a pavement design methodology which produces a
pavement strength referenced to the number of wheels
on a given aircraft strut. Design inputs in this regard
include soil type and other soil characteristics, sub
grade/base soil improvements, loading, frequency and
mix of aircraft which are expected to use the pavement,

FIGURE 2-3
PROSSER AIRPOR
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FIGURE 2-4

BENTON COUNTY ZONING MAP
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FIGURE 2-5
CITY OF PROSSER ZONING MAP
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pavement type and composition, planned pavement
life, and other design criteria. In short, pavements are
designed to accommodate a designated number of
aircraft operations, over time without substantial surface
rehabilitation. It is worth noting that the design allows
for a limited number of aircraft operations with weights
greater than 16,000 pounds.

Runway longitudinal line of sight is met. The effective
runway longitudinal gradient is 0.5%. FAA design
standards require that the effective and the maximum
runway longitudinal gradients not exceed certain limits
to ensure a runway is not too steep overall or within
a shorter distance. Line of sight provides that any two
points five feet above the runway centerline shall be
mutually visible along any one-half of runway length.

Right traffic is established for Runway 26 operations
and left traffic to Runway 8. Aircraft generally use all
or portions of a rectangular flight pattern, of which the
runway constitutes a portion of one side. The ftraffic
pattern at Prosser is designated to keep aircraft north of
the airport, and away from the more populated area of
the City of Prosser.

Medium Intensity Runway Lighting (MIRL) are frangible-
mounted (breakable) at the base to avoid substantial
damage to the aircraft in the event of an aircraft deviation
from the runway. Runway threshold lights are part of the
MIRL system and are directionally-lighted to indicate the
runway end limits. Runway 8 end threshold lights are
frangible-mounted. Runway 26 lights threshold lights
are in-pavement.

Precision Approach Path Indicator (PAPI) systems are
located near each end of the runway, on the south side.
The PAPI system is a type of Visual Glideslope Indicator
(VGSI) used to provide lighted, visual information to the
pilot as descent toward a runway end is made. The PAPI
indicates a red and a white light when the pilot is on the
correct glideslope to either runway end, two red lights
when below the glideslope and two white lights when
above. Both runway ends are equipped with Runway
End lIdentifier Lighting Systems (REILs). REILs are
frangible-mounted flashing lights situated near each
runway end. This lighting system facilitates day or night
runway end identification, in clear or semi-obscured
weather conditions.

Both runway ends are marked with elements appropriate
for visual aircraft operation with no aiming points.
Runway marking elements at the Prosser Airport include
designation (the numbers) and centerline. Runway
markings are white.

An Instrument Approach Procedure (IAP) is not available
for pilots operating at Prosser Airport. An IAP is an FAA-
designed and prescribed three-dimensional path in the
sky for safe aircraft landing. These paths necessarily

avoid terrain, tall towers and other obstructions to allow
safe aircraft operation during periods of inclement
weather.

2.4.2 TAXIWAYS AND APRONS

Parallel Taxiway A is Runway 8-26’s primary taxiway. It
is constructed of asphalt at 16,000 SWG. It is 25 feet
wide at the west end for the first 1,000 feet east of the
Runway 8 end and then 30 feet for the remainder of the
taxiway to the end of Runway 26. The taxiway extends
the entire length of the runway on the south side providing
access to hangars and tie-down facilities. There are two
different dimensions for the runway to taxiway centerline
separation. On the west end, the separation between
Runway 8 and Taxiway A is 235 feet and transitions to
a 150-foot separation 1,000 feet east of the Runway 8
end. Connecting Taxiways are constructed of asphalt at
16,000 SWG and vary in width from approximately 85
feet to 25 feet wide at the narrowest width. They are
marked with holdlines and equipped with signage 125
feet from Runway 8-26 centerline. There is a 50-foot
by 75-foot holding bay apron located at the west end of
the Taxiway A. Taxiway markings are yellow and retro-
reflective markers are installed for night operations. On
the north side of the runway there is a taxiway leading to
the North Apron parking area and one hangar.

As shown in Table 2.4 below, there are three (3) asphalt
apron areas consisting of 39,340 square yards with 71
tie-downs that are rated for 16,000 SWG.

TABLE 2.4
APRON AREAS AND TIE-DOWN INVENTORY
Location Area (sy) No. of
Tie-Downs
Main Apron 26,600 46
FBO Apron 9,580 16
North Apron 3,160 9
Total 39,340 71
Source: J-U-B

2.4.3 AIRPORT SERVICES AND ACCESS

The Prosser Airport has one FBO, Fair Weather Flyers,
who is an authorized aircraft Spruce Dealer, and provides
lightsportaircraftflighttraining, fullmaintenance services,
part sales, installations, full restoration services and
supplies/gifts as well as performs annual and 100 hour
inspections. Bill Musselman is the FBO contact who is
also an aviation mechanic along with Jerry Williams. The
FBO provides a Pilot’s Lounge with Wi-Fi, a courtesy car
to reach local destinations, concierge service for hotel/
bed and breakfast stays, and provides catering service
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for events and gatherings. Fair Weather Flyers’ website
is www.fairweatherflyersprosser.com.

AVGAS 100 Low Lead (LL) fuel is available 24 hours a
day through the use of a credit card machine. The above
ground fueling facility holds 2,000 gallons and is located
western portion of the FBO Apron, near the rest room.

Prosser Airport is accessible from the regional
transportation network using Wine Country Road which
can be accessed from |-82. The Prosser Airport can
be accessed from four (4) improved and unimproved
entrances on Nunn Road. A chain link style fence
urrounds the airport perimeter and provides two
accesses points to Old Inland Empire Highway from the
north side of the airport: a pedestrian gate and a vehicle
access gate.

There is an informal/formal circulation system for
automobiles at the Prosser Airport that uses a
combination of improved (asphalt) and unimproved
(gravel) surfaces. Automobile parking available at
various locations provides access to hangars and airport
based businesses. There is no marked and signed
designated automobile parking at the Airport.

The local transit agency, Ben-Franklin Transit, does
not provide public transportation services to or from
the Prosser Airport. The closest transit center is Stacy
Street in the City of Prosser approximately one (1) mile
away. The FBO provides a courtesy car that is available
for local travel use to reach accommodations or
destinations. A private company, Tri-Cities Limo, serves
the City of Prosser providing transportation to and from
the airport. There are also taxi services based in the Tri-
Cities which serve Pasco, Kennewick, Richland, and
surrounding areas.

The Prosser Airport hosts the Prosser Fly-In each year
which is typically sponsored by the Prosser Wing-Nuts,
the local chapter of the Experimental Aircraft Association
(EAA), and Port of Benton. This often includes a variety
of activities including local winery tours that are at the
heart of the Washington Wine Country. Additionally, the
Greater Prosser Balloon Rally is held annually which
includes a weekend full of activities including hot air
balloon launches, night glow, harvest festival, farmers
market, and the Caren Mercer-Andreason Street
Painting Festival.

Current companies located at Prosser Airport include
Carole’s Flying Machine, Chukar Cherry Company,
Connell Oil, Experimental Aircraft Association (EAA)
local chapter and Milne Fruit in addition to the
aforementioned FBO, Fair Weather Flyers.

2.5 ENVIRONMENTAL

2.5.1 AIRPORT AREA ZONING AND LAND
USE

The Prosser Airport is located on land owned
by the Port of Benton, located within the
jurisdictional limits of both the Benton County and the
City of Prosser. Figures 2-4 and 2-5 (located in section
2.4) depict the land use for both jurisdictions. The City
and County worked to avoid incompatible land uses
surrounding the Prosser Airport. One goal identified in
the City of Prosser Comprehensive Plan (Comp Plan)
is to provide Prosser Airport with reasonable protection
from airspace obstructions, incompatible land uses,
and nuisance complaints that could restrict operations.
According to the WSDOT Airports and Compatible Land
Use Guidebook (January 2011), land uses or activities
under the Runway Protection Zone (RPZ) may be
compatible with airport uses depending upon location,
size, height, density and intensity of use. The associated
Comp Plan policy provides direction to:

“keep residential land underlying the air approach to
low density and intensity. Residential densities directly
east and west of the airport runways will range from
one to five dwelling units per acre as appropriate.
Intensive commercial uses, that attract significant
number of people, should be discouraged.”

Benton County Ordinance Chapter 11.36 provides
for the protection of land zoned at Landing Field (L-F)
which addresses the property adjacent to the airport.
Section 11.36.010 describes the landing field district
as the area surrounding existing landing and taxi
pavements and precludes any obstructions. Property
owners are precluded from erecting any buildings or
structures without first applying for re-zoning so that the
Planning Commission can determine if any proposed
improvements may constitute incompatibility with airport
operations.

The Washington State Legislature also provides
guidance on the siting of incompatible uses around a
general aviation airport that is operated for the benefit
of the general public such as the Prosser Airport.
The WSDOT has established an Airport Land Use
Compatibility Planning Program (Program) based
upon 36.70.547 Revised Code of Washington (RCW).
The Program focuses on providing assistance to
stakeholders needing to work to develop land use
policies which prevent incompatible land uses adjacent
to the airports. In order to comply with the Washington
State Legislature’s intent, the Port of Benton has worked
to mitigate the risk of any incompatible land uses in the
RPZ by purchasing property and working closely with
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the City of Prosser and Benton County on approval of
land uses. Overall, the land use surrounding the Prosser
Airport is low in density and intensity.

If there are new or modified land uses within the RPZ,
then consultation with the FAA is necessary to work
towards avoiding the land use issue within the RPZ all
together or work to minimize the impact of the proposed
land use. Another option is to mitigate the risk of the land
use in the RPZ by placing the proposed new or modified
land use in a Compatibility Zone with reduced risk. The
ideal approach is to remove all incompatible land uses
from the RPZ at an airport, but some land uses may be
permitted because it is low in density and intensity.

The land use to the north of Prosser Airport is classified
as residential medium density (RM) and commercial
according to the city of Prosser Zoning Map. The Prosser
Airport itself is zoned light industrial (IL). The Land Use
Map, shown on the next page in Figure 2-6, in the 2014
City of Prosser Comp Plan shows commercial (C) and
low medium residential (LMR) land uses surrounding
the Airport in the future. The land west of the Runway 8
end, starting at Albro Road and extending west beyond
Steele Road and part of the Benton County jurisdiction
and is zoned Rural Lands.

The FAA has published interim guidance on acceptable
land uses in RPZs, intended to enhance safety for
individuals and property on the ground. The WSDOT
Airport and Compatible Land Use Plan Guidebook
(Guidebook) identifies six safety zones to reflect varying
degrees of aircraft accident concentrations and also take
into account the manner in which aircraft fly as they land
and takeoff.

The Prosser School District owns two parcels of
property on the northeast corner of Old Inland Empire
Highway and Missimer Road that is within BentonCounty
boundaries and both parcels (8 acres and 22 acres
respectively) are zoned as “Park District.” When the
property was originally purchased by the Prosser School
District, it was intended that a future K-12 school would
be constructed to serve the educational demand from
the local communities. A portion of these parcels are
within safety zones 2, 3 and 6 as identified in Figure
2-7 (WSDOT Airport and Compatible Land Use Safety
Zones) and might be considered an incompatible land
use creating a conflict to be resolved.

AK-12 school should not be permitted within Zones 2 and
3 according to the Guidebook. If a K-12 school is built,
it is recommended the buildings be located in Zone 6,
as far away from Zones 2 and 3 as permissible, to allow
for increased safety. Additionally, the Prosser School
District may consider selling the parcels or conducting a
land swap with the Port of Benton for land that is not in
close proximity to an airport.

Table 2.5 summarizes temperature and preC|p|tat|on
data from the National Oceanic and Atmospheric
Administration (NOAA) station located in Prosser
(Station Identification: USC00456768). The Western
Regional Climate Center (WRCC) characterizes weather
in Eastern Washington as:

* Warmer summers and colder winters with less
precipitation than in western Washington.

» Annual precipitation ranges from 7-9 inches.

* Prevailing westerly winds influence the majority of
air mass and weather system movement.

* Frost depth typically reaches 10 to 20 inches in
depth.

2.5.3WIND

A wind analysis was completed using the FAA Standard
Wind Analysis tool that performs the wind analysis
specified in AC 150/5300-13, Airport Design. Wind data
was collected from the nearest station located at the
Tri-Cities Airport Station (PSC) as shown on Table 2.6.
Wind Roses can be found in Chapter 7. Wind Roses
visualize direction and speed combined with the runway
alignment to produce a basis for standards conformance.
Results indicate that Runway 8-26 does not meet FAA's
recommended 95 percent coverage of wind in all-weather
and VFR at 10.5 knots, but does meet the requirements
for IFR.

FAA details the objectives of wind analysis noting that
the desirable wind coverage is 95 percent. That is; a
runway, or runways, at a given alignment should have
a crosswind component less than a given threshold 95
percent of the time. These thresholds are: 10.5 knots for
small aircraft, 13 knots for larger general aviation aircraft,
16 knots for larger turbo-prop and some jet aircraft, and
20 knots for the largest turbine commercial and general
aviation turbine aircraft. The underlying notion is that
larger aircraft are better able to accommodate crosswind,
without regard to pilot skill, but simply because of size.

2.5.4NEPA

FAA Order 1050.1F- Environmental Impacts: PoI|C|es
and Procedures establishes guidelines for compliance
with the 1969 National Environmental Policy Act (NEPA)
and the Council on Environmental Quality’s (CEQ) NEPA
implementing regulations. NEPA and the CEQ regulations
require an environmental review of all federal actions,
including projects that utilize federal funds, take place on
federally controlled land or necessitate a federal permit.
As an Airport under federal jurisdiction, all activities at
the Prosser Airport require NEPA compliance.
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FIGURE 2-6
CITY OF PROSSER COMPREHENSIVE PLAN LAND USE MAP
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TABLE 2.5
PROSSER CLIMATE DATA
Month Mean Daily Mean Daily Precipitation Snowfall (inches)
Maximum Minimum (inches)
Temperature (°F) Temperature (°F)
January 415 28.2 1.13 0.01
February 47.7 30.5 0.83 0.01
March 57.9 36.5 0.78 0
April 65.9 41.0 0.7 0
May 74.4 47.9 0.7 0
June 81.6 54.0 0.73 0
July 90.1 58.4 0.2 0
August 89.2 57.3 0.27 0
September 80.0 49.6 0.47 0
October 65.9 40.9 0.75 0
November 65.9 33.1 1.02 0.03
December 50.3 26.7 1.36 0.25
Average/Total 67.5 42.0 8.94 0.30
Source: WRCC
TABLE 2.6
WIND INFORMATION
Crosswind Components
Runway No. of
10.5 13 16 20 Observations
Knots Knots Knots Knots
ALL WEATHER
8/26 | 9289% | 9645% | 9896% | 9981% | 91833
IFR
8/26 | 98.02% | 9888% | 9950% | 9981% | 84,391
VFR

8/26 | 9244% | 9624% | 9891% | 9981% | 7,556
PERIOD: 2005-2015
Source: FAA
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This section provides an overview of the environmental
conditions at the Airport including an identification of
critical resources. Baseline environmental conditions
were determined by reviewing existing data from
literature searches and databases, interpretation of
aerial photography and maps, agency coordination and
information obtained during preliminary field surveys.
The following subsections present social, environmental
and economic considerations at the Airport and provide
an overview for subsequent NEPA analysis which may
be required prior to Airport development projects. This
environmental overview is not intended to satisfy the
environmental clearance requirements outlined in FAA
Order 1050.1F nor is itintended to fulfill the requirements
of the NEPA.

1. Air Quality
The Environmental Protection Agency (EPA)
has established National Ambient Air Quality
Standards (NAAQS) for the following criteria
pollutants: carbon monoxide (CO), nitrogen
dioxide (NO2), ozone (O3), sulfur dioxide (SO2),
particulate matter (PM) and lead (Pb). The Clean
Air Act (CAA) requires that air quality conditions
within all areas of a state be designated as
“attainment”, “nonattainment” or “unclassifiable”
with respect to the NAAQS. The EPA and the
State of Washington Department of Ecology’s
(WDOE'’s) Washington Air Quality Advisory
regulate air quality in Benton County. Benton
County is currently in attainment for all criteria
pollutants under the NAAQS.

According to FAA Order 1050.1F, proposed
improvements at an airport having less than
180,000 annual general aviation aircraft
operations and less than 1.3 million annual
passenger enplanements do not require an air
quality analysis. GA operations at the Airport

are forecasted to remain under than operations
threshold for air quality analysis through the year
2035. Therefore, no air quality analysis would be
required for the proposed improvements at the
Airport. However, fugitive dust from construction
activities may have temporary short-term impacts
on the air quality in the project area. Best
management practices (BMPs), such as watering
and other means to control dust should be
implemented to mitigate for construction related,
short-term air quality impacts.

2. Biological Resources
Federal agencies are required to evaluate
impacts on fish, wildlife, plants and critical
habitats. Information obtained from the U.S. Fish
and Wildlife Service’s (USFWS) Information,

Planning and Conservation System (IPaC)
indicates that at the time this Master Plan
Update was prepared, there were three species
on the Endangered Species Act (ESA) list
which have the potential to occur in the general
vicinity of the Prosser Airport. These species
include the endangered gray wolf (Canis lupus),
and two threatened species, the yellow-billed
cuckoo (Coccyzus americanus) and the bull
trout (Salvelinus confluentus). The Washington
Department of Fish and Wildlife Priority
Habitats and Species (PHS) database identified
the Townsend’s ground squirrel (Urocitellus
townsendii) as a Washington State Priority
Species that may occur in the general vicinity of
the Prosser Airport.

Prior to implementation of Airport improvement
projects, a biological assessment would need
to be developed to address ESA listed species,
Washington State priority species, and critical
wildlife habitat that may be impacted.

Climate

The Airport is located at 705 feet above sea level
and experiences a typical four-season climate.
Data collected from the Western Regional
Climate Center indicates that the area has an
average low temperature 41.2°F, with an average
high of 65.8°F. The area receives approximately
9 inches of precipitation annually, with the
highest amounts typically occurring November
through January. The area receives an average
of 3 inches of snowfall.

As outlined in FAA Order 1050.1F, the CEQ

has indicated that climate and Green House
Gas (GHG) emissions, should be considered in
NEPA analyses. However there are currently no
federal standards or significance thresholds for
aviation related GHG emissions. GHGs result
primarily from the combustion of fuels. Factors
that could potentially increase the combustion of
fuel and subsequent GHG emissions should be
evaluated prior to project implementation. Such
activities include an increase in airport capacity,
an increase in the number of operations and
alterations of operational characteristics that
increase aircraft fuel burn.

Coastal Resources
There are no coastal resources on or near the
Prosser Airport.

Department of Transportation Act, Section 4(f)
Section 4(f) of the Department of Transportation
Act, which was recodified and renumbered as
Section 303(c) of 49 U.S.C., provides that the
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6.

Secretary of Transportation will not approve

any program or project that requires use of any
publicly owned land from a public park, recreation
area or wildlife and waterfowl refuge of national,
state or local significance or land from a historic
site of national, state or local significance unless
there is no feasible and prudent alternative to
the use of such land and such program, and the
project includes all possible planning to minimize
harm resulting from the use. Significance is
determined by the officials with jurisdiction.

There are no public owned parks, recreation
areas or wildlife and waterfowl refuges on

the Airport property. In 2006, Reiss-Landreau
Research conducted a cultural resource survey
for the Runway 7 Realignment Project. The
survey indicated that there are no known Section
4(f) resources on the Airport property in the

Area of Potential Effect (APE) associated with
the Runway 7 Realignment Project. Airport
actions which take place outside of the previously
surveyed APE would likely require a cultural
resource survey to determine if the project would
impact Section 4(f) resources.

Farmlands

The Farmland Protection Policy Act (FPPA)
was enacted to minimize the extent to which
federal actions and programs contribute to

the conversion of farmland to nonagricultural
uses. The FPPA classifies farmland as prime
farmland, unique farmland or farmland that is of
statewide or local importance. A federal action
which may result in the conversion of farmland to
nonagricultural uses requires coordination with
the Natural Resources Conservation Service
(NRCS).

A review of the NRCS’s Web Soil Survey
indicates that approximately 66% of the soils
located on Airport property are considered
“prime farmland if irrigated.” However, none of
the property on the Airport is currently used for
agricultural activities and most of the area is
developed and contains Airport infrastructure.
Therefore, projects on existing Airport property
would not affect farmland resources. Potential
farmland impacts should be considered for all
actions which take place outside of the existing
Airport property, specifically those that would
require property acquisition.

Hazardous Materials, Solid Waste, and

Pollution Prevention

Hazardous materials present at the Airport
include the following: aviation fuels, motor
fuels, pesticides, substances used to operate or

maintain aircraft, ground vehicles, equipment,
and buildings, and various hazardous materials
transported to and from the Airport via ground
vehicles and aircraft. The Airport also maintains
and operates one above-ground AVGAS 100LL
gas storage tank, which feeds a single gas pump
available self-serve to pilots 24 hours-a-day.

The storage, use, and transport of hazardous
materials at the Airport are controlled by a
framework of federal, state, and local regulations.

The WDOE’s Hazardous Waste and Toxics
Reduction Program (HWTR) maintains
environmental databases on sites with known
contamination and sites that are regulated
according to the requirements of state or federal
laws. A review of the HWTR'’s database in
February 2016 indicates that there are no known
underground storage tanks (USTs) that are still

in place at the Airport. The Port of Benton is
working with the Voluntary Cleanup Program
operated by the Washington State Department of
Ecology to monitor a groundwater plume and soil
contamination at the Marvin Bonny Hangar at the
Prosser Airport (Cleanup Site ID 2188).

Existing and future activities at the Prosser
Airport are not anticipated to generate a quantity
of hazardous waste materials which would

reach impact category thresholds. However,
construction activities have the potential to
generate hazardous materials. Hazardous
materials used and/or generated during
construction would be disposed of at the Franklin
County Moderate Risk Waste Facility and

solid waste would be processed by the City of
Richland Landfill. Transfer stations in the area
include the BDI Transfer Station and Kennewick
Waste Management and drop box facilities

are available in Benton City and at the Basin
Disposal in Prosser.

. Historical, Architectural, Archeological, and

Cultural Resources

The FAA requires that historical, architectural,
archaeological and cultural resource impacts

be evaluated prior to the implementation of
improvements at airports. Cultural resource
evaluations are governed by the National Historic
Preservation Act (NHPA) and the Archaeological
and Historic Preservation Act (AHPA). The NHPA
recommends measures to coordinate federal
historic preservation activities on federal actions
affecting historic properties included in or eligible
for inclusion in the National Register of Historic
Places (NRHP).
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10.

A cultural resource survey was conducted by
Reiss-Landreau Research in 2006 on a portion of
the Airport property. The survey determined that
there were no cultural resources in the surveyed
APE. A search of the National Register of Historic
Places (NHRP) database in 2016 indicates that
there are no listed historical sites on the Airport
property. However, future development that

takes place at the Airport outside of the area that
was surveyed in 2006 would require a cultural
resource survey to determine if the proposed
action would result in impacts to cultural or
historic resources.

. Land Use

Land use planning allows the Airport to achieve
compatibility with surrounding communities
while maintaining safety for existing users and
accommodating operations to meet aviation
demand. Land use is discussed in detail in
Section 2.5.1 of this Master Plan Update.

Natural Resources and Energy Supply

This section examines potential changes in
demand for energy and natural resources

that would have a measurable effect on local
supplies due to the implementation of proposed
projects. Energy requirements associated

with an airport fall into two general categories:
demands for stationary facilities and demands
for the movement of air and ground vehicles.
E.O. 13123 encourages Federal agencies

to expand the use of renewable energy and
requires each agency to reduce petroleum use,
total energy use, associated air emissions and
water consumption in its facilities. It is the policy
of the FAA, consistent with NEPA and WDOE
regulations, to encourage the development of
facilities that exemplify the highest standards
of design including principles of sustainability
related to the use of natural resources.

Existing Airport operations do not place an
undue burden on the local energy and natural
resources supply. Future development at the
Airport would need to be evaluated to determine
if the proposed improvements would represent a
significant impact.

11. Noise and Noise-Compatible Land

Use

The FAA has determined that for an aviation
noise analysis the cumulative noise energy
exposure of individuals to noise resulting from
aviation activities must be established in terms
of yearly day/night average sound levels (DNL)

12.

13.

as FAA's primary metric. If significant noise
impacts are expected, the FAA official must
prepare a detailed noise analysis as part of

the environmental document. Projects which
may have a significant impact on noise include
citing a new airport, runway relocation, runway
strengthening, or a major runway expansion
require a noise analysis including noise contour
maps.

FAA Order 1050.1F indicates that any action that
would increase noise by DNL 1.5dB or more for
a noise sensitive area that is exposed to noise at
or above the DL 65 dB noise exposure level or
that will be exposed at or above the DNL 65 dB
level due to a DNL 1.5 dB or greater increase is
considered to be significant. Future development
at the Airport is unlikely to present a significant
noise impact to surrounding land use based on
the current 65 DNL noise contour, providing that
compatible land use in the future is maintained
by Benton County and the City of Prosser.

Socioeconomics, Environmental

Justice, and Children’s Environmental
Health and Safety Risks

Airport development can cause induced
impacts on surrounding communities. Induced
impacts may affect population movement and
growth, public service demands, and changes
in economic activity. Environmental Justice is
defined as the right to a safe, healthy, productive,
and sustainable environment for all, and in

this context, “environment” is considered to
include the ecological, physical, social, political,
aesthetic, and economic environments.

To evaluate an environmental constraint or
potential impact, a specific improvement would
have to be known to determine the significance
of the impact. A cursory evaluation would

not determine the severity of the impact to
environmental justice populations, relocations
or children’s environmental health and safety
risk. Impacts to socioeconomic resources,
environmental justice populations and
children’s health and safety would have to be
evaluated before the implementation of Airport
improvements.

Visual Effects

Visual impacts from airport activities are typically
related to lighting and visual aesthetics. FAA

has not established significance thresholds

for impacts from light emissions or to visual
resources impacts. However, FAA is required to
consider the extent to which any lighting or visual
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resource impacts associated with an action at
an airport will create an annoyance, interfere
with normal activities within the vicinity of the
airport or disrupt the visual character of the
area. Lighting for aviation security, obstruction
identification and navigational aids produce light
emissions. Changes to existing structures, the
construction of new structures or the removal
of existing resources such as waterways and
vegetation may impact the visual character of
an area. Visual resource impacts would need to
be evaluated prior to implementation of Airport
projects.

14. Water Resources

The Airport is located on relatively flat terrain.
There are no natural drainage features or
wetlands on the Airport. The nearest waterway is
the Yakima River, which is situated approximately
0.22 miles southeast of the Prosser Airport.

A review of the NPS Wild and Scenic River
Inventory indicates that there are no Wild and
Scenic Rivers nor are there any Study Rivers
within the general vicinity of the Airport. A

review of the National Wetland Inventory (NWI)
database indicated that there are no wetlands
on or near Airport property. The nearest known
wetland is a small freshwater emergent wetland
located approximately 0.35 miles east of the
Airport, situated along the northern bank of the
Yakima River. Current storm drainage at the
Airport is retained on site. Surface drainage from
future improvements at the Airport would likely
be collected in a designated drainage system
and conveyed to detention basins where it would
evaporate or percolate in the subsurface. Future
Airport improvement projects are not anticipated
to create discharges into natural waterways.

According to the Federal Emergency
Management Agency (FEMA) Flood Insurance
Rate Map (FIRM) (Community Panel No.
5302370485B) the Airport is located in a Flood
Zone C: outside of the 500-year floodplain.
Therefore, future improvements at the Airport
would likely have no impact on floodplains, flood
zones, or floodways.

Environmental Overview Summary

Areview of the existing conditions at the Prosser Airport
indicates that specific environmental issues which
should be considered during the development of Airport
improvement projects include, but are not limited to,
impacts on ESA listed and State Priority Species, noise
impacts, visual impacts (including light emissions),

property acquisition, and changes to existing land use.
Improvements at the Airport will require environmental
documentation including consultation and coordination
with regulating agencies prior to implementation of
proposed improvements.

2.5.5 SUSTAINABILITY

Although the topic of sustainability, as it applies to general
aviation airports like Prosser, does not necessarily fall
under the banner of environmental per this chapter’s
subsection, the historical consequence of sustainability
practices is environmentally-related, and it is for this
reason the following discussion is found at this location
in this narrative.

FAA's website under Airport Sustainability finds the
following: “Sustainable actions reduce environmental
impacts help maintain high, stable levels of economic
growth, and help achieve “social progress”, a broad
set of actions that ensures organizational goals are
achieved in a way that is consistent with the needs and
values of the local community.”

Potential sustainability topics for planning consideration
include, but are not limited to:

» LEED certification for future buildings,

* Voluntary-based noise mitigation measures/
policies, with pilot/resident outreach program,

« Establishment of/adherence to best management
practices for water retention and irrigation,

« Establishment of airport-wide waste reduction/
recycling goals,

» Guidance of occasional public outreach to
articulate sustainability goals and progress,

» Working with area utilities to consider a solar site,
or other renewable arrangement, on/near Prosser
Airport. (Note: siting of a solar facility will require
close coordination with FAA),

« Limiting the use of diesel engines, and
 LED fixtures installation as appropriate.

The Sustainable Aviation Guidance Alliance (SAGA)
was formed in 2008 by professional aviation industry
groups to assist an airport and their sponsor in creating
sustainability predispositions and programs. The SAGA
database contains more than 1,000 general practices.
This comprehensive database may be used as baseline
for sponsor and tenants in the creation of a sustainability
plan and execution of its policies and intent.

Onarelated note, alimited number of airport sustainability
master plans have been created in recent years at
airports of all sizes and can be used as a reference
document going forward with sustainability efforts.

AIRPORT MASTER PLAN UPDATE

2-21

S)sedalo
Aoy uoneiny

sejewsI 1s0) pue
Juswdojersq peseyd

sBuimelq
pue ue|d 1noAeT podiy

uonoNpoAU|

suonipuod Bunsixg

sjuswalinbay Ayjoe4

sIsAjeuy seAleuIs)y

9 Jeydeyn G Jeydeyn v Jeydeyn ¢ Joydeyn z 1oydeyd | Jeydeyn

/ 181deyd



2.6 AREA AIRSPACE, AIRPORTS, AND
NAVIGATIONAL AIDS

The operating airspace environment surrounding The
Prosser Airport is important given that it is part of the
state and national transportation system. A description
of the local airspace surrounding the Prosser Airport
along with nearby public-use airports and navigational
aids follows.

2.6.1 AIRSPACE

The FAA is charged with oversight of the natlons
civil navigable airspace and has established various
regulatory and non-regulatory airspace classes
and areas, endeavoring to create a safe operating
environment for all types of aviation users.

US airspace classifications are conceptualized on Figure
2-8. Regional airspace surrounding The Prosser Airport
within the Seattle Sectional Chart is shown on Figure
2-9. The Prosser Airport and most other rural general
aviation Washington airports underlay Class E airspace.
Class E airspace exists from 1,200 feet up to 17,999
above ground level (AGL). Pilots operating within Class
E airspace must be certificated or in training.

2.6.2 AREA AIRPORTS AND NAVIGATIONAL
AIDS

Prosser is near several general aviation and commermal
service airports with enroute and local navigational
facilities.

Tri-Cities Regional Airport (PSC) is operated by the
Port of Pasco and is the largest airport in Southeastern
Washington and Northeastern Oregon and is the fourth
largest air carrier airport in the State of Washington
with connections to eight major hubs. In June of 2016,
there were 34,981 enplanements which was up by 10%
from June of 2015. PSC is base to over 120 jet, twin-
engine business aircraft, helicopter, single-engine and
experimental aircraft. PSC is included in the NPIAS.

Richland Airport (RLD) is also part of the Port of Benton
operations and has 165 based aircraft on approximately
650 acres along with light and medium industrial uses
including Airport Mini-Storage, Civil Air Patrol, Hi-Line
Engineering, Keck Services, and Connell Oil. RLD
is located two (2) miles northwest of Richland and
approximately eight (8) nautical miles from the Tri-
Cities Regional Airport. RLD has Instrument Approach
Procedures (IAP) and is included in the NPIAS.

Perhaps the most important feature of Prosser’s area
airspace is the Military Operations Area (MOAs) and
Restricted Airspace. An MOA is a volume of special use
airspace established by FAA to separate nonhazardous
military activity from Instrument Flight Rules (IFR) activity

FIGURE 2-8
US AIRSPACE CLASSIFICATIONS

Source: J-U-B
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and to identify Visual Flight Rules (VFR) activity within.
Restricted Airspace is a volume of special use airspace
wherein hazards necessitate air traffic control permission
to enter when active. The MOA and Restricted Airspace
information is depicted on Figure 2-9 as blue (R-5701).
Boardman MOA is south of the Prosser Airport, the
Columbia River, and Lake Umatilla; -84 follows along
the northern edge of the of the MOA. The airspace is
restricted from 7:30 am to 23:59 pm Monday through
Friday. The MOA is active from 200 feet above ground
level (AGL) up to 20,000 feet median sea level (MSL)
with an altitude of 4,000 feet which is the floor of the
MOA.

2.7 BASED AIRCRAFT AND OPERATIONS

WSDOT staff inspects the Prosser Airport on a semi-
regular basis to assess facilities and activity. The latest
Airport Facilities and Services Report on the WSDOT
Aviation website indicates that the Prosser Airport
accommodates 6,000 total annual aircraft operations,
including 3,000 itinerant (50%) and 3,000 local general
(50%) aviation operations with no commercial or military
operations. The inspection notes 45 based single-engine
and one (1) multi-engine based aircraft.

FAA maintains and administers its own internal historical
activity record and forecasting effort, the Terminal Area
Forecast (TAF). With respect to Prosser, the TAF notes:

» 7,700 annual itinerant general aviation operations,
5,500 local general aviation operations, totaling
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13,200 annual operations from 2007 to current,
and the same to the TAF’s final 2040 forecast
year. This is the current, official FAA record for
purposes of this planning.

And:
* 45 based aircraft from 1999 through 2006
* 51 based aircraft in 2007
53 based aircraft from 2008 through 2011
* 51 based aircraft from 2012 through 2014
* 71 based aircraft in 2015

e 74 based aircraft in the TAF’s final 2040 forecast
year.

FAA also maintains a database of based aircraft for
official record keeping purposes. The database currently
indicates 71 based, validated aircraft at Prosser.
However, only 51 of those aircraft have been confirmed
at the Prosser Airport, according to the FAA based
aircraft database.

A general rule-of-thumb for estimating aircraft operations
at uncontrolled airports like the Prosser Airport is
contained in FAA guidance, recommending: 250
operations per based aircraft for rural general aviation

airports and 450 for reliever airports in metropolitan
areas.

2.8 AIRFIELD DESIGN STANDARDS

FAA specifies a coding scheme for airport design that
relates airfield design criteria to the operational and
physical characteristics of aircraft using an airport in a
meaningful quantity, along with Instrument Approach
Procedure (IAP) visibility. This scheme, and standards
compliance thereto, relates to individual runways and
runway ends at certificated and/or obligated airports.
Prosser is an obligated airport, because the Port of
Benton has accepted federal grant-in-aid funds from
FAA.

2.8.1 DESIGN STANDARDS CRITERION

The first portion of the overall scheme relates to a given
runway, and runway end, and has three criteria. Table
2.7 shows the criterion collectively, the Runway Design
Code (RDC). The first, represented by a letter, is the
Aircraft Approach Category (AAC). It relates to aircraft
approach speed, an aircraft operational characteristic
(1.3 x Vsol/Vref {the speed of an aircraft in the landing

airports, 350 for more urban, busier general aviation configuration}). The second designator, Airplane
TABLE 2.7
DESIGN STANDARDS CRITERIA
Aircraft Approach Category (AAC) Aircraft Approach Speed (Knots)
A Less than 91
B 91 or greater, but less than 121
C 121 or greater, but less than 141
D 141 or greater, but less than 166
E 166 or greater
Airplane Design Group (ADG) Aircraft Wingspan (Feet) Tail Height (Feet)
| <49 <20
Il 49-<79 20-<30
Il 79-<118 30-<45
\ 118-<171 45-<60
Vv 171-<214 60-<66
VI 214-<262 66-<80
IAP Capability in Terms of Visibility (Statute Mile)
RVR 5000 Not lower than 1 mile
RVR 4000 Lower than 1 mile but not lower than % mile
RVR 2400 Lower than % mile but not lower than %2 mile
RVR 1600 Lower than 2 mile but not lower than % mile
RVR 1200 Lower than V4 mile
Source: FAA Advisory Circular 150/5300-13A
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Design Group (ADG), is represented by a roman
numeral. It relates to aircraft wingspan and aircraft tail

height physical characteristics. Figure 2-10 shows
representative aircraft grouped only by Airplane Design
Group (ADG), for reference.

A given runway end may accommodate an IAP with
various FAA-approved visibilities. These visibilities
are segregated and expressed in terms of Runway
Visual Range (RVR). RVR is a real-time meteorological
measurement noted feet and related to %2 mile visibility
increments. RVR measurements are made at the
runway end.

These criterion, the AAC speed, ADG wingspan and
tail height, along with IAP capability, combine to identify
each runway’'s RDC and classify design standards,
primarily related to runway and runway protection. A
nRDC is associated with a particular runway end. A field
with multiple runways may have multiple RDC'’s.

Beyond RDC, Taxiway Design Group (TDG) is an
additional criterion; it is based upon the dimensions of
aircraft undercarriage, specifically the distance between
the outer edge of the main gear, termed the Main Gear
Width (MGW) with the distance between the Cockpit to
Main Gear (CMG). Note that if the nose wheel fronts the
cockpit, the CMG distance increases. Various MGW and
CMG ranges combine to make TDG’s 1 through 7, with 7
accommodating the largest ranges, and aircraft.

The visualization, as Figure 2-11, shows the physical
aircraft characteristics associated with ADG and TDG.

In many instances ADG and TDG for individual airplanes
will be within the same grouping; for example, ADG-I
with TDG-1, ADG-II with TDG-2, and AGD-IIl with TDG-
3. Notable exceptions generally include aircraft with a
relatively long fuselage.

Finally, aircraft weight is an additional criterion to be able
to determine suitable application of all airport planning
and design at The Prosser Airport. Aircraft which weigh
less than 12,500 pounds (maximum certificated gross),
regardless of wheel configuration, are termed utility or
small aircraft. Those which weigh more are termed non-
utility or large aircraft. Note that the runway, taxiway and
the main apron pavement strengths are currently 16,000
pounds SWG.

The most demanding aircraft or group of aircraft with
alike physical and operational characteristics that use
the Prosser Airport regularly; generally conducting at
least 500 annual takeoffs or landings, is termed the
design aircraft. Thus, the current criterion for Runway
8-26 are:

A&B-l; TDG-1a, Small Aircraft

And, the current criterion for Taxiway A, its connectors
and aprons is TDG-1a, Small Aircraft. The current design

aircraft is the Cessna 414, a B-l, TDG-1a, Small Aircraft.

2.8.2 DESIGN STANDARDS

Design standards encompass various areas, zones,
surface gradients and separations standards; select
standards are described and tabulated within Table 2.8,
based upon and the current design aircraft:

1. A Runway Protection Zone (RPZ) is a trapezoidal
area off each runway end, established to enhance
protection of people and property by clearing
incompatible land uses. Prosser’'s RPZ’s are
wholly owned in fee.

2. The Runway Safety Area (RSA) and Taxiway
Safety Area (TSA) are established to ensure
that the ground surface adjacent to runways and
taxiways is suitably prepared to reduce the risk of
damage in the event of an aircraft deviation from
paved surfaces. Safety area specifications are
dimensional, grade-specific and material-specific.

3. The Runway Object Free Area (ROFA) and
Taxiway Object Free Area (TOFA) are established
to ensure the safety of aircraft operations by
having an area free of objects, except those
frangible-mounted objects, necessary for air
navigation or ground maneuvering purposes.

4. The Obstacle Free Zone (OFZ) is a volume of
airspace up to 150 feet above airport elevation,
centered on runway centerline, primarily
established to preclude taxiing and parked
aircraft. The runway hold line is sometimes
located to coincide with limits of the OFZ.

5. The purpose of the Approach (also termed the
Threshold Siting Surface [TSS]) and Departure
Surfaces is to provide obstacle clearance for
visual approaches and instrument approach
procedures. These surfaces are generally three-
dimensional trapezoids with 20:1 or 34:1 surfaces
extending upward and outward away from each
end of a runway.

Note that the specification and minimum exceeding
the specifications, for an individual project is generally
acceptable, but may not be eligible for federal or state
funds.

2.8.3FARPART 77

Title 14 of the Code of Federal Regulations, Part 77,
Safe, Efficient Use, and Preservation of the Navigable
Airspace specifies various imaginary surfaces
considered to protect the airspace around the Prosser
Airport from objects of natural growth or man-made
features, termed obstructions. These surfaces are the
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