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Chapter One

INTRODUCTION

The first part of the master planning
effort is to update the inventory. The
inventory chapter will summarize
economic and population changes
around the airport, as well as the airport
facilities, and operations information. By
establishing a thorough and accurate
inventory, an appropriate forecast,
financial plan and airfield and landside
development can be determined.

LOCATION AND
GEOGRAPHY

Scappoose Industrial Airpark is located
in the City of Scappoose, Oregon in
Columbia County. The City is located
along Highway 30 in the northwest
corner of Oregon, 20 miles from

downtown Portland. The eastern edge of
the City borders the Multnomah
Channel with rolling hills and the river
valley, while the western edge is
bordered by forested hillsides. The City
is 42 feet above sea level.  See Exhibit 1A
for a location map.
The City’s average annual low
temperature is 39 degrees F and the
average annual high temperature is 68.4
degrees F. The area receives approx-
imately 60 inches of rain per year over
approximately 152 days.

LOCAL HISTORY AND
COMMUNITY PROFILE

The City of Scappoose was originally
inhabited by the Chinook Indians and

Inventory
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became a hub for traders in the 1700s.  
Over the years, Scappoose has offered 
many occupations from logging to 
dairy farming to gravel mining. Now, 
many of Scappoose’s residents make 
their living through lumber, mining, 
retail trade, and manufacturing. The 
City’s five largest employers are Scap-
poose School District, Fred Meyer, 
Taylormade Products, Inc., West 
Coast Shoe Company, and OS Sys-
tems. It is also common for City of 
Scappoose residents to commute to the 
Portland/Hillsboro area for work. 
 
The median household income in 
Scappoose is $55,500. The median age 
of the City residents is 45.1 years. 
 
 

POPULATION AND 

ECONOMIC GROWTH 

 

The City of Scappoose currently has a 
population of 5200 people. The City 
has experienced an average annual 
growth rate of 3.5 percent over the 
past decade. Population increases over 
the last 20 years are shown in Table 

1A, Population. The City is planning 
for a future of growth, based on its va-
riety of recreational opportunities and 
rich history. The Scappoose Business 
Development Committee is in the 
process of developing a “Town Center 
Master Plan” to enhance and guide 
the City’s growth. 
 
 

ACCESS TO THE AIRPORT 

 
Airport access is gained from Highway 
30 onto either Columbia Avenue or 
West Lane Road. Signs direct drivers 

to the roads leading to the various ar-
eas of the airport. 
 
Table 1A, Population 
 

1980 1990 1998 2001 

City of 
Scappoose 

3,213 3,529 4,855 5,160 

Columbia 
County 

35,646 37,557 42,300 44,300 

 
 
Taxi services, both scheduled and on-
call, are available. Greyhound oper-
ates regional and interstate bus ser-
vice from Highway 30. Portland West-
ern Railroad passes through the City 
of Scappoose along Highway 30 pro-
viding freight service. Nearby St. Hel-
ens and Warren have marinas for 
small boats and deepwater shipping 
operates through the nearby Columbia 
River Channel. 
 

 

AIRPORT ADMINISTRATION 

 
The airport is owned and operated by 
the Port of St. Helens. 
 
 

AIRPORT ROLE 

 
Historically, the airport has been pri-
marily a base for local recreational us-
ers. With increased growth in the 
northwest corner of Oregon, and other 
nearby airports getting busier, Scap-
poose has begun to attract more itin-
erant and local aircraft from the sur-
rounding areas. Scappoose is currently 
the second busiest airport without an 
air traffic control tower in the state of 
Oregon and continues to grow. 
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The State Aviation System Plan has 
identified Scappoose Industrial Air-
park as a Category 2 airport. This 
means the airport is a business or 
high activity general aviation airport 
with over 30,000 operations per year 
and at least 500 turbine aircraft op-
erations. 
 
Scappoose Industrial Airpark is one of 
only three airports within a 30 nauti-
cal mile radius of the City of Scap-
poose that offers a runway over 5000 
feet in length. This makes this airport 
ideal for many turbine aircraft and 
enhances the airport’s role as a major 
local airport in the Portland Metro-
politan Area for general aviation. 
 

 

AIRPORT FACILITIES 

 
RUNWAYS 

 
Scappoose Industrial Airpark has one 
runway. Runway 15-33 is 5,100 feet by 
100 feet, as depicted on Exhibit 1B. 
 
The runway was originally built in 
1943 at a length of 4000 feet. The 
runway was extended 1100 feet in 
2000. The surface is asphalt concrete 
and its strength is 30,000 lbs. for sin-
gle gear aircraft, 50,000 lbs. for dual 
gear aircraft and 90,000 lbs. for dual 
tandem gear aircraft. The original 
pavement section was 2 inches of as-
phalt concrete, 6-inches of base course 
and 12-inches of subbase course. The 
original runway pavement was over-
laid with 2.5-inches in 2000. The run-
way extension, constructed in 2000, 
has a pavement section of 3 inches of 
asphalt concrete, 4.5 inches of base 
course and 7 inches of asphalt concrete 

millings as subbase course. The run-
way pavement is in excellent condi-
tion. The runway also has a rubber-
ized friction slurry seal coat. Details 
on the pavement sections and condi-
tion are shown in Exhibits 1C and 

1D. 
 
 
TAXIWAYS AND TAXILANES 

 
There are two main parallel taxiways, 
one on either side of the runway. 
Taxiway A is located on the east side 
of the airport and Taxiway B is on the 
west side. There are five to six connec-
tor taxiways on each side of the run-
way. The taxiways all have an asphalt 
concrete surface course and are gener-
ally in very good to excellent condition. 
The exception to this is Taxiway B4, 
with pavement only in fair condition. 
 
Taxilanes throughout the airport are 
also constructed with asphalt concrete 
surface course. For detailed informa-
tion on the pavement sections and 
conditions of the taxiways and taxi-
lanes see Exhibits 1C and 1D. 
 
 
APRONS AND 

AIRCRAFT PARKING 

 
There are two areas on the airport 
where aircraft tiedowns are provided. 
On the east side of the airport, adja-
cent to the parallel taxiway are 10 tie-
downs. An apron on the west side of 
the airfield, approximately 440 feet by 
325 feet, contains 30 tiedowns. Addi-
tional tie-downs also exist on this 
apron, but the striping has been re-
moved to allow for vehicle parking 
spaces. 
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A building of shed hangars with 5 air-
craft bays, located in the northeast 
corner of the airport, is planned for 
removal in the near future. Other 
leasable hangars on the airport in-
clude 100 T-hangars in 10 buildings 
on the west side of the airport. The 
east side of the airport also has 15 T-
hangars and one large, single unit 

hangar. Tiedown, hangar and land 
lease fees are shown in Table 1B be-
low. Other buildings on the airport are 
owned by a combination of Fixed Base 
Operators (FBO's). For detailed infor-
mation on the hangars and buildings 
at the airport see Exhibit 1B, Exist-

ing Facilities. 

 
Table 1B, Airport Rates and Fees 

 Cost Per Month 

Open Hangar Building $60.00 

East Side Ten Unit Hangar Building $100.00 
East Side Five Unit Hangar Building $113.00 
West Side Interior Hangars $127.00 
West Side End Hangars $150.00 
West Side Interior Hangars – Building W-9 $150.00 
West Side End Hangars – Building W-9 $170.00 
West Side Interior Hangars – Building W-10 $165.00 
West Side End Hangars – Building W-10 $185.00 
Tie-Down $21.00 
Land Lease $0.015 per sf 

and $0.18 per sf per 
year 

 
 

LANDSIDE FACILITIES 

 
FIXED BASE OPERATORS 

 
The primary FBO at Scappoose Indus-
trial Airpark is Transwestern Avia-
tion. Other FBO’s include Sherpa Air-
craft Manufacturing, Sport Copter, 
Inc., Oregon Aero, Composites Unlim-
ited, Inc., and the Northwest Antique 
Airplane Club. Oregon Aero manufac-
tures helmets and aircraft seats. Sport 
Copter creates kits for experimental 
helicopters. Sherpa also develops kit 
aircraft.  Composites Unlimited manu-
factures composite components for air-
craft. Transwestern Aviation operates 
the fueling facilities at the airport. 

Transwestern Aviation, Inc. operates a 
through-the fence operation at Scap-
poose Industrial Airpark. Their facili-
ties are on the east side of the airport. 
They provide aircraft fueling services. 
 
 
INTERNAL CIRCULATION,  

ACCESS AND PARKING 

 
Vehicle and pedestrian access to the 
airfield is generally limited by a num-
ber of fences around the airport, 
though portions of the east side of the 
airport do not have fencing. Vehicular 
traffic must get around the airport via 
the taxiways and aprons. Otherwise, 
access to the west side of the airport 
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can be obtained through the perimeter 
roads. There is no perimeter roadway 
access to the southern two-thirds of 
the airport on the east side or to the 
southern half of the airport on the 
west side. 
 
Parking is provided adjacent to the 
buildings occupied by the airport ten-
ants. A total of 146 vehicle parking 
spaces are available throughout the 
airport. 
 
 

AIRFIELD SUPPORT 

FACILITIES 

 
SECURITY FENCING AND GATES 

 
The airport is almost completely sur-
rounded by fencing with vehicle access 
gates. The exception is that the major-
ity of the east side of the airport is 
currently without fencing. The airport 
is waiting to purchase additional 
property on the east side before the 
fence is completed. The fencing is 6 
foot chain link with three-strands of 
barbed wire, except for portions of the 
north and east side fencing that are 
three strands of barbed wire on metal 
posts. There are two vehicle access 
gates, one on the west side of the air-
port and one on the east. A third ac-
cess gate is planned on the east side of 
the airport near the south end of the 
runway. 
 
 
AIRCRAFT RESCUE AND 

FIREFIGHTING (ARFF) 

 
All Aircraft Rescue and Firefighting 
services for the Scappoose Industrial 
Airpark are provided by the City of 

Scappoose through the Scappoose Ru-
ral Fire Protection District. The fire-
house is approximately 2 miles from 
the airport. 
 
 
FUELING FACILITIES  

 
Transwestern Aviation operates the 
public fueling facility. 100 low lead 
(100LL) and jet A fuels are available 
at the airport. 
 
 
AIRPORT MAINTENANCE 

 
The Port of St. Helens performs air-
port maintenance. No maintenance 
facility is located on the airport prop-
erty. 
 
 
UTILITIES 

 
Utilities serving the airport are the 
Columbia River PUD (electricity), City 
of Scappoose (water) west side of the 
airport, and Century Tel (telephone). 
Airport buildings have on-site septic 
systems and water is also available on 
the east side from a well on site. Natu-
ral gas is not available at the airport 
and service is not planned. 
 
 
NAVAIDS 

 
Airport Navigational Aids, or 
NAVAIDS, provide electronic naviga-
tional assistance to aircraft for ap-
proaches to an airport. The Scappoose 
Industrial Airpark is equipped with 
one specific NAVAID and uses another 
from another nearby airport. Ap-
proximately 11.4 miles from the air-
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port, located at the Battleground Air-
port, is a Very High Frequency Om-
nirange (VOR). The VOR provides a 
nonprecision circling approach to 
Scappoose Industrial Airpark by direc-
tional guidance through an estab-
lished frequency of 116.60 MHz.  Re-
quired visibility is a minimum of 1-
mile visibility. A GPS overlay is also 
provided with the VOR approach pro-
cedure. Runway 15 has a Localizer 
(LOC) and Distance Measuring 
Equipment (DME), which provide 
guidance for alignment and descent 
through the use of antennas on the 
ground transmitting to a receiver an-
tenna on the aircraft. This approach 
procedure is a straight-in nonprecision 
approach with 1-mile visibility mini-
mums. See Exhibits 1E and 1F, In-

strument Approach Procedures. 
 
Scappoose Industrial Airpark has an 
Automated Surface Observing System 
(ASOS) from which the pilots can gain 
current airport information, such as 
ambient temperature, wind and visi-
bility. The ASOS is located in the 
southwest corner of the airport prop-
erty. The ASOS information is avail-
able through a frequency of 135.875 
MHz or by calling (503) 543-6401. 
 
 

LIGHTING AND SIGNING 

 
Runway 15-33 is equipped with Me-
dium Intensity Runway Lighting 
(MIRL). Runway 15 is equipped with 
Runway End Identifier Lights 
(REILs), which are flashing lights on 
either side of the runway threshold 
that help to delineate the end of the 
runway. 
 

A Precision Approach Path Indicator 
(PAPI) is available on both Runway 15 
and Runway 33. PAPIs provide ap-
proach path guidance with a series of 
light units. The four-unit PAPIs at 
Scappoose Industrial Airpark give pi-
lots an indication of whether their ap-
proach is too low, slightly low, too 
high, slightly high, or path through 
the pattern of red and white given by 
the light units. 
 
Scappoose Industrial Airpark cur-
rently has no approach lighting sys-
tems. A rotating beacon is located on a 
tower on the east side of the airport. 
The beacon delineates airport location 
through the use of 180-degree alter-
nating white and green lights. 
 
The parallel and connector taxiways 
are equipped with centerline reflec-
tors. There is no edge lighting on the 
taxiways. 
 
Signing at the airport consists of 
lighted hold signs. 
 
 

AIR TRAFFIC ACTIVITY 

 
BASED AIRCRAFT AND 

OPERATIONS 

 
Based aircraft at the airport have in-
creased, in the past ten years by ap-
proximately 30 percent. In 1992, the 
airport had 106 based aircraft. There 
are currently 140 based aircraft at the 
airport. The majority of the aircraft 
based at the airport are single engine 
aircraft, with some multi-engine air-
craft, ultra-lights, gyrocopters and a 
jet.  See Table 1C below for a break-
down of the current based aircraft. 
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Table 1C, Based Aircraft 

Aircraft Type 2000 

Single Engine  122 

Multi-Engine 5 

Jet 1 

Helicopter 0 

Gyrocopter 6 

Military 0 

Ultra-light 6 

 
 
Since there is no air traffic control 
tower at Scappoose Industrial Air-
park, airport operations are based off 
of approximations from the airport op-
erator. Airport operations have been 
obtained from the FAA 5010 Form and 
are as shown in Table 1D. 

Itinerant operations, defined as opera-
tions performed by aircraft that have a 
destination or origin from another air-
port, accounted for approximately 46 
percent of the total operations in 2002.

 
Table 1D, Air Traffic Operations 

 Itinerant Opera-

tions 

Local Opera-

tions 

Total Opera-

tions 

2002 Operations 27,670 32,485 60,155 

 
 
Operations activities increase during 
the spring and summer months, pri-
marily as a result of improved weather 
conditions. 
 

 

AIRSPACE 

 
PART 77 IMAGINARY SURFACES  

 
The Part 77 surfaces are the basis for 
protection of the airspace around the 
airport.  It is ideal to keep these areas 
clear of obstructions. The Part 77 sur-
faces for Scappoose Industrial Airpark 
are as follows (see Exhibit 1G, Part 

77 Imaginary Surfaces, for more de-
tail): 
 

Primary Surface: A rectangular sur-
face with a width that varies for each 
runway (centered on the runway cen-
terline) and a length that extends 200 
feet beyond each end of the runway. 
The elevation of the primary surface 
corresponds to the elevation of the 
nearest point of the runway center-
line. The width of the primary surface 
is 500 feet for Runway 15/33. 
 
Approach Surface: A surface cen-
tered on the extended runway center-
line, starting at each end of the pri-
mary surface, 200 feet beyond each 
end of the runway at a width equal to 
that of the primary surface and an 
elevation equal to that of the end of
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the runway; extending a horizontal 
distance of 5,000 feet at a slope of 20:1 
for visual approaches (Runway 33) 
and 10,000 feet at a slope of 34:1 for 
nonprecision approaches (Runway 15) 
to a width of 1500 feet for Runway 33 
and a width of 3500 feet for Runway 
15. 
 
Transitional Surface: A sloping 7:1 
surface that extends outward and up-
ward at right angles to the runway 
centerline from the sides of the pri-
mary surface and the approach sur-
faces. 
 

Horizontal Surface: An elliptical 
surface at an elevation 150 feet above 
the established airport elevation cre-
ated by swinging 10,000-foot radius 
arcs from the center of each end of the 
primary surface of Runway 15/33. 
 
Conical Surface: A surface extend-
ing outward and upward from the 
horizontal surface at a slope of 20:1 for 
a horizontal distance of 4,000 feet. 
 
Obstructions to these surfaces will be 
addressed in the Airport Plans chap-
ter. 
 
The local airport that has the most ef-
fect on Scappoose Industrial Airpark’s 
Airspace is the Portland International 
Airport. Portland International Air-
port’s Airport Radar Service Area 
(ARSA) is within six miles of Scap-
poose. This affects flights out of Scap-
poose Airpark that are heading the 
direction of the ARSA because on-
board navigational and communica-
tions equipment are required to oper-
ate in this area. Also, Portland’s preci-
sion approach for Runway 10 five 
miles to the south of the airport and 

both Scappoose and Portland make 
use of Battleground Airport’s VOR. 
These airspace considerations must be 
made when looking at any expansion 
of Scappoose Industrial Airpark rela-
tive to airspace improvements. 
 
 
AIRPORT TRAFFIC PATTERNS  

 
There is a left traffic pattern for Run-
way 15 and right traffic pattern for 
Runway 33. 
 

 

EXISTING LAND USE 

AND ZONING 

 
ON-AIRPORT LAND USE 

 
The entirety of the 197 acres of airport 
property is used for aviation purposes. 
The airport property is zoned as “pub-
lic use airport”. The airport is cur-
rently looking to purchase ±60 acres of 
property on the east side of the run-
way. The acquisition of this property 
may allow for the addition of a turf 
runway to the airport. 
 
 

WETLANDS 

 
There are no known wetlands on the 
airport property. 
 
 
WIND AND  

METEOROLOGICAL DATA 

 
No specific wind data has ever been 
obtained for Scappoose Industrial Air-
park.  It has been noted that wind 
generally follows the alignment of the 
runway and that wind from the north 
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and the south occurs with equal fre-
quency. 
 
Current meteorological data is avail-
able from the airport ASOS. 
 
 
OFF-AIRPORT LAND USE 

 
Zoning 

 

The airport is generally surrounded by 
agricultural type zoning. The airport 
property is zoned as public use airport.  
A variety of levels of residential areas 
are to the south of the airport. These 
residential areas are the primary 
noise sensitive locations around the 
airport. See Exhibit 1H, Zoning 

Map, for the zoning around the air-
port. 
 
The City of Scappoose and Columbia 
County have defined an Airport Over-
lay Zone. This definition provides the 
municipalities with a means of pro-
tecting the airport airspace and the 
runway protection zones. The overlay

provides height, lighting, emissions 
and other restrictions to assure that 
land use and zoning is compatible 
with this space. The Port of St. Helens 
also has a number of avigation ease-
ments off each end of the runway. 
 
 
Scappoose Airpark Industrial 

Business Park 

 

The Port of St. Helens, in cooperation 
with CIDA, has developed a concep-
tual master plan for an industrial 
business park on the west side of the 
airport, outside airport property. The 
business park is planned for a 20-acre 
parcel that is zoned as light industrial. 
Possible developments include han-
gars, maintenance facilities, public or 
private educational facilities and indi-
vidual sites for aviation-based busi-
ness. Access to the airport is an impor-
tant aspect of the business park devel-
opment. Additional detail can be found 
in the Port of St. Helens “Master Plan 
for Scappoose Airpark Industrial 
Business Park.” 
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Chapter Two

Facility planning must begin with a
definition of the demand that may
reasonably be expected to occur at the
airport over a specific period of time.
For Scappoose Industrial Airpark, this
involves forecasts of aviation activity
through the year 2022.  In this report,
forecasts of based aircraft, based aircraft
fleet mix, and annual aircraft operations
will serve as the basis for facility
planning.
The resulting forecast may be used for
several purposes, including facility
needs assessments, airfield capacity
evaluation, projected airport revenue
analysis, and environmental evaluations.
The forecasts will be reviewed and
approved by the Federal Aviation
Administration (FAA) and the Oregon
Department of Aviation, to ensure that
they are reasonable projections of
aviation activity.

It is virtually impossible to predict, with
any certainty, year-to-year fluctuations of
activity when looking twenty years into
the future.  Because aviation activity can
be affected by many influences at the
local, regional, and national levels, it is
important to remember that forecasts are
developed to serve only as guidelines
and planning must remain flexible
enough to respond to unforseen facility
needs.  To maintain this flexibility, the
facility demands must be regularly
reviewed.
The following forecast analysis examines
recent developments in aviation activity
on a national basis, local socioeconomic
trends and service areas, as well as
changes in forecast indicators at
Scappoose Industrial Airpark over the
past decade, to provide updated
operational projections.  The intent is to
permit the Port of St. Helens

Aviation DemandForecasts
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ST. HELENS
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to ma ke the necessary p lanning

adjustments to ensu re the facility meet s

projected demands in  an  efficien t  and

cos t -effect ive manner .

NATIONAL AVIATION

TRENDS

Each yea r , t he F AA pu blish es it s

na t iona l avia t ion  forecas t .  In cluded in

th is pu blicat ion  a re forecas t s for  a ir

car r iers, regiona l/commuters, genera l

avia t ion , a ir  cargo, and  milita ry

act ivity.  The forecast s a re prepared to

meet  budget  and  planning needs of the

const ituent  un it s of the FAA and to

provide in forma t ion  tha t can  be used by

sta te and loca l au thor it ies, t he a via t ion

indu st ry, and  by the genera l pu blic.

The cur ren t  edit ion  when th is chapter

was prepared was FAA Aerospace

Forecasts-Fiscal Y ears 2002-2013 ,

published in  March  2002.  The forecast s

use t he economic per formance of the

Un ited Sta t es a s an  indica tor  of fu ture

avia t ion  indu st ry growth .  Simila r

economic ana lyses ar e applied to t he

ou t look  for  a via t ion  growth  in

in terna t iona l market s.

GEN ER AL AVIATION

Following more than  a  decade of

decline, the gen era l avia t ion  indust ry

was revita lized with  the passage of the

General Aviation R evitalization Act in

1994 (federa l legisla t ion   wh ich  limits

the liability on  gener a l avia t ion  a ir cra ft

t o 18 year s from the da t e of

manufacture).  This legisla t ion  spa rked

an in teres t  to renew the manufactur ing

of gener a l avia t ion  a ircra ft ,  due t o t he

redu ct ion  in  pr odu ct  liability, as well a s

renewed opt imism for  the indust ry.  The

high  cos t  of product  liability insurance

was a  major  factor  in t he decision  by

many Amer ican  a ircraft  manufacturers

to slow or  discont inue t he pr odu ct ion  of

genera l avia t ion  a ircra ft .

However, th is  cont inued  growth  in  the

gener a l avia t ion  indust ry appears to

have slowed considerably in  2001,

nega t ively impa cted by the event s of

Sept ember  11 t h .  Thousands  of genera l

avia t ion  a ircra ft  were groun ded for

weeks, due to “no-fly zon e” rest r ict ions

imposed on  opera t ions of a ircra ft  in

secur ity-sensit ive a rea s.  Some U.S.

a irpor t s in  and  around Washington ,

D.C. and New York  City remained

closed to visua l flight  ru les (VFR)

t ra ffic.  This, in a ddit ion  to the

economic recession  a lready t aking p lace

in  2001-02, h as h ad a  pr ofoundly

nega t ive impact  on  the gener a l avia t ion

indu st ry.

Accordin g to the Gen era l Avia t ion

Manufacturers Associa t ion  (GAMA),

a ir cra ft  sh ipmen t s were down 13.4

percent  for  the th ird quar ter  of 2001,

and 6.2 percent  year -t o-da te.  The

Aerospace Indus t r ies  Associa t ion  of

Am er ica  (AIAA) expect s  gen er a l

avia t ion  sh ipments to decline for  the

first  t ime since 1994, down 8.8 percent ,

to 2,556 air cr a ft .  The number  of

gener a l a viat ion  hours flown  is

projected to decline by 2.2 percen t  in

2002, and  increa se by only 0.4 percent

the following year .

At  t he en d of 2001, the t ota l pilot

popula t ion , including studen t , private,

commercia l,  and  a ir line t r anspor t , was
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est ima ted a t  649,957.  This is an

increa se of 3.9 percent , or 24,000 pilots,

from 2000.  S tuden t  pilot s wer e t he only

gr oup to exper ience a  decrease in 2001,

down 6.6 percent  from 2000.  The

number  of s tudent  pilot s is projected to

decline by 4.5 percen t  in  2002, and an

addit iona l 1.2 percent  the following

year .  After  2004, the number  of s tudent

pilot s is expected t o increase a t  an

a verage annual ra te of 1.0 percen t ,

tota ling 90,000 in  2013, which is less

than the number  recorded in  2000

(93,064).

However , the event s of Sept ember  11 t h

have not  had the same negat ive impact

on  the business/corpora te side of

gener a l aviat ion .  The increased

secur ity measures placed on  commercia l

fligh ts ha s in creased  in terest  in

fr a ct ion a l a n d cor pora t e a ir cra ft

ownersh ip , a s well as on-demand

char ter  fligh ts for  shor t -haul rout es.

Th is is r eflected in  the forecast  of act ive

gener a l avia t ion  pilots , excludin g a ir

t ranspor t  pilot s, to increase by 54,000

(0.8 percent  an nu ally) over t he forecast

period.

The most  notable tr end in  gener a l

avia t ion  is the cont inu ed st rong use of

gener a l aviat ion a ircra ft for bu siness

and corpora te uses .  According to the

FAA, gener a l avia t ion  opera t ions  and

gener a l avia t ion  a ir cra ft  handled a t

enrou te t r a ffic cont rol cen ters increa sed

for  t h e n in t h  con secu t ive year ,

sign ifying the cont inued  growth  in  the

use of more sophistica ted gener a l

avia t ion  a ircra ft .  The forecast  for

gener a l avia t ion  a ir cra ft  a ssumes tha t

business use of genera l avia t ion  will

expand much  more r apidly than

personal/spor t  u se, due la rgely t o the

e x p e ct e d  gr ow t h  in  fr a ct ion a l

ownersh ip .

In  2000, there was a n  est ima ted

217,533 act ive genera l avia t ion aircra ft ,

represent ing a  decrease of 0.9 percent

from the previous year , an d the fir st

decline in  five yea rs.  Exh ib it  2A

depict s the F AA forecast  for a ct ive

gener a l avia t ion  a ircra ft  in  the United

Sta tes.  The FAA forecas ts genera l

a via t ion  a ircra ft  to increase a t  a n

average annua l ra te of 0.3 percent  over

the 13-year  forecast  per iod.  Single-

engine piston  a ircra ft  is expected to

decrea se from 149,422 in th e shor t -

t erm, and t hen  begin a  period of slow

growth  a ft er  2004, rea ching 152,000 in

2013.  Mult i-engine piston  a ircra ft  is

expected to remain  rela t ively fla t

t h r ou gh ou t  t h e for ecas t  per iod .

Turbine-powered a ircra ft  a re expected

to grow a t  an average annua l r a te of 2.1

percent  over  the forecast  per iod, fa st er

than a ll other  segments of the na t iona l

fleet.  Turbojet a ircra ft  a re expected to

provide t he la rgest  port ion  of th is

growth , with  an  annua l average gr owth

ra te of 3.4 percent .  This st rong growth

projected for  the turbojet  a ir cra ft  can  be

a t t r ibut ed to the growth  in  the

fr act iona l ownersh ip  indust ry, new

product  offer ings (which  include new

ent ry level a ircra ft  and long-range

globa l jet s), and a  sh ift  from commercia l

t r a vel by m a n y t r a veler s  a n d

corpora tions.  Turboprop  a ircraft , on  the

other  hand, a r e project ed to grow a t  an

average annua l ra te of on ly 0.2 percent

over t he forecast  period.

Manufacturer  an d indust ry programs

and in it ia t ives cont inue t o revit a lize th e
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genera l avia t ion  indu st ry.  Notable

init iat ives include the “No Plane, No

Ga in” progra m promoted join t ly by t he

Gen er a l Avia t ion  Ma n u fa ct u r er s

Associa t ion  (GAMA) and the Na t iona l

Business Air cra ft  Associa t ion  (NBAA).

Th is program was  des igned  to promote

cost -effectiven ess of using genera l

avia t ion  a ircra ft  for  business and

corpora te uses.  Other  pr ograms, wh ich

are in tended to promote growth  in  new

pilot  st a r t s a nd to int roduce people to

gener a l avia t ion  inclu de “Project  P ilot ,”

sponsored by th e Aircra ft Owner s an d

Pilot s Associa t ion  (AOP A), “Be a  P ilot ,”

join t ly sponsored a nd su pport ed by

more than  100 indu st ry organiza t ions,

and “Av Kids,” sponsored by t he NBAA.

The gener a l aviat ion indus t ry is also

launching new program s to ma ke

a ir cra ft  ownersh ip  eas ier  and  more

afforda ble.  P iper  Aircra ft  Company has

crea ted Piper F inancial Services (PF S)

to offer  compet it ive in terest  ra tes an d/or

lea sin g of P iper  a ircra ft .  The EAA

offers financing for  kit -bu ilt  a irpla nes

through a pr ivat e lending inst it u t ion .

Over the yea rs, progra ms such a s th ese

have p layed  an  impor tan t  role in  the

success of genera l avia t ion , and will

cont inue to be vit a l to it s gr owt h  in  the

fu ture.

FOR ECAST IN G APP RO ACH

The development  of avia t ion  forecast s

proceeds through both  ana lyt ica l and

judgmen ta l p rocesses.  A ser ies of

ma themat ica l relat ionsh ips is test ed to

est ablish  st a t ist ica l logic and r a t iona le

for    p rojected    growth .    However ,   the

judgement  of the forecast  ana lyst , based

u p o n  p r ofe s s i on a l  e xp e r i e n c e ,

knowledge of the avia t ion  indust ry, and

assessment  of the loca l sit ua t ion , is

impor tan t  in  the fin a l determina t ion  of

the prefer red forecast .

I t  is impor tan t  to note tha t  one should

not  a ssu me a  h igh level of confiden ce in

forecast s tha t  ext en d beyond five year s.

Facility and financia l plann ing usua lly

require a t  leas t  a  ten-year  preview,

s ince it  often ta kes more than  five year s

t o com p l e t e  a  m a jor  fa ci l i t y

development  progra m.  However, it  is

not  impor tan t  to use forecas t s wh ich  do

not  overest ima te revenu e-genera t ing

capa bilit ies or  under st a t e demand for

facilit ies needed to meet  public (user )

needs.

A wide range of factors a re known to

influ ence the avia t ion  indust ry and can

have sign ificant  impacts on  the exten t

and na tur e of a ir service provided in

both  the loca l and na t iona l market .

Techn ologica l advances in avia t ion have

hist or ica lly a ltered, and  will cont inue to

change, the growth  ra tes in  avia t ion

demand over  t ime.  The most  obvious

example is t he impa ct  of jet  a ircra ft  on

the avia t ion  indu st ry, which  resu lted in

a  growth  ra te tha t  fa r  exceeded

expecta tions.  Such  changes  a re

difficu lt , if not impossible to predict ,

and there is s imply n o mathemat ica l

way to est ima te t heir  impa cts.  Using a

broad spect rum of loca l, r egiona l, a nd

n a t ion a l econ om ic a n d a via t ion

in format ion , an d an alyzing the m ost

cur ren t  avia t ion t ren ds, forecast s h ave

been developed and presented in  the

following sect ions.



U.S. ACTIVE GENERAL AVIATION AIRCRAFT (in thousands)

2000

2003

2008

2013

149.4
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148.7

152.0

5.8

5.7

5.8

5.9

6.7

6.7

6.8

6.9

217.6

213.9

219.7

225.3

As of
Dec. 31, 1998

20.4

20.4

20.8

21.4

FIXED WING

Sources: FAA General Aviation and Air Taxi Activity (and Avionics) Surveys.

FAA Aerospace Forecasts, Fiscal Years 2002-2013.

Notes: An active aircraft is one that has a current registration and was flown

at least one hour during the calendar year.
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S O CIO EC O N O MIC

P R O J ECT IO N S

A var iety of h ist or ica l and forecast

socioeconomic da ta  rela ted t o Colum bia

County and the St a te of Oregon  has

been collected for  use in  va r ious

elements of th is  master  plan .  This

in for m a t ion  p r ov id e s  e s s en t i a l

background for  use in  determining

avia t ion  service level requirem ent s.

Avia t ion  forecast s a re often  rela ted to

the popu lat ion  base, as well as t he

economic st ren gth  of the region  (i.e.

per son a l income per  capita  and

employm ent  sectors).

P OP ULATION

Popu la t ion  is  one of the most  impor tan t

elemen ts to consider  when planning for

fu ture needs of t he a irpor t .  H istor ica l

popula t ion  totals for  the City of

Scappoose, Columbia  County, and  the

Sta te of Oregon were obta ined  from the

U.S. Census Bureau  and a re presen ted

in  Table  2A.  Oregon’s popu la t ion

exper ienced a  1.9 percen t  average

annua l growth  ra te between 1990 and

2000, with  near ly one million  new

resident s.  Dur ing t h is same t ime,

Colum bia  County’s populat ion increased

a t  an  average annu a l r a te of 1.5

per cen t .  The City’s popu la t ion

increa sed by m ore than  1,400 persons

over  the past  decade, growing a t  an

average annua l r a te of 3.5 percen t .

TABLE 2A

Histor ica l and Forecast  Population

Columbia  County  and Oregon

HISTORICAL FORECAST

AREA 1990 2000

Avg. Annual

Grow th

Rate

(1990-2000) 2007 2012 2022

Avg. Annual

Grow th

Rate

(2000-2022)

Colum bia

County 37,557 43,560 1.5% 44,560 46,640 51,200 0.7%

St a te of

Oregon 2,842,321 3,421,399 1.9% 3,719,800 3,948,900 4,416,600

 

1.2%

Source: His tor ica l P opula t ion - U.S. Census Bureau ; Forecast  Popula t ion  - In terpola ted from Sta te of Oregon

Office of Economic Ana lysis. 

Oregon’s popula t ion  is projected to gr ow

a t  an  average annua l r a t e of 1.2

percen t , which is near ly double th e

Coun ty’s pr ojected growth  ra te of 0.7

percen t .  According t o the 2000 Oregon

D ep a r t m en t  of  Av ia t i on  P l a n ,

approximately 72 percen t  of the St a te’s

projected growth  will be in  the Por t land

metro a rea  and Willamet t e Valley.

Forecast s by t he Sta te of Oregon  Office

of Economic Analys is  project  the

popula t ion  in  Columbia  County to r each

51,200 by th e end of the p lanning

period.    Popu la t ion    forecast s   for   the
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City of Scappoose were not  available.

As su m in g t h e Cit y’s p opu la t ion

cont inues to grow a t  an  average annua l

ra te of 3.5 percent , t he popula t ion

would rea ch  10,600 by 2022.

EMPLOYMENT

Analysis of a  community’s employmen t

base can  be va luable in  det ermining the

overa ll well-being of t ha t  community.

In  most  cases , the community’s make-

up and hea lth  is significant ly impa cted

by the n umber  of jobs, var iet y of

employmen t  opportunit ies, a nd types of

wages pr ovided by loca l employers.

Table  2B presents  h is tor ica l and

for e ca s t e d  e m p l oym e n t  (n on -

agr icu ltu ra l) in Columbia Coun ty by

economic sector .

TABLE 2B

Employment  by  Economic  Sector

Columbia  County

Economic  Sector 2000

% of Tota l

E m p lo y m e n t

2000 2022

% of Tota l

E m p lo y m e n t

2022

Average

Annual

Grow th Rate

(2000-2022)

Total Employme nt 

   Mining

   Con st ruct ion

   Manufactur ing

   Tra nsp. & Pu blic Ut ilities

   Wholesale Trade

   Retail Tra de

   F inance, Ins., & Rea l Es ta te

   Services

   Govern ment

14,330

130

920

2,280

1,110

320

2,920

1,090

3,430

2,130

100.0%

0.9%

6.4%

15.9%

7.7%

2.2%

20.4%

7.6%

23.9%

14.9%

17,575

195

1,080

2,485

1,190

385

3,910

1,520

4,465

2,345

100.0%

1.1%

6.1%

14.1%

6.8%

2.2%

22.2%

8.6%

25.4%

13.3%

0.9%

1.9%

0.7%

0.4%

0.3%

0.8%

1.3%

1.5%

1.2%

0.4%

Source: CEDDS, Woods  & P oole (2002).

As sh own in  the t able, t he services,

r et a il t r a d e, a n d  m a n ufa ct u r in g

indust r ies domina ted the coun ty’s t ot a l

employmen t  in 2000.  The services

indust ry accounted for  the la rges t  share

(3,430), captur ing near ly 24 percent  of

a ll employment .  The r eta il t ra de

indust ry cont r ibut ed appr oxima tely 20

percent  (2,920) of the tota l, while the

manufactur ing indu st ry made up near ly

16 percent  (2,280) of a ll jobs in  2000.

Government  a lso p lays  an  impor tan t

par t of the economic sector , cap tur ing

nea r ly 15 percen t  of tota l employment

in 2000.

The cur ren t  indust ry project ions  for  the

coun ty indica te tha t  tota l employment

will increase a t  an average annua l r a te

of 0.9 percent  (3,245 jobs) between 2000

and 2022.  The services in du st ry will

cont inue to dominate employment ,

growing a t  an  avera ge an nua l ra te of

1.2 percent  and captur ing more than  25

percent  of tota l employment  by the yea r

2022.  The reta il tr ade, services, and

govern ment  sectors will also cont inue to

be sign ifican t  sectors of employment

through 2022.



2-7

INCOME

Table  2C compa res per  capit a  per sona l

income (PCPI), adjust ed for  1996

dollar s, for  Columbia  County, the S ta te

of Oregon, an d the Un ited S ta tes.

Hist orically, the PCPI for  Colum bia

County has r emained below tha t  of both

Oregon  a n d t h e U n it ed S ta t es.

Forecast s project  an  annua l growth  ra te

of less than  one percent  for  Colum bia

County, while Oregon and the Un ited

St a tes a re project ed to grow a t  an

average annual ra t e of 1.0 percent  and

1.1 percent , respectively.  These

forecas ts a re presented  in  Table  2C.

TABLE 2C

P e rso na l Inc om e  P e r Capi ta  (1996$)

HISTORICAL FORECAST

Area 1990 2000

Annual

Increase

1990-2000 2007 2012 2022

Annual

Increase

2000-2022

Colu mbia  Co.

Oregon

Un ited  St a tes

$19,170

 $21,320

$22,870

$24,080

 $25,560

$27,000

2.3%

1.8%

1.7%

$25,710

 $27,600

$29,230

$26,7801

$29,0601

$30,9001

$28,6001

$32,0101

$34,5001

0.8%

1.0%

1.1%

Source: CEDDS, Woods  & P oole (2002).
1Int erpolated by Coffma n Associates.

STATE AVIATION

S YS TEM P LAN

Oregon ’s system  of airports pr ovides a

crucia l component  to the st a te’s

t ranspor ta t ion  network .  At  the st a te

level, the Oregon Depar tment  of

Avia t ion  pr ovides st a te-wide pla nning

through the 2002 Oregon  Departm ent of

Aviation Plan .  The purpose of the P lan

is to iden t ify the physica l facility needs

for  the s ta te’s  sys tem of a irpor t s.

According to the most  r ecen t  st a te

a via t ion  plan  (2000), th ere a re 101

public-use a irpor t s in  the St a te of

Oregon, includin g nine commercia l

ser vice a irport s t ha t  pr ovide regu la r ly

schedu led passenger services.

The 2000 Oregon  Departm ent of

Aviation Plan  ha s esta blished five

ca tegor ies of a irpor t s ba sed  on  their

d i ffe r en t  fu n ct ions .   Sca ppoose

Indust r ia l Airpar k is listed as a

Ca tegor y 2 a irport , which  is classified

as a  business  or  h igh a ct ivity genera l

avia t ion  a irport .  Cr it er ia  for Ca tegory

2 a irpor t s is 30,000 opera t ions per  year ,

with  a t  leas t  500 turbine opera tions.

Act ivity levels a t  these a irpor t s a re

typically h igher  t han a t  other  genera l

avia t ion  airports and some Ca tegory 1

(commercia l service) airports.  Ca tegor y

2 a irport s t ypically h ave loca lly-based

business jet s or  t u rboprops and/or

subst an t ia l a m ou n t s of itin era n t

turbine a ir cra ft  act ivity.  Ca tegory 2

a irpor t s a re lar gely concent ra ted in  the

Por t land met ro a rea  and Willamet te

Valley, with  severa l over lapping service

ar eas.

The condit ion  of exist ing facilit ies a nd

the   most    recent    estima tes   of  based
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a ir cra ft  and opera t ions were provided in

the 2000 Oregon Departm ent of Aviat ion

Plan .  Forecas ts included in  th is  P lan ,

a s well a s t he 1997 Continuous Aviation

S ystem  Plan , will be exam ined for  their

project ions of based a ircra ft , based

a ir cr a ft  fleet  m ix, a n d  a n n ua l

opera tions.

LOCAL S ER VICE AREA

The genera l a via t ion  ser vice a rea  is

a ffected by t he number  of nea rby

a ir fields  which  a lso have the ability to

base and serve genera l avia t ion  a ircraft .

There a re 16 public-use a irpor t s with in

a  30 na ut ica l mile (nm ) ra dius of

Scappoose Indu st r ia l Airpa rk.  Only

three of t hese a irpor t s have a  runway

5,000 feet  or  gr ea ter , which is gen era lly

p refer r ed  by cor por a t e a via t ion

depar tments opera t ing turbine a ircra ft .

Por t land In terna t ional Airport , whose

longest ru nwa y is 11,000 feet, is the

only commercia l ser vice a irport  with in

30 nm.

Other  factors a ffect  the decision to base

a t  a  given  a irpor t , includin g ava ilability

of hangars (and ra tes), services offered

(includin g fuel), a ccess to ma jor

highways, and ins t rument  capa bilities.

Services provided at  ma ny of th ese

a irpor t s include major  a ir frame and

p o w e r p l a n t  r e p a i r ,  a i r c r a f t

ma in t enance, a ircra ft  r en t a l/sa les,

fligh t  t ra in ing, aer ia l tours, fuel, pilot

supplies, aircraft h an gars, t ie-downs,

cour tesy t ranspor ta t ion , and  ca ter ing.

BAS ED AIR CR AFT

FORECASTS

The number  of based a ircra ft  a t  the

a irpor t  is  the most  bas ic ind ica tor  of

gener a l aviat ion deman d.  By first

developin g a  forecast  of based a ircra ft ,

the gr owth  of other  genera l avia t ion

act ivit ies and demands can be projected.

Current ly, there a re 140 a ircra ft  based

a t  Scappoose Indust r ia l Airpark , the

major ity of which a re single-engin e

a ircra ft .

According to the 1994 Airport L ayout

Plan Upd ate, there wer e 106 a ircra ft

based a t  Scappoose Indu st r ia l Airpark

in  1992.  This number  has since

increa sed, with  t he a irpor t  repor t ing

140 based  a ircraft  for  2002.  Limit ed

in format ion  was ava ilable for  the years

in  between .  Therefore, time-series an d

regression analyses were n ot  perform ed,

a s they wou ld not  provide usefu l

project ions of based a ircra ft .  Inst ead,

other  means of compar ison  were used to

develop forecast s of based a ir cra ft  a t

Scappoose Industrial Airpark.

The first  meth od used t o project  based

a ir cra ft  examined r egist ered a ircra ft  in

Columbia  and Wa sh ington  count ies,

which is the loca l service a rea  for

Scappoose Indust r ia l Airpa rk.  There

are cur ren t ly 833 a ircraft  registered in

the two count ies, as compa red to 599

regist ered in 1992.  This increa se

represen t s an  a verage annua l growth

ra te of 3.4 percen t .  Applying th is

growth  ra te t o th e forecast  year s yields

985 regist ered a ircra ft  by 2007; 1,160

regis tered a ircra ft  by 2012; and 1,625

regist ered a ircra ft  by 2022.
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The next st ep was to examine the

a irpor t ’s ma rket  sha re of regist ered

a ir cra ft  in  the two coun t ies.  In 1992,

the a irpor t  cap tured  18 percent  of

a ircra ft  regist ered in  Colum bia  and

Wa shingt on  coun ties.  S ince then , the

a irpor t ’s market  sha re has decreased

sligh t ly, captur ing 17 percent  in 2002.

Forecast s of based  a ircraft  were

developed ba sed on  regist ered a ircra ft

project ions and the a irport ’s market

share.   The  first   forecast   a ssu mes the

a irpor t ’s market  sh a re will r emain

cons tan t a t  17 percen t , yieldin g 276

based a ircraft  by 2022.  The second

forecast  uses a  decreas ing market  share

pr oject ion  to reflect  the h is tor ica l t rend

and yields 244 ba sed a ircra ft  by t he

year  2022.  The th ird foreca st  a ssu mes

an increa sin g sh a re pr oject ion  to reflect

a  return  to ear lier  mar ket  share

percentages and yields 309 based

a ir cra ft  by 2022.  These ma rket shar e

forecas ts a re presented  in  Table  2D .

T A B L E  2 D

B a s e d  A i r c r a f t  M a r k e t  S h a r e  o f  R e g i s t e r e d  A i r c r a f t  (C o l u m b i a  a n d  W a s h i n g t o n  C o u n t y )

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

Ye a r

S c a p p o o s e

B a s e d  Air c ra ft

R e g is te re d  Air c ra ft

(C o lu m b ia  &

Wa s h i n g t o n  c o u n t i e s )

% o f R e g is te r e d

Air c ra ft

B a s e d  a t  S c a p p o o s e

1992

2002

106

140

599

833

18%

17%

C o n s t a n t  S h a r e  P r o j e c t i o n

2007

2012

2022

167

197

276

985

1 ,160

1 ,625

17%

17%

17%

D e c r e a s i n g  S h a r e  P r o j e c t i o n

2007

2012

2022

163

186

244

985

1 ,160

1 ,625

16 .5%

16.0%

15.0%

I n c r e a s i n g  S h a r e  P r o j e c t i o n

2007

2012

2022

172

209

309

985

1 ,160

1 ,625

17 .5%

18.0%

19.0%

Sour ce: H is tor ica l  based  a i rcra ft  -  1994 ALP U pd a te /a i rp or t  record s ; H is tor ica l  regis ter ed

a ir cr a ft  - Cen su s  of U .S . C iv il A ir cr a ft  (1992), Av a n t ex A ir cr a ft  &  Air m en  C D  (2002).
* R egi s t er ed  a ir cr a ft  p r oject ion s  ba sed  on  h is t or ica l g r ow t h  r a t e  (3 .4  %).

Project ions of based aircraft were a lso

made in  compar ison  to the percen t  of

U.S. act ive gener a l avia t ion  a ir cra ft

based at  Scappoose Industrial Airpark.

There a re a  repor t ed 216,200 a ct ive

gener a l avia t ion  a ircra ft  in t he Un ited

St a tes for  2002.  By exa mining the

a irpor t ’s    h istor ica l   ma rket    sha re,   a
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constan t  market  share project ion  and

an increa sing shar e project ion  were

developed.  The cons tan t market  share

pr oject ion  assu mes the a irpor t ’s market

share will remain a t  0.065 percent

through the pla nning per iod, yieldin g

152   based   a ircraft   by  the  year   2022.

The increa sing sha re project ion  was

developed to repr esent  the h ist or ica l

t rend since 1992 a nd yields 199 ba sed

a ir cra ft  by th e year  2022.  These

market  sha re forecast s a re presen ted in

Table  2E .

T A B L E  2 E

B a s e d  Air c ra ft  M a rk e t  S h a re  o f  U .S.  Ac ti v e  Ge n e ra l  Av ia ti o n  Air c ra ft

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

Ye a r

S c a p p o o s e

B a s e d  Air c ra ft

U .S . Ac t i v e  Ge n e r a l

A v i a t i o n  A i r c r a f t  

% o f  U .S.  Ac ti v e  GA  Air c ra ft

B a s e d  a t  S c a p p o o s e

1992

2002

106

140

185 ,700

216 ,200

0 .057%

0.065%

C o n s t a n t  S h a r e  P r o j e c t i o n

2007

2012

2022

142

146

152

218 ,300

224 ,300

 234 ,000 1

0 .065%

0.065%

0.065%

I n c r e a s i n g  S h a r e  P r o j e c t i o n

2007

2012

2022

153

168

199

218 ,300

224 ,300

 234 ,000 1

0 .070%

0.075%

0.085%

Sour ce: H is t or ica l b a sed  a ir cr a ft  - 19 94  AL P  U p d a t e/a ir p or t  r ecor d s ; H is t or ica l a n d  for eca s t

U .S. a ctive  gen er a l a via t ion a ir cra ft fr om  F AA Aerospace Forecas t s ,  F i sca l  Y ears  2002-

2013 .
1 E x t r a po la t ed  by  Coffm an  Associa t e s .

Another  forecas t  examined the a irpor t ’s

h istor ica l based a ircra ft  a s a  ra t io of

1,000 residents in  Columbia  County.

The 2002 est ima ted popula t ion  of

Colum bia  County is  44,870, wh ich

equ a ls 3.1 based a ir cra ft  per  1,000

resident s.  Assuming a  cons tan t  share

pr oject ion  of 3.1 based a ircra ft  per  1,000

residen t s  yields  159  based  a ircra ft   by

2022.  An increasing sha re project ion

was a lso developed to reflect  the

h istor ica l t rend (which  has increa sed at

an  ann ua l ra te of 1.4 per cen t  over t he

past  decade) and yields 256 ba sed

a ircraft  a t  Scappoose Indu st r ia l Airpark

by 2022.  Both  of these forecast s a re

presented  in  Table  2F .
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T A B L E  2 F

B a s e d  A ir cr a ft  P e r  1 ,0 00  R e s id e n t s  (C o lu m b ia  C o u n t y )

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

Ye a r

S c a p p o o s e

B a s e d  Air c ra ft

C o l u m b i a  C o u n t y

P o p u la t io n

Ai r c ra ft  P e r

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

1992

2002

106

140

38 ,690

44 ,870

2.7

3.1

C o n s t a n t  R a t i o  P r o j e c t i o n

2007

2012

2022

138

145

159

44 ,560

46 ,640

51 ,200

3.1

3.1

3.1

I n c r e a s i n g  R a t i o  P r o j e c t i o n

2007

2012

2022

156

187

256

44 ,560

46 ,640

51 ,200

3.5

4.0

5.0

Sour ce: H is t or ica l b a sed  a ir cr a ft  - 19 94  AL P  U p d a t e/a ir p or t  r ecor d s ; H is t or ica l p op u la t ion  -

U .S . C en su s  B u r ea u , F or eca s t  P op u la t ion  - In t er p ola t ed  fr om  S t a t e  of O r egon  O ffice  of

E con om ic An a lys is.

Severa l addit iona l forecast s were also

examined, including previous mast er

plans, st a te a via t ion  system  plans, and

the FAA’s T erm inal Area Forecast

(TAF).  The most  recent  forecas t  is

inc lu ded  in  t h e  200 0 Or egon

Department of Aviation Plan .  This st a te

pla n  used  1994's t ota l of 126 based

a ircra ft  a s t he ba se yea r  for  their

project ions through t he year  2018.

Ext rapola t ion  of th is forecas t  yields 174

based a ircra ft  a t  Scappoose Indust r ia l

Airpa rk by th e year  2022.  The 1997

Oregon  Continuous Aviation S ystem

Plan  was a lso exam ined.  The forecast

included in  th is  plan , which  a lso used

1994 a s the base year  for  it s project ions,

yields 175 based a ircra ft  by th e year

2022.

The two previous  master  plans  tha t

were exam ined in clude the 1994 Airport

Layout Plan (AL P) Upd ate and the 1991

Airport Master Plan .  The forecast s

included in  both  of these mas ter  plans

ant icipa ted a  sh ift  of a ir cra ft  from the

expected closure of Evergr een  Air por t ,

wh ich  rem ains open  to th is  day.  The

1994 Airport  Layout  Plan (ALP) Update,

wh ich  pr ojected ba sed a ircra ft  th rough

2013, used a  tota l of 106 based a ir cra ft

a s a  basis.  Ext r apola t ion  of th is

forecast  yields 214 based a ircra ft  by t he

year  2022.  The 1991 Airport Master

Plan  u sed the exist ing level of 117

based a ircra ft  from which  to ba se it s

forecast s.  Project ions  of based  a ircraft

included in  th is  master  plan  were

provided th rough  the year  2008.

Ext rapola t ion  of th is forecast  yields 156

based a ircra ft  a t  Scappoose Indu st r ia l

Airpa rk by the year  2022.
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As previously men t ioned, the FAA TAF

was a lso exam ined.  The FAA TAF

p roject s  ba sed  a ir cr a ft  for  a ll

commercia l ser vice a irport s in  t he

Un ited Sta tes.  However , the TAF used

75 as  the number  of based a ircra ft  in

2000, which  is well below the actua l

number .  Th er efore, foreca st s of based

a ir cra ft  included in  the TAF were not

considered releva nt .

One fina l met hod used t o project  based

a ircraft  a t  Scappoose Indus t r ia l Airpark

exam ined the h istor ica l growth  ra te

between 1992 a nd 2002.  Du r ing th is

t ime, based a ir cra ft  grew a t  an  average

annua l r a te of 2.8 percen t .  This growth

ra te was a pplied t o the forecas t  per iod

and yields 243 based a ircra ft  by t he

year  2022.

For  p lanning purposes, a  mid-range

forecast  is genera lly chosen .  The 2000

Oregon  Departm ent of Aviation Plan

and the 1997 Oregon  Continuous

Aviation S ystem  Plan  seem to reflect

the current  number  of based a ircraft  the

closest .  In terpola t ion  of these two

forecast s yields 135 and 138 ba sed

a ircra ft , respectively, at  Scappoose

Indust r ia l Airpar k for 2002.  This is

sligh t ly below the current  level of 140

based a ircra ft  for 2002.  However , t he

hist or ica l gr owth  ra te of based a ircra ft

yields a  much h igher  level of based

a ircra ft .  Therefore, th e preferred

planning forecast  is one tha t  fa lls in

between the two s ta te p lans  and the

h istor ica l growth  ra te an d yields 155

based a ircra ft  by th e year  2007; 170

based a ircra ft  by the year  2012; and 195

based a ir cra ft  by t he yea r  2022.  Table

2G and Exh ibit  2B  summar ize the

based a ircr a ft  forecast s developed for

Scappoose Industrial Airpark.

As previously m ent ioned, for ecast s

included in  the 1994 Airport  Layout

Plan (AL P) Upd ate and the 1991

Airport Master Plan ant icipa ted a  sh ift

of a ircra ft  from the expected closu re of

Evergreen Airport , which  remains open

to th is da y.  However , t he poten t ia l for

clos u r e of th is  airport  is  st ill

an t icipat ed.  It  is likely t ha t  severa l of

the based a ircra ft  a t  Evergr een  Air por t

would choose to relocat e to Scappoose

Indust r ia l Airpa rk.  This is  reflected in

the chosen  forecast .

BASED  AIRCRAFT F LEE T MIX

While the number  of genera l avia t ion

a ircraft  bas ing at  Scappoose Indust r ia l

Airpa rk  is projected t o increa se, it  is

impor tan t  to kn ow the fleet m ix of t he

a ir cra ft  expected to use the a irpor t .

Th is will ensure the pr oper  facilit ies in

the fu ture.

Accordin g to a irpor t  records, the fleet

mix a t  Scappoose Indus t r ia l Airpark

consist s of the following: 122 sin gle-

engine a ircra ft , five mult i-en gine

a ircra ft , one jet , six gyr ocopter s, a nd six

ult r a lights.  The forecast  mix of based

a ir cra ft  was  determined by compa r ing

exist ing and forecast  U .S. genera l

avia t ion  tr ends.  The t rend  in  genera l

avia t ion  is t oward a  grea ter  percen tage

of lar ger, more sophis t ica ted  a ircraft  a s

par t of the na t iona l fleet .  An  increase

in  gyrocopter s an d ultr alight s can  also

be expected a t  the a irport , as well as

the addit ion  of a  few helicopt er s by the

end of the planning per iod.  Gener a l

avia t ion  fleet  mix project ions for  the

a irpor t  a re presented  in  Table  2H .
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T A B L E  2 G

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

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

2 0 0 7 2 0 1 2 2 0 2 2

M a r k et  S h a r e of R eg is t er ed  Air cr a ft  (Colu m bia  &  W a sh . C o.)

   C on s t a n t  M a r k et  S h a r e

   D ecr ea s in g  M a r k et  S h a r e

   In cr ea s in g  M a r k et  S h a r e

167

163

172

197

186

209

276

244

309

M a r k et  S h a r e  of U .S . Act ive  G A Air cr a ft

   C on s t a n t  M a r k et  S h a r e

   In cr ea s in g  M a r k et  S h a r e

142

153

146

168

152

199

Aircra ft  P er  1 ,000 Res iden ts  (Colum bia C oun ty)

   Con st a n t  R a t io P r ojection

   In cr ea s in g R a t io P r oject ion

138

156

145

187

 

159

256

2000 O regon  Depa rtm ent  of  Av iat ion  Plan 146  1 154  1 174

1997 O regon  Con tin u ous A via t ion S ystem  Plan 144  1 154  1 175  2

1994  Airpor t  Layout  P lan  U pd ate 163  1 179  1 214  2

1 9 91  A i rp or t M a s ter  Pl a n 144  1 156  2 -

H is tor ica l  Growth  Ra te  (1992-2002) 2 .8% 161 185 243

P r e fe r r e d  P l a n n i n g  F o r e c a s t 1 5 5 1 7 0 1 9 5

1 I n t e rp ola t ed  by  Coffm an  Associa t e s .
2 E x t r a po la t ed  by  Coffm an  Associa t e s .

T A B L E  2 H

G e n e r a l  Av i a t i o n  F l e e t  M ix  F o r e c a s t

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

E XIS TIN G F O R E CAS T

T y p e 2 0 0 2 % 2 0 0 7 % 2 0 1 2 % 2 0 2 2 %

S in gle-E n gin e

M u lt i-E n gin e

J et

G yr ocop t er s

H elicop t er s

U lt r a ligh t

122

5

1

6

0

6

87 .1%

3.6%

0.7%

4.3%

0.0%

4.3%

131

7

2

7

1

7

84 .2%

4.5%

1.5%

4.8%

0.5%

4.5%

138

9

3

9

2

9

81 .2%

5.5%

2.0%

5.3%

1.0%

5.0%

147

15

6

12

4

11

76 .0%

7.5%

3.0%

6.0%

2.0%

5.5%

T o ta l 1 4 0  1 0 0 .0 % 1 5 5  1 0 0 .0 % 1 7 0 1 0 0 .0 % 1 9 5 1 0 0 .0 %

*  M u lt i-en gin e ca t egor y in clu d es  t u r bop r op  a ir cr a ft .
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OPERAT IO N S P RO J ECTIONS

Gen er a l a via t ion  oper a t ion s a r e

classified by t he a irpor t  t ra ffic con t rol

tower  (ATCT) as either  loca l or

it ineran t .  A loca l opera t ion  is a  t ake-off

or  landin g per formed by an  a ir cra ft  t ha t

opera tes with in  sigh t  of the a irpor t , or

wh ich  execut es s imulated approaches or

touch-and-go opera t ions a t  the a irpor t .

I t in er a n t  ope ra t i ons  a r e  t h os e

per formed by a ircra ft  with  a  specific

or igin or  des t ina t ion  away from the

a irpor t .  Gen era lly, loca l opera t ions  a re

character ized by tr a ining opera t ions.

Typica lly, it ineran t  opera t ions increa se

with business  and commercia l use, s ince

business a ircra ft  a re oper a ted on a  h igh

frequency.

Previous forecas ts were first  examined,

includin g  the  2000 Oregon  Department

of Aviation Plan , the 1997 Oregon

Cont inuous Aviation S ystem  Plan , and

the 1994 Airport Layout Plan Update,

and the FAA T erm inal Area Forecast .

Forecast s included in  the 1994 and 1997

pla ns used 1994's tota l of 43,142 annua l

opera t ions as a  ba sis  for  their

projections.  Forecas ts included  in  the

2000 Oregon Departm ent of Aviation

Plan  were ext rapola ted  from the 1997

Oregon  Cont inuous Avia tion  S ystem

Plan  an d no cha nges in forecast

assumpt ions were made.  Forecast s

included in  the FAA TAF used 2000 a s

the ba se yea r  for  their  pr oject ions, wit h

an est ima ted 46,000 opera tions t ha t

year .  P roject ions included in  the TAF

indica te no growth  in  opera t ions

through 2015.  A summary of each  of

th ese pr oject ions is  pr esented in  Table

2J .

TABLE 2J

Su mm ary of  Ann ua l  Ope rations  Forec asts

Sc ap po os e  Ind u stri al Airpa rk

2007 2012 2022

2000 Oregon  Departm ent of Avia tion  Plan 49,9001 52,7701 58,7002

1997 Oregon  Continuous Avia tion  S ystem  Plan 56,3501 63,0101 -

1994 Airport Layout Plan Update 66,1301 73,0201 -

FAA T erm inal Area Forecast 46,000 46,000 -

1 In terpola ted by Coffman Associat es
2 Extra polated by Coffma n Associates.

Project ions of annua l opera t ions, based

upon the number of opera t ions per

based a ircra ft , were a lso examined.  The

Or egon  Depa r t m en t  of Avia t ion

per formed acoust ica l counts between

October  1, 2000 an d Sept ember  30,

2002.  Nine sa mple weeks of recordin gs

were schedu led on  Runway 15-33.

Accura te da ta  for  es t imat ing annua l

a ir cra ft  act ivity was obta ined u sin g six

of t he n ine weeks.  The est ima te of

75,075  was   used   as  a   base number  of
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annua l opera tions for  2002, fr om which

two forecast s wer e t hen  pr epared.  

The fir st  forecast  a ssumes the ra t io of

opera t ions per  based a ircra ft  will

r ema in  constan t  a t  535, yieldin g

104,300 annua l oper a t ions by 2022.

Since the FAA has projected gr owt h  in

annua l hours flown by genera l avia t ion

a ir cra ft  and a ir  t a xi a ircraft  in  their

annua l forecast s, th e second forecast

assu mes tha t  the ra t io of opera t ions per

based a ircra ft  should be expected to

increa se over  t ime.  The increa sin g ra t io

project ion ,    which     is    the    preferred

planning forecas t , is  cons is ten t  with  the

t rend over t he pa st  decade an d yields

112,150 annua l opera t ions by 2022.

The constan t  and increasing ra t io

project ions a re presen ted in  Table  2K.

It  is expected t ha t  loca l oper a t ions will

cont inue to account  for  46 percen t  of

t ot a l  op e r a t i on s  a n d  i t in er a n t

opera t ions 54 percen t , as t hey h ave

hist orically.  Fur thermore, a ir  t axi and

milita ry opera t ions a re expected to

account  for  th ree percen t  and two

p er cen t  of it in er a n t  op er a t ion s ,

respect ively, th rough the p lanning

period.

T A B L E  2 K

O p e r a t i o n s  P e r  B a s e d  A i r c r a f t  F o r e c a s t s

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

Ye a r

B a s e d

Air c ra ft

It in e r a n t

O p e ra t i o n s

L o ca l

O p e ra t i o n s

T o ta l

O p e ra t i o n s

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

B a s e d  Air c ra ft

1992

2002

106

140

15 ,810

34 ,535

18 ,560

40 ,540

34 ,370

75 ,075

324

535

C o n s t a n t  R a t i o  P r o j e c t i o n

2007

2012

2022

155

170

195

38 ,135

41 ,840

47 ,990

44 ,765

49 ,110

56 ,310

82 ,900

90 ,950

104 ,300

535

535

535

In c r e a s in g  R a t i o  P r o je ct i on  ( P r e fe r r ed  P l a n n i n g  Fo r ec a s t )

2007

2012

2022

155

170

195

38 ,870

43 ,400

51 ,590

45 ,630

50 ,950

60 ,560

84 ,500

94 ,350

112 ,150

545

555

575

* 2002  a n n u a l op er a t ion s  a r e  es t im a t ed  fr om  a cou s t ica l cou n t s .

P EAKING CHARACTERISTICS

Most  facility pla nning rela tes t o levels

of peak act ivity.  The following p lanning

definitions a pply to th e peak  periods:

• Pe ak Mon th  - The ca lendar  month

when peak a ircraft  opera t ions

occur .

• Des ign  Day  - The a verage da y in

the peak  month .
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• Busy  Day  - The bu sy day of a

typical week in t he peak m ont h.

• Design  Ho u r - The pea k hour

wit h in  the design  da y.

The design da y is normally derived by

dividin g the peak m onth  opera t ions by

the number  of days  in  the month .

However , commercia l act ivity is often

heavier  on  weekdays, wh ich  may

require an  adjust ment  to reflect  peak

weekda y act ivity.

It  is im por tan t  to rea lize tha t  on ly the

pea k month  is a n  absolute peak with in

the year .  Each  of the other  periods will

be exceeded a t  va r ious t imes  dur ing the

year .  However , each  pr ovide reasonable

planning  st anda rds t ha t  can  be applied

without  overbu ildin g or bein g too

rest r ict ive.

The peak  month  for  genera l avia t ion

opera t ions was est ima ted a t  10.0

percent  of annual opera t ions , which

equa tes to 7,508 opera t ions .  Forecast s

of peak mont h  act ivity have been

developed by a pplying th is percen tage

to th e forecast s of an nu al opera tions.

Design  da y opera t ions were ca lcu la ted

by dividing th e tota l nu mber  of

opera t ions in t he peak m onth  by the

number  of days  in  the month .  The

design  hour  is pr ojected as 12.0 percent

of the design  da y opera t ions.  Busy day

opera t ions were calcu lat ed a s 1.25

t imes the design  day activit y.  Table  2L

summarizes the genera l avia t ion  peak

activity forecast s.

TABLE 2L

P ea k P eriod F orec asts

Sc ap po os e  Ind u stri al Airpa rk

FORECASTS

2002 2007 2012 2022

G en er a l  Av i a t ion  O p er a t i on s

Annua l 

Peak Month  (10.0%)

Design  Day

Busy Day

Design  Hour  (12.0%)

75,075

7,508

250

313

30

84,500

8,450

282

352

34

94,350

9,435

315

393

38

112,150

11,215

374

467

45

S U MMAR Y

This chapter  has provided forecast s for

ea ch  sector  of avia t ion  dem a nd

ant icipa ted over t he plann ing period.

Exh ibit 2C p resents  a  summary of the

a via t ion  for eca st s developed for

Scappoose Indus t r ia l Airpark .  The

a irpor t  is expected to exper ience an

increase in  tot a l based a ir cra ft , annua l

opera tions, a s well as a n  increa se in

turbine-powered a ir cra ft  th rough the

planning per iod.  The n ext st ep in  t h is

study is to a ssess t he capacit y of t he

exist ing facilit ies to accommodate

forecast  demand and determine what

types of facilities will be needed to meet

th ese dema nds.
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20122002 2022

SUMMARY OF AVIATION ACTIVITY FORECASTS

1,035 
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34,535

40,540

75,075

1,165 

36,925 

780 

38,870

45,630 

84,500

1,300 

41,230 

870 

43,400 

50,950

94,350

1,550 

49,010 

1,030 

51,590 

60,560

112,150

Historical Forecasts

Single Engine

Multi-Engine

Jet

Gyrocopters
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Chapter Three

To properly plan for the future of
Scappoose Industrial Airpark, it is
necessary to translate forecast aviation
demand into the specific types and
quantities of facilities that can
adequately serve this identified 
demand. This chapter uses the results 
of the forecasts conducted in Chapter
Two, as well as established planning
criteria, to determine the airfield (i.e.,
runways, taxiways, navigational aids,
marking and lighting), and landside 
(i.e., hangars, terminal building,
aircraft parking apron) facility

requirements.
The objective of this effort is to identify,
in general terms, the adequacy of the
existing airport facilities, outline what
new facilities may be needed, and when
these may be needed to accommodate
forecast demands. Having established
these facility requirements, a

development alternative for providing
these facilities have been evaluated at
the conclusion of this chapter to
determine the most cost-effective and
efficient means for implementation.
The cost-effective, efficient, and orderly
development of an airport should rely
more upon actual demand at an airport
than a time-based forecast figure. In
order to develop a master plan that is
demand-based rather than time-based, a
series of planning horizon milestones
have been established for Scappoose
Industrial Airpark that take into
consideration the reasonable range of
aviation demand projections prepared in
Chapter Two.
It is important to consider that the 
actual activity at the airport may be
higher or lower than projected activity
levels. By planning according to

Facility Requirements/
Alternatives

3-1

PORT OF
ST. HELENS
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act ivity milest ones, t he r esu ltan t  pla n

can  accomm odat e un expected sh ifts, or

changes in  the a rea’s  avia t ion  demand.

I t  is  im por t a n t  t h a t  t h e pla n

accommodate these changes so tha t  the

Por t  of St . Helens can r espond t o

unexpected changes in  a  t imely fa sh ion .

These milestones provide flexibilit y,

wh ile poten t ia lly extendin g th is plan’s

usefu l life if aviat ion  t rends slow over

t ime.

The most  impor tan t  rea son  for  u t ilizing

milestones is tha t  they a llow th e airport

t o develop facilit ies  according  to need

genera ted by actua l demand levels.  The

dema nd-based  schedu le provides

flex ib i l i t y  in  d eve lopm en t ,  a s

development  schedu les can be slowed or

expedited  according to actua l demand a t

any given  t ime over t he pla nning

period.  The resu lta n t  plan  provides

a irpor t  officia ls with  a  financia lly

responsible and need-based  program.

Table  3A presen ts t he planning hor izon

milestones for  ea ch  act ivity demand

ca tegory.

TABLE 3A

P lan n in g H ori zo n  Activ ity  Lev e ls

Sc ap po os e  Ind u stri al Airpa rk

Curre n t

Le v e ls

Sh ort-

Term

Interm ed iate

Term

Long-

Term

Ba sed Air cra ft

Annua l Opera t ions

140

75,075

155

84,500

170

94,350

195

112,150

AIRFIELD  R EQ U IREMEN T S

Airfield requirem ents include the need

for  those facilities relat ed to the a r r iva l

and depar tu re of aircraft.  These

facilit ies a re compr ised  of the following

items:

! Runways (including safety a rea s)

! Ta xiwa ys

! Navigat iona l Aids

! Airfield Light ing and Ma rking

The select ion  of appr opr iat e Federa l

Avia t ion  Administr at ion (FAA) design

standa rds  for  the development  a nd

loca t ion  of a irpor t  facilit ies is based

pr imar ily upon the character is t ics  of the

a ir cra ft  wh ich  a re curren t ly usin g, or

are expected to use, t he a irpor t .

P lanning for  fut ur e aircra ft u se is of

par t icu la r  importance since design

standa rds  a re used t o plan  sepa ra t ion

distances between fa cilities.  These

standa rds  must  be determined  now

since the reloca t ion  of t hese facilit ies

will likely be ext remely expensive a t  a

la ter  da te.

The FAA ha s esta blished  a  coding

system to rela te a irport  design  cr it er ia

t o t he opera t iona l and physical

character ist ics of a ircra ft  expected to

use the a irpor t .  This code, t he a irpor t

r efer en ce code  (ARC), ha s t wo

componen ts:     the     fir st      component ,
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depicted by a  let t er , is the a ircra ft

a p p r oa ch  s p e e d  ( o p e r a t i o n a l

character ist ic); the second component ,

depicted by a  Roman  numera l, is  the

a irplane design  gr oup and rela tes to

a i r c r a f t  w i n g s p a n  ( p h y s i c a l

character ist ic).  Gener a lly, a ir cra ft

approach  speed applies to ru nwa ys and

runway-relat ed facilit ies, while a ircra ft

w i n g s p a n  pr im a r i ly  r e l a t e s  t o

separa t ion  cr iter ia  involving taxiways,

ta xilanes, an d landside facilities.

Accordin g to FAA Advisory Circu la r

(AC) 150/5300-13, Airport Design , an

a ircra ft ’s approach  ca tegory is based

upon 1.3 t imes it s s ta ll speed in  landin g

configu r a t ion  a t  t h a t  a ir cr a ft ’s

maximum cer t ifica ted weigh t .  Th e five

approach  ca tegor ies  used  in  a irpor t

plann ing are a s follows:

Ca t egor y A: Speed less th an  91 knots.

Ca t e gor y B: Speed 91 knots or  more,

but  less th an  121 knots.

Ca t e gor y C: Speed 121 knots or  more,

but  less th an  141 knots.

Ca t e gor y D: Speed 141 kn ots or  more,

but  less th an  166 kn ots.

Ca t e gor y E: Speed grea ter  than  166

knots.

The a irplane des ign  group (ADG) is

based upon the a ircraft ’s  wingspan .

The six ADG’s used in  a irpor t  p lanning

ar e as follows:

G r ou p  I: Up to but  not  including 49

feet .

G r ou p  II: 49 feet  up t o bu t  not

including 79 feet .

G r ou p  III: 79 feet up to bu t  not

including 118 feet .

G r ou p  IV: 118 feet  up  to but  not

including 171 feet .

G r ou p  V: 171 feet  up  to but  not

including 214 feet .

Gr ou p  VI: 214 feet  or  grea ter .

In  or der  t o det er m in e  fa cilit y

requirement s, an  ARC should first  be

determined, then  appropria te a irpor t

des ign  cr it er ia  can  be a pplied.  Th is

begins with  a  review of the type of

a ir cra ft  usin g an d expected t o use

Scappoose Indust r ia l Airpark.   Exh ibit

3A summarizes repr esenta t ive a ircra ft

by ARC.

The FAA recommends des igning a irpor t

funct iona l elements  to meet  the

requ irements of the most  demanding

ARC for  tha t  a irpor t .  Scappoose

I n d u s t r i a l  A i r p a r k  cu r r e n t l y

accommoda tes a  wide va r iety of civilian

a ir cra ft  use.  Aircr a ft  us ing the a irpor t

include sma ll single and  mult i-engine

a ircra ft , a s well a s sma ll business jets.

The major ity of t hese a ir cra ft  fa ll

with in  approach cat egories A and  B

and a irplane design  groups  I and I I. 

As determined  by the fleet  mix forecast

in  Chapter  Two, cont inu ed service by

prop-jet  a ircra ft  is expected to cont inue

throughout  the planning per iod.  The

addit ion  of the regiona l jet  in to the fleet
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mix is a lso possible, consider ing the

recent  t rend of regiona l/commuter

airlines’ t ransit ion  towards a dvanced

turboprop a ircra ft  and small regiona l

jet s to fit  their  respective ma rket n eeds.

Th is poten t ia l mix of a ircra ft  will

cont inue to place the a irpor t  in  the B-II

ca tegory.

AIRFIELD DESIGN  STANDARDS

The FAA has  es tablished  severa l

imaginary surfaces  to protect  a ircra ft

opera t iona l a reas a nd keep them free

from obstruct ions  tha t  could  a ffect  the

sa fe opera t ion  of aircraft.  These include

the obstacle free zon e (OFZ), runway

sa fety a r ea  (RSA), a n d  r u nway

protect ion  zones (RPZ).

The RSA is “a  defined su r face

surrounding the runway  prepa red or

su itable for  reducing the risk of damage

to a irplanes in  the even t  of an

undershoot , overshoot , or  an  excu rsion

from the runway.” An obs tacle free zone

is a volume of a ir space tha t  is  required

to be clear  of objects, except  for

frangible item s requ ired for  naviga t ion

of a ircraft .  I t  is  cen tered  a long the

r u n wa y a n d  e x t e n d e d  r u n w a y

center line.  The RPZ is defined as a n

area  off t he runway end to enhance the

pr otection of people and proper ty on  the

ground. The RPZ is tr apezoidal in shape

and centered  about  the exten ded

runway center line.  The dimensions of

an  RPZ a re a  funct ion  of t he runway

ARC and approach  visibilit y minimums.

Table  3B  su mmarizes the design

requ irements of th ese sa fety a reas by

a irpor t  reference code for Scappoose

Indust r ia l Air pa rk.  The FAA expects

th ese a reas to be free from obstr uctions.

As shown in  the table, the a irpor t

cu r r en t ly  m e e t s  t h e r e q u i r e d

dimensions for ARC B-II sta nda rds.  A

prin tout  of the ARC B-II  st anda rds is

pr esen ted in  the a ppen dix.

RUNWAYS

The adequacy of the exist ing runway

system a t  Scappoose Indust r ia l Airpa rk

was ana lyzed  from a  number  of

perspectives, including a ir field capacity,

runway or ien ta t ion , runway length ,

runway width , an d pa vemen t  s t rength .

From th is in format ion, requirements for

runway impr ovements  were determined

for  the a irpor t .

Airfield Capacity

A demand/capa city a na lysis measu res

the capacit y of t he a ir field configura t ion

in  order  to ident ify and  plan  for

addit iona l development  needs.  An nua l

ca p a ci t y  of a  s in g l e r u n w a y

configura t ion  norma lly exceeds 150,000

opera t ions with  a  suit able pa ra llel

taxiway ava ilable.  S ince the forecast s

for  Sca ppoose Indu st ria l Airpa rk

rema in  below 150,000 opera t ions , the

capacity of the exis t ing runwa y and

taxiway system will not  be reached , and

the a ir field will be able t o meet

opera t iona l demands.

Runw ay Orientat ion

Sca ppoose I n du s t r ia l Air pa r k  is

equipped with  a  single ru nway (Runway



Beech Baron 55

Beech Bonanza

Cessna 150

Cessna 172

Piper Archer

Piper SenecaA-I
Beech Baron 58

Beech King Air 100

Cessna 402

Cessna 421

Piper Navajo

Piper Cheyenne

Swearingen Metroliner

Cessna Citation IB-I
Super King Air 200

Cessna 441

DHC Twin Otter

Super King Air 300

Beech 1900 

Jetstream 31 

Falcon 10, 20, 50 

Falcon 200, 900

Citation II, III, IV, V

Saab 340 

Embraer 120

less than 12,500 lbs.

B-II
less than 12,500 lbs.

B-I, II
over 12,500 lbs.

Exhibit 3A

AIRPORT REFERENCE CODES

0
2
M

P
1
3
-3

A
-8

/3
1
/0

4

Note: Aircraft pictured is identified in bold type.

A-III, B-III

C-I, D-I

C-II, D-II

C-III, D-III

C-IV, D-IV

D-V
PORT OF

ST. HELENS
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15-33), wh ich  is orien ted in  a  nor th-

sou th direction .  For  the opera t iona l

sa fety and  efficiency of an  a irport , it  is

des irable for  the pr incipa l runwa y of an

a irpor t ’s  runway  system  to be or ient ed

as close as possible to the direct ion  of

the pr eva ilin g wind.  This reduces  the

impa ct  of crosswind components during

landing or  t akeoff.

TABLE 3B

Airfield Safety  Area D ime ns iona l  Standa rds (fee t)

DIMENSION S AT

SCAPP OOSE

ARC B -II

STANDARDS

Ru n w ay Safe ty  Are a  (RSA)

   Width

   Len gth  Beyond Runwa y End

150

300

150

300

Ru n w ay Object Fre e  Are a  (OF A)

   Width

   Length  Beyond Run way End  

500

300

500

300

Runw ay Obstac le  Free  Zone  (OFZ)

   Width

   Len gth  Beyond Runwa y End

500

200

400

200

Run w ay P rotectio n Zon e (RP Z)

   Inner  Wid th

   Ou ter  Wid th

   Length

   500

   700

1,000

   500

   700

1,000

Source: FAA Airport  Design  Compu ter P rogra m Vers ion  4.2D.

FAA design st anda rds r ecom mend

addit iona l runway configura t ions when

the pr imary runwa y configura t ion

provides less than  95 percent  wind

cover a ge  a t  sp eci fic cr oss win d

componen ts.  The 95 percent  wind

coverage is computed on t he basis of

crosswinds not exceeding 10.5 knots for

small a ircra ft  weighing less t han  12,500

poun ds a nd from 13 to 20 knots for

aircraft weighing over 12,500 poun ds.

No wind da ta  was a va ilable for

S ca p p oos e  I n d u s t r ia l  Ai r p a r k .

However , the Airpor t  Layou t  P lan  notes

tha t winds a t  the a irpor t  genera lly

follow the runwa y a lignmen t , with

norther ly and sout her ly winds occurr ing

wit h  approxima tely equa l frequ en cy.

Run w ay Leng th

The runway length  requirements  for  an

a irpor t  a re ba sed  on  five pr imary

factors : a irport  eleva t ion ; m ea n

maximum tempera tu re of th e hott est

month ; runway gradien t  (d ifference in

runway eleva t ion  of each runway end);

cr it ica l  aircraft t ype expected t o use the
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a irpor t ; and st age length  of the longest

nonstop t r ip dest ina t ion .  Aircra ft

per formance declines a s each of th ese

fa ct or s  in cr ea se .  S um m er t im e

tempera tures and st age lengths  a re the

primary factor s in  det ermin ing runway

length  requ irements.

The loca l air por t  eleva t ion  is 58 feet

above mean sea  level (MSL) and  the

mean ma ximum tempera ture of the

hottest  month  is 82 degrees Fahrenheit

(F).  Runwa y en d eleva t ions  va ry by

approximately 28 feet  a long Runway

15-33.

The FAA’s  des ign  software (Version

4.2D) was used to verify ru nway len gth

requirem ent s, which are su mmarized in

Table  3C.  As  shown in  the ta ble, the

FAA recommends a  min imum runway

len gth  of 4,130 feet  for  sm all a ir cra ft

(less th an  12,500 poun ds) and 4,880 feet

for  la rger  a ircra ft  usin g the facilit y.

The cur ren t  runway length  of 5,100 feet

accommoda tes most  small business jets

opera t ing a t  Scappoose Indu st r ia l

Airpark.  Th e a lt erna t ive eva lua t ion

will not  cons ider  addit iona l runwa y

len gth  for  the exist ing or  forecast  fleet

mix.

TABLE 3C

Ru n w ay  Len gt h s, FAA De sign  So ftw are

Air por t  eleva t ion . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 58 feet

Mean  da ily maximum tempera tu re of the hot test  month . . . . . . . . . . . . . . . .  82 F

Maximum difference in  runway center line eleva t ion . . . . . . . . . . . . . . . . . . 28 feet

RUNWAY LEN GTHS  RECOMMEN DED  FOR AIRP ORT D ES IGN

Sm all airplanes with  less than  10 pa ssen ger sea t s

     75 percent  of these sm all airplanes . . . . . . . . . . . . . . . . . . . . . . . . . . . 2,440 feet

     95 percent  of these sm all airplanes . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,000 feet

   100 percent  of these sm all airplanes . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,550 feet

Sm all airplanes with  more than  10 pa ssen ger sea t s . . . . . . . . . . . . . . . . 4,130 feet

Lar ge airplanes of 60,000 poun ds or less

     75 percent  of these la rge a irplanes a t  60 percent  useful load . . . . . . 4,880 feet

Source: FAA Airport  Design Computer  Progra m Version  4.2D.

Run w ay Width

The width  of the exis t ing runwa y was

also examined to determine t he need for

facility improvemen ts.  The cur rent

width  of Runway 15-33 is100 feet .  This

exceeds the 75-foot  standa rd for  a  B-II

nonprecision inst rumen t  runwa y, which

is the curren t  and fu ture ARC for

Scappoose Industrial Airpark.

Run w ay P ave me nt S treng th

The most  impor tan t  fea ture of a ir field

pavement    is   its  ability  to  withs tand



3-7

repea ted use by a ircra ft  of sign ifica nt

weigh t .  The cur ren t  st rength  ra t ing on

Runway 15-33 is 30,000 poun ds single

wheel loa ding (SWL) or 50,000 poun ds

dua l wheel loading (DWL).  The cur ren t

st rength  ra t ings on Runway 15-33 a re

sufficien t  for  t he exist ing a nd fu ture

fleet.  Over 45 percent  of all business

jet s in  the cur ren t  fleet  fa ll with in  the

B-II ca tegory an d can  be accommoda ted

on  the cur ren t  pavement .

TAXIWAYS

Ta xiwa ys a re const ructed pr imar ily to

facilita te a ircraft  movements  to and

from the runway sys tem.  Some

taxiwa ys a re n ecessa ry sim ply t o

provide access between the a prons and

the runwa ys, wh erea s other  t axiways

become necessa ry as a ct ivity increases

a t  an  a irpor t  to provide safe and

efficient  use of the a irfield.

Ta xiway width  is det ermined by t he

ADG of th e most  demanding a ircra ft  to

use the t axiway.  As previously

ment ioned, the most  dem anding a ir cra ft

to use the airfield fall within ADG II.

Accordin g to FAA design sta nda rds, the

minimum t a xiwa y widt h  for  ADG II is

35 feet .  Based upon a  r eview of the

cur ren t  a irport  layout  dr awing, all

t axiwa ys at  Scappoose Indust r ia l

Airpa rk  a re 35 feet  or  grea ter , which

will be sufficien t  th rough the pla nning

per iod.  

Th e  r u n wa y-t a x iway  sepa r a t ion

dis tance was a lso examined.  Th is

d is tance is such  t o sa t isfy t he

requirement  t ha t  no pa r t  of an  a ir cra ft

(t a i l  t i p ,  w in g t i p )  on  t h e

taxiway/taxilane center line is with in

the runway safety a rea  or  penet ra tes

the obstacle free zon e (OFZ).  Accordin g

to the Airpor t  Layout  P lan , there a re no

OFZ object  penet ra t ions  on  the a irpor t

a t  th is t ime.  The current  dist ances

between the runway center line and  the

east  and west  t axiway center lines a re

240 feet  and 225 feet , r espect ively.  The

required distance for  ARC B-II is 240

feet .

NAVIGATIONAL AND

AP P ROACH AIDS

Elect ron ic and visua l gu idance to

ar r iving a ircraft  enhance the safety and

capacity of t he a irfield.  Such  facilit ies

a re vita l to the success of the a irpor t ,

and pr ovide a ddit iona l sa fety to

passengers usin g the a ir  t ranspor ta t ion

system.

Inst rument  approaches  a re ca tegor ized

as either  precis ion  or  nonprecis ion .

Precision  in st ru ment  approach a ids

provide an  exact  a lignment  and descent

pa th  for  an  a ircra ft  on  fin a l approach to

a  r u n wa y ,  w h i le  n on pr eci s ion

ins t rument  approach  a ids pr ovide only

runway a lign ment  in format ion .  Most

e x i s t i n g  p r e ci s ion  i n s t r u m e n t

approaches in  the United  Sta tes  a re

instr um ent  landing systems (ILS).

Presen t ly, Scappoose In du st r ia l Airpark

is  ser ved wit h  t wo in st r u m en t

appr oaches:  LOC/DME Ru nway 15

(eith er  s t ra ight -in  or  circling) a nd

VOR/DME or GP S-A (cir cling only).  A

loca lizer (LOC) t r ansmit s two r adio

bea m s on  eit h e r  s ide  of, a n d

overlapping,     the    extended    r unway
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cen ter line for  horizonta l gu idance.  A

VOR provides azimuth  readings to

pilot s of proper ly equipped a ircra ft  by

t ransmit t ing a  sign a l a t  every degree t o

provide 360 individua l naviga t iona l

cou r s e s .  F r equ en t ly ,  d is t a n ce

m ea s u r in g equ ipm en t  (DME ) is

combined with  a  VOR facility to provide

d i st a n ce  a s  wel l  a s  d i r ec t ion

in format ion  to the pilot .

The LOC/DME a ppr oach  to Runway 15

provides the a irpor t  with  t he lowest

min imums, a llowing a ircra ft  to land in

inst rumen t  fligh t  ru les (IF R) weather

with  ceilings as low as 500 feet  a nd

visibilit y reduced  to one mile for  a ir cra ft

with  appr oach speeds of less t han  91

kn ots.  For  a ircra ft  with  a pproach

speeds grea ter  than  120 knots  the

visibilit y rest r ict ion  increa ses t o one

and one-four th  miles. 

The advent  of technology has  been  one

of the most  impor tan t  cont r ibu t ing

factors in  the gr owth  of the avia t ion

indu st ry.  Much of civil avia t ion  and

aerospace technology ha s been  der ived

a n d enh a nced fr om  t h e in it ia l

d e v e l op m e n t  of  t e ch n o l ogi ca l

improvemen ts for m ilita ry pur poses.

The use of orbit ing sa tellit es t o confirm

an aircraft’s locat ion is th e lat est

milita ry development  to be ma de

a va ila ble  t o t h e civil  a via t ion

community.

The FAA ha s a lready a pproved  the

pu blicat ion  of thousands of “overlay”

GPS instr um ent  appr oach procedures.

S tand-a lone GPS approaches  using the

Wide-Ar ea  Au gm en t a t ion  Syst em

(WAAS)  will  gradu a lly  be phased in  to

p r ov i d e  p r e ci s i on  i n s t r u m e n t

appr oaches.  Cur ren t  FAA gu idance has

been  included in  the a ppen dix.

AIRF IELD  MARKING,

LIGHTIN G, AND SIGNAGE

Air por t s commonly include a  var iety of

light ing and pa vement  markings to

assist  pilots u tilizing th e airport .  These

light ing sys tems and marking a ids a re

used to assist  pilots  in  loca t ing the

a irpor t  during the day, a t  n ight , during

poor  wea ther  condit ions, a nd a ssist ing

in  the ground movement  of a ircra ft .

Pave men t  Markings

Ru n wa y m a r k in gs  a r e d es ign ed

accordin g to the type of ins t rument

approach  ava ilable on  the runway.

FAA Advisory Circu lar  150/5340-1H,

Mark ing of Paved Areas on A irports,

provides the gu ida nce n ecessa ry to

design  a irport  ma rkings.  Runway 15-33

has the necessa ry markings for  the GPS

a pproach  servin g the r unwa y.  The

markings on  th is runway will suffice

thr oughout  the plann ing period.

Taxiway a nd  apron  areas  a lso require

marking.  Yellow center line s t r ipes a re

cur ren t ly pa int ed on  a ll ta xiway

surfaces a t  the a irpor t  to provide th is

guida nce to pilot s.  The paved a ircra ft

parking apr ons a lso have cen ter line

markings to indicat e the a lignment  of

t axilanes with in t hese a rea s.  Besides

rout ine main tenance of the t axiway

st r ipin g, these markings will be

sufficient  thr ough  the plann ing period.
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Airfield Lightin g

Air por t  lighting systems provide cr it ica l

gu idance to pilots du r ing n ight t ime a nd

low visibilit y opera t ions.  Runway 15-33

is equ ipped with  mediu m in tensit y

runway light ing (MIRL), wh ich  will be

adequa te throughout  the p lanning

period.

Effect ive gr ound movement  of a ircra ft

a t  n igh t  is enhanced by the a va ilability

of t axiway light ing.  Curren t ly, blue

reflectors a re in st a lled on a ll t axiwa ys

and ta xilanes.  Taxiways sh ould be

planned for m edium in ten sit y edge

ligh t ing.

Vis u al Ap pro ac h  Lig h tin g

In  most  insta nces, the lan ding pha se of

any flight  must  be condu cted in  visua l

condit ions.  To provide pilot s wit h

visua l gu idance informat ion  during

la ndin gs to the runwa y, elect ronic

visua l approach  a ids a re commonly

provided a t  a irpor t s.  Cur ren t ly,

Runway 15-33 is equipped  with  a  four -

ligh t  precis ion  approach  pa th  indica tor

(PAPI-4) sys tem on  the left  hand side of

both  ends of th e runwa y.  This will be

sufficient  thr ough  the plann ing period.

Runway end ident ifier light s (REILs)

are flash ing lights t ha t  facilita te

ident ifica t ion  of the ru nwa y end.

Runway 15 is  the only runway

pr esen t ly equipped with  REILs .

Considera t ion  should  be given  to the

addit ion  of REILs on Runway 33.

Airfie ld  S ignage

Airfield signa ge provides another means

of not ifying pilots  a s t o their  loca t ion  on

the a irport .  A system of signs placed a t

severa l a ir field in tersect ions on  the

a irpor t  is t he bes t  method a va ilable t o

provide this guidan ce.  Signs loca ted at

intersect ions of t axiways provide crucia l

in format ion  to avoid conflict s between

moving a ircra ft .  Directiona l signage

inst ruct s pilots  a s t o the loca t ion  of

taxiwa ys and t er mina l a pr ons.  At

Scappoose In dust r ial Airpa rk, ligh ted

sign s a re insta lled  a t  a ll t axiway and

ru nwa y int ersections.

LANDS IDE REQUIREMENTS

Lan dside facilit ies  a re those necessary

for  handling a ircra ft , passengers, and

freigh t  while on  the groun d.  These

facilit ies pr ovide t he essen t ia l in t er face

b e t w e en  t h e  a i r  a n d  gr ou n d

t ranspor ta t ion  modes .  The capacit ies of

the va r ious components of each a rea

were exa mined in  rela t ion  to projected

demand to ident ify fut ur e landside

facility needs.

The pur pose of th is sect ion  is to

d et e r m in e  t h e  la n d s i d e  s p a ce

requ irements for  genera l avia t ion

hangar  and a pron  pa rking facilit ies

during th e plan ning period.  In

addit ion , the t ota l surface a rea  needed

to a ccommoda te gen er a l avia t ion

a ct ivit ies th roughout  the p lanning

period is estima ted.
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HANGARS

Utiliza t ion  of hangar  spa ce var ies as a

funct ion  of loca l clima te, secur it y, a nd

owner  preferences .  The t rend in

gener a l aviat ion  a ircra ft , whet her

sin gle or  mult i-engine, is towards more

soph ist ica ted (an d, consequent ly, more

expensive) a ircraft .  Therefore, many

a ircra ft  owners prefer  enclosed  hangar

space to out side tie-downs.

The demand for  a ir cra ft  storage

hangars is dependen t  upon the number

and type of a ir cra ft  expected to be based

a t  the a irpor t  in  the future.  F or

p lanning pur poses, it is necessary to

est imate hangar  requirem ents ba sed

upon forecast  opera t iona l act ivity.

However , hangar  developm en t  sh ould

be based u pon a ctua l demand t ren ds

and fin ancia l investment  condit ions.

While a  ma jor ity of a ir cra ft  owners

prefer  enclosed a ircra ft  st orage, a

number  of based a ircra ft  will st ill t ie-

down out side (due to the lack  of hanga r

ava ilabilit y, ha nga r r ent a l ra tes, and/or

opera t iona l needs).  Therefore, enclosed

hangar  facilit ies should not  be planned

for  each  based aircraft.  At Scappoose

Indust r ia l Airpa rk, approximately 93

percent  of t he based a ir cra ft  a re

cur ren t ly s tored  in  enclosed hanga r

facilities.  In  the fu ture, it  is est ima ted

tha t the percentage of based a ircra ft

st ored in  hangars will remain  nea r  th is

percen t .

Approximately 90 percen t  of hanga red

a ir cra ft  a t  Scappoose In du st r ia l Airpa rk

are cur ren t ly s tored  in  T-ha ngar s.  The

major ity   of   a ircra ft    stored   in    these

hangar s a re single-engine.  A p lanning

s tandard of 1,200 squa re feet  per  based

a ir cra ft  st ored in T-ha ngar s has been

used to determine future T-hangar

requirem ent s.

Approximately five percen t  of hangar ed

a ir cra ft  a re stored in  convent iona l

ha ngar s, while the rem ain ing five

percent  a re stored in  execut ive ha ngar s.

Each  of these types  of hanga r s a re

designed for m ult iple a ir cra ft  storage.

Execut ive ha ngar s ar e genera lly less

t h a n  10,000  squ a r e feet , wh ile

convent iona l hangars a re gen era lly

grea ter  than  10,000 squa re feet .

As  t h e  t r e n d  t ow a r d s  m or e

soph i s t i ca t ed  a ir cr a ft  con t in u es

throughout  the plann ing per iod, it  is

impor tan t  to determine t he need for

more con ven t iona l and execu t ive

ha ngar s.  F or  convent iona l and

execut ive ha ngar s, a  p lanning s tandard

of 1,200 squa re feet  was used for  single-

engine a ircra ft , while a  pla nning

s tandard of 3,000 squa re feet  was used

for  mu lti-engines, jets, and helicopter s.

These p lanning st anda rds  recognize

tha t some of the lar ger bu siness jets

require a  grea ter  amoun t  of  spa ce.

S ince port ions  of convent iona l hangars

are a lso used  for  a ircraft  main tenance

a n d se r vicin g, r equ irem ent s  for

maintenance/service hangar  a rea  were

est ima ted usin g a  p lanning standa rd of

approximately 15 percen t  of t he tot a l

hanga r  space needs.  Futu re hanga r

requ irements for  the a irpor t  a re

summarized in  Table  3D , which

indica tes addit iona l T-ha ngar  space is

required  in  the shor t -term.
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TABLE 3D

Aircraft  Storage Re quireme nts

Sc ap po os e In du stria l Airpa rk

Future  Requirem ents

Curre nt ly

Avai lab le

Cu r re n t

N e e d

Short-

Term

Intermediate

Term

Long-

Term

Ai rc ra ft  to  be  H an g a re d 130 144 158 181

T-hanga r  Posit ion s

Execu t ive Hanga r  Posit ion s

Convent ion a l H anga r  Posit ion s

120

5

5

128

8

8

138

9

11

152

13

16

Ha ngar Are a  Re qu ire m e nts  (s .f.)

T-hangar  Area

Executive Hangar  Area

Convent iona l Hangar  Area

Tota l Main ten ance Area

129,900

31,200

40,800

30,300

141,600

13,200

12,000

26,000

149,000

20,400

20,400

28,500

160,100

21,600

27,600

31,400

176,000

30,000

40,800

37,000

Tota l Hangar  Area  (s.f.) 232,200 192,800 218,300 240,700 284,300

AIRCRAFT P ARKING AP RON

A parking apron  should  provide for  the

number  of loca lly-ba sed a ircr a ft  t ha t

a re not stored in han gars, an d for t hose

a ir cra ft  used  for  a ir  t axi and  t ra in ing

act ivity.  Pa rk ing should be provided for

it ineran t  a ir cra ft a s well.  As ment ioned

in  the previous sect ion , 93 percent  of

based a ircra ft  a t  Scappoose Indust r ia l

Airpark a re cur ren tly stored in han gars,

a nd tha t  percent age is expected to

cont inue throughout  the p lanning

period.

For  plan ning purposes, 15 percent  of

the based a ircra ft  tota l will be used to

d e t e r m in e  t h e  p a r k i n g  a p r on

requ irements of loca l a ir cra ft, du e t o

some a ircra ft  requ ir ing both  hanga r

storage and  park ing apron .  S ince the

major ity of loca lly-based a ircraft  a re

stored in  hangars , the a rea  requirement

for  par king of locally-based a ircra ft  is

smaller than  for  t rans ien t  a ircra ft .

Therefore, a  plann ing cr iter ion  of 650

square yards per a ircra ft wa s used to

determine the apron  requiremen ts for

loca l a ircra ft .

Alon g with  based a ircra ft  parking

needs, t rans ien t  a ircra ft  pa rk ing needs

mu st  a lso be con sidered  wh en

determining apron  requirements.  A

planning cr iter ion of 800 square yar ds

was used for single an d mult i-engine

it inerant  a ircraft , and  1,600 square

yards for  it ineran t  jet s .  Curren t  apron

area  a t  Scappoose Indu st r ia l Airpark

includes two pa ved  aprons  tota ling

approximately 13,300 squa re yar ds and

40 t ie-downs.  These t wo aprons a re for

both  ba sed and t ransien t  a ircra ft .

Addit iona l a ircraft  parking is  provided

in  a  tu r f parking area , which  is loca ted

west of the Runway 15 end a nd pr ovides

parking for  approximately 20 a ircra ft .

The tur f pa rking ar ea  has been  included

as par t  of the cur ren t  ava ilable apron

space an d tie-down positions.
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T ot a l  a i r cr a ft  p a r k i n g  a p r on

requ irements a re presen t ed in  Table

3E .  According to th e table, while no

addit iona l t ie-down posit ions will be

required   un t il  the  in termedia te  t erm,

addit iona l apron  area  is  required  in  the

shor t -t erm.  Th is is due to pla nning

standa rds  requir ing more square yar ds

per a ircra ft t ha n cur ren t st an dar ds.

T A B L E  3 E

A i r c r a f t  P a r k i n g  A p r o n  R e q u i r e m e n t s

S c a p p o o s e  I n d u s t r i a l  A i r p a r k

Cu rre n t ly

Av a i la ble

S h o r t -

T e r m

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

T e r m

L o n g -

T e r m

S in gle , M u lt i-E n gin e Tr a n s ien t  Air cr a ft

P os it ion s

    Ap r on  Ar ea  (s.y .)

30

24 ,000

34

27 ,200

40

32 ,000

Tr a n s ien t  J e t  Air cr a ft  P os it ion s

    Ap r on  Ar ea  (s.y .)

5

8 ,000

6

9 ,600

7

11 ,200

Loca lly -B a sed  Air cr a ft  P os it ion s

    Ap r on  Ar ea  (s.y .)

23

14 ,950

26

16 ,900

29

18 ,850

Tot a l P os it ion s

Tot a l Ap r on  Ar ea  (s.y .)

60

20 ,000

58

46 ,950

66

53 ,700

76

62 ,050

VEHICLE P ARKING

The a irport  current ly main ta ins  one

p a r k i n g  l ot ,  w h i ch  p r ov id e s

approximately 20,000 square feet  of

spa ce.  Limit ed pa rking is also provided

next  to Tra nswestern .  Veh icu la r

parking demands have been  det ermined

based on  an  eva lua t ion  of the exist ing

a irpor t  use, as well as indust ry

st anda rds, wh ich  consider  one-ha lf of

based a ir cra ft  a t  the a irpor t  will require

a  pa rking space.  As  shown in  Table

3F , addit iona l pa rking a rea  will be

requ ir ed a t  Scappoose Indu st r ia l

Airpark  through the p lanning per iod .

S U P P OR T

REQUIREMENTS

Various facilit ies t ha t  do not  logica lly

fa ll with in  classifica t ions of a ir field,

termina l bu ilding, or  genera l avia t ion

a reas have a lso been  ident ified.  These

other  a reas pr ovide cer t a in  funct ions

relat ed to the overa ll oper a t ion  of the

a irpor t , and include: a ir cra ft  rescue and

firefight ing, fuel s torage, and  a irpor t

ma inten an ce facilities.
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TABLE 3F

Veh icle  P arking  Requ irem en ts

Sc ap po os e  Ind u stri al Airpa rk

Fu ture  Requ irem en ts

Avai lab le

Sh ort-

Term

Interm ed iate

Term

Long-

Term

Design H our  Passen gers

N/A

20,000

28 31 37

Termina l Vehicle Spaces

Parking Area  (s.f.)

37

14,600

41

16,400

48

19,400

Genera l Avia t ion  Spa ces

Parking Area  (s.f.)

78

31,000

85

34,000

98

39,000

Tota l Pa rkin g Spaces

Tota l Parking Area  (s.f.)

114

45,600

126

50,400

146

58,400

AIRCRAFT RESCUE

AND  FIRE FIGHTIN G

There a re no a ircraft  rescue and

fir efigh t ing (ARFF) facilit ies loca ted a t

Scappoose In dust r ia l Airpa rk.  ARFF

services a re the responsibility of t he

Scappoose Ru r a l F ir e P r ot ection

Dist r ict , a  combina t ion  of ca reer  and

volun teer  firefight ers.  This st a t ion  is

loca ted on  Highwa y 30, a pproximately

two miles from the a irpor t .

AIRP ORT MAINTENANCE/

STORAGE FACILITIES

Current  stora ge facilities at  Scappoose

Indust r ia l Airpark include a  sm all

storage shed loca ted next  to the a irpor t

beacon.  Addit iona l storage is pr ovided

by the execut ive and convent iona l

ha ngar s.  Adequa te a rea  needs t o be

reserved for  expansion  of t hese

facilities.

FUEL S TORAGE

Scappoose In dust r ial Airpa rk h as two

fuel far ms; both  loca ted next  to

Transwes tern .  St or a ge fa cilit ies

include two underground fuel ta nks

with  a  capacit y of 10,310 ga llons of 100

LL fuel and J et  A fuel each .  Area

shou ld be reserved to a llow for

expa nsion of the fuel fa rm, sh ould t heir

dem a nds ch a n ge t h r ou gh ou t  t he

planning per iod.  P lanning sta nda rds

u su a lly r ecom m en d a  t wo-week

minimum su pply.

AIRP OR T D EVELOP MENT

ALTER N ATIVES

Once a irside and la ndside facility needs

have been ident ified for  the pla nning

per iod, the next st ep is to evalua te the

va r ious ways these facilit ies can  be

provided.  Wh ile the possibilit ies of

a lter na t ives   can    be   numerous ,   on ly
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th ose wh ich  have th e grea test  poten t ia l

for  implementa t ion  a re iden t ified.  The

a lter na t ives ana lys is  is  an  impor tan t

st ep in t he planning pr ocess since it

provides the under lying ra t iona le for

the fina l master  plan r ecomm enda tions.

Following a  review of the a irpor t

development  a lterna t ives  with  the

Planning Advisory Committee (PAC)

and the Por t  of St . Helens , a  fina l

m a s t e r  p l a n  con c ep t  w i l l  be

recommended.

BACKGROUND

Pr ior  to presen t ing a irport  development

alt ernat ives, it  is helpful to review some

of the previous a irpor t  p lanning effor t s

and the development  tha t  has occurred

d u r in g  t h e  in t e r ven in g  yea r s .

R e cou n t in g  r ecen t  or  on goin g

improvemen ts will a ssist  with  the

ident ifica t ion  of cur ren t  issues a ffectin g

f u t u r e  d e v e l o p m e n t  o p t i o n s .

Recommenda t ions included in  the 1994

Airport Layout Plan Update included:

! Purchas ing land on  both  s ides  of the

runway to a  depth  of approximately

900 feet  on eith er side of t he runway

center line in order  to provide

addit iona l land  for  the necessary

facilit ies.  (Underway on  the east

side.)

! Upgra de of a irpor t  heigh t  rest r ict ion

zones with in  the City of Scappoose

and Colum bia  County.

! Acquisit ion  of aviga t ion  easements

with in  the a reas of the FAR Par t  77

approach  surface (up the eleva t ion  of

the hor izonta l sur face).

! Establishment  of an  Airpor t  Impact

Over lay Zone one mile a round the

a irpor t , wh ich  would require a  seller

to disclose t o a  poten t ia l buyer  tha t

the pr oper ty is wit h in  one mile of

the a irpor t .

AIRFIELD ALTERNATIVES

Becau se a ir field facilit ies physically

domina te a  grea t  dea l of t he a irpor t ’s

proper ty, a ir field facility needs  a re often

t he most  cr it ica l fa ctor  in  t h e

det er m in a t ion  of viable  a i rpor t

development  a lt erna t ives.  The runway

system, in par ticula r, requires the

grea test  commitment  of land  area  and

often  impar t s the great est  in flu ence on

the ident ifica t ion  and development  of

other  a irpor t  facilit ies .  In  a ddit ion ,

FAA des ign cr iter ia  mu st  be considered

when looking at  a irfield impr ovemen ts.

These cr iter ia, depending upon the

a reas a round the a irpor t , can  often  have

a  sign ificant  impa ct  on  the a va ilability

of va r ious  a lterna t ives  which  a re

designed to meet a irfield needs.

Runw ay

The facility needs eva lua t ion , which

was complet ed ea r lier  in  th is  chapter ,

indica tes t ha t  t he runway’s cur ren t

len gth  of 5,100 feet  is sufficien t

throughout  the plann ing period and will

not  consider  addit iona l runwa y len gth

for  the exist ing or forecast  fleet  mix.  As

pr eviously ment ioned, win d coverage a t

the a irpor t  on  the runwa y meets th e

F AA’s r ecom m en ded 95 per cen t

coverage and does not ju st ify a

crosswind runway.
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Taxiways

Ta xiwa ys ar e prima rily const ructed to

facilita te a ircraft  movements  to and

from the runway sys tem.  The

ava ilability of ent rance and exit

t a xiwa ys ca n  a ffect  t h e over a ll

efficiency of the a irfield.  Taxiway

i m p r ov e m e n t s  s h o u l d  i n cl u d e

considera t ion of addit iona l en t r ance and

exit  t axiways  to provide access to fu ture

landside facilit ies on  both  sides of the

runway.  These poten t ia l taxiways  a re

ident ified on  Ex h ib it  3B .

LANDS IDE ALTERNATIVES

Lan dside facilit ies are those necessary

for  handling a ircraft , passengers, and

freigh t  while on t he groun d.  These

facilit ies provide the essen t ia l in t er face

b e t w e e n  t h e  a i r  a n d  g r ou n d

t ranspor ta t ion  modes.  The capa cities of

the va r ious components of each a rea

were examined in  rela t ion  to projected

demand to ident ify fut ur e landside

facility needs.

Exis t ing general aviat ion facilities at

Scappoose Indust r ial Airpa rk wer e

examined ear lier  in  th is  chapter .  The

exist ing twelve T-hangar  bu ildin gs at

the a irport  provide storage for  a  t ot a l of

115 a ircraft .  Curren t ly, there a re no

va cant  T-hangars ava ilable a t  the

a irpor t  and the convent iona l hangars

are a lso at  maximum capa city, which

indica tes the need  to examine the

pot en t ia l for  sh or t -t er m  fa cilit y

development .  Th is developmen t  will

likely need to take pla ce in ph ases

thr oughout  the plann ing period.

Ava i la b le  l a n d  for  im m ed ia t e

development  is limited a t  th is t ime.

The Port plan s t o cons t ruct  a  16-unit

hanga r  facility on  t he west  side of the

a irpor t  in 2004.  One a rea , which

consist s of appr oxima tely six un its,

r ema ins on  the wes t  side and  is

ava ilable for  developmen t .  In  addit ion ,

the Por t  of St . Helens h as execut ed a

Memorandum of Purchase and Sa le

Agreem ent  for  ±400 acres on t he east

side of the runway.  Appr oxima tely 60

acres of th is  proper ty will be dedica ted

for  a i rpor t  deve lopm en t .  Th e

acquisit ion  of th is proper ty will a llow

adequa te space to cons t ruct  new hanga r

facilit ies to meet  the projected  demand

thr ough  the plann ing period.

To accommodate fu ture demand in  a

smooth  and order ly progression , a ser ies

of developments will need to take pla ce

in  s tages  throughout  the p lanning

period.  Ex h ib it  3B  depict s  t he three

s t a g e s  of  p r op o s e d  l a n d s i d e

development .  The fir st  st age involves

the const ru ction of two rows of

addit iona l T-hangars  on  the east  side of

the runway to meet  t he shor t -term

dema nd levels.

However, some exist ing facilit ies will

first  need to be r emoved in  order  to

develop the proposed layout .  It  sh ould

also be noted tha t  a  4,500 square-foot

shed hanga r  and a  13,200 squa re-foot  T-

h a n ga r  ma y  a l so n eed  to be

rem oved/reloca ted.  Accordin g t o the

Airport Layout  Plan  (October  2001),

th ese two hangars lie with in t he BRL,

wh ich  is  400 feet  from the runway

center line.  These two hangars  a re

shown  on  Ex h ib it  3B .  The BRL can  be
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defined a s a  line which  ident ifies

su itable building a rea  loca t ions  on  the

a irpor t .  The BRL should encompa ss the

runway protect ion  zones, t he runway

object  fr ee a rea , t he runway visibility

zon e (an  a rea  formed by imaginary lines

connect ing the two runwa ys’ visibilit y

points), NAVAID cr itica l ar eas, ar eas

requ ired  for  t ermina l ins t rument

procedures, and  a irpor t  t ra ffic cont rol

tower  clear  line-of-s ight .

The in it ia l hangars (10-un it s ea ch) will

be developed  on  the nor th  end  of the

east  side (where the exist ing facilit ies

are to be removed) and  be configu red

pa ra llel to th e runwa y.  The dim ensions

of th ese hangars will remain consist ent

with  th e existing hangar s (10,000

square feet  each).

The second st age of developm en t  will

involve the cons t ruct ion  of addit iona l

execut ive hangars on the ea st  side of

the runway (a pproxima tely 8,000

square feet  each), as well a s an

addit iona l convent iona l hangar  on  the

west side of t he runway (approximately

17,600 squa re feet).  These proposed

hangars will provide addit iona l a ircra ft

s t or a ge  a s  well  a s  a dd it ion a l

main tenance a rea  to meet  the projected

demand levels.  The execut ive and

convent iona l hanga rs could a lso be

leased to corpora te opera tors.  This

st age of development  will a lso involve

the const ruct ion  of an  addit iona l row of

10-unit  T-hangars a long the east  side of

the runway (south  of the proposed

execu t ive ha ngar s).  Rem a in in g

consist en t  wit h  exist ing T-hangar

dimensions, these proposed  hangars

will also be bu ilt  to a  st anda rd of 10,000

square feet  ea ch  and  para llel to the

runway.

The fin a l stage of developm ent , which

will t ake p lace during the las t  t en  years

of the planning per iod, proposes an

addit iona l row of 10-unit  hangars a long

the east  side of the runway (south  of the

proposed convent iona l hangars  and

apron  a rea ).  Remain ing consisten t  with

exist ing T-hangar  dimensions, these

proposed hanga rs will a lso be built  to a

s tandard of 10,000 squa re feet  each  and

pa ra llel t o the runway.  This st age of

development  a lso proposes addit iona l

convent iona l hangars a nd a  possible

f i x e d  b a s e  o p e r a t o r  ( F B O )

(approxima tely 15,000 square feet  each)

on  the eas t  side of the runwa y.  An

apron  a rea  with  t ie-downs would a lso be

added to accommodate the proposed

ha ngar s.

While the pr oposed ha nga r develop-

ments for  Scappoose Indu st r ia l Airpa rk

exceed the pr ojected demand in  the long

t e r m , a d di t ion a l  fa ct or s  w e r e

considered.  For  ins tance, th e selected

forecast , which  was a  mid-range

forecast ,  a ssumes 195 based a ircra ft  by

the end  of the p lann ing period.

However , the h igh end of projected

based a ircraft  was  a lso examined  and

yields a s many a s 309 based a ircra ft  by

the end of the planning per iod, which

would warran t  addit iona l a ircraft

st orage.

Alon g with  the development  of the

proposed facilit ies will be th e need for

roadway access to th ese facilities.

Cur ren t ly, there is no per imet er

roadway  u t ilit y/in fr a st ructu re access to
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the sou thern  two-th irds  of the a irpor t

on  the east  side or  t o the southern  ha lf

of th e airport  on t he west side.  Exh ibit

3B  depicts t he roadwa ys a nd t axiwa ys

necessary to access th e proposed

facilities.

IN D US T R IAL BU S IN ES S

P AR K

Im media tely adjacen t t o Scappoose

Indust r ia l Airpark , the Por t  of S t.

Helens owns approximately 20 acres of

land tha t  has been  iden t ified a s h aving

poten t ia l for expa n ded bu sin ess

development .  This proper ty is zoned

Ligh t  In dust r ial (LI) and is ou tside of

FAA-regula ted ar eas of th e Airpark,

wh ich  a llows for  a  mixtu re of ligh t

m a n u fa ct u r i n g  a n d  i n d u s t r i a l

development  a s a  condit iona l use.

Access to th is site is cur rent ly provided

by Honeyman Road from th e nort hwest

and by West  Lane Roa d from the

sou theast .  West La ne Road can  a lso be

accessed from the southwest  via

Highwa y 30.

A Mast er Plan for Scappoose Airpark’s

Indust r ia l Business Pa rk  was completed

by CIDA in April 2001 and out lined a

number  of a lterna t ives.  The selected

pla n  ( P lan  G), which  was a ccepted by

the Board of Commissioners  and the

Por t  of St . Helens, is out lined in  t he

following par agra phs.

As shown on  Exh ibi t  3C, P lan  G

proposes a  number  of bu ildings for

indu st r ia l use wh ile em ph asizin g a

nort h-south  au tomobile a ccess t hrough

the Business P ark  to provide improved

separa t ion  between au tomobiles  and

aircr a ft  a long the ea st  boun da ry.  This

pla n  also recomm ends the complete

rem oval of Skyway Dr ive in order  to

a llow for  direct  access to the Business

Pa rk.

The pr oposed bu ildin g in  th is plan  may

also be shifted in order t o provide

addit iona l space, if needed, for  mult iple

and/or  la rger  a ircraft  access and

maneu verabilit y.  For  exam ple, A and B

may be sited  fur ther  apa r t  (by removing

parking su rroundin g each  bu ildin g) in

o r d e r  t o  p r ov i d e  a d d i t i on a l

maneuver ing spa ce between  them.

Sim ila r ly, bu ilding D ma y also be sit ed

fur ther  t o the nor th .  Also, each

bu ildin g may be decreased in  width

(from appr oxima tely 100 feet  to 60 or  80

feet  wide).  However , while a n a r rower

bu ildin g may work  well for  a irpla ne

m a int en a n ce, in d u st r y s t a n da r ds

dicta te an  80 t o 100-foot  wide bu ilding

as a  potent ial long ter m phased

indust r ial development  invest ment .

Another  opt ion  for  providing adequa te

access/maneuver ing space for  a ir cra ft

will be to develop bu ildings A an d C,

wh ile omit t ing bu ilding B.  This would

provide for  a  maximum  a mount  of

a ir cra ft  maneuver ing/access  space in

the shor t  t erm while preserving

bu ildin g B’s lot  for  development  in  the

fu ture.  Sim ila r ly, building E  could be

developed while building D is omitt ed.

S U MMAR Y

The in ten t  of th is chapter  has been  to

ou t line the facilities required t o meet

poten t ia l avia t ion  demands pr ojected

for    the   a irport   th rough  t he  p lanning
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hor izon  a nd  assess the a ir side and

landside developm en t  a lterna t ives.

Th is process involved a  deta iled

an alysis of shor t  and long ter m

requ iremen t s a s well as fut ure growth

poten t ia l.  Cur ren t  a irpor t  design

standards wer e considered a t  ea ch  st age

of development .

Upon review of th is repor t  by the

Planning Advisory Commit tee (PAC),

the pu blic, and P or t  officia ls, a  fina l

mast er  plan  concept  can  be formed.  The

resu ltan t  pla n  will represen t  an a irside

facility tha t  fu lfills sa fet y and design

standa rds  and a  landside complex tha t

can  be developed as dema nd dicta tes.

The proposed development  pla n  for  the

a irpor t  must  represen t  a  means by

which  the a irpor t  can  grow in  a

ba lan ced manner , both  on  the a ir side a s

well a s t he la nds ide, t o accommoda te

forecast  dema nd.  In  addition, it m ust

provide (as a ll good development  p lans

should) for flexibility in t he pla n  to

meet  act ivity growth  beyond the long

term planning per iod.  The r emain ing

chapters will be dedicated t o refinin g

the ba sic concept  in to a  fina l pla n  with

recommendat ions to ensu re proper

implementa t ion  and t iming for  a

demand-based program.
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Chapter Four

INTRODUCTION

The airport plans are one of the last steps
in developing a master plan.  They are a
pictorial representation and
summarization of the efforts made in the
master planning process. The previous
chapters on Inventory, Forecasting, and
Facility Requirements/ Alternatives and
the reviews provided by the Planning
Advisory Committee (PAC) supply the
basis for the existing and future airport
layouts that are shown in the airport
layout drawings. As was previously
discussed, the development at an airport
should rely more on actual demand
rather than a time-based forecast. The
development shown in the airport plans
reflects planned development, but the
course and timing of this development
must be carried forward as airport

activity demands rather than in the exact
form it has been presented.
The basemapping developed for the
previous master plan airport layout
drawings was used for this updated set
of drawings.  An aerial photo of the
airport is also used as a basemap when
appropriate.

AIRPORT LAYOUT
DRAWINGS

COVER SHEET

The cover sheet shows both the location
and the vicinity map for the Scappoose
Industrial Airpark.  A sheet index to the
master plan drawings is also provided
on this sheet.

Airport Plans

4-1

PORT OF
ST. HELENS
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AIRPORT LAYOUT PLAN 

 

The airport layout plan depicts the 

current airport layout and the pro-

posed improvements to the airport for 

the 20-year planning period.  The list 

of improvements and costs over the 

next 20-years are also shown in the 

Capital Improvements Projects (CIP) 

at the end of this chapter. As previ-

ously mentioned, the needs defined in 

the Facility Requirements/ Alterna-

tives (Chapter 3) and the reviews pro-

vided by the PAC were the basis for 

determining the proposed improve-

ments at the Scappoose Industrial 

Airpark. The future airport develop-

ment is shown on the airport layout 

plan as required by the FAA. The plan 

can be modified to accommodate de-

velopment as dictated by demand. 

 

One of the primary focuses for future 

improvements at the airport is contin-

ued expansion of the hangar areas. 

Proposed property acquisition on both 

the west and east sides of the airport 

allow for a significant amount of 

growth at the airport. This growth will 

occur in stages over the next 20 years 

and beyond. The process of new han-

gar construction will begin in 2004, 

with the east side property acquisi-

tion.  Several parcels on the east side 

could be acquired should they become 

available for purchase.  This would al-

low the construction of additional 

hangars as outlined in Alternative 3B. 

 

A new FBO hangar is planned for con-

struction in 2004 which will have as-

sociated apron, vehicle parking and 

fencing improvements. Initial con-

struction to prepare this FBO devel-

opment area for use will occur just 

prior to the hangar construction. Also, 

in 2004, a new hangar will be con-

structed on the west side of the air-

field, adjacent to Skyway Drive. In 

2005, a new taxilane will be con-

structed on the west side of the air-

field adjacent to the Oregon Aero han-

gar. In 2006, taxiway and taxilane 

construction is scheduled for the 

northeast corner of the airfield, along 

with the construction of a hangar on 

the west side on the airfield.  Another 

hangar will be constructed on the east 

side in 2007. The hangar construction 

will continue throughout the 20-year 

planning period with conventional and 

executive hangars being developed on 

the east side of the airport with asso-

ciated access road and taxilane con-

struction.  This development is pre-

sented in detail on the Airport Layout 

Plan and includes property acquisition 

and access road, utility, taxilane and 

apron construction. 

 

In addition to the taxilane and hangar 

development, a number of other im-

provements are planned for the air-

port over the 20-year planning period.  

In 2004, fencing improvements and 

avigation easement acquisition are 

slated to occur, along with construc-

tion of a new hangar in the northwest 

corner of the airport property. Build-

ing demolition on the northeast side is 

scheduled for 2005, along with ob-

struction removal. Airfield pavement 

maintenance improvements are 

planned for the years 2005 and 2008. 

These improvements incorporate the 

slurry seals, fog seals, striping main-

tenance, overlays and pavement reha-

bilitation recommended by PCI into 
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the Oregon Department of Aviation 

pavement maintenance program. Ore-

gon Aero plans to expand their hangar 

space during the early years of the 

planning period. This expansion is 

shown on the capital improvement 

program for 2005. Taxiway lighting on 

the east side parallel taxiway, is 

planned for 2006. Sherpa Aircraft is 

also planning construction of a new 

hangar and an additional hangar will 

be constructed on the west side of the 

airport, which is shown on the plan for 

the year 2006. In 2007, pavement 

marking maintenance is scheduled to 

occur on all taxilanes and taxiways on 

the west side of the airfield, along 

with some additional security fencing.  

 

The Port is proposing development of 

a 20-acre parcel of land just west of 

Skyway Drive. The development of the 

Airport Industrial Business Park 

would include aviation-related busi-

ness, light manufacturing and indus-

trial development and would likely oc-

cur throughout all three stages of the 

of the 20-year improvement program. 

The land for the business park is on 

airport property and would have ac-

cess to the airfield. The CIDA report 

analyzed seven layout alternatives, 

and the preferred alternative, Master 

Plan G, is shown on the ALP.  The fi-

nal development alternative is pend-

ing FAA approval. The build out of the 

business park is slated to occur over 

the next 20 years as demand dictates. 

Prior to, or in conjunction with the 

construction of the business park, ac-

cess improvements will need to be 

made for the development. The 

County has stated that the develop-

ment will require improvements of the 

intersection of Skyway Drive and 

Honeyman Road and widening of West 

Lane Road at least along the develop-

ment frontage. The County is also con-

cerned with the impact of traffic as 

West Lane Road enters into Scappoose 

to the south of the airport, but has not 

given any indication of required im-

provements at that location. The pri-

mary access to the development is 

planned off of West Lane Road, 

through the center of the business 

park. Access improvements to the site 

are shown on the ALP and in the CIP 

under the title of Industrial Business 

Park Roadway Package for construc-

tion in 2005 and 2006. This represents 

the cost for the primary access im-

provements and the widening of West 

Lane Road as presented in the CIDA 

report.  These costs could be shared 

between the Port, the County and the 

developer and include the utility im-

provements in the roadway.  Im-

provements to the intersection of Hon-

eyman Road and Sky Drive are not in-

cluded because the improvements and 

costs are unknown at this time. The 

Port and County need to further de-

velop the required improvements at 

this intersection.  

 

In addition to the roadway improve-

ments, utility improvements are 

needed for the development. All utili-

ties needed are available with the ex-

ception of gas and sanitary sewer. The 

sanitary sewer line will need to be ex-

tended from approximately 1 mile 

away (at the intersection of West Lane 

Road and Forest/Crown Z Road) up to 

the site. This improvement is shown 

for 2006. The business park will need 

a gas line to replace the propane tanks 
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currently used.  Discussions will take 

place between the Port and Northwest 

Natural Gas on how to extend service 

to the site.  Costs for this extension 

are unknown and therefore not listed 

in the CIP. 

 

During the Stage II planning period, 

years 2009 through 2013, property ac-

quisition is planned for the property 

on the west side of the airport. Exist-

ing farm buildings will be removed af-

ter this property acquisition is made 

to allow for development of the prop-

erty. Also, the parallel taxiway on the 

west side of the airport will be shifted 

15 feet to the west to meet the B-II 

separation standard. Some fencing 

and the segmented circle and wind-

cone will need to be relocated to ac-

commodate this improvement. As a 

simultaneous improvement to the 

parallel taxiway shift, new taxiway 

lighting will be installed. REILs for 

Runway 33 will also be installed dur-

ing this stage of the planning period.  

 

General airfield pavement mainte-

nance, such as overlays, fog seals and 

slurry seals are planned in order to 

maintain the existing facilities. An 

ALP update is planned for the end of 

the Stage II planning period.  This 

will allow for an opportunity to reflect 

all of the new improvements and ad-

dress any new airport needs. 

 

A portion of Honeyman Road is pro-

posed for realignment between Sky-

way Drive West Lane Road during 

Stage II. A planning-level layout for 

the intersection is shown on the ALP, 

but further evaluation needs to be per-

formed to develop the final intersec-

tion and roadway alignment. There 

are no planned or required improve-

ments for the West Lane Road and 

Highway 30 intersection. 

 

Stage III of the planning period en-

compasses the years 2014 through 

2023. In addition to all of the planned 

hangar and associated apron taxilane 

development, a new access road and 

associated utilities on the east side of 

the airport are to be constructed. Gen-

eral airfield pavement maintenance 

will need to occur, as with Stage II.  

The runway lighting is scheduled for 

an upgrade to an LED system towards 

the end of Stage III. Also at the end of 

Stage III, a Master Plan update is 

scheduled in order to address the next 

20 years of airport growth and devel-

opment. 

 

Columbia County has detention and 

water quality requirements for new 

impervious surfaces.  These require-

ments have been reviewed and ap-

proximate costs for meeting these re-

quirements have been developed. The 

costs were based on past project costs 

with similar requirements.  All new 

impervious surfaces, including, but 

not limited to taxiways and hangars, 

have planning level costs included for 

detention and water quality facility 

construction. 

 

Runway visibility minimums, runway 

protection zones, object free areas, 

safety areas and other standard air-

port dimensions are shown in the plan 

and in the runway data tables. 
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AIRPORT AIRSPACE PLAN 

 

This plan shows the Part 77 Imagi-

nary Surfaces for the ultimate layout 

of Scappoose Industrial Airpark with a 

USGS map as the background.  Air-

port imaginary surfaces consist of five 

different types of surfaces.  The sur-

faces for Scappoose Industrial Airpark 

are as follows: 

 

Primary Surface: A rectangular sur-

face with a width that varies for each 

runway (centered on the runway cen-

terline) and a length that extends 200 

feet beyond each end of the runway.  

The elevation of the primary surface 

corresponds to the elevation of the 

nearest point of the runway center-

line.  The width of the primary surface 

is 500 feet for Runway 15/33. 

 

Approach Surface: A surface cen-

tered on the extended runway center-

line, starting at each end of the pri-

mary surface, 200 feet beyond each 

end of the runway at a width equal to 

that of the primary surface and an 

elevation equal to that of the end of 

the runway; extending a horizontal 

distance of 5,000 feet at a slope of 20:1 

for visual approaches (Runway 33) 

and 10,000 feet at a slope of 34:1 for 

nonprecision approaches (Runway 15) 

to a width of 1500 feet for Runway 33, 

and a width of 3,500 feet for Runway 

15. 

 

Transitional Surface: A sloping 7:1 

surface that extends outward and up-

ward at right angles to the runway 

centerline from the sides of the pri-

mary surface and the approach sur-

faces. 

Horizontal Surface: An elliptical 

surface at an elevation 150 feet above 

the established airport elevation cre-

ated by swinging 10,000-foot radius 

arcs from the center of each end of the 

primary surface of Runway 15/33. 

 

Conical Surface: A surface extend-

ing outward and upward from the 

horizontal surface at a slope of 20:1 for 

a horizontal distance of 4,000 feet. 

 

It is ideal to keep these surfaces clear 

of obstructions whenever possible.  

The Part 77 surfaces are the basis for 

protection of the airspace around the 

airport. Obstructions to these surfaces 

are identified in the Obstruction Data 

Tables (on sheets 3 and 4), along with 

the plan to address the described ob-

structions. Obstructions to the Part 77 

surfaces were determined based on a 

review of the USGS map, a survey 

map provided by the National Oceanic 

Atmospheric Administration (NOAA) 

and the associated obstruction data 

sheet, which is based on a survey per-

formed in November of 1994.  Past ob-

struction removal and the FAA 5010 

form were also used to identify the ex-

isting obstructions. Obstruction re-

moval has been incorporated into the 

capital improvement program. When a 

tree is called out as an obstruction, in 

most cases there are a number of trees 

in the same area that will need to be 

removed. An updated obstruction sur-

vey is needed to specifically identify 

the trees that are obstructions to the 

Part 77 surfaces. 
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APPROACH ZONE PROFILES 

AND RUNWAY PROTECTION 

ZONE PLANS & PROFILES 

 

This group of drawings provides a lar-

ger scale view of the approach surfaces 

(existing and ultimate), runway pro-

tection zones and obstructions to the 

approach surfaces. 

 

 

LAND USE PLAN 

 

A land use plan has been developed 

for the airport and the surrounding 

area. This plan includes the zoning on 

and around the airport, future noise 

contours for 2007, and a table depict-

ing the zoning ordinances that affect 

or are related to the airport. 

 

Noise contours were created for both 

the existing (2003) and the ultimate 

(2007) airport plan using the FAA In-

tegrated Noise Model software pro-

gram. The approach and take-off pat-

terns of the aircraft and the number of 

aircraft operations dictate the noise 

contours. The ultimate noise contours 

are shown on the land use plan. The 

two sets of noise contours are shown 

on Exhibit 4A. These noise contours 

provide a basis for evaluation of the 

land use around the airport, which is 

discussed in greater length in the 

Land Use Compatibility section of this 

chapter. 

 

There are two of zoning ordinances 

which involve the airport, the City of 

Scappoose Public Use Airport Safety 

and Compatibility Overlay and the 

Columbia County Aircraft Landing 

Field Overlay. They are identified on 

the land use plan and discussed in 

more detail in the Land Use Compati-

bility Section of this chapter. 

 

 

LAND USE COMPATIBILITY 

 

The following section addresses the 

impact of the airport on the surround-

ing environs and the impact of adja-

cent land uses on the airport. 

 

 

RUNWAY PROTECTION ZONES 

 

Runway protection zones (RPZs) are 

trapezoidal, two-dimensional areas off 

each runway end designated to “en-

hance the protection of people and 

property on the ground”. The RPZs are 

centered on the runway centerline. 

The RPZ dimensions for each runway 

end is dependent upon the type of air-

craft and approach visibility minima. 

The Oregon Department of Aviation 

(ODA) recommends that only farm 

uses and, under limited circum-

stances, public airports, roads, park-

ing, utilities, parks/open space, and 

golf courses, be allowed within the 

airport’s RPZ.  No structures should 

be allowed within the RPZ, unless 

they are structures accessory to air-

port operations that have been ap-

proved by the FAA. New residential 

developments and public assembly fa-

cilities are prohibited in the RPZs. For 

an expanded list of limitations to uses 

within the RPZ, see the ODA “Public 

Use Airport Safety and Compatibility 

Overlay Zone.”  

 

The portion of the land within the 

RPZs for Runways 15 and 33, but out-
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side of airport property, is designated 

by the City of Scappoose as a Fish and 

Wildlife Zone. The fish and wildlife 

zone has been designated to “encour-

age the preservation of those areas 

identified as significant fish and wild-

life habitat.” This zoning is somewhat 

in conflict with the recommended uses 

in the RPZ. The primary conflicts are 

the wetlands and the bird attraction 

capability of the uses permitted in the 

zoning. The City should consider 

changing the zoning in the RPZ and 

the immediate airport vicinity to 

eliminate the land use conflicts.  

 

The Port of St. Helens needs to update 

the avigation easements for the RPZs. 

Since the shift of the runway center-

line, the existing easements don’t 

cover the entire area underneath the 

RPZs. There is an area of avigation 

easement at both ends of the runway 

that needs to be acquired. Avigation 

easements protect both the airport 

and those using the land within the 

easement areas by addressing “right of 

flight” for aircraft (including noise, 

fumes, etc.), height restrictions, limi-

tations on construction, and right to 

clear vegetation. 

 

Noise contours were created for both 

the existing (2002) and the future 

(2007) airport plan using the FAA In-

tegrated Noise Model software pro-

gram.  The approach and take-off pat-

terns of the aircraft and the number of 

aircraft operations dictate the noise 

contours.  The future noise contours 

are shown on the land use plan.  The 

two sets of noise contours are shown 

on Exhibit 4A.  These noise contours 

provide a basis for evaluation of the 

land use around the airport. 

 

Noise levels are measured in decibels 

of Day-Night Average Sound Levels or 

DNL. This measurement is then 

translated to contours, which depict 

the areas within the various DNL lev-

els. F.A.R. Part 150, summarized in 

Exhibit 4B, provides guidelines for 

noise levels around an airport. Noise 

concerns are reduced when the noise 

level is below 65 DNL. The 65 DNL 

noise contour is almost completely 

within the existing and proposed air-

port property boundary. The portions 

within the 65 DNL contour that are 

beyond these property lines do not 

have any conflicting land uses per 

F.A.R. Part 150. The 55 DNL contour 

is still reviewed by the ODA, so this 

contour has also been shown on the 

land use drawing. 

 

 

AIRPORT AIRSPACE 

OBSTRUCTION PROTECTION 

AND LAND USE COMPATIBILITY 

ADJACENT TO THE AIRPORT 

 

In general, land use concerns associ-

ated with the areas around airports 

fall into one of the following catego-

ries: 

 

! Lighting 

! Glare, Smoke and Dust 

! Bird Attractions/Landfills 

! Airspace Obstructions and Height 

   Restrictions 
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! Electrical Interference 

! Concentrations of People 

! Noise Impacts 

 

Any of these activities can create 

safety concerns for airport users and 

people on the ground or can be im-

pacted adversely by airport opera-

tions. It is important that these issues 

be addressed in the land use zoning 

and development around an airport. 

 

The Scappoose Industrial Airpark and 

the adjacent land areas are regulated 

by the City of Scappoose Public Use 

Airport Safety and Compatibility 

Overlay and the Columbia County 

Aircraft Landing Field Overlay. 

 

The City of Scappoose Public Use Air-

port Safety and Compatibility Overlay 

was based on the ODA model Public 

Use Airport Safety and Compatibility 

Overlay for an airport with instru-

ment approaches. By enacting this 

overlay zone, the City has appropri-

ately addressed the land use that is 

within their jurisdiction around the 

airport. 

 

The City of Scappoose city limits ter-

minate on the east and north sides of 

the airport property. Beyond these 

limits, the land use is under the juris-

diction of Columbia County. Columbia 

County has adopted an Aircraft Land-

ing Field Overlay protects the Part 77 

Surfaces with restrictions on height, 

lighting, glare, electrical interference, 

visibility, birds and places of public 

assembly. The primary concerns with 

the details of the overlay zone are that 

noise is not addressed and the ap-

proach surface dimensions are incor-

rect. Also, water impoundments, wet-

lands, and the RPZs are not specifi-

cally discussed. It is recommended 

that the County review the definition 

of the overlay area enacted by the City 

of Scappoose, and specifically consid-

ered addressing the shortfalls of their 

overlay definition. 

 

Land use for Round Lake is under the 

jurisdiction of Columbia County.  

Ducks Unlimited is interested in im-

proving and preserving the habitat for 

hunting.  Although Round Lake is 

outside the runway approach surface, 

it is still inside the Part 77 Imaginary 

Surfaces.  Bird attractions within the 

protected surfaces of the airport can 

increase the risk of bird strikes.  The 

County and the Port need to work 

closely on this issue to assure that im-

provements to this habitat for hunting 

are not detrimental to the airport.  

The FAA and the ODA should both be 

consulted regarding this issue. 

 

 

Obstruction Removal 

 

The obstructions and the proposed 

course for addressing those obstruc-

tions have been identified and are 

shown on airport plan sheets 3, 4 and 

5. As previously mentioned, the ob-

structions information incorporated 

into this plan was obtained from a 

USGS map, a survey map provided by 

the National Oceanic Atmospheric 

Administration (NOAA) and the asso-

ciated obstruction data sheet, which is 

based on a survey performed in No-

vember of 1994.  Past obstruction re-

moval and the FAA 5010 form were 

also used to identify the existing ob-
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structions. No survey was performed. 

The Runway 33 visual approach sur-

face is clear of obstructions. The Run-

way 15 nonprecision approach surface 

has a number of obstructions. These 

obstructions are trees and Honeyman 

Road.  

 

In addition to evaluating the Part 77 

Approach Surface, threshold siting re-

quirements, per FAA Advisory Circu-

lar (AC) 150/5300-13, Change 7, Ap-

pendix 2 were reviewed. The threshold 

siting requirements provide a basis for 

further evaluating the obstructions in 

an approach surface to determine if 

there is any need for displacement or 

relocation of the runway threshold. 

The trees identified as obstructions to 

the Runway 15 approach surface im-

pact the threshold siting surface and 

need to be removed. It appears that 

the roadway does not impact the 

threshold siting surface for Runway 

15. It is recommended that this road-

way be surveyed, in conjunction with 

the next airport improvement project, 

to confirm its location and elevation 

relative to the new runway centerline 

and approach surface. If survey of the 

roadway within the threshold siting 

surface identifies the roadway as an 

obstruction, then either the roadway 

will needs to be relocated or the 

threshold will have to be relocated or 

displaced. 

 

 

Airport Property Zoning 

 

The City of Scappoose has zoned the 

airport property as “Public Use Air-

port”. This zoning specifically protects 

the airport property from uses that 

may be undesirable or damaging to 

the airport. The ODA “Public Use Air-

port Zone” definition as provided in 

the Oregon Administrative Rule 

(OAR) 660 Division 13 was used as a 

model for this zoning definition. 

 

Columbia County has zoned the air-

port property and some of the area 

around it as Airport Industrial. 

Though their definition does not follow 

the model, it addresses the limitations 

for development in the zoning area in 

order to protect the airport. 

 

 

AIRPORT PROPERTY MAP 

 

The Exhibit A “Property Map” has 

been updated to reflect current airport 

property interests and future property 

acquisitions.  Several parcels on the 

east side could be acquired should 

they become available for purchase. 
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Exhibit 4B (Continued)

LAND USE COMPATIBILITY GUIDELINES

Where the community determines that residential or school uses must be allowed, measures 

to achieve outdoor-to-indoor Noise Level Reduction (NLR) of at least 25 dB and 30 dB 

should be incorporated into building codes and be considered in individual approvals. 

Normal residential construction can be expected to provide a NLR of 20 dB, thus, the 

reduction requirements are often stated as 5, 10, or 15 dB over standard construction and 

normally assume mechanical ventilation and closed windows year round. However, the use 

of NLR criteria will not eliminate outdoor noise problems.

Measures to achieve NLR of 25 dB must be incorporated into the design and construction of 

portions of these buildings where the public is received, office areas, noise-sensitive areas, 

or where the normal noise level is low.

Measures to achieve NLR of 30 dB must be incorporated into the design and construction of 

portions of these buildings where the public is received, office areas, noise-sensitive areas, 

or where the normal noise level is low.

Measures to achieve NLR of 35 dB must be incorporated into the design and construction of 

portions of these buildings where the public is received, office areas, noise-sensitive areas, 

or where the normal noise level is low.

Land use compatible provided special sound reinforcement systems are installed.

Residential buildings require a NLR of 25.

Residential buildings require a NLR of 30.

Residential buildings not permitted.

Source: F.A.R. Part 150, Appendix A, Table 1.

KEY

Y (Yes) Land Use and related structures compatible without restrictions.

N (No) Land Use and related structures are not compatible and should be prohibited.

NLR Noise Level Reduction (outdoor-to-indoor) to be achieved through incorporation  

of noise attenuation into the design and construction of the structure.

25, 30, 35 Land Use and related structures generally compatible; measures to achieve NLR 

of 25, 30, or 35 dB must be incorporated into design and construction of structure.
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FUNDING OF THE DEVELOPMENT PROGRAM 

 
The development program outlined in the previous table will not exclusively rely upon 
the Port of St. Helens for funding.  In fact, most public airport development projects are 
dependent on other sources for at least a portion of capital improvement funding.  In 
virtually all cases, the primary source for airport development funds is the aviation 
user. 
 
It must be recognized that long range feasibility analyses must be based on many 
assumptions.  In practice, projects will be undertaken when demand actually warrants, 
rather than in accordance with a proposed schedule developed 20 years or more in 
advance.  Further, the actual financing of capital expenditures will be a function of 
airport circumstances at the time of project implementation.  As a result, the 
assumptions and analyses prepared here must be viewed in the context of their 
primary purpose:  to examine whether there is a reasonable expectation that 
recommended improvements will be financially feasible and implementable. 
 
 
FEDERAL GRANTS 

 
The United States Congress has long recognized the need to develop and maintain a 
system of aviation facilities across the nation for the purpose of national defense and 
promotion of interstate commerce.  Various grants-in-aid programs to public airports 
have been established over the years for this purpose.  The current program is the 
Airport Improvement Program (AIP).  AIP has been reauthorized several times since 
its initial enactment in 1982.  For this analysis, it is assumed that a similar federal 
program will continue throughout the planning period, as has been the case since the 
1940s. 
 
The source for AIP funds is the Aviation Trust Fund.  The Trust Fund is the depository 
for all federal aviation taxes such as those on airline tickets, aviation fuel, lubricants, 
tires and tubes, aircraft registrations, and other aviation-related fees.  The funds are 
distributed under appropriations set by Congress to all airports in the United States 
which have certified eligibility.  The distribution of grants is administered by the 
Federal Aviation Administration (FAA). 
 
In Oregon, general aviation airport development projects that meet FAA’s eligibility 
requirements can receive funding from AIP.  Property acquisition and airfield, 
terminal, aprons, and access road improvements are examples of items eligible for 
funding.  At this time proposed Federal Legislature could make hangar and fueling 
facilities eligible for AIP funding. 
 
A primary feature of AIP funding which must be recognized and properly considered is 
that these funds are distributed on a priority basis.  These priorities are established by 
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each FAA regional office based upon the number and dollar amount of assistance 
applications.  The program provides 75 to 95 percent funding for eligible projects at 
airports around the country. 
 
The primary feature of AIP discretionary funds is that these funds are distributed on a 
priority basis.  These priorities are established by each FAA regional office based upon 
the number and dollar amount of applications received.  Since the program offers 95 
percent or more funding for eligible projects at smaller airports, it is essential to most 
public airport development programs. The AIP recently expanded its eligibility to fund 
T-Hangars and fueling facilities. This will greatly enhance the financial viability of all 
GA airports.  As a result, Scappoose Industrial Airpark will be competing with other 
airports in Oregon and the FAA Northwest Mountain Region for discretionary funds. 
 
If the funding is not forthcoming in the form of AIP grants, then projects will either be 
delayed or require funding from other sources.  Therefore, the Port of St. Helens should 
work with the FAA to solicit funding for priority projects. 
 
 
STATE FUNDING 
 
In support of the state airport system, the state of Oregon also participates in airport 
improvement projects through the Financial Aid to Municipalities (FAM).  Presently, 
the maximum yearly state contribution is $10,000. 
 
The state of Oregon also recognizes the importance of pavement maintenance by 
inspecting system airports on a three-year rotating basis.  Once identified as a 
pavement maintenance-eligible item, the state participates with the airport sponsor on 
a percentage basis to perform pavement surface improvements.  The percent of sponsor 
participation for a Category 2 general aviation airport (the designation for Scappoose 
Industrial Airpark) is 10 percent. 
 
 
LOCAL FINANCING 

 
The capital improvement program table summarizes the eligibility of the airport 
development for state and federal funds.  After consideration is given to available 
grants, the remaining costs of airport development are the responsibility of the airport 
sponsor.  For major airport development projects, this will typically require financing 
in the form of a bond program.  Ideally, a financing package is established and net 
airport operating income is utilized to retire the debt service.  The following section 
will analyze the program based upon a reasonable rates-and-charges schedule. 
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AIRPORT REVENUE ANALYSIS 

 
Operating revenues generated at Scappoose Industrial Airpark can generally be 
categorized into one of the following two primary sources: 
 
$ Activity-Related Fees 
$ Airport Leases 
 
The contribution of each of these primary revenue sources to total operating revenue at 
the airport will be examined in the following sections.  Current rates and leasing 
policies will also be examined and compared to national averages, selective airports in 
the western U.S. as well as 3 airports in Oregon and Southwest Washington that are 
comparable to Scappoose. Prior to completion of the Final Master Plan, a revenue and 
expense analysis will be presented based on the final Airport Capitol Improvement 
Program as approved by the Port Commission. 
 
 
ACTIVITY-RELATED FEES 

 
Activity-related fees are revenues generated through the use of airport facilities and/or 
services.  These fees are generally considered as revenues that are collected by the Port 
from individuals or businesses for short-term use of Port-owned and managed facilities. 
  Activity-related fees at Scappoose Industrial Airpark have been established by the 
Port of St. Helens as follows: 
 
! Open Hangar Building ......................................................... $60.00 
! East Side Ten Unit Hangar Building ................................ $100.00 
! East Side Five Unit Hangar Building ............................... $113.00 
! West Side Interior Hangars ............................................... $127.00 
! West Side End Hangars ..................................................... $150.00 
! Building (W-9) -- West Side Interior Hangar .................... $150.00 

End Hangar.............................. $170.00 
! Newest Building (W-10) -- West Side Interior .................. $165.00 
 End Hangar.............................. $185.00 
! Tie-Down Fee ........................................................................ $21.00 
! Land Lease....................................................... $0.015/sq.ft./month 

$0.18/sq.ft./year 
 
The activity-related revenues (exclusive of the land leases) were estimated at 
approximately $189,476 for FY 2002/2003.  This represented 51 percent of total 
Industrial Airpark revenues. 
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AIRPORT LEASES 

 
Other airport revenues are generated through long-term leases of buildings and land 
on the airport.  In general, these leases range from one to 30 years.  Many are adjusted 
annually based upon the current consumer price index (cpi).  Extended leases can allow 
individuals or private businesses to amortize their investments over the term of the 
lease.  Current leases on the airport are summarized below (adjustments may have 
taken place since the leases were originally collected by the consultant for this 
analysis): 
 
! Sherpa Aircraft Manufacturing ...................$4,145/month/cpi adj. 
! Oregon Aero Inc. ...........................................$3,476/month/cpi adj. 
! Composites Unlimited ..................................$2,750/month/cpi adj. 
! Sportcopter Inc..............................................$2,514/month/cpi adj. 
! TransWestern Aviation ................................................$303/month  
! Northwest Antique Airplane Club...$50/month/adjust to $75-100  
! Schrock/Bell-land lease ...................................$100/month/cpi adj. 
! Ernie Happala-pasture lease ..........................................$575/year  
! Rosanne Jones/Frank Beran-residential ..................$1,050/month 
! Keven/Tracie Feakin-residential .................................$495/month 
! Aaron Lee-land lease ....................................................$100/month 
 
In addition to the above-listed leases, the Port also derives revenue from West Lane 
and Airport Road rentals and National Weather Service.  Combined, the airport leases 
provided approximately $182,512 in revenue for FY 2002/2003.  This represented 49 
percent of Industrial Airpark revenues. 
 
Lease rates on the airport may vary by tenant based upon the condition of the facility 
being leased, the activities conducted on the site, and other factors.  No gross receipts 
are received by the Port from tenants and no fuel flowage fees are currently being 
collected. 
 
 
RATES AND CHARGES COMPARISON 

 
The objective of the rates and charges comparison is to examine existing revenue 
sources and to compare them against comparable sources from other airports and 
national averages.  While activity-related fees and leasing rates vary by airport, there 
are common practices that generally promote maximized revenue generation. 
Furthermore, by comparing market conditions and the rates charged for airport 
services at Scappoose Industrial Airpark to average rates or other comparable airports, 
potential rate adjustments may be identified for the airport. 
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National surveys are conducted annually by the American Association of Airport 
Executives (AAAE) to identify current rates and charges at airports choosing to 
participate in the survey.  Responding airports are categorized by type and size so that 
national averages can be identified for airports based upon their general size.  The 
most recent surveys received a response from nearly 350 airports, with nearly two-
thirds in the category of commercial service airports. 
 
While specific rates and charges vary by airport based upon local market conditions, 
common practices used to develop the rates tend to make them somewhat comparable 
region to region.  For this reason, local rates and charges were compared against five 
other comparable airports located in the western United States, but outside of major 
metropolitan areas. In addition, Port Staff conducted site visits and surveys of 
McMinnville and Corvallis, Oregon and Pearson, Washington Airports. Rates and 
changes were also compared with these local facilities. (see detail results in Appendix).  
 
Land leases often use a market-based approach to determine lease rates where leased 
areas and the rates charged for those areas are determined by location on the airport.  
For example, a plot of land having excellent airfield access, located proximate to the 
airport’s FBO, and having excellent landside access would be leased at a rate higher 
than other locations.  Annual adjustments to land lease rates, as well as many other 
charges, are typically based on annual changes to the consumer price index.  When 
hangars and buildings are financed by the airport sponsor, tenants are charged a rate 
that is based on ground lease rates in addition to a building rental rate.  In some cases, 
hangar development may be financed privately with the airport sponsor implementing 
a land lease for the life of amortization on the building, with reversion of the building 
to the airport sponsor following the amortization period.  These represent standard 
practices within the airport management industry. 
 
The average rates and charges from the AAAE survey, specific rates identified for the 
five comparable airports in the western US are summarized as follows: (These five 
airports are Bakersfield and Calexico, California, Flagstaff, Lake Havasu, and 
Prescott, Arizona.) 
 
Improved Ground Rental Rates 

 
! AAAE National Average    $0.23/sq.ft./year 

! Western U.S. 
Airport B     $0.24/sq.ft./year 
Airport C     $0.30/sq.ft./year 
Airport F     $0.15-0.25/sq.ft./year 
Airport L     $0.27/sq.ft./year 
Airport P     $0.22/sq.ft./year 
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! Local Airports      
  McMinnville     Not Obtained 
  Pearson     Not Obtained 
  Corvallis     $0.19/sq.ft/year 
 
! Scappoose Industrial Park   $0.18/sq.ft./year 

T-Hangar Rental Rates 

 

! AAAE National Average    $165/month 

! Western U.S. 
  Airport B     $250/month 

Airport C     $226/month 
Airport F     $230/month 
Airport L     $340/month 
Airport P     $177/month 
 

! Local Airports 
  McMinnville     $225/month 
  Pearson     $252-374/month 
  Corvallis     $136/month 
 
! Scappoose Industrial Park   $127-185/month 

Fuel Flowage Fees 

! AAAE National Average    $0.07/gallon 

! Western U.S. 
Airport B     $0.06/gallon 
Airport C     None 
Airport F     $0.07/gallon 
Airport L     $0.08/gallon 
Airport P     None 
 

! Local Airports      
  McMinnville     $0.03-0.05/gallon 
  Pearson     $0.05/gallon 
  Corvallis     $0.06/gallon 

! Scappoose Industrial Park   None 

* Information from Oregon Department of Aviation Summary November 2002 
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Tie Down Rates 

! AAAE/Western U.S. Average- A national average and detailed information from 
the 5 airports studied were not given in survey- a sampling indicated a wide 
range of rates that varied from $10-72/month. 

 

! Local Airports 
  McMinnville     $25/month 
  Pearson     $37/month 
  Corvallis     $23/month 

! Scappoose Industrial Park   $21/month 

Scappoose Industrial Airpark compares favorably to other airports in ground rentals, 
T-hangar rentals, and Tie Down rates, although the older hangar rentals are falling 
below the national average.  The Port of St. Helens would realize significant revenue 
enhancement with the collection of a fuel flowage fee. 
 
Based on the local airport survey the Port staff recommended rate increases to the Port 
Commission on July 24th, 2003. A 10% rate increase on the West 1-8 hangars and tie 
down fees was approved and went into affect on September 1st, 2003. The additional 
annual revenue generated for these new rates in over $13,000. 
 
 
OTHER FINANCIAL OPPORTUNITIES 

 
Promoting new development on the airport property will improve the airport’s financial 
opportunities.  The master plan study identifies specific infrastructure development 
projects that will allow the airport to better serve its users, including the Industrial 
Business Park and the availability of parcels for executive and corporate hangar 
development.  In addition to the projects identified in the master plan study, the Port 
of St. Helens should continue to promote additional tenant development on the airport 
property.  Although it is difficult to identify in specific detail the type of development 
that may arise at the airport, there are general categories of development that should 
be considered. 
 
 
AVIATION DEVELOPMENT 

 
Aviation development represents a two-fold means for improving an airport’s operating 
income:  direct lease rates or user fees, and revenue generated through increased 
activity on the airfield (fuel sales and/or gross receipts).  Aviation development 
opportunities for Scappoose Industrial Airpark include the development of additional 
T-hangars, executive hangars, and conventional hangars. 
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The majority of existing hangars on the airfield are owned by the Port of St. Helens 
and rented to aircraft owners at various rates depending on the size and age of the 
structure.  All available hangar units at the airport are currently leased and the 
airport maintains a hangar waiting list of aircraft owners wishing to locate on the 
airfield.  It appears that there is sufficient demand to justify the construction of 
additional hangars. 
 
New hangars will likely generate additional activity; therefore, the Port should pursue 
development of the hangars as soon as property can be readied for development.  The 
Port should take maximum opportunity of federal, state, or local economic development 
funding in facility development, even though federal participation is limited to 
infrastructure and taxiway development. 
 
 
NON-AVIATION DEVELOPMENT 

 
Where aviation development opportunities do not exist, non-aviation development may 
represent a means for generating additional revenues.  A good example is the proposed 
development of the Industrial Business Park, on a parcel which has limited access to 
the airfield.  Many non-aviation uses that develop on airport property are airport 
related, but do not necessarily need to be located on airport property.  They do so, 
based upon the availability of sites, convenience, and other market considerations. 
 
As much as practical, the non-aviation properties which develop on airport property 
should be developed in ways that enhance the air operations and support those 
functions that are directly dependent upon airport services.  The Port of St. Helens 
should give priority consideration to firms that are aviation-oriented.  However, this 
should not preclude using their available sites to attract companies in the competition 
for economic development.  Creating strong business activities near the airport will 
create beneficial effects and a favorable climate for the potential attraction of aviation-
related companies. 
 
 
SUMMARY 

 
As an essential element of the local, regional, and national transportation system, 
Scappoose Industrial Airpark functions as an economic catalyst for the local area.  As 
such, it should be developed to reflect the functional needs of the airport in the future, 
while also designating the areas which are available to enhance the local economic 
benefit of the airport.  Airport master planning efforts have attempted to maximize 
existing and future property in an efficient manner, while serving projected demands 
throughout the planning period.  These goals can only be obtained if the Port continues 
to maximize revenue potential through its rates and charges and utilizes the federal 
airport improvement program (AIP) on all eligible projects, as identified in the airport 
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capital improvement program (ACIP).  In summary, the planning process requires that 
the Port of St. Helens continually monitor the need for new or rehabilitated facilities, 
since applications for federally eligible projects must be submitted with the FAA each 
year.  The short-term program included in the ACIP will need to be updated each year 
to reflect the highest priority projects under consideration for funding. 
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AIRPORT COMPLIANCE ISSUES 

 

The FAA recommends that airport sponsors periodically review compliance issues 

with Grant Assurances made with their last FAA Grant.  Issues related to 

compliance at Scappoose Industrial Airpark include through-the-fence access to the 

airfield and rates and charges.  The following narrative discusses current FAA 

policy on through-the-fence access.  Rates and charges will be added when the 

preliminary airport capital improvement program is developed. 

 

 

THROUGH-THE-FENCE AIRPORT ACCESS 

 

There are instances when the owner of a public airport proposed to enter into an 

agreement which permits access to the public landing area by aircraft based on land 

adjacent to, but not part of, the airport property.  This type of an arrangement is 

commonly called a through-the-fence operation, whether the perimeter fence is 

imaginary or real.  It is Federal Aviation Administration (FAA) policy to discourage 

through-the-fence agreements. 

 

The obligation to make an airport available for the use and benefit of the public 

does not impose any requirement to permit access by aircraft from adjacent 

property.  On the contrary, the existence of such an arrangement has been 

recognized as an encumbrance upon the airport property itself.  Airport obligations 

arising from federal grant agreements and conveyance instruments apply to 

dedicated airport land and facilities and not to private property adjacent to the 

airport, even when the property owner is granted a through-the-fence privilege. 

 

The owner of a public airport is entitled to seek recovery of the initial and 

continuing costs of providing a public use landing area.  The owners of airports 

receiving federal funds have been required to establish a fee and rental structure 

designed to make the airports as self-sustaining as possible.  Most public airports 

seek to recover a substantial part of airfield operating costs indirectly through 

various arrangements affecting commercial activities on the airport.  The 

development of aeronautical businesses on land uncontrolled by the airport owner 

may give the through-the-fence operation a competitive advantage that will be 

detrimental to the on-airport operators on whom the airport owner relies for 

revenue and service to the public.  To avoid a potential imbalance, the airport owner 

may refuse to authorize a through-the-fence operation.  In an effort to equalize an 

imbalance of existing through-the-fence operations, the airport owner should obtain 

a fair return from off-airport operators in exchange for continuing access to the 

airport and use of the landing area. 

 

Although airports do not need and should avoid through-the-fence arrangements, 

circumstances may arise which compel an airport owner to contemplate a through-

the-fence operation.  In this situation, the airport owner must plan ahead to 



 2

formulate a prudent through-the-fence agreement and obtain just compensation for 

granting access to the airport because the airport is enfranchising a special class of 

airport users who will be permitted to exercise an exclusive through-the-fence 

privilege. 

 

In making airport facilities available for public use, the airport owner must make 

the airport as self-sustaining as possible under the particular circumstances at the 

airport.  The FAA has interpreted the self-sustaining assurance to require airport 

owners to charge fair market value (FMV) commercial rates for nonaeronautical 

uses of the airport.  In conformity with the self-sustaining principle, it would be 

appropriate to charge FMV rates to off-airport users for the exclusive privilege of 

accessing the airport through-the-fence.  In formulating a through-the-fence 

agreement, the airport owner should endeavor to establish terms that are beneficial 

to the airport.  For example, the adjacent developer or landowner should be made to 

finance the necessary improvements and maintenance of the facilities and 

infrastructure connecting the adjacent land to the airport’s landing area.  Recurring 

payments should be based on use rather than on flat rates.  Agreements should 

contain provisions allowing the airport to terminate through-the-fence access 

permits for cause. 

 

In addition, the airport owner must restrict the uses that may be made of the 

adjacent land as a condition for granting a through-the-fence privilege.  Private 

property owners must be asked to enter into agreements that prohibit public 

aeronautical commercial operations.  Simply stated, they should not be allowed to 

operate as fixed base operators (FBO) offering aeronautical services to the public.  

Such FBO operations, if allowed, would give private property operators an 

advantage over on-airport operators.  Allowing private property owners to gain a 

competitive advantage will jeopardize the economic vitality of the airport and 

impede its ability to remain self-sustaining.  Additionally, any economic advantage 

gained by adjacent property owners will diminish the economic viability of the 

airport’s own aeronautical commercial operators. 

 

Arrangements that permit aircraft to gain access to a public landing area from off-

site property introduce safety considerations along with additional hazards that 

complicate the control of vehicular and aircraft traffic.  Airport improvements 

designed to accommodate access to the airport and landing areas from an off-site 

location for the sole benefit and convenience of an off-airport neighbor present a 

substantial and continuing burden to the airport owner.  In addition, the airport 

must contend with legal, insurance, and management implications represented by 

increased costs, liability, and administrative and operational controls.  For the 

airport owner, it may become an unexpected challenge to balance airport needs with 

the increasing demands on the airport by off-airport users. 

 

It is FAA policy to strongly discourage any agreement that grants access to public 

landing areas by aircraft normally stored on adjacent property.  Airport owners 
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must guard against any through-the-fence operation that can become detrimental to 

the airport and threaten its economic viability.  Any agreement for a through-the-

fence operation must include provisions making such operations subject to the same 

federal obligations as tenants on airport property.  Furthermore, the airport owner 

must ensure that the through-the-fence operators contribute a fair share toward the 

cost of the operation, maintenance, and improvement of the airport and that they do 

not gain an unfair economic advantage over on-airport operators. 
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