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CHAPTER ONE 

COMMUNITY AND AIRPORT BACKGROUND 

Airport Planning Process 

The City of Monticello retained Shive-Hattery Engineers and Architects, 
Inc., Engineers, and Professional Design Services of Iowa, Inc., Planner 
to prepare an Airport Development Plan for the Monticello Municipal 
Airport. A grant-in-aid was obtained from the Iowa Department of 
Transportation to carry out a scope of work designed to address the 
extent, cost, feasibility, and schedule of future airport facility 
needs. 

The primary goal of the Airport Development Plan was to identify future 
airport development needs which would satisfy aviation demand in a 
feasible and prudent manner. The objectives are noted below and were 
incorporated into the planning process described in Figure 1-1. 

OBJECTIVES: 

1. To provide an effective graphic presentation of the future 
development of the airport and anticipated land uses in 
the vicinity of the airport. 

2. To establish a realistic schedule for the implementation 
of the development proposed in the plan, particularly for 
the short term capital improvement program. 

3. To propose an achievable financial plan to support the 
implementation schedule. 

4. To justify the plan technically and procedurally through 
a thorough investigation of concepts and alternatives on 
technical, economic, and environmental grounds. 

5. To present for public consideration, in a convincing and 
candid manner, a plan which adequately addresses the 
issues and satisfies local, State, and Federal regulation. 

6. To document policies and future aeronautical demands for 
reference in municipal deliberations on spending and debt 
incurrence and land use controls, e.g., subdivision 
regulations and the erection of potential obstructions to 
air navigation. 

7. To set the stage and establish the frame work for a 
continuing planning process. Such a process should 
monitor key conditions and adjust plan recommendations if 
required by changed circumstances. 

~ 01 



The report is presented in six chapters, the first of which summarizes 
relevant background information used in the preparations of Chapter Two 
through Six. 

FIGURE 1-1: AIRPORT DEVELOPMENT PLANNING PROCESS 

I. INVENTORY II. FORECAST 

-Existing airport sites(s) -Registered aircraft 
-Airport service area -Based aircraft 
-Goals and objectives -Itinerant and local operations 

VI. PLANS 

-ALP 

-Air taxi operations 
-Design aircraft 
-Decision Point 

III. BENEFIT/COST ASSESSMENT 

-Demand/Capacity 
-Airport service level 
-Decision Point 

IV. FACILITY NEED 

-Wind coverage 
-Runway length, width, strength 
-taxiway 
-Landing and navigational needs 
-FAR Part 77 
-Terminal area 

V. ALTERNATIVES 

-On/Off airport land use 
-Environmental considerations 
-Development alternatives 

VII. IMPLEMENTATION 

-Development schedule 
-Imaginary surfaces -Cost estimates 
-Clear zone plan/profile 
-Terminal area plan 

Citizen Participation on- going 
SOURCE: PDS, 1990 
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BACKGROUND 

Historic Development 
Monticello came into existence as a prairie settlement in October 1836 
along the east bank of Kitty Creek near it's confluence with the 
Maquoketa River. 

Partly due to an unusually large number of industries for a community of 
about 4,000 and because Monticello has become a "territory hub" for a 
growing number of sales-oriented operations, the community has 
experienced a steady growth. The "Pittsburgh of the Prairie" name 
adopted by the community identifies a stable economy and population 
base. 

FIGURE 1-2: CITY OF MONTICELLO 
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TABLE 1-1: INDUSTRY - MONTICELLO 

AMERICAN STITCHING ANO STAPLING CO. 
Started in 1988, company deals in Stitcher and Stapling machines 

for the printing industry. Sales area is across the United States and 
Germany. 

BARD CONCRETE 
Produces ready-mix concrete for agriculture, commercial and 

residential use. 

BEHRENDS CRUSHED STONE 
Production , sales and delivery of agricultural lime, crushed stone 

products, sand and gravel to farms , business and industry. 

CASCADE DIE MOLD, INC. 
Complete design and mold building capabilities (2 CNC Machining 

Centers, CAD System) and 10 Plastic Injection Molding presses with 
tonnage of 30 through 610 and part weight of 1 through 125 ounces . 
Secondary Production of Sonic Weld ing , Assembly, Hot Stamping and 
Machining. 

COMMANDER BUILDINGS, INC. 
Fabricators of structural steel build ing framing systems for industrial 

commercial, institutional and agricultural applicauons. 

~ DMR VAN CONVERSIONS, INC. 
~ Specialists in custom vans , full-s ize and mini. Also customizing 
, sport trucks and 5th wheel towers ; lifts for the handicapped . 
JJ FLEXSTEEL seats. Incorporated 1981 . 

DRIED WHEY, INC. 
Produces roller dried whey for use as a principal ingredient for animal 

feed. 

E.A.C. INDUSTRIES INC. 
A subsidiary of Wabash Transformers, 

electrical transformers for small appliances 
dothes washers and dryers, etc. 

ENERGY MANUFACTURING CO. INC. 

E.A.C. manufactures 
such as typewriters , 

Energy produces hydraulics equipment, cylinders , valves, pumps, 
motors and truck hoists. It also performs sub-contract work for many 
other manufacturing firms . 

FRANKLIN EQUIPMENT, INC. 
Since 1915, Franklin has manufactured livestock waterers, a tun line 

of farm gates, and hardware. Its products are distributed throughout the 
United States and Canada. 

FRONTIER PRODUCTS 
Manufacturers of livestock pre-mixes, utilizing minerals, vitamins, 

antibiotics and trace elements in combinations usable to livestock 
feeders over a wide area. It also operates a separate Soybean 
extraction plant. 

GEORGIA-PACIFIC CORP. 
This packaging division manufactures corrugated shipping 

containers , induding die-cutting. 

HAUSER CUSTOM CASTING MACHINERY 
Manufacturers and rebuilders of die casting machinery. 

- - - -.- - -
J-MAC, INC. 

Manufacturers of a nationally-distributed line of cattle oilers and face 
fly units. 

JULIN PRINTING CO. 
Designers and producers of highest quality commercial offset 

printing , serving accounts across the nation . Large multi-color 
equipment, and color separation scanning. 

LEWISystems MENASHA CORPORATION* 
Injection molding of industrial material handling containers such as 

used in food processing , food distribution and containers for industrial 
use like tote boxes, etc. 

LONE STAR PRINTING 
Special izing in commercial and residential printing. Offering: 

copying , typesetting , forms, letterheads, business cards, envelopes, 
etc. · 

INDUSTRIAL PARK - LEWISystems* 

MONTICELLO AVIATION, INC. 
Provides major airframe and engine service and maintenance, 

aircraft rental, pilot service, pilot training and ground school courses. It 
is a Cessna Pilot Center. 

MONTICELLO EXPRESS, INC. 
Publishers of The Monticello Express and The Jones County Super 

Shopper, winner of 220 national and state awards for newspaper 
excellence. Publication printer. Designers and producers of custom 
offset printing. Monticello's oldest continuing business since 1865. 

MONTICELLO MACHINE SHOP 
Repair of farm machinery and industrial equipment. Provides all 

types of machine work including lathe, mill, and drill presses. All types 
of welding including mig, tig, stick, and torch on all types of material 
including steel, cast, aluminum, stainless steel, and magnesium. A 
large steel inventory is always on hand. 

- - - - .. -
MONTICELLO SHOPPERS GUIDE 

Weekly advertising publication for Monticello trade area. Complete 
office supply retail outlet and custom offset printer. 

MONTY PRODUCE CO. 
Buying , grading and packaging eggs for more than 65 

years .... presently handling over 500,000 eggs per day . 

N & N TRAILER SALES 
Manufactures and services livestock trailers. 

POLO PLASTICS 
Manufacturers of flexible P.V.C. vinyl plastic products custom-made 

for hospitals and industries , and distributed throughout the United 
States and many foreign countries. Includes die-rutting, silk screening, 
sewing and radio frequency sealing. 

PUBLISHERS IDEA EXCHANGE 
Number ONE advertising idea service in North America. Some 2 ,400 

newspapers, advertising agencies and store groups subscribe to this 
monthly ad-idea magazine. 

RIDDLE, INC. 
Manufactures printed circuit boards for the electronic industry. 

STAR BUILDINGS, Div. H. H. Robertson 
The Monticello Plant of Star Manufacturing Company is a 

manufacturer of pre-engineered metal buildings which are distributed 
throughout the U.S., Canada, the Pacific Basin , and the Far East. Used 
for retai l stores, factories . warehouses. hangars. schools , churches, 
agricultural buildings, etc. A wide variety of framing systems offer low
cost erection, minimum maintenance, and ease of expansion. 

SWISS VALLEY AG SERVICE 
Organized in 1897 (The Farmers Mutual Co-operative Creamery 

Company) , it is the second oldest industry in Monticello ... supplying 
farmers feed, fertilizers , seed, ag chemicals and hardware. 

TRIANGLE AGRI SERVICE 
A livestock feed and premix supplier. Services include consulting, 

computer programs for livestock management, Grain and Forage Lab 
analysis and veterinary consultation. 

WELTER STORAGE EQUIPMENT CO. INC. 
The Welter Co . buys and sells new and used warehouse storage 

equipment, office furniture and forklifts. It also fabricates and installs 
pallet racking conveyor systems and mezzanines for factories and 
warehouses. 

YEOMAN & COMPANY (YO-HO) 
Manufacturers of garden tools , scrapers, small hand tools, lawn · 

brooms, steel and aluminum snow shovels and pushers, cold pack sets, 
etc., widely sold under the "YO-HO" and private labels. 

YEOMAN & SONS SALES CO., INC. 
A midwestem sales company to hardware jobbers & grocery chains 

for liquid fertilizers, crushed lime, chemical ice melter, lawn seed, 
potting soils and bagged washed sand. 

ZIMMERMAN LAWN ORNAMENTS 
Manufacturers of custom concrete lawn ornaments, 

RetaiVWholesale. 



Transportation 
The City of Monti ce 11 o is located in north central Jones County, 
approximately half - way between Cedar Rapids (30 miles) and Dubuque (35 
miles) via U.S. Highway 151 . Rail service has been discontinued to the 
community. 

TABLE 1-2: LENGTH OF TIME GOODS IN TRANSIT 

CITY 
Denver 
Des Moines 
Chicago 
Minneapolis 
St. Louis 
Kansas City 
Omaha 
Milwaukee 

MILES 
820 
150 
230 
225 
310 
320 
280 
200 

DAYS BY MOTOR FREIGHT 
2 
1 
1 
1 
1 
2 
1 
1 

SOURCE: IDED, Community Quick Reference, Nov. 1986 

Access to the city is provided by seven highways. overnight travel 
service is conveniently available to each of the above cities and others 
within these perimeters. Seven truck delivery companies are available 
to provide these services; as well as Greyhound Bus passenger and 
package service. The city is near midway on the primary highway link 
(Federal Highway 151) between Cedar Rapids and Dubuque. 

The Monticello Airport complements the surface transportation services 
available to meet commercial and citizen needs; as attested by the 
significant activity experienced at the field. A hard surfaced runway, 
with useful electronic navigation aids, provides a comfortable assurance 
to users, resulting in a steady growth of utilization by both industry 
and individuals. 

Commercial flights are available with a short flight to Cedar Rapids and 
Dubuque (15 minutes); or an approximate 45 minute drive. Charter air 
service, and major engine and airframe repair capability are available 
at the Monticello Municipal Airport; providing service to locally based 
aircraft as well as outside the service area, and itinerant, enroute 
traffic. 

1-06 
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AIRPORT SERVICE AREA 

Political Subdivisions 
An airport is considered to have an area of influence which extends 
beyond city boundaries. The general area coincides closely with retail 
trade areas. The airport service area is that geographic area wherein 
local users of the airport reside, own businesses or store their 
aircraft. It is generally defined by radial distances halfway to 
another comparable airport; although, this can vary greatly depending on 
the scope and quality of services made available at area airports. 

The Monticello Airport Service Area extends across Jones County and may 
be divided into a primary and secondary service area. The primary 
airport service area would include all of Jones County while the fringe 
or secondary airport service area would encompass the southern part of 
Delaware and Dubuque counties. 

FIGURE 1-4: 
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The Monticello Airport service area includes 14 townships and 12 
communities. 

TABLE 1- 3: POLITICAL SUBDIVISIONS - AIRPORT SERVICE AREA 

TOWNSHIPS 
Fairview 
Jackson 
Madison 
Scotch Grove 

COMMUNITIES 
Monticello 
Lang Worthy 
Anamosa 
Stone City 

SOURCE: PDS, 1990 

Wayne Love 11 
Richland 
Cascade 

Union(Del.) 
Hazel Green(Del.) Cass 

Boulder(Ln.) 
Castle Grove South Fork(Del.) 

Sand Springs 
Hopkinton 
Cascade 
canton 

Scotch Grove 
Onslow 
Wyoming 
Center Junction 

The airport service area encompasses 504 square miles and had a 1980 
population of 20,401. 

Physical Features 
The terrain within the county is generally level to gently rolling 
topography, with scattered patches of timber lands. Primary drainage is 
provided by the Maquoketa and Wapsipinicom Rivers; crossing diagonally 
in a northwest to southeast direction. The airport area is drained by 
Kitty Creek, to the Maquoketa River. 

The climate is described as subhumid and continental. Average 
temperature is 23.7 degrees Fahrenheit in winter and 72.6 in the summer; 
with normal daytime highs of 32 in winter, and 79 in summer. The daily 
maximum high of 83.7 occurs during the month of July. Average rainfall 
is 33.7 inches, and snowfall averages 30.2 inches per year; with 1 inch 
or more of snow on the ground an average of 70 days per year. 
Prevailing winds are from the northwest in cold weather and from the 
south and southwest in warm weather. Low visibility winds are more 
likely from a northwest or northerly direction because of blowing snow. 
Wind data from Cedar Rapids will be used for aeronauti Qal study 
purposes, as appropriate data is not available for the Monticello 
Airport. 

Population Changes 
Final counts from the 1990 U.S. Census are not yet available. 
Preliminary indications are that the county population has remained 
relatively unchanged since the 1980 U.S. Census of population. 
Throughout the twenty year planning period, the airport service area 
population is expected to remain fairly stable with no substantial 
population gain or loss. 
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TABLE 1-4: AIRPORT SERVICE AREA POPULATION 

TOWNSHIP/ 
INCORPORATED AREA 

Cass Twp. 
Anamosa 

Castle Grove Twp. 
Clay Twp. 
Fairview Twp. 

Anamosa 
Greenfield Twp. 

Martelle 
Morley 

Hale Twp. 
Jackson Twp. 
Lovell Twp. 

Monticello 
Madison Twp. 

Center Junction 
Onslow 

Oxford Twp. 
Oxford Junction 

Richland Twp. 
Cascade 

Rome Twp. 
Morley 
01 in 

Scotch Grove Twp. 
Washington Twp. 

Cascade 
Wayne Twp. 
Wyoming Twp. 

Onslow 
Wyoming 

TOTAL 

1960 

648 

620 
358 

5572 
4616 

790 
247 

2 
514 
528 
883 

3190 
857 
201 
134 

1281 
725 
753 
286 

1350 
122 
703 
570 
446 

12 
886 

1447 
135 
797 

1970 

574 

465 
300 

5456 
4389 

779 
341 

4 
444 
461 

1030 
3509 

753 
172 
139 

1118 
666 
836 
394 

1261 
11 9 
710 
437 
392 

6 
793 

1260 
114 
746 

1980 

709 
34 

480 
271 

6053 
4924 

716 
316 

0 
412 
472 

4590 
3641 

747 
182 
124 

1033 
600 
810 
395 

1271 
94 

735 
451 
388 

5 
795 

1203 
94 

702 

20,693 19,868 20,401 

NUMBER 

+61 
+34 

-140 
-87 

+481 
+308 

-74 
+69 
-2 

-102 
-56 

+3707 
+451 
-110 

-19 
-10 

-248 
-125 

+57 
+109 

-79 
-28 
+32 

-119 
-58 
-7 

-91 
-244 

-41 
-95 

-292 

SOURCE: 1980 CENSUS, Number of Inhabitants, PC80-1 - A17 

PERCENT 

+9.4 
+100.0 
-22.6 
-24 . 3 

+8.6 
+6.7 
-9.4 

+27.9 
-100.0 
-19.8 
-10.6 

+419.8 
+14. 1 
-12.8 
-9.5 
-7.5 

-19.4 
-17.2 

+7.6 
+38. 1 
-5.9 

-23.0 
+4.6 

- 20.9 
-13 . 0 
-58.3 
-10.3 
-16.9 
-30 . 4 
-11 . 9 

-1.4 

Estimates made by the Census Bureau in mid-1989 show that Jones County 
had a minimal increase of 0.5 percent in 1988, while 41 counties in the 
state lost population. This is compared to a report that 90 of Iowa's 
99 counties lost population between 1980 and 1988. 

Statewide projections for the 1990's suggests continued population loses 
within rural areas. Population experts are, however, quick to point 
that there are exceptions to this trend, and they identify the primary 
reason for this to be the attitude and willingness to work together on 
the part of the local citizens. Also, those communities established as 
regional marketing centers do far better than others. In consideration 
of the past history o f Monticello and it's strong position as a small 
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region marketing center, it appears that a modest population growth can 
be expected in the 1990's. 

Income 
Table 1-5 summarizes income generated by employment as reported by Job 
Service of Iowa, and covered by job insurance. Total private sector 
wages generated in 1989 within Jones County increased $12,033,699 from 
1986 through 1989, or 28%; while the government sector increased by 
$2,181,993 or 28.4%. Manufacturing represented the largest sector of 
wages paid 1989 with a total of $20,476,135 followed by trade at 
$14,910,713. These figures serve to confirm the apparent economic 
structure in Monticello. As noted manufacturing and trade income far 
exceeds the total agricultural labor income within the county. 

TABLE 1-5: JONES COUNTY - TOTAL YEARLY WAGES, 1986-1989 

Private Sector 1989 1988 1987 1986 
Ag-Mining $1,621,007 $1,361,613 $1,020,941 $ 875,207 
Construction 3,245,892 2,199,083 1,523,644 1,374,150 
Manufacturing 20,476,135 19,345,057 18,483,274 16,526,948 
Transportation 2,990,631 2,927,376 2,890,849 2,918,450 
Trade 14,910,713 14,114,474 13,322,754 12,390,591 
Finance 3,308,645 2,944,963 2,841,079 2,673,855 
Service 8,016,378 7,534,877 6,406,027 5,576,501 

Total Private 
Sector $54,369,401 $50,427,443 $46,488,568 $42,335,702 

Public Sector 
Federal 1,601,571 1,557,912 1,543,091 1,461,557 
State 9,478,354 8,892,011 8,704,644 7,945,437 
Local 11 , 222,322 10,473,486 9,675,061 9,449,634 

Total Government $22,302,247 $20,923,409 $19,922,796 $18,856,628 

SOURCE: JOB SERVICE OF IOWA, Job Insurance Coverage by Major Industry 
GrouQ - Covered total yearly wages. 1986-1989 

Public sector wages increased from $18,856,628 in 1986 to $22,302,247 in 
1989. 

Labor Force 
The average annual employment covered by job insurance increased from 
8,780 in 1984 to 9,420 in 1989. Unemployment decreased from 8.5 percent 
in 1985 to 4.0 percent in 1988. Reference may be made to Table 1-6. 
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TABLE 1-6: LABOR FORCE, ANNUAL AVERAGE, JONES COUNTY 1984- 1989 

Resident Ci vilian Labor 
Force 

Resident Unemployed 
Percent Unemployed 

Resident Total Employment 

1984 

8780 
660 
7.5 

8120 

1985 

8750 
750 
8.5 

8010 

1986 

8860 
600 
6.7 

8270 

1987 

8850 
500 
5.7 

8350 

1988 

9150 
370 
4.0 

8790 

1989 

9420 
400 
4.2 

9020 

SOURCE: JOB SERVICE OF IOWA, Labor Force Summary Annual Averages 
1984- 1.989 

Manufacturing employment increased from 830 persons in 1984 to 1,140 in 
1989. The 37.3 percent increase in manufacturing employment within the 
six year period is significant. Employment in all sectors increased 
except in transportation, finance, insurance and real estate. 
Employment within the retail trade sector increased from 870 persons in 
1984 to 1,010 persons in 1989. 

TABLE 1-7: AVERAGE ANNUAL LABOR FORCE, JONES COUNTY 1984-1989 

1984 1985 1986 1987 1988 1989 
Non Ag & Salary 4560 4550 4580 4710 4970 5210 

Manufacturing 830 820 880 940 1030 1140 
Non-manufacturing 3720 3730 3700 3760 3952 4070 

Construction 140 110 120 120 182 220 
Transportation 180 170 170 160 150 140 

Wholesale & Retail 
Trade 1230 1250 1280 1320 1390 1410 
Wholesale Trade 370 350 360 330 350 400 
Reta i 1 Trade 870 900 920 990 1040 1010 

Finance, Insurance 
& Real Estate 170 180 170 170 160 170 

Services & Mining 830 850 840 870 910 960 
Government 1160 1160 1140 11 30 1160 1170 

SOURCE: JOB SERVICE OF IOWA, Labor Force Summary Annual Averages 
1984-1989 
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MONTICELLO MUNICIPAL AIRPORT 

Site 
The airport is located within and adjacent to the present corporate 
boundary of the City. Direct access from the downtown area is provided 
via State Highway 38, approximately 1 1/2 miles. The airport is 
bordered on the east and north by Hwy. 38; which restricts growth in 
those directions. Approaches from the north are over genera 11 y open 
1 and. Other than the highway, approaches from the south are over 
relatively uneven land and over and adjacent to several farmsteads. The 
approaches and side clearances do not meet standards at several points 
(this will be covered in detail later in the report). The airport 
elevation is 847 .o feet above mean sea level, and the geographic 
coordinates are latitude 42 13' 40"N., longitude 91 09' 51 "W. 

In a regional sense, Monticello Municipal Airport is 15 minutes air 
flight from either Cedar Rapids or Dubuque, 190 air miles from Chicago, 
210 from Minneapolis/St. Paul, 260 from St. Louis and Omaha, and 290 
from Kansas City. 

CLIMATE 
Weather conditions play an important role in the planning and 
development of an airport. Temperature is an important factor in 
determining runway length; wind speed and direction influence runway 
orientation. The percent of time visibi 1 ity is impaired is a major 
factor in determining the need for navigational aids and lighting. 

The climate of Monticello is typical to Iowa, and generally the northern 
midwest region. Annual precipitation averages 33. 7 inches per year, 
inc 1 ud i ng an annual average snowf a 11 of 30. 2 inches. Summers in 
Monticello vary from dry weather and low humidity and persistent south 
to southwest winds to periods with high precipitation. Rain may occur 
in violent thunderstorms of short duration to long periods of wet and 
cooler weather. Temperatures typically range from 60 to 100 . 

Winters average about 50 degrees cooler than summer, with lows to -20 
degrees on occasion. Cold fronts are usually accompanied by strong 
northwesterly or northern winds and, when accompanied by snow, are the 
primary cause of low visibility. The first major winter storm usually 
strikes before the end of November. 

Facilities 
The airport's primary runway is asphalt surfaced, 3500 feet in 1~ngth 
and 50 feet in width. The runway is a 1 i gned NW/SE, and is numbered 
13/31. A crosswind runway 5/23 is a turf facility, 2300 feet long and 
120 feet in width. RW 5/ 23 was constructed in 1 989. The 3500 foot 
primary runway is adequate for virtually all light, single engine 
aircraft, and many of the light twins used for business and air taxi 
operators. The crosswind runway serves light aircraft during periods 
of strong crosswinds on the primary runway. 
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According to records, the paved runway was first built in 1963, 2800 ft. 
long and 50 ft. wide; with an 8 inch rolled stone base and seal coat 
surface. In 1970, the runway was extended 700 ft. to the south with an 
8 inch rolled stone base and 2 inch bituminous surface. Reportedly, the 
runway, taxiway and apron pavements were overlaid in 1977 with 2 inches 
of asphaltic concrete. A seal coat was placed on all pavements in 1984. 
The Iowa State Airport Pavement Management System report indicated that 
the pavement was evaluated in May of 1989. A Pavement Condition Index 
( PCI) was derived for each representative pavement area. The PCI 's 
ranged from 68 (good condition) to 61 (good condition), with an average 
applied to all pavements of 62 (good condition). The PCI report also 
provides background on the survey process, an inventory of pavement 
feature data, summary of sample unit PCI and distress data, PCI for each 
feature, overall frequency of condition for years requested, and a five 
year budget plan estimating the annual rehabilitation dollars required 
to maintain a desired level of pavement condition. An asphalt paved 
apron, approximately 400 ft. X 225 ft. is located to the north of the 
runway connected by two 40 ft. taxiways. An area in front of the T
hangars, northwest of the apron is also paved. 

Low Intensity Runway Lights (LIRL) are in place on R13/31. Runway End 
Identifier Lights (REIL) are installed for R31 approaches, in addition 
to runway threshold lights. Visual Approach Slope Indicator (VASI) 
equipment is available for both R13 and R31 approaches. Runway lights, 
REIL's, and VASI's are radio operated. A standard rotating beacon, 
landing direction indicator and wind sock are located northwest of the 
hangars and east of the runway northwest end. 

Runway markings are in place on R13/31. A non-precision instrument 
approach to R31 with circling minimums of 1380-1 1/2 is based on a Non
Directional Beacon (NOB) located 1 .6 NM southeast. An RNAV approach to 
R31 is also available for approaches to R31. Approach charts have been 
reproduced as Figures 1-7 and 1-8. 

FAA Form 501 O notes the presence of obstructions in approaches and 
sidelines. These objects are penetrations of FAA established safety 
area; and should be removed when practicable to provide for optimum 
safety of flight operations. Higher visibility minimums may be 
established for both VFR and IFR operations if the obstructions are 
considered substantial. These higher minimums will result in restricted 
operations, and possibly missed flights into the airport. A sketch of 
the airport which is a part of FAA Form 5010, is shown as Figure 1-5. 

Hangar space for 13 aircraft is provided in six buildings adjacent to 
the apron. Additional T-hangar units have been planned. Reference may 
be made to Figure 1-6. 

The apron area and adjacent turf has tie-downs for eight aircraft. The 
fixed-base-operator, Monticello Aviation, Inc., provides major airframe 
and engine service, aircraft rental, pilot and charter service, flight 
instruction and ground school courses. He is a certified Cessna dealer 
and Pilot Center. He also serves as full-time airport manager. 
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Flnt of lot. 1 ond I.ot 2 of "fl. H. rooqtetrlece" in ~ectlon 35 and Lot 3 
end Lot r~c>r "R. II. 1:aorrro P1nce"7~~c o~?, each In Lovei:I tcnrn!llilp, 
Jone!! GountLJ Town. 

Dubuouo I Iow11 Jnnunry 211, 1964 

I boreby co1•tlfy the plat shovn on ~hoet 1 of 3 hereof ls fl tru'l ~nd 
correct plot of Tot l end Jot 2 of "n. I!. C:eorfe I'loce" in ~;ectlou )'.,L 
and lot J oncl r.ot h of 11 !1, 11. neo!'_fo Ploce'r--rii SElcTioil21.i each in--rcivell 
'rownsh~~ones Gount-.y, bw:;, nncl~lecompdnoil ol' Efie trnctsoT-rancI 
ile nor l1Jcc:'Oa1oTI oi.•o: 

Lot 1 and r.ot. 2 of eP.ld "~. II, Coorc:o Ploce" le in the tlortln•o::it pno
r.'unrter of f;octtnn 3!J, 'To~•n!lhlp 06 llorth, flange 3 ~:eat of 5th f'1•i11clpal 
llerldl:m, 
Com•noncln ;; n t the llortlwr:rnt Corner of oolll :~ec tlun 3!J, thence 
East, 1,799.7) feet to the point of beelnnlng, thence 
flouth 39° 1~;, l!:P!lt:, 1,372.77 feot to the <~uo1·tor Soot.ion Lino, thence 
llurth 0° 10 1 EaRt, alont; sold 0.unrtor Soctlon Line, 633.71 feet, thence 
North )CJ 0 15 1 re~t;, SSS,)I~ fe~t to Section I.lne tJetweon Sectlon:J 26 
and 3~, thence · 
~.•est alone sale 1rnctlon line 517, 71~ feet to point of l>egl11nin1_:. 

Lot 3 of onld "H.'!. George Place" ls in the Southeast Orie-Quarter of 
f',ection 27, Tt)\,ln shlp 06 North, Range 3 Waet of 5th Principal Meridian, 
com-,Ancinf'. nt tlio '.'.outheor.t Corno1• of ualcl Section 27, thence 
Jlorth 0° 110• Vol!t, h5;,.00 feot to point of ber,inninf; , thence 
:'1outh r.1° ~:7 1 1-'o:?t. , r.c:io.oo feet, thenoo 
Jlorth 5° 20 1 \.'eat, 300.00 feet, thence 
Horth ~7° 33 1 Eont, B9S,00 foot to Section Line between Soctlone 26 
and <!7, thence 
f:out.h () 0 1'0 1 Enst, olon,• 11111cl sectJ.on line 210.00 feut to point of 
berinnlnr • 

Lot L. of eald "R. II. reorre Fleco" la in the Southeant One-Quarter of 
:'1,;ictlon 27, 'lbwnshlp 06 North, Rnnre 3 Feet of 5th Principal i-Jerldian, 
beplnninf at th~ Eo~t 0 ne-ru~rter Corner of sold Section 27, thence 
fouth 0° 40 1 foat, 461.)1 font elohr ~action line Lotween Sections 
2~ nnd 27, thence 
llort.11 )9° 15 1 l 'ent, S9?.7?. feet to Cluorter Section Llt1c 1 thenco 
Font, 376.91 feet ol.onr sold (uarter ~action Line to point of boginnln£, 
which Lot 4 le subject to the road rifht-of-way of tho State of Iowa 
olonr ~tote ttiehwey No, JO; 

ell of the foreroinr ls os su1•veyod, platted, named and nuonberod by me. 

Monticello, Iowa 

Dortels, i1cHahan 0; Lel·lny F.nfinaerln'!i Co. 

83· e........e...s?;~ 
C er Ir. llo r tels-------·------
Li ce noe d Professional Civil ~nalneer ~ 
Lund Surveyor 

S 11 "' t( -'1 tt f .,:) f 1 1 _?6li 

'1111J forerolnf( plat of Lot 1 ancJ r..ot 2 of "'l, II, fo'Jr~e Place" in 
Section )5, and Lot 3 nna---roTTtol' "fl. II. C:oorte Plnco~Ins'ectlcin"2~, 
each In l.ovoll 'l'o'l-mshtJ\'J Joiioa Cou11ty",1~wnlch ls comprised of t e 
triicfi-oTToricltles er! e n '5ro'IT owe: 

Lot 1 ond Lot 2 of eald "R. II. Georre Place" le in the Northwest 
One-runrter of f:oction 35, Township 06 North, Ronre 3 West of Sth 
Principal lleridian, 
comnonclnr at tho ttorth~est Corner of said Section 35, thence 
East, 1,799,73 feAt to the point of berinnlnr, thonco 
~outh 19° 15• Eant, 1,372.77 feet to Quarter Secl:lon line, thence 
Jlort.h 0° 10 1 Eaet, alonp sald C,uorter Section line, 633,71 feet, thence 
l'orth 39° 15 1 ~·ost, 556.)Li feet to Section line llet\-:ee11 Sections 26 
ond 35 1 thonce · 

-~.' eat alone eold oectlon line 517,74 foot to point of berlnnlng. 
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AIRPORT SYSTEMS 

State System of Airports 

The 1985 Iowa Aviation System Plan includes all 112 public owned 
airports in Iowa. These airports provide access to the national system 
of airports by scheduled commercial carriers, air taxi, and general 
aviation aircraft. Of the 112 airports, eleven are classified as 
commercial airlines. The remaining 101 airports are served by air taxi 
and accommodate general aviation aircraft ranging in size from a single 
engine aircraft to jet aircraft. 

The state system of airports consists of five service classifications 
which are defined as follows: 

General Aviation III: 

General Aviation II: 

General Aviation I: 

Commercial Service II: 

Commercial Service I: 

Provides access to 
communities supporting 
activity levels. 

Iowa 
low 

Provides access to Iowa's market 
and population centers requiring 
service by limited numbers of 
business jets and single engine 
or light twin engine aircraft. 

Provides access to Iowa's market 
and population centers requiring 
significant service by business 
jets and twin engine piston or 
turbo aircraft. 

Provides scheduled passenger 
service by commuter aircraft. 

Provides scheduled passenger 
service by transport aircraft 
and qualifies for Federal 
primary airport improvement 
funding. 

Each of the 112 airports within the system were placed in a service 
classification. The 1985 Iowa Aviation System Plan also developed 
design standards f o r each of the service classifications. 
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The state system airports 
classification in Table 1-8. 

are listed by service and 

TABLE 1-8: IOWA AIRPORT SERVICE AND DESIGN CLASSIFICATION 

Type Senlce 

Senlct 
Classlflcatlon 

D"l&n 
au,tncatlon 

SOURCE: 

Commtrclal Senlce 

Commerclal 
Senlce 

I 

Gtnnal 
Transport 

Ctdar Rapld1 
Des Moines 
Sioux City 
Waterloo 

Commtrclal 
Senlce 

II 

Buie 
Tnnspor1 

Burlin at on 
Clinton 
Dubuque 
Fort Dodge 
Mason City 
Ollumwa 
Sptnccr 

General 
Al'latlon 

I 

Buie 
Transpor1 

Algona 
Ames 
Cfnoll 

· Council BlulTs 
Creston 
Davenport 
Denison 
Forest City 
Iowa C.:lty 
t:coltult 
t-lanhalltown 
Muscatine 
Newton 

Central Al'latlon Airports 

General 
A\'latlqn 

Gtnt"I 
UtWIJ 

Atlantic 
Boone 
O111iton 
Chatlcs City 
a,uokte 
Clarlnda 
Decorah 
E.sthervllle 
Fairlie Id 

II 

l'ort t-bdlson 
Cirlnnell 
llampton 
llarlan 
lndcpendtnce 
Jdfenon 

, t:nonllle 
le Mars 
Monllctllc. 
Mountl'lcuan, 
Orange Oty 
Oshloosa 
Perry 
Pocahonlal 
11.ed Dalt 
Sheldon 
Shenandoah 
Spirit 1.akt 
Storm Laite 
Websttr Oty 

Buie 
UIIUty-11 

Albia 
Audubon 
Bloomfield 
Centerville 
Cl~rlon 
Eagle Giove 
Emmehbur1 
Grtenlield 
llumboldt 
Ida Giove 
lowa Falls 
Manchester 
Mapleton 
Maquohla 
Oelwein 
Osceola 
Pella 
11.oclt ll.apld1 
Sac City 
Sioux unter 
Tipton 
Vinton 
Washington 
Waverly 
West Union 
Wlntetsd 

General 
A\'latlon 

Buie 
Ullllly-1 
Paved 

Cornln1 
Cresco 
Milford 

Ill 

New Hampton 
Onawa 
Osaae 
11.oclwell Oty 
Sibley 
Waukon 

Buie 
· · UUIIIJ·l 

turf 

Akron 
Allison 
Anill 
Bedford 
Belmond 
Eldora 
Grundy unter 
Guthrie Centtr 
lhrtley 
llawardtn 
t:eosauqua 
laltt MIiii 
lamonl 
Mannina 
Monona 
Mount Ayr 
Northwood 
Paullina 
Primghar 
Sully 
Toledo 
Tuer 
Wall lake 
Woodbine 

1985 IOWA STATE AVIATION SYSTEM PLAN 

design 

The Monticello Municipal Airport was identified as a General Aviation 
II, General Utility airport in terms of service classification. The 
Monticello Municipal Airport should support facility development as 
outlined in Table 1-8. Cedar Rapids was placed in the Commercial 
Service I classification and General Transport design. Dubuque is 
classified as Commercial Service II and Basic Transport design. 
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Table 1-9 summarizes minimum development standards by service 
classification. Development standards/guides for Monticello (GAII-GU) 
suggest that an adequate level of service would be provided by a primary 
runway facility 4,000 feet in length and 75 feet in width. A turf 
crosswind runway 3,400 feet in length and 150 feet in width would 
supplement service. 

TABLE 1-9: IOWA AIRPORT DEVELOPMENT GUIDES 

; 

Type Senlce Commercial Service General A vlatlon Airports 

Service Commercial 
Classtncatlon 

Dt~&n 
Oustncatlon 

Primary 
Runway 

Length 

Width 
Surface 
Taxiway 

Secondary 
Runway 

Length 

Width 
Surface 
Taxiway 

Primary 
Runway Li1hll 

Edge
Intensity 

End 
Identifier 

VASI 
Approach 

Navalds 
Beacon 
Scg. Circle 
lighted Wind 

Indicator 
NOB 

Land 
Title 

Senlce 

I 

Gtntral 
Transport 

•critical 
Aircraft 

ISO 
llard 

Full Parallel 

Same as 
Primary 

ISO 
llard 

Full Parallel 

IIIRL 

Yes 
Yes 
Yes 

Yes 
Yes 

Yes 
Yes 

420 

Commercial General 
Senlce Aviation 

II I 

Buie Basic 
Tramport Transport 

S,000 S,000 

100 100 
llard llard 

Full Parallel Partial Parallel 

4,000 4,000 

75 7S 
Hard Hard 

Turnaround Turnaround 

MIRL MIRL 

Yes Yes 
Yes Yes 
Yes Varies 

Yes Yes 
Yes Yes 

Yes Yes 
Yes Yea 

300 300 
• Critical Alman: Alrcroll whkh rcqulru the 1rcat<1t run..,., development. 

General 
Aviation 

II 

Ctneral Basic 
Utility Utility-II 

4,000 3,400 

7S 60 

Hard Hard 
Turnaround Turnaround 

3,400 2,720 

ISO 120 
Turf Turf 
None None 

MIRL MIRL 

Yea Yaries 
Yea Varies 
No No 

Yes Yes 
Yea Yea 

Yea Yes 
Yea Yea 

170 120 

SOURCE: 1985 IOWA STATE AVIATION SYSTEM PLAN 
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General 
Aviation 

Buie 
Utlllty-1 
Paved 

3,400 

60 

Hard 
lurnaround 

2,720 

120 
Turf 
None 

MIRL 

Varies 
Variea 

No 

Yes 
Yea 

Yes 
Yes 

120 

Ill 

Ba.,lc 
Utility-I 

Turf 

2,720 

120 
Turf 
None 

None 

LIRL 

No 
No 
No 

Yes 
Yes 

Yea 

80 



Consideration may be given to hard surfacing the crosswind runway, 
thereby exceeding the minimum level of service provided by a turf 
facility. At low activity airports, the benefit/cost associated with 
the hard surfacing of the crosswind runway may be questionable since 
less than 15 percent of the operations would typically be conducted on 
that runway. For planning purposes, ultimate development of the 
crosswind runway should be contemplated, but may be considered a low 
priority improvement unless aviation activity would merit construction. 

NationaLPlan pf Integrated Airports 

The federal airport system consists of those airports; public, civil, 
and joint use (military/civil) within the U.S. and its territories 
considered necessary to provide a system of airports adequate to 
anticipate and meet the needs of the nation's civil aeronautics. 
Criteria for inclusion in the NPIAS is as follows: 

"An airport that was included in the predecessory to the 
current Plan should remain in the Plan if it is subject to a 
current compliance obligation resulting from a FAAP or ADAP 
grant." 

"An existing airport that is included in an accepted SASP or 
RASP may be included in the Plan if it has at least 10 based 
aircraft and services a community located 30 minutes or more 
average ground travel time from the nearest existing or 
proposed Pl an airport. Proposed airports to serve such 
communities will be included if there is clear evidence that 
at least 10 aircraft will be based at the airport within the 
first year of its operation." 

The Federal Aviation Administration (FAA), recognizing the need to 
reduce overall airport development costs, developed the airplane design 
group concept linking airport requirements to using aircraft. 
Consequently, FAA AC 150-5300-13 presents dimensional criteria by 
airplane design groups, based upon aircraft approach speed and wingspan. 

Basic Utility 
Stage One 

Basic Utility 
Stage Two 

This type of airport serves 75 percent of the 
single-engine and small twin-engine 
airplanes used for personal and business 
purposes. Precision approach operations are not 
usually anticipated. This airport is designed 
for small airplanes in Airport Reference Code 
B-I. 

This type of airport serves all the airplanes 
of stage I, plus some small business and 
air-taxi type twin-engine airplanes. Precision 
approach operations are not usually 
anticipated. This airport is also designed for 
small airplanes in Airport Reference Code B-I. 
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General Utility 
Stage One 

General Utility 
Stage Two 

Transport 

This type of airport serves all small 
airplanes. Precision approach operations are 
not usually anticipated. This airport is 
designed for airplanes in Airport Reference 
Code B-II. 

This type of airport serves large airplanes in 
Aircraft Approach Category A and Band usually 
has the capability for precision approach 
operations. This airport is normally designed 
for Airport Reference Code B-III. 

An airport designed, constructed, and 
maintained to serve airplanes in Aircraft 
Approach Category C and D. 
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I Area Airport Facilities 

Table 1-10 summarizes existing conditions for selected airports that are 

I 
part of the state aviation system . These airports both complement and 
compete with the Monticello Municipal Airport. 

TABLE 1-10: AREA AIRPORT FACILITIES - MONTICELLO, MAQUOKETA, 

I DYERSVILLE, MANCHESTER, CEDAR RAPIDS, AND DUBUQUE 

Monticello Maguoketa Jjpton Manchester Cedar Rapids Dubuque 

I Ownership City City City City City City 
Elevation 845 770 840 987 864 1076 
Longitude 091-10-00W 90-45-00 91-09-10 91-29-54 91-42-31 90-42-33 
Latitude 42-14-00N 42-03-00 41-45-48N 42-29-36 41-53-04 42-24-11 

I Acreage 71 --- 68 56 2914 1059 
Runway 13/31 15/33 11/29 18/36 9/27 13/31 
Length 3500 3300 3000 3000 7000 6498 

I Width 50 60 60 50 150 150 
Surface Asphalt Asphalt Cone Asphalt Asphalt Asphalt 
Gross Weight 

I 
(000) 12 SW --- --- --- 100 SW 75 SW 

174 DW 125 DW 

♦ 
300 DTW 215 DTW 

Lighting URL --- MIRL URL HIRL HIRL 

I Marking NPI/NPI --- Basic Non-Standard PIR/PIR PIR/PIR 
VASI/PAPI V2L/V2L Yes/Yes N/N NIN Y/Y Y/N 
REIL -/Yes Yes/Yes N/N N/N N/Y NIN 

I Secondary 
Runway 5/23 --- --- --- 13/31 18/36 
Length 2000 --- --- --- 5450 4902 
Width 120 --- --- --- 150 150 

I Surface Turf --- --- --- Asphalt Concrete 
Gross 

Weight --- --- --- --- 100 SW 70 SW 

I 174 DW 85 ow 
300 OTW 

Lighting --- --- --- --- MIRL MIRL 

I Marking Boundary --- --- --- --- NPI 
Beacon Yes Yes No Yes Yes Yes 
NOB Yes Yes No No Yes Yes 

I 
Wind 

Indicator Yes --- Yes Yes Yes Yes 
Based 
Aircraft 12 --- 7 3 138 36 

I S.E. 10 --- 7 3 112 23 
M.E. 2 --- 0 0 18 13 
Jet 0 --- 0 0 8 0 

r SOURCE: FAA FORM 5010 

I 
I 
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PLAN SURVEY 

MONTICELLO MUNICIPAL AIRPORT 

Surveys returned: 18 

1. Is the Monticello Municipal Airport an important community 

2 • 

3 • 

4. 

5 • 

6. 

facility in terms of attracting new industry? 
A. YES - 13 
B. NO - 2 
C. SOMEWHAT IMPORTANT - 3 

Is the Monticello Municipal Airport an asset in keeping the 
business and industry from relocating? 

A. YES - 13 
B. NO - 4 
C. NO RESPONSE - 1 

Within your place of business or employment, 
directly and indirectly dependent to some 
availability of general aviation? 

how many jobs are 
degree upon the 

NUMBER A. DIRECTLY B. INDIRECTLY 
0-5 15 
6-10 1 

11-25 1 
26-50 0 
51+ 0 
Other 0 
No Response 1 

12 
2 
1 
0 
1 
1 
1 

Is the expansion of your place of business dependent to some 
degree upon having an adequate airport facility? 

A. YES - 5 
B. NO - 9 
C. SOMEWHAT DEPENDENT - 4 

Is the airport used by our business or place of employment for 
the following? 

A. Shipment of spare parts, products, supplies, etc. 
(incoming or outgoing) 
YES: 5 NO: 9 NO RESPONSE: 2 

B. Management, marketing, and sales personnel 
YES: 9 NO: 8 NO RESPONSE: 1 

Does your business or place of employment own and operate an 
airplane. 

A. YES - 13 
B. NO - 5 
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7. 

8. 

9 • 

10. 

11. 

If your business or place of employment 
how many operations are conducted 
week/month? 

A, Average week - 4 
B. Average month - 4-20 

operates an aircraft 
within the average 

Do you use or would you consider using air taxi service for 
business transportation? 

A. Do use currently? 
Yes - 3 
No - 4 
No Response - 11 

B. Will consider using air taxi services in the future? 
Yes - 11 
No - 5 
No Response - 1 

Do others use aircraft as a mode of transportation to reach 
your place of business in Monticello? 

A. YES - 9 
B. NO - 9 

Should an industrial park be developed adjacent to the 
airport? 

A. 
B. 
c. 

YES - 6 
NO - 4 
NO RESPONSE - 7 

Are the 
A. 

following of importance to your community? 
Air Ambulance 

YES - 13 
NO - 2 
NO RESPONSE - 3 

B. Transport of medical personal 
YES - 14 
NO - 2 
NO RESPONSE - 2 

C. Law Enforcement 
YES - 11 
NO - 4 
NO RESPONSE - 3 

D. Crop dusting & Agricultural Services 
YES - 10 
NO - 5 
NO RESPONSE - 3 

E. Other - Business 
YES - 13 
NO - 2 
NO RESPONSE - 3 
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Forecast MethOdQl__Q_gy 

CHAPTER TWO 

FORECAST OF AVIATION DEMAND 

INTRODUCTION 

The forecast of aviation activity provides a basis by which to evaluate 
present facility service capabilities against immediate and long range 
aviation activity. Consequently, unmet needs that exist can be 
identified and the service level of the facility improved. Facility 
improvements must be evaluated within the context of benefits and costs. 
The forecast of aviation activity then provides a basis by which to: 

- Identify unmet facility needs 
- Examine benefits and costs 
- Identify a point in time when a specific improvement may be 

contemplated 

Consideration should be given to distinguishing the difference between 
present activity and potential activity or demand. The forecast of 
aviation demand should be based upon the potential demand within the 
airport service area. In estimating potential demand, consideration 
must be given to a number of variables which influence demand within the 
airport service area. 

- Aircraft ownership (registered aircraft) 
- Pilots 
- Population change income 
- Labor force characteristics 
- Major industrial and business users 
- Existing airport facilities and services (FBO) 
- Area airport facilities and services, state system 

Economic activity within the airport service area along with area 
airport facilities and services are the more important variables 
influencing aviation demand. In relatively small communities, the 
addition or elimination of a single industry can substantially change 
the level of aviation activity. In large communities, a plant opening 
o r closure may have less impact upon total usage due to the mix of 
activity found. 

Aircraft ownership is influenced by socioeconomic trends within the 
qirport service area as well as the cost associated with aircraft 
ownership. Nationally, general aviation has undergone a major change 
with long-te1-m growth of the act ·ive fleet slowing down. The FAA 
reported that for the period 1 980 through 1986, the active genera 1 
aviation fleet grew at a relative ly constant annual rate of only 0.01 
percent. An active aircraft is one that is flown at least one hour 
during the previous year. Production of a new aircraft has al so 
declined with 1495 units being shipped in 1986 compared to 17,811 units 
in 1978. The slow down in histo r ic growth of the general aviation fleet 
is influenced by a number of vari a bles. 
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"Factors such as the availability of low cost alternatives for 
recreational flying, changes in taster and preferences, declining 
student and private pilot populations, rapidly rising prices and 
operating costs of conventional aircraft, and continued high 
interest rates may a 1 ·1 be contributing to the downtown . " 

SOURCE: FAA, FAA Aviation Forecasts, FY1988 -1999, 
FAA-/AP0- 88-1, February, 1988, page 71 

Future aircraft ownership within the airport service area is expected to 
reflect national trends. 

The forecast of aviation activity will also be influenced by the extent 
of facility development and accessibility of the airport site to the 
user. The assumption made herein that the existing airport site would 
be retained. Should in later phases of the planning process it be 
determined that the existing site can not be developed and an 
alternative site is selected, activity may be more or less than the 
estimates provided within the forecast data. 

A final consideration falls within the realm of individual choice. The 
decision to base an aircraft at one facility or another is influenced by 
the extent of facility development and services provided. For example, 
the availability of aircraft storage facilities and associated costs are 
important considerations in basing an aircraft as are services provided 
by the Fixed Base Operator (FBO). 

Touch and go operations generated by student traffic may be largely due 
in part to efforts by the FBO in promoting aviation while itinerant 
traffic is influenced by economic activity within the airport service 
area. The decision to travel or transport an item from one point to 
another is based upon a number of factors. 

- Distance and accessibility, isolation 
- Trip purpose and cost 
- Availability of other modes 

National Trend 

The total number of general aviation aircraft within the United States 
increased form 198,800 in 1979 to 213,200 in 1982. A decrease in the 
number of general aviation aircraft was recorded in 1983 followed by 
annual increases in 1984 and 1985. As of January 1, 1989, the general 
aviation fleet consisted of 210,266 aircraft. 

Of the 210,266 active general aviation aircraft 78.4 percent were single 
engine piston powered aircraft. Multi-engine piston aircraft 
compromised 10.8 percent of the fleet in 1989 followed by rotorcraft 
with 3.0 percent. While the number of single and twin engine piston 
powered aircraft experienced little growth, the turbine-powered fleet 
recorded an annual growth of 1.2 percent, from 6,333 to 6,406. 

The total a c tive general aviation aircraft fleet is expected to grow 
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TABLE 2-1: ACTIVE GENERAL AVIATION AIRCRAFT 

AS OF 
JANUARY 1 
Historical* 

1985 
1986 
1987 
1988 
1989E 

Forecast 
1990 
1991 
1992 

1993 
1994 
1995 

1996 
1997 
1998 

1999 
2000 
2001 

* Source: 

SINGLE 
ENGINE 

171. 9 
164.4 
171.8 
171.0 
164.8 

166.2 
167.0 
167.7 

167.7 
167.0 
166.5 

166.0 
165.5 
165.2 

165.0 
164 . 7 
164.4 

ACTIVE GENERAL AVIATION AIRCRAFT 
(In Thousands) 

FIXED WING 
PISTON 

MULTI- ROTORCRAFT 
ENGINE TURBOPROP TURBOJET PISTON TURBINE 

25.5 5.8 4.3 2.9 4.2 
23.8 5.4 4.4 2.9 3.5 
23.9 6.0 4.5 2.9 4.0 
23 . 4 5.3 4.4 2.8 3.5 
22.8 5.3 4.2 2.6 3.8 

22.8 5.5 4 . 3 2.5 4.5 
22.6 5.7 4.6 2.6 4.7 
22.5 5.8 4.8 2.6 5.3 

22.4 5.9 5 . 0 2.5 5.5 
22.4 6.1 5.3 2.4 5.9 
22.5 6.4 5.6 2 . 4 6.2 

22 . 6 6 . 7 5.9 2.4 6.6 
22.7 6.9 6 . 1 2.4 7.1 
22.8 7.1 6.3 2.3 7.3 

22.9 7 . 3 6.5 2.2 7.7 
23.0 7.5 6.7 2.2 8.1 
23.1 7.7 6.9 2.1 8.5 

FAA Statistical Handbook of Aviation 

Notes : Detail may not add to total because of independent rounding. 

OTHER TOTAL 

6.3 220.9 
6.3 210.7 
7.0 220.0 
6.8 217.2 
6.9 210.3 

7.1 212.9 
7.4 214.6 
7.7 216 . 4 

8.0 217.0 
8.3 217.4 
8.6 218.2 

8.9 219.1 
9.0 219 . 7 
9.2 220.2 

9.3 220 . 9 
9.5 221. 7 
9.7 222.4 

An active aircraft must have a current registration and it must have been flown at least 
one hour during the previous calendar year. 



slowly over the entire forecast period. An annual growth of 0.6 percent 
from 1990 to 1995 and annual g r owth of 0.3 percent from 1996 through 
2001 . 

As noted in Table 2- 1 and Figure 2-1, the composition of the fleet is 
also expected to change. The number of single engine piston aircraft is 
expected to decline at annual rate of 0.1 percent. The multi-engine 
piston aircraft is expected to decline through 1994 and then increase at 
100 uni ts per year, with an annua 1 growth rate of o. 1 percent. Tr1e 
number of turbine powered aircraft is projected to increase at an annual 
rate of 3.6 percent through 2001. 

As noted in Figure 2-1, single engine piston aircraft will make up 73.8 
percent of the active fleet in 2001 compared to 78.4 percent in 1989. 
Turbo-prop and jet will increase comprising 6.6 percent of the total 
fleet in 2001 compared with 4.5 percent in 1989. 

FIGURE 2-1: PERCENT BY AIRCRAFT TYPE 

SE-P 78.4% 

OTHER 3.3% 

1989 

ME-P 10.4% 

2001 

OTHER 4.4% 

OTOR 4 .8% 

SOURCE: FAA, fAA Aviation Forecasts, FY1990-2001, FAA-APO 90-1, pg. 100 

Approximately 33.9 million total hours were flown by general aviation 
aircraft in FY1989. Single engine piston aircraft accounted for 65.1 
percent of all hours flown, multi-engine piston aircraft, 12.7 percent; 
turbine-powered aircraft, 12. 1 percent; and rotorcraft 8. 3 percent. 
Total hours flown by general aviation aircraft increased at an annual 
rate of 1.2 percent within the period 1987 to 1989. Reference may be 
made to Table 2-2 and Figure 2-2. 
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--~-------~-------TABLE 2-2: GENERAL AVIATION HOURS FLOWN 

FISCAL YEAR 
Historical* 

1985 
1986 

I 1987 
1988 
1989E 

Forecast 
1990 
1991 
1992 

1993 
1994 
1995 

1996 
1997 
1998 

1999 
2000 
2001 

* Source: 

GENERAL AVIATION HOURS FLOWN 
(In Millions) 

FIXED WING 
PISTON 

SINGLE MULTI- ROTORCRAFT 
ENGINE ENGINE TURBOPROP TURBOJET PISTON TURBINE 

23.4 5.7 2.6 1.8 0 . 6 1. 7 
22.2 4 . 9 2.7 1. 7 0 . 8 1.8 
22.3 4 . 9 2.2 1. 6 0 . 6 1. 6 
22.0 4.4 2 . 3 1. 6 0.6 2.0 
22.1 4 . 3 2 .4 1. 7 0 . 5 2 . 3 

22.1 4.2 2 . 5 1.8 0.5 2.3 
22.2 4.1 2.6 1. 9 0 . 5 2 . 6 
22.3 4 . 1 2.7 2.0 0.5 3.0 

22.4 4.1 2.7 2.1 0.6 3.0 
22.5 4.1 2 . 8 2.2 0.6 3.4 
22.5 4 . 2 2.9 2.3 0 . 6 3.7 

22.6 4.2 3.1 2 .4 0.6 4.0 
22.6 4.3 3.2 2.5 0.5 4 . 3 
22.7 4.3 3 . 3 2.6 0.5 4.4 

22 . 8 4 . 3 3.4 2.7 0.5 4.5 
22.9 4.4 3.5 2.8 0.5 4.8 
23 . 0 4.4 3 . 5 2.9 0.5 4.9 

FAA Statistical Handbook of Aviation 

Notes: Detail may not add to total because of independent rounding. 

OTHER TOTAL 

0.4 36.2 
0.4 34 . 5 
0.4 33 . 6 
0.6 33 . 5 
0.6 33 . 9 

0.6 34 . 0 
0.6 34 . 5 
0.6 35 . 2 

0.6 35.5 
0.6 36.2 
0.8 37.0 

0.8 37 . 7 
1.0 38 .4 
1.0 38.8 

1.0 39.2 
1.0 39.9 
1.2 40 .4 



Compared to 33.9 million hours recorded in 1989. Reference may be made 
to Figure 2- 2 which illustrates past and future changes in hours flown 
by general aviation ai r craft. 

FIGURE 2-2: GENERAL AVIATION HOURS FLOWN 
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PERCENT BY AIRCRAFT TYPE 

ME-P 65.1% 

1989 

OTHER 1.8% 

ROTOR 8 .3% 

2001 

97 99' 2001 

THEA 3 .0% 

SOURCE: FAA, FAA Aviation Forecasts, FYl 990-2001, FAA- APO 90-1, pg . 102 
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The FAA estimates that the number of hours flown by general aviation 
aircraft through 2001 will increase at an average annual rate of 1.5 
percent. By 2001 hours flown by general aviation aircraft is expected 
to approach 40.4 million. 

Iowa Trends 

Aviation activity in Iowa has also experienced considerable change. 
Table 2- 3 summarizes the number of aircraft registered in the State of 
Iowa from FY74 through FY86. As noted, the number of aircraft 
experienced a continua ·1 increase to 1979 when 3,530 aircraft were 
registered in the State. Beginning in 1980, the number of aircraft 
registered has experienced a continual decrease with 3,079 aircraft 
registered in FY84, 2,962 in FY85, 2,925 in FY86, 2,599 in FY87, and 
2,535 in FY88. 

TABLE 2-3: 

YEAR 

1974 
1975 
1976 
1977 
1978 
1979 
1980 
1981 

REGISTERED AIRCRAFT, IOWA, 

AIRCRAFT 

2,565 
2,620 
3, 144 
3,308 
3,492 
3,530 
3,492 
3,417 

FISCAL YEAR 1974-1988 

YEAR AIRCRAFT 

1982 3,417 
1983 3,335 
1984 3,099 
1985 2,962 
1986 2,962 
1987 2,599 
1988 2,535 
1989 

SOURCE: IDOT, AERONAUTICS DIVISION, 1989 (Airworthy Aircraft) 

Annual changes in aircraft ownership parallel economic changes. As the 
Gross State Product in real terms begins to grow in a positive 
direction, the number of aircraft may also increase. Historically, as 
the Gross State Product increased, so did the number of registered 
general aviation aircraft. This historic pattern however is expected to 
undergo some changes and are expected to reflect national trends. 
Consequently, the number of general aviation aircraft registered within 
the State of Iowa is expected to be somewhat less than that estimated in 
the 1985 State Aviation System Plan. 
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TABLE 2-4 : REGISTERED AIRCRAFT, IOWA, 1988-2007 

YEAR 

1985 
1988 
1990 
1992 
1997 
2000 
2005 
2007 

IDOT (1) 

2,962 

3,250 

3,875 
4,200 

PDS ( 2) 

2,962 
2,974 
2,948 
2,948 
2,986 
3,000 
3,000 
3,000 

SOURCE: (1) IOWA DEPARTMENT OF TRANSPORTATION 
(2) PROFESSIONAL DESIGN SERVICES OF IOWA, INC . 

Regional Trends 

A seven county area was selected for a more indepth comparative 
assessment than that provided by a review of statewide trends. Table 2-
5 summarizes r egistered general aviation aircraft by county for the 
period 1984 through 1990. The number of r egistered aircraft within the 
seven county area dec r eased from 435 aircraft in 1984 to 228 in 1990. 
As of May 1990 there were 228 registered aircraft within the seven 
c ounty area. 

TABLE 2-5: REGISTERED AIRCRAFT, SELECTED COUNTIES, 1984-1990 

YEAR 
COUNTY 1984 1985 1986 1987 1988 1989 1990 

Cedar 9 10 9 1 1 1 1 9 6 
Clinton 29 27 26 23 25 25 16 
Dubuque 93 89 76 65 54 7 1 41 
Delaware 5 6 7 7 9 9 7 
Jackso n 22 19 15 14 14 1 5 8 
Linn 257 263 251 254 238 270 138 
Jones 20 19 16 16 1 3 1 3 1 2 · 

TOTAL 435 43 3 400 390 364 412 228 

Jones County 
as% of total 4.6% 4.4% 4.0% 4. 1% 3.6% 3.2% 5.3t · 

SOURCE: FAA, Census of U.S. Civil Aircraft, December 31 , 1984..;.1988 
!DOT Air and Transit, June 1989 and May 1990 

In 1990 Linn recorded 60.5% of the total registered aircraft followed by 
Dubuque with 18. 0% of the tota 1 . Near 1 y 7. 0% percent of the area 
aircraft were registered in Clinton County while Jones recorded 5~3%. 
Jackson County rec o r ded 3.5% registered aircraft with Delaw~ r e (3.1%). 
and Cedar (2.6%) f o ll o wed c lose ly be hind . J o nes 6ounty captured 5.3% 
regi s t ered ai rcraft in 1990. 
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A downward trend is representative of the number of registered aircraft 
in Jackson and Linn Counties. Within exception to small annual 
variation, the remaining five counties showed a ,-elative degree of 
stability. 

Of the 13 registered aircraft in 1988, 11 were single engine piston 
powered aircraft. The remaining two aircraft were twin engine piston 
powered aircraft. There were no turbo prop or jet aircraft registered 
within Jones County. 

TABLE: 2-6: REGISTERED AIRCRAFT BY TYPE, 1984-1988 

YEAR 
1984 
1985 
1986 
1987 
1988 
1989 

TOTAL 
20 
1 9 
1 6 
16 
1 3 
1 5 

SINGLE ENGINE 
1-3 PLACE 4+ PLACE 

9 9 
8 9 
5 9 
7 8 
5 6 
6 6 

MULTI-ENGINE 
1-6 PLACE 7+ PLACE 

2 0 
2 0 
1 1 
1 0 
2 0 
3 0 

TURBOPROP 
1-12 PLACE 

0 
0 
0 
0 
0 
0 

SOURCE: FAA, Census of U.S. Civil Aircraft, December 31, 1984-1988 
FAA FORM 5010 ~ 1989 

Table 2-7 list current registered aircraft by identification number and 
model. The table also identifies the mailing address of the owner. 

TABLE 2-7: REGISTERED AIRCRAFT, JONES COUNTY, 1990 

ID 

16097 
20 EC 
2485 E 
2654 R 
3923 N 
41 JN 
4808 G 
5223 A 
55200 
71076 
736 GH 
99911 

ADDRESS 

Monticello 
Anamosa 
Anamosa 
Monticello 
Center Junction 
Scotch Grove 
Monticello 
Anamosa 
Monticello 
Scotch Grove 
Anamosa 
Anamosa 

MODEL 

Cessna 150L 
Cessna 337G 
Aeronca 7AC 
Cessna 182 
Beech 35 
Piper PA23-250 
Cessna 172 
Cessna T210N 
Cessna 172 
Cessna 182 
Cessna R172 
Ercoupe 415 c 

YEAR 

1972 
1975 
1946 
1967 
1947 
1976 
1980 
1979 
1982 
1968 
1977 
1947 

SOURCE: IDOT, Air and Transit Division, May 1990 

BASED AIRPORT 

IA 153 
IA 153 
00001 
IA 153 
IA 144 
IA 153 
IA 153 
IA 153 
IA 153 
IA 153 
IA 153 
IA 144 

The number of aircraft registered within Jones County since 1984 has 
been within 12 to 20. In the year 1984 20 aircraft registered in the 
county while by 1988 13 were reported registered compared to 12 in 1990. 

The number of aircraft registered in Jones County over the 20 year 
planning pe r iod is expected to experience some annual variation and 
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remain relatively constant with no significant increase nor decrease in 
aircraft ownership. This assumption is based upon the following: 

* Positive economic and population growth within Monticello and 
Anamosa 

* A stabilized rural population in Jones County 
* A stro11ger farm economy within the airport service area 
* Aggressive efforts to create new job opportunities 

Aircraft ownership is expected to be concentrated in Monticello and 
Anamosa and will be influenced to some extent by the financial condition 
and business plan of local operator(s). 

TABLE 2-8: REGISTERED AIRCRAFT JONES COUNTY 

YEAR 
1990 
1995 
2000 
2010 

SOURCE: 

REGISTERED AIRCRAFT 
12 - 14 
14 - 18 
18 - 20 
18 - 20 

PDS, 1990 

The number of aircraft based at a facility is dependent to some degree 
upon the geographic location of the facility as well as the extent of 
facility development and services provided. In assessing the number of 
aircraft that would be based at a public owned airport, consideration 
must be given to the relationship such a facility would have two 
existing private and public airports in the area. 

Should the City of Manchester elect to make improvements to the 
Manchester Municipal Airport, there may be some impact upon the service 
area previously defined for the Monticello Municipal Airport. Likewise, 
the construction of a public airport at Dyersville would also impact the 
service area. 

The number of based aircraft at public owned airports within the seven 
county area for the period 1984-1990 is summarized in Table 2-9. 
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TABLE 2-9: BASED AIRCRAFT - PUBLIC AIRPORTS, 1984 - 1989 

AIRPORT 1984 1985 1986 1987 1988 1989 
Monticello 1 6 18 14 14 16 15 
Manchester 6 5 5 5 4 3 
Dubuque 77 64 53 55 47 36 
Cedar Rapids 166 166 166 140 156 165 
Maquoketa 15 15 12 1 1 13 12 
Tipton 8 9 8 8 8 7 

TOTAL 288 277 258 233 244 238 

Monticello as 1984 1985 1986 1987 1988 1989 
% of Total 5.6% 6.5% 5.4% 5.4% 5.6% 6.3% 

SOURCE: IDOT, Office of Advance Planning 1984-1989 

The number of aircraft based at Monticello has remained stable 
throughout the period 1984 to 1989. Of the public airports noted in the 
above table, no significant changes were noted except for Dubuque where 
a significant decrease in the number of based aircraft was recorded. 

TABLE 2-10: BASED AIRCRAFT - MONTICELLO, 1990-2010 

BASED AIRCRAFT YEAR 
1990 
1995 
2000 
2010 

15 +/ -
17 +/-
20 +/-
20 +/-

SOURCE: PDS, 1990 

The future mix of based aircraft is expected to consist of single and 
twin engine aircraft with a gross weight under 12,500 pounds. Aircraft 
in excess of 12,500 pounds gross weight would most likely be based at 
Cedar Rapids or Dubuque. , 

Based aircraft characteristics: 
Approach Speed Under 91 knots 
Wingspan Under 49 feet 
Gross Weight Under 12,500 pounds 
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AIRCRAFT ·OPERATIONS 

Annual, Itinerant, and Local Operations 

An aircraft operation is defined as the airborne movement of aircraft in 
controlled and non-controlled airport terminal areas and about given 
en route fixes or at other points where counts can be made. Each 
movement counts as an ope1-ation. A "touch and go", for example, counts 
as two operations. 

Total annual aircraft operations are further broken down into local and 
itinerant oper-ations. A ·1oc al operation is defined as one by an 
aircraft that: 

1. Operates within the local traffic pattern or within sight of 
the control tower; 

2. is known to be departing for or arriving from local practice 
areas; or 

3. executes simulated instrument approaches of low passes at the 
airport. 

An itinerant aircraft operation is one that operates outside the local 
traffic pattern. A typical example of an itinerant operations is an air 
taxi operation. Aviation operations are most often discussed in terms 
of: 

1. Total annual aircraft operations 
- Total annual local 
- Total annual itinerant 

2. Peak day and peak hour operations 

Aircraft operations are a function of the following elements: 

1. Based Aircraft 
2. Resident Pilots 
3. Airport Facilities 
4. Airport Management 

Without a daily log of operational activity, an estimate of total annual 
itinerant and local oper·ations are most often derived from a random 
survey or local sources. A high degree of correlation has historically 
been found between aircraft ope1-ations and service area population, 
based aircraft, and registered pilots. However, recent changes in the 
economy appear to have altered historic relationships somewhat. Local 
operations, for example, have decreased dramatically. 

General aviation operations at tower airports decreased by 41 percent 
from 1979 to 1985. Comparable non- tower airport data is not available 
but is considered similar- . This overall figure was indicative of a 
nationwide trend, initially caused by rising fuel prices, but later 
sustained by rising costs in other aspects of flying, particularly 
maintenance, insurance and initial purchase costs. The latter factor 
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was affected significantly by rapidly rising liability insurance costs 
of the manufacturers; a factor continuing to have a major impact, and 
nearly shutting down produc tion of light aircraft. 

Counting programs conducted by the Iowa Department of Transportation 
provide a detailed indication of activity levels. The Monticello 
Municipal Airport was surveyed in the four seasons of 1985/86. The full 
report of this survey is included in the appendix. The spring, summer, 
and fall activity was measured for approximately four weeks each, while 
the winter activity was measured for 2.5 weeks. 

During the spring period, single engine aircraft registered 98.56% of 
the activity, wh i I e tw-i ns were 1 . 08%, and a few helicopter ope rat i ans 
were conducted. Weekend operations constituted 23%, but Monday, 
Tuesday, and Friday amounted to 58% of the total. This would appear to 
represent heavy business use. Heavy Monday and Friday activity is more 
1 i ke l y to be business use, both by departing, local businessmen on 
Monday, and departing outside businessmen on Fri day. These are only 
assumptions based on statistics, which may also be influenced by 
instructional class schedules or special FBO operations. The hours 
between 5 and 7 P.M. experienced 40% of the total, with an average of 
approximately 6 operations per hour; while the overall average during 
the survey pe1- iod was only 0.9 operations per hour. There was an 
average of 20 operations per day during the spring; the summer period 
had 32 per day, whi°le the fall returned to 20, and winter had only 11 
per day. 

The summer period, experienced a greater proportion of activity during 
the weekends; 30. 4%, versus 36% for the Monday, Tuesday, and Fri day 
period; although, Wednesday and Thursday had the highest daily total. 
The 5 to 7 P.M. period was still the heaviest, although the 9 to 10 A.M. 
period was close behind. This also, is typical of summer flying. 

The fall activity was similar to that of spring, with a higher 
percentage of weekend flying. Winter traffic was so low as to be 
statistically unreliable; however, the disproportionate amount of 
traffic on Wednesday and Thursday, 48%, is surprising. 

I A brief summary of traffic is included in Table 2-2. Departures counted 
have been doubled to reflect aircraft operations. 

I 
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TABLE 2-11: MONTICELLO COUNT SUMMARY OPERATIONS 

SPRING SUMMER FALL WINTER 

Total Operations 663 986 510 186 
% Single 98.56% 96.55% 86.27% 92.47% 
% Twins 1. 08% 3.45% 13.73% 7.53% 
Average Per Day 20.00 32.00 20.00 11. 00 
Hours of Monitoring 663 736 559 406 

On an annual basis, a tot a 1 of 2404 hours of monitoring traffic 
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conducted. 1117 departures were observed in this period, for an overall 
average of 0.46 departures per hour. 
were by single engine aircraft, 
helicopter departure. No jet engine 
On the basis of this count, the 
estimated annual count of 7,694. 

94.36 percent of these departures 
5.55 percent by twins, and one 
aircraft operations were observed. 
figures were extrapolated to an 

The state traffic count did not include inquiries as the purpose of the 
flight; therefore, no data on local, transient, or touch-and-go's was 
obtained. 
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FORECAST OF FUTURE ACTIVITY 

Future activity at an airport such as Monticello's may be affected by a 
number of factors; or it may, as is the case for many small airports 
stay with p r eviously identified trends, both locally and nationally, and 
change consistent with recent experience at the airport. Local planners 
and decision makers should always be mindful of this uncertainty. The 
greatest mistake, however, in planning the development of an airport, is 
to not provide the capability to respond to changing demands for service 
capability. It is therefore important to consider several potential, 
reasonable scenarios, and to identify the needs of each; and to then 
provide for capability to satisfy these needs to the greatest extent 
practicable. We will therefore frame these forecasts with this thought 
in mind. 

Activity is primarily broken down in terms of amount (numbers of 
operations), purpose of operation (local flight, transient, and 
training), type of approach services used (visual flight rules - VFR, or 
instrument flight rules - IFR - whether non-precision or precision), and 
types of aircraft (propellers, jet propulsion, helicopters, and special 
types such as ultra- lights, gliders, sail planes and balloons). Each of 
these categories - as well as other factors - wi 11 affect airport 
development needs. The advent of the various activities, or time on the 
scene, affects development scheduling and revenue planning. The purpose 
for which ai1-- craft at~e used is a ·lso ·important, ·in determining the extent 
of development required in order to meet community objectives. Business 
traffic will support and enhance economic activity, and provide jobs. 
Samet i mes a company w i 11 have a specific need for runway 1 ength, 
hangaring, or instrumentation that w i 11 di ct ate a requirement for 
facilities much greater than other aircraft based at the field. Some 
facilities may be required to provide for emergency flight equipment to 
the community. Pleasure flying and charter services will improve the 
quality of life of the citizens, and may influence people to locate or 
stay in the community. Aviation flight services such as crop dusting, 
aerial photography and mapping will provide income and jobs and can 
service other businesses in the area. 

Airport capacity is not usually an issue at rural airports; however, 
development may be dictated by safety or convenience. For instance, the 
FAA recommends that each runway be provided with a parallel taxiway, or 
the capability therefore, so that aircraft do not have to taxi on the 
runway. During busy periods of activity, significant delays may occur 
while an aircraft is taxiing on the runway, even at relatively low 
activity airports. The lack of a parallel taxiway will greatly limit 
the number of operations that can be conducted on a runway during a 
period of time. 

Table 2-12 summarizes the number of aircraft operations anticipated 
through 2009. As previously noted, the total number of annual aircraft 
operations is dependent to a large extent upon economic act1vity within 
the airport service area. ~ 
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TABLE 2-12: ANNUAL OPERATIONS, 1990 - 2009 

YEAR LOW MIDDLE HIGH 
1990 6405 7328 8250 
1994 7259 8305 9350 
1999 8540 9770 11000 
2009 8540 9770 11000 

SOURCE: PDS, May 1989 

The nurnbei of total annual operations is expected to follow the middle 
trend line with some annual deviation above and below. Within the 20 
year planning period, the annual aircraft operations are expected to 
approach 9,770. An optimistic estimate of 11,000 may be realized should 
conditions that e x isted in the seventies prevail. 

Si x ty percent of the 
itinerant in nature. 

total annual operations are expected to 
Reference may be made to the following table. 

TABLE 2-13: LOCAL AND ITINERANT OPERATIONS, 1990 - 2009 

YEAR 
1990 
1994 
1999 
2009 

LOCAL(40%) 
2931 
3322 
3908 
3908 

ITINERANT(60%) 
4397 
4983 
5862 
5862 

be 

SOURCE: PDS, May 1989 

Operational mix is e x pected 
light twin engine aircraft. 

Approach Speed: 

to consist, for the most part of single and 

Less than 91 Knots 
Wingspan: Up to 49 feet 

An airport developed to Airplane Design Group I standards would 
accommodate near 1 y a 11 the aircraft expected to use the f ac i 1 i ty. 
Occasional activity in excess of 250 operations per year by aircraft 
with a wing span greater than 49 feet but less than 79 feet would 
suggest that the f ac i 1 i ty be designed to Ai rp 1 ane Design Group I I 
standards. 

Representative airplanes within Approach Category A and B with Wingspans 
of less than 49 feet that may utilize the Monticello Municipal Airport 
are noted as follows: 

Piper Cheyenne 10,500 pounds B-1 
Mitsubishi MU-2 10,800 pounds B-1 
Cessna 402 6,850 pounds B-1 
Beech King Air F90 10,950 pounds B-1 
Piper Navajo 6,500 pounds B-1 
Beech Baron B55 5,100 pounds A-1 

2-16 



Approach Category A and B aircraft with a wing span more then 49 feet 
but less than 79 feet may utilize the facility includes the following: 

Beech King Air C90-1 
Cessna Citation II 
Cessna 441 

Airport Capacity 

9 , 650 pounds 
13,300 pounds 

9,925 pounds 

B-II 
B-II 
B-II 

No indepth assessment of peak day and peak hour operational activity was 
made. Reference to FAA AC 150/5060-5, Airport Capacity and Delay, 
provides the following scenario concerning airport capacity. 

Conditions: 
1. Class A and B Aircraft 
2. Approved approach procedure 
3. Arrivals equal departures 
4. There are no airspace limitations affecting runway use 

Variables: 
1. Airport configuration 
2. Percent touch and go operations 

0 - 25 percent 
26 - 50 percent 

Under IFR conditions, 20 to 24 operations per hour could be conducted. 
Hourly operational capacity will vary under VFR conditions subject to 
the number of touch and go operations and direction of the operation. 
The existing airport with a single runway could accommodate in excess of 
100,000 annual aircraft operations. 
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AIR PASSENGERS/FREIGHT 

Commuter Airline/Air Taxi 

The Airline Deregulation Act of 1978 provided for the phase out of the 
Civil Aeronautics Board (CAB) control over pricing market entry and 
market exit. Consequently, there has been a pronounced effect upon air 
service in Iowa with the communities of Ottumwa and Clinton being served 
at present by commuter air carriers. Commuters also serve Fort Dodge, 
Mason City, Dubuque, and Burlington. 

The Iowa DOT cone l uded in the 1 982 State Airport Systems Pl an that 
commuter air carrier service to Iowa communities, other than those with 
prior air carrier service to Iowa communities appears marginal. 

"Al though commuter air service has been established in several very 
sma 11 markets in Iowa ( C 1 i nton, Marsha 11 town, . and Spencer), the 
prospects for the expansion of such services in Iowa are limited." 

SOURCE: !DOT, 1982 Iowa Aviation Systems Plan, (p.27) 

The nearest scheduled service is provided at the Cedar Rapids Municipal 
Airport. Major carriers include American West, United Airlines, TWA, 
Air Midwest, American Eagle, Northwest Airlines, United Express 
(February, 1990). Scheduled commuter service is available at Dubuque by 
Great Lakes and American Eagle. 

The most appropriate service level for the Monticello Airport service 
area is the air taxi or charter. The fixed base operator at Monticello, 
Monticello Aviation, Inc. currently provides charter service. 

The Monticello Municipal Airport may generate up to 4397 passenger 
enplanements and 18 tons of air freight by the year 2010. An increase 
in itinerant aircraft operations would contribute to future enplanements 
as we 11 as air freight activity. Such may be induced in part by 
increased industrial activities in Jones County. 

TABLE 2-14: AIR PASSENGERS ANO FREIGHT, 1991 - 2010 

YEAR 

1990 
1995 
2000 
2010 

SOURCE: PDS, May, 1990 

PASSENGER 
ENPLANEMENTS 

3298 
3737 
4397 
4397 
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(IN TONS) 

13 
1 5 
18 
18 



AIRPORT SERVICE LEVEL 

Summary 

The forecast of aviation activity represents a trend line along which 
actual occurrences are anticipated. Actual occurrences will fall above 
and be 1 ow the trend line. In summary, future numbers of based and 
registered aircraft, together with operational activity, will 
experience a modest growth through the year 2009. Aircraft mix will 
consist for the most part of operations by single and light twin engine 
aircraft. 

An aircraft facility developed to Airplane Design Group II standards 
would accommodate anticipated aviation activity through the year 2009. 
Airplanes with a gross weight in excess of 12,500 pounds would be 
expected to use area transport category airports. Activity by sma 11 
airplanes with 10 passenger seats or more is expected to be minimal. 
The Monticello Municipal Airport should be developed to accommodate 100 
percent of the small airplane fleet. 

A small airplane is defined in FAA AC 150/5300-13 as an airplane with a 
maximum certificated takeoff weight of 12,500 pounds or less. The 
approach speed would be less than 121 knots and the wing span less than 
79 feet. 

Gross weight 
Approach speed 
Wing span 
Passenger seats -

less than 12,500 pounds 
less than 121 knots 
less than 79 feet 
less than 10 
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CHAPTER THREE 

AIRPORT FACILITY REQUIREMENTS 

INTRODUCTION 

Q~veloQment Concept 

Chapter Three outlines those facilities required to meet and satisfy 
anticipated aviation activity through the year 2010. Facility 
requirements out 1 i ned herein are based upon Federal Aviation 
Administration (FAA) and Iowa Department of Transportation (IDOT) 
airport design standards and guidelines. 

The FAA has continued to refine design standards for airport facilities. 
FAA AC 150/5300 - 13 dated 9/28/89 sets forth new requirements that 
contributes to the development and maintenance of a national system of 
safe, delay-free, and cost-effective airports. FAA AC 150/5325-4A dated 
1/29/90 presented guidelines for determining runway length. 

Within the FAA AC 150/5300-13, Airport Reference Codes (ARC) were 
developed and are based upon two components. 

- Approach Speed 
- Wing Span 

Current airplanes were placed into five categories based upon approach 
speed. 

Category A: Speed less than 91 knots. 
Category B: Speed 91 knots or more but less than 1 21 knots. 
Category C: Speed 1 21 knots or more but less than 141 knots. 
Category D: Speed 141 knots or more but less than 166 knots. 
Category E: Speed 166 knots or more. 

The Airplane Design Group (ADG) are aircraft placed into groupings based 
on wingspan. These groups are as follows: 

Group I : Up to but not including 49 feet. 
Group II: 49 feet up to but not including 79 feet. 
Group III: 79 feet up to but not including 118 feet. 
Group IV: 118 feet up to but not including 1 7 1 feet. 
Group V: 1 7 1 feet up to but not including 214 feet. 
Group VI: 214 feet up to but not including 262 feet. 

Utility airports are those that serve aircraft in Approach Category A 
and B while a transport category airport is one designed, constructed, . 
and maintained to serve airplanes in Approach Category C and D. 
Utility airports are subdivided based upon the level of service they are 
expected to provide. 
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Airport Classificatio~ 
Basic Utility - Stage I 
Basic Utility - Stage II 
General Utility - Stage I 
General Utility - Stage II 

Airport Reference Code 
ARC B-I 
ARC B-I 
ARC B-II 
ARC B-III 

A majority of aircraft operations at low activity general aviation 
airports will be by aircraft with a gross landing and/oi take-off weight 
under 12,500 pounds. The approach speeds would typically be less than 
91 knots wh i 1 e wingspans wou 1 d genera 11 y not exceed 49 feet. Where 
there is measurable operational activity by business aircraft, the 
airport would find increased activity by aircraft with an approach speed 
in excess of 91 knots but less than 121 knots and wingspan less than 79 
feet. 

The Airport Reference Code (ARC) does not set forth runway 1 ength 
requirements. Reference must be made to FAA AC 150/5325-4A, Runway_ 
Length Requirements for Airport Design i n order to determine runway 
length. Four s ets of runway curves were developed for those airplanes 
with a gross weight less than 12,500 pounds. The small airplanes were 
divided into those with 10 passenger seats or more and those with less 
than 10 passenger seats. 

Three sets of curves were developed for those airplanes with less than 
10 passenger seats: 

1. 75% of the fleet 
2. 95% of the fleet 
3. 100% of the f 1 eet 

The recommended design parameters for the Monticello Municipal Airport 
are as follows: 

1. Runway length - 100 percent of the small airplane fleet. 
2. Facility separation - ARC Code, B-II 

The Wisconsin Department of Transportation grouped current aircraft into 
sets based upon approach speed, wingspan, weight, and engine 
classification. Using FAA criteria, the type of airport required to 
serve that set of aircraft was identified. Reference may be made to 
Table 3-1 which identifies the aircraft set by a four digit code. The 
fourth number designates the airport type which should serve that 
aircraft. 
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AIRCRAFT SETS 

For airport design purposes, all aircraft have been grouoed into sets which 
reflect co111110nality in size or operating characteristics. The aircraft sets are 
cooed according to the foliowing 4-digit identification: 

b 
w 

1st column designates the aircraft's approach speed category: 

A =< 91 Knots 
B • 91-120 Knots 
C • 121-140 Knots 
0 • 141-166 knots 
E =;, • 166 knots 

· 2nd column designates the aircraft's wing span design group: 

1 •< 
2 • 
3 • 
4 • 
5 = 
6 • 

49' 
49'-78' 
79'-117' 

118'-170' 
171'-196' 
197'-262' 

3rd column designates the aircraft's weight and engine classification: 

A•< 12,500 lbs./sinole enoine 
B •< 12,500 lbs./rultiple enoine 
C • 12,500 lbs.-59,999 lbs. -
0 • 60,000 lbs.-300,000 lbs. 
E •> 300 , 000 lbs. 

4th column designates the airport type which should serve the particular 
aircraft: 

1 = Basic Utility Stage I 
2" Basic Utilitv Staae II 
3 • General Utility Stage I 
4 • General Utility Stage II 
5" Transport 
0 • Local Service 

ABCO 
ACRO SPORT 
ADYEHTURE FARRIS 
AERO COftMNDER 
AERO COftftAHDER 
AERO COftftANDER 
AERO connANDER 
AERO COMAliDER 
AEROCAR 
AERDJiCA 
AEROHCA 
AEROIICA 
AEROHCA 
AERONCA 
AERONCA 
AEROHCA 
AEROliCA 
AEROHCA 
AEROHCA 
lEROHCA 
AEROliCA 
lERO~CA 
AEROliCA 
lERO~CA 
AEROliCA 
m:oliCA 
AEROliCA 
mom 
AEROliCA 
lERO~CA 
AEROliCA 
lEROliCA 
AEROHCA 
lEROI.CA 
AEROliCA 
lERO~CA 
AEiOTEK-Plm 
UR TAACTDI! 
AlOW 

· lftER!CAN EA6lET 
I/ii DART 
lllElii-i!URD 
JAl:ER 
~ARNEY OU!F!Wl 
IARRACUDA 
ltCIHAII-SIIEAIIM 
IEJE 
IEDE 
mE 
IEDHIALET 
IEliHICCOOK 
JED:-THOftPSON 
IEE AVIATION 

rhe fo 11 owing 
iesignation. 

listing 
· o·· · 1 . f dl b . f ,;EEtHCRAFT groups in ,v1aua a1rcra t 1110 e s y a1rcra t set iEECHCRAFT 

IE!CHCRAFT 
IEECHCRAFT 
IEECHCRAFT 

TABLE 3-1: AIRPORT TYPE AND ASSOCIATED JE!CHCRAFT 
iilll!CRAFT 
IEECHCRAFT 
IEECHCRAFT 
lEECHCRAFT 

SOURCE: 

AIRPLANES 
JEECHCRAFT 

WISCONSIN DEPARTMENT OF TRANSPORTATI~~:~ 
Wisconsin Airoort svstem Plan: JEECHCRAFT 
_,.;;;._,.;;;..;c=.;;;..;~_,;;=.=-:~;;...;~;;;...;...=.~= - JEECHCRAFT 
1986 - 2010, December, 1986 ;ff~:~ 

IEECHCRAFT 
IEECHCRAFT 
IEEO!CRAFT 
BEECHCRAFT 
IEEO!CRAFT 
IEECHCRAFT 
IEECHUAFT 

SP£CIAL 
II 
P51D 
112 
100 
JOO-ISO 
112-A 
5-2 
Ill 
5G-L 
&5-Tl 
50-C 
c-J 
&5-TC 
5o-f 
&HA 
K 
AS-CA 
o-55-B 
&HII 
HC 
0-53-B 
&5-TAL 
MC 
&5-C ;-;.c 
IHC 
11 
7-COI 
15 

' 7 
IHI 
ll-AC 
IHC 
i-BCII 
S-2• 
lOI-A 
HA 
231 
150 
DOUilE DUil 
SPECIAL 001 
BABY 6liEAl WE 
Cit-2 
CASSllTT ft 
10-• 
BO-SB 
ID-S 
80-5 
IIH 
BD-S JET 
HON£Y BEE 
e-11-L 
HM 
E-n-c 
F-lH 
r~s 
i-24-ll 
A-23-19 
MH 
E-17-1. 
MH 
A-24-l! 
A-lit-TC 
l-23-24 
A 23-19 
e-n-A 
A-2H 
ft-35 
&-17-S 
A-19 
s-35 
lJ 
23 
YQU-22A 
22 

PlAHE ftAl:E ft0D£1. 
rmm--=======- ......-. 
BEECHCRAFT Ml 
BEECHCRAFT 1!-35 
BEECHCRAFT F-ll 
BEECHCRAFT J-35 
SEECHCRAFT A~n 
SEECHCRAFT H5 
IIEECHCRAFT &-35 
BEECHCRAFT MS 
BEECHCRAFT B:-77 
BE£CHCRAFT HS 
BE£CHCRAFT 35 
BEECHCRAFT E-n 
BE£CHCRAFT c-Jl 
EEmlCRAFT U· 35-B 
BEECHCRAFT B-19 
BEECHCRAFT Y-35 
EE£CHCRAFT l<-2l 
BEECr.cRAFT Y-l5-A 
SEECHCRAFT HS 
BEECHCRAFT Y-35-B 
EtECHCRAFT 77 
SEECHCRAFT v-15-&-Tt 
SEECHCRAFT Ho 
SEECHCRAFT H4 
BEECHCRAFI E-l5 
SEECHCRAFT A-l5 
BEECHCRAFT F-l5 
amman H7 
EEECHCRAFT lo 
BEECHCRAFT C • 24 
Stw!CRAFT Hl 
BEECHCRAFT lt-24 
HECHCRAFT C-35 
BEECHCRAFT Ml 
iE£CHCRAFT i-35 
BELLANCA 14-ll 
SElLAl!CA 17-JO-,\ 
BELLAIICA 17-JH 
BlliANCA 17-lO 
SlliAHCA 17-JOA 
BlliAl!CA 14-IM 
IIELLAHCA 7-:.CA 
BEUANCA 14-IM 
BEUAHCA 14-1:1-2 
illiANCA CH-JOO 
BEUAHCA HCA 
lllliAHCA HCAI 
lllliAHCA B 
BlliAHCA 14 
lllliANCA e-EOt 
BlliAHCA HCJC 
BlliAHCA MW 
BlliA~CA 17. 
BELLANCA 7 
ELAIR-fLOlm SIDEVIKDER 
SOEIHS H-2-5-1 
BOE!N6 lr-75 
BOEIH6 lt-75+1 
BOE l N6 E-75-11-1 
sornr. A-75-L-l 
BOEIHii B-751-1 
BOE1116 lt-75-L-lOO 
BOEIN6 E-75 
BOElN6 PT-17-A · 
BOEIN&-JOHES 75 
BOWERS FLY BABY I-A 
BOWERHWl6E FU-BAIT 
BREEZY RlJL 
BRE£ZY RU!.-1· 
BUO:£R ill-In 
BUCXER BIi-ill-i. 
BUCXER-Jlll&IIANII CASA 1.m · 
BUD A 
BURNS IIH2 
BUSHBY-ARKSTRON& ftUSTAN6 ll 
BUSHBY-CARLSOH KID6i ftUSTAII& 
BUSKBY-OEMEESE KUSTAN6 II 

PLANE KAKE 
___ ,... ___ _ 
BUSHBY-611 m 
BUSHBY-Y.R06ftAll 

. BUSHBHAREAU 
BUSHBMACHUS 
BUSHBY·IIALIII 
BUTT 
CA-6 I/ ANDERSDX 
CANAOAIR 
CANADIAN 
CANADIAll CAR ~ FOUIIDRY 
CASSUTT . 
CASSUTT 
CASSUTT 
CASSUTT 
CASSUTT ·CORE 
cmun-w 
CEHTRAIR 
CESSllA 
CESSHA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CE:SNA 
emu 
CESSNA 
CESSNA 
CE5SllA 
CESSIIA 
CESSNA 
CE5SNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
C.:55NA 
CESSNA 
CESSNA 
CE:SNA 
CESSNA 
CESSHA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSllA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA · 
C!SSIIA 
CESSIIA 
CESSNA 
CESSNA 
CESSNA 
CESSIIA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSIIA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
CESSNA 
WSIIA 

ftlmEI. -IIUSTAN6 ll 
IIIJSTAN6 ll 
mm IIUSTAII 
ftUSTAN6 JI 
IIUSTAN6 II 
ALPHA 
NINI-AC! 
Hi6 ft(.5 
Hl 
HARVARD 111:!Y 
!I 
11-11 
111-11 
0 
SPORT RACD! 
Il l -ft 
PE6ASUS JOH 
152-11 

!Bo-I: 
MIO 
175-A 
R-IB2R6 
182-!iii 
182-1 
~-IBH 
162-£ 
m-c 
IB2-C 
172-A 
Hlo-f 
170-8 
150-D 
170 
172-11 
!SHI 
182-D 
150-L 
210 
!SH 
210-11 
207 
m-11 
ll-20&-f 
Jn-f' 
20o 
172-l!& 
ll-200 
172-IP 
205-A 
175 
TU-20rf 
L•l9 
205 
175-1 
TU·20H 
177 
180-J · 
177-A 
HI-I 
177-B 
195-B 
177-R& 
140 
180 
195 
ISH 
T-210-II 
180-C 
190/19S 
180-D 
T-210 
180-£ 
190 
!Bo-f 
17H 
180-ff 
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cm11a IBH OIAlll'ION 7-fC FAIROIIU Ft-2-11-2 mm-uN6E'REOIT Q-2 "ONOCOUPE 1 ll PIPER 140 

CESSNA I 
IBH OIAIIPION 7-60 FAIRCHILD 74..-.1, mm-wo1.m QUICXIE IIOOHEY Mo-£ PIPER PA-3&-

CESS!IA 190-1 CIIAIIPION HCA FAIRCHIU 24-C+f JOHNSOII "INICOIJl'E "OONET N-20-6 PIPER PA-2BR 

CESSNA R-tn-IP CHA"'10N H'.CAI FAIROIIU 24-C-B-A JOHNSON 0-1-l "DONEY 11-20-0 PIPER PA-29-

CESSNA 2lu-l CIIAIIPION 7-GC FAIROIIU 24-C-&-C JOHNSON ROCXET 185 IIOONEY "-18 PIPER PA-29-

CESSNA ISi CHA"PIOI MC FAIRCHILD 24-J lURCA · IIJ-5J2 "DONEY 11-20➔ PIPER PA-28-

CESSNA 21H CHA"'10N 7-6CJC FAIRCHIU 24~0 URHUIILEY COTTONTAIL IIODHEY 11-20-A PIPER PIH/i-. 

CESSNA MOH OIANCE-YOll&lfT F4lH FAIRCHIU 11-62"'1H [OSTUYY FHK HAlll "DONEY ll-2o-f PIPER PA-2B-; 

CESSNA 21H CHESTER SPECIAi. FAIRCHIU 24-f LAIRD SPECIAL "DONEY MO-J PIPER PA-29-

CESSNA IBH Cl!R I STElf-Bffl EA6lE II FAIROIILD . 11-m LAIRD LC-OW500 "DONEY MO-C PIPER PA-28-, 

CESSNA 210-6 Cl!RISTEN-OOYlE EAGLE II FAIRCHIU 2H~• LAKE LA-HOO IIODNEY 11-20-( PIPER PA-32-1 

CESSNA A-IBH CHRISTEN-!llfflPHl!ET EA6lE II FAIRCHILD 11-62-+l LAlE LA-4 IIOONEY "-tM. PIPER PA-28-2 

CESSNA 210-1 CHRISTE!f-JOHNSDN EA6LE FAIRCHIU 11-62-c LAPAN IT·400 IIOONET 11-20 PIPER PA-28-1 

CESSNA 18' CHRISTEN-ROSS EA6LE II FAIRCHILD PT-21, LINCOLN PH IIORANE-SAULNIEI 181 PIPER PA-28-2 

CESSNA 21H CHURCH JC·I FAIRCHIU 11-62-A LITTLE ABBIE Kif-I NAVION NAVIOX PIPER PA-32·1 

CESSNA 170-A Q.ANCT smm FAIRCH!U PT-21,A LOCKHEED YE6A+C NAVION L·!M PIPER PA-28-2 

CESSNA 210-A CLOYD-llOIIE!UILT SH-2 FIKE D LOYIN6-0NERJIICX LDY I N6S LOVE NAVION 6-1 PIPER PA-28·1 

CESSMA 
> IB2 C0ff"011VEAL TH 1B5 FLA6LOR SCOOTER LUSCOIIBE 8-C NAVION I PIPER PA·28•2: 

CESSNA (5o-J CONSOLI DA TB IT-ll FLA6LOR-DllRlET SCOOTER LUSCOIIBE 8-E NAVIOM A PIPER PA•l2-l1 

CESSNA JBH CORBEM C·I FOO: ~ULF F V 190 LUSCOIISE B NAVT lllll-l PIPER PA-28•2: 

CESSHA IJ-20H CIJRBEM E-JR ACE FOCXE•Vllf REPLICA Fl-!90 LUSCOIIBE 8-[ NICHOi.AS ,EAZLET NB•H PIPER PA-25-21 

CESSHA JB2➔ COREEN BABY ACE mm D Ii 1/2 LUSCOm 8-F NORTH AIIERIC:.H SIIM PIPER PA-2BR·I 

CESSNA !HOH CDRBEH-fUC!IS JUHIOR ACE E FOKKER D.YI LUSC0"8E II-A NORTH AIIERILJN IP·51 PIPER PA-!2·1< 

CESSNA 15H CDRBEN-6RUNSKA BABY m 0 FOKKER DR·! Tlll-l'l.AI LUSCOIIBE T·H NORTH AIIEiHc;Jj MID PIPER PA-28lH 

CESSHA TU-20H COR!EIHAll!ERT BABY ACE D FORS6REX LF-1 LUSCOIIBE H NORTH A"ERI CAN AHA PIPER PA-28·16 

CESSNA !SH CORBEN-OLSEII BAIT AC£ FllAHKll H SPORT 90 LUTON·SPONEII IIINOR NOR IH AIIER I LJN P•o4 PIPER PA·28·!8 

CESSHA 150-C CUBSER II C·I FIJUILER-DERJAESE WV! IIAAAHDA-!URIIER AIIF•H4➔ NORTH AIIERICAII NAV!Oll E PIPER PA-32-26 

CESSNA 15G-i CUL YER y 6AHTZER NESKJTII-C!MiM IIAUl.£ 1H MORIH AIIERICAII MH PIPER PA-12-26 

CESSNA T210l CUL YER LCA 6DISIS 6LASAIR "AULE M·2l5t NORTH Amlt:.\N MSC PIPER PA-28·16 

CESSNA l!H CURT I SS-fR I 6l!T c-1 ROJIN 60LOVIN&-?mIISIIN &OLD ousrni ST IIAULE IH·210-C NORTH AIIER!c;Jj T-28 PIPER PA·2SRT-

CESSNA l4o-.l CURTIS HR I EHT CV-I 6REAT LAKES 2HA-2 IIAUlE M NORTH AIIERIC..:N IIAll YA~ "l-4 PIPER PA-12-201 

CESSNA !TI-€ cum ss-i'!I 16l!T 0-52 6REATLAKES 2-T-1-A IIAULE IH•220C NORTH AIIERICAX T-2H PIPER PA-28•141 

CHS!IA HI CURT!SHRl611T E➔-75 6REAT LAXES ZT·IA IIAIJI.E 11-s-no-c NORTH AffERIC..:N AT·• PIPER PA·28·141 

-mm l!l-ll CU1mSS•Vl!l6l!T E-'000 6REAT LAKES 2T-IA-E IIEADOWC!!OFT OIINNOl NORTH AJIERICAII T-29-i PIPER PA-28-18< 

CESSJIA 172-f CURTISS-VA I 6HT ~000 6REAT LAKES H IIESSERSCHIIITT IIE-109-CU NORTH AIIEiilCAN AH-i PIPER PA-2SR·Z( 

CESSNA !TI-If OJRTISHRISHT H~O 6REAT LAKES-ADAIIS 2T-I IIE::iERSCHJI ITT B0-209 NORIH AIIERICAII IIAVION PIPER PA-2iHS~ 

CESSH• 172-1 CURTl:S·WRI 611T TRAVEL A IR 12 6il I FF! N.P I TTS S·IC IIEHE 1-IIOD NORTH AIIERICU Al·o-A PIPER PHB·lll 

CESSNA w JB2-!I CUR 11 ss-va I 6HT TRAVEL AIR 16-£ 6ROB s-10, !!EYER LITTLE TllllT NORTH AIIERICAll Ml PIFER PA•2S·la0 

CESS!U I R-1!2 CY6NET 2F-2A 6RU!fflAN H-f-e IIEYERS on NORTH AI\ER!c;JI HID PIPER E-2 

CESSNA 0 MIH DARI 6Ul 6RUll"AN 6-IU !!EYERS 200-A OLAH CASSUTT 111-11 PIPER PA-2&-140 

CESSNA ~ MOK DAVIS DA-2-A 6RUIIIIAN AHS mm IIUSTAH& "•I OLDFIEl.D SPEt:IAL BAST 6i!EATLAXE5 PIPER PA·28•140 

CESSNA l!l-1. DAVIS 0-H 6RU!l"AN 6-IH-A ftl!iSET "USTANi "~' OLDF I ELD-1.ARSOM BABY 6i!EA ILAKE:i mu PA-2B· l80 

CESSNA HS DAVIS D-2 6l!lllfflAN AIIERICAI AA-SB 1116NET Hll-291 DLDFIEU·iii!DLE iAIT saEAIL.AXES PIPER PA-25·235 

CESSNA 172-1 DAVIS•YAll JEl.1:011 DA-1 6RU!l"AM AIIE!ilCAl AA-SA IIOHii SPORT 115-2 OWEN S·I PIPER PA-29-140-

CESSNA m DICIAU ESrERANZA 6RU!IIIAN A"ER I CAN AA-IC ftOH6 SPORT ftS•H mm JP-001 PIPER PHSRT-21 

CESSNA l!H DIION FORIIAL YEE 6RU""AM A"ERICAN AA-IS "ONHETT IIOHEI PAZNANY-fl TNN PL-4 PIPER PA·22· !50 

CESSNA 150-. DREVS B·H 6RU""AN AIIERICAN AA-IA IIONNETT SOHERAI II PA!IIANHODEHCAL PL-4 PIPER H-C-a5 

CESSNA 15o-F Dm-v11m DELTA JD-7 6RUllffAN A"ERICAN AA-I IIOHNm "ON! PAZIIANHHOffAS PL-2 PIPER PA-20-115 

CESSNA tn·D EAA ACRO SPORT 6RUft"AN AIIERICAN AA-5 IIONNETT ·BtCJ: IIONI PEERW-IIAHLER OSPREY .II PIPER PA-IBA-15( 

CESSNA 182-J EAA POBER PIIIE &RU!IIIAII-A"ERICAN AA-5➔ IIONHETT·BUILER SOHERAI II PEREJRA-e.OREMMS OSPREY 11 ~!PER PA-25-235 

CESSNA IR·IBZ EAMEYERSDDRF BIPLANE H 6RUff"AII-AIIERI CAN AA-5-B IIOHNETT-Clll. YER SOHERAl-!I PEP.EIRA-RICHARTl OSPREY II PIPER H+oo 

CESSNA 150 EArl-CHO"O EAA BIPLANE 6UII~ "1NlCAB-IIIID IIONNETT-OENIL SDNERAI II PEREIRHClu\EFER OSPREY II PIPER PA•IB-135 

CESSNA 120 EAA-ERIO:SOI ACROSPORT 11 6UNDERSOK TRAINER IIONNETT ·£1 SENBRAHDT SOHERAI II PEREIRA-SCHIFFERER OSPREY II PIPER H-C-75 

CESSNA 1!2-11 EAHORES ACRO SPORT II 6UPPHINTll.AFr SNS·2 IIONHETT~1mE SOMERA! II PEREIRr.-5CHIFHiiER 0 SPREY II PIPER PA-18-150 

CESSJIA 172-6 EAA-6UNDERSOll BIPLANE A6-I HALEERSTADT-SIIANSDX D IY IIONHETT-KAftKE IIOMI PE!iEIRA•TRDmlm OSPREY II PIPER H+o5 

CESSNA IBM EAHHUISOH AERO-SPORT II HARLOW PJM IIONNITHEIP SONERAI II PEltEIRA•WILSON OSPREY II PIPER PA•iM5 

CESSHA R-!TH EAA-!IASSOPUST ACRO S?ORT I I HATI CS·I NONNETT-1:LUDY SOMERA! I PERTH AKSOY BIRD Bl PIPER J-4·A 

CE:SNA HBH EAA-!IEADE BIFLANE m-1 HATHCl!!IIM CB·I NONHETT ·LARSON SONERAI II PETE ma; SPCIAI. ft! .PIPER PA-18-A 

CE;SNA 182-f EAA-RODER ACRO S?ROT-15 HATI-STRUB U•I IIONNETT ·LASEURE SOHERAI II PHEASANT OU PIPER PA·2H50 

CESSHA A-152 EAA-UNERTL BIPLANE P•I HATl .YANDERSErn' CB•I NOHNm·LAVIN SDNERAI Ill PIEL-iiEHTLEY CP 750 BERYl PIPER PA·IB-S 

CESSNA · IJ-20&-C ELftENDORF A-I HAW( l "ONNETT-!IAUAHN SONERAI II PIEHORREftAKS CP·lll ENERAU PIPER PA-14 

CESSNA A-!5G-!I ERCOUPE 41H HEATH PARASOL NOHNETT ·NAN6AH SONERAI II PIEL-fOSES SUPR EIIERAUDE PIPER PA-!SA-115 

CESSNA 150-A E!iCOUPE m HEATH-BAUIIER PARASOL IIONNETT ·ftAREK !ION! PIEL~UUCH EIIERAUDt lOIA PIPER PA-24-2&0 

CESSNA A-15H ERCOU!'E 415·0 HEATH·DEAN6ELD PARASOL IIONNETT ·ftCCOY SONERAH PIEL-IICCOHNELL CP· l04•A EIIERAU PIPER PA-22· 108 

CESSHA 17H ERCOUPE m-i HE6Y /CHUPAROSA R C H I IIONNETT-IIIRACLE SOHERAI II PIEL-litAVER CP-301 PIPER H 

CESSNA A-15()-( ERCOU!'E m-c HELIO COURIER H·l91 IIOHNETHELSEN SONERAI II PIERERHCHAEFER OSPREY II PIPER PA-20-150 

CESSNA 152 ERCOUPE m-cu HOLLANDER-CASSllTT Ill-fl ftONHETT ·NI ELSEN SOMERA! IU PIETEHPDL AIRCAlll'ER PIPER PA-20·!l5 

CESSNA 210-ll ERCOUPHlON MA HOWARD D6A·l5•J IIONNETT·NOVAK SOHERAI II PIETENPOL 6N·I PIPER PA-25·150 

CESSNA 1-210-I. ERCOUPHLON A-2 HOVARD D6A-IH "ONNETT-ROBERTS SONERAI II PIETENPOL -msox AIRCAftPER PIPER PA·18·105 S 

CESSNA TU-206-€ El!COUPHORIIEY H HU-60 CRAFT YPS IIONHETT·51KORA SOMERA! II PI ETENPOL ·CHALLIS CHAFFINCH · PIPER PA·2HOO 

CESSNA MOH ERCOUPHOOHET "·10 CADET IH"AN ACRO Sl'IIRT I "ONNETHONERIA SOMERIA II LTS PIETEHPDL-KNl6HI AIR CA"PER PIPER PA-18·!25 

CESSNA 15H ESTU!'INAH HOYET VD-A INTERSTATE S·H IIONHETT • TAPPOH SONERAI II PIETEHPOL-LOEHHDORF /DU AIRCAlll'ER PIPER PA-22·1o0 

CSS-PETERSON NAIi[ EVAHS·DIO!I YP·l JEAN I ES TIDIE "ONNETT •IIAANINS NOMI PIETENPOL-ftARTIJ.OCl AIR mPER PIPER PA-22-20 CCI 

CSS-f'HERSON m EYANS-mnER YP·! JEVETT-LOURDES 0 KONNETT ·IIODD SONERAI II PIETENPOL·ftOCK AIR CAftPER PIPER PA-2HAO·C 

CHA"'ION 7 EYANS·"OCKRUD YP·I JEWETT-ftULLIKEX M IIONOCOUPE 110 SPECIAL PI ETEMPOL -mNSON AIRCA!IPER PIPER J·S·A 

CHANPION 7-£C EYANS·SHAFFER YP·I JEVETT·SAYELS H IIONOCOUPE I ID PIPER PA-28-200-R PIPER PA·20·125 

CHAl1PIDN 7-6CAA FAIRCHILD 24-IHH JEVETT·SVAHNIN&SON QUICXIE "ONOCOUPE 90-A PIPER 140 PIPER PA-22-125 
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PLANE mE -PIPER 
mER 
mER 
PIPER 
PIPER 
PIPER 
PIPER ' 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
r!PER 
PIPER 
PIPER 
PIPER 
r!PER •· \ 
P!TCAIU v\.i, 
mTs 
PITTS ~ 
PITTS w v1 

· PITTS I 
PITTS O t/"; 

-PITTS-!~ 
P!TT:H~6ARTIIEI 
P!TTHA<I 
PJTTS-fEliM 
p ms..;ARCIA 
PITTHiHFFIN 
PITTS-+!£6Y 
PI m-;;EJRONJl!US 
PITTS-!!INCHO.IFft 
PITTMILLDU&il 
PITTS-KING 
PJTTHIHD 
PITTS-IIERRICX 
PJTT5-llll.ES 
PITTS-IIUIIN 
PITTS-OTTER!ACX 
PJTT5-!'D!EP.EZMT 
P ITTS-FOBERElNT 
PITTS-SC!iLANER 
PITTHCH!IIDT 
PITTS-SHEA 
PITTS-SWEET 
PITTS-VERNER 
PITTS-llHEELER 
PJTTHOOLAMAY 
PD!ER SPORT 
PD!ER SPORT 
PDLIER 
POPER SPORT 
PORTERF IEI.D
PORTERF I EU 
PDRTEJiFIW 
PRINCE 
PUSHER 
R 
R 
RMI 
RAWI RDBINSDM 
RARO-AHOREV 
RAND-BAK 
RAND-EEILFUS 
RARD-:IDE 
RNID-KINKEnA 

--- - - - - - ' -- - -
ll1!1!El. -PA-22-123 
H-t.-,S 
PA-2H80 
PA-18-105 
PA-18A-ll5 RS 
1-4-£ 
PA-2M&O-I 
PA-22-20 
1-l-MS 
PA-22-ln 
PA-25-2l5-( 
PA-31, 
PA-28 
PA-15 
PA-18 
PA-12 
H 
PA-17 
PA-22 
PA-24 
H 
PA-:19 
PA-20 
1-2 
Pit-II 
PA-25 
PA-Ila 
PHS 
PA-39 
S-IS 
SIS 
st-! 
ffl!Al 
S-2A NOD 
HC 
s-1 
5-2 
st-l 
H 
S-!C 
5-IC 
HS 
s-1 
5-IS 
5-IS 
HD 
H 
S-IC 
5-IC 
H 
P➔ 
P-7 
5IE 
HS 
HC 
SA-I 
5-2E 
H 
5-IC 
P-5 
H2 
smT 
M 
LM5 
:!5-70 
CM5 
IUSH-HOl'PER 1 
VODDS-CIIAPTER 
112-1 
112➔ 
XR-2 
XR-1 
XR-1 
[R-2 
XR-2 
[R-2 
XR-2 
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PLANE NAKE 

RAND-1.UDTKE 
RAND-THONA 
RANO-Tllll.EJI 
RAHO-TJl!I.ER 
RAND-WARNELL 
REARVIN 
REARVIN 
REARVIM 
REARVIN 
REARVIM 
REARVIN 
REARVIM 
REARVIN 
REPUCA-!41EllPllRT 
REPUBLIC 
REPUBL!C-ODVHER 
REl!Cli BRDIHERS 
RICHARD 
Rocmu. 
ROCKVEU. 
ROCXVW. 
RDCXVW. 
RUTAN 
RUTAN 
RUTAN-AIIS/DIL 
RUTAH-CDI 
RUTAH-f:SH 
RUTAIHHLLE~IN 
RUTAIH.ENASiER/PA&E 
RUTAH-l'ALNER 
RUTAll-l'ASCARRI.A 
RUTAll-l'AY\.DVICII 
RUTAIHADTXE 
RUTAIHA&UI 
RTAN 
RTU 
RTAN 
RTAN 
RTAN 
RYAN 
RTAN 
SAWY8 
SCDRPIDI 
SCOTT 
SH/(LAPIIEIEll 
SHAFOR 
SIT HO!'l'ER 
ST.T HOPPEll 
SLO-JD 
Sl!ITII &REEDRI: 
smH "INIPLANE 
Sl!ITHiiESORIE 
Sl!ITlf-m!N 
Sft!TH-IIIHIPLANE 
SNITII-IIIHIFLANE 
smm ;mm 
S!ITTH-?!EPER 
SNTT!HAIW 
SNOV 
SMDV 
SNDV 
SNDV 
SNDK 
SNDV 
SOUTH m 
SOUTHVDRT!I TAHDEII 
SPARTAN 
SPARTAN 
SPE!fCER 
SPEZI 0-J ARDS 
smr.s 
STARDUST!II 
STARDUSTER 
STATE SECURITIES 
STEAR"AN 
STEEH 
STEEN-,IL.L.£11 

IIIJ!IEl. 

XR-2 
KR-2 
KR-2 
XR-1 
XR-1 
9000 
ms-r 
7000 
am c.OU11sm 
S500 
8500 
ms 
175 
NI ElJ1'DllT 
Rc-l 
RC-l 
SPECIAL 
190A 
112➔ 
112-Tc 
112 
I 14 
VARIVl6aOI 
VARIEZ£ 
68 
vARim 
LDN~l 
vmm 
VARI-ElE 
VARI-HE 
VARI EZE 
VARIEIE 
VARIEIE 
VARI ill 
ST-3 
SCV-145 
HAVION 8 
ST-HR 
UYIDII 
A 
SCI 
6LASATR 
SCDRPIAN Ill 
15-1 
6LASAIR 
SolliAoOJIE 
22 
10 
SJ-1&5 
NINIPLAXE DSA-1 
DSA-1 
NINIPlANE DSA-1 
"IHIPLANE 
OSAR-1 
DSA-1 
IT-I 
mEYINDER 
SIDEVINDER 
600 
AIR TRACTllK 
600S2C 
S-2-C 
AHO! 
S-2 
CHI 
5-1 TEDDTBEAR 
c-ms 
EXECUTIVE 7V 
SPECIAL 
SPORT 
ArRDIIASTa 
TDD 
SA-200 
ARROV F 
H 
smOLT 
SXTBDLT 
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STINSON 
STINSON 
STINSON 
STINSON 
STINSDI 
STINSON 
STINSON 
STINSON 
STINSON 
STIHSON 
STINSON 
STIMSON 
STINSON 
STINSON 
STINSDX 
STm 
sms 
STITS 
sms 
STITS 
sms 
STJTS 
sms 
STITS 
sms-mrn 
ST OLM ORN I NS 
STDLP-9AN I ELS 
STDLMEUY 
STDLP~HlEl!S 
STDLP-mm11 
STOLP~RIKSEX 
STOLHiiDO" 
STDLP-liEHDERS!lll 
STOLMEHNEDT 
STOLP-UEH 
STDLP-"FUNDHR.I.EII 
STDLP~EASR1611T 
STOLP-SI AR1.Ei 
STORT 
SVALLDI 
SVALLOV-(ARAIIIT IS 
SVANSON 
SlllFi 
SVIFT 
TAYLOR 
TAYLOR 
TAYLOMEtXHAN 
TATLDR-5iffiES 
TATLDRCRAFT 
TAYLORCRAFT 
TATLORCRAFT 
TATLORCRAFT 
TATLORCRAFT 
TATLDRCRAFT 
TATLORCRAFT 
TAYLORCiiAFT 
TATLORCRAFT 
TATLORCRAFT 
TATLORCRAFT 
TAYLDRCRAFT 
TAYLOiiCRAFT 
TATLORCRAFT 
TATLORCRAFT 
TATLORCRAFT 
TATLDRCRAFT 
TATLORCRAFT 
TAYLDRCRAFT 
TATLDRl'.llAFT 
TATLO~:..AFT 
TAYLORCRAFT 
TATLORCRAFT AVIAT 
TEftAMEHNT 
TERATDRN 
TERA TORN 
TERA TORN-!IARSHALL 
IERRATORN 
TERRA TORN 
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IIIJ!IEl. J'LAIIE NACE 

108 TERRATDRIHICDAIIIEl. 
I 08-1 TESCl!ENODRF 
!OA THO"AS-il!CXAU 
109-l JHORP 
SIi-BA THORHVIN& 
SMA TINN 
L-5-E TROJAN 
SIHJ TURNER 
10-A UEiEl~Ml6HT-TllS 
108-2 I/LIRA LISHT 
SR-SC YA116RWISVElH'EIIERS011 
SR-7B YAIHUIL 
HW75 YAR6A 
SMC YELLINE vn VELOON 
SA-l VIXl~rfl.ANA6AN 
SA+A YIKIN6-•AlELVOOD 
SA-H SITtllll'£ YIXIH.-nAZEL.ooD 
SA-,A YIXIN6-5WM 
SA-! H YDI.XSl'LANf 
SA+, VOUSPLANE 
SA-H \'Ol.[S?l.Ali£ 
SA-7-v YOLJ\Eii 
SH \'Ol.r.EiH'INII 
SA-a YULIIT 
smousm ra 'Ill.TEE 
SAlOO YULlu 
SA-I 00 VAi-AtRD-FD!EREIIIT 
ESAlOO ' UCO 
STARDUSTIR !'00 iACD 
STARDUSTER TOD IACII 
STAROUSID Tai IACO 
STARDUSTER IACO 
STARDUSTER ¥ACD 
STARDUSTER TO UCO 
SA-300 IACD 
SA-100 IACII 
866-01-111 WACO 
VH VACD 
TP VACll 
B IACII 
HALBE!'.ST ADT O 4 IACD 
6C-U IACD 
SC-! UCO 
"OKOPl.AXE IACD-SDC.;TA 
T-2 iAHERD 
NOHO HI u.-.;EiiD 
CODH iA&-AEiiD 
BC-12➔S IAHEilD 
F-19 1/oHERHARTllM& 
HN IAr•ERO-HENSON 
BC-12➔ IAHERD-IICflANUS 
BL U&-i\ERO-mOL" 
BC-!5 IAHERO-:CHNEIDER 
BL -o5 ¥AHER0-5CliVEm 
BC-I Ml iARVIO: 
BF-50 VEcEMAND 
BL-12-!5 IEFE!. FLYIN& FUA 
BF-12-!5 IHITAKER 
OHS ilTTNAH 
BC-IM~ l!HNAH 
ec-m-1 mmH 
L-2-11 IITTKAN 
L-2 VITT"AN 
A l!HNAN 
DCD-&5 IITTNAN 
BL-65 mmx 
DC-05 IIT1"AN 
F-19 IITTKAH-COUSHLIM 
BC-12 I ITTNAN-!!UCH 
J-2 CIM!!IT I ITTKAH-KCgU I STOM 
flDHO-fLT IITTflAIHHIESWI 
TIERRA I IDDDY 
TIERRA II IRl6HT-JYl VOTEC 
TIERRA 11 !ENAIR-ASHWORTH 
TIERRA 11 !ENA IR-PH I LLIPS 
TIERRA 11 lEHAIR-RDflBDUSH 

l!Ol!El. 

HERRA 
FDUR-!lllllN£11 
ESP ERAlllA-i 
HS 
T-18 
11-2-T-l 
A-2 
HO-A 
L16HT VEI&JIT 
HAVl 4 
RY-l 
SPDRTS!WI 
mo A 
em!Y RUH 
COUSAR 
DRA60NFLT 
DRA60liFLY 
DRA60HflY 
DRA&OIIFLT 
YM 
VP-! 
Ve-I 
VJ-22 
SPDRTSJIAJI VJ22 
JT-13 
iT-15 
JT-IH 
CUJT 
10 
&IE 
YIS-H 
CCC 
CTO 
TDC 
ns-i m; 
n:c 
RNF 
CJC 
DJC-i 
AAE 
RPT 
ASO 
UPF-7 
r.s-m-.1 
ACRO 1.AIHEII 
CHUBBHUBT 
VA6 • 8(11(0 
CUST 
CIJJY 
sum C11JY 
SPDRTSIIAH 2+2 
CUBY 
SPORT nAIHER 
CU!Y ·~ XR-2 
HIH&O 
CEHTEilVIN& 
i!TTS V 
M 
TAILVIHD 
V-10 
ID 
BONZO 
DFA 
V-IT 
i+t 
HD 
TAILVINO 
TAILVlHO v-8 · 
TAILWIND 
PUSHER 
FLYER REPLICA 
CH-200 lEJHTH 
CH-250 
CRIO:IT NC-12 

- - -
PI.AIIE NACE 

BEECHCAAfT 
CESSNA 
DEHAVILUNI 
DEHAVIU.AND 

AIA2 ll.Ol 

DEHAY lll.AllHEPLI CA 
PIPER 
PIPER 
PIPER 
PIPEJI 
PIPER 
PIPER 
PIPER 
PIPER . 
PIPER 
PIPER 

A!Al ll.Sl 

NOllEl. 

8-lHC 
HIIHI 
011-m mv 
Tl6ER IIOTH82A 
am 
PA-32R ·300 
PA-l2R-301T 
PA-J2-JOIT 
PA-32-160 
PA-l2RHOIT 
PA-32RHOO 
PA-l2R 
PA-32RHOOT 
PA-3,NOO 
PA-il 

DE HAVILLMD OHM 
DEHAY 1 LL.AHO DHC-1 
OE!IAYIL.I.AIII DHC-2 

All! ll.Ol 

l!JIAIR-ONETD! 

AIB2 ll.~I 

AERO con"mER 
AERO CDNIANDEi 
IEEuiCl!AFT 
SEEOiCl!AFT 
iuC'nCl!AfT 
EEECHCRAFT 
SEtv.C.AFT 
IEECHCRAFT 
CE:iSNA 
CESSNA 
m.~ 
CESSIIA 
CESSNA 
cmllA · 
CESSNA 
CESSNA 
cmw, 
CESSNA 
CESSNA 
CE5SNA 
CE;SHA 
DORNIER 
DORM I ER 
DllllHIER 
6ilU""AN 
6RU""AM 
6iiUflNAN ANER!CAN 
6ULFSiiitiJI AAEii I CAIi 
HAL:~Eil 
PARTEMAYIA 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
P !PER APACIIE 

Cl!IOIT IU:-12 

560-f 
5&0 
76 
T-H-A 
EA-16 
T-34-i 
T-34-C 
T-34 
!iH 
320-A 
!lM 
!lH 
:ITT-i 
m 
320-i 
l20-C 
!!7-f 
m-D 
r-m-H 
m~ 
m-o 
oo-2a+1 
no-::H-1 
co-za 
6-44-.l 
H4 
6,.-i Clll16AR 
6,H 
SAFETY TWIN tl 
6Si VICTI!a 
PA➔OIP 
PA-34-200 
PHOIB 
PA-3H 
PA-34 
PA-3HDOT 
PA-3H0o-T . 
PA-44-180 
PA-13-250-0 
PA-13-m 
PA-2l-25o-B 
PA-23-250 
PA-2H50 
PA-2J-2SO-C 
PA-23-250-i 
PA-23-160 
PA~4 
PA-30 
PA-2l 

- - -AIBl 14.0l 

IIDDEl. PUii£ "AIE .. -
......-- --
AERDSTAa 
BAU"Ali 
BONAHIA 
CESSNA 
LEARFAJI 
MONAD 
NDNAD 
NOflAD 
PIA6ii1D 
PIA6ii1D 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
PIPER 
RDO:VEU 
Rocmu. 
RDCXVW. 

AICI (5.01 

Dtll HERl1II 

A2A2 tl.Sl 

PIUTUS 

A212 (4.0) 

AERO Cl!ll"ANOEJI 
AEAO CQMAKOEi 

A2Jl 14.SI 

AERO CQMMOER 
AERO CO.mHDER 
AERO C!lll!IAHDER 
AERO C!lll!IANDER 
AERO CDMANDER 
AERO COIIIIANDER 
AERO CDII/IAHDER 
AERO CC.WHDEil 
AERD-<:OII/IAHOER 
AERD-i:Dl!IIAND£R 
ANTDHOY 
BEECHCRAFT 
m:C!'.Cl!AFT 
8HA-2A 
Dlff DIIVE 
PIL ,n. 
TU SIii 

A2C4 lt.5l 

ANTDHIIV 
8RE6UET 
CASA 
DE!IAYILLAIID 
6AC 
JAi 
NORTH ANER I CAN 
NORTH ANERICAK 
Pll 
VDLPAR 

1,01 
I 8-290 

T-34 
320 

. 2100 
11-22-B 
11-24 
11-22 
P-IJH · 
P-IU PORTO! 
PA-34-220-i 
PA-34-220T 
PA-34-
PA-23-250-1 
PA-23-m-f 
PA-34 
500-5 
500-S 
500 

114 

PN 

500-B 
500 

680 
SOIHI 
680! 
no 
UI 
50H 
680S 
i,BO-i 
6805 
ms 
All-14 
E-18-5 
HS 
TRISUIIDER 
104 
N-15 
All-2 
11 

All-28 
914S 
C212 AVIDCAR 
Olio 
100 
ARAVA-201 
M5➔ 
8-25--.I 
All-28 
CEJHEHNIAI. 
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AIDI IM CESSNA 410 AERO CD"PIANDER 600 6ATES LEARJET 55 AIRBUS A-310 BDEIN6 . m 

DEHAYILLAND DHC7 CESSNA 402-B BEECHCRAFT B-80 HANSA HAB-:120 ANTONOV AN-10 DOUGLAS DC-10 30/40 

DEHAY I LLAND DHC-7-102 · CESSNA 310-J BEECHCRAFT HO HS 125 HOit ANTONOV AN-12 DOU6lAS DC-Ml 

DEHAYILLAND DHC-7-lOl CESSNA 421-8 BEECHCRAFT UC-45-J HS-748 700 BOEIN6 7208 DOUGLAS DC-B-63 

DEHAYILLANI DHc-4 CESSNA 305 BEECHCRAFT H-19-S HS-748 600 BDEIN6 MH DOUGLAS DC8 60170 S 

DOU6LAS DC-J--6IOZA CESSNA 401-A BEECHCRAFT BA-560 LEAR JET 2l BOEIN6 720 ILYUSHIN IL-86 

DOUGLAS DC+6ZCZA CESSNA l40 BEECHCRAFT A-90 LEAR JET ~ BOEIH6 m ILYUSHIN IH2 

DOUGLAS c-47-0 CESSNA 414 BEECHCRAFT MO LEAR JET 24-F BRE6UET 1150 LOCKHEED IO!HOO 

OOU6LAS MH CESSNA T-310-11 BEECHCRAFT H-1B LEAR JET 25-B CANADAIR CL-600 LOCXHEED 1011-500 

DDU6LAS DC-l-A CESSNA 402 BEECHCRAFT MO LEAR JET l5-A CANADAIR CL-44 LOCKHEED 1011-250 . 

DOUELAS DC+C CESSNA 650 CESSNA 441 LEAR JET 2M CANADAIR CL 600 LOCXHEED T-33-A 

DOUGLAS Dc-3 CESSNA llH KIN6 AIR 911 LEAR JET 24 LOCXHEED 1011-600 LOCKHEED P-3BL 

HERALD HP CESSNA 401-1 ROCXVEll B40 LEAR JET 2 LOCXHEED 100-20 LOCXHEED T-33 

11,)'USHIN IL-12 CESSNA 425 TURBO COl!"ANOER 200 ROCXWELL C 1121 LOCY.HEED 400 LOW!EEO LIOll-500 5£ 

CESSNA 310-11 aocmu ABRE-75:A LOCXHEED 100-30 LOCXHEED . 10-E ELECTRA 

Al1)4 16.51 CESSNA 31M 82C4 16.0) TRANSAL.l C-160 ROCUELL B-1 

CESSNA 421 dill) 
cm t6.o> 

ANTOHOV AN-72 CESSNA llo-L AERO CD!1"ANOER 
cm 19.o> 05£5 1101 

FA IRCHILD C-123 CESSNA 401 BEECHCRAFT JOO ROCIVEll. ,ao 
AAHSTOL QSTOL CESSNA 310-11 BEECHCRAFT 6-200 AIRBUS A-300 BOEIN6 8-52 

CESSNA 404 BEECHCRAFT 200 C2t5 (7.01 BOE!N6 707-100 BOEIN6 m 

A4D5 · !7.51 CESSNA 310-¥ CESSNA 550 BOEJHS 707-420 BOEIH& H 

CESSNA 305-A DASSAUL H~N All mm CANADA IR CHALLEN6ER BOEIH& 767 IOEIN6 m-sa 

80£1116 Tt-14 CESSNA 500 DASSAULT /SUD FAN JET FAlCII LOCXHEED 1329-25 BOEJN6 707-3201 

UlCXHEED 1649 CESSNA 3lo-f mRAER EIIB 110 REPUiLIC H4 BOEIHG 707-320 E2115 {8.51 

CESSNA UH FALCON 50 IOCXWELL NA-21:5➔0 LOmiEEll 1011-200 

1112 14.0) CESSHA 310-lt &RU""AN &-73 RDCXWELL SABRE 80 LOCXHEED 1011-1 LDCXHED SR-71 

CESSNA 411 GRU""AN &-159 IOCY.VELL NA-265 LDWIEED c-t41A 

,.j BEECHC!!AFT MB CESSNA 310-1 6RU"m-APIERICAN &-159 ROCXVlli 601 LOCKHEED t-1418 ac 19.5> 

BHCHCRAFl 56-TC CESSNA 421-C HANDLEY PASE JETSTRm SABERLJNER JET TUPOLEY TU-I 14 

BEECHCRAFT !-55 CESSNA 340-A HAWKER SIDDELET DHl25-400 VICKERS YC-10-1150 l\JPDLEV lll-144 

mcHCRAFl c-55 CESSNA 414-A HAWKER SIDDELEY HS-125-700A 00 (7.5) YICXERS vc-10-1100 

BEECHCRAFT A-55 CESSNA 501 HAWKER SlDDlliT DH-125+AR YIWRS-VISCOUIT 745-D 

BHCHfllAFT MO Cl!HEHIIE HAWKER SJDDELEY DIH25-400A TAIIIVLEV TAHO 

cm~ 
310 mRAER m HAWKER sIDDaEY HS-125--400 CE 19.51 HIHO 12.01 

ms 310-8 FORD 4-AH HAWKER S IDDlliY OIi-i~ cm 1e.01 

msn 310-A HA"1LT1JN W£STVIND KIN& AIR 200 BDEJN6 747-SP SISO 11.5> 

CESSNA 310-D LOCXHEED 12-A NORD 1101 h-650 ARGOSY 

CESSNA 310-C "1TSIJBIS!II "u-21-m NORD 2&2 IAC 111-300 Co£5 110) UIUO 11.0l 

PIPER PA-30-S msuatsHt IIIJ-2B-30 ROCKIIEU. SABRE 60 UC 111-400 

PIPER PA-30-C "1TSUBISHI ftU-2+23 ROCXWELL SABRE 65 Jt,C 111-200 AIITONOY AJl-22 mo 10.s1 

msuBISHI IIU-2-f SHORT BROS. l30 IAC 111-m LOUKEEJ) MA 

1113 (4.51 "1TSUBISHI "U-2-B SHORT BROS. 360 IOEll/6 8-17-!i 
mo 10.01 

"1TSUBISHI IIU-2-8-20 SHORTS SOMO IOEJN6 m-200 DIC 17.01 

mo co""ANDER 690-A "1TSUBISHI "U-2-J 1Dt!N6 m 
mo 10.01 

AERO co""ANDER 690 msu&ISHI "U-2 831: 17".0) IOEJN6 727-100 LEAR JET l!CJ 

AEROSTAR PIPER PA-31-325 IOlliiLAS DC9 10120 SER. LEAR JET l5 

AJ I HUSTLER PIPER PA-31-350 ANTUNOV AN-30 IDU6lAS DC9 30/40 SER. LEARJET 35-A 

BEECHC!!AFl Mo-A PIPER PA-31-1 ANTONOV Alf-24 IOlliiLAS DC9 SUl'ER BO 

!EECHCRAFT c-45-1! PIPER PA-31-P CASA C-207A AZDR DOU6LAS DCMO om 1a.51 

2EECHCRAFT &-1&-S PIPER PA-ll-310 CONYAIR 580 IOU6LAS OM 

BHCHCRAFT t-45 PIPER PA-31-352 CONYAIR 340 DOUGLAS OMA BAC 111-500 

BEECHCRAFT ,-18-S PIPER PA-31T CONYAIR 240 IOU6LAS DC-9-80 BRITISH AEROSPACE 146 

BHCHCRAFT D-95-A PIPER PA-31 CONYAIR 440 hH TRIOEMT 121-2 BRITISH AEROSPm Bil 

BEECHCRAFT AHi PIPER PHOI DEHAYILLAND DHc-5 DtH TRIDENT 12l-2E BRITISH AEROSPACE 14h-200A 

BEECHCRAFT 58-¥ ROCKIIELL 681➔ FAIRCHILD HILLER FH227 FAIRCHILD c-m DtH TRIDEJH 121-l 

BEECHCRAFT 8-1,0 SIKORSXY 5-76 FDXXER F-27 FOXXER F-2B DtH TRIDEICT 121-38 

BEECHCRAFl D-55 FOKKER FAIRCHILD F27 SllFSTRE.M A"ERICAN &-I 159A TUPDLEV TU-134 

BEECHCRAFT IHO B!C4 (5.51 HINDUSTANI 748 

BEECHCRAFl 60 HS-748 ANDOVER C 
6llFSTRm AIIERICAII &-1159 

BEECHCRAFT c-18-5 IRE611ET FAL-10 HS-748 ANDOVER 
HS-mROD lll2 om1u1 

BEECHCRAFT H5 BRE6UET FAL-20 mm 404 
LDCXHEED P-3 

BEECHCRAFT 95 EftBRAER 121 NIHON YS-11 
LOUKEED 188 BDEIIIS 707-200 

BEECHCRAFT . 58 FAIRCHILD SWEARINGEN "ETRO 
SUD 210 COHYAIR 990 

BEECHCRAFT 6-18 LEAR JET 2B-29 BlDS (7.51 
l1JPotEV TU-124 CONYAIR 880 

BEECHCRAFT E-55 "1TSUBISHI DIAftOND ftU-300 
VICXERS YC-2 TUPDLEY TU-154 

BEECHCRAFT D-18 NORTH A"ERICAN NA-265-40-A &RE611ET 200 
IAl:DilV YAK~2 

BEECHCRAFT " NORTH mRICAN NA-26HO DEHAVllLAMD CDll£T 4C 

!EECHCRAFT F-90 NORTH A"ERICAN NA-265 
BEECHCRAFT 65 PIA6610 P0-80& am 19.51 

BEECHCRAFT 58P ROCXVELL SABRE 40 
BEECHCRAFT B-100 SVEARINSO SA-227-AC ILTUSHIN IL-7o 

BEECHCRAFT MS SVEARIN6EN SA-226 
BEECHCRAFl 56 SWEARIN6EN SA-226-TC 
BEECIICRAFT me SVEARIN6EN SA-2b-T 
BEECHCRAFl A-100 SVEARIH6EN SA-226-TIB> 

CESSIIA 310-6 SWEARIN6EN "ERLIN 111-C 
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MONTICELLO MUNICIPAL ~IRPORT 
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* Approach Speed: 
* Wingspan: 

DESIGN 

Less 
Less 

than 121 knots 
than 79 feet 

* Utility Airport (General Utility Stage I) 
* Airplane Design Group II 

jsrnTj 
-

Will airport: ~ Will airpon: 
serve airplanes "7ich approach serve airplanes "7ich <ri.ngspans 
sneeds of 121 knocs or more. of 49 feec or -=iore. 

NO n:s 

Will airport: Will airport: ....-- serve .uI1)la.nes "7ich "'1ngspa.ns serve airplanes "7ich "7ingspans 
of 49 feec or !!!Dre. Dasign airport to of 79 feet or :nore. 

I r, tJcilicy Airport: 
NO A:1..r;,lane Design Group I Y"..S 

I 

(Small airplanes only) 
Will airport: NO r, ◄ -a"-a ➔ """1 ,tar,da-r-ds. Will airport: - ~ serve airplanes of more than serve airplanes "7ich "'1ngspa.ns 

12.500 oounds. 
Design airport co of 118 feec o-r- -=iore. 

I 
tJtilicy A1rpon: 

YES 
.Ur;,lane Design Group I n:s Dimensional Standa-r-ds. 

~ 
Will airport: NO Design airport: co 

~ 
Will airport: 

serve aL-;,lanes inch "llingspans tJcilicy Airport serve airplanes "1th "1ngspa.ns 
of 79 f eec or 'llOre. Air;,la.ne Design Group U of 171 f eec or =re. 

Dimensional Standards. 
YES YES 

Will ai.r;)orc Y"..S Will air;,orc 
serve airplanes "7ith approach serve aim.lanes "7ich "7ingspans 
Slleeds of 91 knots or more. of 197 feec or more. 

I 
NO n:s 

Will airport: NO Design airporc to 
serve airplanes "1th "1ngspans tJtilicy Aiporc 

.. of 118 feet or !!!Ore. Airplane Design Group IU 
Dimensional Standards. 

!YES 

NO 

NO 

NO 

NO 

NO 

- - - .. -
DESIGN AIRCRAFT : 

Design airport: to 
T:::anspon: .Urpore 
Air;rlana Design Group I 
Dil::ensional Standards. 

, Design airport: to 
Tran.soon: .Urporc 
Air;rlane Design Group U 
Dimensional Standards. 

.. 
, Design airport to 

Tran.spore Airpon: 
Airplane Design Group m 
Dimensional Standards. 

, Design airport: to 
Tran.spore Air;,orc 
Airplane Design Group IV 
Dimensional Standards. 

Design airport: to 
Transport: Airport 
Airplane Design Group V 
Di::!ensional Standards. 

Design airport: to 
, Transport: Air;,orc 

Airplane Design Group VI 
Dimensional Standards. 



RUNWAYS AND TAXIWAYS 

Runway Alignment and Wind Coverage 

Runway alignment is based upon a number of factors to include 
topography, cultural features, physical features, land ownership, and 
environmental and climatic conditions. Of these, wind coverage provided 
by an existing or proposed runway is a primary concern. 

The optimum runway orientation is one which will provide the airport a 
95 percent level of wind coverage at a crosswind component value not 
exceeding 12 m.p.h. (10.5 knots) for small airplanes and 15 m.p.h. (13 
,~nots) plus for large airplanes. A large airplane is defined as an 
a i rp 1 ane of more than 12,500 pounds maxi mum certificated take-off 
weight. 

In Iowa, the wind is so varied that consideration must be given to 
supp 1 ementa 1 wind coverage. Of primary concern is the affect of the 
cross~vind component on small airplanes. Historically, the primary 
runway alignment has been one that will obtain maximum wind coverage at 
12 m.p.h. crosswind component value. The primary runway alignment for 
most airports in Iowa fa 11 between O 00' , and N 30 00' W. A 
north/northwesterly alignment typically provides wind coverage of 78 to 
88 percent at the 12 m.p.h. crosswind. 

A second or crosswind runway alignment is then selected to provide the 
airpor·t with a 95 percent level of wind coverage. The crosswind 
alignment was generally N 90 00' E to N 29 00' E. The !DOT, as a rule 
of thumb, recommended a mini mum 60 degree separation between runway 
facilities. Although this is not a standard, it does minimize a 
duplication of wind coverage. 

For the most part, the primary runway has been hard surfaced while the 
crosswind runway has been maintained as a turf facility. Even though 
the same airplane may use both runways, limited funds for construction 
and maintenance has precluded hard surfacing of the crosswind runway at 
most general aviation airports in Iowa. Where the crosswind component 
e xceeded the operational characteristics of the airplane, an alternate 
airport could be used. When benefits e xtended from hard surfacing the 
crosswind runway are compared to construction and maintenance costs, use 
of an alternate airport or development of a turf runway appears the most 
rea 1 i st i c choice. Where there is substantial use of the airport by 
small airplanes, a crosswind runway may still be desired even though it 
may never be hard surfaced. 

Where a crosswind runway can not be constructed due to topographic 
conditions, cultural features an/or environmental constraints, ~he 
primary runway consideration may be given to increasing the width of th~ 
primary runway. Reference may be made to Appendix 1 of FAA AC 150/5300 
- 13 which discusses runway width and allowable crosswind. 
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TABLE 3-2: RUNWAY WIDTH VS. ALLOWABLE CROSSWIND 

Runway Width 
Less than 75 feet 
75 feet but less than 100 feet 

100 feet but less than 150 feet 
150 feet or more 

SOURCE: FAA AC 150/5300 - 13 p.87 

Allowable Crosswind 
10.5 knots (12 m.p.h.) 
13.0 knots (15 m.p.h.) 
16.0 knots (18.4 m.p.h.) 
20.0 knots (23 m.p.h.) 

Since wind data is not available for the Monticello Municipal Airport, 
wind data tabulated for Cedar Rapids was selected as being most 
representative. Reference may be made to Figure 3-1 which depicts an 
all-weather wind rose for Cedar Rapids. 

I 
I 
I 
I 
I 
I 

Calms• 6 , IX 
Celling an,I vlalLlltty iroup i 

r 
I 
I 

Greater tl,ou 1000 ft n11d/ot l •lle ■ • 90.2% 
l~ss tl1on 1000 ft and/or l mlle1 • 9.8% 

IBO 

FIGURE 3-1: CEDAR RAPIDS WIND ROSE (MPH), RECORD OF PERIOD 1964-1968. 

Runway Length 

Table 3-2 sets forth the runway length curves for those airplanes having 
less than 10 passengers seats. Given an elevation of 845 feet above sea 
level and a mean daily maximum temperature of 87 F., a runway, 3900 feet 
in length, would accommodate 100 percent of the small airplane feet. 
For airport planning purposes, it is re.commended that the runway be 
developed to a length of 4000 feet. 

100% of fleet 
95% of fleet 
75% of fleet 

3900'+ (4000') 
3300'+ (3400') 
2700'+ (2800') 
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AC 150/5325-4A 

AillP<llT IUVATION (FUT) 
1 

EXAMPLE: 1 ' , 10000 
TEMPERATURE 59 • F : 1 

AIRPORT ELEVATION SL - -'8 -ig lJ , II 

RUNWAY LENGTH: ~~ ~J ,_ 
75% 2200 I t- I~ 1.I_ ~ r~ 
gs~ 2100, ._ •~

1

·~, , ~ ~ 1: ~A In in 11111, 
100.. 3200 ':l - lt:cr.u II II 

II [1 

9000 

ll 1111111111 U'I U111111 Lttffi,d~I Iii 111111111111 ➔~I U111111 
Ii 

, , , , , • , , ~I tt1 tt1 111110 ~1 lfl l.f 1 11f 1111111 tif Ulr1 U1 I U1 1111 
I/ 

8000 

1111111t4I~111111411111 ~1 l,ffff /A-m 11111118 MI J~ Lrl 11111 
Ii I I I.i ., 

1111 r 7000 

'ti 

V I, 

,... 

E ...... 
r, llll-1111&1111111111 6000 ~ 

~ 

II' -1.J.L I" r _. _]~ a:il3 
• .LlJ I;' Ll IL...L ~ ... _1 ,ti_! 

.lf'_l t:, l"'I 111 .J .J 1 [. ~ I "" L4 ~[} LL ~ _{'\ ,~ J 

1.£1 !,rl l ct'.<! £.l.J __ ~ lil..a ..- ll .J-!r,.C) 
It ~ - -~ ( Loi Jl'")I.J.L.L i,: ~ It'. I ll ..l II' -1.LJ i,, 

.,. .1'~ ~ I"'{ .Lf:_'r-f:) IL 

ll ., II'')~ It'. ,,..c:P; I'!: :! ~ I( 

~ .Tl .1 ~ I" It'. .,. -1 LJ.J~ ll n 

I,; 

U I I t.1 Ill !:)' 1, 

5000 

~ 
i 
~ 

~ .. -r,.C)~ ,, .- ... ,,. '.:A"'H- I Jl 71111 

,. "'~•1. ., ~• ~L..,L t- ~ __ 
.. ~~~- -•·-~ • - ... ~!" 1,,,'177 ,If - Tn 

4000 ... 

•- v' TT-,, - -YI --.,,, -r--t-1 

'" L, ..--,.." L •ciW" - '-<f!: e 
. " .. " .. • ,,J4. ' ' . -· :+,"" .. tl,.\, ' ; , - ~~ I, Pf" , 71 ' "I T • -

- ~ _J - ~ I I . I 7"l1 I I 1117 - TT1 -r, 3000 

I., 

I, 

50 75 100 50 7.5 100 so 75 100 
2000 

MEAN DAILY MAXIMUM TEMPERATURE (F 0
), HOTTEST MONTH OF YEAR -

75% OF FLEET 95% OF FLEET 100% OF FLEET 

F.'IGURE 3-2: RUNWAY LENGTH TO SERVE SMALL AIRPLANES HAVING LESS 
THAN 10 PASSENGER SEATS. 
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Obstacle Free Zo~e. (OFZ) 

The obstacle Free Zone (OFZ) is a three dimensional volume of airspace. 
The runway OFZ e xtends 200 feet beyond each end of the runway and to a 
width of 2 50 feet for non-precision instrument and visual runways 
serving small airplanes with an approach speed 50 knots or more. 

The approach OFZ applies to runways with 
inner-transitional surface OFZ applies 
runways. The obstacle free zone is to be 
except frangible navigational aids. 

Runway Object Free Area, (OFAl 

an approach light system. The 
only to precision instrument 
maintained free of all objects 

The runway object free area ( OFA) is a two di mens i ona l ground area 
surrounding the runway. The OFA extends 500 feet beyond the runway end 
and outward 200 feet from the runway centerline for non-precision 
instrument and vi sua 1 runway constructed to Airplane Design Group I 
standar·ds. 

For visual and non-precision instrument runways constructed to Airplane 
Design Group II standards, the OFA extends outward 600 feet from the 
runway end and 250 feet out from the runway centerline. 

The runway obstacle free area clearing standard precludes parked 
aircraft and objects. 

flunway Safety AreaJRSA) 

The runway safety area represents an area extending along and outward 
from the runway that is capable of supporting airplanes which veer off, 
undershoot or ove1~run the runway. Design standards set forth in AC 
150/5300 - 13 require the runway safety area to be capable, under dry 
conditions, of supporting snow removal equipment, aircraft rescue and 
firefighting equipment, as well as an aircraft, without causing 
structural damage to the aircraft. 

Consequent 1 y, the RSA must be graded and free of objects except for 
frang ·ible mounted structures. Grades should be designed to prevent 
accumulations of water. A good turf should be maintained to prevent 
erosion. 

For nonprecision instrument and visual runways designed to Airplane 
Design Group I standards, the RSA e xtends 240 feet beyond the runway end 
and 60 feet outward from the runway centerline. Those runways 
constructed to Airplane Design Group II standards, the runway safety 
area (RSA) e xtends 300 feet beyond the runway end and outward from the 
centerline 75 feet. 
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Declared Distance 

The declared distance standards may be used under special circumstances 
when the runway can not be constructed to conventional runway standards. 

"Conventional runway configurations, i . e. runways with safety areas 
beyond both runways ends and without displaced thresholds, 
clearways, or stopways, are recommended." 

SOURCE: FAA AC 150/5300 - 13 p.22 

Prior approval by the Federal Aviation Administration is required before 
using declared distances standards. 

Taxiways 

Taxi ways ar·e constructed for the purpose of moving aircraft between 
var- i ous components of the airport. As activity increases, taxi ways 
become necessary for the purpose of increasing airport capacity and 
providing for increased safety. 

The Iowa DOT, as a rule of thumb, generally finds justification for a 
f u 11 pa1-a 11 el tax i way system when tot a ·1 annual operations exceed 50,000 
and a partial parallel taxiway when annual operations approach 30,000. 
Based upon the forecast of aviation demand and !DOT criteria, there 
would appear to be no activity justification for the construction of a 
full parallel tax iway to increase runway capacity. A full and/or 
partial parallel taxiway would be expected to receive a low priority in 
terms of funding. 

Should a partial or full parallel taxiway be constructed, the following 
minimum criteria should be maintained. 

- Runway Centerline to Taxiway Centerline: 
240 feet (Design Group II) 

- Taxiway Centerline to Parallel Taxiway and/or Taxilane 
Cente r line: 

105 feet (Design Group II) 
1.2 times the wingspan of the most demand airplane plus 
10 feet. 

- Taxiway Centerline to Parked Aircraft and objects·: 0.7 times the 
wingspan of the most demanding airplanes plus 10 feet. 

65.5 feet (Design Group II) 

- Taxiway Width: 
35 feet 

- Radius of Taxiway Turn: 75 feet 

Taxiway Safety Area: 
79 feet (Design Group II) 
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- Taxiway Object Free Area: 
131 f eet (Design Group II) 
or 1 .4 times the wingspan of the most demanding airplane 
plus 20 feet. 

Should a new runway be built, and the present runway pavement used as a 
tax iway, it is recommended that separation of 300 feet be established 
for future precision instrument operations. 

Taxiway exits should be located based upon activity. At low activity 
airports, a right angle taxiway e x it located at the runway end and near 
the mid- point o f the r unway would provide an adequate level of service. 

Turnarounds are currently available, but they should be expanded to 
meet the established standards. 

FIGURE 3-4: TURNAROUND 

RUNWAY 

-------

~ 80' 

SOURCE: FAA AC 150/5300 - 48, CHG. 6 

~ 

m 
0 

-.J 
0 

0:, 
q 

The tax ilane is defined as that portion of the aircraft parking area 
used for access between tax iways, aircraft parking positions, hangars, 
and storage facili t ies. 

The width of the taxilane should be 0.6 times the wingspan of the most 
demanding airc1-aft plus ten feet. Using a wingspan of 48.9 feet 
(Airplane De sign Group I), the taxilane should be 80 feet. 
Consequently, no hangar, fen ce , etc . should be located within 40 feet of 
the tax ilane centerline. The in t ernal taxiway syste m providing access 
to tee- hanga1-s shou ·1 d be no I ess than 20 feet in width. 
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DRAINAGE 

An adequate drainage system is important for the safety of aircraft 
operations and for the longevity of the pavements. Improper drainage 
can result in the formation of puddles on pavements which are hazardous 
to aircraft landing or taking off. Improper drainage can also reduce 
the load bea,- i ng capacity of subg rades and the anticipated life of 
expensive pavement structures. 

Surface drainage systems should be designed on a five year frequency of 
storm. Methods of computation are contained in FAA Advisory Circular 
150-5300-58, Airport Drainage. 

Subsurface drainage systems are desirable where water may rise to within 
one f oat of the pavement sect i 011. Water in the subgrade contributes 
directly to frost boil and heaving action. Also, saturated subgrades 
e xhibit a greatly reduced load bearing capacity. For these reasons, 
soil conditions and subsurface water conditions play an important part 
in airport design. 

A subsurface drainage system consisting of 4 and 6 inch perforated tile 
may be required under the paved areas of the airport. 

Runway, Taxiway, and Apron Paving 

Airport pavement is intended to provide a smooth and safe all weather 
surface free from particles and other debris that may be picked up by 
propeller wash. The pavement should be of sufficient thickness and 
strength to accommodate the anticipated loads without undue pavement 
stress. Pavement for the Monticello Municipal Airport Facility should 
be designed to accommodate single wheel gear, of 12,500 1 bs. maxi mum 
weight. 

The various pavement courses are shown graphically in Figure 3-5 and 
describe as follows: 

SURFACE COURSE: 

BASE COURSE: 

SUBBASE COURSE: 

Includes Portland cement concrete, bituminous 
conc1-ete, aggregate bituminous mixtures, or 
bituminous surface treatments . 

Consists of a variety of different materials 
which generally fall into two main classes, 
treated and untreated. The untreated bases 
consist of stone, gravel, limerock, sand-clay, 
or a variety of other materials. The treated 
bases normally consist of a crushed or 
unc1-- ushed agg1-egate that has been mixed with 
cement or bitumen, or a mixture of soi 1 and 
·1 ·j rue. 

Consists of a granular material or a stabilized 
so ·i I. 
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FIGURE 3-5: TYPICAL PAVEMENT SECTION r PAVEMENT WIDTH 

1 
- SllRfF>-CE I -, 

B'1.SE PCC 

SllBBf>.SE SUBBASE 

12"-, r- ~ r-12" 

SOURCE: FAA AC 150/5320-6C 

A report of the pavement inventory, condition and a five year budget 
plan estimating the annual rehabilitation dollars required to maintain 
a desired level of pavement condition, was published in January, 1990 by 
the Iowa DOT, fr·om a sur-vey conducted in May of 1989. This is the 
latest and most reliable information concerning the pavement at 
Monticello Municipal Airport, and is reprinted herein in its entirety 
for reference in further planning activities. 

Runway Grade Change and Visibility 

Consideration must also be given to runway grade changes, line of sight 
along and betwee11 runways as well as elimination of obstructions within 
the obstacle f1-ee zone (OFZ). The following line of sight criteria 
should be obtained: 

Runway grade changes should be such that any two points five feet 
above the runway centerline will be visible along the entire length 
of the runway where a full parallel taxiway does not exist. Where 
a full parallel taxiway does exist, the criteria may be reduced to 
one half the runway length rather than the entire runway length. 

Where intersect ·ing runways exist, a runway visibility zone is 
created as depicted in the following figure. 
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FIGURE 3-6: VISIBILITY ZONES 

RUNWAY / 
/ 

" " 

/ 
/ 

" ' 

'- · RUNWAY VISIBILITY 

"~ ZONE 

" 
/ 

/ 
/ 

Runway grades, te1Ta in, etc. must be such that a line of sight is 
maintained within the visibility zone of the intersecting runways five 
feet above the centerlines. Reference may be made to FAA AC 150/5300-13 
concerning the location of runway visibility points. 

Maximum grade changes should not exceed two percent where vertical 
curves are required . The length of the vertical curve should not be 
less than 300 feet for each pe1-cent grade change less than 0.4 percent. 

Transverse grades on the r unway should be at least one percent and no 
more than two percent. Within ten feet of the pavement edge, the grade 
should have a mini mum s 1 ope of three pe1-cent and not to exceed five 
pe1-cent. Reference may be made to Figure 3 - 7 concerning a typical 
runway cross section. 
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FIGURE 3- 7 : RU NWAY PRO FILE AND CROSS SECTION 
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The longitudinal grade extending outward from the threshold should not 
exceed three (3) percent with any slope being downward. Beyond 200 feet 
the maximum allowable negative grade is five (5) percent. No part o f 
the runway safety area longitudinal grade should penetrate the approach 
surface. Reference may be made to fAA AC 150/5300-13 concerning 
1 ong i tud i na 1 and trave,-se gradient standards for taxi way safety areas. 
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Pavement Markin9..§ 

A non-precision inst1-ument runway is one to which a non-precision 
approach has been approved. NPI markings consist of basic marking in 
addition to threshold markings. 

- Centerline markings: The centerline markings consist of a broken 
line having 120 foot das hes and 80 foot blank spaces. The 
minimum width is 18 inches. 

- Designation markings: Each runway end is marked with designated 
numbers representing the magnetic azimuth, measured clockwise 
from north of the centerline from the approach end and recorded 
to the nearest 10 deg r ees with the last zero omitted. 

- Threshold markings: Threshold markings consist of eight 150' X 
12' stripes . Each stripe is separated by three feet except the 
center where the separation is 16 feet. Where the runway is less 
than 150 feet, the width of the stripes and separation is reduced 
proportionally. 

- Fixed distance marking: Two solid longitudinal bars located 
either side of the runway centerline 1,000 feet from the 
threshold. 

Non-precision instrument markings should be placed on the primary runway 
provided a non- precision instrument approach has been approved for that 
runway. Otherwise basic runway markings should be maintained. 
Reference may be made to Figure 3- 8. Unpaved runways are norma 11 y 
defined by plac ing markers at the corners of the runway and at 400 foot 
intervals along the length of the runway. 

Taxiways are marked by a continuous stripe, six inches in width, along 
the taxiway center- line. Holding lines are located on the taxiway 150 
feet from the r unway edge. Additional information on pavement markings 
may be obtained from FAA AC 150/5340- 1E. 

FIGURE 3- 8: NON- PRECISION INSTRUMENT MARKINGS 
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LANDING AND NAVIGATIONAL AIDS 

Runway and Taxiway Lighti.n_g 

A Low Intensity Rur.way Light (LIRL) system is operational on RW13/31, 
the primary runway. This should be upgraded to a Medium Intensity 
Runway Light (MIRL) system to serve the class of aircraft and operations 
anticipated. A low intensity (LIRL) system may be installed on the 
secondary runway, or turf strip, if desired. 

Runway 1 i ghts are used to out 1 i ne the edges of the runway during 
periods of darkness or low visibility. Each runway edge light fixture 
emits a white 1 i ght except on instrument runways where ye 11 ow is 
substituted for white on the 1 ast 2,000 feet or one-half the runway 
length whichever is less. The runway lights are located no more than 
ten feet from the defined runway edge and spaced no more than 200 feet 
on center. The light stake should be no less than 30 inches high due to 
snow removal and grass cutting. The lights, located on both sides of 
the runway should be directly across from each other and perpendicular 
to the runway centerline. Special requirements exist at runway 
intersections. 

Two groups of thresho 1 d 1 i ghts, the second part of a runway 1 i ght 
system, are located symmetrically about the runway centerline. The 
thresho 1 d 1 i ghts emit a 180 red light inward and 180 green 1 i ght 
outward. The threshold lights should be located no closer than two feet 
and no more than ten feet from the runway threshold. The two groups of 
lights contain no less than three fixtures for a VFR runway and four 
fixtures for an IFR runway. The outer most light is located in line 
with the runway edge lights. The remaining lights are placed on ten 
foot centers towards the runway centerline extended. Air-to-ground 
radio control for the runway light system should also be maintained. 

Taxiway edge lights should be located no more than ten feet from the 
taxiway edge on no more than 200 foot centers. The taxiway edge light 
which emits a blue light define the lateral limits of the system. 
Reflectors may be used in lieu of taxiway lights where activity is 
minimal. 

Reference may be made to the following FAA Advisory Circulares: 
AC 150/5300-24 Runway and Taxiway Edge Lighting Systems 
AC 150/5340-27 Air-To- Ground Radio Control of Airport Lighting 

Systems 

Precision Approach Path Indicator. (PAPI) 

The Precision Approach Path Indicator (PAPI) is the current standard aid 
to aircraft on approach. The colored light beam enables the pilot to 
determine if his/her approach is high, on course, or low. 

L-881: 
L-880: 

System containing of two light bars 
System containing of two light units 
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The PAPI system shou 1 d be 1 ocated on the 1 eft side of the runway 
(approach end) and s o sited and aimed that it defines an approach path 
with ade quate clearance ove r obstacles and a minimum threshold crossing 
height. Refe rence ma y be made to FAA AC 150/5345- 280 . Since Runways 13 
and 31 are c u r rently equipped with VASI - 2 units, it is not recommended 
to c onvert to PAPI's unless the VASI units are extensively damaged or 
are no longer r epairable. 

Runway __ End I dent if i cation Li ght§___._J RE Ill 

Runway End Identification Lights (REIL's) are now on the primary runway. 
REIL's are located in line with the threshold lights, 75 feet from the 
runwa y edge. IOOT rec ommends installation of a REIL system when the 
annual operations e xceed 3,000 . Reference may be made to FAA AC 
150/5300-14B, AC 150/5300-2C, and AC 150/5340-25 concerning REIL design 
and siting requirements. Units should also be installed on RW 13. 

Rotat i ng__Beacon 

An airport beacon light is installed and operating. The beacon light 
emits alternating white and green flashes of light, and should be 
located no closer than 750 to a runway centerline. Tf1e Monticello 
beacon is only appro x imately 500 feet from runway centerline. It is not 
recommended that it be relocated in the foreseeable future. Reference 
may be made to FAA AC 150/5340-21 and AC 150/5345-12. 

Se_gmented Circle and __ Li_ghted _Wind _Indicator 

The segmented circ le consists of a 100 foot diameter circle with a 
minimum of 18 segments constructed around the surface wind indicator. 
The marking system may be used to convey traffic patterns. A lighted 
wind indicator is normally installed at the center. Reference may be 
made to FAA AC 150/5345-5. The segmented circle can be constructed 
around the present lighted wind indicator. 

Nondirectional Beacon 

A nondirecti onal radio beacon (NOB) is located southeast of the terminal 
area and 1 .6 nm from the northwesterly approach threshold to RW 13/31. 
Future metal buildings, pov-1er 1 i nes, metal fences, etc. should be 
located no c loser than 100 feet to the NOB. The NOB radiates a signal 
which can be used by pil o ts to provide electronic directional guidance 
to the airport. This consists of two 65 foot poles spaced approximately 
350 feet with two 1--lires strung between them. The ground should be 
smooth, level, and well drained. The location should take into account 
the obstruction standards described in this report. 

The NOB is used to establi s h NOB-A approach on RW 31. 
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TERMINAL AREA 

tlangers 

At most general aviation airports, "T" type hangars are constructed to 
accommodate based aircraft. In addition, a fixed base operator (FBO) 
shop is also constructed. Corporate, conventional-type hangars may also 
be found. 

The terminal area should be designed to allow space for the construction 
of T-hangars, conventional hangar-s and a FBO shop . The FBO shop 
building often containing space for terminal building activities, should 
be located adjacent to the itinerant aircraft apron. The IDOT 
recommends a 60' X 80' structure be constructed for use as a FBO 
facility. 

T-hangar dimensions vary with manufacturers and need. Critical 
dimensions would include those concerning clear door, depth, wing depth, 
and tail height. Space requirements using a nested T-hangar concept as 
illustrated as follows: 

NUMBER OF STRUCTURE WING TAIL 
UNITS WIDTH LENGTH CLEAR DOOR DEPTH DEPTH 

6 52' 143'6" 40'6" X 12' 1 9' 20' 1" 
8 52' 184' 6" 40'6" X 12' 19' 20' 1" 

10 52' 225 '6" 40'6" X 12' 1 9 ' 20' 1" 

Hangar structures should be separated by a minimum of 75 feet. A 
taxiway, 20 feet in width should be maintained so . as to provide access 
from the apron area to individual hangar stalls. 

The number of units to be constructed depends upon demand. For planning 
purposes, it is assumed that all based aircraft will be placed in 
hangars. Reference to the forecast of aviation activity would suggest 
that the airport may need no less than 20 stalls by 2010. 

The demand for hangar space is influenced not only by the . absolute 
number of aircraft, but by the cost, availability, and condition of the 
units as well. For planning purposes, it is assumed that all registered 
and based aircraft would be l~ept in hangars. For reasons previously 
noted, a number of aircraft ovmers may choose to tie down their 
aircraft, should hangar rental cost be beyond what the owner is willing 
to pay. The demand for hangar space may also be influenced by the cost 
of comparable space at area airport facilities. 

There is insufficient space for T-hangars between RW13/31 and Highway 
38. If they must be constructed prior to development of a new runway. 
They should be located adjacent to Highway 38, northwest of the present 
end of the runway. If a new runway is built southeast of the existing 
one, a very efficient and manageable T-hangar area can be developed 
no r thwest or southeast (or both) of the p r esent terminal area. 
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Te r·m i na l_ !;!u i 1 d i_n_g 

Terminal building functions are provided for within the FBO maintenance 
facility. The SASP recommends the following minimum space at utility 
airports: 

A public waiting room and service area of 500 square feet. 
- A pi l ot's briefing area of 180 square feet . 
- An airport administrator's office of 180 square feet. 
- If a new tern1ina ·1 building is to be constructed , it shou l d 

provide a mini mum of 1000 squar·e feet . 

Automobile _e~r~ing 

The !DOT recommends a hard surfaced 
number of park ·j ng spaces equa I to the 
upon the fore cast of based aircraft, 
surface l ot to accommodate upwards of 
yea r~ 20 10. 

Apron _Tiedowns 

area capable of accommodating a 
number of based a i rcraft . Base d 
it would appear that an improved 
20 vehic l es may be needed by the 

An apron 
movements 
air c r·aft . 
FBO shop, 

area should be maintained to prov ide s pace for airc r aft 
(que uing space) and improved surface tiedowns for it i nerant 

The queuing area provides space for aircraft access to the 
indiv i dual hangars, fuel, pad, etc. 

A typica l tiedown area is illustrated in Figure 3-9: 

FI GUR E 3-9: TIEDOWN LAYOUTS 

Ta x ·i lane : 
81' between Tiedowns 
Single lane tax iing 
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TT 
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TT 

The exi s ting itinerant aircraft parking area supports 8 improved surface 
tiedown s paces. 

S i nee al l based a ire raft are expected to be i n hangars, the pr i mar·y 
concern is with itinerant aircraft. The available tie downs are 
considered adequate during the planni ng period . 
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Access Road 

The SASP recommends that the primary access road to the terminal area be 
hard surfaced. The width should be no less than 22 feet in width with 
provisions for shoulder and drainage. 
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FAR PART 77 

Obstruction Standards 

Part 77 of Volume XI, Federal Aviation Regulations, sets forth a number 
of standards to be used in ide11tifying obstructions to air navigation. 
These standards are of considerable importance. The discussion herein 
is primarily e xtracted f r om Part 77. These standards may be used as a 
guide in the preparation of a zoning ordinance and the layout plan. 

Standards for Determining Obstructions 

1 . A sta tionary or mobile object is defined as an obstruction to 
ai r navigation if it is of a greater height than any one of the 
following: 
A. A height of 500 feet above the ground at the site. 
B. A height of 200 feet above the ground or airport elevation, 

C. 

whichever is higher, within three nautical miles of the 
ai1-po1-t refere:nce point. 
The surface of a takeoff or landing area of an airport or 
any imaginary sur·f ace. 

D. Traverse ways on or near an airport to be used for the 
passage of mobile objects. 

- Interstate Highway 
- Public Roadway 
- Private Road 

17 feet 
15 feet 

height of the 
mobile object 

- Railroad 

Imaginary Surfaces 

10 feet or 
highest 
feet 23 

Imaginary surfaces establish areas where any object penetrating that 
surface would be considered an obstruction to air navigation . The 
imaginary surface establishes an imaginary line that separates ground 
activities from aircraft activities. In order to select the applicable 
imaginary surface, the type of approach to each runway must be 
considered. 

A. Horizontal Surface: The horizontal surface is a plane 150 feet 
above the established airport elevation. It is constructed by 
swinging arcs of specific radii from the center of each end of 
the primary surface and by connecting the arcs by lines tangent 
to those arcs. 
- Visual radius of 5,000 feet 
- NPI radius of 10,000 feet (runway larger than utility) 
- NPI radius of 5,000 feet (utility runway) 

r I. 5,000' ---.... 
- -.. I 

I 
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B. Conical Surface: The conical surface extends outward and 
upward from the periphery of the horizontal surface at a slope 
of 20:1 for a horizontal distance of 4,000 feet at the ends and 
7:1 laterally. 

~ Outer Edge of 
)" Conical Surface 

0 \ ...... Cl Cl 
Cl " 

~ "' 

llor lzo11ta I Sur face 

Inner Edge of 
_ _s-- Conlcal Surface ~ -

C. Primary Surface: The primary surface is longitudinally 
centered on the runway and extends 200 feet beyond the runway 
end in the case of a paved runway. The primary surface end 
coincides with the runway end in the case of a turf runway. 
The width of the primary surface varies with the approach. 

WIDTH END OF RUNWAY 
Utility 

NPI 500' 200' (Visibility minimum 
greater than 3/4 mile) 

Larger than Utility 
NPI 
NPI 

500' 
500' 

200' 
200' (Visibility minimum 

as low as 3/4 mile) 

The elevation of any point on the primary surface is the same as 
the elevation of the nearest point on the runway centerline. 

/ 
/ 

Runway Elevat~ V .· Primary Surface 

,.I Runway 

41~ 
Uldth 

◄1----► .. 
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D. 

X 

E. 

Transitional Surface: The transitional surface extends upward 
at lope of 7:1 from the edge of the primary surface and 
approach surfaces . They extend outward and upward from the 
runway centerline and runway centerline extended until they 
intersect with the horizontal surface . 

llorlzonta I Surface 

~ .. Primary 

El,,,tlon ~ 
same as Runway ~ 

Surface . // 
./ _· 

Elevatlon at any 
given point / ' y 

x and y vary in dimension and are determined by the distance 
required for an imaginary line at 7:1 slope, to intersect with 
the horizontal surface. 

Approach .Surface: The approach surface is longitudinally 
centered on the extended runway centerline. The inner edge of 
the approach surface coincides with primary surface and expands 
uniformly outward to a width determined by the type of 
approach: 

Visual: 
NPI: 

NPI: 

250' X 5,000 X 1,250' 
500' X 10,000 X 3,500' (Runway larger than 

ut i 1 i ty with vis i bi l i ty 
minimum as low as 3/4 of 
a mi 1 e. ) 

500' X 5,000 X 2,000' (utility runways) 

The approach slope also varies: 
Visual: 20:1 
NPI: 34:1 (larger than utility) 
NPI: 20:1 (utility runways) 
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FIGURE 3 - 10: AIR PORT I MAG I NARY SURFACE 
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Runway Protection Zone (RPZ) 

The RPZ represents a projection of the inner approach surface on the 
ground. The inner edge of the RPZ coincides with the primary surfac~. 
The RPZ extends outward uniformly to a width determined by the length 
and side angle. The trapezoidal shaped RPZ should be under control of 
the airport owner and maintained free of obstructions and concentrations 
of people. Reference may be made to FAA AC 150/5300-13, for applicable 
dimensions. Typical RPZ configurations are noted as follows: 

Utility Runways: 
- Visual Approach: 250' X 1,000' X 450' (8.035 acres) 
- Non-precision Instrument Approach: 500' X 1,000' X 800' 

(14.922 acres) 
- Visual Approach opposite Non-precision Instrument Approach: 

500' X 1,000' X 650' (13.2 acres) 

Obstacle Free Zone. (OFZ) 

The runway obs tac 1 e free zone 
centered above the runway. The 
end of the runway and to a 
instrument and visual runways, 
speeds of 50 knots or more. 

consists of the volume of air space 
runway OFZ extends 200 feet beyond each 
width of 250 feet for non-precision 
serving small aircraft with approach 

The obstacle free zone is to be maintained free of all objects except 
frangible navigational aids, including taxiing and parked aircraft. 

RunwaLQ_Qject Free Area (OFA) 

The runway object free area is a two dimensional ground area surrounding 
the runway. The runway OFA precludes pad<ed airplanes and objects, 
except objects which are fixed by their purpose. The OFA is 500 feet 
wide, and extends 600 feet beyond the runway end for runways serving. 
design group II aircraft. 

Building Restriction Line (BRL) 

The BRL should be located to identify suitable locations for building 
areas on airports. It is recommended that the BRL encompass the runway 
protection zones (RPZ), the runway visibility zone, and all airport 
areas with less than 35 foot clearance under FAR Part 77 surfaces. 

Object Cleara~~e Criteria 

Safe and efficient operations at an airport require that certain areas 
on and near the airport be clear of objects or restricted to objects 
with a certain function, composition, and/or height. The object 
clearing criteria subdivides the FAR Part 77, Subpart c airspace and the 
object free area (OFA) ground area by type of objects tolerated within 
each subdivision. Aircraft are controlled by aircraft operating rules 
and not by criteria. 
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LAND USE 

Land Use 

Airport land use may be discussed in terms of the: 
- Impact of adjacent land uses on the airport. 
- Impact of the airport on adjacent land uses. 

Each of the two general areas can further be broken down into specific 
impacts. The impacts may not all be negative as some impacts are quite 
positive in nature. The objective is to insure that the land use 
conflicts are reduced to a minimal level in view of the fact that it may 
not be possible to anev ·iate all pr-ob ·lems. The following land use goals 
in the vicinity of the airport will provide a set of parameters upon 
which to design specific land use policies. These goals are not static 
nor is the list all inclusive. Throughout the planning period, goals 
are expected to change to meet unforeseen demand. 

Goals 

- The airport and associated imaginary surfaces should be protected 
from encroachment of land uses that might impair operational 
capabilities of the facility. 

- Having identified the ultimate level of airport development, care 
should be exercised throughout the planning period to insure that 
future e xpansion of the facility is not compromised. 

Adjacent airport environs should be protected against aircraft 
operations and noise. 

Establish or organize land uses on the airport and off the 
airport that will complement each other. 

Land Use Compatibility 

Land use compatibility depends upon a number of factors. In other words 
to imply that an industrial activity is compatible depends upon what the 
type to include processes. The latter is of concern where considerable 
amounts of heat is released. 

The listing of adjacent land use activities shown in Table 3-3, as 
identified by the FAA, are potentially compatible. Potentially 
comp at i b 1 e may be defined as a 1 and use that does not exceed Part 7 7 
requirements, and has proper 1 y been designed so that there are no 
conflicts with airport operation; including smoke, blowing trash, 
nox ious odors, electronic interference, and noise sensitivity. 

The compatibility of each of these land use activities depends upon the 
proximity of the specific land use to the airport; the level of sound 
proofing and the type, height, and location of building structures. 

The land uses identified herein as being compatible are not all 
inclusive nor is the list intended to suggest that such community land 
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uses be located in the vicinity of the airport. Such land uses, when 
incorporated into the comprehensive growth and management plans , should 
insure a degree of compatibility within the vicinity of the airport. 

Land Area Reguir~ments 

An adequate amount of land 
functions and accommodate 
owned in fee simple title. 
should also be acquired. 

should be made available to support airport 
required facilities. Such land should be 

Runway protection zone aviation easements 
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Natural Corridors 

Rivers 
Lakes 
Streams 

Open Space Areas 

Canals 
Drainage Basins 
Flood Plain Areas 

Memorial Parks and Pet Cemeteries 
Water & Sewage Treatment Plants 
Water Conservation Areas 
Marinas, Tennis Courts 
Golf Courses 
Park & Picnic Areas 
Botanical Gardens 
Bowling A 11 eys 
Landscape Nurseries 

Industrial and TransQQ[tation Facilities 

Textile & Garment Industries 
Fabricated Metal Products Industries 
Brick Processing Industries 
Clay, Glass, Stone Industries 
Chemical Industries 
Tire Processing Companies 
Food Processing Plants 
Paper Printing & Publishing Industries 
Public Workshops 
Research Labs 
Wholesale Distributors 
Bus, Taxi, and Trucking Terminals 

AirQort and Aviation Oriented Facilities 

Airparks 
Banks 
Hotels 
Motels 
Restaurants 

Aerial Survey Labs 
Aircraft Repair Shops 
Aircraft Factories 
Aviation Schools 
Employee Parking Lots 

Commercial Facilities 

Retail Business 
Shopping Centers 
Parking Garages 
Finance & Insu r ance Companies 
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Natural Buffer Area 
Forest Reserves 
Land Reserves and Vacant Land 

Archery Ranges 
Golf Driving Ranges 
Go-Cart Tracks 
Skating Rinks 
Passive Recreation Areas 
Reservation/Conservation Areas 
Sod and Seed Farming 
Tree and Crop Farming 
Truck Farming 

Foundaries 
Saw Mills 
Office Parks 
Industrial Parks 
Public Buildings 
Auto Storage 
Parking Lots, Gas Stations 
Railroad Yards 
Warehouse & Storage Buildings 
Machine Shops 
Freight Terminals 

Aerospace Industries 
Airfreight Terminals 
Aviation Research & 

Aircraft and Aircraft 
Manufacturers 

Professional Services 
Gas Stations 
Real Estate Firms 
Wholesale Firms 

Testing 
Parts 
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Introduction 

CHAPTER FOUR 

DEVELOPMENT ALTERNATIVES 

Chapter Three set forth the extent of facility development that is 
required to provide a satisfactory level of service through 2010. 
Chapter Four provides an assessment of various development alternatives. 
Development alternatives vary in scope from a "no project" alternative 
to airport relocation. Within this range of possibilities exist a 
number of development scenarios. The primary objective is td identify 
those development actions that provide an adequate level of service. 

AirQQrt Belocation 

The existing airport site can accommodate those facilities identified in 
Chapter Three. Consequently, no consideration need be given at present 
to the development of an alternative airport site. 

Physical constraints that do exist can be dealt with at moderate cost 
when compared to the cost of airport relocation. Such constraints are 
Highway 38, pole lines, terrain and housing developments within the 
immediate vicinity of the airport. 

No DeveloQment Alternative 

Those facility improvements recommended within Chapter Three are 
required in order to provide an adequate level of service. Therefore, 
"No Deve 1 opment" a 1 ternat i ve is not considered a prudent choice. The 
primary concern is not if the improvement is needed but when. 
Priorities need to be established, giving first consideration to those 
actions that provide for increased safety and the maintenance of 
existing facility components. The importance of meeting the needs of 
current businesses, as well as that required to attract new business is 
critical to the economic well-being of the community. 

The Iowa Department of Transportation annually rates each airport in the 
state system. A numer i ca 1 rating for each airport is obtained by 
comparing structural, safety, and service features to specified design 
criteria. A rating below 50 percent of the maximum indicates that the 
item is below tolerable standards and should be considered for 
improvement. 
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TABLE 4-1: IOWA AIRPORT SUFFICIENCY RATING 

STRUCTURAL ADEQUACY 
Runway 

Wearing Surface 
Base/Subbase 
Drainage 

Taxiways/Aprons 

TOTAL STRUCTURAL RATING 

SAFETY 
Runway 

Length 
Width 
Surface Condition 

Primary Surface Geometrics 
Approach Obstructions 
Turnarounds/Taxiways 

MAXIMUM 
POSSIBLE 

RATING 

8.0 
10.0 
6.0 
6.0 

30.0 

5.0 
4.0 
9.0 

11 . 0 
7.0 
4.0 

TOTAL SAFETY RATING 

SERVICE 

40.0 

Runway 
Length 
Lighting 

Capacity 
Airfield Lighting 
Aprons - Terminal/Parking 
Land Area 

TOTAL BASIC RATING 
TOTAL ADJUSTMENT RATING 
SYSTEM LEVEL ADJUSTMENT 

TOTAL SERVICE RATING 

8.0 
5.0 
4.0 
5.0 
4.0 
4.0 

30.0 

100.0 
100.0 
100.0 

ACTUAL 
SUFFICIENCY 

RATING 

5.0 
9.0 
4.5 
4.3 

22.8 

2.5 
1 . 2 
5.9 
8.5 
4.5 
1. 8 

24.4 

4. 1 
3.2 
4.0 
3.5 
4.0 
1 . 0 

19.8 

67.0 
59.6 
55.0 

SOURCE: IDOT, Iowa Airport Suffjciengy_flgtin_g, December, 1989 

Runway 13/31 - Primary__fi~nway 

Runway 13/31 is 3500 feet in length and 50 feet i.n width. The runway is 
rated to support an aircraft w-i th a gross weight up to 4,000 pounds 
(single wheel). RW 13/31 provides an 84. 7 percent .level of wind 
coverage at the 12 m.p.h. crosswind component value. The ultimate 
runway length should be no less than 4,000 feet, to serve the class of 
aircraft currently using and expected to use the airport. 

At Monticello Airport, however, a condition exists which should be 
considered at this time. The primary runway has several incursions of 
the safety clearance areas recommended by the FAA. These Safety areas 
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may be considered to be "gold plating" to many veteran fliers accustomed 
to minimal facilities and inconsistent construction standards; 
particularly at small, rural airports. The modern pilot is, howev~r, 
more likely to have trained and generally operated from a better quality 
of facilities, and are accustomed to standardized, more expansive, 
pavements and clearance areas. The recommended standards are based on 
actual accident records and, where implemented, have proven to reduce 
accidents, and to greatly enhance a sense of security in landing and 
takeoff operations. They also provide greater convenience for the pilot 
through a reduction of concerns for special maneuvers and procedures to 
accommodate airport hazards. 

Several alternatives are available to the City in regard to clearing 
approaches to cur·rent standards; and providing for future development. 
The current violations of clearance standards are not causing action by 
the state or the FAA to limit or restrict operations to the airport; 
ther·efor·e, no on-going penalty is imposed. These standards are, 
however, based on providing for a designed level of safety. It follows 
that, when standard clearances are not available, safety levels are 
lowered below that considered desirable. The past accident record at 
the airport indicates little or no problems from this condition. The 
standards have been established for a long time and overall experience 
has definitely shown that accident rates will be reduced when they are 
met. Most a 11 airports w i 1 ·1 take the necessary actions to achieve 
substantial compliance with the standards. 

The most serious cond ·ition which exists at this time is lack of 
addit ·ional hangar~ space in the terminal area; because of the Building 
Restriction Line (BRL) and the proxi111ity of Hwy. 38. In fact, the BRL, 
located in accordance with FAA AC 150/5300-13, paragraph 210, would be 
beyond the highway right-of-way line a 1 ong the entire length of the 
runway. This does not mean that buildings cannot be built in this area; 
however, they would not meet the established standards of development, 
and are not recommended. (It is understood that a determination of no 
hazard has been received from the FAA for construction of an additional 
hangar building northwest of the present comp 1 ex. Because of tl,e 
existing buildings, this locat ·ion would be considered "shielded" under 
FAA policies.) 

Additional hangars, preferably T-hangars, should be built in the near 
future to provide for anticipated expansion. If the BRL were shifted 
southwesterly as a result of the proposed new runway development, more 
than adequate space would be made available either northwest or 
southeast of the present terminal area. Without this development, the 
most preferable location for T-hangar development would be along Hwy. 
38, west of RW 13 threshold. Unless terrain in that area was lowered, 
they must be located at least 600 feet west of the runway. 

Justification for the new runway to be built at this time is based on 
several factors, summarized as follows: 

1. The existing safety problems should be corrected for enhanced 
user protection, reduce potential city liability, and for 
improved protection of people and property on the ground. 



2. Action to eliminate current safely violations on the present 
runway would be prohibitively expensive. 

3. A parallel taxiway facility is desirable for all runways, and 
carries the same priority of development as the runway when 
competing for FAA funding assistance. 

4. A new runway would eliminate the necessity to remove farmsteads 
in the path of the e x isting runway approaches. 

5. Additional hangar facilities could be built in the much more 
convenient area adjacent to Hwy. 38, in more than adequate 
capacity, and on land presently owned by the City. 

6. The new runway could be designed to serve larger, more 
sophisticated aircraft, and precision approach navigation aids. 

The present facility does not, feasibly, have these capabilities. While 
there is not a current, heavy demand for this class of service, the 
status of economic development in Monticello today and projected for the 
future, is likely to require such facilities at any time. It is not at 
a 11 unusua 1 , in present competitive markets, for companies in rura 1 
communities, particularly those within a short flight time to major 
markets such as Chicago, Minneapolis, St. Louis, and Kansas City, to 
utilize very expensive, turbine-powered aircraft, including jets, to 
build and maintain an adequate market area, necessary to stay 
competitive. The type of economic activity in the Monticello community 
could well initiate this demand at any time. If this demand were to be 
realized it would, of cou r se, be critical to the community to satisfy 
the need in a very short time, or stand to lose an industry which is 
highly important to the economic well being. It is not recommended that 
a "jet runway" w.ith a precision navaid be built at this time; but the 
capability to do so should be provided. 

If this plan of development is accepted a series of steps ·should be 
initiated i~nediately to prepare for this possibility. 

1. Approve a plan of development which provides these 
capabilities. 

2. Identify and purchase the necessary lands, both for airpor.t 
development and protection of approach and side clearanc e 
areas. 

3. Establish an airport zoning ordinance to preclude the erection 
or growth of hazards to navigation, and to provide for 
compatible land uses in the airport vicinity. 

4. Develop and adopt a financial plan for the foreseeable future 
to meet the needs in accordance to schedule. At this time 
consideration toward the establishment of an airport authority 
under State Statute should be made. · 
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5. Establish a community development committee or subcommittee to 
monito r the business and civic needs related to aviation that 
may be de ve loping as a result of changes or growth within the 
community. Every effort should be made to identify airport 
demands at the earliest date so that appropriate action can be 
taken in a timely manner. 

The proposed development of a new RW 15/33 to 4000 feet will require the 
f o llOl"ling: 

1. Acquisition of approximately 80 acres of land in fee title 
2. Acquisition of 10 acres of land in easement or fee for Runway 

Protection Zone control. 

A non-precision approach should be established on RW 33 and a visual 
approach on RW 15. Medium Intensity Runway Lights (MIRL) should be 
provided. Tf,e preliminary estimate of cost for this development is 1.2 
million to 1.6 million dollars. 

Development of the new runway should take place when there is 250 or 
more annual -itinerant opera ·t-ions by heavy twin engine aircraft that 
require runway lengths up to 4000 feet; when reduced approach minimums 
are needed; when additional hangar space is needed; or when increased 
demand s are anticipated. 

The other alternate available is to e xtend the e x isting runway to 4000 
feet in le11 9 U, , and v-1iuen it to 75 feet. 

Extens ion of the runway can feasibly only be made to the southeast, 
because of the pro x imity to Hwy. 38. The addition of 300 feet of 
pavement, beyond the e x isting 200 foot overrun, will provide the 
required 4000 foot runway, providing the northwest threshold remains as 
is. The RW 3 1 approach su,-fa c es do not meet FAR Par~t 77 clearance 
standards over the highway; however, the threshold is located in 
accordan c e with standards of FAA Advisory Circular 150/5300-13, Appen. 
2; for 1 ocat i 0 11 of thresho 1 ds where existing pavement extends beyond the 
rumvay end. 

An additional 15 +/- Acres of land must be acquired in fee title, and 9 
+/- Acres of 8aseme nt control, in the southeast e xtension area. Also, 
the present farmstead buildings, along Hv1y. 38, east of the present 
threshold to R\"i 24, must be removed. 

Consider-able fill material is needed in the e xtension area, and to 
provide for the runway safety area and appropriate side slopes. The 
fill material can be obtained from the area between the runway and Hwy. 
38, near the southeast end of the runway. This will also reduce the 
obstruc tion currently related to these terrain elevations. 

Pavement of the extension would 
Although thi s existing pavement 
numerous cracl, s and some surface 
of asphaltic concrete would 
compar·ab le pavement str·ength. 
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The existing VASI-2 and REIL units must be relocated to the new runway 
end. Runway edge 1 ighting should be c hanged to Medium Intensity Runway 
Lights (MIRL). 

Fencing should be erec ted on the entire airport boundary. 

The preliminary cost eslimale for- this development is $944,655. The 
cost of a parallel tax iway, added for comparative purposes with the new 
runway proposal, would be $540,250; for a total cost of $1,484,905. 

Extension of the e x isting runway would not provide for clear building 
areas for add i Li ona 1 hanyars in the present area. Hwy. 38 and some 
ter~rain features 1t10uld continue to be classified as obstructions, and 
the runway c ould no t be furth e r· e xtended to any substant i a 1 increase. 
Approach minimums c ould not be lowered; and it would not be possible to 
ever, feasibly, meet design standards for a precision instrument 
appr-oach. 

Runwf!Y.__ 5/23 - _Crosswind Runway_ 

The existing turf runway facility, RW 5/23, is 2,120 feet in length and 
120 feet in width. The Iowa Department of Transportation encourages a 
minimum 60 degr·ee separ~ation between runway facilities. Since the 
present runway provides almost 90 degrees separation, no consideration 
was given to identifying a new alignment for the crosswind runway. 

The present facility does not meet design standards for side slopes and 
approach area ·1 and interests. Action shou 1 d be taken to remove high 
terrain on tlie north11est side, and to place this material as fill on the 
southeast side, on the southwest half of the run1,-1ay. Also, property 
interests, at least easements, should be obtained in the Runway 
Protection Zo nes (formerly cle a r zones). 

It is recomme nded the threshold to RW 2 3 be maintained southwest of RW 
13; so long as that pavement is used as a runway. If the proposed new 
runway is establi s hed, the threshold should be loc ated where clearance 
w i 11 be obtained over- Hwy. 38. It is f ur·the r r·ecommended that the ne 1t, 
R\<J 1 5 tlu-esho l d be l oc a Led s outheast of RW 5 / 2 3, to permit operations on 
RW 5/23 while an aircraft ma y be preparing to take off on RW 15. 

Ter·mi na 1 __ Ar·ea 

The e x isting terminal area is well situated with respect to air and land 
side cornponent.s. Giveri the l ocal ion, adjacent to a hard surfaced road, 
the tenninal area has a high degree of accessib-ility. Development 
11 i thin U,e ter mi na 1 area is funct i una l and provides an area for the 
fo1 ·1011ing c omponents: 

- Vehi c le parl,ing and circ ulation 
Itinenmt aircraft parking 

- FBO shup 
Ter·minal office/pilot lounge 

- Aircraft refueling 
- Based aircraft storage 
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The relationship of the landside terminal area components to each are, 
for the most part, considered quite functional. The most salient need 
is for additional T- hangar units. Improvements within the terminal area 
that should be considered are noted as follows: 

1. Taxi lanes need to be established within the apron area that 
provide access to individual hangars. 

2. The minimum distance between hangar structures and the aircraft 
parking area needs to be increased so as to accommodate a 
taxi lane. Aircraft parking should be located no closer than 71 
feet to the taxilane centerline. 

Consideration may also be given to locating future hangars in the 
immediate vicinity of the terminal office. This alternative will 
eliminate the need to construct and maintain additional taxiways. In 
addition the west access road would be eliminated. Access to the 
terminal area would be provided by the east access road. Since side 
clearances of the present runway would be violated this development 
should await construction of the new runway. 

Consideration may also be given to the construction of an agricultural 
aircraft parking and wash-down area. 

Taxiways 

No new taxiways have been considered for the present facility. If the 
new runway is built, the present runway surface will provide a full 
parallel taxiway facility. 

Connecting taxiways will be required when the new runway is built. 

If a new runway is not built, a parallel taxiway should be developed 
when traffic increases provide sufficient demand. 

AQron 

The existing apron area is expected to satisfy aviation activity through 
2006. Other than maintenance, no other improvements a(e recommended. 
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ENVIRONMENTAL CONSIDERATIONS 

NEED: 

The need for tile proposed actions are based upon present and future 
leve ls of aviat ·ion activity summarized in Chapter Two. A no project 
alternative 1•muld no t allow the airport to sat isfy aviation demand 
e x pectations. 

ENVIRONMENTAL CONSEQUENCES 

1. NQi§~: FAA Order 1050.26 Appendi x 6, Chapter 5, Paragraph 47, 
Page 26 states: "No noise analysis is needed for pr-oposa ls 
involv ·ing Uti I ity 01- basic transport type airports v-ihose 
-fo,-ecast of 0 µer·at1ons do not e xceed 90,000 annual adjusted 
propeller· operat i on or 700 annual adjusted jet oper·ations." 

2 . Comh)cttibl8 _La11d _Use: In general, industr· ial, agricultural, and 
open spac e l and uses are compati ble with the operation of the 
airpor t. The proposed actions are consistent with such 
community p ·1 ann i ng as has been carried out. 

3 . Sue i a l IrnQacts_:_ The p reposed actions w i 11 not i nvo 1 ve the 
re l ocation of any e x i~ting residence or place of business. The 
propose d act ·ions wi 11 1-equi re ttrn remova ·1 of cr·op ·1and -from 
product ·ion . 

4. Induc ed Socioec onomic _Impacts: The proposed action may have 
pos i Live i rnµct c t upon ·j ndu s trial deve 1 opment in the airport 
service area. 

5. Air _Qua l_i ty_: The proposed actions are not expected to have any 
negative impact upon the Cleati A·ir Act Amendments of 1977. 

6. W~t~r Qy~Jjt1~ Provided mitigating meas ure to control erosion 
cJut ing construction are fol lowed, t he proposed action wi 11 have 
no sig11if i cant det rimental impact upon water quality. 

7. DOT,_ Sect ·i o n __ {.Fl.: lhere are no Section 4 (F) land s proposed 
for acquisition. 

8. H istor- ical..1 .. . At .. _ch i.tectur"al .... . Archaeological _,_ and Cultural .. 
Res o ur-c es : The r e a re no f< now n h i st o r i ca l or cu 1 tu r a l 

resour c e s which would be affected b y the proposed actions . 
9. B ·i o t 1c C0 tn111un it i es:_ The proposed actions w i l l have no known 

significant impact upon biotic communities. 
1 O. Et 1d ange r·eu and __ Th r·eatened . SQec ·j es_. of _F 1 or a _ and . Fauna: There 

a ,·e no kno1'/n endangered or threatened spe c ies on the airport 
s iL~. 

11. W~t l ~nd§; There are no wetland areas in the vicinity of the 
aiq)ort. 

1 2 . E l q Q q . El q i n : The a i r po rt i s l o cat e d adjacent to ma j or 
drainage. 

13. P rime _ and _ Unique Fannland: The proposed actions v1ill remove 
cer· ta ·in amounts of farmland from pr·oduction. 
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14. Energy Supply and Natural Resources: The proposed actions are 
expected to have no significant impact upon energy supplies and 
other natural resources. 

15. Light Emissions: No detrimental impacts are expected. 
16. Solid Wastes: No detrimental impacts are expected. 
17. Construction Impacts: Such impacts resulting from construction 

are of short term nature and should have no detrimental impact 
provided mitigating measures are employed. 

The preceding outline includes subject matter typically contained within 
an Environmental Assessment. As previously noted, the Iowa DOT does not 
require a fu 11 - b l own Environmental Assessment. As such, no in- depth 
analysis was accomplished for items 1 through 17. Should any of the 
preceding have an imp act or be imp acted by the proposed actions, 
detailed evaluation of the impact should be accomplished prior to 
proceeding with implementation. 

An env i ronmenta 1 assessment w i 11 be required shou 1 d FAA funding be 
utilized for land acquisition and/or runway construction. The cost of 
preparing the environmental assessment is an eligible item for FAA 
participation. 
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Introduction 

CHAPTER FIVE 

AIRPORT LAYOUT PLAN 

The Airport Layout Plan (ALP) consists of four drawings depicting 
e x isting conditions and future facility changes and additions. The Plan 
represents a p1-oject ion of ne e ds for the ne xt twenty years. These 
projections are derived from e xtensive review of how airports such as 
this normally evolve; but, more importantly, indicates the influence 
that the anticipated future development of the City of Monticello may 
have upon the needs and requirements of local airport service. 

The usefulness and worth of the Plan is dependent on two critical 
facto1-- s: 1. that it be considered, studied, and ut i 1 i zed in any 
decision making process concerning the airport; and 2. that it will be 
constantly and continuously reviewed against current events and 
conditions, and the current policies and desires of the airport managing 
authority. In other words, hopefully it is a useful planning tool (not 
just a blueprint for development), and most importantly, it will serve 
no purpose unless it is actively considered and continuously updated as 
the need is indicated. 

It is suggested that the ALP be displayed in a prominent place, or 
places, where airport management officials will be frequently exposed to 
it - and it will be readily available for review during meetings of the 
managing groups. Secondly, a process should be officially established, 
and responsibility assigned, to periodically review the ALP, and the 
supporting information in the Master Plan, to identify the need for 
updating or changing directions. 

The ALP depicts no further expansion of RW 13/31, as previously 
explained. It does include the new 4000 foot long and 75 feet wide RW 
15/33. The runway is anticipated to meet the needs of aircraft based at 
or visiting the community on a substantial basis during the ne xt twenty 
years. It is not unlikely, however, that a need for a runway length t o 
serve small business jet type ai r craft (5000 to 5500 feet long) and/or 
a precision a pproach navaid may be experienced during this time period. 
This possibility should always be kept in mind; particularly in terms of 
maintaining the possibility fo r additional land acquisition, for both 
the e xtension and the · increased a r eas of control led land for airspace 
protec tion and clearanc e s . 

The e x isting runway is shown as the active primary runway; but is also 
shown as a future parallel tax iway, with connecting taxiways to the new 
r·unway. Al so shown on this runway are daub 1 e displaced thresholds. 
This arrangeme nt will permit use of the e x isting overrun pavement, ·for 
the start of take-off roll and for rollout on landing and in the event 
of an aborted take-off. 

No further development is recommended for RW 5/23. It is recommended 
that earth be removed from the northwest side of the runway and used as 
fill on the southwest side to meet standards for maximum side slopes. 
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The non- precision approach procedure has been assumed to continue for RW 
31 - based on the NOB and on RNAV - and visual approaches for RW's 13, 
5, and 23. Similar approach procedures are assumed to be established 
f o r the new runway when it is developed. 

T- Hangar development areas have been shown; to be constructed as the 
need arises, but not before opening of the new runway. The existing FBO 
hangar and other hangars are considered acceptable for the planning 
period, unless maintenance or rebuilding costs become prohibitive. This 
area could be considered for future business aircraft owners, who build 
and maintain their own facilities. 

Areas on airport property and in the vicinity are indicated for possible 
industrial development. Highway frontage property opposite the airport 
is particularly appropriate for this purpose. It is highly recommended 
that aggressive action be taken to develop this property for airport and 
aviation related businesses. This will enhance use and development of 
the airport, as well as the economy of the community. 

Land areas to be acquired are shown for the new runway development. Of 
more immediate importance are land acquisitions for protection of 
encroachment of the existing runway facilities. The continued 
industrial and residential growth in Monticello provides a high 
1 i ke 1 i hood that 1 and areas around the airport may be subjected to 
development proposa 1 s in the very near future. Lesser protective 
measures, such as zoning and comprehensive planning should be taken as 
early as practicable to establish at least an interim presence in the 
land areas. The City is in an enviable position of not having to buy 
out extensive developed areas in order to provide needed expansion. The 
cost savings to be realized from this condition are well worth 
considerable effort and up-front acquisitions at this time. 

Airport Airspace Drawing 

The airport airspace drawing is the second sheet of the airport layout 
plan and shows the airport imaginary surfaces in plan and profile, as 
outlined in Federal Aviation Regulations (FAR) Part 77, Objects 
Affecting Navigable Airspace. The plan view is drawn to a scale of 1" 
= 2,000', with elevation contours of the imaginary surfaces super
imposed over a U.S.G.S. 7 1/2 minute quadrangle map of the area 
surrounding the airport. The map identifies ground features in the 
vicinity of the airport and those physical features which may have an 
adverse effect on airspace. Items specifically noted include cities, 
highways, railroads, rivers, towers, grain elevators, and other terrain 
features which are significantly higher in elevation than the airport 
site, or which have an effect upon airport development. 

Small scale profile views of the imaginary surfaces along centerline of 
each runway are also included on the drawing. The profile views depict 
the approach slopes and their relation to physical features of_ .the 
terrain that exist beyond the runway ends. 
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Runway _Protection_ Zone _Drawing 

This drawing consists of large s ca le plan and profile views of the inner 
approac h s urf ac e f or e a c h end of each r unway. The plan views, drawn to 
a s cale of 1" = 300', for eac h runway and the respective clear zone at 
each runway end, along with pertinent ground features. 

Directly below the plan views are drawn the respective profile views 
showing the planned approac h slopes. The profiles extend a minimum of 
1,000 feet be yond the runway ends at s 1 opes of 2 0: 1. Above-ground 
physical features, su c h as tree s , power poles, roadways, building, etc. 
are identified in plan views and shown in profile in order to de termine 
if any o bstr-- uc t i en s e >ci st "irl the c I e ar· zone. It is high 1 y important to 
take a c ti on t o r emove o r nullify all obstructions shown in the runw a y 
a ppr·oac hes a nd s ide c ·le ar a nc e areas . If removal is of questionable 
feasibility, appli cation may be made to the FAA for a determination o f 
whether a ha zard e x is ts . 

Terminal_ Area _Drawing 

The te r-mi na 1 area drawing shows the 1 ocat ion of existing structures, 
taxiways, tiedown and apron areas as well as vehicle access and parking 
areas. The terminal area plan also shows proposed improvements. 

The terminal area plan should be updated to as-built status each time an 
improvement is made. Utilities may be shown on the terminal area pl a n 
or· on a se pa rate d r av-Jing su that an accurate re cord is maintained. 
Subsurface d r ainage improvements are noted on the drawing. Si nee the 
information vrns obtaine d fr o 111 secondary sources, field verification must 
be ma de a t the ti me construc tion is con temp 1 ated. In fact, a 11 
unde r ground utility location should be verified in the field prior to 
the commenceme nt o f a ny const r uc tion activities. 
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DEVELOPMENT SCHEDULE 

CHAPTER SIX 
IMPLEMENTATION 

The Development Schedule is a listing of capital improvements needed at 
the airport over the twenty-year p 1 ann i ng period. The deve 1 opment 
s c hedule is divided into two five-year phases and ten-year phase. 

1. Phase One: 1991-1995 
2. Phase Two: 1996-2000 
3. Phase Three: 2001-2010 

Phase One activities would obviously involve those actions which will 
allow the airport to provide a better level of service. Safety and 
maintenance items would also generally be given a high priority. Thos e 
development items, while desirable, but not critical to the operation of 
the airport, would generally be given a lower priority. There are a 
number of fa c tors for which consideration needs to be given when 
assigning p r ior·ities to spec ific airport components. The s e 
considerations are as follows: 

1. Absolute need to include safety and maintenance 
requirements. 

2. Availability of grants-in-aids 
* Federal Aviation Administration 
* Iowa Department of Transportation 
* Other 

3. Local financial constraints 
4. Unforeseen changes in aviation activity within the twenty-

year planning period . 

In maintaining flexibility, the development schedule should be reviewed 
along with the aviation forecasts at five year intervals. Hangars may 
be constructed in a phase other than indicated since proposed hangar 
development is e xpected to be financed in part or wholly by the private 
sector. 

The three de velopment phases are described in terms of projects. 
projects having the highest priority were assigned to the 
development phase while those having a lower priority were placed 
third devel o pment phas e. 

1. Const r uct new primary runway 
* RW 18/36 

2. Construct connecting taxiway 
* RW 18 to terminal area 

3. Provide runway protection zones (RPZ) 
* Each runway 

PHASE ONE: 

' 
1991-1995 

Those 
first 

in the 

Within Phase One, the first development project proposed is · land 
acquisition in fee for RW 15/33. Easements for that area of the runway 
protection zone extending beyond airport property would also be obtained 
within the initial development project. Appro x imately 80.0 acres of 
land would be acquired in fee with an additional 25.5 acres in easement 
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acquired for associated runway protection zones (RW 15/33 & RW 5/23). 

The second project in Phase One involves grading and drainage 
requirements necessary for the construction of the primary runway and 
connecting tax iway. The third project includes final subgrade 
preparation and paving of RW 15/ 33 and taxi way. The pavement areas 
would consist of a four (4) inch granular subbase and six (6) inch 
P.C.C. paving. The paved areas would also be marked within this 
project. Subsurface drainage h'Ould be provided along RW 15/33 and 
connecting ta x iways. 

The fourth project provides for the installation of medium intensity 
runway edge and threshold lights on RW 15/33. A precision approach path 
indicator (PAPI) and runway end identifier lights (REIL) would be 
installed. Installation of a rotating beacon light would also be a part 
of the fourth project. 

A non-precision instrument approach is planned for each runway. 
Implementation of Phase One projects will provide the Monticello 
Municipal Airport with a new primary runway of 75 feet in width and 
4,000 feet in length. 

Development Summary - Phase One: 1991-1995 
1 . Land Acquisition and Fencing 

A. Fee Title 80.0 Acres 
B. Runway Protection Zone RW 1 5 1.3 Acres+/-
C. Runway Protection Zone RW 33 8.9 Acres+/-
D. Runway Protection Zone RW 5 7.2 Acres+/-
E. Runway Protection Zone RW 23 4.3 Acres+/-

2. Runway 15/33 Improvements 
A. 6 inch P.C.C. - 75' X 4000'; Turnaround 
B. Medium Intensity Runway Edge and Threshold Lights 
C. Precision Approach Path Indicator, Runway End Identifier 

Lights 
D. Pavement Markings 

3. Connecting Taxiway 
A. 6 inch P.C.C. 35' 
B. Taxiway Edge Lights or Reflectors, Marking 

The primary emphasis of Phase One activities is the construction of a 
new primary runway. 

PHASE TWO: 1996-2000 

Addi ti ona 1 hangar space may be con temp 1 ated in Phase Two. The ALP 
depicts the location of a 10 unit tee type hangar. Hangar development 
is expected to be completed by the private sector should additional 
space be needed. 

PHASE THREE: 2001-2010 

No major capital projects are contemplated. 
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Table 6 - 1 summari zes the estimated development cost anticipated through 
2010. 

TABLE 6-1: DEVELOPMENT COSTS 

PHASE ONE : 1991-1995 

ITEM 

I. 

II. 

III. 

IV. 

DESCRIPTION 

ACQUISITION 
Land in Fee 
Land in Easement 
Appraisal 
Land Survey 
Land Negotiation 

LAND 
1 • 
2 . 
3. 
4. 
5 • 
6. 
7 . 

Legal Recording, Admin. 
Contingencies (5%) 

SUBTOTAL 

GRADING (RW 15/33, Connecting Taxiway) 
1. Mobilization, Clearing, Grubbing 
2. Excavation and Grading 
3. Erosion Control 
4. Seeding and Fertilizing 
5. Fencing 
6. Drainage - 18" R.C.P. 
7. Intakes 
8. Contingencies 
9. Engineering, Legal, & Admin. 

SUBTOTAL 

RUNWAY PAVING (RW 15/33) 
1 . Subgrade Preparation 
2 . 4" Granular Base 
3 . 6" P.C.C. 
4. Shouldering 
5 . 4 " Subdrains/Outlets 
6. Runway Mar k ings (NPI) 
7 . Contingencies 
8. Engineering, Legal , & Admin. 

SUBTOTAL 

LIGHTING AND LANDING AIDS 
1. Edge and Threshold Light System (MIRL) 
2. PAPI 
3. REIL 
4. Contingencies 
5. Engineering, Legal, & Admin. 

SUBTOTAL 

F-- n~ 

TOTAL 

$200,000 
12,750 
4,000 
8,000 
2 ,500 
2,000 

11,463 

$240,713 

20,000 
200,000 

8,000 
22,500 
22,175 
12,000 
1,600 

14,314 
48,667 

$349, 2 56 

35,005 
105,015 
528,612 

8,000 
5_0, 000 
12,600 
36,962 

125,669 

$901,863 

40,000 
14,000 
10,000 
3,200 

10,880 

. $- 78,080 



I 
I 

V. CONNECTING TAXIWAY 
1. Excavation and Grading (See Item II) 
2. Subgrade Preparation 
3. 4" Gr anular Base 
4 . 6 " P.C.C. 
5. Markings 
6. Contingencies 
7. Engineering, Legal, & Admin. 

SUBTOTAL 

VI. TAXIWAY LIGHTING 
1. Medium Intensity 
2. Contingencies 
3. Engineering, Legal, & Admin. 

SUBTOTAL 

TOTAL PHASE ONE 

PHASE TWO: 1996-2000 

I. Ten Unit Tee Hangar by Private sector 

PHASE THREE: 2001-2010 

I. No major capital projects anticipated 
other than maintenance. 

0 
3,681 

11 , 043 
57,056 
10,000 
4,089 

13,903 

$ 99,772 

8,700 
435 

13,903 

$ 23,038 

$1,692,722 

$ 197,000 

0 

The estimated costs include a five (5) percent contingency Engineering, 
legal and administrative costs associated with the project were placed 
at 17 percent of the estimated construction cost. 

The total estimated capital cost to implement Phase One is 1,692,722 
dollars. In addition to the capital costs associated with the 
construction of airport facilities, the airport owner will al~o incu r 
costs associated with the operation and maintenance of those facilities. 

Recognizing local financial constraints of local governing bodies, 
alternative sources o f funding mu s t be e xamined in order to implement 
the c apital facilities and prov ide for the maintenance of those 
f ac i 1 it i es. Sou r·ce s of funding inc 1 ude not on 1 y those gene rated by 
1 oca 1 gove r nment s but private sec tor sources as we 11 . In addition, 
grants-in-aid available from Sta te and Federal airport development 
programs represent additional sources of financial assistance. 
Development of public infrastructure should be undertaken to enhance not 
only public health and safety, but with the intent stimulating private 
investment as well. 
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STATE AND FEDERAL ASSISTANCE 

Federal Assistance 

The Federal Airport Ac t of 1946 created the Federal - Aid Airport Program 
(FAAP) and a National Airport Plan (NAP). The Airport and Airway 
Development Act of 1970 repealed FAAP and NAF programs and established 
the Airport Development Aid Pro gram (ADAP) and National Airport System 
Plan (NASF). Publi c law 97 -2 4B (Airport and Airway Improvement Act of 
1982) required the publication of a National Plan of Integrated Airport 
Systems (NPIAS) by September 3 , 1984 and created the Airport Improvement 
Program (AIP). Air·po rts i n Iowa have ben e fitted from the various 
Federa l airpo r t assistanc e p r og r ams since FAAP was created in 1946. 

The Airpo rt and Airway Trust Fund created in 1970 as a repository for 
tl1e tax monies paid by the a v iation users supports Federal programs. 
The prima r y s ourc e of revenue is generated by a eight (8) percent tax on 
passenger ti c kets. Other sources inc 1 ude a tax on f re i ghtway bi 11 s, 
inte r national departures, and general aviation fuel. The Airport and 
Airway Safety and Capacity e xpansion Act of 1987 set annua 1 funding 
ceilings f o r eac h ye a r through 1992. 

At present, the Federal Aviation Administration provides grants-in-aid 
up to 90 percent of the project cost on eligible items. In general, 
e 1 i g i b 1 e i terns inc 1 ude a 11 ai r port requirements except those 11h i ch 
specifically benefit the private sector. For example, hangar facilities 
and the taxiway 20 feet out from the hangar are not eligible. Vehicle 
parking lots are not eligible nor are terminal buildings e xcept at 
Commer c ial Airports. 

St.ate Assistance 

The Iowa Department of Tr a nsportation provides assistance for airport 
improvement s at those airports included in the State System of Airports. 

At the present time, the rate of participation is 70 percent on eligible 
items. Airport components eligible for assistance are the same as those 
eligible for Federal a s si s tan c e. Sources o f aviation revenue are noted 
a s follows: 

1 . Fuel 
A. Aviation gas tax - 8 cents per gallon 
B. Jet fuel ta x - 3 cents per gallon 

2. Air c raft registration fee s 
A. Commer c ial: $35/aircraft 
B. General Aviation: 

Year 1 - 1.5% of list price 
Year 2 - 75% of first year 
Year 3 - 50% of first year 
Year 4 - 25% of first year 

minimum $15/aircraft 

The amount of money that wi 11 be ava i 1 able from Federal sources is 
estimated at 2.1 million dollars and 1.7 million from State sources. 
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Private_Sector Investment 

The investment of pub 1 i c funds should al so provide an impetus for 
private investment. An area in which private investment may be used 
effectively is for the development of tee-hangar facilities. Hangars 
benefit specific a i rp ·1 ane owners. Consequent 1 y, it is reasonable to 
place the responsibility for hangar development with the private sector. 

Such facilities constructed with private capital on the airport facility 
may be deeded to the airport owner in trade for a long term lease. The 
advantage of such an arrangement is that it relieves the airport owner 
(sponsor) of t he burden of financing private hangar facilities while 
retaining pos s essi o n and control of al 1 rea ·1 property on the airport. 

The proposed development policy assumes that the private sector will 
c onstruct future tee-t1angar facilities and ta x i way pavement within 
twenty (20) feet of the hangar. After a 10 to 15 year amortization 
period, the hangar·s constructed by the private sector wou ·1 d become 
airport property. Revenue generated from hangar rental would at this 
point be available to the airport owner. 

Another alternative available would include a joint effort between the 
private sector and public sector. The latter may be required in some 
cases where the income generated form the rental of hangar stalls is 
insufficient to cover annual amortization costs. 

Ai rQort __ Maintenance 

The prima1-y emphasis of the Airport Development Plan is placed upon 
identifying thos e facility needs required to bring the airport to design 
standards and satisfy aviation demand activity. However, once the 
facility c omponent is c onstruc ted, maintenance becomes a major emphasis. 
Not only should the public investment in facilities be enhanced, those 
actions required to maintain a high degree of safety must be undertaken 
and hazardous conditions corrected immediately. A daily airport 
inspec tion program should be established and deficiencies noted. This 
action s hould be undertaken by the airport manager with deficiencies 
reported to the Airport Board for correction by the City. 

Annual O_I M_Costs 

An annual budget for the following items would need to be established: 
grounds maintenance, i nsu ranee, e 1 ectr i ca 1 pov,,e r, snow removal , and 
administrative services. The private sector would be e xpected to incGr 
costs associated with building maintenance. 

Since the primary runway would be newly constructed, major expenditures 
for maintenan c e shou 1 d be mini ma l . Runway marking and maintenance· of 
the 1~um-1ay light system would involve annual inspection. The basic 
components ( rurnAJay paven1ent, etc. ) are e xpected to have a 1 i fe e xtending 
over the 20-year planning peri od, should adequate maintenance be 
provided. 
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An annual O & M budget of 35, 000-50, 000 do 11 ars may be required to 
satisfy annual operating expenses. 

The annual O & M budget 1--1ould generally contain the following line 
items. 

- Grounds maintenance to include snow removal and mowing 
- I nsu ranee to inc hide liability coverage 
- Telephone, postage, travel 
- Utilities to in c lude electrical power and heating fuel 
- Administrative supplies, advertising 
- Maintenance of radio, landing and navigational equipment 
- FBO ser v ices contract and/or compensation for the airport manager 
- Pavement marking and minor pavement repair 

The FBO cor1tract should identify specific services to be provided. 
- Hours of operation 
- Air c raft maintenance 
- Pil o t training 

TABLE 6-2: 1990 BUDGET 

Airport Manager 
Consultant 
Gen. Insurance 
Misc. Contract Work 
Telephone 
Utility Services 
Building and Grounds 
Other Capital Equipment 

TOTAL 

$12,000 
15,765 
3,000 

0 
365 

2,500 
6,000 
3,000 

$42,630 

SOURCE: City of Monticello 

Fund ·ing 

The development scenario described in Chapter Six proposes 
implementation of airport facility components in stages over a twenty
year period. Project implementation 1•/0uld appear feasible only with 
State and Federal assistance. Consequently, a realistic strategy for 
implementation must as s ume State and Federal assistance. 

Generally, the airport must have at least ten (10) based aircraft or . be 
designated as a State System Airport to be placed in the National Plan 
of Integrated A·i rport System, (t-lPIAS). In addition, the proposed 
actions must have been found environmentally acceptable in accordance 
with Public La1-1s 9 ·1-190, 91-258, and 90-495. An environmental r·eview 
would be required for new airport land acquisitions, runway expansion, 
or a project 1...,,hich would accommodate larger aircraft (reference FAA 
Order 1050.1C). 

The strategy for implementation assumes a combination of State, Federal , 
and private investment. 
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A previous 1 y noted, the private sector is e x pected to construct and 
maintain new hangar f ac i 1 it i es. The 1 oca l share (sponsor) may come from 
the following sources: 

1. Private Contribution, Local Development Corporation 
2. General Obligation Bonds 
3. Revenue Bonds 
4. Annual levy not exceed 27 cents per 1,000 dollars of assessed 

valuation (Airport Authority) 
5. Other public entities (28 E Agreement) 

Airport 
Revenue 

1 . 
2 . 
3. 
4. 

generated revenue is used to satisfy annual 
are generated from the following sources: 

Hangar rent 
Gaso line sales 
Fa r m 
M -j sc. sources 

O & M e x penditures. 

Revenue generated in Monticello is primarily derived from hangar and 
tiedown fees. Estimated revenue for 1990 was placed at 1,700 dollars. 
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AIRPORT AUTHORITY 

BACKGROUND: 

Until 1970, all public a irpor ts in Iovrn \"/ere owned and operate d by a 
single muni c ipality. Within the past few years, there ha s been a 
growing interest in the multi-jurisdi c tional ownership and operation of 
the general a v iati o n airpo rt. The depressed economy of the 1980'~ 
together with effo r ts to attrac t new industry provided a bas is upon 
l"lhich to evaluate the impor·tance of general aviation as a mode of 
transportati on. Area c ommunities along with county government soon 
r·e cogn i zed that the a i r·por t pr ovide d a c cess to the area from 1 arge urban 
areas \"lhet· e c o r po r·a t e o ffi c e s were loc ated. The gener·al a v iation 
airport wa s re c ogni zed as an i rnpo r-t component of the area's 
transportati on infrastructu r e. 

Airpo rt Author ities may be created by one or more municipalities. For 
e xample, tha Po lk County Authority consists of three communities and the 
county. The autho r ity allows a multi-jurisdictional approac h to 
maintaining the airport as part o f the overall transportation system in 
the county. Proc edu r e s for ct·eat i ng an Airport Authority are set forth 
in Chapte1· 330A of the Iowa Code and are briefly described as follows: 

1. The governing body of each municipality or county that desires t o 
pa r t ·i c ipate in the creati on of an authority must pass a resolution 
of its in te nt to do so. The resolution in addition to e xpress ing 
·i n t e nt, mu s t al so include the names of other mun i c i pa 1 it i es, the 
number o f Board member s to be appointed, name o f the authority as 
we ll as th8 date, time, and place for public hearing. The 
resolution must be published at least once and at least 14 days 
pri o r to the hea r··ing date. 

2. After the hearing, the governing body must pass a ordinanc e 
authorizi11g the creation of an autho rity and to e xecute the Airport 
Authority Agreement. 
The governing body may elect to have 3 readings of the ordinance and 
may \"la i ve the 2nd a t 1d 3 rd re a dings. 

3. The Airpo rt Author ity Agre ement is separate from the ordinanc e and 
c an be a n1e nded. The Agreeme nt s hould in c ·1ude provisions for the 
appointme nt of Board member s , the levy amount and period of time the 
asses s men t is to c o ver, as well as, provi s ions for additional 
membe r s a nd p rocedures f o r withdrawal. The Agreement should also 
set forth proce dur es for arbitrati on. There is no requirement for 
a publi c electi on. 

4. Board 
The Airport Authority Board is the governing body of the authority 
and consists o f at least 3 or more members . The Polk County Airport 
Autho rity Board consists o f 7 members. Board members are appointed 
by the gover n ing body of thos e entities having joined the Authority. 

5. The authority has the power t o : 

6-09 



- acquire, construc t, and operate aviation facilities 
- ente1· into contracts wi tf"l 1 oca 1, state, and federal gover·nment 
- fix and collec t fees and rentals 
- have the power of eminent domain 
- borrow money and issue bonds 

6. Member municipalities may be agreement levy up to 27 cents per 
$1000. dollars taxable valuation. There is a great deal of 
fle x ibility provided as to the levy amount. In no case should it be 
le s s than what is necessary to provide for debt service and to 
provide an adequate annual O & M budget. For e xample, Panora, Yale, 
and Guthrie Center provided a 27 cent levy whereas Guthrie County 
provided a 1 3 cent levy. Tl1e bonds are e xempt f ram both f ede ra l and 
state i ncorne lax . The I evy 111ay e xtend over· a 4 0 year period. In no 
c ase should it be less than the time period required to retire the 
a i 1· po1· L re venue bo nds. Excess revenues co 11 ected are p 1 aced in a 
cap ·ital re s erve fund. 

7. Ex isting airport facilities may be transferred or sold to the 
Authority. For e xample, the City of Audubon upon executing the 
airport authority agreement transferred title of the Audubo n 
Muni c i pa 1 Ai r·port to the Audubon County Authority. 

8 . Members may withdraw from the authority but only after having 
satisfied any obligation incurred while a member of the authority. 

Fo1· additional information, reference should be made to Chapter 330A of 
the I o vJa Code. 

MONTICELLO MUNICIPAL AIRPORT SERVICE AREA: 

As with all airports in Iowa, the airport service area extends beyond 
the corporate boundary of the airport owner. The airport serv ice area 
of the Monti ce 11 o Municipal Ai 1· port 11ou l d encompass no less than 
geographic e xtent of Jones County. Should no public airpo~t 
improvements be made lo f ac i lit ·j es in DE: l aware and Dubuque Counties, the 
service ar-ea 1vou l d e xtend into those counties as we 11 . Should an 
airport authority b·e created, an invitation to join should be offered to 
those governing bodies l ocated within the primary and secondary airport 
ser v ice areas. For purposes herein, the discussion is limited to Jones 
County. Political subdivisions that may join the authority are noted as 
fo l l Ol'-/S: 

- Jones County (unincorporated area) - Marte 11 e 
- Monticello - Mo rley 
- Anamosa - Olin 
- Cascade - Onslow 
- Center Junction - Oxford Junction 
- Wyoming 
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AUTHORITY CREATION: 

1. Adopt Resolution 
2. Hold Public Hearing 

I 
I 
I 
I 
I 
I 
I 

3. Enact Ordinance to Join and Execute Airport Authority Agreement 

Board of Supervisors: 
1. Adopt Resolution 

Date _ __ _ 
2. Public "Notice" Publication 

Date ____ ___ _ 
3. Hold Hearing 

Date __ 
4. Enact Ordinance 

First Reading ___ _ 
Second Reading _____ _ 
Thi rd Reading _______ _ 

I 
City Council(s) 1 

Anamosa 
2 

Monticello 
3 

Cascade 

1. 

'2. 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

3. 

4. 

1. 

2. 

3. 

4. 

Adopt Resolution 
Date 

Public Notice 
Publication 

Date 
Hold Hearing 

Date 
Enact Ordinance 

First Reading 
Second Reading 
Third Reading 

Adopt Resolution 
Date 

Public Notice 
Publication 

Date 
Hold Hearing 

Date 
Enact Ordinance 

First Reading 
Second Reading 
Thi rd Reading 

6 
Oxford Junction 

---·-·-·--·--·----
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7 
Martelle 

4 
Center Junction 

----------------

8 
Morley 

9 
Wyoming 

5 
Ons l mv 

10 
Oxford 

Junction 



Scenario One assumes that Jones County and the ten incorporated 
municipalities jo ·in in the creation of the author- ity. It also assumes 
that 1 .692 milli o t, in cap ital e xpenditures would be made within the 20 
year planning pe,-·iod. In addition to debt service associated with tl1e 
capital con s truction, an annual O & M appropriation would also be 
required. A11 annual O & M e xpend ·iture of 25,000 dollars is used for 
th i s i ·1 ·1 us t r-at i o n . 

Given: 
1 . Capital Projec ts 

1,692,72 2 
1,184,905 

507,817 
15,00(.J 

2. Amort izati on 
Pe r iod: 
Aug. Interest Rate 
Debt se,-v ice 
Yea ,-
1991 
1992 
1993 
1994 
1995 
1996 
1997 
1998 
1999 
2000 
2001 
2002 
2003 
2004 
2005 
2006 

TOTAL 

3 . Annual O & M: 

Total Capital Construction 
IDOT Grant-in-Aid (70%) 
L OCd l Share ( 3 0%) 
Mi sc . costs associated with Bond sale 

15 Year 
7 . 0 Percent 

Total Payment 
$ 14,117 

53,880 
52,700 
56,500 
54,975 
58,438 
56,578 
59,702 
57,497 
60,275 
57,715 
55,115 
57 , 495 
54,525 
51,510 
~ ~. 4~9. 

$525,000 

Avg. Annual Payment 
$53,404.50 
Use $55,000 for 
illustration 

SOURCE: RUAN SECURITIES 
PDS OF Ia., Inc. 

854,472 (Rounded off) 

Average Annual = $ 3 5,000 

4. Total Average Annual Expenditure 
1991-2005: $25,000 + 55,000 =80,000 
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TABLE 6-3: 

SCHLLI.RIO H./0 

Total City 
Rural Co unty 

TOTAL 

SCENARIO ONE (ALTERNATIVES A & B) 

(To tal Cit y , Ru ra l 
To tal 

$146,697,2 25 
363,8 24,047 

$510,5 2 1,272 

County) 
Per 1000 Dollar s 
$ 146,6 9 7 .22 !::i 

36 3 ,824.047 

$ 510,521.272 

% of Total 
28.7 3% 
71.27 % 

100. 00% 

ALTERNATIVE "A" ALTERNATIVE "B" 
Total City, Rur a l County 
Le v y/ 1000 do llars 

0.06 = $30,6 3 1 
0.08 = 40,842 
0. 10 = 51 , 05 2 
0. 12 = 61,26 3 
0. 14 = 71,47 3 
0. 16 = 81,68 3 
0.20 = 102,1 04 
0.27 = 137,841 

City Rural Co . 
146,697. 22 363,8 24. 04 

0.06 = 8,802 0.06 = 21,829 
0.08 = 11,7 3 5 0.08 = 29,106 
0. 10 = 14,669 0.10 = 36, 38 2 
0. 12 = 17,60 3 0.12 = 43,6 59 
0.14 = 20,5 3 7 0.14 = 50,9 3 5 
0.16 = 23 ,471 0.16 = 58,212 
0. 20 = 29,3 38 0.20 = 72 ,765 
0. 2 7 = 39,6 0 7 0.27 = 98, 232 

No te: 27 c ents i s the ma x i mum lev y all o we d. 

To tal City = Anan1osa , Cas c ade, Center Junction, Martelle, Mo nti c ello, 
Mo rle y , Olin, On s low, Oxford Jun c tion, Wyoming 

SOURCE: PDS , 1990 

FOR EXAMPLE: 

Alternati ve '' A " City 
Alternative "8" Cit y 

Excess revenue s not 

Le v y 
Lev y 

used 
in the Autl10ri ty Capital 

16 cents; Rural County, 16 Cents = $81,68 3 . 
2 7 ce nts ; Ru r al Co unty, 1 1 cents= $79,628. 

for O & Mand/or debt s e r vice shall be plac ed 
Reserv e Fund. 

Al t ernati ve s "A" a ss umes Urnt all in c orpora ted communities j o in the 
a utho r· i t y i tl a dd it i o ri to Jones Co unty. Alte rn a tive "A" assumes t hat a 11 
me mbe rs agree t o t l1e san1e l evy . A 16 c en t l ev y wo uld generat.e a 
s uff i c-i ent a mo unt of r·evenue to p r ov ·j de 25,000 do 11 a rs f o r· annu a ·1 O & M 
e x pend ·j tu r es a nd d e bt s e r· v i c e assoc i ate d w i th a 1 , 6 9 2 , 7 2 2 do 1 l a rs 
capita l e x p~n di t u re . 

Sl1o u 1 d A 1 ter na t ·j ve "B" be c ho sen as mo re rep resentative, th e 
incorporated c it"i es in thi s scenar i o v1 o uld c ontribute 2 7 cent s or 39,607 
dollar s base c.J upon 1989 taxable va lu a ti o n. A County levy of 11 ce n ts 
w o u 1 d gene r· a t e 4 O , O 2 I d 0 11 a 1-s p 1-o v i d i n g the Au tho r i t y w i U1 7 9 , 6 2 8 
do ll a rs an n ua ll y . 

Othe r alter·na ti ves ma y be deve l o ped fr om the a bove - table. It i s 
unlil<e l y t ha t an in c o1-porat e d communitie s will join the au t hority. 

It is recomme nded that r e p rese ntati o n 
e;ommu11 i ty ' s c u 111111 i tme nt t o th e: Autho r ity. 
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to l oca l decision-makers , but in no case sha ll it be less than t h ree (3) 
members. 

Should each member be entitled to representat ion, the Boa r d in Scenari o 
One vwuld cor1s i st of e l even ( ·11) members. Should each member be 
entitled to a r·ept·esen ta t i ve based upun the con tr i but ion made, the 
c ounty would be en tit 1 ed to and additiona l ten ( I O) rep r·esentat i ves 
thereby creating a Board with a tota l of 2 1 members. 

A board of nine (9) 1;.J o uld appear more r·easonable. 
of f ered for cons iderati o n. 

J o ne s County 
Anamosa 
Mont i c:e ·1 l u 
\A/yom i ng 
Olin City 
Oxfo 1-d Junct ion 

4 members 
I member 
I me mber 
1 mem ber 

member 
member 

The follmAJing i s 

The remaining incorporated 
appointed fro m thei r area. 

communities may be represented by a c ount y 

The size of the Board , like the le vy , can be finali ze d after obta ining 
some indication of which entities may wish to join the Authority . 

A second scena1- i o was p repar-e d based upon the ass umpti o n that the 
.A.uth or-- ity wou ld co1·1s i st of no more th a n Jones Count y and t t1e 
i nco rpo r· a ted communities of Anamosa and Monti ce 11 o . 

TABLE 6- 4: SCENARIO TWO: (ALTERNATIVES A & B) 

Monti ce ll o 
Anamosa 
Rur· a l County 

Total Per 1000 doll ars 
$65,392 ,7 90 $ 65,39 2. 79 

49,489,82 4 49,489.82 
_ 3 6 3 L 8 2 4 l 0 4 7 ______ .... 3 6 3 L 8 2 4 • _0~7 __ 

% of Tota l 
13.66% 
10. 34% 

-~7~6 -'-Q.Q2£ 

TOTAL $478,706,661 

.A,LTERNATIVE "A" 
City and Rural Co. 
LEVY/1000 dollars 

$478,706.661 

ALTERNATIVE "B" 

100.00% 

0.06 = 28 ,7 22 
0.08 = 38,297 
0. 10 = 47,871 
0. 12 = 57, 44 5 
0. 14 = 67,019 
0. 16 = 76, 593 
0.20 = 95, 74 1 
0. 2 7 = 129 , 25 1 

City 
114,882.61 

0.06 = 6,89 3 
0.08 = 9, 1 91 
0. 10 = 11 , 4 88 
0. ·1 2 = 13 , 786 
0. 14 = 16, 084 
0.16 = 17, 232 
0.20 = 22,977 
0.27 = 31,018 

NOTE: 27 cents is the max imum levy allowed. 

SOURCE: PDS , 1990 
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Rural Co. 
363 ,8 24 .04 

0.06 = 2 1 ,829 
0 .08 = 29 ,106 
0.10 = 36,382 
0.1 2 = 4 3, 659 
0 . 14 = 50 ,.935 
0.16 = 58,212 
0.20 = 72 ,T65 
0. 27 = 98,232 



FOR EXAMPLE: 

Al tern at i v e "A" City Le vy 1 7 cents ; Rural County Le v y, 17 cents =$ 8 1, 3 8 0 
.A; lten1 ative "B " City Le vy 27 cent s ; Rural County Levy, 14 cents= 8 1,9 53 

A 1 te r n at i ve "A" as s umes a 16 cent 1 e v y in Monti c e 11 o, Anamosa, and 
Uni 11co r po1- ated J o r,e s Co un ty . A I t e rn a ti v e " B" a ssumes a 27 cent 1 evy in 
Montice llo and Anamos a and a 13 c ent levy in uninc orpo r ated Jones 
Count y . Either a 1 te r n ati ve would gen e 1~ate a re v enue amo unt in e x c ess of 
the 80,000 d o ll a rs required. 

An Airpo r t Autho rit y Boa rd con s i s ting of 5 me mbers would be satisfactory 
i r, the c a s e of Sce t ,a r i 0 T110 al u -,o ugh s e v en wo uld n o t be unreaso n ab 1 e. 

J o n e s County 3 members or 3 members 
Anamos a 1 member or 2 members 
Monti c ello 1 member or 2 me mbe rs 

SUMM.A.RY 

The foll o wing d o cuments will be required should one or mo r e 
mun i c i p a 1 ·j ti es de s i 1-e t o c reate an Airpo rt Authority. 

1 . Re so 1 ut i o n 
2 . Publi c He a ring Noi s e 
3. Or dina n c e 
4. Ai r p o rt Autho rity Agre ement 
5. By 1 mvs 

The following are c onsidered to be major issues f or which a con se n s u s 
must be e s tabli s hed prior to proceeding with f o rmati o n of the author ity . 

1. Wh o d e sires to join 
2. Re pre s entati o n on the Airport Auth o rity Bo ard 
3 . Le v y a 111o unt and pe riod o f time 
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