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Executive Summary 

The Falls International Airport-Einarson Field (INL) in International Falls, Minnesota serves the 
commercial and general aviation air transportation needs of northern Minnesota. INL is home to 30 
based aircraft: 28 single-engine, one multi-engine, and one single-engine turboprop aircraft. The 
Airport is currently served by two runways: primary Runway 13/31 and crosswind Runway 4/22. 
Runway 13/31 is a precision runway, 7,400 feet long by 150 feet wide, and is constructed of asphalt 
pavement. Runway 4/22 is a visual runway, 2,999 feet long by 75 feet wide, and is constructed of 
grooved asphalt pavement. INL’s hangar area consists of 16 private hangar buildings, Terminal 
Building, Einarson Flying Service FBO, garage, ARFF and SRE buildings, and a Barrel Hangar, as 
well as 41 tiedown positions. 

The purpose of this Focused Master Plan is to evaluate the condition and adequacy of INL’s existing 
building area facilities, produce 20-year activity forecasts, recommend building area improvements, 
and prepare an implementation plan for the recommended development for the building area at the 
Airport. As part of this study, aviation activity forecasts were prepared based on responses to user 
surveys, the airport’s service area, and on-going analysis of local and national general aviation trends 
and socioeconomic data. The number of based aircraft at INL is forecasted to increase from 30 in 
2021 to 41 by 2041 (Section 2.5). Aircraft operations are expected to increase from 21,326 in 2021 
to 24,292 in 2041 (Section 2.6.5). Although airside recommendations were not fully evaluated in this 
study, recommendations and conclusions from other planning and design efforts is summarized 
related to the runway and taxiway system.  

The following are future development recommendations as outlined in the Focused Master Plan: 

Runway 13/31: 
 Reconstruct the southern 900 feet of Runway 13/31 by 2024 (Section 4.3.3.1). 
 Update Runway 13/31’s designation to Runway 14/32, as well as all corresponding airport 

marking, signage, and navigation documentation (Sections 4.3.4.1).  

Runway 4/22: 
 Rehabilitate Runway 4/22 by 2023 (Section 4.3.3.1). 

Taxiway System: 
 Reconstruct Taxiway C1 to a 90-degree angle to Runway 4/22, to TDG 1A design standards 

(Section 4.3.8.1.3). 
 Rehabilitate Taxiways B1, C1, and C by 2023 (Section 4.3.8.2). 

Building Area: 
 Remove direct access from tiedowns to Runway 4/22 via Taxiway B1 (Section 4.3.8.1.3). 
 Replace the rotating beacon (Section 4.3.5). 
 Construct additional hangar space to accommodate at least nine forecasted additional 

aircraft by 2041 (Section 4.4.1.1). 
 Consider construction of a multi-plane hangar for transient aircraft (Section 4.4.1.1). 
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 Reconfigure the general aviation and commercial apron to meet design standards as well as 
to accommodate ADG I, ADG II, and ADG III apron aircraft parking demand (Section 
4.4.1.2). 

 Reconstruct all tiedowns with concrete hardstands (Section 4.4.1.2). 
 Reconstruct the general aviation and commercial apron pavement (Section 4.4.1.3). 
 Install three light poles on the general aviation apron (Section 4.4.1.3). 
 Continue routine maintenance of the SRE/Maintenance building (Section 4.4.6). 
 Construct new ARFF Facility in the near-term planning period (Section 4.4.8). 

Miscellaneous: 
 Relocate the fuel farm (Sections 4.3.8.3 and 4.4.3.1). 
 Remove all trees within the 1,000-foot ASOS Critical Area (Section 4.3.9). 
 Continue to monitor the FAA’s and EPA’s progress for updated regulations and replacements 

for AvGas (Section 4.4.4.1).  
 Install airfield pavement deice fluid storage tank and acquire trailer with sprayer (Section 

4.4.5). 
 Add signage to the automobile parking lot to designate specific areas by use (long-term, 

short-term, car rental, etc. uses) (Section 4.4.9, Alternative 3E, Section 5.2.3). 
 Consider charging for long-term parking (Section 4.4.9). 
 Plan for an ultimate long-term parking lot on the land for Weather Balloon Launch Facility, 

located north of CSAH 108, on Parcel XX (Section 4.4.9). 
 Install Level 2 Electric Vehicle (EV) chargers (Section 4.4.9.2). 
 Rehabilitate Terminal Parking Lot pavement in the near term(Section 4.4.9.3). 
 Complete routine maintenance (e.g., joint and crack sealing) and new pavement markings for 

the Terminal Parking Lot (Section 4.4.9.3). 
 Upgrade the perimeter fence to a wildlife fence when the existing fence reaches the end of its 

useful life (Section 4.4.11). 
 Complete WHA in 2028 (Section 4.5). 
 Update Airport Zoning Ordinance (Section 4.6).  



 

SEH is a registered trademark of Short Elliott Hendrickson Inc. Affirmative Action–Equal Opportunity Employer 

FOCUSED MASTER PLAN  INTER 160707 
i 

Contents 

Title Page 
Executive Summary 
Contents 

1 Inventory .................................................................... 1 
1.1 Introduction ............................................................................................. 1 
1.2 Project Goals .......................................................................................... 1 
1.3 Airport Information .................................................................................. 2 
1.4 Runway Design Code ............................................................................. 3 
1.5 Baseline Aviation Activity ........................................................................ 5 
1.6 Airport Service Role and Classification ................................................... 5 
1.7 Airport Certification and Regulations ...................................................... 6 
1.8 Socioeconomic Information .................................................................. 10 
1.9 Airside Facilities .................................................................................... 10 
1.10 Airspace and Communications ............................................................. 17 
1.11 Landside Facilities ................................................................................ 18 
1.12 Fencing ................................................................................................. 21 
1.13 Airport Equipment ................................................................................. 21 
1.14 Weather Reporting and Meteorological Data ........................................ 23 
1.15 User Survey .......................................................................................... 25 
1.16 Transportation ...................................................................................... 25 
1.17 Utilities .................................................................................................. 26 
1.18 Police and Emergency Services ........................................................... 26 
1.19 Land Use .............................................................................................. 26 
1.20 Airport Property .................................................................................... 29 
1.21 Environmental Inventory ....................................................................... 29 
1.22 Sustainability ........................................................................................ 34 

2 Aviation Activity Forecasts ....................................... 69 
2.1 Forecasting Aviation Metrics................................................................. 69 
2.2 Demographic and Economic Factors .................................................... 71 
2.3 Review of Existing Forecasts................................................................ 72 
2.4 Forecasting Methodologies .................................................................. 74 
2.5 Based Aircraft Forecast ........................................................................ 75 
2.6 Aircraft Operations Forecast ................................................................. 77 
2.7 Determination of Critical Aircraft ........................................................... 81 
2.8 Factors that May Create Changes in the Forecast ............................... 86 
2.9 Comparison to Existing FAA TAF ......................................................... 86 



Contents (continued) 
 

FOCUSED MASTER PLAN  INTER 160707 
ii 

2.10 Summary of Chosen Forecasts ............................................................ 88 

3 Demand Capacity Analysis ...................................... 91 
3.1 Estimated Hourly Demand .................................................................... 91 
3.2 Theoretical Hourly Capacity.................................................................. 92 
3.3 Annual Service Volume ........................................................................ 92 
3.4 Summary of Airside Demand/Capacity Relationship ............................ 93 

4 Facility Recommendations ....................................... 95 
4.1 Minnesota State Aviation System Plan (SASP) Recommendations ..... 95 
4.2 Runway Design Code (RDC) & Taxiway Design Group (TDG) ............ 97 
4.3 Airside Facility Recommendations ........................................................ 97 
4.4 Landside Facility Recommendations .................................................. 107 
4.5 Wildlife Hazard Mitigation ................................................................... 119 
4.6 Minnesota Airport Airspace Obstruction and Safety Zoning ............... 120 

5 Alternatives Analysis .............................................. 127 
5.1 Hangar and Apron Development, Fuel Farm – Alternative Analysis 1 & 2127 
5.2 Terminal Parking Lot Layout – Alternative Analysis 3 ......................... 131 

6 Environmental Overview ........................................ 161 
6.1 Compatible Land Use & Zoning .......................................................... 161 
6.2 Noise .................................................................................................. 162 
6.3 Social Impacts .................................................................................... 162 
6.4 Induced Socio-economic Impacts ....................................................... 162 
6.5 Environmental Justice and Children’s Environmental Health and Safety 

Risks ................................................................................................... 162 
6.6 Conversion of Farmland ..................................................................... 163 
6.7 Affected Areas under the Protection of USDOT Act, Section 4(f) ....... 164 
6.8 Wetlands ............................................................................................ 164 
6.9 Floodplains ......................................................................................... 164 
6.10 Coastal Zone Management Programs and Coastal Barriers .............. 165 
6.11 Wild and Scenic Rivers ....................................................................... 165 
6.12 Water Quality ...................................................................................... 165 
6.13 Historical, Architectural, Archeological, and Cultural Resources ........ 166 
6.14 Air Quality ........................................................................................... 166 
6.1 Energy Supply and Natural Resources ............................................... 167 
6.2 Solid Waste Impacts ........................................................................... 167 
6.3 Construction Impacts .......................................................................... 167 



Contents (continued) 
 

FOCUSED MASTER PLAN  INTER 160707 
iii 

7 Financial and Implementation Plan ........................ 169 
7.1 Funding Sources ................................................................................ 169 
7.2 Capital Improvement Plan .................................................................. 173 
7.3 Recommended Projects Not Included in the 20-Year CIP .................. 181 

 

List of Tables 
Table 1-1 – Aircraft Approach Category ..................................................................... 4 

Table 1-2 – Airplane Design Group (ADG) ................................................................. 4 

Table 1-3 – Summary of Existing Aviation Activity ..................................................... 5 

Table 1-4 – Part 139 Content ..................................................................................... 7 

Table 1-5 – FAR Part 139 ARFF Index Specifications ............................................... 8 

Table 1-6 – Part 1542 Contents ................................................................................. 9 

Table 1-7 – Published Declared Distances .............................................................. 12 

Table 1-8 – Navigational Aids and Ownership ......................................................... 13 

Table 1-9 – Instrument Approach Procedures .......................................................... 14 

Table 1-10 – INL Taxiway System Design Standards .............................................. 15 

Table 1-11 – INL Pavement Condition Report .......................................................... 17 

Table 1-12 – SkyWest Connection Schedule ........................................................... 19 

Table 1-13 – Airport Maintenance, SRE, and Fuel Truck Equipment List ................ 22 

Table 1-14 – Temperature Summary ....................................................................... 23 

Table 1-15 – Precipitation Summary ........................................................................ 24 

Table 1-16 – Wind Coverage ................................................................................... 25 

Table 1-17 – City of International Falls Zoning Descriptions .................................... 28 

Table 2-1 – INL Based Aircraft ................................................................................. 70 

Table 2-2 – Woods & Poole Demographic and Economic Forecasts ....................... 71 

Table 2-3 – FAA TAF for INL .................................................................................... 73 

Table 2-4 – MN SASP Forecast for INL ................................................................... 74 

Table 2-5 – Woods & Poole CAGR Forecasted Demographic and Economic ......... 75 

Table 2-6 – Based Aircraft Forecasts ....................................................................... 76 

Table 2-7 – INL Based Aircraft Forecast Summary .................................................. 77 

Table 2-8 – Air Taxi/Commuter Aircraft Operations Forecast Scenarios .................. 78 

Table 2-9 – Local General Aviation Aircraft Operations Forecast Scenarios ............ 79 

Table 2-10 – Itinerant General Aviation Aircraft Operations Forecast Scenarios ..... 80 

Table 2-11 – Summary of Aircraft Operations Forecast for INL ............................... 80 

Table 2-12 – Seasonal Use – Percent Usage .......................................................... 81 

Table 2-13 – IFR Flight Plan Fleet Mix by RDC Type ............................................... 82 

Table 2-14 – IFR Flight Plans: TDG Fleet Mix .......................................................... 82 



Contents (continued) 
 

FOCUSED MASTER PLAN  INTER 160707 
iv 

Table 2-15 – Historical Most Common Aircraft Filing Flight Plans ............................ 83 

Table 2-16 – RDC Forecast (Operations per Year) .................................................. 84 

Table 2-17 – RDC Forecast - Consolidated ............................................................. 85 

Table 2-18 – TDG Forecast (Operations per Year) .................................................. 85 

Table 2-19 – FAA Template for Comparing Airport Planning and TAF Forecasts .... 87 

Table 2-20 – Summarizing and Documenting Airport Planning Forecasts ............... 89 

Table 3-1 – Total Estimated Hourly Demand/Month................................................. 92 

Table 3-2 – Summary of Demand/Capacity Relationship ......................................... 93 

Table 4-1 – MnDOT SASP Key Airport Objectives ................................................... 96 

Table 4-2 – Instrument Approach Procedures ........................................................ 100 

Table 4-3 – Runway Design Standards .................................................................. 101 

Table 4-4 – MnDOT Clear Zone Requirements ...................................................... 102 

Table 4-5 – Taxiway Design Standards .................................................................. 103 

Table 4-6 – ASOS Wind Coverage Analysis at 10.5 Knots .................................... 106 

Table 4-7 – Runway 13/31 Wind Coverage per BDE AWOS ................................. 106 

Table 4-8 – Hangar Capacity Needs ...................................................................... 108 

Table 4-9 – Aircraft Parking & Tiedown Demand ................................................... 109 

Table 4-10 – FAA Eligible SRE Maintenance Equipment ....................................... 112 

Table 4-11 – Airport Owned Snow Removal Equipment (SRE) ............................. 113 

Table 4-12 – Automobile Parking Needs by Category............................................ 116 

Table 4-13 – Summary of EV Charging .................................................................. 117 

Table 5-1 – Alternatives Analysis Summary ........................................................... 131 

Table 5-2 – Automobile Parking Space Needs by Category .................................. 132 

Table 5-3 - Alternative 3 Analysis Summary .......................................................... 133 

Table 7-1 – Fiscal Year 2021 State Airport Fund Grant Rates ............................... 172 

Table 7-2 – 20 Year Capital Improvement Plan (CIP) ............................................ 183 

 

List of Figures 
Figure 1-1 - Location Map ........................................................................................ 35 

Figure 1-2 - Vicinity Map .......................................................................................... 37 

Figure 1-3 - Existing Airport ...................................................................................... 39 

Figure 1-4 - North Building Area ............................................................................... 41 

Figure 1-5 - South Building Area .............................................................................. 43 

Figure 1-6 - Terminal Building Layout ...................................................................... 45 

Figure 1-7 - Pavement Condition Index .................................................................... 47 

Figure 1-8 - Land Use .............................................................................................. 49 

Figure 1-9 - Airport Zoning ....................................................................................... 51 



Contents (continued) 
 

FOCUSED MASTER PLAN  INTER 160707 
v 

Figure 1-10 - Public Lands ....................................................................................... 53 

Figure 1-11 - Nearby Public Lands ........................................................................... 55 

Figure 1-12 - Prime Farmland .................................................................................. 57 

Figure 1-13 - FEMA FIRM Map ................................................................................ 59 

Figure 1-14 - National Wetlands Inventory ............................................................... 61 

Figure 1-15 : Field Delineation ................................................................................. 63 

Figure 1-16 : Impacted Wetlands ............................................................................. 65 

Figure 1-17 – Snow Storage .................................................................................... 67 

Figure 4-1 - Existing Building Area ......................................................................... 123 

Figure 4-2 – Existing and Historical ASOS Critical Areas ....................................... 125 

Figure 5-1 – Hangar Area and Fuel Farm Siting Constraints ................................. 135 

Figure 5-2 – Alternative Fuel Farm Locations ........................................................ 137 

Figure 5-3 -: Alternative 1A: Existing Building Area ................................................ 139 

Figure 5-4 - Alternative 1A - Future Fuel Farm Analysis ........................................ 141 

Figure 5-5 - Alternative 1B: Existing Building Area ................................................. 143 

Figure 5-6 - Alternative 1B - Future Fuel Farm Analysis ........................................ 145 

Figure 5-7 - Taxiway A Development: Alternative 2A ............................................. 147 

Figure 5-8 - Alternative 2A - Future Fuel Farm Analysis ........................................ 149 

Figure 5-9 - Alternative 3A - Automobile Parking Lot Layout - ............................... 151 

Figure 5-10 - Alternative 3B - Automobile Parking Lot Layout ................................ 153 

Figure 5-11 - Alternative 3C - Automobile Parking Lot Layout ............................... 155 

Figure 5-12 - Alternative 3D - Automobile Parking Lot Layout ............................... 157 

Figure 5-13 - Alternative 3E - Automobile Parking Lot Layout ................................ 159 

Figure 7-1 – 20 Year Capital Improvement Plan .................................................... 185 

 
 
 
 



 

  INTER 160707 
Page 1 

Focused Master Plan 
Falls International Airport-Einarson Field 

Prepared for International Falls-Koochiching County Airport Commission 

1 Inventory 
1.1 Introduction 

Effective airport planning ensures that an airport is developed in a logical manner that coincides 
with the demand for facilities. Typically, planning efforts are performed approximately every ten to 
fifteen years. An Airport Master Plan study for Falls International Airport-Einarson Field (Airport or 
INL) was completed in 2012, and an Airport Layout Plan (ALP) was completed in 2010. In 2019, 
a Triggering Event Master Plan (TEMP) with an ALP Update was completed and focused on the 
best approach and phasing for reconstructing Runway 13/31 and Taxiway A while minimizing 
impacts to users. Because the 2019 TEMP effort focused on the runway and taxiway needs, it did 
not evaluate or consider building area needs. This Focused Master Plan has been undertaken to 
evaluate the condition and adequacy of INL’s existing building area facilities, produce 20-year 
activity forecasts, recommend building area improvements, and prepare an implementation plan 
for the recommended development for the building area at the Airport. 

This Focused Master Plan projects the needed building area facilities within the planning horizon, 
which is 20 years, or in this case, through the year 2041. However, when dealing with the 
development of facilities such as airports, an even longer-term view is often required in order to 
evaluate the needs of the ultimate layout of the facility. Considering the existing inventory of the 
Airport allows for informed recommendations throughout this Focused Master Plan Study. This 
chapter documents the existing inventory of the Falls International Airport (INL) including various 
aviation factors, the local community, and an environmental overview. The intent of Chapter 1, 
Inventory, is to outline existing conditions of all the facilities at the INL. In later chapters of this 
report, the ability of the Airport to meet anticipated hangar and apron demand and user needs will 
be analyzed, and any required improvements for the building and apron areas will be identified.  

1.2 Project Goals 
This planning study is a cooperative effort between the International Falls-Koochiching County 
Airport Commission (Airport Commission), the Federal Aviation Administration (FAA), the 
Minnesota Department of Transportation (MnDOT) Office of Aeronautics, and the consultant. 
Several project goals were identified during the scoping process. These goals include: 

 Aviation Forecasts – Develop activity forecasts to better understand the existing and 
forecasted users’ needs related to the building area; including apron parking, hangar, and 
fueling system needs; 

 Aircraft Storage Facilities – Determine short-term and long-term hangar and apron 
demand, and evaluate building area alternatives to meet existing and forecasted used 
needs; 
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 Support Facilities – Evaluate existing and future support facilities, including the fueling 
system, and SRE and ARFF facilities.  

 Implementation and Funding Plan – Prepare a prioritized long-term development plan 
for a strategic approach to accomplishing airport improvements, including development of 
a long-term sustainable funding plan for airport improvements; 

 ALP Update – An update to the existing ALP to depict improvements to the Airport 
determined as part of this Focused Master Plan process.  

1.3 Airport Information 
1.3.1 City & Location 

The City of International Falls is located in northern Minnesota in Koochiching County on the 
United States/Canadian border adjacent to Fort Frances, Ontario. The City is located 
approximately 290 miles north of the Twin Cities metropolitan area, 165 miles northwest of 
Duluth, and 115 miles northeast of Bemidji. International Falls is located along U.S. Highway 71 
at the junction with U.S. Highway 53, as shown on Figure 1-1 and Figure 1-2 .  

1.3.2 Airport Ownership, Governance, and Management 
INL is operated by the International Falls – Koochiching County Airport Commission, which was 
established in 1962. The Airport Commission includes two members from the International Falls 
City Council, two members from the Koochiching County Board of Commissioners, and a citizen 
representative at large. The Airport Commission meets on a monthly basis. The City and County 
are required to contribute the same amount of funding for airport projects each year. Einarson 
Brothers Flying Service Fixed Base Operator (FBO) is contracted with the Airport Commission to 
provide airport management and maintenance of airport facilities.  

1.3.3 Airport History and Use 
In 1962, the City of International Falls joined with Koochiching County and entered into a joint 
ownership agreement for the Airport. Since that time, the International Falls – Koochiching 
County Airport Commission has governed the Airport operations and improvements.  

Travelers use both the commercial airlines as well as general aviation to travel to and from INL 
for business and recreational purposes. INL’s location provides access to Voyageurs National 
Park, US and Canadian resorts, the Boundary Waters, and northwest Ontario. The Airport is a 
Port of Entry and provides U.S. Customs services.  

The International Falls/Koochiching County area is often referred to as Voyageurs Country. 
Voyageurs Country includes the Voyageurs National Park, which contains four major lakes, 
Kabetogama, Namakan, Rainy, and Sand Point, with 26 smaller lakes. The national park, which 
is over one-third water, covers approximately 218,000 acres. Recreational opportunities, with the 
surrounding lakes and parks, attract visitors throughout the year. 
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1.3.3.1 Commercial Airline Service  
INL is a commercial service non-hub airport and is included in the federal Essential Air Service 
(EAS) program1. The EAS program currently subsidizes approximately 60 communities in Alaska 
and 115 communities in the lower 48 contiguous states. See Section 1.7.3 for more information 
regarding the EAS Program. SkyWest Airlines, a Delta Connection carrier, provides scheduled 
regional jet airline service to Minneapolis St. Paul International Airport (MSP) in a 50-seat 
Canadair Regional Jet 200 (CRJ-200). The current SkyWest contract began in February of 2021 
and expires in January of 2024 (see Docket #DOT-OST-2009-0304).  

1.3.3.2 Cargo  
Bemidji Air, a United Parcel Service carrier, provides cargo operations to and from the Airport, 
typically in a Queen Air 65 or Queen Air 80.  

1.3.3.3 General Aviation 
The Airport is used by a wide variety of general aviation users, from small single engine aircraft to 
larger jet aircraft, for both recreational and business purposes. Due to the availability of U.S. 
Customs services, the Airport is frequently used by international traffic entering the United States. 
Many, but not all, of the aircraft utilizing INL for U.S. Customs services are ‘quick turn’ and leave 
INL soon after clearing customs.  

1.4 Runway Design Code 
The FAA classifies airports by the type of aircraft traffic they experience. This classification is 
known as the Runway Design Code (RDC). This classification is based on two components: 
approach speed and the wingspan or tail height of the aircraft. The Aircraft Approach Category, 
representing the approach speed, is an alphabetical classification denoted with letters A through 
E (A being the slowest and E being the fastest), as shown in Table 1-1. The Airport Design 
Group (ADG), representing the wingspan or tail height, is a numerical classification denoted with 
roman numerals I through VI (I being the smallest and VI being the largest), as shown in Table 1-
2. The RDC classification of a specific airport and its facilities are based on the RDC of its Critical 
Aircraft. Critical Aircraft is defined as the most demanding airplane, or family of airplanes, that 
has a minimum of 500 annual operations forecasted to use an airport. 

 
1 EAS program guarantees that small communities served by certified air carriers before airline deregulation 
in 1978 will maintain a minimal level of scheduled air service. 



 

FOCUSED MASTER PLAN  INTER 160707 
Page 4 

Table 1-1 – Aircraft Approach Category 

Aircraft Approach 
Category Approach Speed 

A Approach speed < 91 knots 
B Approach speed ≥ 91 knots < 121 knots 
C Approach speed ≥ 121 knots < 141 knots 
D Approach speed ≥ 141 knots <166 knots 
E Approach speed ≥ 166 knots 

Source: FAA Advisory Circular (AC) 150/5300-13B, Airport Design 

Table 1-2 – Airplane Design Group (ADG) 

Group Numbers 
Description 

Wingspan (feet) Tail Height (feet) 
I < 49’ < 20’ 
II ≥ 49’ < 79’ ≥ 20’ < 30’ 
III ≥ 79’ < 118’ ≥ 30’ < 45’ 
IV ≥118’ < 171’ ≥ 45’ < 60’ 
V ≥ 171’ < 214’ ≥ 60’ < 66’ 
VI ≥ 214’ < 262’ ≥ 66’ < 80’ 

Source: FAA Advisory Circular (AC) 150/5300-13B, Airport Design 

For comparison purposes, the following depicts examples of the various RDC categories for 
general aviation and commercial service aircraft. 

According to the conditionally approved 2018 Airport Layout Plan (ALP) Update and 2019 
Triggering Event Master Plan (TEMP), Runway 13/31 is designed to an RDC of C-III with a 
representative Critical Aircraft of the Embraer 175 (EMB-175), and Runway 4/22 is designed to 
RDC B-II Small with a representative Critical Aircraft of King Air 200. A C-III aircraft can be 
described as having an approach speed of 121 knots up to but not including 141 knots and a 
wingspan of 79 feet up to but not including 118 feet. A B-II Small aircraft can be described as 
having an approach speed of 91 knots up to but not including 121 knots, a wingspan of 49 feet up 
to but not including 79 feet, and a maximum takeoff weight of 12,500 pounds or less. 
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1.5 Baseline Aviation Activity 
Aviation activity as a Part 139 Commercial Service Airport includes: Based Aircraft, Aircraft 
Operations, and Enplanements. Based aircraft are aircraft that reside at an airport. An aircraft 
operation is a takeoff or a landing at an airport. An enplanement is the act of a passenger 
boarding a plane that is departing from an airport (e.g., INL). These activity metrics are used to 
determine facilities needs at an airport. The various sources of aviation activity data are 
summarized in Table 1-3. 

Table 1-3 – Summary of Existing Aviation Activity 

Source Based Aircraft Total Aircraft 
Operations Enplanements 

FAA Form 5010 20 38,850 N/A 
FAA Terminal Area 
Forecasts (TAF) 20 38,850 17,729 

MnDOT Aeronautics 30 (28 single-engine,  
1 multi-engine, 1 turbo prop) N/A N/A 

Minnesota State 
Aviation System Plan  

33 (26 single-engine,  
7 light sport) 16,060 - 

FAA Passenger 
Boarding Data - - 17,744 

Source: FAA Form 5010 (9/15/2021), TAF (2019), MnDOT Aeronautics Based Aircraft Records 
(October 2021), MN SASP (2012), FAA CY 2019 Passenger Boarding Data 

 

1.6 Airport Service Role and Classification 
1.6.1 FAA National Plan of Integrated Airport Systems 

The National Plan of Integrated Airport Systems (NPIAS) is a document prepared by the FAA to 
identify all airports in the national system eligible to receive federal funds for improvement 
projects. The program is part of a congressional mandate, in which the FAA must report the 
anticipated five-year funding to Congress every two years. The plan includes each airport’s role 
in the national system and the estimated five-year development costs. 

In the 2021-2025 NPIAS, INL is classified as a Non-hub Primary Airport. Commercial service 
airports that enplane less than 0.05% of all commercial passenger enplanements (non-hub), but 
have more than 10,000 annual enplanements (primary) are non-hub primary airports. A Non-hub 
Primary airport receives an annual apportionment of at least $1 million in Airport Improvement 
Program (AIP) funds if the Airport maintains over 10,000 annual enplanements. The NPIAS 
identifies $35,711,215 in estimated development costs for INL for the five-year period from 2021-
2025 and reports 17,225 enplanements and 20 based aircraft2. 

1.6.2 Minnesota State Aviation System Plan 
The 2012 Update to the Minnesota State Airport System Plan (MnSASP) classifies Falls 
International as a Key Airport. The definition of a Key Airport is: 

An airport that has “…a paved and lighted primary runway 5,000 feet or greater in length. 
Key Airports serve as the primary landing facilities for business jets, and are the only 

 
2 Federal Aviation Administration, Airports Division, 2021-2025 NPIAS. 
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airport classification that supports regularly scheduled airfreight and airline service. They 
are capable of accommodating most business jets, all single-engine aircraft and larger 
multi-engine aircraft. These airports tend to be located near larger population and 
economic centers. Key Airports often house corporate flight and maintenance divisions 
for major employers, allowing businesses to connect to national and some global markets 
directly. There are currently 30 Key Airports in the state’s system.”3 

As of February 2022, MnDOT is currently in the process of updating the MnSASP. The MnSASP 
is being updated in two phases: Phase 1 (completed in 2019) and Phase 2 (currently ongoing). 
Phase 1 built the framework for a continuous MnSASP which strives to keep data current to 
better track performance metrics and share progress towards those metrics with aviation 
stakeholders. Phase 1 also included an extensive Public Involvement Plan and tasks that 
resulted in recommendations to carry into the Phase 2. Phase 2 includes analyzing policy issues 
facing the state aviation system, acquiring, and managing data to develop a MnSASP database 
and display dashboard, publishing the SASP, and developing a continuous implementation plan. 

The Classification White Paper, developed as part of Phase 1, assessed the existing State’s 
airport classification system that has been in effect since 1974. This White Paper proposed that 
the Key Airport Classification be split into two categories in order to separate general aviation 
from commercial service roles: Key Commercial Service and Key General Aviation. Key 
Commercial Service Airports would be defined as airports with a Part 139 certificate and a paved 
runway of at least 4,900 feet. Key General Aviation Airports would be defined as general aviation 
airports with a paved runway of at least 4,900 feet. Based on this proposal, INL would be 
classified as a Key Commercial Service Airport. Phase 2 of the MnSASP will evaluate the 
recommendations as part of Phase 1, and determine Minimum System Objectives for each 
classification of airport. 

1.7 Airport Certification and Regulations 
INL is certified as a Title 14 Code of Federal Regulations (CFR) (also known as Federal Aviation 
Regulation or FAR), Part 139 certificated non-hub commercial service airport. As a 14 CFR Part 
139 certificated airport, the Airport is required to follow 14 CFR Part 139, Certification of Airports, 
as well as Transportation Security Regulations (TSR) Title 59, Part 1542, Airport Security. 

1.7.1 14 CFR Part 139 
14 CFR Part 139, Certification of Airports sets forth regulations for the certification and operation 
of land airports that serve any scheduled or unscheduled passenger operations of an air carrier 
having aircraft with a seating capacity of more than nine passengers, to ensure safety in air 
transportation.4 To obtain a Part 139 Certificate, an Airport Certification Manual (ACM) must be 
submitted to the FAA to ensure compliance. Airports are grouped into classes of airports 
depending upon the type of air carrier aircraft and service they receive. A large air carrier aircraft 
is designed to hold 31 or more passengers, and small air carrier aircraft are designed for more 
than nine passenger seats but less than 31. The requirements vary depending on the size of the 
Airport and the type of flights available. As a commercial service airport, INL must meet the 
requirements for Part 139 as listed in Table 1-4. 

 
3 Minnesota State Airport System Plan, MnDOT, 2012 
4 E-CFR Part 139-Certification of Airports 
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INL is a certificated Class I Part 139 Airport. A Class I airport serves scheduled operations of 
large air carrier aircraft that can also serve unscheduled passenger operations of large air carrier 
aircraft and/or scheduled operations of small air carrier aircraft. INL had 17,744 enplanements in 
2019 and 5,884 in 2020.5 The decrease in enplanements can be attributed to worldwide decrease 
in air travel and the United States-Canada border being closed, both due to the Covid-19 
pandemic. 

Table 1-4 – Part 139 Content 

Subpart D – Operations 
139.301  Records 
139.303 Personnel 
139.305 Paved areas 
139.307 Unpaved areas 
139.309 Safety areas 
139.311 Marking, signs, and lighting 
139.313 Snow and ice control 
139.315 Aircraft rescue and firefighting: Index determination 
139.317 Aircraft rescue and firefighting: Equipment and agents 
139.319 Aircraft rescue and firefighting: Operational requirements 
139.321 Handling and storing of hazardous substances and materials 
139.323 Traffic and wind direction indicators 
139.325 Airport emergency plan 
139.327 Self-inspection program 
139.329 Pedestrian and Ground vehicles 
139.331 Obstructions 
139.333 Protection of NAVAIDs 
139.335 Public protection 
139.337 Wildlife hazard management 
139.339 Airport condition reporting 
139.341 Identifying, marking, and reporting construction and other unserviceable areas 
139.343 Noncomplying conditions 

Source: 14 CFR Part 139, Certification of Airports 

1.7.1.2 Aircraft Rescue and Firefighting (ARFF) 
Aircraft Rescue and Firefighting (ARFF) services are a requirement for all Part 139 Certificated 
Airports. ARFF services are provided to ensure a rapid response in the event of an aircraft 
accident. ARFF at INL is provided by the Airport’s maintenance and operations staff, with the 
ARFF vehicle stored in the ARFF Facility location north of the Terminal Building, as shown in 
Figure 1-4. 

ARFF requirements are classified into an Index as described in FAR Part 139.315. Currently INL 
has an ARFF Index A. This is based on the Bombardier CRJ-200 operated by SkyWest. The 
Bombardier CRJ-200 is 87.8 feet long and operates at INL an average of four times per day. INL 
provides Index A as noted in the Part 139 Certification. The Airport is capable of providing Index 
B services based on the type of firefighting equipment. In April 2021, the FAA determined 
financial support for an ARFF vehicle beyond minimum Part 139 requirements was eligible and 

 
5 FAA Passenger Boarding and All-Cargo Data for U.S. Airports 
https://www.faa.gov/airports/planning_capacity/passenger_allcargo_stats/passenger/ 
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justified. This determination was based on proximity and associated limitations of mutual aid 
agreements, water resupply locations, topographic and meteorological conditions, charter and 
general aviation conditions, Part 139.315 specifications of the various ARFF indexes are listed in 
Table 1-5.  

According to FAR Part 139, ARFF Index A requires an airport to have at least one vehicle 
carrying at least 500 pounds of sodium based dry chemical, halon 1211, or clean agent; or 450 
pounds of potassium-based dry chemical and water with a proportionate quantity of aqueous film 
forming foam agent (AFFF) to total 100 gallons for simultaneous dry chemical and AFFF 
application. For Index B, 1,500 gallons of water and 500 pounds of sodium-based dry chemical, 
halon 1211, or clean agent must be carried. This can be accomplished with one or two vehicles. 

The Airport Commission owns the ARFF facility and equipment, and they are operated by the 
Airport Manager as part of the FBO contracted duties.  

Table 1-5 – FAR Part 139 ARFF Index Specifications 

Index Aircraft Length Vehicle(s) Chemical Agent, Water, and Foam Requirements 

A < 90 feet 1 500lbs sodium-based DC, Halon 1211, or Clean Agent; or 
450lbs potassium-based DC and 1,000 Gallons of Water 

B 90 < 126 feet 1 or 2 Index B requirements and 1,500 gallons of water 
C 126 < 159 feet 2 Index C requirements and 3,000 gallons of water 
D 159 < 200 feet 3 Index D requirements and 4,000 gallons of water 
E > 200 feet 3 Index E requirements and 6,000 gallons of water 

Source: 14 CFR Part 139.315, Certification of Airports 

1.7.2 49 CFR Part 1542 
CFR, Title 49, Part 1542, Airport Security, shown in Table 1-6, defines the security measures 
required at a commercial airport to be in compliance with the Aviation and Transportation 
Security Act (ATSA) of 2001. Before September 11th, 2001, the majority of airport security was 
the responsibility of the airport, aside from passenger and baggage screening, which was the 
responsibility of the individual airlines.  

Since the inception of ATSA and Part 1542, the responsibilities of airport security have shifted. 
The TSA, a division of the Department of Homeland Security formed under Part 1542, is 
responsible for the screening process of passengers and baggage, but all other aspects of airport 
security remain the responsibility of the airport. Additionally, under Part 1542 the airport assumes 
supplementary responsibilities: developing an Airport Security Program (ASP), appointing an 
Airport Security Coordinator (ASC) who enforces the ASP, managing access control, and 
accessing the system and credentials required for aviation employees.6 To ensure compliance, 
every airport should review the most up-to-date Part 1542 of 49 CFR for the current airport 
security regulations. Presently, INL is in compliance with all the applicable security regulations 
and requirements.  

 
6Code of Federal Regulations (CFR), Title 49, Part 1542, Airport Security 
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Table 1-6 – Part 1542 Contents 

Part 1542 – Airport Security 
1542.201 Security of secured area 
1542.203 Security of air operations area (AOA) 
1542.205 Security of security identification display area (SIDA) 
1542.207 Access control systems 
1542.209 Fingerprint-based criminal history records checks (CHRC) 
1542.211 Identification systems 
1542.213 Training 
1542.215 Law enforcement support 
1542.217 Law enforcement personnel 
1542.219 Supplementing law enforcement personnel 
1542.221 Records of law enforcement response 

Source: Part 1542, Airport Security 

1.7.3 Essential Air Service (EAS) 
As part of the Airline Deregulation Act (ADA) of 1978, Essential Air Service (EAS) was a program 
created to guarantee that small communities that were served by certificated air carriers before 
airline deregulation maintain a minimal level of scheduled air service. The United States 
Department of Transportation (U.S. DOT) is mandated to provide eligible EAS communities with 
access to the National Air Transportation System. Under the EAS program, the U.S. DOT 
determines the minimum level of service required in each eligible community. The level of service 
includes a connection to a hub airport, a minimum number of round trips and seats to be 
provided, the acceptable aircraft characteristics, and the maximum number of intermediate stops. 
The program was originally intended to be a temporary program for the 10 years following 
deregulation; however, at the time of this report, there are no plans to eliminate the EAS 
Program. Currently, the U.S. DOT subsidizes commuter and certificated air carriers to serve 
approximately 60 communities in Alaska and 115 communities in the lower 48 contiguous states 
that otherwise would not receive any scheduled air service. 

International Falls is an Eligible EAS Community. Recently, the U.S. DOT awarded SkyWest 
Airlines Inc. a three-year EAS contract (Docket DOT-OST-2009-0304) from February 1, 2021 to 
January 31, 2024 to provide service to Minneapolis-St Paul International Airport (MSP). The 
approved annual subsidy is $3,388,905 with 12 weekly round trips. The subsidy calls for SkyWest 
to provide 12 weekly non-stop roundtrip flights to MSP utilizing a CRJ-200.  

1.7.3.1 Economically Distressed Areas 
In previous years (prior to 2022), INL was identified as an Economically Distressed Area (EDA) / 
Essential Air Service (EAS) Airport. The FAA Modernization and Reform Act of 2012 established 
a special rule for economically distressed communities permitting the Government's share of 
funding (Airport Improvement Program (AIP)) to be increased from 90% to 95%. This special rule 
applies to airports receiving EAS as of October 1 of each year and are located in an area that 
meets one or more of the EDA criteria.7 The FAA makes this determination for airports annually, 

 
7 Established in section 301(a) of the Public Works and Economic Development Act of 1965 (42 U.S.C. § 
3161(a)). 
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known as the EAS/EDA Determination, and publishes a list of all qualifying locations. In order to 
be an EDA airport, an area meets one or more of the following criteria: 

1. Have a per capita income of 80% or less of the national average (per the Bureau of 
Economic Analysis). 

2. Have an unemployment rate at least 1% greater than the national average in the 
preceding 24 months in which data is available (per the Bureau of Labor Statistics). 

3. Have a special need arising from actual or threatened severe unemployment or 
economic adjustment problem resulting from severe short-term or long-term changes in 
economic conditions (as determined by the Secretary of Commerce). 

In previous years INL met one or more of these criteria. However, in FY 2022 it was determined 
that INL does not currently meet these criteria to qualify for EDA funding (95% match).  

1.8 Socioeconomic Information 
1.8.1 Population 

According to the United States Census, the City of International Falls estimates a population of 
5,802 people on April 1, 2020. The estimated population of Koochiching County in 2020 was 
12,062. The City of International Falls is the county seat and the largest city in Koochiching 
County, Minnesota. 

1.8.2 Employment and Income 
The United States Census, estimates a median household income for the City of International 
Falls of $45,208 in 2019, lower than the median household income for both Koochiching County, 
$50,870 and the State of Minnesota, $71,306.  

1.8.3 Local Industries 
The largest employers in International Falls are the Packaging Corporation of America (PCA) with 
over 500 employees and Good Samaritan with over 100 employees. Other companies that 
employ a significant number of citizens are the Canadian National Railroad, Rainy Lake Medical 
Center, and the local school district. The largest industry in the area is Forestry followed by 
healthcare, tourism, education, and government (local, state, and federal). 

1.9 Airside Facilities 
The geographic location of INL, known as the Airport Reference Point (ARP), is at a latitude of 
48° 33’ 56.12” north and a longitude of 93° 24’ 07.84” west at an elevation of 1,1184.4 feet above 
Mean Sea Level (MSL). 

1.9.1 Runways 
INL’s existing airfield has two active runways: Runway 13/31 and Runway 4/22, which are shown 
in Figure 1-2. 
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1.9.1.1 Primary Runway - Runway 13/31 
Runway 13/31 is the primary runway at INL, and is designed to RDC C-III standards. The runway 
is 7,400 feet long by 150 feet wide, and is constructed of grooved asphalt pavement. Runway 
13/31 has a weight bearing capacity of 100,000 pounds for Single Wheel Gear (SWG) equipped 
aircraft, 125,000 pounds for Dual Wheel Gear (DWG) equipped aircraft, and 190,000 pounds for 
Dual Tandem Wheel (DTW) equipped aircraft.8 Between 2019 and 2021, 6,500 feet of Runway 
13/31 was reconstructed, with the remaining 900 feet planned to be reconstructed no earlier than 
2023. The Pavement Classification Number (PCN) for Runway 13/31 45/F/B/X/U. 

Runway 13/31 is a precision instrument runway with a Category I Instrument Landing System 
(ILS) approach. The runway is painted with precision markings, which consist of centerline, 
threshold, runway designation, touchdown zone, side stripes, and aiming point markings. 
Runway 13/31 has an effective gradient of 0.24%9, which meets the FAA’s maximum 2.0% 
longitudinal gradient standards. 

1.9.1.1.1 Runway 13/1 Declared Distances 
Declared distances represent the maximum distances available and suitable for meeting takeoff, 
rejected takeoff, and landing distance performance requirements for turbine powered aircraft. The 
Declared Distances for INL are uniform at the length of 7,400 feet.  

Takeoff Run Available (TORA): The TORA is the runway length declared available and 
suitable for the ground run of an aircraft for taking off. The TORA may be reduced such that it 
ends prior to the runway end to resolve incompatible land uses in the departure RPZ and/or 
to mitigate environmental effects.  

Takeoff Distance Available (TODA): The TODA is the TORA plus the length of any remaining 
runway or clearway beyond the far end of the TORA. The full length of the TODA may need to be 
reduced because of obstacles in the 40:1 instrument departure surface (where applicable).  

Accelerate-Stop Distance Available (ASDA): The ASDA is the length of the runway plus 
any stopway length declared available and suitable for the acceleration and deceleration of 
an aircraft aborting takeoff. When the standard RSA/OFA is not obtainable beyond the 
runway end, the required RSA/OFA may be obtained by reducing the ASDA. 

Landing Distance Available (LDA): The LDA is the length of runway declared available and 
suitable for landing distance requirements. The threshold siting criteria, the approach RPZ, the 
RSA and ROFA prior to the threshold and beyond the LDA are considerations in establishing this 
distance. The start of the LDA considers each reason for displacement and the longest 
displacement is selected.  

The published declared distances for Runway 13/31 are listed in Table 1-7. 

 
8 INL’s Airport Master Record (Form 5010), dated October 10, 2019, 
9 Effective gradient is the difference in elevations of the two runway ends divided by the length of the 
runway. 
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Table 1-7 – Published Declared Distances 

Declared Distance Runway 13 Runway 31 

Takeoff Run Available (TORA) 7,400’ 7,400’ 
Takeoff Distance Available (TODA) 7,400’ 7,400’ 
Accelerate Stop Distance Available (ASDA) 7,400’ 7,400’ 
Landing Distance Available (LDA) 7,400’ 7,400’ 
Source: INL Form 5010, Airport Master Record. 

 

1.9.2 Crosswind Runway - Runway 4/22 
Runway 4/22 is the crosswind runway at INL, and is designed to RDC B-II Small standards. 
Runway 4/22 is 2,999 feet long by 75 feet wide, and is constructed of grooved asphalt pavement. 
Runway 4/22 has a weight bearing capacity of 12,500 pounds for SWG equipped. Runway 4/22 
was reconstructed in 202210.  

Runway 4/22 is a visual runway with visual markings, which consist of centerline markings. 
Runway 4/22 has an effective gradient of 0.37%11, which meets the FAA’s maximum 2.0% 
longitudinal gradient standards. The runway is closed in winter months.  

1.9.3 Lighting and Approach Aids 
Runway 13/31 is a precision runway and, as such, is equipped with High Intensity Runway Lights 
(HIRLs). Both ends of Runway 13/31 are also equipped with 4-Light Precision Approach Path 
Indicators (PAPIs)12, Medium Approach Light System with Runway Alignment Indicator Lights 
(MALSR)13, and an Instrument Landing System (ILS) which includes a Glide Slope and Localizer. 

Runway 4/22 is a visual runway and is currently unlit. 

Additional pilot aids on the airfield include a rotating airport beacon located to the east of the 
Terminal Building near the entrance to the Airport, and three lighted wind cones: one located east 
of Runway 13, one located west of the apron, and one east of the Runway 31 end. A rotating 
beacon identifies the location of an airport facility to pilots in the air. The wind cones are used to 
indicate the wind direction at the Airport. INL also has the International Falls VOR - DME (Very 
High Frequency Omni-direction Radio-Range and Distance Measuring Equipment) located on the 
airfield west of the Runway 13/31 and Runway 4/22 intersection. The VOR is owned and 
maintained by the FAA. The location of these NAVAIDs are shown in Figure 1-2. 

INL NAVAIDs and ownership are shown in Table 1-8. 

 
10 INL’s Airport Master Record (Form 5010), dated October 10, 2019, 
11 Effective gradient is the difference in elevations of the two runway ends divided by the length of the 
runway. 
12 PAPIs provide color-coded descent guidance to a runway. 
13 MALSR is an approach lighting system and provides the basic means to transition from instrument flight 
to visual flight for landing. 
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Table 1-8 – Navigational Aids and Ownership 

NAVAID Ownership 

RW 13 MALSR Airport 
RW 13 Localizer Airport 

RW 13 Glide Slope Antenna Airport 
RW 13 PAPI Airport 

RW 31 MALSR FAA 
RW 31 Localizer FAA 

RW 31 Glide Slope Antenna FAA 
RW 31 Middle Marker FAA 
RW 31 Outer Marker FAA 

RW 31 PAPI FAA 
Beacon Airport 
OFFRD FAA 
RCAG FAA 
RCE FAA 
RCO FAA 

RRCS FAA 
SX FAA 

TACR FAA 
TANK FAA 
TDS FAA 
TR FAA 

VOR FAA 
Notes:  
MALSR = Medium Intensity Approach Light System, OFFRD = Off Road 
Vehicle, PAPI = Precision Approach Path Indicator RCAG = Remote Center 
Air/Ground, RCE = Radio Control Equipment, RCO = Remote 
Communications Outlet, RRCS = Remote Radio Control System,  
SX = Standby Engine Generator System, TACR = TACAN at VOR (TACAN 
Only), TANK = Fuel Storage Tank , TDS = Telecommunications Demarcation 
System, TR = Trails and Roads, VOR = VHF Omnidirectional Range 

1.9.4 Instrument Approach Procedures 
In order for an aircraft to land in inclement weather conditions, the FAA publishes instrument 
approach procedures to provide directional and/or vertical guidance to pilots. By allowing 
landings during inclement weather conditions, either obscured cloud ceiling and/or forward-
looking visibility, instrument approach procedures increase operational reliability to an airport. A 
non-precision approach only provides horizontal guidance, while a precision approach provides 
horizontal and vertical guidance.  

Runway 13/31 has published precision and non-precision instrument approach procedures to 
each end. A precision approach provides horizontal and vertical guidance to approaching aircraft, 
while a non-precision approach typically only provides horizontal guidance. LPV approaches, 
while non-precision, provide precision-like vertical guidance. A summary of Runway 13/31’s 
instrument approaches and the associated landing minimums is shown in Table 1-9. The ILS, 
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NDB, and VOR approaches are provided through ground-based facilities, while the RNAV(GPS) 
approaches are satellite based and require no ground-based equipment. All RNAV(GPS) 
approaches have Localizer Performance with Vertical Guidance (LPV) approach procedures. An 
LPV approach is considered a non-precision approach, yet it provides both horizontal and vertical 
guidance to pilots.  

Runway 4/22 does not have any published approaches; however, the published circling 
procedures for Runway 13/31 can be utilized by pilots attempting to land on Runway 4/22. 

Table 1-9 – Instrument Approach Procedures 

Runway  Approach Lowest Available Visibility 
Minimums¹ 

Lowest Available Ceiling 
Minimums² 

13 

ILS  ½ Mile 200 feet 
Localizer ½ Mile 600 feet 

RNAV(GPS)3 ½ Mile 250 feet 
VOR4 ½ Mile 700 feet 

31 

ILS ½ Mile 200 feet 

Localizer ½ Mile 500 feet 
RNAV(GPS)3 ½ Mile 300 feet 

VOR4 ½ Mile 500 feet 
Helicopter ILS 1/2 Mile 200 feet 

Helicopter Localizer 1/2 Mile 500 feet 
1Forward-looking visibility in miles. 
²Above Ground Level (AGL) in feet. 
³Area Navigation (NAV)/Global Positioning System (GPS) 
4VHF Omni-direction Range (VOR) or tactical area navigation (TACAN) circling approach 
Source: U.S. Terminal Procedures, June 2021 

1.9.5 Taxiway System 
Taxiway systems are designed to ensure the safe and efficient movement of aircraft on the 
ground and to limit the need to access or cross an active runway.  

The Taxiway Safety Area (TSA), Taxiway Object Free Area (TOFA), and runway to taxiway 
centerline separation standards are determined by the Airport Design Group (ADG) for the critical 
aircraft proposed to use the Airport over the next 20 years. The ADG is determined by the 
wingspan and tail height of the critical aircraft. 

The Taxiway Design Group (TDG) determines the taxiway width, fillet, and curve design of the 
taxiways at an airport. Undercarriage dimensions, overall Main Gear Width (MGW), and the 
Cockpit to Main Gear (CMG) distance of the most demanding aircraft projected to use the Airport 
determine TDG.  

The existing taxiway system with associated design standards is listed in Table 1-10 and shown 
in Figure 1-2. Runway 13/31 is served by a full-length parallel taxiway, Taxiway A, and four 
connector taxiways: Taxiways A1, A2, A3, A4, A5 and A6. Taxiway A is 50 feet wide with 25-foot 
shoulder, and Taxiway A connectors are 50 feet wide with 20-foot shoulders. Taxiway A and its 
connectors meet TDG 3 standards. Taxiway A and its connectors are equipped with Medium 
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Intensity Taxiway Lights (MITLs). Because Taxiway A was utilized as Temporary Runway 14/32 
in 2021, the Taxiway A shoulders were constructed to 25 feet wide in 2020 instead of the typical 
20 feet. This allowed the taxiway to be utilized as a runway during the reconstruction of Runway 
13/31 in 2021.  

Runway 4/22 has two connector taxiways: Taxiway B1 and Taxiway C1. Runway 4/22 does not 
have a parallel taxiway system, nor is there a turnaround on the Runway 4 end. This forces pilots 
to back taxi when landing on Runway 22. Taxiway B1 is 50 feet wide, and Taxiway C1 is 13 feet 
wide.  

Partial parallel Taxilane C is 22 feet wide, and Taxilane D is 35 feet wide. 

Table 1-10 – INL Taxiway System Design Standards 

Taxiway ADG Taxiway 
Width 

Shoulder 
Width ADG TDG 

A Full Parallel 50’ 20’ III 3 
A1 Connector 50’ 20’ III 3 
A2 Connector 50’ 20’ III 3 
A3 Connector 50’ 20’ III 3 
A4 Connector 50’ 20’ III 3 
A5 Connector 50’ 20’ III 3 
A6 Connector 50’ 20’ III 3 
B1 Connector 50’ N/A II 1B 
C Taxilane 22’ N/A II 1B 
C1 Connector 13’ N/A II 1B 
D Taxilane 35’ N/A II 1B 

1.9.6 Apron  
The terminal area has two aprons, one for commercial service operations and one for general 
aviation, as shown in Figure 1-4. The commercial service apron is approximately 257,000 square 
feet. Approximately 95,000 square feet of the apron located in front of the terminal building is 
concrete. This area currently accommodates one commercial aircraft. There is also an 
international area marked on the commercial service apron. Aircraft flying from outside the United 
States into International Falls park in this area until cleared by U.S. Customs and Border Patrol 
(CBP). To the southeast of the commercial terminal ramp is a large aircraft concrete parking 
area. This area is utilized to park larger (ADG II and larger) aircraft that are remaining longer than 
a quick-turn operation.  

The general aviation apron is approximately 195,000 square feet, with 41 aircraft tiedown parking 
spaces. There is a mixture of ADG I and ADG II tiedowns. 

1.9.7 Airfield Pavement Condition Index (PCI) 
The Minnesota Department of Transportation (MnDOT) Department of Aeronautics assists 
airports with evaluating pavement. MnDOT contracts with a research company to prepare a 
pavement evaluation report on a three-year cycle for the 103 paved airports in Minnesota. Under 
federal grant assurances, a pavement maintenance program is required for pavement 
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construction or repairs to continue to receive federal money. These reports identify a Pavement 
Condition Index (PCI) for each section of pavement for an airport on a scale of 0 (worst) – 100 
(best). 

The most recent pavement ratings for INL were taken from the 2019 MnDOT Pavement 
Condition Report. Since 2019, Runway 13/31 and Taxiway A have been reconstructed. The 
reconstructed portions of the airfield now have a PCI rating of “Excellent.” For the remaining parts 
of the Airport that have not been reconstructed the pavement is rated between “Very Good” and 
“Very Poor”. TLA-001 is the only portion of the Airport rated “Very Poor,” and CTC-001 and CTC-
002 being rated as “Poor”. Figure 1-6 graphically depicts the pavement conditions per the 2019 
MnDOT Airport Pavement Condition Report, and updated per the Runway 13/31 and Taxiway A 
reconstruction. Table 1-11 shows the data from the 2019 Pavement Study for INL. 
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Table 1-11– INL Pavement Condition Report 

Name Section Surface 
Type LCD 2016 PCI 2019 PCI 

Reconst. 
 Post 2019 

Drop in 
PCI/YR 

Commercial Apron 

001 PCC 2004 66 62 No 2.5 
002 PCC 2004 98 94 No 0.4 
003 AAC 2004 89 85 No 1.0 
004 PCC 2018 - 100 No - 

005 (no 
Informati

on 
PCC 2020 N/A N/A Yes - 

General Aviation Apron 001 AAC 2004 89 77 No 1.5 
Connecting Taxiway A1 001 AC 2006 95 86 Yes 1.1 
Connecting Taxiway A2 001 AC 2006 77 76 Yes 1.8 
Connecting Taxiway A3 001 AC 1996 74 74 Yes 1.1 
Connecting Taxiway A4 001 AC 1976 78 74 Yes 0.7 

Connecting Taxiway B 
002 AC 1996 75 74 Yes 1.1 
001 AC 1996 64 63 Yes 1.6 

Connecting Taxiway C 
001 AC 2004 41 36 Yes 4.3 
002 AAC 2001 79 78 Yes 1.5 

Parallel Taxiway A 

001 AAC 2021 86 57 Yes 3.3 
002 AC 2021 60 55 Yes 2.0 
003 AC 2021 24 19 Yes 3.5 
004 AC 2021 50 49 Yes 2.2 
005 AC 2019 71 100 No - 

Runway 13/31 

001 AC 2006 92 92 No 0.6 
002 AC 2006 84 79 No 1.6 
003 AC 2006 83 81 No 1.5 
004 AC 2021 79 75 Yes 1.1 
005 AC 2021 73 69 Yes 1.3 
006 AC 2021 80 78 Yes 1.0 
007 AC 2019 79 100 No - 
008 AC 2019 73 100 No - 
009 AC 2019 80 100 No - 

Runway 4/22 001 AAC 2002 68 66 Yes 2.0 
Taxilane A 001 AC 1996 16 16 No 3.7 
Taxilane B 001 AC 2009 91 82 No 4.8 

Source: 2019 MnDOT Airport Pavement Management Study Update. 

1.10 Airspace and Communications 
INL is in Class E Airspace, which is the least restrictive classification of controlled airspace14. The 
airspace for INL is circle shaped, beginning at the surface extending upward to 16,000 feet above 
mean sea level.  
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Communication at an uncontrolled airport is done using the Common Traffic Advisory Frequency 
(CTAF). Pilots announce their position as it relates to the airport and what their intentions are. 
INL’s CTAF is on 122.8 MHz for radio communication between aircraft while transitioning into and 
out of INL’s airspace. The Runway’s Pilot Controlled Lighting (PCL) can also be activated by 
keying the aircraft’s radio on the CTAF frequency. 

INL also has a Radio Control Outlet (RCO), which allows pilots to relay ground to air and air to 
ground transmissions between pilots and the Flight Service Station (FSS). Also, allowing pilots to 
more easily open and close flight plans on the ground. The RCO is owned and maintained by the 
FAA. 

Air traffic control services, including instrument approaches, are handled by Minneapolis Air 
Route Traffic Control Center (ARTCC) located in Farmington, MN and by FAA Flight Service. 

1.11 Landside Facilities  
1.11.1 Commercial Passenger Facilities 
1.11.1.1 Terminal Building 

The Terminal Building is located northeast of the commercial apron. Construction of the existing 
Terminal Building was completed in 2019. The Terminal Building is a single-story, 19,000 square 
foot building with one passenger holding/gate boarding area, a ticket counter, baggage claim, 
security screening, Customs, TSA office, both secured and non-secured washrooms, and a foyer 
waiting area. The layout of the Terminal Building is shown in Figure 1-5.  

 

 

 

 
14 Controlled airspace is a portion of airspace that may be subject to air traffic control when operating under 
Instrument Flight Rules (IFR). There are no communication requirements to operate within Class E 
Airspace, but a pilot can request traffic advisory services from ATC. 

Photo 1 – Interior of Terminal Building Photo 2 – Exterior of Terminal Building from 
Commercial Apron 
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1.11.1.2 Passenger Service 
As previously discussed in Section 1.7.3, SkyWest provides passenger service for INL, to and 
from Minneapolis, MN in a CRJ-200. The daily flight schedule changes periodically and the 
current schedule for SkyWest is shown in Table 1-12. 

Table 1-12– SkyWest Connection Schedule 

Flight # Origin Time Destination Time Days 
4232 MSP 9:00 INL 10:20 Sun, Mon, Wed, Thur, Fri 
4284 MSP 15:30 INL 16:45 Sun, Mon, Wed, Thur, Fri 
4284 MSP 13:15 INL 14:30 Tues, Sat 
4232 INL 11:00 MSP 12:20 Sun, Mon, Wed, Thur, Fri 
4284 INL 17:25 MSP 18:45 Sun, Mon, Wed, Thur, Fri 
6120 INL 15:35 MSP 16:55 Tues, Sat 

Source: https://www.delta.com/flight-search/book-a-flight 

1.11.2 General Aviation Facilities 
1.11.2.1 Fixed Base Operator (FBO) 

A fixed based operator (FBO) is a provider of 
aviation-related services to airport users. INL has 
one full-service FBO, Einarson Flying Service, 
which is located northwest of the Terminal Building 
as shown in Figure 1-5. The FBO’s services 
include fueling, pilot lounge, catering, and other 
related services. 

1.11.2.2 Hangars/Aircraft Storage 
INL’s north hangar area consists of 16 private box 
hangars, as shown in Figure 1-3.  

The northeast end of this area also contains a cold 
weather testing facility, a cold storage building, and a salt 
shed. The cold weather testing facility conducts various 
diagnostic tests on aircraft and vehicles, and their 
engines in the winter months. The buildings on the 
northside of the airfield house the equipment and 
personnel, while the aircraft engine tests are normally 
completed on the general aviation apron or airfield.  

There are two taxilanes that serve the north building area: Taxilanes C and D. Taxilanes C and D 
begin at Taxiway A and runway parallel to Runway 4/22 to the north. There are currently no 
available spaces with the existing infrastructure to accommodate the construction of additional 
hangars.  

The south building area, as shown in Figure 1-4, is aligned along the eastern and northern edges 
of commercial and general aviation aprons. The south building area consists of the Terminal 

Photo 3 – Einarson Flying Service 

Photo 4 – Cold Weather Aircraft Testing during 
2021/2022 winter season 
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Building, Einarson Flying Service FBO, garage, ARFF Facility, SRE buildings and a Barrel 
Hangar.  

1.11.2.3 Aircraft Tiedowns 
As previously mentioned in Section 1.9.6, the commercial apron has one airline parking position 
directly in front of the Terminal Building and three positions for ADG II aircraft on the portion of 
the apron expanded in 2020. The general aviation apron has 41 aircraft tiedowns, one of which is 
available for ADG-II aircraft and the remaining 40 are for ADG-I, as shown in Figure 1-5.  

1.11.3 SRE Building 
The Snow Removal Equipment (SRE) Storage building is 
located on the north end of the main terminal building area 
between the automobile parking lot and the general aviation 
apron (see Figure 1-4). The building is 7,200 square feet and 
houses eight pieces of equipment including a loader, broom, 
de-icing vehicle, pick-up, plow with sander, and a snow 
blower. 

1.11.4 Airport Fueling Facilities 
INL’s fueling system consists of four 12,000-gallon underground tanks located on the General 
Aviation Apron adjacent to the FBO. Two of the tanks contain Jet Fuel while the remaining tanks 
contain Aviation gasoline (Avgas, 100LL) and Auto Gas. All of the tanks were installed in April 
1992 and registered with the Minnesota Pollution Control Agency (MPCA) on May 12, 1999 as 
site TS0007582. There is also one above ground 600-gallon Diesel tank that was installed in the 
1980’s located to the northeast of the FBO on the apron. Six other tanks of lesser capacity that 
were previously on the site, installed in 1973 and since removed. The fueling operations are 
owned and managed by the FBO. AvGas and Jet A are only dispensed via a fuel truck operated 
by the FBO.  

1.11.5 Aviation Fuel 
INL’s fueling system consists of four 12,000-gallon underground tanks located on the General 
Aviation Apron adjacent to the FBO. Two of the tanks contain Jet Fuel while the remaining tanks 
contain Aviation gasoline (Avgas, 100LL) and Auto Gas. All of the tanks were installed in April 
1992 and registered with the Minnesota Pollution Control Agency (MPCA) on May 12, 1999 as 
site TS0007582. There is also one above ground 600-gallon Diesel tank that was installed in the 
1980’s located to the northeast of the FBO on the apron. Six other tanks of lesser capacity that 
were previously on the site, installed in 1973 and since removed. The fueling operations are 
owned and managed by the FBO. AvGas and Jet A are only dispensed via a fuel truck operated 
by the FBO.  

In 2021, a potential leak in one of the 12,000-gallon Jet A tanks was identified. The tank is no 
longer in use. In January 2022, METCO (petroleum contractor) completed a soil sampling of the 
area and found favorable results, with recommended no additional remediation due to low level of 
contamination. The MPCA is currently reviewing the findings. 

Photo 5 – SRE Building 
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1.11.6 Snow Storage 
INL has cold, often frigid, winters with an average annual snowfall is 72.8 inches (see Section 
1.14) and mean daily minimum temperature is -4.3° As a result, there is significant need for 
storage of snow in the winter months. As shown in Figure 1-17, INL currently stores snow on the 
eastern edge of the general aviation apron and automobile parking lot, and along the southern 
edge of the commercial apron. 

Demand for tiedown and aircraft parking is low in winter months. As such, the areas on the 
eastern edge of the general aviation apron and southern edge of the commercial apron are used 
for snow storage. The area on the southern edge of the commercial apron is only used for snow 
storage in early winter season when the ground is not yet frozen, as SRE equipment cannot 
operate in non-paved areas until the ground is frozen. Once the ground freezes, snow piles are 
pushed off the apron on to the unpaved ground throughout the rest of the winter. Similarly, 
parking demand is generally lower in winter months and the use of the eastern edge of the 
automobile parking lot for snow storage does not impact parking availability.  

1.11.7 Automobile Parking  
The parking lot is located directly east of the Terminal Building, provides automobile parking for 
both commercial passengers and general aviation users, with 225 parking spaces. Directly 
outside Einarson Flying Service is space for four vehicles to park in unmarked spaces. 

1.11.8 Weather Balloon Launching Facility 
In 2019, the National Weather Station (NWS) Upper Air Inflation Building (UAIB, also known as 
the Balloon Launch Facility) was relocated off the airfield (southeast of the commercial apron) to 
its current location north of CSAH 108, as shown in Figure 1-4. The previous location was within 
the Runway Safety Area (RSA) of the temporary runway constructed to allow for the 
reconstruction of Runway 13/31.  

The UAIB launches weather balloons twice a day at 5:00 a.m. and 5:00 p.m. These launches are 
critical for weather observations and forecasts. The buildings on site are used for the storage of 
inflation gas, the inflation of the balloon itself, and the preparation/tracking of the observation 
equipment. 

1.12 Fencing 
There is currently 9-foot chain link fencing around the entire perimeter of the airfield, as shown in 
Figure 1-2.  

1.13 Airport Equipment 
The Airport owns and operates several pieces of large equipment to perform maintenance, snow 
removal, and Aircraft Rescue and Fire Fighting (ARFF). 

1.13.1 Maintenance and SRE 
The Airport owns and operates several pieces large equipment for aircraft maintenance and 
snow removal. Table 1-13 shows the existing airport equipment, their condition, where they are 
stored on the airfield, and if State or Federal funding was used.  
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Table 1-13– Airport Maintenance, SRE, and Fuel Truck Equipment List 

Equip. 
Year 

Equipment Make 
& Model 

Use Federal/State 
Funding 

Grant Number (if 
applicable) 

1996 1996 Oshkosh T1500 ARFF Federal - 
2020 ARFF Cart ARFF Federal AIP 3-27-0043-035-2020 
2022 Rosenbauer Panther 4x4 ARFF Federal - 

2008 2008 International 
(3,000 Gallon Jet A) Fueling None - 

2012 2012 Ford (1,000 Gallon 100LL) Fueling None - 
2007 2007 Caterpillar 960 Loader Maintenance Federal - 
2009 2009 John Deere 1565 Series Maintenance State - 
2016 2016 Bobcat, T770 w/ A91 Maintenance Federal - 

 84" Diamond Cutter Maintenance Federal - 

1998 1998 Stewart & Stevenson - Snow 
Blower SRE Federal - 

2001 2001 Oshkosh MPT1823 Sander 
Plow SRE Federal - 

2007 2007 4600 HB2723 - Broom SRE Federal - 

2009 2009 Oshkosh HT - Plow and 
Sander SRE Federal - 

2010 2010 Oshkosh - Snow Blower SRE Federal - 
2015 2015 Ford F-250 (Boss Plow) SRE State - 
2006 1200 Gallon Water Truck Deicing Federal - 
N/A Bobcat - 10' Snow pusher SRE Federal - 
2019 Oshkosh SRE Equipment with radio SRE Federal AIP 3-27-0043-031-2018 
2019 Front Mounted Dedicated Broom SRE Federal AIP 3-27-0043-031-2018 
2021 Wausau BMP 1850 Runway Plow SRE Federal AIP 3-27-0043-037-2021 

Source: INL Airport Management   

1.13.2 ARFF Equipment and Facility 
Airport Rescue and Firefighting (ARFF) is a specialized category of firefighting response, 
evacuation, and possible rescue of passengers resulting from an aircraft accident. Since INL is a 
14 CFR Part 139 Airport (see Section 1.7.1), it is required to provide ARFF service during air 
carrier operations. Current air carrier operations at INL require the Airport to meet ARFF Index A; 
however, the FAA has determined that funding for an Index B vehicle is eligible and justified. INL 
currently has one ARFF vehicle, with an ARFF Index B. It is a 1996 Oshkosh T1500 with a 
capacity of 1,500 gallons of water, 210 gallons of foam, 450 pounds of dry chemical and 460 
pounds of Halotron 1.  

In March 2021, as part of the acquisition of a new ARFF vehicle, the Airport requested approval 
from the FAA to purchase an ARFF Index B vehicle to replace the existing vehicle due to long 
response times from mutual aid departments, Index A vehicles having trouble navigating in snow 
or on the wetlands on airport property, and the amount of time required to refill the vehicles after 
exhausting their supply of water. A Rosenbauer Panther 4x4 was purchased in 2021 to replace 
the aging Oshkosh T1500. Delivery of the new ARFF vehicle is expected in 2022. 
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1.14 Weather Reporting and Meteorological Data 
An ASOS is located at the Airport, west of the Runway 31 end. The ASOS provides up to date 
weather observations and generates routine aviation weather reports. Information typically 
provided by an ASOS includes wind direction and speed, sky conditions, visibility, temperature, 
and dew point. The ASOS is FAA owned and maintained. 

1.14.1 Temperature 
International Falls, Minnesota has a humid continental climate with hot summers and cold, often 
frigid, winters. The FAA requires temperature data used for determining airport facilities (e.g. 
runway lengths, etc.) be obtained from “Monthly Station Normals of Temperature, Precipitation, 
and Heating and Cooling Degree-Days (Climatography of the United States No. 81)”.15 Data was 
pulled from International Falls International Airport station located in International Falls, MN, 
which is on Airport property. Using data obtained from International Falls Station, the mean daily 
maximum for International Falls is 79.0° Fahrenheit normally occurring in July, while the mean 
daily minimum temperature is -4.3° Fahrenheit normally occurring in February, as shown in Table 
1-14. 

Table 1-14 – Temperature Summary 

Temp. Jan Feb Mar Apr May Jun Jul Aug Sept Oct Nov Dec Ann* 

Mean Daily 
Max. °F 17.0 20.2 36.6 48.0 64.4 74.1 79.0 76.0 67.0 50.5 34.4 21.1 37.7 

Mean °F 6.8 8.0 24.2 36.4 51.3 61.4 65.9 62.7 55.3 41.0 26.5 12.4 49.0 

Mean Daily 
Min. °F -3.4 -4.3 11.8 24.8 38.1 48.6 52.9 49.4 43.7 31.6 18.7 3.7 26.3 

*Ann = Annual Average 
Source: U.S. Department of Commerce, NOAA. Station INTERNATIONAL FALLS INTERNATIONAL AIRPORT, 

MN US USW00014918; 2011-2020 
http://www.ncdc.noaa.gov/cdo-web 

1.14.2 Precipitation 
The maximum average precipitation for the International Falls area occurs in June with a rainfall 
of 27.1 inches. The average annual snowfall is 72.8 inches, with the most snowfall occurring in 
December, shown in Table 1-15. 

 
15AC 150/5325-4B, Runway Length Recommendations for Airport Design, Paragraph 103. 
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Table 1-15 – Precipitation Summary 

Precipitation Jan Feb Mar Apr May Jun Jul Aug Sept Oct Nov Dec Ann* 

Av. Prep (in.) 1.1 1.0 1.3 1.4 3.1 4.1 3.9 3.4 2.9 2.6 1.2 1.3 27.1 
Av. Snow (in.) 15.1 16.2 9.0 5.8 0.2 0.0. 0.0 0.0 0.0 1.7 8.3 16.6 72.8 
*Ann = Annual Average  
Source: U.S. Department of Commerce, NOAA. Station INTERNATIONAL FALLS INTERNATIONAL AIRPORT, 

MN US USW00014918; 2011-2020 
http://www.ncdc.noaa.gov/cdo-web 

1.14.3 Wind Data Analysis 
Prevailing wind is a major factor influencing runway orientation. Wind conditions affect all aircraft 
to some degree. Generally, the smaller the aircraft, the more it is affected by wind. Therefore, 
orienting the runway such that it is aligned with the prevailing wind for the greatest percentage of 
time will add substantially to the safety and usefulness of an airport. 

The crosswind component of wind direction and velocity is defined as the resultant vector that 
acts at a right angle to the runway centerline, and is equal to the wind velocity multiplied by the 
sine of the angle between the wind direction and the runway direction. Wind coverage is defined 
as the percentage of time that crosswind components are below an acceptable velocity. The 
most desirable runway orientation based on wind is one that has the greatest percentage of wind 
coverage. The minimum recommended wind coverage for an airport is 95%. The 95% coverage 
is computed on the basis of the crosswind not exceeding 10.5 knots for A-I and B-I, 13 knots for 
A-II and B-II, 16 knots for A-III, B-III, and C-I through D-III, and 20 knots for A-IV through D-VI. 

Wind data collected through the National Oceanic and Atmospheric Administration (NOAA) at the 
actual airport site is the best source of information. NOAA collects wind data at INL. The FAA 
requires wind data analysis to be completed with at least 10 years of consecutive data from the 
Airport site or the closest available site. Wind data analysis was completed using data from INL’s 
ASOS for the period 2011 to 2020. Table 1-16 shows the wind coverage for the existing runways 
at the Airport. Runway 13/31 provides over the 95% wind coverage requirement at 10.5 knot 
(A/B-I) and 16 knots (C-III). Both runways combined provide 99.54% coverage at 10.5 knots for 
all weather conditions. 
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Table 1-16 – Wind Coverage 

 10.5 knots 13 knots 16 knots 20 knots 

Runway 13/31 
All 96.56% 98.40% 99.78% 99.98% 

VFR 96.75% 98.49% 99.79% 99.98% 
IFR 95.55% 97.95% 99.69% 99.96% 

Runway 4/22 
All 90.49% 94.64% 98.76% 99.79% 

VFR 90.27% 94.49% 98.74% 99.80% 
IFR 90.18% 94.54% 98.66% 99.73% 

Combined  
Runways 13/31 & 4/22 

All 99.54% 99.93% 100.00% 100.00% 
VFR 99.56% 99.94% 100.00% 100.00% 
IFR 99.36% 99.90% 99.99% 100.00% 

Calculated based on Runway 13/31 with True Bearing of 135.9° and Runway 4/22 with True Bearing of 41.9°. 
Source: Falls International Airport ASOS. 2011 to 2020. Obtained from the National Climatic Data Center. 

1.15 User Survey 
To better define the volume and character of the users of INL, an Airport User Survey was 
developed. The User Survey was sent to based aircraft pilots at INL and registered aircraft pilots 
within the 60-minute drive time service area. The survey asked about the type of aircraft operated 
by the user, as well as several questions about the landside infrastructure and aircraft storage 
needs. Only four responses were recorded. No data of significance was gathered as all surveys 
returned were partially completed.  

1.16 Transportation 
1.16.1 Airport Access & Ground Transportation 

The Airport is located approximately 1.5 miles south of the International Falls downtown area. 
The primary access to INL is via County State Aid Highway (CSAH) 108 (2nd Avenue E) on the 
north and east side of the airfield. To the north, CSAH 108 connects to US 53 (2nd Ave W) which 
provides access to downtown International Falls. In general, roadways in International Falls carry 
low to moderate volumes of traffic. US 53 and US 71/TH 11 carry the highest levels of traffic in 
the City. 

 County Road 2 (11th Ave) travels north/south along the west edge of the Airport and is 
owned and maintained by Koochiching County. This road intersects County Road 332 W 
to the south and travels through the west side of International Falls. 

 US Highway 53 (2nd Ave W) runs north and east of the Airport and is owned and 
maintained by the State of Minnesota and the Minnesota Department of Transportation 
(MnDOT). This road connects to downtown International Falls, as well as the United 
States and Canada Land Port of Entry towards the north. US 53 intersects CSAH 108 
(2nd Ave) on the northeast side of the Airport. US 53 is classified as an Urban Principal 
Arterial with a volume of 4,800 trips per day to and from downtown International Falls. 
This route connects to a variety of land uses, including commercial, industrial, and 
residential. 

 CSAH 332 W connects US 71 to US 53 to the south of the Airport and is owned and 
maintained by Koochiching County. Classified as a Rural Minor Arterial an average of 
1,100 vehicles travel on CSAH 332 W every day. 
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 US Highway 71 (TH 11) travels north/south and runs west of the Airport. The Highway is 
classified as a primary arterials roadway that runs along the northwest side of 
International Falls. It intersects County Road 332 to the southwest of the Airport. This 
road is owned and maintained by the State of Minnesota and the Minnesota Department 
of Transportation (MnDOT).  

 CSAH 24 (Van Lynn Rd) travels east/west towards the eastern edge of the Airport. This 
road connects to County Road 2 and provides access to the Airport from the east. This 
road is owned and maintained by Koochiching County. 

1.17 Utilities 
1.17.1 Electricity and Gas 

Minnesota Energy Resources provides gas services and Minnesota Power provides electrical 
services to all the buildings in the terminal building area. Gas services are available to the cold 
weather testing facility in the northeast building area. Electric services are available to all areas of 
the Airport while gas services are available only on the east side. The hangars on the north side 
of the Airport use propane.  

1.17.2 Water and Sewer 
The City of International Falls provides water and sewer services to the terminal building area. In 
addition, the cold-weather testing facility has a water and sewer connection. The private hangars 
in the northeast building area are not connected to these services. 

1.17.3 Telephone 
Midco provides telephone and internet services to terminal area buildings. CBP utilizes Frontier 
for their internet and telephone uses. The northwest hangar area does not have these services. 
However, wireless providers are also available in these areas. 

The Terminal Building and Einarson’s FBO building have DSL service, and provide free Wi-Fi 
access to airport users.  

1.18 Police and Emergency Services 
The Koochiching County Sheriff and the City of International Falls Police and Fire Departments 
provide police and emergency services to the Airport. In addition, INL is required by the 
Department of Homeland Security to provide armed security at the terminal building during 
commercial flight departure times, generally two hours per flight. INL has a federal grant that 
reimburses approximately 80 percent of the costs associated with this security requirement. INL 
enlists a private contractor to provide security.  

1.19 Land Use 
The Airport partially lies within the International Falls city limits and the unorganized area of Rainy 
Lake, as shown in Figure 1-2.  
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1.19.1 Land Use Authority 
Since only a portion of the Airport is within city limits, the Airport and its surrounding areas are 
subject to Koochiching County zoning and planning restrictions and controls as well as the City of 
International Falls. While the definitions of zones between the city and county are different, the 
intentions of the zones remain the same. The Airport itself is zoned as Public and Open Spaces. 
In the immediate surrounding zones include Commercial, Residential, and Manufacturing and is 
shown on Figure 1-7. The zones defined by the City of International Falls surrounding the Airport 
are described in Table 1-17. 
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Table 1-17 – City of International Falls Zoning Descriptions 

District Purpose 

R-1A 
To provide suitable areas within the community for resident dwellings of single- 
and two-family occupancy and where municipal utilities and services may be 
maintained at reasonable cost. 

R-1B 
To provide suitable areas within the community for resident dwellings of single- 
and two-family occupancy, and where municipal utilities and services may be 
maintained at reasonable cost. 

R-2A To provide a multiple dwelling residence district suitable for the location of 
apartment buildings, townhouses, and other rooming or residential structures. 

R-2B 
To provide a multiple dwelling residence district suitable for the location of 
apartments buildings, townhouses, and other rooming or residential structures. 
The intent of the district is residential. 

C-1A 

Designed to provide a compact shopping area for the location of general offices 
and general retail sales necessary for servicing the community and surrounding 
area. Only those uses which substantially interfere with the overall function of the 
district shall be excluded. 

C-1B 

Designed to provide a compact shopping area for the location of general offices 
and general retail sales necessary for servicing the community and surrounding 
area. Only those uses which substantially interfere with the overall function of the 
district shall be excluded. 

C-2A 

Intended to establish suitable areas within the city for the location and/or 
expansion of businesses providing retail goods and services to the motoring 
public. Uses would be primarily highway oriented, or be clustered shopping 
areas, all with a means of safe ingress and egress to abutting highways. 

C-2B 

Intended to establish suitable areas within the city for the location and/or 
expansion of businesses providing retail goods and services to the motoring 
public. Uses would be primarily highway oriented, or be clustered shopping 
areas, all with a means of safe access and egress to abutting highways. 

C-3 
To provide commercial and multiple dwelling residence district suitable for the 
location of multiple dwelling structures as well as mobile home parks and single-
family mobile homes located on private lots. 

P-1 

To provide land areas within the city for the establishment of public services, 
utilities, structures, and other public buildings that are necessary for the health 
and welfare of the citizens. 
 

Note: Only zones that are bordering or near Falls International – Einarson Field are described above. 

Source: Koochiching County GIS and the City of International Falls Comprehensive Plan 

1.19.2 Airport Zoning Ordinance 
In addition to the municipal and county zoning, the City of International Falls and the Koochiching 
County Zoning Board enforces the 2012 Airport Zoning Ordinance on and around the Airport to 
protect the Airport from encroachment and incompatible land uses in accordance with the State 
Rules. Minnesota Administrative Rules, Chapter 8800 requires all publicly-owned licensed 
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airports in the State of Minnesota to have height and safety zoning. The purpose of the height 
and safety zoning is to ensure that no objects penetrate the 14 Code of Federal Regulations 
(CFR) Part 77 imaginary surfaces, except when necessary for airport operations; and to ensure 
that the areas around an airport are clear of incompatible land uses. The Falls International 
Airport Zoning Ordinance was adopted on May 21, 1979, and amended on June 7, 1993 and May 
2012 by the City of International Falls and the Koochiching County Zoning Board.  

The existing airport safety zones for INL are shown on Figure 1-8. The Falls International Airport 
Zoning Ordinance establishes protections in accordance with the minimum standards defined by 
Minnesota Rules Chapter 8800.2400. The rule includes boundaries (Zones A, B, and C) 
established for the purpose of restricting those uses which may be hazardous to the operational 
safety of aircraft using the Airport, and furthermore, to protect the safety and property of people 
on the ground in the area near the Airport. This is accomplished by limiting population and 
building density in the runway approach areas, thereby creating sufficient open space to protect 
life and property in the event of an accident. 

The safety zones are intended to protect the investment of the Airport by limiting or preventing 
situations that would become an incompatible land use, and potentially affect Airport safety and 
durability. At the time the zoning ordinance was adopted in 1993, the ordinance was designed for 
a Runway 13/31 at its then existing length of 6,500 feet, and for Runway 4/22 at its then existing 
length of 3,000 feet.. In addition to the land use zoning contained in the Airport Zoning 
Ordinance, the ordinance also provides height zoning. In 2006, Runway 13/31 was extended 900 
feet south to a total length of 7,400 feet.  

1.20 Airport Property 
To verify the Airport’s existing property boundary and easements, an Exhibit ‘A’ Property Map 
was completed as part of A.I.P. 3-27-0043-032-2019 and conforms to the requirements stated in 
FAA SOP 3.00 FAA Review of Exhibit ‘A’ Airport Property Inventory Maps. Historical property 
records were researched to verify existing parcel information and how each parcel was 
purchased. Per the Exhibit ‘A’ Property Report, the airport currently owns 1,030.99 acres in fee, 
and 58.5 acres in avigation easements. . 

1.21 Environmental Inventory 
The following section includes an inventory of the environmental features surrounding Runway 
13/31 and the neighboring environment.  

1.21.1 Air Quality 
The Clean Air Act (CAA), which was last amended in 1990, requires the U.S. Environmental 
Protection Agency (EPA) to set National Ambient Air Quality Standards [NAAQS - 40 Code of 
Federal Regulations (CFR) part 50] for pollutants considered harmful to public health and the 
environment. The CAA established two types of national air quality standards. Primary standards 
set limits to protect public health, including the health of “sensitive” populations such as 
asthmatics, children, and the elderly. Secondary standards set limits to protect the public welfare, 
including protection against decreased visibility, damage to animals, crops, vegetation, and 
buildings. 

The EPA uses six criteria pollutants as indicators of air quality and has established for each a 
maximum concentration above which adverse effects on human health may occur. The six 
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criteria pollutants include ozone, which includes 1-hour ozone and 8-hour ozone; carbon 
monoxide; nitrogen dioxide; sulfur dioxide; particulate matter, which includes PM-10 and PM-2.5; 
and lead. EPA air quality classifications include: 

 Nonattainment – any area that does not meet (or that contributes to ambient air quality in 
a nearby area that does not meet) the national primary or secondary ambient air quality 
standard for the pollutant. 

 Attainment – any area [other than an area identified in clause (i)] that meets the national 
primary or secondary ambient air quality standard for the pollutant. 

 Unclassifiable – any area that cannot be classified on the basis of available information 
as meeting or not meeting the national primary or secondary ambient air quality standard 
for the pollutant. 

 Maintenance Areas – are previously nonattainment areas that now meet standards. 

The information on the EPA Greenbook website (https://www.epa.gov/green-
bookhttp://www.epa.gov/air/oaqps/greenbk/index.html) indicates that there are no non-attainment 
areas in the City of International Falls, Koochiching County, or the surrounding areas.  

1.21.2 Coastal Resources 
Federal activities involving or affecting coastal resources are governed by the Coastal Barriers 
Resources Act (CBRA) of 1982, the Coastal Zone Management Act (CZMA) of 1972, and 
Executive Order (E.O.) 13089, Coral Reef Protection. The CBRA prohibits federal funding for 
new development within the Coastal Barriers Resources System (CBRS), which consists of 
undeveloped coastal barriers along the Atlantic and Gulf coasts and the shores of the Great 
Lakes. Federal agencies are required to consult with the USFWS prior to committing funds for 
project or actions within the CBRS. The Airport is over 150 miles northwest of the nearest CBRS, 
which is located on Minnesota Point near Duluth, Minnesota.  

1.21.3 Section 4(f) 
Section 4(f) legislation was established under the Department of Transportation (DOT) Act of 
1966 (now codified at 49 USC 303, 23 USC 138) and provides protection for publicly owned land 
in public parks, recreation areas, or wildlife and waterfowl refuges of national, state, or local 
significance or lands from a historic site of national, state, or local significance.  

There are no publicly funded parks, recreation areas, or wildlife refuges within or adjacent to the 
Airport or in the Runway 13/31 approaches that are potentially eligible to meet the provisions of 
the U.S. Department of Transportation Act of 1966, section 4(f) [48 U.S.C. 303(C)]. The closest 
publicly owned land includes the Koochiching State Forest (2.3 miles southeast) and the West 
Rat Root River Peatland SNA (3.6 miles east). 

Nearby locally owned public recreational type land includes The River Golf Course, Riverview 
Park, Smokey Bear Park, Kerry Park, Green Acres Park and Shorewood Park, all located over a 
mile from the Airport property. The closest publicly owned land is Forest Hill Cemetery, located 
0.75 miles northeast of the Airport.  

Pubic and tribal lands near the Airport are depicted on Figure 1-10 and Figure 1-11.  
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1.21.4 Farmlands  
The Farmland Protection Policy Act (FPPA) was enacted to minimize the extent to which federal 
actions contribute to the conversion of farmland to non-agricultural uses. As used in the FPPA, 
farmland includes prime and unique farmland and land of statewide or local importance. 
“Farmland” subject to FPPA requirements does not have to be currently used for cropland. It can 
be forestland, pastureland, cropland, or other land not under water or built-up. 

While some areas adjacent to the Airport are designated farmland of statewide importance, no 
agricultural land exists within or adjacent to the Airport. 

The Natural Resources Conservation Service (NRCS) Web Soil Survey (WSS), NRCS electronic 
Field Office Technical Guide (eFOTG), and the Koochiching Soil Survey were referenced to 
identify prime and unique farmland, and farmland of statewide and/or local importance within the 
project area. Soils mapped and designated by the NRCS as prime farmland, prime farmland if 
drained, and farmland of statewide importance are located within the vicinity of the Airport site as 
shown on Figure 1-12. These soils include: 

 Kab-Kooch complex, 0 to 4 percent slopes (Map Unit B151A) is classified by the 
NRCS as “Farmland of statewide importance.”  

 Cutaway-Ricelake complex, mlra 88, 2 to 6 percent slopes (Map Unit B44B) is 
classified by the NRCS as “Farmland of statewide importance.” 

 Kooch-Hapludalfs complex, 1 to 8 percent slopes (Map Unit B49B) is classified by 
the NRCS as “Farmland of statewide importance.” 

 Kooch-Kab-Ratroot complex, 0 to 4 percent slopes (Map Unit B55A) is classified by 
the NRCS as “Farmland of statewide importance.” 

1.21.5 Floodplains 
Executive Order 11988, Floodplain Management, bans federal actions in a floodplain unless no 
practicable alternative exists, and requires measures to minimize unavoidable short-term and 
long-term impacts if the preferred alternative is constructed in a floodplain. Federal Emergency 
Management Agency (FEMA) Flood Insurance Rate Maps (FIRMs) were reviewed to determine if 
floodplains exist in the area surrounding Runway 13/31.  

The FIRM for the City of International Falls, Minnesota, Koochiching County – Panel Number 
2702350001B, effective July 16th, 1996 indicates that the entire airfield is located outside the 
FEMA designated 100-year floodplain of the Rainy River located north and west of International 
Falls. The Airport is located in Zone X, indicating it is of higher elevation than the 500-year 
floodplain. The FEMA 100-year floodplain is depicted on Figure 1-12.  

1.21.6 Fish and Wildlife Resources  
Habitat within the Airport is comprised mostly of mowed turf. Several wetland areas are present; 
these are saturated soil areas without ponded water that are also mowed. The National Wetland 
Inventory (NWI) identifies several areas as wetland (Figure 1-12). Several on-site wetland 
delineations (Level 2) have occurred in the last several years throughout the Airport property, and 
in addition, remote sensing (Level 1) was used to estimate wetland boundaries in the approach 
areas to Runway 13/31. The results of all the wetland delineations (Level 1 and Level 2) are 
depicted in Figure 1-14.  

Fish habitat is not present on the Airport, but is present north of the Airport in Rainy River.  
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1.21.7 Rare Threatened and Endangered Species 
The Falls International Airport is within the distributional range of the federally-listed Canada lynx 
(Lynx Canadensis – threatened) and the Northern long-eared bat (Myotis septentrionalis - 
Threatened).  

Areas designated as critical habitat for the Canada lynx include boreal forest landscapes that 
provide snowshoe hares for prey, abundant large, woody debris piles that are used as dens, and 
winter snow conditions that are generally deep and fluffy for extended periods of time. The 
forested habitat on the Airport consists of northwestern wet aspen forest dominated by aspen and 
balsam poplar, not the conifer-dominated boreal forest habitat suitable for lynx. 

Wooded habitat for the Northern long-eared bat (Threatened) is located in the areas surrounding 
the airfield. The Northern long-eared bat hibernates in caves and mines, which are not located 
within 10 miles of the Airport property. 

The MNDNR Natural Heritage Information System (NHIS) database was reviewed to identify 
occurrences of state listed threatened, endangered, or special concern species, and sensitive 
natural resources. The database revealed no resources are known to exist within 1-mile of the 
Airport property. The nearest known occurrence is the Lake Sturgeon (Acipenser fulvescens), 
located 1.2-miles northwest.  

1.21.8 Hazardous Materials, Pollution Prevention and Solid Waste 
A review of the Minnesota Pollution Control Agency (MPCA) What’s in My Neighborhood 
mapping resource was completed to obtain information regarding hazardous and environmental 
waste or any hazardous material related impacts near the Airport.  

Four industrial storm water sites, one underground tank, and three minimal quantity generators 
for hazardous waste sites were located in the Airport property.  

The underground tanks on site is owned and operated by Einarson Brothers Flying Services and 
remains active. Three minimal quantity generator (QG) of hazardous waste sites are present 
within the project area evaluated, including those operated by the Transportation Security 
Administration, the UPS, and Einarson Brothers Flying Services at the Airport.  

Several activities on-site are regulated in reference to stormwater and oil storage, including 
deicing of runways and aircraft and fueling of maintenance vehicles and aircraft from exterior 
above-ground storage tanks (ASTs) or fuel trucks. 

1.21.9 Historical, Archeological, Architectural and Cultural Resources 
The National Historic Preservation Act (NHPA) of l966, as amended, establishes the Advisory 
Council on Historic Preservation (ACHP) and the National Register of Historic Places (NRHP). 
Section 106 of the NHPA requires consideration of the effects of undertaking on properties on or 
eligible for inclusion in the NRHP. Compliance with Section 106 requires consultation the State 
Historic Preservation Officer (SHPO) if there is a potential adverse effect to historic properties on 
or eligible for listing on the NRHP. 

Belowground archaeological resources could be affected where the project would include 
physical ground-disturbing activities. Architectural and historical aboveground resources could be 
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affected where physically impacted or where increases in levels of noise, changes in visual or 
aesthetic qualities, or changes in traffic densities or patterns would occur. 

The runway, taxiway, NAVAIDs and perimeter road areas were previously disturbed during 
Runway 13/31 and Taxiway A reconstruction. Some of the areas of the RPZ were also disturbed. 
Areas currently containing other pavements or buildings were previously disturbed during the 
reconstruction.  

The State Historic Preservation Office (SHPO) and the National Register of Historic Places 
(NRHP) were consulted for any known historic districts present in or near the Airport Property as 
part of the NEPA review process (Environmental Assessment) for the Runway 13/31 
reconstruction. Four listings were included on the NRHP within the City of International Falls. Two 
are listed at least one mile north of the Airport, and two have restricted addresses.  

1.21.10 Noise  
Noise is measured by the Day-Night Sound Level (DNL). It is the logarithmic average of sound 
levels in decibels and is based on a 24-hour Equivalent Sound Level (Leq), also known as the 
“Average Annual Day”. DNL (also known as Ldn) has been equated through social surveys with 
public reactions to different noise levels. DNL values incorporate a 10-decibel penalty for noise 
events occurring between 10:00 PM and 7:00 AM to account for increased noise sensitivity at 
night. The FAA considers areas impacted by DNL 65 noise levels and higher as significant. 
Residential, school, hospital, day care, and retirement home uses within these areas are not 
compatible. 

The DNL measurement is to be developed under the direction of the EPA to measure the 
cumulative impact of multiple noise events in an average day. The U.S. Departments of Housing 
and Urban Development, Transportation, and Defense recognize it as a proper basis for land use 
planning around airports. The recognized tool used to predict anticipated DNL coverage for an 
airport is the Aviation Environmental Design Tool (AEDT) developed by the FAA. The AEDT is 
the FAA approved noise and emission modeling program that simulates aircraft activity at an 
airport and provides a prediction of aircraft-related noise and emissions levels. 

A noise analysis was not included in this scope of work. No recent noise contours are available 
for INL.  

1.21.11 Water Quality 
The Airport is located in the Rainy River Lake Watershed. It is situated so that the rest of the 
waters in this watershed flow to International Falls into the Rainy River. Runoff across the Airport 
flow west and north through wet ditches and wetlands to an unnamed tributary of the Rainy River. 
There are no designated trout streams in or near the Airport property. Vegetated buffer strips 
allow infiltration of potentially warmed stormwater from impervious surfaces at the Airport.  

1.21.12 Water Resources 
1.21.12.1 Wetlands 

Wetlands are defined in federal Executive Order 11990 as: 
“those areas that are inundated or saturated by surface or ground water at a frequency 
and duration sufficient to support, and that under normal circumstances, do support a 
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prevalence of vegetation typically adapted for life in saturated soil conditions. Wetlands 
generally include swamps, marshes, bogs, and similar areas.” 

The National Wetlands Inventory (NWI) Map (seen in Figure 1-13) shows several wetland areas 
on Airport property, as well as a number of larger wetland complexes nearby the Airport. These 
are comprised of a number of wetland types including wooded swamp, shrub swamp, and bog 
habitat.  

Field delineation of wetlands were conducted in October 2017, May 2019 and May 2020 to refine 
the boundaries of wetlands present within the Airport Property as part of the commercial apron 
expansion, Runway 13/31, and Taxiway A reconstruction projects, and are shown in Figure 1-14. 
Wetlands present within the Airport property occurred as wet ditches between the runway and 
taxiway, large wetland complexes, and a few small wetland basins located at either end of the 
runway.  

The wetland habitat presents as a wet ditch and is best described as fresh (wet) meadow or 
sedge meadow habitat. The large basins outside of the existing grading limits is best described 
as shrub-carr or hardwood swamp communities.  

Remote sensing (Level 1 Wetland Delineation) was also conducted in the approach areas to 
Runway 13/31 and the remaining undelineated airport property. The results of that remote 
sensing effort are shown on Figure 1-14.  

During the Phase 2 Runway Project and Commercial Apron expansion, wetlands near the project 
sites were impacted. Figure 1-15 shows the portion of a 2017 Delineated Wetland that was 
permitted to be impacted.  

1.22 Sustainability  
Airport sustainability is a broad term used by the FAA that encompasses a wide variety of 
practices applicable to planning, design, building and operating airport facilities. The FAA has 
defined three core principles: 
1. Protecting the environment 

2. Maintaining high and stable levels of economic growth; and 

3. Social progress that recognizes all stakeholders needs. 

There are many benefits of airport sustainability planning, including reduced energy consumption, 
reduced noise impacts, reduced hazardous and solid waste generation, reduced greenhouse gas 
emissions, improved water quality, improved community relations and cost savings. 
Currently, no specific sustainability plan has been developed for the Airport. Recommendations 
for airport sustainability are discussed in Chapter 4, Facility Recommendations. 
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Falls International Airport - Einarson Field Field Delineations
International Falls, Minnesota 1/2022; INTER 160707
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2 Aviation Activity Forecasts 
The objective of the activity forecasts chapter for this Focused Master Plan study is to provide 
updated forecasts of aviation activity and input for the assessment of the building area facility 
needs and requirements (Chapter 4), and then evaluate future development alternatives 
(Chapter 5) at the Falls International Airport (INL). It also provides information needed to assess 
the type and timing of new building area facilities and aids in the evaluation of potential impacts 
of improvements on the Airport and its surroundings.  

The forecasts are for a 20-year planning period, and comprise of short-term (5 year), mid-term 
(10 year), and long-term (20 year) increments. The forecasts are broken down into annual aircraft 
operations, itinerant and local operations, aircraft fleet mix, based aircraft, and will identify the 
most demanding (critical) aircraft for the existing and forecasted hangar and apron aircraft 
storage needs. The commercial operations aviation forecasts prepared as part of the 2019 
Triggering Event Master Plan (TEMP) were utilized, as no new commercial operations or 
enplanement forecasts are included in this planning effort. 

The forecast of aviation activity includes an analysis of existing national and state general 
aviation activity forecasts, the development of an airport service area, stakeholder and user input, 
and the determination of current aviation activity at INL. Using the estimation of current airport 
activity and reasonable forecasting methodologies, future projections are made based upon 
established growth rates, area demographics, industry trends, and consultant experience. 

While forecasting is important to determine demand, it is only an estimate of possible future 
activity. There are various unforeseen factors that can affect the forecast, both positively and 
negatively. Therefore, activity forecasts should be revisited periodically. 

This forecast was prepared at the same time as the evolving impacts of the COVID-19 public 
health emergency. Forecast approval is based on the methodology, data, and conclusions at the 
time the document was prepared. However, consideration of the impacts of the COVID-19 public 
health emergency on aviation activity is warranted to acknowledge the reduced confidence in 
growth projections using currently-available data.  

2.1 Forecasting Aviation Metrics 
The forecasting parameters are determined by the level and type of aviation activity expected at 
INL. The metrics for this forecasting effort include aircraft operations and based aircraft. The 
commercial operations aviation forecasts prepared as part of the 2019 Triggering Event Master 
Plan were utilized, as no new commercial operations or enplanement forecasts are included in 
this planning effort. 

The forecasts take into account demographic and economic activity, because demand for 
aviation is primarily a function of these. The data sources for these metrics are from the FAA 
Aerospace Forecasts, FAA Terminal Area Forecast (TAF), Minnesota State Aviation System Plan 
(SASP) and Woods & Poole, Inc. socioeconomic data. 

The baseline year used for forecasting both based aircraft and aircraft operations is 2021, as a 
full year of data is required. The forecasts were produced for a 20-year period, 2021 through 
2041. 
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2.1.1 Based Aircraft 
Based aircraft are aircraft that reside at an airport. Based aircraft forecasts assist in identifying 
the amount and type of hangars and aircraft parking apron space needed at an airport. Per 
Airport Management and MnDOT’s Aircraft Registrations records, there are 30 aircraft currently 
based at INL (28 single-engine, 1 multi-engine, and 1 turbo prop), which are summarized in 
Table 2-1.  

Table 2-1– INL Based Aircraft 

Aircraft Type RDC TDG 
1939 Aeronca 65-C Single Engine A-I 1A 
1939 Piper Cub Single Engine A-I 1A 
1941 Piper Cub Single Engine A-I 1A 
1941 Taylorcraft BC12-65 Single Engine A-I 1A 
1945 Piper Cub Single Engine A-I 1A 
1946 Piper Cub Single Engine A-I 1A 
1946 PIiper Cub Single Engine A-I 1A 
1946 Piper Cub Single Engine A-I 1A 
1947 Aeronca Champ Single Engine A-I 1A 
1947 Aeronca Champ Single Engine A-I 1A 
1947 Cessna 140 Single Engine A-I 1A 
1948 Aeronca Champ Single Engine A-I 1A 
1950 Piper Cub Single Engine A-I 1A 
1951 Piper Cub Single Engine A-I 1A 
1954 Piper Super Cub Single Engine A-I 1A 
1955 Cessna 180 Single Engine A-I 1A 
1956 Cessna 180 Single Engine A-I 1A 
1959 Piper Tri-Packer Single Engine A-I 1A 
1961 Cessna 172 Skyhawk Single Engine A-I 1A 
1964 Piper Super Cub Single Engine A-I 1A 
1967 Mooney M20E Single Engine A-I 1A 
1969 Aero Commander Single Engine A-I 1A 
1969 Bellanca Viking Single Engine A-I 1A 
1972 Cessna 177 Single Engine A-I 1A 
1976 Cessna 172 Skyhawk Single Engine A-I 1A 
1981 Piper Seminole Twin Engine A-I 1A 
1996 Asleson Vans RV-6  Single Engine A-I 1A 
2002 Nelson Wag Aero Sport Single Engine A-I 1A 
2007 Flight Design GMBH CTSW Single Engine A-I 1A 
2008 Pilatus PC-12 Turbo Prop B-II 1A 
Source: Airport Management (12/2021); MnDOT Aircraft Registration Records (12/2021). 

Additionally, there currently are seven individuals on INL’s hangar waiting list (4 single-engine, 1 
twin-engine, 2 unidentified)16. Discussions with Airport Management indicated these individuals 
are either ready to build hangars or occupy City/Airport managed hangars as soon hangars or 
development space becomes available.  

 
16INL Hangar Waiting List, January 2022. 
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2.1.2 Aircraft Operations 
An aircraft operation is a takeoff or a landing at an airport. Thus, an airplane flying to an airport 
performs one operation when landing and another operation when departing. Aircraft operation 
forecasts are the most important activity metric for airfield planning because they help determine 
the level, capacity, and type of aviation activity for an airport or a specific facility at an airport.  

Since INL is a non-controlled airport, meaning that it does not have an air traffic control tower 
(ATCT), it is more difficult to obtain the exact number of operations that occur. Operations 
estimates are based on a number of sources including existing historical data, data from FAA’s 
Traffic Flow Management Systems Counts (TFMSC), and existing forecasts prepared by Federal 
agencies. 

Aircraft operations will be forecasted for each aviation activity category: Commercial Service, 
Military, Air Taxi/Commuter, and General Aviation. These operations forecasts are discussed in 
more detail in their corresponding sections. 

2.2 Demographic and Economic Factors 
Demographic and economic factors, such as population, disposable income, and geographic 
attributes, have an effect on aviation demand. Given that there is a causal relationship, aviation 
demand is largely a function of demographic and economic activity. Socioeconomic data was 
considered in the preparation of the aviation activity forecasts. For this Master Plan, data was 
collected from Woods & Poole Economics. Woods & Poole is an independent firm that 
specializes in long-term economic and demographic projections through 2050 for every county in 
the United States, using more than 900 variables. 

INL is located within Koochiching County. Table 2-2 shows Woods & Poole’s projected growth of 
Koochiching County’s demographic and economic activity. By 2041, Woods & Poole forecasts a 
small decrease in population (0.63%) in Koochiching County, but a small increase in population 
(0.53%) for the State of Minnesota as a whole. Additionally, Woods & Poole forecasts 
employment to remain relatively the same in Koochiching County, but projects an increase in 
personal income for both Koochiching County and the State of Minnesota.  

Table 2-2 – Woods & Poole Demographic and Economic Forecasts 

Year 

Koochiching County State of Minnesota 

Population 
(in 1,000s) 

Employment 
(in 1,000s) 

Income (in 
millions of 

2012 dollars) 

Population 
(in 1,000s) 

Employment 
(in 1,000s) 

Income (in 
millions of 

2012 dollars) 
2020 12.1 6.3 499.6 5,698.6 3,906.1 314,839.9 
2025 11.7 6.3 526.7 5,871.1 4,111.5 349,117.4 
2030 11.3 6.3 553.9 6,036.7 4,306.1 385,169.7 
2035 11.0 6.3 580.2 6,192.2 4,487.4 422,571.0 
2040 10.7 6.2 605.3 6,335.1 4,655.1 461,081.2 

CAGR -0.63% -0.03% 0.96% 0.53% 0.88% 1.93% 
Source: Woods & Poole Economics 2021 
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2.3 Review of Existing Forecasts 
2.3.1 FAA Aerospace Forecast Fiscal Years 2021-2041 

The FAA prepares the “FAA Aerospace Forecasts”, a national aviation forecast, annually. This 
forecast attempts to project commercial and general aviation activity levels in order for the FAA to 
determine the funding needs for various sections of the FAA, such as Air Traffic Control and 
Airspace. The current forecast document is for federal fiscal years 2021-2041.  

The global outbreak of the COVID-19 pandemic in 2020 brought a rapid and cataclysmic end to 
the post-2009 boom years. The pandemic resulted in airline activity and profitability tumbling 
almost overnight. To date, that demand recovery for the aviation industry has been extremely 
uneven, which has been driven by COVID-19 case counts, vaccinations, governmental 
restrictions, and the degree of pent-up demand.  

Fundamentally, over the long-term, aviation demand is driven by economic activity, and a 
growing U.S. and world economy provides the basis for aviation to grow. The 2021 FAA 
Aerospace Forecast projects that U.S. carrier domestic passenger demand will grow an average 
of 4.9% per year over the next 20 years. This 4.9% annual growth average includes three double-
digit growth years during the recovery from a very low base in 2021. Following the recovery 
period, trend rates resume with an average annual growth rate of 2.3% till the end of the forecast 
period. Domestic passenger demand is forecasted to return to 2019 levels in early 2024. 

As most countries are expected to vaccinate their populations and bring the virus under control 
by 2022, and economic growth rates are expected to settle back to their long-run trends by about 
2023. The pent-up demand is expected to drive the commercial operations back to the pre-
COVID levels. Specifically, large and medium hubs are expected to see a much faster increase 
than small and non-hub airports, largely due to the commercial nature of their operations. 

The general aviation sector was less affected by the COVID-19 crisis than the airlines, as a result 
of passengers flying privately instead of commercially. Consequently, the long-term outlook for 
general aviation thus is more promising than before. General aviation aircraft hours flown is 
forecasted to increase by an average of 1.0% per year, after declining by 9.7% between 2019 
and 2020, and recovering partially, with a growth of 4.9% in 2021 from 2020. The active general 
aviation aircraft fleet is forecasted to grow an average of 0.07% per year in the 20-year forecast, 
after a decline of 2.8% in 2020. FAA expects the more expensive and sophisticated turbine-
power aircraft to grow by an average of 1.65% annually, with jet aircraft expecting to account for 
the majority of the increase at an average annual rate of 2.25%. Lastly, the number of active 
general aviation pilots, excluding Air Transport Pilots (ATP), is projected to decrease by 0.04% 
annually by 2041, with the ATP category forecasted to increase annually by 0.7%.17 

2.3.2 FAA Terminal Area Forecast 
The FAA publishes the FAA Terminal Aerospace Forecasts (TAF). The TAF includes historic data 
as well as forecasts of based aircraft and operations for all airports in the National Plan of 
Integrated Airport System (NPIAS). The FAA normally uses a conservative approach when 

 
17 FAA Aerospace Forecasts Fiscal Year 2021-2041. 
https://www.faa.gov/data_research/aviation/aerospace_forecasts/ 
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forecasting airports similar to INL, especially when no site-specific data is available. Table 2-3 
shows the TAF’s forecasted number of based aircraft and aircraft operations for INL.  

The FAA TAF forecasts an average annual growth rate of 0.03% for total operations. However, 
TAF specifically only forecasts growth for Air Taxi & Commuter operations (0.49%), and forecasts 
0% growth for the remaining operation categories for the 20 year forecast. Additionally, the FAA 
forecasts no growth (0%) in the number of based aircraft for INL within the 20-year planning 
period (2021-2041). 

Table 2-3 – FAA TAF for INL 

 2021 2026 2031 2036 2041 

Enplanements 7,843 8,217 8,610 9,026 9,466 
Aircraft Operations 

Itinerant Operations 
Commercial (Airline) 1,250 1,250 1,250 1,250 1,250 
Air Taxi & Commuter 2,526 2,591 2,656 2,721 2,786 
GA 20,000 20,000 20,000 20,000 20,000 
Military 100 100 100 100 100 

Total Itinerant 23,876 23,941 24,006 24,071 24,136 
Local Operations 
GA 15,000 15,000 15,000 15,000 15,000 
Military 0 0 0 0 0 

Total Local 15,000 15,000 15,000 15,000 15,000 
TOTAL Operations 38,876 38,941 39,006 39,071 39,136 

 

Based Aircraft 20 20 20 20 20 
Source: FAA Terminal Area Forecast (TAF) for INL. Accessed January 2022. 

2.3.3 Minnesota State Aviation System Plan (MnSASP) 
The 2012 Minnesota State Aviation System Plan (MnSASP), adopted in 2013, provides a 
description and assessment of the performance of the current Minnesota State Aviation System, 
which consists of 133 state funded airports, as well as guidance for the future development of 
aviation in Minnesota. As part of the SASP, aviation activity forecasts prepared for INL estimate 
that from 2010 to 2030 aircraft operations will grow at a CAGR (Compounded Annual Growth 
Rate) of 1.85%, and based aircraft will grow by 1.33% annually as shown in Table 2-4. 
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Table 2-4– MN SASP Forecast for INL 

 2010 2015 2020 2030 
Operations 

Local 4,818 5,388 5,783 6,947 
Itinerant 11,242 12,573 13,493 16,211 

Total Operations 16,060 17,961 19,276 23,158 
Based Aircraft 

Single-Engine 26 27 28 29 
Multi-Engine 0 0 0 0 
Turboprop 0 0 0 0 
Jet 0 0 0 0 
Light Sport 7 10 11 14 
Other 0 0 0 0 

Total Based Aircraft 33 37 39 43 
Source: 2012 MnDOT SASP for Falls International Airport. 

 
As of February 2022, MnDOT is currently in the process of updating the MnSASP. The MnSASP 
is being updated in two phases: Phase 1 (completed in 2019) and Phase 2 (currently ongoing). 
Phase 1 built the framework for a continuous MnSASP, which strives to keep data current to 
better track performance metrics and share progress towards those metrics with aviation 
stakeholders. Phase 1 also included an extensive Public Involvement Plan and tasks that 
resulted in recommendations to carry into the Phase 2. Phase 2 includes analyzing policy issues 
facing the state aviation system, acquiring and managing data to develop a MnSASP database 
and display dashboard, publishing the SASP, and developing a continuous implementation plan. 

2.4 Forecasting Methodologies 
Three different methodologies were used when developing forecasts: regression analysis, the 
FAA Aerospace Forecasts for 2021-2041, and the Minnesota SASP’s general aviation forecasted 
growth rates. Short-term (5 year), mid-term (10 year), and long-term (20 year) forecasts were 
developed with each methodology used. The different methodologies are described below.  

It is anticipated the Airport can expand its facilities as needed to meet demand. As a result, all 
forecasting scenarios used are unconstrained forecasting, meaning the forecasts assume that all 
airport facilities will be in place to meet demand as the demand warrants. For example, enough 
hangar space is provided at the Airport to meet based aircraft demand. 

2.4.1 Regression Analysis 
Regression analysis is a statistical technique that ties aviation activity (dependent variable) to 
socioeconomic metrics (independent variables), such as income and population. The 
independent variable in essence “explains” the projected aviation activity levels. Regression 
analyses should use simple models utilizing independent variables for which reliable forecasts 
are available. For these aviation activity models, the regression analyses used socioeconomic 
data collected from Woods & Poole. This analysis used forecasted growth rates for Koochiching 
County’s population, employment, total earnings, personal income, and retail sales to reflect the 
activity that occurs at INL from 2021 to 2041 and is shown in Table 2-5. 
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Table 2-5 – Woods & Poole CAGR Forecasted Demographic and Economic 

 
Koochiching County  

Population Employment Total 
Earnings Income Retail Sales 

20-Year 
CAGR -0.63% -0.03% 0.59% 0.96% 0.39% 

Source: Woods & Poole Economics 2021; SEH 

2.4.2 Minnesota SASP Forecasts 
This forecast analysis applies the Minnesota SASP’s general aviation forecasted growth rates to 
the estimated aircraft operations and based aircraft baselines. As discussed in Section 2.3.3, the 
Minnesota SASP estimates a CAGR of 1.85% for aircraft operations and 1.33% for based aircraft 
for INL. 

2.4.3 FAA Aerospace Forecasts 
This forecast analysis applies the FAA Aerospace Forecasts national growth projections to INL’s 
forecasted aviation activities. The FAA Aerospace Forecasts 2021 to 2041 estimates an average 
annual growth rate of 0.07% for general aviation aircraft.18 The FAA Aerospace Forecasts also 
estimates that total general aviation operations will grow at an average rate of 0.75% for the 20-
year period, with itinerant general aviation operations expected to grow at an average rate of 
0.88% and local general aviation operations expected to grow at an average rate of 0.61%.19 
Lastly, FAA Aerospace Forecasts estimates an average annual growth rate of 1.14% for Air 
Taxi/Commuter operations. The FAA Aerospace Forecasts growth rates were summarized 
previously in Section 2.3.1.  

2.4.4 FAA TAF 
This forecast analysis applies the FAA’s TAF for INL forecasted annual growth rate of 0.0% for 
based aircraft and general aviation operations. INL’s FAA TAF forecasts annual growth rate of 
0.49% for Air Taxi/Commuter operations. The FAA TAF growth rates for INL are summarized in 
Section 2.3.2. 

2.5 Based Aircraft Forecast 
The based aircraft forecast is used to determine aircraft storage needs, hangars and apron 
space. Currently, records indicate there are 30 aircraft based at INL (28 single-engine, one multi-
engine, and one turbo prop aircraft). As noted in Section 2.1.1 there are currently seven 
interested parties on INL’s Hangar Waiting List.  

Table 2-6 shows the forecasts prepared for this analysis. The forecasts take into account the 
seven interested parties on the hangar waiting list to be accommodated in 2026 and 2031. The 
forecasting scenarios range from 30 to 48 based aircraft within the 20-year planning period. This 

 
18 FAA Aerospace Forecasts Fiscal Year 2021-2041. Table 28. 
https://www.faa.gov/data_research/aviation/aerospace_forecasts/ 
19 FAA Aerospace Forecasts Fiscal Year 2021-2041. Table 32. 
https://www.faa.gov/data_research/aviation/aerospace_forecasts/ 
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represents a range in CAGR of -0.63% to 1.33%. These forecasts represent realistic upper and 
lower limits of what may occur at INL within the 20-year planning period. Since the forecasts 
already take into account the seven aircraft ready to base at INL, the medium based aircraft 
forecast (retail sales regression analysis), with 41 based aircraft and a CAGR of 0.59% in 20-year 
forecast, will be used for planning purposes as it is a conservative estimation and best reflects 
hangar demand based on consumer growth. It is assumed that once hangar sites and once a 
potential hangar are constructed at INL, there will be demand and space to accommodate the 
additional based aircraft included in the selected growth rate. 

Table 2-6 – Based Aircraft Forecasts 

Year 

Regression Analysis 

SASP 
Growth 

FAA 
Aerospace 

Growth 

FAA INL 
TAF Population Employment  

Earnings 
(Selected 
Forecast) 

Income Retail 
Sales 

2021 30 30 30 30 30 30 30 30 
2026* 33 34 35 36 35 36 34 30 
2031* 35 37 39 40 39 42 37 30 
2036 34 37 40 42 39 45 37 30 
2041 33 37 41 44 40 48 37 30 

CAGR** -0.63% -0.03% 0.59% 0.96% 0.39% 1.33% 0.07% 0.00% 
Source: SEH 
*Four aircraft were added in 2026 and three aircraft were added in 2031 to the forecast scenarios to account for 
seven aircraft on the waiting list and the estimated earliest hangar construction could occur. 
**CAGR accounts for the growth rates applied to each forecasting scenario, does not account for the “added” 
aircraft in 2026 and 2031 as a result of the hangar waiting list additions. 

 

2.5.2 Based Aircraft Breakout 
Table 2-7 shows the forecasted based aircraft distribution for the planning period (2021-2041). 
Currently, there are 28 single-engine, one multi-engine, and one turbo-prop aircraft based at INL. 
It is anticipated that total based aircraft will grow at the rate of 0.59% (earnings regression 
analysis), as previously discussed. The FAA national growth rate for each aircraft type (as 
discussed in Section 2.3) was used for forecasting the composition of the total based aircraft.20 
The total based aircraft are expected to grow to a total of 38 single-engine aircraft, two multi-
engine, and one turbo prop aircraft based at INL by 2041. 

 
20 FAA Aerospace Forecasts Fiscal Year 2021-2041. Table 28. 
https://www.faa.gov/data_research/aviation/aerospace_forecasts/ 
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Table 2-7– INL Based Aircraft Forecast Summary 

Based Aircraft 2021 2026 2031 2036 2041 
Single-Engine 28 33 37 38 38 
Multi-Engine 1 1 1 1 2 
Turbo Prop 1 1 1 1 1 
Jet 0 0 0 0 0 
Other 0 0 0 0 0 

Total 30 35 39 40 41 
Source: SEH 
 

2.6 Aircraft Operations Forecast 
Since INL is a non-controlled airport, meaning that it does not have an Air Traffic Control Tower 
(ATCT), it is more difficult to obtain an exact count of aircraft operations. Operations estimates 
are based on a number of sources including existing historical data, data from FAA’s Traffic Flow 
Management Systems Counts (TFMSC), existing forecasts prepared by federal agencies, and 
Airport Management. Aircraft operations forecasts are broken out by each aviation activity 
category: Commercial Service, Military, and General Aviation. 

2.6.1 Commercial Aircraft Operations 
SkyWest Airlines, a Delta Connection carrier, provides scheduled regional jet airline service in a 
Canadair Regional Jet 200 (CRJ-200) at INL (see Section 1.7.3).21 SkyWest’s CRJ-200 has a 
seat capacity of 50 seats, a Runway Design Code (RDC) of C-II and Taxiway Design Group 
(TDG) of 1B. SkyWest offers 12 weekly round trips to MSP (average of 1,248 annual operations).  

Under the current EAS contract with SkyWest Airlines, if there were no flight cancelations in one 
calendar year, INL has an annual maximum commercial operations of 1,248 operations in the 
CRJ-200 (12 x 2 x 52= 1,248). Furthermore, the 2019 TEMP’s chosen commercial operations 
forecasts stated that SkyWest would change over all flights in the summer months (May through 
September) from the CRJ-200 to the Embraer 175 (EMB-175) to accommodate high demand in 
those months. The flight frequencies remain the same with two flights per day Thursday through 
Monday (EMB-175), and one flight per day Tuesday and Wednesday (EMB-175). In winter 
months (October through April), the flight schedule remains the same with all flights utilizing the 
CRJ-200. 

The 2019 TEMP commercial operations forecast will be utilized for this Focused Master Plan 
forecasting effort, as no new commercial operations forecasts is included in this planning effort. 
With this, it is forecasted that a total of 1,248 annual operations will be conducted by SkyWest 
Airlines. In 2021 until 2025, all operations will be conducted by the CRJ-200, and starting in 2026 
480 operations will be conducted by the EMB-175 and 768 operations by the CRJ-200. 

2.6.2 Air Taxi/Commuter Operations 
Air taxi and commuter operations include takeoffs and landings by aircraft with 60 or fewer seats 
conducted on non-scheduled or for-hire flights. The majority of the air taxi/commuter operations 

 
21 The U.S. DOT awarded SkyWest Airlines Inc. a three-year EAS contract (Docket DOT-OST-2009-0304) 
from February 1, 2021 to January 31, 2024 to provide service to Minneapolis-St Paul International Airport 
(MSP). 
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conducted at INL are for aircraft utilizing INL for U.S. Customs services. Data provided by air 
taxi/commercial operators to the FAA is voluntarily, and may be incomplete. FAA Form 501022 
and FAA TAF for INL indicates a baseline of 2,500 operations conducted by air taxi/commuter 
aircraft. As there is limited data available, the 2020 baseline for air taxi/commuter operations is 
2,500 annual operations. 

Table 2-8 shows the operations forecasts prepared for this analysis. The forecasting scenarios 
range from 2,191 to 3,671 air taxi/commuter operations in the 20-year planning period, with a 
CAGR range of -0.63% to 1.85%. These forecasts represent probable upper and lower limits of 
what may realistically occur at INL within the planning period based on available information from 
Woods & Poole (Section 2.2), FAA (Sections 2.3.2 and 2.3.2), and MN SASP (Section 2.3.3).  

Table 2-8– Air Taxi/Commuter Aircraft Operations Forecast Scenarios 

Year 

Regression Analysis 
SASP 

Growth 

FAA 
Aerosp. 
Growth 

FAA 
INL TAF 
(Selected 
Forecast) 

Population Employment  Earnings Income Retail 
Sales 

2021 2,484 2,613 2,582 2,373 2,630 2,546 2,291 2,526 
2026 2,408 2,621 2,671 2,502 2,710 2,790 2,438 2,591 
2031 2,333 2,620 2,755 2,631 2,757 3,057 2,580 2,656 
2036 2,261 2,613 2,833 2,756 2,797 3,350 2,723 2,721 
2041 2,191 2,597 2,907 2,875 2,843 3,671 2,873 2,786 

CAGR -0.63% -0.03% 0.59% 0.96% 0.39% 1.85% 1.14% 0.49% 
Source: SEH, Woods & Poole 2021, FAA TAF, FAA Aerospace Forecast  

The FAA TAF growth rate for INL’s air taxi/commuter operations was chosen for this operations 
forecast, with a CAGR of 0.49% and 2,786 air taxi/commuter aviation operations in the final 
forecast year (2041). The FAA TAF forecast analysis is the most realistic forecast given the 
limited information available for INL’s air taxi/commuter activity.  

2.6.3 Military Aircraft Operations 
Historically, military operations have not contributed to any significant number of operations at 
INL. Military operations are not dependent on the same stimuli as general aviation or commercial 
activity. Therefore, for purposes of this study it is projected that military operations will remain 
constant throughout the forecast period at 100 itinerant aircraft operations, and no local aircraft 
operations per the FAA TAF for INL. 

2.6.4 General Aviation Aircraft Operations 
General aviation operations are all civilian aviation operations not used for scheduled air 
services, non-scheduled air transport, or military operations. General aviation operations is 
divided into two categories: Local and Itinerant. 

2.6.4.1 Local General Aviation Aircraft Operations 
Local general aviation operations are defined as aircraft operating in the traffic pattern or within 
sight of the tower, or aircraft known to be departing or arriving from flight in local practice areas, 

 
22 Form 5010, Airport Master Record. INL. Effective Date 12/30/2021. 
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or aircraft executing practice instrument approaches at the Airport. The most recent FAA Form 
5010 for INL indicates a 2020 baseline of 15,000 local general aviation operations for INL,23 while 
the most recent FAA TAF for INL indicates a 2020 baseline of 10,000 local general aviation 
operations for INL. Discussions with Airport Management indicated that local aircraft operations 
and training operations at INL average 10 operations per day in the winter months, and an 
average of 44 operations per day in the peak summer month. Based on this, INL has an average 
9,480 local operations per year. Additional, Airport Management noted that the FAA TAF for INL 
most accurately reflects the activity levels at INL. With this, the 2020 baseline for local general 
aviation operations is 10,000 annual operations as this best reflects the existing activity at INL. 

Table 2-9 shows the operations forecasts prepared for this analysis. The forecasting scenarios 
range from 10,000 to 14,686 local general aviation operations in the 20-year planning period, with 
a CAGR range of -0.63% to 1.85%. These forecasts represent probable upper and lower limits of 
what may realistically occur at INL within the planning period based on available information from 
Woods & Poole (Section 2.2), FAA (Sections 2.3.2 and 2.3.2), and MN SASP (Section 2.3.3).  

Table 2-9 – Local General Aviation Aircraft Operations Forecast Scenarios 

Year 
Regression Analysis 

SASP 
Growth 

FAA 
Aerosp. 
Growth 

FAA 
INL TAF Population Employment  Earnings Income Retail 

Sales 
2021 9,937 10,453 10,328 9,493 10,521 10,185 10,333 10,000 
2026 9,631 10,485 10,682 10,007 10,841 11,161 11,053 10,000 
2031 9,333 10,482 11,018 10,523 11,026 12,230 11,252 10,000 
2036 9,045 10,451 11,333 11,022 11,187 13,402 11,458 10,000 
2041 8,765 10,386 11,629 11,500 11,373 14,686 11,670 10,000 

CAGR -0.63% -0.03% 0.59% 0.96% 0.39% 1.85% 0.61% 0.00% 
Source: SEH  

The medium operations forecast (FAA Aerospace Forecasts), with a CAGR of 0.61% and 11,670 
local general aviation operations in the final forecast year (2041), is the chosen forecast as it is a 
conservative estimation and reflects the FAA’s estimate of local general aviation operations 
forecast.  

2.6.4.2 Itinerant General Aviation Aircraft Operations 
The FAA defines all aircraft operations other than local operations as itinerant operations. 
Itinerant operations are takeoffs and landings of aircraft going from one airport to another. FAA 
Form 501024 and FAA TAF for INL indicates a baseline of 20,000 operations conducted by 
itinerant general aviation aircraft. Airport Management indicated that INL receives approximately 
an average of 15 transient aircraft (30 operations) per day in the peak summer month, and eight 
transient aircraft per day (16 operations) in the peak winter month. Based on this, INL receives an 
average of 6,800 transient operations per year. As there is limited data available, the 2020 
baseline for itinerant general aviation operations is 6,800 annual operations. 

Table 2-10 shows the operations forecasts prepared for this analysis. The forecasting scenarios 
range from 5,960 to 7,820 itinerant general aviation operations in the 20-year planning period, 
with a CAGR range of -0.63% to 1.85%. These forecasts represent probable upper and lower 

 
23 Form 5010, Airport Master Record. INL. Effective Date 12/30/2021. 
24 Form 5010, Airport Master Record. INL. Effective Date 12/30/2021. 
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limits of what may realistically occur at INL within the planning period based on available 
information from Woods & Poole (Section 2.2), FAA (Sections 2.3.2 and 2.3.2), and MN SASP 
(Section 2.3.3).  

Table 2-10– Itinerant General Aviation Aircraft Operations Forecast Scenarios 

Year 
Regression Analysis 

SASP 
Growth 

FAA 
Aerosp. 
Growth 

FAA 
INL TAF Population Employment  Earnings Income Retail 

Sales 
2021 6,757 7,108 7,023 6,455 7,154 6,926 7,119 6,800 
2026 6,549 7,130 7,264 6,805 7,372 7,589 8,165 6,800 
2031 6,346 7,127 7,492 7,155 7,498 8,316 8,270 6,800 
2036 6,150 7,107 7,707 7,495 7,607 9,113 8,377 6,800 
2041 5,960 7,063 7,908 7,820 7,733 9,986 8,488 6,800 

CAGR -0.63% -0.03% 0.59% 0.96% 0.39% 1.85% 0.88% 0.00% 
Source: SEH, Woods & Poole 2021, FAA TAF, FAA Aerospace Forecast  

Similar to the local general aviation operations forecast, the medium operations forecast (FAA 
Aerospace Forecasts), with a CAGR of 0.88% and 8,488 itinerant general aviation operations in 
the final forecast year (2041), is the chosen forecast as it is a conservative estimation and 
reflects the FAA’s national itinerant general aviation operations forecast.  

2.6.5 Summary of Aircraft Operations Forecast 
Table 2-11 summarizes the aircraft operations forecast for INL. 

Table 2-11– Summary of Aircraft Operations Forecast for INL 

 2021 2026 2031 2036 2041 CAGR 

Itinerant Operations 
Commercial (Airline) 1,248 1,248 1,248 1,248 1,248 0.00% 
Air Taxi & Commuter 2,526 2,591 2,656 2,721 2,786 0.49% 
GA 7,119 8,165 8,270 8,377 8,488 0.88% 
Military 100 100 100 100 100 0.00% 

Total Itinerant 10,993 12,104 12,274 12,446 12,622 0.69% 
Local Operations 
GA 10,333 11,053 11,252 11,458 11,670 0.61% 
Military 0 0 0 0 0 N/A 

Total Local 10,333 11,053 11,252 11,458 11,670 0.61% 
TOTAL Operations 21,326 23,157 23,526 23,904 24,292 0.65% 

Source: SEH  

2.6.6 Aircraft Seasonal Use Determination 
A seasonal fluctuation in aircraft operations is expected at any airport. This fluctuation is most 
pronounced in regions where severe winter weather patterns exist in combination with non-
towered air traffic control. Table 2-12 compares seasonal use trends for airports similar to INL 
(SEH Planning Studies) with IFR Flight Plans filed from 2015 to 2021. Since the IFR Flight Plans 
filed do not include much of the General Aviation activity, and, as a result, do not completely 
reflect the activity level at INL, the average of the SEH Planning Studies for airports in Minnesota, 
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and IFR Flight Plans use percentages will be used for forecasting purposes as it better reflects 
the actual seasonal trends at the Airport. 

Table 2-12 – Seasonal Use – Percent Usage 

Month 
SEH 

Planning 
Studies 

Flight Plans 
Filed Average 

January 3.50% 6.31% 4.91% 
February 4.00% 5.33% 4.67% 

March 4.80% 6.11% 5.46% 
April 7.50% 6.04% 6.77% 
May 11.30% 8.57% 9.93% 
June 13.50% 12.89% 13.19% 
July 14.80% 12.66% 13.73% 

August 13.00% 13.23% 13.12% 
September 10.00% 10.31% 10.16% 

October 8.00% 7.78% 7.89% 
November 5.80% 5.88% 5.84% 
December 3.80% 4.89% 4.34% 

Source: SEH Planning Studies; FAA Traffic Flow Management System 
Counts (TFMSC) 2015-2021  

 

2.7 Determination of Critical Aircraft 
The FAA classifies airports by the type of aircraft traffic they experience. This classification is 
known as the Runway Design Code (RDC). This classification is based on two components: 
approach speed and the wingspan or tail height of the aircraft. The Aircraft Approach Category, 
which is the approach speed of an aircraft is an alphabetical classification denoted by letters A 
through E (A being the slowest and E being the fastest). The Airport Design Group (ADG) is 
determined by the wingspan or tail height. ADG is a numerical classification, denoted by roman 
numerals I through VI (I being the smallest and VI being the largest). The RDC classification of a 
specific airport and its facilities are based on the RDC of its Critical Aircraft. Critical Aircraft is 
defined as the most demanding airplane, or family of airplanes, that has a minimum of 500 
annual operations currently using or forecasted to use the Airport. Existing aviation activity at INL 
and airport sponsor input was used to determine the distribution of RDC aircraft type. 

Since there is no Air Traffic Control Tower (ATCT) at INL, the exact breakdown of operations 
conducted by each RDC is not known. Table 2-13 shows the average annual fleet mix from the 
data gathered from IFR Flight Plans filed from 2015 to 2021. The significant decrease in 
operations from 2019 to 2020 and 2021 is a result of the COVID-19 pandemic.  
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Table 2-13 – IFR Flight Plan Fleet Mix by RDC Type 

RDC 
Flight Plans Filed Average Annual 

Fleet Mix 2015 2016 2017 2018 2019 2020 2021 
A-I 1,128 1,116 958 928 980 734 726 26.9% 
A-II 2 0 0 4 0 0 0 0.0% 
B-I 280 292 366 584 364 136 78 8.6% 
B-II 928 816 816 636 714 266 486 19.1% 
B-III 8 10 10 2 10 4 10 0.2% 
C-I 44 58 64 78 110 46 52 1.8% 
C-II 1,324 1,336 1,348 1,394 1,380 1,202 1,272 37.8% 
C-III 4 28 60 42 42 18 48 1.0% 
C-IV 0 0 4 4 4 4 0 0.1% 
D-I 14 14 8 2 8 16 4 0.3% 
D-II 38 18 56 78 46 12 16 1.1% 
D-III 76 88 62 98 108 68 64 2.3% 
D-IV 0 0 0 0 0 0 0 0.0% 
D-V 2 0 0 2 0 0 0 0.0% 

Helicopter 8 24 8 28 6 0 16 0.4% 
Unknown 10 18 26 14 28 4 18 0.5% 

Total  3,866 3,818 3,786 3,894 3,800 2,510 2,790 100.0% 
Source: FAA TFMSC 2015-2021; SEH 

 
Table 2-14 shows the average annual fleet mix by TDG from the data gathered from IFR Flight 
Plans filed from 2015 to 2021.  

Table 2-14 – 
IFR Flight Plans: TDG Fleet Mix 

TDG 
Flight Plans Filed Average Annual 

Fleet Mix 2015 2016 2017 2018 2019 2020 2021 
1A 1,424 1,458 1,440 1,548 1,406 896 892 37.1% 
1B 1,762 1,804 1,784 1,844 1,892 1,444 1,628 49.7% 

2A/B 638 530 530 464 470 148 264 12.4% 
3 22 26 28 26 26 18 6 0.6% 
4 0 0 4 8 6 4 0 0.1% 
5 0 0 0 4 0 0 0 0.0% 
6 2 0 0 0 0 0 0 0.0% 

Helicopter 8 24 8 28 6 0 16 0.4% 
Unknown 10 18 26 16 30 4 18 0.5% 

Total 3,866 3,818 3,786 3,894 3,800 2,510 2,790 100.0% 
Source: FAA TFMSC 2015-2021; SEH 

 
Table 2-15 further documents the most common aircraft and operator filing flight plans in and out 
of INL from 2015 to 2021 based on available information.  



 

FOCUSED MASTER PLAN  INTER 160707 
Page 83 

Table 2-15 – Historical Most Common Aircraft Filing Flight Plans 

Aircraft  RDC TDG 
Flight Plans Filed 

2015 2016 2017 2018 2019 2020 2021 
Beech 65 Queen Air A-I 1A 370 326 218 230 260 312 310 
Beech 80 Queen Air A-I 1A 0 6 16 30 16 12 52 
Cessna Skyhawk 172 A-I 1A 48 98 94 114 52 42 46 
Piper Cherokee P28A A-I 1A 34 16 44 22 84 102 76 
Piper Seminole PA44 A-I 1A 4 26 24 18 28 16 16 
Beech King Air 90 B-I 1B 48 92 138 320 134 90 38 
Beech 200 Super King B-II 2A 270 220 132 78 100 14 32 
Cessna Citation II C550 B-II 1A 94 32 60 56 20 2 18 
Cessna Citation C560 B-II 1B 34 26 38 38 62 6 30 
Pilatus PC-12 B-II 1A 158 186 192 168 218 140 180 
CRJ-200 C-II 1B 1,264 1,262 1,256 1,286 1,292 1,168 1,248 
Gulfstream V/G500 D-III 2B 54 60 46 66 84 60 60 
Source: FAA TFMSC 2015-2021; SEH  

It is important to note that B-II or larger aircraft tend to file IFR Flight Plans more often than A/B-I 
type aircraft. This is because these larger aircraft are commonly pressurized and realize 
maximum fuel efficiency at higher altitudes. Flights in Class A airspace (above 18,000 feet) are 
required to operate under IFR. Additionally, Part 121 and most Part 135 operators require flights 
to fly under IFR conditions25. Therefore, it can be assumed that the vast majority of B-II and 
larger operations at INL are captured in the IFR flight plan data. A/B-I aircraft are used more often 
for recreational purposes and more frequently fly under VFR. It can be assumed that the majority 
of A-I aircraft operations and many B-I operations are not accounted for.  

The Aircraft operations forecast by RDC type are shown in Table 2-16. The RDC and TDG 
forecast are based on the chosen operations forecasts and are reflective of the historical IFR 
Flight Plans filed at INL, as well as discussions with Airport Management.  

 
2514 Code of Federal Regulation (CFR) Part 135, and as such must adhere to strict operating, maintenance, 
and training requirements. Part 135, Operating Requirements: Commuter and On Demand Operations and 
Rules Governing Persons on Board Such Aircraft is the regulatory guidance for any person or business that 
provides air transportation of person or property for compensation or hire. Any entity that wishes to conduct 
operations for compensation or hire are required to hold a certification under 14 CFR Part 135, and must 
comply with a number of FAA standards. 
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Table 2-16 – RDC Forecast (Operations per Year) 

RDC  2021 2026 2031 2036 2041 
Commercial Operations 
C-II (CRJ-200) 1,248 768 768 768 768 
C-III (EMB-175) 0 480 480 480 480 
Air Taxi/Commuter Operations 
B-I 530 544 558 571 585 
B-II 1,516 1,555 1,594 1,633 1,672 
B-III 13 13 13 14 14 
C-I 111 114 117 120 123 
C-II 119 122 125 128 131 
C-III 61 62 64 65 67 
C-IV 5 5 5 5 6 
D-I 15 16 16 16 17 
D-II 66 67 69 71 72 
D-III 91 93 96 98 100 
Military Operations      
C-IV 25 25 25 25 25 
Helicopter 75 75 75 75 75 
General Aviation Operations 
A-I 10,304 11,346 11,526 11,711 11,901 
A-II 2,792 3,075 3,124 3,174 3,225 
B-I 1,745 1,922 1,952 1,984 2,016 
B-II 1,745 1,922 1,952 1,984 2,016 
B-III 52 58 59 60 60 
C-I 436 480 488 496 504 
C-II 175 192 195 198 202 
C-III 52 58 59 60 60 
C-IV 5 6 6 6 6 
D-I 17 19 20 20 20 
D-II 17 19 20 20 20 
D-III 17 19 20 20 20 
D-IV 5 6 6 6 6 
Helicopter 87 96 98 99 101 

Total Operations 21,326 23,157 23,526 23,904 24,292 
Source: FAA TFMSC 2015-2021; SEH, Airport Management 
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Table 2-17 – RDC Forecast - Consolidated 

RDC  2021 2026 2031 2036 2041 
A-I 10,304 11,346 11,526 11,711 11,901 
A-II 2,792 3,075 3,124 3,174 3,225 
B-I 2,276 2,466 2,510 2,555 2,601 
B-II 3,261 3,476 3,546 3,616 3,687 
B-III 65 71 72 73 74 
C-I 547 594 605 616 627 
C-II 1,541 1,082 1,088 1,094 1,101 
C-III 113 600 602 605 607 
C-IV 35 36 36 36 37 
D-I 33 35 35 36 37 
D-II 83 87 89 91 93 
D-III 108 112 115 118 120 
D-IV 5 6 6 6 6 
Helicopter 162 171 173 174 176 

Total Operations 21,326 23,157 23,526 23,904 24,292 
 

The Critical Aircraft forecast was also broken down by TDG type. The forecasted operations by 
TDG are shown in Table 2-18.  

Table 2-18 – TDG Forecast (Operations per Year) 

TDG 2021 2026 2031 2036 2041 
1A 12,660 13,513 13,626 13,857 14,096 
1B 5,405 5,911 6,015 6,120 6,228 
1B (CRJ-200) 1,248 768 768 768 768 
2A/B 1,694 2,009 2,046 2,082 2,119 
3 113 247 363 365 368 
3 (EMB-175) 0 480 480 480 480 
4 38 51 51 52 52 
5 & Larger 5 6 6 6 6 
Helicopter 162 171 173 174 176 

Total Operations 21,326 23,157 23,526 23,904 24,292 
Source: FAA TFMSC 2015-2021; SEH, Airport Management 

The 2019 TEMP identified INL’s existing Critical Aircraft as Runway Design Code (RDC) of C-II 
(CRJ-200) and Taxiway Design Group (TDG) 2A (King Air 200), and the future Critical Aircraft as 
RDC of C-III and TDG 3 (EMB-175), which is also reflected in the RDC and TDG Forecast shown 
in Table 2-17 and Table 2-18.  

The purpose of this focused planning study is to determine the existing and forecasted hangar 
and apron aircraft storage needs for Aircraft Design Group (ADG) I, II, and III aircraft. Chapter 4, 
Facility Recommendations and Chapter 5, Alternatives Analysis will evaluate hangar and apron 
aircraft storage demand at INL based on these chosen forecasts. 
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2.8 Factors that May Create Changes in the Forecast 
Aviation forecasts attempt to predict the future based on known conditions. Nevertheless, 
numerous factors, on a local and national scale, can greatly affect the future activity at any 
airport. The survey data collected was used to develop realistic first year estimates; however, 
these estimates do not account for those who did not respond to the surveys. Several 
circumstances could measurably alter the number of forecasted based aircraft, as well as levels 
and types of aviation activity at the INL. Some examples are: 

 Flight training 
 Maintenance and repair facilities 
 Pricing of fuel 
 Change in air cargo operations and aircraft 
 Charter operations 

2.9 Comparison to Existing FAA TAF 
The FAA requires that study-related forecasts be consistent with the TAF or include sufficient 
documentation to explain the difference. Table 2-19 summarizes the forecast comparison to the 
TAF as recommended in Appendix C of the FAA document, Forecasting Aviation Activity by 
Airport. Per AC 150/5070-7, “The Airport System Planning Process,” para. 506, section h, a 
forecast is considered to be consistent with the FAA TAF if it: 

 Differs by less than 10% in the 5-year forecast and 15% in the 10-year forecast, or 
 Does not affect the timing or scale of an airport project, or 
 Does not affect the role of the airport as defined in the current version of FAA Order 

5090.3C, Field Formulation of the National Plan of Integrated Airport Systems (see 
Section 1.6.1) 
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Table 2-19 – FAA Template for Comparing Airport Planning and TAF Forecasts 

AIRPORT NAME: Falls International Airport 

 Year Airport 
Forecast TAF AF/TAF (% 

Difference) 
Based Aircraft 

 Base yr. 2021 30 20 50.0% 
 Base yr. + 5yrs. 2026 35 20 75.0% 
 Base yr. + 10yrs. 2031 39 20 95.0% 
 Base yr. + 20yrs. 2041 41 20 105.0% 

Commercial Operations 
 Base yr. 2021 1,248 1,250 -0.2% 
 Base yr. + 5yrs. 2026 1,248 1,250 -0.2% 
 Base yr. + 10yrs. 2031 1,248 1,250 -0.2% 
 Base yr. + 20yrs. 2041 1,248 1,250 -0.2% 

Total Operations 
 Base yr. 2021 21,326 38,876 -45.1% 
 Base yr. + 5yrs. 2026 23,157 38,941 -40.5% 
 Base yr. + 10yrs. 2031 23,526 39,006 -39.7% 
 Base yr. + 20yrs. 2041 24,292 39,136 -37.9% 

Source: FAA; SEH; Airport Management 

2.9.2 Based Aircraft Forecast – TAF Comparison 
The FAA forecasts show no growth for based aircraft for INL, with a based aircraft forecast of 20 
for the 20-year planning period (CAGR of 0.0%); whereas the chosen based aircraft forecast 
shows 41 based aircraft in 2041 with CAGR of 0.59%. The chosen based aircraft forecast differs 
from the TAF’s 5-year forecast by 75.0%, the 10-year forecast by 95.0%, and the 20-year 
forecast by 105.0%, as shown in Table 2-19. The primary difference is due to the FAA TAF 
showing no growth for 20-year planning period, and having a baseline of 20 aircraft. The based 
aircraft forecast does not affect the timing or scale of an airport project and does not affect the 
role of the Airport as defined in FAA Order 5090.5, and therefore is considered consistent with 
the FAA TAF.  

2.9.3 Commercial Operations Forecast – TAF Comparison 
The FAA forecasts show no growth in commercial operations for INL, with an operations forecast 
of 1,250 operations for the 20-year planning period (CAGR of 0.0%). The selected commercial 
operations forecast projects 1,248 aircraft operations at the end of the planning period. The 
preferred operations forecast differs from the TAF’s 5-year, 10-year forecast, and 20-year 
forecast by 0.28%, as shown in Table 2-19. The operations forecast is consistent with the FAA 
TAF as it differs by less than 10% in the 5-year forecast and 15% in the 10-year forecast, does 
not affect the timing or scale of an airport project and does not affect the role of the Airport as 
defined in FAA Order 5090.5. 

2.9.4 Total Aircraft Operations Forecast – TAF Comparison 
The FAA forecasts show no growth in aircraft operations except for air taxi/commuter operations 
at INL, with a total operations forecast of 39,136 operations for the 20-year planning period 
(CAGR of 0.0%). The selected aircraft operations forecast projects 24,292 aircraft operations at 
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the end of the planning period. The preferred operations forecast differs from the TAF’s 5-year 
forecast by 40.5%, the 10-year forecast by 39.7%, and the 20-year forecast by 37.9%, as shown 
in Table 2-19. This difference is primarily due to the difference in baseline operations for both 
local and transient operations. The operations forecast is consistent with the FAA TAF as it does 
not affect the timing or scale of an airport project and does not affect the role of the Airport as 
defined in FAA Order 5090.5.  

2.10 Summary of Chosen Forecasts 
Appendix B of the FAA document, Forecasting Aviation Activity by Airport, recommends 
formatting the preferred forecast data into a particular tabular format for ease of readability. This 
format is shown in Table 2-20.
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Table 2-20 – Summarizing and Documenting Airport Planning Forecasts 

A. Forecast Levels and Growth Rates   

Airport: Falls International Airport Specify base year: 2020          
       Average Annual Compound Growth Rates 

 
Base 
Yr. 

Level 
Base 

Yr.+1yr. 
Base 

Yr.+5yrs. 
Base 

Yr.+10yrs. 
Base 

Yr.+15yrs. 
Base 

Yr.+20yrs. 
 

Base 
Yr. to 

+1 

Base 
Yr. to 

+5 

Base 
Yr. to 
+10 

Base 
Yr. to 
+15 

Base 
Yr. to 
+20 

Operations              

 Itinerant             

 Air carrier 1,248 1,248 1,248 1,248 1,248 1,248  0.0% 0.0% 0.0% 0.0% 0.0% 
 Commuter/air taxi 2,500 2,526 2,591 2,656 2,721 2,786  1.0% 0.7% 0.6% 0.6% 0.5% 
 Total Commercial Operations 3,748 3,774 3,839 3,904 3,969 4,034  0.7% 0.5% 0.4% 0.4% 0.4% 
 General aviation 6,800 7,119 8,165 8,270 8,377 8,488  4.7% 3.7% 2.0% 1.4% 1.1% 
 Military 100 100 100 100 100 100  0.0% 0.0% 0.0% 0.0% 0.0% 
 Local             

 General aviation 10,000 10,333 11,053 11,252 11,458 11,670  3.3% 2.0% 1.2% 0.9% 0.8% 
 Military 0 0 0 0 0 0  - - - - - 

 TOTAL OPERATIONS 20,648 21,326 23,157 23,526 23,904 24,292  3.3% 2.3% 1.3% 1.0% 0.8% 
Instrument Operations 2,478 2,559 2,779 2,823 2,868 2,915  3.3% 2.3% 1.3% 1.0% 0.8% 
Peak Hour Operations 10.6 11 11.9 12.1 12.3 12.5  3.8% 2.3% 1.3% 1.0% 0.8% 
Based Aircraft             

 Single Engine (Nonjet) 28 28 33 37 38 38  0.0% 3.3% 2.8% 2.1% 1.5% 
 Multi Engine (Nonjet) 2 2 2 2 2 3  0.0% 0.0% 0.0% 0.0% 2.0% 
 Jet Engine 0 0 0 0 0 0  - - - - - 
 Helicopter 0 0 0 0 0 0  - - - - - 
 Other 0 0 0 0 0 0  - - - - - 

 TOTAL BASED AIRCRAFT 30 30 35 39 40 41   0.0% 3.1% 2.7% 1.9% 1.6% 
B. Operational Factors             
Average aircraft size (seats)       

 Air carrier 50 50 50 50 50 50       

GA operations per based 
aircraft 560.0 581.7 549.1 500.6 495.9 491.7       
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3 Demand Capacity Analysis 
3.1 Estimated Hourly Demand 

In order to arrive at a reasonable estimate of the actual demand on the Airport facilities, it is 
necessary to develop a method to calculate the estimated Maximum Peak Hourly Demand that 
might be expected to occur.  

Using the information calculated in Chapter 2, a formula was derived which calculates the 
average daily operations (D) in a given month. The formula is as follows: 

 D = Average Daily Operations in a given month (M/30) 
Where M = Monthly operations (A*T) 
 A = Total annual operations 
 T = Monthly percent of use (as discussed in Table 2-12) 

On average, 90 percent of total daily operations occur between the hours of 7:00 AM and 7:00 
PM, and the Maximum Peak Hour activity may be 50% greater than the average hourly 
operations calculated for this time period. These usage patterns are typical for airports with 
characteristics similar to INL. 

The Estimated Peak Hourly Demand (P) in a given month was determined by compressing 90 
percent of the Average Daily Operations (D) into the 12-hour peak use period. This is 
demonstrated as follows: 

 P = 1.5(0.90D/12) 
Where  P = Estimated Peak Hourly Demand in a given month 
 D = Average Daily Operations in a given month 

The calculations were made for each month for 2021 and 2041 operations levels. The totals for 
these annual operations are listed in Chapters 2 of this report. The total aircraft operations for 
2021 are 21,326 and 24,292 for 2041. 
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Table 3-1 – Total Estimated Hourly Demand/Month 

Month “T” % 
Use 

2021 
“A” = 21,326 

2041 
“A” = 24,292 

“M” “D” “P” “M” “D” “P” 
January 4.9% 1,046 35 3.9 1,192 40 4.5 
February 4.7% 995 33 3.7 1,134 38 4.3 

March 5.5% 1,164 39 4.4 1,326 44 5.0 
April 6.8% 1,444 48 5.4 1,645 55 6.2 
May 9.9% 2,118 71 7.9 2,413 80 9.0 
June 13.2% 2,814 94 10.6 3,205 107 12.0 
July 13.7% 2,929 98 11.0 3,336 111 12.5 

August 13.1% 2,797 93 10.5 3,186 106 11.9 
September 10.2% 2,166 72 8.1 2,467 82 9.3 

October 7.9% 1,682 56 6.3 1,916 64 7.2 
November 5.8% 1,245 41 4.7 1,418 47 5.3 
December 4.3% 926 31 3.5 1,055 35 4.0 

Source: SEH 

As depicted in Table 3-1, the Maximum Peak Hourly Demand for operations at the INL occurs in 
the month of July, with 18.1 operations in 2021 and 21.0 operations in 2041. 

3.2 Theoretical Hourly Capacity 
The methodology for computing the relationship between an airport’s demand versus its capacity 
is discussed in FAA Advisory Circular (AC) 150/5060-5, Airport Capacity and Delay. The method 
included in AC 150/5060-5 is derived from computer models used by the FAA to analyze airport 
capacity and reduce delay at larger air carrier facilities. 

Moreover, in order to facilitate a comparison, computations were made to approximate the hourly 
capacity of the Airport in Visual Flight Rules (VFR) and Instrument Flight Rules (IFR) conditions. 
The determinations were made using the assumptions recommended in AC 150/5060-5 for the 
particular airport layout and conditions, combined with the forecast operational data generated 
with this study. For the theoretical airport hourly capacity, it was assumed that about 25% of the 
aircraft using INL have a maximum gross takeoff weight of 12,500 pounds or more, and the peak 
hour movement consists of 50 percent arrivals and 50 percent departures. 

The result of this analysis indicates that, with the two runway configuration, INL has an airfield 
theoretical hourly capacity of 77 aircraft in VFR conditions and 57 aircraft in IFR conditions. 

3.3 Annual Service Volume 
The Annual Service Volume (ASV) is a calculated estimate of an airport’s annual capacity in 
aircraft operations. FAA AC 150/5060-5, Airport Capacity and Delay specifies the method used to 
calculate ASV, and considers the difference in runway use, aircraft mix, and weather conditions, 
as well as other factors that may be encountered over a year’s time. 

For this analysis, based on the weather data collected from INL’s ASOS (see Section 1.14), it 
was assumed that weather conditions dictate IFR about 11% of the time, and that the Airport is 
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not usable (weather conditions below published minimums) less than 2% of the time. Based upon 
the assumptions stated above, INL’s ASV is approximately 200,000 annual operations. 

3.4 Summary of Airside Demand/Capacity Relationship 
The comparison of an airport’s demand versus its capacity is critical in determining the need and 
timing of capacity related improvements. A summary of the airport’s demand/capacity relationship 
is presented in Table 3-2. 

Table 3-2– Summary of Demand/Capacity Relationship 

 2021 2041 
Annual Peak Operations  21,326/200,000 = 10.66% 24,292/200,000 = 12.15% 
Peak Hour VFR 11.0/77 = 14.29% 12.5/77 = 16.23% 
Peak Hour IFR 11.0/57 = 19.30% 12.5/57 = 21.93% 
Source: SEH 

By comparing the relationship between the airport’s theoretical demand and its capacity, the 
hourly and annual capacities of the runway system at INL far exceed the operations forecasted 
for the entire 20-year planning horizon. No airfield improvements are warranted on the basis of 
capacity.
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4 Facility Recommendations 
This chapter identifies facilities needed to satisfy the 20-year forecast of aviation demand at Falls 
International Airport – Einarson Field (INL). The purpose of this Focused Master Plan is to 
evaluate the condition and adequacy of INL’s existing building area facilities (e.g., taxiways, 
aprons, hangars, parking lots, fueling facilities, etc.). Facilities other than the building area (e.g., 
runways, approach procedures, NAVAIDs, etc.) will be evaluated for deterioration, and provide 
recommendations for rehabilitation, replacement, and upgrades as needed. Review of the 
runway, NAVAID, airspace, approach procedures, or related facilities are not included in the 
scope of this planning study, as the intent of this study is to focus on the building area needs and 
development. Review of the airport facilities are developed in accordance with FAA airport design 
standards and airspace criteria. 

The basic intention of this study is to develop realistic recommendations for the planning period. 
The planning period of this study covers calendar years 2022 through 2042. Whether the 
recommendations for the future development will actually be implemented depends on the actual 
demand, the ability of the Airport to accommodate the development, environmental impacts, and 
available resources of the local, state, and federal government to meet that demand. It is of 
significant importance that this Master Plan considers a future design that represents an 
aggressive approach to the planning process, addressing the most demanding contingencies that 
may present themselves during the planning period.  

Due to the rapid changes occurring in general aviation industries as well as increased frequency 
of regulatory changes within the FAA, it is equally important that an ongoing process of 
evaluation for existing conditions and near-term trends be implemented to assure the validity of 
the contents and recommendations of this Focused Master Plan. 

4.1 Minnesota State Aviation System Plan (SASP) Recommendations 
As previously discussed in Section 1.6.2, the 2012 Update to the Minnesota State Aviation 
System Plan (SASP) classifies INL as a Key Airport.  

In May 2022, MnDOT published the final Draft of the 2022 Minnesota State Aviation System Plan 
(2022 MnSASP) for public comment (comments due on May 20, 2022). The 2022 MnSASP is 
MnDOT Aeronautics’ long-term strategic plan, designed to provide a description and assessment 
of the system’s current performance, as well as guidance for future development. The MnSASP 
is part of MnDOT’s Family of Plans, which stem from the Minnesota GO 50-year Vision.  

The 2022 MnSASP had two phases: Phase 1 (completed in 2019) and Phase 2 (draft complete 
May 2022). Phase 1 built the framework for a continuous MnSASP which strives to keep data 
current to better track performance metrics and share progress towards those metrics with 
aviation stakeholders. Phase 2 analyzed policy issues facing the state aviation system, acquired 
and managed data to develop a MnSASP database and display dashboard, and developed a 
continuous implementation plan. 

The Draft 2022 MnSASP split the Key Airport Classification from the 2021 MnSASP into two 
categories: Key Commercial Service and Key General Aviation. Key Commercial Service Airports 
are defined as airports with a Part 139 certificate and a paved runway of at least 4,900 feet. Key 
General Aviation Airports would be defined as general aviation airports with a paved runway of at 
least 4,900 feet. Based on this proposal, INL is classified as a Key Commercial Service Airport.  
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Table 4-1 includes the minimum objectives for a Key Airport per 2021 MnSASP and Measure 
Targets for a Key Commercial Airport per the 2022 MnSASP. Any recommendations from the 
SASP will be discussed further in the sections that follow. 

Table 4-1 – MnDOT SASP Key Airport Objectives 

Facility INL Facilities 
2012 SASP Minimum 

Objectives 
Key Airport 

Draft 2022 SASP Measure 
Targets 

Key Commercial Service 
Airport 

Runway Length 
(Primary) 7,400’ 5,000’ N/A 

Runway Width 
(Primary) 150’ 100’ Required: 100’ 

Recommended: 150’ for C-III 
Taxiway Type Full Parallel Full Parallel Required: Full Parallel 

Taxiway Width 50’ N/A Required: ≥35’ 
Recommend: ≥50’ for TDG 3 

Primary Runway 
Approach 

Precision/Enhanced 
NPI with Vertical 

Precision/Enhanced 
NPI with Vertical 

Required: Precision with VGSI 
with ½ Mile Minimums 

Runway/Taxiway 
Lighting HIRLs/MITLs HIRLs/MITLs Required: HIRLs 

Visual Aids and 
NAVAIDs 

Wind Cone, Rotating 
Beacon, PAPIs, REILs  

Wind Cone, Rotating 
Beacon, PAPIs, REILs 

Required: Wind Cones, 
Beacon, REILs 

Approach Lighting MALSR MALSR/ALSF/ODALs Required: Approach lighting 
Weather Reporting ASOS AWOS/ASOS Required: AWOS 

Fuel Jet A & 100LL 24/7 100LL & Jet A Recommend: 100LL & Jet A 
T-Hangar (Units) 0 100% of Jets & 

Turboprops,  
95% of Single & Multi 

N/A 
Conventional Hangars 16 

Transient Aircraft 
Storage None N/A Recommended: Heated 

transient storage 
Transient & Based 
Aircraft Apron (SY) 20,000 Unhangared Based 

Aircraft & Peak Hours 
Itinerant Ops 

N/A 

Tiedowns (Ea.) - Required: ≥3 tiedowns more 
than normally parked 

Public Facility Commercial Terminal, 
GA Terminal, Restroom 

Commercial Terminal, 
GA Admin, Restroom 

Required: GA Terminal with 
Phone and Restroom 

Courtesy/Rental Cars 2 Courtesy Cars 
2 Rental Car Agencies N/A Recommend: Rental & 

Courtesy Cars 

Automobile Parking 225 1 Stall per Based 
Aircraft + 50% 

Required: Adequate parking as 
determined at the local level 

Perimeter Fencing Full Full 

Required: Full per Part 129 
Recommend: Fencing height of 
10-12 feet with three strands of 
barbed. 

Source: Minnesota State Aviation System Plan, 2012; Draft Minnesota State Aviation Plan, 2022, Table 2.6. 
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4.2 Runway Design Code (RDC) & Taxiway Design Group (TDG) 
As discussed in Section 1.4 and Section 2.7, the FAA classifies airports and each runway facility 
by the Runway Design Code (RDC) of its Critical Aircraft. The existing, future, and ultimate 
Critical Aircraft for INL has been identified in Chapter 2 as RDC C-II (CRJ-200) and Taxiway 
Design Group (TDG) 2 (King Air 200), and the future Critical Aircraft as RDC of C-III and TDG 3 
(EMB-175).  

The purpose of this focused planning study is to determine the existing and forecasted hangar 
and apron aircraft storage needs for Aircraft Design Group (ADG) I, II, and III, and TDG 1, 2, and 
3 aircraft. This chapter will evaluate hangar and apron aircraft storage demand at INL based on 
the chosen forecasts in Chapter 2, Aviation Activity Forecasts. 

4.3 Airside Facility Recommendations 
4.3.1 Runway 13/31 

As previously discussed in Section 1.9.1.1, Runway 13/31 is the primary runway at INL, 
designed to RDC C-III standards. Runway 13/31 is 7,400 feet long by 150 feet wide, constructed 
of grooved asphalt pavement, and is a precision instrument runway with a Category I Instrument 
Landing System (ILS) approach. 

Review of the runway facilities is not included in the scope of this planning study, as the 
intent of this study is to focus on the building area needs and development. 
Recommendations included in previous planning and engineering efforts will be 
summarized where available. 

4.3.2 Runway 4/22 
As previously discussed in Section 1.9.2, Runway 4/22 is the crosswind runway at INL, is 
designed to RDC B-II Small standards. Runway 4/22 is 2,999 feet long by 75 feet wide, is 
constructed of asphalt pavement, and is a visual runway with visual markings. The runway is 
closed in winter months.  

Review of the runway facilities is not included in the scope of this planning study, as the 
intent of this study is to focus on the building area needs and development. 
Recommendations included in previous planning and engineering efforts will be 
summarized where available. 

4.3.3 Runway Pavement 
4.3.3.1 Runway 13/31 

The northern 6,400 feet of Runway 13/31 was recently reconstructed from 2019 to 2021 (Phases 
1 and 3 of the Runway and Taxiway A reconstruction project), with the remaining southern 900 
feet (Phase 4) to be reconstructed in the near future. The 2019 MnDOT Pavement Condition 
Report rated the majority of the remaining 900 feet in “Very Good” condition, with PCI ranging 
from 79 to 92 (see Section 1.9.7).  

Since 2019, the remaining 900 feet of Runway 13/31 has been exposed to significant weathering, 
and the increased construction activities. This segment of runway has large longitudinal and 
transverse cracking, raveling, weathering, and depressions in the blast pad area. Additionally, 
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poor subgrade soils in the area have resulted in heaving and general poor rideability for aircraft. 
Over the years, this resulted in the southern 900 feet of pavement needing significant patchwork 
completed due to large depressions in this area. The depressions are likely due to a storm sewer 
that passes underneath the pavement in this area. In addition, the Part 139 Certification Inspector 
noted that the pavement’s deteriorating condition was producing foreign object debris (FOD) 
during the 2022 inspection.  

Due to the increase in pavement deterioration on the southern 900 feet of Runway 13/31, it 
is recommended this section be reconstructed by 2024.  

4.3.3.2 Runway 4/22 
The 2019 MnDOT Pavement Condition Report rated Runway 4/22’s pavement in “Good” 
condition, with PCI of 66 (see Section 1.9.7). Major pavement rehabilitation, such as 
reconstruction, is recommended when the PCI is less than 60. It is estimated that Runway 4/22 
will have a PCI of approximately 58 in 2023. The airport received an AIP grant for design of 
runway rehabilitation in FY 2021. Based on  recent inspection of Runway 4/22’s pavement, 
rehabilitation is recommended by 2023 to extend the pavement’s useful life. Further 
consideration of the project design, justification and eligibility will be considered in the Engineer’s 
Design Report for this project and is not included in the scope of this focused planning study.  

4.3.4 Runway Designations 
Aircraft compasses and runway identifiers utilize magnetic north for directional guidance. For this 
reason, it is important to evaluate an airport’s runway designations every few years to ensure that 
the numbers painted on the runway truly represent the magnetic heading of the runway. The 
magnetic forces across the planet are constantly shifting, therefore a declination must be applied 
to a compass to arrive at a true north heading. The current declination is used for the runway 
designation calculations. According to the National Geophysical Data Center, as of April 26, 
2022, the current declination for INL is 012’ west and is changing by 02’ west per year26. 

4.3.4.1 Runway 13/31 Designation 
The true bearing for Runway 13/31 is North 13553’59.803” West. Applying the declination of 
012’ west to the true bearing results in a magnetic heading of 13555’59.803” for Runway 13 
and 31555’59.803” for Runway 31.  

This means that the current runway designations of 13 and 31 are no longer correct, and the 
runway designations should be updated to Runway 14 and Runway 32 to reflect the current 
magnetic headings of the runways. It is recommended that Runway 13/31 be updated to 
Runway 14/32 as well as all corresponding airport markings, signage, and documentation. 
For consistency purposes the runway will continue to be referred to as Runway 13/31 through the 
remainder of the Master Plan.  

FAA Flight Standards will determine the appropriate time to make this change (i.e. update 
instrument approach procedures, airport facility directory, etc.), and will coordinate the timing of 
this change with the Airport to update pavement markings and signage. Consideration for this 
change should be given during the design of the Runway 13/31 Phase 4 (southern 900 feet) 
reconstruction project.  

 
26 http://www.ngdc.noaa.gov/geomag-web/#declination 
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4.3.4.2 Runway 4/22 Designation 
The true bearing for Runway 4/22 is North 4155’39.206” West. Applying the declination of 012’ 
west to the true bearing results in a magnetic heading of 4157’39.206” for Runway 4 and 
22157’39.206” for Runway 22. This means that the current runway designations of 4 and 22 are 
correct. As a result, no change is runway designation is recommended for Runways 4 and 
22.  

4.3.5 NAVAIDS 
As previously discussed in Section 1.9.3, INL has a rotating airport beacon and three lighted 
wind cones, as well as the International Falls VOR - DME (Very High Frequency Omni-direction 
Radio-Range with Distance Measuring Equipment). A complete list of INL’s NAVAIDs and their 
ownership were previously listed in Table 1-8 of Chapter 1. The MnDOT SASP recommends a 
lighted wind cone and a rotating airport beacon at Key Airports. No additional airport visual 
aids are recommended. 

INL’s existing rotating beacon is over 20 years old, and therefore beyond its minimum useful life 
of 15 years (per Table 3-7, FAA Order 5100.38D, AIP Handbook). It is recommended that 
beacon be replaced by 2025, with the existing pole replaced with a tip-down pole to 
improve safety for maintenance of the beacon. Additionally, it is recommended the light be 
upgraded to LED as this will reduce operating and maintenance costs, reduce energy 
usage and will reduce the frequency of light replacement. 

No further review of the NAVAIDs is included in this planning study, as the intent of this 
study is to focus on the building area needs and development 

4.3.6 Instrument Approach Procedures 
As previously discussed in Section 1.9.4, INL is currently served by precision approach and non-
precision approaches. A summary of the Runway 13/31 instrument approaches and the 
associated landing minimums is shown in Table 4-2.  

Runway 4/22 does not have any published approaches; however, the published circling 
procedures for Runway 13/31 can be utilized by pilots attempting to land on Runway 4/22. 
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Table 4-2 – Instrument Approach Procedures 

Runway  Approach Lowest Available Visibility 
Minimums¹ 

Lowest Available Ceiling 
Minimums² 

13 

ILS  ½ Mile 200 feet 
Localizer ½ Mile 600 feet 

RNAV(GPS)3 ½ Mile 250 feet 
VOR4 ½ Mile 700 feet 

31 

ILS ½ Mile 200 feet 

Localizer ½ Mile 500 feet 
RNAV(GPS)3 ½ Mile 300 feet 

VOR4 ½ Mile 500 feet 
Helicopter ILS ½ Mile 200 feet 

Helicopter Localizer ½ Mile 500 feet 
1Forward-looking visibility in miles. 
²Above Ground Level (AGL) in feet. 
³Area Navigation (NAV)/Global Positioning System (GPS) 
4VHF Omni-direction Range (VOR) or tactical area navigation (TACAN) circling approach 
Source: U.S. Terminal Procedures, June 2021 

The existing and planned IAPs (documented in Table 4-2) are included for reference as they 
impact design standards that influence building area design. No evaluation of the approaches 
is in this planning study, as the intent of this study is to focus on the building area needs 
and development.  

4.3.7 Detailed Runway Design Standards 
Runway design standards are based on the RDC of a runway. The existing RDC of Runway 
13/31 is C-II with a 1/2 mile visibility minimums (precision approach), and future RDC C-III with 
precision approach. The existing and future RDC for Runway 4/22 is A/B-II Small aircraft with 
visual approaches. Table 4-3 lists the separation standards, safety area, and design criteria that 
are applicable to Runway 13, 31, 4, and 22’s existing and future recommended design standards. 
This table represents the guidance outlined in AC 150/5300-13B, Airport Design and should be 
used in designing future improvements at the Airport. The runway design standard for INL is also 
shown in Figures 4-1. 
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Table 4-3 – Runway Design Standards 

Runway Design Standards 

Existing  
Runway 13 & 31 

Future  
Runway 13 & 31 

Exist. & Fut. 
Runway 4 & 22 

C-II Aircraft 
Lower Than  

3/4 Mile 

C-III Aircraft 
Lower Than  

3/4 Mile 

B-II Small 
Aircraft 
Visual 

Runway Design 
Runway Width 100 ft 100 ft 75 ft 
Shoulder Width 10 ft 20 ft 10 ft 
Blast Pad Width 120 ft 140 ft 95 ft 
Blast Pad Length 150 ft 200 ft 150 ft 
Crosswind Component 16 knots 16 knots 13 knots 

Runway Safety Area (RSA) 
Length Beyond Departure End 1,000 ft 1,000 ft 300 ft 
Length Prior to Threshold 600 ft 600 ft 300 ft 
Width 500 ft 500 ft 150 ft 

Runway Object Free Area (ROFA) 
Length Beyond Runway End 1,000 ft 1,000 ft 300 ft 
Length Prior to Threshold 600 ft 600 ft 300 ft 
Width 800 ft 800 ft 500 ft 

Runway Obstacle Free Zone (OFZ) 
Length Beyond Runway End 200 ft 200 ft 200 ft 
Width 400 ft 400 ft 250 ft 

Precision Obstacle Free Zone (POFZ) 
Length Beyond Runway End 200 ft 200 ft N/A 
Length Prior to Threshold 800 ft 800 ft N/A 

Approach Runway Protection Zone (RPZ) 
Length 2,500 ft 2,500 ft 1,000 ft 
Inner Width 1,000 ft 1,000 ft 250 ft 
Outer Width 1,750 ft 1,750 ft 450 ft 

Departure Runway Protection Zone (RPZ) 
Length 1,700 ft 1,700 ft 1,700 ft 
Inner Width 500 ft 500 ft 500 ft 
Outer Width 1,010 ft 1,010 ft 1,010 ft 

Runway Separation, Runway Centerline to: 
Holding Position 250 ft 250 ft 125 ft 
Parallel Taxiway/lane Centerline 400 ft 400 ft 240 ft 

Source: AC 150/5300-13B, Airport Design 

No evaluation of each runway’s ability to meet the runway design standards is included in 
the scope of this planning study, as the intent of this study is to focus on the building area 
needs and development. 
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4.3.7.2 MnDOT Clear Zones 
Additionally, MnDOT Aeronautics requires airports to have adequate Clear Zones in place to 
restrict land uses that may be hazardous to the operational safety of aircraft and to protect life 
and property in the runway approach areas. The Clear Zones for the existing and future runway 
conditions are shown in Table 4-4. 

Table 4-4 – MnDOT Clear Zone Requirements 

Runway MnDOT Clear Zone Inner 
Width Length Outer 

Width 

Exist. & Fut. 31/31 Precision Instrument 1,000’ 2,500’ 1,750’ 
Exist. & Fut. 4/22 Visual Utility 500’ 1,000’ 700’ 

Source: MnDOT Office of Aeronautics: Clear Zone Requirements 

No evaluation of the runway design standards is included in the scope of this planning 
study, as the intent of this study is to focus on the building area needs and development. 

4.3.8 Taxiway System Recommendations 
The primary Runway 13/31 is served by a full-length parallel taxiway, Taxiway A, and six 
connector taxiways: Taxiways A1, A2, A3, A4, A5 and A6, as previously shown in Figure 1-3. 
Taxiway A is 50 feet wide with 25-foot shoulders, and Taxiway A connectors are 50 feet wide with 
20-foot shoulders. Taxiway A was utilized as Temporary Runway 14/32 in 2021, as such the 
Taxiway A shoulders were constructed to 25 feet wide in 2020 instead of the typical 20 feet to 
provide a pavement width that met the 100-foot runway width requirement for C-II aircraft. 

Runway 4/22 has two connector taxiways: Taxiway B1 and Taxiway C1. Runway 4/22 does not 
have a parallel taxiway system, nor is there a turnaround on the Runway 4 end. Because of this, 
pilots must back taxi when landing Runway 22. Connector Taxiways B1 is 50 feet wide and C1 is 
13 feet wide. 

Taxiway systems are designed to provide access to and from the runway(s), apron(s), hangar(s), 
and other aviation related areas on an airport. AC 150/5300-13B, Airport Design, provides basic 
taxiway system design principles, which include: 

 Whenever possible, taxiways should be designed such that the nose gear steering angle 
is no more than 50 degrees. 

 Turns should be 90 degrees wherever possible. For intersections, the preferred standard 
angles are 30, 45, 60, 90, 120, 135, and 150 degrees. 

 Taxiway systems should use the “three-node concept.” A pilot should have no more than 
three turn choices at an intersection, ideally, left, right, and straight ahead. 

 Minimize runway crossings and limit the runway crossing to the outer thirds of the 
runway. 

 Avoid wide expanses of pavement. Wide pavements require placement of signs and 
edge lighting or markers far from the pilot’s eye and reduces the conspicuity of visual 
cues.  

 Taxiways should not provide direct access from an apron to a runway in order to reduce 
opportunity for human error. 
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4.3.8.1 Taxiway Design 
Taxiway system design criteria are based on the airport’s Airport Design Group (ADG) and 
Taxiway Design Group (TDG). These standards are also shown Table 4-5. 

ADG is determined by wingspan and tail height of the Critical Aircraft and ADG defines the 
Taxiway Safety Area (TSA), Taxiway Object Free Area (TOFA), and taxiway separation (runway 
centerline to parallel taxiway centerline) standards. The ADG for the taxiway system at INL 
should be designed to ADG II standards to meet the demands of its existing Critical Aircraft, CRJ-
200 (ADG II) and future critical aircraft (ADG III), EMB-175.  

The TDG is determined by the undercarriage dimensions, overall Main Gear Width (MGW) and 
the Cockpit to Main Gear (CMG) distance, of the most demanding aircraft projected to use the 
airport. INL’s existing Critical Aircraft is identified for the taxiway system is the King Air 200 with 
TDG 2A, and future Critical Aircraft is the EMB-175 with TDG 3 (see Section 2.7). For a TDG 
1A/B taxiway system the width must be 25 feet, for a TDG 2A/B the width must be 35 feet, for a 
TDG 3 the width must be 50 feet, and the pavement type and strength will be similar to the 
runway.  

Table 4-5 – Taxiway Design Standards 

Item ADG I ADG II ADG III 

Taxiway Safety Area (TSA) 49 ft 79 ft 118 ft 
Taxiway Object Free Area (OFA) 89 ft 124 ft 171 ft 
Taxilane OFA 79 ft 110 ft 158 ft 
Taxiway Centerline to Parallel TW/TL Centerline 70 ft 102 ft 144 ft 
Taxiway Centerline to Fixed of Movable Object 44.5 ft 62 ft 85.5 ft 
Taxilane Centerline to Parallel TW/TL Centerline 64 ft 94 ft 138 ft 
Taxilane Centerline to Fixed of Movable Object 39.5 ft 55 ft 79 ft 
Taxiway Wingtip Clearance 20 ft 23 ft 27 ft 
Taxilane Wingtip Clearance 15 ft 16 ft 20 ft 

Item TDG 1A TDG 1B TDG 2A TDG 2B TDG 3 
Taxiway Width 25 ft 25 ft 35 ft 35ft 50 ft 
Taxiway Shoulder Width 10 ft 10 ft 15 ft 15 ft 20 ft 
Source: AC 150/5300-13B, Airport Design   

4.3.8.1.2 Taxiway A and Connectors 
Runway 13/31 and its taxiway system (Taxiway A and Connectors) must be designed to 
accommodate the existing and future Critical Aircraft. With this, it is recommended the 
Taxiway A system be designed to TDG 3 standards. Taxiway A is 50 feet wide with 25-foot 
shoulders, and Taxiway A Connectors are 50 feet wide with 20-foot shoulders, meeting or 
exceeding the design standards for TDG 3. As a result, no taxiway widening or strengthening 
is recommended. 

4.3.8.1.3 Taxiway B1, and Taxilanes C and C1 
Taxilane B provides access to Runway 4/22 via Taxiway B1. Runway 4/22 and Taxiway B1 must 
be designed to accommodate the A/B-II aircraft, with the Critical Aircraft of King Air 200 (TDG 
2A). Furthermore, Taxilane B is located on the general aviation apron, which provides ADG I 
tiedowns and ADG II parking positions. With this, Taxiway B1 and Taxilane B should be designed 
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ADG II and TDG 2A standards. Taxiway B1 is 50 feet wide, exceeding the TDG 2A standard of 
25 feet.  

Taxilane C and C1 provide aircraft access from the hangars north of Taxilane C to Runway 4/22. 
These hangars house ADG I and TDG 1A aircraft. As such, Taxilanes C and C1 should be 
designed ADG I and TDG 1A standards. Taxilane C is 22 feet wide and Taxiway C1 is 13 feet 
wide, less than design standard of 25 feet with for TDG 1A. As result, it is recommended the 
Taxilanes C and C1 system be designed to TDG 1A standards of 25 feet wide. 

Additionally, connector Taxiway C1 does not meet the design principle of a 90-degree turn, as it 
has an approximately 125-foot radius curve from Taxilane C to Runway 4/22. As a result, when 
Taxiway C1 is reconstructed, it is recommended it is reconstructed to a right angle (90-
degrees) to both Runway 4/22 and Taxiway. 

4.3.8.2 Taxiway Pavement Condition 
The 2019 MnDOT Airport Pavement Management Study rated Taxiway A system in “Excellent” 
condition as the taxiway system was reconstructed in 2020. However, Taxiway B1 is in “Poor” 
condition, and Taxilane C and C1 are in “Very Poor” condition. Taxilane D was rated in “Very 
Good” condition, with a PCI rating of 74 and 63. The data from INL’s 2019 Pavement Study was 
previously listed in Table 1-11 and shown in Figure 1-7. 

Due to the pavement condition of Taxiways B1, C1, and C, it is recommended that these 
pavements be rehabilitated by 2023. Taxiways B1 should be designed to TDG 2A 
standards, and Taxiways C and C1 should be designed to TDG 1A. Routine maintenance, 
such as joint and crack sealing, and pavement surface seals should be performed on a 
scheduled basis to extend the life of the taxiway and taxilane pavements.  

4.3.8.3 Fuel Farm in TOFA 
The existing Fuel Farm, owned by Einarson Flying Service, is located within the Taxilane Object 
Free Area (TLOFA) of Taxilane B, along the General Aviation apron (see Figure 4-1). As 
previously discussed in Section 1.11.4, a potential leak in one of the 12,000-gallon Jet A tank 
was identified in 2021. Due to the age of the existing tanks and the leak, the fueling system 
should be replaced. The existing location of the fuel farm is not ideal is it is adjacent to aircraft 
taxiing on General Aviation apron, and portions of the above ground equipment impede on the 
TOFA. As result, it is recommended that the future fueling system be relocated to an area 
outside of the TOFA with ability for efficient fuel delivery and dispensing. See Section 
4.4.3.1 for evaluation of the existing fuel farm. 

Possible locations for the future fuel farm will be evaluated in Chapter 5, Alternative Analysis. 

4.3.8.4 Direct Apron to Runway Access 
Currently, there are direct access points to Runway 4/22 via Taxiway B1 and Taxiway C1, as 
shown in Figure 4-1. The FAA recommends that all direct runway access points be redesigned to 
increase pilot situational awareness at an airport. Basic taxiway system design principles state 
that taxiways should not provide direct access from an apron to a runway in order to reduce the 
opportunity for human error and minimize runway incursions.  

However, while the apron does connect to Taxiway B1 and Taxilane C to Taxiway C1 feeding the 
end of the Runway 22, there are 90 degree turns for both connectors that aids in increasing the 
pilot's situational awareness after leaving the apron area and Taxilane C, therefore meeting the 
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intent of the design standards. Additionally, the practicality and ability to relocate Taxiways B1 
and C1 or reconfigure the general aviation apron to remove this direct access point is not feasible 
since both connector taxiways are necessary to serve the end of Runway 22. As a result, no 
realignment of the Taxiway B1 and C1 to remove the direct access is recommended. 

However, there are tiedowns located directly east of Taxiway B1, providing direct access to 
Runway 4/22 via Taxiway B1 for aircraft utilizing these tiedowns (see Figure 4-1). To remove this 
direct access, possible locations and layouts for tiedowns will be evaluated in Chapter 5, 
Alternative Analysis. 

4.3.8.5 Taxiway Lighting 
All existing taxiways at INL are equipped with LED Medium Intensity Taxiway Lights (MITLs). AC 
150/5340-30G, Design and Installation Details for Airport Visual Aids recommends MITLs for 
taxiways at airports where a runway lighting system is installed. MITLs provide increased visibility 
to taxiing aircraft during nighttime and low visibility weather conditions. Additionally, the SASP 
recommends MITLs for Key Airports. INL’s MITLs meet FAA and SASP recommendations, no 
additional taxiway lighting improvements are recommended. Additionally, they were recently 
replaced (in 2020) as part of the Taxiway A reconstruction project. Rehabilitation or replacement 
of the MITLs is anticipated beyond this 20-year planning study. 

4.3.9 ASOS 
The wind coverage analysis completed in Section 1.14.3 used the most recent ASOS data (2011 
to 2020) and showed that Runway 13/31 provides over the 95% wind coverage at 10.5 knot 
(96.56%), 13 knots (98.40%), and 16 knots (99.78%). However, Airport Management indicated 
that they do not believe the ASOS provides accurate wind data, as small aircraft (ADG I) 
consistently need to utilize Runway 4/22 due to crosswind conditions. Additionally, there are trees 
within the 500-foot and 1,000-foot ASOS Critical Area and shown in Figure 4-2. 

Below is a list of the general siting criteria for an ASOS, per FAA Order 6560.20C, Siting Criteria 
for Automated Weather Observing Systems (AWOS). The general siting criteria are also shown in 
Figure 4-2. 
 
General Siting Criteria for an ASOS: 

 300-Foot Northern Octant Clear Area: Sensor should be oriented with respect to true 
north and must have a clear area for 300 feet in the forward octant of the sensor. 

 Six-Foot Radius: The area within six feet of sensor is free of all vegetation. 
 100-Foot Critical Area: Any grass or vegetation within 100 feet of sensor is clipped to a 

height of 10 inches or less. 
 500-Foot Critical Area: All obstructions be at least 15 feet lower than the height of the 

sensor. 
 1,000-Foot Critical Area: All obstructions must be no greater than 10 feet lower than the 

sensor from 500 feet to 1,000 feet from sensor. 

INL’s ASOS was relocated approximately 1,000 feet southeast in 2008 because of Runway 
13/31’s 900-foot extension that same year, as shown in Figure 4-2. The Duluth National Weather 
Service (NWS) confirmed that the ASOS was relocated and started collecting data on July 10, 
2008 at its current location. The previous ASOS location did not have obstructions in the Critical 
Areas. With this information, a wind coverage analysis was completed for Runway 13/31 from 
1998 to 2021 to determine if the ASOS relocation affected the accuracy of data collected at the 
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relocated site, as shown in Table 4-6. Previous to 2009, the data shows an average wind 
coverage of 94.11% for Runway 13/31 at 10.5 knots from 1998 to 2008. However, after the 
ASOS is relocated (2009 to 2020) the average wind coverage is 96.07% for Runway 13/31 at 
10.5 knots. Based on this analysis, it appears inaccurate wind data is being collected by the 
existing ASOS due to obstructions in the Critical Areas.  

Table 4-6 – ASOS Wind Coverage Analysis at 10.5 Knots 

Year 
RW 13/31  

Wind Coverage 
10.5 Knots 

Year 
RW 13/31 

Wind Coverage 
10.5 Knots 

1998 93.62% 2010 95.63% 
1999 94.55% 2011 95.81% 
2000 94.24% 2012 96.52% 
2001 93.32% 2013 95.71% 
2002 94.29% 2014 96.04% 
2003 93.23% 2015 95.90% 
2004 94.27% 2016 96.99% 
2005 93.95% 2017 96.39% 
2006 95.33% 2018 93.72% 
2007 94.01% 2019 96.61% 
2008* 94.44% 2020 97.28% 
2009** 96.10% 2021 96.21% 

Calculated based on Runway 13/31 with True Bearing of 135.9°. 
*ASOS was relocated and started collecting data on July 10, 2008. 
**2009 is the first full year of data of the ASOS at new location. 

In order to validate this analysis, wind data from the nearby Baudette International Airport (BDE), 
located 69 miles west of INL was also evaluated. Table 4-7 documents the wind coverage for 
Runway 13/31 using wind data from BDE (2011–2020), showing that Runway 13/31 provides 
less than 95% wind coverage (93.81%) at 10.5 knot (A/B-I). This is in line with the wind analysis 
results for the former ASOS site, supporting the conclusion that the existing INL ASOS site is not 
reporting accurate data.  

Table 4-7 – Runway 13/31 Wind Coverage per BDE AWOS 

 10.5 knots 13 knots 16 knots 

Runway 13/31 
All 93.81% 97.89% 99.45% 

VFR 92.99% 97.43% 99.25% 
IFR 94.02% 98.03% 99.52% 

Calculated based on Runway 13/31 with True Bearing of 135.9°. 
Source: Baudette International Airport AWOS. 2011-2020. Obtained from the National 
Climatic Data Center. 

The evaluation of other nearby AWOS site data was considered but eliminated as each of the 
other nearby AWOS stations have documented obstructions that are impacting the accuracy of 
the readings (Orr Municipal Airport and Crane Lake AWOS).  
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Based on this analysis, it is recommended all trees within the 500-foot and 1,000-foot 
ASOS Critical Areas be removed to increase the accuracy of the ASOS wind data at INL.  

4.3.10 Airside Facility Requirements and Recommendations – Summary 
After taking inventory of the existing facilities of INL and determining the future needs of the 
facility, the Master Plan has developed the following airside facility recommendations: 

Runway 13/31: 
 Reconstruct the southern 900 feet of Runway 13/31 by 2024 (Section 4.3.3.1). 
 Update Runway 13/31’s designation to Runway 14/32, as well as all corresponding 

airport marking, signage, and navigation documentation (Sections 4.3.4.1).  
Runway 4/22: 

 Rehabilitate Runway 4/22 by 2023 (Section 4.3.3.1). 
Taxiway System: 

 Reconstruct Taxiway C1 to a 90-degree angle to Runway 4/22, to TDG 1A design 
standards (Section 4.3.8.1.3). 

 Rehabilitate Taxiways B1, C1, and C by 2023 (Section 4.3.8.2). 
Miscellaneous: 

 Remove direct access from tiedowns to Runway 4/22 via Taxiway B1 (Section 
4.3.8.1.3). 

 Replace the rotating beacon (Section 4.3.5). 
 Relocate the fuel farm (Sections 4.3.8.3 and 4.4.3.1). 
 Remove all trees within the 1,000-foot ASOS Critical Area (Section 4.3.9). 

4.4 Landside Facility Recommendations 
4.4.1 Aircraft Storage and Aircraft Parking Aprons 
4.4.1.1 Hangar Storage 

INL’s north hangar area consists of 16 private box hangars. The south building area consists of 
the Terminal Building, Einarson Flying Service FBO, garage, ARFF and SRE buildings and a 
Barrel Hangar. All the box hangars are privately owned. There is currently no capacity for 
additional hangar spaces.  

The 2012 MnSASP recommends enough hangars to accommodate 100% of jet and turboprop 
aircraft and 95% of single- and multi-engine aircraft based at an airport. The Draft 2022 MnSASP 
does not provided a recommendation for hangar space for based and transient aircraft storage. 
However, the Draft 2022 MnSASP does recommended heated storage for transient aircraft. For 
planning purposes, hangar demand for the 20-year planning period was determined using the 
2012 MnSASP recommendation and is shown in Table 4-8. By 2041, it is forecasted that 41 
aircraft will be based at INL requiring a minimum of 39 hangar spaces (see Section 2.5 for Based 
Aircraft forecast). 
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Table 4-8 – Hangar Capacity Needs 

Item 
Forecast 

2021 2026 2031 2041 
Based Aircraft - Single & Multi 29 34 38 40 
Based Aircraft –Turboprop & Jet 1 1 1 1 
Existing Hangar Capacity 30 30 30 30 
Estimated Hangar Demand 29 33 37 39 
Estimated Hangar Surplus / Shortage 1 -3 -7 -9 
Source: SEH 

It is recommended that additional hangar spaces be constructed to accommodate ten 
additional aircraft by 2041. The Airport should consider planning for growth beyond this level in 
order to have the planning in place to accommodate growth that exceeds forecasted levels. 
Additionally, due to the demand for transient hangar storage in the winter months, a multi-
plane hangar for transient aircraft is recommended. Possible locations and layouts for new 
hangar development will be evaluated in Chapter 5, Alternative Analysis. 

4.4.1.2 Aircraft Parking Apron and Tiedowns 
The commercial apron has one airline parking position directly in front of the Terminal Building 
and three positions for ADG II aircraft on the portion of the apron expanded in 2020. The general 
aviation apron has 41 aircraft tiedowns, one of which is currently available for ADG-II aircraft and 
the remaining 40 are for ADG-I, as shown in Figure 4-1. The Draft 2022 MnSASP requires at 
least three tiedowns more than normally parked. Airport Management indicated five ADG I based 
aircraft utilize the tiedowns. Due to cost considerations, the owners of these five aircraft indicated 
they do not desire to store their aircraft in hangars.  

Table 4-9 provides calculations for the recommended total number of aircraft tiedowns. 
Discussions with Airport Management indicated the demand for enough tiedowns and parking 
positions to accommodate five ADG I based aircraft and 15% of the ADG I, 25% of the ADG II, 
and 100% of ADG III peak day transient aircraft plus one ADG III position for 
international/customs aircraft.  

It is recommended that the general aviation and commercial aprons be evaluated and 
organized to accommodate a total of 12 ADG I, eight ADG II, and three ADG III 
tiedowns/parking positions to accommodate the forecasted 20-year demand. Although this 
scenario is one possible combination of parked aircraft, it should be noted that the actual demand 
varies daily with some days having higher demand for a particular ADG than noted in this 
example planning scenario. Possible locations and layouts for additional tiedowns will be 
evaluated in Chapter 5, Alternative Analysis. 
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Table 4-9 – Aircraft Parking & Tiedown Demand 

 Item 2021 2026 2031 2041 

Annual Transient Operations 7,119 8,165 8,270 8,488 
Peak Day ADG I Transient Aircraft 39.4 45.2 45.8 47.0 
Peak Day ADG II Transient Aircraft 28.0 30.6 31.1 32.2 
Peak Day ADG IIII Transient Aircraft 1.7 1.7 1.8 1.9 
ADG I Based Aircraft Tiedowns 5 5 5 5 

ADG I Tiedowns Demand 
(Based + 15% of Trans. Aircraft)  11 12 12 12 

ADG II Parking Demand 
(25% of Trans. Aircraft)  7 8 8 8 

ADG III Parking Demand 
(100% of Trans. Aircraft + 1 Position)  2 3 3 3 

Total Tiedown Demand 20 22 22 23 
Source: SEH 

Currently, all nested ADG I tiedowns on the GA apron do not meet current design standards. 
ADG I tiedown layouts evaluated in Chapter 5, Alternative Analysis should be designed to 
existing design standards as described in AC 150/5300-13B, Airport Design. 

Additionally, on the west side of the general aviation apron, there are 10 ADG I tiedowns under 
Section 2 of the 40:1 TERPS Departure Surface. Based on a maximum ADG I aircraft height of 
20 feet, an aircraft parked at the most northern tiedown clears Section 2 of the 40:1 Departure 
surface by approximately 48 feet. 

Additionally, as previously discussed in Section 4.3.8.1.3, there are tiedowns located directly 
east of Taxiway B1, providing direct access to Runway 4/22 via Taxiway B1 for aircraft utilizing 
these tiedowns (see Figure 4-1). Possible locations and layouts for tiedowns will be evaluated in 
Chapter 5, Alternative Analysis to remove direct runway access. 

Lastly, the soils at INL consist of sandy lean clay, which are susceptible to frost. The freeze-thaw 
cycles in International Falls cause the existing tiedowns to heave. To prevent this, it is 
recommended that all tiedowns be reconstructed on concrete hardstands. This would also 
allow for snow plowing operations to occur in the tiedown area without the equipment striking 
raised tiedowns and causing more damage. 

4.4.1.3 Apron Pavement 
The 2019 MnDOT Airport Pavement Management Study found the commercial apron’s condition 
asphalt pavement is in “Very Good” condition with a PCI of 85 (last reconstruction in 2004), and 
the commercial apron’s concrete pad was rated in “Good” condition with a PCI of 62 (last 
reconstruction in 2018), as previously shown in Figure 1-7 and Table 1-11. However, the asphalt 
pavement exhibits large transverse and longitudinal cracking, and recent visual review of the 
pavement shows that it is in need of near-term replacement.  

The 2019 MnDOT Airport Pavement Management Study found the general aviation apron’s 
asphalt pavement in “Very Good” condition, with a PCI of 77 (last reconstruction in 2004), and the 
general aviation apron’s concrete pad was rated in “Excellent” condition with a PCI of 94, as 
previously shown in Figure 1-7 and Table 1-11. However, the general aviation apron’s asphalt 
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pavement is actually in “Poor” condition, as the Airport has struggled with heaving tiedowns for 
many years. 

It is recommended general aviation and commercial apron are reconstructed in the near-
term planning period. Additionally, it is recommended concrete hardstands are installed 
for all aircraft parking position to prevent the tiedowns from heaving. 

Moreover, the general aviation apron is currently not lit, except for single light pole in the location 
of the existing fuel farm. To increase aircraft safety for taxing in this area at night, three 
overhead LED light poles are planned to be installed in 2022. 

4.4.2 Terminal Building 
The airport terminal is the link between the community and the Airport, and is often a visitor’s first 
and last impression of International Falls. As such, the need for a clean, attractive terminal facility 
has many potential benefits beyond the obvious. 

The Terminal Building is located northeast of the commercial apron. Construction of the existing 
Terminal Building was completed in 2019. The Terminal Building is a single-story, 19,000 square 
foot building with one passenger holding/gate boarding area, a ticket counter, baggage claim, 
security screening, Customs, TSA office, both secured and non-secured washrooms, and a foyer 
waiting area. The Terminal is an adequate size for the existing and forecasted level of 
commercial operations and enplanements. 

The passenger boarding bridge was installed in 2019 with the terminal project. The useful life of a 
passenger boarding bridge is 20 years. As such, the Airport should plan for replacement of 
the boarding bridge in 2039. The airport should continue routine maintenance until the time of 
replacement.  

TSA approached INL with a proposal to install a Reduced Size Explosive Detection System 
(RSEDS) unit in the baggage screening area of the Terminal. A TSA Headquarters currently has 
a RSEDS Nationwide Expansion initiative which reduced the checked bag threshold requirement 
from 1,000 per week (or peak 100/day) to only 250/week (peak month). This threshold reduction 
qualified INL to receive an RSEDS Scanner. The benefits of a new RSEDS unit include a speed 
capacity of about 200 bags per hour (BPH) and it can be operated by a single TSA officer. With 
this unit, only about 10% of the bags need to be opened and searched opposed to 100% of the 
bags being opened and searched with the current equipment. Building modifications are required 
to the existing Terminal building in order to get the RSEDS equipment into the baggage 
screening room. These modifications are currently being investigated to accommodate this 
baggage screening equipment.  

No additional improvements to the Terminal Building are recommended.  

4.4.3 Fixed Base Operator (FBO)  
INL has one full-service FBO, Einarson Flying Service, shown in Figure 1-5. The FBO’s services 
include fueling, pilot lounge, catering, and other related services. The FBO has two courtesy cars 
available for its customers. No additional improvements to the FBO are recommended; 
however, any improvements initiated by the FBO may benefit airport users. 
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4.4.3.1 GA Terminal Building Services 
The FBO building serves as the GA Terminal Building, and offers restroom facilities, vending 
machines, a pilot lounge, and a computer for flight and weather planning. No additional 
improvements are recommended. 

4.4.4 Aviation Fuel 
INL’s fueling system consists of four 12,000-gallon underground tanks located on the General 
Aviation Apron adjacent to the FBO. Two of the tanks contain Jet Fuel while the remaining tanks 
contain Aviation Gasoline (AvGas, 100LL) and Auto Gas. All of the tanks were installed in April 
1992 and registered with the Minnesota Pollution Control Agency (MPCA) on May 12, 1999 as 
site TS0007582. There is also one above ground 600-gallon Diesel tank that was installed in the 
1980’s located to the northeast of the FBO along the apron. AvGas and Jet A are only dispensed 
via a fuel truck operated by the FBO.  

In 2021, a potential leak in one of the 12,000-gallon Jet A tank was identified. The tank is no 
longer in use. In January 2022, METCO (petroleum contractor) completed the required soil 
sampling of the area and recommended no additional remediation due to the low level of 
contamination. The MPCA is currently reviewing the findings.  

Due to the age of the existing tanks and the leak, the fueling system should be replaced. The 
existing location of the fuel farm is not ideal is it is adjacent to aircraft taxiing on General Aviation 
apron, and portions of the above ground equipment impede on the TOFA (see Section 4.3.8.3). 
It is recommended that the future fueling system be relocated to an area outside of the 
TOFA with ability for efficient fuel delivery and dispensing. Possible locations for the future 
fuel farm will be evaluated in Chapter 5, Alternative Analysis. 

The FBO currently owns and operates the gasoline and diesel tanks which provide fuel for airport 
owned SRE equipment, GSE equipment and other airport operations vehicles. When these tanks 
are replaced, the Airport Commission may consider taking on ownership of these tanks as they 
directly support airport operations.  

4.4.4.1 AvGas Replacement 
AvGas is the only transportation fuel that still contains lead. Lead is a toxic substance that can be 
inhaled or absorbed in the blood stream. The FAA is supporting the research of alternate fuels 
and is working with the aircraft and engine manufacturers, fuel producers, the EPA, and industry 
associations to overcome technical and logistical challenges to developing and deploying a new 
unleaded fuel. The FAA is also working with the EPA to ensure a smooth transition from leaded 
to unleaded aviation fuels and to ensure the supply of aviation gasoline is not interrupted so that 
all aircraft can continue to fly.27 It is recommended that INL continue to monitor the FAA’s 
and EPA’s progress for updated regulations and replacements for AvGas, such as the 
100LL currently sold at INL.  

4.4.5 SRE and Maintenance Equipment 
As discussed in Section 1.13 the Airport owns and operates a fleet of snow removal equipment 
(SRE) and airfield maintenance equipment (e.g., broom and mower). The equipment was 

 
27 Aviation Gasoline. http://www.faa.gov/about/initiatives/avgas/ 
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purchased using Federal, State, and local funding and the funding source varies for each piece of 
equipment. 

The FAA uses an SRE and maintenance equipment calculation to determine the number of 
eligible pieces of equipment. INL has a published and FAA approved Snow and Ice Control Plan 
(SICP) included in the Airport Certification Manual (ACM). The SICP is required under 14 CFR 
§139.313. Within the SICP all Priority 1 surfaces are identified which includes the primary runway 
(Runway 13/31 7,400’x150’), parallel Taxiway A and connector Taxiways A1 and A6 
(421,227sqft), commercial service apron (325,000sqft), and a portion of general aviation apron in 
front the of buildings (30,000sqft). Using the SRE Calculator, the total square footage needed for 
snow removal was calculated with all Priority 1 surfaces. Based on this calculator, INL is eligible 
for the vehicles shown below in Table 4-10. This table also highlights the required vehicles to 
also clear Priority 2 surfaces as outlined in the Airport’s SICP.  

According to FAA’s SRE and maintenance equipment calculations, the recommended equipment 
at INL is two snow blowers, four plows, five sweepers, five hopper spreaders, and one front end 
loader. These recommendations are based on the average annual snow fall of 72.8 inches, and 
the existing Runway 13/31, Taxiway A system, and commercial apron at INL (see Table 4-10).  

Table 4-10 – FAA Eligible SRE Maintenance Equipment  

Type Existing 
Equipment 

Eligible for 
FAA (AIP) 
Funding 

Recommendations 

Snow Blower 2 1 None 
Plow 4 2 None  

Sweeper 2 3 None 
Hopper Spreader 2 3 None  
Front End Loader 1 0 None 

Table 4-11 shows the existing SRE fleet the Airport owns. 
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Table 4-11 – Airport Owned Snow Removal Equipment (SRE) 

Equipment 
Type Brand Model 

Manufact. 
Year 

Federal/State 
Funding 

End of Useful 
Life (Per AIP 
Handbook) 

Broom - Front Mount 2006 AIP 31-18 2016 
Broom 4600 HB2723 2007 Federal 2017 
Deicing 1,200g Water Truck - 2006 Federal 2016 
Loader Caterpillar 960 2007 Federal 2017 
Plow Ford F-250 2015 State 2025 
Plow Oshkosh - 2019 AIP 31-18 2029 
Plow Wausau BMP 1850 2021 AIP 37-21 2031 
Plow Bobcat - Unknown Federal Unknown 

Sander Plow Oshkosh MPT1823 2001 Federal 2011 
Sander Plow Oshkosh HT 2009 Federal 2019 
Snow Blower Stewart & Stevenson - 1998 Federal 2008 
Snow Blower Oshkosh - 2010 Federal 2020 
Source: INL Airport Management 

No additional SRE are needed to meet the requirements that are outlined in FAA Advisory 
Circular 150/5220-20, Airport Snow and Ice Control Equipment and 150/5200-30, Airport Winter 
Safety and Operations (see Table 4-10). The Airport should replace older pieces of equipment as 
they reach the end of their useful life.  

SRE equipment is eligible for replacement after 10 years; however, equipment can often be 
useful for 15 years depending on usage and maintenance. The SRE vehicles should be 
replaced based on the vehicle replacement plan and available funding. SRE replacement 
needs should be evaluated annually, and the Vehicle Replacement Plan updated as needed. 

Additonally, due to the amount of snow and extreme cold at INL in the winter months, airport 
pavement deice fluid (including storage tank and trailer with sprayer) is recommended to 
aid in snow removal operations (AC 150/5220-20A, Section 2-3a). Storage for airport surface 
deicing chemicals is eiligble for AIP funding per FAA Order 5100.38D (Table O-3). Future 
location for the deicing storage tank will be co-located with the future Fuel Farm. Possible 
locations for the future fuel farm are evaluated in Chapter 5, Alternative Analysis. 

4.4.6 SRE/Maintenance Building 
The existing 7,200 square foot (90 feet by 80 feet) SRE Building, which was constructed in 2005, 
is located on the north end of the main terminal building area between the automobile parking lot 
and general aviation apron. The SRE building houses the fleet of snow removal and airport 
maintenance equipment as well as a single stall bathroom. The SRE Building has a single 60-foot 
bi-fold door in the front of the building which increases ease of using and parking equipment in 
the building. 

The existing SRE/Maintenance Building along with the three additional stalls in the ARFF Facility 
house all of the existing snow removal and other miscellaneous airfield maintenance equipment 
(e.g., mowers). The existing SRE building will reach its minimum useful life (per FAA AIP 
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Handbook) in 2045. The Airport should continue routine maintenance of the building until that 
time. No additional recommended for the SRE/Maintenance Building. 

4.4.7 ARFF Truck 
Airport Rescue and Firefighting (ARFF) is a specialized category of firefighting response, 
evacuation, and possible rescue of passengers resulting from an aircraft accident. Since INL is a 
14 CFR Part 139 Airport (see Section 1.7.1), it is required to provide ARFF service during air 
carrier operations. Current air carrier operations at INL require the Airport to meet ARFF Index A; 
however, the FAA has determined that funding for an Index B vehicle is eligible and justified. INL 
currently has one ARFF vehicle, with an ARFF Index B. It is a 1996 Oshkosh T1500 with a 
capacity of 1,500 gallons of water, 210 gallons of foam, 450 pounds of dry chemical and 460 
pounds of Halotron 1.  

In March 2021, as part of acquisition of a new ARFF vehicle, the Airport requested approval from 
FAA for to purchase ARFF Index B vehicle to replace the existing vehicle due to long response 
times from mutual aid departments, Index A vehicles having trouble navigating in snow or on the 
wetlands on airport property, and the amount of time required to refill the vehicles after 
exhausting their supply of water (see FAA Certification Inspector approval dated March 31, 
2021). A Rosenbauer Panther 4x4 (Index B) was purchased in 2021 to replace the aging 
Oshkosh T1500. Delivery of the new ARFF vehicle is expected in 2022. No additional ARFF 
equipment is recommended. 

4.4.8 ARFF Facility  
INL’s existing ARFF facility is located northwest of the Terminal Building, along the Commercial 
apron. The ARFF facility was constructed in 1976, is 5,200 square feet (80 feet by 65 feet), with 
four equipment bays, a breakroom/office, and one bathroom with shower. The most northwestern 
bay, next to the breakroom/office, houses the ARFF truck; while the remaining three bays house 
snow removal and airport maintenance equipment as needed. Equipment type housed at the 
ARFF Facility is dependent on the season. Each of the equipment bays are separated by either a 
chain-link fence or a wall to separate their uses. 

The existing ARFF Facility’s HVAC/heating system is outdated, and generally the facility is in 
need of repairs. Since it has reached the end of its useful life28, reconstruction or replacement 
of the ARFF Facility recommended in the near-term planning period.  

Because some of the building currently houses SRE and ineligible pieces of maintenance 
equipment (i.e., mowers), an eligibility determination will be needed during the design process. It 
is anticipated that there will be AIP ineligible portions of the building when it is replaced. 

4.4.9 Automobile Parking 
The parking lot located directly east of the Terminal Building provides automobile parking for both 
commercial passengers and general aviation users, with 225 parking spaces.  

ACRP Report 25, Airport Passenger Terminal Planning and Design, provides general guidance 
for vehicle parking at airports. As a general rule of thumb, parking supply should range from 900 
to 1,400 spaces per million enplaned passengers, with 25% to 30% of spaces designated for 

 
28Order 5100.38D, AIP Handbook, Section 3-12, Table 3-7 Minimum Useful Life of Buildings is 40 years 
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short-term parking. In 2019, INL had 17,744 enplanement this equates to 29 to 36 public parking 
spaces. However, based on discussions with Airport Management and the Airport Commission, 
the existing lot is approximately 80% full in the peak summer months (~178 spaces), and 70% full 
in the peak winter months (~156 spaces). These peak month parking lot estimates include 
employee, rental car, and public vehicles (short and long-term). For the Sun Country charter 
flights, the parking lot is reported to be near capacity.  

Based on this information, it is recommended a minimum of 124 spaces be provided for public 
parking (178 peak space estimate (80% of lot in summer months) – 26 employee parking – 7 
FBO parking – 46 rental car parking = 99 spaces + 25% = 124 spaces). 

Based on the guidance provided in ACRP Report 25, discussions with Airport Management and 
airport businesses, Table 4-12 summarizes the automobile parking space needs per category at 
INL. The size of INL’s existing automobile parking lot capacity meets demand. As a result, no 
near-term expansion to the auto parking lot is recommended. However, because it can 
occasionally be at or near capacity, it is recommended that options for ultimate parking lot 
expansion be considered in the planning term.  



 

FOCUSED MASTER PLAN  INTER 160707 
Page 116 

Table 4-12 – Automobile Parking Needs by Category 

Category29 Amount Notes 
Total Spaces Available 225 Existing parking Lot 

Employee 
Parking 

Airport Staff 3 3 Staff in office 
Airline Staff 8 6 for baggage crew, 2 for tellers 
Rental Car Staff 4 4 Employees 
Agency Staff 6 5 for TSA, 1 for NWS 
FBO Staff 5 5 Employees 

Total Employee 26  

FBO 
Parking 

Courtesy Cars 2 2 Cars 
Customers 5 Peak customers in summer months 

Total FBO 7  

Rental Car 
AVIS 30 Per AVIS 
Worley’s 16 Per Worley’s 

Total Rental Car 46  

Handicap Accessible Spaces 7 
7 spaces required for 201 to 300 space lot, per 
MN State Disability Parking Reference Guide 
2017.30 

Remaining Spaces: 139  
Public 

Parking 
Short-Term 34 25% Short-Term Parking 
Long-Term  105 75% Long-Term Parking 

Source: SEH, Airport Management, Einarson Flying Service, AVIS & Worley’s, ACRP Report 25 

Due to the high demand for automobile parking at INL, it is recommended that the automobile 
parking lot be separated with signage based on parking use (long-term, short-term, 
employee, car rental, etc.). This will improve customer experience and also aid in snow removal 
during winter months. Layouts for the automobile parking lot will be evaluated in Chapter 5, 
Alternative Analysis. 

The area on the eastern edge the automobile parking lot is often used for snow storage in the 
winter months (previously shown Figure 1-17), as parking demand is generally lower in winter 
months, snow storage in this area has minimal impact parking availability. However, when Sun 
Country charter flights operate, there is occasionally a shortage of automobile parking spaces. It 
is recommended that the Airport consider charging for long-term parking if demand 
exceeds available spaces. Additionally, there is space available on the land acquired for 
Weather Balloon Launch Facility, located north of CSAH 108, for ultimate long-term parking lot 
expansion. 

4.4.9.2 Electric Vehicle (EV) Charging Stations 
Electric Vehicle (EV) charging at airports is a new and evolving amenity that can be offered for 
travelers. Purchases of EVs are increasing throughout the United States and approximately 2% 

 
29 LAND USE REGULATION (ZONING) | Code of Ordinances | International Falls, MN | 
Municode Library; 
https://library.municode.com/mn/international_falls/codes/code_of_ordinances?nodeId=PTIICOO
R_CH11LAUSREZO_S11-6ORELOPA 
30 Minnesota State Disability Parking Quick Reference Design Guide; 
https://www.disability.state.mn.us/wp-content/uploads/2018/08/CMa-Disability-Parking-Quick-
Reference-Guide_2017.pdf 
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of all vehicles sold in the United States in 2018, 2019, and 2020 were electric vehicles. As early 
as 2014, at least 37 airports in the United States were providing EV charging stations, most 
commonly in short-term or long-term parking facilities. Most airports were not charging a fee for 
charging at that time31. 

There are three types (levels) of electrical vehicle charging which are classified by Level 1, Level 
2, and Level 3. Table 4-13 below summarizes the different level chargers and their capabilities 

Table 4-13 – Summary of EV Charging 

Vehicle Charging Level 1 Chargers Level 2 Chargers 
Level 3 Chargers  

(DC Fast Chargers)1 
Estimated miles of range added 

per hour (RPH) of charging1 2-5 miles 10-20 miles 150+ miles 

Panel Requirements 120V 208V or 240V 480V 
Compatible Vehicles All All Select vehicles 

Charge Speed Slowest Fast Fastest 

Generally Located Long-Term Parking 2 Hours or 
Longer 

Along Highways, 
Frequent Transit Routes 

Connected to Internet, Provides 
Alerts to Vehicle Owners No Yes Yes 

1Note: Level 3 chargers may require investment in additional infrastructure due to their energy requirements. 
Additionally, not all EV’s can use Level 3 chargers due to the various adapters in the United States. The cold 
temperatures in International Falls could pose a challenge for utilizing Level 3 chargers, after a car is parked in the cold 
for a long duration, EV batteries need to be warm before being able to utilize Level 3 rapid charging 
Source: Drive Electric Minnesota, Minnesota Power 

As more electric vehicles are manufactured, the need for charging infrastructure at airports will 
also increase so drivers can ensure their vehicles remain charged and can be driven home after 
their trip. According to ACRP Synthesis 54, Electric Vehicle Charging Stations at Airport Parking 
Facilities, most Airport sponsors will install a small number of EV charging stations based on the 
amount of funding and grant money available and locate the charging stations in an area where 
there is potential to expand. Most airports do not charge for EV charging if the chargers are in 
paid lots (note INL does not have paid lots).  

Northern Minnesota currently lacks charging infrastructure, which generally corresponds to the 
number of electric vehicles registered in the northern counties. Minnesota DOT’s Electric Vehicle 
Dashboard reports that Koochiching County has zero battery electric vehicles and three plug-in 
hybrid vehicles registered in the county. The dashboard also shows no charging points in the 
County32. As the push for electric vehicles continue and the introduction of battery electric 
consumer trucks, such as the Ford F-150 Lighting enter the market, charging infrastructure will 
need to improve. 

Due to the cold winters in International Falls, Level 1 and 3 EV chargers may not provide enough 
power to keep the batteries warm during the winter. It is recommended that the Airport install 
Level 2 Electric Vehicle chargers at the Airport. Supplemental Level 3 chargers could be 
considered in addition to Level 2 chargers. Depending on the ultimate fee structure (free or fee 

 
31 ACRP Synthesis 54, Electric Vehicle Charing Stations at Airport Parking Facilities 
32 https://www.dot.state.mn.us/sustainability/electric-vehicle-dashboard.html; June 15, 2022. 
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model), EV charging may provide a revenue source for the airport. Locations for EV charging 
stations will be evaluated in Chapter 5, Alternative Analysis.  

4.4.9.3 Parking Lot Pavement Condition 
The Terminal parking lot was last reconstructed in approximately 2010. Due to the deteriorating 
condition of the pavement and faded markings, routine maintenance (e.g., joint and crack 
sealing, seal coat, patching and localized mill/overlay, etc.) as well as new paint is 
recommended in 2023 to extend the life of the pavement. Pavement reconstruction is 
recommended every 20 years. As such it is recommended the pavement be reconstructed 
by 2030.  

4.4.10 Access Roads 
The Airport is located approximately 1.5 miles south of the International Falls downtown area. 
The primary access to INL is via County State Aid Highway (CSAH) 108 (2nd Avenue E) on the 
north and east side of the airfield. To the north, CSAH 108 connects to US 53 (2nd Ave W) which 
provides access to downtown International Falls. In general, roadways in International Falls carry 
low to moderate volumes of traffic. US 53 and US 71/TH 11 carry the highest levels of traffic in 
the City. The access roads leading to INL are sufficient to accommodate daily traffic, even 
during peak periods.  

4.4.11 Airport Fencing 
There is currently nine-foot chain link fencing around the entire perimeter of the airfield, and it 
does not have wildlife skirting or 3-stand barb wire atop, as shown in Figure 1-2.  

Minnesota Administrative Rules and the MnDOT SASP requires all licensed airports to have 
“sufficient” fencing around the Airport property to prevent people who are not engaged in aviation 
activities from accessing the aircraft movement areas.  

INL’s Wildlife Hazard Assessment (WHA) that was completed and approved in 2018 indicated the 
fence is “5.3 miles long, less than a decade old, made of excellent materials, and in generally 
sufficient to keep most large mammals off the airport if maintenance and use regimens are 
performed.”  

FAA Certalert No. 16-03, Recommended Wildlife Exclusion Fencing, recommends a 10-foot 
chain-link fence with 3-strand barbed wire outriggers33 and fence skirting to keep wildlife off 
airport property. Additionally, the 2018 Part 139 Airport Certification Inspection recommended the 
Airport install skirting along the perimeter fence, and the 2019 Part 139 Inspection recommended 
that gaps in the gates and fence we sealed to prevent wildlife on the airfield. Moreover, the 2018 
WHA notes that the fence line should be inspected daily. As a result, the perimeter fencing 
should be upgraded to wildlife fence (to include a buried skirt and 3-stand barbed wire) 
when it reaches the end of its useful life and is replaced. The addition of buried skirt could 
be considered prior to the end of the fence’s useful life (20 years) if continual maintenance 
of the fence bottom becomes excessive. This could also be a cost effective solution to 
upgrade the fencing if the existing fencing’s lifespan exceeds 20 years.  

 
33 In some cases, an airport may be able to use an 8-foot fence with 3-strand barbed-wire outriggers, 
depending on the amount of deer activity in a local area. 
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4.5 Wildlife Hazard Mitigation 
The 2018 Wildlife Hazard Assessment (WHA) Report included several recommendations for 
reducing wildlife attractants and thus the potential for aircraft wildlife strikes and are summarized 
below. These recommendations considered methods to reduce deer and mammals, as well as 
geese, gull, waterfowl, and other hazardous birds on the Airport.  

1. Perimeter Fencing: 
a. Gates -To ensure gates are closed, install some type of electric opener on the gates 

used the most. Reduce spacing for gates to less than six inches. 
b. Fence maintenance – daily or weekly inspection of the fence, mowing, and spraying 

for tree growth, reduce spacing. 
2. Wetland Mitigation 

a. Continue moving water underground or graded to  
b. Remove water in most areas on the AOA. 
c. Where reasonably be accomplished, willows, aspen and other lowland woody 

vegetation should be removed by chemical or mechanical means.  
d. Cattails and other tall emergent vegetation should be mowed or burned when 

possible, and compatible areas maintained with upland grasses. 
3. Mowed Areas should be managed to maintain grass at heights of 6 to 10 inches. 
4. Weed Control, Woody Vegetation and Biodiversity 

a. Tree groves in general on the airport should be managed. 
b. Trails through the trees should be maintained and increased in number to allow for 

wildlife patrols. 
c. Trees near the fence lines at the end of the runway safety zones should be 

removed. 
5. Small Mammal Control - continue to remove moles and other small mammals that dig 

holes or create mounds. 
6. Planning and Zoning Decisions - maintain close contact with city and county officials 

concerning planning and zoning decisions that might affect the airport. 
7. Interaction with other Governmental Agencies - work with other departments of the City 

of International Falls and with county, state, and federal agencies as needed to reduce 
wildlife attractants in the area. 

8. Other Uses of Airport Property - Any use of airport property must be consistent with FAA 
regulations, including wildlife hazard management. 

9. Documenting Wildlife Strikes - continue to document wildlife strikes by using the proper 
reporting techniques, including using FAA Form 5200-7, Bird/Other Wildlife Strike Report, 
and by positively identifying the species involved in the strikes. 

10. Documenting Daily Wildlife Management Activities – continue to document daily wildlife 
patrols and management activities taken. 

11. Wildlife Hazard Management Plan and Wildlife Hazards Working Group – If determined 
to be needed, develop and implement a new Wildlife Hazard Management Plan (WHMP) 
as prescribed by 14 CFR 139.337. 

12. Equipment, Personnel, and Training – Continue to provide the necessary personnel, 
training, and equipment to effectively monitor and reduce wildlife hazards to aircraft. 

13. State and Federal Depredation Permits – Maintain Federal and State permit to control 
wildlife.  



 

FOCUSED MASTER PLAN  INTER 160707 
Page 120 

Additionally, WHA are recommended to be completed every 10 years to track and evaluate 
wildlife and mitigation at an airport. It is recommended that INL’s complete the next WHA in 
2028. 

4.5.1 Landside Facility Requirements and Recommendations – 
Summary 
After taking inventory of the existing facilities of INL and determining the future needs of the 
facility, the Master Plan has developed the following landside facility recommendations: 

 Construct additional hangar space to accommodate at least nine forecasted additional 
aircraft by 2042 (Section 4.4.1.1). 

 Construct multi-plane hangar for transient aircraft (Section 4.4.1.1). 
 Reconfigure the general aviation and commercial apron to meet design standards as well 

as ADG I, ADG II, and ADG III apron aircraft parking demand (Section 4.4.1.2). 
 Reconstruct all tiedowns with concrete hardstands (Section 4.4.1.2). 
 Reconstruct the general aviation and commercial apron pavement (Section 4.4.1.3). 
 Install three light poles on the general aviation apron (Section 4.4.1.3). 
 Relocate the fuel farm (Sections 4.3.8.3 and 4.4.3.1) 
 Continue to monitor the FAA’s and EPA’s progress for updated regulations and 

replacements for AvGas (Section 4.4.4.1).  
 Install airport pavement deice fluid storage tank and acquire trailer with sprayer (Section 

4.4.5). 
 Continue routine maintenance of the SRE/Maintenance building (Section 4.4.6). 
 Construct new ARFF Facility near-term planning period (Section 4.4.8). 
 Separate the automobile parking lot with signage based on parking use (Section 4.4.9). 
 Consider charging for long-term parking (Section 4.4.9). 
 Plan for ultimate long-term parking lot on the land for Weather Balloon Launch Facility, 

located north of CSAH 108 (Section 4.4.9). 
 Reconstruct Terminal Parking Lot pavement by 2030 (Section 4.4.9.3).Install Level 2 

Electric Vehicle (EV) chargers (Section 4.4.9.2). 
 Complete pavement maintenance and new pavement markings for the Terminal Parking 

Lot (Section 4.4.9.3). 
 Upgrade the perimeter fence to a wildlife fence when the existing fence reaches the end 

of its useful life (Section 4.4.11). 
 Complete WHA in 2028 (Section 4.5). 

4.6 Minnesota Airport Airspace Obstruction and Safety Zoning 
Minnesota Administrative Rules, Chapter 8800 requires all licensed airports to have Airport 
Zoning. There are two parts to the Airport Zoning requirements: Airspace Obstruction Zoning and 
Land Use Safety Zoning.  

The purpose of the Airspace Obstruction Zoning is to ensure that no objects penetrate the 14 
CFR Part 77 imaginary surfaces, except when necessary to airport operations. Any object which 
penetrates these surfaces is considered an obstruction and affects navigable airspace. 
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The purposes of the Land Use Safety Zones are to ensure that the areas around the Airport are 
clear of incompatible land uses, enhancing the safety of pilots and aircraft, as well as protecting 
people and property on the ground. There are three types of Safety Zones: A, B, and C.  

The 1993 Zoning Ordinance is based off a runway length of existing length of 6,500 feet for 
Runway 13/31, and existing runway length of 3,000 feet for Runway 4/22 (see Section 1.19.2). It 
is recommended that the zoning ordinance be updated to reflect the 900-foot extension of 
Runway 13/31 to 7,400 feet.  

The Joint Airport Zoning Board previously initiated the airport zoning process in 2009 and 
submitted a draft ordnance to MNDOT for review in 2011. To date, no comments have been 
received from MnDOT Office of Aeronautics. The JAZB may wish to consider the work completed 
during this previous effort in reconsidering zoning changes. 
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5 Alternatives Analysis 
There are several key areas at Falls International Airport – Einarson Field (INL) where 
improvements may be made to meet existing standards and to accommodate the existing and 
projected aviation demand.  

Goals of the following development alternatives include: 
 Comply with current FAA Design standards given in Advisory Circular (AC) 150/5300-

13B, Airport Design 
 Be compatible with other existing and proposed uses on and off the Airport 
 Minimize negative environmental impacts 
 Be cost effective 

5.1 Hangar and Apron Development, Fuel Farm – Alternative 
Analysis 1 & 2  
There is a large demand for hangar space and aircraft parking at INL. Alternatives were 
developed within the existing building areas to meet immediate demands, and along Taxiway A 
south of the commercial apron to meet longer-term hangar demands.  

Also, there is demand for more ADG II and ADG III parking positions at INL, and the existing 
nested ADG I tiedowns on the general aviation apron do not meet current design standards. The 
alternatives developed will accommodate the forecasted aircraft parking and tiedown demand 
and are designed to meet standards. 

Lastly, portions of the existing fuel farm, located on General Aviation Apron, impede on Taxilane 
B’s Object Free Area (TOFA), often causing a choking point on the apron between taxiing aircraft 
traffic and fuel truck operations. Additionally, in 2021, a potential leak in one of the 12,000-gallon 
Jet A tanks was identified. Since then, the tank is no longer in use and. This alternative analysis 
will evaluate the future locations of a fueling system outside airfield safety areas (e.g. TOFAs) 
with ability for efficient fuel delivery and dispensing. 

5.1.1 Development Considerations and Constraints  
There are several constraints that must be considered for any future development (shown in 
Figure 5-1). The constraints include: 

Hangar & Building Development: 
 Taxiway/Taxilane Object Free Areas (TOFAs/TLOFAs) – TOFA is an area centerline 

on a taxiway or taxilane that must be clear of objects not fixed-by-function to provide 
vertical and horizonal wingtip clearance.  

 Building Restriction Line (BRL) – A BRL is a line that identifies suitable and unsuitable 
locations for buildings on an airport, with a goal of preventing buildings from obstructing 
the Part 77 Imaginary Surfaces. At INL, a 20-foot BRL is utilized and used for the 
alternative analysis. This line represents the closest a 20-foot tall structure can be built 
adjacent to each runway. 

 Runway Visibility Zone (RVZ) – A RVZ is the area formed by imaginary lines 
connecting the two runways’ line of sight points. The RVZ is required to ensure clear 
visibility for converging aircraft when an airport has intersecting runways. The terrain 
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needs to be graded and permanent objects need to be designed or sited so that there will 
be an unobstructed line of sight from any point five feet above one runway centerline to 
any point within the RVZ.  

 Runway Protection Zone (RPZ) - A RPZ is a trapezoidal shaped area off each runway 
end designed to enhance the safety and protection of people and property on the ground. 
It is desirable that the entire RPZ be clear of all above-ground objects. Airport service 
roads that are directly controlled by the airport operator are permissible within the RPZ; 
however, public roads are discouraged. 

 MnDOT Clear Zone – MnDOT Clear Zone is also a trapezoidal shaped area off each 
runway end to restrict land uses that may be hazardous to the operational safety of 
aircraft, and to protect life and property in the runway approach areas. 

 ASOS 500-foot Critical Area – Per FAA Order 6560.20B, Siting Criteria for Automated 
Weather Observing Systems (AWOS), all structures within 500 feet of the AWOS be at 
least 15 feet lower than the height of the ASOS sensor, and be no greater than 10 feet 
above the sensor from 500 feet to 1,000 feet from sensor. 

 VOR 1,000-foot Critical Area – A VOR-DME (Very High Frequency Omni-direction 
Radio-Range with Distance Measuring Equipment) is located on the airfield, west of the 
Runway 13/31 and Runway 4/22 intersection. Per FAA Order 6820.10, VOR, VOR/DME, 
and VORTAC Siting Criteria, Section 13, no structures should be permitted within 1,000 
feet of the VOR antenna, except for buildings such as the transmitter building located 
below ground level of the VOR antenna. Additionally, no groups of trees should be within 
1,000-foot radius of the VOR. 

 Wetland Impacts – There are several wetland areas on airport property, as well as 
several larger wetland complexes nearby the Airport. These are comprised of several 
wetland types including wooded swamp, shrub swamp, and bog habitat. Field 
delineations of wetlands were conducted in October 2017, May 2019, and May 2020 to 
refine the boundaries of wetlands present within the airport property as part of the 
commercial apron expansion, Runway 13/31, and Taxiway A reconstruction projects, and 
were previously shown on Figure 1-14. Impacting wetland areas should be minimized if 
upland alternatives are feasible and practicable. 

Aircraft Parking & Tiedowns: 
 Demand – Alternatives were developed to meet the existing and forecasted tiedown and 

aircraft parking demand as identified in Section 4.4.1.2. Example planning scenario 
includes:  
 ADG I: 12 tiedown positions 
 ADG II: 8 parking positions 
 ADG III: 3 parking positions 

 Design Standards – tiedowns were designed to meet parking position, sizing, as well as 
associated ADG and TDG design criteria, and are located outside of existing and future 
TOFAs/TLOFAs. 
 To remove direct access (Section 4.4.1.2), tiedowns access from an apron to a 

runway will make at least one turn between 75 and 89 degrees prior to reaching the 
runway hold line. 

 Concrete Hardstands – concrete hardstands are recommended for all tiedown positions 
to reduce the potential of tiedowns heaving. See Section 4.4.1.2. 
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Future Fuel Farm: 
 Fuel Tank Capacity - Based on activity levels at INL and discussions with the Airport 

and FBO, the future farm will include:  
 one 20,000-gallon tank for Jet A (FBO owned) 
 one 10,000-gallon tank for Avgas (FBO owned) 
 one 1,500-gallon tank for gasoline (Airport owned)  
 one 1,500-gallon tank for diesel (Airport owned) 
 Additional concrete pad space to accommodate a deicing fluid tank in the future 

(Airport owned). 
 Siting Constraints – fuel farm siting constraints are listed below and are shown in 

Figure 5-2. The future fuel farm must be located: 
 25-foot from existing and future structures; 
 30-foot from property lines and easements; 
 Operational area outside of Taxiway/Taxilane Object Free Areas (TOFA); 
 In a location that is able to accommodate a self-service fuel pump in the future; 
 In a place with ease of access by fuel delivery trucks and airport vehicles; and  
 In a location with minimal impact to existing airport infrastructure. 

5.1.2 Summary of Alternatives 
Three alternatives were developed utilizing the areas in the existing building area (Analysis 1) as 
well along Taxiway A south of the commercial apron (Analysis 2) to help meet hangar and 
tiedown/parking demands, as well as locations for the future fuel farm. The alternatives for 
Analysis 1 are shown in Figures 5-3, and 5-5, and Analysis 2 is shown in Figure 5-7. Aspects of 
each of these alternatives are summarized below and compared in Table 5-1.  
 
Existing Building Area – Analysis 1 

 Alterative 1A (Figure 5-3) – This alternative provides three ADG III parking positions on 
the commercial apron, five ADG II positions and 12 ADG I tiedowns on the general 
aviation apron. The alignment of ADG I tiedowns on the eastern edge of the general 
aviation apron were rotate to 75 degrees to meet direct access design standards. Due 
the limited space available on the existing apron, the future fuel farm is located north of 
the existing SRE Building, and future hangar is located south of existing building. Lastly, 
two larger ADG II hangars are shown north of Taxilane D, outside of the delineated 
wetlands. Because this taxilane serves ADG II aircraft, these hangar sites should be 
reserved for hangars serving ADG II aircraft.  

 Alternative 1B (Figure 5-5) – Alternative 1B is very similar to Alternative 1A; however, 
the location for the future fuel farm and future hangar are flipped. As a result of the future 
fuel farm located between the SRE Building and Garage, an additional ADG I tiedown 
can be provided on the east side of the apron. Additionally, the alignment of ADG I 
tiedowns on the eastern edge of the general aviation apron were rotated to 90 degrees to 
meet direct access design standards, which reduced the number of tiedowns available in 
this area. 
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Taxiway A South – Analysis 2 
 Alterative 2A (Figure 5-7) – Due to the constraints of the 20-foot BRL and CSAH 108 

right-of-way, only one alternative was evaluated for this area. Alternative 2A examines 
the ability to accommodate future hangars along Taxiway A south of the commercial 
apron. Due to the constraints of the 20-foot BRL and CSAH 108, there is only space for 
smaller ADG I hangars (50’x50’ or smaller) along CSAH 108. Vehicle access to these 
hangars is provided by future gates and access roads from CSAH 108. Vehicle parking is 
available near each hangar development. Access should also be provided for vehicles to 
enter hangars as tenants frequently store vehicles in their hangar while they are traveling 
with the aircraft, particularly in winter months. The proposed hangar layout in Alternative 
2A was designed minimize impacts to the wetlands in the same area  

Future Fuel Farm – Analysis 1 & 2 
 Alternative 1A (Figure 5-4): Alternative 1A locates the fuel farm approximately 100 feet 

to the northeast of the SRE Building along the General Aviation apron. This location 
allows space for snow accumulation on the SRE Building to slough off the eastern edge 
of the building without impacting the fuel farm and potentially causing operational 
challenges. This location is also in a relatively uncongested area of the apron. Delivery to 
this location would require the least amount of paving to provide access and no additional 
fencing would be required. Landside access to this alternative is not recommended as 
this would result in additional fencing with gate access, and additional pavement 
infrastructure for trucks to access the fuel farm. For this location, the concrete fueling pad 
has been modified with rectangular approach fillets and a concrete pad in front of the fuel 
farm to accommodate the weight of the fuel trucks and allow parking space for a fuel 
truck off the apron. While the Airport and FBO wish to provide fueling only via fuel truck in 
the future, this site does provide some flexibility to add a fuel pump in the future if it is 
desired.  

 Alternative 1B (Figure 5-6): Alternative 1B locates the fuel farm between the SRE 
Building and Garage. This location is within the existing FBO lease space. The lease 
would need to be modified to appropriately accommodate the fuel farm. Also the future 
FBO hangar construction in this desirable area would no longer be possible. Two 
different truck routes are shown on this alternative: airside and landside. The landside 
access will require additional fencing with gate access. While the Airport and FBO wish to 
provide fueling only via fuel truck in the future, this site does also provide some flexibility 
to add a fuel pump in the future if it is ultimately desired.  

 Alternative 2A (Figure 5-8): Alternative 2A is located on the former site of the Weather 
Balloon Launch Facility (facility is now located northeast of CSAH 108). As with 
Alternative 1B, two alternative truck access routes were examined: airside and landside. 
The airside route utilizes parallel Taxiway A from the Commercial apron. This airside 
route is not desirable as it requires traveling down the active taxiway. This alternative 
would require frequent FBO fuel truck (Jet A and 100LL trucks) operations in the 
movement area on Taxiway A which is not desirable. The landside route gains access 
through the existing gate and on the existing gravel road. The access road for the 
landside route would need to be paved and maintained with SRE equipment during 
winter months. This location is in the area of preferred future hangar development so it 
may limit future hangar construction or long-term commercial apron expansion. This site 
does not provide the ability for a fuel pump in the future. 
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Table 5-1 summarizes all the impacts and design considerations for all alternatives. 
 

Table 5-1 – Alternatives Analysis Summary 

Item Alternatives 
 Alternative 1A  Alternative 1B Alternative 2 

Analysis 1 – Existing Building Area 
Figure Figure 5-3 Figure 5-5 N/A 

Aircraft 
Parking 

ADG I Tiedowns 12 11 - 
ADG II Parking 8 8 - 
ADG III Parking 3 3 - 

Future SRE Building South of Existing North of Existing - 
Analysis 2 – Taxiway A 

Figure N/A N/A Figure 5-7 
Phase 1 ADG I Box Hangars - 12 
Phase 2 ADG I Box Hangars 19 

Fuel Farm - Analysis 1 & 2 
Figure Figure 5-4 Figure 5-6 Figure 5-8 

Location 100’ NE of Exist. 
SRE Bldg 

South of Exist. 
SRE Bldg 

Site of Previous 
Weather Balloon 

Facility 

Airside Access Via FBO Gate to 
GA Apron 

Via FBO Gate to 
GA Apron Via Taxiway A 

Ability for Fut. Self-Service Yes Yes No 

Landside 
Access 

Route N/A Via Terminal Auto 
Parking 

Via Existing 
Gravel Road 

New Fencing/ Gates No Yes No 

5.1.3 Development – Chosen Alternative 
At the April 25, 2022 meeting, the Airport Commission chose Alternative 1A as the preferred 
alternative for the apron layout, as well as the location of the future fuel farm. The Airport and 
FBO indicated the preference for Alternative 1A due to the future fuel farm’s proximity to the 
FBO, convenient airside access for airport vehicles without having to access a public road nor 
Taxiway A, and the option to provide a concrete pad to accommodate the weight of the dispense 
and fueling trucks. The FBO also added that this location is preferred as it gives the ability to 
monitor, escort and control the fuel deliveries as the trucks will need to the use the FBO gate to 
access the fuel farm. 

Due to the limited space available along Taxiway A for development, Alternative 2A is the 
preferred alternative for this area. 

Alternatives 1A (apron layout and fuel farm location) and 2A (building area expansion) will 
be shown on INL’s updated ALP. 

5.2 Terminal Parking Lot Layout – Alternative Analysis 3 
Due to the age and condition of the automobile parking lot pavement, it is recommended that 
routine maintenance (e.g., joint and crack sealing.) as well as new paint is recommended to 
extend the life of the pavement (see Section 4.4.9). Rehabilitation of the parking lot pavement is 
recommended the pavement be rehabilitated by 2030. As part of the recommended pavement 
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maintenance project, it is recommended that the automobile parking lot be separated with 
signage based on parking use (see Section 4.4.9), as well as locations for future Level 2 Electric 
Vehicle (EV) charging stations be identified (see Section 4.4.9.2).  

With that, this section evaluates alternative parking lot layouts per category of use as well as a 
location for future Level 2 EV charging stations. There are several considerations that were taken 
into account for the layout, and include: 

 Parking Space Needs  As previously discussed in Section 4.4.9, Table 5-2 summarizes 
the automobile parking space needs per category at INL. These recommended estimates 
were used for alternative layouts of the existing parking lot.  

Table 5-2 – Automobile Parking Space Needs by Category 

Category Amount 
Employee Parking 26 
FBO Parking 7 
Rental Car 46 

Public 
Parking 

Short-Term 34 
Long-Term  104 
Handicap Accessible 7 

Total Spaces 225 
Note: See Table 4-12 for detailed information on space needs. 
Source: SEH, Airport Management, Einarson Flying Service, 
AVIS & Worley’s, ACRP Report 25, MN State Disability 
Parking Reference Guide 2017. 
 

 Employee Parking – based on discussion with Airport Management, 26 spaces are 
recommended for employee parking. It is recommended that the parking lot layouts 
prioritize short-term public parking spaces closer to the Terminal than employee parking 
space. 

 FBO Parking – The FBO require seven parking spaces, two courtesy cars and five for 
FBO customers. The layout will place the seven spaces close to the FBO building. As a 
private business, the parking spaces required for the FBO are not eligible for FAA AIP 
funding. 

 Rental Car Parking – AVIS indicated they needed 30 spaces and Worley’s indicate they 
needed 16 spaces for rental cars, totaling 46 parking spaces. As private businesses, the 
parking spaces required for the rental car companies are not eligible for FAA AIP funding. 

 Public Parking – are parking spaces dedicated for the parking of vehicle by the general 
public utilizing the Airport. At airport, there are generally two types of public parking: 
short-term and long-term. 
 Short-term parking is defined as patrons that are parked at the airport for less than 

four hours. It is recommended that short-term parking space be located close to the 
Terminal building. 

 Long-Term parking is defined as patrons that are parked at the airport for more 
than four hours, often for several days. Due to time duration, it is recommended that 
long-term parking space be located farther from the Terminal building than short-term 
parking. 
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 Handicap Accessible – Per MN State Disability Parking Reference Guide 2017, 
seven spaces are required for a 201 to 300 lot. The existing parking lot has 225 
parking spaces, and eight handicap accessible spaces. The spaces must be located 
directly adjacent to the Terminal entrance. 

 EV Charging Stations at airports is a new and evolving amenity that can be offered 
for travelers. It is recommended the future EV charging station be placed in spaces 
identified for public parking. Also, it is recommended that the future EV charging 
stations be located near the SRE Building, as there is an existing electrical control 
panel at the building site.  

5.2.2 Summary of Parking Lot Layout Alternatives 
Three alternatives were developed for the existing automobile parking lot and are summarized 
below and compared in Table 5-3.  

Table 5-3 - Alternative 3 Analysis Summary 

Categories Recommended Alt. 3A 
Fig. 5-9 

Alt. 3B 
Fig. 5-10 

Alt. 3C 
Fig. 5-11 

Alt. 3D 
Fig. 5-12 

Employee 26 30 27 27 27 
FBO 7 7 7 7 7 
Rental Car 46 48 48 48 40 

Public Parking 
Short-Term 34 54 54 46 46 
Long-Term 104 78 81 89 92 
Handicap 7 8 8 8 8 

 Total 225 225 225 225 225 

5.2.3 Parking Lot Layout - Chosen Alternative 
At the June 29, 2022 meeting, the Airport Commission indicated a preference for Alternative 3B, 
with Alternative 3C is a viable alternate parking lot layout. However, the Airport Commission 
indicated there could be advantages to having all long-term parking in a similar location and all 
short-term parking being convenient to the Terminal building. As such, preferred Alternative 3E 
was developed as the preferred parking lot layout (see Figure 5-13). 
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Figure 5-10Focused Master Plan
Falls International Airport - Einarson Field
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Figure 5-11Focused Master Plan
Falls International Airport - Einarson Field

05/2022; INTER 160707International Falls, Minnesota

Legend

0 35 70

Feet

Terminal

ARFF

FBO

Hangar

Garage

SRE

Airport Property

C
SAH

 108

9' 
Fen

ce

Lo
ng

-Term

28
 Spa

ce
s

Lo
ng

-Term

12
 Spa

ce
s

Sho
rt-T

erm

26
 Spa

ce
s

Sho
rt-T

erm

20
 Spa

ce
s

Lo
ng

-Term

8 S
pa

ce
s

Lo
ng

-Term

10
 Spa

ce
s

FBO

7 S
pa

ce
s

Emplo
ye

e  
 27

 Spa
ce

s

Ren
tal

 C
ar

48
 Spa

ce
s

Lo
ng

-Term

26
 Spa

ce
s

Handicap
8 Spaces
Handicap
8 Spaces

Employee Parking (27)

FBO Parking (7 Spaces)

Rental Car Parking (48)

Handicap Parking (8)

Short-Term Parking (46)

Long-Term Parking (89)

Long-Term &
EV Charging
Stations
(5 Spaces)

Airport
Entrance

EV Charging Stations (5)





Automobile Parking Lot Layout - Alternative 3D

Figure 5-12Focused Master Plan
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Figure 5-13Focused Master Plan
Falls International Airport - Einarson Field

06/2022; INTER 160707International Falls, Minnesota
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6 Environmental Overview 
The National Environmental Policy Act of 1969 (NEPA) requires that environmental impacts of 
proposed airport development be considered throughout the planning period. Three categories of 
environmental actions relevant to airport development are outlined in 40 Code of Federal 
Regulations (CFR) Parts 1500 – 1508. Every project proposed for an airport is categorized into 
one of these three actions: 

 Categorical Exclusions – Projects categorically excluded are those actions that have 
been found under normal circumstances to have no potential for significant 
environmental impact. 

 Actions Normally Requiring an Environmental Assessment (EA) – Projects normally 
requiring an EA are actions that have been found by experience to sometimes have 
significant environmental impacts. 

 Actions Normally Requiring an Environmental Impact Statement (EIS) – The purpose of 
an EA is to determine whether or not a project will have significant impacts. Based on the 
results reported in an EA, the FAA then prepares either a finding of no significant impact 
(FONSI) or an EIS. An EIS further investigates a project’s potential environmental 
impacts. 

The major product of the Master Plan process is the ALP, which shows an airport’s existing and 
planned development. Federal Aviation Regulations require that an airport operator undertake an 
environmental analysis for the planned development for FAA review and approval if it plans to 
apply for federal grants to fund development depicted on the ALP. Due to the limited shelf-life of 
environmental studies, a formal EA or Categorical Exclusion documentation is typically 
developed at such time to ensure the environmental work is current within the timeframe during 
which the actual project would be undertaken. 

The following areas of possible environmental impact must be addressed in detail in the planning 
phase for the improvements recommended in Chapters 4 and 5. 

6.1 Compatible Land Use & Zoning 
Land-use compatibility conflicts are a common problem around many airports in the United 
States, both for large transport airports and smaller GA facilities. In urban areas, as well as some 
rural settings, airport owners find that essential expansion to meet the demands of airport traffic 
is difficult to achieve due to the nearby development of incompatible land uses. 

These incompatible uses typically consist of medium to high density residential areas, built 
closely to an existing airfield prior to enactment of suitable land-use zoning legislation. The 
residents of these developments, with substantial investments in their homes, may view the 
Airport and its activities as a threat to their health, safety, and quality of life. The issue of airport 
noise is generally the most apparent perceived environmental impact upon the surrounding 
community. Conflicts may also exist in the protection of runway approach and transition zones to 
assure the safety of the flying public and the adjacent property owners. 

The land use adjacent to the Airport property includes residential, industrial, and forested wetland 
areas. The city of International Falls is located directly north of the property. The Rainy River is 
located approximately 1.75 northwest of the airport.  

These land uses are compatible with all recommended future airport development (see Figures 
1-10 and 1-11). 
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6.2 Noise 
The FAA has determined that the cumulative noise energy exposure of individuals to noise 
resulting from aviation activities must be established in terms of yearly day/night average sound 
level (DNL). Noise exposure is considered significant if the 65 DNL or greater encroaches on any 
noise sensitive area. 

None of the future recommended development at the Airport will alter the current noise levels at 
the Airport. As a result, a noise analysis is not necessary. 

6.3 Social Impacts 
Airport development has the potential to impact not only the natural environment but also the 
human environment. These impacts are judged as significant if they cause the relocation of any 
resident or business, alteration of surface transportation patterns, division or disruption of 
established communities, disruption of orderly, planned development, or an appreciable change 
in employment. 

No homes are proposed to be disrupted or acquired for any of the future recommended 
development of the Airport. 

6.4 Induced Socio-economic Impacts 
These secondary or indirect impacts involve shifts in population, changes in economic climate, or 
shifts in levels of public service demand. Assessment of socioeconomic impacts is usually 
associated with major development at air carrier airports, which involve terminal building 
development, major roadway alignments, and similar work. The extent of indirect socioeconomic 
impacts of the future recommended development are not of the magnitude that would normally 
be considered significant. 

6.5 Environmental Justice and Children’s Environmental Health and 
Safety Risks 
Environmental health risks and safety risks include risks to health or safety that are attributable to 
products or substances that a child is likely to come in contact with or ingest, such as air, food, 
drinking water, recreational waters, soil, or products they might use or be exposed to. 

The future recommended development would not result in changes to these substances, nor 
would these projects result in additional exposure of these substances to children, therefore 
effects to this impact category are assumed not to be significant. 

6.5.1 Environmental Justice 
Executive Order 12898, Federal Actions to Address Environmental Justice in Minority 
Populations and Low-Income Populations, and the accompanying Presidential Memorandum, 
and Order DOT 5610.2, Environmental Justice, require FAA to provide for meaningful public 
involvement by minority and low-income populations and analysis, including demographic 
analysis, that identifies and addresses potential impacts on these populations that may be 
disproportionately high and adverse. 
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None of the future recommended development will require the relocation of any unwilling 
participants, low income or otherwise. Therefore, environmental justice impacts are not 
anticipated. 

6.5.2 Children’s Environmental Health and Safety Risks 
Environmental health risks and safety risks include risks to health or safety that are attributable to 
products or substances that a child is likely to come in contact with or ingest, such as air, food, 
drinking water, recreational waters, soil, or products they might use or be exposed to. 

The areas for the future recommended development would not result in changes to these 
substances, nor would these projects result in additional exposure of these substances to 
children, therefore effects to this impact category are assumed not to be significant. 

6.6 Conversion of Farmland 
Federal conversion of farmland to non-agricultural uses is regulated by the Farmland Protection 
Policy Act (FPPA) through the U.S. Department of Agriculture (USDA) Natural Resources 
Conservation Service (NCRS). Farmland is defined by the underlying soil type (not the use of the 
land) and is classified by the USDA as “prime farmland”, “prime farmland if drained”, or “farmland 
of statewide importance.” Preservation of prime farmland is a priority for the USDA, and the 
sponsors of projects funded with federal support are required to assess the effects of the projects 
on prime farmland. 

There are significant areas within the airport property that are mapped by the NRCS as “farmland 
of statewide importance” (Section 1.17.3 and Figure 1-12). Evaluation of farmland impacts will 
be required in the environmental assessment process, but there is no land acquisition proposed 
in these projects. 

6.6.1 Fish, Wildlife, and Plants 
The Fish and Wildlife Coordination Act requires that agencies consult with the State wildlife 
agencies and the Department of the Interior (FWS) concerning the conservation of wildlife 
resources. The Fish and Wildlife Conservation Act also encourages conservation of non-game 
fish and wildlife and their habitats. 

An “Endangered Species” is defined as any member of the animal or plant kingdom determined 
to be in danger of extinction throughout all or a significant portion of its range. A “Threatened 
Species” is defined as any member of the plant or animal kingdom likely to become endangered 
in the foreseeable future. 

One of the proposed projects includes removal all trees within the 1,000-foot ASOS Critical Area. 
Although the Airport is within the breeding range of the Northern long-eared bat (Myotis 
septentrionalis - Endangered), if tree clearing is completed over the winter, there should not be 
any impacts to the bat. The Northern long-eared bat hibernates in caves and mines, which are 
not located within 10 miles of the Airport property.  

The Airport is also within the distributional range of the gray wolf, and the range of the Canada 
lynx, the nature of the project is such that no effects on federal threatened or endangered species 
are anticipated.  
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6.7 Affected Areas under the Protection of USDOT Act, Section 4(f) 
Section 4(f) of the Department of Transportation (DOT) Act provides protection for publicly owned 
land in parks, recreation areas, or wildlife and waterfowl refuges of national, State, or local 
significance or lands from an historic site of national, State, or local significance. 

None of the future recommended development are located on existing parks, waterfowl/wildlife 
refuges or recreation areas; therefore, no impacts to any Section 4(f) properties can be expected 
as part of the proposed development (See Figures 1-10 and 1-11). No land acquisition is 
proposed from any of the projects, therefore, no impacts to any Section 4(f) properties can be 
expected as part of the proposed development 

6.8 Wetlands 
Wetlands as defined in Executive Order 11990, “Protection of Wetlands”, as “those areas that are 
inundated by surface or ground water with frequency sufficient to support, and under normal 
circumstances does or would support, a prevalence of vegetation or aquatic life that requires 
saturated or seasonally saturated soil conditions for growth and reproduction. Wetlands generally 
include swamps, marshes, bogs, and similar areas such as sloughs, potholes, wet meadows, 
river overflows, and natural ponds.” 

Wetlands have been delineated as part of several projects on airport property in the last several 
years. The location of all the wetland boundaries is depicted in Figure 1-14.  

Impacts to wetlands may occur as part of the following projects: 

 Reconstruct the southern 1,000 feet of Runway 13/31 

 Reconstruct Taxiway C1 

 Construct additional hangar space 

These projects may result in the permanent loss of wetland habitat and are subject to wetland 
regulation by local, state and/or federal agencies. All of the wetlands on Airport are under the 
jurisdiction of the U.S. Army Corps of Engineers (USACE) implementing Section 404 of the Clean 
Water Act and the City of International Falls implementing the Minnesota Wetland Conservation 
Act (WCA). Any impacts to the wetlands onsite will be regulated and mitigation for by the USACE 
and WCA.  

6.9 Floodplains 
Floodplains are defined by Executive Order 11988, “Floodplain Management”, as “the lowland 
and relatively flat areas adjoining coastal waters…including at a minimum, that area subject to a 
one percent or greater change of flooding in any given year...”, that is, an area which would be 
inundated by a 100-year floodplain, mitigating measures must be investigated in order to avoid 
significant changes to the drainage system. 

The FIRM for the City of International Falls, Minnesota, Koochiching County – Panel Number 
2702350001B, effective July 16th, 1996 indicates that the existing runway is located outside the 
FEMA designated 100-year floodplain of the Rainy River located north and west of International 
Falls. Consultation and correspondence with Koochiching County is required prior to any work 
within the floodplain. A conditional Use Permit (CUP) is required for any work within any 



 

FOCUSED MASTER PLAN  INTER 160707 
Page 165 

designated floodplain. For impacts greater than 1.0 acres, the State of Minnesota requires that a 
National Pollutant Discharge Elimination System (NPDES) permit be obtained. The available 
FEMA FIRM map is shown in Error! Reference source not found..  

6.10 Coastal Zone Management Programs and Coastal Barriers 
The Coastal Barrier Resources System contains undeveloped coastal barriers along the Atlantic 
and Gulf coasts and Great Lakes. The Coastal Zone Management Act applies to the States 
having an approved Coastal Zone Management (CZM) plan. 

The Airport is not located within a coastal area and would not affect coastal resources governed 
by the Coastal Barriers Resources Act (CBRA) or the Coastal Zone Management Act (CZMA). 
Therefore, none of the future recommended development would result in impacts to this 
environmental category. 

6.11 Wild and Scenic Rivers 
Wild and scenic rivers are designated as part of the National Wild and Scenic River Programs by 
the U.S. Department of the Interior under the Wild and Scenic River Act to protect the most 
beautiful and unspoiled rivers in the nation. River segments are designated based on their 
outstandingly remarkable scenic, recreational, geological, fish and wildlife, historic, cultural, or 
other similar values and are to be preserved in free-flowing condition for the benefit and 
enjoyment of present and future generations. Several river segments are also state-designated 
as wild and scenic in the State of Minnesota. 

There are no Wild and Scenic Rivers in the Airport property. The closest river in the vicinity is the 
Rainy River, located approximately 2 miles north and northwest of the property; no National nor 
State designations were found for this reach of the Rainy River. No future development impacts 
will occur under this category.  

6.12 Water Quality 
The Federal Water Pollution Control Act, as amended (commonly referred to as the Clean Water 
Act), provides the authority to establish water quality standards, control discharges, develop 
waste treatment management plans and practices, prevent or minimize the loss of wetlands, 
location with regard to an aquifer or sensitive ecological area such as a wetlands area, and 
regulate other issues concerning water quality. Additionally, a National Pollutant Discharge 
Elimination System (NPDES) permit under Section 402 of the Clean Water Act is required for 
point-source discharges into waters of the U.S. and for construction activities to protection from 
construction related erosion and sedimentation. A 404 permit is required to place dredged or fill 
material in waters of the U.S. including jurisdictional wetlands. 

Typically, pollutants carried in airport runoff include spilled fuel and oil, deposits from rubber tires, 
and accidentally discharged chemicals, i.e. agricultural spray operations, aircraft de-icing, and 
washing agents. For most airport improvements, design, control during construction, and other 
mitigation measures can avoid significant impacts to water quality. 

For aerial spray wash and deicing facilities at airports, water quality standards require the 
collection of materials to prevent distribution into storm water runoff. The deicing materials may 
be recycled from a runoff tank. 
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A Storm Water Pollution Prevention Plan (SWPPP) is required to identify the Airport operations 
having the potential to affect storm water and the appropriate Best Management Practices 
(BMPs) to eliminate or minimize surface water contamination. Erosion and sedimentation control 
and management of runoff during construction is typically designed during specific improvement 
projects and reviewed and approved during the NPDES permitting process. 

A SWPPP may be required for the increased impervious surface associated with the apron 
reconstruction and reconfiguration, and Taxiway C1 realignment. These impacts and required 
permits will be evaluated in the environmental assessment process. 

6.13 Historical, Architectural, Archeological, and Cultural Resources 
The National Historic Preservation Act (NHPA) of 1966, as amended, establishes the Advisory 
Council on Historic Preservation (ACHP) and the National Register of Historic Places (NRHP). 
Section 106 of the NHPA requires consideration of the effects of undertaking on properties that 
are eligible for inclusion in the NRHP. Compliance with Section 106 requires consultation with the 
State Historic Preservation Officer (SHPO) if there is a potential adverse effect to historic 
properties on or eligible for listing on the National Register of Historic Places. 

The Archeological and Historic Preservation act of 1974 provides for the preservation of historic 
American sites, buildings, objects, and antiquities of national significance by providing for the 
survey, recovery, and preservation of historical and archeological data which might otherwise be 
destroyed or irreparably lost due to a development project. 

No Archeological or Historic properties are known to exist in the area of the proposed 
development. However, this will need to be evaluated in the environmental process. This 
evaluation will include an evaluation of all structures older than or approaching 50 years in age. 

The State of Minnesota may require that an archeological survey be undertaken prior to major 
construction on an undisturbed site, and the State Historical Society should be contacted as a 
function of the EA in order to determine the existence of any impacts to the sites of 
historical/cultural significance. 

Traditional Cultural Places (TCPs) may be eligible for listing on the NRHP and thus may become 
the subject of Section 106. The potential for the existence of protected tribal resources or TCPs 
should be confirmed through information consultation with the seven tribes in the State of 
Minnesota.  

6.14 Air Quality 
The Clean Air Act (CAA) established National Ambient Air Quality Standards (NAAQS) for six 
pollutants, termed “criteria pollutants” and requires each State to adopt a plan to achieve the 
NAAQS for each pollutant within specific timeframes. These air quality plans are known as State 
Implementation Plans (SIP). The State of Minnesota has developed a SIP, which contains the 
rules and programs the State will use to help ensure air quality continues to meet the NAAQS. 

The potentially significant impact of a proposed action on the attainment and maintenance of air 
quality standards must be disclosed. Conformity with the SIP must also be demonstrated. 
Currently there are no non-attainment areas in the State of Minnesota. 
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Because Koochiching County is not in a non-attainment or maintenance area and the proposed 
development outlined in Chapter 5.0 conforms to the SIP, no air quality analysis will be required 
(FAA Order 5050.4B). 

6.1 Energy Supply and Natural Resources 
The effects of Airport development on energy and natural resources are generally related to the 
amount of energy required for stationary facilities (i.e., terminal building cooling or heating 
equipment, electrical lighting for the interior of buildings and the airfield, and approach or radar 
control systems), For most GA and non-hub air carrier airports, changes in energy demands or 
other natural resource consumption will normally not result in significant impacts. 

None of the future recommended development are considered to be significant and demand on 
energy will not exceed supply. 

6.1.1 Light Emissions 
Aviation lighting required for the purposes of obstruction marking, security of parked aircraft and 
vehicles, and visual aids to navigation are the main source of flight emissions emanating from 
airports. An analysis is necessary only if a proposal would intrude new airport lighting facilities 
that might affect residential or other sensitive land uses. 

No additional light emissions impacts are anticipated by any of the proposed future projects. 

6.2 Solid Waste Impacts 
Airport improvements, which consist of development such as Reconstructing Runway 13/31, 
reconstructing Taxiway C1, and construction of additional hangers do not normally have a direct 
significant effect on solid waste collection or disposal. The proposed development projects do not 
include uses that will significantly increase the solid waste generated at the site. 

6.3 Construction Impacts 
Construction activities can create environmental impacts at the construction site and in the 
surrounding area. These impacts are generally temporary in nature and subside once 
construction is completed. Through prudent engineering and construction practices, construction 
impacts associated with future recommended development can be minimized. 

The environmental categories that can be affected by construction often include construction 
noise, dust and noise from heavy equipment traffic, disposal of construction debris, and air and 
water pollution. Many of the specific types of impacts that could occur and permits or certificates 
that may be required are covered in the descriptions of other appropriate impact categories. 
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7 Financial and Implementation Plan 
There are many projects planned for the Falls International Airport – Einarson Field (INL) in the 
upcoming years, as discussed throughout this Master Plan. Understanding the costs of these 
projects and particulars of the funding partners (FAA, MnDOT, Hangar Loan Program, etc.) is 
essential to determine the feasibility of the plan. This chapter will discuss the various sources of 
potential funding, provide a brief description of the planned projects, and summarize the Capital 
Improvement Plan (CIP) for all of the planned development. 

7.1 Funding Sources 
In Minnesota, airport development projects are usually funded by several sources, including the 
FAA Airport Improvement Program (AIP), Bipartisan Infrastructure Law (BIL), Minnesota Airport 
Construction Grant Program, Airport Maintenance and Operations Program, Hangar Loan 
Revolving Account Program, local (Airport and/or City) funding, and private investment.  

7.1.1 FAA Airport Improvement Program (AIP) 
The FAA AIP was created by the Airport and Airways Act of 1982 to assist in the development of 
a nationwide system of public-use airports. AIP replaced the previous programs, including the 
Airport Development Aid Program (ADAP) and the earlier Federal Aid to Airports Program 
(FAAP). AIP provides an increased level of funding, higher federal participation rate, and greater 
project eligibility. Amendments to the program since 1982 have consistently increased funding 
levels, participation rate, and eligibility.  

The AIP has limits on eligibility. Generally, grant eligible items include airfield and aeronautical 
related facilities, such as: runways, taxiways, aprons, lighting, and visual aids, as well as land 
acquisition, planning, and environmental tasks needed to accomplish the Airport improvement 
projects. Most revenue producing items like hangars, fuel farms, and FBO facilities are not 
eligible for AIP funds. Additionally, equipment eligibility is limited to safety equipment like aircraft 
rescue and firefighting (ARFF) trucks and snow removal equipment (SRE). Mowers, earth moving 
equipment, and airport operations vehicles are not eligible for funding. The FAA utilizes a priority 
system to rank development items. Generally, the smaller the Airport and the farther the item is 
from the runway, the lower priority it receives (e.g. runways have priority over taxiways, which 
have greater priority than aprons, which have priority over roads, etc.). However, development or 
equipment required by rule or law has a high priority. 

Currently, federal participation in the AIP is 90% of the eligible cost of airport projects, leaving the 
Airport sponsor responsible for the other 10%. In Minnesota, MnDOT Aeronautics has typically 
provided a grant for 50% of the sponsors share on AIP grants. All funding from both State and 
Federal agencies must be for planning, design, construction, or pavement maintenance projects, 
and cannot be used to supplement the operating expenses of the airport. 

In previous years (prior to 2022), INL was identified as an Economically Distressed Area (EDA) / 
Essential Air Service (EAS) Airport. The FAA Modernization and Reform Act of 2012 established 
a special rule for economically distressed communities permitting the Government's share of 
funding (AIP) to be increased from 90% to 95%. This special rule applies to airports 
receiving EAS as of October 1 of each year and are located in an area that meets one or more of 
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the EDA criteria.34 The FAA makes this determination for airports annually, known as the 
EAS/EDA Determination, and publishes a list of all qualifying locations. In previous years INL met 
one or more of these EDA criteria. However, in FY 2022 it was determined that INL does not 
currently meet these criteria to qualify for EDA funding (95% match). As a result, the Federal 
match for AIP eligible projects at INL is currently 90%. The status will be reviewed annually, 
and thus, the federal participation rate may change during the planning term as the community’s 
status changes.  

There are two types of AIP funds that an airport will receive: entitlement and discretionary. 

7.1.1.1 Entitlement Funds 
INL is classified as a Non-Hub Primary Airport per the 2021-2025 NPIAS35, a such INL 
receive an annual entitlement of $1 million per year. Non-hub Primary Airport as commercial 
service airports that enplane less than 0.05% of all commercial passenger enplanements (non-
hub), but have more than 10,000 annual enplanements (primary). INL enplanement forecasts 
through the 20-year planning period are too small to create a larger entitlement. Conversely, if 
the airport’s enplanements dip below 10,000 in a given year the entitlement funding could drop to 
$150,000. If an airport desires to receive discretionary funds (Section 7.1.1.2) for a development 
item, the airport’s CIP should include at least two years of entitlement funds dedicated to the 
project. An airport can use entitlement funds on any eligible item; however, excessive use of 
entitlements on low priority work can have a negative effect on the FAA’s discretionary funding 
plans for that airport. As of July 2022, INL’s existing FAA Entitlement balance is $1,828,451. 

7.1.1.2 Discretionary Funds 
Approximately half of the AIP appropriations each year can be dispersed by the FAA at their 
discretion, rather than the fixed entitlement grants. The FAA has many priority programs they 
fund each year; examples are runway safety areas, runway surface treatments, and projects 
which improve overall system capacity (e.g. new runways at hub airports). Airports, such as INL, 
compete best for discretionary funding for safety, security, and pavement preservation projects. 

7.1.2 FAA Bipartisan Infrastructure Law (BIL) 
The Infrastructure Investment and Jobs Act, popularly known as the Bipartisan Infrastructure Law 
(BIL), was signed into law on November 15, 2021, providing nearly $1.2 trillion of investment into 
the Nation’s infrastructure needs. The goal of BIL is to modernize infrastructure, increase equity 
in transportation, help fight climate change, strengthen the supply chain, and create jobs. 

Over a five-year period (2022-2026), BIL will provide a total of $25 billion to the FAA for the 
Nation’s air transportation system to address the physical condition of the FAA’s air traffic control 
facilities, and improve safety and efficiency at our nation’s airports. The $25 billion of aviation 
funding includes $15 billion for Airport Infrastructure Grants (AIG), $5 billion for the Airport 
Terminal Program (ATP), and $5 billion for FAA Air Traffic Facilities (ATF).36 

 
34 Established in section 301(a) of the Public Works and Economic Development Act of 1965 (42 U.S.C. § 
3161(a)). 
35 National Plan of Integrated Airport Systems. See Section 1.6.1. 
36 https://www.faa.gov/bil 
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7.1.2.1 Airport Infrastructure Grants (AIG) Funding 
AIG funding totals $15 billion, and includes allocations of up to $500 million annually for Non-
Primary Airports and $2.39 billion annually for Primary Airports. Allocations for Non-Primary 
Airports are based on the airport’s role in the NPIAS with a fixed amount for each role (e.g., 
National, Regional, etc.). Unclassified NPIAS airports do not receive an AIG allocation. 
Allocations for Primary Airports, such as INL, are based on the existing apportionment formula in 
the AIP statutes, which are based on passenger enplanement and cargo volumes. The Federal 
Fiscal year 2022 enplanement counts for funding are based on the highest enplanement counts 
in either calendar year 2018, 2019, or 2020. Federal Fiscal year 2023 enplanement counts for 
funding are based on the highest enplanement counts in either calendar year 2019, 2020, or 
2021. For Federal Fiscal years 2024-2026 the enplanement counts for funding are based on the 
most current year’s enplanements. AIG has the same standard federal match as AIP projects for 
each airport, which is currently 90% for INL (see Section 7.1.1.1). As a Non-Hub Primary 
Airport, INL received $1,011,506 in 2022 for AIG funding, and is anticipated to receive 
similar amounts in 2023 through 2026. 

Additionally, AIG allocates $20 million annually for Competitive Federal Contract Tower (FCT) 
grants. The AIG Competitive FCT grant program is for contract tower construction, rehabilitation, 
modernization; equipment needed for contract tower operation; and remote towers certified by 
the FAA. AIG FCT grants are 100% federally funded. Since INL does not have or plan to have a 
FCT, this funding source does not apply.  

7.1.2.2 Airport Terminal Program (ATP) Funding 
ATP funding totals $5 billion in competitive discretionary grants, with $1 billion per year to eligible 
projects. ATP eligible projects include airport terminals and associated roadways, multimodal 
terminal projects, on airport rail access projects, and airport-owned Air Traffic Control Towers 
(ATCTs). Allocation for BIL ATP funding is not more than 55% to Large Hub airports, not more 
than 15% to Medium Hub airports, not more than 20% to Small Hub airports, and not more than 
10% to Non-Hub and Non-Primary airports. The Federal share for ATP projects is 80% for Large 
and Medium Hubs, and 95% for Small, Non-Hub, and Non-Primary airports. Airport sponsors 
must apply for ATP funding each year, and compete with airports across the country for the 
funding. 

7.1.2.3 Air Traffic Facilities (ATF) Funding 
ATF funding totals $5 billion, with $1 billion per year for FAA air traffic control (ATC) facilities. The 
purpose of ATF is to address the physical condition of the FAA’s ATC facilities, with year one 
(2022) to focus on sustainment and preparation for ATC facility replacements, and years two 
through five (2023-2026) for continued sustainment and ATC facility replacement. FAA will 
determine how they will invest $1 billion each year for this program. 

7.1.3 Minnesota State Airport Funding 
In order for an airport to be eligible for Minnesota State funding, it must be included in the State 
Aviation System, established in a Commissioner’s Order by the Commissioner of Transportation 
and approved by the Governor of Minnesota, subject to determination of relative priority of any 
proposed project in the MnDOT’s State System CIP. INL is listed in the Minnesota’s Aviation 
System as an Intermediate Airport. The construction and maintenance of an airport can be 
funded through the State by three primary methods: Airport Construction Grant Program, Airport 



 

FOCUSED MASTER PLAN  INTER 160707 
Page 172 

Maintenance and Operation Program, and Hangar Loan Revolving Account Program. These 
programs are described below.  

Per Minnesota Statutes, MnDOT participation rates for funding airports and navigation are set 
annually by the Commissioner of Transportation by June 1st37. If the Commissioner does not 
establish local contribution rates by June 1, the previous year’s rates apply. Table 7-1 shows the 
funding rates for INL38 for State Fiscal Year (FY) 2023 per the rate letter dated May 31, 2022. 

Table 7-1 – Fiscal Year 2021 State Airport Fund Grant Rates 

Project Type 

State Share for NPIAS 
Airports (e.g., INL) 

Federal Projects 
90% Participation 

State 
Projects 

Construction, Planning, Zoning, Environmental, 
Land, Navigation Systems, AWOS 5% 70% 

Air Service Marketing 5% 70% 
Maintenance and Operations (M&O) 5% 75% 
Fuel Systems 5% 70% 
Equipment 5% 70% 
Source: MnDOT Aeronautics. Effective July 1, 2022 to June 30, 2023. 

There are limits on the amount of State funding an airport sponsor can receive from the 
Minnesota State Airports Fund (SAF) in a given year. There are separate funding limits are set 
for state grants and federal grants. State grant funding limits are based on the state fiscal year 
(July 1 – June 30) and federal grant funding limits are based on the federal fiscal year (October 1 
– September 30). 

For state-only grants, grant amounts will be limited to $1 million per airport per state fiscal year. 
Requests for funding over $1 million may be provided as an exception, based on funds 
availability. For supplemental funding for federal AIP grants, will be limited to $400,000 per airport 
per federal fiscal year. If the state share on federally ineligible items alone exceeds $400,000, 
then the entire state share of the federally ineligible costs may be allowed up to a limit of $1 
million. Requests for funding over $1 million may be provided as an exception, based on funds 
availability.  

7.1.3.2 Airport Construction Grant Program 
The State Construction Grant Program funds most capital improvements at state system airports. 
Funding for this program is based on a determination that the Airport improvement is a justifiable 
benefit to the air-traveling public. For these projects, the State has historically provided funding at 
a 70%/30% basis for State/Local projects. However, projects that have revenue-generating 
potential are funded at 50%/50%. Grants are issued for planning, land acquisition, construction 
and rehabilitation of runways, taxiways, aprons, hangar areas, vehicle parking areas, entrance 
roads, arrival/departure buildings, maintenance buildings, utilities, drainage facilities, aviation fuel 
facilities, and airfield lighting systems. This program also funds airport maintenance equipment at 
a 70% State and 30% local participation rate.  

 
37 Minnesota Statute 360.305 Subdivision 4. 
38 NPIAS Airport, with Sponsor Population Over 5,000. 
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7.1.3.3 Airport Maintenance and Operations Program 
The State Airport Maintenance and Operation Grant program provides 75% reimbursement to the 
state system airports for their documented, routine maintenance. The day-to-day labor, material, 
equipment, and utility expenses of maintaining airport pavements, airport grounds, lighting 
systems, buildings, and maintenance equipment are eligible costs for this program. There is a 
maximum amount of reimbursement available from MnDOT, with that dollar value being based on 
the size of the airport and total area of pavement. The total fundable amount is also based on the 
size of the airport and total area of pavement. 

7.1.3.4 Hangar Loan Revolving Account Program 
The State of Minnesota may finance up to 80% of the cost of hangar construction under the State 
Hangar Loan Revolving Account Program. The sponsor is required to fund the initial 20% of the 
total costs, with the remaining 80% issued as a no-interest loan with a pay-back period of twenty 
years.  

7.2 Capital Improvement Plan 
A Capital Improvement Program (CIP) is developed for each airport in the State of Minnesota that 
qualifies for state and/or federal funding. Airports typically develop a CIP to show their 
development plans and the anticipated funding sources. The CIP is updated every year to help 
state officials plan for upcoming construction projects at airports. A quality CIP must be realistic 
and reflect the maximum practical amount of funds available from the FAA AIP, BIL/AIG, MnDOT 
Aeronautics grants, Hangar Loan program, local funding, etc. The CIP should also reflect 
eligibility and priorities of the federal and state programs. The result is a CIP with a higher 
probability for accomplishment. Past participation rates and eligibility rules are the best available 
guide to develop a CIP for INL. 

Future development at INL, as included in this Master Plan study, covers a 20-year period (2022-
2042). Estimated development costs based on the Airport Layout Plan are included in the CIP. 
Projects are based on the recommended facility requirements as discussed in Chapter 4 and the 
selected alternatives in Chapter 5. Demand for certain facilities, especially in the later time frame, 
and the economic feasibility of their development are the prime factors influencing the 
implementation of a project’s timeframe. Estimated costs are expressed in 2022 dollars with no 
adjustments for inflation and include design, construction, and construction administration. All 
projects programmed beyond 2022 will need to account for escalation for the year they are 
accomplished.  

INL receives $1 million annually in FAA Entitlement funds to pay for the FAA portion of federally 
eligible projects, and an estimated $1,011,506 annually in BIL/AIG entitlements. The CIP for INL 
is shown in Table 7-1 and discussed in the sections that follow, use INL’s beginning entitlement 
balance of $1,828,451 (July 2022). As discussed in Section 7.1.2, the CIP also assumes MnDOT 
provides funding for 50% of the Sponsor’s share of federally eligible projects. When reorganizing 
and prioritizing projects in INL’s CIP, the available FAA Entitlement funds, as well as the local 
participation required for each project were kept in mind. It is important that the CIP be as 
realistic as possible for the first five years of the CIP. Projects included on the CIP are also 
shown visually on Figures 7-1. See Section 7.3 for projects not included in the 20-year CIP. 
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7.2.1 5 Year CIP (2022 – 2026) 
The five year CIP is the short-term plan discussing the capital improvements planned at INL for 
the next five years (2022 to 2026). The following plans are shown on Error! Reference source not 
found.. 

7.2.1.1 2022 Concrete Fuel Pad & Tanks (Airport Owned) – Design 
Due to the age of the existing tanks, their location on the GA ramp, and the leak in one of Jet A 
fuel tanks, the fueling system should be replaced and relocated to a location outside of the 
aircraft operations area (see Sections 4.4.4 and 5.1.3). This project consists of the design of a 
650 square yard concrete pad for the future fuel tanks (Jet A, 100LL, gasoline, and diesel tanks), 
and the installation of a 1,500 gallon gasoline and 1,500 gallon diesel fuel tanks north of the SRE 
Building. These tanks will be owned by the Airport Commission. This project is estimated to cost 
$56,100, and is anticipated to have funding ratio of MnDOT 70% and Airport 30%. The Jet A and 
100LL tanks will be installed and operated by the FBO, Einarson Flying Service, on a leased area 
of the concrete pad. 

7.2.1.2 2022 General Aviation Apron Lighting 
The general aviation apron is currently not lit, except for single light pole in the location of the 
existing fuel farm (see Section 4.4.1.3). This project consists of installing three overhead LED 
light poles to increase aircraft safety for taxing in this area at night. The cost to install the light 
poles is $117.177. This project is eligible for FAA AIP funds, however the northmost portion of the 
general aviation apron is not eligible for federal funding, as such this project has funding ratio of 
FAA 84%, MnDOT 10%, and Airport 7%. 

7.2.1.3 2022 Acquire Mower/Brush Hog 
In order to maintain the vegetation on the airfield where recent tree removal has occurred, the 
Airport will acquire a mower/brush hog. This equipment will cost $39,328, and will be paid for with 
100% local funding. 

7.2.1.4 2022 Entitlement Payback to ORB 
In 2016, INL borrowed $252,335 in entitlement funds from Orr Municipal Airport (ORB) to fund 
airport projects. This project consists of paying back the borrowed entitlements to ORB.  

7.2.1.5 2023 Reconstruct Runway 13/31 - Final Phase 4 (900ft) – Design 
The northern 6,400 feet of Runway 13/31 was recently reconstructed from 2019 to 2021, with the 
remaining southern 900 feet (Phase 4) left to be reconstructed. Since 2019, the remaining 900 
feet of Runway 13/31 has been exposed to significant weathering and is in deteriorating condition 
producing FOD  (see Section 4.3.3.1).  

This project is the design of the reconstruction of southern 900 feet of Runway 13/31. This 
design is projected to cost $500,000, and is eligible for FAA AIP funds, with the project funding 
ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.6 2023 Reimbursable Agreement for Runway 13/31 
A Reimbursable Agreement (RA) will be required for the Runway 13/31 reconstruction project, as 
the project will occur near/around the FAA owned runway threshold lighting, the FAA owned 
Precision Approach Path Indicator (PAPI), and the wiring providing power to FAA equipment.  
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A RA is a contractual agreement between the FAA and the Airport Sponsor. The FAA Air Traffic 
Organization (ATO) is responsible for installing and maintaining FAA facilities and navigational 
aids in support of the National Airspace System (NAS). When airport development impacts an 
FAA owned facility (e.g. approach lighting system), requiring relocation, replacement or 
modification of the FAA owned facility, the Sponsor is responsible for reimbursing the impacted 
FAA organization (typically FAA ATO) for all costs associated with mitigating the impacts caused 
by the development. The annual budget for FAA does not address costs associated with services 
necessary to mitigate a sponsor’s development, and the Office of Management and Budget 
(OMB) does not permit federal agencies to incur obligations without establishing the funding 
source. Without a readily available funding source, the FAA ATO must seek advance payment for 
services necessary to mitigate impacts associated with a sponsor’s development to comply with 
the OMB provision. The RA is the vehicle the FAA uses to define contractual responsibilities and 
to establish the value of the sponsor’s advance payment. The timeline for establishing a RA can 
take on average up to 10-12 months. To avoid unnecessary delays, the sponsor should initiate 
the process at least two years prior to the actual start of the construction phase. 

The RA is projected to cost $150,000, and is eligible for FAA AIP funds as part of the runway 
project with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.7 2023 Runway 4/22 Rehabilitation 
Runway 4/22’s 2019 Pavement Condition Report rated pavement in “Good” condition, with PCI of 
66. Pavement rehabilitation is recommended when the PCI is less than 60. It is estimated that 
Runway 4/22 will have a PCI of less than 60 by 2023. INL received an AIP grant for design of 
Runway 4/22 rehabilitation in 2021 (see Section 4.3.3.2). Additional justification for Runway 
4/22’s pavement rehabilitation will be included in the Engineer’s Design Report (EDR) for the 
project.  

This project is projected to cost $1,500,000, and is eligible for FAA AIP funds with the project 
funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.8 2023 Reconstruct Taxilane C, Taxiways B1 and C1 
Taxiway B1 is 50 feet wide, exceeding the TDG 2A standard of 25 feet. Taxilane C is 22 feet 
wide and Taxiway C1 is 13 feet wide, less than the design standard of 25 feet for TDG 1A. 
Additionally, Taxiway C1 does not meet the design principle of a 90-degree turn, as it has an 
approximately 125-foot radius curve from Taxilane C to Runway 4/22 (see Section 4.3.8.1.3). 
This project consists of reconstructing Taxilane C, and Taxiways B1 and C1 to design standards. 
This project is anticipated to be completed as part of the Runway 4/22 Rehabilitation project 
(Section 7.2.1.7).  

This project is projected to cost $500,000, and eligible for FAA AIP funds with the project funding 
ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.9 2023 Terminal Automobile Parking Reconstruction 
The Terminal parking lot was last reconstructed in approximately 2010. Due to the age of the 
pavement, condition of the pavement, and faded markings, pavement maintenance and 
rehabilitation is recommended (see Section 4.4.9.3). Additionally, due to the high demand for 
automobile parking at INL and to improve user experience, it is recommended that the 
automobile parking lot be separated with signage based on parking use (long-term, short-term, 
employee, car rental; see Sections 4.4.9 and 5.2.3). This project consists of the reconstruction of 
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the parking lot pavement (crack seal, seal coat, localized mill/overlay and patching) and signage 
for designated parking areas.  

This project is projected to cost $300,000. Public parking areas of the parking lot are eligible for 
FAA AIP funding with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. Areas 
such as the car rental spaces are ineligible for AIP funding. The CIP estimates a funding ratio of  
FAA 60%, MnDOT 20%, and Airport 20%. Eligibility of the parking lot areas will be determined as 
part of project formulation and the Engineer’s Design Report.  

7.2.1.10 2023 Obstruction Removal within ASOS Critical Area 
There are tree obstructions within the ASOS’s existing 500-foot and 1,000-foot critical area, 
decreasing the accuracy of the ASOS wind data (see Section 4.3.9). This project is to remove 
approximately 14 acres of trees within the ASOS critical areas. This project is anticipated to cost 
$200,000, and is eligible for FAA AIP funds with the project funding ratio of FAA 90%, MnDOT 
5%, and Airport 5%. 

7.2.1.11 2023 Terminal TSA Improvements 
This project is to install a Reduced Size Explosive Detection System (RSEDS) unit in the 
baggage screening area of the Terminal (see Section 4.4.2). This project is projected to cost 
$700,000, and eligible for BIL/AIG funds with the project funding ratio of FAA 90% and Airport 
10%. 

7.2.1.12 2023 SRE / Liquid Deicing Applicator & Tank 
Due to the amount of snow and extreme cold at INL in the winter months, airport pavement deice 
fluid (including storage tank and trailer with sprayer) is recommended to aid in snow removal 
operations (per AC 150/5220-20A, see Section 4.4.5). Storage for airport surface deicing 
chemicals is eiligible for AIP funding per FAA Order 5100.38D (Table O-3). Future location for the 
deicing storage tank will be co-located with the future fuel farm.  

This project is anticipated to cost $200,000. This project is eligible for FAA AIP funds with the 
project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.13 2023 Fuel Pad and Tanks (Airport Owned) – Construction 
Due to the age of the existing tanks and the leak, the fueling system should be replaced and 
relocated to a location outside of the aircraft operations area (see Section 4.4.4). This project 
consists of the construction of a 650 square yard concrete pad for the future fuel tanks (Jet A, 
100LL, gasoline, and diesel tanks), and the installation of a 1,500 gallon gasoline and 1,500 
gallon diesel fuel tanks north of the SRE Building. The automobile and diesel tank will be owned 
by the Airport. The Jet A and 100LL tanks will be installed by the FBO, Einarson Flying Service. 
The design of this project occurred in 2022. This project is estimated to cost $350,000, and is 
anticipated to have funding ratio of MnDOT 70% and Airport 30%. 

7.2.1.14 2023 Update 2011 Airport Zoning Ordinance 
The existing 1993 Zoning Ordinance is based off a runway length of existing length of 6,500 feet 
for Runway 13/31, and existing runway length of 3,000 feet for Runway 4/22 (see Section 
1.19.2). It is recommended that the zoning ordinance be updated to reflect the 900-foot extension 
of Runway 13/31 to a total length of 7,400 feet. A draft Airport Zoning Ordinance was developed 
and submitted to MnDOT for review in 2011. To date, no comments have been received. A new 
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airport zoning ordinance is needed and the new ability of airports to develop a custom zoning 
ordnance provides an opportunity for the Joint Airport Zoning Board to develop an ordinance that 
may better meet the needs of the airport and the community. This project is to develop a new 
ordinance based on the process outlined in current statutes.  

This project is estimated to cost $50,000, and is anticipated to have funding ratio of MnDOT 70% 
and Airport 30%. 

7.2.1.15 2024 Reconstruct Runway 13/31 - Final Phase 4 (900ft) – Construction 
The northern 6,400 feet of Runway 13/31 was recently reconstructed from 2019 to 2021 (Phases 
1 & 3, see Section 4.3.3.1). This project consists of reconstructing the remaining southern 900 
feet (Phase 4). The design of this project is anticipated to have occurred in 2023. This 
project is projected to cost $5.5 million, and eligible for FAA AIP funds, with the project funding 
ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.16 2024 Transient Aircraft Hangar – Design  
Due to the demand for transient hangar storage in the winter months, a heated, multi-plane 
hangar for transient aircraft is recommended (see Section 4.4.1.1). This project consists of the 
design of an airport-owned 80-foot by 90-foot hangar to accommodate transient aircraft, and is 
anticipated to cost $100,000. This project is eligible for BIL/AIG funds, with the project funding 
ratio of FAA 90% and Airport 10%. 

7.2.1.17 2025 Transient Aircraft Hangar –Construction 
Due to the demand for transient hangar storage in the winter months, a heated, multi-plane 
hangar for transient aircraft is recommended (see Section 4.4.1.1). This project consists of the 
construction of an airport-owned 80-foot by 90-foot hangar to accommodate transient aircraft, 
and is anticipated to cost $2.5 million. This project is eligible for BIL/AIG funds, with the project 
funding ratio of FAA 90% and Airport 10%. 

7.2.1.18 2025 Beacon Replacement 
INL’s existing rotating beacon is over 20 years old, beyond its minimum useful life (see Section 
4.3.5). This project consists of replacing the existing beacon with a tip-down pole to improve 
safety for maintenance of the beacon and upgrading the light to LED. This project is anticipated 
to cost $140,000. This project is eligible for BIL/AIG funds, with the project funding ratio of FAA 
90% and Airport 10%. 

7.2.1.19 2025 Runway 13/31 & Taxiway A Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2025 Runway 13/31 and Taxiway A will require 
joint and crack sealing and repair as part of this project. The pavement maintenance will include 
repairing and resealing any damaged sealed joints and prepping and sealing new cracks in the 
pavement. This project is estimated to cost $100,000. The maintenance of these pavements is 
eligible for FAA AIP funds with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.20 2025 Removal of Existing Underground Fuel Tanks 
Due to the age of the existing tanks  the location within the Taxilane Object Free Area (TOFA) 
and the leak in one jet A tank, the fueling system should be replaced and relocated to a location 
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outside of the aircraft operations area (see Section 4.4.4). It is anticipated the fuel farm was 
relocated north of the SRE Building in 2023 (see Section 7.2.1.12).  

This project consists of the removal of the four existing underground tanks, and is estimated to 
cost $250,000, and eligible for FAA AIP funds with the project funding ratio of FAA 90%, MnDOT 
5%, and Airport 5%. 

7.2.1.21 2025 Reconstruct General Aviation Apron – Design and Construction 
The 2019 Airport Pavement Management Study found the general aviation apron’s asphalt 
pavement in “Very Good” condition, with a PCI of 77 (last reconstruction in 2004). However, the 
general aviation apron’s asphalt pavement is in “Poor” condition, as the Airport has struggled with 
heaving tiedowns for many years. In addition, the soils at INL consist of sandy lean clay, which 
are susceptible to frost, and the freeze-thaw cycles in International Falls cause the existing 
tiedowns to heave (see Section 4.4.1.3). Lastly, all nested ADG I tiedowns on the GA apron do 
not meet current design standards, and the tiedowns located directly east of Taxiway B1 provide 
direct access to Runway 4/22 via Taxiway B1. 

This project consists of reconstructing the general aviation apron, redesigning the apron layout to 
design standards and to meet tiedown demand, and with concrete hardstands installed for all 
aircraft parking positions to prevent the tiedowns from heaving (see Section 5.1.3). It is expected 
that this project includes design and construction. This project is projected to cost $4.5 million, 
and eligible for FAA AIP funds with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 
5%. 

7.2.1.22 2026 Reconstruct Commercial Concrete Apron – Design 
The 2019 Airport Pavement Management Study found the commercial apron’s concrete 
pavement in “Very Good” condition with a PCI of 85 (last reconstruction in 2004). However, the 
concrete pavement exhibits large transverse and longitudinal cracking, weathering, spalling, and 
joint seal damage. A recent visual review of the pavement shows that it is in need of near-term 
replacement. 

This project is the design of the commercial concrete apron reconstruction, redesigning the 
apron layout to design standards and to meet tiedown demand (see Section 5.1.3). This project 
is projected to cost $250,000. This project is eligible for FAA AIP funds with the project funding 
ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.1.23 2026 Reconstruct Commercial Apron – Construction 
This project consists of reconstructing the commercial apron, redesigning the apron layout to 
design standards and to meet tiedown demand (see Section 5.1.3). This project is projected to 
cost $2.25 million. This project is eligible for BIL/AIG funds with the project funding ratio of FAA 
90% and Airport 10%. 

7.2.1.24 2026 Phase 1 – Future Taxilane Development 
Hangar demand is anticipated for INL in the 20-year planning period (see Section 5.1.3). This 
project consists of the design and construction of Phase 1 of the ADG I taxilane and associated 
roadway along Taxiway A to accommodate future hangar growth, as shown in Error! Reference 
source not found.. This project is estimated to cost $800,000, and eligible for FAA AIP funds with 
the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 
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7.2.2 10 Year CIP (2027 – 2031) 
The 10 Year CIP is the mid-term plan discussing the capital improvements planned at INL for the 
next ten years (2027 to 2031). The 10 Year CIP projects are shown on Error! Reference source 
not found.. 

7.2.2.1 2027 SRE Acquisition – Sander Plow 
The Airport should replace older pieces of equipment as they reach the end of their useful life. 
This project is to replace one of the existing sander plows (see Section 4.4.5). This piece of 
equipment is estimated to cost $500,000 and has an anticipated funding ratio of FAA 90% and 
Airport 10%. 

7.2.2.2 2028 Wildlife Hazard Assessment (WHA) 
Additionally, a WHA is recommended to be completed every 10 years to track and evaluate 
wildlife and mitigation at the airport. It is recommended that INL completes the next WHA in 2028 
(see Section 4.5). This project is eligible for AIP funding with a funding ration of FAA 90%, 
MnDOT 5%, and Airport 5%.  

7.2.2.3 2028 Runway 4/22, GA Apron, and Taxilane Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2028 Runway 4/22, the General Aviation Apron, 
and Taxilanes B1, C1, and C will require joint and crack sealing and repair as part of this project. 
The pavement maintenance will include repairing and resealing any damaged sealed joints and 
prepping and sealing new cracks in the pavement. This project is estimated to cost $100,000. 
The maintenance of these pavements is eligible for FAA AIP funds with the project funding ratio 
of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.2.4 2029 SRE Acquisition – Rotary Plow 
The Airport should replace older pieces of equipment as they reach the end of their useful life. 
This project is to replace one of the existing rotary plows (snow blower, see Section 4.4.5). This 
piece of equipment is estimated to cost $1 million and has an anticipated funding ratio of FAA 
90% and Airport 10%. 

7.2.2.5 2030 Upgrade Perimeter Fence to Wildlife with Skirt 
There is currently nine-foot chain link fencing around the entire perimeter of the airfield, and it 
does not have wildlife skirting. This project is to upgrade the perimeter fence to include a buried 
skirt to assist in the prevention of wildlife on the airfield (see Section 4.4.11). This project is 
estimated to cost $800,000, and is eligible for FAA AIP funds and has a project funding ratio of 
FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.2.6 2031 Commercial Apron Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2031 the Commercial Apron will require pavement 
maintenance which will include repairing and resealing any damaged existing joints, sealing any 
new cracks, and patching any damaged areas. This project is estimated to cost $50,000. The 
maintenance of these pavements is eligible for FAA AIP funds, with the project funding ratio of 
FAA 90%, MnDOT 5%, and Airport 5%. 
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7.2.3 20 Year CIP (2032 – 2041) 
The twenty year CIP is the long-term plan discussing the capital improvements planned at INL for 
the next twenty years (2032 to 2041). The 20 Year CIP projects are shown on Error! Reference 
source not found.. 

7.2.3.1 2032 ARFF Building 
The ARFF facility was constructed in 1976, it is 5,200 square feet (80 feet by 65 feet), with four 
equipment bays, a breakroom/office, and one bathroom with shower. The existing ARFF Facility’s 
HVAC/heating system is outdated, and generally the facility is in need of repairs. Since it has 
reached the end of its useful life39, reconstruction or replacement of the ARFF Facility is 
recommended (see Section 4.4.8).  

Eligibility determination will be needed during the design process. This project is estimated to 
cost $2.4 million and is eligible for FAA AIP funds, with the project funding ratio of FAA 90%, 
MnDOT 5%, and Airport 5%. 

7.2.3.2 2033 Phase 2 – Future Taxilane Development 
Hangar demand is anticipated for INL in the 20-year planning period (see Section 5.1.3). This 
project consists of the design and construction of Phase 2 of the ADG I taxilane and associated 
roadway along Taxiway A to accommodate future hangar growth, as shown in Error! Reference 
source not found.. This project is estimated to cost $1 million, and eligible for FAA AIP funds, with 
the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

An airport owned heated transient storage building is planned in 2024; however, if demand for 
privately owned hangars outweighs that of an airport owned transient hangar at the time of 
development, the timing of the two projects could be switched. Demand is anticipated for both 
types of hangars and the Airport Commission should continue to evaluate needs and priorities 
over the near-term.  

7.2.3.3 2034 Master Plan & ALP Update 
It is recommended that airports, such as INL, update their Master Plan approximately every 15 
years. The last Master Plan (this Master Plan) is anticipated to have been completed in 2022. 
The Master Plan is estimated to cost $500,000, and is projected to be eligible for FAA AIP funds, 
with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.3.4 2035 Runways, Taxiways, Taxilane, and GA Apron Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2035 all airport pavements, except the concrete 
Commercial Apron, will require joint and crack sealing and repair as part of this project. The 
pavement maintenance will include repairing and resealing any damaged or deteriorated sealed 
joints and prepping and sealing new cracks in the pavement. This project is estimated to cost 
$300,000. The maintenance of these pavements is eligible for FAA AIP funds, with the project 
funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

 
39Order 5100.38D, AIP Handbook, Section 3-12, Table 3-7 Minimum Useful Life of Buildings is 40 years 
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7.2.3.5 2036 Commercial Apron Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2036 the Commercial Apron will require pavement 
maintenance which will include repairing and resealing any damaged or deteriorated sealed 
joints, sealing new cracks in the pavement, and patching any damaged pavement. This project is 
estimated to cost $100,000. The maintenance of these pavements is eligible for FAA AIP funds, 
with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.3.6 2037 No Project Planned 
Currently, there are no projects planned for 2037. The Airport will save their $1 million annual 
FAA Non-Primary Entitlement funds for future projects. 

7.2.3.7 2038 No Project Planned 
Currently, there are no projects planned for 2038. The Airport will save their $1 million annual 
FAA Non-Primary Entitlement funds for future projects. 

7.2.3.8 2039 Replace Passenger Boarding Bridge 
The passenger boarding bridge was installed in 2019 with the terminal project. The useful life of a 
passenger boarding bridge is 20 years, in 2039 (see Section 4.4.2). This project is to replace the 
passenger boarding bridge and is anticipated to cost $500,000. The passenger boarding bridge is 
eligible for FAA AIP funds, with the project funding ratio of FAA 90%, MnDOT 5%, and Airport 
5%. 

7.2.3.9 2040 Runways, Taxiways, Taxilane, and GA Apron Pavement Maintenance 
Joint and crack sealing is recommended approximately every five years, or as needed based on 
the pavement condition. It is anticipated that in 2040 all airport pavements, except the 
Commercial Apron, will require joint and crack sealing and repair as part of this project. The 
pavement maintenance will include repairing and resealing any damaged or deteriorated sealed 
joints and sealing new cracks in the pavement. This project is estimated to cost $300,000. The 
maintenance of these pavements is eligible for FAA AIP funds, with the project funding ratio of 
FAA 90%, MnDOT 5%, and Airport 5%. 

7.2.3.10 2041 No Project Planned 
Currently, there are no projects planned for 2041. The Airport will save their $1 million annual 
FAA Non-Primary Entitlement funds for future projects. 

7.3 Recommended Projects Not Included in the 20-Year CIP 
There are several recommended projects and airport improvements in Chapter 4, Facility 
Recommendations and Chapter 5, Alternatives Analysis that are not shown in the 20-Year CIP. 
This is due to either the project being the responsibility of the Airport Sponsor, or the project is 
estimated to occur beyond the 20-year period. These recommended projects are described in 
detail in the sections that follow. 
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7.3.1 Airport Sponsor Projects 
There are recommended projects within this Master Plan that are the responsibility of the Airport 
Sponsor. As a result, the projects listed below are not included in the 20-Year Capital 
Improvement Plan, since no Federal or State funding will be used for these projects.  

 Monitor the FAA’s and EPA’s progress for updated regulations and replacements 
for AvGas (Section 4.4.4.1) 
 AvGas is the only transportation fuel that still contains lead. Lead is a toxic substance 

that can be inhaled or absorbed in the blood stream. The FAA, Environmental 
Protection Agency (EPA), and the aviation industry are working to remove lead from 
aviation fuels. It is recommended that the Sponsor monitor the FAA’s and EPA’s 
progress for updated regulations and replacements for AvGas). 

 Mitigate wildlife attractants and hazards per the WHA Report (Section 4.5) 
 A Wildlife Hazard Assessment was completed in 2018. It is recommended that INL 

mitigate wildlife attractants and hazards per the recommendations given in the WHA 
Report. 

7.3.2 Projects Beyond 20-Years 
There are projects recommended in this Master Plan that are not anticipated to be completed 
within the 20-year planning period (2022-2041). This is either due to not enough demand 
forecasted in the 20-year planning period to justify the recommended improvement (but 
recommended to be shown on Airport Layout Plan (ALP) as ultimate condition), or due to project 
priority and cost. These projects are anticipated to occur after 2041. 

 Replacement of SRE Building (Section 4.4.6) 
 The existing SRE/Maintenance Building along with the three additional stalls in the 

ARFF Facility house all of the existing snow removal and other miscellaneous airfield 
maintenance equipment (e.g., mowers). The existing SRE building will reach its 
minimum useful life (per FAA AIP Handbook) in 2045. Replacement of the SRE 
Building is anticipated to cost $1 million, and is eligible for FAA AIP funding. 

 Long-Term Parking Lot (Section 4.4.9) 
 Automobile parking is can occasionally be at or near capacity, it is recommended 

that options for ultimate parking lot expansion be considered in the planning term. 
This lot would be location on the land for Weather Balloon Launch Facility, located 
north of CSAH 108, on Parcel XX.



Local State FAA
$1,828,451 Beginning $0 $416,868 $1,006,054 $1,087,454 

Annual Non-Primary Entitlement $2,828,451 $1,011,506 $1,011,506
Concrete Fuel Pad and Tanks (Airport Owned) - Design State $56,100 30% 70% 0% $16,830 $39,270 $0 $0 $2,828,451 $0 $1,011,506 $16,830 $0 $0
General Aviation Apron Lighting AIP $117,177 7% 10% 84% $7,967 $11,339 $97,871 $97,871 $2,730,580 $0 $1,011,506 $7,967 $0 $0
Acquire Mower/Brush Hog CARES $39,328 0% 0% 100% $0 $0 $39,328 $0 $2,730,580 $0 $1,011,506 $39,328 $0 $0
Entitlement Payback to Orr (ORB) AIP $252,335 0% 0% 100% $0 $0 $252,335 $252,335 $2,478,245 $0 $1,011,506 $0 $0 $0

$464,940 $24,797 $50,609 $389,534
Annual Non-Primary Entitlement $3,478,245 $1,011,506 $2,023,012 $352,743 $1,006,054 $1,087,454
Reconstruct 900ft RW 13/31, Final Phase 4 - Design AIP $500,000 5% 5% 90% $25,000 $25,000 $450,000 $450,000 $3,028,245 $0 $2,023,012 $0 $0 $0
Reimbursable Agreement for RW 13/31 Phase 4 AIP $150,000 5% 5% 90% $7,500 $7,500 $135,000 $135,000 $2,893,245 $0 $2,023,012 $0 $0 $0
Runway 4/22 Rehabilitation AIP $1,500,000 5% 5% 90% $75,000 $75,000 $1,350,000 $1,350,000 $1,543,245 $0 $2,023,012 $0 $0 $0
Rehab & Reconstruct TWs B1, C1, & TL C AIP $500,000 5% 5% 90% $25,000 $25,000 $450,000 $450,000 $1,093,245 $0 $2,023,012 $0 $0 $0
Terminal Automobile Parking Reconstruction AIP $300,000 20% 20% 60% $60,000 $60,000 $180,000 $180,000 $913,245 $0 $2,023,012 $60,000 $0 $0
Obstruction Removal within ASOS Critical Area AIP $200,000 10% 0% 90% $20,000 $0 $180,000 $180,000 $733,245 $0 $2,023,012 $0 $0 $0
Terminal TSA Improvements BIL/AIG $700,000 10% 0% 90% $70,000 $0 $630,000 $0 $733,245 $630,000 $1,393,012 $0 $0 $0
SRE / Liquid Pavement Deicing Applicator and Tank BIL/AIG $200,000 10% 0% 90% $20,000 $0 $180,000 $0 $733,245 $180,000 $1,213,012 $0 $0 $0
Concrete Fuel Pad, Auto & Diesel Tanks (Airport Owned) State $350,000 30% 70% 0% $105,000 $245,000 $0 $0 $733,245 $0 $1,213,012 $105,000 $0 $0
Update 2011 Airport Zoning Ordinance State $50,000 30% 70% 0% $15,000 $35,000 $0 $0 $733,245 $0 $1,213,012 $0 $0 $0

$4,450,000 $422,500 $472,500 $3,555,000
Annual Non-Primary Entitlement $1,733,245 $1,011,506 $2,224,518 $187,743 $1,006,054 $1,087,454
Reconstruct 900ft RW 13/31, Final Phase 4 - Construction AIP $5,500,000 5% 5% 90% $275,000 $275,000 $4,950,000 $1,733,245 $3,216,755 $0 $0 $2,224,518 $0 $0 $0
Transient Aircraft Hangar - Design BIL/AIG $100,000 10% 0% 90% $10,000 $0 $90,000 $0 $0 $90,000 $2,134,518 $0 $0 $0

$100,000 $10,000 $0 $90,000
Annual Non-Primary Entitlement $1,000,000 $1,011,506 $3,146,024 $187,743 $1,006,054 $1,087,454
Transient Aircraft Hangar - Construct BIL/AIG $2,500,000 10% 0% 90% $250,000 $0 $2,250,000 $0 $1,000,000 $2,250,000 $896,024 $0 $0 $0
Beacon Replacement BIL/AIG $140,000 10% 0% 90% $14,000 $0 $126,000 $0 $1,000,000 $126,000 $770,024 $14,000 $0 $0
Runway 13/31 & Taxiway A Pavement Maintenance AIP $100,000 5% 5% 90% $5,000 $5,000 $90,000 $90,000 $910,000 $0 $770,024 $0 $0 $0
Removal of Existing Underground Fuel Tanks AIP $250,000 5% 5% 90% $12,500 $12,500 $225,000 $225,000 $685,000 $0 $770,024 $0 $0 $0
Reconstruct General Aviation Apron - Design & Construction AIP $4,500,000 5% 5% 90% $225,000 $225,000 $4,050,000 $685,000 $3,365,000 $0 $0 $770,024 $0 $0 $0

$7,490,000 $506,500 $242,500 $6,741,000
Annual Non-Primary Entitlement $1,000,000 $1,391,024 $2,161,048 $173,743 $1,006,054 $1,087,454
Reconstruct Commercial Apron - Design AIP $250,000 5% 5% 90% $12,500 $12,500 $225,000 $225,000 $775,000 $0 $2,161,048 $0 $0 $0
Reconstruct Commercial Apron - Construction BIL/AIG $2,250,000 10% 0% 90% $225,000 $0 $2,025,000 $0 $775,000 $2,025,000 $136,048 $0 $0 $0
Phase 1 - Future Taxilane Development AIP $800,000 5% 5% 90% $40,000 $40,000 $720,000 $720,000 $55,000 $0 $136,048 $0 $0 $0

$3,300,000 $277,500 $52,500 $2,970,000
$15,804,940 $1,241,297 $818,109 $13,745,534 $173,743 $1,006,054 $1,087,454

Annual Non-Primary Entitlement $1,055,000
SRE Acquisition - Sander/Plow AIP $500,000 5% 5% 90% $25,000 $25,000 $450,000 $450,000 $605,000
Annual Non-Primary Entitlement $1,605,000
Wildlife Hazard Assessment (WHA) AIP $100,000 5% 5% 90% $5,000 $5,000 $90,000 $90,000 $1,515,000
Runway 4/22, GA Apron, & Taxilanes Pavement Maintenance AIP $100,000 5% 5% 90% $5,000 $5,000 $90,000 $90,000 $1,425,000
Annual Non-Primary Entitlement $2,425,000
SRE Acquisition - Rotary Plow AIP $1,000,000 5% 5% 90% $50,000 $50,000 $900,000 $900,000 $1,525,000
Annual Non-Primary Entitlement $2,525,000
Runway 13/31 & Taxiway A Pavement Maintenance AIP $100,000 5% 5% 90% $5,000 $5,000 $90,000 $90,000 $2,435,000
Upgrade Perimeter Fence to Wildlife with Skirt AIP $800,000 5% 5% 90% $40,000 $40,000 $720,000 $720,000 $1,715,000
Annual Non-Primary Entitlement $2,715,000
Commercial Apron Pavement Maintenance AIP $50,000 5% 5% 90% $0 $0 $2,715,000

$1,650,000 $80,000 $80,000 $1,440,000
Annual Non-Primary Entitlement $3,715,000
ARFF Building Rehabilitation AIP $2,400,000 5% 5% 90% $120,000 $120,000 $2,160,000 $2,160,000 $1,555,000
Annual Non-Primary Entitlement $2,555,000
Phase 2 - Future Taxilane Development AIP $1,000,000 5% 5% 90% $50,000 $50,000 $900,000 $900,000 $1,655,000
Annual Non-Primary Entitlement $2,655,000
Master Plan & ALP Update AIP $500,000 5% 5% 90% $25,000 $25,000 $450,000 $450,000 $2,205,000
Annual Non-Primary Entitlement $3,205,000
Runways, Taxiways, Taxilanes, & Apron Pvmnt Maintenance AIP $300,000 5% 5% 90% $15,000 $15,000 $270,000 $270,000 $2,935,000
Annual Non-Primary Entitlement $3,935,000
Commercial Apron Pavement Maintenance AIP $100,000 5% 5% 90% $5,000 $5,000 $90,000 $90,000 $3,845,000
Annual Non-Primary Entitlement $4,845,000
No Project Planned $0 $0 $0 $0 $4,845,000
Annual Non-Primary Entitlement $5,845,000
No Project Planned $0 $0 $0 $0 $5,845,000
Annual Non-Primary Entitlement $6,845,000
Replace Passenger Boarding Bridge AIP $550,000 5% 5% 90% $27,500 $27,500 $495,000 $495,000 $6,350,000
Annual Non-Primary Entitlement $7,350,000
Runways, Taxiways, Taxilanes, & Apron Pvmnt Maintenance AIP $300,000 5% 5% 90% $15,000 $15,000 $270,000 $270,000 $7,080,000
Annual Non-Primary Entitlement $8,080,000
No Project Planned $0 $0 $0 $0 $8,080,000

$5,150,000 $257,500 $257,500 $4,635,000 ###
$22,604,940 $1,578,797 $1,155,609 $19,820,534

June 26, 2022
J. Zirbes

Updated:
Updated by:

CARES 
Funding

CRSSA 
Funding

ARPA 
Funding

Remaining 
BIL (AIG) 
Balance

$1,000,000

$1,000,000

$1,000,000

$1,000,000

$1,000,000

Note:  BIL project funding 
rates are currently 90% FAA / 

Funding Rates
Estimated 
Total Cost 

(2022 Dollars)

Federal 
Project 
Funding 

Type

20232024

$1,000,000

20272028

2029 2028

$1,000,000

$1,000,000

$1,000,000

$1,000,000

Table 7-2 - 20-Year Capital Improvement Program (CIP)

FAA Discret./ 
Apportion.

Remaining 
AIP Balance

Airport Improvement Program 
(AIP) Funding

FAA 
Entitlement 

Funding
Local 

Funding
State 

Funding FAA Funding

COVID Relief Funding

BIL (AIG) 
Funding

BIL (AIG) Funding

Project

Federal 
Fiscal 
Year

2025 2024

2026

2034

2035

2034

2034

2036

State 
Fiscal 
Year

2027-2031 Totals

2025

2027 2026

2022-2026 Totals

Beginning Balance

Total FFY 2022 Funding

20222023

Total FFY 2026 Funding

Total FFY 2025 Funding

Total FFY 2024 Funding

Total FFY 2023 Funding

20322033

2033

2030 2029

2031 2030

2032 2031 $1,000,000

CIP Legend:
FAA Entitlement Program 
FAA BIL (AIG) Funding

FAA COVID Relief Funding

State Funding Share
Local Funding Share

$1,000,000

Annual Totals by Funding 

$1,000,000

$1,000,000

$1,000,000

2037

2038

2039

2040

2041

2036

2037

2038

2039

$1,000,000

2032-2041 Totals
CIP Totals

2041

$1,000,000

$1,000,000

2042

2040

$1,000,000

$1,000,000
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Sustainable buildings, sound infrastructure, safe transportation systems, clean water,  

renewable energy and a balanced environment. Building a Better World for All of Us communicates  

a company-wide commitment to act in the best interests of our clients and the world around us. 

We’re confident in our ability to balance these requirements. 

 

 

 


