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Inventory 
 
 
Introduction 
 
Dunsmuir Municipal-Mott Airport (1O6), owned and operated by the City of Dunsmuir, California, 

was constructed in the 1930s as an emergency landing facility for civilian airlines.  Situated on 126 acres 

to the south of Mount Shasta in the County of Siskiyou, the Airport serves the City of Dunsmuir, as 

well as and the surrounding region.  The airport is classified as a small aircraft – utility airport that is 

adequate for small (under 12,500 pounds at takeoff) aircraft operations.  Due to surrounding terrain, 

the Airport lacks instrument approaches, and is therefore considered to be visual airport. 

 
The City of Dunsmuir has a relatively small population compared to larger nearby 
population centers, but there is a significant need for aviation development due to its 
remoteness, its need for emergency access for medical purposes, its tourism industry, 
and its recreational activities.  While it is a significant undertaking for the City to own 
and operate the Airport, it is an important one in that the Airport, along with its 
associated aviation-related businesses and facilities, represent a vital and significant 
regional transportation and economic asset.  In addition to the many aviation-related 
assets, the Airport also provides benefits to local businesses and industries, promotes 
tourism, as well as encourages additional business development and expansion 
throughout the City, surrounding communities, and adjacent counties. 
 
The Dunsmuir Municipal-Mott Airport Master Plan Update was last completed in 1990.  
During the past decade, many changes have transpired within the aviation industry on a 
local, regional, and national level that impact the aviation facilities and services provided 
at the airport.  Local changes of note include some limited airfield construction, the 
reduction of Airport services, and the temporary closing of the Airport from December 
2001 through May 2003 due to vegetative obstructions.  All of these changes, among 
others, have necessitated a re-evaluation of the airport’s needs through an analysis of 
current and future operational characteristics and facilities. 



Dunsmuir Municipal-Mott Airport 
Airport Layout Plan Update A.2 

 
The focus of this document will be on the total aviation facilities, with the overall 
planning goal being the development of aviation infrastructure that can accommodate 
future demands, while not being significantly constrained by the Airport’s environs.  The 
requirement for future facilities will be evaluated not only from the standpoint of 
aviation needs, but also from the relationship of airport facilities to the surrounding land 
uses and the community as a whole.  This initial Inventory chapter will examine three basic 
elements involved with existing and future airport development.  These elements include 
the following:  
 
• The airport facilities (runways, taxiways, aircraft parking aprons, hangars, 

maintenance facilities, ground access, etc.);  
• The relationship to the airport/airspace system; and  
• The airport environs. 
 
Subsequent chapters will detail the Airport’s forecasts of aviation activity, the ability of 
airport facilities to safely and efficiently meet the needs associated with the projected 
aviation activity, the compatibility of the Airport with surrounding land uses, and 
recommended future development within and around airport property. 
 
As illustrated in the following figure, entitled AIRPORT LOCATION MAP, the City of 
Dunsmuir is situated in Siskiyou County and has a population of approximately 1,9231.  
Siskyou County is located in Northern California and has a population of 45,8672.   
 
 
Airport History 
 
Built and operated by Siskiyou County in the 1930s, Dunsmuir Municipal-Mott Airport 
originated as an unpaved emergency landing facility for civilian airlines.  The Airport 
featured a rotating beacon and obstruction lights on several nearby power lines, as well 
as a dirt runway surrounded by perimeter lighting.  In 1946, Bert Hawkins became the 
first Fixed Base Operator (FBO) at the Airport, using war surplus trainers and a large 
wooden hangar with which he provided service for two years.  In 1948, a second FBO, 
Mount Shasta Flying Service, operated by Jack Keinath and John Sparks, began 
operating at the Airport.  Since that time, several other FBOs have operated at the 
Airport, although none do currently. 
 

                                                 
1 City of Dunsmuir General Plan, Pacific Municipal Consultants, August 2006, p. 11. 
2 California Department of Finance, Demographic Statistics, January 2006. 
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Limited records exist related to historical construction documentation.  During the late 
1940s, it is known that Siskiyou County removed of a portion of the prominent hump 
that existed in the center of the runway.  The County also raised the south end of the 
runway, and ultimately installed an asphalt surface.  In 1962, the County completed 
lowering the center hump in the runway (approximately 6 feet), added additional fill to 
the south end of the runway, and reconstructed the runway with a 10-inch base. 
 
The City of Dunsmuir took over the ownership and operation of the Airport from 
Siskiyou County with a deed of transfer dated January 28, 1964, that also annexed the 
Airport property contiguous to the city limits.  Today the Airport is still used as an 
emergency  landing facility, especially when fog settles in to the Shasta Valley, north of 
Dunsmuir.  It also continues to be used by the U.S. Forest Service, bank courier aircraft, 
visitors, and tourists.  Two of the most important roles which Dunsmuir Municipal-Mott 
Airport plays are as a medical evacuation and emergency aviation transportation resource 
in case of public disaster. 
 
As noted above, it is important to acknowledge that the Airport was closed in December 
2001 by the California Department of Transportation due to problems with vegetative 
obstructions to the runway approaches.  The Airport remained closed until May 2003 
when the critical obstructions had been removed.  However, the reopening of the 
Airport was limited to daytime, unidirectional operations to the south.  This remains the 
case today.  During that period of closure, all aircraft operations at the Airport ceased, 
including emergency life flight operations, California Highway Patrol operations, and 
firefighting operations, among others.  All based aircraft were also forced to relocate to 
surrounding airports. 
 
Airport Role and Facilities 
 
Dunsmuir Municipal-Mott Airport is located approximately three miles from the City of 
Dunsmuir business district on the northernmost end of the City’s boundary, as 
illustrated in the following figure, entitled AIRPORT VICINITY MAP.  Both the Airport and 
the City are also situated in the southernmost portion of Siskiyou County in northern 
California near the Oregon border, and are located approximately 40 miles south of 
Yreka, the County seat. 
 
As mentioned above, the Airport is owned by the City of Dunsmuir, which is also 
responsible for the operation, maintenance, and development of the Airport as well as 
compliance with all federal, state, and local regulations that pertain to the operation of 
the airport. 
 
• Airport Reference Point (ARP): Latitude 41-15-47.5520N, Longitude 122-16-

19.0300W. 
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• FAA Site number: 01521.A. 
• National Plan of Integrated Airport Systems (NPIAS) classification: General Aviation. 
• Acreage: 126 acres. 
• Elevation: 3,272 feet above mean sea level (AMSL). 
• Mean normal maximum temperature: 54° F. 
 
Airside Facilities 
 
Runway System.  An illustration of all airport facilities is included in the following figure 
entitled EXISTING AIRPORT LAYOUT. 
 
Runway 14/32 
 
• Length and Width:  2,700 feet x 60 feet.  (305-foot displacement on Runway 14.) 
• Pavement:  Constructed of asphalt with a gross weight bearing capacity of 17,000 

pounds single wheel configuration.  It is considered to be in “good” condition. (See 
Appendix A for Pavement Management Plan.) 

• Lighting:  Medium Intensity Runway Lights (MIRL) and a rotating beacon. (Note that 
these have been identified as being indefinitely inoperative due to the restriction on 
night operations.) 

• Operations:  Due to obstructions, aircraft operations at the Airport are restricted to 
daytime only, and unidirectional runway operations requiring all operations to the 
south (departures on Runway 14, arrivals on Runway 32). 

 
Landing Aids.  Dunsmuir Municipal-Mott Airport is a visual airport and does not have 
any established instrument approaches.  Navigational aids located nearby include the 
Montague Non-directional beacon (NDB), and the Fort Jones VOR/DME.  There is a 
segmented circle and windsock located on the Airport, to the west of the runway. 
 
Taxiway System.  The Airport’s taxiway system is very simple, comprised of three 
taxiways.  Two taxiway stubs (Taxiway B and Taxiway C) provide access from the runway 
to the two general aviation facility development areas located north of the runway.  
Taxiway A serves as a partial parallel taxiway to the runway, connecting the two general 
aviation development areas.  According to the 2005 Airport Pavement Management 
System report for Dunsmuir Municipal-Mott Airport, Taxiway A is in “good” condition, 
while there is no data available for Taxiways B and C.  Note that the Airport has no 
taxiway edge lights, and that Taxiway A is also used as the means of landside access to 
the Airport’s southeast aviation area. 
 
Aprons.  The main apron area at Dunsmuir Municipal-Mott Airport is located northeast 
of the runway and accommodates both itinerant and based aircraft parking and storage.  
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This apron is approximately 53,000 square feet in size and is considered to be in “fair” 
condition.  The second apron area, located southeast of the runway, is approximately 
8,200 square feet in size and is in “serious” condition.  This apron also only serves the 
existing aircraft hangar units. 
 
Approaches.  There are presently no published instrument approach procedures at the 
airport due in large part to terrain concerns surrounding the Airport. 
 
Landside Facilities 
 
Aircraft Operation Areas.  As noted above, there are two general aviation areas at the 
Airport connected by a partial parallel taxiway (Taxiway A).  The northeast area is 
accessed from the landside via the formal Airport access drive, and is comprised of four 
smaller privately-owned hangars, a large city-owned hangar, and an aircraft tiedown 
apron.  Located just south of the city-owned hangar is the former site of the aviation fuel 
tank, which has been removed and not replaced, as well as a large awning and two 
airport electrical service buildings.  The aircraft apron is approximately 52,000 square 
feet and contains 17 marked tiedown locations for both based and transient aircraft 
operations.  Each location has anchors, but no ropes.  There is some additional apron 
space located in front of each hangar that is used as by those hangars’ operators, and that 
is also used as taxilane. 
 
The apron and hangar area in the southeast section of the airport is accessed from the 
landside through the consecutive use of the Airport access drive, the northeast 
operations area, and Taxiway A.  Grade issues surrounding the area prevent other points 
of egress.  This southeast area of the Airport is used primarily for the storage of based 
aircraft, although there has been some interest in the development of an aircraft 
maintenance facility in the large hangar.  This area currently contains six city-owned 
hangars and four privately-owned hangars, each having limited apron space associated 
with it, as well as a taxilane. 
 
Hangars/Aviation Use Structures.  The northeast aviation area contains four privately-
owned hangars (Hangars 1 through 4), four of which are 35 feet by 40 feet in size, and a 
larger, city-owned hangar (Hangar A), which is 50 feet by 65 feet.  Note that Hangar A 
also contains office space, which had been used at one time as the airport office, but 
more recently was to have been used as a regional general aviation airport security 
training center.  Unfortunately, this initiative has not been realized and the entire hangar 
facility remains vacant. 
 
Six of the southeast aviation area’s hangars (Hangars B through G) are owned by the city, 
with the remaining four hangars (Hangars 5 through 8) being privately owned.  All 
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of these hangars are approximately 35 feet by 40 feet in size, except for Hangar 6, which 
is 60 feet by 75 feet. 
 
Airport Security.  There is currently no security or wildlife fencing surrounding the 
Airport. 
 
Fuel Storage and Handling.  There are currently no fuel storage facilities or services on 
the Airport. 
 
Air Traffic Control Tower (ATCT).  There is no ATCT at Dunsmuir Municipal-Mott 
Airport. 
 
Weather Services.  There is no weather reporting available at the Airport.  The closest 
aviation weather reporting services exist at Siskiyou County Airport, 38 miles to the 
north, and at Redding Municipal Airport, 52 miles to the south. 
 
Air Rescue and Fire Fighting (ARFF) Facility.  Aircraft crash and rescue functions are 
provided by the City of Dunsmuir Fire Department.  There is no ARFF facility on the 
Airport. 
 
Airfield Perimeter Road.  The Airport currently lacks a perimeter road.  Access around 
the Airport is gained through a combination of unpaved roads and use of the airfield 
paved surfaces. 
 
Snow Removal Equipment (SRE) /Airfield Maintenance.  SRE and airfield maintenance 
functions are provided by the City of Dunsmuir with city vehicles.  There are no such 
vehicles dedicated exclusively to the Airport, and therefore, no support facility. 
 
Non-Aviation Facilities.  Non-aviation facilities on the Airport are limited to an off-
Airport building currently used as a construction management office.  This building is on 
Airport property, but has no direct airfield access due to location and terrain issues.  
Other areas of Airport property are used on temporary basis to support City projects and 
initiatives.  These areas are likewise located well off of the airfield. 
 
Utilities.  The Airport currently has limited utility services available.  Water is available 
only on the northeast apron and is supplied by a 2-inch city line that runs from the north 
along Mott Road.  This line also feeds a 20,000-gallon storage tank located behind the 
large, city hangar that feeds a fire hydrant located just off of the apron.  The only 
sanitation services available on the Airport are for the large city hangar, which has a 
septic tank and leach field located to the east.  There are no other sewer facilities located 
on or near the area.  Electrical services are provided by PacifiCorp that has overhead 
lines that traverse the east side of the Airport.  Telephone services are available to the 
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northeast apron via SBC that has overhead lines arriving on the Airport from the east, 
which are then located underground as they cross the extended approach end of Runway 
14.  Stormwater drainage on the Airport is achieved primarily through sheet flow to the 
south, augmented with the installation of several reinforced concrete pipes to facilitate 
the drainage of the infield areas. 
 
Vehicular Access.  The primary means of access to the Dunsmuir area is via Interstate 
Highway 5.  This highway provides access north to Yreka and beyond to Oregon, and to 
southern areas such as Redding and Red Bluff.  State Highway 89 provides easterly 
access to McCloud. 
 
The Southern Pacific Railroad serves the Dunsmuir area and follows a route along the 
Sacramento River.  Commodities transported by train include lumber and other wood 
products, livestock, and heavy equipment.  There is an Amtrak station near the center of 
Dunsmuir.  Bus service is provided by Greyhound, with a depot located downtown.  
There is also a local bus service, Siskiyou Transit and General Express, which serves 
southern Siskiyou County.  Various companies provide trucking services.  The area is 
also serviced by United Parcel Service. 
 
Airspace Structures and Control 
 
Part 77 Airspace Surfaces.  Current Part 77 airspace surfaces are described in the 
following table entitled PART 77 AIRSPACE SURFACES. 
 
 
Table A1 PART 77 AIRSPACE SURFACES 
 
FAR Part 77 Surface Runway 15 and Runway 33 

Primary Surface 250’ wide, extends 200’ beyond each runway end, 
at elevation of nearest runway elevation 

Approach Surfaces 20:1 for 5,000’ 
1,250’ wide at end 

Transitional Surface 7:1 
Horizontal Surface Arc radius = 5,000’, 150’ AGL 
Conical Surface 20:1 slope for horizontal distance of 4,000’ 
Source:  BARNARD DUNKELBERG & COMPANY. 
 
 
Airspace Control.  The airspace surrounding Dunsmuir Municipal-Mott Airport is 
designated as Class E airspace, which is generally defined as controlled airspace that does 
not fall into any of the other four controlled airspace classifications.  Currently, the 
airspace-overlying the Airport is controlled by the Oakland Air Route Traffic Control 
Center (ARTCC). 
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The following illustration, AIRSPACE/NAVAIDS SUMMARY, depicts the Airports, local 
airspace, and navigational facilities in the vicinity of Dunsmuir Municipal-Mott Airport. 
 
 
Airport Environs 
 
A proper inventory of the existing land uses, zoning patterns, and the various land use 
planning and control documents, used to guide development of property surrounding 
the airport, is an important element in the airport planning process.  Land use 
compatibility with airport development can be insured with a thorough knowledge of 
what land uses are proposed and what, if any, changes need to be made. 
 
Existing Land Use 
 
Dunsmuir Municipal-Mott Airport is located in the north end of the City of Dunsmuir.  
According to the City of Dunsmuir General Plan (Draft - August 2006), the majority of the 
airfield has been designated as PUBLIC AGENCY, which typically includes schools and 
government offices.  The area adjacent to the Airport to the East has been designated as 
URBAN RESERVE, which essentially serves as a holding category for undefined land uses 
until the establishment of a specific plan or planned development, or until amendment 
of the City’s general plan to establish more designations is enacted.  Note that the only 
areas having this designation are the Airport, and several smaller parcels abutting the 
Airport to the south.  There are also two OPEN SPACE designated areas that have been 
established off of the Airport runway ends. 
 
Lands surrounding the Airport are largely undeveloped and open, with much containing 
steep slopes ranging from 20 to 50 percent (slopes under 20 percent are generally 
considered to be buildable).  A few businesses and six rural residences are located west 
of the Airport and east of Interstate 5.  The General Plan identifies constraints to 
development in this area to include the following: 
 
• The lack of good through access, especially on the east side of Interstate 5; 
• The lack of adequate, multiple access for public safety in the event of wildfire; 
• The impact of the heavy traffic noise from Interstate 5; 
• The lack of water supply, storage and distribution facilities; 
• The impact of wastewater infrastructure; and 
• Heavy forest cover. 
 
The Plan notes that appropriate planning and timing related to development of the area 
will be critical due to the large capital expenditures that will be required, and that strong 
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consideration be given to the financial viability of any such development, due to those 
large expenditures.  It also noted that with the Airport, the Interstate and the railroad in 
close vicinity, the lands to the west of the Interstate would also be attractive to industrial 
and commercial users due to its gentile topography, although similar infrastructure issues 
exist. 
 
In general, the rugged terrain along the adjacent Shasta National Forest is excellent for 
outdoor recreation uses, and the open space land in the immediate vicinity provides 
habitat for wildlife, including a critical deer wintering area.  The local area is considered 
to be a wildlife hazard area because of the heavy vegetation and terrain (steep slopes 
preventing access by fire fighting equipment). 
 
Future Land Use 
 
In June 2001, the Siskiyou County Airport Land Use Commission adopted the Siskyou 
County Airport Land Use Compatibility Plan (ALUCP), whose primary purpose is to promote 
compatibility between the County’s airports and the land uses that surround them.  The 
ALUCP also sets compatibility criteria applicable to local agencies in their preparation or 
amendment of land use plans and ordinances, and to land owners in their design of 
development proposals. 
 
Specific to Dunsmuir Municipal-Mott Airport, the ALUCP addresses the land use issues 
outside and around the Airport for the purpose of ensuring the orderly expansion of the 
airport and to adopt land use measures that minimize the public’s exposure to excessive 
noise and safety hazards.  As described in ALUCP Section 2.4, Review Criteria for Land Use 
Actions, the primary criteria for assessing whether a land use plan, ordinance or 
development proposal is compatible with a nearby airport are set forth in the ALUCP and 
reproduced in the following summary table entitled PRIMARY COMPATIBILITY CRITERIA.  
These criteria are to be used in conjunction with the compatibility map and policies for 
each airport as presented in ALUCP, including Dunsmuir Municipal-Mott Airport.  The 
compatibility map developed for the Airport is shown in the following figure entitled 
AIRPORT LAND USE COMPATIBILITY. 
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Table A2 PRIMARY COMPATIBILITY CRITERIA 
 
  Maximum Densities Additional Criteria 

Zone Location 
Residential

(du/ac)1 
Other Uses

(people/ac)2 Prohibited Uses3 Other Development Conditions4

A 

Runway Protection 
Zone or within 
Bldg. Restriction 
Line 

0 10 

All structures except ones with 
location set by aeronautical 
function 

Assemblages of people 
Objects exceeding FAR Part 77 
height limits 

Aboveground bulk storage of 
hazardous materials 

Hazards to flight5 

Avigation easement dedication 

B 

Approach/ 
Departure Zone 
and Adjacent to 
Runway 

0.2 
(5-acre 
parcel) 

25 

Children’s schools, 6day care 
centers, 7libraries 

Hospitals, nursing homes 
Highly noise-sensitive uses (e.g. 
outdoor theaters) 

Aboveground bulk storage of 
hazardous materials8 

Hazards to flight5 

Locate structures maximum 
distance from extended runway 
centerline 

Airspace review required for all 
objects9 

Avigation easement dedication 

C1 
Common Traffic 
Pattern (rural 
areas) 

0.4 
(2 ½-acre 

parcel) 
75 

Children’s schools, 6day care 
centers, 7libraries 

Hospitals, nursing homes 
Hazards to flight5 

Deed notice required 
Airspace review required for 
objects >50 feet tall 

C2 

Common Traffic 
Pattern (existing 
urbanized areas 
near low-activity 
airports) 

5 75 Hazards to flight5 

Avoid children’s schools, day 
care centers, libraries, hospitals, 
nursing homes in areas closest 
to extended runway centerline 

Airspace review required for 
objects >50 feet tall 

D Other Airport 
Environs No Limit No Limit Hazards to flight5 Airspace review required for 

objects >150 feet tall 

* Height Review 
Overlay 

Same as Underlying 
Compatibility Zone 

Same as Underlying Compatibility 
Zone 

Airspace review required for 
objects >35 feet tall 

Avigation easement dedication 
Notes: 1 Residential development should not contain more than the indicated number of dwelling units (both primary and 

secondary) per gross acre.  With clustering, some parcels may be much smaller than others as long as the maximum 
overall density criterion is not exceeded.  Clustering of units is encouraged. 

 2 The land use should not attract more than the indicated number of people per gross acre at any time, except for 
rare special events.  This figure should include all people who may be on the property (e.g. employees, 
customers/visitors, etc.) both indoors and outside.  Rare special events are ones (such as an air show at an airport) 
for which a facility is not designed and normally not used and for which extra temporary safety precautions can be 
taken as appropriate.  These criteria are intended as general planning guidelines to aid in determining the 
acceptability of proposed land uses. 

 3 The uses listed here are ones which are explicitly prohibited regardless of whether they meet the intensity criteria, 
unless such prohibition is precluded by applicable state statutes.  In addition to these explicitly prohibited uses, 
other uses will normally not be permitted in the respective compatibility zones because they do not meet the usage 
intensity criteria. 

 4 Airport proximity and the existence of aircraft overflights should be disclosed as part of all real estate transactions 
involving property within any of the airport influence zones.  Easement dedication and deed notice requirements 
apply only to new development. 

Source: Siskiyou County Airport Land Use Compatibility Plan (DRAFT), Shutt Moen Associates, May 1999, Table 2A, p. 2-12. 
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Table A2 PRIMARY COMPATIBILITY CRITERIA (continued) 
 
Notes: 5 Hazards to flight include physical (e.g. tall objects), visual, and electronic forms of interference with the safety of 

aircraft operations.  Land use development which may cause the attraction of birds to increase is also prohibited. 
See the supporting compatibility policies on airspace protection in the ALUCP for details. 

 6 For the purpose of these criteria, children’s schools include Kindergarten through grade 12. 
 7 Family day care homes (as defined by state law) are permitted in all Compatibility Zones except Zone A.  

Noncommercial day care centers ancillary to a place of business are permitted in Zone B and C1 provided that the 
overall use of the property meets the indicated intensity criteria. 

 8 Storage of aviation fuels, other aviation-related flammable materials, and up to 2,000 gallons of nonaviation 
flammable materials are exempted from the criterion in Zone B. 

 9 Objects up to 35 feet in height are permitted; however, the Federal Aviation Administration may require marking 
and lighting of certain objects. 

Source: Siskiyou County Airport Land Use Compatibility Plan (DRAFT), Shutt Moen Associates, May 1999, Table 2A, p. 2-12. 
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Additionally, the ALUCP provides a review of the consistency between the local zoning 
designations and the aforementioned criteria.  Specifically, the ALUCP provided the 
following assessment concerning the Dunsmuir Municipal-Mott Airport and possible 
conflicts with respect to zoning designations in the county portion of the airport 
environs. 
 

(1) The 5-acre minimum parcel size requirement in Zone B will prohibit future lot splits within the 
existing rural residential strip lying between Mott Road and Interstate 5.  New construction on 
existing residential lots would be allowed, however. 

(2) Development of high-intensity uses should be avoided on the northern part of the St. Germain 
property situated within Zone B south of the airport. 

(3) The areas zoned for neighborhood commercial development along Interstate 5 northwest and 
southwest of the airport preferably should be changed to a more compatible use.  If commercial 
uses are allowed, the Compatibility Plan requires that they be limited to a maximum of 25 
people per acre in accordance with the criteria for Zone B. 

(4) Commercial and industrial zoned property along the railroad line west and northwest of the 
airport lies within Zone C1 and thus is restricted to activities with 75 people per acre or less.  
Existing development in this area appears to be consistent with this limitation and future 
development, assuming that it is similar in character, would also be compatible. 3 

 
On July 9, 2002, the recommendations of the ALUCP were accepted and incorporated 
into the Siskiyou County Code, Section 10-1, Airport Environs Combining District Zoning.  
This section has been included in Appendix B. 
 
In addition, the adoption of the recommendations of the ALUCP is a key element in the 
fulfillment of the City of Dunsmuir’s General Plan goal for the long-term development 
of the Airport.  (Currently, the City has Ordinance No. 379, Height Limit Zoning Ordinance, 
enacted in 1976 and included in Appendix C, as the basis of its airport height zoning 
enforcement.)  Specifically, the future goals related to the Airport and identified in the 
Plan are summarized in the following: 
 

GOAL LU-5: - A high-quality municipal airport with compatible development in the vicinity of 
the airport, including development of the City’s adjacent property. 
 
Objective:  The City wishes to maintain and enhance the airport and supports productive use of land 
adjacent to the airport, provided that all development respects and adequately resolves development 
constraints. 
 

                                                 
3 Siskiyou County Airport Land Use Compatibility Plan (DRAFT), Shutt Moen Associates, May 1999, p. 
G-3. 
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Policy LU-5.1:  The City shall require that development of land at and near the airport will 
provide adequate water and wastewater services with access that is appropriate for the project 
location. 
 
Policy LU-5.2:  In considering proposed land uses in the vicinity of the airport, the City’s priority 
shall be to protect the safe, continued operation of the airport. 
 

Implementation Measure LU-5.1.1:  The City shall zone lands surrounding the airport 
consistent with the General Plan Land Use Element. 
 
Implementation Measure LU-5.1.2:  The City shall ensure that all development within the 
vicinity of Mott Airport is consistent with the Siskiyou County Airport Land Use 
Compatibility Plan. 
 
Implementation Measure LU-5.1.3:  Prior to the development of the City-owned airport 
property, the City shall require a special development plan or specific plan to determine the most 
appropriate use of the area.4 

 
 
Summary 
 
The goal of this chapter is to provide general background information pertaining to the 
Airport, its aviation operating environment, its physical surroundings, and its financial 
situation.  The Inventory chapter is vital from the standpoint that it will be used as a 
reference in the analysis and design process that is required to prepare the Airport’s 
future development plan.  The next step in the planning process is to formulate forecasts 
for the quantity and type of future aviation activity expected to occur at the Airport 
during the forthcoming 20 years. 
 

                                                 
4 City of Dunsmuir General Plan, Pacific Municipal Consultants, August 2006, p. 33. 
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Forecasts of Aviation Activity 
 
 
Introduction 
 
Forecasting is a key element in the planning process in that it is essential for analyzing how existing 

airport facilities may or may not be able to meet future demand requirements.  By its very nature, 

forecasting is not an exact discipline.  However, it does identify some general parameters for development 

and, when soundly established, provides a defined rationale for various development activities to meet 

projected demands increases.  The amount and kind of aviation activity occurring at an airport are 

dependent upon many factors, but are usually reflective of the services available to aircraft operators, the 

businesses located on the airport or within the community, and the general economic conditions prevalent 

within the surrounding area. 

 
Weather Conditions 
 
The most current and complete set of weather data available within range of Dunsmuir 
Municipal-Mott Airport was obtained and analyzed.  It is important to note that the 
weather station that generated this data is not located on the Airport itself, but 
approximately 7 miles to the southeast on the Girard Ridge.  While there is likely some 
variability in the weather conditions experienced at this station in comparison to the 
Airport, due their proximity to each other and the lack of other data sources, this 
weather data has been deemed to be the most reasonably approximation of the Airport 
weather conditions. 
 
Based on the information available, the Airport experiences Visual Flight Rules (VFR) 
meteorological conditions (defined as having a cloud ceiling of greater than 1,000 feet 
above the ground, and having greater than three miles of visibility) approximately 93.2% 
of the time annually.  Therefore, aircraft can operate at the airport on a regular basis 
throughout the year, with limited interruption due to weather.  The potential negative 
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impact of poor weather conditions on the operational capability of the airport will be 
analyzed in the following chapter of this document. 
 
Regional Socioeconomic Conditions 
 
Historically, the socioeconomic conditions of a particular region impact aviation activity 
within that region.  The most often analyzed indicators are population, employment, and 
income. 
 
Population.  Source:  US Census; California Office of Transportation Economics; City of 
Dunsmuir General Plan. 
 
• Dunsmuir:  2,129 (1990); 1,923 (2000), an average annual growth rate of -1.12%.  

Projected to increase to 2,260 by the year 2025 (an average annual growth rate of 
0.70%). 

• Siskiyou County:  43,531 (1990); 44,301 (2000), an average annual growth rate of 
0.20%.  Projected to increase to 56,438 by the year 2020 (an average annual growth 
rate of 0.76%). 

• State of California:  29,760,021 (1990); 33,871,648 (2000), an average annual growth 
rate of approximately 1.45%.  Projection of 49,285,000 by 2025 (average annual 
growth rate of 1.58%). 

 
Employment.  Source: California Office of Transportation Economics, 2005. 
 
• Siskiyou County: unemployment rate of 9%. 
• State of California: unemployment rate of 5.4%. 
• Major county employers: Nor-Cal Products, Inc.; Rosenburg Forest Products, Co.;  

Timber Products Co. Ltd.;  Mercy Medical Center Mount Shasta;  College of The 
Siskiyous;  Fairchild Medical Center;  Personal Preference, Inc.;  and Siskiyou County 
Public Schools. 

 
Income.  Source: California Office of Transportation Economics. 
 
• Siskiyou County:  $23,438 per capita income (1995); $24,113 (2004), a 0.26% annual 

increase. 
• State of California:  $21,638 per capita income (1990), $32,466 (2000), a 4.6% annual 

increase. 
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Community Support 
 
Airports benefit from the support of the local government, industry, and community.  
Dunsmuir Municipal-Mott Airport enjoys support from city government, the chamber of 
commerce and local citizens beyond the aviation community.  As shown earlier, the 
Airport has been included in the City of Dunsmuir General Plan. 
 
Community/Airport Location and Potential 
 
Dunsmuir Municipal-Mott Airport is located approximately three miles from the City of 
Dunsmuir business district on the northernmost end of the City’s boundary.  As an 
historic railroad town, Dunsmuir is a tourism center surrounded by an abundance of 
outdoor recreational opportunities such as fishing, camping, hiking, and snow skiing.  
Additionally, Mount Shasta lies immediately to the northeast, and the Shasta National 
Forest encompasses the entire area.  The land resources are obviously critical to the 
area’s economic vitality from both tourism as well as industrial perspectives. 
 
Forecasting Factors and Conditions 
 
Prior to the development of aviation activity forecasts, several factors that have an 
influence, either positive or negative, in the planning process, should be acknowledged 
and addressed. 
 
• The key negative factor related to forecasting for the Dunsmuir Municipal-Mott 

Airport is the overall condition of the general aviation industry in the United States, 
which, since 1978, has been in a significant recession.  While corporate aircraft 
operations, and the large general aviation aircraft industry segment has seen some 
strong growth cycles, small general aviation has been in a steady decline.  Four 
economic recessions, three fuel crises, the enactment of the Airline Deregulation Act 
of 1978, the repeal of the GI Bill, and the repeal of the investment tax credit are 
several factors identified by the FAA as contributing to this prolonged downturn.  
Other causes include the expense of owning and operating an aircraft (i.e., costs of 
insurance, fuel, and maintenance), competition from commuter airlines in the more 
open aviation market since airline deregulation, increases in air space restrictions 
affecting fair-weather flying, and shifts in personal preference as to how leisure time 
is spent.  These factors have severely restricted the single engine light aircraft 
segment of the industry in particular.  In response, the general aviation industry has 
been focusing more on the business aircraft operator and less on the recreational 
operator. 

 
Another negative factor that has a significant impact on forecasting considerations is 
September 11, 2001 terrorist attacks and their resulting impact on aviation.  Since 
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these attacks, the ways in which travel is conducted within the US are now subject to 
increasing security requirements.  The formation of the Transportation Security 
Administration (TSA) has brought a far-reaching and ever evolving security presence 
to aviation.  Initially, the emphasis has been on commercial passenger and 
cargo/freight operations; however, several known programs are currently under 
development that will change the ways in which general aviation airports function.  
General aviation airports will be encouraged (or perhaps in some cases, required) to 
place greater emphasis on perimeter security, controlled access, and tenant and user 
identification programs. 

 
• There are a number of factors having a positive influence in certain segments of the 

general aviation industry.  The passage of the long-awaited General Aviation 
Revitalization Act of 1994, which provides an eighteen (18) year limit on product 
liability lawsuits against general aviation aircraft and component manufacturers, has 
renewed interest and optimism among US aircraft manufacturers.  The growth of the 
amateur-built aircraft market, and the strength of the used aircraft market, indicate 
that demand for inexpensive personal aircraft is still strong.  Increased general 
aviation instrument operations at FAA towered airports and handled at FAA en route 
centers point to continued growth of the more sophisticated general aviation users.  
Additionally, operations at non-towered US airports have increased, supporting the 
belief held by many that much of general aviation has been forced out of towered 
airports because of the increased commercial air carrier activity. 

 
There are also a number of bright spots having a positive impact in certain segments 
of the general aviation industry.  Business or corporate aviation is one of the quickest 
growing facets of general aviation, and consists of companies and individuals using 
aircraft as a tool to improve efficiency and productivity in their businesses.  One 
particularly strong growth industry is in the increased development and use of 
fractional jet ownerships. 

 
Fractional ownership can be considered an out-sourced solution to the ever-growing 
cost of building and maintaining a corporate flight department.  Just as segments of 
other industries have devised strategies for cutting costs while maintaining high 
standards of quality and service, so has the business aviation segment of the general 
aviation industry.  For this reason, primarily, fractional ownership has emerged as a 
more cost-effective and appropriate solution for businesses seeking to tailor the use 
of corporate travel to their specific business mission.  Combined with newly 
emerging aircraft technologies such as those employed within the Small Aircraft 
Technologies System (SATS)  program that will afford fractional ownership 
companies the ability to operate on shorter runways with high-performance aircraft, 
business aviation could have a larger impact on the Airport in the future. 
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• Overall, when compared with many other general aviation airports, Dunsmuir 
Municipal-Mott Airport has many positive attributes.  Its location, in close proximity 
to a desirable tourist destination, is a critical positive influence.  Additionally, the 
Airport is strategically located to serve general aviation and future business aviation 
demand in Dunsmuir and southern Siskiyou County. 

 
• From an operational perspective, Dunsmuir Municipal-Mott Airport occasionally 

benefits from its higher elevation location in that when fog settles in the valley, 
closing some airports such as Weed Airport, Dunsmuir will actually sit above the fog 
in visual conditions.  This is an important consideration with regards to regional 
aviation safety, especially when considering the rapidly changing weather conditions 
that prevail in mountain locales. 

 
• No change in the role of the airport is anticipated.  It will remain an important local 

and regional transportation resource that serves the needs of the aviation 
community.  It is important to acknowledge that the City of Dunsmuir has 
recognized the value of the Airport and, within its General Plan, has expressed its 
goal of having a “high-quality municipal airport.” 

 
 
Historic and Existing Airport Activity 
 
There is very limited information available documenting historical aviation activities at 
Dunsmuir Municipal-Mott Airport, and that which does exist was inconsistently 
collected, and therefore suspect at best.  While the most complete and consistent data 
source is the FAA’s Terminal Area Forecast, this was determined by local operators to 
have significantly overstated the Airport’s actual operational levels and did not reflect the 
temporary closure of the Airport from December 2001 through May 2003 due to 
obstructions.  Based on conversations with Airport representatives, and local pilots and 
operators, a reasonable estimate of the Airport’s aircraft operations for the year 2005 was 
established.  This estimate was used as the baseline for the forecasts generated within this 
chapter. 
 
A tabulation of the available historical aviation activity since 1995 at Dunsmuir 
Municipal-Mott Airport is presented in the following table entitled HISTORICAL 
AVIATION ACTIVITY, 1995-2005.  Note that the table includes both the FAA TAF, as well as 
the local estimate of the 2005 operational levels suggested by airport administration and 
operators. 
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Table B1 HISTORICAL AVIATION ACTIVITY, 1995-2005 
 

Year 
Air Taxi 

Operations 
Itinerant GA 
Operations 

Local GA 
Operations 

Military 
Operations 

Total 
Operations 

19951 500 10,000 5,500 0 16,000 
19961 500 10,000 5,500 0 16,000 
19971 500 10,000 5,500 0 16,000 
19981 500 10,000 5,500 0 16,000 
19991 500 10,000 5,500 0 16,000 
20001 500 10,000 5,500 0 16,000 
20011 500 10,000 5,500 0 16,000 
20021 500 10,000 5,500 0 16,000 
20031 500 10,000 5,500 0 16,000 
20041 500 10,000 5,500 0 16,000 
20051 500 10,000 5,500 0 16,000 
20052 0 1,500 3,000 0 4,500 
Sources: 1 FAA Terminal Area Forecasts (TAF). 
 2 Local estimate by Airport Administration and Operators.  This estimate will be used as the baseline for the forecasts. 
 
 
Existing Operations By Aircraft Type 
 
The current level of aviation activity by aircraft type is summarized in the following table 
entitled EXISTING OPERATIONS BY AIRCRAFT TYPE, 2005.  Note that the table, including 
aircraft operational percentages, is based on the local estimate by airport administration 
and operators for the year 2005. 
 
 
Table B2 EXISTING OPERATIONS BY AIRCRAFT TYPE, 2005 
 
Aircraft Type Operations 
General Aviation 4,500 100.0%

Single Engine 3,825 85.0%
Multi-Engine 450 10.0%
Turboprop 225 5.0%
Business Jet 0 0.0%

Military 0 0.0%
TOTAL 4,500 100%
Source: Barnard Dunkelberg & Company. 
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Based Aircraft 
 
Similar to aircraft operations data, there is limited and inconsistent historical data 
available for based aircraft at Dunsmuir Municipal-Mott Airport.  Again, the most 
consistent source of this historical information is the FAA TAF, even though this data 
does not reflect the closing of the Airport and associated relocation of based aircraft 
from December 2001 through May 2003.  The following table entitled SUMMARY OF 
BASED AIRCRAFT BY TYPE, 1995-2005, includes this TAF data, as well as the actual based 
aircraft count for the year 2005 supplied by Airport administration. 
 
 
Table B3 SUMMARY OF BASED AIRCRAFT BY TYPE, 1995-2005 
 
Year Single Engine Multi-Engine Turboprop Business Jet Helicopter Total 
19951 --- --- --- --- --- 22 
19961 --- --- --- --- --- 25 
19971 --- --- --- --- --- 25 
19981 --- --- --- --- --- 25 
19991 --- --- --- --- --- 25 
20001 --- --- --- --- --- 25 
20011 --- --- --- --- --- 25 
20021 --- --- --- --- --- 25 
20031 --- --- --- --- --- 25 
20041 --- --- --- --- --- 25 
20052 20 --- --- --- --- 20 
Source: Barnard Dunkelberg & Company 
 1 FAA Form 5010-1 Airport Master Record Data. 
 2 Dunsmuir Municipal-Mott Airport Personnel. 
 --- None listed. 
 
 
Aviation Activity Forecasts 
 
General Aviation Activity Forecasts 
 
In developing the general aviation activity forecasts, several forecasts and local and 
national trends were reviewed.  Included in this assessment, and as presented in the 
following table, entitled GENERAL AVIATION OPERATIONS FORECAST SCENARIOS, 
2005-2025, are the forecasts contained in the 1990 Dunsmuir Municipal-Mott Airport 
Master Plan Update (MPU), the current FAA Terminal Area Forecast (TAF), and three 
forecast scenarios developed for this study. 
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• 1990 Master Plan Update:  Indicated an average annual growth rate of 1.18%, 
starting with base year 1990 operations. 

• FAA TAF Projection:  Shows a flat line projection based on 1996 operational data.  It 
reflects no growth or decline. 

• Scenario One: Projects an annual average growth rate of 0.76%, which is equal to the 
projected population growth for Siskiyou County. 

• Scenario Two: Shows an average annual growth rate of 0.38%, which is based upon 
the national FAA Terminal Area Forecast for general aviation operational growth at 
all non-towered airports for 2004-2025. 

• Scenario Three: Utilizing the average annual growth rate of 1.9% for general aviation 
operations at towered airports nationwide, contained in the FAA Aviation Forecasts 
Fiscal Years 2006-2017.  This is the selected operations forecast for this study. 

 
 
Table B4 GENERAL AVIATION OPERATIONS FORECAST SCENARIOS, 2005-2025 
 
   Scenario Scenario Scenario 
Year 1990 MPU TAF One Two Three 
2005 19,290 16,000 4,500 4,500 4,500 
2010 20,350 16,000 4,673 4,587 4,944 
2015 --- 16,000 4,853 4,677 5,433 
2020 --- 16,000 5,040 4,767 5,968 
2025 --- 16,000 5,234 4,857 6,557 
Sources: Barnard Dunkelberg & Company  
 --- None listed. 
 
 
Military Operations Forecast 
 
Military aircraft have not traditionally operated at Dunsmuir Municipal-Mott Airport, 
and there are no historical records of any occurring.  No future military operations are 
projected to occur at the Airport. 
 
Operations Forecast By Aircraft Type 
 
The types of aircraft expected to use the airport assist in determining the amount and 
types of facilities needed to meet the aviation demand.  The following table entitled 
SUMMARY OF OPERATIONS FORECAST BY AIRCRAFT TYPE, 2005-2025, depicts the 
approximate level of use by aircraft types that are projected to use Dunsmuir Municipal-
Mott Airport. 
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Table B5 SUMMARY OF OPERATIONS FORECAST BY AIRCRAFT TYPE, 2005-2025 
 
Aircraft Type 20051 2010 2015 2025 
General Aviation 4,500 4,944 5,433 6,557 

Single Engine 3,825 4,202 4,618 5,573 
Multi-Engine 450 494 543 656 
Turboprop 225 247 272 328 
Business Jet 0 0 0 0 

Military 0 0 0 0 
Total 4,500 4,944 5,433 6,557 
Source: Barnard Dunkelberg & Company 
 1 Existing. 
 
 
Local and Itinerant Operations Forecast 
 
There is no flight training activity at Dunsmuir Municipal-Mott Airport in large part due 
to the prohibition of touch-and-go operations at the Airport.  These types of operations, 
most typically associated with flight training operations, are prohibited by ordinance due 
to safety reasons.  The forecast of local and itinerant aircraft operations is illustrated on 
the following table entitled SUMMARY OF LOCAL AND ITINERANT OPERATIONS 
FORECAST, 2005-2025. 
 
 
Table B6 SUMMARY OF LOCAL AND ITINERANT OPERATIONS FORECAST, 
2005-2025 
 
Year Local Itinerant Total 
20051 3,000 1,500 4,500 
2010 3,214 1,730 4,944 
2015 3,260 2,173 5,433 
2020 3,282 2,686 5,968 
2025 3,279 3,279 6,557 
Sources: Barnard Dunkelberg & Company. 
 1 Existing. 
 
 
Based Aircraft Forecast 
 
The determination of the number and type of aircraft anticipated to be based at an 
airport is a vital component in developing a plan for the airport.  Generally, there is a 
relationship between aviation activity and based aircraft, stated in terms of operations per 
based aircraft (OPBA).  Sometimes, a trend can be established from historical information 
of operations and based aircraft.  The national trend has been changing with more 
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aircraft being used for business purposes and less for pleasure flying.  This impacts the 
OPBA in that business aircraft are usually flown more often than pleasure aircraft.  It is 
expected that the number of operations per based aircraft will increase at the airport as 
more aircraft based there are used for business purposes.  However, the OPBA method 
of estimating based aircraft within the planning horizon can be skewed by extenuating 
local factors such as extensive flight training activity, as a percentage of total aircraft 
operations, which can tend to distort the relationship between total aircraft operations 
and total based aircraft, when such flight training activity represents a high percentage of 
total aircraft operations.  This should be evaluated on a case-by-case basis. 
 
Three based aircraft forecast scenarios are presented in the following table entitled 
BASED AIRCRAFT FORECAST SCENARIOS, 2005-2025.  Usually, a trend projection based 
on historical numbers can be determined and included with future forecast scenarios; 
however, because of a negative growth rate (-1.8%) calculation, the trend projection is 
not helpful and is not used. 
 
• 1995 Master Plan Update: Using 1990 base year data, the 1990 Master Plan Update 

projects an average annual growth rate of under one percent (0.84%). 
• Scenario One:  Projects an annual average growth rate of 0.76%, which is equal to 

the projected population growth for Siskiyou County. 
• Scenario Two:  Assumes an average annual growth rate of less than one percent 

(0.9%), which is the FAA forecasted growth rate for active general aviation, non-
rotorcraft, piston-engine aircraft in the United States per FAA Aviation Forecasts Fiscal 
Years 2006-2017. 

• Scenario Three:  Utilizing the average annual growth rate of 1.9% for general 
aviation operations at towered airports nationwide, contained in the FAA Aviation 
Forecasts Fiscal Years 2006-2017.  This is the selected operations forecast for this study. 

 
 
Table B7 BASED AIRCRAFT FORECAST SCENARIOS, 2005-2025 
 
  Scenario Scenario Scenario 
Year 1990 MPU One Two Three 
2005 1 25 20 20 20 
2010 26 21 20 22 
2015 27 22 21 24 
2020 28 22 21 27 
2025 29 23 22 29 
Sources: Barnard Dunkelberg & Company 
 1 Existing. 
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Based Aircraft Forecast By Aircraft Type 
 
The mix of based aircraft is shown on the following table entitled BASED AIRCRAFT 
FORECAST BY TYPE, 2005-2025. 
 
 
Table B8 BASED AIRCRAFT FORECAST BY TYPE, 2005-2025 
 
Aircraft Type 20051 2010 2015 2025 
General Aviation 20 22 24 29 

Single Engine 20 (100%) 21 (97%) 23 (96%) 27 (94%) 
Multi-Engine 0 1 (3%) 1 (4%) 2 (6%) 
Turboprop 0 0 0 0 
Business Jet 0 0 0 0 

Military 0 0 0 0 
Total 20 22 24 29 
Source: Barnard Dunkelberg & Company 
 1 Existing. 
 
 
Airport Reference Code (ARC)/Critical Aircraft Analysis 
 
The types of aircraft presently utilizing an airport and those projected to utilize the 
facility in the future are important considerations for planning airport facilities.  An 
airport should be designed in accordance with the Airport Reference Code (ARC) 
standards that are described in Federal Aviation Administration (FAA) Advisory Circular 
150/5300-13, Airport Design.  The ARC is a coding system used to relate and compare 
airport design criteria to the operational and physical characteristics of the aircraft 
intended to operate at an airport.  The ARC has two components that relate to an 
airport’s “Design Aircraft”.  The first component, depicted by a letter (i.e., A, B, C, D, or 
E), is the aircraft approach category and relates to aircraft approach speed based upon 
operational characteristics.  The second component, depicted by a Roman numeral (i.e., 
I, II, III, IV, or V), is the aircraft design group and relates to aircraft wingspan (physical 
characteristic).  Generally speaking, aircraft approach speed applies to runways and 
runway-related facilities, while aircraft wingspan is primarily related to separation criteria 
associated with taxiways and taxilanes. 
 
According to the Dunsmuir Municipal Airport Master Plan, 1990-2010, Dunsmuir 
Municipal-Mott Airport was projected to primarily accommodate those aircraft up to and 
including Airport Reference Code (ARC) A-I.  Additionally, the previous master plan had 
further defined the Airport as being a “utility airport,” defined as an airport that is 
designed, constructed and maintained to serve smaller (single and twin-engine) airplanes.  
In the future, while it is anticipated that overall operations will increase at the Airport, 
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including some increase in larger aircraft operations, the vast majority of operations will 
be limited to smaller aircraft.  This is supported by the fact that all based aircraft are 
small, single engine aircraft as well as the majority of transient aircraft.  Therefore, the 
existing and future ARC for Dunsmuir Municipal-Mott Airport will remain as A-I.  
Additionally, the Airport will maintain its status as a “utility airport.” 
 
 
Summary 
 
A summary of the aviation forecasts prepared for this study is presented in the following 
table entitled SUMMARY OF AVIATION ACTIVITY FORECASTS, 2005-2025.  This 
information will be used in the following chapters to analyze facility requirements, to aid 
development of alternatives, and to guide the preparation of the plan and program of 
future airport facilities.  In other words, the aviation activity forecasts are the foundation 
from which future plans will be developed and implementation decisions will be made. 
 
 
Table B9 SUMMARY OF AVIATION ACTIVITY FORECASTS, 2005-2025 
 
Operations 20051 2010 2015 2025 
General Aviation 4,500 4,944 5,433 6,557 

Single Engine 3,825 4,202 4,618 5,573 
Multi-Engine 450 494 543 656 
Turboprop 225 247 272 328 
Business Jet 0 0 0 0 

Military 0 0 0 0 
TOTAL OPERATIONS 4,500 4,944 5,433 6,557 
Local Operations 3,000 3,214 3,260 3,279 
Itinerant Operations 1,500 1,730 2,173 3,279 
Based Aircraft By Type     
Single Engine 20 21 23 27 
Multi-Engine 0 1 1 2 
Turboprop 0 0 0 0 
Business Jet 0 0 0 0 
Military 0 0 0 0 
TOTAL 20 22 24 29 
Source: Barnard Dunkelberg & Company 
 1 Actual. 
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Capacity Analysis and Facility Requirements 
 
 
Introduction 
 
The capacity of an airfield is primarily a function of the major aircraft operating surfaces that compose 

the facility and the configuration of those surfaces (runways and taxiways).  However, it is also related to 

and considered in conjunction with wind coverage, airspace utilization, and the availability and type of 

navigational aids.  Capacity refers to the number of aircraft operations that a facility can accommodate on 

either an hourly or yearly basis.  It does not refer to the size or weight of aircraft.  Facility requirements 

are used to determine those facilities needed to meet the forecasted demand of the future aircraft fleet.  

Evaluation procedures will focus on runway length, dimensional criteria, aprons, and hangars. 

 
Knowledge of the types of aircraft currently using as well as those aircraft expected to 
use the Airport provides information that is directly related to the Airport Reference 
Code (ARC).  While specific guidelines related to the determination of the ARC is 
provided in Federal Aviation Administration (FAA) Advisory Circular 150/5300-13, 
Airport Design, the ARC is generally based on the “Design Aircraft” that is judged to be 
the most critical aircraft currently using, or projected to use the Airport.  The typical 
standard of use at an airport that an aircraft must sustain to be considered a “critical 
aircraft” is 500 annual operations.  The ARC itself relates aircraft operational and physical 
characteristics to design criteria that are applied to various airport components.  Under 
this methodology, safety margins are provided in the physical design of airport facilities. 
 
As described in previous chapters, there are two components in determining the ARC for 
an airport.  The first component, depicted by a capital letter, is the Aircraft Approach 
Category and relates to aircraft approach speed.  The second component, depicted by a 
Roman numeral, is the Airplane Design Group and relates to airplane wingspan.  Small, 
predominantly single-engine aircraft, such as the Cessna 182, are the most prevalent 
aircraft currently utilizing and projected to utilize the Airport on a daily basis.  This 
translates to the Airport having an ARC of A-I. 



Dunsmuir Municipal - Mott Airport 
Airport Layout Plan Update C.2 

 
 
Airfield Capacity Methodology 
 
The evaluation method used to determine the capability of the airside facilities to 
accommodate aviation operational demand is described in the following narrative.  
Analysis of this capability is expressed in terms of potential excesses and deficiencies in 
capacity.  The methodology used for the measurement of airfield capacity in this study is 
described in FAA Advisory Circular 150/5060-5, Airport Capacity and Delay.  From this 
methodology, airfield capacity is defined in the following terms: 
 
• Hourly Capacity of Runways: The maximum number of aircraft that can be 

accommodated under conditions of continuous demand during a one-hour period. 
• Annual Service Volume: A reasonable estimate of an airport’s annual capacity (i.e., level 

of annual aircraft operations that will result in an average annual aircraft delay of 
approximately one to four minutes). 

 
The capacity of an airport’s airside facilities is a function of several factors.  These 
factors include the layout of the airfield, local environmental conditions, specific 
characteristics of local aviation demand, and air traffic control requirements.  The 
relationship of these factors and their cumulative impact on airfield capacity are 
examined in the following paragraphs. 
 
Airfield Layout 
 
The arrangement and interaction of airfield components (runways, taxiways, and ramp 
entrances) refer to the layout or “design” of the airfield.  As previously described, 
Dunsmuir Municipal-Mott Airport has one runway, Runway 14/32, which is served by a 
partial parallel taxiway.  Existing landside facilities, which include aprons and hangars, are 
located east of the runway. 
 
Environmental Conditions 
 
Climatological conditions specific to the location of an airport not only influence the 
layout of the airfield, but also impact the use of the runway system.  Variations in the 
weather resulting in limited cloud ceilings and reduced visibility typically lower airfield 
capacity, while changes in wind direction and velocity typically dictate runway usage and 
also influence runway capacity. 
 
Ceiling and Visibility.  FAA Advisory Circular 150/5060-5, Airport Capacity and Delay, 
describes three categories of ceiling and visibility minimums for use in both capacity and 
delay calculations.  Visual Flight Rules (VFR) conditions occur whenever the cloud ceiling 
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is at least 1,000 feet above ground level and the visibility is at least three statute miles.  
Instrument Flight Rules (IFR) conditions occur when the reported cloud ceiling is at least 
500 feet, but less than 1,000 feet and/or visibility is at least one statute mile, but less than 
three statute miles.  Poor Visibility and Ceiling (PVC) conditions exist whenever the cloud 
ceiling is less than 500 feet and/or the visibility less than one statute mile.  Note that 
Dunsmuir Municipal-Mott Airport does not have any IFR approach procedures; 
therefore, when weather conditions deteriorate below the standards for VFR, the Airport 
is considered to be “below minimums” and effectively closed until weather conditions 
improve. 
 
Meteorological data from the National Climatic Data Center, with observations from 
Station 72595, located approximately seven miles to the southeast of the Airport on the 
Girard Ridge, has been used to tabulate information in more specific terms.  Findings are 
as follows: 
 
• VFR conditions - ceiling equal to or greater than 1,000 feet above ground level and 

visibility is equal to or greater than three statute miles.  These conditions occur at the 
Airport approximately 93.2% of the time annually. 

• Below minimums - Ceiling less than 1,000 feet AGL and/or visibility less than three 
statute miles.  These conditions occur at the Airport approximately 6.8% of the time 
annually. 

 
Wind Coverage.  Surface wind conditions have a direct effect on the operation of an 
airport; runways not oriented to take the fullest advantage of prevailing winds will restrict 
the capacity of the Airport to varying degrees.  When landing and taking off, aircraft are 
able to properly operate on a runway as long as the wind component perpendicular to 
the direction of travel (defined as a crosswind) is not excessive.  To determine wind 
velocity and direction at Dunsmuir Municipal-Mott Airport, wind data was obtained and 
an all weather wind rose was constructed.  The results of that analysis, which utilized 
observations between 1996 and 2005, are presented in the following table entitled, ALL 
WEATHER WIND COVERAGE SUMMARY, and in the following illustration entitled ALL 
WEATHER WIND ROSE. 
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Table C1 ALL WEATHER WIND COVERAGE SUMMARY 
 
 Wind Coverage Provided Under All Weather Conditions 
 5-Knot Tailwind to Maximum Headwind 
Runway 10.5-Knot 13-Knot 16-Knot 20-Knot 
Runway 14 82.63% 82.66% 82.68% 82.68% 
Runway 32 95.95% 96.00% 96.02% 96.02% 
Combined 99.91% 99.97% 100.00% 100.00% 
Source: National Oceanic and Atmospheric Administration, National Climatic Data Center. 
 Station:  72595 Mount Shasta, California.  Period of Record:  1996-2005. 
 
 
Figure C1 ALL WEATHER WIND ROSE 
 
Source: National Oceanic and Atmospheric Administration, National 

Climatic Data Center. 
Station:  72595 Mount Shasta, California.  Period of 
Record:  1996-2005. 

 
 
Planning standards indicate that the 10.5-
knot crosswind component is considered 
maximum when analyzing ARC A-I runways 
(the designated ARC for Runway 14/32).  
As previously mentioned, the desirable wind 
coverage for an airport is 95%.  This means 
that the runways should be oriented so that 
the maximum crosswind component is not 
exceeded more than 5% of the time.  Based on 
the wind analysis for Dunsmuir Municipal-Mott 
Airport, Runway 14/32 provides 99.91% wind coverage 
for the 10.5-knot crosswind component.  This analysis 
indicates that the runway system at the Airport provides 
adequate wind coverage.  No new runways will be recommended 
based on the requirement to provide additional wind coverage. 
 
The Airport does not have any type of instrument approach, and is currently capable of 
operating only during VFR conditions.  In an effort to evaluate the potential benefits of 
implementing a future instrument approach with lower approach visibility minimums, 
Instrument Flight Rules (IFR) wind data has been compiled and analyzed.  The following 
table, entitled IFR WIND COVERAGE SUMMARY, quantifies the wind coverage offered by 
each runway end in consideration of potential lower approach minimums (i.e., ceiling 
less than 1,000 feet and/or visibility less than three statute mile, but ceiling equal to or 
greater than 400 feet and visibility equal to or greater than one statute mile).  The 
following figure entitled, IFR WIND ROSE, graphically illustrates the IFR wind data as it 
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relates to the runway alignment at Dunsmuir Municipal-Mott Airport.  Again, the wind 
data identified above has been used in the construction of the IFR wind rose. 
 
 
Table C2 IFR WEATHER WIND COVERAGE SUMMARY 
 
 Wind Coverage Provided Under IFR Conditions1 
 5-Knot Tailwind to Maximum Headwind 
Runway 10.5-Knot 13-Knot 16-Knot 20-Knot 
Runway 14 91.88% 91.99% 92.05% 92.05% 
Runway 32 86.47% 86.50% 86.50% 86.50% 
Combined 99.82% 99.93% 100.00% 100.00% 
Source: National Oceanic and Atmospheric Administration, National Climatic Data Center. 
 Station:  72595 Mount Shasta, California.  Period of Record:  1996-2005. 
Notes: 1 Ceiling less than 3,000 feet, and/or visibility less than three statute miles, but ceiling greater than or equal to 

400 feet and visibility minimums greater than or equal to one statute mile. 
 
 
Figure C2 IFR1 WEATHER WIND ROSE 
 
Source: National Oceanic and Atmospheric Administration, National 

Climatic Data Center. 
Station:  72595 Mount Shasta, California.  Period of 
Record:  1996-2005. 

 1 Ceiling less than 3,000 feet, and/or visibility less than three 
statute miles, but ceiling greater than or equal to 400 feet 
and visibility minimums greater than or equal to one 
statute mile. 

 
 
From the IFR wind coverage analysis, it can 
be determined that Runway 14 provides 
slightly better wind coverage for each 
crosswind component.  The information 
provided by this analysis will be incorporated 
into the formulation of various future airside 
development alternatives and the ultimate 
development recommendations for the Airport. 
 
Characteristics of Demand 
 
Certain site-specific characteristics related to aviation use and aircraft fleet makeup 
impact the capacity of the airfield.  These characteristics include aircraft mix, runway use, 
percent arrivals, touch-and-go operations, exit taxiways, and air traffic control rules. 
 
Aircraft Mix.  The capacity of a runway is dependent upon the type and size of the 
aircraft that use the facility.  Aircraft are categorized into four classes.  Classes A and B 
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consist of small single-engine and twin-engine aircraft (both prop and jet), weighing 
12,500 pounds or less, which are representative of the general aviation fleet.  Class C and 
D aircraft are large jet and propeller aircraft typical of those utilized by the airline 
industry and the military, along with the majority of the business jet fleet.  Aircraft Mix is 
defined as the relative percentage of operations conducted by each of these four classes 
of aircraft.  The existing percentage of aircraft weighing less than 12,500 pounds (i.e., 
Class A and B) is estimated to be more than 95% of total aircraft operations.  This 
percentage is expected to remain consistent throughout the planning period. 
 
Runway Use.  Runway use is defined by the number, location, and orientation of the 
active runway(s) and relates to the distribution and frequency of aircraft operations to 
those facilities.  According to local observations, arrival/departure operations would 
most typically occur from the south and to the north (Runway 32) approximately 67% of 
the time, and from the north and to the south (Runway 14) approximately 33% of the 
time.  However, as previously noted, aircraft operations at the Airport to the north (i.e. 
departing Runway 32 or arriving Runway 14) are currently prohibited due to inadequate 
clearance over obstructions in the approach area to Runway 14, thus creating a contra 
flow operational environment (i.e., aircraft are taking off south into the flow of arriving 
traffic). 
 
Percent Arrivals.  Runway capacity is also significantly influenced by the percentage of all 
operations that are arrivals.  Because aircraft on final approach are typically given 
absolute priority over departures, higher percentages of arrivals during peak periods of 
operations reduce the Annual Service Volume.  The operations mix occurring on the 
runway system at Dunsmuir Municipal-Mott Airport reflects a general balance of arrivals 
to departures.  Therefore, it was assumed in the capacity calculations that arrivals equal 
departures during the peak period. 
 
Touch-And-Go Operations.  A touch-and-go operation refers to an aircraft maneuver in 
which the aircraft performs a normal landing touchdown followed by an immediate 
takeoff without stopping or taxiing clear of the runway.  These operations are normally 
associated with flight training and are included in local operations figures.  There are no 
flight training operations currently located at the Airport, although some training 
operations that originate at other airports have been observed at Dunsmuir Municipal-
Mott Airport.  Touch-and-go operations are expected to continue to comprise a minimal 
percentage of the annual Airport operational total. 
 
Exit Taxiways.  The capacity of a runway is greatly influenced by the ability of an aircraft 
to exit the runway as quickly and safely as possible.  Therefore, the quantity and design 
of the exit taxiways can directly influence aircraft runway occupancy time and the 
capacity of the runway system.  The number of exit taxiways at the Airport is adequate 
for existing and future operations, although their placement has a limiting function on 
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overall capacity.  Specifically, the existing taxiways are not located on the ends of the 
runway, requiring the implementation of “back-taxiing” operations for all arriving or 
departing aircraft wishing to utilize the full runway length available.  These back-taxi 
operations, which require an aircraft to make use of the runway for taxiing purposes, 
extend the time that an aircraft occupies the runway, thus reducing the number of 
operations that can occur over a given period, effectively reducing overall runway 
capacity. 
 
Air Traffic Control Rules.  The FAA specifies separation criteria and operational 
procedures for aircraft in the vicinity of an airport contingent upon aircraft size, 
availability of radar, sequencing of operations and noise abatement procedures, both 
advisory and/or regulatory, which may be in effect at the Airport.  The impact of air 
traffic control on runway capacity is most influenced by aircraft separation requirements 
dictated by the mix of aircraft utilizing the Airport.  Presently, there are no special air 
traffic control rules in effect at Dunsmuir Municipal-Mott Airport that significantly 
impact operational capacity. 
 
 
Airfield Capacity Analysis 
 
As previously described, the determination of capacity for Dunsmuir Municipal-Mott 
Airport uses the methodology described in the FAA Advisory Circular 150/5060-5, 
Airport Capacity and Delay, along with the Airport Design Computer Program that 
accompanies AC 150/5300-13.  Several assumptions are incorporated in these capacity 
calculations, not all of which are directly applicable to Dunsmuir: arrivals equal 
departures, the percent of touch-and-go operations is between 0 and 50% of total 
operations, there is a full-length parallel taxiway with ample exits and no taxiway crossing 
problems, there are no airspace limitations, the Airport has at least one runway equipped 
with an ILS and the necessary air traffic control facilities to carry out operations in a radar 
environment, IFR weather conditions occur roughly 10% of the time, and approximately 
80% of the time the Airport is operated with the runway use configuration that produces 
the greatest hourly capacity. 
 
Applying information generated from the preceding analyses, capacity and demand are 
formulated in terms of the following results: 
 
• Annual Service Volume (ASV) 
• Hourly Capacity of Runways (VFR and IFR) 
 
Based on the methodology to determine the capacity at Dunsmuir Municipal-Mott 
Airport for long-range planning purposes, the ASV has been determined to be 
approximately 230,000 operations, with a VFR capacity of roughly 98 operations per hour 
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and an IFR capacity of approximately 59 operations per hour, if such operations were 
available at the Airport.  It is recognized that the Airport does not conform to all of the 
assumptions listed above (i.e., the airport does not have an ATCT facility), and the 
runway does not have a full parallel taxiway, which results in a loss of capacity from the 
figures presented.  However, if there was sufficient demand and ATCT facilities were 
operated in the future, the actual capacity would be similar to the projection for long-
range planning purposes. 
 
As can be seen, the Airport’s Annual Service Volume is significantly greater than the 
number of annual operations forecasted for the end of the planning period (6,557 
operations).  These capacity computations provide assistance in evaluating the ability of 
airport facilities to accommodate forecast demand. 
 
 
Airport Facility Requirements 
 
This section presents the analysis of requirements for airside and landside facilities 
necessary to meet aviation demand at Dunsmuir Municipal-Mott Airport.  For those 
components determined to be deficient, the type and size of the facilities required to 
meet future demand are identified.  Airside facilities examined include the runways, 
taxiways, runway protection zones, thresholds, and navigational aids.  Landside facilities 
include such facilities as the terminal area, hangars, aircraft apron areas, and airport 
support facilities. 
 
This analysis uses the forecasts set forth in the preceding chapter for establishing future 
development of the Airport.  This is not intended to dismiss the possibility that, due to 
the unique circumstances in Dunsmuir and the region, either accelerated growth or 
consistently higher or lower levels of activity may occur.  Aviation activity levels should 
be monitored for consistency with the forecasts.  In the event of changes, the schedule 
of development should be adjusted to correspond to the demand for facilities rather than 
set to pre-determined dates of development.  By doing this, over-building or under-
building can be avoided. 
 
Airside Facilities 
 
Dimensional Criteria.  The FAA Advisory Circular 150/5300-13, Airport Design, 
recommends standard widths, minimum clearances, and other dimensional criteria for 
runways, taxiways, safety areas, aprons, and other physical airport facilities.  Dimensions 
are recommended with respect to the Aircraft Approach Category and Airplane Design 
Group designations (the Airport Reference Code), and availability and type of approach 
instrumentation. 
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The FAA dimensional criteria that are applicable to Dunsmuir Municipal-Mott Airport 
and the associated runway/taxiway system are presented in the following table, entitled 
AIRFIELD DIMENSIONAL STANDARDS.  As shown, most of the FAA’s dimensional 
criteria appear to be achieved.  There are two deficiencies noted in the table:  the Runway 
Object Free Area (ROFA) and the Taxiway Object Free Area (TOFA) widths.  The ROFA 
width is limited to approximately 200 feet because the non-frangible mounted segmented 
circle located west of the runway, which is a deficiency of approximately 50 feet. 
 
The TOFA width deficiency is associated with Taxiway A where it is located between the 
rows of aircraft parking spaces at the northeast apron.  The distance between the rows of 
tiedown spaces is approximately 75 feet, which is 14 feet less than the required 89 feet.  
Additionally, if Taxiway A was extended to the north and south runway ends, the hangars 
along the east side of the northeast apron and the two hangars at the south end of the 
southeast apron would also violate the TOFA design standard.  It should be noted that 
the City of Dunsmuir has programmed a project within their five-year Airport Capital 
Improvement Plan (ACIP) that removes the two southern hangars so that Taxiway A can 
be extended south to Runway 32.  The following figure entitled TAXIWAY OBJECT FREE 
AREA NON-STANDARD CONDITIONS, illustrates the non-standard design criteria. 
 
 
Table C3 AIRFIELD DIMENSIONAL STANDARDS 
 
 Existing ARC A-I, VFR 
Item Dimension Small Aircraft 
Runway Width 60 60 
Runway Centerline to Parallel Taxiway Centerline 150 150 
Runway Centerline to Aircraft Parking 125 125 
Runway Centerline to Holdline --- 125 
Runway Safety Area Width 120 120 
Runway Safety Area Length Beyond Departure Runway End  
 Runway 14 240 240 
 Runway 32 240 240 
Runway Object Free Area Width 200 250 
Runway Object Free Area Length Beyond Departure Runway End  
 Runway 14 240 240 
 Runway 32 240 240 
Taxiway Width 25 25 
Taxiway Safety Area Width N.D. 49 
Taxiway Object Free Area Width 75 89 
Source: FAA Advisory Circular 150/5300-13, Airport Design. 
Notes: N.D.  Not Designated in current planning information.  However, the standard appears to be met. 

Existing dimension in bold type is deficient. 
--- Data not available. 
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Runway Pavement Strength.  The current pavement strength of Runway 14/32 can 
currently support aircraft with a gross weight bearing capacity of at least 12,500 pounds 
single-wheel, and 25,000 pounds dual-wheel.  Unfortunately, the lack of engineering 
design records for the last runway pavement project has prevented the actual specific 
determination of the pavement strength.  However, the most recent FAA Form 5010, 
Airport Master Record (December 14, 2004), identified the pavement strength as being at the 
above-noted levels.  These runway strengths are considered to be sufficient for small 
general aviation aircraft operations for the duration of the planning period, assuming 
routine maintenance is performed at regular intervals. 
 
Airfield Capacity.  The evaluation of airfield capacity presented earlier indicates that the 
Airport will not exceed the capacity of the existing runway/taxiway system before the 
end of the planning period.  FAA planning standards indicate that when 60% of the ASV 
is reached (in this case some 138,000 operations), the Airport should start planning ways 
to increase capacity.  Accordingly, when 80% of the ASV is reached (representing about 
184,000 operations), construction of facilities to increase capacity should be initiated. 
During 2005, aircraft operations at Dunsmuir Municipal-Mott Airport totaled an 
estimated 4,500, which is significantly short of the 60% ASV threshold level.  Forecasts 
of aircraft operations indicate that approximately 6,557 aircraft operations will occur at 
the Airport by the year 2025.  Therefore, based on this standard FAA planning 
methodology, it is concluded that no new runway facilities will be required at the Airport 
for the purposes of providing additional aircraft operational capacity. 
 
Runway Length.  Runway length requirements are derived from the computer based FAA 
Airport Design Software supplied in conjunction with Advisory Circular 150/5300-13, 
Airport Design.  Using this software, three values are entered into the computer, including 
the airport elevation of 3,272 feet Above Mean Sea Level (AMSL), the Mean Normal 
Maximum Temperature (NMT) of 88.3° F, and the maximum difference in runway 
elevation at the centerline of 35.0 feet.  This data is used as input for the program, which 
then generates the general recommendations for runway length requirements at the 
Airport.  Note that this program also makes the following assumptions when calculating 
the general runway length recommendations:  there is zero headwind component; the 
aircraft are operating at maximum certified takeoff and landing weights; and the aircraft 
are employing optimum flap settings for the shortest runway length.  These 
recommendations are provided in the following table entitled, RUNWAY LENGTH 
REQUIREMENTS. 
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Table C4 RUNWAY LENGTH REQUIREMENTS 
 
 Length (Feet) 
Aircraft Category Dry Wet 
Airplanes less than 12,500 lbs. with approach speeds of less than 30 knots 400 400 
Airplanes less than 12,500 lbs. with approach speeds of less than 50 knots 1,060 1,060 
Airplanes less than 12,500 lbs. with less than 10 seats   

75% of Small Aircraft Fleet 3,690 3,680 
95% of Small Aircraft Fleet 4,610 4,600 
100% of Small Aircraft Fleet 5,040 5,030 

Airplanes less than 12,500 lbs. with 10 or more seats 5,040 5,040 
Source: FAA Advisory Circular 150/5300-13, Airport Design. 
 Lengths based on 3,272’ AMSL, 88.3° Fahrenheit NMT and a maximum difference in runway centerline elevation of 35.0’. 
 
 
As shown in the preceding table, the small aircraft fleet (under 12,500 pounds), for 
which the Airport and runway are designed, requires a runway length between 400 and 
5,040 feet.  Each of the runway lengths given provides a runway sufficient to satisfy the 
operational requirements of a certain percentage of the aircraft fleet at a certain 
percentage of the useful load.  Useful load is defined as the difference between the 
maximum gross takeoff weight and the empty weight of the airplane, exclusive of fuel.  
The general aviation aircraft fleet with a gross operating weight of under 12,500 pounds 
encompasses all of the aircraft currently operating and projected to operate at the 
Airport. 
 
A significant factor to consider when analyzing the generalized runway length 
requirements given in the above table is that the actual length necessary for a runway is a 
function of elevation, temperature, and aircraft stage length.  As temperatures change on 
a daily basis, the runway length requirements change accordingly (i.e., the cooler the 
temperature, the shorter the runway necessary).  Therefore, if a runway is designed to 
accommodate 75% of the fleet at 60% useful load, this does not mean that at certain 
times a larger or more heavily loaded aircraft cannot use the runway.  However, the 
amount of time such operations can safely occur is restricted. 
 
Runway 14/32 currently has a length of 2,700 feet, which according to the above table 
can accommodate all small general aviation aircraft with approach speeds of 50 knots or 
less.  However, the runway length is 990 feet short when considering 75% of the small 
general aviation aircraft fleet that have approach speeds that exceed 50 knots, which 
comprises the majority of the Airport’s current and projected fleet mix.  As a result of 
this deficiency and under these weather circumstances, aircraft are likely to take weight 
penalties in order to operate at the Airport.  Remedying this deficiency will be discussed 
in greater detail in the following chapter. 
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Taxiways.  Taxiways are constructed primarily to enable the movement of aircraft 
between the various functional areas on the Airport and the runway system.  Some 
taxiways are necessary simply to provide access between aircraft parking aprons and 
runways, whereas other taxiways become necessary to provide more efficient and safer 
use of the airfield.  While all taxiways on the Airport meet or exceed the required width 
according to the appropriate ARC A-I criteria, the current taxiway configuration exhibits 
less than optimum efficiency.  Specifically, the enhancement of partial parallel Taxiway A 
to that of a full parallel by adding extensions to the runway ends would greatly improve 
airfield operational efficiency and safety through the elimination of aircraft back-taxiing 
operations on the runway. 
 
Runway Protection Zones (RPZs).  The function of the RPZ is to enhance the protection 
of people and property on the ground beyond the end of runways.  This is achieved 
through airport control of the RPZ areas.  The RPZ is trapezoidal in shape and centered 
about the extended runway centerline.  It begins 200 feet beyond the end of the area 
usable for takeoff or landing.  The RPZ dimensions are functions of the type of aircraft 
and approach visibility minimums associated with each runway end. 
 
As noted in the Inventory chapter, Runway 14/32 is defined as a visual runway for the 
exclusive use of small aircraft.  As such, it has RPZs on both runway ends that are each 
8.035 acres, having dimensions of 1,000 feet in length, and inner and outer widths of 250 
feet and 450 feet, respectively.  Currently, the Airport owns approximately 6.14 acres of 
the RPZ on the approach end to Runway 14, and approximately 1.25 acres of the RPZ on 
the approach end to Runway 34.  Note that since the location of the RPZs is directly 
associated with the runway end, any change in the location of the runway ends will 
impact those totals.  This will be examined in the following chapter. 
 
Threshold Siting.  Each runway threshold must meet approach obstacle clearance 
requirements described in FAA Advisory Circular 150/5300-13.  Like the RPZ criteria, the 
threshold siting criteria is a function of the type of aircraft and approach visibility 
minimums associated with each runway end.  The following table lists the existing 
threshold siting criteria applicable to each runway threshold. 
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Table C5 THRESHOLD SITING CRITERIA, IN FEET 
 
 Distance Width Width at Length Length 
 from at Outer of First of Second 
Item Threshold Threshold End Segment Segment Slope 
Existing Threshold Siting Criteria:    

Runway 14 0 250 700 2,250 2,750 20:1
Runway 32 0 250 700 2,250 2,750 20:1

Source: FAA Advisory Circular 150/5300-13, Airport Design, change 9. 
 Based on “Approach end of runways expected to serve small airplanes with approach speeds of 50 knots or more.  (Visual 

runways only, day/night)”. 
 
 
Based on threshold siting criteria and the available elevation datum provided, the 
Runway 32 threshold location provides adequate clearance over adjacent roadways, 
terrain, and other objects such as vegetation.  However, even with the existing 305-foot 
displacement, the Runway 14 evaluation surface is not provided adequate clearance 
above the trees within 2,500 feet of the displaced threshold and outside of airport 
property.  It should be noted that the City of Dunsmuir is diligently working with 
property owners on removing or trimming the trees within this area.  However, the 
controlling obstructions appear to be a power pole located 1,339 feet from the existing 
runway end and the rising terrain to the north of the Airport.  Alternatives that correct 
the inadequate threshold siting surface will be evaluated in the next chapter. 
 
Objects Affecting Navigable Airspace.  The criteria contained in Federal Aviation 
Regulations (FAR) Part 77, Objects Affecting Navigable Airspace, apply to existing and 
proposed manmade objects and/or objects of natural growth and terrain (i.e., 
obstructions).  These guidelines define the critical areas in the vicinity of airports that 
should be kept free of obstructions.  Secondary areas may contain obstructions if they are 
determined to be non-hazardous by an aeronautical study and/or if they are marked and 
lighted as specified in the aeronautical study determination.  Airfield navigational aids, as 
well as lighting and visual aids, by nature of their location, may constitute obstructions.  
However, these objects do not violate FAR Part 77 requirements, as they are essential to 
the operation of the Airport. 
 
According to the information provided on the most recent FAA Form 5010, Airport 
Master Record (December 14, 2004), the approach surface to Runway 14 is clear of all 
obstructions to a twelve-to-one (12:1) slope, while Runway 32 is clear to a fifty-to-one 
(50:1) slope.  The objects currently identified as potentially being a hazard to navigation 
are trees located approximately 1,900 feet from the Runway 14 threshold and the 
aforementioned power pole located 1,339 feet from the threshold.  Again, the City is 
diligently working with the property owners to remove or trim the trees.  Further 
analysis of the effect of potential obstructions and necessary corrective actions are 
identified in the following chapter. 
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Navigational and Landing Aids.  Airport navigational aids, including instrument 
approaches and associated equipment, airport lighting, and weather/airspace services, 
were detailed in the Inventory section of this document.  Generally, the Airport has no 
navigational or landing aids directly associated it, beyond a lighted wind sock and 
segmented circle.  Note that aircraft operating at and around the Airport may be able to 
utilize several navigational aids located within the region for support, although none 
provide direct instrument services for the Airport. 
 
Airport Lighting.  Presently, Runway 14/32 is equipped only with Medium Intensity 
Runway Lights (MIRL).  The Airport is also equipped with a rotating beacon, located to 
the north of the airfield.  Note that due to obstructions, the Airport remains closed after 
dark, and therefore these lights are not currently in operation. 
 
It is recommended that any runway made available for arrival operations have its own 
working PAPI lighting system. 
 
Landside Facility Requirements 
 
Landside facilities are those facilities that support the airside facilities, but are not actually 
part of the aircraft operating surfaces.  These typically consist of such facilities as 
passenger terminal buildings, aprons, access roads, hangars, and support facilities.  
Following an analysis of these existing facilities, current deficiencies can be noted in 
terms of accommodating both existing and future needs. 
 
General Aviation Terminal Facility Requirements.  A general aviation terminal building 
typically provides space for airport management staff offices (FBO and airport 
administration), lounge areas, restrooms, food services, and other areas required to meet 
the needs of pilots and their passengers.  The necessity of a terminal facility at a general 
aviation airport is dependent on a variety of operational and economic factors, including 
whether the current and projected levels of aircraft operations as well as the types of 
those operations necessitates the existence of such a facility.  Note that oftentimes at 
smaller airports, such facilities are directly attached to or are included within aircraft 
hangar buildings. 
 
At Dunsmuir Municipal-Mott Airport, the projected level of operations (a maximum of 
three peak hour passengers) throughout the planning period is such that a dedicated 
facility would not generally be required.  However, that does not mean that a future FBO 
at the Airport should not provide a base level of passenger/pilot support facilities.  It 
simply means that such facilities would reasonably be best incorporated into the larger 
aviation-related facility, such as a hangar.  At Dunsmuir, the large, city-owned hangar on 
the northeast ramp of the Airport (Hangar A), if utilized as an FBO facility would likely 
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be sufficient to provide adequate general aviation support facility space throughout the 
planning period. 
 
Aircraft Storage.  Aircraft based at Dunsmuir Municipal-Mott Airport are stored in one 
of three areas: private hangars, city-owned hangars, or apron tiedowns.  Currently, 20 
aircraft are based at the Airport.  Over the course of the twenty-year planning period the 
number of based aircraft is forecasted to increase to 29, indicating that an increase in 
storage facilities to accommodate approximately 9 new aircraft will be required.  It is 
assumed that future storage spaces will reflect some of the characteristics of current 
storage patterns, with the majority of the based aircraft fleet being stored in hangars. 
 
Private Aircraft Hangars.  As detailed in the Inventory chapter, the Airport has eight privately 
owned hangars, four located on the northeast apron and four on the southeast apron.  
Seven of those hangars (Hangars 1 through 5, 7, and 8) are approximately 35 feet by 40 
feet (1,400 square feet each) in size, and are fully occupied.  The eighth hangar (Hangar 
6) is approximately 60 feet by 75 feet (4,500 square feet in size) and is actively being 
considered for the development of an aircraft maintenance facility, and therefore 
currently vacant. 
 
City-owned Aircraft Hangars.  Similarly detailed in the Inventory chapter, the Airport has 
seven hangars owned by the city located on both aprons.  Hangar A, located on the 
northeast apron is approximately 50 feet by 65 feet (3,250 square feet) is currently vacant 
after having been considered for a regional airport security training center.  The 
remaining six hangars (Hangars B through G) are approximately 35 feet by 40 feet (1,400 
square feet each) in size, and are fully occupied. 
 
Tiedown Storage Requirements/Based Aircraft.  Aircraft tiedowns are provided for those based 
aircraft that do not require or have the opportunity to secure hangar storage for either 
availability or financial reasons.  Past industry trends indicate that as more aircraft are 
based at an airport, demand for hangar storage capacity is surpassed well before 
additional hangars can be constructed.  Typically, aircraft tiedown spaces make up the 
difference in the interim period of that hangar construction process by providing a 
critical element of aircraft storage flexibility for an airport. 
 
Space calculations for these areas are based on a planning standard of 360 square yards 
(3,240 square feet) of apron for each aircraft to be tied down.  This amount of space 
allows for aircraft parking and circulation between the rows of parked aircraft via 
taxilanes.  Based on the forecasted level of operations presented in the previous chapter, 
the Airport will require a minimum of 9,442 square feet of tiedown space, or enough for 
three based aircraft. 
 
Tiedown Storage Requirements/Itinerant Aircraft.  In addition to the needs of the based 
aircraft tiedown areas addressed in the preceding section, transient aircraft also require 
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apron parking areas at Dunsmuir Municipal-Mott Airport.  This storage is provided in 
the form of transient aircraft tiedown space.  In calculating the area requirements for 
these tiedowns, an area of 400 square yards (3,600 square feet) per aircraft is used.  Based 
on the forecasted level of operations presented in the previous chapter, the Airport will 
require a minimum of 10,800 square feet of tiedown space, or enough to accommodate 
up to three transient aircraft at a given time.  The development plan for the airport will 
designate adequate areas for apron development to satisfy both based and transient 
tiedown storage demands. 
 
Aircraft Storage Summary.  The accompanying table shows the type of facilities and the 
number of units or areas needed for that facility in order to meet the forecasted demand 
for aircraft storage.  It is expected that most of the owners of aircraft that will be based 
at the Airport in the future will desire some type of indoor storage facility.  The actual 
type of hangar storage facilities required has not been specifically identified because of 
the limited amount of forecasted hangar space required.  Rather, the total number of 
aircraft hangar spots required have been listed due to the variability in how those future 
aircraft could be stored.  For example, it is conceivable that this projected demand could 
be accommodated within the Airport’s existing facilities, if they were properly 
configured.  However, this could only be possible if the development initiatives currently 
being proposed for the Airport’s existing hangar capacity surplus were not realized.  
Therefore, the quantity and types of future hangars will be considered within the context 
of potential development sites that will be identified in the Airport development plan. 
 
Access and perimeter roadway locations, auto parking requirements, and land 
requirements, are not included in this tabulation because the amount of land necessary 
for these facilities will be a function of the location of other facilities, as well as the most 
effective routing of roadways.  The following table, entitled GENERAL AVIATION 
FACILITY REQUIREMENTS, 2005-2025, depicts the area required for general aviation 
landside facilities during all stages of development.  This will assist in the development of 
detailed facility staging discussed later. 
 
 
Table C6 GENERAL AVIATION FACILITY REQUIREMENTS, 2005-2025 
 
Facility 20051 2010 2015 2020 2025 
Itinerant Apron  800 yd2 800 yd2 800 yd2 1,200 yd2 

Based Aircraft Apron  360 yd2 720 yd2 720 yd2 1,080 yd2 

Total Apron 1,775 yd2 1,160 yd2 1,520 yd2 1,520 yd2 2,280 yd2 

Hangars      
Hangar spots 20 22 22 24 26 

Source: Existing building survey and BD&C projections based on FAA AC 150/5300-4B. 
 1 Actual.  Existing apron not designated for based or itinerant. 
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Support Facilities Requirements 
 
In addition to the aircraft storage facilities described above, there are several airport 
support facilities that have quantifiable requirements and that are vital to the efficient 
and safe operation of the airport. 
 
Airport Security.  Ideally, there would be some sort of security and/or wildlife fencing 
surrounding the Airport.  Currently, Dunsmuir has none, but the Airport has 
programmed the installation of a wildlife perimeter fence. 
 
Aircraft Rescue and Fire Fighting (ARFF) Facility.  There is currently no ARFF facility on 
the Airport, with emergency services being provided by the City of Dunsmuir.  The 
number and types of operations forecasted at Dunsmuir Municipal-Mott Airport do not 
warrant the establishment of such a facility on the Airport. 
 
Airport Traffic Control Tower (ATCT).  There is currently no Airport Traffic Control 
Tower facility on the premises of Dunsmuir Municipal-Mott Airport.  Aviation activity 
projections for the airport do not appear to justify the programming of future ATCT 
facilities. 
 
Fuel Storage Facility.  Currently, there are no fuel storage facilities or services at 
Dunsmuir Municipal-Mott Airport.  A strong desire for on-Airport fuel sales exists from 
both based and transient aircraft owners.  Based on the projected level of aircraft 
operations, the Airport should plan for up to a 2,000-gallon 100LL AVGAS fuel storage 
tank, and approximately 2,200 square feet for a fueling apron if the operation were to be 
self-serve.  This facility would meet the forecasted demand projections throughout the 
planning period. 
 
Weather Services.  There is no weather reporting available at the Airport with the closest 
aviation weather reporting services at Siskiyou County Airport, 38 miles to the north, 
and at Redding Municipal Airport, 52 miles to the south.  Because of the extreme 
variability of weather conditions typically experienced in high elevation, mountain 
environments, Dunsmuir Municipal-Mott Airport should consider some sort of local 
weather reporting technologies. 
 
Airfield Perimeter Road.  The Airport currently lacks a perimeter road with access 
around the Airport gained through a combination of unpaved roads and use of the 
airfield paved surfaces.  While not an ideal situation, the level of forecasted aircraft 
operations does not warrant the establishment of a dedicated perimeter road.  It should 
be noted though that consideration should be given to alternatives to utilizing paved 
airfield surfaces. 
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Snow Removal Equipment (SRE) /Airfield Maintenance.  SRE and airfield maintenance 
functions are provided by the City of Dunsmuir with city vehicles.  The forecasted level 
and types of aviation demand do not indicate the need for a permanent facility on the 
Airport. 
 
 
Summary 
 
Although many of the existing airport facilities are adequate to serve through the end of 
the twenty-year planning period, others will need improvement to accommodate the 
existing and future aviation demand, and to provide a safe and efficient aircraft operating 
environment.  The facility requirements detailed in this chapter will be used to evaluate 
the proposed airport site and provide the basis for the development plan 
recommendations.  Following is a summary of the important development issues facing 
Dunsmuir Municipal-Mott Airport: 
 
• Reestablishment of bi-directional use of the runway, as well as night operations. 
• Reestablishment of optimum location of runway thresholds. 
• Provision of improved airfield operations (i.e., eliminating back-taxiing). 
• Ensure compliance with airport design standards. 
• Provision of improved Airport and runway lighting. 
• Provision of additional hangar capacity. 
• Provision of improved general aviation support facilities including an on-site aircraft 

fueling facility. 
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Concepts, Alternatives, and Development Plan 
 
 
Introduction 
 
This chapter presents the development alternatives and development recommendations for Dunsmuir 

Municipal-Mott Airport in terms of concepts and reasoning.  It provides a description of the various 

factors and influences, which will form the basis for the Airport’s long-term development program.  In 

concert with the status and role of the Airport, some basic assumptions and goals have been established 

that are intended to direct future airport development. 

 
Assumption One.  The Airport will be developed and operated in a manner that is 
consistent with local ordinances and codes, federal and state statutes, federal grant 
assurances, and Federal Aviation Administration (FAA) regulations. 
 
Assumption Two.  The second assumption recognizes the role of Dunsmuir Municipal-
Mott Airport.  The Airport will be developed as a facility designed to serve and 
accommodate general aviation aircraft activity. 
 
Assumption Three.  This assumption states that the Airport should be designed to the 
proper dimensional standards to accommodate the forecasted aircraft fleet.  As described 
in previous chapters, the appropriate future Airport Reference Code (ARC) for the 
Airport is A-I (small aircraft only). 
 
Assumption Four.  The fourth assumption relates to the need for the Airport to 
accommodate aircraft operations with greater reliability and safety.  This indicates that 
the Airport’s airfield system should be developed in such a way that the forecast 
operations are accommodated as safely as possible by maximizing useable runway length, 
providing the best possible approach capabilities, reestablishing night time operations, 
and eliminating back taxiing. 
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Assumption Five.  Because landside development area at Dunsmuir Municipal-Mott 
Airport is at a premium, the fifth assumption provides that the plan for future 
development should strive for maximum efficiency of the available area for aviation 
related activities. 
 
Assumption Six.  The sixth assumption focuses on the relationship of the Airport to off-
airport land uses, the surrounding environment, and economic activities.  The Airport 
should develop in such a fashion that is compatible and complimentary to the 
surrounding land uses, minimizes the adverse impacts on the natural and man-made 
environment to the extent practical, and enhances the local and regional economic 
opportunities. 
 
Accompanying these assumptions are several goals that have been established to direct 
the Airport Layout Plan Update and establish continuity for future airport development.  
These goals account for several categorical considerations relating to the needs of the 
Airport both in the short-term and long-term, including safety, noise, capital 
improvements, land use compatibility, financial and economic conditions, public interest 
and investment, and community recognition and awareness. 
 
• Provide effective direction for the future development of Dunsmuir Municipal-Mott 

Airport through the preparation of a rational, reasonable, and implementable plan. 
• Accommodate the aviation forecasts in a safe and efficient manner by providing 

proper facilities and services. 
• Maximize the landside development areas so facilities can be readily provided when 

demand is realized (construction is to be driven by actual demand not forecast 
demand or a timeline). 

• Encourage the protection of existing public and private investment in land and 
facilities. 

• Enhance the self-sustaining capability of the Airport and ensure the financial 
feasibility of airport development. 

• Plan and develop the Airport to be compatible with the community, and minimize 
the adverse environmental affects to both airport property and non-airport property 
potentially affected by airport operations. 

 
 
Airside Development Concepts, Alternatives, and Recommendations 
 
Introduction 
 
Because all other functions relate to and revolve around the basic airfield layout, airside 
development alternatives must first be carefully examined and evaluated.  The primary 
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objective of the airside development analysis is to examine the options that will result in 
an improved aircraft operational environment.  Specific airside considerations include 
optimal threshold locations, taxiway layout, and approach improvement capabilities. 
 
Development Considerations 
 
Threshold Locations.  The existing Runway 32 threshold location provides adequate 
clearance over all objects within the approach area.  However, as described in the 
previous chapter, the existing Runway 14 displaced threshold is inadequate based on 
penetrations to the approach threshold siting surface.  The controlling obstruction is a 
power pole located 1,339 feet from the runway end that has a top elevation of 3,356, but 
the rising terrain north of the Airport and the trees within 2,500 feet of the displaced 
threshold also penetrate this surface.  An examination of alternatives correcting this 
situation is needed that optimizes runway length, reestablishes bi-directional use of the 
runway, and provides an acceptable level of safety for aircraft operating at the Airport.  It 
should be noted that all of the following alternatives assume that the City of Dunsmuir 
negotiates a successful agreement with surrounding property owners to remove or trim 
the existing trees within 2,500 feet of the existing displaced threshold.  Therefore, the 
trees will have no bearing in the following analysis. 
 
Alternative One.  As illustrated in the following figure entitled RUNWAY 14 THRESHOLD 
ALTERNATIVE ONE, this alternative involves siting the Runway 14 displaced threshold 
at a location that provides adequate clearance above the controlling obstruction (i.e., the 
power pole).  At a distance of 1,339 feet from the existing runway end and a top 
elevation of 3,356 feet, a future displaced threshold of 635 feet (or, an additional 330 feet 
from the existing displaced threshold) will achieve sufficient clearance over the power 
pole using the appropriate 20:1 slope.  Implementation of this alternative will limit the 
Runway 14 landing length to 2,065 feet. 
 
Alternative Two.  The second alternative proposes the burial of the electric power lines 
and the removal of the power poles in the area illustrated in the figure entitled RUNWAY 
14 THRESHOLD ALTERNATIVE TWO.  While this action alleviates the existing controlling 
obstruction, topography from the most recent United States Geologic Survey (USGS) 
quadrangle map indicates that the rising terrain located between approximately 2,500 and 
2,900 feet from the displaced threshold still penetrates the approach threshold siting 
surface.  Before a definitive determination can be made on the need for additional 
displacement of the Runway 14 threshold to provide adequate clearance above the 
terrain, or the amount of excavation required to lower the terrain below the approach 
threshold siting surface, an updated, accurate topographic survey is required.  An order-
of-magnitude cost estimate for the burial of the power lines is $894,800. 
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Alternative Three.  Relocation of the electric power line beyond the approach threshold 
siting surface is the primary element of this alternative and is illustrated in the figure 
entitled RUNWAY 14 THRESHOLD ALTERNATIVE THREE.  Approximately 3,600 feet of 
electric power line would require relocation to the north.  As with Alternative Two, the 
USGS quadrangle map indicates that the terrain located between approximately 2,500 and 
2,900 feet from the existing displaced threshold penetrates the approach threshold siting 
surface.  Therefore, an accurate topographic survey will be required before a 
determination can be made of the exact amount of excavation required to lower the 
terrain below the approach threshold siting surface or the amount of additional 
displacement of the threshold required to provide adequate clearance above the terrain. 
 

Recommendation: Following a careful assessment of the alternatives and 
discussion with City personnel, Airport users, FAA, and California Department of 
Transportation (CALTRANS) personnel, the decision to formalize the current 
one-way in (approaches to Runway 32) and one-way out (departures from 
Runway 14) operation of the runway system has been selected for the 
recommended development plan.  The likely cost of burying or relocating the 
power line, and the operational penalties associated with an additional 
displacement of the Runway 14 threshold are the primary factors driving this 
decision.  Additionally, the City has encountered a negotiation impasse with the 
property owner to the north of the Airport making it more difficult to remove 
obstructions within the approach path to Runway 14. 
 
Formally eliminating approaches to Runway 14 and departures from Runway 32 
will eliminate the Part 77 and threshold siting surface concerns and issues 
stemming from the rising terrain and obstructions to the north of the Airport.  
Furthermore, with no penetrations and obstructions to the Runway 1 approach 
surface, there would be no reason to continue the daylight-only operating 
restrictions presently in place.  However, in the future, should the City be able to 
negotiate an acceptable resolution to the penetrations and obstructions to the 
immediate north of the Airport, then the ability to revisit this issue at such a time 
will be conducted. 

 
Runway Length.  The possibility exists to extend Runway 14/32 to the southeast.  Based 
on the existing property line, the right-of-way for Airport Road, and the steep slope just 
beyond the property line, the maximum amount of runway extension attainable is 100 
feet.  This distance allows the standard length RSA of 240 feet beyond the runway end at 
120 feet wide to be accommodated on existing airport property. 
 
An evaluation of extending the runway to the northwest indicates that as much as 150 
feet of additional runway length can be obtained with the formal approval of the one-
way in and one-way out runway operation.  With no approach constraints to hinder the 
Runway 14 threshold location, the beginning of takeoff for departures to the south and 
the roll out requirements for aircraft landing to the north are the primary considerations 
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for an extension in this direction.  A distance of 150 feet allows the standard RSA and 
ROFA dimensions to be accommodated within the confines of the airport entrance road 
and the associated terrain. 
 

Recommendation: Plan and protect for a 100-foot extension to the southeast of 
Runway 32, and a 150-foot extension to the northwest of Runway 14. 

 
Approach Improvement Capabilities.  Providing improved approach capabilities will 
enhance the Airport’s ability to accommodate aircraft operations during periods of 
inclement weather conditions in a safe and efficient manner.  As presented in the 
previous chapter, Runway 14 provides the best wind coverage during IFR weather 
conditions (i.e., ceiling less than 3,000 feet but greater than or equal to 400 feet and 
visibility minimums less than three statute miles but greater than or equal to one statute 
mile).  However, any improvement to the existing Runway 14 visual approach will result 
in an increase in the inner width of the approach threshold siting surface from 250 feet 
to 400 feet.  At the existing displaced threshold location, the larger width encompasses 
the hangars northeast of the runway, thus causing them to penetrate the surface and 
resulting in an unsatisfactory threshold location.  It is unlikely that any type of 
instrument approach will be implemented to Runway 14 because of the rising terrain to 
the north of the Airport and the existing facilities. 
 
Runway 32 offers a better opportunity for providing an instrument approach to 
Dunsmuir Municipal-Mott Airport based on the favorable topographic conditions south 
of the Airport.  The wind data presented in the previous chapter indicated that Runway 
32 was only slightly less favorable from a wind coverage standpoint.  Establishing an 
instrument approach supporting straight-in night operations serving approach category A 
and B aircraft only with visibility minimums of one statute mile or greater would not 
increase the size of the Runway Protection Zone (RPZ) associated with Runway 32, but 
does require the application of the wider approach threshold siting surface, an evaluation 
using the departure runway end siting surface, and analysis using criteria found in FAA 
Order 8260.3B entitled United States Standard for Terminal Instrument Procedures (TERPS).  It 
should be noted that Appendix 16 of Advisory Circular 150/5300-13 indicates that a 
minimum runway length of 3,200 feet is required for implementing new instrument 
approach procedures.  However, an allowance is granted to runway lengths as short as 
2,400 feet provided that the lowest Height Above Touchdown (i.e., the 400-foot ceiling 
minimum of the instrument approach considered here) is based on clearing any 200-foot 
obstacle within the final approach segment.  Analysis indicates that this condition is met 
at Dunsmuir Municipal-Mott Airport. 
 
Using the latest USGS quadrangle map, it appears that the approach threshold siting 
surface provides adequate clearance over the surrounding topography and roads located 
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south of the Airport, as illustrated in the following illustration entitled RUNWAY 32 
INSTRUMENT APPROACH ANALYSIS. 
 
Application of the 20:1 TERPS Paragraph 251 surface to the approach end of Runway 32 
indicates that the rising terrain directly northeast of the runway end penetrates the 
surface.  This surface and the amount of terrain penetration are illustrated in the 
following figure.  TERPS allows three options for penetrations to this surface. 
 
• Adjust the obstacle(s) height below the surface or remove the obstacle(s). 
• Do not publish a Visual Descent Point (VDP), limit visibility minimums to one mile, 

and mark and light the obstacle(s). 
• Do not publish a VDP, limit visibility minimums to one mile, and limit the approach 

to daytime use only. 
 
Since this analysis is based on visibility minimums not lower than one mile, it appears 
that having no published VDP and the marking and lighting of the terrain penetrations or 
limiting the approach to daytime use only will allow the implementation of this 
instrument procedure to Runway 32. 
 
Finally, analysis of the departure runway end siting surface illustrated in the following 
figure indicates that the rising terrain penetrates this surface.  Penetration of this 40:1 
surface might affect the departure minimums/climb gradients or departure procedures 
for aircraft using Runway 14 for instrument departures, but should not affect the 
approach procedure. 
 

Recommendation: Officially close the approach to Runway 14 through formal 
adoption of the one-way in and one-way out operation of the runway described 
previously.  Plan and protect for an instrument approach to Runway 32 with 
visibility minimums not lower than one mile. 

 
Objects Affecting Navigable Airspace.  As described earlier, the negotiation impasse 
experienced between the City and the property owner north of the Airport has impaired 
the ability to remove and eliminate objects penetrating the FAR Part 77 approach surface 
to Runway 14.  Additionally, the rising terrain, as identified on the most recent USGS 
quadrangle maps, is also a penetration to this approach surface.  If an instrument 
approach with visibility minimums as low as one mile is implemented to Runway 32, 
then the Part 77 primary surface width increases from the existing 250 feet to 500 feet.  
At this increased width from the runway centerline, all airport hangars will be within the 
primary surface and considered obstructions.  However, obstructions along the lateral 
axis to the runway within the primary or transitional surfaces do not normally affect the 
ability to implement an instrument approach procedure.  It might require that the 
hangars and structures be marked and lighted as obstructions. 
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Recommendation: Formally adopt the one-way in and one-way out runway 
system operation, thus eliminating the need to remove objects within the 
Runway 14 approach path.  Mark and light any structures determined to be 
obstructions as required by FAA per the guidelines contained in FAR Part 77. 

 
Taxiway System.  The existing taxiway system at Dunsmuir Municipal-Mott Airport does 
not provide optimum airfield efficiency and safety.  The elimination of aircraft back-
taxiing on the runway through the provision of a full-length parallel taxiway will improve 
the safety and efficiency of the system.  However, meeting standard taxiway dimensional 
standards and remaining within maximum allowable grades must also be maintained.  As 
presented in the previous chapter, the Taxiway A Object Free Area (TOFA) is deficient in 
the area of the tiedown spaces located on both sides of the northeast apron.  Realigning 
the midfield jog in Taxiway A and removing the tiedown spaces on the west side of the 
northeast apron will alleviate the TOFA non-standard condition and create a less 
confusing aircraft movement area, especially for pilots that are unfamiliar with the 
airport configuration.  Replacing the aircraft tiedown spaces will be addressed in a 
following section later in this chapter. 
 
The hangars at the northeast apron and the two hangars at the southern end of the 
southeast apron that violate the TOFA will require either removal or relocation prior to 
extending Taxiway A to both runway ends.  The Airport currently has a project 
programmed that will remove the two southern hangars at an estimated cost of 
$526,300.  The estimated order-of-magnitude costs for the Taxiway A extension south to 
the existing Runway 32 end is $947,400, and for extending it north to the existing 
Runway 14 end is $29,900, but this does not include hangar removal.  The FAA could 
grant a Modification of Standards for the non-standard TOFA conditions.  A 
Modification of Standards is a change to FAA design standards based on unique local 
conditions if it can be shown that the modification will provide an acceptable level of 
safety, economy, durability, and workmanship.  From an economic standpoint, relocating 
the hangars will be an expensive endeavor, as most of the readily available developable 
land has been developed.  Extensive amounts of cut will be required to provide any 
additional hangars. 
 

Recommendation: Realign the midfield jog in Taxiway A and extend it to both 
existing runway ends.  Apply to the FAA for a Modification of Standards to the 
Taxiway Object Free Area that will allow the retention of the hangars along the 
northeast apron when Taxiway A is extended to Runway 14.  If this is not 
granted, then relocate or remove the hangars prior to extending the taxiway.  
Plan and protect for Taxiway A extensions in conjunction with the runway 
extensions to the southeast and northwest. 
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Landside Development Concepts and Recommendations 
 
Introduction 
 
Following the consideration of the framework of the Airport’s ultimate airside 
development identified, alternatives involving landside facilities can be analyzed.  The 
overall objectives of the landside plan are the provision of facilities that are conveniently 
located and accessible to the community, and that can accommodate the specific 
requirements of airport users.  Every effort has been made to formulate a focus on 
future airport development, with the realization that the existing hangar development 
area will be utilized as long as practical. 
 
Landside facilities are usually categorized into two general development concepts, 
aviation use and non-aviation use.  To designate areas for aviation use facilities, two 
factors must be considered.  First, they must be outside of areas that are protected for 
runways, taxiways, and approach clearance requirements (i.e., building restriction lines, 
RPZs, runway visibility zones, etc).  Second, they must have physical attributes that make 
economic airside access possible.  Non-aviation use facilities are best developed in areas 
that are also not required for runways, taxiways, or approach clearance requirements, but 
cannot be developed for aviation use because of physical constraints such as topography, 
drainage, roadways, or because the provision of airside access will be cost prohibitive. 
 
For the purposes of this Airport Layout Plan Update, aviation use facilities include 
aircraft parking aprons, hangars, and any support functions such as fuel storage and 
dispensing facilities.  Non-aviation use facilities include any commercial, office, or 
industrial development that is compatible with the operation of the Airport and 
surrounding land uses, and provides financial support to the Airport.  It could also 
include roadways and utility right-of-ways. 
 
The objective of this section is to define the highest and best use for the various parcels 
of airport property.  In providing direction to the City of Dunsmuir as to how airport 
land can best be used, the recommendations must be flexible enough to allow the 
discussion and, if appropriate, approval of unforeseen development proposals.  
However, because of the steeply rising terrain immediately beyond existing airport 
facilities, development space is limited and the cost for providing the additional facilities 
increases proportionally. 
 
Aviation Use Facilities 
 
The recommendations in this Airport Layout Plan Update endeavor to identify the best 
types of aviation facilities for specific developable sites.  Aviation development areas 
have been identified with the knowledge that unique challenges are present at the Airport 
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because of the rising terrain northeast of the airfield system.  Ultimately, it will fall to the 
City of Dunsmuir/Airport Commission to make land use determinations based on an 
understanding of each specific development proposal, proposed site use efficiencies 
(striving to use 100% of the land available in the most efficient and effective manner), 
and best business practices. 
 
Aircraft Storage Hangars.  Aircraft storage hangars are the most visible and economically 
important aviation use facilities at Dunsmuir Municipal-Mott Airport.  As presented 
earlier, the hangars adjacent to the northeast apron and two hangars at the south end of 
the southeast apron will be within the TOFA when Taxiway A is extended to both runway 
ends.  If the FAA does not grant a Modification of Standards for this non-standard 
condition, the removal or relocation of the hangars will be required.  Prior to this action, 
any new hangars developed at the Airport should be constructed beyond the TOFA. 
 
The most likely area for additional hangar development is adjacent to the mid section of 
Taxiway A and at the south end of the southeast apron.  Because of the rising terrain, 
extensive cut will be required to provide developable hangar space located beyond the 
TOFA and still maintain required taxiway and apron gradients.  The order-of-magnitude 
cost for hangar provision at the mid section of Taxiway A is $994,900 and at the cost for 
hangars located at the south end of the southeast apron is $1,628,900. 
 
Aircraft Storage Aprons.  It is anticipated that aircraft apron storage requirements will 
increase throughout the 20-year planning period.  Couple this with the need to provide 
replacement apron lost when the midfield jog in the parallel taxiway is realigned, and 
approximately 1,300 square yards of additional apron will be required by the end of the 
planning period. 
 
A probable location for future apron space is south of the existing apron, northeast of 
Taxiway A, and northwest of the future hangar development proposed at the mid section 
of the taxiway.  Adequate area exists for eight tiedown spaces that replace the tiedown 
spaces lost when the midfield jog is removed from Taxiway A.  To provide the additional 
apron area in this location would cost an estimated $334,000. 
 
Fuel Storage Facilities.  Aviation fuel is currently not available at the Airport.  As stated 
in earlier chapters, the Airport should plan for a 2,000-gallon 100LL AVGAS fuel storage 
tank, with approximately 2,200 square feet for a fueling apron if self-serve is the chosen 
operation of the facility.  Ideally, fuel storage and dispensing sites are provided adequate 
landside access for the fuel delivery trucks, are provided protection from theft or 
vandalism, are easily accessible by the aircraft using the system, and meet all fire codes 
and regulations. 
 



Dunsmuir Municipal - Mott Airport 
Airport Layout Plan Update D.14 

A preliminary site for a fuel storage and dispensing facility is located at the north end of 
the northeast apron.  Situated here, the facility is easily accessed by aircraft and fuel 
delivery trucks, can be monitored by airport personnel and users, and has access to 
airport utilities.  It would require the loss of one, if not two, of the existing tiedown 
spaces at the north end of the apron and cost an estimated $515,600. 
 
Weather Services.  Dunsmuir Municipal-Mott Airport should consider a local weather 
reporting station on the Airport.  Such stations require proper siting and ample land area 
to provide accurate data recording, as detailed in the National Oceanic and Atmospheric 
Administration’s Federal Standard for Siting Meteorological Sensors at Airports, FCM-S4-1994.  
Typically, stations are sited from 1,000 to 3,000 feet down the runway threshold 
providing the lowest approach minimums, and a minimum 500 feet from runway 
centerline to a maximum of 1,000 feet from the runway centerline. 
 
At Dunsmuir Municipal-Mott Airport, the probable location for a local weather 
reporting station is approximately 2,600 feet northwest of Runway 32 and 900 feet 
northeast of the runway centerline.  Preserving adequate clear area within an 
approximate 500-foot radius surrounding the site will be required for the proper 
functioning of the various weather sensors.  This clear area includes buildings, 
vegetation, and terrain. 
 
Non-Aviation Use Facilities 
 
The Airport has a sizeable amount of property that is not easily developed for aviation 
purposes.  Many non-aviation businesses find it beneficial to be located on, or near, an 
airport, particularly those that use aircraft to transport their personnel or products.  The 
medical industry, which has the need for rapid shipment of supplies or personnel, is a 
classic example of the benefits air transportation can offer business.  Additionally, the 
over-night delivery industry could take advantage of the benefits of both air and ground 
transportation provided by the Airport and Interstate 5.  The development of non-
aviation uses at Dunsmuir Municipal-Mott Airport should be explored and encouraged.  
The steep terrain makes development of the majority of airport property challenging, for 
not only aviation use facilities, but non-aviation use facilities as well. 
 
Currently, the only non-aviation use facility at the Airport is a construction management 
office located in a building separated from the airfield system.  The remainder of the 
airport property can be considered for a variety of non-aviation functions.  The uses that 
might be considered should be compatible with the Airport (i.e., residential development 
and other uses that are sensitive to aircraft generated noise should be excluded).  Uses 
that produce adverse air emissions such as smoke or steam that potentially obscure the 
Airport, or adverse light emissions that could confuse or blind pilots flying at night 
should be avoided too.  Additionally, any non-aviation uses proposed for airport 
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property should provide positive benefits to the on-going operation of a public-use 
airport facility.  In other words, any non-aviation uses on airport property should be 
required to help support the operation, maintenance, and development of the airport’s 
airfield system. 
 
The following illustration, entitled CONCEPTUAL LANDSIDE DEVELOPMENT PLAN, 
provides a graphic presentation of recommended landside development related to tenant 
types and general airport uses. 
 
 
Summary 
 
The proposed development recommendations for Dunsmuir Municipal-Mott Airport are 
intended to present the City of Dunsmuir with a long-term plan for the Airport that will 
accommodate a wide range of uses and activities.  Airport development will require 
sensible and careful consideration before expending the limited Airport funds available 
for development.  A proper balance is required between airside component 
improvements that increase safety and efficiency for aircraft and pilots, and landside 
component improvements that will provide direct monetary gains to the Airport and 
City. 
 
The following table, entitled SUMMARY OF ALTERNATIVES, provides a brief summary 
of airside and landside alternatives, benefits, and costs.  It is intended to provide to the 
City of Dunsmuir an easy comparison of the relative values, costs, and benefits derived 
from implementation of the various airside and landside alternatives presented in this 
chapter.  Some of the alternatives may well exceed the Airport’s financial capacity to 
implement; however, it is important to consider all alternatives in context.  Practicability 
of prioritization will be the subject of discussion and will be the basis of subsequent 
chapters. 
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Table D1 SUMMARY OF ALTERNATIVES 
 
Alternative Cost to Implement Benefits 

Displace Runway 14 Threshold 
by an Additional 330 Feet 

Minimal, but decreases the 
Runway 14 landing length by 

330 feet 

Provides an unobstructed approach to 
Runway 14 and the bi-directional use of 

the runway system 

Remove Power Pole and Bury 
Power Line North of Runway 14 

$894,800 
Might require an additional 
displacement of the Runway 

14 threshold 

Provides an unobstructed approach to 
Runway 14 and the bi-directional use of 

the runway system 

Remove Power Pole and 
Relocate Power Line North of 
Runway 14 

Unknown at this time, but 
might require an additional 

displacement of the Runway 
14 threshold 

Provides an unobstructed approach to 
Runway 14 and the bi-directional use of 

the runway system 

Implement an Instrument 
Approach to Runway 32 

Minimal, but might require 
marking and lighting of 
terrain northeast of the 
Runway 32 threshold 

Provides an instrument approach when
ceiling minimums are greater than or 

equal to 400 feet and visibility 
minimums are greater than or equal to 

one statute mile 

Extend Taxiway A North to the 
Runway 14 End 

$29,900 
Would require a TOFA 

Modification of Standards or 
hangar removal  

Eliminates back-taxiing of aircraft on 
the runway 

Extend Taxiway A South to the 
Runway 32 End 

$1,473,700 
Includes the removal of two 

hangars 

Eliminates back-taxiing of aircraft on 
the runway 

Realign Midfield Jog in Taxiway 
A 

Minimal, although requires 
the removal of eight tiedown 

spaces 

Corrects non-standard TOFA and 
creates less confusing aircraft 

movement area 

Construct Five 50’ x 50’ Hangars $994,900 
Provides additional revenue and/or 
replacement of hangars lost when 
Taxiway A extended to the north 

Construct Nine 40’ x 40’ 
Hangars $1,628,900 Provides additional revenue 

Construct Tiedown Apron $334,000 Replaces lost tiedown spaces when 
midfield jog of Taxiway A is realigned

Construct Fuel Storage and 
Dispensing Facility 

$515,600 
Requires loss of one or two 

existing tiedown spaces 

Provides revenue to the Airport 
previously unavailable 
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Airport Plans 
 
 
Introduction 
 
The ultimate development plan and program for Dunsmuir Municipal-Mott Airport has evolved from 

various factors, influences, and considerations.  These include the existing and forecast aviation demand, 

aircraft operational characteristics, facility requirements, and an in-depth alternatives analysis.  

Additionally, the general direction of future airport development, as prescribed by airport management 

and other interested parties served as a basis for the planning process. 

 
Because previous chapters have established and quantified the future development needs 
of the Airport, the individual elements of the development plan are categorically 
reviewed and detailed here in a narrative and graphic format.  A brief written description 
of the individual elements is accompanied by a graphic description presented in the form 
of the Airport Layout Drawing, the Airport Airspace Drawing, the Inner Portion of the Approach 
Surface Drawings, the Runway Departure Surfaces Drawing, the Land Use Drawing, and the 
Airport Property Map. 
 
 
Airport Layout Drawing 
 
The AIRPORT LAYOUT DRAWING, as presented in the following illustration, is a graphic 
depiction of the ultimate airport facilities, representing the unified, long-range 
development scheme required to enable the Airport to accommodate the forecast future 
demand.  However, it is recognized that future demand for facilities cannot be accurately 
predicted, particularly during the latter stages of the 20-year planning period.  Therefore, 
development flexibility is provided in the plan and emphasis is placed on the initial five-
year planning period, where the projections are more definable and the magnitude of 
program accomplishments are more pronounced.  Furthermore, carefully guided 
development, during the initial years of the planning period, is essential to the proper 
expansion of the facility and the continued enhancement of aviation development. 
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The drawing provides detailed information on airport and runway design criteria that is 
necessary for defining relationships with applicable standards.  The illustration and the 
following paragraphs describe the major components of the future airport development 
plan represented in the Airport Layout Drawing. 
 
Runway System 
 
Runway Length and Strength.  As described in the preceding chapter, Runway 14/32 is 
recommended to be extended 100 feet to the southeast and 150 to the northwest, which 
will provide an ultimate runway length of 2,950 feet. 
 
It is not recommended that the existing pavement strength be increased, as the strength 
recorded on the most recent FAA Form 5010, Airport Master Record (December 14, 2004) 
indicates that Runway 14/32 can currently support aircraft with gross weights of at least 
12,500 pounds single-wheel and 25,000 pounds dual-wheel main landing gear 
configuration. 
 
Approaches.  It is proposed that, through formal approval of the one-way in and one-
way out runway operation, Runway 14 be closed to approaches and Runway 32 be closed 
for departures.  It is recommended that nighttime use of the runway be reestablished and 
that Runway 32 be programmed for an instrument approach with visibility minimums 
equal to or greater than one mile. 
 
Lighting.  It is recommended that the Medium Intensity Runway Lights (MIRL) be 
restored to service for nighttime operations.  Runway End Identifier Lights (REILS) and 
Precision Approach Path Indicators (PAPI) are recommended for installation at Runway 
32.  Additionally, it is recommended that threshold lighting showing the standard split 
red(north)/green (south) lenses be installed at the Runway 32 end, and showing split 
black (north)/red (south) lenses be installed at the Runway 14 end. 
 
Design Standards.  When the runway is extended 100 feet to the southeast, the 
correction of a depression in the overrun pavement will be required to meet the Runway 
Safety Area (RSA) standards associated with ARC A-I.  Additionally, when the runway is 
extended 150 feet to the northwest, the terrain associated with the airport entrance road 
will need to be cut back to provide the proper Runway Object Free Area (ROFA) 
dimensional standards in this area. 
 
Taxiway System 
 
The primary taxiway recommendation is the extension of Taxiway A to the Runway 14 
and 32 thresholds.  The realignment of the midfield jog in this taxiway is also 
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recommended in the development plan.  In conjunction with the runway extensions, 
Taxiway A should be extended as well. 
 
In the interest of safety and efficiency, all taxiways should be equipped with Medium 
Intensity Taxiway Lighting (MITL), signs, and markings that clearly define the location 
and limits of each taxiway, and provides proper guidance to pilots, especially those pilots 
unfamiliar with Dunsmuir Municipal-Mott Airport.  Aircraft holding position markings 
and signs should be provided at every taxiway that intersects the runway. 
 
Landside Development 
 
Various development areas allocated for landside facilities are provided on the Airport 
Layout Drawing.  It is recognized that the development of these areas will be demand 
driven.  The number, size, and location of the aviation facilities will vary depending upon 
the demand for the particular type.  Flexibility is a key component of the development 
plan. 
 
Aircraft Storage Facilities.  As detailed in the previous chapter, areas for hangar and 
apron storage have been allocated for future development.  Because of terrain 
constraints, the area located northeast of the runway will continue to be developed for 
aviation-use facilities for meeting the short- and long-term aviation demand.  However, 
because of earthwork issues encountered when the central portion of Taxiway A was 
constructed, the location of the apron facility has been shifted to the south, just north of 
the planned larger (50’ x 50’) hangar area.  Hangar development remains as it was 
presented in the previous chapter. 
 
 
Airport Airspace Drawing 
 
In order to protect the airspace surrounding the Airport and the approach to Runway 32 
from hazards that could affect the safe and efficient operation of aircraft, federal criteria 
have been established that provides guidance for controlling the height of objects in 
close proximity to airports.  The criteria is contained in Federal Aviation Regulations 
(FAR) Part 77, which is entitled Objects Affecting Navigable Airspace.  FAR Part 77 criteria 
specify a set of imaginary surfaces that, when penetrated by an object (e.g., a structure, a 
tree, or terrain), designate the object as being an obstruction. 
 
The AIRPORT AIRSPACE DRAWING, provided in the following figures, are based on FAR 
Part 77 criteria and provide plan and profile views of the imaginary surfaces as they relate 
to Dunsmuir Municipal-Mott Airport.  The drawings are based on the ultimate runway 
length, the ultimate planned approach to Runway 32, and the ultimate airport and 
runway end elevations.  Therefore, Runway 14/32 is based on a utility runway 
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classification (i.e., intended for use by aircraft weighing 12,500 pounds or less) with 
Runway 32 based on a non-precision instrument approach with visibility minimums 
greater than ¾ mile.  Since Runway 14 is to be formally closed to approaches, it has no 
approach surface.  Using these criteria, a brief description of each imaginary surface, and 
the appropriate dimensions and slopes, are presented in the following narrative. 
 
The primary surface is a surface longitudinally centered on the runway having a width of 
500 feet and extending 200 feet beyond each runway end.  The elevation of any point on 
the primary surface is the same as the elevation of the nearest point on the runway 
centerline.  Transition surfaces extend upward and outward at right angles to the runway 
centerline, and the runway centerline extended, at the edges of the primary surface.  
Transitional surfaces have a slope of seven to one (i.e., seven feet of horizontal distance 
for every foot of vertical rise). 
 
The horizontal surface is a horizontal plane established at 150 feet above the airport 
elevation.  The perimeter of the horizontal surface is established by creating an arc with a 
radius of 5,000 feet at each runway end, centered at the end of the primary surface, and 
connecting the arcs by tangent lines.  At the edge of the horizontal surface, the conical 
surface extends outward and upward at a slope of 20 to 1 for a horizontal distance of 
4,000 feet. 
 
Finally, the Runway 32 approach surface is longitudinally centered on the extended 
runway centerline, extending outward and upward from the end of the primary surface.  
The inner edge is the same width as the primary surface (i.e., 500 feet) and expands 
uniformly for a horizontal distance of 5,000 feet at a slope of 20 to 1 and has an outer 
edge width of 2,000 feet. 
 
 
Inner Portion of the Approach Surface Drawings 
 
Providing a more detailed view of the inner portions of the FAR Part 77 imaginary 
approach surface is the primary purpose for the INNER PORTION OF THE APPROACH 
SURFACE DRAWING, which is presented in the following figure.  The drawings present 
large-scale illustrations of both plan and profile views, intended to facilitate the 
identification of roadways, utility lines, railroads, structures, and other possible 
obstructions that may lie within the confines of, or near, the approach surfac close to the 
runway end. 
 
As with the airspace drawings, this drawing is based upon the ultimate planned runway 
length, the ultimate planned approach to each runway end, and the ultimate runway end 
elevation.  Again, Runway 14 end is programmed to be closed for approaches and has no 
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approach surface.  Runway 32 is based on utility runway criteria with a non-precision 
instrument approach having visibility minimums greater than ¾ mile. 
 
 
Runway Departure Surface Drawing 
 
The RUNWAY 14 DEPARTURE SURFACE DRAWING, presented in the following 
illustration, is a large-scale plan and profile illustration presenting the departure surface 
associated with the instrument departure procedure for Runway 14.  Like the airspace 
drawings, it is intended to identify roadways, railroads, structures, utility lines, terrain, 
and other possible obstructions to the departure surface.  This surface begins at the 
departure end of Runway 14, which corresponds with the future Runway 32 threshold.  
It is longitudinally centered on the extended runway centerline, extends for a horizontal 
distance of 10,200 feet, and has a slope of 40 to 1.  The inner edge of the departure 
surface has a width of 1,000 feet and the outer edge has a width of 6,466 feet 
 
 
Terminal Area Drawing 
 
A large-scale view of the hangar and apron development areas on the Airport is provided 
in the figure entitled TERMINAL AREA DRAWING.  As discussed earlier, these facilities 
will continue to be located northeast of the runway, and because of terrain constraints, 
will be concentrated immediately adjacent to Taxiway A. 
 
 
Land Use Drawing 
 
The LAND USE DRAWING, presented in the following figure, depicts the existing and 
recommended use of all land within the ultimate airport property line and near the 
Airport.  The purpose of the drawing is to provide airport management a plan for leasing 
revenue-producing areas on the Airport and guidance to local authorities for establishing 
appropriate land use zoning near the Airport. 
 
 
Airport Property Map 
 
The AIRPORT PROPERTY MAP, which is presented in the following illustration, indicates 
how various tracts of land within the airport boundary were acquired (e.g., federal funds, 
surplus property, local funds, etc).  The purpose of this drawing is to provide 
information for analyzing the current and future aeronautical use of land acquired with 
federal funds. 
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Implementation Plan 
 
 
Introduction 
 
The implementation plan for Dunsmuir Municipal-Mott Airport provides guidance on how to 

implement the findings and recommendations of the development plan.  It also provides information for 

integrating the development plan recommendations with the daily activities of the Airport.  The necessary 

development projects for the Airport are provided by time period, the estimated cost for each project, and 

the various funding options available for use by the Airport to implement the projects.  For simplicity, the 

plan is divided into three phases; the short-term period consisting of the first five years (Phase One), the 

medium-term period of the six to ten-year time frame (Phase Two), and the long-term period consisting of 

years 11-20 (Phase Three). 

 
 
Implementation Schedule 
 
A suggested schedule of airport improvement projects has been prepared, based on the 
time frame of this study.  The projects list has been coordinated with the Airport Layout 
Plan drawing set and the Airport Capital Improvement Program (ACIP), which is 
continuously updated by the airport sponsor and the FAA.  Since this is a suggested 
schedule, variance will most certainly be necessary, especially during the latter time 
period.  Therefore, careful attention has been given to the first five years, as these are the 
most critical year and the scheduled projects outlined include many crucial projects.  A 
graphic depiction of the necessary development requirements is provided in the 
illustration at the end of the chapter entitled PHASING PLAN. 
 
The demand for certain facilities and the economic feasibility of their development are 
the prime factors influencing the timing of the individual project construction, especially 
for those projects programmed during the latter time period.  Care must be taken to 
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provide for adequate lead-time for detailed planning and construction of facilities in 
order to meet the aviation demand.  It is also important to minimize the disruptive 
scheduling where a portion of the Airport may become inoperative due to construction, 
and to prevent extra costs that result from improper project scheduling. 
 
 
Cost Estimates 
 
Cost estimates for individual projects, based on current dollars, have been prepared for 
improvements during the 20-year planning period.  Facility costs have been formulated 
using unit prices extended by the size of the particular facility and tempered with specific 
considerations related to the region, the Airport, and the individual development sites.  
That being said, these estimates are intended to be used for planning purposes only and 
should not be construed as construction cost estimates, which can only be compiled 
following the preparation of detailed design documentation. 
 
 
Funding Options 
 
The cost estimates have been categorized by the total cost for each facility, that portion 
eligible to be paid by the FAA under the current Airport Improvements Program (AIP) or 
similar program; that portion qualifying for payment by the California Department of 
Transportation (Caltrans) Division of Aeronautics; and, that portion to be borne by local 
interests.  In additional to the City of Dunsmuir funds, local funding options can include 
sources such as state or local economic development funds, regional commissions, other 
units of government, as well as funding from private individuals or businesses. 
 
The percentage of costs shown as eligible for participation by the state and federal 
agencies is subject to change depending upon current funding legislation and policy at 
the time of construction.  Before detailed planning on a particular project is developed, 
the funding structures and requirements should be identified and determined to reflect 
the current funding policies by the various funding entities. 
 
Federal Funding 
 
AIP Entitlements Grants.  The Wendell H. Ford Aviation Investment and Reform Act 
for the 21st Century (AIR-21), enacted in April 2000, established the first-ever Non-
Primary Airports Entitlement Program.  Airports can receive up to $150,000 per year 
based on FAA’s assessment of maintenance needs over a five-year period.  This set-aside 
funding was renewed in conjunction with the Vision 100-Century of Aviation 
Reauthorization Act for federal fiscal years 2004-2007, and the federal/local funding 
allocation was revised to 95% federal and 5% local for the specified period.  For the 
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convenience of airport sponsors, if a project is anticipated to exceed $150,000, an airport 
can roll over (i.e., save) the Non-Primary Entitlement funds up to federal fiscal year 
2007, at which time the accumulated total of roll over funds can be used for larger 
projects. 
 
AIP Discretionary Grants.  The FAA also provides discretionary grants over and above 
the entitlement funding to airports for projects that have a high federal priority for 
enhancing safety, security, and capacity of airports and that would be difficult to fund 
otherwise.  As with Non-Primary Entitlement Grants, discretionary grants are allocated 
at a 95% federal and 5% local matching basis.  Individual grant amounts vary, but can be 
significant in comparison to entitlements and are awarded at the FAA’s total discretion.  
Discretionary grant applications are evaluated based on need, the project priority ranking 
system, and the assessment of a project’s significance within the National Airport System 
(NAS). 
 
Facilities & Equipment Funds.  Within the FAA’s budget appropriation, money is 
available in the Facilities and Equipment (F&E) Funds to install navigational aids and air 
safety-related technical equipment.  Each F&E development project is evaluated 
independently through a cost-benefit analysis to determine funding eligibility and priority 
ranking.  The qualified projects are totally funded by the FAA.  Additionally, airports can 
apply for NAVAID maintenance funding through the F&E program for those facilities 
that are not F&E funded.  It is possible that some of the proposed navigational aid-
related projects for Dunsmuir Municipal-Mott Airport will qualify for F&E funding. 
 
State Funding 
 
The Caltrans Division of Aeronautics funding programs are supported by the 
Aeronautics Account in the State Transportation Fund and administered through the 
California Aid to Airports Program (CAAP).  There are three funding programs and one 
loan program that are detailed in the following narrative. 
 
Annual Credits.  Annual Credits are state funds that each eligible airport can use at the 
sponsor’s discretion, subject to applicable laws and regulations.  Annual credits accrue at 
$10,000 per year and up to five years worth of credits can be accumulated.  All general 
aviation airports are eligible, with certain restrictions, and the credits can fund projects 
for airport and aviation purposes, operation and maintenance, fueling facilities, 
restrooms, aircraft wash racks, and matching federal AIP grants.  No local match is 
required to receive the credits. 
 
AIP Matching Grants.  These grants are available to assist airport sponsors in meeting 
the local match for an AIP grant from the FAA.  Sponsors must meet the same eligibility 
requirements as for the Annual Credits.  The Division of Aeronautics sets aside an 



Dunsmuir Municipal - Mott Airport 
Airport Layout Plan Update  F.4 

amount for AIP Matching grants in the biennial Aeronautics Program with the goal being 
to have an amount that will be sufficient to match all likely AIP grants.  Therefore, the 
AIP project must be included in the state’s Capital Improvement Plan (CIP).  A sponsor 
may apply for AIP Matching funds once the FAA awards a grant and the sponsor accepts 
the grant, but before commencing the project.  The state matching grants can be up to 
2.5% of the AIP grant.  In the following cost tables, the allocation for AIP eligible 
projects is listed as 95% federal funding, 2.375% state funding, and 2.625% local 
funding. 
 
Acquisition and Development (A&D) Grants.  A&D Grants are 90% state grants that are 
subject to California Transportation Commission (CTC) allocation.  Sponsors must meet 
the same eligibility requirements as for the Annual Credit, although reliever and 
commercial service airports are eligible for A&D grants.  Individual airport funding is 
limited to $500,000 annually, although regulations allow for certain exceptions.  The 
minimum amount allowed is twice the Annual Credit amount (i.e., $20,000).  Sponsors 
must provide a 10% match, although matching rates can vary between 10% and 50%, 
and neither the Annual Credit nor a state loan may be used as the local match.  Project 
selection occurs through the state’s CIP and in accordance with a CTC-approved priority 
matrix.  In addition to the three matrix categories (i.e., safety, capacity, and security), 
selection is based upon an airport’s eligibility for AIP grants. 
 
California Airport Loan Program.  These are discretionary state loans to eligible airports 
for construction and land acquisition projects that benefit an airport and/or improve its 
self-sufficiency.  Eligibility requirements for grants apply equally to loans.  Projects that 
enhance an airport’s ability to provide general aviation services (i.e., hangars, general 
aviation terminals, utilities, general aviation fueling facilities, A&D-eligible projects, etc) 
are eligible, as is the local share for an AIP grant.  Funding levels varies and no local 
match is required for a loan.  A payback schedule is included with each agreement and all 
payments are annual.  The interest rate is the same as for the state general obligation 
bonds that were sold at the time of the loan, is computed as simple interest, and 17 years 
is the maximum term. 
 
 
Summary 
 
As presented in the accompanying tables, the 20-year development plan cost estimates 
equal approximately $7,010,000, which does not include maintenance and operational 
expenses.  Approximately $6,659,500 of the total are eligible for FAA participation, the 
sponsor’s estimated share equals about $184,012, and roughly $166,488 are potentially 
eligible for state funding. 
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Of the local share, approximately $103,950 is required during the first phase, $64,312 
during the second phase, and $15,750 is required during the third phase.  For the entire 
20-year planning period, it is estimated that an average annual expenditure of $9,200 will 
be required from local sources.  However, some of the listed projects include hangar 
construction that could be financed by revenue bonds or private/third parties.  If the 
decision is made to finance any of the eligible projects with revenue bonds or 
private/third party sources, then it would greatly decrease the required local funds. 
 
The state share of development costs, as provided in the following tables, includes 
$94,050 during the initial phase, $58,188 during the intermediate phase, and $14,250 
during the long-term phase.  This amounts to an average of $8,324 per year of state 
monies during the entire 20-year planning period.  The federal share includes 
programmed expenditures of $3,762,000 during the first phase, $2,327,500 during the 
second phase, and $570,000 during the third phase.  This is an average of approximately 
$332,975 per year in federal monies needed for the 20-year implementation plan. 
 
It is recognized that maintenance and operation expenses will increase as the Airport 
develops and more facilities are completed.  Revenues generated by the additional 
facilities should also increase and help offset increase maintenance and operation 
expenses.  It is a worthy and feasible goal that operational expenses and revenues should 
balance at the Airport.  This relationship should be monitored closely so that future 
imbalances can be anticipated and provided for in the budgeting and capital 
improvements process. 
 
The monetary commitments necessary from the City of Dunsmuir, the Caltrans Division 
of Aeronautics, and the FAA to enable the development of the Airport to meet the future 
aviation demand safely, efficiently, and properly are significant.  The level that the FAA 
will fund airport improvements is governed by congressional appropriations to the AIP, 
and the amount dedicated to any specific airport is determined by demonstrated need 
compared to need at other airports within the regional and national airport system. 
 
However, the future level of FAA and state funding does not alter the basic premise upon 
which the recommendations contained here, and the resulting list of improvement 
projects, were developed.  That basic premise is demand dictated development.  The object of 
this Airport Layout Plan Update is to provide the City of Dunsmuir with a flexible 
planning document useful for directing airport development to meet future demand as it 
occurs.  Increased demand will require improvements to achieve a safe airport 
environment providing the necessary capacity and facilities.  If demand does not occur, 
additional development will not be necessary, and the funds specified in the 
implementation plan will not be expended. 
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Table F1 PHASE ONE (0-5 YEARS) DEVELOPMENT PLAN PROJECT COSTS 
 
  Recommended Financing Method Total 
Project Description Notes Federal State Local Costs 
 

2008 Projects   

A.1 Extend Parallel Taxiway (Phase I 
Design) and Remove Obstructions 
(Hangars), Construction 

A $266,000 $6,650 $7,350 $280,000

A.2 Replace/Install Medium Intensity 
Runway Lighting (MIRL), Install 
PAPI to Runway 32, and Replace 
Non-Frangible Segmented Circle 
Mountings With Frangible 
Mountings, Design Only 

A $38,000 $950 $1,050 $40,000

Sub-Total/2008 Projects  $304,000 $7,600 $8,400 $320,000
2009 Projects   

A.3 Replace/Install Medium Intensity 
Runway Lighting (MIRL), Install 
PAPI to Runway 32, and Replace 
Non-Frangible Segmented Circle 
Mountings With Frangible 
Mountings, Phase I Construction

A $760,000 $19,000 $21,000 $800,000

Sub-Total/2009 Projects  $760,000 $19,000 $21,000 $800000
2010 Projects   

A.4 Replace/Install Medium Intensity 
Runway Lighting (MIRL), Install 
PAPI to Runway 32, and Replace 
Non-Frangible Segmented Circle 
Mountings With Frangible 
Mountings, Phase II Construction

A $760,000 $19,000 $21,000 $800,000

Sub-Total/2010 Projects  $760,000 $19,000 $21,000 $800,000
2011 Projects   

A.5 Extend Runway and Parallel 
Taxiway 100 Feet to the South, 
Design Only 

A $285,000 $7,125 $7,875 $300,000
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  Recommended Financing Method Total 
Project Description Notes Federal State Local Costs 
 

Sub-Total/2011 Projects  $285,000 $7,125 $7,875 $300,000
2012 Projects   

A.6 Extend Runway and Parallel 
Taxiway 100 Feet to the South, 
Phase I Construction 

A $760,000 $19,000 $21,000 $800,000

A.7 Install Super UNICOM/AWOS, 
Design Only A $19,000 $475 $525 $20,000

Sub-Total/2012 Projects  $779,000 $19,475 $21,525 $820,000
2013 Projects   

A.8 Extend Runway and Parallel 
Taxiway 100 Feet to the South, 
Phase II Construction 

A $760,000 $19,000 $21,000 $800,000

A.9 Install Super UNICOM/ 
AWOS, Construction A $114,000 $2,850 $3,150 $120,000

Sub-Total/2013 Projects  $874,000 $21,850 $24,150 $920,000
Sub-Total/Phase One (2008-2013)  $3,762,000 $94,050 $103,950 $3,960,000
 

Notes:  Cost estimates, based on 2007 data, are intended for planning purposes only and do not reflect a detailed engineering evaluation. 
 

A Federal Aviation Administration matching funds – Airport Improvement Program (AIP). 
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Table F2 PHASE TWO (6-10 YEARS) DEVELOPMENT PLAN PROJECT COSTS 
 
  Recommended Financing Method Total 
Project Description Notes Federal State Local Costs 
 

B.1 Realign Taxiway A at Midfield 
Apron and Construct Two 
Hangars, Design Only 

A $47,500 $1,188 $1,312 $50,000

B.2 Realign Taxiway A at Midfield 
Apron and Construct Two 
Hangars, Construction 

A $475,000 $11,875 $13,125 $500,000

B.3 Extend Runway and Taxiway A 
150 Feet to the Northwest, 
Design Only 

A $285,000 $7,125 $7,875 $300,000

B.4 Extend Runway and Taxiway A 
150 Feet to the Northwest, Phase 
I Construction 

A $760,000 $19,000 $21,000 $800,000

B.5 Extend Runway and Taxiway A 
150 Feet to the Northwest, Phase 
II Construction 

A $760,000 $19,000 $21,000 $800,000

Sub-Total/Phase Two  $2,327,500 $58,188 $64,312 $2,327,500
 
Notes:  Cost estimates, based on 2007 data, are intended for planning purposes only and do not reflect a detailed engineering evaluation. 
 

A Federal Aviation Administration matching funds – Airport Improvement Program (AIP). 
 
 
Table F3 PHASE THREE (11-20 YEARS) DEVELOPMENT PLAN PROJECT COSTS 
 
  Recommended Financing Method Total 
Project Description Notes Federal State Local Costs 
 

C.1 Construct Aircraft Apron A $285,000 $7,125 $7,875 $300,000
C.2 Construct Hangars A $285,000 $7,125 $7,875 $300,000
Sub-Total/Phase Three  $570,000 $14,250 $15,750 $600,000

GRAND TOTALS  $6,659,500 $166,488 $184,012 $7,010,000
 
Notes:  Cost estimates, based on 2008 data, are intended for planning purposes only and do not reflect a detailed engineering evaluation. 
 

A Federal Aviation Administration matching funds – Airport Improvement Program (AIP). 
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TITLE 10. PLANNING AND ZONING 

 
CHAPTER 1. AIRPORT ENVIRONS COMBINING DISTRICT ZONING* 

*Note to Chapter 1. 

Sec. 10-1.01. Title. 

Sec. 10-1.02. Purpose and intent. 

Sec. 10-1.03. Applicability. 

Sec. 10-1.04. Definitions. 

Sec. 10-1.05. Compatibility zone maps. 

Sec. 10-1.06. Residential development--Density limitations. 

Sec. 10-1.07. Nonresidential development--Usage intensity limitations. 

Sec. 10-1.08. Height limitations. 

Sec. 10-1.09. Prohibited uses. 

Sec. 10-1.10. Other requirements. 

Sec. 10-1.11. Nonconforming conditions. 

Sec. 10-1.12. Variances. 

Sec. 10-1.13. Administration and review. 

Sec. 10-1.14. Appeals. 

Sec. 10-1.15. Enforcement. 

*Note to Chapter 1. 

* Chapter 1 entitled "Airport Zoning", consisting of Sections 10-1.01 through 10-1.12, codified from 
Ordinance No. 357, and Section 10-1.13 as added by Ordinance No. 645, effective June 12, 1975, 
repealed by Ordinance No. 33, effective June 5, 1983, repealed by Section I, Ordinance No. 02-13, 
and Sections 10-1.01 through 10-1.15, "Airport Environs Combining District Zoning Ordinance" 
adopted by Section II, Ordinance No. 02-13, effective July 9, 2002. 

Sec. 10-1.01. Title. 

The ordinance codified in this chapter shall be known and may be cited as the "Airport Environs 
Combining District Zoning Ordinance." The district may be referred to as the Airport Environs (AE) 
combining zone. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.02. Purpose and intent. 
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(a) Purpose. The Airport Environs Combining District Zoning Ordinance has two fundamental 
purposes: 1) to protect public-use airports in Siskiyou County from potential encroachment by land 
uses which are incompatible with airport activities and which may impair the future development and 
use of the airports, and 2) to minimize the public’s exposure to excessive noise and safety hazards 
which would result from incompatible land use development within areas around airports. 
(b) Intent. The intent of this chapter is to regulate land use development within the vicinity of airports in 
Siskiyou County so as to minimize compatibility conflicts with current and future airport activities. 
Furthermore, in accordance with requirements of state law (Government Code Section 65302.3), this 
chapter is also intended to fulfill the County’s obligations to implement the airport land use 
compatibility policies adopted by the Siskiyou County Airport Land Use Commission. (§ II, Ord. 02-13, 
eff. July 9, 2002) 

Sec. 10-1.03. Applicability. 

(a) Affected land use activities. This chapter applies to the following activities affecting land situated 
within the "influence area" (as defined herein) of any public-use airport in the County: 
(1) Proposed changes to the Siskiyou County General Plan. 
(2) Proposed rezoning of any parcel of land. 
(3) Proposed land divisions. 
(4) Proposed new construction. 
(5) Changes to the existing uses of land or structures to the extent that such changes require Planning 
Department issuance or modification of a use permit, administrative permit, or any other entitlement 
approval. 
(6) Any structure or tree, including ones in existence prior to the effective date of the ordinance 
codified in this chapter, the height of which would conflict with the standards set forth herein. 
(b) Tall structures and trees. This chapter also applies to any proposal for construction or alteration of 
a structure (including antennas, poles, or towers) or growing of trees taller than 200 feet above ground 
level at the site, regardless of the site’s location within Siskiyou County. 
(c) Uses not affected. Except with respect to height limitation requirements on structures and trees, 
this chapter does not apply to: 
(1) Existing development (as of the effective date of the ordinance codified in this chapter) for which 
no expansion or changes of use are proposed even if the existing uses are not in conformance with 
the standards herein. 
(2) Construction, other than in Compatibility Zone A, of a single-family home on a legal lot of record as 
of the effective date of the ordinance codified in this chapter if such use is permitted by local land use 
regulations. 
(3) Aviation-related development or use of airport property. 
(4) The manner in which aircraft operate on an airport or in the surrounding airspace. (§ II, Ord. 02-13, 
eff. July 9, 2002) 

Sec. 10-1.04. Definitions. 

The following definitions apply for the purposes of this chapter: 
"Aeronautics Act," except as indicated otherwise, means the article of the California Public Utilities 
Code (Section 21570 et seq.) pertaining to airport land use commissions. 
"Airport" means the Butte Valley Airport, Dunsmuir Municipal-Mott Airport, Happy Camp Airport, 
Montague-Yreka Rohrer Field, Scott Valley Airport, Siskiyou County Airport, Weed Airport, or any 
other future public-use airport which might be created within the boundaries of Siskiyou County. 
"Airport influence area" means an area, as delineated herein, which is routinely affected by aircraft 
operations at an airport. The airport influence areas constitute the locations within which the primary 
provisions of this chapter apply. Additionally, certain land use actions affecting property within the 
boundaries of an airport influence area are also subject to review by the Siskiyou County Airport Land 
Use Commission in accordance with requirements of the State Aeronautics Act and the policies of the 
Commission. 
"Airport Land Use Commission (ALUC)" means the Siskiyou County Airport Land Use Commission. 
"Aviation-related use" means any facility or activity directly associated with the operation, storage, or 
maintenance of aircraft at an airport or heliport. Such uses specifically include runways, taxiways, 
helipads, and their associated protected areas defined by the Federal Aviation Administration, 
together with aircraft aprons, hangars, fixed base operations, terminal buildings, etc. 
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"Avigation easement" means an easement which conveys rights associated with aircraft overflight of a 
property, usually including the right to create noise, the right to limit the height of structures and trees, 
etc. (see Section 10-1.10(c)). 
"Community noise equivalent level (CNEL)" means the noise metric adopted by the State of California 
for evaluating airport noise impacts. The noise impacts are typically depicted by a set of contours, 
each of which represents points having the same CNEL value. 
"Compatibility Plan" means the Siskiyou County Airport Land Case Compatibility Plan adopted by the 
Siskiyou County Airport Land Use Commission. 
"Compatibility zone" means any of the zones set forth herein for the purposes of assessing land use 
compatibility within the airport influence area. 
"Deed notice" means a notice, recorded with the deed to a property, indicating that the property is 
subject to overflight by aircraft approaching, departing, or maneuvering in the vicinity of a nearby 
airport (see Section10-1.10(d)). 
"Existing land use" means a land use which either physically exists or for which entitlements have 
been granted by an agency. 
"Federal Aviation Regulations (FAR) Part 77" means the part of Federal Aviation Regulations which 
deals with objects affecting navigable airspace in the vicinity of airports. Objects which exceed the 
Part 77 height limits constitute airspace obstructions (Section 10-1.08). 
"Heliport" means a helicopter landing facility for which a Heliport Permit is required from the California 
Department of Transportation. Public-use and special-use heliports (including those at hospitals) are 
included within this definition, but helipads located on an airport are excluded. 
"Infill" means development of vacant or underutilized land within areas which are already largely 
developed or are used more intensively. See Section 10-1.12(b) for criteria used to identify infill areas 
for the purposes of the Compatibility Plan. 
"Nonconforming use" means, in general, a land use, parcel, or building which does not comply with a 
current land use plan or zoning ordinance, but which was legally permitted at the time of establishment 
of the land use, parcel, or structure. For the purposes of this chapter, a nonconforming use is one 
which exists (see definition of "existing land use") as of the effective date of the Compatibility Plan 
upon which the ordinance codified in this chapter is based, but which does not conform with the 
compatibility criteria set forth in the that plan and this chapter. 
"Project; land use action; development proposal." Terms similar in meaning and all referring to the 
types of land use matters, either publicly or privately sponsored, which are subject to the provisions of 
this chapter. 
"Residential density" means the number of dwelling units, including detached secondary units, on a 
specific parcel, site, or land use development divided by the gross acreage of the parcel, site, or 
development. 
"Structure" means an object, including a mobile object, constructed or installed by man, including, but 
without limitation, buildings, antennas, towers, cranes, smokestacks, earth formation, and overhead 
transmission lines. 
"Tree." As used herein, "tree" means any form of vegetation. 
"Usage intensity" means the number of people occupying a specific parcel, site, or land use 
development divided by the total acreage of the parcel, site, or development. Usage intensity criteria 
are applicable to all types of land uses except residential. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.05. Compatibility zone maps. 

(a) Airport influence area and Compatibility Zone Maps. The boundary of each airport’s influence area 
and the individual compatibility zones which comprise that influence area are depicted in Maps 1A 
though 1G which are part of this chapter. 
(b) Airspace Protection Plan Maps. Graphical depiction of the height limit criteria (Sec. 10-1.08) 
applicable within the environs of each airport is presented in Maps 2A through 2G. 
(c) Listing of maps: 
(1) Maps 1A and 2A: Butte Valley Airport. 
(2) Maps 1B and 2B: Dunsmuir Municipal-Mott Airport. 
(3) Maps 1C and 2C: Happy Camp Airport. 
(4) Maps 1D and 2D: Montague-Yreka Rohrer Field. 
(5) Maps 1E and 2E: Scott Valley Airport. 
(6) Maps 1F and 2F: Siskiyou County Airport. 
(7) Maps 1G and 2G: Weed Airport. 
(§ II, Ord. 02-13, eff. July 9, 2002) 
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Sec. 10-1.06. Residential development--Density limitations.

(a) Criteria. Any subdivision of property for the purposes of residential development within an airport 
influence area shall comply with the following density criteria: 
(1) Compatibility Zone A: No new dwellings permitted. 
(2) Compatibility Zone B: No more than one dwelling unit per five (5.0) acres. 
(3) Compatibility Zone C1: No more than one dwelling unit per two and a half (2.5) acres. 
(4) Compatibility Zone C2: No more than five (5) dwelling units per one acre. 
(5) Compatibility Zone D: No airport-related limitations apply. 
(b) Parcels lying within two (2) or more compatibility zones. If a parcel proposed for development is 
split by a compatibility zone, the number of dwelling units permitted shall be determined by each zone 
located within the parcel. However, the development density allowed within the more restricted zone 
should be transferred to the less restricted zone. This type of transfer is encouraged, even if the 
resulting development in the less restrictive zone would exceed its allowable density. This transfer of 
development is also allowed with respect to multiple parcels proposed to be developed as a single 
project. 
(c) Development of existing lots. Except within Compatibility Zone A, a single-family dwelling may be 
built on any legal lot of record as of the effective date of the ordinance codified in this chapter even if 
the preceding density criteria would not be met. 
(d) Secondary units. Construction of a secondary dwelling unit shall not be permitted on any parcel if 
the resulting density would exceed the preceding criteria. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.07. Nonresidential development--Usage intensity limitations. 

(a) Criteria. Any proposed nonresidential construction or use of land for which a zoning approval, use 
permit, building permit, or other county approval is required shall be subject to the following usage 
intensity limitations: 
(1) Compatibility Zone A: No more than ten (10) people per acre. 
(2) Compatibility Zone B: No more than twenty-five (25) people per acre. 
(3) Compatibility Zones C1 or C2: No more than seventy-five (75) people per acre. 
(4) Compatibility Zone D: No airport-related usage intensity limits apply. (b) Calculation. The maximum 
number of people permitted on a site shall be calculated based on the following factors: 
(1) Include all people who may be on the property (e.g., employees, customers, visitors, etc.). 
(2) Reflect the total number of people on the site at any time, except rare special events. Rare special 
events are ones (such as balloon fairs or an air show at an airport) for which a facility is not designed 
and normally not used and for which extra safety precautions can be taken as appropriate. 
(3) If a parcel proposed for nonresidential use is split by compatibility zone boundaries, the usage 
intensity shall be calculated as if the parcel was divided at the compatibility zone boundary line. The 
intensity of development allowed within the more restricted portion of the parcel is encouraged to be 
transferred to the less restricted portion. This transfer of development is also allowed with respect to 
multiple parcels proposed to be developed as a single project. 
(c) Specific land uses. For the purpose of providing a guideline, the number of people per acre 
associated with specific land uses can be estimated as follows, and the following land uses can 
generally be assumed to have average usage intensities as indicated. The following list is a typical 
cross section of land uses, and is not intended to be exhaustive. 
 
No more than 10 people per acre: 
Rangeland and pastures 
Forests 
Field crops and orchards 
Two-lane roads 
 
Over 10, but no more than 25 people per acre: 
Automobile parking lots (not structures) 
Cemeteries 
Mini-storage facilities 
Lumber storage yards 
Farm equipment sales 
 
Over 25, but no more than 75 people per acre:
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Parks; outdoor sports facilities (not spectator 
oriented) 
Retail stores; small shopping centers (single-floor) 
Offices (one or two floors) 
Motels (one or two floors) 
Light industrial or manufacturing uses 
 
Over 75 people per acre: 
Buildings with more than three floors 
Major shopping centers 
Movie theaters; convention halls 
Sports stadiums 
 
(d) All other land uses. The usage intensity of all other uses highly depends upon the specifics of the 
proposed land use and its design. For uses not listed above, the anticipated number of people per 
acre can be calculated based on any of the following methods: 
The number of automobile parking spaces required on the site: Unless a substantial number of people 
would arrive at the site by means other than automobile (or would park off site), the anticipated 
number of people on the site can be estimated to be at least equal to the number of automobile 
parking spaces required for the use. A higher number shall be assumed for uses which typically attract 
more than one person per vehicle. 
Uniform Building Code (UBC) occupancy levels: The anticipated maximum number of people 
occupying indoor facilities on a site can be assumed to be no higher than the total floor area of the 
proposed use divided by the minimum square feet per occupant requirements listed in the UBC. 
Because the UBC criteria represent highly intensive levels of usage, the number obtained through this 
calculation can normally be divided in half for the purposes of the usage intensity criteria in this 
section. 
Documented survey or analysis results: A project applicant may provide evidence, such as surveys of 
existing uses similar to the type proposed, documenting that specific features of a proposal would 
result in a usage intensity lower than that assumed using the methods indicated above. Acceptance of 
such evidence shall be at the discretion of the permitting agency. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.08. Height limitations. 

(a) Basis for height limits. Protection of navigable airspace from obstructions that can be hazards to 
aircraft flight requires establishment of limits on the height of structures, trees, and other objects in the 
vicinity of airports in the County. These limits are primarily based upon: Part 77, Subpart C, of the 
Federal Aviation Regulations (FAR), but also may take into account the United States Standard for 
Terminal Instrument Procedures (TERPS); and applicable airport design standards published by the 
Federal Aviation Administration. 
(b) Airspace protection surfaces. The critical airspace for each airport covered by this chapter is 
depicted in the Airspace Protection Plan Map for that airport (Maps 2A through 2G). The maps take 
into account any planned future improvements to an airport’s runways or runway approaches. The 
critical airspace is defined by a set of five (5) types of surfaces as follows: 
(1) A primary surface that is longitudinally centered on each runway and extends 200 feet beyond 
each end of the runway (except that on an unpaved runway, the primary surface ends at the runway 
end). The width varies depending upon the existing or planned runway classification, approach type, 
and approach visibility minimums. The primary surface width for each runway at airports in Siskiyou 
County is as indicated in Table 1 and shown on the respective airport’s Airspace Protection Map. The 
elevation of any point on the primary surface is the same as the elevation of the nearest point on the 
runway centerline. 
(2) Approach surfaces that are longitudinally centered on the extended runway centerline and extend 
outward and upward beginning at, and at the same elevation as, each end of a primary surface. 
Approach surface dimensions and slopes for each runway end are as indicated in Table 1 and shown 
on the respective airport’s Airspace Protection Map. 
(3) Transitional surfaces that extend outward from the sides of each primary surface and each 
approach surface. These surfaces slope upward one foot vertically for each seven (7') feet horizontally 
(7:1), measured at a ninety (90) degree angle to the runway centerline and extended runway 
centerline, and continue to where they intersect a horizontal or conical surface. For those portions of a 
precision approach surface which extend through or beyond the limits of the conical surface, the 
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adjacent transitional surfaces extend a distance of 5,000 feet horizontally from the edge of the 
approach surface, measured at a ninety (90) degree angle to the extended runway centerline. 
(4) A horizontal surface that is established at an elevation of 150 feet above the highest point on an 
airport’s runway or runways. The inner edge of the horizontal surface is defined by its intersection with 
transitional surfaces. The outer edge is defined by drawing arcs centered on the runway centerline at 
each end of the primary surface of each runway, then connecting the arcs with lines drawn tangent to 
them. The horizontal surface elevation and radii of the arcs for each runway are listed in Table 1. 
(5) A conical surface that extends outward for a distance of four thousand feet from the periphery of 
the horizontal surface and upward at a slope of one foot vertically for each twenty (20') feet 
horizontally (20:1). 
(c) Applicability. This section shall apply to all objects on the land within an airport influence area 
whether such objects be man-made structures or natural, such as trees and other types of vegetation. 
(d) Criteria. Except as indicated in Section 10-1.12(a), no object situated within an airport influence 
area shall be permitted to have a height in excess of the following: 
(1) Within Compatibility Zones A or B: The height of the airspace protection surface indicated on the 
Airspace Protection Plan Map (Maps 2A through 2G) for the respective airport. 
(2) Within Compatibility Zones C1 or C2 (except Terrain Penetration Area): Fifty (50') feet: 
(3) Within Compatibility Zone D (Terrain Penetration Area): 150 feet. 
(4) Within Terrain Penetration Area: Thirty-five (35') feet. 
(e) Roadways and rail lines. In the design or reconstruction of roadways and rail lines within an airport 
influence area, allowance shall be made for vehicles having an assumed height as follows: 
(1) Vehicles on interstate highways (seventeen (17') feet); 
(2) Vehicles on other public roads (fifteen (15') feet); 
(3) Vehicles on private roads or in parking lots (ten (10') feet); 
(4) Railroad trains (twenty-three (23') feet). 
(f) Obstruction marking and lighting. Obstruction marking and lighting in accordance with Federal 
Aviation Administration standards may be required for any structure or tree (including antennas and 
towers) which exceeds the criteria listed above or which, regardless of location within Siskiyou County, 
has a height taller than 200 feet above ground level at its site. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.09. Prohibited uses. 

Regardless of whether the use would meet the intensity criteria listed in Sec.10-1.07, the following 
land uses shall be prohibited within the zones indicated: 
(a) Compatibility Zone A. All new structures except ones having an aeronautical function and a 
location set by Federal Aviation Administration standards; any assemblage of people, except during a 
rare special event (see definition in Section 10-1.07; and aboveground bulk storage of hazardous 
materials. 
(b) Compatibility Zone B. Children’s schools (through grade twelve (12)); day care centers; libraries; 
hospitals; nursing homes; highly noise-sensitive uses (e.g., outdoor theaters); aboveground bulk 
storage of hazardous materials with the following exceptions: aviation fuel or other aviation-related 
flammable materials and/or up to 2,000 gallons of nonaviation flammable materials. 
(c) Compatibility Zone C1. Children’s schools (through grade twelve (12)); day care centers; libraries; 
hospitals; nursing homes. 
(d) Compatibility Zone C2. None except as listed in next paragraph. 
(e) All Compatibility Zones. Objects having a height exceeding the limits indicated in Sec. 10-1.08 and 
hazards to flight as described below. 
(f) Hazards to flight. Land uses which may cause visual, electronic, or bird strike hazards to aircraft in 
flight shall not be permitted within the influence area of any airport. Specific characteristics to be 
avoided include: 
(1) Glare or distracting lights which could be mistaken for airport lights. 
(2) Sources of dust, steam, or smoke which may impair pilot visibility. 
(3) Sources of electrical interference with aircraft communications or navigation. 
(4) Any use, especially landfills and certain agricultural uses, which may attract an increased number 
of birds. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.10. Other requirements. 

(a) Site design. In addition to the specific development restrictions set forth in the preceding sections, 
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the following conditions shall be applied to the planning of a project site. 
(1) Within Compatibility Zone B, all structures shall be located as far as practical from the extended 
runway centerline unless suggested otherwise by the airport proprietor. 
(2) Within Compatibility Zone C2, children’s schools, day care centers, libraries, hospitals, and nursing 
homes shall be located as far as practical from the extended runway centerline unless suggested 
otherwise by the airport manager. 
(b) Avigation easement dedication. As a condition for approval of new development requiring a 
discretionary approval within Compatibility Zones A or B, or within a Terrain Penetration Area, the 
owner of the property on which the development is to be located shall dedicate and record an 
avigation easement to the government entity owning the associated airport. The purpose of this 
requirement is twofold: to protect the airport airspace from objects which could constitute hazards to 
air navigation, and to inform future owners and prospective purchasers of the property that aircraft 
may overfly the location at low altitudes while approaching, departing, or maneuvering near the 
associated airport. 
(c) Avigation easement provisions. An avigation easement shall contain the following provisions: 
(1) Provide the right of flight in the airspace above the property; 
(2) Allow the generation of noise and other impacts associated with aircraft overflight; 
(3) Restrict the height of structures, trees and other objects; 
(4) Permit access to the property for the removal or aeronautical marking and/or lighting of objects 
exceeding the established height limit; and 
(5) Prohibit electrical interference, glare, and other potential hazards to flight from being created on the 
property. 
(d) Deed notification. As a condition for approval of new development requiring a discretionary 
approval, (such as a tentative parcel map, a subdivision map, a planned development, a use permit, a 
zone change, or other County discretionary permit) within Compatibility Zone C1, a notice regarding 
aircraft overflight activity shall be recorded with the deed to the property. Said notice shall indicate that 
the property is routinely subject to overflight activity by aircraft using the airport; and that residents 
may experience inconvenience, annoyance, or discomfort from the noise of such operations and 
should be prepared to accept such occurrences; and that the current volume of aircraft activity at the 
airport could increase in the future. Any subsequent deed conveying the parcel or subdivisions thereof 
to a new owner shall also contain a statement to this effect. 
(e) Zoning and building regulations. The development criteria applicable within the Airport Environs 
Combining Zone are in addition to the requirements and standards of the underlying land use zone 
with which the AE zone is combined. In the event of a conflict between the provisions of this chapter 
and any other land use or building regulation applicable to the same land area or parcel, including 
regulations adopted by other public agencies, the more restrictive criteria shall prevail. (§ II, Ord. 02-
13, eff. July 9, 2002) 

Sec. 10-1.11. Nonconforming conditions. 

(a) Nonconforming uses. Land uses, structures, and objects not in conformance with this chapter may 
continue in use under the following conditions: 
(1) Continuation of the use must not be in conflict with other sections of the zoning code or with 
building regulations. 
(2) The cost of maintenance, repair, or replacement of a nonconforming use or structure conducted in 
any one year must not exceed twenty five (25%) percent of the structure’s assessed market value. 
(3) A nonconforming use may be changed to another nonconforming use only if the new use does not 
involve expansion of the affected land area, an increase in building size, or an increase in the intensity 
of usage (e.g., the number of people per acre). 
(4) Any use which has been discontinued for one year or more shall be deemed abandoned. Any 
subsequent reuse of the property must conform to the criteria of this chapter. 
(b) Reconstruction. Where a nonconforming use has been partially destroyed, it may be allowed to be 
rebuilt or replaced at a size and usage intensity not exceeding that of the original use. Partial 
destruction shall be considered to mean damage which can be repaired at a cost of no more than fifty 
(50%) percent of the assessed market value of the structure at the time of its destruction. (§ II, Ord. 
02-13, eff. July 9, 2002) 

Sec. 10-1.12. Variances. 
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(a) Height limitations. Variances from the height limit criteria set forth in Section 10-1.08 shall be 
permitted only if all of the following conditions are met: 
(1) At least one of the following circumstances exists: terrain, trees, or other objects of equal or greater 
height are situated within a 100-foot radius of the object; or the Federal Aviation Administration has 
conducted an aeronautical study of the proposed object and determined that the object would not 
create a hazard to the navigable airspace of the airport. 
(2) The owner of the property has dedicated an aviation easement to the entity owning the affected 
airport. 
(3) The owner of the property agrees to take responsibility for ensuring that any obstruction marking 
and/or lighting required by the Federal Aviation Administration or the California Department of 
Transportation, is installed, operates, and is maintained, unless the airport proprietor has agreed in 
writing to be responsible for such installation, operation, and maintenance. 
(b) Infill. Where substantial incompatible development already exists, additional infill development of 
similar land uses may be allowed to occur even if such land uses are not allowed elsewhere in the 
zone. This exception does not apply within Compatibility Zones A or B. A parcel can be considered for 
infill development if it meets all of the following criteria: 
(1) The parcel size is no larger than twenty (20) acres. 
(2) The site is at least sixty-five (65%) percent bounded (excluding roads) by existing uses similar to, 
or more intensive than, those proposed. 
(3) The proposed project would not extend the perimeter of the area defined by the surrounding, 
already developed, incompatible uses. 
(4) The proposed project would not, in the case of a residential subdivision, have a density greater 
than the average of that on other parcels within 300 feet of the perimeter of the parcel to be 
subdivided; or in the case of a nonresidential use, have a usage intensity more than fifty (50%) 
percent above the intensity permitted in accordance with Section 10-1.07 of this chapter. 
(5) The proposed project will not otherwise increase the intensity and/or incompatibility of use through 
use permits, density transfers, subdivisions, or other entitlements or development strategies. 
(6) The County has determined that substantial development already exists and has accordingly 
identified the infill areas in its General Plan or other adopted planning document approved by the 
Board of Supervisors and/or ALUC. 
(c) Other variances. Other variances from the criteria set forth in this chapter may be granted in cases 
where a normally incompatible land use can be considered compatible because of terrain, specific 
location, or other extraordinary factors or circumstances related to the site. (§ II, Ord. 02-13, eff. July 9, 
2002) 

Sec. 10-1.13. Administration and review. 

(a) Variance procedures and review by Director of Airports. The Planning Department shall forward to 
the Director of Airports, a copy of any application for approval of a land use development having the 
potential for compatibility conflicts with airport activities. 
Specifically, for locations within an airport influence area, such land use development proposals, 
include: 
(1) Any project requiring a general plan, specific plan, or zoning ordinance amendment. 
(2) Any request for a variance from the provisions of this chapter. 
(3) Any proposed expansion of the sphere of influence of a city or special district. 
(4) Proposed residential development, including land divisions, consisting of five or more dwelling 
units or parcels. 
(5) Any discretionary development proposal for projects having a building floor area of 20,000 square 
feet or greater. 
(6) Proposed land acquisition for the purpose of developing a school or hospital. 
(7) Any nonaviation use of land within Compatibility Zone A as defined herein. 
(8) Any structure (including towers and antennas) which would exceed the height limitation criteria set 
forth in Section 10-1.08. 
(9) Any project having the potential to create electrical or visual hazards to aircraft in flight, including: 
electrical interference with radio communications or navigational signals, lighting which could be 
mistaken for airport lighting, glare in the eyes of pilots of aircraft using the airport; and impaired 
visibility near the airport. 
(10) Projects having the potential to attract an increased number of birds to the vicinity of an airport. 
(11) Any other proposed land use action, as determined by the Director of Planning, involving a 
question of compatibility with airport activities.
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(12) Additionally, regardless of location within Siskiyou County, any proposal for construction or 
alteration of a structure (including antennas or towers or trees) taller than 200 feet above ground level 
at the site shall be submitted to the Director of Airports for review. (Such structures also require 
notification to the Federal Aviation Administration in accordance with Federal Aviation Regulations, 
Part 77, Paragraph 77.13(a)(1).) 
(b) Review criteria. In reviewing such proposals, the Director of Airports shall consider the following 
factors and render a judgment as to the potential for conflicts with airport activities: 
(1) The compatibility criteria adopted by the Airport Land Use Commission; 
(2) Information regarding aircraft flight in the vicinity of the proposed development and the nature of 
the noise and safety impacts, which can be anticipated to occur; and 
(3) Characteristics of the proposed land use development. 
The Director of Airports shall respond to the application within fifteen (15) working days of its receipt. 
(c) Review by Airport Land Use Commission. The Airport Land Use Commission established in 
Siskiyou County pursuant to requirements of state law (Public Utilities Code, Section 21670 et seq.) is 
responsible for review of certain actions affecting land use development in the vicinity of airports in the 
county. State law requires that the following types of actions be referred to the Airport Land Use 
Commission for determination of consistency with the commission’s policies prior to county 
consideration of such actions for approval: 
(1) The adoption or approval of any amendment to the General Plan or to any specific plan affecting 
the property within an airport influence area (State Public Utilities Code Section 21676(b)). 
(2) The adoption or approval of a zoning ordinance or building regulation which affects property within 
an airport influence area, and involves issues of exposure to aircraft noise, aviation-related safety to 
people on the ground or occupants of aircraft, protection of airport airspace, or concerns related to 
aircraft overflights (Public Utilities Code Section 21676(b)). 
(3) Adoption or modification of the master plan for an existing public-use airport (State Public Utilities 
Code Section 21676(c)). 
(4) Any proposal for expansion of an existing airport or heliport if such expansion will require an 
amended airport permit from the state of California (State Public Utilities Code Section 21664.5). 
(5) Any proposal for a new airport or heliport whether for public use or private use (State Public 
Utilities Code Section 21661.5) if the facility requires a state airport permit. 
(d) Additional Actions Requiring ALUC Review. By agreement with the Airport Land Use Commission, 
it is county policy that the following additional types of land use actions also shall be referred to the 
ALUC for review: 
(1) Any proposed development reviewed by the Director of Airports and deemed to represent a 
potential conflict with airport activities. 
(2) Any application for a variance from the criteria established by this chapter. 
(e) Variance procedures. Any person desiring to obtain a variance from the criteria set forth in this 
chapter may apply to the Planning Commission for said variance. A copy of any such application shall 
be submitted to the Siskiyou County Airport Land Use Commission for review and action in 
accordance with the policies and procedures adopted by that body. No action shall be taken by the 
Planning Commission with regard to an exception until either a response has been received from the 
Airport Land Use Commission or the time limit for Airport Land Use Commission action has expired. 
No application for a variance shall be considered by the Planning Commission unless a copy of the 
application has been furnished to the Director of Airports for advice as to the aeronautical effects of 
the variance. 
In reaching a decision to grant a variance, the Planning Commission shall make specific findings as to 
why the variance is being granted and that the land use will not create a safety hazard to people on 
the ground or aircraft in flight nor result in excessive noise exposure for the proposed use. Such 
findings shall be consistent with the spirit of this chapter and with guidelines established in the Airport 
Land Use Planning Handbook published by the California Department of Transportation. Findings also 
shall be made as to the characteristics of the terrain, surrounding land uses, or other extraordinary 
circumstances which would cause adherence to the criteria of this chapter to be an undue hardship 
upon use of the property and thus should warrant the policy variance. 
The granting of a variance shall be considered site specific and shall not be generalized to include 
other sites. (§ II, Ord. 02-13, eff. July 9, 2002) 

Sec. 10-1.14. Appeals. 

(a) Denial by Planning Commission. Any person who has applied to the Planning Commission for a 
discretionary permit or variance subject to the provisions of this chapter may appeal the denial of such 
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application to the Siskiyou County Board of Supervisors in accordance with the procedures 
established for such appeals. 
(b) Denial by Siskiyou County Airport Land Use Commission. If a proposed General Plan amendment 
or zone change, a variance from the provisions of this chapter, or other land use action has been 
submitted to the Siskiyou County Airport Land Use Commission and found by that body to be 
inconsistent with its policies, the project applicant may request the Siskiyou County Board of 
Supervisors to override the Airport Land Use Commission’s action. In accordance with state law 
(Public Utilities Code Sections 21676(b) and 21676.5(a)), an override by the board requires a two-
thirds vote after the board holds a public hearing and makes specific findings that the proposed action 
is consistent with the purposes of the law as stated in Public Utilities Code Section 21670. (§ II, Ord. 
02-13, eff. July 9, 2002) 

Sec. 10-1.15. Enforcement. 

(a) Authority. The authority for enforcement of this chapter rests with the County of Siskiyou in whose 
jurisdiction the land use, structure, or tree to be abated is situated, or as may be appropriate under 
applicable law, including but not limited to a public nuisance or other appropriate action by the district 
attorney. Each day any violation of this chapter continues is a new and separate offense. The 
remedies provided in this chapter are cumulative and not exclusive. The remedies as set forth in this 
chapter are supplementary to any legal or equitable remedy available to the County, including but not 
limited to, the right to abate nuisances and hazards. 
(b) Abatement. Violations of the criteria set forth in this chapter shall be remedied through 
commencement of abatement proceedings in accordance with adopted regulations of the State of 
California and the County of Siskiyou and federal aviation law or in accordance with any and all 
applicable provisions of law, including those methods set forth in subparagraph (a) above. Where 
there exists a conflict between the provisions of this chapter and any other provisions applicable to the 
same area, whether the conflict is with respect to the height of structures or trees, land use, or any 
other matter, the more stringent limitation or requirement shall govern. (§ II, Ord. 02-13, eff. July 9, 
2002) 
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Appendix C – Height Limit Zoning Ordinance 
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