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he Master Plan for Bishop Airport was undertaken by the County of
Inyo to outline a long-range, orderly direction for airport development
and to provide a safe, efficient, economical, and environmentally
acceptable air transportation facility. The study was funded jointly by the
Federal Aviation Administration (FAA) and the County of Inyo. Technical
work was undertaken by Coffman Associates, Inc., with offices in Kansas
City and Phoenix.

In addition to consultant and County staff, several members of the
community were identified to serve with federal and state
representatives on a Planning Advisory Committee. The committee
reviewed working papers and met with the consultant on several
occasions to provide valuable input throughout the development of the
plan. The final plan presents a well coordinated effort, and reflects the
direction provided by this diversified group.

The Master Plan updates a study which completed for the airport in 1978.
The aviation industry and the rules governing airports have changed
significantly since that study was completed. Therefore, it was necessary
to develop new forecasts of long-range aviation demand, examine the
facility’s compliance with current FAA regulations, and outline a
development program which is financially feasible and environmentally
compatible with the area. Major elements of the plan were completed
over a 12-month period. The final working papers were coordinated with
the Planning Advisory Committee in September 2001.
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AVIATIO N  D EMAND

FO R ECAS T S

The County of In yo recognizes the need
to maint a in, develop, and opera te the
a ir por t  for  t h e pu blic ben efit .
Therefore, the ability of the exist ing
facility to meet  changing demands wa s
exam ined by first  pr epa r ing rea sonable
est ima tes of fu ture avia t ion  demand.
Forecast s were prepared  for  severa l
indicat ors, including annua l opera t ions
(takeoffs an d landings), itinera nt  vs.
loca l act ivit y, peak period opera tions,
a nd th e tota l num bers an d types of
a ir cra ft  based a t  the a irport .  In
a dd it ion , t h e com m er cia l a ir line
potent ia l wa s eva lua ted, t aking into
considera t ion  th e schedu led passenger
t ra ffic which wa s experienced at  t he
a irpor t  in  the past , and the loca l
popula t ion .  While serving as t he ba sis
for  the eva lua t ion  of facility needs , the
forecast s were a lso used to assess
exist ing and future n oise exposure
im pa ct s.  Th e a djacent  exh ibit
summar izes the forecas ts which  were
completed  for  the mas ter  planning
process.

R ECO MMEN D ED

D EVELO P MENT  P R O GR AM

A program for  the order ly development
of the a irpor t  has  been  prepared  and
presen ted in  the master  p lan , and
repea ted on  the a ccompa nying exhibit .
In  2001, the Coun ty init iat ed th e
cons t ruct ion  of a  new termina l and
restauran t , schedu led for  complet ion  by
ea r ly 2002.  Th is will crea te a n  en t irely
new in ter face for  user s of the facility,
and a  new “fron t  door” to the a rea .

With in  the first  five year s of the pla n ,
severa l project s a re r ecommended,
includin g: t axiway reconst ruct ion , new
water  service and hydra nts, new
a ircra ft  st ora ge h angars, r unwa y end
ident ifica t ion  lights, an d new access
roads to developmen t sites.  Dur ing the
in termedia te year s of the plan , new
ramp a reas a nd t axiways will be
const ru cted, and a  new a ccess  road will
be developed in to the a irpor t  from Wye
Road.  In  the long t erm, plans reflect  an
ext ension  of the pr imary runway to
8,900 feet , runwa y a pproach ligh t ing, a
new fire t ruck a nd building, and new
naviga t iona l a id equ ipm en t .  Through -
out  th e plan  period, th e business park
infras t ructure will cont inu e to be
developed in  th e sout hwest  quadran t  of
the a irpor t .

T h e  p la n  a ls o a d dr es s e d  t h e
requ irem ents of Federa l Avia t ion
Regu la t ion  Par t  139, with  which  the
a irpor t  would be requ ired t o comply if
schedu led a irline service is resu med.
Each  specific sect ion  under  Par t  139
was eva lua ted to provide the County
with  the imm edia te an d on -going
requirements of th is regu la t ion .

Cost  est ima tes were prepa red for  each
development  item , a lthough more
deta iled est ima tes will need to be
prepa red as project s a re pr epar ed for
bid.  Based upon t he prelimina ry cost
estima tes, complete implementa t ion  of
t h e pla n  will t a ke a  fin a n cia l
commitment  of $16 million.  A high
percentage of the progra m cost s will be
eligible for  fundin g ass ist ance t hrough
the Airpor t  Improvement  Program, a
gran t -in -a id program admin ist ered by
the FAA which is funded with  avia t ion
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t icket  and fuel tax receip ts.  For  more
d e t a i l e d  i n for m a t i on  on  t h e
recommendat ions of the study, r efer  to
the fin a l t echnica l repor t  on  file wit h
the Public Works Depar tmen t  in
Independence and in  the Airpor t
Manager’s office a t  the Bishop Air por t .

IMP LEMEN T AT IO N

Successfu l implem enta t ion  of the pla n
will requ ire t ha t  the County of In yo
remain  flexible to respond to unforeseen
dema nds, while cont inuing to satisfy
sa fety and design s tanda rds imposed by
the   Federa l   Avia t ion   Administ ra t ion .

New mapping and capit a l pr ogramming
will pr ovide a  viable p la t form for  fu ture
upda t es, which  is a  necessity when
receiving federa l gran t s on  an  annua l
basis.

In  sum ma ry, th e plan ning process
requires tha t  the County of Inyo
con t inua lly monitor  the need for  new or
r e h a b i l i t a t e d  fa c i l i t i e s ,  s i n ce
applica t ions (for  federa lly eligible
projects) must  be submit t ed with  the
FAA each year .  The sh or t -term (5-year )
program included in  the master  plan
will need  to be updated  each  year  to
reflect  the h igh est  pr ior ity projects
under  considera t ion for  fundin g.
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he initial step in the preparation of the Airport Master Plan for Bishop
Airport is the collection of information pertaining to the airport and the
area the airport serves. This chapter assembles collected information
which will be used in subsequent analyses in this study. Within this
chapter is an inventory of existing airport facilities, area airspace, and air
traffic control. Additionally, background information regarding the
regional area is collected. This includes information regarding the
airport’s role in regional, state, and national aviation systems, surface
transportation, and population. This information was obtained through
on-site inspections of the airport, interviews with County staff, airport
tenants and documents provided by the Federal Aviation Administration
(FAA), CALTRANS, Inyo County, and the City of Bishop.

BACKGROUND

Inyo County, an Indian name meaning “dwelling place in the great
spirit”, was formed in 1866. Inyo County contains remarkable
topographic features not often found. Within the county lines is the
highest and lowest point in the contiguous United States. Inyo County is
home to natural scenery that brings millions of visitors yearly.

Inyo County contains several cities located along U.S. Highway 395:
Bishop, Lone Pine, Big Pine, and Independence, the county seat, are the
primary communities. Bishop is located at the intersection of U.S.
Highways 6 and 395. The City is a major commercial center for the
County.

T
I N V E N T O R Y

1-1
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Bishop Airpor t  is  loca ted  on  a  831 acre
site, approximately 2 miles east  of the
Cit y, a long Poleta  Road.  As shown on
Exh ibit 1A, the a irpor t  en t r ance road
int ersect s with  Poleta  Road, wh ich
provides pr imary access to the a irpor t
site.

Presen t ly, the Bishop Airpor t  p roper ty
is  own ed b y t h e Los Angeles
Depar tment  of Wat er  and Power
(LADWP) bu t  lea sed t o th e County of
Inyo for  da ily opera t iona l management ,
m a in t e n a n ce  a n d  d e v e lop m en t .
LADWP and In yo County execu ted  the
or igina l lea se a greem en t  in  1929.  The
lease agreem ent  is the formalized
agreem ent  for  the opera t ion  of Bishop
Air por t .  Responsibilit y for  opera t ion  of
the a irport  ha s been delegat ed to the
Inyo County Depar tment  of Public
Works.

AIRP O R T  FACILIT IES

Air por t  facilit ies can  be funct iona lly
classified int o two broad ca tegor ies:
airside and la ndside. The a irside
ca t egor y includes t h ose facilit ies
direct ly a ssociat ed wit h  a ir cr a ft
opera tions. Th e la ndside ca tegory
includes facilities necessar y to provide
a  sa fe t r ansit ion  from su r face t o a ir
t ranspor ta t ion  and facilit ies suppor t ing
both  landside an d airside opera tions.

AIRSIDE FACILITIES

Airside facilities include runwa ys,
t a x iw a y s , a i r p or t  l igh t in g a n d
naviga t iona l aids. Airside facilit ies were
pr eviously ident ified on  Ex h ib it  1A.
Table  1A su mmarizes a irside facility
da ta .

Runw ays

There a re three runways  ava ilable for
use a t  Bishop Airport : Runway 12-30,
Runway 16-34, an d Runway 7-25.
Runway 12-30 serves a s t he pr imary
runway.  I t  is 7,498 feet  long, 100 feet
wide, and or ien ted in  an  nor thwest -
southeas t  direct ion .

Runway 12-30 is const ru cted of a spha lt
and has a  pa vemen t  single wheel
loadin g (SWL) st ren gth  ra t ing of 70,000
poun ds, 110,000 pounds du a l wheel
loa din g (DWL), and 200,000 poun ds
dua l t andem wheel loading (DTWL).
Th e r u n wa y h a s 10-foot  pa ved
shoulders.

Runway 16-34 is or ien ted  in  a  nor th-
sou th dir ect ion  and is 5,600 feet  long
and 100 feet  wide.  Runway 16-341

serves as a  crosswind runway for
Runway 12-30.  Runway 16-34 is
const ructed of a sphalt  with  a  porous
fr ict ion  cour se and has a  pavement
st rength  ra t ing of 100,000 pounds SWL,
140,000 DWL, and 240,000 poun ds
DTWL.

Runway 7-25 is orient ed in a  east -west
dir ect ion  and  is  cons t ructed  of aspha lt
and has  a  SWL s t rength  of 40,000
poun ds, 56,000 pounds  DWL, and
98,000 poun ds DTWL 1.

1
 S in gle  wh eel  loa din g refe r s  t o t h e

des ign  of cer t a in  a ir cr a ft  la n d in g gea r  w h ich

h a ve a  s ingle  wh eel  on  each  m a in  la n din g gear

s t r u t . D u a l w h eel loa d in g r efer s  t o ce r t a in

a ir cr a ft  la n d in g g ea r  w h ich  h ave  tw o wh ee ls  on

ea ch  m a in  la n din g gear  s t r u t .   Du a l  ta n dem

wh eel loa d in g r efer s t o cer t a in  a ir cr a ft la n d in g

gear  w h ich  h a ve  fou r  w h ee ls on  ea ch  m a in

la n d i n g ge a r  st r u t .
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Exhibit 1A
AIRPORT FACILITIES
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Runway 7-25 a lso serves a s a  crosswind
runwa y.  In  th is manner , Runway 7-25
provides an  a lter na te landing su r face
for  a ircra ft  when condit ions  a re not
favorable t o lan ding on  Runway 12-30.

Gen era lly, a ircraft  land  direct ly in to the
wind and have lit t le tolerance for  wind
flowing perpendicular  to the t ra vel of
the a ircra ft  (defined as a  crosswind).

T A B L E  1 A

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

R u n w a y  7 -2 5 R u n w a y  1 2 -3 0 R u n w a y  1 6 -3 4

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

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

5 ,566

100

7 ,498

100

5 ,600

100

R u n wa y S u r fa ce

S u r fa ce Tr ea t m en t

     C on d it ion

Asp h a lt

N on e

G ood

Asp h a lt

P or ou s  F r ict ion

Cou rse

G ood

Asp h a lt

P or ou s  F r ict ion

Cou rse

G ood

R u n wa y Loa d  Bea r in g

S t r eng th  (poun ds )

S in gle W h ee l Loa d in g

Du a l  Wh eel

Du a l  Tan dem  Wh eel

40 ,000

56 ,000

98 ,000

70 ,000

110 ,000

200 ,000

100 ,000

140 ,000

240 ,000

P a ve m en t  E d ge  Lig h t in g

R u n wa y L igh t in g

Ta xiw a y L igh t in g

M I R L

M I T L

H I R L

M I T L

H I R L

M I T L

Ap p r oa ch  A id s n on e VAS I VAS I

T r a ffic P a t t er n le ft  a t  1 ,000  ft .

AG L

left  a t  1 ,000 fee t

AG L

left  a t  1 ,000 fee t

AG L

Ru n wa y P a vem en t  M a r kin gs N on pr eci s ion

in s t r u m en t

N on pr eci s ion

in s t r u m en t

N on pr eci s ion

in s t r u m en t

Ta xiw a y,  Ta xi la n es , Ap r on

P a vem en t  M a r kin gs C en t er lin e  (p a r t ia l), T ie d ow n

I n st r u m en t  Ap pr oa ch

P rocedu res

VOR/DM E  Rwy 7-25 , Rwy 12-30 , an d  Rw y 16-34

Oth e r  F ac il it i e s  Air p ort  Be a con , Seg m en t ed  Cir cle, Win d  Sock , Win d  Te e, ASO S ,

VO R -D M E

M I RL -M e diu m  I n t en s it y R u n w a y  L ig h t s

H I R L  - H i gh  I n t e n s it y R u n w a y  L ig h t s

M I TL  - M ed iu m  I n t en s it y T a xiw a y  Lig h t s

VAS I -Vis u a l Ap p r oa ch  S lop e In d ica t or

AGL-Above Gr ou n d Level

ASOS  - Airp or t  Su rface  Obser va t ion  Sys t em

Sour ce :  Airp or t  Ma s te r  Record s ,  U .S .  Term ina l  Pr ocedu res ,  Sou th wes t  Volum e 2  of 2 .
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Helipads

There a re five helipads loca ted at
Bishop Airport .  The first  helipa d is
loca ted nor th  of the wes t  end of the
apron  and is 40 feet  by 40 feet .  The
second helipa d is  loca ted sou thwest  of
the Taxiway C/Taxiway B in tersect ion .
Th is helipa d is  la rger , mea su r ing 100
feet  by 100 feet .  The r em ain ing 3
helipads a re loca ted  wes t  of the FedEx
facility south  of Taxiway B.  These
helipads a re for  milita ry use primar ily
but  a r e used for  overflow when
necessa ry.  Addit iona lly, t h is a r ea  is
a lso used a s a n  overflow t iedown a rea .

Taxiways

The taxiway sys tem a t  the a irpor t  is
ident ified on  Ex h ibit  1A.  Ta xiwa y A
serves a s t he fu ll-length  pa ra llel
taxiway for  Runway 12-30. Taxiwa y A
is loca ted 400 feet  southwest  of Runway
12-30. Taxiway A is 50 feet  wide.
Taxiway B ext ends eas t  from the
southern  end of Taxiway C to in tersect
with  Taxiway A.  Taxiwa y B is 50 feet
wide.

Taxiway C exten ds nort h  from t he west
end of Ta xiwa y B crossing the thresh old
of Runwa y 7 t o Taxiwa y A.  Taxiwa y C
is 50 feet  wide. Taxiway D extends
between the Run way 12 and Runway 16
th resholds.  Taxiway D is 50 feet  wide.
Taxiway E extends between the
Runway 25 and Runway 30 th resholds.
Taxiway E is 50 feet  wide. Ta xiwa y F
ext ends between t he Run way 16-
34/Runway 7-25 int ersect ion a nd t he
a ir cr a ft  t iedown  a pr on , cr oss in g
Runway   12-30.   Ta xiway  F   is 50  feet

wide.  Taxiway G ext ends southwest
from t h e Ta xiway C/Ta xiwa y B
in tersect ion  leading to a  helipad.
Ta xiway is G is 50 feet  wide.  Taxiway
H serves as a  pa ra llel t axiway for
Runway 16-34.  Taxiway H  is loca ted
350 feet  west  of Runway 16-34.
Taxiway H is 50 feet  wide.

Airfield Lightin g

Airfield light ing systems extend an
a irpor t ’s usefu lness in to per iods of
dar kness and/or  poor visibilit y. A
var iety of ligh t ing syst ems a re inst a lled
a t  the a irpor t  for  th is pu rpose. These
ligh t in g system s, ca t egorized by
funct ion , ar e summarized a s follows:

Iden t i ficat ion  Light ing: The loca t ion
of an  a irport  a t  n ight  is u n iversa lly
indica ted by a  r ot a t ing beacon. A
rota t ing beacon project s two beam s of
ligh t , one white and  one green , 180
degrees apar t . The rot a t ing beacon  a t
the a irport  is loca ted on  t he sout hwest
s ide of the t iedown apron .

Runw ay a n d Ta xiw a y  Lig h tin g:
Runway and taxiwa y ligh t ing u t ilizes
ligh t  fixtu res placed near  the pavemen t
edge to define the la tera l lim it s  of the
pavement . Th is light ing is essen t ia l for
sa fe opera t ions  dur ing n ight  a nd/or
t imes of low visibility in order  to
ma in ta in  safe and  efficien t  access to
and from the run wa y and a ir cra ft
parking a rea s. Ru nwa y 7-25 is equ ipped
with  medium in ten sit y runwa y ligh ts
(MIRL). Runway  12-30 a nd Runway
16-34 a re equipped with  h igh  in tensity
runway light s (HIRL).
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Taxiw ay Lightin g

All pa ra llel t a xiways ar e light ed.
Perimet er t axiways a re n ot  light ed.

Airfield  S ig n s: Ligh ted a ir field sign s
are ins ta lled at  a ll ta xiway and runway
inter sections. Air field ident ifica t ion
sign s ass ist  pilots in  ident ifying t heir
loca t ion  on  the a irfield and direct  them
to their des ired loca t ion . Light ed
a ir field signs a lso indica te pavemen t
st rength  limita t ions on  cer ta in t axiway
segments a t  the a irpor t .

Vis u al Approach Light ing: A visua l
approach  slope indica tor  (VASI) is
ins ta lled a t  both en ds of Runway 16-34
and Runway 12-30.  The VASI consist s
of a  configura t ion  of ligh ts  near  the
runway t h reshold which enables pilot s
to determine whether  they a re above or
below the designa ted descent  pa th  to
the en d of the runwa y.

Pave men t  Markings

P a vem en t  ma rk ings aid in  t he
movemen t  of a ircraft  a long a irpor t
su r fa ces  a nd ident ify closed or
hazardous a reas  on  the a irpor t . The
non-pr ecision  markings on  Runways 7-
25, 12-30, an d 16-34 ident ify th e
r u n w a y  ce n t e r l i n e ,  t h r e s h ol d ,
design a t ion , and  a ir cra ft  holdin g
posit ions.  Ta xiway and a pr on  taxilane
center line mark ings a re provided to
assist  a ircra ft  using th ese a irport
sur faces. Pavement  ma rk ings also
ident ify a ircra ft  pa rking posit ions.

LANDS IDE FACILITIES

La ndside facilit ies inclu de a ircra ft
storage facilit ies , a ircraft  parking
apr ons, and  suppor t  facilit ies  such  as
fuel st orage a nd  a irpor t  main tenance
facilities. With in  th is discussion  is a
summary of gener a l avia t ion  services
provided a t  the a irpor t .  Lan dside
facilit ies a re ident ified on  Exhibits  1A
an d 1B .

Aircraft  Parking Apron

The a ircraft  parking apron  a t  Bishop
Air por t  is  cons t ructed  of concrete and
encompasses appr oxima tely 42,000
square ya rds , pr oviding spa ce for
a ir cra ft  movement  and  loca l and
t rans ien t  a ircra ft  t iedowns.  Approxi-
mately 35 a ircra ft  t iedowns  are
ava ilable for  a ircraft  parking.

Gene ral Aviat ion Terminal
B u ild in g  a n d S e rv ic e s

The gener a l avia t ion  termina l bu ild ing
is locat ed along th e sout hwest edge of
the a ircraft  parking apr on, nort hwest  of
the T-ha ngar s.  Th is bu ilding is in  poor
condit ion  and en compa sses a pproxi-
mately 2,240 square feet .  Spa ce is
provided with in  the building for  gener a l
office facilit ies and a  small r estauran t .

The County of Inyo is  the primary
tenant  of the termina l bu ildin g.
Hangar  One occupies a  small office used
for  t ra in ing.
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A sma ll restaurant  ca lled the Air por t
Café also occupies a  por t ion  of the
termina l bu ildin g.

The County of In yo provides fuel
services a t  the a irpor t .  There a re fast -
pay pumps a nd fuel tr uck ser vices
available.

Hangar  One is th e pr imary pr iva te
provider of ser vices t o genera l avia t ion
a ir cra ft  a t  Bishop Airport .  Hangar  One
provides aircraft m ain ten an ce, sales,
ren ta ls, fligh t  t r a in ing, char ter , and
glider t ow services.

Owens Va lley Aviat ion  provides a ir cra ft
ma in t enance services  for  genera l
aviat ion cust omer s.

S ier ra  Avia t ion  provides Life F ligh t
services from Bishop Airport .

Aircraft S to rag e  Han ga rs

A l a r g e  c on v e n t i o n a l  h a n g a r
(approximately 26,000 square feet  in
size) is loca ted on  the southeas tern  edge
of the a ir craft  parking apron . The
bu ildin g was const ructed in la te 1977
and is in  fair  condit ion.  Th is h angar  is
used for  office space and a ir cra ft
st orage. Curren t  occupants of the
hanga r  include Sierra  Avia t ion , Owens
Valley Avia t ion , and severa l pr iva tely
owned a ircra ft .  There a re a  tota l of 16
county-owned a ircraft  s torage hangars
(tota ling approximately 86,000 squa re
feet ) loca ted a long the southern  edge of
the apr on, ea st  of the t ermina l bu ildin g.
These hangar s provide space for  52
a ircra ft .  There is  cur ren t ly a  wait ing
list of 35-40 a ircra ft  for  hangar  spa ce.

Aircraft  Rescue
a n d F ire fig h tin g

The Coun ty of Inyo ma in t a ins a  sm all
F ire House/Main ten ance bu ildin g to
s t or e  f i r e f i g h t i n g  e q u i p m e n t .
F irefigh t ing services a re provided by
volun teer firefight ers.

Airport  Maintenance

All main tenance act ivit ies  a t  the
Air por t  a re h andled by the County of
Inyo s ta ff.  The County keeps a  snow
plow, a sweeper vehicle and two pickup
tru cks on  sit e for  day t o day
maint enance.

Fuel  Storage

All aircraft fuel stora ge facilities at
Bishop Air por t  a re loca ted east  of the
t ermina l building.  Fuel st orage tota ls
24,000 gallons a nd includes 12,000
ga llons for  J et -A fuel and 12,000 ga llons
for  100LL fuel in  separa te t anks. All
fuel st orage t anks a re loca ted above-
ground.  The fuel s torage tanks a re
owned by t he County of Inyo a nd
opera ted by the County.

Fuel is dispensed t hr ough a  s ta t ionary
fuel islan d loca ted adjacent  to the fuel
storage tanks.  Mobile fuel delivery is
also ava ilable for  both  J et -A and 100LL
fuel.  A 2,000 ga llon  fuel tr uck is u sed
for  J et -A delivery.  A 1,200 ga llon  fuel
t ruck used for  the delivery of 100LL
fuel.  The fuel t a nks were inst a lled in
1998 and a re in  excellen t  condit ion .
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Exhibit 1B
LANDSIDE FACILITIES
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P e rim e te r F e n cin g

A four-foot  barbed-wire fence runs the
ent ire per imeter  of Bishop Airpor t .
Th is fence does not  provide secur ity for
t h e airport  bu t  est ablishes t h e
bounda ry of a irport  pr oper ty.

U ti li ti es

Elect r ica l power a t  the a irpor t  is
provided by Southern  Californ ia E dison.
Wa ter  and sewer  services a re provided
by on-site services: sept ic sys tem for
sewa ge and a  well for wa ter su pply.
The wa ter  and san ita ry sewer  services
are provided by on  sit e services (Sept ic
system for  sewage an d well for  wa ter
su pply).  Phone service is provided by
Ver izon .  P ropa ne services a re provided
by local vendors.

Au t om a te d  Su rfa ce
Ob se rv a ti on  S y st e m

An Automated Sur face Observa t ion
System (ASOS) is  insta lled a t  Bishop
Air por t . The ASOS provides au tomated
avia t ion  weather  observa t ions  24 hours
a  day. The system upda tes wea ther
observa t ions every minute, cont in-
uously repor t ing significant  weather
changes as they occur .  The ASOS
system report s cloud ceiling, visibilit y,
t empera ture, dew poin t , wind direct ion
and speed, a ltim eter  set t ing (barometr ic
pr essu r e), an d  dens it y a lt it u de
(p res su r e a lt it ude  cor r ect ed  for
nonst anda rd t empera ture).

The ASOS is  loca ted  nor th  of Runway
12-30 and ea st  of Runway 16-34.

Airport  Ten an ts

The following list  summarizes the other
non-avia t ion  rela t ed orga n iza t ions
and/or  businesses which  a re a lso loca ted
a t  Bishop Air por t .  The loca t ion  of each
of th ese organ izat ions/businesses  were
previously ident ified on  Ex h ib it  1A and
Ex h ib it  1B .

Airp ort  Café
Ha n ga r On e
U.S . Weather Serv ice
We st ar Ca ble
Fe dEx
Sierra  Aviat ion Life  Fl ight
Ow ens  Valley  Aviat ion
U.S . Fores t  Serv ice
B a tc h e ld e r E n te rp ri se s

NAVIGATIONAL AIDS

Naviga t iona l a ids a re elect ronic devices
tha t t ransm it  radio frequ encies which
pr oper ly equipped aircra ft  and pilot s
t ransla te in to poin t -to-poin t  gu idance
and posit ion  inform at ion. The types of
electr onic navigat iona l a ids ava ilable
for  a ircra ft  flying t o or  from Bishop
Airport  inclu de a  very h igh  frequency
omn idir ectiona l range (VOR) facility.

The VOR, in  genera l, provides azimuth
rea din gs to p ilot s  of proper ly equipped
a ir cra ft  by t r ansmit t ing a  r adio signa l
a t  every degree t o provide 360
ind ividua l n a viga t ion a l  cou r ses .
F r equ en t ly,  d i s t a n ce  m ea s u r in g
equipment  (DME ) is combined with  a
VOR facility (VOR-DME) to pr ovide
d is t a n ce  a s  we l l  a s  d i r ec t ion
in format ion  to the pilot .  Ex h ib it  1C
depict s  the  loca t ion  of the Bishop VOR-
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DME in  rela t ion  to Bishop Airpor t .  Due
to loca l ter ra in , th e Bishop VOR is of
limited va lue a t  low a lt itudes.  Loran-C
is a  ground-based enrou te naviga t iona l
a id wh ich  u t ilizes a system of
t r a n sm it t er s  loca t ed  in  va r iou s
loca t ions across t he cont inen ta l Un ited
Sta tes. Loran-C var ies  from the VOR as
pilot s a re not  requ ired to na viga te us ing
a  specific facilit y (with  the VOR, pilot s
mu st  naviga te to and from a  specific
VOR facility).  With  a  pr oper ly equipped
a ircra ft , pilot s can  naviga te to any
airpor t  in  the United S ta tes us ing
Loran-C.

GPS is a n  addit iona l navigat iona l a id
for  pilot s en route to the a irpor t . GPS
was in it ia lly developed by the Un ited
Sta tes Depar tment  of Defense for
milita ry na vigat ion a round the world.
In crea sin gly, GPS has been  u t ilized
more in  civilian  a ircra ft . GPS uses
sa tellit es placed in  orbit  a round t he
globe to t r ansmit  electr onic sign a ls
wh ich  proper ly equipped a ircra ft  use to
d et er m in e  a l t i t u de , sp eed, a n d
n a viga t iona l inform at ion. GPS is
sim ila r  to Lora n-C a s pilot s can  dir ectly
naviga te t o a ny a irpor t  in  the count ry
and are not  required  to naviga te us ing
a  specific naviga t iona l facility.  The
FAA is proceeding with  a  program to
gradually repla ce a ll t radit iona l enroute
naviga t iona l a ids with  GPS over  the
next t wenty year s.

In s tru m e n t  Ap p ro a ch  P r oc e d u re s

Inst rument  approach  procedures a re a
ser ies of predetermined  maneuvers
est ablished by the FAA usin g electr onic
naviga t iona l a ids tha t  a ssist  pilot s in

loca t ing and  landing a t  an  a irpor t
during low visibilit y and cloud ceiling
condit ions.  Th ere a re curren t ly 2
ci r cl i n g  i n s t r u m e n t  a p p r oa ch
procedures  to Bishop Airpor t .

The first  is a  VOR/DME or GP S
approach  and provides for  landin gs
when cloud ceilings are as low as 2,200
feet  a nd visibilit y is rest r ict ed to 1 1/4
mile for  a ircra ft  with a pproach speeds
less t han  90 knot s.  For  a ir cra ft  with
approach  speeds bet ween 91 a nd 120
knots the cloud ceiling min imums
remain  unchanged while the visibilit y
requ irements increa se to 1 ½ miles.  For
a ir cra ft  with  approach  speeds h igher
121 knots a nd h igher  the visibilit y
requiremen ts increa se t o 3 m iles while
t h e  ce il in g  r e q u i r e m e n t s  s t a y
un cha nged.

The second a pproach , a  VOR or  GPS
circling approach pr ovides for  landin gs
when cloud ceilings are as low as 3,300
feet  and vis ibilit y is rest r icted to 1 1/4
mile for  a ircraft  with  approach  speeds
less than  90 knots.  For  a ircra ft  with
approach  speeds between 91 a nd 120
knots the cloud ceiling min imums
remain  unchanged while the visibility
requ irements increa se to 1 ½ miles.  F or
a ir cra ft  with  approach speeds h igher
121 knots a nd h igher  the visibilit y
requ irements increa se t o 3 m iles while
t h e  ce i l in g r eq u i r em en t s  s t a y
un cha nged.

Air Traffic  Control

Bishop Air por t  does not  have an  a irpor t
t r a ffic cont rol tower; therefore, no
formal termina l a ir  t ra ffic cont rol
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ser vices  a r e a va ila bl e. Air cr a ft
opera t ing in  the vicin ity of t he a irpor t
a re not  required  to file any type of fligh t
pla n  or  to contact  any a ir  t ra ffic con t rol
facility unless  they a re en ter ing
a ir space where contact  is  mandatory.
Air  t ra ffic advisor ies a nd certa in
weather  in forma tion  can  be obta ined
us ing the a irpor t  un icom (opera ted by
Inyo Coun ty). Enrou te a ir  t r a ffic cont rol
services a re provided  through the
Oakland Air  Route Tra ffic Cont rol
Facility (ARTCC), wh ich  cont rols
a ir cra ft  in  a  la rge mult i-st a t e a rea .

Loca l Operat in g P roc e du res

Bishop Airport  is situ a ted a t  4,120 feet
MSL. The t ra ffic pa t tern  a ltit ude for  a ll
a ir cra ft  a t  the a irpor t  is 1000 feet  above
the a ir field’s eleva t ion  (5,120 feet  MSL).
All runways u t ilize a  left h and t ra ffic
pa t tern . In  th is manner , a ir cra ft
approach  the desired runway end
following a  ser ies of left -hand turns.

Runway use is  dicta ted by wind
condit ions. Idea lly, it  is desira ble for
a ir cra ft  to lan d direct ly in to the wind.
P reva iling wind flow is from the
north west lea din g t o a  gr ea ter  use of
Runway 12-30.

VICINITY
AIRS P ACE

To ensu re a  sa fe a nd efficien t  a irspace
environment  for  a ll a spects of avia t ion ,
the FAA has es tablish ed a n  a irspa ce
s t ructure tha t  regu la t es and establishes
procedures for  a ircraft  us ing the
Na t iona l Airspace System.  The U.S.

a irspace st ructure provides for  two
basic ca tegories  of a irspace, cont rolled
and uncontrolled, and ident ifies th em as
Classes A, B, C, D, E , an d G.

Class  A a irspace is cont rolled a ir space
and includes all airspa ce from 18,000
feet  mea n sea  level (MSL) to Fligh t
Level 600 (appr oxima tely 60,000 feet
MSL). Class B a irspace is cont rolled
a ir space surrounding h igh  ca pacity
com m er cia l ser vice a ir por t s (i.e.
Phoen ix Sky Harbor  In t erna t iona l
Air por t , Los Angeles In t erna t iona l
Air por t ). Class C a irspace is cont rolled
a ir space su rroundin g lower  act ivity
com m er cia l ser vice  (i .e . Tucson
In t er n a t ion a l Air port ) an d som e
milita ry a irport s. Cla ss  D a irspace is
controlled a ir space sur rounding a irports
with  an  a irpor t  t ra ffic cont rol tower . All
a ir cra ft  opera t ing with in Class  A, B, C,
and D a irspace must  be in  con tact  with
the a ir  t ra ffic con t rol facility r esponsible
for  tha t  pa r t icu la r  a irspace. Class  E  is
cont rolled a ir space tha t encompasses a ll
ins t rument  approach  procedures  and
low a ltit ude federa l air ways. Only
a ir cra ft  condu ct ing inst rumen t  fligh ts
are required t o be in  con tact  with  a ir
t r a ffic cont rol when  opera t ing with in
Class  E  a irspace. While a ircra ft
conduct ing visu a l flights in  Class E
a irspace a re not  required to be in  r adio
communica t ions with  a ir  t ra ffic con t rol
facilities, visua l fligh t  can  only be
conducted if min imum visibilit y and
clou d ceilings exist. Class  G a irspace is
uncont rolled airspa ce tha t  does  not
require con tact  with  an  a ir  t r a ffic
cont rol facilit y.

The airspa ce in  the vicin ity of Bishop
Air por t  is depicted on Exh ibit 1C.  The
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regiona l a ir space is impa cted by t he
high  volume of milit a ry a ir cra ft
opera t ing in  the region .  Th is is
eviden ced by the la rge m ilit a ry
opera t ions a reas and r est r ict ed a reas.

Th e a ir sp a ce ext en d in g for  a n
approximate n ine Naut ica l Mile (NM)
radius a round Bishop Airport  is Class E
a ir space tha t  ext ends from 700 feet
above the su rface to 18,000 feet  MSL.
Class  E  a irspace wit h  a  floor  700 feet
above the su rface extends to the nor th
and west  of the a irpor t  for  26 NM to
prot ect  a  low a lt itude Federa l (Victor )
a irway.  Vict or  airwa ys are corr idors of
a ir space eight  miles wide tha t  exten d
upward from 1,200 feet  AGL to 18,000
feet  MSL, an d exten d between VOR
naviga t iona l facilit ies.  The Vict or
a irway in  the vicin ity of Bishop Air por t
emana te from the Bishop VOR-DME
an d exten ds to th e nort hwest.

Loca ted t o the south  of Bishop Airpor t
a re  ar eas  of special-use a ir space desig-

na t ed as a  Milita ry Opera t ions Area
(MOA). MOAs define a irspace where a
h igh  level of milita ry act ivity is
conducted and a re int ended t o segrega te
milita ry a nd civilian  a ircra ft .  While
civilian  a ircraft  opera t ions  a re not
rest r icted in  the MOA, civilian  a ircra ft
a re caut ioned t o be a ler t  for  milit a ry
a ircra ft .  Table  1B  summarizes da t a  for
the MOAs in  the vicin ity of Bishop
Air por t .

While not considered par t of th e U.S.
Air space Str uctu re, the boun dar ies of
Na t iona l Pa rk  Service Area s, an d U.S.
and Wildlife Service ar eas, and U.S.
Forest Wildern ess an d Pr imitive areas
are noted on aeronaut ica l cha r t s. While
a ir cra ft  opera t ions a re n ot  specifica lly
rest r icted over t hese a reas, a ir cra ft  a re
requested to main ta in  a  minimum
altitu de of 2,000 feet  above the su rface.

T A B L E  1 B

M i l i t a r y  O p e r a t i o n s  A r e a  ( M O A)  a n d  R e s t r i c t e d  A r e a  D a t a

N a m e /N u m b e r Alt it u d e s T i m e  o f  U s e

M O A

B is h op

S a lin e

O wen s

F ooth ill 1

2 0 0 F e e t  AG L  t o 1 8,0 0 0 F e e t  M S L

2 0 0 F e e t  AG L  t o 1 8,0 0 0 F e e t  M S L

2 0 0 F e e t  AG L  t o 1 8,0 0 0 F e e t  M S L

2 ,0 0 0 F e e t  AG L  t o 1 8,0 0 0 F e e t  M S L

6:00  a .m . to 1 0:00  p .m  M on d a y - F r id a y

6:00  a .m . to 1 0:00  p .m  M on d a y - F r id a y

6:00  a .m . to 1 0:00  p .m  M on d a y - F r id a y

In t er m it t en t  by N O TAM

Region al  Airports

A review of the a irport s with in 50
nau t ica l miles of the Bishop Airport  was
made to iden t ify an d dist inguish  the
type of a ir ser vice provided in t he a rea

surrounding the a irpor t . The loca t ion  of
these a irpor t s from Bishop Airpor t  a re
depicted on  Ex h ib it  1C. Informat ion  on
each  a irport  was der ived from the FAA
5010-1 Airport Master Record Form .
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D ye r Airport  is loca ted approximately
22 naut ica l miles (NM) nor th -east  of
Bishop Airport .  A single dir t  runway
2,870 feet  long, in good condit ion , is
ava ilable for  use. Ther e a re six based
a ir cra ft  a t  Dyer.  Ther e a re no gener a l
avia t ion  services a va ilable.  Approxi-
mately 40 opera t ions a re conducted
annua lly a t  Dyer  Airpor t .

Mamm oth  Yosem ite Airport  is
loca ted approximately 27 naut ical miles
west-north west of Bishop Airpor t  in
Mammoth Lakes , Californ ia . A sin gle
aspha lt  runwa y 7,000 feet  long is
ava ilable for  use. Appr oximately 12,775
opera t ions a re conducted annua lly a t
Mammoth Yosemite Airpor t .  There a re
approximately 41 based  a ircraft  a t  the
a irpor t .  A fu ll range of genera l avia t ion
services a re a va ilable a t  Mammoth
Yosemite Airpor t .

Independen ce  Airport  is loca ted 34.4
NM south-southeast  of Bishop Airpor t .
A sin gle a spha lt  runway 3,722 feet  long,
in  good condit ion  is ava ila ble for u se.  In
addit ion , a  1,610 foot  dir t  runwa y is
ava ilable for  use in  ext reme crosswind
condit ions only.  There a re two a ir cra ft
based a t  In dependence.  There a re no
gener a l aviat ion  services available.
Approximately 3,000 opera tions a re
conducted annually a t  Independence
Air por t .

Lo n e P i n e Airport  is 49.4 NM sout h-
sou theast  of Bish op Airpor t .  A sin gle
aspha lt  runwa y 4,000 feet  long is
ava ilable for  use.  Addit iona lly there is
a  2,400 foot  dir t  runway tha t  is
genera lly rest r icted to glider  use.  A
sin gle 30x30 foot  helipad is ava ilable for

use.  There a re 14 based a ircra ft  a t
Lone P ine.  A r ange of ser vices is
ava ilable including; fuel, oxygen and
glider  towing.  Approxima tely 8,600
opera t ions a re condu cted a nnua lly a t
Lone P ine Airpor t .

Lee  Vin in g Airpo rt  is loca ted 49.8
NM northwest  of Bishop Airpor t .  A
4,090 foot  a spha lt run way, in poor
condit ion , is a va ilable for  use.  There
are no services available.  There a re no
ba sed  a ir cr a ft  a t  Lee Vinin g.
Approximately 2,000 opera t ions  a re
conducted annua lly a t  Lee Vining
Air por t .

AIR TRAFF IC ACTIVITY

At a irport s serving general a via t ion, the
number  of based a ircra ft  and the tota l
a n n u a l oper a t ion s (t a keoffs  a n d
landin gs) a re t he pr imary indicat ors of
aeronau t ica l act ivity.  These indica tors
will be used  in  subsequent  ana lysis  in
the Mast er  P lan  to project  fu ture
aeronau t ica l act ivity and  determine
fut ur e facility needs.

Histo rica l Base d  Airc ra ft

There a re no accura te h ist or ica l based
a ir cra ft  records for  Bishop Airpor t .  By
compar ing current  based a ircra ft , 75,
with  the number  of a ircra ft  regist ered
in  In yo Coun ty it  is sa fe t o sa y there is
a  close correla t ion  in  these numbers.
Based on  th is, t here has been  pr oba bly
been a  s low growth  in  the number  of
based aircraft over t he pa st 20 year s.
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Histor ica l  Aircraft  Operat ions

Without  an  opera t ing a irpor t  t ra ffic
con t r ol  t ower ,  a n n u a l a ir cr a ft
opera t ions a t  Bishop Air por t  have not
regu la r ly been counted. Inst ea d, only
est imates of h is tor ica l and  cur ren t
act ivity is a va ilable.  Since 1980,
annua l opera t ions have been  est imated
annua lly for t he F edera l Avia t ion
Admin ist ra t ion  (FAA) and r ecorded on
the FAA  5010-1 Master Record Form
and input  in  the Termina l Area
Forecast  (TAF) sys tem.  (The TAF
mainta ins a  h istorical da ta base of
act ivity a nd present s 15 year  forecast s
for  the a irpor t .)

Table  1D  sum ma rizes h istor ica l annua l
opera t ions for  Bishop Airpor t  s ince
1980. The tot a ls inclu de a ll opera t iona l
act ivity a t  the a irpor t  (genera l avia t ion ,
a ir  car r ier , a ir  t axi and  milita ry).
Annua l opera t ions have fluctua ted a t
the a irpor t  sin ce 1980.  However , the
genera l t ren d h as shown a  sligh t
increa se during th is period.  Most
recent ly, a n n u a l oper a t ion s h a ve
declined from a  h igh  near ing 40,000
annua lly in  1990 to approximately
26,000 a nnua lly.

T A B L E  1 D

H i st o ri c a l An n u a l  O p e ra t io n s

Ye a r O p e ra t i o n s

1980

1985

1990

1995

2000

21 ,504

36 ,500

39 ,500

26 ,000

25 ,915

S ou r ce: F ed er a l Av ia t ion  Ad m in is t r a t ion ,

Te r m in a l Ar ea  F ore ca st  (TAF )

HIST O R ICAL CO MMER CIAL

AIR  SER VICE

Bishop Airpor t  has  not  been  served  by
schedu led a ir  ser vice since 1993. Alpha
Air wa s the la st  a ir line t o serve Bishop
Air por t .

H ist or ica l enplan ement s  (a ir cr a ft
boar dings) a re shown in  Table  1E .
H istor ica l enplanements fluctu a ted
during the 18 yea r  per iod tha t  Bishop
Air por t  wa s served by schedu led a ir
car r iers.  Enplanements peaked a t
6,040 in 1977 when Sier ra  Pacific
Airlines wa s based a t  Bishop.

Air Cargo Activity

FedEx cur ren t ly pr ovides a ir  ca rgo
ser vice to Bishop Airpor t  6 days a  week.
FedEx u t ilizes Cessna  Caravan a ir cra ft
for  ca rgo opera t ions a t  the a irpor t .
FedEx occupies a  storage/office t ra iler
on t he west  side of Airport  Road.

UPS a lso provides a ir car go service.
UPS cont racts  to WestAir , who in  turn
uses Amer iflight  to pr ovide once da ily
ser vice 5 days a  week  to Bishop Air por t .
UPS has  no facilit ies  on  the Airpor t
ins tead relying on  their  facilit ies in
downt own Bishop.

Amer iflight  a lso opera tes AmFlight  132
providin g cour ier service five days a
week.



1-13

T A B L E  1 E

H i s t o r i c a l  E n p l a n e m e n t s

Ye a r E n p l a n e m e n t s

1976

1977

1978

1979

1980

1981

1982

1983

1984

1985

1986

1987

1988

1989

1990

1991

1992

1993

3 ,812

6 ,040

5 ,351

2 ,024

1 ,373

3 ,470

2 ,062

1 ,109

437

186

308

498

385

962

330

370

490

0

S ou r ce: F ed er a l Av ia t ion  Ad m in is t r a t ion ,

Te r m in a l Ar ea  F ore ca st  (TAF )

LAN D  U S E

The land sur roun ding Bishop Air por t
consist s pr ima r ily of undeveloped, open
land .  A sma ll a r ea  of r esiden t ia l
development  is  loca ted  south  of the
a irpor t  on  Poleta  Road.  The town  of
Bishop lies to the west  of the a irpor t
approximately 2 m iles.  J us t  nor th  of
the a irpor t  is a  mining opera t ion
opera t ed by Hia t t  Ready Mix.

Airport Land Use  Commiss ion

The Coun ty of In yo is r esponsible for
the cont rol of land  use decis ions  for  the
a reas su rrounding Bishop Airport .  The
primary land  use documen t  for  the
a reas surrounding Bishop Airpor t  is  the
1991 Pol icy  Plan  an d  A irport

Com prehensive Land Use Plans (CLUP).
The compr ehensive land u se p lan  is
based on  County and  Sta te land  use
guidelines.  The comprehens ive land
use pla n  seeks to protect  a ir cra ft
opera t iona l a reas  from obs t ruct ions  and
adjacent  land uses from a ircra ft n oise
a n d  a cciden t  pot en t ia l  t h r ou gh
controlling land  uses  and zoning inside
defined safety a reas  adjacent  to t he
a irpor t .

COMMUNITY P R OFILE

Th e com m u n it y pr ofile in clu des
background in format ion  regard ing the
City of Bishop and the r egiona l a r ea .
Th is includes in form at ion r ega rdin g the
a irpor t ’s role in  regiona l, sta te, a nd
na t iona l avia t ion  system s, sur face
t ranspor ta t ion , clima te and popula t ion .

Airport Adminis tration

Bishop Airport  is administ ered through
the County of Inyo P ublic Wor ks
Depar tmen t .  In  addit ion  the seven
member   Nor thern  Inyo County Airpor t
Advisory Commit tee serves  in  an
advisory r ole to th e County.

Regional  Set t ing ,
Access  an d Transportat ion

The City of Bish op is  loca t ed in  the fa r
nor thern por t ion  of In yo County nea r
the Ca liforn ia a nd Nevada  border . The
City of Bish op is  loca ted a t  the ju nct ion
of US Highway 395 and US Highwa y 6.
US Highwa y 395 is  a  major  nor th -sou th
ground corr idor  linking Bishop to major
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regiona l metr opolitan a reas.  US
Highway 395 conn ects you to Los
Angeles (270 miles) to the sou th , San
Fr an cisco via H wy. 50 (332 miles) to the
west , and U S H ighwa y 95 connects you
to Las Vegas, NV (259 miles) to the
sou theast .  Ex h ib it  1D  dep ict s  the
a irpor t  in  it s loca l and r egiona l set t ing.

The  Airpo rt’s S ys te m  Ro le

Air por t  plann ing exists  on m an y levels:
loca l, regiona l, s ta te, and  na tional. Each
level has a  differen t  emphasis  and
purpose. This  master  plan  is the
p r im a r y loca l a ir por t  pla n n in g
document .

At  the st a te level, the a irpor t  is
included in  the California S tate
Aviation  S ystem  Plan  (S AS P).  The
pur pose of the S AS P is to ensu re tha t
the St a te has a n  adequa te and efficient
system of a irpor t s to serve it s a via t ion
needs well in to the fu ture.  The S AS P
defines the specific role of each a irpor t
in  the Sta te’s  avia t ion  sys tem and
esta blishes fun ding needs.

At  the na t iona l level, the a irport  is
included in  the N ational Plan of
Integrated  Airport S ystem s (N PIAS ).
The N PIAS  (1998-2002) includes a t ot a l
of 3,561 a irpor t s  (both  exis t ing and
proposed) which ident ifies airport s,
togeth er  with  the a irport  development
necessary to ant icipat e and  meet  the
present  and future r equ iremen ts in
suppor t  of civil needs.  An  a irpor t  mu st
be in cluded in  the N PIAS  to be eligible
for  federa l funding assis tance. Bishop
Airpor t  is one of 134 genera l avia t ion

a irpor t s in  Ca liforn ia  included  in  the
N PIAS .

Climate

The normal da ily minimum ranges from
21.7 degr ees to 56.1 degrees.  Maximum
da ily tempera tures  range from 53.5
degrees in  J anuary to 97.2 degrees in
J u ly. The regiona l a rea  can  expect
approximately 5.37 in ches of ra infa ll
annua lly.

Bishop P opulat ion

Histor ica l res ident  popula t ion  est imates
for  the City of Bishop are summarized
in  Table  1F .

R eg io n al P o p u la tio n ,
Ho u se h o ld s, a n d Em p lo ym e n t

Table  1G s u m m a r izes h istor ica l
forecast  popula t ion, household, a nd
employment  da ta  for t he County of
Inyo.  St ea dy growth is pr edicted in  a ll
ar eas.

S U MMAR Y

The inform at ion discussed in  th is
inventory chapter  provides a  founda t ion
upon which  the rema ining elemen ts of
the planning process will be const ruct -
ed.  This  in for m a tion will provide
guidan ce, a lon g wit h  a d dit ion a l
an alysis and da ta  collect ion , for  the
development  of forecast s of avia t ion
dema nd a nd facility requirem ent s.
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T A B L E  1 F

H i s t o ri c a l a n d  F o r e c a s t P o p u la t io n

B i s h o p  Ai r p o rt  Ar e a

A r e a Ye a r P o p u la t io n E m p lo y m e n t

I n yo C ou n t y

Forecas t

1970

1980

1990

1998

2005

2010

2015

2020

15 ,620

17 ,910

18 ,270

18 ,120

18 ,500

18 ,810

19 ,190

19 ,630

6 ,370

8 ,540

9 ,460

9 ,900

10 ,660

11 ,200

11 ,770

12 ,380

C a lifor n ia

Forecas t

1970

1980

1990

1998

2005

20 ,044 ,000

23 ,792 ,000

29 ,925 ,000

32 ,666 ,000

34 ,940 ,000

9 ,056 ,000

12 ,776 ,000

16 ,954 ,000

18 ,518 ,000

20 ,533 ,000

U n ited  S ta tes

Forecas t

1970

1980

1990

1998

2005

203 ,982 ,000

227 ,225 ,000

249 ,440 ,000

270 ,296 ,000

286 ,608 ,000

91 ,281 ,000

114 ,231 ,000

139 ,184 ,000

160 ,541 ,000

177 ,620 ,000

Sour ce : CE DD S,  2000

TABLE 1G
Reg iona l  Forecas ts
County  o f Inyo

Year Popu lat ion E m plo ym e n t Households

1994
2000
2005
2010
2015
2020

18,450
18,250
18,500
18,810
19,190
19,630

9,120
10,120
10,660
11,200
11,770
12,380

7,620
7,630
7,800
7,980
8,140
8,260

Sour ce: CEDDS, 2000

D O CU MENT  S O U R CES

A var iety of different  documents were
referenced for  t he development  of the
inventory chapt er . The following list ing

reflect s a  par tia l compilat ion of th ese
sour ces. The list ing does not  include
da ta  provided by t he Bishop Air por t  or
dr awin gs which were referenced for
informat ion .   An  on-sit e  in ven tory a nd
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int erviews with  a irpor t  s ta ff and
tenan t s cont r ibu ted  to the development
of the inventory effor t :

Airport/ Facility Directory, S outh west
U.S ., U.S. Depar tment  of Commerce,
Na t iona l Ocea n ic and Atmospher ic
Admin ist ra t ion , August  10 t h , 2000.

Los An geles S ectional Aeronau tical
Chart , U.S. Depar tment  of Commerce,
Na t iona l Ocean ic and  Atmospher ic
Adminis t ra t ion, 65 th Edit ion, September
7 t h , 2000.

N ational Plan  of In tegrated  Airport
S ystem  (N PIAS ), U.S. Depar tment  of
Tra nspor t a t ion , F ede r a l Avia t ion
Administ ra t ion , 1998-2002.

U.S . Term inal Procedures, S ou thwest
Volum e 2 of 2, U.S. Depar tmen t  of
Commerce,     Nat iona l     Oceanic    and

Atmospher ic Adminis t ra t ion , August
10 t h , 2000 Edit ion .

A number  of I nt ernet  s ites  were
accessed and cont r ibu ted in format ion
for  the inven tory effor t . These include:

Bishop Airport /FAA 5010 Data
ht tp://www.airn av.com/airport s/BIH

Bishop Cha mber  of Commerce
ht tp://www.bishopvisitor .com

Federa l Avia t ion  Administ ra t ion
ht tp://www.faa .gov

Na t iona l Ocean ic & Atmospher ic
Administ ra t ion  (NOAA)

ht tp://www.noaa .gov

GCR & Associat es
h t tp://www.gcr1.com
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AVIATION DEMAND FORECASTS
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he purpose of this chapter is to examine the existing and potential
aviation demand for scheduled air carrier, military and general aviation
activity at Bishop Airport (BIH).  The proper planning of a facility of any
type must begin with a definition of the demand that may occur over a
specified period.  Projections of specific aviation demand elements will be
used to determine the types and sizes of facilities required to meet the
aviation demands of the Bishop area over the next 20-years.

Air transportation is a unique industry that has experienced wide
fluctuations in growth and recession.  For this reason, it is important that
from time to time an airport evaluate their current position and examine
future demand trends and potential.  This holds especially true today
given limited public funding mechanisms and increased traveler needs.

The primary objective of this planning effort is to define the magnitude of
change that can be expected over time.  Because of the cyclical nature of
the economy, it is virtually impossible to predict with certainty year-to-
year fluctuations in activity when looking as far as a 20 years into the
future.  However, a trend can be established which delineates long-term
growth potential.

While a single line is often used to express the anticipated growth, it is
important to remember that actual growth may fluctuate above and
below this line. The point to remember about forecasts is that they serve
only as guidelines, and planning must remain flexible to respond to
unforeseen facility

T

A V I A T I O N D E M A N D F O R E C A S T S
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needs. Th is is because a via t ion  act ivity
is a ffected  by many externa l influences,
a s well a s by the t ypes of a ircra ft  used
an d th e na tu re of ava ilable facilities.

Recognizing th is, it is inten ded to
develop a  Master  P lan  for  Bishop
Air por t  t ha t  will be demand-based
ra ther  tha n t ime-based.  As a  resu lt , the
rea sonable levels of act ivity poten t ia l
tha t a re der ived from th is forecas t ing
effor t  will be rela ted  to the p lanning
hor izon  act ivity levels r a ther  than  da tes
in  t ime.  These p lanning hor izons will
be esta blished a s levels of act ivity tha t
will ca ll for  considera t ion  of the
implementa t ion  of the next  st ep in  the
Master  P la n  progra m.  This will be
fu r t h er  des cr ibed  in  su bsequ en t
chapters of th is  Mas ter  P lan .

Alt h ou gh  publ ica l ly  owned a n d
opera ted, an  a irpor t  is very simila r  to
the pr iva te bu sin ess  environmen t  in
many wa ys.  Air por t s provide impor tan t
t ranspor ta t ion  access to the community
and have t o recognize their  posit ion  and
esta blish well planned goa ls in order  to
bet ter  serve the community.  Market ing
effor t s and facility development  a re
matched to goa ls so tha t  t he a irpor t  can
bes t  serve t he community.

In  order  to fu lly assess cur ren t  and
fu ture avia t ion  demand for  Bishop
Air por t , an  examina t ion  of severa l key
factors is needed.  These include:
na t iona l and regiona l avia t ion  t rends,
h istor ica l and forecas t  socioeconomic
and demographic informat ion  of the
area  and compet ing t ranspor ta t ion
modes an d facilities.  Considera t ion  and
an alysis of these factors will ensure a
compreh en sive ou t look  for  fu tu re
avia t ion  demand a t  the Bishop Air por t .

LO CAL S OCIOECON OMIC
FEATU R ES

The loca l socioeconomic condit ions
p r ovide  a n  im por t a n t  ba sel in e
considera t ion  for  prepar ing avia t ion
demand forecast s.  While in m ost cases
loca l socioeconomic variables such a s
popula t ion , employment  and in come
cannot  be r elied u pon to indica te the
growth or decline of avia t ion dem and,
these factors can  provide an  impor ta n t
in dica t or  for  u n der st a n din g t h e
dyn amics of the commun ity an d in
pa r t icu la r  the t rends in  economic
growth .

For  th is study, socioeconomic var iables
for  Inyo County ha ve been considered.
Informat ion  was obta ined from t he Inyo
County P lann ing Depar tmen t , and
Woods and Poole Complete Economic
a n d  Dem ogr a ph ic Da t a  Sou r ce
(CEDDS) 2000.

P OP ULATION

Table  2A su mmarizes h ist or ica l and
forecast  populat ion est ima tes for  Inyo
County.  As  shown  in  the t able, Inyo
County has experien ced a  very sligh t
decline in popu lat ion  over t he past  10
year s.  Th is t rend is  expected to reverse
over the next  twen ty yea rs wit h   slow,
but  s teady growth .

Un for tuna tely, there is no forecast ed
da ta  ava ilable for  the City of Bishop or
the un incorpor a ted a rea s of In yo
County beyon d 1999.  In  1990 the
popula t ion  of the grea ter  Bishop area
was 10,352, or  56% of the coun ty
popula t ion .
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TABLE 2A
Socio ec on om ic Fore casts

HIS TO R ICAL FOR ECAS T

1990 1999 2005 2010 2020 

In yo C ou n t y

Popula t ion 18,270 18,200 18,500 18,810 19,630

Employment 9,460 10,010 10,660 11,200 12,380

PCPI  (1998 $) $17,767 $23,878 $30,631 $38,595 $62,355

S ou rce: Coun ty  In form at ion   f rom  W ood s  & Poole, CE DD S  2000; 

PCPI - Per  Capit a  Per sona l Income

EMPLOYMENT

Histor ica l and forecast  employmen t
da ta  for  Inyo County is a lso presen ted
in  Table  2A.  Tota l employm ent  for
Inyo County ha s sh own a  sligh t  annua l
increa se between 1990 a nd 1999.
Du r in g t h is  per iod  em ploym en t
increa sed a t  an  annua l r a te of .6% wh ile
the County popu la t ion was declining.

Employment  forecas ts for  Inyo County
indica te moder a te growth  increa sin g a t
an  annua l average ra te of 1.0 percent
by 2020.

P ER  CAP ITA
P ER SONAL INCOME (P CP I)

Table  2A compares per  capit a  per sona l
income (adjust ed to 1998$) for Inyo
County.  Between  1990 and 1999, t he
Inyo County a dju st ed PCP I grew by 3.3
 percen t   annua lly.  F rom 1999 through
the year  2020, the Inyo County adjust ed
PCPI growth  is expected a t  4.6 percent
annua lly reaching $62,355.

FO R E CAS T IN G  AP P R O AC H

The developmen t  of avia t ion  forecast s
proceeds th rough  both  ana lyt ica l and
judgmen ta l p rocesses.  A ser ies of
ma themat ica l relat ionsh ips a re test ed
to establish  st a t ist ica l logic and
r a t ion a le for  p r oject ed  gr owt h .
However , the judgement  of th e forecast
a n a lyst , ba sed  upon pr ofess ion a l
experience, knowledge of the avia t ion
indu st ry, and  h is /her  assessment  of the
loca l s itua t ion , is  impor tan t  in  the fina l
det ermina t ion  of the prefer red forecast .

Th e m os t  r elia ble a p pr oa ch  t o
es t imat ing avia t ion dem and is  th rough
the u t iliza t ion  of more than  one
ana lyt ica l t echnique.  Methodologies
frequen t ly considered include t rend line
project ions ,  cor r e la t ion /r egr ess ion
an alysis, an d ma rket shar e an alysis.

Trend lin e pr oject ions a re pr oba bly the
simplest  and m ost  familia r  of the
forecas t ing techn iques.  By fitt ing
growth  curves to hist or ica l dema nd
da ta ,   then    ext en din g   them   in to  the
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fu ture, a ba sic t ren d line pr oject ion  is
produced.  A ba sic assumpt ion  of th is
technique is  tha t  ou tside factors will
cont inue to a ffect a via t ion  dem and in
much the same manner  a s in  the past .
As broad a s th is a s sumpt ion  may be,
the t ren d lin e projection does serve a s a
reliable benchmark for  compar ing other
projections.

Correla t ion  an alysis provides a  measure
of direct r elat ionsh ip between  two
separa te set s of h istor ic da t a .  Sh ould
there be a  rea sonable correla t ion
bet ween  t h e da t a  s et s , fu r t h er
eva lua t ion  usin g regress ion  ana lysis
may be employed.

In  regr ession  ana lys is, va lues for  t he
avia t ion  demand in  quest ion  (i.e. based
a ircra ft ), the dependent  va r ia ble, a re
projected on  the bas is  of one or  more
other  indicators, t he independent
va r iable.  H istor ica l va lues for  a ll
var iables a re ana lyzed  to determine the
rela t ionsh ip bet ween  the independent
and dependen t va riables.  These
relat ionsh ips may then  be u sed , with
projected valu es of the independen t
va r iable, to project  cor responding
valu es of the dependen t  var iable.

Market  sha re ana lysis involves a
h istor ica l review of the a irport  act ivity
as a  percent a ge, or  sha re, of a  lar ger
regiona l, st a te, or  na t iona l avia t ion
market .  A h istor ica l market  share
t rend is det ermined pr oviding an
expected market  sha re for  the fu ture.
These sha res a re then  mult ip lied  by the
forecast s of the la rger  geogr aphica l a rea
to produce a  market  share project ion .
Th is meth od ha s  the same limita t ions
as t rend line project ions, bu t  can

provide a  usefu l check on  the va lidit y of
oth er forecast ing techn iques.

It  is impor tan t  to not e tha t  one sh ould
not  a ssume a  h igh  level of confidence in
forecast s t ha t  exten d beyond five year s.
Facility and financia l plann ing usua lly
requ ir e a t  leas t  a  t en-year  preview,
s ince it  oft en  t akes more than five year s
t o com p l e t e  a  m a jor  fa ci l i t y
developmen t  pr ogram.  However , it  is
impor tan t  to use forecast s which do not
over es t im a t e  r even u e-gen er a t in g
capa bilit ies or  under st a te dema nd for
facilit ies needed to meet  public (user )
needs.

A wide ra nge of factors a re kn own to
influ ence the avia t ion  indust ry and can
have sign ifica nt  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 con t inue to
change, th e growth  ra tes in  avia t ion
demand over  t ime.  The most  obvious
example is the impact  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.  Usin g a
broad spect rum of loca l, r egiona l and
na t iona l socioeconomic and avia t ion
informat ion , an d an alyzing the m ost
cur ren t  avia t ion  t r ends, forecast s a re
present ed in t he following sections.

Th e followin g foreca st  a n a lysi s
examines each  of the aviat ion  dema nd
ca t egor ies for  Bishop Airpor t  over  the
next  twent y year s.  These include
commercia l   a ir line   pot en t ia l,  gener a l
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avia t ion  and milit a ry act ivity.  Each
segmen t  will be examined in dividu a lly
a n d  col lect ively to pr ovide an
understanding of the overa ll avia t ion
act ivity a t  Bishop Airpor t  through 2020.

CO MMER CIAL  AIR LIN E

P O T EN T IAL

Bishop Air por t  is not  current ly served
by a  schedu led commercia l a ir line.  In
a d dit ion , t h er e is cu r r en t ly n o
commercia l service available with in 200
miles.  Severa l factors, includin g
runway lengt hs, ch oice of ru nwa ys,
ins t rument  approach  capa bilit ies, and a
growing tour ism indust ry, make Bishop
Air por t  a  likely candida te to a t t r a ct
schedu led a ir ser vice.

The Bishop Airport  has pr ovided
commercia l service in t he past .  The
a irpor t  was served by commercia l
ca r r ier s  u n t i l  1993. Ta b le  2B
su m m a r izes  h i s to r ica l  pa ssen ger
enplanement  (boar dings) da t a  for  the
Bishop Airport   and compa res them
with  U.S. domest ic enplan ement s.

After  peaking at  6,040 in 1977,
en pla nements at  Bishop declined
st ea dily through 1993 wh en service was
discont inued.  This  t rend  was  not
uncommon in smaller  communit ies such
as Bishop a fter  a ir line deregu la t ion  in
1978.

Severa l com m u n it ies  su r r ou n d in g
Bishop offer  schedu led commercia l
flights.  Reno, Las Vegas, Los Angeles,
Inyokern , and Ba kersfield a ll ha ve
scheduled service.  While th is places
commercia l a ir ser vice with in  reach  of
Bishop ar ea r esident s, most of th ese

cities a re a t  lea st  200 miles from the
Bishop Airport , posing a sign ifica nt
dr ive t ime.

Much closer  to Bishop, Mammoth-
Yosem i t e  Ai r p o r t  i s  cu r r e n t ly
negot ia t ing for  the return  of commercia l
ser vice from American  Airlines.  As  par t
of t he dea l Mammoth  has committ ed to
a  5-year  su bsidy t o Amer ican  Air lines
guaran teeing 55% to 65% loa d factors
on  flights in to Mammoth-Yosem ite
Airpor t .  Mammoth  is  a lso a t tempt ing
to secu re a  $30 million  gr ant  from the
FAA for  a irpor t  improvements .  This
cou ld im p a ct  t h e fea sibil it y of
commercia l service a t  Bishop.

Mammoth and American  Airlines a re
ta rget ing 2001 for  the st a r t  of twice
da ily fligh ts from Dallas and Chicago.
Da ily fligh ts from Los Angeles and the
Bay Area  a re scheduled to begin  with in
a  yea r  followin g tha t .

If the Ma mmoth  dea l with  Amer ican
Airlines does  not  come through, Bishop
needs to be rea dy to s tep  forward  as the
most  likely a lter na t ive.

Bishop has the runway system  in  place
to easily suppor t  da ily fligh ts in to the
Bishop Airport .  With  crosswind
runways a s well, fligh ts in  poor  weather
condit ions would be more favorable in to
Bishop.  Bishop would need to provide a
lar ger passen ger  t er mina l.  F ortunately,
there a re cu r ren t ly funds in  place for
the const ruct ion  of a  new t ermina l
building a t  the Bishop Air por t .

Despite th e groun d access times, many
t ravelers will cont inue to choose other
a irpor t s as low cost a ltern at ives.
Business t ravelers, however , often
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prefer  convenien ce a nd a re willing to
pay more for  a  more conven ient  and
t ime sa ving a lt erna t ive.  Addit iona lly,
many leisure t ravelers with  limited
t ime may be willin g to pay more for  the
t ime savings.  Enplanement  project ions
based on  captu r ing the same percen tage
of t ravelers would yield  nea r ly 20,000
enplaned pa ssen ger s by 2020.  Th is
percen tage is based on  the number  of
enplaned  passengers  a t  Bishop Airpor t

compa red to the total  number  of U.S.
domest ic enplaned passengers a s
projected by t he F .A.A. in  “FAA
Aerospace Forecast s, F isca l Years 2000-
2011”.  Ach ieving t h is level will be a
difficu lt  ta sk with  the number  of
a irpor t s in  the r egion  pr oviding
commercia l service and the limited
popula t ion  ba se.  I t  is  much more likely
to see numbers a ppr oaching 10,000
pa ssen gers by t he year  2020.

T A B L E  2 B

H i s t o r i c a l  E n p l a n e m e n t s

Ye a r

U .S .  D o m e s t i c

(m i ll io n s )

B i s h o p

A i r p o r t

% o f

N a t io n a l

1976  195 .1  3812  0 .00195%

1977 216 .6  6040  0 .00278%

1978 246 .7  5351  0 .00216%

1979 287 .1  2024  0 .00070%

1980 287 .9  1373  0 .00047%

1981 274 .7  3470  0 .00126%

1982 286 .0  2062  0 .00072%

1983 308 .1  1109  0 .00035%

1984 333 .8  437  0 .00013%

1985 369 .9  186  0 .00005%

1986 404 .7  308  0 .00007%

1987 441 .2  498  0 .00011%

1988 441 .2  385  0 .00008%

1989 443 .6  962  0 .00021%

1990 456 .6  330  0 .00007%

1991 445 .9  370  0 .00008%

1992 464 .7  490  0 .00010%

1993 470 .4  0  0 .00000%

1994 511 .3  0  0 .00000%

1995 531 .1  0  0 .00000%

1996 558 .1  0  0 .00000%

1997 577 .8  0  0 .00000%

1998 600 .6  0  0 .00000%
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Bishop’s proximity t o the Mammoth
Air por t  is viewed as a   limit ing fa ctor  to
the return  of scheduled air  service to
Bishop, bu t  on ly if Mammoth  is
successfu l in  secur ing scheduled ser vice.

Sh ould Mammoth be unsuccessfu l, and
Bishop be a ble t o a t t ract  schedu led a ir
service, it is still ver y likely t ha t  the
community    would    need    to   provide

market ing and subsid ies t o the a ir
car r ier .

The most  impor tan t  factors in  crea t ing
and su st a in ing schedu led a ir  ser vice is
the frequency of service an d a ir  far es.
Compet it ive fa res will a t t ract  t ravelers
who would normally t ravel to other
a irpor t s wh ile fr equ ency of ser vice will
make t ravel more convenient .

TABLE 2C
Enplanem ent  P roject ions  as  Market  Share  o f Nat ional

Year

U.S. Dom es tic
Enp lane me nts

(in  mi ll ions)

Bishop
Airport

Enp lane me nts
Share  o f U.S .

En plan e m e n ts  (%)

Peak  Year s
Average

(1976-1983)
262.8 3,155 0.0012%

CONSTANT SHARE PROJECTION

2005 701.0 10,515 0.0015%

2010 848.5 12,727 0.0015%

2020 1,174.0 17,610 0.0015%

Sour ce: U.S. Domest ic Enplanements, FAA Avia t ion  Forecast s, 2000-2009

GENERAL AVIATION

Genera l avia t ion  is  defined  as the
por t ion  of civil a via t ion  wh ich
encompa sses a ll facet s of avia t ion
except  com m er cia l a n d m ilit a r y
opera tions.  To determine the types  and
sizes of facilit ies tha t  should be p lanned
to accommoda t e genera l avia t ion
act ivity, cer ta in  elemen ts of th is
act ivity mu st be forecast .  These
indica tor s of gener a l avia t ion  demand
include:

% Based Aircra ft
% Based Aircra ft  F leet  Mix
% Local and  It ineran t  Opera t ions

NATIONAL TREN DS

By most  st a t ist ica l mea su res, genera l
avia t ion  recorded it s fifth  consecut ive
year  of gr owth . Following more than  a
decade of decline, t he genera l avia t ion
indust ry wa s r evit a lized wit h  the
pa ssage of t he Gen era l Avia t ion
Revita liza t ion  Act  in 1994 (federa l
legisla t ion  which limit s the liability on
gener a l avia t ion  a ircraft  to 18 years
from the da te of manufacture).  Th is
legisla t ion  spa rked an  in teres t  to renew
the manufactu r ing of genera l avia t ion
a ir cra ft  due to the reduct ion  in  product
liability and a  renewed opt imism for  the
indu st ry.    The   h igh    cost    of   p roduct
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liability insurance was a  major  factor  in
the decisions by m any Amer ican
a ir cra ft  ma nu factur ers t o slow or
d iscont inue the product ion  of genera l
avia t ion  a ircra ft .

Accordin g to the Gen era l Avia t ion
Manufacturers Associa t ion  (GAMA),
a ir cra ft  sh ipm en ts a nd billings grew for
the fift h  consecu t ive year  in 1999,
following fou r t een  yea r s of annua l
declines.  In t he first t hr ee qua rt ers of
1999, gen er a l  a via t ion  a ir cr a ft
manufacturers sh ipped a  tota l of 1,692
a ircr a ft , 13.4 percent  h igher  than  the
same period in 1998.  Shipmen ts of
piston a ircra ft  and jets wer e up 10.8
a n d  26 .2  per cent ,  respect ively.
Turboprop sh ipments increased 14.8%
in 1998 and 8.6 percent  th rough the
first  th ree quar ters of 1999.

Both  the number  of act ive pilots a nd
s tudent  pilot  st a r t s were up in  1998.
Tota l act ive pilot  numbers increased by
3.5 percent  in 1999 over  1998, eclipsing
the 0.3 percent  gain  the previous year .
For  1999, s tudent  pilot  st a r t s increased
for  t h e t h ird con secu t ive yea r ,
increa sin g by 4.4 percent  over 1998.
These studen t  pilot s a re the fu ture of
gener a l avia t ion  and  are one of the key
factors impact ing the fu ture d irect ion  of
the gen er a l a via t ion indu st ry.  Since
most  pilot t ra ining activities ar e
condu cted using genera l avia t ion
a ircra ft , the increases in  new pilot
st a r t s an d increa ses in  advanced
t ra in ing discussed a bove ar e one of the
primary reasons for  the r esu rgence in
genera l avia t ion  over  t he past  yea rs.
These increa ses  combined with  t he
increa ses in  pist on-powered a ircra ft
sh ipments and  a ircraft  p roduct ion  a re
tangible evidence of the resurgence of

the indu st ry and t ha t  many of the
industry in it ia ted pr ogra ms to revita lize
gener a l avia t ion  have begu n to yield
subst an tive resu lts.

Manufacturer  and  indust ry programs
and in it ia t ives cont inu e to revita lize the
gener a l avia t ion  indu st ry.  Notable
in it ia t ives include the “No Pla ne, No
Ga in” campa ign  sponsored by the
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 Avia t ion  Associa t ion  (NBAA),
“Project  P ilot” sponsored by the Aircra ft
Owners and P ilot s Associa t ion  (AOPA),
the “Learn  to F ly” campa ign  sponsored
by the Na t iona l Air  Transpor ta t ion
Associa t ion  (NATA), and “GA Team
2000", wh ich  is  sponsored  by more than
100 indust ry organ izat ions.  The “No
Plan e, No Gain” cam paign is a program
promot ing the cost  effect iveness  of usin g
gener a l aviat ion a ircra ft for bu siness
and corpora te u ses.  “Project  P ilot” and
“Learn  to F ly” a re programs promot ing
tr ain ing of new pilots.

The gen era l avia t ion in du st ry is a lso
launching new progra ms to ma ke
a ir cra ft  ownersh ip  eas ier  and  more
afforda ble.  The New P iper  Aircra ft
company has crea ted P iper  F inancia l
Services (PFS) to offer  compet it ive
inter est  r a tes a nd/or  leas ing of P iper
a ircra ft .  The Exper imen ta l Aircra ft
Associa t ion  offer s fina ncing for  kit  bu ilt
a irpla nes through a  priva te lending
ins t itu t ion .

Inst rument  opera t ions a t  towered
a irpor t s and  genera l avia t ion  a ircra ft
handled a t  en  route t ra ffic cont rol
centers increased 4.8 per cent  and 1.9
p er cen t , r esp ectively,  in  1999 .
In st rument  opera t ions have increased
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five of the past  s ix years, with  act ivity
ga ins tota ling 17.4 percent  over  the
period.  The number  of gener a l avia t ion
a ir cra ft  handled a t  en  route t ra ffic
cont rol cent ers increa sed for  the eigh th
consecu t ive yea r  in  1999.  These
increa ses accompany the expanding
fleet of sophis t ica ted  turboprop  and
turbojet  a ircraft  in  the genera l avia t ion
fleet and the expa nsion in u se of th ese
aircraft for bu siness/corpora te u ses.

The most  notable t rend in  gener a l
a via t ion  is the cont inued st rong use of
gener a l aviat ion a ircra ft for bu siness
and corpora te uses.  For  1998 (th e most
cur ren t  yea r  of da ta ), busin ess and
corpor a te use of genera l avia t ion
a ir cra ft  represen ted 23.9 percent  of
gener a l aviat ion  act ivity.  These uses
accounted for  21.2 percent  of gener a l
aviat ion  act ivity in 1997.

The most  st r ik ing indust ry t rend is  the
con t in u ed  gr owt h  in  fr a ct ion a l
own er sh ip  pr ogr a m s.  F r a ct ion a l
ownersh ip pr ograms a llow businesses
and individuals to pur cha se an  inter est
in  an a ircra ft  and pay for  on ly the t ime
tha t they use the a ircraft .  This has
a l l ow e d  m a n y  b u s i n e s s es  a n d
individuals, wh o migh t  not other wise, t o
own and use genera l avia t ion  a ircra ft
for bu siness and corpora te u ses.

The five major  compa nies in  th is
indust ry ar e Execut ive J ets’ Netjets,
Bombardier’s Flexjet , Raytheon’s Travel
Air , F ligh t  Opt ions and TAB Avia t ion .
Between  1993 a n d 1998, th ese
companies expanded t heir  fleet a nd
sh areholders by 65.2 percent  and 66.1
percen t , respect ively.  In  1999, the
fr act iona l jet  fleet t ota led 329 and
shareholders t ot a led 1,567. Since 1993,

Execut ive J et  has ordered 368 new
a ircra ft  and is  pu rportedly t he sin gle
largest  n onmilit a ry pu rcha s er  of
a ircra ft .

Exh ibit 2A depicts t he F AA forecast  for
act ive genera l avia t ion  a ircraft  in  t he
Un ited St a tes.  The F AA foreca st s
genera l avia t ion  act ive a ircra ft  to
increa se a t  an  average annua l ra te of
0.9 percent  over t he 13 year  plann ing
period.  Gen era l avia t ion  a ircra ft  a re
projected to incr ea se from 204,710 in
1998 to 230,995 in  2011.

Turbine-powered a ir cra ft  a re projected
to grow fas ter  than  a ll other  segm ents
of the na t iona l fleet  and grow a t  3.2
percent  annua lly th rough t he year
2011.  Turbojet  a ircra ft  a re projected to
provide the la rges t  por t ion  of th is
growth  and grow at  4.9 percent
annua lly.  Turboprop  a ircraft  a re
projected to grow a t  1.2 percen t
annua lly, The st rong growth  projected
for  the turbojet  a ircra ft  is the resu lt  of
the s t rong U.S . and  wor ldwide economy,
growth  in t he fract iona l ownersh ip
indu st ry, new pr odu ct  offer ings (which
include both  new en t ry level a ircra ft
and long r ange globa l jet s) and a  sh ift
fr om  com m er cia l a ir  t r a vel t o
corpora te/business a ir  t ravel by many
business tr avelers a nd corpora tions.

Although the gen era l avia t ion a ct ive
fleet is p rojected  to increase a t  less than
one percen t  annua lly, genera l avia t ion
hours flown a re forecast  to increa se by
1.7 percen t  annua lly over  the t welve
year  planning per iod. The tota l pilot
popu la t ion  is pr ojected to grow a t  2.1
percent  annually through the p lanning
period.
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GEN ER AL AVIATION
SERVICE AREA

The initial step in  determining the
gener a l avia t ion  demand for  an  a irpor t
is to define its  gener a lized service a rea
for  the va r ious segm ents of avia t ion  the
a irpor t  can  accommodate.  The a irpor t
ser vice a rea  is determined pr ima r ily by
evalua t ing the loca t ion  of compet ing
airports, their capa bilit ies an d services,
and their  rela t ive a t t ract ion  and
convenience.  It  sh ould be r ecognized
t h a t  a via t ion  d em a n d  does  n ot
necessa r ily conform to politica l or
geograph ical boun dar ies.

The a irpor t  service a rea  is  an  a rea
where there is a  poten t ia l market  for
a irpor t  services.  Access t o gener a l
a via t ion  airports,  commercia l a ir
service, an d tra nsporta tion networks
enter  in to the equa t ion  tha t determines
the size of a ser vice ar ea, as well the
qua lity of avia t ion  facilit ies, dista nce,
and other  su bject ive cr iter ia .

As in any business en terpr ise, the more
a t t ract ive the facility is in services an d
capa bilities, the more compet it ive it  will
be in  the market .  As the level of
a t t ra ctiveness expa nds, so will th e
ser vice a r ea .  I f a n  a ir por t ’s
at tr activeness increases in  rela t ion  to
nea rby a irport s, so will the size of the
ser vice a rea .  If facilit ies a re adequa te
and ra tes an d fees ar e compet itive a t
Bishop Airport , some level of gener a l
avia t ion  act ivity migh t  be a t t ra cted to
th e airport  from su rr oun ding area s.

The determina t ion  of fu ture ba sed
a ir cra ft  demand for  Bishop  Air por t
begins with  a  review of the loca l based
a ircra ft  service a rea .  The loca l a irpor t
ser vice a rea  is  defined  by the pr oximity

of other  a irpor t s and the facilit ies t ha t
they a re able to p rovide to genera l
avia t ion  a ircra ft .

For  Bishop Air por t , t he loca l ser vice
area  can be expected to include
Ma m m ot h -Yosem it e, In dep en d en ce,
Lone Pine, Dyer  and Lee Vinn ing
Airpor t s.  None of these a irpor t s
cur ren t ly provide commercial ser vice.
All of th ese fields ar e well suit ed to
accommodate most  genera l avia t ion
t r a ffic.  Bishop (and to some degree
Ma m m ot h ) is  bet t er  su it ed  t o
accommodate la rger  corpora t e a ir cra ft
due to a ir field len gth  and s t ren gth .
Bishop a lso has ample room to pr ovide
addit iona l facilit ies as dem and dicta tes.

The In dependence, Dyer , an d Lee
Vinning Airport s have no genera l
avia t ion  services available. Wh ile Lone
Pine does offer  a  var iety of services, it s
remote loca t ion  will prevent  most
owners from bas ing their  a ircraft  there.
Most  a ircra ft  owners pr efer t o base
their  a ircra ft  in  close proximity to their
residence.  Therefore, th e p rimary
service a rea  is  mos t  likely  defined to
the Bishop/Mammoth  a rea , while the
limit s of the service a rea  include more
out lying a reas  in  Inyo and  Mono
coun ties.

BASED  AIRCRAFT FORE CASTS

The number  of ba sed  a ircraft  is  the
most  basic in dica tor  of genera l avia t ion
dema nd.  By fir st  developing a  forecast
of based a ircraft , the growth  of the
other  ind ica tors can  be projected based
upon th is  growth  and other  factors
character ist ic to Bishop Airpor t  and  the
ar ea it serves.



U.S. ACTIVE GENERAL AVIATION AIRCRAFT

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

1998 

2000 

2002 

2004

2006 

2008 

2010

141.7 

144.7 

147.2 

150.2 

153.1 

156.0 

158.8

5.7 

5.8 

6.0 

6.2 

6.3 

6.5 

6.6

4.1 

4.2 

4.3 

4.3 

4.4 

4.5 

4.6

194.8 

199.3 

203.3 

207.9 

212.2 

216.5 

220.8

As of
Dec. 31, 1998

14.9 

15.4 

15.8 

16.3 

16.8 

17.3 

17.8

FIXED WING

Source:  FAA Aeronautical Forecasts, Fiscal Years 1999-2010.

Notes:  Detail may not add to total because of independent rounding.  An active
aircraft must have a current registration and it must have been flown at least one
hour during the previous calendar year.
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One forecast  method u t ilized is to
compare the a irpor t ’s  based  a ircraft  to
res ident  populat ion.  Table  2G presen t s

h istor ica l and forecast  based a ir cra ft
per 1,000 Inyo Coun ty resident s.

T A B L E  2 G

B i s h o p  A i r p o r t  B a s e d  A i r c r a f t  v s . I n y o  C o u n t y  P o p u l a t i o n  P r o je c t i o n s

Ye a r

In y o

P o p u la t io n

I n y o   C o u n t y

R e g is te r e d

Air c ra ft

Ai rc ra ft  p e r

1 ,0 0 0  P e o p le

B i s h o p

Ai r p o rt  B a s e d

Air c ra ft

% o f In y o

R e g is te r e d

1996 18 ,340  70  3 .81  n .a .  

1997 18 ,290  68  3 .71  n .a .

1998 18 ,120  75  4 .13  n .a .

1999 18 ,200  84  4 .61  n .a .

2000 18 ,250  74  4 .05  75 101 % 

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

2005  18 ,500  74  4 .00  75 100 % 

2010  18 ,810  75  4 .00  75 100 % 

2020  19 ,630  78  4 .00  78 100 % 

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

2005  18 ,500  83  4 .50  83 100 % 

2010  18 ,810  94  5 .00  94 100 % 

2020  19 ,630  118  6 .00  118 100 % 

n .a . - n ot  a va i lab le

As indicated in  the t able, Inyo County
regist ered a ircra ft  per  1,000 Inyo
residen ts h as fluctua ted between  a  low
of 3.71 in  1997 a nd a  h igh of 4.61 in
1999.

Two forecas ts were produced  using the
ra t io of a ircra ft  per 1,000 resident s.
First , a  con st a n t  sh a r e for eca st
considered tha t  the a ircra ft  regist ered
in  Inyo County per  1,000 Inyo residents
will remain  a t  4.0.  Th is would likely
occur  if aviat ion  growth  slows t o sim ply
match  popu la t ion  growth  of t he a rea .
Th is pr oject ion  yields 78 based a ircra ft
a t  Bishop by 2020, an  increa se of on ly 3.

Based a ir cra ft  t ot a ls a t  Bishop can
gener a lly be expected to increa se a s

lon g a s  p os i t i ve  s ocioecon om ic
condit ions exist in  the a rea .  With  the
expa ndin g tour ism indust ry, growing
popula t ion  base, an d economic growth
in  the a rea, th e poten tia l exists for
based a ircra ft  growth  a t  the a irpor t  to
exceed the County’s expected popu la t ion
growth  ra te.  The increasing ma rket
share project ion  reflect s a  cont inu ed
resurgence of gener a l avia t ion  coupled
wit h  a  st rong economy and t he la ck of
compa rable facilit ies in  the region .  The
increa sing share project ion , reaching
6.0 aircra ft  per  1,000 Inyo residents by
2020 would resu lt in  an  increa se of 44
based a ircra ft  over  the pla nning per iod
rea ching 118 based a ircra ft .
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A summa ry of historical and forecast
based a ir cra ft  is illust ra ted on  Exh ibit
2B .  The increas ing market  share
pr oject ion  appea rs to be the m ost
rea sonable for  the purposes  of th is
Mast er  P lan .  This  project ion  is
somewha t  opt imist ic, bu t  it  a llows for
considera t ion  of limited facilities at
surrounding a irpor t s  and the growth in
popula r ity of the Mammoth Area  as a
va ca t ion  des t ina t ion . In order  to develop
a  pla n  wh ich  will a llow the County to
develop facilities based upon  dema nd,
the following pla nning hor izon  act ivity
milestones have been established for
based a ircra ft :

! Shor t  Term - 83
! In termediate Term  - 94
! Long Term  - 118

Sta te and Federa l forecast s pr oject
sligh t ly lower  numbers for  Bishop
Based a ircra ft  over t he next t wenty
year s.  The h igher  numbers here can  be
just ified by t he growing loca l tour ism
market  and by compa r ing t rends from
oth er a irport s of similar  size.

B a se d Aircraft F lee t Mix P rojection

Knowing the a ir cra ft  fleet  mix expected
to u t ilize the a irport  is n ecessa ry to
pr oper ly plan facilities th at  will best
serve the level of act ivity an d the t ype
of a ct ivit ies occur r ing a t  the a irpor t .
The existing-based a ircra ft  fleet  mix is
compr ised of sin gle and m ult i-engine
piston -powered a ir cr a ft  a n d a lso
includes gliders.

As deta iled previously, the na t iona l
t rend is toward a  lar ger per centage of
soph ist ica ted tu rboprop, jet  a ircra ft ,

and helicopters in  the na t iona l fleet .
Growth with in ea ch  based a ir cra ft
ca tegor y a t  the a irpor t  ha s been
det er m ined  by com pa r ison  wit h
na t iona l project ions (which  reflect
cu r r en t  a ir cr a ft  pr odu ct ion ) a n d
con sid er a t ion  of loca l econ om ic
condit ions.

The projected t rend of based a ir cra ft  a t
Bishop includes a  growing nu mber  of
sin gle and  mult i-engine a ircraft  and
turboprop a ir cra ft .  The based a ir cra ft
fleet mix project ion  for  Bishop  Air por t
is  summar ized  in  Table  2H .

ANN UAL OP ER ATIONS

There ar e two types of opera t ions a t  an
a irpor t : loca l and it inerant .  A loca l
opera t ion  is  a  takeoff or  landing
per formed by an  a ircra ft  tha t  opera tes
with in  site of t he a irpor t , or  which
executes s imula ted  approaches or
touch-and-go opera t ions a t  the a irpor t .
I t in e r a n t  op er a t ion s  a r e t h ose
per formed by a ircra ft  with  a  specific
or igin or  des t ina t ion  away from the
a irpor t . Genera lly, local opera tions a re
character ized by tr a ining opera t ions.
Typica lly, it ineran t  opera t ions increa se
with  bus iness and commercia l use s ince
business a ir cra ft  a re u sed pr imar ily to
car ry people from one loca t ion  to
another .

Due to the absence of an  a irpor t  t ra ffic
cont rol tower, actua l opera t iona l coun ts
are not  ava ilable for  Bishop  Air por t .
Instead, on ly genera l est ima tes of
a i r cr a ft  op e r a t i on s  b a s e d  on
observa t ions a re m ade per iodica lly.
E st im a t es  of h is t or ica l a ir cr a ft
opera t ions for  the a irport  a re recorded
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by the FAA on  the 5010-1, Airpor t
Mast er  Record Form.  Opera t iona l
est ima tes have been provided by a irpor t
management   for   the  FAA  in   the past .

Air por t  managemen t  u t ilizes a ir cra ft
ser vice and fuel t icket s to est imate
an nu al opera tions.

T A B L E  2 H

F l e e t  M i x  F o r e c a s t

B i s h o p  A i r p o r t

E XIS TIN G F O R E CAS T

T y p e 2 0 0 0  %

S h o r t

T e r m %

I n t e r .

T e r m %

L o n g

T e r m %

S in gle E n gin e 52  69 .33% 57 68 .67% 64 68 .08% 81 68 .64%

M u lt i-E n gin e 8  10 .66% 8 9 .63% 10 10 .63% 11 9 .32%

T u r bop r op 0  0% 1 1 .20% 2 2 .12% 3 2 .54%

G lid er s 11  14 .66% 12 14 .45% 12 12 .76% 15 12 .71%

U lt r a ligh t 4  5 .33% 4 4 .81% 4 4 .25% 4 3 .38%

T u rbofa n 0  0% 0 0% 1 1 .06% 2 1 .69%

H elicop t er  0  0% 1 1 .20% 1 1 .06% 2 1 .69%

T ot a ls 75  100% 83 100% 94 100% 118 100%

As shown in  Table  2J , gener a l avia t ion
opera t ions a re est ima ted to tot a l
approximately 30,000.  Of th is t ota l,
approxima tely 25,000 ar e estima ted as
it ineran t  and approximately 5,000, or
20%, a s loca l opera t ions.

Project ions of an nu al opera tions h a ve
been developed by exa mining the
number  of oper a t ions per  ba sed  a ircra ft .
Typica lly, a t  a irpor t s simila r  to Bishop
Air por t , 400 opera t ions per  based
a ir cra ft  may be expected. Airpor t s wit h
h igher  t r a in in g opera tions (loca l
opera t ions) will ha ve a  h igh er
“oper a t ion  per  ba sed  a ircra ft  ra t io”,
wh er ea s a ir por t s wit h  a  h igher
per cen t a ge of t r a n sien t  a ir cr a ft
opera t ions will have a  lower  ra t io.

Using 400 opera t ions per  based a ir cra ft
provides us annua l growth  of 2.2
percent .  The FAA projects  genera l
avia t ion  act ivity to increase a t  an

average ann ua l ra te of 1.7 percent  per
year  over t he next 12 yea rs.  The
forecast  of based a ircra ft  yields 47,200
annua l genera l a via t ion  opera t ions by
2020.

The FAA projects an  increase in  a ir cra ft
u t iliza t ion  and  the number  of genera l
a via t ion  hours flown.  Th is projected
t rend suppor ts  fu ture growth  in  annual
opera t ions a t  Bishop Airpor t .

MILIT AR Y ACTIVITY

Project ing fu ture milit a ry u t iliza t ion  a t
the a irpor t  is par t icu lar ly d ifficu lt  s ince
loca l missions m ay change wit h  lit t le
not ice. However , exist ing opera t ions
and a ircraft  mix may be confirmed for
their  impact  on  facility p lanning.  As
indica ted by th e FAA TAF document ,
h ist orical milit a ry opera t ions  have
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accounted for  3,000 it ineran t  opera t ions
annua lly.    Milit a ry  opera t ions  consist

pr imar ily of helicopt er  act ivity a t
Bishop Air por t .

T A B L E  2 J

O p e ra t io n s  p e r  B a s e d  Ai rc ra ft  P r o je c t io n s

B i s h o p  A i r p o r t

Ye a r It in e r a n t L o ca l T o ta l B a s e d  Air c ra ft

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

B a s e d  Air c ra ft

2000  25 ,000  5 ,000  30 ,000  75  400  

A n n u a l  O p er a t io n s  P r oj e c t i o n s

S h or t  Ter m 27,700  5 ,500  33 ,200  83  400  

In t e r m e d ia t e 31 ,600  6 ,000  37 ,600  94  400  

L on g  T er m 40,700  6 ,500  47 ,200  118  400  

Curren t ly, ther e is no reason to believe
the cu r ren t  milit a ry opera t iona l levels
will change significant ly in  the fu ture.

FOR ES T S ER VICE ACTIVITY

Project ing Forest  Service u t iliza t ion  a t
Bishop Airport  is d ifficu lt  a s loca l usa ge
depends hea vily on  fir e suppression
act ivity.  Usa ge can  var y from a  few
operat ions ann ua lly to severa l hundr ed.

P EA K IN G
CHARACTER IST ICS

Many a irport  facility needs  a re r ela ted
to the levels of act ivity dur ing pea k
periods. The per iods u sed in  developin g
facility requ irements for  th is  study are
as follows:

! Pe ak Mo n th  - The ca lenda r
month when peak pa ssen ger
e n p la n e m e n t s  or  a i r cr a ft
opera t ions  occur .

! Design  Day  - The average day
in  the peak month . Th is indica tor

is ea sily der ived by dividin g the
pea k  m on t h  oper a t ions  or
pa ssen ger enplanements  by the
number  of days  in  the month .

! Busy  Day  - The busy day of a
typica l week  in  the peak  month .

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

Without  an a irpor t  t ra ffic cont rol tower ,
adequa te opera t iona l in format ion  is  not
ava ilable to direct ly determine peak
gener a l avia t ion  opera t iona l act ivity a t
the a irpor t .  Therefore, pea k per iod
for eca st s  h a ve been  d et er m in ed
accordin g to t ren ds experienced at
similar  airports.

Typica lly, the peak  month  for  act ivity a t
gener a l aviat ion  a irport s a ppr oxima tes
10 to 15 percen t  of the a irpor t ’s annua l
opera t ions.  For plan ning pur poses,
peak month  opera t ions have been
est imated as  13 percent  of annua l
opera t ions .   Based on  pea k in g
character ist ics from simila r  a irpor t s,
the typica l busy day was  determined by
mult iplying the design  da y by twenty
percent  of weekly opera t ions  dur ing the
peak mont h , or  1.4.  Design  hour



2-15

opera t ions were determined u sing 20
percent   of  the  design   day  opera tions.

The genera l aviat ion  peaking character-
ist ics a re su mmarized in  Table  2K.

TABLE 2K
P eak  Operation s Forec asts
Bi sh op  Airport

2000 Sh ort  Term Inte rmed iate Lo n g  Te rm

Annual Opera t ions 30,000 33,200 37,600 47,200 

Peak  Month 3,900 4,316 4,888 6,136 

Busy Day 182 200 228 285 

Design Da y 130 143 163 204 

Design  Hour 26 28 32 40 

S U MMAR Y

This chapter  has  out lined  the var ious
avia t ion  demand levels an t icipa ted for
the next  20 years a t  Bishop Air por t .
Long term growth  a t  the a irpor t  will be
influenced by m a ny factors in cludin g
the loca l economy, t he n eed for  a  viable
avia t ion  facility in t he imm ediate a rea
and t rends in  genera l avia t ion  a t  the
na t iona l level.

The next st ep in t he mast er  pla nning
process will be to assess the capacit y of
exist ing facilit ies, their a bility to meet
forecast  dem and, a nd t o iden t ify
changes to the a ir field and/or lan dside
facilit ies which  will crea te a  more
funct iona l avia t ion  facility.  A summary
of the forecast s is presen ted in  Exh ibit
2C.



Exhibit 2C
FORECAST SUMMARY
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Annual Operations

    Local 5,000 5,500 6,000 6,500
  Itinerant 25,000 27,700 31,600 40,700
  
  Total 30,000 33,200 37,600 47,200 

Annual Enplanements 0 10,515 12,727 17,610
(potential)

Based Aircraft 75 83 94 118
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Chapter Three
AIRPORT FACILITY REQUIREMENTS
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n updated set of planning horizon milestones of aviation demand for
Bishop Airport (BIH) were established in the previous chapter.  These
activity milestones include passenger enplanements, aircraft operations,
based aircraft, fleet mix, and peaking characteristics.  With this
information, specific components of the airfield and landside system can
be evaluated to determine their capability to accommodate future
demand.

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

As indicated earlier, airport facilities include both airfield and landside
components.  Airfield facilities include those facilities that are related to
the arrival, departure, and ground movement of aircraft.  The
components include:

• Runways
• Taxiways
• Navigational Approach Aids
• Airfield Lighting, Marking, and Signage

Landside facilities are needed for the interface between air and ground
transportation modes such as:

• General Aviation Terminal
• Aircraft Hangars

A
A I R P O R T F A C I L I T Y R E Q U I R E M E N T S
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! Aircraft  Park ing Aprons
! Aut o Pa rk ing and Access
! Airport  Support  Facilit ies

AIR FIELD

R E Q U IR E MEN T S

Airfield r equirem ents include the need
for  th ose facilit ies rela ted to the a r r iva l
and depa r ture of air cra ft.  The
adequacy of exist ing a ir field facilities at
Bishop ha s been ana lyzed from a
number  of perspect ives , including
a ir field capacity, runwa y len gth ,
runway pavement  st rength , air field
ligh t in g, n a viga t ion a l a ids  a n d
pavement  ma rk ings.

AIRF IELD  CAP ACITY

A demand/capa city a na lysis measu res
the capa city of the a ir field facilit ies  (i.e.
runways and t axiways) in order  to
iden t ify a  p la n  for  a ddit ion a l
development  needs.  The capacit y of t he
a ir field is a ffected by severa l factors
includin g a ir field layou t , m eteorologica l
condit ions, a ircra ft  mix, runway use,
a ir cra ft  a r r ivals, an d exit t axiway
loca t ions.  An a irpor t 's a ir field capacity
is expressed in  t erms of it s annua l
ser vice volume.  Annual service volume
is a  reasonable es t imate of the
maximum level of a ircra ft  opera t ions
tha t  can  be accommodated  in  a  year .

Pursuant to FAA guidelin es det a iled in
the FAA Advisory Circula r  150/5060-5,
Airport Capacity and  Delay, the annua l
ser vice volume of an  in ter sect ing
runway configura t ion  normally exceeds
230,000  opera t ions.  S ince the forecast s

for  the a irpor t  indica t e tha t the act ivity
throughout  the pla nning per iod will
r ema in  well below 230,000 a nnua l
opera t ions, the capacity of the exist ing
a ir field system will not  be reached , and
the a ir field is expected to meet
opera t iona l demands.

RUNWAY ORIE NTATION

The a irpor t  is served by th ree runways.
Pr imary Runway 12-30 is orien ted in  a
nor thwest -southeast  dir ection wh ile
Runway 16-34 is or ien ted in  a  nor th -
sou th direct ion , and Ru nwa y 7-25 is
or ient ed in  an  ea st -west  direct ion. For
the opera t iona l sa fety a nd efficiency of
a n  a irpor t , it  is  des irable for  t he
primary runway of an  a irpor t 's runway
syst em to be or ien ted a s close a s
possible to the d irect ion  of the
p reva iling wind.  This reduces the
i m p a c t  o f  w i n d  c om p o n e n t s
per pen dicu la r  to the direction  of t ravel
of an  a ircraft  tha t  is  landing or  tak ing
off (defined as a  crosswind).

FAA design  st anda rds  specify tha t
addit iona l runway configura t ions  a re
needed when the pr imary runway
configura t ion  provides less t han  95
percent  wind coverage a t  specific
crosswind componen ts.  The 95 percent
wind coverage is computed on t he basis
of crosswinds not  exceeding 10.5 knots
for  sm all a ircra ft  weigh ing less t han
12,500 pounds a nd from 13 to 20 knots
for  a ircra ft  weigh ing over 12,500
poun ds.

Weather  da t a , provided by the Na t iona l
Oceanic & Atmospher ic Admin ist ra t ion
(NOAA),  and  collected over t he pa st  10



3-3

year s a t  Bishop Airport , was used to
determine win d coverage for the a irpor t .

Th is wea ther  da ta  is  shown in  Table
3A. 

TABLE 3A
We ath e r Obse rva tio n s for B ish op  Airport

Runw ay 10.5 knots 13 knots 16 knots 20 knots

12-30 94.48% 97.49% 99.17% 99.79%

16-34 96.94% 98.50% 99.49% 99.85%

7-25 83.45% 88.80% 94.90% 98.31%

Combined 99.85% 99.96% 99.99% 100.00%

SOURCE: Nat ion a l Ocea nic & Atmospher ic Admin is t ra t ion  (NOAA).
Observat ion  Dates: 1/ 1/ 90 to 12/ 31/ 99
51,261 observations

Crosswind runways are required wh en
wind coverage is less than  95%.
Crosswind runways are beneficial wh en
the pr imary runway mu st  be closed for
const ruct ion  or  main tenance.  Th is
holds especia lly t rue for  a irpor t s wh ich
provide commercial ser vices.  Thus , the
exist ing runway or ienta t ion will provide
adequa te wind covera ge.

P HYSICAL
P LANN ING CRITER IA

The select ion  of appropr ia te FAA
design  st anda rds for  the development
and 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 cur ren t ly us ing, or
are expected to use the a irpor t .
P lanning for  fu ture a ircra ft  use is of
pa r t icu la r  importance since design
standa rds  a re used  to p lan  separa t ion
distances between facilities.  These
standa rds  must  be determined n ow to
prevent  the loca t ion  of new facilit ies in
a  loca t ion  t ha t  would conflict  with

fu ture uses of the a irpor t . Reloca t ion  of
th ese facil it ies  would  likely be
extr emely expensive a t  a  lat er  da te.

The most  importan t  character ist ics in
a ir field plann ing a re the approach
speed and win gspan  of the crit ica l
design  a ircr a ft  an t icipa ted  to use the
a irpor t  now or  in  the fu ture. The cr it ica l
design  aircraft is defined as t he m ost
demanding ca tegory of a ircraft  which
conduct s 500 or m ore opera tions per
year  a t  the a irpor t .

The FAA has  es tablished  a  coding
system to rela te a irport  des ign cr iter ia
t o t he opera t iona l and physical
cha racter ist ics of a ircra ft  expected to
use the a irport .  This code, referr ed to
as the a irpor t  refer en ce code (ARC), has
two componen ts: the first  component ,
depicted by a  let t er , is the a ircra ft
approach  ca tegory and rela tes to
a ir cra ft  approach  speed  (opera t iona l
character ist ic); the second component ,
depicted by a  Roman numera l, is the
a irplane    design    group    (ADG)    and
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rela tes t o a ir cra ft  wingspan  (physica l
character ist ic).  Gen era lly, aircra ft
approach  speed applies to ru nwa ys and
runway-rela ted facilit ies, while a irplane
w i n g s p a n  p r im a r i ly  r e l a t e s  t o
separa t ion  cr iter ia  involving taxiwa ys,
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 appr oach  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 i r cr a ft 's
maximum cer t ifica ted weigh t .  Th e five
approach  ca tegories  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 knots or  more,
but  less th an  166 knots.
Ca t e gor y E: Speed gr ea ter  than  166
knots.

The a irplane des ign group (ADG) is
based upon the a ircra ft ’s wingspan .
The six ADG’s used in  a irpor t  p lanning
ar e as follows:

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

In  order  to det ermine a ir field facility
requirem ent s, an  ARC should first  be
determined, then  appropria te a irpor t
design  crit eria can  be applied.  Th is
begin s with  a  review of the type of
a ir cra ft  using an d expected to use
Bishop Air por t .

Bishop Airpor t  is curren t ly used by a
wide va r iety of genera l avia t ion
a ircra ft , includin g: sm all sin gle engine
a ircra ft , mult i-engine a ircra ft , sma ll
a nd medium  sized helicopters, glider s,
gener a l aviat ion bu siness a ircra ft , a
limited number  of milita ry a ircra ft
(most ly helicopters), a nd Forest  Service
aircraft, including C-130's.

Com m e rc ia l Airc ra ft

As pr eviously indicated, t he a irpor t  is
not  curren t ly ser ved by commercia l
car r iers.  In  t he past , a  wide va r iet y of
piston  and  turboprop  a ircraft  were
ut ilized by t he a ir lines includin g the 44-
sea t  Conva ir  580, t he 19-sea t  DHC-6,
and the P iper  Nava jo.

Consider ing the fut ure poten t ia l for
commercia l service, it  is likely tha t  if
ser vice is re-esta blished a t  Bishop,
sma ll to medium sized air cra ft  would be
used.  The avia t ion  demand forecast s
noted tha t  t he r egiona l ca r r iers a re
sh ift ing their fleet m ixes to include
pr imar ily regiona l jet  a ircra ft .  This
could poten t ia lly include t he Ca nada ir
CRJ  200 (ARC C-II), or  the Embraer
ERJ  135/145 (ARC C-II).  It is a lso
possible tha t  the a irpor t  may be
designa ted as an  a lt erna te a irpor t  for
a ir     car r iers;    however ,    t he    annua l
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opera t ions would not  a ffect  t he cr it ica l
a irpor t  design a t ion .  F or  fu ture
pla nning pu rposes, considera t ion will be
given to both  the CRJ  200 an d the ERJ
135/145 models  a s t he crit ica l a ir cra ft
for  commercia l service.  As an  a lt erna te
a irpor t , considera t ion should be given t o
serving the Boeing 757.

Gene ral Aviat ion

Genera l avia t ion  a ircraft  us ing the
a irpor t  include small sin gle and m ult i-
engine a ir cra ft  (which  fa ll with in
approach  ca tegor ies A and B and ADG
I) an d business tu rboprop a nd jet
a ir cra ft  (wh ich  fa ll with in  approach
ca tegor ies B, an d C and ADGs I an d II).

The most  dem andin g ba sed a ircra ft  is
cur ren t ly a  Cessna  Caravan  (B-I I).  The
a irpor t  is a lso cur ren t ly u t ilized by
t rans ien t  milit a ry and F orest  Service
a ir cra ft  ranging from the T-34 to the C-
130.  However , fligh ts m ade by t he
Forest Service and milia ry ar e not  of
sufficien t  numbers for  these a ircra ft  to
be considered as cr it ica l a ircra ft .

Crit ica l Des ign
Aircraft  Conclus ion

Current  based  a ircraft  tha t  fa ll with in
ARC B-I I a re es t imated  to conduct  more
than 500 opera t ions a nnua lly.  Based
upon th e higher  appr oach speeds of
common regiona l jets a nd bu siness jets,
an  increa sin g percen tage of jet s will fa ll
with in  C-II.  Therefore, u lt imate
planning should consider ARC C-II as
the cr it ica l a ir cra ft  to proper ly p lan  for
the fu ll range of regiona l and bu sin ess
jets under  60,000 poun ds.

Although  Runway 12-30 is  the primary
runway for  Bish op Airport , wind
ana lysis indica tes tha t  it  does not
provide adequa te win d coverage for  a ll
crosswind componen ts.  For  th is  reason ,
Runway 16-34 sh ould be main ta ined to
accommodate the majority of t ra ffic.  As
pr eviously st a ted, crosswind r unwa ys
also pr ovide a  vita l pu rpose in  pr oviding
an a lt erna te landing area  when the
primary runway is  closed  for  any
reason .  It  would n ot be n ecessa ry for
Runway 16-34 to meet  ARC C-II
st a ndards  if the major ity of C-II
opera t ions ta ke place on  Runway 12-30.

The design of t axiway a nd apron  a reas
sh ou ld  con s i d er  t h e  w i n g s p a n
requ irements of the most  demanding
a ir cra ft  to opera te within  tha t  specific
funct iona l a rea  on  the a irpor t .  The
termina l ar ea should consider ADG II
design  requ irements to accommodate
the poten t ia l use of the a irport  by
commuter  a irlines.  Tra nsient  gener a l
avia t ion  apron  and  a ircraft  main ten-
ance and  repa ir  hangar  a rea s should
consider  ADG I I r equ irements to
accommodate typical business a nd
regiona l jet  a ircraft .  T-hangar  and
small convent iona l hangar  a reas  should
consider  ADG I r equiremen ts a s th ese
commonly serve sma ller single and
mult i-engine piston  a ircra ft .

RUNWAY LEN GTH

The determina t ion of runwa y len gth
requ irements for  a n  a irport  a re based
on  five pr ima ry fa ctor s: a irpor t
eleva t ion ; mean maximum tempera ture
of the hot test  month ; runway gradien t
(d ifference in  eleva t ion  of each  runway
end); crit ica l aircra ft  type expected to
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use the a irpor t , and st age lengt h  of the
longest nonstop tr ip destinat ions.
Air cra ft  per formance declines  as each  of
these factors increase.

F or  ca lcu la t in g r u n wa y len gt h
requ irements a t  Bishop, the a irpor t
eleva t ion  is 4,118 feet  a bove mea n sea
level (MSL) and  the mean maximum
tempera ture of t he hot test  month  is
76.7 degrees F ahren heit  (J u ly).  For
Runway 12-30, the pr imary runway, the
overa ll difference in  runway end
eleva t ions is 22 feet .

Using the specific da ta  for  Bishop
Air por t  descr ibed above, runway len gth
r e q u i r e m e n t s  for  t h e  va r i ou s
cla ssifica t ions of a ir cra ft  t ha t  may
opera te a t  the a irpor t  were examined
us ing the FAA Airport  Design computer
program Version 4.2D which groups
gener a l aviat ion a ircra ft int o severa l
ca tegor ies, reflect ing t he percentage of
the fleet  wit h in  ea ch  ca tegory and
usefu l load (pa ssen gers and fuel) of the
a ircra ft .  Table  3A summar izes FAA
recommended ru nwa y length s for
Bishop Air por t .

TABLE 3A
Run w ay Leng th Re quirem en ts
Bi sh op  Airport

AIRPORT AND RUNWAY DATA

Air por t  eleva t ion . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4118 feet
Mean  da ily maximum tempera tu re of the hot test  month . . . . . . . . . . . . . . 97.2 F
Maximum difference in  runway center line eleva t ion . . . . . . . . . . . . . . . . . 22 feet
Length  of ha ul for a irplan es of more t ha n 60,000 poun ds . . . . . . . . . 1,000 miles
Dry runwa ys

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 . . . . . . . . . . . . . . . . . . . . . . . . 4,160 feet
  95 percent  of these sm all airplanes . . . . . . . . . . . . . . . . . . . . . . . . 5,460 feet
100 percent  of these sm all airplanes . . . . . . . . . . . . . . . . . . . . . . . . 5,780 feet

Sm all airplanes with  10 or  more passen gers sea t s . . . . . . . . . . . . . . . . 5,780 feet

Lar ge airplanes of 60,000 poun ds or less
  75 percent  of business jet s a t  60 percent  useful load . . . . . . . . . . 6,690 feet
  75 percent  of business jet s a t  90 percent  useful load . . . . . . . . . . 8,820 feet
100 percent  of business jet s a t  60 percent  useful load . . . . . . . . . . 9,900 feet
100 percent  of business jet s a t  90 percent  useful load . . . . . . . . . 11,220 feet

REFERENCE: FAA’s a irport  design computer  software, Version  4.2D
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As ment ioned  previous ly, the cur ren t
cr it ica l design a ircra ft  for  Runway 12-
30 fa ll wit h in  ARC B/C-I I.  The
a ppr opr ia t e F AA r u n wa y len gt h
planning ca tegory for  a ircraft  with in
ARC C-II is “75 percen t  of la rge
a irpla nes a t  60 percent  useful load”.  As
sh own  in  t h e t a ble, t h e F AA
recommends a  runwa y length  of 6,690
feet  to ser ve th is category of a ir cra ft.  At
7,500 feet  long, Runway 12-30 meet s
th is  minimum length .

Ana lysis specific t o individua l business
and regiona l jet  a ircra ft  has been
completed  to determine if the length  of
Runway 12-30 would be adequa te for
the range of jet  a ir cra ft  t ha t  may
opera te a t  Bishop in  the fu ture.  Table
3B  presents th is ana lys is.  As indica ted
in  the t able, a  r ange of runway len gths
is required by business  a nd regiona l jet
a ircra ft .  Runway 12-30 meets or
exceeds the requirem en ts for  many of
these a ircra ft .

T A B L E  3 B

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

R u n w a y  L e n g t h  R e q u i r e d  f o r  (i n  f e e t )

Ai rc ra ft  Ty p e T a k e -o f f  @ 9 7  F

L a n d in g s  o n

D r y  R u n w a y

BAe 125-800 7 ,800  5 ,000  

Ca n a da i r  Ch a l len ger  CL600 6 ,900  5 ,500  

Cessn a  550 5 ,500  2 ,900  

Cessn a  650 6 ,000  5 ,300  

G -I V 7,000  5 ,400  

H a wk er  125-700/800 8 ,000  4 ,000  

H a wk er  1000 7 ,500  5 ,000  

Is r a e l  Aircra ft  In du s t r ies

  - As t r a  S P X 7,000  5 ,000  

  - Wes t w in d 7 ,300  3 ,500  

L ea r

  - 35 6 ,000  3 ,400  

  - 55 7 ,300  3 ,200  

97.2  F i s  the  N orm al  D ai ly  M axim u m  tem peratu re a t  B ish op A irpor t  (J u ly)

As an  a lterna te facility, the adequacy of
Runway12-30 was examined for  B-757
a ircra ft .  To provide for  1500 nau t ica l
mile s tage lengths  the runway should
be a t  lea st  6,100 feet  in  len gth .

RUNWAY WIDTH

Runway width  is based  upon the
planning ARC for  each  runway.  For
ARC C-II, the FAA specifies a  runway
width  of 100 feet.  The existing width  of
a ll runways a t  Bishop Airport , at  100
feet, meet F AA requirem ent s.
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RUNWAY
P AVEMEN T STRE NGTH

The most  importan t  fea ture of a ir field
pavement  is its a bility to withst an d
repea ted use by a ircra ft  of sign ificant
weigh t .  At  Bishop a irpor t , th is includes
a  wide range of genera l avia t ion  a ir cra ft
ranging fr om  sm a ll single-engine
a ircraft  to bus iness jet  a ircraft .

Runway 12-30 presen t ly has a  sin gle
wheel loading (SWL) st rength  of 70,000
poun ds, 110,000 pounds du a l wheel
loadin g (DWL), and 200,000 poun ds
dua l t andem wheel (DTWL).  Runway
16-34 has a  pavement  st rength  ra t ing of
100,000 poun ds SWL, 140,000 poun ds
DWL and 240,000 DTWL.  Runway 7-25
has a  pa vem en t  st ren gth  ra t ing of
40,000 SWL, 56,000 DWL, and 98,000
DTWL.

These pavement  s t rengths  ra t ings  a re
sufficien t  to serve th e expected mix of
a ir cra ft  t o u se the a irport  th rough the
planning per iod

TAXIWAYS

Ta xiwa ys a re const ructed pr imar ily to
facilita te a ircraft  movements  to and
from the r un way system . Some
taxiwa ys a re necessa ry sim ply t o
provide access between the aprons  and
ru nwa ys, whereas other  t axiwa ys
become necessa ry as  act ivity increases
a t  an  a irpor t  to provide safe and
efficient  use of the a irfield.

Presen t ly, parallel t axiway access  is
provided  on   Runways 12-30 and 16-34.

Taxiway A extends from the main  apron
to th e both  ends of Runway 12-30.
Taxiway H extends from the nor th  end
of Runway 16-34 south  in tersect ing
Runway 12-30 and  on  to the south  end
of Runway 16-34.  Addit iona l t axiwa ys
are loca ted a round the field pr oviding
good access to a ll pa r t s of the Airpor t .

Taxiway width  is  determined  by the
ADG of th e most  demanding a ircra ft  to
use the taxiway.  The most  demanding
a ir cra ft  expect ed  dur ing the p lanning
per iod fa ll with in  ADG C-II.  F AA
design  st anda rds specify a  minimum
taxiway width  for  ADG C-II is 35 feet .
Ta xiwa ys a t  Bishop ar e a ll 50 feet  wide.
Therefore, a ll ta xiways meet  or  exceed
the minim um design r equirem ent .

Design  sta nda rds for t he separa t ion
dista nces between run ways and para llel
taxiwa ys a re based  pr imar ily on  the
ARC for  tha t  par t icu lar  runway and the
type of inst rument  approach  capability.
ARC C-II design  st anda rds  specify a
runway/t axiway sepa ra t ion  distance of
300 feet .  Present ly, all taxiwa ys at
Bishop Airport  a re more than  300 feet
from Runway center line t o t axiway
center line, meet ing the minimum
runway/taxiway separa t ion  cr iter ion .

Hold ing aprons provide an  a rea  for
a ir cra ft  to prepa re for  depa r ture off the
t axiway and a llow a ir cra ft  t o bypass
other  a ircra ft  which a re ready for
depa r ture.  Cur ren t ly Runway 16-34
and Runway 12-30 have holding a prons
a t  both  ends of th e runwa ys.  These
aprons improve efficiency du r ing
depa r tures for  a ll a ircraft  us ing the
a irpor t .
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NAVIGATIONAL AIDS
AND INSTRUMENT
AP P ROACH PROCEDURES

Two elect ronic na vigat iona l aids a re in
pla ce to assist  pilots  in  loca t ing and
landin g a t  Bishop Airport .  The Bishop
VOR/DME and global posit ion ing
system (GPS) naviga t ion a l aids assist
pilot s landing a t  the a irpor t  during poor
weather  condit ions wh en  following
ins t r u m en t  a ppr oa ch  p roced u res
est a blished by the FAA.  These a ids
p rovide t wo circling in st r u m en t
appr oaches tha t  can  be used  on  any
runway.

The adven t  of globa l posit ion ing syst em
(GPS) technology can  u lt ima tely provide
the a irpor t  with  t he capability of
e s t a b l i s h i n g  n e w  i n s t r u m e n t
appr oaches at  minimal cost  s ince there
is not  a  requirement  for  the insta lla t ion
and maintenance of cost ly ground-based
t ransm ission  equ ipment  a t  the a irpor t .

As ment ioned previously, the FAA is
proceeding with  a  pr ogram to t ransit ion
f r o m  e x i s t i n g  g r o u n d - b a s e d
naviga t iona l a ids to a  sa tellit e-based
n a viga t ion  syst em  u t ilizing GP S
technology.  Current ly, GPS is cer t ified
for  en  rou te gu idance and for  use with
ins t rument  approach  procedures . The
in it ia l GPS a ppr oaches bein g developed
by the FAA pr ovide only cour se
gu idance informat ion .  By the year
2003, it is expect ed  t h at  GPS
appr oaches will a lso be cer t ified for  use
in  pr oviding descen t  informat ion  for  an
ins t rument  approach .  This capa bility is
cur ren t ly only a va ilable u sin g an
instr um ent  landing system (ILS).

GP S a p pr oa ch es  fit  in t o t h r ee
ca tegor ies, each ba sed upon the desired
visibilit y minimum of the approach .
The three ca tegories of GPS a ppr oaches
are: p recis ion , approach  procedure with
ver t ica l gu idance and  non-precis ion . To
be eligible for a  GP S approach, the
a irpor t  lan ding sur face must  meet
specific s tandards as  ou t lined  in  FAA
AC 150/5300-13, Airport Design ,
Appendix 16.  Th e FAA has r ecent ly
issued revised st anda rds (Change 6)
wh ich  address Precis ion , Approach
Procedure with  Ver t ica l Guidance
(APV), and  Nonprecision Approach
requ irements (a t tached a s Appendix C).
It  is an t icipa t ed tha t Runwa y 12-30 will
receive considera t ion  for  improved
minimum s using GPS.

AIRF IELD
SAFETY STANDARDS

The FAA has  es tablished  severa l
imaginary su rfaces to protect  a ir cra ft
opera t iona l a reas a nd keep them free
from obst ruct ions tha t  could a ffect  the
sa fe opera t ion  of a ircra ft .  These include
the object  free area  (OFA), obst acle free
zon e (OFZ), and runway sa fety ar ea
(RSA).

The OFA is defined a s “a  two
dim ensiona l ground a rea  sur rounding
runways, ta xiways, an d ta xilanes which
is clea r  of objects except  for  objects
whose loca t ion  is fixed by fun ct ion .”
The runwa y sa fety a rea  (RSA) is
defined  a s  "A de fined  su r fa ce
surrounding the r un way prepa red or
su itable for  reducing the r isk  of da mage
to    a irplanes     in     the    event     of   an
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undershoot , overshoot , or  excu rsion
from the runwa y."  The OFZ is defined
as a  “defined volume of a irspace
centered above the runway center line
whose eleva t ion is t he same as  the
nearest  poin t  on  the runway center line
and ext ends 200 feet  beyon d each
ru nwa y end.”

The FAA ha s issued Change 6 to FAA
AC 150/5300-13, Airport Design , to
addr ess new requirements  for  the
t ransit ion  to globa l posit ion ing system
(GPS) naviga t ion .  Change 6 has
ident ified a  new a rea , t he precis ion
object  free a rea  (POFA) for  a ll runways
having or  expected to have precis ion
appr oaches.  Considera t ion  will be given
to pr otect ing the POFA a t  each en d of
Runway 12-30.

The FAA expects t hese a reas t o be
under  the cont rol of the a irpor t  and free
from obstr uctions.

A review of aer ia l photography and the
curren t  Airport  Layout  P lan  (ALP)
revea ls tha t  a ll runways comply wit h
RSA, OFA and OFZ sta nda rds for B-II.
The cr itica l design a ircra ft  ident ified for
the plan ning period will require a C-II
design a t ion .  None of the runwa ys
cur ren t ly meet  C-II requirem ent s for
the RSA or  the OF A.  All t h ree runways
do meet  C-II  r equ irements for  the OFZ.
The next  chapter , Airpor t  Development
Altern at ives, will exa mine RSA, OFA
and OFZ st anda rds consider ing each
potent ia l runway extension  a lter na t ive.

LIGHTIN G AND  MARKING

Curren t ly, there a re a  number  of
light ing and pavement  mark ings aids

serving pilot s and a ircra ft  using Bishop.
These ligh t ing and  marking a ids assist
pilot s in  loca t ing the a irpor t  during
night  or  poor  wea ther  condit ions, a s
well as  ass is t  in  the ground movement
of a ircra ft .

Ru n wa y m a r kin gs a r e design ed
a ccording to the type of inst rumen t
approach  ava ilable on  the runway.
FAA AC 150/5340-1H, S tan dards for
Air port  M ark in gs , p rov ides  th e
gu idance necessa ry to design  an
a irpor t 's markings.  Runways 16-34, 12-
30, and 7-25 a re equ ipped with  non-
pr ecision  runway ma rk ings. These non-
pr ecision  markings will be sufficient
th rough  th e plan ning period un less a
pr ecision  appr oach  with  less than  3/4-
mile visibility minimum s is appr oved.

Taxiway and  apron  a reas  a lso require
mark ing to a ssu re tha t a ir cra ft  r ema in
on the pa vemen t .  Yellow cen ter line
st r ipes a re cu r ren t ly pa in t ed on  a ll
t axiways except Ta xiways C, D, and E .
These taxiway and a pron  su rface lines
p rovide th is  gu idance t o pilot s.
Considera t ion  sh ould be given  to adding
taxiway markings to Taxiways C, D,
and E .  Besides rout ine m aint enance,
th ese markings will be sufficien t
thr ough  the plann ing period.

The a irport  is equipped with  a  rota t ing
beacon to assist  pilot s in  loca t ing the
a irpor t  a t  n igh t .  The exist ing rota t ing
beacon is adequa te and sh ould be
maint a ined in  the fu ture.

Runway light ing systems pr ovide
cr it ica l guida nce t o pilots  du r ing
n igh t t ime and low visibility opera tions.
Runways 12-30 and 16-34 are equipped
with  h igh in tensit y runwa y light ing



3-11

(HIRL).  Runway 7-25 is equipped with
medium in tensit y runwa y light ing
(MIRL).  These systems a re sufficien t
for  the exis t ing GPS approaches  and
sh ould be main ta ined  through the
pla n n in g per iod.  Run wa y End
Iden t ifier Lights (REIL) should be
added to both  ends of Runways 12-30
and 16-34.

Effective gr ound movement  of a ircra ft
a t  n ight  is  enhanced  by the ava ilability
of t axiway light ing.  All t axiways  a re
equipped wit h  taxiwa y ligh t ing.  These
light ing systems a re su fficient  and
sh ould be main ta ined through the
plan ning period.

Light ed directiona l signs a re inst a lled
a t  the a irpor t .  Th is signa ge iden t ifies
ru nwa ys, t axiways , and  apron  a rea s.
These a id pilot s  in  determining their
posit ion  on  the a irpor t  and provide
dir ections t o their  desired loca t ion  on
the a irport .  These light ing aids are
su fficien t  and sh ould be ma int a ined
thr ough  the plann ing period.

Bishop Air por t  is equipped with  pilot
cont rolled ligh t ing (PCL).  PCL a llows
pilot s to cont rol the in tensity of runway
and t a xiwa y light ing usin g the r adio
t ransmitt er  in  the a ir cra ft .  PCL a lso
provides for  more efficien t  use of
runway and t axiwa y ligh t ing en ergy
use.  Th is funct iona lity should be
maint a ined through the p lanning
period.

In  most  insta nces, the lan ding pha se of
any fligh t  must  be conducted  in  visua l
condit ions.     To    provide   pilots   with

visua l guidan ce inform at ion du r ing
la ndin gs t o t h e r u n wa y, vis u al
glideslope indicators a re commonly
provided a t  airports.  Present ly, a  visua l
approach  slope indicator  (VASI-4) is
ava ilable at  both  ends of Runway 12-30
and Runway 16-34.  These light ing aids
are sufficien t  and should be ma int a ined
in  the fu ture.  However, th e FAA is
recommending tha t  the VASI systems
even tua lly be r epla ced with  Precision
Approach P at h In dicat ors (PAPI).

HELIP AD

There a re 5 helipads loca ted at  t he
Bishop a irpor t .  Proper  markings should
be main ta ined  through  the p lanning
period.

OTHER FACILITIES

The a irpor t  has a  segm en ted circle and
lighted wind cone which provides pilot s
with  in format ion  about  wind  condit ions
and loca l tr a ffic pa t terns.  These
facilit ies a re required  when an  a irpor t
is not  served by a  24-hour  ATCT.  These
facilit ies a re su fficient  and sh ould be
maint a ined in  the fu ture.

An a utomated surface observa t ion
system (ASOS) is a n  im por t a nt
component  to airfield opera tions a s it
n ot ifies pi lots  of loca l weat h er
condit ions.  This system  shou ld be
mainta ined through the planning per iod
and upgraded as n eeded.  A summary of
the a ir field facility requ iremen ts is
presented  on  Ex h ib it  3A.



3-12

L AN D S ID E

R E Q U IR E MEN T S

Landside facilities ar e th ose necessary
for  handling of a ir cra ft  and passengers
while on  the ground. These facilities
provide the essen t ia l in t er face between
the a ir and groun d t ra nsport a t ion
modes.  The capacit ies of the va r ious
components of each area  were exam ined
in  relat ion  to project ed demand to
ident ify fut ur e landside facility needs.

GEN ER AL AVIATION
FACILITIES

Aircraft S to rag e  Han ga rs

The demand for  a ir cra ft  storage
hangars typica lly depends  upon the
number  and t ype of a ircra ft  expected to
be ba sed a t  the a irport .  For  pla nning
pur poses, it is n ecessa ry to est imate
h a n ga r  r equ irements ba sed upon
forecast  opera t iona l activity.  However,
hanga r  development  should be based on
actua l dem and t rends and fina ncia l
investm ent  conditions.

Ut iliza t ion  of ha nga r spa ce varies as a
funct ion  of loca l clima te, secur it y, a nd
owner  preferences.  Th e t rend in
gener a l avia t ion  a ircraft , whether
sin gle or  mult i-engine, is in  more
soph ist ica ted (and  consequent ly more
expensive) a ircraft .  Therefore, many
hanga r  owners pr efer  hangar  spa ce to
out side tiedowns. Th is is eviden t  a t
Bishop Airpor t  a s there is cur ren t ly a
wa it ing list  of 35-40 a ir cra ft  for  hanga r
spa ce.

Future h a ngar  requirements  for  the
a irpor t  a re summarized on  Exh ibit 3B .

As indica ted on  the exh ibit , a ddit iona l
hangars will be needed to accommodate
projected based a ircraft .  A p lanning
s tandard of 1,200 squa re feet  for  single-
engine a ircraft  and 2,500 feet  for  mult i-
engine a ircra ft  were used  to determine
a ir cra ft  s torage hangar  requirement s.
Tota l hangar  a rea  was increased 15
percen t  t o accoun t  for  fu tu re a ir cra ft
ma inten an ce an d repa ir needs.

P r ese n t ly, a ir cr a ft  s t or a ge a n d
main tenance and repa ir n eeds a re being
met  through t he use of t he la rge
convent iona l hangar  on  the east  side of
the apron  area .  T-hangars  a re used for
sma ll sin gle and m ult i-engine a ir cra ft
st orage.  In  the fu ture it is expected
tha t the a ircra ft  st ora ge h angar
requ irements will cont inu e t o be met
through a combina tion of ha ngar  types.
The a lter na t ives ana lysis will examine
the opt ions  ava ilable for  hangar
developm ent  a t  t he a irpor t  a nd
determine the best  loca t ion  for  each
type of hangar  facilit y.

Aircraft  Parking Apron

A parking a pron  should be provided for
a t  leas t  the number  of loca lly-based
a ir cra ft  t ha t a re not  st ored in  ha ngar s,
a s  we ll  a s  t r an s ien t  a ir cr a ft .
Ap pr oxim a t ely 50  t i edowns  a r e
ava ilable for  t ransient  and ba sed
a ir cra ft  a t  the a irpor t . Although the
major ity of fu ture based  a ircraft  were
assu med to be stored in  an  enclosed
hangar , a  number  of ba sed  a ircra ft  will
st ill t iedown outside.

Tota l apr on  a rea  requ irements  were
determined by a pplying a  pla nning
cr iter ion  of 700 square yar ds per



7,498' x 100'
70,000 lbs SW

110,000 lbs DW
200,000 lbs DTW

Full Length Parallel Taxiway

5,600' x 100'
100,000 lbs SW
140,000 lbs DW

240,000 lbs DTW
Full Length Parallel Taxiway

5,566' x 100'
40,000 lbs SW
56,000 lbs DW

Runway 12-30

• Rotating Beacon
• Segmented Circle
• Lighted Windcone

• MIRL (7-25)
• HIRL (12-30 & 16-34)

• Taxiway Signage
• Non-Precision

Runway Markings

• Add REIL (12-30 &
16-34)

• Add MALSR to
Runway 12 or 30

• Precision Runway
Markings (12-30) 

Runway 16-34

Runway 7-25

Three Pads

Helipad

Extend Safety Areas

Extend Safety Areas

Extend Safety Areas
Relocate Taxiway

Runway 12-30

Runway 16-34

Runway 7-25

Same

Helipad

Potential for widening to
150' and/or extension

to 8,900'

Same

Extend Parallel Taxiway

Runway 12-30

Runway 16-34

Runway 7-25

Same

Helipad

• Potential GPS Non-
Precision or Instrument
Procedure with Vertical

Guidance
• Transition VASI to PAPI

• ASOS/AWOS
• Bishop VOR/DME

• VOR or GPS
Circling Approaches

• VASI - 4 (12, 30, 16, 34)

• Potential GPS Precision
Approach
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MARKING MARKING 
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SHORT TERMSHORT TERM

NEEDNEED

INTERMEDIATEINTERMEDIATE

NEEDNEED
AVAILABLEAVAILABLE

LONG TERMLONG TERM

NEEDNEED

Transient Single, Multi-Engine Positions

Transient Business Jet Positions

Locally-Based Aircraft Positions

Total Positions

Total Apron Area (s.y.)

10 
2

46 
58 

21,000

8 
1

25 
34 

24,000

11
1 

30 
42

30,400

17
2 

35 
54 

39,800

APRON AREAAPRON AREAAPRON AREA

SHORT TERMSHORT TERM

NEEDNEED

INTERMEDIATEINTERMEDIATE

NEEDNEED
AVAILABLEAVAILABLE

LONG TERMLONG TERM

NEEDNEED

AIRCRAFT STORAGE HANGARSAIRCRAFT STORAGE HANGARSAIRCRAFT STORAGE HANGARS

SHORT TERMSHORT TERM

NEEDNEED

INTERMEDIATEINTERMEDIATE

NEEDNEED
AVAILABLEAVAILABLE

LONG TERMLONG TERM

NEEDNEED

Terminal Vehicle Spaces 

General Aviation Spaces

Total Parking Spaces

Total Parking Area (s.f.)

50

15,000

52

41 

93

37,300

62

47

109

43,800

86

59 

145 

57,900

TERMINAL SERVICES AND TERMINAL SERVICES AND 

VEHICLE PARKINGVEHICLE PARKING

TERMINAL SERVICES AND 

VEHICLE PARKING

Exhibit 3B
LANDSIDE REQUIREMENTS

T-hangar Positions
Conventional Hangar Positions

T-hangar Area (s.f.)

Conventional Hangar Area (s.f.)

Maintenance Area (s.f.)

Total Hangar Area (s.f.)
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86,00
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16,100

123,500
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t rans ien t  a ircraft  parking pos it ion  and
570 squa re yar ds for  each  loca lly-based
a ir cra ft  pa rking posit ion .  Trans ien t
business jet  posit ions were determined
by applying a  planning cr it er ion  of
1,600 squa re yar ds for  each  t rans ien t
bus iness jet  posit ions.  The resu lt s of
th is ana lys is  a re presen ted on  Exh ibit
3B .

Based upon the pla nning cr it er ia  above
and assu med t ransient  and ba sed
a ir cra ft  users, it  appears  tha t  the
exist ing a pron  area  will meet  fu ture
aviat ion deman d projections.

GEN ER AL AVIATION
TERMINAL FACILITIES

Genera l avia t ion  termina l bu ild ing
spa ce  i s  r e q u i r e d  for  wa it in g
passengers, a  pilot 's lounge a nd flight
p lanning, concessions, managemen t ,
st orage, an d various oth er needs.
Presen t ly, space is a va ilable in  the
gener a l avia t ion  t ermina l bu ilding to
accommodate these needs.  Future
t ermina l r equirem ents have been
determined and a re shown on  Exh ibit
3B .

I t  should be noted t ha t  the genera l
avia t ion  t ermina l facilities provided at
Bishop will be the fir st  th ing a  leisure
or  business t raveler  will see when
ar r iving a t  the Airpor t .  Considera t ion
of a  fir st  cla ss genera l avia t ion
pa ssen ger t ransfer  facilit y should
a lwa ys be weighed when  the a irpor t ’s
role inclu des the accommodat ion  of
business   t raveler s.    According  to  the

an alysis presented  on  Ex h ib it  3B , the
exist ing genera l avia t ion  t ermina l
bu ildin g is undersized to meet  exist ing
dema nd.  Future planning will consider
the cons t ruct ion  of a  new t ermina l
bu ildin g.  The new t ermina l will be
approximately 100 feet  by 40 feet  in  size
with  an  a rea  of 4,587 square feet .
In cluded in t he new building will be
space for  a  res taurant /café, a irpor t
offices, pilot  loun ge, flight  pla nning
ar eas, and public space.  The layou t  for
the building is included a s Exh ibit 3C.

Genera l avia t ion  vehicu lar  parking
dema nds  have a lso been determined for
Bishop Air por t .  Space determina t ions
were based  on  an  eva lua t ion  of the
exist ing a irport  use a s well a s indust ry
sta nda rds.  Termina l au tomobile
parking spa ces required t o meet  gener a l
avia t ion  it ineran t  and FBO opera tor
d e m a n d s  w e r e  ca l cu l a t e d  b y
mult iplying des ign  hour  it ineran t
passengers by t he indust ry s tandard of
1.9 in  the short  t er m, increa sing to 2.5
for  the u lt ima t e term as  a irpor t
opera tions increa se.

The par king requiremen ts of a ir cra ft
owners should a lso be considered.
Although  some owners prefer  to park
their  veh icle in  their  hanga r , sa fety can
be compromised when au tomobile and
a ir cra ft  movemen ts a re inter mixed.  F or
t h i s  r ea s on , se pa r a t e  pa r k in g
requ irements wh ich  consider  one ha lf of
based a ircra ft  a t  the a irpor t  were
applied to genera l avia t ion  au tomobile
parking space requ iremen ts .  Park ing
requ irem ents a re su mmarized on
Ex h ib it  3B .



3-14

SUP P ORT F ACILITIES

Aircraft  Rescue
And  Firefightin g

The ARFF bu ildin g a t  Bish op Airpor t  is
loca ted to the wes t  of the genera l
avia t ion  termina l bu ild ing and includes
storage space for  the ARFF equipment .

In  or der  t o su pport  P a r t  139
cer t ifica t ion  (required  for  commercia l
service) the exist ing ARFF equipment
would most  likely need t o be upgra ded.

F .A.R. Pa r t  139 “Cer t ifica t ion  and
Operat ions: Land Airpor t s  Serving
Cer t a in  Air  Ca rr iers”, as amended,
prescr ibes the ru les govern ing the
cer t ifica t ion  and opera t ion  of land
a irpor t s wh ich serve any scheduled or
unschedu led passenger opera tions of an
a ir  ca r r ier  tha t  is conducted wit h  an
a ir cra ft  having a  sea t ing capa city of
more than  30 passengers.

The complian ce level requ ired is
dependent  on  the a irport ’s design
standa rds  and t he size and  frequency of
the schedu led aircra ft service (at  least
da ily depa r tures by the la rges t  ca tegory
of a ircra ft ).  The minimum level of
ARFF  response and equ ipment  a re
listed a s follows:

C One Vehicle ca r rying a t  leas t  500
lbs of sodium-based dry chemica l
or  ha lon  1211 or  450 lbs of
potassium-based dry chemica l
and water  with  a  commensura te
quan t ity of aqu eous film forming
foam (AFFF) to tota l 100 ga llons,
for  sim ultaneous dr y chemica l
and  AFFF foam applica t ion .

C ARFF facilit ies m ust  be in  a
loca t ion  th at  allows a r esponse
with in  three (3) minutes from the
t ime of t he a la rm, and a t  lea st
one requ ired ARFF veh icle sh a ll
r each  the midpoin t  of the
fa r th est  runwa y ser ving a ir
ca r r ier  a ircra ft  a n d begin
applica t ion of foam, dry chemica l,
or  ha lon  1211.

Aviation  Fue l  Storage

Inyo County owns a nd opera t es two
above-gr ound storage t anks, one for  J et -
A, an d one for 100LL Avgas st ora ge.
Fuel stora ge totals 24,000 gallons a nd
includes 12,000 ga llons for  J et -A fuel
and 12,000 gallons for Avgas fuel in
separat e ta nks.  Mobile fuel delivery is
also ava ilable for  both  J et -A and 100LL.
A 2,000 ga llon  fuel t ruck  is used for  J et -
A, and a  1,200 gallon  fuel t ruck is u sed
for  the delivery of 100LL.

Fuel s torage requirements  a re typically
based upon  main ta in ing a  two week
su pply of fuel during an  average month ,
however , more frequent  deliveries can
reduce the fuel stor a ge capacity
requ irement .

Future fuel storage requiremen ts for
the a irpor t  based upon  a  two week
su pply du r ing the pea k month  will
likely exceed the exis t ing st ora ge
capa cities.  I t  is  an t icipa ted  tha t
addit iona l J et -A fuel stora ge will be
needed throughout  the p lanning period.
Avgas storage is ant icipa ted to be
adequ a te thr ough  the plann ing period.
Facility planning will cons ider  the
insta lla t ion  of another  12,000 ga llon
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Exhibit 3C
NEW TERMINAL FLOOR PLAN
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stora ge tank for  J et  A fuel to meet
fut ur e dema nd.

Aircraft  Wash  Faci l i ty

Presen t ly, a  number  of a irpor t s  a re
con s t r u ct in g or  con sider in g t h e
development  of an  a ircra ft  owner
main tenance facility t o meet  tougher
en vir on m en t a l r equ i r em en t s  for
hazardous mater ia l handling and
disposa l.  These a reas typica lly provide
for  the collect ion  of used  a ircra ft  oil and
other  hazardous m ater ia ls and provide
a  covered a rea  for  a ircraft  washing and
ligh t  main tenance.  The development  of
a  simila r  facility a t  Bishop Air por t
could reduce environm ent al exposur e
and pr ovide a n  addit iona l revenue
source wh ich  could be u sed t o am ort ize
developmen t costs.

F e n cin g

The exist ing per imet er  fencing will need
to be re-eva lua ted aft er  the new
expanded runway safety a rea s have
been considered.

S U MMAR Y

The in ten t  of th is chapter  has been  to
out line the facilit ies requ ired t o meet
poten t ia l avia t ion  demands projected
for  Bishop Air por t  th rough  the long
term planning horizon.  Th e n ext  st ep is
to develop a  direction  for  development
to best meet  these projected needs.  The
remainder  of t he master  plan  will be
devoted to ou t lin ing th is direct ion , it s
schedu le, an d costs.
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Chapter Four
DEVELOPMENT ALTERNATIVES
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nalysis conducted in the previous chapters identified future potential
aviation demand levels as well as the corresponding airside and landside
facilities required to satisfy projected demand. Now that facility
development schedules have been outlined, the next step in the planning
process is to evaluate reasonable methods of providing the required
facilities. This analysis will also consider if facility changes or
improvements will be feasible or practical given development constraint
issues.

It is important to remember that there are countless combinations of
alternative development scenarios. The alternatives presented in this
chapter, however, are those with the greatest potential for
implementation. Also, in some cases, specific elements of one alternative
canbeinterchangedwith another alternative. Thus, the final development
concept will result from the input provided by Inyo County and other
local/regional agencies in the review process. The final concept will be
developed by the consultant and will be outlined in the next chapter.

The development alternatives for Bishop Airport can be categorized into
two functional areas: The airside (airfield) and landside (airport terminal
building, hangars, apron, and automobile parking). Within each of these
areas, specific facilities are required or desired. In addition, the utilization
of the remaining airport property (not needed in direct aviation-related
activities) to provide revenue support for the airport and to benefit the
economic development and well-being of Inyo County must be
considered.

A

D E V E L O P M E N T A L T E R N A T I V E S

4-1

C H A P T E R  F O U R
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Each  funct iona l a rea  in ter rela tes  and
affects the developm en t  poten t ia l of the
oth ers. Therefore, all ar eas must  be
exam ined both  individua lly, t hen
coordina ted as  a  whole, to ensure the
fina l plan  is functiona l, efficien t , and
cost  effect ive. The tota l impact  of a ll of
th ese factors on  the exis t ing a irpor t
mu st  be eva lua ted to determine if the
invest ment  in  Bishop Airport  will meet
the needs of the cit izens  of the
community during (and  beyond) the 20-
year plann ing period.

Th e a lter n a t ives con sider ed a r e
compa red usin g economic and a via t ion
factors to determine which  of the
a lter na t ives will best  fu lfill the avia t ion
needs of the community, as  well as  the
region . With  th is in format ion , as well as
the inpu t  and direction from loca l
govern ment  agencies an d airport  user s,
a  fina l a irport  concept  can  evolve in to a
rea list ic developm en t  pla n .

BACK GR O U N D

Every a irpor t  mus t  main ta in  a nd
impr ove its  facilit ies t o remain viable.
S ince the las t  mast er  plan  was
completed  in 1978 Bishop Airpor t  has
un dergone severa l cha nges:

! Runway 7-25 was reduced  from a
width  of 150 feet  t o 100 feet ,
matching Runways 16-34 and 12-
30.

! Th e r a m p a r ea  wa s en la rged
both  to the nor th  and  the sou th
a llowin g for  m or e a ir cr a ft
parking and sa fer  movement  of
a ircra ft .

! The U.S. Forest  Ser vice moved
their  opera t ions from the sou th
side of Run way 7-25 to th e west
side of the a ir field a llowing r oom
for  three new helipads and a n
overflow t ie-down a rea .

! New fuel t anks wer e inst a lled to
the sou th  of the t ermina l
bu ildin g.  Along with  t hese new
ta nks, a  self serve fuel pump was
insta lled a llowing 24-hour  fuel
services.

! Ru n wa y 12-30 r eceived a n
over lay upgr adin g it s condit ion
and prepa r ing it  for  many years
of fu ture use.

These types of improvemen ts ma in ta in
Bishop Airport  a s a  viable facility for
many gen er a l a via t ion users, a nd
main ta in  it s poten t ia l for  commercia l
service.  By cont inuing to pla n  for , and
implemen t  impr ovemen ts, Bishop will
cont inue to opera te as  an  impor tan t
avia t ion  facility in  the region .

D O-N O THIN G

ALT ER N ATIVE

The “do-noth ing” a lterna t ive essent ia lly
considers keeping the a irport  in  it s
present  condit ion  and  not  provid ing for
any type of improvement  to the exist ing
facilit ies.  The pr imary impa ct  of th is
a lt erna t ive would be the inability of t he
a irpor t  to sat isfy the pr ojected a via t ion
demands of the a irport  service a rea .

Other  unavoida ble consequences of the
“do noth ing” a lter na t ive would involve
the   airport’s   inabilit y   to   adequa tely
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se r ve business  users .  Cor por a t e
avia t ion  plays  a  major  role in  the
t ranspor ta t ion  of business leaders.
Thu s, an  a irpor t ’s  facilit ies  a re often  the
first  impr ession many corporate officia ls
will h a ve of the community. I f the
a irpor t  does n ot h ave t he capa bilit y to
meet  hangar , apron , or  airfield needs of
the poten t ia l user s, t he a rea ’s capa bility
to a t t ract  and  main ta in  business tha t
r elies on  a ir  t ranspor ta t ion  will be
diminished.

An overa ll impact  of the a lt erna t ive will
be t he inability to a t t ract  new users,
especia lly t h ose bu sin esses  a n d
indu st r ies seekin g loca t ion  with
adequa te and convenient  avia t ion
facilities. Without  r egu la r  main tenance
and additiona l impr ovemen ts, poten t ia l
users and  bus iness for  Inyo County and
the City of Bishop could be lost . To
propose no fur ther  development  a t  the
a irpor t  would be in consisten t  with  the
community’s economic development
effor t s t o a t t r act  bus iness and indust ry
to the region . Therefore, th e “do
noth ing” a lt erna t ive is not  considered
pruden t  or  feasible.

AIR P O R T  DEVELO P MEN T

O BJ ECT IVES

The previous chapter  ident ified  both  the
a irside and lan dside facilities necessary
through the pla nn ing per iod. The
overa ll object ive is to produce a
ba lan ced a irside a nd landside complex
to serve forecast  aviat ion deman ds.
H ow e ve r ,  b e for e  de fin in g  a n d
evalua t ing specific alt ernat ives, a irpor t
developm ent  sh ou ld consider  t h e
following object ives:

! Develop an  a t t r act ive, efficien t ,
and safe avia t ion  facility in
accordance with  the cur ren t ly
est ablish ed F AA cr iter ia .

! Encourage increased genera l
avia t ion  use of the a irpor t  by
promot ing increa sed business
and corpora te use of the a irpor t .

! Provide su fficient  a irside a nd
lan dside capacity to meet  the
long term avia t ion  demand of the
a rea .

! Examine the potent ia l upgr ade of
the facility to meet  FAR Par t  139
s t a nda rds  (for  com m er cia l
service).

The remainder  of the chapter  will
d e s cr i b e  v a r i ou s  d e v e l op m e n t
a lter na t ives for  the a ir side and lan dside
facilit ies.  With in each of th ese ar eas,
specific facilit ies a re required or
desired. Although  each  a rea  is t rea ted
sepa ra tely, p lanning must  in tegra te the
individua l r equ ir emen t s so tha t they
complement  one another .

AIRS IDE D EVELO P MENT

ALT ER N ATIVES

Airfield facilit ies  a re, by na ture, t he
foca l poin t  of t he a irport  complex.
Becau se of their  pr imary role and the
fact  t ha t  t hey ph ysically domina te
a irpor t  lan d use, air field facility needs
are often  the most  cr it ica l factor  in  the
det er m in a t ion  of viable a i rpor t
de ve lopm en t  a l t e r n a t i v es .   I n
par t icu lar , the runway system  requires
the  great est  commitment   of  land  area
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and often  impar ts the gr ea test  in flu ence
on the iden t ifica t ion and development  of
other  a irport  facilit ies. Fu r thermore,
cr it ica l a ircraft  opera t ions  dicta te the
FAA design  cr it er ia  (size and approach
speed) tha t  must  be considered when
looking at  airfield improvemen ts. These
cr iter ia , depending upon t he a reas
around the a irport , can  often  have a
significa nt  impact  on  the viability of
va r ious a lter na t ives designed to meet
a ir field needs. There a re no sign ifica nt
changes necessary on  the a irfield side.

Presen t ly, a ll runways are 5,500 feet  in
len gth  (or  longer), have a widt h  of 100
feet , a n d m eet  cu r r ent  Airpor t
Reference Code (ARC) C-II guidelines
for  length  and  widt h .  Unfort una tely,
for  t he approach  ends of Runways 25
and 30, t he Obstacle Free Zone (OFZ),
the Object  F ree Area  (OFA), and  the
Runwa y Sa fet y Ar ea  (RSA) a re
inadequa te for  C-II designat ions.  Based
on forecasted usage of the a irport , C-II
design  standa rds sh ould a pply to the
u lt imate design  and  opera t ion  of Bishop
Air por t  (a lthough not  a ll of t he runways
n eed  t o m e e t  t h i s  s t a n d a r d ).
Addit iona lly, the exist ing and u lt ima te
Runway Protect ion  Zones (RPZs) fa ll
out side of t he existing airport  lease
lines for  a ll runways.  Ult ima tely,
Runway 12-30 (which  is considered t he
primary runway) should be upgraded to
meet  ARC C-II sta ndards, while
Runways 7-25 a nd  16-34 (which  a re
considered secondary runwa ys) should
only need to meet ARC B-II st anda rds.

Air por t s need to pr ovide usability
(based upon winds) 95 percent  of the
t ime.  S ince sm aller  a ircra ft  can  handle
less  crosswind,  individual ru nwa ys are

exam ined for  t heir  usa bility in  a ll-
wea t h er  con di t ion s a t  differ en t
crosswind componen ts.

Based on  the most  cur ren t  wind da ta
available, from J anuary 1, 1990 to
December  31, 1999, t he primary
runwa y a t  Bishop, Runway 12-30,
provides wind covera ge of 94.48 percent
a t  a  crosswind component  of 10.5 knots.
Runway 16-34 provides 96.94 percen t
wind covera ge at  10.5 knot s.  Runway
7-25 pr ovides 83.45 per cen t  wind
covera ge at  10.5 knots.

Safety a reas su rrounding each runway
were exa mined for  each of the t hree
a i r s i d e a lt e r n a t ives  t h a t  wer e
considered.  Each sa fety ar ea  was
ana lyzed to determine if it s  cur ren t
size, and a ny fu ture enla rgemen ts, fit
with in  exist ing a irport  proper ty lease
lines.

Under  a ll th ree a ir side a lt erna t ives,
Runways 7-25 and 16-34 remain u nder
ARC B-II sta nda rds.

Runways 16-34 and 7-25 cur ren t ly meet
B-II s tandards for  runwa y length  and
width  requirem en ts.  H owever , the
sa fety ar eas (dista nce of RSA/OFA
beyon d the runway end) for  both
runways ext end beyond the exist ing
property lines.

To main ta in  B-I I s tandards, addit iona l
land will need to be included  with in  the
leased a rea  a t  the end  of severa l
runways to maint a in t he requ ired
RSA/OFA.  In  addit ion , a  Precis ion
Object  Free Area  (POFA) will need to be
under  a irpor t  cont rol if a  precis ion  GPS
approach were to be appr oved.



4-5

The ca tegor y B-II RSA/OFA on the
nor th and sou th ends of Runway 16-34
extends beyon d the curren t  a irpor t
proper ty lea se lin es and  beyond the
proper ty lease line on t he ea st  end of
Runway 7-25.

AIRSIDE ALTERNATIVE A

Alterna t ive A is  simila r  to a  “do-
noth ing” a lterna t ive.  Un der  th is
a lter na t ive, a ll th ree runwa ys would
m a in t a in  u n de r  ca t egor y  B-I I
sta nda rds.  Cur ren t ly, length a nd width
requ irements a re met  by all runways.
The only a ct ion  wh ich  would need to be
taken  would be to include t he sa fety
a reas described previously wit h in  the
airport pr operty lease lines.

Runway 12-30 also lacks adequate land
a t  the southeas t  end  to conta in  the
required RSA/OF A and P OF A (sh ould
the approa ch  be upgr aded to precis ion
GPS).

The tota l land a rea  which would need to
be included within  the a irport ’s leased
area  tota ls 6.2 a cres.  Th is a lt erna t ive is
shown on  Exh ibit  4A.

AIRSIDE ALTERNATIVE B

As the a ir cra ft  mix us ing Bishop Air por t
cont inues to change, the number  of
cr it ica l a ir cra ft  opera tions in t he C-II
ca tegor y a re expected to r esu lt  in
cons idera t ion  of the a irpor t  meet ing C-
II st anda rds.  C-II a ir cra ft  include
many popular  bus iness jet s  and
regiona l jet s used by com mercia l
airlines.

Alterna t ive B r ecommen ds upgr ading
the pr ima ry ru nway, Runway 12-30, to
C-II st anda rds wh ile leaving Run way
16-34 and Runway 7-25 at  existing B-II
standar ds.  Ex h ib it  4B  depict s t h is
a lter na t ive.

To meet C-II st anda rds  for  Runway 12-
30, addit iona l land would need to be
included in  the leased  a rea  a t  each  end
of the runway to include the lar ger RSA
and OFA.  In  addit ion , the exis t ing
fencing would need to be reloca ted
out side of th ese new safety ar eas.

The tota l addit iona l leased  land
requirement  for  th is a lterna t ive is 30.9
acres.

AIRSIDE ALTERNATIVE C

Alterna t ive C is s imila r  to Alter na t ive B
in  tha t  Runway 12-30 will be upgra ded
to C-II s tanda rds, while Runways 16-34
and Runway 7-25 will both  ma in ta in
existing B-II sta nda rds.

However , th is alt ernat ive includes a
runway ext ension  of 1,400 feet , for  a
tot a l length  of 8,900 feet , t o a llow for
the use of lar ger r egiona l and business
jet s a nd to accommoda te la rger
commercia l a ircraft  (such  as  a  Boeing
757) on long ha ul flights.

The runway extension would be ma de to
the nor thwest  end of Runway 12-30.
Th is extension  would  a lso push  the
RSA/OF A ou t  fa r t h er , requ ir in g
additiona l leased lan d.

Airside Alter na t ive C would requ ire a
tot a l  of  56.6  acres  of  lan d.   The  t ot a l
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cost  of the runway an d t axiway
ext ension  is est imated a t  approximately
$1,550,000.  This a lter na t ive is shown
on Ex h ib it  4C.

LAN D S IDE ALT ER N ATIVES

The prima ry landside fun ctions t o be
accommodat ed a t  the a irport  include
a ir cra ft  s torage, main tenance ha ngar s,
a ir cra ft  pa rk ing apron , and a irpor t -
r ela t ed bu sinesses.  The int er -
rela t ionsh ip of these functions is
impor t ant  to definin g a  long r ange
landside layou t  for  the a irpor t .  To a
cer t a in  extent , landside uses n eed to be
grouped with  sim ila r  u ses or  u ses tha t
a re compa t ible.  Other  funct ions should
be separa ted, or a t  lea st  have well
defined boun dar ies for r easons of sa fet y,
secu r it y, a nd efficient  oper a t ion .
F ina lly, each landside use mu st be
planned in  conjunct ion  with  the air field,
a s well as groun d access that  is su itable
to the funct ion . Runwa y frontage sh ould
be reserved for  uses with  a  h igh  level of
a ir field inter face.  Oth er u ses (wit h
lower  levels of a ircra ft  movements or
lit t le need for  runway exposure) can  be
planned in  more isola ted loca t ions.

The facility r equirements ana lys is for
Bishop Air por t  determined the need for
fu t u r e  a i r cr a ft  pa r k in g  a p r on
expa nsion, addit iona l T-hangars and
conve n t ion a l h a n ga r s , a n d  t h e
const ruct ion  of a  new t ermina l bu ildin g.
The following landside a lterna t ives will
consider  a lterna t ive loca t ions for  fu ture
facilities.

LANDS IDE ALTERNATIVE A

Exh ibit 4D depicts a  layou t  for
la ndside developm en t  a t  Bis h op
Air por t .  On the west  side of the
t er m in a l, execu t ive h a n ga r s a r e
developed ju st  to the west  of the
proposed ramp ext ension. Automobile
access would be provided to these
corpora te ha ngar s from the exis t ing
a irpor t  road.  The a pron  would be
expanded in  the vicin ity of the corpora te
hanga r  development  so tha t  a ircra ft
could be pa rked out side and other
a ir cra ft  could st ill t axi with  su fficient
clearance from par ked aircra ft. These
new hangars a nd t he r amp ext ension
would be ser ved by Taxiway B.

T-h a n ga r s  w ou l d  b e  deve loped
sout hea st  of t he t ermina l bu ilding nea r
the sou th en d of Runwa y 16-34.  Access
to these new T-hangar s would be
provided from Taxiway H.  The new
hangars will be or ient ed per pen dicula r
to the t axiway to pr ovide bet ter  t ra ffic
flow.

The exist ing termina l bu ildin g in  th is
a lt erna t ive would be r em oved a nd
replaced with  a  new building.  The new
termina l bu ilding would be loca ted
fa r ther  back from Ta xiway B t han  t he
exis t ing termina l in  the a rea  now
occupied by the car  park lot.  In
addit ion t o th e r em oval of the t ermina l
bu ildin g, a  sma ll hanga r  and storage
bu ildin g will be removed.  The r emova l
of these three bu ildin gs will provide for
a  much la rger  apron  area  and  move the
bu ildin g line ba ck from t he t axiwa y.
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Exhibit 4D
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Three parcels for developmen t h ave also
been ident ified to reserve th is spa ce for
fu ture use.  Two large par cels ar e
loca ted south  of Hangar  A near  the new
T-Hangar s.  One sm aller  pa rcel is
loca ted behind t he a rea  reserved for
fu ture ra mp expansion  near  the
proposed execut ive ha ngar s.

The t ota l cos t  for  ramp, taxiways , and
roa ds under  th is a lter na t ive has been
est ima ted a t  $736,600 an d is depicted
in  Ex h ib it  4D .

LANDS IDE ALTERNATIVE B

In  Alter na t ive B, depicted in  Exh ibit
4E , the south  s ide of the a irpor t  would
be developed with  T-Hangars  a t  the
sou th end of Runway 16-34.  Severa l
execut ive hangar s would a lso be
developed near  Taxiway H, jus t  south  of
Hangar  A.  These hanga rs would a ll
have access to the a ir field via Ta xiway
H.

Unlike Alterna t ive A, the a rea  to the
west of Airpor t  Road and the t ermina l
bu ildin g would be reserved for future
development . The t ermina l bu ilding and
automobile pa rking behind the terminal
bu ildin g would be reloca ted an d
expanded as indica ted on  Ex h ib it  4E .

Th is developm en t  a lterna t ive would
provide for  a  la rge, un in ter rupted ramp
area , wit h  room for expa nsion , a long
Taxiway B, providing a  na tura l foca l
point  for  the a irpor t .  As wit h la ndside
Alterna t ive A, tota l cost s do not include
new bu ildin gs or r emoval of exist ing
buildings.  The est imated cost  for  ra mp,
taxiways, an d roads is $767,700.

LANDS IDE ALTERNATIVE C

Alterna t ive C, as depicted  in  Exh ibit
4F , has been  prepared to address
increa sed commercia l use of the a irpor t
and includes the addit ion  of a  new
commercia l pa ssen ger  t er mina l, a  new
loca t ion  for  the genera l avia t ion
termina l, a  business pa rk, and a
runway extens ion .

The a rea  reserved for  the new
commercia l ser vice passenger  termina l
is in  the nor thwes t  corner  of the a irpor t
proper ty a long Taxiway A.  En t rance to
the t ermina l a r ea  is shown from Wye
Road on  the wes t  side of the a irport
pr oper ty.

By pr oviding access to the a irpor t
proper ty from Wye Road, sever a l th ings
can  be accomplished:  Hea vier  t ra ffic
loads th at  will come with increa sed
commercia l ser vice will be requ ired to
go th rough  town to get  to the a irpor t ;
Wye Road a nd Airpor t  Roa d can  be
connected near  the exis t ing genera l
avia t ion  t ermina l bu ildin g a llowing for
bet ter  in terna l a irpor t  circu la t ion ; and
com m er cia l t r a ffic (a n d possibly
business pa rk t ra ffic) will be sepa ra ted
from genera l avia t ion  t ra ffic.

The new business pa rk is loca ted in  the
sout hwest  corner  of t h e a irpor t
pr oper ty.  The a rea  is n ot  curren t ly
u t ilized for  avia t ion-rela ted a ct ivit ies
and could provide a  source of addit iona l
income for  Inyo County.  In  addit ion ,
the loca t ion  pr ovides a n  opportunity to
link the a irport  to Wye Road, pr oviding
more efficien t  access t o Highwa ys 395/
6.
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Tota l cost  for  th is a lt erna t ive (exclusive
of the new commercia l t ermina l
building) is est ima ted a t  $5,346,700.

LANDS IDE ALTERNATIVE D

Alterna t ive D, a s shown  in  Ex h ib it  4G,
combines many of the ideas  from the
other  alt ernat ives, but  allows for
efficient  developmen t  of lands ide
facilit ies on t he west side of the a irfield.

However, to implemen t  th is a lter na t ive,
it  will r equire the pa r t ia l clos ing of
Runway 7-25.  By closing th e western
ha lf of t h is runway, land cen t r a lly
loca ted a long the pr imary runway may
be u t ilized for  expansion  of the gener a l
avia t ion  a rea  and  development  of a  new
commercia l avia t ion  termina l.  The
pa r t ia l closing of Runwa y 7-25 would
a llow a  runway of appr oxima tely 3,000
feet  in  len gth  to remain , which  would be
adequa te for  most  ligh t  gener a l avia t ion
a ircra ft .  The a lter na t ive provides
bet ter  expansion  oppor tunit ies for  both
gener a l a via t ion  a nd commer cia l
termina l facilit ies.

The est ima ted cost  for t h is a lt erna t ive
is  $6,010,000  (exclu sive  of t h e
t ermina l).

F.A.R . P AR T  139

C ER T IFIC AT IO N

R E Q U IR E MEN T S

F.A.R. Par t  139, “Cer t ifica t ion  and
Operat ions: Land Airpor t s  Serving
Cer t a in  Air Car riers”, as a mended,
prescr ibes the ru les  govern ing the
cer t ifica t ion  a nd  opera t ion  of land
a irpor t s which  ser ve any schedu led or

unschedu led pa ssen ger opera t ions of an
a ir  ca r r ier  tha t  is  conducted  with  an
a ir cra ft  having a  sea t ing capa city of
more than  30 pa ssen ger s.  A Not ice of
Proposed Rulemak ing issued by the
Federa l Avia t ion  Admin ist ra t ion  on
J une 21, 2000 ext ends cer t ifica t ion
r equ ir em en t s to airport s ser ving
scheduled air carr ier opera tions in
a ir cra ft  with  10-30 sea t s.  Bishop
Air por t  cur ren t ly does  not  hold  a  Par t
139 cer t ifica te, therefore t he following
ana lysis wa s u nder taken  to det ermine
t h e  a i r p or t ’s  r e q u i r e m e n t s  for
cer t ifica t ion .  A fu ll Pa r t  139 cer t ifica te
is r equired for  schedu led opera t ions by
a ircra ft  with  grea ter  than  30 sea t s.  A
limited Par t  139 cer t ifica te is requ ired
for  unschedu led char ter  oper a t ions
us ing a ircraft  with  a  sea t ing capa city of
more than  30 passengers.

Un der  the proposed changes to the Par t
139 requirem ents, th ere would  no
lon ger  be “fu l l” a nd  “l im i ted ”
cer t ifica tes.  These des igna t ions would
be replaced by Classes I, II, III an d IV.
Air por t s ser ving a ll types of schedu led
opera t ions of la rge a ir  ca r r ier  a ircra ft ,
and any other  type of a ir  car r ier
opera tions, would  be known a s Class I
airports.  Class II  a irport s would be
th ose a irpor t s tha t  serve schedu led
opera t ions of sm all a ir  ca r r ier  a ir cra ft
(10-30  s e a t s ) a n d u n sch edu led
opera t ions of la rger  a ir  ca r r ier  a ir cra ft
(more than  30 seat s).  Class  I II  a irpor t s
would be th ose airport s tha t  serve only
schedu led opera t ions of a ir car r ier
a ir cra ft  with  10-30 seats.  Class IV
a irpor t s would be those a irpor t s serving
only unschedu led a ir  ca r r ier  oper a t ions
in  a ircraft  with  more than  30 seat s.
These designat ions a re shown in  Table
4A.
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LANDSIDE ALTERNATIVE C
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Exhibit 4G
LANDSIDE ALTERNATIVE D

0 500 1000

SCALE IN FEET

NORTH

C
O

U
NTY OF

IN
Y

O

C

ALIFORNIA

Airport Lease Line
Existing Object Free Area (OFA)
Ultimate Object Free Area (OFA)
Existing Precision Object Free Area (POFA)
Ultimate Precision Object Free Area (POFA)
Existing Runway Safety Area (RSA)
Ultimate Runway Safety Area (RSA)
Ultimate Pavement
Pavement to be Removed
1 Mile Runway Protection Zone (RPZ)
3/4 Mile Runway Protection Zone (RPZ)
Existing Runway Visibility Zone (RVZ)
Ultimate Runway Visibility Zone (RVZ)

LEGEND

Wye
 Roa

d

Wye
 Roa

d

Wye
 Roa

d



4-9

TABLE 4A
Part  139 Airport Class i fi cations

Proposed  Airport Class

Type  of a ir carrier  operat ion Class  I Cla ss  II Cla ss  III Cla ss  IV

Scheduled La rge Air  Ca r r ier  Air cra ft X

Unscheduled La rge Air  Ca r r ier  Air cra ft X X X

Scheduled Small Air  Ca r r ier  Air cra ft X X X

Each of th e FAR Pa rt  139 checklist
item s a re descr ibed and the required
improvemen ts associat ed with  Bishop
Air por t  a re indica ted in  the following
sections.

AIRP ORT CE RTIFICATION
MANUAL REQUIREMENTS

Un der  FAR Par t  139, a  cer t ifica ted
a irpor t  must  complet e, a nd m ain ta in , a
cer t ifica t ion  manua l which  out lines
their  compliance under  each provision
of the regulat ions.  The t ype of
cer t ifica t ion  process t ha t  is requ ired by
Par t  139 is determined by the t ype of
a ir line service offered  a t  the a irpor t .  If
an  a ir line is opera t ing a ir cra ft  t ha t  sea t
more than  30 pa ssen gers, and offers
schedu led service, th e airport  mu st
ma in ta in  an  Airpor t  Cer t ifica t ion
Manua l.  If the a ir line is oper a t ing
a ir cra ft  with  more than  30 sea t s, bu t  is
only offer ing unscheduled  service, t he
a irpor t  is only requ ired t o mainta in
Air por t  Cer t ifica t ion  Specifica t ions.
The Airport  Cer t ifica t ion  Manua l is
required to give more det a il and
descr ip t ions of t he var ious items
included in  t he FAR Par t  139
requirement s.  The Airpor t  Cer t ifica t ion
Specifica t ions a re on ly requ ired to

provide genera l descr ipt ions of the Par t
139 requ ir ements.  Un der  the new
proposed ru les, a ll Pa r t  139 cer t ifica ted
a irpor t s will be r equ ired t o mainta in  an
Airport  Cer t ifica t ion  Manua l.

P ERSONNEL

This sect ion  of FAR Par t  139 s ta tes  tha t
the cer t ifica t e holder  sha ll ma in ta in
appropr ia te qua lified per sonnel t o
comply with  the requirements  of the
Air p or t  C e r t i fi ca t i on  M a n u a l /
Specificat ions.  To comply wit h  the
requirem ent s, a t  lea st  one person would
be needed to conduct  a  Pa r t  139 self-
inspection of the a irpor t  facilit ies on  a
da ily basis to ensu re complia nce.  Th is
person  must  be t ra ined  in  the
ident ifica t ion  of deficiencies and the
repor t ing methods to report  th ose
deficiencies.

P AVED/UNP AVED AREAS

Th is  sect ion  of t h e P a r t  139
requ irements st a tes tha t  the cer t ifica te
holder  must  ma inta in  and prompt ly
repa ir  the pavem en t  of ea ch  taxiwa y,
runway, loading ra mp, and  park ing
area  ava ilable for  use by the a ir  car r ier .
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At  Bishop Airport , Runway 12-30 and
Runway 16-34 a nd a ssocia ted taxiwa ys
would be an t icipa ted to be a va ilable for
a ir  ca r r ier  use, a nd would r equ ire
compliance un der  FAR Par t  139.
Runway 12-30 and Runway 16-34 a re in
good condit ion  a nd would, most  likely,
m e e t  a n y  p a ve m e n t  s t r e n g t h
requirement s.  Pa vemen t st rengths of
the associat ed ta xiways an d r amp a reas
are un known a t t his t ime and may
require st rengthening in  order  to be
used by la rger  a ir  ca r r ier  a ircra ft .

SAFETY AREAS

Runways ident ified for  a ir  ca r r ier u se
(Runway 12-30 and 16-34) would be
required to main ta in  sa fety a reas a s
defined in  Par t  139.  Ea ch  sa fety ar ea
would requ ire t he clear ing and gr adin g
of a ll poten tia lly haza rdous r ut s,
humps, depressions , or  other  sur face
var ia t ions in excess of th ree inches.
These a reas  sha ll a lso be dra ined by
gradin g or  storm sewers to prevent
water  accumula t ion  dur ing ra in  storms
or  const ruct ion  project s.  All it ems
loca ted with in  these sa fety a reas due to
their  fun ction (ru nwa y light s, VASI’s,
etc) must  be mounted on  frangible
st ructures with  frangible point  no
h igher  than  three inches  above grade.
Any items loca ted with in  the sa fety
a reas a t  Bish op Airpor t  would need to
be insta lled on fra ngible suppor ts  and
a ll sa fety a rea s should be clea red a nd
gra ded of an y of th e previously
men tioned deficiencies.

MARKING AND  LIGHTIN G

All runways and t axiways a ssociat ed
wit h  a ir  ca r r ier  oper a t ions, a s
pr eviously iden t ified, would r equ ire
markings associat ed with  th e lowest
au thor ized approach  minimums to the
runway.  Such  markings include:
taxiway center line and edge ma rk ings;
sign s ident ifying t he taxiing r outes on
the movemen t  a reas; and runway
hold ing posit ion  markings  and signa ge.
Bishop Airport  would be requir ed to
ma in ta in  the cur ren t  non-pr ecision
markings on  Runways 12-30 and 16-34
unt il a  precision  appr oach  is appr oved
for  the a irpor t , a t  which  t ime the
markings would need to be upda ted.
Addit iona l a irpor t  sign age meet ing Par t
139 requ iremen t s may need t o be
inst a lled a s well.

SNOW AND  ICE CON TROL

This sect ion  of Pa rt  139 would most
likely not  a ffect Bishop Airpor t  due to
the sma ll amount  of annual snow and
ice a ccumula t ion  a t  the a irpor t .
However , if snow and ice condit ions
occu r r ed  a t  t h e  a i r por t  a ft e r
cer t ifica t ion , a ll a ir  car r ier  opera t ions
would be r equ ired t o cea se u nt il the
a irpor t  can comply with  th is sect ion  of
Par t  139.  It  is not  an t icipa ted  tha t  any
addit iona l equipment  would need to be
purchased to meet  th ese requirem ent s.

AIRCRAFT RESCUE
AND  FIRE FIGHTIN G

The requirem ents for  Aircra ft  Rescue
and  F irefight ing  (ARFF)  equipment  a t
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an a irpor t  is det ermined by t he len gth
of the a ir  ca r r ier  a ircraft  us ing the
a irpor t .  The following indica tes how to
determine the ARFF Index and the
associat ed equipment  requirem ent s.

In dex A – In cludes a ir cra ft  less t han
90 feet  in  len gth .

In dex B – I n cludes  a ir cr a ft  a t  lea st
90 feet  bu t  less t han  126
feet  in  lengt h  (e.g. B737).

In dex C – I n clu des a ir cr a ft  a t  lea st
126 feet  bu t  less than  159
feet  in  lengt h  (e.g. B757).

In dex D – In clu des a ir cr a ft  a t  lea st
159 feet  bu t  less than  200
feet  in  lengt h  (e.g. B767).

In dex E – In clu des a ir cr a ft  a t  leas t
200 feet  in  length  (e.g.
B747).

To meet  Index A requirem en ts, t he
following equ ipm en t  is r equ ired under
Par t  139: one veh icle car rying at  least
500 pounds of sodium-based  dry
chemica l, ha lon 1211, or 450 poun ds of
potassium-based dr y chemica l a nd
water  with  a  commensura te quan t ity of
aqueous film forming foa m (AFFF) to
tot a l 100 ga llons, for  simultaneous  dry
chemica l and  AFFF foam applica t ion .

To meet  Index B r equirem en ts, a t  least
one vehicle mu st  be able to ca r ry 500
poun ds of sodium-based dry chemica l or
ha lon  1211, and 1,500 ga llons of water ,
and the commen su ra te qu ant ity of
ARFF for  foam product ion is r equired.
If two ARFF vehicles are used, on e
mu st  ca r ry those agen t s listed for  In dex
A requ iremen ts, a nd t he oth er  veh icle

mu st  car ry an  amount  of water  and  the
commensurate quan t ity of ARFF so tha t
the tot a l quan t ity of wa ter  for  foam
pr odu ct ion  car ried by both  vehicles is at
least  1,500 gallons.

To meet  In dex C requ irem ent s, eith er
two or  th ree vehicles ma y be used.  If
th ree vehicles ar e used , one veh icle
mu st  meet  those requirements  for  Index
A, and t he oth er  two vehicles mu st
car ry an  amount  of water  and  the
commensura te quant ity of ARFF so tha t
the tota l quant ity of wa ter  for  foam
pr odu ct ion  ca r r ied by all th ree vehicles
is a t  leas t  3,000 gallons.  If two vehicles
are used , one must  car ry meet  the
requirements previously listed for  Index
B, and the other  veh icle m ust  ca r ry an
amount  of water  and  the commensura te
quan t ity of ARFF so tha t  t he tot a l
qua n t ity of wa ter  for  foam product ion
car r ied by both  vehicles is at  leas t  3,000
gallons.

To meet  In dex D requ irem ents, th ree
ARFF veh icles a re r equ ired by P ar t
139.  One vehicle mu st  meet  t he
requ irements list ed for Index A, and the
other  two vehicles mu st  ca r ry an
amount  of wa ter  and the commensura te
quan t ity of ARFF so tha t  t he tot a l
quan t ity of wa ter  for  foam pr odu ct ion
car r ied by all th ree vehicles is at least
4,000 gallons.

To meet  In dex E r equ irements , th ree
ARFF vehicles are required by Par t
139.  One vehicle mu st  meet  the
requ irements list ed for Index A, and the
other  two vehicles m ust  ca r ry an
amount  of water  and the commensura te
quan t ity of ARFF so tha t  t he tot a l
quant ity of wa ter  for  foam pr odu ct ion
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car r ied by a ll th ree veh icles is at least
6,000 gallons.

Curren t ly, Bishop Airport  is not
required to main ta in  an  ARFF facility.
To meet  cur ren t  Pa r t  139 sta nda rds,
ARFF veh icles would need to be
acquired with  t r a ined ARFF per sonnel.
These facilities need t o be in  a  loca t ion
tha t a llows for  a  response with in t hree
minu tes from the t ime of the a la rm.  In
addit ion , a t  least  one requ ired  ARFF
veh icle must  be able to r each  the
midpoin t  of th e far th est  runway serving
a ir  ca r r ier  a ir cr a ft  a n d b egin
applica t ion  of foam, dry ch emica l, or
ha lon  1211 wit h in  three minutes.  As
Bishop Air por t  does not  cu r ren t ly have
the required dedica ted ARFF facilit ies
or  equipment , th ey would need to be
acquired for  dedica ted  use a t  the
a irpor t .

HAZARDOUS MATERIALS

FAR Part  139 requires t ha t  each
cer t ifica te holder tha t  serves as  a  cargo
handling agent  sha ll est a blish a nd
main ta in  pr ocedu res for  the pr otection
of persons  and proper ty on  the a irpor t
during the handling and  stor ing of any
mater ia l regu la t ion  by the Hazardous
Mater ia ls Regula t ions (49 CFR Par t
171), tha t  is, or  int ended t o be,
t r ansport ed by a ir .  In  addit ion
standa rds  must  be es tablished  and
maint a ined for t he protection a gainst
fir e a n d exp losion s  in  s t or in g,
dispensin g, and  otherwise handling
fuels, lubr icants , and  oxygen on  the
a irpor t .  These st anda rds m ust  cover
facilities, procedures, a nd  the t ra in ing
of st a ff.  As  a ircraft  fuel, lubr icants , and
oxygen are a ll stored and  sold  a t  Bishop

Airpor t , th is sect ion  would be requ ired
under  Pa rt  139.  In  addit ion  to the
development  of ru les and regu la t ions
regard ing the handling and storage of
th ese mater ia ls, the a irpor t  opera tor
would be r equ ired t o per form quar ter ly
inspections of firms and individu a ls
handling, s tor ing, and  disbursing th ese
ma ter ials.  In spect ions r ecords m ust  be
maint a ined for a  min imum of twelve
month s.

TRAFFIC/WIND INDICATORS

Any a irpor t  cer t ifica ted  under  Par t  139
is requ ired t o mainta in  a  wind cone tha t
pr ovides su r fa ce win d d ir ection
in format ion  visua lly t o pilot s.  I f the
a irpor t  is open  to a ir  ca r r ier  oper a t ions
a t  n ight , the win d direction ind ica tors
mu st  be ligh ted.  Airpor t s serving a ir
car r ier  opera t ions when  there is no a ir
t ra ffic cont rol tower opera t ing r equires
the insta lla t ion  of a  segm en ted circle
around one wind  cone and  a  landing
s t r ip and t r a ffic pa t t ern  ind ica tor  for
each  runwa y with  a  r ight -hand t ra ffic
pa t tern .  Bishop Air por t  cu r ren t ly has a
segm en ted cir cle a n d a  ligh t ed
windcone.

AIRP ORT EMERGENCY PLAN

A compr ehensive em ergency pla n  mu st
be designed to min imize the possibility
and exten t  of da mage an d per sona l
in jury on  the a irpor t  in  var ious
emergency situa tions.  Bishop Air por t ,
in  coordina t ion  with  medica l suppor t
facilities, would be requ ired to ma in ta in
an a irpor t  emergency pla n .  This would
require the a irpor t  and  suppor t ing
medical facilit ies t o review t he pla n
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once every t welve months and perform
a  fu ll-sca le airport  emergency exercise
at  least  once every th ree year s.

SELF-INSP ECTION P ROGRAM

Bishop Air por t  would be requ ired to
inspect  th e airport  facilities to a ssure
compliance with  Par t  139 regula t ions .
These inspect ions would be requ ired on
a  da ily basis.  An  addit iona l inspection
would be required  a fter  an  unusual
weather  condit ion , and immedia tely
following any inciden t  or  acciden t .  This
in sp ection  in for m a t ion  sh a ll be
maint a ined for  a  per iod of a t  lea st  six
months and made a va ilable to the FAA
upon  request .

GROUND VEHICLES

Bishop Airport  will be requ ired t o limit
the access  of ground veh icles in
movemen t  a rea s t o those vehicles
necessary for  a irpor t  opera t ions.  Th is
would requ ire tha t  a ll personnel
opera t ing gr ound vehicles on  the
movement  and sa fety ar eas t o be
t ra ined in t he proper  opera t ion  and
safety procedures  on  the a irpor t .  Any
incident  or  acciden t  involving an  a irport
ground vehicle sha ll be docum ent ed an d
made available to the F AA upon
request .

OBSTRUCTIONS

Each object  in  each a rea  wit h in  the
au thor ity of the a irpor t  which  exceeds
any of the h eight s, or pen et ra tes  the
imaginary su rfaces described in  FAR
Par t  77, must  be r em oved, marked, or

ligh ted.  The necessa ry requ irem ent
sha ll be det ermined by an  appr oved
FAA Aerona ut ica l stu dy.

P ROTECTION  OF NAVAIDS

Any const ruct ion  of facilit ies on  the
a irpor t  tha t , a s det ermined by the FAA
adminis t ra tor , wou ld degra de the
opera t ion  of an  electr onic or  visu a l
nava id and a ir  t r a ffic cont rol facilit ies
must  be prevented by t he cer t ifica te
holder .  The cert ificat e holder sh all also
assist  in  pr otectin g a ll navaids aga inst
vanda lism and t heft , a nd to protect
aga inst  the in ter rupt ion  of t he visua l or
elect ronic signa ls of the associat ed
na vaid.  Bishop Airport  curren t ly is
equipped with  a  VOR/DME, ASOS, and
AWOS a t  the a irpor t .  In  a ddit ion ,
visua l appr oach  a ids (VASIs) should be
per iodically inspected to assure no
degra da t ion  in service.

P UBLIC P ROTECTION

The cer t ifica ted a irpor t  sha ll p revent
ina dvert ent  en t ry to the movement  a rea
by una ut horized persons or vehicles,
and ma in ta in  reasonable protect ion  of
person  and proper ty from a ir cra ft
propwash  or  jet  bla st .  This would
involve the addit ion  of an  a irpor t
secur ity fence and  jet  blas t  fences a t
Bishop Airport  wh ere n ecessa ry.

WILDLIFE HAZARD
MANAGEMENT

The cer t ifica ted  a irpor t  sha ll provide an
e cologi ca l  s t u d y  t o t h e  F AA
Administ ra tor  when  any inciden t  or
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accident  occurs on  or  near  the a irpor t
involving birds  or  other  wildlife.  This
study will examine t he even t , the
species and numbers involved, loca t ion
of incident /acciden t , and a  descr ip t ion  of
the wildlife hazar d t o a ir car r ier
opera tions.  If a  wildlife hazard
management  pla n  is determined t o be
necessa ry, according to the FAA
Ad m in is t r a t or , a  p la n  s h all be
submitt ed to the FAA Admin ist ra tor  for
approva l prior  to the implementa t ion .
This pla n will designa te those per sonnel
responsible for  it s implementa t ion  and
the act ion  to be taken .  I f any inciden t s
or  accidents occur  involving birds or
other  wildlife at  Bishop Airpor t , the
a irpor t  could be requir ed to implemen t
a  wildlife hazard m anagemen t  pla n .

AIRP ORT CON DITION
REPORTING

The holder  of a  Pa r t  139 cer t ifica te is
r esponsible for  the collect ion  and
repor t ing of th e airport ’s condit ion  to
th ose a ir car r iers serving the a irpor t .
The a irport  sha ll use t he Not ice to
Airm en (NOTAM) sys tem to repor t  any
deficiencies in  a irpor t  condit ions wh ich
may affect  the sa fe opera t ions of a ir
car r ier  act ivity a t  the airport .  In
addit ion , any const ruct ion  act ivity a t , or
a round, Bishop Airport  should a lso be
repor ted through t he NOTAM syst em.

IDENTIF YING, MARKING, AND
REP ORTIN G CONSTRU CTION

Any cons t ruct ion  a r ea s on  or  near  any
movemen t  a rea s sha ll be proper ly
marked or light ed to prevent  any unsa fe
opera t ions a roun d th ese ar eas.  These

a reas should  be inspected  as par t  of the
da ily self-inspect ion pr ocess, and a t  the
end of ea ch  da y’s const ruct ion  act ivit ies.
All const ruct ion  act ivit ies should be
noted in  the da ily inspect ion, and a
NOTAM issued to in form users of the
airport of th e cur ren t conditions.

NONCOMP LYING CONDITIONS

If the a irpor t  can  not  main ta in
com plia nce with  FAR P a r t  139
requirem ent s, the a ir  car r ier  opera t ions
sh ould be lim ited to th ose port ions of
the a ir field not  a ffected  by the
noncomplian ce.  If the noncompliance
involves a  reduct ion in  the ARFF In dex,
the a irport  sh a ll limit  the a ir car r ier
opera t ions to th ose meet ing the new,
lower , ARF F In dex.

S U MMAR Y

The process u t ilized in  assessin g the
landside and  a ir side development
a lter n a t ives  involved a  det a iled
an alysis of short  and long ter m
requirem en t s a s well as fut ure growth
poten t ia l.  Cur ren t  a irport  design
standa rds  were considered a t  every
st age of development .  The development
pla n  for  t he a irpor t  must  r epresen t  a
means by wh ich  the a irport  can  grow in
a  ba lanced  manner  to accommodate
forecast  dema nd for both t he a irside
and landside ar eas. In  addit ion , it  mu st
pr ovide for  flexibility in the pla n  to
meet  act ivity growth beyond t he 20-
year pla nn ing period.

Obviously, if Bishop Airport  pu rsues
cer t ifica t ion  under  Par t  139, a n umber
of capit a l pr oject s a nd on-going
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personnel expenditu res will need to be
considered in  the financia l program .  In
addit ion , revisions in  the existing lease
w i t h  t h e  Los  An geles  Wa t e r
Depar tment  may need to be t aken  in to
cons idera t ion .

After  a  review of the a lt er na t ives, a
development    concept    will  be  selected

and proposed. The remain ing chapters
will be dedica ted t o refinin g the ba sic
concept  in to a  fina l pla n  wit h
recommendat ions to ensu re proper
implementa t ion  and  t iming of the
demand-based program.
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he airport master planning process has evolved through several
analytic efforts in the previous chapters. These efforts were intended to
analyze future aviation demand, establish airside and landside needs,
and evaluate options for the future development of the airport and its
facilities. In the previous chapter, several development alternatives were
analyzed to explore different options for the future growth and
development of Bishop Airport. The development alternatives were
refined into a single recommended concept for the master plan after
meeting with the Planning Advisory Committee (PAC) in late February
2001.

In June 2001, a modification of the concept was decided upon by the PAC
members and County officials. The refinements consisted primarily of
relocating the fuel island, realigning the general aviation ramp extension,
adding more aviation-related lease parcels, and splitting the runway
extension between the two ends of the runway. [It should be noted that
the shift of extension of Runway 12-30 to the south will reduce the
potential impact upon facilities to the north end of the runway.] It is
expected that this concept will be further refined after the final review
meeting with the PAC. This chapter describes, in narrative and graphic
form, the recommended direction for the future use and development of
Bishop Airport.

AIRFIELD DESIGN STANDARDS

The Federal Aviation Administration (FAA) has established 
design criteria to define the physical dimensions of runways and 
taxiways, and the imaginary surfaces surrounding them 
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which  protect  the safe opera t ion  of
a ir cra ft  a t  the a irport .  These design
standa rds  a lso define t he sepa ra t ion
cr iter ia  for t he placemen t  of lan dside
facilities.  As  discussed  previously in
Chapter  Three, FAA des ign cr iter ia  is a
funct ion  of the cr it ica l design  a ircra ft ’s
wingspa n , approach  speed , and  the
runway’s approach visibility minimums.
The FAA ha s esta blished t he Airport
Reference Code (ARC) to relat e these
factors t o airfield design sta nda rds.

Bishop Airport  is present ly used by a
wide r ange of genera l avia t ion  a ircra ft .
Ana lysis conducted  in  Chapter  Three,
Facility Requ iremen ts, concluded tha t
Bishop Airport ’s curren t  cr it ica l design
a ir cra ft  ar e business jet  a ir cra ft  t ha t
fa ll with in the ARC C-II ca tegory.  The
a irpor t  is able to handle lar ger a ir cra ft
on  an  it ineran t  bas is  if they do not
exceed 500 opera t ions per  year .

The mas ter  plan  an t icipa tes  tha t
turbojet  a ircraft  ut iliza t ion (par t icular ly
business jet  a ircra ft ) will increa se in  the
fu ture consisten t  with  the FAA’s
na t iona l forecast s.  Ther efore, th is
master  plan  has a ssu med tha t  lar ger
bu s in ess  a ir cr a ft  a n d  pot en t ia l
commercia l r egiona l jet  a ircra ft  will
likely become the crit ica l des ign a ircra ft
for  th e airport  over t he n ext 20 year s.
To sa fely accommoda te these a ir cra ft  a t
Bishop Airport , Runwa y 12-30 (the
primary runway), is plann ed to ARC C-
II design sta nda rds.  Runway 16-34 and
Runway 7-25, as crosswind runways,
a re being p lanned to meet  ARC B-II
sta nda rds.  As sh own in  Table  5A, ARC
C-II design st anda rds specify larger
runway sa fety ar ea  (RSA), object  free

area  (OFA), and runway protect ion
zones (RPZs) th an  ARC B-II sta nda rds.
The cu r ren t  RPZs shown  a re based
upon one sta tu te mile visibility.  As
Runway 12-30 is upgr aded to a
pr ecision  ins t rument  approach  us ing
globa l posit ion ing syst em (GP S), and
visibilit y min imums are lowered to 3/4-
mile, the RPZs will increa se in s ize.

The design of t axiway and a pron  a reas
mu st  a lso consider  the cr it ica l a ircra ft .
The prima ry considera tion is th e
wingspan of the most  demanding
a ircra ft .  The para llel and  connect ing
taxiways, t rans ien t  apron  areas , and
a ir cra ft  ma intenance a rea s h ave a ll
been designed t o accommodate a ir cra ft
with in  a irplane design  gr oup (ADG) II.

RECOMMENDED
MASTER PLAN CONCEPT

The recommended master  plan  concept
incorpora tes individua l elements from
severa l of the a lt erna t ives presen ted in
the las t  chapter .  The fina l concept
provides for  an t icipa ted facilit y needs
over the n ext  20 year s and opt imizes
the a irpor t ’s ability to accommodate
avia t ion  demand in  the Bishop region
well beyond t he 20-yea r  per iod.  The
following sect ions summarize specific
a irside and landside recommendat ions
included in t he fina l concept .

Airs id e  Re c om m e n da tio n s

Airside recommendat ions , shown on
Exh ibit 5A, includes improvemen ts for
the ru nways, t axiwa ys, a ir field ligh t ing,
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Exhibit 5A
AIRSIDE RECOMMENDATIONS
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and instr um ent  appr oaches.  The
followin g i s  a  l is t  of a i r s i de
recomm enda tions:

! OFAs cur ren t ly extend beyond t he
a irpor t  lease line on  severa l of the
runways at  Bishop Airpor t .  The
FAA   recommends   the   cont rol  of

th ese a reas  to protect  the OFA from
incompa t ible uses.  These a reas
need to be addr essed in  t he
negot ia t ions with  the Los Angeles
Division  of Water  and  Power
(LADWP) to extend the proper ty
bounda r ies of the exist ing lease.

T A B L E  5 A

A i r fi e l d  P l a n n i n g  D e s i g n  S t a n d a r d s  ( U l t i m a t e )

B i s h o p  A i r p o r t

R u n w a y  1 2 -3 0 R u n w a y  1 6 -3 4 R u n w a y  7 -2 5

D E S IG N  S TAN D AR D S

A i r p o r t  R e fe r en c e  C od e  (A R C ) C -II B -II B -II

R u n w a y s

L en g t h  (ft .) 8 ,900

(7,498 exis t in g)

5 ,600 5 ,566

W id t h  (ft.) 100  

(100 exis t ing)

75  

(100 exis t ing)

75  

(100 exis t ing)

P a ve m en t  S t r en gt h  (lbs .)

  S i n g le  W h e e l (S W L ) 70 ,000  100 ,000 40 ,000

  D u a l  W h e e l (D W L ) 110 ,000  140 ,000 56 ,000

  D u a l  T a n d e m  W h e e l (D T W L ) 200 ,000  240 ,000 98 ,000

Ru n wa y Sa fe ty  Area

  W id t h  (ft.) 500  

(150 exis t ing)

150 150

  Len gt h  B ey on d  R u n w a y E n d  (ft.) 1 ,000  

(300 exis t ing)

300 300

Object  F ree  Ar ea

  W id t h  (ft.) 800  

(500 exis t ing)

500 500  

  Len gt h  B ey on d  R u n w a y E n d  (ft.) 1 ,000  

(300 exis t ing)

300  300  

R u n w a y  P ro te c ti o n  Zo n e s

  In n er  W id t h  (ft.) 1 ,000  

(500 exis t ing)

500  500  

  O u t er  W id t h  (ft.) 1 ,510

(1010 exis t ing)

700  700  

  L en g t h  (ft .) 1 ,700  

(1,700 exis t in g)

1 ,000 1 ,000  
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! Apply ARC C-I I st andards to
Runway 12-30.  Cu rren t ly, Runway
12-30 meets ARC B-II sta nda rds.

! Reloca te and ext end Ta xiway B t o
the en d of Runwa y 25, providing a
fu ll length  pa ra llel t axiway with
access to a nd from the ea st  end of
the runway, and a  new expan ded
gener a l avia t ion  r amp expansion
a rea .

! Extend the exist ing gener a l
avia t ion  r amp a rea .  Th is ext ension
will a llow for  sa fer  movement  of
a ir cra ft  on t he r amp and pr ovide
a dd it ion a l r oom  for  a ir cr a ft
pa rking.  It  is a n t icipa ted t ha t  th is
ext ension  will be completed  in t hree
pha ses as dema nd dicta tes.

! Upon documen ta t ion  of the n eed for
addit iona l length , extend Runway
12-30 to 8,900 feet  from the exis t ing
len gth  of 7,498 feet .  The ext ension
will be split; 500 feet  will be added
to the southeast  end a nd 900 feet  to
the nor thwest  en d of the runwa y.
The ru nwa y will be designed t o
a c c o m m o d a t e  i n s t r u m e n t
approaches down to 3/4- mile
visibilit y.  Ta xiway A will be
e xt en d e d  s im u l t a n eou s ly  t o
cont inue to provide a  fu ll len gth
pa ra llel t axiwa y.

La n ds id e  Re c om m e n da tio n s

The recommended master  plan  concept
provides for  the const ruct ion  of a  new
gener a l avia t ion  t ermina l, new a ir cra ft
st or a ge ha ngar s, and  an  ap ron
expa nsion.  Lan dside recommendat ions
ar e as follows:

! The r emova l and rep lacement  of the
exist ing genera l avia t ion  t ermina l
bu ildin g.  The new t ermina l
bu ildin g will be loca ted nor th  of the
existing fuel tanks keeping it  in  a
cen t r a l loca t ion  on  the a irpor t , with
good visibilit y to the ma in  runway.

! Reloca te the long-term parking
a rea .  Current ly, the long-term
parking lot  is loca t ed immedia tely
behind the t ermina l bu ildin g.
Reloca t in g long-t e rm pa r k in g
a llows th is a rea  to serve shor t -term
auto par king needs for  t he genera l
avia t ion  t ermina l.

! Const r u ct  a ddit ion a l a ir cr a ft
storage hangars to accommodate
exist ing owners who wish  to ren t
hanga r  spa ce, an d the foreca st  20-
year  levels of based a ircra ft .  A
ser ies of T-hangars  a re proposed
a long the south  end of Runway 34.
A pa rcel of land is also reserved for
a  group of execut ive hangars (six
hangars a re shown on  the layou t ).
In  addit ion, la nd surroun din g the
sou th  and west  side of the exist ing
T-hangars has been reserved for
fu ture const ruct ion  of addit iona l T-
ha ngar s.

! Connect  Wye Road with  Air por t
Road providing eas ier access to the
proposed commercia l avia t ion  and
business park a reas .  In  addit ion ,
Wye Road provides a m ore direct
con n ect ion  t o H ighwa y 395,
pr oviding a  more direct  rou te to the
a irpor t  from town.

! Reserve a  la rge a rea  of land nea r
the Wye Road en t rance between
Runway 7-25 and Runway 12-30 for
a  fu ture commercial t ermina l site.
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! Reserve a  la rge a rea  of land  in  the
sout hwest  corner  of a irport  property
to be u sed a s a  bu sin ess pa rk/light
indust r ial a rea .

AIRP O R T  LAYO U T  P LAN S

The remainder  of th is cha pter pr ovides
a  br ief descr ipt ion  of the officia l layou t
dr awin gs for  the a irpor t  tha t  will be
su bm it t ed to the FAA for  review and
approva l.  These plans, r efer red to as
the Airpor t  Layout  P lans (ALP s), will
be completed by Inyo County s ta ff and
will be included in  the fina l d raft  of the
mast er  plan  to gr aphica lly depict  the
u lt im a t e a ir field la you t , fa cilit y
development , and imagina ry su r faces
wh ich  protect  the airport from h aza rds.
This set of plans includes:

! Airport  La yout  P lan
! Airport  Airspace Dr awing
! Approach  Zone and Runway

  Protect ion Zone Dr awin gs
  (all runwa ys)

! On-Airport  La nd Use Drawing

The a irpor t  layout  pla n  will be prepa red
on a  computer-a ided dra ft ing syst em for
fu ture ease of use.  The computer ized
pla n  set  provides deta iled informat ion
of exist ing a nd fu ture facility layou t  on
mult iple layers tha t  permits  the user  to
focus in  on  any sect ion  of the a irpor t  a t
a  desirable sca le.  The plan  can  be used
as base informat ion  for  design  and can
be ea sily upda ted in  the fu ture to reflect
new developmen t  and m ore deta il
concern ing existing conditions a s made
ava ilable through des ign su rveys.  The
a irpor t   layou t   pla n   set  is submit t ed to

the FAA for  approva l and must  r eflect
a ll fu ture development  for  which  federa l
funding is an t icipa ted. Ot her wise, t he
proposed development  will not  be
eligible for  federa l funding.  Therefore,
updat ing these drawings t o reflect
ch a nges in  exist ing and u lt ima te
facilit ies is  essen t ia l.

AIRP ORT LAYOUT P LAN

The Air por t  Layout  Plan  (ALP)
graph ica lly presen ts t he exis t ing and
u lt ima te a irport  layout .  Deta iled
a irpor t  and r un way da ta  a re pr ovided to
facilita te the in terpret a t ion  of the
mast er  plan  recommenda t ions.  Both
a ir field and  landside improvements  a re
depicted.

AIRP ORT AIRSP ACE D RAWING

To protect  the a ir space a round the
a irpor t  and appr oaches to each  runway
end from hazards tha t  could  a ffect  the
sa fe and efficien t  opera t ion  of a ir cra ft
a r r iving and depa r t ing t he a irpor t ,
standa rds  conta ined in  F .A.R. Par t  77,
Objects Affecting N avigable Airspace,
ha ve been  established for  use by loca l
au thor ities to cont rol the height  of
objects near  the a irpor t .  The Airpor t
Air space Drawin g, to be included in  the
ma ster  plan, is a  gr aphica l depict ion  of
th is regu la tory cr it er ion .  The Air space
Drawing is a  tool to a id loca l au thor ities
in  determining if proposed development
could present  a  hazard  to the a irpor t
and obstr uct t he a pproa ch  pa th  to a
ru nwa y end.
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F.A.R. Par t 77 Imaginary  Surfaces

The Pa r t  77 Air space P lan  assigns
th ree-dimensiona l imaginary a reas to
each  runwa y.  These im aginary surfaces
emana te from the runway center line
and are d imens ioned  according to the
visibilit y min imums associa ted with the
approach  to the runway end a nd size of
a ircraft  to opera te on  the runway.  The
Par t  77 im aginary sur faces include the
primary surface, approach  surface,
t r ansit iona l su r face, hor izon ta l su r face,
and conica l sur face.  Par t  77 imaginary
su rfaces a re descr ibed in  the following
par agra phs.

! PRIMARY SURFACE

The primary surfa ce is  an  imaginary
su r face longitudina lly centered on  the
runway.  The pr ima ry su rface extends
200 feet  beyond each  ru nwa y end.  The
eleva t ion  of any poin t  on  the primary
surfa ce is the same as the eleva t ion
a long the neares t  associa ted  poin t  on
the runway cen ter line.  Un der  Par t  77
regulat ions, the primary surface for  the
fu ture GPS a ppr oaches to Runway 12-
30 is 1,000 feet  wide.   For  a ll other
run ways, the pr ima ry sur face is 500
feet  wide.

! APPROACH SURFACE

An approach  su rface is also est ablished
for  each  runway.  The approach  su r face
begin s a t  the same width  as the
primary sur face an d extends u pwa rd
and ou tward from the pr imary su r face
end, a nd is  cen tered a long an  exten ded
r u n wa y cen ter line. The a ppr oa ch
su r face for  the fut ure GP S precision
appr oaches to Runways 12 and 30

ext ends 10,000 feet  from the end of the
pr imary su rface a t  an  upward slope of
34:1 to a  width  of 3,500 feet .  For  a ll
other  runwa ys, t he approach  su r face
extends 5,000 feet  from the end of the
pr imary su rface a t  an  upward slope of
20:1 to a  width  of 1,250 feet .

! TRANSITIONAL SURFACE

Each runway ha s a  t r ansit iona l su r face
tha t begins  a t  the outs ide edge of the
primary su rface a t  the sa me eleva t ion
as the runwa y.  The t r ansit iona l su r face
also connect s with  the approach
su rfaces of each  runwa y.  The su r face
r ises a t  a  s lope of 7:1 up  to a  heigh t
wh ich  is 150 feet  above the h ighest
runway eleva t ion .  At  tha t  poin t , the
t r ansit iona l su r face is replaced by t he
hor izonta l sur face.

! HORIZONTAL SURF ACE

The hor izon ta l su r face is esta blished a t
150 feet  above the h igh est  eleva t ion  of
the runway sur face. Ha ving no slope,
the hor izonta l surface connects  the
t r ansit iona l and approach  sur faces to
the conica l sur face a t  a  dist ance of
10,000 feet  from the end  of the primary
su rfaces of ea ch  runwa y.

! CONICAL SURF ACE

The conical sur face begins a t  the outer
edge of the hor izonta l sur face.  The
conica l su r face then  con t inues for  an
addit iona l 4,000 feet  hor izonta lly a t  a
slope of 20:1.  Therefore, at  4,000 feet
from the h orizonta l sur face, t he
eleva t ion  of the conica l sur face is 350
feet  above the h igh est  a irpor t  eleva t ion .
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AP P ROACH ZONE AND RUNWAY
P ROTECTION  ZONE D RAWINGS

The Approach  Zone and Runway
Protection Zone Dra wings, prepa red for
each  of t he runway approaches , a re
sca led d ra win gs  of t h e r u n wa y
pr otection zone, obst acle free zone,
obst acle free area , a nd sa fety a rea  for
each  runway end.  The approach
dr awin gs provide plan  and pr ofile views
of the en t ire runwa y approach  wh ich
can  assist In yo Coun ty sta ff, engineers,
or  consultan ts  with  ident ifica t ion  of
exist ing obs t ruct ions or  pot en t ia l
obst ruct ions with in  these a reas.

ON-AIRP ORT
LAND US E P LAN

The object ive of the On-Airpor t  Land
Use Plan is to coordina te u ses of t he
a ir por t  p r oper t y in  a  m a n n er
compa t ible with  the funct iona l design  of
the a irpor t  facility.  Air por t  land  use
pla nn ing is  impor tan t  for  the order ly
development  and efficien t  use of
ava ilable space.  There a re two primary
cons idera t ions for a irport  land use
planning: fir st , to secure those a reas
essen t ia l to the safe and  efficien t
opera t ion  of the a irport ; and, second, to
determine compa t ible land uses for  the
ba lance of the proper ty which  would be
most  advan tageous to the a irpor t  and
commun ity.  The p lan  depict s  the
recommendat ions for  u lt imate land use
development   on  the a irpor t , t ak ing in to

considera t ion  fu tu re runway/t axiway
development .  When developm en t  is
proposed, it should be directed to the
appropr ia te lan d use a rea  depicted on
th is pla n  and coordina ted with  the loca l
FAA office.

S U MMAR Y

The a irport  layout  plan  set  is designed
to ass ist  In yo County in  making
decisions rela t ive to fu ture development
and growth  a t  the Bishop Airpor t .  The
pla n  includes  development  to sat isfy
expected a irpor t  demands over  the next
20 year s (and beyond).  Flexibility will
be a  key to fu ture developmen t  a s
act ivity ma y not occur  exa ct ly a s
forecast .  The pla n  has considered
dem ands tha t  could be placed upon t he
a irpor t  even beyond the 20-year
p lanning per iod  to ensure tha t  the
facility is capa ble of accommoda t ing a
var iety of circum sta nces.  The F .A.R.
Par t  77 Airspace P lan  should be used a s
a  tool t o ensu re land u se compa t ibility
and rest r ict  the heigh t s of fu ture
st ructures or  an t ennae which  pose a
hazard to a ir  n a viga t ion  surrounding
the a irport .  The ALP set  a lso provides
Inyo County with  opt ions to pursu e in
market ing the assets  of the a irpor t  for
community and regiona l development .
By following the genera l recommend-
a t ions of the p lan , the a irpor t  can
main ta in  it ’s long term viabilit y and
con t in u e  t o p r ov ide  vi t a l  a i r
t ranspor ta t ion  services to the region .
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he successful implementation of the Bishop Airport Master Plan will
require sound judgement on the part of Inyo County. Timing and airport
activity are among the more important factors influencing decision-
makers to carry out a recommendation. These two factors should be used
as key reference points in plan implementation.

Experience has indicated that major problems have materialized from the
standard format of past planning documents using time-based
milestones. These problems center around the plan’s lack of flexibility
and inherent inability to deal with new issues that develop from
unforeseen changes that may occur after the plan is completed. The
demand-based format used in the development of this master plan will
attempt to deal with this issue.

While it is necessary for scheduling and budgeting purposes to consider
the timing of airport development, the actual need for facilities is
established by airport activity and demand. Proper master planning
implementation suggests the use of airport activity levels rather than
time as guidance for development. Tracking airport activity levels, and
then comparing those levels to forecast activity levels and facility
requirements, provides decision-makers with the ability to anticipate and
plan when actual facilities are needed.

This chapter of the master plan is intended to become one of the primary
references for decision-makers responsible for implementing master plan
recommendations. Consequently, the narrative and graphic presentation
provide an understanding of each recommended development item. 
This understanding will be critical in maintaining a realistic and cost
effective program that provides maximum benefit to Inyo County, the

T

F I N A N C I A L P L A N
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Sta te of Californ ia, t he Federa l Avia t ion
Adm inist ra t ion  (FAA), and  a irpor t
user s.

AIR P O R T  DEVELO P MEN T

S CHED ULES  AN D

CO S T  S U MMAR IES

O n ce  t h e  sp ec i fi c n e e ds  a n d
improvemen ts for  the a irpor t  have been
est ablished, the next  st ep is to
determine a  rea list ic schedu le and cost s
for  implem en t ing the plan.  The a irport
development  pla n  pr esented in  th is
chapter  out lines the es t imated  cos ts and
t i m i n g  a s s o ci a t e d  w i t h  e a ch
recommended    project .     In     addit ion ,

est ima tes of s ta te and  federa l funding
eligibilit y a re discussed.  The loca l cost
is a lso shown a fter  tak ing in to account
a ll st a te and federa l funding ava ilable.
Th is sect ion  will exa mine t he overa ll
cost  of each  item in  the development
pla n  and pr esen t  a  development
schedu le.

Forecast ed demand and opera t iona l
changes can , and will, occur  frequ en t ly
on  shor t  not ice.  As a  resu lt , the a irpor t
development  pla n  has been  divided in to
shor t  t erm (0-5 yea rs), int ermedia te
term (6-10 years), a nd long t erm (11-20
year s) p lanning hor izons.  Table  6A
summarizes the key milestones for  each
of th e th ree plan ning horizons.

TABLE 6A
P lan n in g H ori zo n  Activ ity  Lev e ls
Bi sh op  Airport

2001
Sh ort
Term

Interm ed iate
Term

Lo n g
Term

Ba sed Air cra ft
Annua l Opera t ions
Passenger  Enplanements
  (poten t ia l)

75
30,000

0

83
33,200

10,515

94
37,600

12,727

118
47,200

17,610

The sh ort  t erm pla nning horizon
conta ins it em s of h igh  pr iorit y t ha t
should be considered as  Bishop Air por t
begin s to approach  the miles tones
ident ified for  the shor t  t erm.  As  the
shor t  t erm hor izon  act ivity levels  a re
rea ched, it  will be t ime to begin
programming  for  the int ermedia te term
based upon the next  level of act ivity
milestones.  Simila r ly, when the
in termedia te term miles tones  a re
reached, it will be time to sta r t
programming for  the long t erm act ivity
milestones.

As a  mas ter  plan  is on ly a conceptua l
document , implem en ta t ion  of capit a l
projects should only be under taken  a fter
fur ther  refinem en t  of their  design  and
cost s  t h r ou gh  a r ch it ect u r a l a n d
en gineer ing ana lyses.  The cost
est ima tes presen ted in t h is chapter
have been  increased t o a llow for
e n g i n e e r i n g  a n d  a n y  o t h e r
cont ingencies tha t  may ar ise on  t he
project .  Capit a l cost s should be viewed
only a s est ima tes su bject  to fur ther
refinem ent  during design . Nevertheless,
these est ima tes a re considered
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su fficien t ly accura te for  per forming the
fea sibilit y an a lyses in t h is chapter .
Cost  est imates  for  each  of the
development  projects  lis ted  in  the
capit a l improvement  plan  a re listed in
cur ren t  (2001) dollar s.  Table  6B
p r es e n t s  t h e  p r oposed  ca p i t a l
impr ovemen t  program for  Bishop
Air por t .

SHOR T TER M P LANN ING
HOR IZON IMP ROVEMEN TS

The shor t  t erm pla nning hor izon  capit a l
improvement  program centers a round
the  imm edia te needs of day-to-day
opera t ions a t  the a irpor t .  The a irpor t
has witnessed severa l projects which
have sign ifica nt ly improved current
condit ions includin g the r ehabilit a t ion
of  Runway 12-30 and  cons t ruct ion  of
addit iona l T-hangar s.  The Coun ty is
cur ren t ly in  the process of bu ildin g a
new term ina l building and  reloca t ing
the fuel storage tank s and fuel islan d.

Airfield projects  in  the shor t  t erm
include reconst ruct ing Taxiway C,
put t ing down  an overlay on Taxiwa ys H
and A, an d exten ding th e genera l
avia t ion  ramp area .  In  addit ion ,
Taxiway F  will a lso be scheduled for
rehabilit a t ion  and  new Runway End
Iden t ifier Light s (REIL) will be
ins ta lled on  Runways 12-30 and 16-34.

The sh ort  t erm pr ogram includes
sever a l la nds ide project s a s well.  First
is the ins ta lla t ion  of new wa ter  ser vice
and fire hydrant s to th e sout hwest
quadrant of the  a irpor t .  New
infras t ructure, includin g electr ica l, will
be updat ed for t he existing user s an d

exten ded for t he proposed business
park.  In  addit ion , the exist ing termina l
bu ildin g is being removed and replaced
with  a  new, lar ger bu ilding.  A ser ies of
T-hangars will be const ructed on  the
sou th end of Runwa y 16-34.  F ina lly,
new access  roads will be built  to provide
bet ter  access to hangars  and the
t ermina l bu ilding a rea .

Sh ort  te rm  pro je ct s, gra ph ic ally
d e p ic te d  on  Ex h ib it  6A, have  b e en
e s ti m at e d at  a  tota l cost  of $5.4
m i l l i o n .   O f  t h a t  t o t a l ,
ap pro xi m at e ly  $2.8 millio n  w ill
n e e d to  be  provided by the  County .

INTERMEDIATE TERM
P LANN ING HOR IZON
IMP ROVEMEN TS

Intermedia te t erm goa ls focus pr imar ily
on  upda ting a irside facilit ies to
accommodate expected in crea ses  in
annua l opera tions a nd ba sed a ircra ft .
These planned upgr ades will impr ove
the opera t iona l sa fety of the a irpor t  and
a id in  the preserva t ion  of key a irport
asset s.

Airside impr ovemen ts in clude a  mill
and over lay of Runwa y 16-34.  Th is
reconst ruct ion  will keep t he runway in
use for  many m ore yea rs a nd will
prevent  the degrada t ion  of the exis t ing
su rface.  Ta xiway B, the pa r t ia l pa ra llel
taxiway for  Ru nwa y 7-25, will be
reloca ted to the nor th  and exten ded east
for  the fu ll length  of t he runway.  The
newly reloca ted Ta xiwa y B will h ave
Medium Intensity Ta xiwa y Ligh ts
(MITL) in st a lled a t  the t ime of
const ruct ion .  The t axiway
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improvements will provide all th ree
runways a t  Bishop Airport  with  fu ll
len gth  pa ra llel t axiways.  P recision
Approach  Pa th  In dicator (PAPI) light s
will be inst a lled on  Runways 16-34 and
12-30 to provide bet t er  approach
informat ion  to pilot s u sin g the a irpor t .
Ta xiwa ys D, E , and Runway 7-25 will
u n der go pr even t ive r eh a bilit a t ion
during th is t ime fra me. F ina lly, t he
gener a l avia t ion r amp area  will undergo
a  significant  expansion , adding over
26,000 squa re yar ds.

Lan ds ide im pr ovem en t s in  t h e
in termedia te p lanning hor izon  include
the const ruct ion  of a  new road
connect ing Wye Road on  the western
edge of t he a irpor t  t o Airpor t  Road on
the sou th  side of the a irpor t .  Th is new
road will provide access to the new
business park and  a  new ent rance from
town, a llowing a irpor t  u ser s t o avoid
t raveling thr ough  downt own Bishop to
reach  th e airport .  In  addit ion , t h is road
will provide needed access to the
business park a nd will prompt  the
ext ension  of roads and u t ilit ies for  the
Phase II bu siness pa rk development .

Inte rmed iate  p ro je c ts , g ra ph ic ally
dep ic t e d o n  Ex h ib it  6A, h a v e  be e n
e s ti m at e d at  $5.3 mil lion to tal  cost .
Of that  tota l, approx im at e ly  $1.0
mi l lion  w ill  ne ed  to be  provid ed  by
the  County .

LONG TERM
P LANN ING HOR IZON
IMP ROVEMEN TS

Long term improvements to Bishop
Air por t  con t inue to focus on a irside
improvemen ts.  The la rgest project

du r ing th is ph ase will be t he ext ension
of Runway 12-30 and Taxiway A.  At
the same t ime, runway and t axiway
light ing will need t o be ext en ded, a nd
the markings on t he runwa y will need
to be upgraded to precision m ar kings.
Dur ing the ext ension of Runway 12-30,
t he exist ing port ion  of the runwa y will
be rehabilita ted.  Th e long t erm pla n
also ca lls for  the insta lla t ion  of a
Medium In tensit y Approach  Lights with
Runway Alignment  Indica tor  Ligh t s
(MALSR) on  Runway 30 to upgr ade
approach  capabilit ies of the a irpor t .  To
suppor t  a  precis ion  GPS approach  to
Runway 30, a  Loca l Area  Augmenta t ion
System (LAAS) has been schedu led for
the airport.  Also schedu led for  th is t ime
frame is  the const ruct ion  of a  new
ARFF facility an d the pu rchase of a  new
ARFF t ru ck which will provide the
a irpor t  with  needed equ ipment  to
pursue F .A.R. Par t  139 cer t ifica t ion  in
the fu ture.  Addit iona lly, the th ird and
fina l pha se of the genera l avia t ion  ramp
ext ension  is schedu led to be completed
a long the south  side of Runway 7-25
du r ing th is p lanning hor izon .  Ut ilit ies
and roa dways will a lso be extended t o
a llow for P ha se III development  of the
business park.

Lo n g term projec ts , gra ph ic ally
dep i c te d  o n  Ex h ib it  6A, h a v e  be e n
e s ti m at e d at  $5.6 mil lion to tal  cost .
Of that  tota l, approxi m at e ly  $1.0
mi l lion  w il l ne ed  to be  p ro v id e d by
the  County .

AIR P O R T  DEVELO P MEN T

AN D  FU N D ING  S O U R CES

Financing fu ture a irpor t  improvemen ts
will not  rely exclusively u pon the
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Exhibit 6A
DEVELOPMENT STAGING
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STAGE I (FISCAL YEARS 2002-2006)

Install new water service and hydrants

Construct apron access roads

Reconstruct Taxiway C

Extend ramp area (Phase I)

Overlay Taxiway H & Taxiway A

Construct new terminal

Business park infrastructure (Phase I)

Construct additional T-Hangars

Install REILs on Runways 12-30 & 16-34

Rehabilate Taxiway F

Miscellaneous equipment

Reconstruct (mill and overlay) Rwy 16-34

Install PAPIs on Runways 12-30 & 16-34

Extend Wye Road to Airport Road

Relocate and extend Taxiway B

Install MITL on new Taxiway B

Extend ramp area (Phase II)

Rehabilitate Runway 7-25

Rehabilitate Taxiway D

Rehabilitate Taxiway E

Business park infrastructure (Phase II)

Miscellaneous equipment

STAGE II (FISCAL YEARS 2007-2011)
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Extend Runway 12-30/Taxiway A to 8,900 feet

Extend Runway 12-30 MIRL to 8,900 feet

Extend Taxiway A MITL to 8,900 feet

Relocate PAPI on Runway 12-30

Update markings to precision on Runway 12-30

Install MALSR on Runway 30

Extend ramp area (Phase III)

Rehabilitate Runway 12-30

New ARFF truck

New ARFF building

Purchase local GPS equipment (LAAS)

Business park infrastructure (Phase III)

Miscellaneous equipment

STAGE III (FISCAL YEARS 2012-2021)
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financia l resour ces of In yo County.
Air por t    improvemen t    funding   a ssist -

a nce is a va ilable t hrough var ious
grants-in-a id programs a t  both  the st a te

TABLE 6B
Bis ho p Airpo rt
Capi ta l Improvement  Program

Total AIP State Inyo County F&E*

D e v elo p m e nt  It e m Cost Elig ible Funds Funds Funds

St a ge I (Fisc a l Ye a r s 2002-2006)

1 .Inst all new water service and h ydran ts $557,000 $501,300 $27,850 $27,850 $0
2 .Const ruct  Apron  Access Roads 216,000 194,400 10,800 10,800 0
3 .Recons t ruct Taxiwa y C 350,000 315,000 17,500 17,500 0
4 .Extend Ram p area (Pha se I) 698,000 628,200 34,900 34,900 0
5 .Over lay Ta xiwa y H & Ta xiwa y A 600,000 540,000 30,000 30,000 0
6 .Const ruct New Termina l 500,000 0 0 500,000 0
7 .Business Park In frast ructure (Pha se I) 792,000 0 0 792,000 0
8 .Const ruct Addit iona l T-Hangars 1,380,000 0 0 1,380,000 0
9 .In st a ll REILs on Runwa ys 12-30 & 16-34 120,000 0 0 0 120,000

10 Reh abilit a te Ta xiwa y F 27,000 24,300 1,350 1,350 0

11 .Miscellaneous E qu ipment 150,000 135,000 7,500 7,500 0
T ot a l  S t a g e I D ev el op m e n t $5,390,000 $2,338,200 $129,900 $2,801,900 $120,000

St a ge II (Fisca l Ye a r s 2007-2011)

1 .Recons tr uct (mill an d overlay) Rwy 16-34 $903,000 $812,700 $45,150 $45,150 $0
2 .In st a ll PAPIs on Runwa ys 12-30 an d 16-34 70,000 0 0 0 70,000
3 .Ext end Wye Road to Air por t  Road 318,000 286,200 15,900 15,900 0
4 .Relocat e a nd E xten d Taxiwa y B 1,415,000 1,273,500 70,750 70,750 0
5 .In st a ll MITL on  new Ta xiwa y B 236,000 212,400 11,800 11,800 0
6 .Extend Ram p area (Pha se II) 1,024,000 921,600 51,200 51,200 0
7 .Reha bilitat e Run way 7-25 249,000 224,100 12,450 12,450 0

8 .Reh abilit a te Ta xiwa y D 86,000 77,400 4,300 4,300 0

9 .Reh abilit a te Ta xiwa y E 75,000 67,500 3,750 3,750 0

10 .Business Park In frast ructure (Pha se II) 792,000 0 0 792,000 0
11 .Miscellaneous E qu ipment 150,000 135,000 7,500 7,500 0

T ot a l  S t a g e II D ev el op m e n t $5,318,000 $4,010,400 $222,800 $1,014,800 $70,000

St a ge III (Fisc a l Ye a r s 2012-2021)

1 .Exten d Runwa y 12-30/Ta xiway A to 8,900 ' $2,061,000 $1,854,900 $103,050 $103,050 $0
2 .Exten d Ru nway 12-30 MIRL t o 8,900 feet 27,000 24,300 1,350 1,350 0
3 .Exten d Ta xiway A MITL to 8,900 feet 27,000 24,300 1,350 1,350 0
4 .Reloca te P API  on Ru nwa y 12-30 12,000 10,800 600 600 0
5 .Up da te m ar kings t o pr ecision on Rw y. 12-30 10,000 9,000 500 500 0
6 .In st a ll MALSR on Ru nwa y 30 450,000 0 0 0 450,000
7 .Extend Ram p area (Pha se III) 1,194,000 1,074,600 59,700 59,700 0
8 .Reha bilitat e Run way 12-30 335,000 301,500 16,750 16,750 0
9 .New ARF F Tr uck 250,000 225,000 12,500 12,500 0

10 .New ARFF Build ing 150,000 135,000 7,500 7,500 0

11 .Pu rchase local GPS equipment  (LAAS) 100,000 90,000 5,000 5,000 0
12 .Business Park In frast ructure (Pha se III) 792,000 0 0 792,000 0
13 .Miscellaneous E qu ipment 150,000 135,000 7,500 7,500 0

T ot a l  S t a g e III D ev el op m e n t $5,558,000 $3,884,400 $215,800 $1,007,800 $450,000

Tota l  Pr ogra m  Cost $16,266,000 $10,233,000 $568,500 $4,824,522 $640,000

* FAA Facil it ies and Equipment  Division

REIL - Runway En d Identifier Light s MALSR - Medium  In tensit y Appr oach Ligh ts wit h
PAPI - Precis ion  Approach  Pa th  Indica tor   Ru nwa y Alignmen t  In dica tor Ligh ts
MITL - Med ium In ten sit y Ta xiwa y Ligh ts LAAS - Loca l Area  Augmen ta tion System
MIRL - Medium In ten sit y Ru nwa y Ligh ts ARFF  - Airport  Rescue a nd F irefigh t ing
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and federa l levels.  Th e following
discussion  ou t lines th e key sour ces for
a irpor t  improvement  funding and  how
they can  cont ribut e to th e successfu l
implem en ta t ion  of th is m ast er  pla n .

FED ER AL AID TO AIRP ORTS

The United S ta tes Congress  has long
recognized the n eed to develop and
main ta in  a  system of aviat ion  facilit ies
across the na t ion  for  na t ion a l defense
a nd promot ion  of in tersta te commerce.
Var ious gran t s-in -a id programs to
pu blic a irport s have been  est ablished
over the year s for  th is purpose.  The
most  recent  legislation wa s en a ct ed in
ea r ly 2000 and is  en t it led  the Wende l l
H. For d  Av ia t ion  In vest m en t  a n d
R eform  Act  for  t h e 21 s t  Cen t u r y, or
AIR-21.

The four-year  bill covers FAA fisca l
year s 2000 t hrough 2003.  Th is
legisla t ion  au thor ized fun din g levels
sign ificant ly h igher  than  ever before.
Air por t  Improvement  Program (AIP)
funding was a u thor ized a t  $2.475
billion  in  2000, $3.2 billion  in 2001, $3.3
billion  in  2002, and $3.4 billion  in 2003.

The sour ce for AIP fun ds is the Avia t ion
Tru st  Fund.  Th is fund was est ablished
in  1970 t o provide fun din g for a via t ion
capit a l invest ment  progra ms (facilit ies
a n d  e q u i p m e n t ,  r e s e a r ch  a n d
development , and  grants  for  a irpor t
development  and expansion pr oject s.)
The Aviat ion  Trust  Fund is funded by
federa l user  fees  and taxes  on  a ir line
tickets, a via t ion  fuel, a nd va r ious
aircraft pa rt s.

AIP  funds a re d is t r ibu ted  each  year  by
the FAA under  au thor izat ion  from the
Un ited Sta tes Congress.  A por t ion  of
each  year’s au thor ized level of AIP
funding is dist r ibu ted t o a ll eligible
commercia l service a irport s t h rough  an
ent it lement  program  th at  guar an tees a
minimum level of federa l assist ance.
These dollar s a re ca lcula ted based on
enplanement  an d car go service levels.
Un der  AIR-21, the dis t r ibut ion  for  fisca l
year  2000 was a  minim um of $650,000
to each commercial service airport
enplan ing a t  leas t  10,000 passengers
annua lly.  In  the r em ain ing year s of
AIR-21, the minimum ent it lement  can
increa se to $1.0 million  annually.  This
h igher  fun ding is dependent  upon
Congress appropr ia t ing the amounts
author ized by AIR-21 each  fisca l yea r .

I n  a dd it ion , if Con gr es s  does
appropr ia te the fu ll amounts  au thor ized
by AIR-21, genera l avia t ion  a irpor t s
m a y receive up t o $150,000 of fun ding
each  yea r .  The r ema ining AIP  fun ds
a re dist r ibu ted by the FAA to a irpor t s
based upon the pr ior ity of the project  for
wh ich  they have reques ted  federa l
assis tance through federa l discret ionary
apport ionm ent s.  A na t iona l pr ior ity
ranking system is used t o evalua te and
rank each  airport pr oject.  Those
project s wit h  the h ighest  pr iorit y a re
g i ve n  p r e fe r e n ce  i n  r e ce iv in g
discret iona ry fundin g.

As is evident  from the airport
development  schedu le cost su mm ar ies,
Inyo Coun ty will rely pr imar ily on
federa l discret iona ry fun ding (since
they a re not  a  commercia l ser vice
a irpor t )   to   implem en t    many   of   the
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development  needs.  An impor tan t  poin t
to consider  is t ha t  federa l d iscret ionary
funding is not  gua ranteed each  year  for
the a irpor t .

In  Californ ia, a irport  development
project s a t  genera l avia t ion  a irpor t s
t h a t  m e e t  F AA’s  e l i g i b i l i t y
r equ irem en t s r eceive 90 per cen t
funding from the AIP .  E ligible project s
include any public use facility such as
a ir field or  a pron a rea  improvemen ts.
Reven ue-genera t ing project s, such a s
hanga r  or  fuel facility cons t ruct ion , a re
not eligible for AIP  fundin g.

FAA FACILITIES
AND EQUIP MENT P ROGRAM

The Airway F acilit ies Division  of the
FAA adminis ters the Na t iona l Fa cilit ies
and Equipment  (F&E) Program.  This
annua l pr ogram pr ovides fundin g for
the ins ta lla t ion  and  main tenance of
va r iou s  n a viga t ion a l a id s  a n d
equipment  for  t he na t iona l a ir space
system and a irport s.  Under  the F &E
program, funding is provided for  FAA
airpor t  t r a ffic cont rol towers (ATCT),
enrou te naviga t iona l a ids such  a s VOR,
and on-a irpor t  naviga t iona l a ids (such
 as  PAPIs and  approach  ligh t ing
systems). As a ct ivity levels a nd other
developments war rant , t he a irpor t  may
be considered by t he F AA Airwa ys
Facilit ies Division  for  the insta lla t ion
and maint enance of na vigat iona l aids
th rough  the F&E program.

STATE AID TO AIRP ORTS

In  support  of th e sta te a irport  system,
t h e  C a l i for n i a  T r a n s p or t a t i on

Comm ission  (CTC) a lso pa r t icipa t es in
sta te a irpor t  developmen t  pr oject s.  An
Aer on a u t ics  Accou n t  h a s  been
e s t a b l i s h e d  w i t h in  t h e  S t a t e
Transpor ta t ion  Fund from wh ich  a ll
a irpor t  improvement  monies  a re drawn.
Tax revenu es from the sa le of gener a l
avia t ion  jet  fuel ($0.02 per  ga llon) and
Avga s ($0.18 per ga llon) a re collected
and deposited in  the Aeronaut ics
Account  to suppor t  the s ta te a irpor t
system  developmen t  pr ogra m.

T h e  C a l i for n i a  T r a n s p or t a t i on
Comm ission  has est ablished three types
of gra n ts t o dist r ibut e funds deposited
in  the Aeronau t ics Accoun t : Annua l
Gra nt s, Acqu isition  and Development
(A&D) Gra nt s, a nd  AIP Matching
Gra nt s.  An  addit iona l source of funding
provided by th e CTC is low in t erest
loan s.  Each  of these items  are br iefly
discussed below.

Ann ua l  Grants

Annua l gran ts a re dist r ibu ted by t he
CTC for  projects cons idered  “a irpor t  and
avia t ion  pu rposes” as defined in  the
Sta te Aeronaut ics Act .  All public use
airports, with  the except ion  of reliever
and commercia l service a irpor t s, a re
eligible for  th is a nnua l $10,000 gr ant .

Ac qu is it io n  An d
Dev elopm en t Grants

Acqu isit ion  and Development  (A&D)
gran t s a re design ed t o pr ovide fundin g
to a irport s  for  the purpose of land
acquisit ion  and  development .  Th is
grant  ha s a  minimum a lloca t ion  level of
$10,000 an d pr ovides up t o $500,000
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per  fiscal yea r  (maximum a llowa ble
funding to a single a irpor t  yea r ly).
Grant  requ est s a re in it ia ted through
the CIP  process and  requ ir e a  loca l
match  of 10 to 50 percen t  of the project ’s
cost .  Un like annua l gran t s, a ll a irpor t s
a re eligible for  the A & D gra nt .

AIP  Match ing Grants

The AIP grant  is  dis t r ibu ted  for  the
pur pose of a id ing an  a irpor t  with  the
loca l match  of a  federa lly-fun ded
improvemen t  project .  In  order  to be
eligible for  an  AIP  match ing gran t , the
project  must  have been  included in  the
sta te CIP and the sponsor m ust  have
accepted a  federa l AIP grant  for  the
project .  P roject s involved wit h  a ir
car r ier  impr ovemen ts a re not  eligible
for  th is gr an t .  This gran t  pr ovides 4 .5
percent  of th e project’s eligible cost  (i.e.
five percen t  of the AIP  gran t ) and
counts towards t he year ly $500,000
maximum grant  disbu rsem en t  level.

Cal ifornia  Airport Loan P rogram

The loan  pr ogra m pr ovides fundin g for
a ll a irpor t s with in  the S ta t e of
Ca liforn ia  which  a re owned by a n
eligible public agency and  open  to the
pu blic withou t  except ion.  These loans
provide funding t o eligible a irpor t s for
const ruct ion  and land acquisit ion
projects.  The loans can be used for  any
a irport -relat ed project  and  the funding
limit s a re not  bound by law or
regula t ion .  The amount  of the loan  is
determined in a ccorda nce with  project
fea sibilit y and  the sponsor’s financia l
sta tu s.  Terms of the loan  pr ovide eigh t
to 15 year s for it s payback a nd t he

inter est  r a te is based upon t he m ost
recent  st a te bond sa le.

LOCAL SH ARE FUNDING

The ba lance of project  cost s, a fter
considera t ion  ha s been  given  to the
va r ious gra n ts a vailable, must  be
funded through a irport  resour ces.
Usu a lly, this is accomplished t h rough
the use of a irpor t  earn ings  and reserves,
to the ext en t  possible, with  the
remain ing cost s fina nced t h rough
obliga t ion  bonding mecha nism s.

Bishop Airport  is leased a nd opera ted
by Inyo County with  suppor t  from
revenu es genera ted by t he collect ion  of
va r ious r a t es and cha rges from genera l
avia t ion  sources.  These r evenues  a re
gen er a t ed specifica lly by a ir por t
ope ra t i ons ; h owever , t h er e a r e
rest r ict ions on  the use of revenues
collected by th e airport .  All receipts,
excludin g bond pr oceeds or  relat ed
gran t s an d inter est , a re ir revocably
pledged to the punctua l paymen t  of
opera t ing and  main tenance expenses,
payment  of debt  service for a s long as
bonds  rem ain out standing, or  to
addit ions or  improvements to a irpor t
facilities.  Table  6C presen t s h istor ica l
expenses and  revenues  for  Bishop
Air por t .

REVENUES

Revenues a t  the Bishop Airport  include
fuel sa les (both  AvGas and J et  A),
hanga r  rent a ls, bu ilding and la nd
leases, and  long term auto parking.  As
shown on  Table  6C, revenu e has
exceeded expenses five out  of th e past
seven years.
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The la rgest  revenue genera tor  for  the
a irpor t  is the sa le of fuel.  Fuel sa les
a ccount  for  over  70 percent  of the
a irport ’s a nnua l revenue.

The second lar gest  source of revenu e for
the a irpor t  is the lease of hangar  spa ce.
Th is revenu e is genera ted from both  the
T-hangars a t  the a irpor t  and  from the
sma ll  and  la rge  convent iona l ha ngar s.

Following hangar  lea ses in  revenue
earned are bu ilding and lan d lease
income.  Leases inclu de por t ions of the
t ermina l building and groun ds on
a irpor t  p roper ty.  The au to park has
been a  cons is ten t  source of revenue for
many years  a t  the a irpor t .  This  lot  is
for  the long term st ora ge of vehicles.
Other  revenues inclu de miscellaneous
revenu es and interest  income.

T A B L E  6 C

B i s h o p  A i r p o r t

H is to r i c a l R e v e n u e  a n d  E x p e n s e s

Ye a r 1 9 9 4 1 9 9 5 1 9 9 6 1 9 9 7 1 9 9 8 1 9 9 9 2 0 0 0

R E VE N U E S :

J e t  A Sa les $297 ,316 $247 ,738 $251 ,501 $195 ,978 $275 ,045 $219 ,797 $219 ,889

AvGa s Sa les 224 ,494 193 ,329 164 ,061 185 ,533 153 ,381 163 ,396 153 ,984

Au t o P a r k 13 ,299 11 ,941 11 ,235 12 ,148 12 ,750 13 ,975 14 ,065

H a n g a r  R en t s 66 ,770 58 ,803 76 ,202 58 ,662 60 ,340 66 ,251 71 ,291

Bu i ld in g Lea ses 16 ,921 18 ,318 26 ,928 20 ,274 44 ,715 37 ,324 32 ,436

Lan d  Lease 3 ,608 15 ,570 450 7 ,450 225 0 18 ,450

M isc. R even u e 6 ,888 4 ,907 8 ,361 7 ,552 33 ,853 5 ,791 17 ,843

La n din g F ee 5 ,927 4 ,293 5 ,783 4 ,869 4 ,099 4 ,831 4 ,957

T O T A L

R E V E N U E S $ 6 3 5 ,2 2 3 $ 5 5 4 ,8 9 9 $ 5 4 4 ,5 2 1 $ 4 9 2 ,4 6 6 $ 5 8 4 ,4 0 8 $ 5 1 1 ,3 6 5 $ 5 3 2 ,9 1 5

E X P E N S E S :

F u el/Oil $386 ,763 $306 ,819 $311 ,568 $277 ,339 $313 ,039 $274 ,366 $275 ,273

P ers on n el 141 ,394 153 ,054 123 ,163 140 ,294 122 ,169 115 ,356 128 ,515

Lea se/Ta xes 24 ,997 25 ,289 24 ,769 24 ,270 25 ,100 25 ,733 26 ,298

M a in t en a n ce 25 ,290 17 ,828 9 ,958 8 ,897 7 ,413 13 ,459 2 ,335

U t ilit ies 16 ,411 17 ,418 15 ,549 20 ,507 28 ,684 24 ,896 26 ,113

In su r a n ce 12 ,591 13 ,692 12 ,344 12 ,962 13 ,066 13 ,855 9 ,277

Ot h er 24 ,498 29 ,131 6 ,814 31 ,734 50 ,141 32 ,656 59 ,718

T O T A L

E X P E N S E S $ 6 3 1 ,9 4 4 $ 5 6 3 ,2 3 1 $ 5 0 4 ,1 6 5 $ 5 1 6 ,0 0 3 $ 5 5 9 ,6 1 2 $ 5 0 0 ,3 2 1 $ 5 2 7 ,5 2 9

N E T

IN C O ME /(L OS S ) $ 3 ,2 7 9 ( $ 8 ,3 3 2 ) $ 4 0 ,3 5 6 ( $ 2 3 ,5 3 7 ) $ 2 4 ,7 9 6 $ 1 1 ,0 4 4 $ 5 ,3 8 6
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EXP ENSES

Genera lized opera t ing expenses for
Bishop Airport  include fuel and oil,
per sonnel, lease an d taxes, main ten-
ance, u t ilit ies , insura nce, an d other
miscellaneous cost s.  As  shown on
Table  6C, tota l expendit ures  a t  the
a irpor t  have rem ained relat ively steady
over the past  seven yea rs.  Fu el and oil
have been , a nd will cont inue to be, the
single lar gest expen se a t  the a irpor t  a s
long as  the County main ta ins cont rol of
fuel sa les.  P ersonnel is the second
highest  cost a t t he a irport .  This cost
includes all salar ies, in surance, and
payroll ta xes for  st a ff a t  the a irpor t .
After  these t wo expen ses, a  va r iet y of
smaller expenses make u p the t ot a l
costs includin g maintenance, insurance,
an d oth er cha rges.

FUTURE CAS H F LOW

R e ve n u e s

Future revenu es will cont inu e to be
domina ted by fu el sa les a t  the a irpor t .
Through the long t erm, it  will account
for  nea rly 70 percent  of total revenues.
It  is expected t ha t  reven ues will
cont inue to increa se with  avia t ion
act ivity.  As more a ir cra ft  a r e based a t
the a irpor t , r evenues  for  fuel sa les  and
h a n ga r  ren t s  sh ou ld  in cr ea se
pr opor t iona lly.  Transien t  a ir cra ft
act ivity is also projected t o increa se
wh ich  will provide addit iona l revenues.

Revenu es projected fr om  h a n ga r ,
bu ildin g, office, and la nd lea ses  will
cont inue to provide a  sign ifica nt  source
of income to the Coun ty.  Exis t ing and
fu ture leases should always include

pr ovisions  for  the ad jus tment  of the
lease amoun t  due to increases in  the
consumer  pr ice in dex (CPI) and
proper ty va lues.  The typica l review
per iod ranges u p t o five yea rs.  I t  is
recommended tha t  a ll applicable leases
include a  review of CPI a nd proper ty
va lue every t hree to five yea rs so tha t
necessary adjustments t o lease ra tes
can  be made.

Future revenue project ions indica te
tha t reven ues will r ise a t  a  faster  r a te
than expen ditures.  Ana lysis presen ted
in  Table  6D  ind ica te tha t  the County
will genera te su fficien t  r evenues to
offset expenses.

Non-Aeronaut ica l
La n d  De v e lo p m en t

The FAA a llows a irport s t o ut ilize
a irpor t  proper ty con sidered “excess” or
“s u r p l u s ” for  n on -a e r on a u t ica l
com m er cia l developm en t .  Man y
a irpor t s across t he count ry ha ve ta ken
advan tage of th is oppor tunity to develop
business pa rks, indu st r ia l pa rks, or
other  commercia l act ivit ies wh ich  have
genera ted sign ificant  reven ues through
leases or  sa le of land.  Th e resu lt ing
“fa ir  ma rket ” income is requ ired t o be
used for  the development  and opera t ion
of the a irport .  These fun ds may not  be
used for a ny non-airpor t  pur poses.
Pr ior  to releasing a ny a irport  proper ty
for  non-aeronaut ica l uses , the a irpor t
sponsor must  first  obt a in  FAA approva l.

As illust ra ted in Ch apter  F ive - Air por t
Plans, a  large pa rcel of land  in  the
sout hwest  corner  of the a irpor t  proper ty
has been  iden t ified for  non-aeronaut ica l
uses in t he form of a business park or
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ligh t  indust r ia l a rea .  This would
provide a  la rge a r ea  of land  tha t  could
be marketed to businesses tha t  may not
have an  avia t ion-rela ted  focus .  The
area  is well awa y from runway,
taxiwa y, and  apron  a rea s.  Th is loca t ion
would    not    preclude   aviat ion-relat ed

businesses from loca t ing h ere, such as
a n  a vion ics  r epa ir  sh op , p a r ts
d is t r ibu tor , or  other .  I f approved  by the
FAA, the proper ty could be ut ilized as a
source of income to help suppor t  both
the a irpor t ’s da ily opera t ion  and long
term development .

T A B L E  6 D

F u t u r e  C a s h  F l o w  A n a l y s i s

B i s h o p  A i r p o r t

Ac tu a l P r o je c te d

F Y

2 0 0 0

F Y

2 0 0 1

F Y

2 0 0 2

F Y

2 0 0 3

F Y

2 0 0 4

F Y

2 0 0 5

I n t e r -

m e d i a t e

L o n g

R a n g e

R E V E N U E S

M isc. R even u e 17 ,843 $18 ,111 $18 ,382 $18 ,658 $18 ,938 $19 ,222 $20 ,104 $22 ,495

Lan d  Lease 18 ,450 19 ,004 19 ,574 20 ,161 20 ,766 21 ,389 23 ,392 29 ,278

Bldg . Lease 32 ,436 32 ,923 33 ,416 33 ,918 34 ,426 34 ,943 36 ,547 40 ,893

H a n ga r  Ren t 71 ,291 73 ,430 75 ,633 77 ,902 80 ,239 82 ,646 90 ,388 113 ,129

La n din g F ees 4 ,957 5 ,031 5 ,107 5 ,183 5 ,261 5 ,340 5 ,585 6 ,249

Au t o P a r k 14 ,065 14 ,276 14 ,490 14 ,707 14 ,928 15 ,152 15 ,848 17 ,732

F u el  Sales 373 ,873 381 ,350 388 ,977 396 ,757 404 ,692 412 ,786 438 ,224 509 ,013

To ta l  

R e v e n u e s
$ 5 3 2 ,9 1 5 $ 5 4 4 ,1 2 4 $ 5 5 5 ,5 7 9 $ 5 6 7 ,2 8 6 $ 5 7 9 ,2 5 0 $ 5 9 1 ,4 7 7 $ 6 3 0 ,0 8 9 $ 7 3 8 ,7 9 0

E X P E N S E S

P ers on n el  128 ,515 130 ,443 132 ,399 134 ,385 136 ,401 138 ,447 144 ,803 162 ,022

In su r a n ce 9 ,277 9 ,416 9 ,557 9 ,701 9 ,846 9 ,994 10 ,453 11 ,696

M a in t en a n ce 2 ,335 10 ,000 10 ,150 10 ,302 10 ,457 10 ,614 11 ,101 12 ,421

U t ilit ies 26 ,113 26 ,896 27 ,703 28 ,534 29 ,390 30 ,272 33 ,108 41 ,438

O t h er  59 ,718 60 ,614 61 ,523 62 ,446 63 ,383 64 ,333 67 ,287 75 ,288

Lea se/Ta xes 26 ,298 26 ,561 26 ,827 27 ,095 27 ,366 27 ,639 28 ,480 30 ,696

F u el/Oil 275 ,273 280 ,778 286 ,394 292 ,122 297 ,964 303 ,924 322 ,653 374 ,773

To ta l  

E x p e n s e s
$ 5 2 7 ,5 2 9 $ 5 4 4 ,7 0 8 $ 5 5 4 ,5 5 4 $ 5 6 4 ,5 8 5 $ 5 7 4 ,8 0 7 $ 5 8 5 ,2 2 3 $ 6 1 7 ,8 8 4 $ 7 0 8 ,3 3 4

 In c o m e

(L o s s )
$ 5 ,3 8 6 $ ( 5 8 4 ) $ 1 ,0 2 6 $ 2 ,7 0 1 $ 4 ,4 4 3 $ 6 ,2 5 4 $ 1 2 ,2 0 4 $ 3 0 ,4 5 6

Sou rce :  2000  da t a  f rom  Cou n ty  r ecord s .

 Fu tu re  t r end s  p ro ject ed  by  Coffm an  Associa t e s .

Other revenue-gen era t ing oppor tunit ies
include the expansion of the exist ing
au to pa rk, which  provides long ter m

storage of au tomobiles, t ra ilers, a nd
mobile homes.  Th is a rea  has  been  a
consisten t  source of revenue for  the
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airpor t  over  th e past  severa l year s an d
sh ould cont inue t o be.  Other  la rge
a reas of land con ta ined  in  the a irpor t
lease could a lso be developed for  fu ture
sources of revenue.  Long t erm a ir cra ft
storage would be a possible use
pr oviding a  st eady st ream of income
over long per iods of t ime.  Due to the
weather  pa t terns in  the a rea , a  sma ll
sola r  power s ta t ion  may be feasible at
the a irpor t .  This  op t ion  would  not  on ly
provide power  to the a irport , redu cing
tha t expense, bu t  excess  power  could be
sold on t he open m ark et pr ovidin g
added revenu e.  Before inst a lling solar
pa nels a t  the a irport , considera t ion
mu st  be given  to the poten t ia l for  glare
or  reflect ions  from the panels t ha t  may
be problemat ic to pilot s in  the a rea .
Any or  a ll of these opt ions could provide
a  good sour ce of revenu e to the a irport ,
bu t  ea ch  sh ould be st udied in  det a il
before bein g implement ed to ensure the
revenue will cover  development  cost s in
a  reasonable am ount  of t ime.

S U MMAR Y

The best  means  for  beginning the
implem en ta t ion  of the recommend-
a t ions conta ined wit h in t h is mast er
pla n  is  to fir st  recognize tha t  p lanning
is a  cont inuous  process tha t  does  not
end with  complet ion  of the mas ter  plan .
Rather , the ability to con t inuously
monitor  the exist ing and  forecas t  sta tus
of a irpor t  act ivity must  be maint a ined.
The ba sic issues u pon wh ich  th is mast er
pla n  is based will remain  va lid for
severa l yea rs.  As su ch , the pr imary
goa l is for  the a irpor t  to evolve in to a
facility th at  will best serve t he a ir
t ranspor ta t ion  needs of the region  and
to evolve int o a se lf-support ing
economic genera tor for  In yo County.

In  th is master  plan , focu sing on  the
t iming of a irpor t  improvemen t s was
necessa ry; however , the actua l need for
fa cilit i es  is  m or e a ppr opr iat ely
est ablished by a irport  act ivity levels
ra ther  than  a  specified da te.  F or
exam ple, p roject ions have been  made a s
to when  to exten d Runway 12-30, bu t  in
rea lity, the t ime frame in  wh ich
addit iona l facilities a re needed may be
su bst an t ia lly different .  Actua l demand
may be s low in  rea ching forecast
act ivity levels .  On  the other  hand, a n
aggressive development  schedule, or  the
begin ning of schedu led a ir ser vice, may
dicta te the exten sion  be completed
much sooner .  Although  every effor t  has
been  made t o conser va t ively est ima te
when facilit y development  will be
n e e d e d ,  a via t ion  dem a n d  wi l l
u lt im a t ely dict a t e wh en  fa cilit y
improvemen ts need t o be accelera ted or
delayed.

The rea l va lue of a  usa ble m ast er  pla n
is tha t  it keeps t he issues and object ives
in  the mind  of the user  so tha t  he or  she
is bet ter  able to recognize change an d
it s effect .  In  addit ion  to ad jus tments in
avia t ion  demand, decisions made as to
when to under take r ecommended
improvemen ts in  th is master  plan  will
impa ct  the per iod t ha t  the pla n  remains
va lid.  The format  used  in  th is  plan  is
in t ended to reduce the need for  cost ly
upda tes.  Upda t ing ca n  be done by t he
user , improving the pla n’s effectiveness.

In  summary, th e plan ning process
r equ i res  I n yo Cou n t y s t a ff t o
consisten t ly monitor  the progress of the
a irpor t  in  t erms of t ot a l a ir cra ft
opera tions, tota l based  a ircraft , and
overa ll a via t ion  act ivity.  Ana lys is of
a ir cra ft  dem and is  cr it ica l to t he exact
t iming    and    need    for     new   a irpor t
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facilities.  The informat ion  obta ined
from cont inua lly monitor ing a irpor t
act ivity  will provide the da ta  necessary

to determine if the development
schedu le should be accelera ted or
decelera ted.
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ACCELERATE-STOP DISTANCE
AVAILABLE (ASDA): see declared dis-
tances.

AIR CARRIER: an operator which:  (1)
performs at least five round trips per
week between two or more points and
publishes flight schedules which specify
the times, days of the week, and places
between which such flights are per-
formed; or (2) transport mail by air
pursuant to a current contract with the
U.S. Postal Service.  Certified in accor-
dance with Federal Aviation Regulation
(FAR) Parts 121 and 127.

AIRPORT REFERENCE CODE (ARC): a
coding system used to relate airport
design criteria to the operational (Aircraft
Approach Category) to the physical char-
acteristics (Airplane Design Group) of the
airplanes intended to operate at the air-
port.

AIRPORT REFERENCE POINT (ARP):
The latitude and longitude of the approxi-
mate center of the airport.

AIRPORT ELEVATION: The highest
point on an airport’s usable runway
expressed in feet above mean sea level
(MSL).

AIRPORT LAYOUT DRAWING (ALD):
The drawing of the airport showing the
layout of existing and proposed airport
facilities.

AIRCRAFT APPROACH CATEGORY: a
grouping of aircraft based on 1.3 times the
stall speed in their landing configuration
at their maximum certificated landing
weight.  The categories are as follows:

• Category A: Speed less than 91 knots.
• Category B: Speed 91 knots or more, 

but less than 121 knots.
• Category C: Speed 121 knots or more, 

but less than 141 knots.
• Category D: Speed 141 knots or more, 

but less than 166 knots.
• Category E: Speed greater than 166 

knots.

AIRPLANE DESIGN GROUP (ADG): a
grouping of aircraft based upon
wingspan.  The groups  are as follows:

• Group I: Up to but not including 49 
feet.

• Group II: 49 feet up to but not 
including 79 feet.

• Group III: 79 feet up to but not 
including 118 feet.

• Group IV: 118 feet up to but not 
including 171 feet.

• Group V: 171 feet up to but not 
including 214 feet.

• Group VI: 214 feet or greater.

AIR TAXI: An air carrier certificated in
accordance with FAR Part 135 and autho-
rized to provide, on demand, public
transportation of persons and property by
aircraft.  Generally operates small aircraft
“for hire” for specific trips.
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AIRPORT TRAFFIC CONTROL
TOWER (ATCT): a central operations
facility in the terminal air traffic control
system, consisting of a tower, including
an associated instrument flight rule (IFR)
room if radar equipped, using air/ground
communications and/or radar, visual sig-
naling, and other devices to provide safe
and expeditious movement of terminal air
traffic.

AIR ROUTE TRAFFIC CONTROL CEN-
TER (ARTCC): a facility established to
provide air traffic control service to air-
craft operating on an IFR flight plan
within controlled airspace and principally
during the enroute phase of flight.

ALERT AREA: see special-use airspace.

ANNUAL INSTRUMENT APPROACH
(AIA): an approach to an airport with the
intent to land by an aircraft in accordance
with an IFR flight plan when visibility is
less than three miles and/or when the
ceiling is at or below the minimum initial
approach altitude.

APPROACH LIGHTING SYSTEM
(ALS): an airport lighting facility which
provides visual guidance to landing air-
craft by radiating light beams by which
the pilot aligns the aircraft with the
extended centerline of the runway on his
final approach and landing.

APPROACH MINIMUMS: the altitude
below which an aircraft may not descend
while on an IFR approach unless the pilot
has the runway in sight.  

AUTOMATIC DIRECTION FINDER
(ADF): an aircraft radio navigation sys-
tem which senses and indicates the

direction to a non-directional radio bea-
con (NDB) ground transmitter.

AUTOMATED WEATHER OBSERVA-
TION STATION (AWOS): equipment
used to automatically record weather con-
ditions (i.e. cloud height, visibility, wind
speed and direction, temperature, dew-
point, etc...)

AUTOMATED TERMINAL INFORMA-
TION SERVICE (ATIS): the continuous
broadcast of recorded non-control infor-
mation at towered airports.  Information
typically includes wind speed, direction,
and runway in use.

AZIMUTH: Horizontal direction
expressed as the angular distance
between true north and the direction of a
fixed point (as the observer’s heading).

BASE LEG: A flight path at right angles
to the landing runway off its approach
end. The base leg normally extends from
the downwind leg to the intersection of
the extended runway centerline. See “traf-
fic pattern.”

BEARING: the horizontal direction to or
from any point, usually measured clock-
wise from true north or magnetic north.

BLAST FENCE: a barrier used to divert
or dissipate jet blast or propeller wash.

BUILDING RESTRICTION LINE (BRL):
A line which identifies suitable building
area locations on the airport.

CIRCLING APPROACH: a maneuver
initiated by the pilot to align the aircraft
with the runway for landing when flying 
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a predetermined circling instrument
approach under IFR.

CLASS A AIRSPACE: see Controlled
Airspace.

CLASS B AIRSPACE: see Controlled Air-
space.

CLASS C AIRSPACE: see Controlled Air-
space.

CLASS D AIRSPACE: see Controlled
Airspace.

CLASS E AIRSPACE: see Controlled Air-
space.

CLASS G AIRSPACE: see Controlled
Airspace.

CLEAR ZONE: see Runway Protection
Zone.

CROSSWIND: wind flow that is not par-
allel to the runway of the flight path of an
aircraft.

COMPASS LOCATOR (LOM): a low
power, low/medium frequency radio-
beacon installed in conjunction with the
instrument landing system at one or two
of the marker sites.

CONTROLLED AIRSPACE: airspace of
defined dimensions within which air traf-
fic control services are provided to
instrument flight rules (IFR) and visual
flight rules (VFR) flights in accordance
with the airspace classification. Con-
trolled airspace in the United States is
designated as follows: 

• CLASS A: generally, the airspace from 
18,000 feet mean sea level (MSL) up to 
but not including flight level FL600.  
All persons must operate their aircraft 
under IFR.

• CLASS B: generally, the airspace from 
the surface to 10,000 feet MSL sur-
rounding the nation’s busiest airports.  
The configuration of Class B airspace is
unique to each airport, but typically 
consists of two or more layers of air
space and is designed to contain all 
published instrument approach proce-
dures to the airport.  An air traffic 
control clearance is required for all air-
craft to operate in the area.

• CLASS C: generally, the airspace from 
the surface to 4,000 feet above the air
port elevation (charted as MSL) sur-
rounding those airports that have an 
operational control tower and radar 
approach control and are served by a 
qualifying number of IFR operations 
or passenger enplanements.  Although 
individually tailored for each airport, 
Class C airspace typically consists of a 
surface area with a five nautical mile 
(nm) radius and an outer area with a 10 
nautical mile radius that extends from 
1,200 feet to 4,000 feet above the airport
elevation.  Two-way radio communica-
tion is required for all aircraft.

• CLASS D: generally, that airspace from 
the surface to 2,500 feet above the air
port elevation (charted as MSL) sur-
rounding those airport that have an 
operational control tower.  Class D air
space is individually tailored and con-
figured to encompass published instru-
ment approach procedures.  
Unless otherwise authorized, all
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persons must establish two-way radio 
communication.

• CLASS E: generally, controlled airspace 
that is not classified as Class A, B, C, or 
D.  Class E airspace extends upward 
from either the surface or a designated 
altitude to the overlying or adjacent 
controlled airspace.  When designated 
as a surface area, the airspace will be 
configured to contain all instrument 
procedures.  Class E airspace encom-
passes all Victor Airways.  Only aircraft
following instrument flight rules are 
required to establish two-way radio 
communication with air traffic control.

• CLASS G: generally, that airspace not 
classified as Class A, B, C, D, or E.  
Class G airspace is uncontrolled for all 
aircraft.  Class G airspace extends from 
the surface to the overlying Class E 
airspace.

CONTROLLED FIRING AREA: see spe-
cial-use airspace.

CROSSWIND LEG: A flight path at right
angles to the landing runway off its
upwind end. See “traffic pattern.”

DECLARED DISTANCES: The distances
declared available for the airplane’s take-
off runway, takeoff distance, accelerate-
stop distance, and landing distance
requirements.  The distances are:

• TAKEOFF RUNWAY AVAILABLE 
(TORA): The runway length declared 
available and suitable for the ground 
run of an airplane taking off;

• TAKEOFF DISTANCE AVAILABLE 
(TODA): The TORA plus the length of 
any remaining runway and/or clear
way beyond the far end of the TORA;

• ACCELERATE-STOP DISTANCE 
AVAILABLE (ASDA): The runway plus 
stopway length declared available for 
the acceleration and deceleration of an 
aircraft aborting a takeoff; and

• LANDING DISTANCE AVAILABLE 
(LDA): The runway length declared 
available and suitable for landing.  

DISPLACED THRESHOLD: a threshold
that is located at a point on the runway
other than the designated beginning of
the runway.

D I S T A N C E
M E A S U R I N G
E Q U I P M E N T
(DME): Equipment
(airborne and
ground) used to
measure, in nautical
miles, the slant range
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distance of an aircraft from the DME navi-
gational aid.

DNL: The 24-hour average sound level, in
A-weighted decibels, obtained after the
addition of ten decibels to sound levels
for the periods between 10 p.m. and 7
a.m. as averaged over a span of one year.
It is the FAA standard metric for deter-
mining the cumulative exposure of
individuals to noise.

DOWNWIND LEG: A flight path parallel
to the landing runway in the direction
opposite to landing. The downwind leg
normally extends between the crosswind
leg and the base leg. Also see “traffic pat-
tern.”

EASEMENT: The legal right of one party
to use a portion of the total rights in real
estate owned by another party. This may
include the right of passage over, on, or
below the property; certain air rights
above the property, including view rights;
and the rights to any specified form of
development or activity, as well as any
other legal rights in the property that may
be specified in the easement document.

ENPLANED PASSENGERS: the total
number of revenue passengers boarding
aircraft, including originating, stop-over,
and transfer passengers, in scheduled and
non-scheduled services.

FINAL APPROACH: A flight path in the
direction of landing along the extended
runway centerline. The final approach
normally extends from the base leg to the
runway. See “traffic pattern.”

FIXED BASE OPERATOR (FBO): A
provider of services to users of an airport.
Such services include, but are not limited
to, hangaring, fueling, flight training,
repair, and maintenance.

FRANGIBLE NAVAID: a navigational
aid which retains its structural integrity
and stiffness up to a designated maxi-
mum load, but on impact from a greater
load, breaks, distorts, or yields in such a
manner as to present the minimum haz-
ard to aircraft.  

GENERAL AVIATION: that portion of
civil aviation which encompasses all
facets of aviation except air carriers hold-
ing a certificate of convenience and
necessity, and large aircraft commercial
operators.

GLIDESLOPE (GS): Provides vertical
guidance for aircraft during approach and
landing. The glideslope consists of the fol-
lowing:

1. Electronic components emitting signals
which provide vertical guidance by 
reference to airborne instruments 
during instrument approaches such as 
ILS; or

2. Visual ground aids, such as VASI, 
which provide vertical guidance for 
VFR approach or for the visual portion 
of an instrument approach and 
landing.

GLOBAL POSITIONING SYSTEM:
See “GPS.”

GPS - GLOBAL POSITIONING SYS-
TEM: A system of 24 satellites

Airport Consultants�

www.coffmanassociates.com�

A-5



used as reference points to enable navi-
gators equipped with GPS receivers to
determine their latitude, longitude, and
altitude.

HELIPAD: a designated area for the
takeoff, landing, and parking of heli-
copters.

HIGH-SPEED EXIT TAXIWAY: a long
radius taxiway designed to expedite air-
craft turning off the runway after
landing (at speeds to 60 knots), thus
reducing runway occupancy time. 

INSTRUMENT APPROACH: A series
of predetermined maneuvers for the
orderly transfer of an aircraft under
instrument flight conditions from the
beginning of the initial approach to a
landing, or to a point from which a
landing may be made visually.

INSTRUMENT FLIGHT RULES (IFR):
Rules governing the procedures for con-
ducting instrument flight. Also a term
used by pilots and controllers to indi-
cate type of flight plan.

INSTRUMENT LANDING SYSTEM
(ILS): A precision instrument approach
system which normally consists of the
following electronic components and
visual aids:

1. Localizer. 4. Middle Marker.
2. Glide Slope. 5. Approach Lights.
3. Outer Marker.

LANDING DISTANCE AVAILABLE
(LDA): see declared distances.

LOCAL TRAFFIC: aircraft operating in
the traffic pattern or within sight of the

tower, or aircraft known to be departing
or arriving from the local practice areas,
or aircraft executing practice instrument
approach procedures.  Typically, this
includes touch-and-go training opera-
tions.

LOCALIZER: The component of an ILS
which provides course guidance to the
runway.

LOCALIZER TYPE DIRECTIONAL
AID (LDA): a facility of comparable
utility and accuracy to a localizer, but is
not part of a complete ILS and is not
aligned with the runway.

LORAN: long range navigation, an elec-
tronic navigational aid which
determines aircraft position and speed
by measuring the difference in the time
of reception of synchronized pulse sig-
nals from two fixed transmitters.  Loran
is used for enroute navigation.

MICROWAVE LANDING SYSTEM
(MLS): an instrument approach and
landing system that provides precision
guidance in azimuth, elevation, and dis-
tance measurement.

MILITARY OPERATIONS AREA
(MOA): see special-use airspace.

MISSED APPROACH COURSE
(MAC): The flight route to be followed
if, after an instrument approach, a land-
ing is not effected, and occurring
normally:

1. When the aircraft has descended to 
the decision height and has not 
established visual contact; or
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2. When directed by air traffic control to 
pull up or to go around again.

MOVEMENT AREA: the runways,
taxiways, and other areas of an airport
which are utilized for taxiing/hover
taxiing, air taxiing, takeoff, and landing
of aircraft, exclusive of loading ramps
and parking areas.  At those airports
with a tower, air traffic control clearance
is required for entry onto the movement
area.

NAVAID: a term used to describe any
electrical or visual air navigational aids,
lights, signs, and associated supporting
equipment (i.e. PAPI, VASI, ILS, etc..)

NOISE CONTOUR: A continuous line
on a map of the airport vicinity connect-
ing all points of the same noise
exposure level.

NONDIRECTIONAL BEACON
(NDB): A beacon transmitting nondirec-
tional signals whereby the pilot of an
aircraft equipped with direction finding
equipment can determine his or her
bearing to and from the radio beacon
and home on, or track to, the station.
When the radio beacon is installed in
conjunction with the Instrument Land-
ing System marker, it is normally called
a Compass Locator.

NONPRECISION APPROACH PRO-
CEDURE: a standard instrument
approach procedure in which no elec-
tronic glide slope is provided, such as
VOR, TACAN, NDB, or LOC.

OBJECT FREE AREA (OFA): an area on
the ground centered on a runway, taxi-
way, or taxilane centerline provided to

enhance the safety of aircraft operations
by having the area free of objects, except
for objects that need to be located in the
OFA for air navigation or aircraft
ground maneuvering purposes.

OBSTACLE FREE ZONE (OFZ): the
airspace below 150 feet above the estab-
lished airport elevation and along the
runway and extended runway center-
line that is required to be kept clear of
all objects, except for frangible visual
NAVAIDs that need to be located in the
OFZ because of their function, in order
to provide clearance for aircraft landing
or taking off from the runway, and for
missed approaches.

OPERATION: a take-off or a landing.

OUTER MARKER (OM): an ILS navi-
gation facility in the terminal area
navigation system located four to seven
miles from the runway edge on the
extended centerline indicating to the
pilot, that he/she is passing over the
facility and can begin final approach.

PRECISION APPROACH: a standard
instrument approach procedure which
provides runway alignment and glide
slope (descent) information.  It is cate-
gorized as follows:

• CATEGORY I (CAT I): a precision 
approach which provides for 
approaches with a decision height of 
not less than 200 feet and visibility 
not less than 1/2 mile or Runway 
Visual Range (RVR) 2400  (RVR 1800) 
with operative touchdown zone and 
runway centerline lights.
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• CATEGORY II (CAT II): a precision 
approach which provides for 
approaches with a decision height of 
not less than 100 feet and visibility 
not less than 1200 feet RVR.

• CATEGORY III (CAT III): a precision 
approach which provides for 
approaches with minima less than 
Category II.

PRECISION APPROACH PATH INDI-
CATOR (PAPI): A lighting system
providing visual approach slope guid-
ance to aircraft during a landing
approach. It is similar to a VASI but pro-
vides a sharper transition between the
colored indicator lights.

PRECISION OBJECT FREE AREA
(POFA): an area centered on the extend-
ed runway centerline, beginning at the
runway threshold and extending behind
the runway threshold that is 200 feet
long by 800 feet wide.  The POFA is a
clearing standard which requires the
POFA to be kept clear of above ground
objects protruding above the runway
safety area edge elevation (except for
frangible NAVAIDS).  The POFA applies
to all new authorized instrument
approach procedures with less than 3/4
mile visibility.

PROHIBITED AREA: see special-use
airspace.

REMOTE COMMUNICATIONS OUT-
LET (RCO): an unstaffed transmitter
receiver/facility remotely controlled by
air traffic personnel.  RCOs serve flight
service stations (FSSs).  RCOs were
established to provide ground-to-
ground communications between air

traffic control specialists and pilots at
satellite airports for delivering enroute
clearances, issuing departure authoriza-
tions, and acknowledging instrument
flight rules cancellations or
departure/landing times.

REMOTE TRANSMITTER/RECEIVER
(RTR): see remote communications out-
let. RTRs serve ARTCCs. 

RELIEVER AIRPORT: an airport to
serve general aviation aircraft which
might otherwise use a congested air-car-
rier served airport.

RESTRICTED AREA: see special-use
airspace.

RNAV: area navigation - airborne
equipment which permits flights over
determined tracks within prescribed
accuracy tolerances without the need to
overfly ground-based navigation facili-
ties.  Used enroute and for approaches
to an airport.

RUNWAY: a defined rectangular area
on an airport prepared for aircraft land-
ing and takeoff.  Runways are normally
numbered in relation to their magnetic
direction, rounded off to the nearest 10
degrees.  For example, a runway with a
magnetic heading of 180 would be des-
ignated Runway 18.  The runway
heading on the opposite end of the run-
way is 180 degrees from that runway
end.  For example, the opposite runway
heading for Runway 18 would be Run-
way 36 (magnetic heading of 360).
Aircraft can takeoff or land from either
end of a runway, depending upon wind
direction.
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RUNWAY BLAST PAD: a surface adja-
cent to the ends of runways provided to
reduce the erosive effect of jet blast and
propeller wash.

RUNWAY END IDENTIFIER LIGHTS
(REIL): Two synchronized flashing
lights, one on each side of the runway
threshold, which provide rapid and pos-
itive identification of the approach end
of a particular runway.

RUNWAY GRADIENT: the average
slope, measured in percent, between the
two ends of a runway.

RUNWAY PROTECTION ZONE
(RPZ): An area off the runway end to
enhance the protection of people and
property on the ground.  The RPZ is
trapezoidal in shape.  Its dimensions are
determined by the aircraft approach
speed and runway approach type and
minima.

RUNWAY SAFETY AREA (RSA): a
defined surface surrounding the run-
way prepared or suitable for reducing
the risk of damage to airplanes in the
event of an undershoot, overshoot, or
excursion from the runway.

RUNWAY VISUAL RANGE (RVR): an
instrumentally derived value, in feet,
representing the horizontal distance a
pilot can see down the runway from the
runway end.

RUNWAY VISIBILITY ZONE (RVZ):
an area on the airport to be kept clear of
permanent objects so that there is an
unobstructed line-of-site from any point
five feet above the runway centerline to 

any point five feet above an intersecting 
runway centerline.

SEGMENTED CIRCLE: a system of
visual indicators designed to provide
traffic pattern information at airports
without operating control towers.

SHOULDER: an area adjacent to the
edge of paved runways, taxiways or
aprons providing a transition between
the pavement and the adjacent surface;
support for aircraft running off the
pavement; enhanced drainage; and blast
protection.  The shoulder does not nec-
essarily need to be paved.

SLANT-RANGE DISTANCE: The
straight line distance between an air-
craft and a point on the ground.

SPECIAL-USE AIRSPACE: airspace of
defined dimensions identified by a sur-
face area wherein activities must be
confined because of their nature and/or
wherein limitations may be imposed
upon aircraft operations that are not a
part of those activities. Special-use air-
space classifications include:

• ALERT AREA: airspace which may 
contain a high volume of pilot 
training activities or an unusual type 
of aerial activity, neither of which is 
hazardous to aircraft. 

• CONTROLLED FIRING AREA: air-
space wherein activities are 
conducted under conditions so 
controlled as to eliminate hazards to 
nonparticipating aircraft and to 
ensure the safety of persons or 
property on the ground.

Airport Consultants�
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• MILITARY OPERATIONS AREA 
(MOA): designated airspace with 
defined vertical and lateral dimen-
sions established outside Class A 
airspace to separate/segregate certain
military activities from instrument 
flight rule (IFR) traffic and to identify 
for visual flight rule (VFR) traffic 
where these activities are conducted.

• PROHIBITED AREA: designated air-
space within which the flight of 
aircraft is prohibited.

• RESTRICTED AREA: airspace desig-
nated under Federal Aviation 
Regulation (FAR) 73, within which 
the flight of aircraft, while not wholly
prohibited, is subject to restriction.    
Most restricted areas are designated 
joint use.  When not in use by the 
using agency, IFR/VFR operations 
can be authorized by the controlling 
air traffic control facility.

• WARNING AREA: airspace which 
may contain hazards to nonpartici-
pating aircraft.

STANDARD INSTRUMENT DEPAR-
TURE (SID): a pre-planned IFR
departure procedure.

STANDARD TERMINAL ARRIVAL
(STAR): a pre-planned IFR arrival pro-
cedure.

STOP-AND-GO: a procedure wherein
an aircraft will land, make a complete
stop on the runway, and then commence
a takeoff from that point.  A stop-and-go
is recorded as two operations: one 
operation for the landing and one oper-
ation for the takeoff.

STRAIGHT-IN LANDING/APPROACH:
a landing made on a runway aligned
within 30 degrees of the final approach
course following completion of an
instrument approach.

TACTICAL AIR NAVIGATION
(TACAN): An ultra-high frequency elec-
tronic air navigation system which
provides suitably-equipped aircraft a
continuous indication of bearing and
distance to the TACAN station.

TAKEOFF RUNWAY AVAILABLE
(TORA): see declared distances.

TAKEOFF DISTANCE AVAILABLE
(TODA): see declared distances.

TAXILANE: the portion of the aircraft
parking area used for access between
taxiways and aircraft parking positions.

TAXIWAY: a defined path established
for the taxiing of aircraft from one part
of an airport to another.

TAXIWAY SAFETY AREA (TSA): a
defined surface alongside the taxiway
prepared or suitable for reducing the
risk of damage to an airplane uninten-
tionally departing the taxiway.

TETRAHEDRON: a device used as a
landing direction indicator.  The small
end of the tetrahedron points in the
direction of landing.

THRESHOLD: the beginning of that
portion of the runway available for
landing.  In some instances the landing
threshold may be displaced.
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TOUCH-AND-GO: an operation by an
aircraft that lands and departs on a run-
way without stopping or exiting the
runway.  A touch-and-go is recorded as
two operations: one operation for the
landing and one operation for the take-
off.

TOUCHDOWN ZONE LIGHTING
(TDZ): Two rows of transverse light
bars located symmetrically about the
runway centerline normally at 100-foot
intervals. The basic system extends
3,000 feet along the runway.

TRAFFIC PATTERN: The traffic flow
that is prescribed for aircraft landing at
or taking off from an airport. The com-
ponents of a typical traffic pattern are
the upwind leg, crosswind leg, down-
wind leg, base leg, and final approach.

UNICOM: A nongovernment commu-
nication facility which may provide

airport information at certain airports.
Locations and frequencies of UNI-
COM’s are shown on aeronautical
charts and publications.

UPWIND LEG: A flight path parallel to
the landing runway in the direction of
landing. See “traffic pattern.”
VECTOR: A heading issued to an air-
craft to provide navigational guidance
by radar.

VERY HIGH FREQUENCY/
O M N I D I R E C T I O N A L
RANGE STATION
(VOR): A ground-
based electronic
navigation aid trans-
mitting very high
frequency navi-
gation signals, 360
degrees in azimuth, orient-
ed from magnetic north. Used as the
basis for navigation in the national air-
space system. The VOR periodically
identifies itself by Morse Code and may
have an additional voice identification
feature.

VERY HIGH FREQUENCY 
OMNIDIRECTIONAL RANGE STA-
TION/TACTICAL AIR NAVIGATION
(VORTAC): A navigation aid providing
VOR azimuth, TACAN azimuth, and
TACAN distance-measuring equipment
(DME) at one site.

VICTOR AIRWAY: A control area or
portion thereof established in the form
of a corridor, the centerline of which is
defined by radio navigational aids.

VISUAL APPROACH: An approach
wherein an aircraft on an IFR flight
plan, operating in VFR conditions under
the control of an air traffic control facili-
ty and having an air traffic control
authorization, may proceed to the air-
port of destination in VFR conditions.

VISUAL APPROACH SLOPE INDI-
CATOR (VASI): An airport lighting
facility providing vertical visual
approach slope guidance to aircraft dur-
ing approach to landing by
radiating a directional pattern of
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high intensity red and white focused
light beams which indicate to the pilot
that he is on path if he sees red/white,
above path if white/white, and below
path if red/red. Some airports serving
large aircraft have three-bar VASI’s
which provide two visual guide paths
to the same runway.

VISUAL FLIGHT RULES (VFR): Rules
that govern the procedures for conduct-
ing flight under visual conditions. The
term VFR is also used in the United
States to indicate weather conditions
that are equal to or greater than mini-
mum VFR requirements. In addition, it
is used by pilots and controllers to indi-
cate type of flight plan.

VOR: See “Very High Frequency Omni-
directional Range Station.”

VORTAC: See “Very High Frequency
Omnidirectional Range Station/Tactical
Air Navigation.”

WARNING AREA: see special-use air-
space.
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AC: advisory circular

ADF: automatic direction finder

ADG: airplane design group

AFSS: automated flight service 
station

AGL: above ground level

AIA: annual instrument 
approach

AIP: Airport Improvement 
Program

AIR-21: Wendell H. Ford 
Aviation Investment and 
Reform Act for the 21st 
Century

ALS: approach lighting system

ALSF-1: standard 2,400-foot high 
intensity approach light-
ing system with 
sequenced flashers (CAT I 
configuration)

ALSF-2: standard 2,400-foot high 
intensity approach light
ing system with 
sequenced flashers (CAT II
configuration)

APV: instrument approach 
procedure with vertical 
guidance

ARC: airport reference code

ARFF: aircraft rescue and fire-
fighting

ARP: airport reference point

ARTCC: air route traffic control 
center

ASDA: accelerate-stop distance 
available

ASR: airport surveillance radar

ASOS: automated surface obser-
vation station

ATCT: airport traffic control 
tower

ATIS: automated terminal infor-
mation service

AVGAS: aviation gasoline - 
typically 100 low lead 
(100LL)

AWOS: automated weather obser-
vation station

BRL: building restriction line

CFR: Code of Federal Regula-
tions

CIP: capital improvement pro-
gram

DME: distance measuring equip-
ment

DNL: day-night noise level

DWL: runway weight bearing 
capacity for air
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craft with dual-wheel type
landing gear

DTWL: runway weight bearing 
capacity for aircraft with 
dual-tandem type landing 
gear

FAA: Federal Aviation Adminis-
tration

FAR: Federal Aviation Regula-
tion

FBO: fixed base operator

FY: fiscal year

GPS: global positioning system

GS: glide slope

HIRL: high intensity runway 
edge lighting

IFR: instrument flight rules 
(FAR Part 91)

ILS: instrument landing system

IM: inner marker

LDA: localizer type directional 
aid

LDA: landing distance available

LIRL: low intensity runway edge
lighting

LMM: compass locator at middle 
marker

LOC: ILS localizer

LOM: compass locator at ILS 
outer marker

LORAN: long range navigation

MALS: medium intensity 
approach lighting system

MALSR: medium intensity 
approach lighting system 
with sequenced flashers

MALSR: medium intensity 
approach lighting system 
with runway alignment 
indicator lights

MIRL: medium intensity runway 
edge lighting

MITL: medium intensity taxiway 
edge lighting

MLS: microwave landing sys-
tem

MM: middle marker

MOA: military operations area

MSL: mean sea level

NAVAID: navigational aid

NDB: nondirectional radio bea-
con

NM: nautical mile (6,076 .1 feet)

NPIAS: National Plan of Integrat-
ed Airport Systems

NPRM: notice of proposed rule-
making
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ODALS: omnidirectional approach 
lighting system

OFA: object free area

OFZ: obstacle free zone

OM: outer marker

PAC: planning advisory com-
mittee

PAPI: precision approach path 
indicator

PFC: porous friction course

PFC: passenger facility charge

PCL: pilot-controlled lighting

PIW: public information work-
shop

PLASI: pulsating visual approach 
slope indicator

POFA: precision object free area

PVASI: pulsating/steady visual 
approach slope indicator

RCO: remote communications 
outlet

REIL: runway end identifier 
lighting

RNAV: area navigation

RPZ: runway protection zone

RTR: remote transmitter/
receiver

RVR: runway visibility range

RVZ: runway visibility zone

SALS: short approach lighting 
system

SASP: state aviation system plan

SEL: sound exposure level

SID: standard instrument 
departure

SM: statute mile (5,280 feet)

SRE: snow removal equipment

SSALF: simplified short approach 
lighting system with 
sequenced flashers

SSALR: simplified short approach 
lighting system with run-
way alignment indicator 
lights

STAR: standard terminal arrival 
route

SWL: runway weight bearing 
capacity for aircraft with 
single-wheel type landing 
gear

STWL: runway weight bearing 
capacity for aircraft with 
single-wheel tandem type 
landing gear

TAF: Federal Aviation Adminis-
tration (FAA) Terminal 
Area Forecast
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TACAN: tactical air navigational 
aid

TORA: takeoff runway available

TODA: takeoff distance available

TRACON: terminal radar approach 
control

VASI: visual approach slope 
indicator

VFR: visual flight rules (FAR 
Part 91)

VHF: very high frequency

VOR: very high frequency omni-
directional range

VORTAC: VOR and TACAN collo-
cated
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Appen dix  B
ENVIRON MEN TAL EVALUATION Bi sh op  Ai r p or t

Analysis of the poten t ia l environmenta l impacts  of proposed  a irpor t  development
project s is an  impor tan t  component  of the Airpor t  Mast er  P lan  pr ocess .  The pr imary
pur pose of th is  sect ion  is  to eva lua te the proposed  development  program for  the Bishop
Airport  in  order  to det ermine wh ether  pr oposed developm en t  act ions could in dividu a lly
or  collect ively a ffect  the qua lity of t he environment .

A major  componen t  of th is eva lua t ion  is coordina t ion  with  appr opr iat e federa l, st a te,
and loca l agencies to ident ify poten t ia l environm en t a l concerns t ha t  should be
considered pr ior t o th e design  and const ru ct ion of new facilities at  the a irport .  Agency
coordina t ion  consist ed of a  let ter  reques t ing comments  and/or  in format ion  regard ing
the proposed a irport  development .  Issues of concern  tha t  were iden t ified as pa r t  of th is
process a re presented in  the following d iscussion .  The let ters received from va r ious
agen cies a re in cluded a t  the en d of th is Appen dix.

Any major  improvemen ts planned for  Bishop Airport  will requ ire complia nce wit h  the
N ational Environm en tal Policy Act (N EPA) of 1969, a s amended.  F or  projects not
“ca tegorically excluded” under  FAA Order 5050.4A, Airport Environm ental Handbook ,
compliance with  NE PA is genera lly sa t isfied by the pr epa ra t ion  of an  Environmen ta l
Assessment  (EA).  In in st ances where sign ifica nt  environmenta l impacts a re expected,
an  Environmenta l Impa ct  St a tement (EIS) may be r equ ired.  Th is eva lua t ion  is
int ended to supply a  preliminary review of environmenta l issues  associat ed with  the
proposed impr ovemen ts.

Th is mast er  pla n  and a ny major  impr ovemen ts will a lso be subject  to the requ irements
of the California Environm ental Quality Act (CEQA).  Complia nce wit h  the a ct  will
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requ ire the prepara t ion  of either  an  In it ia l Study a nd/or  an  Environmenta l Impact
Report , depending on a nt icipated environm ent al impacts.

P R O P O S ED  D EVELO P MENT

As a r esult of th e Airport  Mast er  P lan  ana lys is , a  number  of a irpor t  improvements
h a ve been  recommen ded for  implemen ta t ion over  the long range planning hor izon .
The recommended m ast er  plan  concept  (Chapter  F ive) illust ra tes the development
proposed during this per iod.  F ollowing is a  list  of the major  projects planned for
complet ion .

AIRSIDE DEVELOP MENT

• Extend Runway 12-30 by 900 feet  to the nor thwes t  and 500 feet  to the
sou theast .

• Cons t ruct  a  new fu ll-length  pa ra llel t axiway on  the south  side of Runway 7-25
and extend t he exist ing fu ll-lengt h  pa ra llel t axiway for  Runway 12-30 to the
en ds of the n ew r unwa y.

• In st a ll a  medium in tensity a pproach  ligh t  system (MALSR) with  runway
a lignment  ligh ts on  Runway 30.  

• In st a ll medium in t ens ity light ing (MITL) on t he t axiway extensions a nd t he
runway extension  (MIRL).

LANDS IDE DEVELOP MENT

• Set  lan d a side for  a  new commercia l passenger  t ermina l on  the northwest  side
of Runway 12-30.

• Const ru ct  a  new genera l aviat ion t erm ina l on t he exist ing ra mp.
• Develop a  ser ies of new T-hanga rs and six n ew execut ive hanga rs on  the

southwestern  edge of Runway 16-34.
• Expand the genera l avia t ion  ramp a rea  by 50,000 square ya rds a long t he south

side of Runway 7-25.
• Develop seven  new bu sin ess  lea se pa rcels a long the new r amp ext ension sou th

of Runway 7-25.
• Reloca te the two exist ing 12,000 gallon  fuel t anks, loca ted east  of the exis t ing

termina l bu ilding, approximately 400 feet  west  on to the new ramp ext ension .
• Cons t ruct  a  long-term parking area  south  of the new gen era l avia t ion  termina l.
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ACQUIS ITION

• Lease land on  each  end of Runway 12-30, to accommoda te both  the runway
ext ensions and por t ions of the runway protect ion  zon e; on  both  ends of Runway
16-34; and on the east  end of Runway 7-25.

OTHER P OTENTIAL DEVELOP MENT

The mast er  pla n  is a lso consider ing the developm en t  of a  new fire st a t ion  and severa l
roadways to accommoda te potent ial fu ture commercial a irport  use.

EN VIRO N MENT AL CO N S EQ U EN CES  - S P ECIFIC IMP ACT S

The following sect ions br iefly exam ine t he a irport  development  act ions a nd their
pot en t ia l t o cause significant  environm ent a l  impact .  Each of the specific impa ct
ca tegories  ou t lined in  FAA Order 5050.4A  a re a ddressed.

NOISE

Air cra ft  sound emissions a re often  the most  not iceable environmenta l effect  an  a irpor t
will produce on  the surrounding com munity.  If the sound is su fficient ly loud or
frequent  in  occurren ce, it  may int erfere with  var ious a ct ivit ies or  otherwise be
considered object ionable.

To determine potent ial noise relat ed impacts tha t  the pr oposed development  could
have on t he environm ent  surr oun ding Bishop Airport , noise exposu re pa t terns were
ana lyzed for  both  exist ing a irpor t  act ivity con ditions and long-term forecast ed
condit ions.

N ois e  Co n to u r D e ve lo pm e n t

The ba sic methodology employed to define a ircra ft  noise levels  involves t he use of a
ma themat ica l model for  a ir cra ft noise pr edicat ion.  With in  the St a te of Ca liforn ia  the
CNEL (Community Noise Equ ivalen t  Level) met r ic is u sed .  The CNEL m et r ic
accumulat es the tota l noise occurr ing du r ing a  24-hour  per iod, wit h  a  10 decibel weight
applied to noise occurr ing between 10:00 p.m. and 7:00 a .m. A 4.77 decibel weight  is
also added for  noise occurr ing between 7:00 p.m . and 10:00 p.m .  The Federa l Avia t ion
Admin ist ra t ion  (FAA) an d oth er federa l agencies such a s Housin g and Urban
Development  (HUD) accept  the CNEL m et r ic for  noise m ea su remen t  with in  the S ta te
of Ca liforn ia .
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Ca liforn ia  law set s the standard for  the acceptable level of a ircra ft  noise for  persons
res id ing nea r  a irpor t s a s 65 CN EL (Californ ia  Code of Regu la t ions, Tit le 21, Cha pter
2.5, Subcha pter 6, Sect ions 5000 et seq.)  Four  types of lan d uses a re defined as
incompa t ible with  noise levels above 65 CNE L:  residences, schools, hospitals and
convalescent  homes, an d places of worsh ip.  These lan d uses a re regarded a s
compa t ible only if they h ave been  insu la ted to assure an  in ter ior  sound level, fr om
a ircra ft  noise, of 45 CNEL.  Th ey a re a lso considered compat ible if an  aviga t ion
easement  for  the proper ty h as been  obta ined by t he a irpor t  opera tor .

Ca liforn ia  noise in su la t ion s tanda rds  apply to new h otels, m otels, a pa r tmen t  bu ildin gs
and other  dwellings, not including det ached single family h omes.  Th e st a ndards
require tha t  “in ter ior  noise levels a t t r ibu table to outdoor  sources sha ll not  exceed 45
decibels (based  on  the DNL or  CNEL metr ic) in  any h abitable room.”  (Ca liforn ia  Code
of Regu la t ions, Tit le 24, P a r t  2, Appen dix Ch apt er  35.)

Noise  Co n to u r Li n e s

Since noise decreases a t  a  cons tan t  ra te in  a ll d irect ions  from a  source, poin ts  of equal
CNEL noise levels a re rout inely indica ted by m eans of a  contour  line.  The va r ious
contour  lines a re then  super imposed on  a  map of t he a irport  and it s en virons.  I t  is
impor tan t  to r ecognize tha t  a  line dr awn  on  a  map does n ot  imply t ha t  a  pa r t icu la r
noise condit ion  exist s on  one side of the line and not  on  the other  as  CNEL ca lcu la t ions
do not pr ecisely define n oise impa cts.  Nevert heless, CNE L contours can  be used t o: (1)
h igh ligh t  exist ing or  potent ial incompa t ibilities between an  a irpor t  and  any
surrounding development ; (2) assess rela t ive exposure levels ; (3) assis t  in  the
pr epa ra t ion  of a irpor t  environs  land  use p lans ; and (4) provide gu ida nce in  the
development  of land  use cont rol devices, such a s zoning ordina nces, subdivision
regulat ions, an d building codes.

The noise contours for  Bishop Airport  have been developed from t he In tegra ted Noise
Model (INM), Version  6.0b.  The INM was developed by the Transport a t ion  Systems
Cent er  of the U.S. Depart men t of Tra nsport at ion a t Ca mbr idge, Massa chu sett s, and
has been  specified by t he FAA as the computer  model acceptable for  public use
airports.

The IN M is a  model wh ich  accoun ts for  ea ch  a ircra ft  a long flight  t racks dur ing an
average 24-hour  per iod.  Th ese flight  t racks a re coupled with  sepa ra te tables conta ined
in  the da tabase of the INM which  relat e to noise, dist ances, a nd en gine th rust  for  each
make and m odel of a ircra ft  type selected.

Data  inpu t  files for  the noise ana lysis a ssumed implemen ta t ion  of the recommended
development  of the a irport  a s ident ified on  the recommended m ast er  plan  concept .  The
inpu t  files con ta in  opera t iona l da t a , runway u t iliza t ion , a ir cra ft  fligh t  t racks, a nd fleet
mix a s projected in  th is plan .  F or   deta iled informat ion  on  the avia t ion  forecast s for
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Bishop Air por t  refer t o Chapt er  Two, Avia t ion  Dem and F orecas t s.  Ot her  inpu ts in to
the program include the runwa y use percen tages and percen tage of da y and n igh t
opera t ions .  Bas ic assumpt ions  used  as input  to the INM are presented  in  Table  A.

The ru nwa y use percent ages determined th a t  the pr ima ry ru nway, Runway 12-30, was
ut ilized by th e major ity of a ll aircra ft .  The pr ima ry use of Runway 12-30 is expected
to cont inue through the p lanning per iod .  I t  was  assumed tha t  80 percent  of the loca l
t r a ffic u t ilize Ru nwa y 12-30, 19 per cent  u t ilize Runwa y 16-34, a nd one percen t  u t ilizes
Runway 7-25.

T AB L E  A

N o i s e  C o n t o u r  I n p u t  D a t a

B i s h o p  A i r p o r t

R u n w a y  U se  P e r ce n t a g e s

T y p e  o f O p e ra t io n 7 2 5 1 2  3 0  1 6  3 4  

S in gle/M u lt i-en gin e 0 .4% 0.6% 48.0% 32.0% 9.5% 9.5%

H elicop t er  0 .4% 0.6% 48.0% 32.0% 9.5% 9.5%

Tu rb opr op,  Bu siness  J e t 0 .4% 0.6% 48.0% 32.0% 9.5% 9.5%

D a y  a n d  N i g h t  Op e r a ti o n  P e r c e n t a g e

O p e ra t io n  T y p e D a y E v e n in g N i g h t

I t in er a n t 85 .00% 10.00% 5.00%

Loca l 85 .00% 10.00% 5.00%

Noise  Ana lysis  Resu lts

Outpu t da ta  selected for calculat ion by the INM were a nnua l average noise contours
in  CNEL.  As  sta ted  above, the 65 CNEL contour  is  the threshold of sign ifica nt  impact
recognized by va r ious feder a l a gen cies.  Inyo Coun ty and the Sta t e of Ca liforn ia  a lso
recognize th e 65 CNEL a s th e th reshold of significan t impa ct.  The 60 CNE L noise
contour  is provided to iden t ify margina l effect s from noise.  No mitiga t ion  is requ ired
by the FAA with in t he 60 to 65 CNEL contour  band , in  accordance with  NEPA
guidelines.

• EXISTING N OISE  CONDITION

Exh ibit A illust ra tes t he 2000 n oise exposu re a t  Bishop Airpor t .  The 70 and 75 CNEL
noise contours remain  ent irely with in  a irpor t  leased proper ty.  The major ity of the 65
CNEL noise cont our  rem ains on  leased a irpor t  proper ty with  the except ion  of a  sma ll
port ion  on  the southeast  end of Runway 30.  This a rea  is undeveloped a nd considered
a  compa t ible u se with  the a irport .  The 60 CNEL, wh ich  is sh own  to iden t ify ar eas of
margina l impa ct , is most ly conta ined with in  leased a irpor t  pr oper ty other  than  sm all
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areas off the ends of Runways 30, 34, and 12.  Table  B  p resents  the number  of acres
a ffected by exist ing n oise with in  each contour .

• FUTU RE NOISE  CONDITION

Exh ibit B  depict s t he fu ture noise contours expected to occur  in t he fu ture a fter
implementa t ion  of the proposed runway and t axiway improvemen ts.  The increa se in
the size of the con tour  lines is direct ly correlat ed to both  the increa se in t he number
and types of a ir cra ft  forecast ed t o use the a irport  once impr ovemen ts have been
completed.  The acres of lan d a ffected by each of the contours is  presented  in  Table  B .
As expected, the n umber  of acres a ffected by ea ch  cont our  is gr ea ter  than  wha t
cur ren t ly exist s a t  the a irpor t .

The 70 a nd 75 CNEL noise contours r emain  en t irely on a irport  pr oper ty (pendin g the
acquisit ion  of addit iona l lea sed proper ty from t he Los Angeles  Depar tmen t  of Water
and Power [LADWP].)  The m ajorit y of the 65 DNL cont our  a lso rem ains on a irport
proper ty once addit iona l lea se space h as been  acqu ired from t he LADWP.  The por t ions
of the 65 DNL contour  tha t  do not  lie with in  a irpor t  proper ty a re found on  the ends of
Runway 12-30.  These a reas a re current ly mined for  aggrega te or  main ta ined as open
spa ce.

The 60 CNEL noise contour  ext en ds  off airpor t  pr oper ty on a ll r unwa ys.  The lan d uses
a ffected by th is con tour  a re open  space, min ing opera t ions, and na tu ra l a r eas - none
of which a re considered sensitive ar eas.

T AB L E  B

C o n t o u r  Ar e a  ( m e a s u r e d  i n  a c r e s )

B i s h o p  A i r p o r t

6 0 C N E L 6 5 C N E L 7 0 C N E L 7 5 C N E L

E xi s t in g C on d it ion 25 4.5 99 .0 33 .0 12 .6

F u t u r e C on d it ion 41 6.7 22 3.2 99 .7 34 .5

COMP ATIB LE LAND USE

Feder a l Avia t ion Regu la t ions (F.A.R.) Pa r t  150 recommends guidelin es for  land u se
compa t ibility with in various levels of a ircra ft  noise exposur e as su mmarized on
Exh ibit B .  As th e na me indicat es, these a re guidelines only; F .A.R. Par t  150 explicitly
st a tes th at  determ ina tions of noise compa t ibility and r egu la t ion  of land u se a re pu rely
loca l responsibilities.
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Exhibit A
EXISTING AIRPORT NOISE EXPOSURE
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Exhibit B
ULTIMATE AIRPORT NOISE EXPOSURE
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Resu lt s of the noise modeling effor t s indica te tha t  the 60 and 65 CNEL noise contours
are expected t o exten d beyond a irport  pr oper ty; however , no residen ces or sen sit ive
land uses exist wit h in t h is contour .  The Land Use Elem ent of the Inyo Coun ty General
Plan  ind ica tes  tha t  fu ture use of the land surroundin g the a irport  would remain  in  a
compa t ible undeveloped st a te.

The Airport Com prehensive Land  Use Plan  was adopted by t he Inyo County Airpor t
Land Use Commission , in  December  1991.  Th is m ast er  pla n  is consisten t  with  the
policies conta ined with in  th is compr ehensive plan .  Th is mas ter  plan  is  a lso cons is ten t
with  the policies conta ined wit h in t he var ious elemen ts of the Inyo Coun ty General
Plan .

SOCIAL IMP ACTS

Socia l impacts  known to resu lt  from a irpor t  improvement  project s a re often  associat ed
with  the reloca t ion  of residences or  businesses, or  other  comm un ity disru ptions.
Development  of the proposed improvemen ts is not  expected to resu lt  in  the r eloca t ion
or  r emova l of any residence or busin ess .  The exist ing mining oper a t ion  border ing
a irpor t  proper ty will not be a ffected by a irport  development  and is expected to
termina te within  th e next few year s.

The proposed development  and associat ed land a cquisition a re n ot  ant icipat ed to divide
or  disrupt  an  est ablished community, int erfere with  order ly p lanned development , or
crea te a  shor t -term, appreciable change in  employment .  The land proposed for lease
acquisit ion , as  par t  of the a irpor t  developmen t  pr ogra m, is undeveloped a nd is loca ted
a t  the ends of Runways 12, 16, 30, 34 an d 25.

A comprehensive land use plan  has been  adop ted  for  Bish op Airpor t .  The pr oject  is
consisten t  with  the policies out lined in  tha t  pla n .

INDUCED  SOCIOECON OMIC IMP ACTS

In duced socioeconomic impacts  address those secondary impa cts  to surrounding
communit ies resu lt ing from the proposed  development , including shifts in pa tt ern s of
popula t ion  movement  an d growth , public service dema nds, an d cha nges in bu siness
and economic act ivity to th e exten t  influenced by the a irpor t  developm en t .  Accordin g
to FAA Order 5050.4A , “In duced impacts will normally not  be sign ifica nt  except  where
there a re a lso significan t  impacts in  other  ca tegor ies, especia lly n oise, land use or
direct  socia l im pa cts.”

Sign ifica nt  sh ift s in  pa t terns of popu la t ion m ovemen t  or  growth , or  increa sed  pu blic
ser vice demands a re not  an t icipa ted a s a  resu lt  of the pr oposed developm en t .  It  is
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expected, however, th a t  the pr oposed new a irport  developm en t  would poten t ia lly
induce posit ive socioeconomic impa cts for the community over  a  per iod of years.  The
a irpor t , with  expan ded facilities an d services, would be expected to a t t ract  addit iona l
user s.  It  is expected to encourage t our ism, indu st ry, and t rade to enhance the fu ture
growth  and expansion of the community’s economic ba se.  F uture socioeconomic
impact s resu lting from the pr oposed development  would be expected  to be pr imar ily
posit ive in n a ture.

AIR QU ALITY

The U.S. Environmen ta l Protect ion Agency (EP A) ha s adopted air qu a lity sta nda rds
tha t  specify the maximum permissible shor t -term and long-t erm concent ra t ions of
va r ious a ir  contaminants.  Th e Na t ion a l Ambient  Air Qu a lity St anda rds (NAAQS)
cons is t  of primary and  secondary st anda rds for  six cr iter ia pollut an ts wh ich  include:
Ozon e (O3), Carbon Monoxide (CO), Su lfur  Dioxide (SOx), N it rogen  Oxide (NOx),
Par t icu la te mat ter  (PM10), a nd Lead (Pb).

Pr imary a ir  qua lity st anda rds a re establish ed a t  levels to pr otect t he pu blic hea lth
from ha rm  with  an a dequa te ma rgin of sa fety.  Seconda ry a ir  qua lity s tandards a re
est ablished to protect  crops, vegeta t ion, wildlife, visibilit y and climate, as well as the
effects of a ir  pollu t ion  on  ma ter ia ls, economic valu es, an d per sona l comfor t  and well
bein g.  Seconda ry st anda rds a re set  a t  levels n ecessa ry to pr otect t he pu blic hea lth  and
welfare from any known or  an t icipa ted adverse a ffect s of a  pollu tan t . Air  con taminan ts
increa se the aggrava t ion  and the product ion  of respira tory a nd cardiopulmonary
diseases.

S ection  176(c) of the Clean  Air Act Am endm ents of 1977 s ta tes ,  in  par t , tha t  no federa l
agency sha ll approve any a ct ivity t ha t  does not  conform to a  Sta te Implementa t ion
Plan  a fter  one has been appr oved.  Current ly a St a te Implemen ta t ion  P lan  has been
a pproved by th e Environmenta l Pr otect ion  Agency for  the St a te of Californ ia. The
a irpor t  is loca ted in  a  region  tha t  has been  assign ed a  sta te non-a t t a inmen t
design a t ion  for  PM10, which  means tha t  the a rea  does not  meet  t he st a te a ir  qua lity
standa rds  for  pa r t icu la te mat ter .  In 1998 the Gr ea t  Ba sin  Unified Air  Pollu t ion
Cont rol Dist r ict  prepa red and a dopted a  St a te Implementa t ion  P lan  to reduce
unhea lth fu l levels of PM10 with in  the study a rea .

Un der  NEPA, an  a ir  qua lity ana lysis will not  be required for  project  implementa t ion .
Accordin g to FAA Order 5050.4A, Airport Environm ental Handbook  and  FAA-AAE-97-
03 Air Qu ality Procedures for Civilian and  Military Airports, a ir  qua lity ana lysis is
only required if the st a te’s indirect sour ce review requ iremen ts a re exceeded or , in
instances where ISR t hresholds have not been  est ablished, or  a irport  opera t ion s a re
forecast ed to exceed 180,000 an nu al opera tions a nd 1.3 million a nn ua l enplan ement s.
Forecast ed long-term opera t ions a re expected to be 47,200 an d a nnua l enpla nement
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poten t ia l is expected to be 17,610 passengers.  While not  required under  NE PA, it mu st
be noted t ha t  an  a ir  qua lity ana lysis m ay be r equ ired t o fu lfill the r equ iremen t s of
CEQA for  the St a te of Ca liforn ia .

A permit m ay be requ ired from the Grea t  Basin  Unified Air  Pollu t ion  Cont rol Dist r ict
prior  to proposed  cons t ruct ion .

WATER QUALITY

Water  qua lity concerns a ssociat ed with  a irport  expa nsion most  often  rela te t o domest ic
sewa ge disposa l, increased surface runoff and soil erosion , an d the storage an d
handling of fuel, pet roleum , an d solvent s, etc.  Const ruct ion  of the proposed
improvemen ts will resu lt  in  an  increa se in  imper mea ble surfaces a nd a  resu lt ing
increa se in  su rface runoff from both  landside and a ir side facilit ies.  Dur ing the
cons t ruct ion  ph a se, t he proposed development  may r esu lt  in  shor t -term impacts on
water  qua lity, par ticula rly suspended sedimen ts, during and shor t ly a fter  pr ecipita t ion
event s.  Recommenda t ions es tablish ed in  FAA Advisory Circular 150/ 5370-10,
S tandards for S pecifying Construction of Airports, Item  P-156, Tem porary Air and
Water Pollu tion , S oil Erosion  and  S iltation  Control should be incorpora ted in  project
design  specificat ions to mit iga te poten t ia l impacts.  These standards inclu de temporary
measu res to cont rol wa ter  pollu t ion , soil erosion , a nd silt a t ion through  the use of fiber
mats, gravel, mu lches, slope dra ins , an d other  erosion  cont rol mea su res.

Spills, leak s, and other  releases  of hazardous  subs tances  in to the loca l environment  a re
often  a  concern  a t  a irpor t s due to fuel storage, fu eling a ct ivit ies, a nd main tenance of
a ircr a ft .  Stormwater  flowing over impermeable sur faces may pick u p pet roleum
product  residues and, if not  cont rolled, t ransport  them off-si t e.  The most  cr it ica l
concern  would be spills or  leaks of substances tha t  could filt er  th rough  the soils  and
contamina te groun dwat er r esour ces.  Federa l an d sta te laws and regula t ions have been
est a blished to sa fegua rd t hese facilities an d act ivities.  These regula t ions include
standa rds  for  undergroun d st orage tank construct ion  mater ials, the inst a llat ion  of leak
or  spill detect ion  devices, an d regula t ions for  st orm water  discharge.

In  accordance with  Sect ion 402(p) of the Clean Water Act, a s added by Sect ion  405 of
the Water Quality Act of 1987, a  N ational Pollu tion  Discharge E lim ination  S ystem
(NP DES) Genera l Permit  is required from the Environmenta l Protect ion Agency.
NPDES requ iremen ts a pply to indu st r ia l fa cilit ies, in cludin g a irport s, a nd a ll
const ru ct ion pr oject s tha t  distu rb one or m ore a cres of lan d.

With  rega rd t o const ruct ion  act ivit ies, the Bishop Airpor t  and a ll applicable cont ractors
will need to comply with  the requirem ents a nd pr ocedures of the NP DES Genera l
Permit , including th e prepa ra t ion  of a  N otice of Intent  and a  S torm water Pollu tion
Prevent ion Plan , pr ior  to the in it ia t ion  of pr oject  const ruct ion  act ivit ies.
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The cons t ruct ion  program, as  well as  specific character is t ics  of project  des ign , should
incorpora te best  managemen t  pract ices (BMPs) to reduce erosion, min imize
sedimenta t ion , cont rol non-stormwater  discharges, a nd protect t he qu a lity of su r face
water  fea tu res poten t ia lly a ffected .  BMPs are defined  as nons t ructura l and st ructu ra l
pract ices tha t  pr ovide t he most  efficien t  and pract ica l mans of redu cing or  pr even t ing
pollu t ion  of storm wat er.  The selection of th e practices at  Bishop Airport  should be
based on  the sit e’s character ist ics and focus on  those ca tegor ies of erosion  factors
with in  the cont ractor ’s  cont rol including: (1) const ruct ion  schedu ling, (2) limit ing
exposed a reas, (3) runoff velocit y r educt ion , (4) sediment  t rapping, and (5) good
housekeeping pr act ices.  Inspections of the const ruct ion  sit e a nd a ssocia ted r eport ing
may be requ ired.

Impact s t o wa ter  qua lit y a re an t icipa ted to be less t han  sign ificant  a s long as t he
proper  permits ar e obta ined an d best m ana gemen t  pr act ices a re incorpora ted in to
const ruct ion  progra ms.  Refer  to the Waters of the Un ited S tates Includ ing Wetland s
section of th is evalua tion for poten tia l perm it requirem ent s.

DEP ARTMENT OF  TRANSP ORTATION ACT, S ECTION 4(f) LANDS

Paragra ph  47e of FAA Order 5050.4A  pr ovides t he following.

(7)(a) “S ect ion  4(f) prov ides that  the S ecretary shall not approve any program  or
project which  requ ires the use of any pu blicly-owned land  from  a pu blic park ,
recreation area, or wildlife and  waterfowl refuge of national, state or local
sign ificance, or any land  from  a h istoric site of national, state or local
sign ificance as determ ined  by th e officials having jurisdiction th ereof un less there
is no feasible and  prud ent  alternative to the use of such lan d  and  such program
in cludes all possible plan nin g to m in im ize harm .”

7(b) “...W hen there is no physical tak ing but there is th e possibility of use of or
adverse im pacts to S ection 4(f) land , the FAA m ust determ ine if the activity
associated  with  the proposal conflicts with  or is com patible with th e norm al
activity associated w ith  th is land .  The proposed  action is com pat ible if it would
not affect th e norm al activity or aesthetic valu e of a public park, recreation area,
refuge, or h istoric site.  When so construed , the action w ould  not constitu te use
an d would  not, therefore, invoke S ection 4(f) of the DOT  Act.”

A review of Sect ion  4(f) lan ds wa s conducted and it  was determined t ha t  no direct or
indirect  impacts to any Sect ion  4(f) lan ds a re an t icipa t ed a s a  resu lt of project
implementa t ion .  No Sect ion  4(f) lan ds will be acquired for  project  implementa t ion  and
no Sect ion  4(f) la nds a re encompassed by t he 65 CNEL noise contour .
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HISTORICAL, AR CHITECTU RAL, ARCHAEOLOGICAL
AND CULTURAL RESOURCES

The Ca liforn ia  Hist or ica l Resources Informat ion  System (CHRIS) East ern  In format ion
Cent er  in  River side, Ca liforn ia  and the Na t ive American  Her itage Commission  were
contacted  regard ing the potent ial pr esence of cu ltu ra l resour ces with in t he proposed
development  a rea .  Copies of the response let ters received from these agencies ar e
en closed a t  the en d of th is Appen dix.

In  their  response let ter , CHRIS indica ted tha t  n ine a rchaeologica l sit es and one
h istor ica l pr oper ty  have been  recorded dur ing pa st  a rchaeologica l su rveys on  a irpor t
pr oper ty.  Two archaeologica l sites have also been  recorded with in  a  one-quar ter  mile
rad ius of the project  a rea .  In  addit ion , lit era ture reviews indica ted tha t  por t ions of the
project  fa ll with in  a  Na t iona l Register  Dist r ict .  An  a rchaeologica l survey of proposed
development , in  a reas not  previously sur veyed, was recommended in  order  to iden t ify
any potent ial cu ltu ra l rem ains .  It is likely th a t  an  a rchaeologica l survey would be
required pr ior  to the issuance of a  ca tegor ica l exclusion .

The Nat ive Amer ican  Her it a ge Commiss ion r esponse let ter  indicated tha t  they h ad
completed  a  record  sea rch of the sacred la nds  file.  Th is  sea rch  resu lted in  a  “fa ilure
to indica te the presence of Na t ive American  cultura l resources in  the immedia te project
a rea .”  However , it  wa s r ecommended tha t  other  sources of cu ltur a l resources
in format ion  be contacted  for  in forma t ion  on poten tia l known a nd r ecorded sites.
Conversa t ion  with  the Bureau  of Indian  Affa irs determined tha t  the Bishop
Reserva t ion  would be the m ost  likely sou rce of fur ther  in format ion.  A follow-up lett er
to the Bishop Reser va t ion wa s sen t , bu t  a t  the t ime of pr in t ing th is m ast er  pla n  a
response h ad not been r eceived.

Should a rcha eologica l resources be encountered dur ing a ny preconst ruct ion  or
const ruct ion  act ivit ies, work sh a ll immedia tely cease in  the a rea  of discovery and t he
Sta te Hist oric Preserva t ion Officer  be n otified im media tely pursuant to 36 CFR 800.11.
A s ta tement  to th is a ffect  should be inclu ded in  any con t ractua l agr eement  for  a irpor t
cons t ruct ion .

BIOTIC COMMUNITIES AND THREATENED AND
ENDANGERED SP ECIES OF FLORA AND FAUNA

As par t  of th is  eva lua t ion , the U.S. F ish a nd Wildlife Service (FWS) and t he Ca liforn ia
Depar tment  of F ish  and Game were con tacted to request  in format ion  r egardin g
poten t ia l impacts to biot ic resources, t h rea tened or  endangered species, or  species of
special concern .  An  inquiry let t er , project  loca t ion  map, an d pr oposed layout  dia gram
were sen t  to the agencies on  J une 18, 2001.  As of the da te of pr int ing of th is document ,
responses had not  been  received from the agencies.  Inquiry t elephone conversa t ions
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with  the biologists a ssigned t o the project  revealed t ha t  an  excessive workload was
precluding their  t imely response t o the scopin g let ter .  The following pa ragraph s will
su mmarize the r esu lt s of in ternet  resea rch  condu cted by the consu ltan t .

F e d era lly -Li st e d S p e ci es

A number  of federa lly-list ed threa ten ed or enda ngered species occur  wit h in  In yo
County.  While it  is u n likely tha t  any of these species occur  with in  the pr oject  sit e a s
most  of the site h as been  pr eviously dist urbed, fur ther  consu lta t ion  with  the FWS will
need to occur  in  order  to comply wit h  Sect ion 7 consu lt a t ion requirem en ts.  A Biologica l
Assessment  would be necessa ry t o elimina te the presence of any of t he listed species.
Sect ion  7 consu lta t ion  must  be complet ed pr ior  to the issuance of federa l clearances
and/or  permit s such  as  a  NPDES per mit  or  a  Sect ion  404 per mit .  List ed species wit h in
In yo County include the following.

Threatened
• Ba ld ea gle (haliaeetu s leucocephalus)
• In yo brown towhee (pipilo fuscus erem oph ilus)
• Deser t  tor toise (goph erus a gassizii)
• Lahontan  cu t throa t  t rou t  (oncorhynchus clark i henshaw i)
• F ish  slough milk-vetch  (astragu lus len tiginosus var. piscinensis)
• Spr ing-loving centaury (cen taurium  namophilum )
• Ash meadows gumplant  (grind elia fraxinopratensis)

Endangered
• Amargosa  vole (m icrotis californicus scirpensis)
• Southwestern  willow flyca tcher  (em pidonax traillii extim us)
• Least  bell’s vireo (vireo bellii pusillus)
• Owens  tu i chub (gila bicolor snyderi)
• Owens pu pfish (cyprinodon rad iosus)
• Amargosa  n iterwor t  (n itroph ila m ohavensis)
• Eu reka  Valley evening-primr ose (oenothera californica)
• Eu reka  dine gra ss (swallenia alexand rae)

S ta te -Li st e d S p e ci es

St a te-listed threa tened  and endangered species in format ion  is ava ilable on-line for
only the st a te a s a  whole.  County specific list s a re a va ilable on ly though the
Depar tment  of F ish a nd Ga me.  As  of the da te of prin t ing of th is  master  plan , a
response from the a gency ha d not been r eceived.
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WATERS OF THE U.S. INCLUDING WETLANDS

The a irport  is bordered by th e Nort h  Fork Bish op Creek to the nor th  and Bishop Creek
to the south .  N either  of these r ivers will be direct ly a ffected by t he implementa t ion  of
the pr oposed pr oject ; however , if dr edge or  fill ma ter ia l is to be discharged int o eith er
of the wa ter s border ing the a irpor t  pr oper ty, t he Corps will need t o be contacted
regar ding permit requirem ent s.

Phone conversa t ions with  sta ff from the Los Angeles Dist r ict  of the Army Corps of
Engineers indica ted th a t  the pr esence of wetlan ds with in t he proposed pr oject  a rea  is
unlikely; however , it  wa s r ecommended tha t  a  sit e visit  be condu cted by a  wet land
biologist  to confirm this.  Wetlands  may be pr esen t  nea r  the proposed const ruction, off
a irpor t  pr oper ty, near  the nor thwest  end of Runway 12-30.  If wet lan ds a re confirm ed
to be in  th is a rea , a nd these wet lands may be a ffected by con st ruct ion , a  U.S. Ar my
Corps of En gineer s perm it will most  likely be required.

FLOODP LAINS

Accordin g to F lood Insur ance Rat e Maps (FIRM) published  by the Federa l Emergency
Management  Agency (FEMA), two floodpla ins exis t  on  a irport  pr oper ty.  Floodpla ins
associat ed with  the Nort h  Fork Bish op Creek are found a long the nor thern  por t ion  of
a irpor t  pr oper ty.  Sm all por t ions of floodpla in a ssociat ed with  Bishop Creek a re found
on the southeast ern  edge of a irport  proper ty. The exten sion  of Runway 12 may dir ectly
impa ct  the Nort h  Fork Bish op Creek floodpla in .  P roposed proper ty a cquisit ion  a t  the
ends of Runwa ys 12, 16, and 30 would inclu de floodpla in  a reas; however , a cquisit ion
of proper ty would have no affect  on  floodpla in capa city a t  th is t ime.

The extension  of Run wa y 12 may be subject  to rest r ict ions to meet  flood  insurance
requ irements and loca l ordinances and permit r est r ict ions would need to be reviewed
to determ ine th e regulatory requirement s of const ruct ing with in  or  nea r  a  100-yea r
floodpla in .

COASTAL MANAGEMEN T P ROGRAM AND  COASTAL BARRIER S

The pr oposed developm en t  of Bish op Airpor t  is n ot  loca ted with in  the jur isdict ion  of
a  St a te Coast a l Man agemen t  Progra m.  The Coast a l Zone Barr ier r esources syst em
consist s of undeveloped coasta l ba r r iers a long the Atlant ic an d Gulf Coast s.  These
resources a re outside of the sphere of in flu ence of Bishop Air por t  and it s vicinity, and
do not  apply to th e proposed development .

No impact  to coast a l managemen t  a rea s or coast a l ba r r ier s will occur  with
implemen ta t ion of the proposed developm en t  pr ogra m.
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WILD AND SCENIC RIVERS

Accordin g to t he Na t iona l Pa rk Service’s list of Wild and Scenic Rivers, th ere a re no
wild or  scenic r ivers loca t ed wit h in  the vicinit y of the proposed developm en t .  No
impacts t o wild an d scenic r ivers a re an t icipa ted a s a  resu lt of a irport  development .

FARMLAND

Paragra ph  16c of FAA Order 5050.4A  st a t es t ha t  if the proposed pr oject  involves t he
acquisit ion  of fa rmland which  will be conver ted to nonagr icu ltu ra l uses, it  must  be
determined wh et her  any of the a cqu ired la nd is  pr otected  by the Farmland P rotection
Policy Act (FPPA).  In  the case of Bishop Airpor t , the FPPA would not  be applicable.
Review of the Inyo Coun ty General Plan  and  aer ia l photographs ind ica ted  tha t   the
land surrounding t he a irpor t  is curren t ly n ot  used  as a gr icu ltura l land.  A preliminary
review of soils da ta  for t he pr oject  a rea  determined th a t  the a rea  is not  classified as
pr ime or  un ique fa rmland; however , the NRCS did not  r espond to a  request  for
comment  on  the proposed development  plan .  Impact s to prime or  un ique fa rmland are
not a nt icipat ed.

ENERGY SUP P LY AND NATURAL RESOURCES

Elect r ica l power is provided by Southern  Ca l Edison a nd wa ter  an d sewer services ar e
provided on-sit e with  the use of a  well a nd sept ic system.  Propa ne service is provided
by loca l suppliers.  An increa se in  energy demand is an t icipa ted as a  resu lt  of project
implementa t ion ; however , th is in crea se is n ot expected to be la rge en ough  to h a ve a
dramat ic a ffect  on  exist ing energy product ion  facilit ies or  energy resource supplies.
Nevert heless, the current  u t ility service to the a irpor t  would not  be able to sa t isfy
th ese increa sed needs; however , the a irport  recent ly received a  gra n t  for  improvemen ts
to the current  u t ility system .  These improvemen ts to the a irpor t ’s an t iqua ted
electr ica l, wa ter  and sewer  system a re cur ren t ly under wa y and were design ed with
fu ture a irpor t  expansion  in  mind; therefore, n o fur ther  changes will be required for
project  implementa t ion .

LIGHT EMISS IONS

A var iety of light ing a ids a re ava ilable a t  Bishop Air por t  to facilit a te a irpor t
ident ifica t ion , appr oaches, an d landings, both  a t  n ight  and du r ing a dverse wea ther
condit ions.  A rota t ing beacon, project ing green an d white light a t 180-degree intervals,
ident ifies the loca t ion of the a irport  a t  n igh t .  The beacon is locat ed on t he sout hwest
side of the t iedown apr on.  Ru n wa y ident ifica t ion  ligh t ing h as been  insta lled on
Runway 7-25 (medium  int ensity ru nway light ing) and on  Runways 12-30 and 16-34
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(high  in ten sit y runwa y ligh t ing).  Taxiwa y ligh t ing has been  ins ta lled along all pa ra llel
taxiways, a s well a s ligh ted a ir field signs.  F ina lly, a visu a l approach  slope indicator
is insta lled a t  both  ends of Ru nwa y 16-34 a nd Runwa y 12-30.  Bishop Air por t  a lso has
pilot -cont rolled ligh t ing wh ich  is u sed t o au toma t ica lly turn  light ing sys tems on  or  off
depending on pilot n eeds.

The inst a lla t ion  of a  mediu m in tensit y appr oach  ligh t  system with  runway a lignment
ligh ts on  Runway 30 and the inst a lla t ion  of medium  int ensity light ing on  the taxiway
ext ensions a nd t he runway extension  a re included in  the proposed pr oject .  The
inst a lla t ion  of these light ing sys tems a re not  an t icipa ted to have a  nega t ive effect  on
a irport  sur roundings as t he land su rr oun ding th e airport  is prima rily un developed.

SOLID  WASTE IMP ACT

Th e n e a r es t  la n d fill t o t h e a ir p or t  p r op er t y is  th e  Bishop-Su nland La ndfill wh ich

ser vices  t h e com m u n ity of Bish op.   This lan dfi ll  is  loca ted  a ppr oxim a tely th r ee m iles

sou th west  of t h e a ir por t  a lon g H igh wa y 395.  In cr ea s es  in  t h e  a m ou n t  of s olid  wa s t e

gen er a ted  by t h e a ir por t  a r e exp ect ed  a s a  r es u lt  of t h e p r oposed  de velopm en t  a n d  over a ll

g rowth  in  t h e a via t ion ind u st r y.  Th ese increa ses a r e n ot  expected  to place an  u n d u e

bu r den  on  t h e exis t in g la n dfill.

CONSTRU CTION IMP ACTS

Const ruct ion  act ivit ies  have the potent ial t o crea te tempora ry environm enta l impact s
a t  an  airport.  These impa cts pr imarily relat e to noise r esu lt ing from heavy
const ruct ion  equ ipment , fugit ive dust  emissions result ing fr om const ruct ion  act ivit ies,
and poten t ia l impacts on  wa ter  qua lity fr om runoff and soil erosion  from exposed
sur faces.

A temporary increa se in  pa r t icula te emissions and fugit ive dust  may r esu lt  from
const ruct ion  act ivities.  The u se of t empora ry dirt  access roads would  increase the
genera t ion  of pa r t icula tes.  Dust  control measu res, such a s wat ering exposed soil ar eas,
will need to be implemented to minimize th is loca lized impact .

Any necessa ry clea r ing and gr ubbin g of const ruct ion  a rea s should be condu cted in
sect ions or  sequenced to min imize the amount  of exposed soil a t  any one t ime.  All
veh icu la r  t ra ffic should be res t r icted  to the cons t ruct ion  s ite and esta blished roadwa ys.

The pr ovisions  conta ined in  FAA Advisory Circular 150/ 5370-10, S tandards for
S pecifying Construction of Airports, Tem porary Air and  Water Pollu tion, S oil Erosion ,
and S iltat ion  Control will be incorpora ted  in to a ll p roject  specifica t ions .  Dur ing
cons t ruct ion , t empora ry dikes, ba sin s, a nd ditches should be u t ilized t o cont rol soil
erosion and sedimen ta t ion a nd pr event  degra da t ion of off-airport  sur face water  qu a lity.
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After  const ruct ion  is complete, slopes a nd den uded a reas sh ould be re-seeded to a id in
th e vegeta tion pr ocess.

The design  and const ruct ion  of the Proposed Act ion  will need t o incorpora te BMPs to
reduce erosion, minimize sedimen ta t ion , and cont rol non-st ormwa ter  discharges, in
order  to protect  the qua lity of surface water  fea tures  on  and  off the a irpor t . 

S U MMAR Y

Ba sed  on  a  r eview of cor r espond en ce pr ovided by  s t a t e a n d  fed er a l a ge n cies  a n d  va r iou s

su ppor t in g in for m a t ion , p ot en t ia l en vir on m en ta l  issu es a n d con sider a tions a n ticipa ted

a s  a  r esu lt  of th e deve lop m en t  a n d  oper a t ion  of Bis h op Air por t  a r e a s  follow s:

Air Qua lity - Sta tu s of nonat ta inmen t with  Californ ia a ir qua lity sta nda rds should
be monitored and permit s may be required pr ior  to project  const ruct ion .

Wat e rs  o f the  U.S . inc luding  Wet lands  - A wetlan d sur vey should be condu cted to
determine t he presence of wet lan ds on sit e.

U.S. DOT Act, Se ctio n  4(f) - Impa cts t o be fur th er defined by resu lts of
h ist orical/cu ltura l resour ces su rvey.

His to ric al/Cu ltura l R e so u rc e s  - Su rvey should be conducted by qua lified
archaeologist s pr ior t o an y groun d-disturbin g act ivity and the resu lt s submit ted  to the
CHRIS a nd SH PO.

Biot ic  Com m u n i ti es  a n d Th re a te n e d  a n d E n da n g e re d  S pe c ie s  - Conduct
biologica l su rvey to eva lua te poten t ia l impa cts t o both  na t ive pla n t  life and species
with in t he project  a rea .

As a  resu lt of the NEP A process, mitiga t ion m easu res m ay be recommended to limit
the poten t ia l impacts rela ted to a  number  of these resources.  P lease note tha t as  more
specific in format ion  is  ga thered  through a  formal EA process, additiona l issues ma y
ar ise.
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