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1.1 

Inventory 

INVENTORY CHAPTER  

1.1 INTRODUCTION 

The Inventory chapter identifies and evaluates the existing conditions at Rochester International Airport (RST) in terms 
of the five main elements presented within this chapter:  

✓ Airport Background 

✓ Airport Facility Inventory 

✓ Airspace System and Navigational Aids (NAVAIDS) 

✓ Airport Environs 

 

This evaluation will serve as the catalyst for planning facility needs and future airport development. To gather the 
information, Mead & Hunt performed site inspections, interviewed airport staff, and reviewed documents pertaining to 
RST. Mead & Hunt also referenced Federal Aviation Administration’s (FAA) Advisory Circular 150/5070-6B, Airport 
Master Plans, in the completion of this chapter. 

 

 

  



   

 

1.2 

Inventory 

1.2 AIRPORT BACKGROUND 

The number of passengers seeking treatment at the renowned Mayo Clinic led to the Mayo Brothers, Drs. William and 
Charles Mayo, founding the Airport in 1928. At that time, the Airport was in Southwest Rochester, Minnesota, on 285 
acres of land and operated by the Mayo Foundation. The following year the Mayo brothers dedicated the airfield as 
“Rochester Airport” and founded the Rochester Airport Company, a wholly-owned subsidiary of the Mayo Clinic, to 
manage and operate the Airport.  

 

Prior to its current location, RST occupied two different sites including the Olmsted County Fairgrounds. While located 
at the Fairgrounds, the Airport had two turf runways. The first commercial passenger service took place on July 13, 1928 
when 13 passengers were from Minneapolis to Rochester in a Ford Trimotor. By 1940, Northwest Airways, Ozark 
Airlines, and Braniff Airlines (then Mid-Continent) were servicing Rochester - offering flights to Chicago, St. Paul, and 
Minneapolis.  

 

Because private airports are not eligible for federal funding, the owner is solely responsible for financing improvements 
and development in addition to daily operations. In 1945, the Mayo Foundation bequeathed the Airport to the City of 
Rochester, classifying it as a public airport that could receive funding from the FAA to assist with airport needs and 
development. An operating agreement was established by and between the City of Rochester and Rochester Airport 
Company that would allow the Mayo Clinic subsidiary to remain as the Airport’s operator. This operating agreement has 
since been renewed. Today, the Rochester Airport Company remains the operator of the Airport.  

 

In 1950, the city renamed the Airport Lobb Field. Due to the lack of available area for airport expansion, the city 
acquired land for the current day location, relocated and constructed the Airport, and designated it as the Rochester 
Municipal Airport in 1961. The city officially renamed the Airport as Rochester International Airport in 1995 after the 
addition of a U.S. Customs Facility. 

Airport Role 

RST is a Part 139 public airport located in Rochester, Minnesota in Olmsted County. The Airport is twelve miles south of 
Downtown Rochester, as seen in the following figures entitled Airport Location and Airport Vicinity Map. RST comprises 
approximately 2,400 acres at an elevation of 1317 feet above mean sea level (MSL) and is encompassed by an 8-foot 
security fence. The Airport Reference Point (ARP) is Latitude N43’ 54’ 29.83” and Longitude W92’ 30’ 00.5”.  
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Figure 1-1   Airport Location 

Source:  Google Maps, 20180 12 5 25 37 5 SSouourrcce:e:  GooGooglegle MaMapsps, 20201818

12

18
18

69

69

53

53

65

65

63

63

14

14
14

10

10 10

10

8

169

218

218

212

61

52

61

94

94

90

90

35

35

35W

35E

Monticello

Minnetonka

Menomonie

Chippewa 
Falls

ThorpeMinnetonkanetonka

Minneapolis

10

St. Paul

OsseoRed Wing

Black River
Falls

Winona

Faribault
St. Peter

Mankato Owatonna

Kasson Sparta
Onalaska

14

Onalaskak

La Crosse

MINNESOTA
IOWA

W
ISCONSIN

LanesboroSpring 
Valley

AustinAlbert Lea

Forest
City

Clear
Lake

New Hampton

Mason
City

Charles
City

Osage Cresco Decorah

Waukon

Prairie
du Chien

Lancaster
Nashua

Clarion
Hampton

Waverly

Fayette

Oelwein

Turtle 
Lake

63

Winona



N Graphic Scale in Miles

0 1 2 3

N

Figure 1-2   Airport Vicinity Map

Source:  Google Maps, 2018
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Inventory 

The FAA considers airports within the NPIAS significant to national air transportation, and they are therefore eligible for 
federal funding from the Airport Improvement Program (AIP). The FAA classifies RST as a primary nonhub airport within 
the National Plan of Integrated Airport Systems (NPIAS)1. Nonhub commercial service airports handle more than 10,000 
passenger enplanements, but less than .05 percent of total U.S. passenger enplanements.  There were 849.3 million U.S. 
enplanements in 2017. 

 

Minnesota Statute 360.305 Subdivision 32 establishes an airport classification system that identifies three types if 
airports: key system airports, intermediate system airports, and landing strip system airports. RST is classified as a key 
airport defined by Minnesota Statute 360.305 Subdivision 3 as, “those used or intended to be used by aircraft of all sizes 
up to and including large multiengine and jet aircraft, not exceeding 40 [airports].”3 As of 2012, there were 30 key 
airports including RST. The Minnesota State Aviation System Plan (SASP) was completed in 2012 and states the following 
of key airports4: 

✓ Have a paved and lighted primary runway, 5,000 feet long or longer 

✓ Serve as the primary landing facilities for business jets 

✓ Support regularly scheduled air freight and airline service 

✓ Have capability to accommodate most business jets, all single-engine aircraft and larger multi-engine aircraft 

 

Three air carriers serve RST: Delta Air Lines, American Airlines, and United Airlines. These three offer non-stop flights to 
major hubs including Minneapolis, Chicago, and Atlanta while also offering connecting flights throughout the U.S. In 
2017, RST had over 290,000 enplanements. FedEx provides air cargo service at the Airport and has a facility located on 
the east side of the airfield.  

  

                                                                 

 

 

1 FAA. (2016). Appendix A: List of NPIAS Airports with 5-Year Forecast Activity and Development Cost(Rep.). Retrieved 
April, 2018, from https://www.faa.gov/airports/planning_capacity/npias/reports/. 

2 Expenditures for Airports and Navigation, § 360-305 (2017). 

3 Ibid.  

4 Minnesota Department of Transportation. (2012). Minnesota State Aviation System Plan(Rep.). Retrieved March 2018, 
from Minnesota Department of Transportation website: 
https://www.dot.state.mn.us/aero/planning/documents/sasp/saspchapter1.pdf 
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Airport Management 

Today the Rochester Airport Company is contracted to manage, operate, and maintain the Airport for the city. The 
Rochester Airport Company employs, supervises, and directs all personnel deemed necessary for the efficient operation, 
maintenance and repair of the Airport. Operating expenses are also the responsibility of the Rochester Airport 
Company. The city of Rochester provides the Airport with police and Aircraft Rescue and Fire Fighting (ARFF) personnel. 
Mayo Clinic Staff comprises the Rochester Airport Company Board and governs the Rochester Airport Company. 

 

In 1947, the Rochester City Council formed the Rochester Airport Commission that is now includes the following 
members: 

✓ City Mayor 

✓ City Administrator 

✓ City Council President  

✓ An appointed Mayo Clinic Representative 

✓ Airport Executive Director 

 

The Airport is under the direct leadership of the airport director. The airport executive director is responsible for day-to-
day operations, supervision of the administrative and maintenance staff, and reporting to the Rochester Airport 
Company Board and Rochester Airport Commission. An organizational chart has been provided in Figure 1-3 to provide 
a clear understanding of the Airport hierarchy. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  



Figure 1-3  Organizational Chart
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1.8 

Inventory 

1.3 AIRPORT FACILITIES INVENTORY 

This section identifies the existing airside and landside facilities. Airside facilities include the runway and taxiway system 
and facilities that enable instrument approach capability. Landside facilities are those other than the runway, taxiway, 
aprons, and instrument approach facilities. Landside facilities present at RST include: 

✓ Commercial Passenger Terminal 

✓ Air Cargo Facilities 

✓ Federal Inspection Services (FIS) 

✓ Air Traffic Control Tower 

✓ Hangar Facilities 

✓ Fuel Storage Facilities  

✓ Aircraft Rescue and Fire Fighting Facilities 

✓ Rental Car/Ground Transportation Support Facilities 

✓ Weather Monitoring System 

✓ Vehicle Access and Parking 

 

For ease of reference, the following two Figures, Existing Facilities and Terminal Area Facilities, are provided.     
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Figure 1-5   Terminal Area Facilities

Source:  Aerial Google Earth, 2018.
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Runway System 

RST is served by two runways, primary Runway 13/31 and secondary Runway 2/20. Runway 13/31 is served by a full 
parallel taxiway with eight taxiway connectors. Runway 13/31 is 9,034 feet long and 150 feet wide. The concrete runway 
is primarily in fair condition; the Runway end 13 is in excellent condition. A pavement condition index review conducted 
at RST in 2017 revealed the state of pavements including runways, taxiways, taxiway connectors, and aprons. Based 
upon the findings of this study, both runways will likely need to be reconstructed in the short-term. This reconstruction 
will be addressed further within the Issues Summary section. For better clarity, Figure 1-7 Pavement Conditions has 
been included at the end of this section. The runway has a gross weight bearing capacity of 100,000 pounds single-
wheel, 175,000 pounds dual-wheel, and 300,000 pounds dual tandem wheel. Runway 13/31 is equipped with high 
intensity runway lights (HIRLs) along the runway edges to help pilots identify the runway in instrument and night 
conditions; centerline lights along the centerline of the runway to help pilots align while taxiing, taking off, and landing; 
and touchdown zone lights to identify where the landing gear of an aircraft should meet the runway.  

 

Both ends of Runway 13/31 have precision approach runway markings and a Medium Intensity Approach Lighting 
System with Runway Alignment Indicator Lights (MALSR). The MALSR system begins at the runway’s threshold and 
enhances the visibility of the runway approach path. Left of Runway 13 is a four-light precision approach path indicator 
(PAPI) that displays color coded lights to alert the pilot if he/she is on glideslope during approach.  Runway 31 is also a 
four-light PAPI to the left side of the runway. 

 

Runway 2/20 is 7,301 feet long, 150 feet wide, and its northern end intersects with Runway 13/31. Runway 2/20 is 
served by a partial parallel taxiway with four taxiway connectors. Like Runway 13/31, the secondary runway has a gross 
weight bearing capacity of 100,000 pounds single wheel, 175,000 pounds dual wheel, and 300,000 pounds dual tandem 
wheel. Runway 2/20 is bituminous and is primarily in fair and poor condition. The southern end of Runway 2 is in 
excellent condition. Runway 2/20 is equipped with Medium Intensity Runway Light (MIRLS) and has non-precision 
markings. Runway 2 is served by a four-box visual approach slope indicator (VASI) to the left of the runway, while 
runway 20 is served by a four-light PAPI also to the left of the runway. Runway End Identifier Lights (REILs) are located at 
the threshold of both runway ends. 

 

Due to the angled intersection of Taxiway A6, Runway 13, and Taxiway B, FAA declared a hot spot at RST.5 A hot spot, as 
defined by the FAA, is “a location on an airport movement area with a history of potential risk of collision or runway 
incursion, and where heightened attention by pilots and drivers is necessary.”6 Land and hold short instructions (LAHSO) 
may be given by air traffic controllers so aircraft that has already landed on Runway 13/31 may give way to incoming 
aircraft landing on Runway 2/20.  

 

  

                                                                 

 

 

5 FAA. (2018, March). Airport Diagrams Hotspots(Rep.). Retrieved April 2018, from FAA website: 
https://aeronav.faa.gov/afd/29Mar2018/NC_hotspot.pdf 

6 FAA. (2012, September 28). AC 150/5300-13A, Airport Design[PDF]. FAA. 
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Figure 1-6:  Airfield Hotspot 

 

 

Taxiway System 

RST’s airfield is home to several taxiways and taxiway connectors. Runway 13/31 is served by a 75-foot-wide full length 
parallel taxiway, Taxiway A, which has eight connectors (A10, A9, A8, A7, A6, A3, A1.) Taxiway connectors A9, A8, and A3 
are considered high-speed exit taxiways. These taxiway connectors do not require pilots to execute a 90-degree turn 
from the runway and increase airport capacity by affording aircraft using the connectors to exit the runway at faster 
speeds. Taxiway connector K, J, and H provide pilots access from the general aviation apron to Taxiway A, while Taxiway 
connectors C and M provide pilots access from the cargo apron to Taxiway A.  Taxiways D and E provide access from the 
commercial passenger apron to Taxiway A. Taxiways D and E also provide direct access to Runway 13/31 and Runway 
2/20, respectively.  

 

Runway 2/20 is served by a 75-foot-wide partial parallel taxiway, Taxiway B, with four connectors (B4, B3, B2, B1). 
Taxiway Bravo ends at its intersection with Runway 13/31. Taxiway A6 then begins north of the Taxiway B and Runway 
13/31 intersection and provides continued access to Taxiway A and Taxiway H. The approach end of Runway 20 can be 
directly accessed from the general aviation and commercial passenger apron via Taxiways G and F.  
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Aprons 

Three main aprons are designated for aircraft parking. The Cargo Apron, Commercial Passenger Apron, and General 
Aviation Apron accommodate operations including 

✓ loading and unloading of freight, mail, and baggage 

✓ passenger boarding and deplaning 

✓ fueling 

✓ deicing 

✓ minor maintenance 

 

The cargo apron located on the east side of the airfield is comprised of over 330,000 square feet of concrete with four 
aircraft parking positions. Three of the four available aircraft parking positions are used by FedEx and are directly 
adjacent to their cargo facility. The remaining space is directly adjacent to the old cargo building previously occupied by 
DHL. The whole of the cargo apron is primarily utilized by FedEx operations and is generally in very good to excellent 
condition. 

 

West of the cargo apron is the commercial passenger apron. This concrete apron can accommodate up to seven 
commercial aircraft, depending upon size and configuration and is over 308,000 square feet. The commercial passenger 
apron directly south of the Airport Terminal building is used primarily by the major air carriers serving the Airport.  

 

The bituminous General Aviation Apron located on the west side of the airfield is about 500,000 square feet and can 
accommodate a minimum of 20 aircraft. Five parking spaces are available for fuel trucks and other airport support 
vehicles south of Hangar A. General aviation and itinerant business aircraft typically occupy the General Aviation Apron.  
This apron is coupled with the commercial passenger apron, and both are in fair to good condition. These areas have 
been identified as needing major rehabilitation in the short-term.  
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Commercial Passenger Terminal Facilities 

The nearly 70,000 sf commercial airline terminal building has a simple linear configuration; the security screening 
checkpoint, holding area, aircraft boarding gates, and restaurants and sundry comprise the north half of the building’s 
lower level. The airline ticket counters, baggage claim, and rental car service counters comprise the southern portion of 
the lower level, in addition to the newly completed FIS customs area.  At the north side of the building, on the secure 
side of the passenger screening checkpoint, a secure area offers departing passengers an area to wait for flights.  Other 
amenities include flight information boards, televisions, and vending machines.  Gate areas along the length of the 
holding area provide passengers access to four boarding gate positions for commercial airline aircraft on the terminal 
apron.  In the lower level, airline ticket counters are occupied by Delta Air Lines, United Airlines, and American Airlines.  
The baggage claim area is west of the airline ticket counters and is comprised of two bag belts, and rental car ticket 
counters.  Public access to the building is made available by the main entrances along the south side of the building.  
The Airport administrative offices and TSA offices are located above the baggage claim area on the second floor. 

Air Cargo Facility 

Air cargo facilities are located on the eastern edge of the Airport. FedEx currently conducts cargo operations from an 
80,000-square-foot facility constructed in 1999, initially operating small feeder aircraft. Now FedEx operates a B-757. 
West of the FedEx cargo facility are two other cargo buildings; an 8,000-square-foot facility completed in 1999, and the 
air cargo commercial building, completed in 2004. 

General Aviation Facilities/FBO Facilities 

General aviation facilities are located on the north side of the Airport, west of Runway 20. Signature Flight Support 
(Signature) is the sole full-service fixed base operator (FBO) at RST. Signature offers many amenities to general aviation, 
business, and transient pilot such as: 

✓ Aircraft parking and storage 

✓ Flight planning 

✓ Aircraft fueling 

✓ Courtesy crew cars 

✓ Maintenance  

✓ Oxygen 

✓ Ground Power Units (GPU) 

✓ Deicing and preheating 

 

Transient aircraft looking for these services, as well as many others, can utilize the facilities of Signature to 
accommodate them.  Other flight operations at RST, such as Private Jet Solutions, Southern MN Flying Club, and Great 
Planes Aviation are based in the FBO.  

Federal Inspection Services (FIS)  

U.S. Customs Service provides Federal Inspection Services (FIS) that is required at all airports offering and receiving 
international flights. FIS reviews passports, and inspects crews, passengers, baggage, and cargo transported on 
international flights. Historically, FIS has been located adjacent to the FBO. A new FIS facility has been developed as a 
component of the terminal building. The newly constructed FIS facility uses a gate bridge at the Commercial Passenger 
Terminal and accommodates international flights carrying 75 passengers. FIS operates Monday through Friday from 
8:30 am – 5:30 pm. and requires notification and a scheduled appointment for after hour international flight operations.   
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Air Traffic Control Tower 

RST’s Air Traffic Control Tower (ATCT) was built in 1960 for the safe flow of traffic and to provide air traffic control 
services to aircraft within the airspace in the vicinity of the Airport. The ATCT operates seven days a week from 5 a.m. – 
11 p.m. (CST) and is north of the Aircraft Rescue and Fire Fighting (ARFF) facility, which is north of the commercial 
passenger terminal. The tower is approximately 70 feet tall. The location and height of the control tower cab afford a 
clear line of sight to all portions of the airfield, except for the southwest side of the terminal building and the T Hangar 
area. FAA personnel staff the ATCT including an Air Traffic Manager, Air Traffic Controllers, and Administrative Support. 
The ATCT is a Level 5 Facility TRCAB, which means all positions, including approach control, are worked within the tower 
cab.  

Existing Hangar Facilities 

There are a variety of hangars at the Airport that are used by based and itinerant aircraft for recreational and business 
flying purposes.  On the north side of the general aviation apron there are five 11,500 square foot 10-unit T-hangars. 
The taxilanes in this area are designed to a Group I standard and used primarily by small based GA aircraft. Southwest of 
this area are seven box hangars of varying sizes that are used for varying purposes.  Some of these hangars are privately-
owned and others are owned by Signature. These house some of the larger aircraft in the based GA fleet at RST.  Most 
of the taxilanes in this area are larger than the Group I standard, but do not meet the standards of Group II.  The 
antiquated hangar to the east is currently vacant.  A second, identical hangar that used to be in this area has been 
removed; the remaining hangar will likely be removed as well.  The other three large hangars are FBO-owned and house 
itinerant and transient aircraft operating at the Airport.  These range from small single-engine piston aircraft up to 
aircraft the size of a Gulfstream V. 

Fuel Storage Facilities 

RST owns two fuel farms that house above ground storage tank(s) used to service aircraft and airport operation 
vehicles. Five above-ground fuel tanks comprise a fuel farm north of the FedEx cargo facility that includes: 

✓ Two 40,000-gallon Jet A fuel tanks 

✓ One 12,000-gallon glycol tank  

✓ One 6,000-gallon unleaded gasoline storage tank 

✓ One 12,000-gallon diesel tank.  

 

An operating agreement permits Signature to access and operate the Jet-A fuel tanks for fueling general aviation aircraft 
and commercial air carriers servicing the Airport. This FBO has four (4) 5,000-gallon Jet-A fuel trucks and one (1) 750-
gallon 100 low lead (100LL) fuel truck. 

 

The remaining fuel farm, constructed in 2006, is adjacent to the Hiawatha hangar. It is home to one (1) 10,000-gallon 
above-ground 100LL (AVGAS) fuel tank. A self-service pay station at the fuel farm allows pilots to fuel their own aircraft.   
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Aircraft Rescue and Fire Fighting (ARFF) Facility  

Part 139 certificated airports are required to provide aircraft rescue and firefighting services according to the ARFF index 
achieved by the Airport. An ARFF index is determined by two components: 1) the length of the air carrier aircraft and 2) 
average daily departures of air carrier aircraft. RST has been assigned ARFF Index B, which includes aircraft at least 90 
feet but less than 126 feet long.  ARFF Index B airports must have one of the following agent(s) and equipment 
combination: 

✓ One vehicle carrying at least 500 pounds of sodium-based dry chemical, halon 1211, or clean agent and 1,500 
gallons of water and the commensurate quantity of aqueous film forming foam agent (AFFF) for foam production. 

✓ Two vehicles:  

o One vehicle carrying either 500 pounds of sodium-based dry chemical, halon 1211, or clean agent or 450 
pounds of potassium-based dry chemical and water with a commensurate quantity of AFFF to total 100 gallons 
for simultaneous dry chemical and AFFF application 

✓ One vehicle carrying an amount of water and the commensurate quantity of AFFF so the total quantity of water 
for foam production carried by both vehicles is at least 1,500 gallons.7 

 

In 2007, RST hired a consultant to evaluate and audit their ARFF equipment and operations. The result of the audit 
concluded, “The Rochester International Airport provides Index C level for an Index certificated Airport.” ARFF Index C 
includes aircraft at least 126 feet long but less than 159 feet. ARFF Index C airports are required to have one of the 
following agent(s) and equipment: 

✓ Three vehicles: 

• One vehicle carrying either 500 pounds of sodium-based dry chemical, halon 1211, or clean agent or 450 
pounds of potassium-based dry chemical and water with a commensurate quantity of AFFF to total 100 
gallons for simultaneous dry chemical and AFFF application. 

• Two vehicles carrying an amount of water and the commensurate quantity of AFFF so the total quantity of 
water for foam production carried by all three vehicles is at least 3,000 gallons. 

✓ Two vehicles: 

• One vehicle carrying at least 500 pounds of sodium-based dry chemical, halon 1211, or clean agent and 
1,500 gallons of water and the commensurate quantity of AFFF for foam production. 

• One vehicle carrying water and the commensurate quantity of AFFF so the total quantity of water for foam 
production carried by both vehicles is at least 3,000 gallons.8 

  

                                                                 

 

 

7 Certification of Airports, 14 C.F.R. § 139 (2018). 

8 Ibid. 
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Snow Removal Equipment (SRE) Building/Airfield Maintenance Building  

✓ The SRE building is on the western portion of the commercial passenger apron and is conjoined with the ATCT. 
This facility stores the equipment required by airfield maintenance staff to ensure safe operation of the Airport.  
The SRE building currently houses the following equipment: 

✓ This SRE storage area includes XX bays… 

✓ The maintenance area is equipped with xx bays and can house… 

Rental Car/Ground Transportation Support Facilities  

RST currently offers on-site rental car services by five agencies inside the main terminal: Avis, Budget, Enterprise, Hertz, 
and National.  

 

Other ground transportation services are available to passengers including taxis and shuttles. Service desks for Yellow 
Cab Taxi, Destiny Transportation, and Med City Taxi are in the lobby area of the main terminal building. In front of the 
main terminal building is a designated rideshare service area for passengers using Uber and Lyft. A scheduled bus 
service, Land to Air EXPRESS, offers transportation to and from RST to several places including but not limited to 
Mankato, Albert Lea, Austin, Owatonna, Waseca, and Dodge Center. R&S Transport offers specialized non-emergency 
medical transportation. 

Vehicular Access and Parking      

Ground access to the Airport is provided from Highway 63 via County Road 16 SE and Helgerson Drive SW. Helgerson 
Drive provides access to the airport terminal and Brataas Drive SW road provides access to the general aviation facilities 
from County Road 16 SE. Airport parking is encircled by Helgerson Drive SW and is available directly north of the airport 
terminal. As of 2018, there are approximately 800 spaces available to the public. There are two entrances located to the 
west of the parking lot along Helgerson Drive SW with a single exit located east of the extended parking area. The 
southeast portion (approximately 130 spaces) of the parking lot is designated for rental car parking and returns. This 
area can be accessed west of the intersection of Helgerson Drive SW and Leqve Drive SW via a single entrance and exit 
location.  

 

Approximately ninety parking spaces are available for employee parking surrounding the terminal. FAA personnel may 
park in the area west of the terminal adjacent to the ATCT.  

On-Airport Farming 

A majority of the Airport-owned property, that is not directly used for airport infrastructure, is leased for farming 
practices.  Inside the security fence there are approximately 75 acres that are used for mainly growing cereal crops.  The 
areas outside the perimeter fence account for approximately xxxx acres of farming on the Airport’s property.  These 
crops are all maintained clear of airport safety surfaces to comply with Federal Aviation Administration Advisory 
Circulars. 
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Rochester International Airport, as with all airports, functions within the local, regional, and national systems of airports 
and airspace. The following narrative briefly describes the Airport’s role within these systems.  

Air Traffic Service Areas and Aviation Communications 

FAA air traffic controllers, stationed in Air Route Traffic Control Centers (ARTCC), provide positive air traffic control 
within defined geographic jurisdictions. There are twenty-two geographic ARTCC jurisdictions established throughout 
the continental United States. Airspace surrounding the Airport is within the Minneapolis ARTCC jurisdiction, which 
includes airspace in Minnesota, Iowa, South Dakota, North Dakota, Wisconsin, Nebraska, Michigan, Kansas, and 
Missouri. 

 

Aviation communication facilities associated with the Airport include the ATCT, with frequencies 118.3 for the tower 
and Common Traffic Advisory Frequency (CTAF) and 121.9 for ground, and the Aeronautical Advisory Station (UNICOM) 
on frequency 122.95. In addition, the Airport has an ATIS that can be accessed on frequency 120.5. The Minneapolis 
center can be accessed on frequency 132.35. 

Weather Monitoring Equipment 

An Automated Terminal Information System (ATIS) broadcasts continuous weather information including: 

✓ time of the report issued 

✓ wind speed and direction 

✓ visibility 

✓ NOTAM Information 

✓ temperature 

✓ dew point 

 

Other information can be included in the ATIS report such as traffic patterns, altimeter setting, runway and/or taxiway 
closures, navigational aids out of service, instrument information, and more. The ATIS is available to RST users on 
frequency 120.5. Weather information may also be retrieved from the Automated Surface Observing System (ASOS) by 
calling 507-285-0298. The ASOS is located directly southwest of Runway 31’s PAPI and reports:  

✓ wind data (including speed, direction, and gusts) 

✓ visibility 

✓ temperature and dew point 

✓ altimeter setting 

✓ sky condition 

✓ precipitation identification 

✓ rainfall accumulation 

✓ freezing rain   
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ASOS weather reports can typically be received by aircraft operating up to 10,000 feet above the ground and within 25 
nautical miles of the station.  

Airspace 

There are five controlled airspaces in the U.S.: Class A, B, C, D, and E. Controlled airspace is where air traffic control 
service is offered for flight operating under visual flight rules (VFR) and instrument flight rules (IFR). RST is within Class D 
controlled airspace, which is in effect during ATCT’s operational hours (5 a.m. – 11 p.m. [CST]). The Class D airspace 
surrounding RST has a four nautical mile diameter and extends from the surface elevation of the airfield up to and 
including 3,800 feet mean sea level. Two-way radio communications are required to enter Class D airspace and contact 
must be established with ATC on the publicized frequency prior to entering the airspace. 

 

As mentioned earlier, the Class D airspace surrounding RST is in effect when the ATCT is operational. Once the tower 
closes, the Class D airspace then reverts to Class E airspace of the same dimensions. Unlike Class D airspace, no 
equipment is required to enter Class E airspace. Overlaying both the Class D and reverted Class E airspace is what is 
referred to as transitional airspace. This transitional airspace is also Class E and begins at 700 feet above ground level or, 
in the case of RST, when the Class D/reverted Class E airspace ends. Transitional airspace is designated for airports with 
an approved instrument procedure. For reference, Figure 1-8 RST Sectional Map, is provided.  



N Graphic Scale in Miles
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Figure 1-8   RST Sectional Map 

Source:  Chicago Sectional, 95th Edition, April 2018.  Green Bay Sectional, 95th Edition, May 2018. 
Twin Cities Sectional, 95th Edition, June 2018. Omaha Sectional, 97th Edition, July 2018.



   

 

1.22 

Inventory 

FAR Part 77 Surfaces 

Part 77 Imaginary Surfaces are established within Federal Aviation Regulations (FAR) Part 77: Safe, Efficient Use, and 
Preservation of the Navigable Airspace for the protection of navigable airspace at and surrounding the Airport9. The 
criteria contained in Part 77 applies to existing and proposed manmade objects and/or objects of natural growth and 
terrain. These surfaces should be kept free of obstructions. The dimensions of the Part 77 Surface depend on various 
factors such as type of runway, runway surface, and type of instrument approach available to a runway’s end. RST Part 
77 surfaces are as follows:10 

 

Primary Surface 

✓ The primary surface is centered along the centerline of a runway at the airport’s elevation. 

✓ Runway 13/31:  Runway 13/31 is a precision runway served by precision approaches, therefore the width of the 
primary surface for Runway 13/31 is 1,000 feet. The Primary Surface extends 200 feet beyond both runway ends. 

✓ Runway 2/20: Like Runway 13/31, Runway 2/20’s primary surface extends 200 feet beyond both runway ends. 
The Runway is served by non-precision approaches, and therefore, its primary surface width is 500 feet.  

 

Approach Surface 

✓ The Approach Surface is critical due to its representation and protection of the airspace used for aircraft’s 
approach to land. All approach surfaces are centered along the extended runway centerline and begin at the end 
of the primary surface. The inner edge of the approach surface is equivalent to the width of the primary surface. 
It then extends outward and upward. 

✓ Runway 13/31: The approach surface for runway 13/31 expands to a width of 16,000 feet and extends for a 
horizontal distance of 10,000 feet at a slope of 50:1. The approach then extends for an additional 40,000 feet at a 
slope of 40:1.  

✓ Runway 2/20: The approach surface for 2/20 expands to a width of 3,500 feet and extends for a horizontal 
distance of 10,000 feet at a slope of 34:1.  

 

Transitional Surface 

✓ The transitional surface extends outward and upward from the sides of the primary surface and approach 
surfaces at a slope of 7:1 up to the horizontal surface. 

 

  

                                                                 

 

 

9 Federal Aviation Regulations (FAR) Part 77: Safe, Efficient Use, and Preservation of the Navigable Airspace 

10 Ibid. 
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Horizontal Surface 

✓ FAR Part 77 defines a horizontal surface as “a horizontal plane 150 feet above the established airport elevation, 
the perimeter of which is constructed by swinging arcs of a specified radii from the center of each end of the 
primary surface of each runway of each airport and connecting the adjacent arcs by lines tangent to those 
arcs.”11  

✓ The radius of each arc for both runways is 10,000 feet.  

 

Conical Surface  

✓ The conical surface extends outward and upward for a horizontal distance of 4,000 feet from the outer limits of 
the horizontal surface at a slope of 20:1.  

 

Five Airspace Zones have been established within the Rochester International Airport Zoning Ordinance to protect the 
airspace12: Primary Zone, Horizontal Zone, Conical Zone, Transitional Zone, and the Precision Instrument Approach 
Zone. All zones mirror the dimensions of, and include the land directly under, Part 77 Imaginary Surfaces. The Precision 
Instrument Approach Zone reflects the Part 77 Approach Surface for precision instrument runways. No structure or tree 
can grow, be constructed, altered, or maintained within or project above the airspace zones for one and a half miles 
from the Airport.   

Navigational Aids (NAVAIDS) 

Navigational Aids (NAVAIDs) are essential to pilots as the NAVAIDs provide navigational data, which can be used while 
enroute to an airport or for landing in visual or instrument flight conditions. Most NAVAIDs are ground based equipment 
located both on and off airport property. NAVAIDS available for use on or near RST include the following: 

 

Airport Beacon 

An airport beacon helps those flying to not only identify an airport but what type of airport they are approaching. Like 
the PAPI and VASI, airport beacons emit color coded light signals. A rotating white and green light flash every 180 
degrees to indicate RST is a civilian land airport. An airport beacon is located on top of the ATCT at RST and operates 
from sunset to sunrise.  
 

Wind cones 

Wind cones visually indicate prevailing wind direction to aid a pilot’s decision of which runway should be used for 
takeoff and landing. There are four wind cones located on the airfield. They are positioned in the following locations: 

✓ North of Runway 13 between Taxiway A9 and Taxiway A10 

✓ South of Taxiway G between Runway 20 and Taxiway H 

✓ South of Runway 31 to the left of the four-light PAPI 

✓ West of Runway between Taxiway B4 and Taxiway B3 

                                                                 

 

 

11 Ibid. 

12 Rochester International Airport Joint Zoning Board. (2005, December). Rochester International Airport Zoning 
Ordinance[PDF]. Rochester. 
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Very High Frequency Omnidirectional Range and Distance Measuring Equipment (VOR/DME)  

A Very High Frequency Omni-directional Radio Range (VOR) antenna is a ground based navigational system that emits 
radio signals in Morse code to help an aircraft calculate its bearing.  VORs are utilized for non-precision approaches and 
operate by directing an aircraft to the general vicinity of an airport upon which the pilot must be able to visually identify 
the airfield prior to maneuvering for a landing.  The VOR used for navigational purposes at the Airport is located 
approximately 7.8 miles to the southwest near Racine.  A VOR approach is available to the end of Runways 2 and 20. 

 

Instrument Landing System (ILS) 

An Instrument Landing System (ILS) is a series of two antennas that provide horizontal and vertical positioning guidance 
information to properly equipped aircraft on approach to land on a runway.  The first antenna, a localizer, is positioned 
beyond the far end of a runway and transmits a signal down the length of the runway and beyond to help aircraft on 
approach to land to align horizontally with the runway centerline.  The second antenna, a glide slope, transmits a signal 
that guides aircraft vertically with the correct glide slope towards the landing threshold.  An ILS is the most precise 
electronic navigational guidance system of all electronic NAVAIDs.  There are different categories of ILSs based upon the 
navigational accuracy of the transmitted signals, the allowable decision height at which visual confirmation of the 
runway is needed to land, and the minimum visibility needed to conduct an approach.  The standard ILS, Category I, 
allows a properly equipped aircraft to conduct a landing with the cloud ceiling height is not lower than 200 feet and the 
visibility is not lower than 1/2 mile.  At the Airport, a Category I ILS is installed at the approach end of Runways 13 and 
31. 

 

Runway 13 and 31 are equipped with an ILS or LOC approach. Both approaches have a visibility minimum of half a 
statute mile. Runway 31 is also equipped with a helicopter ILS approach. 

 

Global Positioning System (GPS)/Area Navigation (RNAV) 

The Global Positioning System (GPS) is a satellite based navigational system that transmits location signals to properly 

equipped aircraft so that location, altitude, direction of travel, and speed can be determined.  GPS offers the ability for 

aircraft to conduct non-precision approaches to runways that are not equipped with ground based navigational 

equipment.  At the Airport, Area Navigation (RNAV) GPS approaches can be conducted to Runways 13, 31, 2, and 20. 

 

Airport Surveillance Radar (ASR) 

ASR is designed to provide relatively short-range coverage near an airport to assist in handling terminal area traffic 
through observations of precise locations on a radarscope. ASR provides azimuth information, with a coverage area of 
up to 60 miles, but does not provide elevation data. The ASR at RST has a critical area of 1,500 feet and is west of 
Runway 2/20, just west of taxiway connector B1.  

 

Runway Visual Range (RVR) 

RVRs are devices responsible for reporting visibility along a runway to air traffic controllers. The visibility values are 
sometimes reported by the weather monitoring equipment and assist in determining if weather conditions at an Airport 
meet visibility minimums. An RVR serves the main runway, Runway 13/31.  
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1.4 AIRPORT ENVIRONS 

Planning for land use compatibility with airport development requires knowledge of current land uses and planned 
future uses. The Rochester-Olmsted Planning Department oversees planning and other activities for the city and county. 
The department comprises the Olmsted County Department of Development and the Rochester Planning Department. 
Though the city and the county operate as one, separate zoning and land uses for certain areas are in place. The 
following paragraphs provide a generalized description of the zoning and existing land use patterns for the airfield and 
immediate vicinity.  

Existing Zoning 

Olmsted county does not currently enforce zoning for airport property, however, the City of Rochester does, as seen in 
the following Figure 1-9 Generalized Existing Zoning. The City of Rochester zones the Airport as M1, which is the Mixed 
Commercial-Industrial District.1415 Permitted uses within this district include transportation services, agricultural 
services, business services, repair and maintenance services, and public air transportation.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                                 

 

 

14 Rochester-Olmsted Planning Department. Olmsted County GIS Map. Retrieved February 2018, from 
https://gweb01.co.olmsted.mn.us/Flexviewers/OlmstedCountyGISMap/  

15 Rochester-Olmsted Planning Department. (2018, March). Chapter 62 Zoning District Regulations [PDF]. Rochester. 
Retrieved March, 2018, from http://www.rochestermn.gov/home/showdocument?id=18081 
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Private air transportation is permitted but is considered a conditional use. Conditional uses within the Mixed 
Commercial-Industrial District may be permitted once a conditional use permit has been acquired. 

 

Public and private air transportation uses must abide by site location requirement “E,” which states the site must not 
take access from major streets or direct major traffic using a major street onto a limited local or local residential road. 16 

 

Regulations have been set for air transportation facilities and their affiliated uses. They are as follows17:  

✓ Proof of FAA-cleared airspace 

✓ Runways will be kept free of structures or uses not associated with the operation of aircraft or the airport 

✓ 1,000 or more feet runway protection zones (RPZs) 

✓ Runways and surrounding areas maintained to minimize dust, noise, and other hazards that could jeopardize 
residential properties 

✓ The site must be designed to discourage trespassing 

 

Northeast of the Airport along County Road 16 Southwest and 11th Avenue Southwest are B4, General Commercial 
District, and M2, Industrial District, zoned areas. Some permitted uses within the B4 district include transportation 
services, retail trade, agricultural services, local transit, motor freight and warehousing, and sales and storage lots. Air 
transportation is considered a conditional use that requires approval. The following are permitted within the Industrial 
District: offices, transportation services, public air transportation, heavy, light, and non-productions industrial, 
agricultural services, and more. Private Air Transportation is considered a conditional use. East of Highway 63 South are 
B4 and R1, Mixed Single Family District, zoned areas.  A single R1 zoned parcel is adjacent to the airport property 
boundary line east of Runway 2 and west of the intersection of Highway 30 Southwest and Highway 63 South. A single-
family dwelling is located on this parcel.18  

 

Though the County does not zone airport property, the County does zone land surrounding airport property. There are 
six County-Zoned districts within the immediate vicinity of the Airport. They are as follows: 

 

  

                                                                 

 

 

16 Rochester-Olmsted Planning Department. (2018). M-1 Site Appearance Standards. In Chapter 63: Lot Development. 
Retrieved March 2018, from http://www.rochestermn.gov/home/showdocument?id=18083 

17 Ibid. 

18 Rochester-Olmsted Planning Department. (2018, March). Chapter 62 Zoning District Regulations [PDF]. Rochester. 
Retrieved March 2018, from http://www.rochestermn.gov/home/showdocument?id=18081 
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Agricultural Protection District (A1) 

✓ The Agricultural Protection District surrounds the Airport. According to the Olmsted Country Zoning Ordinance, 
“the purpose of A1 is to maintain, conserve, and enhance agricultural land and habitat for plant and animal 
life.”19 Permitted uses within this district include farming. Conditional uses include but are not limited to public 
parks and buildings, churches and community buildings, and personal-use airports.  

Recreational Commercial District (RC) 

✓ The Recreational Commercial District is located north of the Airport and county road. This district is intended to 
provide locations for recreational and commercial use. Permitted uses include farms, general farming, on-farm 
seasonal roadside stand, and more. Building height is restricted within A1 to not exceed 35 feet. A golf course, 
considered a conditional use, is located within this zoning district.  

Industrial (I) 

✓ The Industrial zoning district is located west of the A1-zoned golf course and is established to provide areas for 
industrial use. East of the RST cargo facility and Highway 63 South is also zoned Industrial. Permitted uses include 
warehousing, moving or staging companies, automobile stations, and more.  

Highway Commercial District (HC) 

✓ Northeast and Southeast of the Airport along the highway is the Highway Commercial District. According to the 
Olmsted County Zoning Ordinance, HC “is intended to provide suitable locations for uses oriented to serving the 
public and uses requiring large areas of highway frontages oriented closely to urban areas and major 
transportation routes within the Comprehensive Plan's Urban Service Area.”20 Buildings in this zoning district 
should not exceed 35 feet. Permitted uses include gas stations; restaurants; auction barns; motor vehicle, body 
shop, welding, and other repair services; and marine, motor vehicles and mobile homes dealers, and supply 
stores. 

Agricultural Urban Expansion District (A4) 

✓ Permitted uses within the Agricultural Urban Expansion District include all permitted uses within the A1 District 
as well as public park facilities. The purpose for this district is provide for urban expansion near already 
incorporated urban centers. 

 

Agricultural/Resource Commercial District – Aggregate Extraction and Reuse (A/RC LILI) 

✓ Areas within this district are typically near major highways and support agriculture and resource use. They also 
generate low traffic and usually do not require urban services. Permitted uses include those within the A1 
district. Conditional uses include, but are not limited to, airports, landing fields, and structures associated with 
those previously listed that are less than one-fourth of a mile from existing residences or residentially zoned 
property.  

  

                                                                 

 

 

19 Rochester-Olmsted Planning Department. (2017, October). Count of Olmsted Zoning Ordinance [PDF]. Retrieved from 
https://www.co.olmsted.mn.us/planning/ordinances/Documents/Olmsted%20County/CountyZonOrdinance/County%2
0Zoning%20Ordinance_2017.pdf 

20 Rochester-Olmsted Planning Department. (2018, March). Chapter 62 Zoning District Regulations [PDF]. 
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Existing Land Use 

Olmsted County categorizes RST as an Urban Service Area. This area designation is predominantly used for the growth 
and development of the urban area until 2040. According to the Olmsted General Land Use Plan, “integrated 
comprehensive transportation systems and commercial land uses characterized by trip generation should be present in 
this area.”21 Surrounding land is categorized as Resource Protection. 

 

The City of Rochester primarily categorizes RST’s land use as public which, according to the Land Use Plan for the 
Rochester Urban Service Area, is intended for major government use.22 Other land use designations on and surrounding 
airport property include industrial, low density residential, and rec-area – open space. Industrial land uses host activities 
such as transportation while low density residential land uses provide for single family housing. Rec Area – Open Space 
land uses are dedicated to open space, parks, and other public recreational areas. The following illustration entitled 
Generalized Existing Land Use depicts all land uses as they relate to RST and its surrounding area. 

  

                                                                 

 

 

21 Rochester-Olmsted Planning Department. (2011, March 08). Olmsted County General Land Use Plan[PDF]. Retrieved 
from https://www.co.olmsted.mn.us/planning/programs_projects/landuseplanupdate/Documents/CountyGLUPlan.pdf 

22 Rochester-Olmsted Planning Department. “Land Use Plan for the Rochester Urban Service Area.” 28 Jan. 2013. 
Retrieved from http://www.rochestermn.gov/home/showdocument?id=4718 
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Airport Environs Overlay Zoning (MnDOT Required Airport Zoning) 

The Rochester International Airport Zoning Ordinance, created by the Rochester International Airport Joint Zoning 
Board (Board), enforces airport zoning and restricts land use on and near RST. Minnesota Statute 360.063, Airport 
Zoning, grants the Board the right to adopt, change, and enforce airport zoning rules applicable to the airport hazard 
area23. An airport hazard area is considered land or water where an airport hazard may arise or already be established. 
The Rochester International Airport Zoning Ordinance defines an airport hazard as “any structure, tree or use of land 
which obstructs the air space required for, or is otherwise hazardous to, the flight of aircraft in landing or taking off at 
the airport; and any use of land which is hazardous to person or property because of its proximity to the airport.”24 An 
airport hazard area can endanger those on the ground as well as in flight and result in significant damage to aircraft, 
properties, or loss of life. Airport hazard areas also reduce the utility of the airport by obstructing the airspace needed 
for maneuvering, takeoffs, and landings. 

 

Land use safety zones have also been established within the Rochester International Airport Zoning Ordinance and are 
depicted in Figure 1-11. These zones have been established to prevent incompatible land uses that may present a 
hazard to those using RST as well as those in close quarters.  They are described below. 

 

Zone A 

✓ Zone A extends outward from the ends of the primary surface to a length of two-thirds the runway length. This 
includes all land within this portion of the approach surface.  

Zone B 

✓ Zone B extends from Zone A’s end to one-third the runway length. This zone encompasses all land within this 
portion of the approach surface.  

Zone C 

✓ Zone C includes all land within the horizontal zone that isn’t contained in Zone A or B.  

 

Permitted and prohibited uses within each zone may be found in the Rochester International Airport Zoning Ordinance, 
which can be accessed online.  

 

  

                                                                 

 

 

23 Airport Zoning, § 360-063 (2017).  

24 Rochester International Airport Joint Zoning Board. (2005, December). Rochester International Airport Zoning 
Ordinance[PDF]. Rochester. 



Figure 1-11   Airport Overlay Zoning
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Future Land Use 

A new planning document, Planning 2 Succeed, is currently in draft form. This document will serve as an update to 
Rochester’s current comprehensive plan and propose a new land use plan coupled with new land use designations and 
categories. These new land use designations and categories have been established to revitalize downtown, promote 
development, and improve accessibility to current and future modes of transportation. Areas where new land use 
designations will occur are places populated with underused commercial and industrial buildings, public properties that 
are no longer needed, and vacant agricultural or industrial land. Though areas throughout Rochester may change, an 
Airport Protection Area has been developed, which, according to Planning 2 Succeed, is “an area and environs around 
the airport where development is constrained by local, state, or national regulations to limit safety or security hazards 
associate with operations of the airport facility. All safety zones, described in depth later, are protected and 
permanent.”25 

 

Of the 20 new land use categories, airport property is primarily designated as Airport Facilities under the Community 
Anchor category. The Community Anchor category includes facilities that typically undergo a master plan process and 
significantly contribute to the economy. Other airport property land use designations include industrial, commercial and 
business development, parks and open space, and urban reserve.  

 

The inventory chapter includes a review of the existing environmental conditions because they are crucial to giving the 
sponsor the opportunity to understand how the airport is currently affecting the environment and what type of 
environment is present on the airfield. The following sections briefly describe the environmental impact categories 
pertinent to RST.  

Air Quality 

As required by the Clean Air Act, the Environmental Protection Agency (EPA) has set National Ambient Air Quality 
Standards (NAAQS) for six pollutants considered harmful to public health and the environment: Carbon Monoxide (CO), 
Lead (Pb), Nitrogen Dioxide (NO2), Ozone (O3), Particulate Pollution (PM), and Sulfur Dioxide (SO2).  An attainment area 
is one in which air pollutants do not exceed the NAAQS. According to the EPA, Olmsted County is currently in attainment 
for all NAAQS.26 However, from 1992 to 1994, Olmsted County was in nonattainment for Particulate Matter and was 
also in nonattainment from 1992 to 2000 for Sulfur Dioxide. Both pollutants have been re-designated to maintenance 
and remain in maintenance. 

 

  

                                                                 

 

 

25 Rochester-Olmsted Planning Department. (2018, March). Planning 2 Succeed: Land Use and Transportation 
Framework[PDF]. Rochester. Retrieved from http://www.rochestermn.gov/home/showdocument?id=18267 

26 Minnesota Nonattainment/Maintenance Status for Each County by Year for All Criteria Pollutants [Advertisement]. 
(2018, March). Retrieved April 2018, from https://www3.epa.gov/airquality/greenbook/anayo_mn.html 
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Future projects at airports in non-attainment areas may need to be accounted for in the State Implementation Plan 
and/or be shown not to exceed the applicable de minimis levels as defined by General Conformity.  Conformity 
requirements are addressed in Section 176(c)(1) of the Clean Air Act. These requirements are intended to ensure that 
the federal government does not take, approve, or support actions that are inconsistent with a state’s plan to attain and 
maintain NAAQS.  Short-term air quality impacts may be expected from heavy equipment pollutant emissions, fugitive 
dust resulting from the movement of earth for cut and fill, any open burning that may occur on the Airport, and the 
operation of concrete batch plants.  Contractors would be required to comply with all local, state, and federal air quality 
regulations, especially the procedures contained in the Federal Aviation Administration’s Advisory Circular (AC) 
150/5370-10A, Standards for Specifying Construction of Airports, which contains the FAA’s guidance to airport sponsors 
concerning protection of the environment during construction projects. 

Farmland 

The Farmland Protection and Policy Act (FPPA), administered by the US Department of Agriculture (USDA), was enacted 
to minimize the conversion of prime and unique farmland to non-agriculture by urban development and projects 
involving federal agencies. Farmland is considered prime or unique farmland and farmland of state or local importance. 
Prime farmland, as defined by the FFPA, is “farmland that has the best combination of physical and chemical 
characteristics for producing food, feed, forage, fiber and oilseed crops.”27 The FFPA defines unique farmland as 
“farmland other than prime farmland which is used for production of specific high-volume food and fiber crops.”28 
Unique farmland, according to the FFPA, “has the special combination of soil quality, location, growing season, and 
moisture supply needed to economically produce sustained high quality or high yields of specific crops.”29 FFPA requires 
federal programs to comply with state, local, and private programs and policies dedicated to the protection of 
farmlands. Federal agencies that authorize actions that result in the conversion of prime farmland not already 
committed to urban development or water storage are responsible for compliance with FPPA. Compliance is to be 
coordinated with the USDA Natural Resource Conservation Service (NRCS). 

 

The USDA provides soil data produced by the National Cooperative Soil Survey via the Web Soil Survey (WSS). According 
to the WSS, there are 37 soil types located on and around airport property. Of the 37 soils, 28 are considered prime 
farmland, prime farmland if drained, and farmland of statewide importance. However, those located on airport are 
generally considered to be an area committed to urban development and may not be considered prime farmland. They 
are listed in the Soil Data table on next page.   

                                                                 

 

 

27 USDA. (2012, August). Part 523 – Farmland Protection Policy Act Manual[PDF]. Retrieved from 
https://www.nrcs.usda.gov/Internet/FSE_DOCUMENTS/stelprdb1049284.pdf 

28 Ibid. 

29 Ibid. 
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Table 1-1: Soil Data 

Soil  Soil Classification Soil Soil Classification 
Chaseburg silt loam, 
moderately well 
drained, 0 to 2 slopes 

All areas are prime farmland 
Timula silt loam, 6 to 
12 percent slopes, 
moderately eroded 

Farmland of statewide 
importance 

Skyberg silt loam Prime farmland if drained Vasa silt loam All areas are prime farmland 

Kasson silt loam All areas are prime farmland 
Whalan loam, 1 to 6 
percent slopes 

All areas are prime farmland 

Racine silt loam, 1 to 6 
percent slopes 

All areas are prime farmland 
Waubeek silt loam, 1 to 
6 percent slopes 

All areas are prime farmland 

Racine silt loam, 6 to 
12 percent slopes 

Farmland of statewide 
importance 

Waubeek silt loam, 6 to 
12 percent slopes 

Farmland of statewide 
importance 

Garwin silty clay loam Prime farmland if drained 
Maxfield silty clay 
loam, 0 to 2 percent 
slopes 

Prime farmland if drained 

Joy silt loam, 1 to 4 
percent slopes 

All areas are prime farmland 
Mt. Carroll silt loam, 2 
to 6 percent slopes, 
moderately eroded 

All areas are prime farmland 

Port Byron silt loam, 0 
to 2 percent slopes 

All areas are prime farmland 
Mt. Carroll silt loam, 6 
to 12 percent slopes, 
moderately eroded 

Farmland of statewide 
importance 

Port Byron silt loam, 2 
to 6 percent slopes 

All areas are prime farmland 
Frankville silt loam, 1 
to 6 percent slopes 

All areas are prime farmland 

Port Byron silt loam, 6 
to 12 percent slopes, 
moderately eroded 

Farmland of statewide 
importance 

Frankville silt loam, 6 
to 12 percent slopes 

Farmland of statewide 
importance 

Lindstrom silt loam, 2 
to 6 percent slopes 

All areas are prime farmland 
Littleton silt loam, 1 to 
4 percent slopes 

All areas are prime farmland 

Lindstrom silt loam, 6 
to 15 percent slopes 

Farmland of statewide 
importance 

Coggon silt loam, 2 to 6 
percent slopes 

All areas are prime farmland 

Nasset silt loam, 6 to 
12 percent slopes 

Farmland of statewide 
importance 

Floyd silt loam, 1 to 4 
percent slopes 

All areas are prime farmland 

Oronoco loam, 2 to 6 
percent slopes 

All areas are prime farmland 
Waucoma loam, 2 to 6 
percent slopes 

All areas are prime farmland 

Source: USDA Web Soil Survey Data. USDA. (n.d.). Web Soil Survey [Map]. In USDA Natural Resources Conservation 
Service Soils. Retrieved March 2018, from https://websoilsurvey.sc.egov.usda.gov/App/WebSoilSurvey.aspx. 
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Floodplains 

A floodplain is typically flat land adjacent to bodies of water that are susceptible to inundation by flood waters. 
Executive Order 11988, Floodplain Management, requires federal agencies to avoid, to the extent possible, indirect and 
direct short and long-term impacts to floodplains. As part of the National Flood Insurance Program, the Federal 
Emergency Management Agency (FEMA) produces Flood Insurance Rate Maps (FIRM), which depict Special Flood 
Hazard Areas (SFHA). FEMA distinguishes SFHAs as those that will be inundated by the base flood, or the flood event 
having a 1-percent chance of being equaled or exceeded in any given year.  

 

RST is contained in three flood maps. These flood maps indicate the majority of airport property is within a minimal 
flood hazard area, outside of the SFHAs. Minimal flood hazard areas are not within the base flood.30 

Hazardous Material, Pollution Prevention, and Solid Waste 

The handling and disposal of hazardous materials, chemicals, substances, and wastes are primarily governed by four 
laws: the Comprehensive Environmental Response, Compensation, and Liability Act of 1980 (CERCLA)(as amended by 
the Superfund Amendments and Reauthorization Act of 1986 and the Community Environmental Response Facilitation 
Act of 1992); the Pollution Prevention Act of 1990; the Toxic Substances Control Act of 1976 (TSCA), as amended; and 
the Resource Conservation and Recovery Act of 1976 (RCRA) (as amended by the Solid Waste Disposal Act of 1980 
[SWDA]), the Hazardous and Solid Waste Amendment of 1984, and the Federal Facility Compliance Act of 1992 [FFCA]). 
The first and last statutes are of most importance to the FAA in proposing actions that could affect or be affected by 
hazardous materials, pollution, and solid waste.  

 

Currently four businesses on Airport property operate under the RCRA for conditionally exempt small quantity 
generators.31 They are required to provide information on their activities to state environmental agencies. These 
agencies then provide the information to regional and national US Environmental Protection Agency (EPA) offices 
through the RCRA Information (RCRAInfo) System.  Information on cleaning up after accidents or other activities that 
result in a release of hazardous materials to the water, air or land must also be reported through the RCRAInfo website. 

 

Construction activities can generate hazardous wastes and some construction materials constitute hazardous 
substances.  These include fuel, oil, lubricants, paints, solvents, concrete-curing compounds, fertilizers, herbicides, and 
pesticides.  Proper practices should be implemented to prevent or minimize the potential for these hazardous 
substances to be released into the environment.  Chemicals, petroleum-based products, and waste materials, including 
solid and liquid waste, should be stored in areas specifically designed to prevent discharge into storm water runoff.  
Areas used for storage of toxic materials should be designed with full enclosure in mind, such as the establishment of a 
dike around the perimeter of the storage area.  Construction equipment maintenance should be performed in a 
designated area and control measures, such as drip pans to contain petroleum products, should be implemented.  Spills 
should be cleaned up immediately and disposed of properly.   

 

                                                                 

 

 

30 FEMA. (n.d.). FEMA Flood Map [Map]. In US Department of Homeland Security Federal Emergency Management 
Agency. Retrieved March 2018, from https://msc.fema.gov/portal/search#searchresultsanchor 

31 EPA. (n.d.). EnviroMapper [Map]. In EPA U.S. Environmental Protection Agency. Retrieved March 2018, from 
https://geopub.epa.gov/myem/efmap/index.html?ve=12,43.910628,-92.490100&pText=Rochester Int'l Airport 
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RST will undergo a waste study conducted by Mead & Hunt. During this study, Mead & Hunt will review and take 
inventory of: 

✓ Airport Recycling, Reuse, and Waste Reduction Plan (if available) 

✓ Airport waste 

✓ Waste management agreements 

✓ Infrastructure available for waste collection in the community. 

 

Based on the findings of this study, Mead & Hunt will present recommendations that could potentially aid in landfill 
diversion. 

Historical, Architectural, Archaeological, and Cultural Inventories 

Section 106 of the National Historic Preservation Act (NHPA) requires federal agencies to consider the impacts of their 
undertakings on historic property, which include archeological sites, buildings, structures, objects, and districts. The 
NHPA also requires federal agencies to allow the Advisory Council of Historic Preservation the opportunity to comment 
on the undertaking. The National Park Service (NPS) maintains the National Register of Historic Places (NRHP), which 
lists all historic places that meet criteria. According to the NRHP, there are no historic buildings, structures, or cultural 
artifacts on the airfield or in the near vicinity. The Mayowood Historic District is located 9.6 miles northwest of the 
Airport and is the nearest historic site listed on the NRHP. There are three contributing structures and 13 contributing 
buildings.32 The State Historic Preservation Office (SHPO) also lists several historic sites throughout Olmsted County; 
however, none are located on the airfield or in the near vicinity. Toogood Barns is the nearest site listed by the SHPO. 
These three stone livestock barns are located 7.5 miles north.3334 

Threatened and Endangered Species 

The Endangered Species Act, as amended, requires each “Federal agency to ensure that any action authorized, funded, 
or carried out by such agency is not likely to jeopardize the continued existence of any endangered or threatened 
species or result in the destruction or adverse modification of habitat of such species.”35 Threatened species are species 
likely to become endangered. Endangered species are species in danger of extinction. The United States Fish and 
Wildlife Service (USFWS) is responsible for listing threatened and endangered species and has listed the following three 
species as endangered for Olmsted County: Prairie Bush-Clover (Lespedeza Leptostachya), Leedy’s roseroot (Rhodiola 
integrifolia ssp. leedyi), and Northern Long-Eared Bat (Myotis septentrionalis).36 

 

                                                                 

 

 

32 National Park Service. (n.d.). National Register of Historic Places [Map]. In National Park Service. Retrieved March 
2018, from https://www.nps.gov/maps/full.html?mapId=7ad17cc9-b808-4ff8-a2f9-a99909164466 

33 Minnesota National Register [Online Database]. (n.d.). Retrieved April 2018, from 
http://www.mnhs.org/preserve/nrhp/ 

34 Minnesota Historical Society, & Toogood, W. (n.d.). Toogood Barns. Retrieved April 2018, from 
http://www.mnhs.org/preserve/nrhp/NRDetails.cfm-NPSNum=75001003.html 

35 U.S. Fish and Wildlife Service. (2003, November 24). Endangered Species Act of 1973[PDF]. Department of the Interior. 
Retrieved from https://www.fws.gov/endangered/esa-library/pdf/ESAall.pdf 

36 Environmental Conservation Online System [Advertisement]. (n.d.). Retrieved April 2018, from 
https://ecos.fws.gov/ecp0/reports/species-by-current-range-county?fips=27109 
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Minnesota statute, 84.089537, Protection of Threatened and Endangered Species, prohibits a person from taking, 
importing, transporting, or selling any portion of an endangered animal or plant species, or possess with an interest of 
selling an article made with any endangered species’ hide, parts, or skin. Minnesota Department of Natural Resources 
(MnDNR) is responsible for regulating and designating species of the state, which meet the statute’s definition of 
threatened or endangered. The statute introduces a new classification, Species of Special Concern, which is defined as a 
species that is neither designated as threatened or endangered but is extremely uncommon in the state or has a unique 
or highly specific habitat requirement, and therefore, it should be monitored. The MnDNR lists 25 threatened species, 
including the Prairie Bush-Clover; seven endangered species, including the Leedy’s Roseroot; and 41 species of special 
concern for Olmsted County.38 

 

There have been no sightings or wildlife strikes of the threatened, endangered, or special concern species at RST. 

Wildlife Management 

Wildlife strikes cause million-dollar losses for the aviation industry and can endanger those on the ground as well as 
passengers onboard aircraft. The result of a wildlife strike ranges from aircraft damage, costly repairs, totaled aircraft, 
and loss of public confidence to loss of life. The FAA requires certified airports to conduct a Wildlife Hazard Assessment 
(WHA) or ecological study when a wildlife aircraft strike occurs at or near an airport. The WHA is typically a year-long 
survey of the airport and its surrounding environment to identify the potential wildlife hazards. If significant hazards 
have been identified, the airport is then responsible for creating a Wildlife Hazard Management Plan (WHMP), which 
documents actions the airport will take to minimize wildlife strikes.   

 

RST contacted Wildlife Services to conduct a year-long WHA in 2014 with the following objectives39: 

✓ Identify the bird and mammal species, numbers, locations, local movements and activities, and seasonal 
occurrences of wildlife observed at RST. 

✓ Identify features on and near the airport that may attract hazardous wildlife. 

✓ Provide general and site-specific recommendations to reduce wildlife hazards at RST. 

 

During the WHA, coyote, red fox, striped skunk, eastern cottontail rabbit, white-tailed jackrabbit, domestic cat, and 
thirteen-lined ground squirrel were observed. Plains Pocket gopher and badger diggings were sited throughout the 
airfield and bald eagles observed throughout the airfield. White-tailed deer were observed outside of the perimeter 
fence. Due to the findings and recommendations of this WHA, a WHMP was created. No threatened, endangered, or 
special concern species were listed within the report. Both can be accessed in the Appendix of this master plan.  

 

  

                                                                 

 

 

37 Protection of Threatened and Endangered Species, § 84-0895 (2017). 

38 Minnesota Department of Natural Resources Rare Species [Online Database]. (n.d.). Retrieved April 2018, from 
https://www.dnr.state.mn.us/rsg/filter_search.html  

39 Refer to Appendix for Wildlife Hazard Assessment. 
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Section 4(f) Property 

According to Section 4(f) of the Department of Transportation Act (recodified as 49 USC, Subtitle I, Section 303), “no 
publicly owned park, recreation area, wildlife or waterfowl refuge, or land of historic site that is of national, state or 
local significance shall be used, acquired, or affected by programs or projects requiring federal assistance for 
implementation unless there is no feasible or prudent alternative.”40 The following are considered Section 4(f) 
Properties: 

✓ Publicly owned park and recreation areas open to the public 

• South Pointe Park is 2.3 miles north of the Airport and Willow Creek Reservoir Park is 3.0 miles north. 

✓ Publicly owned wildlife and waterfowl refuges 

• The Keller State Wildlife Management Area and Schumann State Wildlife Area are located 6.9 miles west 
and 8.5 miles south of the Airport, respectively.  

✓ Public and privately owned historic sites 

• According to the NRHP, there are no historic sites in the immediate vicinity of the Airport. The nearest NRHP 
site, Mayowood Historic District, is 9.6 miles northwest of the Airport. The nearest SHPO site, Toogood 
Barns, is 7.5 miles north of the Airport. 

✓ Protected properties may also include places of traditional religious and cultural importance to a Native American 
tribe. 

• There are no known protected Native American tribe sites in the immediate vicinity of the Airport. 

Water Quality 

Substance from airport activities such as airport development, aircraft washing, deicing, fueling, and maintenance can 
pollute water quality. During a storm, storm water can pick up residual materials from these activities from runways, 
taxiways, aprons, parking lots, fuel storage facilities, and access roads. The residual material can be carried through 
drainage channels off airport property polluting surface water, ground water, and local lakes, ponds, or streams. As part 
of the Clean Water Act (CWA), state and federal laws and regulations have been established to prevent extensive storm 
water pollution. Water pollution is regulated by the National Pollutant Discharge Elimination System (NPDES) permit 
program by controlling sources that discharge into water of the United States. The Minnesota Pollution Control Agency 
(MPCA) administers the NPDES rules. 

 

  

                                                                 

 

 

40 FAA. (2015, July). Department of Transportation Act, Section 4(f)[PDF]. Retrieved from 
https://www.faa.gov/about/office_org/headquarters_offices/apl/environ_policy_guidance/policy/faa_nepa_order/des
k_ref/media/5-dot-act-section4f.pdf 
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The General Permit requires regulated facilities to develop a Stormwater Pollution Prevention Plan (SWPPP) that 
focuses on the minimization or elimination of potential impacts to storm water from industrial activity and/or significant 
materials. RST is required to comply to “Sector S” of the General Permit. RST’s SWPPP was updated in December 2016. 
According to the SWPPP, “stormwater management activities at RST are intended to prevent pollution, protect water 
quality, reduce the risk and liability of the Airport operations, assure compliance with permit requirements, and to serve 
as a model for the environmental leadership.”41 RST SWPPP recognizes the most impactful airport activities to 
stormwater as aircraft deicing and fueling. RST has worked to concentrate aircraft deicing into specific areas. The 
Airport also has a low-flow collection system that collects glycol impacted stormwater from areas where deicing is 
conducted and diverts the flow into the sanitary sewer system. Sector S has set threshold values for deicing fluid at 
100,000 gallons, which the Airport is well below.  

 

Stormwater from RST generally flows into Willow Creek, Willow Creek Reservoir, or unnamed tributaries. The MPCA has 
designated Willow Creek as an impaired water due to affected aquatic life. A body of water is considered impaired if it 
fails to meet one of the MPCA water quality standards. 

Wetlands 

Wetlands are defined as areas inundated by surface or groundwater, with a frequency sufficient to support vegetation 
or aquatic life requiring saturated or seasonally saturated soil conditions for growth and reproduction. Knowing the 
wetland location on the airfield is essential to determine if construction at the Airport may encroach upon the protected 
waters as Section 404 of the CWA prohibits the discharge of dredged or fill material into waters of the U.S., including 
wetlands, unless a permit has been obtained.  

 

Wetlands and other Waters of the U.S. may be classified as “jurisdictional” or “non-jurisdictional.” Jurisdictional 
wetlands and designated waters of the U.S. are under the authority of and are regulated by the U.S. Army Corps of 
Engineers (USACE).  Section 404 of the CWA gives the USACE the jurisdictional authority to regulate disposal of dredge 
or fill material in Waters of the U.S, including coastal wetlands, tidelands and marine waters below the high tide line 
(HTL), as well as streams and freshwater wetlands above the ordinary high water (OHW) line of streams adjacent to 
waters of the U.S.  The USACE must be consulted whenever jurisdictional wetlands and other Waters of the U.S. are 
present.  

 

The State of Minnesota, according to Minnesota statute, controls the appropriation and use of water of the State, to the 
extent possible. Minnesota established a Wetland Policy under 103A.202, which calls for the preservation of wetlands to 
conserve surface waters, maintain and improve water quality, preserve wildlife habitat, reduce runoff, and provide for 
floodwater retention.42  

 

  

                                                                 

 

 

41 Terracon. (2016). Stormwater Pollution Prevention Plan Rochester International Airport (pp. 1-235, Rep.). 
Minneapolis, MN: Terracon. 

42 Wetland Policy, § 103A-202 (2017). 
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Minnesota passed the Wetland Conservation Act (WCA) due to the disappearance of wetlands throughout the state. 
One purpose of the WCA is to achieve no net loss in the quantity, quality, and biological diversity of Minnesota’s existing 
wetlands. The WCA requires those proposing to impact Minnesota wetlands to: 

✓ Attempt to avoid the impact. 

✓ Attempt to minimize the impact 

✓ Replace any impacted area with another wetland of at least equal function and value 

 

The MnDNR enforces the WCA while local governing units administer the act. The MnDNR has begun to conduct 
wetland surveys for the state of Minnesota. A great portion of surveys have been completed by multiple agencies using 
the Cowardian Classification System. After surveying the southern region of Minnesota, that contains Rochester, eleven 
wetland types were identified on airport property as listed in Table 1-2 Airport Property Wetlands which follows Figure 
1-12 Minnesota Department of Natural Resources Wetland Inventory.  

 

All wetlands identified on airport property are of the Palustrine system, which include all nontidal wetlands and are 
dominated by emergent mosses and/or lichens, shrubs, and trees. Palustrine wetlands may not contain this vegetation, 
but must follow these four characteristics, according to the Cowardian system:  

✓ area less than 20 acres 

✓ active wave-formed or bedrock shoreline features lacking 

✓ water depth in the deepest part of basin less than 2.5 m (8.2 ft) at low water 

✓ salinity due to ocean-derived salts less than 0.5 pp 

 

There are four classes of the Palustrine wetland system located on airport property: emergent, scrub-shrub, forested, 
and unconsolidated bottom. Each class has a subclass. These subclasses are explained below and listed in the Airport 
Property Wetlands, if found on airport property.  

 

Emergent Class: Vegetation of the emergent class is present for most of the growing season and includes erect, rooted, 
herbaceous hydrophytes. Vegetation of this class does not include mosses and lichens. 

Persistent Subclass: This subclass is only found in Estuarine and Palustrine systems. Species within the persistent 
subclass typically remain at least until the beginning of the net growing season. 

Scrub-Shrub Class: The scrub-shrub class consists of woody vegetation, less than 20 feet tall, including true shrubs, 
young trees, and small or stunted trees or shrubs (due to environmental conditions.) 

Broad-leaved Deciduous Subclass: This subclass is populated with woody angiosperms (trees or shrubs) with relatively 
wide, flat leaves that are shed during the cold or dry season. 

Forested Class: The forested class is characterized by woody vegetation that is roughly 20 feet tall or taller. 

Unconsolidated Bottom: Unconsolidated Bottom includes all wetlands and deepwater habitats with at least 25% cover 
of particles smaller than stones (less than 6-7 cm), and a vegetative cover less than 30%. 43 

  

                                                                 

 

 

43 Cowardin et al (1979) 
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Table 1-2: Airport Property Wetlands 

Wetland Type Cowardin Classification 
PEM1A** Palustrine Emergent Persistent Temporarily Flooded Wetland 

PEM1B Palustrine Emergent Persistent Saturated 

PSS1B* Palustrine Scrub-Shrub Broad-Leaved Deciduous Saturated 

PFO1B* Palustrine Forested Broad-Leaved Deciduous Saturated 

PEM1Ah Palustrine Emergent Persistent Temporarily Flooded Diked/Impounded 

PUBFx* Palustrine Unconsolidated Bottom Semi Permanently Flooded Excavated 

PEM1C Palustrine Emergent Persistent Seasonally Flooded 

PFO1A* Palustrine Forested Broad-Leaved Deciduous Temporarily Flooded 

PEM1Ch Palustrine Emergent Persistent Seasonally Flooded Dike/Impounded 

PSS1A* Palustrine Scrub-Shrub Broad-Leaved Deciduous Temporarily Flooded 

PUBFh Palustrine Unconsolidated Bottom Semi Permanently Diked/Impounded 

Source: Minnesota Dept of Natural Resources. (2015, May). National Wetland Inventory [Map]. In Minnesota 
Department of Natural Resources. Retrieved March 2018, from 
http://mndnr.maps.arcgis.com/apps/OnePane/basicviewer/index.html?appid=7132a264fcd449deb8521268c0698046 

*Wetland does not stand alone and is embedded in other wetlands. 

**Wetland stands alone and, in some cases, is embedded in other wetlands. 
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1.5 ISSUES SUMMARY 

The ability to comprehensively examine all development issues facing an airport is perhaps the single most important 
benefit provided by a master planning program.  That said, some specific development challenges for Rochester 
International Airport are critical to consider for this master plan update.  

 

Preliminary analysis and discussions with airport administration, the FAA, and the Airport Company Board and the 
Rochester Airport Commission indicate that these are some of the critical issues that will be particularly important in the 
development of this master plan: 

 

✓ Continued focus on customer experience improvement. This includes all resident and visitor air travelers, with a 
special attention on those traveling to access the medical resources provided by the Mayo Clinic. 

✓ Refined forecast of aviation activity including air service growth potential. 

✓ Optimization of airfield layout in consideration of existing and future critical aircraft types used for commercial 
passenger service, air cargo and general aviation (i.e., business jets).  The forecast of critical aircraft types will 
influence the design standards (runway width, length, strength and instrument approach capabilities) for the 
runway rehabilitation projects that will be initiated in the next few years. 

✓ Optimization of landside configuration. Including: 

• The passenger terminal and its support facilities (parking, access, rental car, etc.) 

• Air cargo facilities including the potential for a significant increase in activity. 

• Accommodation of pent-up demand for general aviation aircraft storage and maintenance hangars. 

• Accommodation of demand for flight training facilities. 

• Accommodation of non-aeronautical development that contributes to revenue generation. 

✓ A capital improvement program that promotes the airport’s financial sustainability.  

 



  

 2.1 

Forecast of Aviation Activity 

FORECAST OF AVIATION ACTIVITY 

 EXECUTIVE SUMMARY 

This chapter presents aviation activity forecasts for the Rochester International Airport (RST). The purpose of preparing 
forecasts is to provide a basis for airport facility planning and justification for future decisions, including analysis of long-
term Airport needs and goals. These forecasts estimate potential future activity levels through evaluation of historical 
data and the application of various projection methods. The consultant analyzed and accounted for existing conditions 
and the potential future needs unique to RST which are presented in this chapter. The remaining sections and Table 2-1 
summarize the main points of the chapter. 

 

Table 2-1: Forecast Summary 

Activity Measure 2017 2037 
Percentage 

Increase 
Primary Facility Considerations 

Passenger Enplanements 145,517 270,230 85.70% Terminal Building and Associated Facilities 

Based Aircraft 65 85 30.77% Aircraft Storage and FBO Services 

Aircraft Operations 

Air Carrier 2,774 6,736 142.83% Airfield and Commercial Apron 

Air Taxi and Commuter 8,509 5,081 -40.29% GA Aprons and FBO Services 

General Aviation 25,816 36,423 41.09% GA Aprons and FBO Services 

Military 2,896 2,896 0.00% N/A 

Total Aircraft Operations 39,995 51,136 27.86%  

 INTRODUCTION  

Forecasts of aviation activity serve as a guideline for demand-based implementation of airport improvement programs. 
While forecasts are necessary for airport planning, forecasts only approximate future activity, based upon historical 
data, present conditions, and expected future trends. Forecasts are a particularly important element of the master 
planning process for RST, as they provide the basis for many airport considerations, including: 

✓ Determining the future role of the Airport, with respect to the type of aircraft and operations to be 
accommodated, both for the existing airfield and for a future relocated airport. 

✓ Evaluating the capacity of existing Airport facilities and their ability to accommodate forecasted 
demand. Specifically, forecasts will be used to determine the level(s) of activity, or thresholds, that 
could reasonably indicate the practicality or necessity of reconfiguring, expanding, or relocating the 
Airport.  

✓ Estimating the extent of airside and landside improvements required in future years to accommodate 
projected demand at the current Airport site. If it is determined that certain improvements cannot be 
implemented at the existing site, they would lend support to the need to relocate the Airport.  

Aviation forecasting is often technical in nature and uses terms that may not be commonly understood. Definitions for 
several key terms used in this chapter are provided below. Appendix A Glossary of Terms, also provides definitions for 
technical terminology used in this Master Plan. 
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✓ Air Carrier Operation – A takeoff or landing of commercial aircraft with seating capacity of more than 
60 seats. 

✓ Air Taxi Operation – A takeoff or landing by aircraft with 60 or fewer seats conducted on non-
scheduled or for-hire flights. 

✓ Aircraft Fleet Mix – The combination of differing aircraft types operated at a particular airport. 

✓ Aircraft Operation – An aircraft arrival (landing) or departure (takeoff) each represent one aircraft 
operation. 

✓ Air Traffic Control Tower – A central air traffic control facility using air to ground communications 
and/or radar, visual signaling, and other devices to provide for the safe and expeditious movement of 
air traffic. 

✓ Based Aircraft – Aircraft stored at an airport on a permanent basis. 

✓ Business Jet – A jet aircraft designed for transporting small groups of people. 

✓ Commuter Operation – A takeoff or landing by aircraft with 60 or fewer seats that transport regional 
passengers on scheduled commercial flights. 

✓ Compound Annual Growth Rate (CAGR) – The year over year growth rate of a given metric. 

✓ Traffic Flow Management System Counts (TFMSC) – A Federal Aviation Administration (FAA) database 
providing information on traffic counts by airport or by city pair for various data groupings such as 
aircraft type design group. TFMSC data is created when pilots file flight plans and/or when flights are 
detected by the National Airspace System (NAS), usually via RADAR. 

✓ General Aviation – All civil aviation excluding commercial operations. 

✓ Itinerant Operation – All operations other than local operations (see local operation definition below). 

✓ Local Operation – An operation conducted by aircraft operating in the traffic pattern within sight of the 
air traffic control tower; aircraft departing or arriving from flight in local practice areas; or aircraft 
executing practice instrument operations at the airport. 

✓ Passenger Enplanement – A passenger on a scheduled commercial service or charter aircraft that 
departs an airport. Enplanements do not include the airline crew.  

✓ Passenger Load Factor – The ratio of passengers boarding an aircraft to the total number of seats on 
the aircraft. In other words, load factor is a measure of how full a flight is. 

✓ Regional Jet – A class of short- to medium-range airliners typically serving small hub and non-hub 
airports. 

✓ Terminal Area Forecast (TAF) – The official FAA forecast of aviation activity for airports throughout the 
U.S. The TAF is prepared to support FAA budgeting and planning, and to provide information for use by 
state and local authorities, the aviation industry, and the public. Forecasts developed for airport master 
plans and/or under federal grant assistance must be compared to the TAF and approved by the FAA.  

✓ Turboprop – An aircraft powered by a turbine engine that drives an aircraft propeller. 
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A previous Airport master plan was completed in 2009. This master plan’s stated goals included but were not limited: to 
optimizing the efficiency and effectiveness of the Airport, enhancing the economic and social value of the Airport, and 
to meet the long-term aviation needs of the Airport. This section will briefly summarize the major activity forecasts 
conducted during for that master plan. 

 

Enplanements Forecast – This forecast stated that as enplanements are closely tied to air carrier service there were not 
projected to be any significant increase in enplanements. After an increase in 2008 due to service by Allegiant Air it was 
expected enplanement growth would remain modest but supported by the prominent role of Mayo Clinic in the 
community. Passenger enplanements were projected to increase from 156,071 in 2007 to 177,077 in 2025.   

 

Air Carrier Operations – Similar to ongoing trends, the 2009 master plan projected that operations would grow 
modestly as air carriers prefer to increase aircraft size, instead of adding more flights, as enplanements and load factors 
increase. Therefore, outside of new air carrier service, it was not expected that air carrier operations would significantly 
increase and the 2009 master plan projected an increase from 17,002 in 2007 to 20,200 in 2025.  

 

General Aviation Operations – The 2009 master plan stated that operations per based aircraft at RST have declined in 
recent years but anticipated the presence of regional flight clubs and on-airport business to foster additional GA 
operations at the Airport. Due primarily to these reasons an increase from 32,996 GA operations in 2007 to 45,108 
operations in 2025 was projected.  

The community of Rochester has grown steadily over the past several decades with a noticeable absence of decline 
during times of recession. This is in part due to the large number of workers in healthcare and social assistance as 
demand for those services is less susceptible to economic changes. The Bureau of Economic Analysis shows 47,622 
people in that industry, or 32 percent of the total workforce in the Rochester Metropolitan Area. Of these, the Mayo 
Clinic employees an estimated 33,000. Historical socioeconomic trends are shown below in Figure 2-1.  
 

Figure 2-1: Socioeconomic Trends 

 

Source: Bureau of Economic Analysis 
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The Mayo Clinic is a medical non-profit company that conducts patient care, research and education. The Mayo Clinic 
has campuses in Minnesota, Arizona and Florida but is based out of Rochester, MN, and is planning major local 
expansions that will impact the dynamic of the City and Airport. The Destination Medical Center (DMC) Act enacted in 
June 2013 will, together with funds from the Mayo Clinic, expand the existing clinic into a worldwide premier DMC.  

 

The Mayo Clinic DMC expansion will profoundly impact the Airport and metropolitan area. The Mayo Clinic is currently 
the largest private employer Minnesota, generating more than $9.6 billion in statewide economic impact. By the end of 
2034, as the DMC comes to fruition, estimates indicate Mayo Clinic will be responsible for 51,770 jobs and 
approximately one-third of RST Metro area gross domestic product (GDP). A detailed view of the planned expansions 
can be seen in Figure 2-2.  

 

Figure 2-2: Destination Medical Center Planned Expansions 
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The goals of this program are listed below and underscore the impact this program will have to the community. 

✓ Create a comprehensive strategic plan with a compelling vision that harnesses the energy and 
creativity of the entire community. 

✓ Leverage the public investment to attract more than $5 billion in private investment to Rochester and 
the region. 

✓ Create approximately 35,000 – 45,000 new jobs, with workforce development strategies that support 
that growth. 

✓ Generate approximately $7.5 - $8.0 billion in new net tax revenue over 35 years. 

✓ Achieve the highest quality patient, companion, visitor, employee, and resident experience, now and in 
the future. 

 
Due to the scope of this project, the DMC Act, requires that the DMC Development Plan be updated every five years: 
“To direct strategic initiatives to be responsive to the changing market conditions.” This Airport master plan draws on 
the 2015 DMC Development Plan throughout the chapter to evaluate the potential impacts on activity at RST.  

 

Coupled with the expansion of the DMC, the Mayo Clinic also recently joined the “fly local” initiative to promote 
additional use of RST. This initiative is headed by the Airport and prioritizes the use of RST for local businesses when 
traveling. As of this writing 88 local business have joined the initiative and enplanements have rapidly grown from 
113,026 in 2016 to 145,517 in 2017. This initiative means that growth stimulated in the area by the DMC and other 
socioeconomic factors will be more closely paired with Airport growth than historical data would suggest.  

 COMMERCIAL ACTIVITY   FORECASTS 

Commercial activity is a broad term that refers to operations generally dealing with the movement of passengers and 
cargo. As commercial activity is both a primary driver of airport growth and indicative of the activity surrounding the 
airport, any Airport must consider it during master planning. This section will address some of the primary metrics of 
commercial activity by summarizing trends and providing forecasts for passengers, commercial operations, and cargo 
activity.  

Table 2-2 shows the historical enplanements at RST from 2007 to 2017. The number of passenger enplanements at the 
Airport has declined since the 2008 economic recession, experiencing an initial downward turn from 2008 to 2012, 
consistent with national trends. Although recovery happened slightly slower than national averages, enplanements 
experienced a strong rebound during the following years with a compound annual growth rate (CAGR) of 6.8 percent 
since 2012, due in part to the 2017 increase from the “fly local” initiative.  
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Four different forecasting methods are applied for passenger enplanements to create forecast scenarios, shown below. 
From these forecast scenarios, a preferred enplanement forecast is selected. 

✓ FAA TAF Forecast  

✓ Regression Analysis  

✓ Market Share Forecast  

✓ CAGR 
 

FAA Terminal Area Forecast (TAF) 

The FAA records passenger enplanements and releases this data 
annually in the TAF. Annual TAF data is based on the federal fiscal 
year (October through September) rather than the calendar year. 
Table 2-3 shows the most recent FAA TAF for enplanements at RST. 
The FAA predicts strong growth in passenger enplanements for the 
duration of the planning period with a total CAGR of 3.1 percent. 

Regression Analysis Forecast 

Regression analysis derives the relationship between several 
independent variables based on their historic changes. If there is a 
high correlation between variables, then a forecast can be created 
which uses this relationship. The prediction ability of a given 
forecast is measured by the R2 value, where 0 indicates no 
relationship and 1 indicates a perfect relationship. The consultant 
examined the relationship of RST passenger enplanements to 
several independent variables within the Rochester Metropolitan 
Statistical Area, which the Bureau of Economic Analysis shows to 
consist of the following counties: Dodge, Fillmore, Olmsted, and 
Wabasha. The total income, income per capita, total population, 
and GDP for these counties were compared to RST enplanements, 
but the R2 value did not exceed 0.3 for any of these and at least a 
0.9 value is usually desired before using regression analysis to 
project future activity. Therefore, this forecast was no longer 
considered. 

Market Share Forecast 

This methodology considers activity at the Airport as part of a larger whole. RST is one of eight airports within 
Minnesota with scheduled air carrier service. Passenger enplanements forecast were taken from the 2017 TAF for these 
airports, except for Minneapolis International Airport (MSP) due to its large market share, are compared to 
enplanements at RST in Table 2-4 for the past five years. During that time, market share has increased steadily, and the 
DMC development and fly local initiative means that the market share will likely continue to increase in future years as 
additional passengers use RST. Therefore, the 2017 market share of 41.7 percent is used as a conservative benchmark 
and applied to statewide air carrier enplanements to project future activity.  

 

 

Table 2-2: Historical Enplanements  

Year Enplanements 

2007 157,497 

2008 158,243 

2009 131,077 

2010 121,943 

2011 112,605 

2012 104,748 

2013 108,478 

2014 119,292 

2015 116,069 

2016 113,026 

2017* 145,517 

Source: 2017 FAA TAF, Airport Records 
Notes: *Airport records were used for 2017. 

Table 2-3:  Historical Enplanements 

Year* Enplanements 

2017 145,517 

2022 208,557 

2027 227,238 

2032 248,168 

2037 270,230 

CAGR 2017-2037 3.14% 

Source: 2017 FAA TAF, Airport Records 
Notes: *Airport records were used for 2017. 
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Table 2-4: Enplanements Forecast – Market Share 

Year* RST Enplanements MN Enplanements* RST Market Share 

Historical 

2013 108,478 330,594 32.8% 

2014 119,127 341,707 34.9% 

2015 116,069 323,178 35.9% 

2016 113,026 306,968 36.8% 

2017 145,517 349,026 41.7% 

Forecast 

2022 172,276 413,209 41.7% 

2027 183,965 441,245 41.7% 

2032 196,967 472,431 41.7% 

2037 210,680 505,322 41.7% 

CAGR 2017-2037 1.87% 1.87% N/A 

Source: 2017 FAA TAF, Airport Records 
Notes: *MSP is excluded from total state enplanements. 

Compound Annual Growth Rate (CAGR) 

Several projections of aviation activity are available from the FAA including the TAF and the annual aerospace forecast, 
which together project total national and regional enplanements. This methodology uses the CAGR from several of the 
TAF and Aerospace Forecasts and applies it to RST to determine future operations. The national growth rate from both 
the FAA TAF and FAA Aerospace Forecast are used in addition to the Great Lakes Regional growth projected in the TAF. 
Table 2-5 below shows the growth rate of these forecasts. 

 

Table 2-5: Enplanements Forecast – CAGR 

Year* 
FAA Aerospace 

Forecast 
TAF Great Lakes 

Regional Forecast* 
TAF National 

Forecast 

2017 145,517 145,517 145,517 

2022 158,219 157,742 159,581 

2027 172,029 170,993 175,004 

2032 187,044 185,358 191,919 

2037 203,371 200,930 210,467 

CAGR 2017-2037 1.69% 1.63% 1.86% 

Source: 2017 FAA TAF, Airport Records 
Notes: *Airport records were used for 2017. The Great Lakes region consists of these states: South Dakota, 
North Dakota, Minnesota, Wisconsin, Illinois, Indiana, Michigan, and Ohio.  
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Preferred Enplanements Forecast 

This section will compare the forecasts presented in previous sections and select a preferred forecast.  Figure 2-3 and 
Table 2-6 show a comparison of the forecasts.  

 

Table 2-6: Enplanements Forecast – Preferred Forecast 

Year* 
Market 
Share 

Aerospace 
Forecast 

TAF Great Lakes 
Regional Forecast* 

TAF National 
Forecast 

FAA TAF 

2017 145,517 145,517 145,517 145,517 145,517 

2022 172,276 158,219 157,742 159,581 208,557 

2027 183,965 172,029 170,993 175,004 227,238 

2032 196,967 187,044 185,358 191,919 248,168 

2037 210,680 203,371 200,930 210,467 270,230 

CAGR 1.87% 1.69% 1.63% 1.86% 3.14% 

Source: 2017 FAA TAF, Airport Records, Mead & Hunt 

 
Although most of the forecasts examined in this chapter are reasonable given past trends, not all of them are able to 
account for market changes. The fly local initiative started in 2017 has already shown a great increase in airport 
enplanements, 28.7 percent over the previous year. The majority of the forecasts presented in this section do not 
account for this change, but instead use past trends to project future growth or apply national or regional trends to 
growth at RST. As the FAA TAF was recently updated to reflect these enplanement increases at RST and account for the 
traffic generated by the Mayo Clinic, the TAF is selected as the preferred enplanement forecast.  

 

Figure 2-3: Enplanements Forecast Summary 

 

Source: 2017 FAA TAF, Airport Records, Mead & Hunt 
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This section will focus on the commercial operations at the Airport. An operation consists of one landing or a takeoff. 
Therefore, most aircraft will conduct two operations when using the Airport.  

Commercial Trends and Historical Activity 

The FAA TAF separates commercial operations into three distinct categories: air carrier operations, commuter 
operations, and air taxi operations, as defined in Table 2-7. The TAF defines the first category, air carrier operations, as 
any operation by a commercial aircraft with a seating capacity of more than 60 seats. Although both commuter and air 
taxi operations each consist of aircraft with 60 or fewer seats, commuter operations are scheduled while air taxi 
operations are unscheduled, on-demand flights. Air taxi operations are typically conducted by charter companies such 
as local fixed based operators (FBO) and fractional ownership aircraft operators. Cargo operations may be classified as 
either air carrier or air taxi operations depending on the type of aircraft used. Cargo operations will be discussed in 
greater detail in a later section. 

 

 

Commercial operations have decreased over time although the number of seats and size of aircraft have increased 
slowly but consistently since the 2008 recession, as shown in Figure 2-4. The initial drop in average seat size was due to 
the end of the DC9 and MD80 service. Although several large aircraft, such as the B757-200 for FedEx, operate regularly 
at RST, these operations are not counted towards average seat size as they carry cargo. The operation of the EMB140, a 
44-seat aircraft, is also response for lower number of average seats per flight but is being phased out as there were only 
40 operations by this aircraft in 2017 compared to 2,834 in 2013. During 2017 commuter operations increased due to 
introduction of the additional 50 seat CRJ200 aircraft by United Airlines. However, the additional 50 seat aircraft 
introduced at RST is not thought to indicate a shift in expected future trends but instead a temporary measure by 
United Airlines to meet passenger demand.  

 

Bombardier aircraft orders indicate there has not been an additional order or delivery of any of the CRJ aircraft smaller 
than the 700 series since before April 2009, which further supports the future reduction in CRJ200 aircraft. In 
comparison, as of December 31, 2017, Bombardier has a backlog of aircraft orders for the CRJ700, CRJ900, and CRJ1000. 
Larger aircraft, such as the B737, continue to increase in popularity. As of March 31, 2018. there are 4,656 orders for 
B737 aircraft and Boeing recently increased production to a rate of 47 aircraft per month. Therefore, the resurgence of 
50-seat aircraft is expected to be a temporary measure and will be phased out over time. However, these 50-seat 
aircraft may have a lingering presence as recent low fuel costs means reduce fuel as a driving factor to phase out these 
aircraft, as discussed in more detail in the following section. 

 

 

 

 

Table 2-7: FAA Commercial Operator Classification 

Operation Classification Commercial 
Aircraft 
Capacity 

Scheduled 
Do Passengers Count 

as Enplanements 

Air Carrier Yes More than 60 Typically, Yes Yes 

Commuter Yes 60 or Less Yes Yes 

Air Taxi Yes 60 or Less Typically, No No 
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Figure 2-4: Commercial Operation Trends 

 

Source: DOT T100 Database 

Commercial Passenger Fleet Mix and Operations Forecasts 

Although the total number of forecasted operations is based on the 2017 TAF, the distribution of those operations has 
been modified based on anticipated trends at RST, as shown in Table 2-8. As the Mayo DMC will develop through the 
planning period, its impact on commercial operations is expected to evolve. Air carriers will reduce commuter 
operations over time as carriers continue their transition to larger aircraft and continue to drive additional operations. 
However, low fuel prices and the desire to meet passenger demand are expected to result in the 50-seat aircraft 
lingering until the late 2020s. Meanwhile, larger aircraft such as the CRJ700, CRJ900, EMB170, and EMB175 will become 
more prominent and increase air carrier operations. As enplanements grow for the duration of the planning period, it is 
reasonable that aircraft would have to increase in size and number to accommodate demand. Finally, air taxi operations 
consist of both small cargo operations and on demand passenger flight air taxi operations. Passenger and cargo driven 
operation are expected to grow because of the Mayo Clinic DMC. However, cargo operations are discussed in greater 
detail in the following section.  

 

Table 2-8: Forecasted Commercial Operations  

Year Air Carrier Commuter Air Taxi Total 

2017 2,774 5,152 3,357 11,283 

2022 5,092 1,273 4,244 10,609 

2027 5,647 513 4,107 10,268 

2032 6,173 220 4,630 11,023 

2037 6,736 0 5,081 11,817 

Source: Mead & Hunt, DOT T100 Database, 2017 FAA TAF 
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As the commercial operations fleet at RST becomes more dependent on larger air carrier operations, the average 
number of seats per flight will also increase. This follows the national trend, as shown in Table 2-9. Although the 
number of average seats is not anticipated to match national averages, the increase is expected to be similar, 11.7 seats 
over the twenty-year planning period compared to the 12.5 seat national average. 

 

Table 2-9: Commercial Operations Trends 

Year RST Average Seats per Operations Domestic Average Seats per Aircraft Mile 

2017 51.6 137.9 

2022 56.1 142.0 

2027 56.6 145.2 

2032 59.4 147.8 

2037 63.3 150.4 

Source: DOT T100, FAA 2018 – 2038 Aerospace Forecast, Mead & Hunt 

This section will provide a summary of recent cargo trends at RST and forecast their future activity.  

Cargo Operations Trends  

Cargo operations have remained a strong presence at RST over the past decade. FedEx is the primary cargo operator at 
the Airport and has used a B757-200 as their primary aircraft since 2012, although other smaller aircraft and operators 
also conduct additional operations. Figure 2-5 shows FedEx operations with the total freight. Although weight has 
decreased by 12.6 percent from the peak weight in 2015, volume in FedEx operations has continued to increase as 
shown, apart from 2017. Cargo for the Mayo Clinic is estimated to account for approximately one-third of the total 
cargo volume. For instance, although the Mayo Clinic ships a variety of items, a common example is tissue samples used 
for testing. As more samples can be packaged together through improved packaging methods, weight decreases but the 
total amount of volume shipped increases. This trend is also apparent via the average weight of the B757-200 during 
departures, which has steadily increased over the past four years.  

 

Figure 2-5: Historic Cargo Trends 

 

Source: Airport Records, DOT T100 
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Although most cargo is carried by FedEx, smaller carriers such as Cessna Caravans and King Air are used for more time 
sensitive deliveries, such as organ transplants. Given the sensitive nature of the cargo at the Mayo Clinic and the limited 
shelf time before its expiration, prompt and dependable delivery is crucial. Patients depend on these deliveries for test 
results and continued treatments, and the ability to deliver samples on time could potentially have dire consequences 
for patients and doctors.  

Cargo Operations Forecast 

As stated above, cargo operations can be counted as either air carrier or air taxi operations depending on the size of the 
aircraft. Most of the freight moving through RST would be counted as air carrier operations due to their arrival on the 
B757-200, with the more time sensitive and smaller deliveries on Cessna Caravans and King Air aircraft are counted as 
air taxi. Therefore, total cargo operations are included in the commercial fleet forecast in Section 3.2.2, while freight by 
weight is shown below in Table 2-10. Since 2012 the B757-200 has been the dominant aircraft as it joined, and then 
replaced, the B727-200. As the bulk of Airport cargo is brought in on FedEx, the average amount of cargo on the B757-
200 since 2012 has been applied to the forecasted operations of that aircraft type.  

 

Table 2-10: Forecasted Cargo 

Year FedEx Operations Total Freight Average Freight per Flight 

Historical 

2008 1,254 24,219,423 19,314 

2009 664 17,011,860 25,620 

2010 540 17,937,320 33,217 

2011 552 18,407,946 33,348 

2012 552 19,367,153 35,085 

2013 552 20,033,119 36,292 

2014 622 25,003,650 40,199 

2015 622 25,393,836 40,826 

2016 654 23,756,865 36,325 

Forecasted 

2017 600 22,194,085 36,990 

2022 970 36,489,759 37,620 

2027 1,237 46,537,355 37,620 

2032 1,470 55,290,835 37,620 

2037 1,604 60,331,956 37,620 

Source: Mead & Hunt, 2017 FAA TAF 
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 GENERAL AVIATION FORECASTS 

General aviation (GA) represents all civil aviation activity not defined as commercial. GA includes a variety of users and 
activities, including corporate and business operators, recreational users, flight training, agricultural applications, law 
enforcement, and other government uses. This section will provide a discussion of historic trends and forecast for based 
aircraft and GA operations.  

As shown in Figure 2-6, the national GA fleet has been shifting for the past several decades. Piston aircraft are 
decreasing in popularity due to the expense associated with private aircraft ownership, while business aviation is 
increasing, primarily using turbine and rotor aircraft. Although the total number of GA aircraft has grown, from 191,129 
in 1996 to 209,800 in 2017, piston aircraft have declined steadily while turbine, rotor, and light sport aircraft have 
increased. Light sport aircraft are recreational focused aircraft with no more than two seats and several performance 
limitations. Their lower expense to own and operate often appeals to private aircraft owners, while the greater range 
and payload of turbine aircraft appeal to business owners. 

 

Finally, hours flown by the national GA fleet are anticipated to increase from 24.8 million hours in 2017 to 26.4 million 
hours in 2026. Most of this increase is expected to consist of turbine aircraft hours. In 2017 turbine fixed wing aircraft 
flew an average of 299 hours each, and this is anticipated to increase to 325 hours by 2026. By 2026, turbine aircraft are 
expected to be responsible for 33.1 percent of all GA flight time, compared to 28.2 percent in 2017. In summary, the GA 
fleet is beginning to see more business-oriented aircraft and recreational flying is becoming less common. 

 

Figure 2-6: National GA Airplane Fleet 

 

Source: GAMA 2017 Annual Report 
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Based aircraft are often the driving factor of needed improvements for hangars, taxilanes and many other facilities at an 
airport. It will be important for RST to prioritize the needs of both turbine and small GA aircraft, as these requirements 
can differ considerably. Shown in Figure 2-7, historical based aircraft have increased steadily since the 1980s punctuated 
by short isolated periods of decline. Single-engine aircraft have remained dominant while multi-engine aircraft began to 
decline recently, and jet aircraft have maintained a consistent presence at the Airport.  

 

Figure 2-7: Historical Based Aircraft 

 
Source: 2017 FAA TAF 

This section will project based aircraft for the duration of the planning period concluding with a discussion of the 
anticipated fleet mix. 

FAA Terminal Area Forecast 

The 2017 TAF projects a modest increase of aircraft for the 
duration of the planning period, as shown in Table 2-11. This 
is modest growth but aligns with the reduction of piston 
aircraft in the national GA fleet.  
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Table 2-11: Based Aircraft Forecast – 
FAA Terminal Area Forecast (TAF) 

Year* Based Aircraft 

2017 65 

2022 68 

2027 72 

2032 77 

2037 82 

CAGR 2017-2037 1.17% 

Source: 2017 FAA TAF 
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Regression Analysis Forecast 

Like enplanement forecasts, the consultant examined the relationship between based aircraft and local socioeconomic 
factors by means of a regression analysis. The consultant used the US Census Bureau and the Bureau of Economic 
Analysis data from 1980 – 2016 as the delay in reporting socioeconomic data meant 2017 data was not available. 
Several single independent variables were used, including total personal income, population, per capita personal 
income, GDP, and medical employment. The consultant also conducted several multivariate regression analyses using a 
combination of these variables. The forecasts that produced the highest R2 value are shown below in Table 2-12, while 
their respective R2 values are shown below: 

✓ Population: 0.794 

✓ Income per Capita: 0.820 

✓ Multivariate: 0.821 
 

Table 2-12: Based Aircraft Forecast – Regression Analysis 

Year Population Income per Capita 
Multivariate - 

Population & Income per Capita 

2017 65 65 65 

2022 77 72 72 

2027 82 76 77 

2032 87 79 80 

2037 92 84 85 

CAGR 1.73% 1.27% 1.35% 

Source: Bureau of Economic Analysis and Mead & Hunt 
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Market Share Forecast 

Based aircraft at RST make up an average of 17.5 percent of the based aircraft at commercial airports in Minnesota. 
Similar to the enplanements forecast, MSP has been excluded. When this market share is held constant for the duration 
of the planning period, a total of 83 aircraft are anticipated, as shown in Table 2-13. 

Trend Analysis  

As discussed in the passenger enplanement forecast section, a trend analysis uses the changes in based aircraft over 
time to project future growth by using time as an independent variable in a regression analysis. The trend of based 
aircraft is shown in Figure 2-8 to be consistent over time with an R2 value of 0.766. Table 2-14 shows forecasted based 
aircraft numbers in greater detail. 
 

Figure 2-8: Based Aircraft Trend 

 
Source: 2017 FAA TAF and Mead & Hunt 
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Table 2-13: Based Aircraft Forecast – Market Share 

Year* RST Based Aircraft MN Based Aircraft* RST Market Share 

Historical 

2013 65 370 17.6% 

2014 65 388 16.8% 

2015 63 365 17.3% 

2016 64 388 16.5% 

2017 65 392 16.6% 

Forecast 

2022 72 413,209 17.5% 

2027 76 441,245 17.5% 

2032 79 472,431 17.5% 

2037 83 505,322 17.5% 

CAGR 2017-2037 1.23% 0.96% N/A 

Source: 2017 FAA TAF, Airport Records;  Notes: *MSP is exempted from state total based aircraft. 
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Table 2-14: Based Aircraft Forecast – FAA Terminal Area Forecast (TAF) 

Year* Enplanements 

2017 65 

2022 74 

2027 78 

2032 82 

2037 86 

CAGR 2017-2037 1.40% 

Source: 2017 FAA TAF 
 

Preferred Based Aircraft Forecast 

This section describes how a preferred based aircraft forecast was selected from the forecasts presented throughout 
this section shown in Table 2-15 and Figure 2-9. 

 

Table 2-15: Based Aircraft Forecast – Summary 

Year TAF 
Market 
Share 

Trend 
Regression - 
Population 

Regression - 
Income 

Regression - 
Multivariate 

2017 65 65 65 65 65 65 

2022 68 72 74 77 72 72 

2027 72 76 78 82 76 77 

2032 77 79 82 87 79 80 

2037 82 83 86 92 84 85 

CAGR 1.17% 1.23% 1.40% 1.73% 1.27% 1.35% 

Source: 2017 FAA TAF, Airport Records Bureau of Economic Analysis 

 

Each of the forecasts presented in this section are within a close range, with a low of 82 aircraft projected by the 2017 
TAF and a high of 92 aircraft projected by the population-based regression analysis. Although the trend analysis shows a 
very steady increase of aircraft over the past 32 years, the change in popularity of single engine piston aircraft, which 
are the majority of aircraft at RST, means that this trend may shift as recreational flight becomes less common. 
Therefore, this methodology was dismissed from consideration. The market share of based aircraft for the Airport 
within the state of Minnesota has remained stable since the recession but fluctuates between a high of 18.7 percent in 
2010 and a low of 16.4 percent in 2016. Although this alone is not a sufficient reason to dismiss this forecast, the market 
share forecast is unable to accurately forecast future conditions while conditions are changing. For these reasons, the 
market share forecast methodology was also dismissed from consideration. Finally, of the three regression analyses 
conducted, the multivariate forecast has the highest R2 value of 0.821. In addition, the multivariate forecast can be 
easily updated in the future if conditions in the local area change. Due to the multivariate forecast’s sensitivity to local 
conditions and potential flexibility in the future, this forecast is selected as the preferred forecast.  
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Figure 2-9: Based Aircraft Forecast – Summary 

 
Source: Source: 2017 FAA TAF, Airport Records Bureau of Economic Analysis 

Based Aircraft Fleet Mix Forecast  

As turbine, piston and other types of aircraft all have different facility needs and impacts to an airfield it is important to 
consider the specific types of based aircraft that will be present at the Airport. Table 2-16 shows the projected fleet 
numbers, which are consistent with national and local trends. For instance, not only are business aircraft anticipated to 
form a larger share of GA aircraft nationally, but the Mayo Clinic has expressed interest in adding a jet to its local fleet of 
aircraft to aid in patient transport and in relocating their helicopters to the Airport, which would provide improved 
maintenance areas. As facilities are constructed and the local helicopter fleet grows, the Mayo Clinic aircraft would 
migrate to RST initially before national and local trends foster future, more modest growth. Finally, piston aircraft are 
expected to continue to increase modestly but make up a smaller proportion of the total fleet at RST. 

  

Table 2-16: Based Aircraft Fleet Mix 

Year 
Single Jet Multiengine Helicopter 

Total 
# % # % # % # % 

2017 62 95.4% 2 3.1% 1 1.5% 0 0.0% 65 

2022 65 90.5% 4 5.5% 1 1.5% 2 2.5% 72 

2027 67 87.5% 5 6.0% 1 1.5% 4 5.0% 77 

2032 70 87.0% 5 6.5% 1 1.5% 4 5.0% 80 

2037 73 86.0% 6 7.0% 1 1.5% 5 5.5% 85 
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Although RST aircraft are following national trends, considering additional factors at RST is appropriate. Although the 
Mayo Clinic does not currently house its helicopter fleet at the Airport, there is interest to have space at the Airport to 
be able to perform maintenance and the private transfer of patients. Existing site constraints limit the expansion of GA 
facilities in their existing location and introduce artificial constraints on Airport GA growth. However, the majority of 
Airport GA operations have consisted of itinerant operations, ranging from 60 to 70 percent of annual GA operations in 
the past decade. Due to the unique nature and division of RST GA operations, this section examines each of these 
separately before combining them to produce the total GA operations forecast. 

Local GA Operations 

Local GA operations are those conducted by aircraft based at the Airport. Although establishing an average operations 
per based aircraft (OPBA) trend is simple, it must be combined with the future operations by Mayo Clinic aircraft that 
may be based at the Airport. This section will first establish GA trends not associated the Mayo Clinic. 
 

 OPBA 

The preferred based aircraft forecast projects a total of 85 
aircraft by the end of the planning period, with an influx 
associated with the Mayo Clinic by 2027. As it is assumed that 
the four helicopters, one king air aircraft and one jet are 
associated with the Mayo Clinic, these have been removed 
from the future based aircraft forecast to isolate activity other 
than GA traffic. Local operations at RST since the recovery for 
the 2008 recession in 2012 average 133 OPBA. This has been 
applied to the future based aircraft forecast, less Mayo Clinic 
Aircraft, in Table 2-18.  
 

Mayo Clinic Operations 

 The Mayo Clinic received its own Part 135 
certificate from the FAA in 2013 to conduct 
their own air medical operations, instead of 
contracting them out to another party as 
hospitals with air medical capacity often do. 
In 2016 the Mayo clinic added a King Air 350 
to its fleet. A review of the Traffic Flow 
Management System Database shows a 
significant increase in King Air 350 operations 
from an average of 109 operations in the 
previous three years to 775 operations in 
2017. Based on this review, it is assumed that the Mayo Clinic King Air 350 conducts approximately 650 annual 
operations. In addition to the fixed wing aircraft, the Clinic has four helicopters based at the hospital that conduct an 
estimated 300 annual operations each. However, these helicopter operations have limited impact on the Airport as they 
are not based there. Based on discussion with the Clinic and Airport personnel, there is interest in relocating these 
helicopters to the Airport, constructing a private hangar, and adding an additional King Air and jet to the fleet mix in the 
future. Table 2-19 shows the combined Mayo Clinic fleet at the airport by year. When these annual operations are 
applied to the anticipated fleet mix, a total of 3,450 operations are anticipated by 2037. 

 

Table 2-17: GA Local Operations – OPBA 

Year 
Based 

Aircraft* 
Operations 

2017 64 8.878 

2022 69 9,146 

2027 73 9,543 

2032 75 9,809 

2037 80 10,471 

CAGR 
2017-2037 

1.06% 0.83% 

Source: 2017 FAA TAF and Mead & Hunt 
Notes: Based aircraft total does not include Mayo Aircraft. 
 

Table 2-18: GA Local Operations – Mayo Clinic Aircraft 

Year Turboprop Jet Helicopter Total 

2017 1 0 0 1 

2022 2 0 2 4 

2027 2 0 4 6 

2032 2 1 4 7 

2037 2 1 5 8 

Source: Airport and Clinic Personnel 
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 Itinerant GA Operations 

Although a market share forecast does not inherently account for local factors or changing market types, these issues 
are mitigated by projecting Mayo Clinic operations separately, using itinerant aircraft only, and gradually returning the 
market share to the previous peak in the past decade. As shown in Table 2-20, when these factors are accounted for, a 
total of 23,152 operations are projected by the end of the planning period. 

 

Table 2-20: GA Itinerant Operations – Market Share 

Year 
RST Itinerant 
Operations 

MN Itinerant 
Operations 

RST Market Share 

2017 16,113 96,157 16.8% 

2022 17,755 98,194 18.1% 

2027 19,464 100,295 19.4% 

2032 21,259 102,544 20.7% 

2037 23,152 104,965 22.1% 

CAGR 2017-2037 1.83% 0.44% N/A 

Source: 2017 FAA TAF, Mead & Hunt 

 

  

Table 2-19: GA Local Operations – Mayo Clinic Aircraft 

Year Turboprop Jet Helicopter Total 

2017 1 0 0 1 

2022 2 0 2 4 

2027 2 0 4 6 

2032 2 1 4 7 

2037 2 1 5 8 

Source: Airport and Clinic Personnel 
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Total GA Operations 

This section combines the various types of GA operations to show the total number of projected GA operations 
graphically in Figure 2-10 and in more detail in Table 2-21.  

 

Figure 2-10: Total GA Operations 

 

Source: Mead & Hunt 

 

Table 2-21: GA Operations Summary 

Year Mayo Clinic Itinerant Local Total 

2017 825 16,113 8,878 25,816 

2022 1,900 17,755 9,146 28,801 

2027 2,500 19,464 9,543 31,508 

2032 3,150 21,259 9,809 34,218 

2037 3,450 23,152 10,471 37,073 

CAGR 2017-2037 7.42% 1.83% 0.83% 1.83% 

Source: 2017 FAA TAF, Mead & Hunt 
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 OTHER FORECASTS 

Finally, this section will discuss other types of aviation activity forecasts not directly covered in previous sections.  

Military operations have averaged 7.7 percent of total operations in the past decade at RST according to the 2017 TAF. 
As military operations are usually more driven by federal policy instead of local conditions the TAF is the preferred 
forecast, which projects 907 itinerant and 1,989 local operations, a total of 2,896 annual operations, for the duration of 
the planning period.   

Instrument approaches allow aircraft to operate at an airport during inclement weather and are a crucial part of support 
operations. Forecasting instrument operations will help the Airport ensure that future airport facilities accommodate 
equipment needs and standards associated with instrument approach and departure procedures. Instrument 
operations are those conducted under an Instrument Flight Rules (IFR) flight plan. IFR conditions apply in the airspace 
surrounding the Airport when visibility is less than 3 miles and/or the cloud ceiling is less than 1,000 feet. Pilots 
operating during IFR conditions must have an instrument rating and file an IFR flight plan. Instrument operations can be 
conducted in any type of aircraft equipped with appropriate instruments, whether commercial, general aviation, or 
military. Commercial operators typically require that flight crews file IFR flight plans for operations in all weather 
conditions, including Visual Flight Rules (VFR) conditions.  

 

Table 2-22: Instrument Operations Forecast 

Year Total Total Airport Ops IFR % VFR VFR % 

2017 39,170 21,239 54.2% 17,931 45.8% 

2022 42,306 21,831 51.6% 20,475 48.4% 

2027 44,670 23,051 51.6% 21,619 48.4% 

2032 48,137 24,840 51.6% 23,297 48.4% 

2037 51,786 26,723 51.6% 25,063 48.4% 

Source: 2017 FAA TAF, TFMSC Database, Mead & Hunt 
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 PEAK PERIOD FORECASTS 

Annual forecasts of passenger activity and aircraft operations may not adequately describe the complex needs of airport 
facilities. Annual metrics are only useful when activity tends to be evenly distributed over the hours, days, and months 
of the year. However, most airports have peak periods when demand surpasses annual averages. As a result, it is 
important to identify and forecast peak period activity levels.  

 

Peak forecasts are presented in the following sections so that Chapter 3, Facility Requirements, can determine what 
facilities will be required to accommodate the peak demand. However, if planning is contingent on the absolute busiest 
periods of activity, it can lead to overestimation, overspending, and inefficiencies. As a result, these peak activity 
forecasts focus on the average day during the peak months for passenger and aircraft activity, rather than the absolute 
peak day. Note that peak activity should not be contingent on charter activity due to the less predictable nature of 
charter operations. This section presents the following activity forecasts:  

✓ Peak Passenger Activity 

✓ Peak Aircraft Operations 

Peak activity forecasts should identify the “design hour” flow of passengers and aircraft. The design hour is an estimate 
of the peak hour of the average day of the busiest month. This approach provides sufficient facility capacity for most 
days of the year. The first step in this process is to determine the peak month. During the previous decade, October was 
most frequently the peak month at RST, with an average of 9.3 percent of annual enplanements, as shown in Table 2-
23.  

 

Table 2-23: Historic Monthly Passenger Enplanements 

Month 
Year 

2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 

JAN 7.4% 7.8% 8.1% 7.9% 7.7% 8.0% 7.4% 7.2% 7.0% 7.9% 8.0% 

FEB 7.2% 7.2% 8.1% 7.6% 6.9% 7.1% 7.4% 7.8% 7.8% 7.3% 6.9% 

MAR 8.4% 8.3% 10.2% 9.2% 7.6% 8.7% 8.7% 9.0% 9.5% 9.0% 8.1% 

APR 8.2% 7.7% 8.9% 8.4% 8.0% 8.0% 8.1% 7.9% 8.8% 8.5% 8.4% 

MAY 8.4% 8.6% 9.2% 8.7% 9.1% 8.4% 8.9% 7.9% 8.8% 8.9% 9.3% 

JUN 8.7% 8.6% 8.6% 8.7% 8.9% 8.6% 9.0% 8.8% 7.7% 8.0% 8.4% 

JUL 8.2% 8.7% 8.1% 8.2% 8.7% 8.3% 7.1% 8.1% 8.3% 8.7% 7.9% 

AUG 9.0% 8.7% 8.1% 9.0% 9.0% 8.4% 8.2% 8.6% 8.6% 9.1% 9.0% 

SEP 8.4% 8.4% 7.8% 7.6% 8.8% 9.3% 8.5% 8.1% 8.6% 7.9% 9.1% 

OCT 9.3% 9.7% 8.7% 9.0% 9.7% 9.9% 9.4% 9.6% 9.2% 8.7% 9.1% 

NOV 8.6% 9.1% 7.1% 8.1% 8.4% 8.2% 9.5% 9.0% 8.2% 7.9% 8.0% 

DEC 8.4% 7.2% 7.1% 7.6% 7.1% 7.2% 8.0% 8.1% 7.5% 8.1% 7.7% 

Source: DOT T100 Data 
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The estimated 9.3 peak month percentage is then applied to the preferred enplanement forecast in Table 2-24. A steady 
increase in peak month activity is expected throughout the planning period, from 13,548 passengers in 2017 to 25,159 
passengers in 2037. The peak month forecast can be further divided into days. Peak month activity is divided by 31 to 
determine the average number of daily passengers. As approximately 25 percent of airline departures occur during the 
peak hour, this percentage of daily activity is considered the peak hour number of passengers at RST. By 2037, 203 
passengers are projected during the peak hour. 

 

Table 2-24: Peak Hour Enplanements 

Year 
Annual 

Enplanements 
Peak Month 

Enplanements 
Peak Day of 
Peak Month 

Peak Hour/Peak 
Day Ratio 

Peak Hour 
Enplanements 

2017 145,517 13,548 437 25% 109 

2022 208,557 19,417 626 25% 157 

2027 227,238 21,156 682 25% 171 

2032 248,168 23,105 745 25% 186 

2037 270,230 25,159 812 25% 203 

Similar to peak enplanements, the peak aircraft operations forecast identifies expected operations within the peak hour. 
Data from the FAA TFMSC database over the past decade was analyzed by Mead & Hunt to determine the peak month 
for operations. Peak operations usually occurred in August with an average of 9.3 percent of annual operations, as Table 
2-25 shows. 

 

Table 2-25: Historic Monthly Passenger Enplanements 

Month 
Year 

2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 

JAN 8.4% 7.8% 8.0% 7.2% 7.6% 7.3% 7.1% 7.6% 7.3% 7.1% 6.5% 

FEB 6.8% 7.4% 7.8% 6.8% 6.5% 6.8% 6.9% 7.0% 7.0% 7.4% 6.5% 

MAR 7.7% 7.7% 8.3% 7.5% 8.4% 8.2% 7.8% 8.3% 8.3% 8.3% 7.8% 

APR 7.9% 8.8% 8.9% 9.2% 8.6% 8.1% 8.2% 8.1% 8.6% 8.0% 7.4% 

MAY 9.1% 9.1% 9.0% 9.4% 8.7% 9.5% 8.7% 9.2% 8.3% 8.9% 8.2% 

JUN 9.0% 9.3% 8.6% 9.0% 9.3% 9.1% 9.3% 8.6% 8.5% 9.0% 9.0% 

JUL 8.5% 9.1% 9.2% 9.0% 8.9% 8.7% 9.0% 9.1% 9.4% 8.1% 9.0% 

AUG 9.0% 9.4% 9.0% 9.6% 9.8% 9.1% 9.6% 9.1% 8.8% 9.1% 9.7% 

SEP 9.0% 8.6% 8.7% 8.8% 9.1% 8.1% 8.7% 9.3% 8.8% 9.0% 9.3% 

OCT 9.0% 8.7% 7.6% 9.0% 9.2% 9.1% 9.1% 9.0% 9.3% 9.1% 9.8% 

NOV 8.6% 7.4% 7.8% 7.5% 7.3% 8.7% 8.2% 7.7% 8.2% 8.1% 8.8% 

DEC 6.8% 6.7% 7.1% 7.0% 6.7% 7.3% 7.3% 7.0% 7.4% 7.9% 8.1% 

Source: TFMSC Database 



  

 2.25 

Forecast of Aviation Activity 

The same process is then applied to operations as enplanements. The peak month percentage is applied to the peak 
annual operations and divided by 31 as October has 31 days. The average day of the peak month is then multiplied by 
0.25, as a quarter of operations are believed to occur during the peak hour. This process is shown in Table 2-26 and 
project an increase at RST from 29 operations in 2017 to 39 in 2037. 

 

Table 2-26: Peak Hour Operations 

Year 
Annual 

Operations 
Peak Month 
Operations 

Peak Day of 
Peak Month 

Peak Hour/Peak 
Day Ratio 

Peak Hour 
Operations 

2017 39,170 3,640 117 25% 29 

2022 42,306 3,932 127 25% 32 

2027 44,670 4,152 134 25% 33 

2032 48,137 4,474 144 25% 36 

2037 51,786 4,813 155 25% 39 

 

 CRITICAL AIRCRAFT 

As many of the restrictions for airport facilities are based on the characteristics of a specific aircraft, it is necessary to 
establish how aircraft are categorized. These categories will be used throughout this Master Plan when discussing 
existing restrictions and determining the future critical aircraft. To identify the appropriate design parameters for a 
runway and many associated facilities, aircraft are categorized by dimensions and performance, criteria that form part 
of the Runway Design Code (RDC). In turn, the RDC determines the design standards to which the runway is to be built.  

 

The RDC is broken into three separate parts. The first component is the Aircraft Approach Category (AAC) and is 
designated by a letter that corresponds to the approach speed of an aircraft. AAC categories are shown by the relevant 
approach speeds in Table 2-27. The second component is the Aircraft Design Group (ADG) represented by a Roman 
numeral dependent on the aircraft tail height and wingspan. In the instance of a conflict between the tail height and the 
wingspan, the more restrictive or higher group identifier is used. Specific ADG dimensions are shown in Table 2-28. 
Finally, visibility minimums are expressed as the runway visual range (RVR) in feet equal to quarter mile increments, 
although this last component is not descriptive of aircraft characteristics. 

 

Table 2-27: Aircraft Approach Category (AAC) 

AAC Vref / Approach Speed 

A Less than 91 knots 

B 91 knots or more, but less than 121 knots 

C 121 knots or more, but less than 141 knots 

D 141 knots or more, but less than 166 knots 

E 166 knots or more 

Source: FAA Advisory Circular 150/5300-13A, Airport Design 
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Table 2-28: Airplane Design Groups (ADG) 

ADG Tail Height Wingspan 

I Less than 20 feet Less than 49 feet 

II 20 – 29 feet 49 – 78 feet 

III 30 – 44 feet 79 – 117 feet 

IV 45 – 59 feet 118 – 170 feet 

V 60 – 65 feet 171 – 213 feet 

VI 66 – 79 feet 214 – 261 feet 

Source: FAA Advisory Circular 150/5300-13A, Airport Design 

The 2009 Airport Layout Plan (ALP) lists the B727-200 (C-III) as the critical aircraft at that time and B757-200 (C-IV) as the 
ultimate critical aircraft. Table 2-29 shows the total counts of aircraft operations by RDC over time. The threshold for 
the critical aircraft is generally 500 annual operations by a given aircraft or family of aircraft. As can be seen, the total 
count of C-IV aircraft surpassed, and has remained above, this threshold since 2012. 

 

Table 2-29: RDC Historical Trends 

RDC 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 

A-I 3,479 3,544 3,838 3,244 2,454 3,086 3,277 3,131 3,070 2,830 2,935 

A-II 204 260 189 220 312 366 470 441 436 500 427 

A-III 0 0 0 3 0 0 0 0 0 2 0 

B-I 2,838 3,012 2,737 3,149 2,997 2,792 2,770 2,726 2,896 2,224 2,115 

B-II 7,709 8,015 5,260 4,538 4,518 4,016 3,855 3,707 3,619 3,827 4,356 

B-III 7 20 19 127 187 340 394 139 40 52 26 

B-IV 0 6 5 0 0 0 2 0 1  0 

C-I 1,248 1,080 972 975 1,075 912 1,062 901 1,038 1,052 1,096 

C-II 7,531 7,670 8,517 8,484 7,691 6,874 6,953 6,255 6,033 6,228 8,164 

C-III 2,258 1,487 930 762 508 154 239 277 456 386 540 

C-IV 541 237 35 92 410 623 818 897 1,047 1,084 743 

C-V 5 5 6 10 0 2 6 10 9 8 6 

C-VI 2 0 0 0 0 0 0 0 0 0 0 

D-I 350 318 273 272 275 272 413 323 243 256 233 

D-II 192 224 129 160 168 182 212 190 253 219 170 

D-III 255 386 383 204 198 224 278 220 149 162 178 

D-IV 2 6 0 0 2 5 0 4 0 0 0 

D-V 2 5 0 0 3 0 2 0 0 0 0 

Total 26,623 26,275 23,293 22,240 20,798 19,848 20,751 19,221 19,290 18,830 20,989 

Source: Traffic Flow Management System Counts 
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The majority of these 743 C-IV operations are the B757-200 operating with FedEx, with 606 operations, while the 
remaining 137 operations are military operations with the C130. Based on the number of operations over the past 
several years the B757-200 is the current critical aircraft. Although air carriers are expected to continue to increase in 
size over the planning period, it is unlikely it they will surpass the dedicated cargo carriers used by FedEx. 

Runway 13/31  

Runway 13/31 is generally used by FedEx due to its longer length, better instrument approaches and proximity to the 
FedEx apron. For this reason, the B757-200 should be considered the critical aircraft for Runway 13/31 for the duration 
of the planning period.  

Runway 02/20 

Interviews with the ATC personnel were conducted by the consultant to determine operations on the crosswind 
runway. When wind is less than 10 knots, aircraft are usually able to takeoff from any runway, but when above 10 knots, 
the ATC will select a runway for operations, though still accommodate pilot requests when able. Based on wind data 
from 2008 – 2018, the wind is below 10 knots approximately 58 percent of the time. Based on interviews with ATC 
personnel, the C130 primarily uses Runway 2/20 for operations. C130 operation counts on this runway vary, with 137 
operations during 2017 and 401 in 2016. Although this alone is not sufficient to designate the runway with a C-IV RDC 
other large aircraft, such as the B757-200, will occasionally use this runway due to crosswinds or ATC needs. Therefore, 
this runway is RDC C-IV and should remain such for the duration of the planning period due to the operational aircraft 
family.  
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 AVIATION FORECASTS SUMMARY 

The FAA templates for summarizing and documenting airport planning forecasts and for comparing forecasts with the 
FAA TAF, are presented in Table 2-30 and Table 2-31. The forecasts presented in this chapter will be used in 
combination with the Inventory findings to determine facility requirements at the Airport.  

 

Table 2-30: RST Master Plan and TAF Comparison 

Year Master Plan TAF % Difference 

Passenger Enplanements 

2017 145,517 127,872 13.80% 

2022 208,557 208,557 0.00% 

2027 227,238 227,238 0.00% 

2032 248,168 248,168 0.00% 

Commercial Operations 

2017 11,283 11,283 0.00% 

2022 10,609 10,609 0.00% 

2027 10,267 10,268 -0.01% 

2032 11,023 11,023 0.00% 

Total Operations 

2017 39,995 39,170 2.11% 

2022 41,656 38,462 8.30% 

2027 44,020 38,501 14.33% 

2032 47,487 39,640 19.80% 
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Forecast of Aviation Activity 

Table 2-31: Template for Summarizing and Documenting Airport Planning Forecasts 

 2017 2022 2027 2032 2037 Base Yr. to +5 Base Yr. to +10 
Base Yr. to 

+15 
Base Yr. to 

+20 
Passenger Enplanements  

      TOTAL  145,517 208,557 227,238 248,168 270,230 43.32% 56.16% 70.54% 85.70% 

Operations  

    Itinerant 

     Air carrier 2,774 5,092 5,647 6,173 6,736 83.56% 103.57% 122.53% 142.83% 

     Commuter/air taxi 8,509 5,517 4,620 4,850 5,081 -35.16% -45.70% -43.00% -40.29% 

    Total Commercial                                         11,283 10,609 10,267 11,023 11,817 -5.97% -9.00% -2.30% 4.73% 

     General aviation 16,113 17,755 19,464 21,259 23,152 10.19% 20.80% 31.94% 43.69% 

     Military 907 907 907 907 907 0.00% 0.00% 0.00% 0.00% 

   Local 

     General aviation 8,878 11,046 12,043 12,959 13,921 24.42% 35.65% 45.96% 56.81% 

     Military 1,989 1,989 1,989 1,989 1,989 0.00% 0.00% 0.00% 0.00% 

       TOTAL OPERATIONS 39,170 42,306 44,670 48,137 51,786 8.01% 14.04% 22.89% 32.21% 

Peak Hour 

Operations  29 32 33 36 39 10.34% 13.79% 24.14% 34.48% 

Enplanements 109 157 171 186 203 43.66% 56.53% 70.95% 86.14% 

Based Aircraft 

   Single Engine (Nonjet) 62 65 67 70 73 5.10% 8.67% 12.26% 17.90% 

   Multi Engine (Nonjet) 1 1 1 1 1 11.52% 17.26% 23.00% 28.75% 

   Jet Engine 2 4 5 5 6 104.45% 134.52% 166.51% 200.41% 

   Helicopter 0 2 4 4 5 - - - - 

   Other 0 0 0 0 0 - - - - 

     TOTAL 65 72 77 80 85 11.33% 18.83% 23.32% 31.38% 

B. Operational Factors 

Average aircraft size (seats) 51.6 56.1 56.6 59.4 63.3     

Average enplaning load factor 72.9% 73.8% 74.4% 74.8% 75.2%     

GA operations per based aircraft 133 133 133 133 133     




