


AGENDA
Planning Advisory Committee (PAC)

Meeting #3 – November 13, 2025

1. Welcome/Introductions
2. Review Master Plan Process
3. Critical Aircraft Review
4. Airfield Considerations
5. Landside Considerations
6. Next Steps



PROJECT TEAM



MASTER PLAN PROCESS
October 29, 2024

March 20, 2025

November 13, 2025

TBD TBD

TBD

• Airport Advisory Commission Update: April 16, 2025



Figure 1-1: Economic Impact



Forecasts and Critical Aircraft Review



Exhibit 2K: Forecast Summary



Exhibit 2L: Aircraft Classification Parameters

• D-III-2B: Current operational critical aircraft because there are 
more than 500 annual operations. (Gulfstream V)

• D-II-2B: Current FAA approved critical aircraft. (Gulfstream IV)



Exhibit 2M: Aircraft Reference Codes

Note: New aircraft like the G700 and Falcon 10X have not been categorized by FAA yet but they have wingspans between 79’ and 118’ (ADG III) and have a MTOW greater than 100,000 lbs.

FAA Approved Critical Aircraft D-II-2B

Operational Critical Aircraft D-III-2B

Aircraft Don’t Operate at SDL



Critical Aircraft Review/Applicable Design Standards

• Current operational data confirms SDL is a D-III-2B airport. (3,600+ 
operations)

• Forecasts indicate it will remain a D-III-2B airport over the next 20-years.
• FAA approved D-II-2B as the critical aircraft because extensive previous 

analysis showed that it is not practicable to achieve full D-III design 
standards primarily because of the current  runway/taxiway separation.

• Three Modification of Standards for airport design are approved at SDL to 
ensure an acceptable level of safety.

 - Runway to Taxiway Separation Distance
 - Runway Object Free Area Dimensions
 - Runway to Aircraft Parking Area



FAA Forecast/Critical Aircraft Approval



Airfield Considerations



Airfield Alternative Considerations



Table 3H | Runway Design Standards

FAA Approved MOS

FAA Approved MOS

FAA Acceptable 400’ Width 
for D-II



Table 3J | Design Standard Differences



Table 4A | Runway/Taxiway Separation Standards



Ex 4C: Runway/Taxiway Separation Alternative 1- Shift Taxiway A to 300- Separation 



Ex 4D: Runway/Taxiway Separation Alternative 2- Shift Taxiway B to 300- Separation 



Ex 4E: Runway/Taxiway Separation Alternative 3- Shift Runway 50’ and Taxiway B



Ex 4F: Runway/Taxiway Separation Alternative 4- Shift Runway 50’ and Taxiway A



Table 4B | Runway/Taxiway Alternatives Impacts



Runway Hold Line Location

• Current hold line separation distance is 152’ from the runway centerline.
• D-II/III-5000:  Standard hold line distance is 250’ from the runway centerline.

A Safety Risk Management Document (SRMD) was completed in 2013, to examine the feasibility of relocating the hold lines to 
either 200’ or 250’. The panel included representatives from the airport, FAA Office of Runway Safety, FAA Airport District Office, 
FAA Flight Standards, FAA Western Quality Control Group, and others.

This group of airport and airspace professionals concluded that a hold line location change could not be introduced to the 
National Airspace System (NAS) with an acceptable level of risk.

The SRMD identified 9 risk hazards, 2 of which were considered high-risk and could not be mitigated. Therefore, the hold lines 
remained at 152’ from the runway centerline.

• It is recommended that the hold lines remain at 152’ until such a time that a new SRMD can be undertaken.
• The current hold lines define the runway environment for ATCT personnel at SDL. While the RSA typically defines the 

runway environment, operationally at SDL that limit is defined by the hold line location. 



Ex 3D: Existing Runway Safety Surfaces and Declared Distances



Ex 3E: Runway Safety Area Detail

• RSA meets the design standard 
because of the use of declared 
distances to provide 1,000’ of 
RSA beyond the declared ends of 
the runway and by application of 
the permissible 400’ wide RSA for 
D-II.



Ex 4G: ROFA Alternatives Modification of Standards



Ex 3F: Runway Object Free Area Detail

The ROFA provides an acceptable level of 
safety as defined in an FAA approved 
modification of standards. The ROFA 
dimensions are:
• 630’ wide (800’ is standard)
• 470’ beyond Rwy3 (1,000’ is standard)
• 500’ beyond Rwy 21 (1,000’ is standard)



Table 4D | Taixway/Taxilane Separation Standards



Table 4C | Airplane Design Groups



Figure 4-1



Ex 4H: Apron Edge Taxilane Alternatives



Ex 4H: Apron Edge Taxilane Alternatives

1. Meet ADG III Separation Standards (144.5’ separation): Loss of 63.5 feet of 
parking apron depth above what is available now.

2. Modify ADG III Separation Standards (131.5’ separation): Loss of 44 feet of 
parking apron depth above what is available now.

3. Remove Apron Edge Taxilane: Gain of 72.5 feet of parking apron depth. 
4. Letter of Agreement with ATCT: Prohibit greater than 100’ wide wingspans on 

the apron edge taxilane. 

Taxiway A and the apron edge taxilane are 105’ apart, centerline to centerline. 
This exceeds the ADG II standard of 101.5’ but is less than the ADG III standard of 
144.5’. The taxiway wingtip safety margin for ADG II is 22.5’ and for ADG III is 
26.5’.



Table 3T | Aircraft Parking Apron

Estimated public apron space available: 189,000 s.y.
Total apron needed over the next 30-years: 67,600 s.y.



Ex 3G: Aircraft Parking Areas



Ex 3H: Taxiway Design Considerations



Ex 4J: Taxiway Alternatives



Runway Visual Aids

Airports with a significant level of business jet activity should have certain visual approach aids.

Precision approach path indicator lights (PAPI) and runway end identification lights (REILS).

Both ends of the runway are equipped with REILS. Both ends of the runway are equipped with 2-box PAPIs. Airports with high 
levels  of business jet activity should have a 4-light PAPI system. 

It is recommended that the PAPI-2L system be upgraded to the PAPI-4L system. Adequate space between the runway and 
taxiway is available. 



Airplane Design Groups



Table 4E | Runway Weight Bearing Capacity

Current weight bearing capacity:
• 45,000 lbs. single-wheel landing gear (S)
• 75,000 lbs. dual wheel landing gear (D)

The weight bearing capacity is not a limit or maximum. It is an indicator that repeated use by aircraft exceeding this weight 
may reduce the useful life of the pavement. It is the responsibility of the airport to preserve the useful life of federal capital 
investment such as runway rehabilitation projects.

• At SDL, aircraft up to 100,000 lbs. MTOW can operate when they file the prior permission required (PPR) documentation.
• Aircraft with a MTOW above 100,000 lbs. are currently prohibited.
• In 2024, there were approximately 1,700 operations by aircraft that have a MTOW greater than 75,000 pounds. 

The airport is experiencing increasing levels of activity by aircraft with greater than 75,000 lbs. MTOW. It is recommended that 
the runway have at least a 100,000 lb. weight bearing capacity to accommodate the current mix of aircraft operating at the 
airport.



Table 4E | Next Generation Business Jet Details

• These next generation business jets are currently prohibited from operating at 
SDL because they are over 100,000 lbs. MTOW.

• Heavier business jets may reduce the useful life of the pavement.
• Those business jets under 100,000 lbs. have wingspans less than 100’ but the 

newer business jets have wingspans greater than 100’.
• Analysis of separation distances on the airfield indicates that an additional 4’ of 

wingspan of these next generation business jets would have no impact on the 
design standards. An acceptable level of safety would be maintained.



Ex 3J: Airside Facility Summary



Ex 3K: Landside Facility Summary



Ex 4K: Potential Property Acquisition



Figure 4-2

Figure 4-2: Potential Locations for New Hangars



Figure 4-3



Figure 4-4 | Vertiport Design Standards

• Vertiport/Heliports are generally installed to enhance safety 
for arrivals and departures.

• Require reserved landing areas and airspace.
• Can be limiting to helicopter operations because of the 

need to arrive/depart from a single location then hover taxi 
to their destination apron/hangar.

• Most helicopter operators prefer to fly to and from an apron 
area near their hangar/terminal facility.

• There is no FAA trigger for the installation of a 
vertiport/heliport.

• Generally, when warranted, they should be in proximity to a 
common destination, like a terminal or hangar.

• A vertiport/heliport is not required at this stage. The need 
and/or design for one should be monitored on an on-going 
basis.



WE WANT TO HEAR FROM YOU!
Direct any questions or comments after this meeting to Coffman Associates team members

Patrick Taylor: ptaylor@coffmanassociates.com 
or visit the project website to submit comments online.

https://scottsdale.airportstudy.net

mailto:ptaylor@coffmanassociates.com
mailto:ptaylor@coffmanassociates.com


NEXT STEPS

Development Concept, 
Capital Improvement 
Program
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