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The Oxnard Airport Master Plan is
being prepared to provide the
community and public officials with
proper guidance for future development
that addresses aviation demands and is
wholly  compatible  with  the
environment. This study has the specific
objective  of re-examining the
recommended direction from the 1996
Draft Airport Master Plan. This will
include incorporating subsequent
changes where conditions and

(Sponsor), local, regional, state, and
federal agencies, and the consultant
team will be essential to bringing
together all facts and data relevant to
the project and to developing a mutual
agreement regarding future
development of the airport.
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The Master Plan will provide
recommendations from which the
County may take action to maintain and
improve the airport and all associated
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circumstances may have invalidated
previous recommendations within the
context of the airport mission statement.
Still valid concepts may be retained,
while new concepts will be developed
for those alternatives that are either no
longer valid or considered to be
unacceptable or unworkable.
Coordination between Ventura County

i

services important to public needs,
convenience, and economic growth. The
Master Plan is intended to benefit all
residents of the area by providing a
comprehensive plan which supports
and balances continued opportunity for
aviation activities and  the
environmental preservation of the
surroundings.
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AIRPORT MISSION
STATEMENTS

The mission statements for both the
Ventura County Department of Airports
and the Oxnard Airport are provided
here for reference and guidance during
the preparation, review, and
implementation of the Oxnard Airport
Master Plan.

DEPARTMENT OF AIRPORTS
MISSION STATEMENT

o To provide safe, efficient,
maintained, and accessible
facilities for the provision of
general aviation and limited
commuter airline service needs of
the citizens of Ventura County.

o To limit the development of
Camarillo and Oxnard Airports
to meet the forecasted needs of
general aviation and commuter
airline services in a manner that
will complement each other.

° To optimize the use of present
airport land, maximize safety,
assure financial feasibility, and
minimize the negative environ-

mental effects on the
surrounding communities.
OXNARD AIRPORT
MISSION STATEMENT
Oxnard Airport shall:
° be a publicly owned, operated,

and managed general aviation

i1

airport with a strong emphasis
on safety, cooperation with its
neighbors, and responsible flight
operations.

® maintain a viable center for air
commerce, which enhances trade
and business for the economic
development and transportation
needs of the City of Oxnard and
Ventura County.

o make every reasonable effort to
limit the hours of air operations
through a curfew, and to reduce
noise and air pollution nuisances
caused by airport users and
operations.

o provide the region with safe and
efficient access to the national air
transportation system and
general aviation.

° continue to search for a regional
airport to serve the air carrier
and commercial needs of the City
of Oxnard and Ventura County.

SUMMARY AND
RECOMMENDATIONS

The proper planning of a facility of any
type must consider the demand that
may occur in the future. For Oxnard
Airport (OXR), this involved updating
forecasts to identify potential future
aviation demand. Because of the
cyclical nature of the economy, it is
virtually impossible to predict with
certainty year-to-year fluctuations in
activity when looking five, ten, and
twenty years into the future.



Recognizing this reality, the Master
Plan is keyed more to potential demand
“horizon” levels than future dates in
time. These “planning horizons” were
established as levels of activity that will
call for consideration of the
implementation of the next step in the
Master Plan program. By developing
the airport to meet the aviation demand
levels instead of specific points in time,
the airport will serve as a safe and
efficient aviation facility which will
meet the operational demands of its

efficient manner. This program allows
the County to change specific
development in response to
unanticipated needs or demand.

The forecasts of aviation activity at
Oxnard Airport were developed taking

into account the two mission
statements. This results in forecasts
that are somewhat constrained

compared to those developed by
previous planning efforts. The forecast
planning horizons are summarized in

users while being developed in a cost Table A and Exhibit A.
TABLE A
Aviation Demand Planning Horizons
Oxnard Airport
Short Intermediate Long
Current Term Term Term
ANNUAL OPERATIONS
Commuter 3,650 4,500 5,600 6,500
Air Taxi 9,756 11,500 12,600 14,500
Military 1,541 1,500 1,500 1,500
General Aviation 73,803 78,200 83,900 92,700
Total Operations 88,750 95,700 103,600 115,200
ANNUAL PASSENGERS
Enplanements 22,829 35,000 45,000 60,000
Based Aircraft 142 150 158 170
Exhibit A also presents historic The Airport Layout Plan set acts as a

activity for the four primary activity
indicators. It is evident from this
exhibit that the long term planning
horizon activity levels for based aircraft
and operations will remain well below
levels attained in the 1990's. The long
term horizon for enplanements is just
slightly above the 1990 high level.

1i1

blueprint for everyday wuse by
management, planners, programmers,
and designers. These plans were
prepared on computer to help ensure
their continued use as an everyday
working tool for the Department of
Airports.



As indicated in the introduction, this
Master Plan is intended to re-examine
the recommended direction of the 1996
Draft Master Plan that was never
adopted by the County Board of
Supervisors.

The principal airfield recommendations
focus upon safety, security, and
compatibility. Itis of key importance to
ensure that airport design standards
are upheld to the maximum extent
feasible, particularly in relation to the
runway safety area (RSA). Other
recommendations are provided to
improve the efficiency and circulation
on the airfield. Exhibit B depicts the
airfield recommendations.

Runway 7-25 will remain the only
runway at Oxnard Airport. The runway
is currently 5,950 feet long and 100 feet
wide with a pavement strength of
70,000 pounds dual wheel loading. Itis
planned to remain at this pavement
strength to continue to accommodate
the design aircraft indicated earlier.

An analysis of the runway’s safety area
requirements indicated that the runway
does not meet the FAA design
standards for the approach category C
and D aircraft that regularly use the
airport. The RSA beyond the east end
of the runway extends for approxi-
mately 750 feet before reaching the
airport’s perimeter service road. The
recommended plan for the east end
involves relocating the departure end
threshold for Runway 7 250 feet to the
west.

It is also recommended that, in the
interest of safety and to minimize

1v

disruption of airline service, the airport
continue to improve its instrument
approaches. This will likely mean
improving approach minimums as
improved capabilities become available
through GPS (global positioning
system).

Exhibit B also depicts the property
acquisition recommendations. All
property acquisitions are related to
direct control of land use for the
enhancement of safety. The intent is to
either clear properties, maintain
undeveloped properties, or to at least
maintain current uses with no new
development.

Recommended landside improvements
are primarily associated with
maintenance, redevelopment, and
modernization of existing facilities.
The facility requirements indicated
that, with the addition of previously
approved executive hangars, and the
replacement of Hangar One, facilities
area should be adequate from a space
standpoint. Older hangar facilities may
require replacement during the
planning period. In addition, future
mandates in security could require
alterations in the terminal area.

The primary improvement items over

the planning horizons include the
following:

Short Term

Meet changing security needs.
Continue pavement rehabili-
tation and maintenance
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o Correct extended RSA off east
end of runway
o Construct blast pad off east end

of runway

. Continue fee simple and
easement acquisitions for safety
enhancement

° Repair and maintain existing
structures as necessary

. Make security improvements as
may become necessary

Intermediate Term

° Improve Runway 7 GPS

approach minimums by
installing approach light system

o Continue airport facility
rehabilitations and moderni-
zations

° Remodel terminal building

Long Term

The full implementation of the Master
Plan would involve a financial
commitment of $16.4 million over the
planning period (Table B). Approxi-
mately 90 percent of the total costs will
be eligible for grants-in-aid admini-
stered by the Federal Aviation
Administration (FAA). The source of
these grants is the Aviation Trust Fund
which is a depository for aviation taxes
such as those from airline tickets,
aviation fuel, aircraft registrations, and
other aviation-related fees. Most
eligible projects can receive up to 95
percent funding from the FAA.

Primary commercial service airports
such as Oxnard Airport qualify for
entitlement funding through the
program. Oxnard Airport is currently
earmarked for $1.0 million in annual
entitlement funds annually.  These
funding levels, however, are not
guaranteed. The amount of federal
funding that will be made available will
depend upon the future of the Airport

o Continue rehabilitation and Improvement Program.
modernization of facilities as
necessary.
TABLE B
CIP Financial Assumptions (2004 $)
Short Intermediate Long
Term Term Range
Total Project Costs $6,757,000 $3,171,000 $6,500,000
Grant Eligible $5,997,900 $3,012,450 $5,795,000
AIP Entitlements $5,000,000 $7,000,000 | $10,000,000
| State Funding $0 $0 $0
Remaining Grant Eligible Costs $997,900 $0 $0
Matching Share Costs $439,100 $158,550 $305,000
Remaining PFC-Eligible Costs $1,437,000 $158,550 $305,000
Passenger Facility Charges (PFC) $722,400 $1,227.650 $2,289,750
Remaining Matching Share 714,600 $0 $0
Non-Eligible Costs $320,000 $0 $400,000
|LRemaining Airport CIP Costs $1.034.600 30 $400.000




The Ventura County Department of
Airports will need to use other sources
of airport-generated funding as well.
Commercial service airports such as
Oxnard Airport have been authorized
by Congress to impose passenger
facility charges (PFCs) as a means to
collect revenues for airport
improvements. A PFC of up to $4.50 is
allowed. The airport has been
authorized at this maximum level and
currently uses the revenue to fund
eligible projects in excess of the
entitlement funding received. Most of
the projects not eligible for federal
funding can be funded from the revenue
they generate.

CONCLUSIONS

In conclusion, the Master Plan is
reviewed with regard to the
Department of Airports and Oxnard
Airport Mission Statements.

DEPARTMENT OF AIRPORTS
MISSION STATEMENT

° To provide safe, efficient,
maintained, and accessible
facilities for the provision of
general aviation and limited
commulter airline service
needs of the citizens of
Ventura County.

The Master Plan concept preserves the
current general aviation and commuter
activities for which Oxnard Airportis

vi

used. It includes recommendations to
enhance safety and efficiency, as well as
to maintain existing facilities.

o To limit the development of
Camarillo and Oxnard
Airports to meet the
forecasted needs of general
aviation and commuter
airline services in a manner
that will complement each
other.

The Master Plan utilizes a forecast that
takes into account the following
development qualifiers:

- No increase in runway
length.

- No significant increase in
terminal space.

- Planning to maintain and
serve based aircraft levels
equal to its current
market share of registered
aircraft in the county.

° To optimize the use of present
airportland, maximize safety,
assure financial feasibility,
and minimize the negative
environmental effects on the
surrounding communities.

With the exception of an approach light
system, segmented circle relocation, and
perimeter fencing, all development in
the Master Plan will occur on current
airport property. The only property
acquisitions recommended are those
designed to enhance operational safety.



OXNARD AIRPORT
MISSION STATEMENT

Oxnard Airport shall:

o be a publicly owned, operated,
and managed general
aviation airport with a strong
emphasis on safety,
cooperation with its
neighbors, and responsible
flight operations.

The Master Plan is based upon
maintaining the Oxnard Airport as a
County-owned and operated airport. It
remains open to general aviation
activity that can operate within the
constraints of its facilities. The major
improvement recommendations for the
airfield are based upon meeting airport
design standards to the extent feasible.

o maintain a viable center for
air commerce, which
enhances trade and business
for the economic development
and transportation needs of
the Cilty of Oxnard and
Ventura County.

The Master Plan continues to provide
for maintenance and modernization of
existing terminal area facilities to serve
the needs of its users. The plan does
consider growth in general aviation and
airline traffic beyond the current levels
of activity in support of economic
development and transport-ation needs
of the City and County.

e make every reasonable effort
to limit the hours of air
operations through a curfew,
and to reduce noise and air

vii

pollution nuisances caused by
airport users and operations.

Since the Master Plan is primarily a
facility-related plan, the consideration
of limited hours and/or curfews is
beyond the purview of the Master Plan.
The Master Plan is also limited in
means to reduce noise and air pollution.
The Master Plan, however, does not
recommend any improvements that
would increase the potential for noise
and air pollution.

° provide the region with safe
and efficient access to the
national air transportation
system and general aviation.

Safety, maintenance, and moderni-
zation of the Oxnard Airport is the
primary emphasis of the Master Plan.
The plan will allow the airport to
continue to be a regional access to the
national air transportation system.

° continue to search for a
regional airport to serve the
air carrier and commercial
needs of the City of Oxnard
and Ventura County.

The limited development recommend-
ations of the Master Plan are based in
large part on the continued search for a
new airport. The Master Plan
recognizes that the forecasts for Oxnard
Airport fall well short of meeting the
commercial service demand in Ventura
County. As other commercial airports
in the Los Angeles Basin reach their
capacities, it will become more
incumbent upon the County to have
access to adequate airport facilities to
serve the needs of its citizens,
businesses, and economic well-being.
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INVENTORY



CHAPTER ONE

ENTOR)

The initial step in the preparation of an
airport master plan is the collection of
information that will provide a basis for
further analysis in subsequent chapters.
Information is gathered regarding not
only the airport but also the region it
serves. This chapter will begin with an
overview of the existing conditions at
Oxnard Airport consisting of airport
facilities, airspace, and the airport's role
in regional, state, and national aviation
systems. This will be followed by
background information regarding
Ventura County, the City of Oxnard, and
the regional area, including information
regarding surface transportation and the
socioeconomic profile.

Information provided in this chapter
was obtained through on-site inspections
of the airport, interviews with airport
management, airport tenants, and
various  governmental agencies.
Information was also obtained from

OXNARD AIRPORT

available documents and studies, both in
print and online, concerning the Oxnard
Airport and the Ventura County area.

HISTORICAL PERSPECTIVE

The current airport setting and
configuration is depicted on Exhibit
1A. Oxnard Airport was opened by
Ventura County in 1934 with a 3,500-
foot dirt runway. In 1938, the runway
was paved and a large hangar, now
referred to as Hangar Two, was
constructed by the Works Progress
Administration (WPA). After the
completion of these improvements, the
Oxnard Flying School began operations
in 1939 with two aircraft. In 1940, the
U.S. Army Air Corps established a
primary training base for its pilots at
the airport. The training facility was
named the Mira Loma Flight Academy.
During the Air Corps tenure at the
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airport, two more hangars, Hangar One
and Hangar Three, and a housing
facility were constructed. The housing
facility, that was used to house the
pilots and their trainers, still exists
across the street from the airport and is
now the Mira Loma Apartments.

The declaration of war in December
1941 resulted in the relocation of the
Oxnard Flying School to Boulder City,
Nevada as civilian flying was not
allowed within 200 miles of the
coastline. The Army Air Corps
continued training at the airport prior
to 1944 when the airport was
reassigned to the U.S. Navy until the
Naval Air Station at Point Mugu could
be completed. In 1945, the Navy
relocated to the completed station at
Point Mugu and the Oxnard Flying
School returned to the airport. Control
of the airport was returned to Ventura
County by the federal government in
1948 and in the following year, the
State of California issued the airport an
operating permit.

Scheduled airline flights began in 1946
by Southwest Airlines and later Pacific
Airlines. Since that time, a number of
commercial service providers have
served the airport including Cable,
Golden West, Wings West, American
Eagle, Mesa, and America West
Express.

Major improvements at the airport have
included the construction of an airport
traffic control tower in 1960, the
extension of Runway 7-25 to 5,947 feet
in 1963, construction of a terminal
building in 1971, the installation of
taxiway lighting in 1973, and the
installation of precision instrument
landing and approach lighting systems
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in 1976. It should also be noted that in
1974 radar approach control was
established at Point Mugu, thereby
allowing positive radar coverage to
aircraft flying into and out of Oxnard
Airport.

In October 1994, Hangar One, the
original hangar constructed at the
airport, was lost to fire. Plans are
underway to replace this hangar with a
corporate hangar and office complex
which will serve the general aviation
community at the airport.

Currently, Oxnard Airport is positioned
to serve all segments of the civil air
transportation industry as it has
facilities to accommodate commercial
airline activity and general aviation
users.

The commercial airline segment of the
air transportation industry includes all
air carriers providing scheduled air
service. Currently, regularly scheduled
commercial service is provided by Sky
West Airlines, operating under a code
share agreement with United Airlines
as United Express.

General aviation is the largest and most
diverse segment of the air
transportation industry. General
aviation aircraft constitute 97 percent of
all civil aircraft in the United States
today. Use of these aircraft covers a
broad spectrum of activities from
personal and recreational flying to air
ambulance to business and commercial
uses such as aerial applicators, aerial
surveyors and photographers, and the
non-scheduled transport of company
staff from one location to another.
General aviation aircraft range from
one and two seat piston-powered
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aircraft to long-range business jet
aircraft capable of flying non-stop to
international destinations. In the
spring of 2002, there were 144 aircraft
based at Oxnard Airport.

THE AIRPORT’S SYSTEM ROLE

Airport planning exists on many levels:
local, state, and national. Each level
has a different emphasis and purpose.
Locally, this master plan is the primary
airport planning document.

At the national level, the airport is
included in the National Plan of
Integrated Airport Systems (NPIAS).
The NPIAS includes a total of 3,660
airports (both existing and proposed)
which are important to national air
transportation.  Oxnard Airport is
classified as a primary commercial
service airport within the NPIAS.

At the state level, the airport is
included in the California Aviation
System Plan (CASP) as one of 29
primary commercial service airports in
the State of California.

At the regional level, the airport is
included in the Southern California
Association of Government’s
Regional Aviation Plan. This plan
encompasses 65 airports including six
air carrier airports, three commuter
airports, 45 general aviation airports,
and 11 existing or recently closed
military installations. Within this plan,
Oxnard Airport is classified as a
commuter airport.
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AIRPORTADMINISTRATION

Oxnard Airport is a commercial service
airport owned by Ventura County and
operated by the Ventura County
Department of Airports which is
charged with the day-to-day operation,
repair, maintenance, and admini-
stration of the airport. The Department
of Airports oversees Oxnard and
Camarillo airports and is staffed with
32 employees. Of these 32 staff
members, ten are allocated directly to
Oxnard Airport.

The airport is overseen by the Ventura
County Board of Supervisors. The
Board receives recommendations from
the Ventura County Airport Advisory
Commission, which is concerned with
the technical aspects of the airport, and
the Oxnard Airport Authority, which is
concerned with the business aspects of
the airport.

The Aviation Advisory Commission,
which makes recommendations on both
Oxnard and Camarillo airports, consists
of ten appointed members. The
members are appointed by the County
Board of Supervisors. Each supervisor
appoints two individuals to serve on
this commission.

The Airport Authority is responsible for
only Oxnard Airport and consists of five
members - two members from the Board
of Supervisors, two members from the
Oxnard City Council, and one member
from the public.



AIRPORT SETTING

The City of Oxnard lies equidistant
between Santa Barbara and Los
Angeles, approximately 62 miles from
each. Exhibit 1B depicts the city in its
regional setting. Oxnard Airport lies
one and one-half miles east of the
Pacific coastline, and is situated along
the coastal edge of the 200-square mile
Oxnard Plain. The airport is located on
approximately 216 acres of land in the
northwest portion of the City of Oxnard.

AIRPORT FACILITIES

This section presents a description of
the existing facilities at Oxnard Airport.
These facilities can be divided into two
distinct categories, airside facilities and
landside facilities. Airside facilities
include those directly associated with
aircraft operation. Landside facilities
include those necessary to provide a
safe transition from surface-to-air
transportation and support aircraft
servicing, storage, maintenance, and
operational safety.

AIRSIDE FACILITIES

Airside facilities, previously depicted on
Exhibit 1A, are those facilities directly
associated with the safe and efficient
movement of aircraft on the airport. In
most cases, airside facilities dictate the
types and levels of aviation activity
capable of operating at an airport.
Airside facilities include runways,
taxiways, airport lighting, and
navigational aids. Airside facility data
is discussed in detail below and is
summarized in Table 1A.

Runways

Oxnard Airport is equipped with a
single 5,950-foot long by 100-foot wide
runway. This runway, Runway 7-25, is
oriented in an east-west alignment.
Due to obstructions in the east
approach, the Runway 25 landing
threshold has been displaced 1,372 feet
to the west, which reduces the landing
length available for Runway 25 to 4,578
feet.

Runway 7-25 has an asphalt surface
and is strength-rated for 50,000 pounds
single-wheel loading (SWL) and 70,000
pounds dual-wheel loading (DWL).
SWL refers to the design of the aircraft
landing gear that has a single wheel on
each main landing gear strut and DWL
refers to a landing gear that has dual
wheels on each main landing strut.

Taxiways

The taxiway system at Oxnard Airport,
as depicted on Exhibit 1A, consistsof a
full length parallel taxiway and five
connecting taxiways, all located on the
south side of Runway 7-25.

Taxiway F is the full length parallel
taxiway. This taxiway is 75 feet wide
and provides access to all apron and
hangar facilities on the airport.

Taxiways A, B, C, D, and E are
connecting taxiways providing access
between the runway to Taxiway F.
Taxiways A (east end) and E (west end)
are 75-foot wide right angle taxiways
which provide access for aircraft taking
off and exiting from both ends of the
runway.
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TABLE 1A
Runway Data
Oxnard Airport
RUNWAY
7 25

Runway Length (feet) 5,950'
Runway Width (feet) 100'
Runway Surface Asphalt

Surface treatment Grooved
Displaced Threshold No 1,372
Runway Load Bearing Strength
(pounds)

Single Wheel Loading (SWL) 50,000

Dual Wheel Loading (DWL) 70,000
Runway Lighting MIRL
Approach Lighting No MALSR

Runway Pavement Markings

Non-precision Instrument

Precision Instrument

Visual Slope Indicator VASI-4 PAPI-2
Instrument Approach Procedure GPS ILS
Traffic Pattern Left Left
Taxiway Lighting MITL

Taxiway, Taxilanes, Apron
Pavement Markings

Centerline markings, signage

Other Facilities

ASOS, Segmented Circle, Wind Cones

Airport Elevation

42.5 MSL

MALSR:

VASI: Visual approach slope indicator

PAPI: Precision approach path indicator
ASOS: Automated surface observation system

MIRL/MITL: Medium intensity runway/taxiway lighting
Medium intensity approach lighting system with runway alignment indicator lights

Taxiway B is a 50-foot wide exit
taxiway located approximately 1,500
feet west of the displaced threshold for
Runway 25. Taxiways C and D are
angled exit taxiways. Taxiway Cis 125
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feet wide and is angled to serve Runway
25 landings. Taxiway D is 100 feet
wide and is angled to serve as an exit
for Runway 7 landings.



Airfield Lighting

Airfield lighting systems extend an
airport’s usefulness into periods of
darkness and/or poor visibility. A
variety of lighting systems are installed
at Oxnard Airport for this purpose.
These lighting systems, categorized by
function, are summarized as follows.

. IDENTIFICATION LIGHTING

The location of an airport at night is
universally indicated by a rotating
beacon which projects two beams of
light, one white and one green, 180
degrees apart. The rotating beacon at
Oxnard Airport is located in the
southeast corner of the airfield near
Fifth Street.

. RUNWAY AND
TAXIWAY LIGHTING

Runway and taxiway lighting are light
fixtures placed near the pavement edge
to define the lateral limits of the
pavement. This lighting is essential for
maintaining safe operations at night
and/or during times of poor visibility in
order to maintain safe and efficient
access from the runway and aircraft
parking areas.

Runway 7-25 is equipped with medium
intensity runway lighting (MIRL).
Medium intensity taxiway lighting
(MITL) has been installed on its
associated taxiways.

° APPROACH LIGHTING

Approach lighting systems (ALS)
consist of a configuration of signal lights
that extend into the approach area from
the runway threshold. The purpose of
an ALS is to aid pilots in transitioning
from instrument flight to visual flight
for landing. @A medium intensity
approach lighting system with runway
alignment indicator lights (MALSR) is
installed at the end of Runway 25 to
assist pilots in landing to the west
during inclement weather conditions.
The MALSR extends for 2,800 feet from
the displaced runway threshold.

Two types of visual approach slope
guidance aids are utilized at the airport:
visual approach slope indicator (VASI)
and precision approach path indicator
PAPI). While configured differently, the
VASI and PAPI have a similar purpose
of providing visual approach slope
guidance to pilots. Generally, each
lighting aid consists of a system of
lights, located at various distances from
the runway threshold which, when
interpreted by the pilot, give him or her
an indication of being above, below, or
on the designed descent path to the
runway.

The two-box PAPI (PAPI-2) system
installed for Runway 25 is located on
the left, approximately 400 feet past the
displaced threshold. Runway 7 is
equipped with a four-box VASI (VASI-4)
system which is located on the left side
of the runway approximately 400 feet
from the runway threshold.



. AIRFIELD SIGNS

Airfield identification signs assist pilots
in identifying their location on the
airfield and direct them to their desired
location. Lighted airfield signs at
Oxnard Airport are located along
Runway 7-25 and its associated
taxiways. They are also used to identify
aircraft hold positions, taxiway
intersections, as well as the intersecticn
of the connecting taxiways and runway.

. PILOT-CONTROLLED
LIGHTING

The MIRL and MALSR systems on
Runway 7-25 can be controlled through
a pilot-controlled lighting system (PCL)
when the airport federal control tower
(FCT) is closed. This system allows
pilots to turn on and/or increase the
intensity of the lighting system from the
aircraft with the use of the aircraft’s
radio transmitter.

Pavement Markings

Pavement markings aid in the
movement of aircraft along airport
surfaces and identify closed or
hazardous areas on the airport. Non-
precision instrument markings on
Runway 7 identify the runway
designations, centerline, touchdown
point, and aircraft holding positions.
Runway 25 has precision instrument
markings that identify the runway
centerline, designation, touchdown
point, and pavement edge as well as the
displaced threshold. Taxiway and apron
centerline markings are provided to
assist pilots in maintaining proper
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clearance from pavement edges and
objects near the taxiway/taxilane edges.
Pavement markings also identify
aircraft tie-down positions and aircraft
holding positions.

Other Facilities

The airport also has a lighted wind cone
inside a segmented circle. A lighted
wind cone provides information to pilots
regarding wind conditions both day and
night. The segmented circle consists of
a system of visual indicators designed to
provide traffic pattern information at
airports. The segmented circle and
wind cone are located midfield near the
intersection of Taxiways C and F.
Additional windcones are located near
each end of Runway 7-25 between the
runway and Taxiway F.

Air Traffic Control

Oxnard Airport has an FCT which
provides traffic control services from
7:00 a.m. to 9:00 p.m. The purpose of
the FCT is to control aircraft movement
within the local Class D airspace and on
the runway and taxiway system.
Approach and departure control is
provided by Point Mugu Approach
Control between the hours of 7:00 a.m.
and 11:00 p.m. Between the hours of
11:00 p.m. and 7:00 a.m., approach and
departure control services are provided
by the Los Angeles Air Route Traffic
Control Center (ARTCC).

Aircraft operating in the vicinity of the
airport are not required to file any type
of flight plan or to contact any air traffic
control facility unless they are entering



airspace where contact is mandatory.
Air traffic advisories and certain
weather information can be obtained
using the airport CTAF. Enroute air
traffic control services are provided
through the Los Angeles ARTCC, which
controls aircraft in a large multi-state
area.

LANDSIDE FACILITIES

Landside facilities are the ground-based
facilities that support the aircraft and
pilot/passenger handling functions.
These facilities typically include the
passenger terminal complex, aircraft
storage/maintenance hangars, aircraft
parking apron and support facilities
such as fuel storage, automobile
parking, and roadway access. Landside
facilities at Osxnard Airport are
identified on Exhibit 1C.

Airline Terminal Facilities
And Services

The airport terminal building is located
at midfield, east of the FCT. Areas for
airline ticketing and operations,
baggage claim, rental car reservation
offices, security screening, a lounge, and
a restaurant are provided within the
terminal building. Exhibit 1D depicts
terminal area floor plan.

Fifth Street provides access to the
airport. The terminal access road
connects to this street and extends
north to the terminal building. The
two-lane, one-way road then turns west
and runs between the terminal building
and the vehicle parking lot. The
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terminal road ends at Patterson Road
on the west side of the parking lot.
Patterson Road returns traffic to a
signaled intersection at Fifth Street.

The passenger pick-up or drop-off area
consists of 160 feet of curb in front of
the terminal building. Three vehicle
parking lots are located within the
terminal complex area. The public
parking lot, located across the street
from the terminal building, consists of
220 public and 36 rental car parking
spaces. A total of 26 public spaces are
designated for short term parking with
the remaining spaces available for long
term parking.

A rental car lot is located east of the
terminal building. This lot provides 73
parking spaces for rental car storage
and service.

A 43-space employee parking lot is
located north and west of the terminal
access road, near the base of the FCT.
Access to this parking lot is provided via
Patterson Road.

The terminal apron is located directly
north of the terminal building. The
apron provides for aircraft parking,
access, and circulation for the commuter
aircraft.

Scheduled air service at Oxnard Airport
is provided by United Express using
Embraer Brasilia 120 (EMB-120)
aircraft. Table 1B summarizes the
scheduled flights for the airport as of
April 2002. All flights either arrive
from or depart to Los Angeles
International Airport.
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TABLE 1B

Commercial Air Service Flight

Schedule (April 2002)

Flight Departure
Number Time Destination

5133 7:15 a.m. Los Angeles
5135 9:26 a.m. Los Angeles
5137 11:40 a.m. Los Angeles
5139 4:28 p.m. Los Angeles
5141 8:29 p.m. Los Angeles

General Aviation Facilities
And Services

Oxnard Airport is also a full service
general aviation airport. The general
aviation facilities at Oxnard Airport are
located both east and west of the
terminal and are described in the
following sections.

o FIXED BASE OPERATORS

One fixed base operator (FBO), Oxnard
Jet Center, currently provides service at
the airport. This FBO occupies
Hangars Two and Three on the
southeast side of the airport, as well as
a hangar immediately west of the FCT.
The FBO leases approximately 3,786
square feet of office space, 15,671
square feet of hangar space, and 10,000
square feet of ramp space in Hangars
Two and Three. Aircraft parking,
charters, fuel, catering services, aircraft
maintenance, oxygen, pilot training,
and aircraft rental are some of the
services provided by this FBO within
these hangars.
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The midfield hangar contains 2,575
square feet of office space, 4,485 square
feet of hangar space, and fronts 55,000
square feet of ramp space. Helicopter
services are provided from this location.

° HANGAR AND AIRCRAFT
STORAGE FACILITIES

Hangar facilities at Oxnard Airport
include conventional hangars, executive
hangars, T-hangars, and Port-a-Ports
(portable hangars). All hangars, except
the one occupied at midfield by Aspen
Helicopters, are located east of the
terminal facilities and are depicted on
Exhibit 1C.

A total of three conventional hangars,
20 executive hangars, 53 T-hangars,
and 51 Port-a-Ports are located at the
airport. Of these hangars, 55 are
privately-owned and 69 are owned by
the airport. All of the conventional
hangar space is presently occupied by
the FBO or by other business
enterprises.

There are 39 aircraft tie-downs located
in front of Hangar Two. A total of 11 of
these spaces are leased to the FBO:
four are leased privately, and the rest
are utilized by transient aircraft.

. FUEL FACILITIES

Fuel storage facilities consist of two
12,000-gallon Jet A fuel tanks and two
12,000-gallon AvGas fuel tanks. The
FBO provides fueling services to both
commercial and general aviation
aircraft with the use of two Jet A fuel
trucks and one AvGas fuel truck.



o AIRPORT RESCUE
AND FIREFIGHTING

Airport rescue and firefighting (ARFF)
services at Oxnard Airport are provided
24 hours a day. The ARFF facility,
located at the base of the ATCT, is
continuously staffed by one of five
trained ARFF officers. ARFF quick
response equipment includes one truck
with the capacity for 600 gallons of
water, 110 gallons of aqueous film
forming foam (AFFF), and 500 gallons
of dry chemicals.

. AIRPORT MAINTENANCE

Airport maintenance equipment is
stored in a secured storage area in the
maintenance and storage facility
located north of the midpoint of Runway
7-25.

° GENERAL AVIATION
AUTOMOBILE PARKING

A number of parking spaces are
available near the various general
aviation facilities at Oxnard Airport.
The parking spaces include
approximately 21 spaces at the midfield
location of Aspen Helicopters, 23 spaces
in front of Hangar Two, and 42 spaces
in front of Hangar Three.

Weather Observations

An Automatic Surface Observation
System (ASOS) is installed at Oxnard
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Airport. The ASOS provides automated
aviation weather observations 24 hours
a day. The system updates weather
observations every minute,
continuously reporting significant
weather changes as they occur. The
ASOS system reports cloud ceiling,
visibility, temperature, dew point, wind
direction and speed, and barometric
pressure. The ASOS is located on the
west side of the airfield.

Utilities

The City of Oxnard provides water and
sewer services to the airport. Electrical
service is provided by Edison and
natural gas service is provided by the
Southern California Gas Company.

Tenants

Table 1C contains a summary of the
airport tenants at Oxnard Airport. The
location of many of these business was
previously depicted on Exhibit 1C.

AIRSPACE AND
AIR TRAFFIC CONTROL

The Federal Aviation Administration
(FAA) Act of 1958 established the FAA
as the responsible agency for the control
and use of navigable airspace within
the United States. The FAA Western-
Pacific Region, with offices in
Lawndale, CA, controls the airspace in
southern California.



TABLE 1C

Airport Tenants

Oxnard Airport

Tenant Type of Business Space Leased Location
AeroSpaceNews.com | aviation publication office Hangar Three

Aspen Helicopters/ FBO, agricultural office, hangar, ramp, Hangar Two, midfield

Oxnard Jet Control | application services storage hangar

Bailey Industries aircraft research and office, hangar, storage Hangar Three
development

Camarillo avionics storage storage general hangar area

Electronics

Metro Computers computers office Hangar Three

Reel Graphics aircraft graphics office Hangar Three

TwinMill aircraft research and land east end of airport
development

ETR Graphics printing storage general hangar area

Airport Travel travel agency airport counter terminal building

Budget car rental airport counter, cargo terminal building

Hertz car rental office, airport counter terminal building

United Airlines airline office, airport counter, terminal building

cargo
Buky’s BBQ restaurant restaurant terminal building

The FAA has established the National
Airspace System (NAS) to protect
persons and property on the ground and
to establish a safe and efficient airspace
environment for civil, commercial, and
military aviation. The NAS covers the
common network of U.S. airspace,
including: air navigation facilities;
airports and landing areas; aeronautical
charts; associated rules, regulations,
and procedures; technical information;
personnel and material. The system
also includes components shared jointly
with the military.
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AIR TRAFFIC CONTROL

Air Route Traffic
Control Center (ARTCC)

The FAA has established 21 ARTCCsin
the continental United States to control
aircraft operating under instrument
flight rules (IFR) within controlled
airspace and while in the enroute phase
of flight. An ARTCC assigns specific
routes and altitudes along federal
airways to maintain separation and
orderly air traffic flow. ARTCCs use



radio communication and long range
radar with automatic tracking
capability to provide enroute air traffic
services. Typically, the ARTCC splits
its airspace into sectors and assigns a
controller or team of controllers to each
sector. As an aircraft travels through
the ARTCC, one sector hands off control
to another. Each sector guides the
aircraft using discrete radio frequencies.

The Los Angeles ARTCC controls IFR
aircraft entering and leaving the
southern California area. The area of
jurisdiction for the Los Angeles center
includes most of the State of California,
and portions of Nevada, Arizona, and
Utah.

Radar Air Traffic
Control Facility (RATCF)

The ARTCC delegates certain airspace
to local terminal facilities which are
responsible for the orderly flow of air
traffic arriving and departing the major
terminals. The Los Angeles ARTCC has
delegated airspace to Point Mugu radar
air traffic control facility (RATCF). The
RATCF is staffed and operated by the
U.S. Navy and is under contract with
the FAA for terminal control of civilian
aircraft.

RATCF uses direct radio communi-
cations and an automated radar
terminal tracking system to control air
traffic within its jurisdiction. Air traffic
control services provided by Point Mugu
RATCF include radar vectoring,
sequencing and separation of IFR
aircraft, and traffic advisories for all
aircraft. The RATCF provides air
traffic control services between 7:00
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a.m. and 11:00 p.m. Between 10:00
p.m. and 6:00 a.m., air traffic control

services are provided by the Los
Angeles ARTCC.

Oxnard Airport
Federal Control Tower (FCT)

The Oxnard Airport federal control
tower operates daily from 7:00 a.m. to
9:00 p.m. local time, controlling aircraft
movement within the Class D airspace
and on the runway and taxiway
systems. The IFR arrivals and
departures from Oxnard Airport are
coordinated with Point Mugu RATCF.

AIRSPACE STRUCTURE

To ensure a safe and efficient airspace
environment for all aspects of aviation,
the FAA has established an airspace
structure that regulates and establishes
procedures for aircraft using the
National Airspace System. The U.S.
airspace structure provides for two
basic categories of airspace, controlled
and uncontrolled, and identifies them as
Classes A, B, C, D, E, and G as
described below.

Class A Airspace

Class A airspace is designated in F.A.R.
Part 71.33 for positive control of
aircraft. The area includes specified
airspace within the coterminous United
States from 18,000 feet above mean sea
level (MSL) to and including Flight
Level 600 (60,000 feet MSL). Within
Class A airspace, only IFR operations
are allowed. The aircraft must have



special radio and navigation equipment
and the pilot must obtain an air traffic
control (ATC) clearance to enter Class A
airspace. The pilot must have at least
an instrument rating.

Class B Airspace

Class B airspace has been established
at 29 high density airports in the
United States as a means of regulating
air traffic activity in these areas. They
are established on the basis of a
combination of enplaned passengers
and volume of operations. Los Angeles
International Airport (LAX), located 41
nautical miles (nm) south of Oxnard, is
the only airport with Class B airspace
in the area.

Class B airspace is designed to regulate
the flow of uncontrolled traffic above,
around, and below the arrival and
departure airspace required for high
performance, passenger-carrying
aircraft at major airports. Aircraft
operating in Class B airspace musthave
special radio and navigation equipment
and must obtain an air traffic control
(ATC) clearance. In order to operate
within Class B airspace, a pilot must
have at least a private pilot's certificate
or be a student pilot who has met the
requirements of F.A.R. 61.95, requiring
special ground and flight training for
Class B airspace. The LAX Class B
airspace has an irregular shape due to
the terrain and the number of airports
in the vicinity of the airport.

The Mode C veil, an area associated
with Class B airspace, extends for 30
nautical miles from LAX. When
operating within this area, all aircraft
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must be equipped with a transponder
with altitude encoder (Mode C).

Class C Airspace

The FAA has established Class C
airspace at 120 airports around the
country as a means of regulating air
traffic activity in these areas. In order
to fly inside Class C airspace, the
aircraft must have a two-way radio and
an encoding transponder, and the pilot
must obtain an ATC clearance. Pilots
must have at least a student pilot’s
certificate to fly in Class C airspace.

Burbank-Glendale-Pasadena Airport,
located approximately 41 nautical miles
east-southeast, and Santa Barbara
Airport, located 40 nautical miles
northwest of Oxnard Airport, are
surrounded with Class C airspace.
Oxnard Airport, however, does not have
Class C airspace.

Class D Airspace

Class D airspace is normally a circular
area with a radius of four to five miles
around the primary airport and any
extensions necessary to include
instrument approach and departure
paths. This controlled airspace
typically extends upward from the
surface to about 2,500 feet above the
elevation of airports with operating
control towers. Oxnard Airport,
Camarillo Airport, and Naval Air
Weapons Station (NAWS) Point Mugu
are encompassed by Class D airspace.

As depicted on Exhibit 1E, Oxnard’s
Class D airspace is interrupted to the



southeast by NAWS Point Mugu’s Class
D airspace, and to the east by Camarillo
Airport’s Class D airspace. The ceiling
of Oxnard and Camarillo Class D
airspace is 2,000 feet mean sea level
(MSL). NAWS Point Mugu’s Class D
airspace has a ceiling of 3,000 feet MSL.

Class E Airspace

The Class E category contains airspace
formerly designated as control zones for
non-towered airports and transition
surfaces. The Class E airspace for a
non-towered airport extends from the
surface upward to overlying or adjacent
controlled airspace. Otherwise, Class E
airspace terminates at the base of Class
A airspace. When Class E airspace is
designated as a surface area, it is
configured to contain all instrument
approaches. When designated as an
extension of Class B, Class C, or Class
D airspace, the extension allows
standard instrument approach
procedures without communications
requirements for VFR operations.

Class G Airspace

Airspace not designated as Class A, B,
C, D, or E is considered uncontrolled, or
Class G, airspace. Air traffic control
does not have the authority or
responsibility to exercise control over
air traffic within this airspace. Class G
airspace lies between the surface and
700 feet above the surface underneath
much of the Class E transition surfaces
in the study area. Also, the Oxnard and
Camarillo Class D airspace reverts to
Class G airspace when the ATCT is not
operational.
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Special Use Airspace

Immediately adjacent to and south of
NAWS Point Mugu lies an area of
restricted airspace (R-2519). This area
is operated continuously and has an
unlimited floor and ceiling. The
airspace is restricted due to ground-to-
air missile firings from NAWS Point
Mugu out over the Pacific Ocean.

Approximately 10 nautical miles due
south of Oxnard Airport is Warning
Area 289. In general, restricted and
warning areas indicate the existence of
unusual, often invisible, hazards to
aircraft such as artillery firing, aerial
gunnery, or guided missiles. Warning
areas are established beyond the three-
mile limit along U.S. coastlines.
Though the activities conducted within
warning areas may be as hazardous as
those in restricted areas, warning areas
cannot be legally designated as
restricted areas because they are over
international waters. Penetrations of
warning areas during periods of activity
may be hazardous to aircraft not
participating in national defense
operations. Los Angeles ARTCC is the
controlling facility for the warning area.
The warning area extends from NAWS
Point Mugu out into the Pacific Ocean
in a triangular shape. The warning
area is used for weapons training by
Navy and Marine high performance
aircraft.

Approximately 20 nautical miles north
of Oxnard, an eight-mile wide corridor,
which runs in an east-west direction, is
designated as special military use
airspace. Flights in this area are not
restricted, however, pilots must be
aware of the potential airspace conflict
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in the area. The sectional chart lists
the floors and ceilings of the operations,
and instructs navigators to contact
Hawthorne Flight Service Station (FSS)
to receive activity status of military
operations in the area.

Airspace Conflicts

There are a number of airspace conflicts
in the Oxnard Airport area including
obstructions, terrain, and congested
airspace.

The location of Oxnard Airport in
proximity to NAWS Point Mugu and
Camarillo Airport limits the available
area near the airport for unrestricted
VER flying. For safety purposes, air
traffic controllers at Oxnard must call
RATCF and wait for approval, prior to
releasing aircraft on instrument
departures from Oxnard Airport. After
permitting an instrument departure
from Oxnard Airport, RATCF will not
permit another departure until positive
radar contact is established with the
first aircraft.

NAVIGATIONAL AIDS

Navigational aids are electronic devices
that transmit radio frequencies which
pilots of properly equipped aircraft
translate into point-to-point guidance
and position information. The types of
electronic navigational aids available
for aircraft flying to or from Oxnard
Airport include the very high frequency
omnidirectional range facility (VOR),
non-directional beacon (NDB), and the
global positioning system (GPS).
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The VOR, in general, provides azimuth
readings to pilots of properly equipped
aircraft by transmitting a radio signal

at every degree to provide 360
individual navigational courses.
Frequently, distance measuring

equipment (DME) is combined with a
VOR facility (VOR/DME) to provide
distance as well as direction
information to the pilot. The Camarillo
VOR and the Ventura VOR are used by
pilots flying to or from Oxnard Airport.

The NDB transmits nondirectional
radio signals whereby pilots of properly
equipped aircraft can determine the
bearing to or from the NDB facility and
“home on” or track to or from the
station. Pilots flying to or from Oxnard
Airport can use the Pacoima NDB.

GPS is an additional navigational aid
for pilots enroute to the airport. This
system was initially developed by the
United States Department of Defense
for military navigation around the
world and is currently being utilized
more and more in civilian aircraft. GPS
uses satellites placed in orbit around
the earth to transmit electronic signals,
which properly equipped aircraft use to
determine altitude, speed, and
navigational information. With GPS,
pilots can directly navigate to any
airport in the country and are not
required to navigate using a specific
navigational facility. @The FAA is
proceeding with a program to gradually
replace all traditional enroute
navigational aids with GPS over the
next 20 years.



LOCAL OPERATING
PROCEDURES

Oxnard Airport is situated at 43 feet
MSL. The traffic pattern altitude for all
aircraft at the airport is 1,000 feet
above the airfield elevation (1,043 feet
MSL). Both runways utilize a left-hand
traffic pattern. In this manner, aircraft
approach the desired runway end
following a series of left-hand turns.

Instrument Approach Procedures

Instrument approach procedures are a
series of predetermined maneuvers,
established by the FAA, which utilize
electronic navigational aids such as
those discussed in the previous section.
The use of approach procedures assist
pilots in locating and landing at an
airport during low visibility and cloud
ceiling conditions.

The capability of an instrument
approach is defined by the visibility and
cloud ceiling minimums associated with
the approach. Visibility minimums
define the horizontal distance that the
pilot must be able to see to complete the
approach. Cloud ceilings define the
lowest level a cloud layer (defined in
feet above the ground) can be situated
for a pilot to complete the approach. If
the observed visibility or cloud ceilings
is below the minimums prescribed for
the approach, the pilot cannot complete
the instrument approach.
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. PRECISION INSTRUMENT
APPROACHES

Most precision approaches in use in the
United States today are instrument
landing systems (ILS). An ILS provides
an approach path for the exact
alignment and descent of an aircraft on
final approach to a runway. The system
provides three functions: guidance,
provided vertically by a glide slope
antenna and horizontally by a localizer;
range, furnished by marker beacons or
distance measuring equipment; and
visual alignment, supplied by the
approach light systems and runway
edge lights.

Oxnard Airport has one published
precision approach to Runway 25.
Runway 25 is equipped with an ILS
consisting of a localizer, glide slope, and
a MALSR in addition to middle and
outer marker beacons. The precision
ILS approach to Runway 25 at Oxnard
Airport uses a standard 3.0 degree glide
slope.

Typically, a precision ILS approach
aided by a localizer, glideslope, and
MALSR will provide Category I
minimums (one-half mile visibility and
200-foot cloud ceilings). However, for
Oxnard Airport, obstructions located in
the approach require weather
minimums for the ILS Runway 25
approach to be at or above one mile
visibility and 300-foot cloud ceilings.



o NON-PRECISION
APPROACHES

Utilizing the Camarillo VOR/DME or
the global positioning system (GPS),
two non-precision approaches are
available at Oxnard. The VOR or GPS
Runway 25 approach can be flown when
cloud ceilings are 500 feet above ground
level (AGL) or greater and visibility is
one mile for aircraft with approach
speeds of up to 121 knots, 1-1/4 miles
for aircraft with approach speeds less
than 141 knots, and 1-1/2 miles for
aircraft with approach speeds less than
166 knots. The VOR or GPS Runway
25 approach also provides for a circling
approach. The circling approach also
requires a cloud ceiling of 500 feet AGL
for aircraft with approach speeds less
than 141 knots. Visibility requirements
are the same for aircraft with approach
speeds less than 121 knots, but increase
to 1-1/2 miles for aircraft with approach
speeds less than 141 knots. For aircraft
with approach speeds greater than 141
knots but less than 166 knots, the
circling approach minimumsincrease to
700 feet AGL cloud ceilings and 2-1/4
miles visibility.

The GPS approach to Runway 7 is the
second published non-precision
approach at Oxnard Airport. GPS
signals ensure adequate terrain and
obstruction clearances during final
approach to the runway. The GPS
approach to Runway 7 can be flown
when cloud ceilings are 500 feet AGL or
greater and visibility is one mile for
aircraft with approach speeds of less
than 121 knots, 1-1/4 miles for aircraft
with approach speeds greater than 121
but less than 141 knots, and 1-1/2 miles
for aircraft with approach speeds
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greater than 141 knots but less than
166 knots. The GPS Runway 7
approach also allows a circling
approach. The minimums for the
circling approach are the same as the
circling VOR or GPS approach to
Runway 25.

Standard Instrument Departures

Currently, two Standard Instrument
Departure (SID) procedures are
published for Oxnard Airport -- the
Skiff Four and the Camarillo Three
SID. Each of these SIDs have two
procedures: take-off and transition
routing. The take-off procedures are
designed to get the aircraft off the
ground to a specified point. Once
aircraft reach the designated point, they
continue to their destination via
transition routes or routes assigned by
air traffic control. Transition routes are
paths delineated by VOR/DME radials.

Aircraft departing Runway 7 utilizing
the Skiff Four SID are directed to turn
left after take-off and intercept the
Camarillo VOR/DME radial 249.
Aircraft are to continue climbing
westbound to the Skiffintersection then
via a transition or assigned route.
Aircraft departing Runway 25 climb via
the Camarillo VOR/DME radial 249 to
the Skiff intersection. Once at the Skiff
intersection, aircraft continue via a
transition route or other route assigned
by air traffic control.

Aircraft departing Runway 7 utilizing
the Camarillo Four departure climb to
the Camarillo VOR/DME via an
assigned or transition route. Aircraft
utilizing the Camarillo Three SID



departing Runway 25 turn right after
take-off and intercept the Camarillo
VOR/DME radial 249 via an assigned or

transition route.

Although the airport is supported by the
aforementioned SIDs, discussions with
Oxnard ATCT staff indicate that they
are not often used. For noise abatement
purposes, radar vectors are given to
aircraft in order to avoid noise-sensitive
areas. ATCT staffindicate that aircraft
departing Runway 25 are assigned a
heading of 270 degrees between 7:00
am. and 8:00 a.m. and 255 degrees
between 8:00 a.m. and 9:00 p.m.

Customary ATC
And Flight Procedures

Flights to and from Oxnard Airport are
conducted using both Instrument Flight
Rules (IFR) and Visual Flight Rules
(VFR). Instrument Flight Rules are
those that govern the procedures for
conducting instrument flight. Visual
Flight Rules govern the procedures for
conducting flight wunder visual
conditions (good weather). Most air
carrier, military, and general aviation
jet operations are conducted under IFR
regardless of the weather conditions.

Visual Flight Rule Procedures:
Under VFR conditions, the pilot is
responsible for collision avoidance and
will typically contact the tower when
approximately 10 miles from the airport
for sequencing into the traffic pattern.

Generally, VFR general aviation traffic
stays clear of the more congested
airspace and follows recommended VFR
flyways in the area. There are no VFR

1-18

fly routes located in the vicinity of
Oxnard Airport; however, many VFR fly
routes are located to the southeast in
the greater Los Angeles area.

Instrument Flight Rule Procedures:
The Point Mugu RATCF handles all
IFR traffic to and from Oxnard Airport.
IFR arrival traffic is transferred to the
RATCF by the ARTCC as traffic enters
RATCF airspace. Traffic approaching
from the southeast is typically vectored
to the Camarillo or Ventura VOR/DME
and then to the airport via the precision
approach procedure. Aircraft
approaching from the north/northwest
are typically provided vectors to
intercept the ILS signal. IFR
departures require clearance from the
Point Mugu RATCF before takeoff
unless RATCF is closed. When the
RATCF is closed, aircraft receive IFR
clearance once airborne from the Los
Angeles ARTCC.

Local ATC Procedures: At present
there is no formal runway use program
at Oxnard Airport that dictates the use
of one runway over another. Arrivals
and departures, however, are almost
exclusively on Runway 25 due to the
prevailing westerly winds. Arrivals and
departures occur occasionally on
Runway 7. Operations on this runway
usually occur in Santa Ana wind
conditions (strong winds from the north
and east) or if requested by the pilot.

Noise Abatement Procedures

At Oxnard Airport, the airport traffic
control tower, the Ventura County
Department of Airports, and the airport
users have developed noise abatement



procedures for VFR operations.
Instructions are outlined regarding
departures, arrivals, and pattern
procedures at the airport which are
aimed at minimizing noise exposure
over noise-sensitive areas without
compromising safety. Pilots are
requested to follow the published
procedures unless it is considered
unsafe, weather conditions do not allow,
or they are otherwise instructed to
deviate by the airport traffic control
tower. A voluntary curfew is in effect
for all operations between the hours of
11:00 p.m. and 6:00 a.m.

COMMUNITY PROFILE

The purpose of this section is to
summarize various studies and data to
provide an understanding of the
characteristics of the local area. Within
this section is a description of ground
access systems near the airport, a
description of land use around the
airport now and planned for the future,
local climate data, and a historical
summary of the local economy and
demographics.

REGIONAL SETTING, ACCESS
AND TRANSPORTATION

The City of Oxnard is situated along the
coastal edge of the 200-square mile
Oxnard Plain. Immediately adjacent to
the City of Oxnard is the City of Port
Hueneme. The Oxnard Harbor District
operates the largest deep sea port
between San Francisco and Los
Angeles.
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Oxnard Airport lies one and one-half
miles east of the Pacific Ocean.
Exhibit 1E depicts the location of
Oxnard Airport in its regional setting.
The airport is bordered on three sides
by major arterial roadways: Ventura
Road and Victoria Avenue run north-
south along the eastern and western
edges of airport property, and Fifth
Avenue runs east-west along the
southern edge of airport property
between Ventura Road and Victoria
Avenue. The airport is afforded
regional access by the Ventura Freeway
(U.S. Highway 101) located four miles
north of the airport and the Pacific
Coast Highway (State Highway 1)
located approximately one mile east of
the airport.

Regional Airports

Oxnard Airport is the only airport
served by commercial (commuter)
airlines in the immediate vicinity. The
Los Angeles Basin, however, is served
by a number of commercial service
airports. They include Los Angeles
International, Burbank-Glendale-
Pasadena, Long Beach, Ontario
International, and John Wayne-Orange
County, all of which are served by major
airlines. Approximately 40 nautical
miles to the northwest, Santa Barbara
Airport is the only other commercial
service airport within relatively close
proximity of Oxnard Airport.

Two other public use general aviation
airports and one military airport are
located in or near the Oxnard Airport
study area. Camarillo Airport is a



public use general aviation airport
approximately five miles east of Oxnard
Airport. Owned and operated by
Ventura County, this airport is served
by a single runway and has more than
500 based aircraft and over 180,000
operations annually. Santa Paula
Airport is a privately-owned, public use
airport. Located approximately nine
nautical miles northeast of Oxnard,
Santa Paula Airport has one runway
and more than 250 based aircraft.

NAWS Point Mugu is a Navy/Marine
Airbase located approximately eight
miles southeast of Oxnard Airport. The
airbase serves military aircraft ranging
from the large C-130 transport to the
high performance F-18A fighter/attack
jet aircraft. Due to the orientation of
the airbase’s two runways, Point
Mugu's flight pattern does not conflict
with Oxnard Airport's airspace.

Although only three other airports are
within the vicinity of Oxnard Airport, it
is important to note the large number of
airports in the greater Los Angeles
area. In addition to the commercial
service airports, 20 public use general
aviation airports, seven private
airports, and four military airports are
in the greater Los Angeles area.

AREA LAND USE AND CONTROL

Land uses immediately surrounding
Oxnard Airport are varied and include
a mix of agriculture, open space,
residential, commercial and industrial
development. The airport itself and
development to the east and south are
under the jurisdiction of the City of
Oxnard. Undeveloped agricultural land
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to the north and west are
unincorporated and are therefore under
the jurisdiction of Ventura County.

The nearest school to the airport is
located approximately two blocks east of
the airport. The nearest church is also
located two blocks east of the airport.

Land Use Plans

Land use surrounding the airport is
under the jurisdiction of both the City of
Oxnard and Ventura County. To guide
development in the area, both of these
entities have prepared and adopted
general plans as required by California
State Law.

The Public Utilities Code of the State of
California, Sections 21670 et. seq.,
requires the County Board of
Supervisors to establish an Airport
Land Use Commission (ALUC) in each
county with an airport operated for the
benefit of the general public. The Code
also sets forth the range of
responsibilities, duties, and powers of
the Commission.

Instead of creating a new body to serve
as the ALUC, state law allows the
county board of supervisors to authorize
an appropriately designated body to
fulfill ALUC responsibilities. (See
Section 21670.1.) In Ventura County,
the Board of Supervisors has designated
the Ventura County Transportation
Commission to act as the ALUC for the
County.

Section 21675 requires the Airport
Land Use Commission to formulate a
comprehensive land use plan for the



area surrounding each public use
airport.

As part of these general plans, various
future land use maps were prepared.
Review of these future land use maps
indicate that future land uses within
the wvicinity are planned to be
compatible with airport operations.
Commercial and industrial land uses
are planned for the area immediately
surrounding the airport.

CLIMATE

Weather conditions are important to the
planning and development of an airport.
Temperature is an important factor in
determining runway length require-
ments, while wind direction and speed

are used to determine optimum runway
orientation. The need for navigational
aids and lighting is determined by the
percentage of time that visibility is
impaired due to cloud coverage or other
conditions.

The Oxnard region experiences steady
temperatures throughout the year. The
average high temperature only varies
nine degrees, as December, January,
February, and March are the coolest
months with an average high of 66
degrees Farenheit (F), and August and
September are the warmest months
with an average high of 75 degrees F.
The average precipitation in Oxnard is
14.3 inches per year. Average
temperature and precipitation totals by
month are summarized in Table 1D.

TABLE 1D
Weather Summary
Oxnard, California
Daily Minimum Daily Maximum Average Total

Month (degrees F) (degrees F) Precipitation (inches)
January 44 66 3.0
February 45 66 3.1
March 46 66 2.4
April 48 68 0.9
May 51 69 0.1
June 55 71 0.0
July 57 74 0.0
August 59 75 0.1
September 57 75 0.4
October 53 74 0.3
November 48 70 2.0
December 44 66 2.0
Yearly Average 34.9 65.3 14.3
Source: National Weather Service, Los Angeles/Oxnard Weather Forecast Office.
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SOCIOECONOMIC
CHARACTERISTICS

A variety of historical and forecast
socioeconomic data, related to the
regional area, has been collected for use
in various elements of this master plan.
This information provides essential
background for use in determining
aviation service level requirements.
Aviation forecasts are often related to
the population base, economic strength
of a region, and the ability of a region to
sustain a strong economic base over an
extended period of time.

POPULATION

Historical population data for the City
of Oxnard, Ventura County, and the
State of California are presented in
Table 1E. As shown in the table, the
population of Oxnard, with an average
annual growth rate of 2.30 percent, has
grown at a faster pace than both
Ventura County and the State of
California, which have similar growth
rates of 1.81 and 1.78 percent,
respectively. According to the City of
Oxnard 2020 General Plan, these
population trends are not expected to
continue as the city is expected to grow
at a slower pace through the year 2020
than it has historically.

TABLE 1E
Historical Population
Average
Annual Growth
1980 1990 2000 Rate

City of Oxnard 108,195 142,216 170,358 2.30%
Ventura County 525,818 669,016 753,197 1.81%
State of 23,796,800 29,760,021 33,871,648 1.78%
California

Source: U.S. Census

EMPLOYMENT

Analysis of a community’s employment
base can be valuable in determining the
overall well-being of that community.
In most cases, the community’s make-
up and health is significantly deter-
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mined by the availability of jobs, the
variety of employment opportunities,
and the types of wages provided by local
employers. A breakdown of historical
and current employment data for
Ventura County is presented in Table
1F.



TABLE 1F

Employment by Sector

Ventura County

Industry 1997 1998 1999 2000 2001 % Change
Farming 17,300 | 17,700 | 17.500 [ 19,300 22,300 6.55
Mining 1,500 1,300 1,000 900 900 -11.99
Construction 11,100 | 12,700 | 14,500 15,100 15,500 8.71
Manufacturing 32,800 | 36,000 | 38,600 | 41,000 41,100 5.80
Transportation and Utilities 9,700 10,600 11,500 11,100 11,000 3.19
Trade 59,200 | 59,700 | 62,100 | 65,000 66,400 2.91
Finance, Insurance & Real 12,600 13,600 14,900 16,300 18,100 9.48
Estate

Services 72,400 | 75,500 | 77,100 | 81,300 81,800 3.10
Government 43,300 43,100 43,900 44,300 45,300 1.14
Source: California Economic Development Department

As indicated in the table, the services
industry is the largest employer in the
county followed by the trade industry.
The greatest increases in activity
during the five-year period were
experienced in the construction and
financial sectors. The only decrease
experienced during the time period was
in the mining industry. Overall, the
county has experienced strong growth
in the majority of the industries.

Table 1G summarizes labor force data
for Ventura County. As shown in the
table, the labor force available in
Ventura County increased by 45,000
persons from 1990 to 2000. During that
same time period, the unemployment
rate increased by 1.80 percent from
1990 to 1995 but then decreased 3.0
percent in 2000 to a level below that
reported in 1990.

TABLE 1G

Ventura County

Labor Force Data and Economic Indicators

1990 1995 2000
Labor Force Data
Civilian Labor Force 368,000 382,100 413,000
Unemployment 21,100 28,500 18,700
Unemployment Rate 5.7% 7.5% 4.5%

Source: California Economic Development Department
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SUMMARY

The information discussed in this
chapter provides a foundation upon
which the remaining elements of the
planning process will be constructed.
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This information will provide guidance,
along with additional analysis and data
collection, for the development of
forecasts of aviation demand and
facility requirements.



Chapter Two
FORECASTS
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An important initial factor in facility
planning is a definition of demand that
may reasonably be expected to occur
during the useful life of its key
components. In airport master planning,
this involves projecting potential

Make and document any
adjustments to the aviation
activity forecasts.
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Where applicable, consider the
effects of changes in uncertain
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aviation activity over at least a twenty-
year time frame. For general
aviation/commuter service airports
such as Oxnard Airport (OXR), forecasts
of passengers, based aircraft, and
operations (takeoffs and landings) serve
as the basis for facility planning.

FAA Advisory Circular 150/5070-6A
outlines six standard steps involved in
the forecast process, including;:

1) Obtain existing FAA and other
related forecasts for the area
served by the airport.

Determine if there have been

significant local conditions or
changes in the forecast factors.
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factors affectmg demand for
airport services.

Evaluate the potential for peak
loads within the overall forecasts
of aviation activity.

Monitor actual activity levels
over time to determine if
adjustments are necessary in the
forecasts.

Aviation activity can be affected by
many influences on the local, regional,
and national levels, making it virtually

impossible to predict year-to-year

fluctuations of activity over twenty
years with any certainty into the future.
Therefore, it is important to remember

Qe

[
At

et

&l



that forecasts are to serve only as
guidelines and planning must remain
flexible enough to respond to a range of
unforseen developments.

The following forecast analysis
examines recent developments,
historical information, and current
aviation trends to provide an updated
set of aviation demand projections for
Oxnard Airport. The intent is to permit
the County of Ventura and its
Department of Airports to make
planning adjustments necessary to
ensure that the facility meets projected
demands in an efficient and cost-
effective manner.

One of the longest and strongest growth
periods in aviation history came to an
abrupt halt on September 11, 2001 (9-
11). Immediately following the terrorist
attacks, the national airspace system
was closed and all commercial flights
were grounded. Following the
resumption of flights, commercial
airline traffic declined, which led to
schedule reductions and layoffs by
many of the commercial airlines. The
federal government provided billions of
dollars in financial assistance to the
commercial airlines, along with loan
guarantees. The cumulative impacts of
September 11 may only be determined
over time.

Prior to updating the airport’s forecasts,
the following section further discusses
the trends in aviation at the national
level.
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NATIONAL AVIATION
TRENDS

Each year, the Federal Aviation
Administration (FAA) publishes its
national aviation forecast. Included in
this publication are forecasts for air
carriers, regional/commuters, general
aviation, and FAA workload measures.
The forecasts are prepared to meet
budget and planning needs of the
constituent units of the FAA and to
provide information that can be used by
state and local authorities, the aviation
industry, and by the general public.
The current edition when this chapter
was prepared was FAA Aerospace
Forecasts-Fiscal Years 2003-2014,
published in March 2003. The forecasts
use the economic performance of the
United States as an indicator of future
aviation industry growth. Similar
economic analyses are applied to the
outlook for aviation growth in
international markets.

In 2002, the overall demand for aviation
services declined for the first time in
more than seven years. A modest
recovery is expected in 2003 as aviation
user groups redefine themselves, in the
post 9-11 environment. More stable
levels of growth are not anticipated
until 2005.

U.S. air carriers reduced -capacity
approximately 20 percent immediately
after 9-11. Extensive route
restructuring by the major carriers was
expected to reduce domestic capacity
another 0.8 percent in 2003. Passenger
enplanements, however, are forecast to
increase by 2.0 percent in 2003, 4.7



percent in 2004, then average 3.5
percent annually through 2014.

Air cargo traffic declined 5.9 percent in
domestic markets in 2002, but the all-
cargo carriers were down just 2.8
percent. Domestic cargo is forecast to
grow at 3.9 percent annually through
2014. General aviation is expected to
achieve low-to-moderate increases in
the active fleet and hours flown, with
most of the growth occurring in
business/corporate flying. Combined
aviation activity at FAA and contract
airport traffic control facilities is
expected to increase at significantly
higher rates than those predicted for
general aviation.

The forecasts prepared by the FAA
assume that aviation demand will
follow a similar path to recovery, as
with previous terrorist or war-related
incidents. In each instance, traffic and
revenue growth resumed within a year.
However, the events of September 11
had a much more significant effect on
the aviation industry and, therefore,
must be taken into consideration in the
following forecasts.

REGIONAL/COMMUTER AIRLINES

The regional/commuter airline industry,
defined as air carriers providing
regularly scheduled passenger service
and fleets composed primarily of
aircraft having 60 seats or less,
continues to be the strongest growth
sector of the commercial air carrier
industry. Dramatic growth in
agreements with the major carriers,
followed by a wave of air carrier

acquisitions and purchases of equity
interests, has resulted in the transfer of
large numbers of short-haul jet routes
to their regional partners, fueling the
industry’s growth.

Despite the events of September 11,
many regionals/commuters were able to
maintain their previous flight
schedules. In fact, many have even
increased their flight schedules in
response to the transfer of additional
routes from their larger code-sharing
partners. Regional/ commuter capacity
and traffic continued to grow in 2002,
enplaning 90.7 million passengers in
the fiscal year. This is an increase of
8.5 percent more than 2001. The
regionals/commuters achieved an all-
time high load factor of 61.3 percent in
2002, an increase of 2.6 percent over the
previous year.

Industry growth is expected to continue
to outpace that of the larger commercial
air carriers. The introduction of new
state-of-the-art aircraft, especially high-
speed turboprops and regional jets with
ranges of well over 1,000 miles, is
expected to open up new opportunities
for growth in non-traditional markets.
The regional airline industry will also
continue to benefit from integration
with the larger air carriers. The further
need for larger commercial air carriers
to reduce costs and fleet size will insure
that these carriers continue to transfer
smaller, marginally profitable routes to
the regional air carriers.

Likewise, the increased use of regional
jetsis expected to lead to another round
of route rationalization by the larger
commercial carriers, particularly on



low-density routes in the 500-mile
range. Regional jet aircraft can serve
these markets with the speed and
comfort of a large jet, while at the same
time providing greater service
frequency that is not economically
feasible with larger jets. This is
expected to contribute to strong growth
during the early portion of the planning
period, although this phenomenon is
expected to diminish during the mid-to-
latter portion of the planning period.

Passenger enplanements are expected
to increase at an average annual rate of
5.6 percent during the FAA’s 12-year
forecast period, from 90.7 million in
2002 to 174.1 million in 2014. In 2014,
regionals/commuters are expected to
transport 17.5 percent of all passengers
in scheduled domestic air service. This
is an increase of 3.0 percent from 2002.
This greater use of regional jets results
in the average seating capacity of the
regional fleet increasing from 42.8 seats
in 2002 to 50.4 seats in 2014. Exhibit
2A depicts passenger enplanements and
fleet mix forecasts for the U.S.
regional/commuter market.

GENERAL AVIATION

Following more than a decade of
decline, the general aviation industry
was revitalized with the passage of the
General Aviation Revitalization Act in
1994, which limits the liability on
general aviation aircraft to 18 years
from the date of manufacture. This
legislation sparked an interest to renew
the manufacturing of general aviation
aircraft, due to the reduction in product
liability, as well as renewed optimism
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for the industry. The high cost of
product liability insurance was a major
factor in the decision by many American
aircraft manufacturers to slow or
discontinue the production of general
aviation aircraft.

However, this continued growth in the
general aviation industry slowed
considerably in 2001, negatively
impacted by the events of September
11. Thousands of general aviation
aircraft were grounded for weeks, due to
“no-fly zone” restrictions imposed on
operations of aircraft in security-
sensitive areas. Some U.S. airports in
and around Washington, D.C. and New
York City remain closed to visual flight
rules (VFR) traffic. This, in addition to
the economic recession which began in
March 2001, has had a profoundly
negative impact on the general aviation
industry.

According to a report released by the
General Aviation Manufacturers
Association (GAMA), aircraft shipments
in 2002 were down 16.9 percent for the
three quarters of fiscal year 2002. The
Aerospace Industries Association of
America (AIAA) expected general
aviation shipments in 2002 to decline
17.7 percent, to 2,153 aircraft. The
number of general aviation hours flown
declined by 5.9 percent in 2002 and is
projected to increase by only 1.1 percent
in 2003 and 1.4 percent in 2004.

The events of September 11 have not
had as negative an impact on the
business/corporate side of general
aviation. The increased security
measures placed on commercial flights
has increased interest in fractional and
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corporate aircraft ownership, as well as
on-demand charter flights. This is
reflected in the forecast of active
general aviation pilots (excluding air
transport pilots), which are projected to
increase by 81,000 (1.2 percent
annually) over the forecast period.

According to the FAA, general aviation
operations and general aviation aircraft
handled at enroute traffic control
centers increased for the ninth
consecutive year. The forecast for
general aviation aircraft assumes that
business use of general aviation will
expand much more rapidly than
personal/sport use, due largely to the
expected growth in fractional
ownership.

In 2002, there were an estimated
211,040 active general aviation aircraft,
representing a decrease of 0.2 percent
from the previous year and the third
straight decline in five years of
increases. Exhibit 2B depicts the FAA
forecast for active general aviation
aircraft in the United States. The FAA
forecasts general aviation aircraft to
increase at an average annual rate of
0.7 percent over the 12-year forecast
period. Piston-powered aircraft are
expected to grow at an average annual
rate of 0.2 percent. This is due, in part,
to declining numbers of multi-engine
piston aircraft, while single engine and
rotorcraft increase at rates of 0.3 and
1.1 percent, respectively.

Turbine-powered aircraft (turboprop
and jet) are expected to grow at an
average annual rate of 2.3 percent over
the forecast period. The jet portion of
this fleet is expected to grow at an
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annual average growth rate of 3.6
percent. This growth rate for jet
aircraft can be attributed to growth in
the fractional ownership industry, new
product offerings (which include new
entry level aircraft and long-range
global jets), and a shift away from
commercial travel by many travelers
and corporations.

Manufacturer and industry programs
and initiatives continue to revitalize the
general aviation industry with a variety
of programs. For example, Piper
Aircraft Company has created Piper
Financial Services (PFS) to offer
competitive interest rates and/or
leasing of Piper aircraft. Manufacturer
and industry programs include the “No
Plane, No Gain” program promoted
jointly by the General Aviation
Manufacturers Association (GAMA) and
the National Business Aircraft
Association (NBAA). This program was
designed to promote the use of general
aviation aircraft as an essential, cost-
effective tool for businesses. Other
programs are intended to promote
growth in new pilot starts and to
introduce people to general aviation.
These include “Project Pilot” sponsored
by the Aircraft Owners and Pilots
Association (AOPA), “Flying Start” and
“Young Eagles” sponsored by the
Experimental Aircraft Association
(EAA), “Be a Pilot” jointly sponsored
and supported by more than 100
industry organizations, and “Av Kids”
sponsored by the NBAA. Over the
years, programs such as these have
played an important role in the success
of general aviation and will continue to
be vital to its growth in the future.



SOCIOECONOMIC TRENDS

Local and regional forecasts developed
for key socioeconomic variables provide
an indicator for identifying changes in
demand for aviation activities at an
airport.  Three variables typically
useful in evaluating potential for
increased demand are population,
employment, and per capita personal
income (PCPI).

Table 2A presents historic and forecast
demographics for Ventura County.
These forecasts were obtained from The
Complete Economic and
Demographic Data Source (CEDDS
2001), by Woods and Poole Economics,
Inc.,, January 2002. This source
forecasts population in Ventura County
to grow at an average annual rate of 1.2
percent through 2025. Total
employment is projected to grow by an
average annual rate of 1.4 percent.
Inflation-adjusted PCPI is projected to
grow at 1.1 percent annually.

The Southern California Association of
Governments (SCAG) prepared a
Socioeconomic Forecast in 2001 for the
six-county metropolitan region
including Ventura County. The
regional forecasts were adopted by the
SCAG Regional Council in April 2001,
and the Ventura County forecasts were
adopted by the Ventura Council of
Governments in May 2001. These are
depicted on Table 2B.
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The six-county region includes Ventura,
Imperial, Los Angeles, Orange,
Riverside, and San Bernardino counties.
Overall, population is projected to grow
1.4 percent annually in the region.
While Ventura County’s population
grew an average of 1.25 percent
annually over the decade of the 1990s,
the SCAG forecast calls for a 1.1
percent average increase through 2025.
This is slightly lower than the 1.2
percent average population growth
projected by Woods and Poole. While
Woods and Poole anticipates that
Ventura County will top one million
residents by 2025, SCAG forecasts
951,000.

Table 2B also includes the SCAG
forecast for the City of Oxnard. The
projections for the city actually
anticipate that the population will grow
from the 2000 census count of 173,316
to 227,460 residents by 2025.

While using a different benchmark for
employment, SCAG projected Ventura
County employment to increase at an
average annual rate of 1.3 percent
through 2025. Like population, this
growth is slightly lower than that
projected by Woods and Poole.

According to SCAG, a key change
anticipated to occur in future
employment is a decline in agricultural
employment from ten percent to just
three percent by 2025. Similarly,
manufacturing employmentis projected
to decline while the services sector
increases.
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TABLE 2A
Socioeconomic Statistics
Ventura County

Year County Population Employment PCPI (1996%)
1980 532,890 219,778 $21,388
1981 546,389 225,242 $21,644
1982 562,142 230,219 $21,353
1983 575,586 236,821 $21,807
1984 588,790 249,289 $22,810
1985 602,819 261,866 $23,537
1986 615,422 272,055 $24,849
1987 632,062 287,856 $25,430
1988 650,851 306,656 $25,835
1989 664,692 319,790 $25,707
1990 670,164 332,120 $26,291
1991 675,558 330,242 $25,644
1992 684,118 332,643 $25,318
1993 690,195 337,770 $25,185
1994 698,921 348,310 $24,908
1995 704,080 355,310 $26,099
1996 711,000 361,750 $26,054
1997 722,470 360,580 $26,733
1998 732,820 379,040 $27,272
1999 746,220 390,770 $28,259
2000 753,197 400,290 $28,728
2001 770,630 408,750 $29,203
FORECAST
2005 805,520 438,700 $30,813
2010 855,590 471,650 $32,644
2015 907,710 503,990 $34,351
2020 961,360 535,390 $35,980
2025 1,016,980 565,940 $37,525

Notes: Historic information from U.S. Department of Commerce. Forecasts from CEDDS 2002,
Woods & Poole, January 2002.

TABLE 2B
Population Forecasts
Southern California Association of Governments (SCAG)

Actual
2000 2010 2015 2020 2025
SCAG Region 16,516,006 | 19,061,000 | 20,062,000 [ 21,305,000 22,621,000
Ventura County 753,197 836,000 875,000 915,000 951,000
City of Oxnard 173,316 197,532 208,005 218,194 227,460
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COMMUTER SERVICE
FORECASTS

Airline activity at Oxnard Airport is
exclusively comprised of commuter
airline service. As of the late fall of
2002, when these forecasts were
completed, service was provided by
SkyWest Airlines operating as United
Express. There were five daily flights
to Los Angeles International Airport
(LAX) utilizing 30-seat Embraer 120
turboprop aircraft.

Since airline deregulation in the late
1970s, airline passenger activity at
Oxnard Airport has fluctuated widely.
As can be seen in Table 2C, annual
enplaned passengers began the 1980s
decade at 36,553 before dropping to a
low of just 11,604 in 1986. By the end
of the decade, however, traffic had risen
to a high of 46,275 enplanements in
1990.  That remains the highest
enplanement level in the last twenty
years. During that peak year, OXR had
18 daily flights to LAX, San Francisco,
and Las Vegas. Two years later, traffic
had dropped by more than 50 percent to
22,767 enplanements as service had
been reduced to just one airline and
seven daily flights.

By the base year of the 1996 Draft
Master Plan (1994), traffic was back
up to 39,989 enplanements. At that
time, the airport was being served by
two commuters (United Express and
American Eagle), both providing service
to LAX on 30-seat turboprop aircraft.
In the ensuing years, traffic fluctuated
but remained in the 30,000 to 40,000
enplanement range. During this period,

American Eagle dropped service, but
Mesa Airlines added service in
November 2000 with 37-seat
DeHavilland Dash 8 aircraft, and 19-
seat Beech 1900s.

Exhibit 2C depicts 12-month moving
totals for enplanements at Oxnard
Airport since December 1998. The
moving totals represent a year’s worth
of enplanements ending with the month
shown. Moving totals provide a means
by which to analyze annualized trends
on a monthly basis. As indicated, the
moving totals reached a peak with the
12 months ending in August 1999
totaling 39,863 enplanements. At that
time, United Express was the only
airline serving OXR, but it was
providing eight flights per day. Shortly
thereafter, United Airlines began to
reduce its schedule at LAX. The 12-
month total began to decline each
month after that until November 2000,
when Mesa Airlines began service
under the code-share name America
West Express.

The 12-month total began to increase
until reaching a peak of 38,345 in
August 2001. Mesa Airlines announced
it was discontinuing service to OXR on
September 6, 2001. Five days after the
airline left, came the events of
September 11, 2001.

During the full nine months of
operation, Mesa Airlines averaged 1,073
enplanements.  During that same
period, SkyWest’s enplanements
declined to an average of 586 per
month. This resulted in a net gain of



02MP10-2C-4/14/03

NE—T |
AR VBN

COA L]

LT
¥

A

QeI

]

Exhibit 2C
12-MONTH MOVING TOTAL
PASSENGER ENPLANEMENTS



487 passengers per month at OXR. that SkyWest traffic did not increase,

Statistics after 9-11, however, indicate but continued to decline.

TABLE 2C

Annual Enplanements

Oxnard Airport

OXR U.S. Domestic OXR %
Annual Enplanements Market

Year Enplaned! (millions)? Share

ACTUAL
1980 36,553 287.9 0.0127%
1981 30,020 2747 0.0109%
1982 22,100 286.0 0.0077%
1983 21,595 308.1 0.0070%
1984 17,063 333.8 0.0051%
1985 19,097 369.9 0.0052%
1986 11,604 404.7 0.0029%
1987 12,456 441.2 0.0028%
1988 15,696 441.2 0.0036%
1989 27,5645 443.6 0.0062%
1990 46,275 456.6 0.0101%
1991 39,047 445.9 0.0088%
1992 22,767 464.7 0.0049%
1993 34,857 470.4 0.0074%
1994 39,989 511.3 0.0078%
1995 37,840 531.1 0.0071%
1996 36,696 558.1 0.0066%
1997 31,152 577.8 0.0054%
1998 36,723 590.4 0.0062%
1999 39,448 610.9 0.0065%
2000 33,999 639.8 - 0.0053%
2001 34,696 626.7 0.0055%
2002 22,829 576.8 0.0040%

CONSTANT SHARE PROJECTION

2005 26,304 651.1 0.0040%
2010 31,516 780.1 0.0040%
2015 38,130 943.8 0.0040%
2025 56,443 1,397.1 0.0040%

FAA-TAF 2002°

2005 23,001 651.1 0.0035%
2010 24,327 780.1 0.0031%
2015 25,653 943.8 0.0027%
2020 26,980 1,148.3 0.0023%

RECAPTURE SHARE PROJECTION

2005 30,000 651.1 0.0046%
2010 38,000 780.1 0.0049%
2015 45,000 943.8 0.0048%
2025 60,000 1,397.1 0.0043%

Sources:

' Airport records.

*  FAA Aerospace Forecasts, FY 2003-2014, March 2003. Projections for 2015, 2020, and 2025 extrapolated
by Coffman Associates.

5 FAA Terminal Area Forecasts, 2002-2020, December 2002.
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In fact, the 12-month totals continued
to decline until a slight increase was
observed in October. This reflects the
October 2002 enplanements of 2,060,
being slightly higher than the 2,045 in
October 2001. The 12-month total
ending October 2002 was 22,904; a 40
percent decline from the 12-month total
ending in August 2001. Enplanements
for calendar year 2002 totaled
approximately 22,829. Since August
2001, not only had service been reduced
to one airline, but frequency was down
to five flights per day.

ENPLANEMENT FORECASTS

It is evident from the discussion in the
previous section that passenger traffic
at Oxnard Airport is directly affected by
the level of service provided. As with
many smaller commuter airports
located near a major metropolitan area,
most of the local air travelers bypass
the local airport and go directly to the
larger hub airports in the metropolitan
area.

In 1993, SCAG performed origin-
destination studies that estimated there
were more than 2.3 million commercial
air passengers with an origin or final
destination in Ventura County. That
year, Oxnard Airport’s total passengers
(enplaned and deplaned) were
approximately 70,000, or approximately
3.0 percent of the County’s total
passengers.

In the Regional Aviation Plan for
2001, published in August 2001, SCAG
estimated that Ventura County’s
passenger demand was 4.23 million
passengers. Total passengers at OXR
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that year totaled approximately 62,000,
or just 1.5 percent of the county’s
demand. The Regional Aviation Plan
indicated that Ventura County, Orange
County, and Riverside County were
each generating far more demand than
the commercial service airports in each
county were supporting. In Ventura
County’s case, the County was
generating 5.2 percent of the demand
but serving only 0.1 percent.

An emphasisofthe Regional Aviation
Plan was to move toward a
decentralized airport system including
former military bases and joint-use
facilities rather than expanding existing
urbanized airports. According to the
Regional Aviation Plan, Ventura
County’s passenger demand will
increase to 8.3 million by the year 2025.

While it is recognized that Ventura
County’s airport does not support a
significant portion of the demand
generated by the county’s commercial
air travelers, it must also be recognized
that Oxnard Airport is one of the
airports located in an urbanized setting
with little or no room for expansion.

This is reflected in Oxnard Airport’s
Mission Statement which includes the
following point: “Continue to search for
a regional airport to serve the air
carrier and commercial needs of the
City of Oxnard and Ventura County.”

As a result, the forecast for passenger
enplanements at Oxnard Airport must
reflect that the airport is limited in
expansion potential and the county will
continue to search for a regional airport
to accommodate the long range
commercial service demands generated



in Ventura County. With this in mind,
the passenger potential at Oxnard
Airport was examined with the
following qualifiers:

e No increase in runway length.

e No significant increase in terminal
building space.

e As more commuter airlines convert
to all-jet fleets, a decision regarding
air service in the County will become
necessary.

This generally means that commercial
service at Oxnard Airport will continue
to be provided by commuter aircraft
that can operate within the design
characteristics of the runway. It is
likely that various commuter airlines
will continue to come and go in the
market. Depending upon success,
airlines will likely adjust the frequency
of flights to serve the demand they
generate. Competitive air fares and
reliable, frequent flights will be the
recipe for success. Still, the size of
equipment and the availability of
discount airlines at the larger hub
airports in the Los Angeles basin will
keep the market share at Oxnard
Airport low.

Because of this, the typical regression
correlation and trend analyses do not
apply at Oxnard Airport. As a result,
passengers were forecast based upon
the potential to capture market share.
Table 2C depicts Oxnard Airport’s
share of the United States domestic
passenger market every year since
1980. Over this time frame, the market
share has ranged from 0.0127 percent
in 1980 to a low of 0.0028 percent in
1987. The market share in 1990
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increased to 0.0101 percent, while by
2000, it had dropped to 0.0053 percent.
In 2002, the market share dropped to
0.0040 percent.

It is evident that the general trend in
market share at OXR has been
downward with highs and lows
depending upon the level of air service.
The constant share projection presented
in Table 2C indicates where Oxnard
Airport’s enplanements would go if the
airport followed the growth rate of the
national domestic passenger market.

Exhibit 2D compares the constant
market share with the forecasts of the
1996 Draft Master Plan. It should be
noted that the 1996 Draft Master
Plan forecasts were developed based
upon the potential that a variety of
regional jets could serve the airport in
the future. In addition, the FAA
forecasts of U.S. domestic enplanements
at that time were approximately 14
percent higher than the -current
projections. Subsequently, these
forecasts are now considered too high
for continued use.

Exhibit 2D and Table 2C also provide
a comparison of the market share
projections to forecasts for OXR
prepared by the FAA and presented in
their Terminal Area Forecasts (TAF)
2002-2020. It should be noted that
these TAF projections were the first to
take into account 9-11. The TAF
projections show only marginal growth
from the 2002 passenger levels. The
2020 forecast of 26,980 remains well
below the 34,696 enplanements
experienced in 2001.



The table shows that the enplanement
projections in the TAF would resultin a
significant erosion in the Oxnard
Airport market share of domestic
enplanements. As shown in the table,
the market share would decline
incrementally to 0.0023 percent by
2020.

The history of passenger traffic at
Oxnard Airport shows a definite
reaction to the air service provided.
Airline choices, frequency of service, air
fares, etc. have played a role in the up-
and-down nature of traffic levels. The
drop in traffic of the past two years is
indicative of this.

Given the Mission Statement for
Oxnard Airport, it is highly unlikely
that the airport will see a significant
recapture of the local market of air
travelers. Still, history has shown that
OXR traffic can recover from similar
setbacks in air service.

As a result, a market share recapture
scenario was also considered. This
scenario is also depicted on Table 2C
and assumes the market share would
recover to 0.0050 percent by 2010 and
grow at the national forecast rate. The
market share can be expected to decline
over the long term as the airport
becomes more limited in the types of
commuter aircraft that can be served.
For the planning purposes of this
Master Plan, the following enplanement
forecasts are recommended:

Nexr Term (2005)F «:vnssmis 30,000
Short Term (2010): 00004 .. 38,000
Intermediate Term (2015): ... 45,000
Long Term (2025): .......... 60,000
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COMMUTER OPERATIONS
AND FLEET MIX

The fleet mix defines a number of key
parameters in airport planning,
including critical aircraft, stage length
capabilities, and terminal gate
configurations. Changes in equipment,
airframes, and engines have always had
a significant impact on airlines and
airport planning. There are many on-
going programs by the manufacturers to
improve performance characteristics.
These programs are focusing on
improvements in fuel efficiency, noise
suppression, and the reduction of air
emissions. A fleet mix projection for
Oxnard Airport has been developed by
reviewing the aircraft currently used
and anticipated transitions.

As previously mentioned, scheduled
passenger service at Oxnard Airport is
provided by SkyWest under a code-
sharing agreement with United
Airlines. As United Express, the airline
offers five daily flights to LAX.
SkyWest’s aircraft fleet consists of 76
Embraer, 120 turboprops, and 73
Canadair Regional Jets (CRJs). Only
the turboprops operate into Oxnard
Airport.

The FAA views the regional jet as the
most significant change in the
composition of the future regional/
commuter fleet. These aircraft have a
range in seating capacity, stand-up
headroom, and lower operating costs.
The long-term outlook in fleet transition
is dependent on traffic growth,
technological improvements, aircraft
leasing and financing arrangements,
and airfield facilities which can meet
aircraft demand.
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SkyWest is adding more CRJs while
reducing its turboprop fleet. The airline
has orders or options for 109 more CRJs
over the next four years. Over that
same time frame, it expects to remove
21 Embraer 120s from service. While
SkyWest has not indicated that it plans
to transition to an all-regional jet fleet,
other airlines, such as Mesa, have.
Given the constraints on runway
improvements, and the airport’s
Mission Statement, as more commuter
airlines transition to all-jet, the County
will eventually need to make decisions
regarding improvements that may
become necessary to accommodate
available commuter aircraft.

The fleet mix projections have been
used to calculate the average seats per
departure, which (after applying a load
factor) were used to project annual
departures. The boarding load factor
for Oxnard Airport may fluctuate with
periodical changes in air service, but it
is expected to remain around 50 percent
over the planning period. Annual
operations were then calculated based
on boarding load factors. Table 2D
summarizes the fleet mix and
operations forecast for Oxnard Airport.

TABLE 2D
Airline Fleet Mix and Operations Forecast
Oxnard Airport
Actual Forecast
Fleet Mix
Seating Capacity 2000 2001 2002 2005 2010 2015 2025
Commuter Airlines
45-59 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 20.0%
35-44 2.5% 18.4% 0.0% 0.0% 25.0% 35.0% 40.0%
20-34 96.1% 79.3% | 100.0% | 100.0% 75.0% 65.0% 40.0%
<19 1.4% 2.3% 0.0% 0.0% 0.0% 0.0% 0.0%
Totals 100.0% | 100.0% | 100.0% | 100.0% | 100.0% 100.0% 100.0%
Seats/Departure 30.0 31.0 30.0 30.0 31.8 32.5 36.8
Boarding Load Factor 50.3% 48.1% 41.7% 50.0% 50.0% 50.0% 50.0%
Enplanements/Departure 15.1 14.9 12.5 15.0 15.9 16.2 18.4
Annual Enplanements 33,999 34,696 22,829 30,000 38,000 45,000 60,000
Annual Departures 2,250 2,325 1,825 2,000 2,400 2,800 3,250
Annual Operations 4,500 4,650 3,650 4,000 4,800 5,600 6,500
GENERAL AVIATION encompasses all portions of aviation

FORECASTS

General aviation is defined as that
portion of civil aviation which
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except commercial operations. To
determine the types and sizes of
facilities that should be planned to
accommodate general aviation activity,
certain elements of this activity must be



forecast. These indicators of general
aviation demand include based aircraft,

aircraft fleet mix, and annual
operations.
BASED AIRCRAFT

The number of based aircraft is the
most basic indicator of general aviation
demand. By first developing a forecast
of based aircraft, the growth of other
general aviation activities and demands
can be projected.

Aircraft basing at an airport is
somewhat dependent upon the nature
and magnitude of aircraft ownership in
the local service area. As a result,
aircraft registrations in the area were
reviewed and forecast first.

Aircraft Registrations

The 1996 Draft Master Plan included
a historical listing of aircraft
registrations in Ventura County from
1983 through 1994. Additional
information was obtained from the
FAA’s Aircraft Registry to update this
information through 2002. This is
presented in Table 2E, as well as on
Exhibit 2E.

In contrast to many locations around
the country, registered aircraft in
Ventura County grew throughout the
1980s. In the 1990s, however, the
growth leveled out and registered
aircraft fluctuated between 1,000 and
1,060. The turn of the century saw
some renewed growth with registered
aircraft growing to 1,080 in 2000 and an
all-time high of 1,120 in 2001.

2-14

Exhibit 2E displays the forecast of
registered aircraft from the 1996 Draft
Master Plan. That forecast expected
1,100 aircraft registered in the county
by 2000 and 1,200 in 2005. While the
1,120 aircraft in 2001 is right on the
forecast, the prior years tended to be
below the anticipated growth. In
addition, 2002 registered aircraft
dropped slightly to 1,012. As a result,
the methodology used to produce the
previous forecast was revisited, and
updated data was incorporated into the
analysis.

First, an updated trend line or “time-
series” analysis was conducted for the
period of 1983-2002. The historical
data provided a correlation coefficient or
r-value of 0.77. An r-value of at least
0.90 is necessary to be considered a
significant statistical fit. Still, the time-
series analysis does reflect the average
growth trend over the 20-year period.

Next, several multiple variable
regression analyses were revisited. In
the 1996 plan, county employment and
inflation-adjusted per capita personal
income provided r-values over 0.90.
These two variables, as well as county
population, were tested for the period of
1983-2001. PCPI still provided the
highest correlation ® = 0.88), but was
below the level to be considered
significant. Employment had a
correlation coefficient of 0.82, while
population had an r-value of 0.80. For
comparative purposes, a projection was
developed from the registered aircraft
correlation with county PCPI. This
projection is also depicted on Exhibit
2E.
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TABLE 2E

Registered Aircraft

Ventura County

County Registered County

Year Aircraft Reg. AC/1,000 pop. Population
1983 822 1.428 575,686
1984 886 1.505 588,790
1985 940 1.559 602,819
1986 994 1.615 615,422
1987 1,001 1.584 632,062
1988 1,037 1.593 650,851
1989 1,037 1.560 664,692
1990 1,050 1.567 670,164
1991 1,059 1.568 675,558
1992 1,019 1.490 684,118
1993 1,011 1.465 690,195
1994 1,002 1.434 698,921
1995 1,048 1.488 704,080
1996 1,030 1.449 711,000
1997 1,028 1.423 722,470
1998 1,032 1.408 732,820
1999 1,017 1.363 746,220
2000 1,080 1.434 753,197
2001 1,120 1.453 770,630
2002 1,112 1.425 780,089

Population Ratio Forecast
2005 1,137 1.43 795,000
2010 1,195 1.43 836,000
2015 1,251 1.43 875,000
2025 1,360 1.43 951,000

Table 2F examines Ventura County’s
registered aircraft growth as a
percentage of the U.S. active general
aviation fleet. Because of a change in
how the FAA counts active aircraft, this
comparison could only be extended back
to 1993. From 1993 through 1999,
Ventura County’s market share was
declining. The past two years, however,
the county has reclaimed some market
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share. Over the period from 1993-2001,
the county’s share has averaged 0.53
percent of the market. This average
was extended through the planning
period to provide a constant, or static,
market share projection. This is
presented on Exhibit 2E,as well as on
Table 2G, for comparison to the other
projections.



TABLE 2F
Registered Aircraft Market Share
Ventura County
County Registered U.S. Active Market
Year Aircraft GA Aircraft Share %
1993 1,011 177,719 0.569%
1994 1,002 172,936 0.579%
1995 1,048 188,089 0.557%
1996 1,030 191,129 0.539%
1997 1,028 192,414 0.534%
1998 1,032 204,710 0.504%
1599 1,017 219,464 0.463%
2000 1,080 217,533 0.496%
2001 1,120 211,447 0.530%
2002 1,112 211,040 0.527%
FORECASTS
2005 1,142 215,490 0.50%
2010 1,186 223,720 0.50%
2015 1,228 231,620 0.50%
2025 1,314 248,000 0.50%
Table 2E also examines the ratio of aircraft per 1,000 population was used
registered aircraft per 1,000 population. to show the potential if registrations
Through this period, the ratio has continue to grow in a similar proportion
fluctuated between 1.49 and 1.36. A to county population.
projection at a constant ratio of 1.43
TABLE 2G
Registered Aircraft Projections
Ventura County
(r-value) 2005 2010 2015 2025
1996 Draft Master Plan NA 1,200 1,300 1,400 NA
Time Series Analysis
(1983-2002) 0.77 1,128 1,173 1,218 1,307
Regression Analysis
vs. County PCPI 0.88 1,171 1,230 1,284 1,385
Market Share Analysis
Constant Share NA 1,142 1,186 1,228 1,314
Aircraft/Population Ratio
1.43 per 1,000 Pop. NA 1,137 1,195 1,251 1,360
Selected Forecast NA 1,144 1,196 1,295 1,342
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All four of the updated projections are
lower than the 1996 Draft Master
Plan forecast and represent a relatively
narrow band. In the long term (2025),
the PCPI regression projection is
highest at 1,385 registered aircraft,
while the time series analysis is lowest
at 1,307, for a range of less than six
percent over 23 years. In the
immediate term (2005), the time series
analysis projects 1,128 aircraft, or just
slightly higher than the actual 1,120
aircraft in 2001. The PCPI regression
projects 1,171 for a four percent range.

Because of the narrow grouping, an
average of the four projections was
selected for use in this update. This
takes into account the local
demographic and economic factors as
well as the national general aviation
industry.

Based Aircraft Forecast

Having updated the aircraft ownership
demand in Ventura County, the historic
basing at Oxnard Airport was reviewed
to examine the change in market share
over the years to project potential based
aircraft demand. The market share at
OXR is somewhat dependent upon what
is happening at other area airports.

As depicted on Table 2H, the based
aircraft totals at Oxnard Airport have
generally been declining for at least the
last 16 years. The rate of decline,
however, has slowed in the last eight
years. At the same time, the number of
aircraft registered in the County has
generally been growing.

2-17

A check of based aircraft at the other
two public-use general aviation airports
in the County shows they have not seen
any growth in basing either. Camarillo
Airport’s based aircraft has dropped
from 580 in 1994 to 510 in 1997, but
has since grown back to 558. Santa
Paula Airport has maintained its basing
around 255. Overall, there was a total
of 995 based aircraft in 1994, dropping
to 910 in 1997, then rebounding to 957
in 2002.

In its General Aviation Forecast for
the SCAG Region, in 1999, the
Southern California Association of
Governments forecast minimal growth
at the three Ventura County airports
through 2020. Camarillo was projected
to grow from 510 to 523. This, of
course, has already been exceeded.
Oxnard Airport was projected to grow to
only 156 based aircraft, while Santa
Paula Airport would grow to 259. This
was a total of 940 aircraft, or 30 more
than were based at the three airports in
1997. This projection has proven to be
too conservative as there are presently
a combined 957 based aircraft.

The 1996 Draft Master Plan projected
the based aircraft to maintain a 16
percent share of the registered aircraft
through 2015. Asis evident from Table
2H, the airport’s share has continued to
drop and was 12.6 percent in 2001. In
2002, the share rebounded slightly to
12.8 percent. The historic graph on
Exhibit 2F shows that the decline in
based aircraft may be flattening out in
the range of 140 to 150. If the airport
were to maintain a current market
share consistent with the last two



years, based aircraft could be expected maintained the current level of basing,

to grow to 170 by the end of the its market share would decline to
planning period. If the airport simply approximately 11 percent.
TABLE 2H
Based Aircraft Forecast
Oxnard Airport
Registered OXR Market
Year OXR Based Aircraft Share
1985 253 940 26.9%
1986 246 994 24.7%
1987 214 1,001 21.4%
1988 211 1,037 20.3%
1989 210 1,037 20.3%
1990 167 1,050 15.9%
1991 190 1,059 17.9%
1992 175 1,019 17.2%
1993 165 1,011 16.3%
1994 159 1,002 15.9%
1995 155 1,048 14.8%
1996 151 1,030 14.7%
1997 147 1,028 14.3%
1998 151 1,032 14.6%
1999 143 1,017 14.1%
2000 150 1,080 13.9%
2001 141 1,120 12.6%
2002 142 1,112 12.8%
FORECAST
2005 146 1,144 12.8%
2010 152 1,196 12.7%
2015 158 1,245 12.7%
2025 170 1,342 12.7%
FAA-TAF 2002
2005 146 1,144 12.8%
2010 150 1,196 12.5%
2015 155 1,245 12.4%
2020 161 1,294 12.4%
The FAA-TAF forecast for based aircraft differ by just two percent (three based
at OXR is also included for comparison aircraft) in 2020.
in Table 2H. This forecast is only
slightly below that of the market share For the planning purposes of this
projection. In fact, the two projections Master Plan update, the market share
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for Oxnard Airport was projected to
follow the growth of demand for general
aviation aircraft in Ventura County.
This is consistent with the Mission
Statements of the Oxnard Airport and
the Ventura County Department of
Airports. The latter Mission Statement
reads, “To limit the development of
Camarillo and Oxnard Airports to meet
forecasted needs of general aviation and
commuter airline services in a manner
that will complement each other.”

Planning OXR to serve and maintain its
current share of the County’s future
demand would meet this objective.

on Exhibit 2F is the recommended
forecast for based aircraft.

Based Aircraft Fleet Mix

The based aircraft fleet mix at Oxnard
Airport (Table 2J) was compared to the
existing and forecast U.S. general
aviation fleet mix trends as presented
in FAA Aerospace Forecasts Fiscal
Years 2003-2014. The current based
aircraft fleet mix at Oxnard Airport has
a higher than average percentage of
rotorcraft and multi-engine piston
aircraft, lower-than-average turboprops,

Thus, the constant market share and no business jets.
projection depicted in Table 2H and
TABLE 2J
Based Aircraft Fleet Mix
Oxnard Airport
Single Multi- Turbo-
Year Engine | Engine prop Jet Rotor Total
2002 100 28 2 0 12 142
FORECAST
2005 102 28 2 1 12 146
2010 106 28 3 2 13 152
2015 109 28 4 3 14 158
2025 116 2 6 6 15 170

According to the FAA forecasts, active
single engine aircraft will have a slow
growth trend of 0.3 percent per year. So
the overall percentage of single engine
and experimental aircraft will remain
fairly constant in the future.

The number of multi-engine piston
aircraft will actually decline slightly as
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older aircraft are retired according to
the FAA forecasts. Turboprop aircraft
are expected to experience gains,
approximately 120 per year nationwide
(1.6 percent annually).

The largest percentage growth
nationwide is anticipated in the
business jet market, where an average



annual increase of 3.6 percent is
expected. This relates to a net gain of
nearly 360 business jets a year.
Rotorcraft are anticipated to show a
growth rate slightly better than the
single engine and experimental aircraft.

The fleet mix for Oxnard Airport is
forecast to evolve into a similar make-
up as that on the national level,
although the rotorcraft percentage will
remain high due to the helicopter
business on the airport. The single
engine percentage will remain
relatively constant. The number of
multi-engine piston aircraft is forecast
to decline by one, resulting in a
percentage decline. The low
percentages of turbine-powered aircraft
at the airport can be expected to
increase with a net increase of four
turboprops and six business jets over
the planning period.

GENERAL AVIATION
OPERATIONS
General aviation operations are

classified by the federal contract tower
(FCT) as either local or itinerant. A
local operation is a take-off or landing
performed by an aircraft that operates
within sight of the airport, or which
executes simulated approaches or
touch-and-go operations at the airport.
Itinerant operations are those
performed by aircraft with a specific
origin or destination away from the
airport. Generally, local operations are
characterized by training operations.
Typically, itinerant operations increase
with business and commercial use, since
business aircraft are operated on a
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higher frequency of use compared to
personal and pleasure flights.

Itinerant Operations Forecast

Table 2K depicts the history of general
aviation itinerant operations since
1990. The FCT counted 65,890
itinerant operations in 1990; this
dropped to a low of 34,591 operations in
1995. The count rose to 51,749 in 1997,
but has hovered around the mid-40,000s
ever since.

The table also presents a history of the
total general aviation itinerant opera-
tions at all airports with FAA airport
traffic control towers. As with Oxnard
Airport, the national itinerant
operations were higher in 1990 than
anytime since, and hit a low point in
1995.

The table further includes the OXR
market share of the towered itinerant
operations. While the market share
declined in the early and middle part of
the 1990s, it has since remained
relatively constant.

In FAA Aerospace Forecasts Fiscal
Years 2003-2014, the FAA projects
itinerant general aviation operations
will be recovering the operation level
lost in 2001 in the immediate term,
then grow at approximately 1.4 percent
annually. Table 2K presents this
forecast and includes a projection for
Oxnard Airport based upon maintaining
its share of the itinerant market.

The itinerant operation growth rate is
higher than the 0.7 percent rate



forecast for active aircraft in the U.S,,
indicating that aircraft will be flown
more in the coming years. As a result,
the operations per based aircraft at the
airport can be expected to increase in
the future. The operations per based
aircraft ratio was utilized to check the
reasonableness of the itinerant
operations forecast. As shown on Table
2K, the ratio of operations per based

aircraft at Osxnard Airport would
increase in the future from 316 to 354.

Table 2K also compares the Master
Plan forecast with that of the FAA-TAF.
As with based aircraft, the two
projections are relatively close. The
Master Plan forecast is just 3.4 percent
higher than the FAA-TAF in 2020.

TABLE 2K

General Aviation Itinerant Operations Forecast

Oxnard Airport

OXR U.S. ATCT OXR
GA GA Itinerant OXR Market Based Itinerant

Year Itinerant (millions) Share (%) AC Ops Per AC
1990 65,890 23.1 0.285% 167 395
1991 62,013 22.2 0.279% 190 326
1992 58,146 221 0.263% 175 332
1993 55,311 21.1 0.262% 165 335
1994 36,811 21.1 0.174% 159 232
1995 34,591 20.9 0.166% 155 223
1996 50,395 20.8 0.242% 151 334
1997 51,749 21.7 0.238% 147 352
1998 46,222 22.1 0.209% 151 306
1999 44,274 23.0 0.192% 143 310
2000 43,158 22.9 0.188% 150 288
2001 44,506 214 0.208% 141 316
2002 44,822 214 0.209% 142 316

FORECAST
2005 46,200 22.1 0.209% 146 316
2010 49,500 23.7 0.209% 152 326
2015 52,900 25.3 0.209% 158 335
2025 60,200 28.8 0.209% 170 354

FAA-TAF 2002
2005 45,913 22.1 0.208% 146 314
2010 48,806 23.7 0.206% 150 325
2015 51,699 25.3 0.204% 155 334
2020 54,592 27.0 0.202% 161 339
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Local Operations

A similar methodology was utilized to
forecast local operations. Table 2L
depicts the history of local operations at
Oxnard Airport and examines its
historic market share oflocal operations
at towered airports in the United
States. By 2000, local operations at
OXR had declined by more than 50
percent from 59,660 in 1993. Local
operations nationally had remained
relatively constant over the past decade.
While the local operations declined in
2001, primarily due to September 11,
they recovered in 2002 to 28,981.

The FAA Aerospace Forecasts
projects a 1.2 percent per year increase
in local operations nationwide. As with
itinerant operations, this would indicate
an increase in operations per active
aircraft since general aviation is
projected to grow at a slower rate.

Training activity is not expected to
increase significantly at Oxnard
Airport, thus the local operations
forecast assumes growth associated
with maintaining a slightly declining
operations per based aircraft ratio. The
table shows the forecast as well as the
slight decline of operations per based
aircraft over the planning period.

The table also presents the FAA-TAF
2002 projections for general aviation
and local operations. While the TAF
forecasts show virtually no growth, the

Master Plan forecast is within seven
percent for 2020.

2-22

Table 2M and Exhibit 2G provide a
summary of the general aviation
forecasts for Oxnard Airport. The FAA-
TAF 2002 general aviation operations
are also shown on the exhibit for
comparison.

AIR TAXI

The air taxi category includes aircraft
involved in on-demand passenger or
small parcel transport. The control
tower counts air taxi in the same
category as commuter airline
operations. Since the ai