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Introduction 
This Runway Utilization Estimate Paper is intended to summarize the process by which operations are 
estimated on the different alternative runway scenarios for the Master Plan’s Runway Feasibility Study.  
This Paper is organized into the following sections: project introduction, runway alternatives overview, 
pilot and operator interview summary, and runway use estimates with methodologies. The intent of this 
Paper is to receive feedback and concurrence on the runway use estimates, which will be used as input 
for noise and overflight analysis. 
 
This Paper was updated based on comments from TRK staff and the TTAD Board meeting (August 24, 
2022). These include minor changes to runway use number tables, clarification on pilot assumptions, and 
additional information on density altitude. The Paper was then converted to an Appendix for inclusion into 
the Runway Feasibility Study. Items such as project background and alternatives overview were eliminated 
to avoid duplication with the Runway Feasibility Study.  

Alternative Runway Utilization Estimates 
This section details runway utilization estimates for operations on the alternative runway scenarios. 
Estimating runway use on the runway alternatives is important to help evaluate the different alternatives. 
The use estimates will be used for input into models that will produce analysis of noise and overflight 
impacts.  
 
The Study established four alternatives that alter the runways and airfield composition and compared 
them to a no build scenario. These runway alternatives configurations will be evaluated on the scoring 
and criteria established to meet TTAD established goals.  

 Alternative 1 – Third Runway (Runway 16/34) 

 Alternative 2 – Runway 02/20 Extension and Widening (2015 AMP preferred) 

 Alternative 3 – Runway 11 Displaced Threshold 

 Alternative 4 – Third Runway and Runway 11 Displaced Threshold 

 Alternative 5 – No Build 
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Implementation of changes to runway lengths or widths will likely change operating patterns. For 
instance, if Runway 16/34 is constructed, some operations will likely shift to this third runway from the 
existing runways to utilize the direction and instrument approaches. Likewise, if Runway 2/20 is 
lengthened and widened, operations will likely move to this runway to take advantage of the longer/wider 
runway.  
 
The runway utilization estimates were developed through interviews with TRK operators and pilots who 
use the airfield and supplemented with analysis of weather data. Interviews had the specific goal of 
understanding how many operations may be shifted from the existing runways to Runway 16/34 or an 
extended Runway 02/20 in the various Alternative scenarios. This will help quantify the estimated number 
of operations on the conceptual runway alternatives. These operations will be used for input into models 
that will produce analysis of noise and overflight impacts. 
 
This section is not intended to present a goal of operations moving to any of the alternative runway 
configurations. Rather this section describes the process to estimate operations on the alternative 
runways that will be used for noise and overflight impacts and analysis later in the Study. The full process 
is described below, with a wind data summary, pilot interview summary, air traffic control (ATC) 
observations, and the technical steps taken to calculate the utilization estimates.  

PREVAILING WIND DATA SUMMARY  

A Wind Analysis Study was completed for TRK in 2021 that details historical wind coverage by month (2001 
– 2020) and daytime wind data by month showing wind direction over 3-hour intervals throughout the 
day. The complete Wind Analysis Study is included in Appendix D. The following observations and trends 
in wind patterns at TRK were found. 

Wind Data by Month 

 With the exception of the late spring and summer 
months, prevailing winds are out of the southwest, 
ranging from 190- to 220-degrees true north.  

 From May through August, winds are more variable shift 
and shift to the west-southwest, 170- to 270-degrees 
true north.  

 Daytime calm wind conditions are more common in the 
winter months, with 69 percent of daytime observations 
indicating calm winds in January. The month with the 
least amount of calm wind daytime observations is June 
with 38 percent of observations. 

 Calm wind (0 to 3 knots) conditions are more common 
during nighttime hours (11 p.m. – 6 a.m.) than daytime hours. Clam wind conditions are also 
prevalent in morning and evening hours, particularly during colder months.  

Note on Wind Data and Headings: 
Wind data is recorded and presented in this 
Study in true north headings. Runway end 
designations are based on the magnetic 
heading at the airport.  
 
The magnetic declination at Truckee is 13° 7' 
East  ± 0° 22'  changing by  0° 5' West per year. 
(NOAA Magnetic Declination calculator, 
August 2022)  
 
Wind data source: The ASOS Network 
(https://mesonet.agron.iastate.edu/ASOS/), 
2001 - 2020. Wind direction data in degrees 
from true north. 
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 Throughout March and April, winds are most common in the 2:00 p.m. – 5:00 p.m. interval, when 
winds are out of the southwest. 

 Between May and September, winds are most prevalent in the 5:00 p.m. – 8:00 p.m. interval, 
when winds are out of the west. Winds also shift from the south-southwest to the west from the 
late morning to the evening during these warm months. 

 
Draft reviewers of the runway use estimates asked if winds over Donner Pass and other summits were 
considered in adjusting operations for alternative analysis. This is a valid concern considering these winds 
may differ from airfield winds and may dictate runway use. These differences are considered and included 
in our assumptions for moving operations in each alternative scenario.  

DENSITY ALTITUDE 

At TRK, operations may be complicated by high density altitudes during summer months. Density altitude 
basically means the air is thinner because of heat, altitude, and humidity. Higher density altitude means 
an aircraft will need longer runways and/or taking on less weight when departing, usually balancing fuel 
or payload. During high density altitude conditions an aircraft will: 

 Accelerate slower on takeoff from reduced power production. 

 Require a longer takeoff roll to achieve the indicated airspeed required to develop lift on the wing. 

 Climb slower as a result of reduced power production and degraded lift performance. 
 
Draft reviewers of the runway use estimates, which included pilots, questioned if density altitude was 
considered in calculations for future operations. This is a valid concern as density altitude is a significant 
factor in a pilot’s final runway selection. Under certain high density altitude scenarios (+7,500), given the 
option of selecting one of the alternative runways (Runways 16/34 or 02/20), aircraft will likely choose 
the longer runway (Runway 11/29). To help with this, density altitude was calculated from AWOS data 
and compared to the Vector data set. This showed how often density altitude is above a certain level and 
how many operations occur during the same times.  Density altitude was considered and included in 
assumptions on what operations would move to Runways 16/34 or 02/20, and how many aircraft 
operations would remain on 11/29 when density altitude is high. 

PILOT AND OPERATOR INTERVIEWS 

The pilot and operator group survey covered operations on the proposed alternative scenarios. Pilots 
were asked about operations on existing runways, on conceptual Runway 16/34, on an extended Runway 
02/20, and with a displaced threshold on Runway 11. The pilots and operators account for just over 5,500 
annual operations, or about 15 percent of annual operations. This information was used to estimate 
operations under these scenarios. The information that follows summarizes the pilot interviews and 
highlights recurring themes and patterns.  
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Operators each offered thorough 
and detailed answers. Local pilots 
based at TRK, transient pilots, and 
Part 91 and Part 135 (charter or air 
taxi) operators were interviewed and 
represented those who base at TRK, 
conduct itinerant operations, and 
operate various aircraft types (piston 
to larger corporate jets). 
 
Table C-1 profiles each interviewee. 
Some operators requested they 
remain anonymous; therefore, 
operator identities are not included. 
 
Table C-1:  Pilot Interviewee Profiles  

Operator 
ID 

Est. Annual 
Operations 

(2021) 
Aircraft Model(s) 

Based at 
TRK? 

Type of 
Operation 

1 2,200 PC-12 No Part 135 

2 30 Phenom 300 Yes Part 91 

3 300 Turboprops and jets – varies Yes Part 91 

4 300 PC-12 No Part 135 

5 775 Challenger 300, King Air 350, PC-12, FD 328, Lear 75 No Part 135  

6 320 
King Air 350, Citation Excel, Citation X, Hawker 400, CJ3, 

Citation Sovereign, Gulfstreams, Challenger 300 
No Part 91K  

7 100 PC-12, Occasional jets No Part 91 

8 1,030 
Globals, Phenom 300, Citations (Xs, Svg, Lat, Long), Challenger 

(350, 650), G450 
No Part 91K  

9 480  King Air 350, Piper Cheyanne, Hawker 900xp No Part 91 and 135 
Operator ID provided to track comments from the anonymous survey. 
Source: Mead & Hunt 

Operations on Existing Runways  

All operators interviewed gave the similar perspective on operating at TRK on the existing runway. Landing 
and taking off at TRK is complicated process and runways, and the approach and departure routes flown 
depend on many factors. These include wind, cloud cover, density altitude, runway length, terrain, runway 
conditions (contaminated runways – wet or icy), temperature, and takeoff weight, among others. Other 
factors include air route traffic control demands and a diverse fleet mix of gliders, skydivers, and small 
slow moving light aircraft. 
 
With these factors in mind, interviewed pilots all stated they will select the runway that provides the 
safest option to land or depart.  Operators offer the following on existing runways at TRK. 

 Part 91: An operator only permitted to provide flights for non-
commercial purposes, as defined and regulated by the FAA. Under 
Part 91, the pilot-in-command is the final authority. Part 91 can be 
owner flown or operated or by a professional pilot or aviation 
operator. 

 Part 91K: Fractional ownership of an aircraft or aircraft fleet 
operated as not-for-hire services under Part 91 rules. 

 Part 135: An operator who provides commuter and on-demand 
operations. This may include commercial, scheduled, and non-
scheduled aircraft operations such as private air charter and air taxi 
flights. Part 135 operations have a much more detailed and stricter 
operational and legal framework than a Part 91 operator. The FAA 
requires a Part 135 operator to have a full team of management 
personnel to oversee all aspects of organization. 
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Existing Operations 

 Operator consensus indicated the preferred runway for arrivals and departures is Runway 29. The 
primary reason was this runway offers the longest length and aligns with winds during summer 
months during the day. Runway 11 was next choice, and Runway 20 for arrivals (when possible or 
winds dictate) and Runway 02 for departures under calm winds. 

 During calm wind conditions (0-3 knots), operators overwhelming indicated that Runway 29 is the 
preferred runway for arrivals and departures. One operator did indicate that Runway 11 is also 
preferred for arrivals due to the direct Instrument Approach Procedure (IAP) and avoiding the 
need to circle to land on Runway 29.  

 Jets and some turboprops utilize the Runway 20 IAP to access TRK, and then circle to land on 
Runway 29 if Runway 02/20 is too short for the specific aircraft operating specifications. 

 The operators indicated they will land on Runway 20 when winds favor this runway and their 
aircraft is able to use the shorter runway. By favorable, they mean winds that are stronger and 
more aligned directly with the runway true north heading of 210 degrees, thus reducing the 
ground speed of the aircraft and the resultant ground roll-out upon landing.  

 Multiple pilots stated they try to be good community members and use Runway 02/20 today to 
try and distribute impacts.  

 The maximum tailwind used for landings varies from zero knots (never land with a tailwind) up to 
10 knots. This answer was dependent on aircraft performance, pilot comfort, wind variability, and 
numerous other factors. 

Other Findings 

Other responses as summarized below cover procedures, engagement with ATC, and preference for when 
to use what runways. 

 Pilots and operators indicated they are familiar with and follow noise abatement procedures.  

 Pilots and operators revealed they will listen to ATC direction for runway use when this is 
suggested during calm wind conditions and will use the suggested runway if the pilot finds it to 
be safe. 

 Some operators also have detailed preferences on which runways to operate on at TRK. For 
instance, some pilots will choose, under calm and clear conditions, to operate from the runway 
end closest to their hangar. The airport has intentionally congregated frequent users (power 
users) at the east end of the airfield in Hangar N & P rows, which by default drives some traffic to 
Runway 11.  

 Multiple operators reiterated that origin or destination can dictate runway of use, especially 
during calm winds and clear days. For origins and destinations to the west and south, using 
Runway 11/29 is preferred.  

 When visibility is low (1 mile or below), most operators stated this equates to a snowstorm in the 
area, and operating at TRK would not be allowed under company policy. 

 Chemical deicing operations would significantly increase operations by charter operators. 
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Runway 16/34 

The operators offered a range of viewpoints on when and how Runway 16/34 may be used without 
consensus on operational patterns, should Runway 16/34 be constructed. Each operator viewed this 
runway objectively, and each stressed that selecting a runway to land or depart on at TRK depends on 
many factors. Each operator indicated that aircraft performance, weight, wind, temperature, and origin 
or destination will also factor into which runway to use at TRK. Operators offer the following on operations 
on the conceptual Runway 16/34. 

General Operations on Runway 16/34 

 About half the operators stated a continuing preference for using Runway 11/29 for operations, 
due to length, lack of access (taxiing time from the terminal area), and lack of facilities near 
Runway 16/34.  

 Over half of the operators indicated the IAP LPV and Departure Procedures (DP) are not enough 
to entice operations on Runway 16/34. Operators indicated that a longer runway length 
supersedes these procedures for the preferred runway at TRK. 

 Conversely, two major Part 135 operators did express that Runway 16/34 would be the preferred 
runway at TRK, due to the improved IAP LPV and DP procedures. 

Arrivals on Runway 16 

 Most operators did indicate the preference to use Runway 16 for arrivals when winds are directly 
out of the south and during times of low visibility. 

 Two operators indicated a preference for using the proposed Runway 16 IAP direct and landing 
on Runway 16 instead of using the Runway 20 LP Approach and circling to land on Runways 11 or 
29. The Runway 16 IAP takes away the need to circle to land, assuming 5,900 feet is suitable for 
landings.  

Departures on Runway 34 

 Multiple operators indicated the DP on Runway 34 allow aircraft to take on more weight, but the 
tradeoff might not be worth departing on 34 over 29. 

 Multiple operators indicated the DP on Runway 34 allow for more operations on days with higher 
temperatures and density altitudes.  

Operations During Calm Winds 

 Pilots and operators revealed they will listen to ATC direction for runway use when this is 
suggested during calm wind conditions and will use suggested runway if this is found to be safe 
by the pilot. 

 A few operators indicated that incentives or policies offered by the District may help entice 
operations on Runway 16/34 during calm winds. Some ideas suggested were offering a fuel 



 
 

 
 
Runway Feasibility Study – Appendix C 
Runway Utilization Estimate Paper – Draft January 10, 2023 C-7 

discount or reduced transient fees, a rent discount for based aircraft (similar to the voluntary "Fly 
Quiet" policy) when using this runway, or encouraging use by only plowing this runway in winter 
months. These are ideas are from the operators, and this Study does not endorse or suggest these 
policies for TTAD. 

Other Findings  

The pilot group also offered opinions regarding impacts to operations in terms of continuity and demand 
on Runway 16/34 and the facilities at TRK. They added further suggestions to incentivize use of Runway 
16/34. 

 Operators were split on whether constructing Runway 16/34 would increase operations. 
However, most charter operators indicated its construction would result in TRK being open more 
often. 

 Charter operators stated the demand to operate to and from TRK is constant, but sometimes 
weather conditions push operations to Reno, limiting the demand. An LPV approach and a new 
runway would likely keep the Airport open more often and reduce the need to divert to RNO. 

 One charter operator suggested they have demand to operate a 30-passenger regional jet during 
peak season and believes if facilities are built to accommodate this, then these operations would 
likely happen.  

 Operators indicated if more facilities are built near Runway 16/34 (fuel, fixed base operators, 
hangars), this may also entice operations on this runway.  

 One charter operator estimated that constructing Runway 16/34 with the LPV approach could 
increase their activity by about 20-30 percent.   

 Multiple operators reiterated that the origin or destination may dictate runway of use, especially 
during calm winds and clear days. Using Runway 16/34 benefits operations with origins or 
destinations to the north or east. However, for origins and destinations to the west and south, 
the preference is to use Runway 11/29.  

Runway 02/20 Extension and Widening 

Operators also asked how extending and widening Runway 02/20 would affect operating patterns at TRK. 
Similar to Runway 16/34, opinions varied. Each operator stressed again that aircraft performance, weight, 
wind, temperature, and origin or destination will factor into which runway to use at TRK. Operators offer 
the following on operations on the conceptual Runway 02/20. 

General Operations on Lengthened/Widened Runway 02/20 

 The majority of operators indicated lengthening Runway 02/20 beyond 5,000 feet opens this 
runway up to larger cabin classes that currently only use Runway 29 for arrivals and departures. 
Repeatedly, comments indicated this improvement will make Runway 02/20 more available for 
turbine operations and will increase turboprops operations on this runway.   
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 Two operators opined that lengthening and widening Runway 02/20 makes more sense than 
constructing Runway 16/34, based on cost and practicality.    

 One operator stated their preference continues to be using the longer Runway 11/29 with a 
crosswind of 10 knots over a lengthened Runway 02/20. 

 Operators suggested that increasing length on Runway 02/20 in 500-foot increments, up to 6,000 
feet, may offer more benefits and entice more use.  Multiple operators suggested prioritizing the 
study of the ultimate buildout and total length for Runway 02/20 over Runway 16/34. 

 One operator indicated that taxiing is an issue for utilizing Runway 02/20 (from west hangars) but 
does support widening and lengthening Runway 02/20 over Runway 16/34, and believes this will 
increase safety.   

 One charter operator indicated they prefer Runway 16/34 over lengthening and widening Runway 
02/20. 

Runway 11 Displaced Threshold  

Operators were questioned on the effects of displacing the Runway 11 threshold 1,000 feet to the east 
and shortening the landing distance available on Runway 11 to 6,000 feet. The intention of this is to keep 
aircraft landing on Runway 11 higher over residences west of TRK and persuade aircraft to circle to land 
on Runway 29 when this operation is safe to perform. 

 No operator was in favor of this, as they stated this proposal reduces landing length and decreases 
safety margin. Multiple operators indicated that shortening the landing distance on Runway 11 
just for noise is a bad idea. 

 This action reduces the ability to land with a tail wind on Runway 11. 

 This is unlikely to significantly affect operations, except by larger jet aircraft using the Runway 11 
IAP and circling to land on Runway 29 during safe conditions.  

AIR TRAFFIC CONTROLLER OBSERVATIONS 

TRK on-site ATC staff also provided input on how a conceptual Runway 16/34 and extended/widened 
Runway 02/20 may be used.   

Existing Conditions  

 ATC sets up flow patterns early in the day, based on weather, ceiling, and wind forecasts as well 
as actual winds aloft data over the Sierra ridge crests. Sierra winds may be different than what is 
on the ground at TRK and may dictate operating patterns. 

 Seventy-five percent of operations are to and from the west, and therefore request or utilize 
Runway 11/29 and Runway 29 for departures during calm winds.   

 From ATCT perspective, ultimately the pilots determine which runways to land and takeoff from.   
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Operations on Runway 16/34 

 ATC staff iterated that using Runway 16/34 may not be efficient, especially during peak operation 
times as demand and the resultant flow of traffic will be coming from the west and south and 
have a vector of travel that will benefit from using Runway 11 or 29. 

 ATC staff stated that they could be trained to use and direct operations on Runway 16/34 if 
needed.  

 Operators using the proposed IAP to Runway 16 to access TRK from the west may choose not to 
fly the entire approach. Rather, once the Airport is in view, the operator may choose to break off 
the IAP and fly visually using landmarks near the I-80 scales then turn to join a right base to land 
on Runway 16. Operators approaching from the south will need to overfly the area and execute a 
180-degree procedure turn to gain a heading to line up for a Runway 16 landing. This procedure 
is considered a circle to land maneuver. Various methods including use of the IAP may accomplish 
this directional change.  

 
TRK ATC staff indicated two possible calm wind operation flows: 

 Arrivals on Runway 16 and departures on Runway 29 

 Arrivals on Runway 29 and departures on Runway 34  
 
TRK ATC staff listed pros and cons regarding the timing and manner of use of Runway 16/34, including a 
concern on contra flow operations during IFR conditions. This includes potential for opposite direction 
operations with arrivals on Runway 16 and departures on Runway 29. The instrument procedures may 
conflict north of the airport and would require IFR separation when this flow is in use. More coordination 
with Oakland Center would be needed to help with this flow.  

Instrument Flight Rules 

ATC indicated that IFR operation days at TRK are actually rare and reiterated pilot observations that if 
visibility is at 1 mile or less, TRK is closed usually due to a snowstorm. IFR/VFR operation days are as follows 
(from ATC):  

 VFR operations: 300 days per year   

 IFR Operations: 20 days per year for all aircraft 

 Marginal IFR:  40 days per year for all aircraft 

 IFR operations separation: every day with itinerant operations 
 
The numbers above represent operations on days that IFR procedures are completed to landing. On VFR 
days, Part 91, Part 135, and most itinerant operators to TRK will fly IFR for access to TRK airspace using 
IFR procedures with a flight plan. Once the Airport is in sight, the operator may cancel the IFR flight plan 
and land straight-in or circle to land on another runway when conditions warrant this.  
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Alternative Runway Utilization Calculations 
The runway analysis as part of this Feasibility Study is meant to produce objective data and results for the 
alternative scenarios for the TTAD Board to evaluate. The utilization calculations in this section quantify 
the expected number of operations for each alternative. These operations will be used for input into 
models that will produce analysis of noise and overflight impacts. 
 

The development of the runway utilization estimates uses information provided by pilots and ATC and 
supplemented with analysis of weather data. The numbers represent the maximum-use scenario and 
were vetted with TRK and ATC staff. Assumptions on how each alternative runway will be used are 
provided for each scenario.  

OPERATIONS DATA BACKGROUND 

The Vector operations data set from June 1, 2020, to May 31, 2021, 
was agreed to be used for base year operations in the Feasibility 
Study during scoping meetings. This data contains a full year of 
operations with time, runway, and aircraft type. The data 
represents typical flow on the existing runways: there was no 
runway construction, no major fires or smoke impacts, and 
operations had recovered to pre-2020 Covid shutdown numbers.  
 

These operations are summarized in Table C-2 below and will be used as part of Alternative 5, the No 
Build scenario. These operations do not include helicopter, glider, or touch-and-go operations. The Vector 
operations data was then matched with weather data over the same time period. This data was matched 
to show how many operations occur during various wind and weather conditions, and when these 
conditions would favor operations on Runway 16/34 or the extended/widened Runway 02/20.  
 

Table C-2:  Existing Operations Summary  

Aircraft Type 
Runway 

Total 
11 29 02 20 

Arrivals      
Piston           498         5,100            872         2,661         9,131  

Turboprop           246         2,177            158            704         3,285  
Jet 2-3           171         1,123               12            218         1,524  
Jet 4-5           243            887               10               99         1,239  
Total        1,158         9,287         1,052         3,682      15,179  

Departures      
Piston           585         4,277         2,806         2,087         9,755  

Turboprop           278         2,392            310            323         3,303  
Jet 2-3           121         1,373               29               50         1,573  
Jet 4-5              14         1,220               18               22         1,274  
Total           998         9,262         3,163         2,482      15,905  

Grand Total        2,156      18,549         4,215         6,164      31,084  
Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) 
Note: Operations do not include helicopter, glider, or touch-and-go operations 

TTAD classifies jet categories based on 
published maximum takeoff weights, as 
follows: 

 Jet 2: <12,500 lbs. 
 Jet 3: 12,500 – 20,000 lbs. 
 Jet 4: 20,000 – 50,000 lbs. 
 Jet 5: > 50,000 lbs.  
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RUNWAY 16/34 ESTIMATES 

The following describes the process to estimate operations on Runway 16/34.  A summary of estimate 
utilization and assumptions for these totals are included at the end of this section.  

Runway 16/34 Operations Pool 

An operations pool was created from the 2020-2021 Vector data set to help quantify the number of 
operations that may be moved to Runway 16/34 for alternative analysis. The operations pool represented 
scenarios when weather conditions favor Runway 16/34 operations: 

 Calm winds 

 Winds out of south (Arrivals on 16) 

 Wind out of north (Departures on 34) 

 Low visibility  
 
These scenarios enable a total of 15,080 operations (6,948 arrivals and 8,132 departures) in the operations 
pool to be considered for Runway 16/34.  The Runway 16/34 operations pool did not include operations 
when winds favor the existing runway alignments. A graphical representation of moving operations from 
the operations pool to Runway 16/34 is shown in Figure C-1. 
 
Figure C-1:  Operations Pool Scenario 

 
Source: Mead & Hunt, Inc. 



 
 

 
 
Runway Feasibility Study – Appendix C 
Runway Utilization Estimate Paper – Draft January 10, 2023 C-12 

Calm Winds (0 to 3 knots) 

The calm wind operations pool includes all operations at TRK from the 2020-2021 Vector data set when 
winds are 3 knots or below. The data det shows 6,534 total arrivals and 7,532 total departures during calm 
winds. From this information and feedback from operators and ATC staff, the following calm wind use 
percentages were applied to the calm wind operations pool: 

 During calm wind conditions, 30 percent of piston arrivals move to Runway 16, and 30 percent of 
piston departures, to Runway 34. 

 During calm wind conditions, 40 percent of turboprop and jet (all classes) arrivals move to Runway 
16, and 40 percent of turboprop and jet (all classes) departures move to Runway 34. 

Winds Out of South (Arrivals on 16) 

The operations pool for arrivals on Runway 16 include arrivals when the winds are out of the south, at 
true north headings of 160-190 degrees. This provides a 30-degree window where winds favor arrivals on 
Runway 16. Operations from the following scenarios in the Vector data set, which occurred on existing 
runways, were moved to Runway 16 for this analysis. 

 During conditions when winds are out of the south, 160-190 true heading, and over 5 knots, 80 
percent of arrivals by piston and turboprop move to Runway 16. 

 During conditions when winds are out of the south, 160-190 true heading, and over 10 knots, 85 
percent of arrivals by jets (all classes) move to Runway 16. 

Wind Out of North (Departures on 34) 

The operations pool for departures on Runway 34 include departures when the winds are out of the north, 
at true north headings of 340-010 degrees. This provides a 30-degree window where winds favor 
departures on Runway 34. Operations from the following scenarios in the Vector data set, which occurred 
on existing runways, were moved to Runway 34 for this analysis. 

 During conditions when winds are out of the north, 340-010 true heading, and over 5 knots, 80 
percent of departures by piston and turboprops move to Runway 34. 

 During conditions when winds are out of the north, 340-010 true heading, and over 10 knots, 85 
percent of departures by jets (all classes) move to Runway 34. 

Low Visibility 

Operations during low visibility conditions are rare at TRK. Operators indicated that when visibility 
minimums are at 1.5 miles or less, this usually equates to a storm in the TRK area, and the airport is likely 
closed. During these conditions, itinerant operators will either not operate at TRK, or choose to land at 
RNO. Because these conditions are rare (less than 80 operations found in the operation data set), a 
separate low visibility operations pool was not evaluated. However, while these operations are rare, these 
may increase slightly with implementation of an LPV approach. Also, during low ceiling conditions, winds 
are typically calm, and these operations may be captured in the calm wind operations pool.  
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Estimated Runway 16/34 (Alternative 1) Operation Summary 
The numbers presented above summarize which operations from the Vector data set were moved from 
the Operations Pool to Runway 16/34, summarized in the Table C-3. The justification for these operations 
moving from the existing runways to Runway 16/34 assumes the following:  

 Aircraft operators will utilize Runway 16/34 for arrivals and departures when winds favor this 
runway.   

 Operators utilizing the Runway 16 IAP will land on this runway instead of circling to land on 
Runway 11/29.  

 Operators will use the Runway 34 DP when needed for taking on more weight for longer range or 
departing during low visibly conditions.   

 Operators may prefer to use Runway 16/34 under visual conditions when arriving from the east 
or north of TRK and departing to a destination to the east or north of TRK. 

 A public information campaign or incentives from TTAD policies to use Runway 16/34 will be 
implemented. This Study is not suggesting these items as policy. 

 Direction from ATC will help move aircraft to Runway 16/34 during calm wind conditions. It is 
assumed that to be used during calm winds, ATC staff will need to provide direction, and the 
operator will need to accept that direction.  

 Some operators expressed that they would prefer to not depart from Runway 34 under calm 
conditions due to taxiing distance. However, these operators did indicate that when winds dictate 
departing on Runway 34, safety is paramount over the taxiing distance. This is reflected in the 
assumed use percentages. 

 

Table C-3:  Runway 16/34 Use Estimate Matrix 

Scenario Operation Aircraft 
Wind 
Speed 
(knots) 

Wind 
Direction 

Total 
Ops 

Variables  Change In Operations 

+16 
use % 

+34 
use % 

11 29 02 20 16 34 

Calm Wind 

Arrivals 

Piston 

0-3  N/A 

3,957 30% 0% -61 -801 -96 -228 1,187 0 

TP 1,370 40% 0% -51 -400 -27 -70 548 0 
Jet 2-3 678 40% 0% -30 -214 -1 -27 271 0 

Jet 4-5 529 40% 0% -49 -153 -1 -9 212 0 

Departures 

Piston 5,042 0% 30% -106 -638 -616 -153 0 1,513 

TP 1,376 0% 40% -64 -386 -85 -15 0 550 

Jet 2-3 620 0% 40% -26 -212 -8 -2 0 248 

Jet 4-5 494 0% 40% 0 -193 -3 -2 0 198 

Winds Out of 
South 

160-190 
(ops on 16) 

Arrivals 

Piston >5  
160-190 

True 
north 

275 80% 0% -53 -35 -11 -121 220 0 

TP >5  104 80% 0% -22 -30 -1 -30 83 0 

Jet 2-3 >10  17 85% 0% -4 -3 0 -7 14 0 

Jet 4-5 >10  18 85% 0% -9 -5 0 -2 15 0 

Winds Out of 
North 

340-010 
(ops on 34) 

Departures 

Piston >5  
340-010 

True 
north 

428 0% 80% -6 -152 -156 -29 0 342 
TP >5  149 0% 80% -7 -96 -16 0 0 119 

Jet 2-3 >10  10 0% 85% 0 -9 0 0 0 9 

Jet 4-5 >10  13 0% 85% 0 -9 -2 0 0 11 

Totals:     15,080   -487 -3,338 -1,023 -693 2,551 2,990 
Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt 
Note: Operations do not include helicopter, glider, or touch-and-go operations. Totals may not add due to rounding 
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TRK ATC staff listed pros and cons for the use of Runway 16/34, including a concern on contra flow 
operations during IFR conditions. However, the proposed shift of operations from existing runways to 
Runway 16/34 during calm winds was found to be acceptable by TRK ATC staff.  ATC stated these may be 
maximum-use operations numbers, but with direction from ATC and non-conflicting IFR flow, this may be 
achieved. TRK ATC staff indicated two possible calm wind operation flows: 

 Arrivals on Runway 16 and departures on Runway 29 

 Arrivals on Runway 29 and departures on Runway 34  
 
Table C-4 summarizes the total operations for noise and overflight analysis for Alternative 1. 
 
Table C-4:  Alternative 1 Operations Summary  

Aircraft Type 
Runway 

Total 
11 29 02 20 16 34 

Arrivals        
Piston  384   4,264   765   2,312   1,407  0  9,131  

Turboprop  173   1,746   130   604   631  0  3,285  
Jet 2-3  137   906   11   184   286  0  1,524  
Jet 4-5  186   729   9   89   227  0  1,239  
Total  880   7,644   915   3,189   2,551  0  15,179  

Departures        
Piston  474   3,487   2,034   1,905  0  1,855   9,755  

Turboprop  207   1,910   209   308  0  670   3,303  
Jet 2-3  95   1,152   21   48  0  257   1,573  
Jet 4-5  14   1,018   14   20  0  209   1,274  
Total  790   7,567   2,277   2,281  0  2,990   15,905  

Grand Total  1,669   15,211   3,192   5,471   2,551   2,990   31,084  
Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt  
Note: Operations do not include helicopter, glider, or touch-and-go operations 
Totals may not add due to rounding 
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EXTENDED RUNWAY 02/20 ESTIMATES 

The following describes the process to estimate operations on Runway 02/20 if lengthened to 5,055 feet 
and widened to 100 feet. A summary of estimate utilization and assumptions for these totals are included 
at the end of this section. 

Extended Runway 02/20 Operations Pool 

The operations pool was created from the 2020-2021 Vector data set to help quantify the number of 
operations that may be moved from Runway 11/29 to an extended Runway 02/20 for alternative analysis. 
The operations pool represents scenarios when weather conditions favor more operations on an extended 
Runway 02/20: 

 Calm winds 

 Winds out of southwest  

 Wind out of northeast  
 
These scenarios enable a total of 12,007 operations on Runway 11/29 (6,175 arrivals and 5,832 
departures) in the operations pool to be considered for an extended Runway 02/20.  The Runway 02/20 
operations pool does not include operations when winds favor Runway 11/29, or operations already on 
Runway 02/20. This process is similar to the graphical representation of moving operations from the 
operations pool as shown in Figure C-1 above. 

Calm Winds (0 to 3 knots) 

The calm wind operations pool includes all operations at TRK from the 2020-2021 Vector data set when 
winds are 3 knots or below. The operations data det shows 5,116 total arrivals and 4,682 total departures 
on Runway 11/29 during calm winds. Operations from the following calm wind operations in the Vector 
data set that occurred on Runway 11/29 were moved to Runway 02/20 for this analysis. 

 During calm wind conditions, 20 percent of arrivals by piston, 15 percent of arrivals by turboprop, 
and 5 percent of arrivals by jets (classes 2 and 3) on Runway 11/29 move to Runway 02. 

 During calm wind conditions, 30 percent of arrivals by piston, turboprop, and jets (classes 2 and 
3) and 5 percent of arrivals by jets (classes 4 and 5) on Runway 11/29 move to Runway 20. 

 During calm wind conditions, 30 percent of departures by piston, turboprop, and jets (classes 2 
and 3) and 5 percent of departures by jets (classes 4 and 5) on Runway 11/29 move to Runway 
02. 

 During calm wind conditions, 20 percent of departures by piston, 15 percent of departures by 
turboprop, and 5 percent of departures by jets (classes 2 and 3) on Runway 11/29 move to 
Runway 20. 
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Winds Out of Southwest (Operations on 20) 

The pool for operations on Runway 20 includes arrivals and departures when the winds are out of the 
southwest at true north headings of 190-230 degrees. This provides a 40-degree window where winds 
favor operations on Runway 20. Operations from the following scenarios in the Vector data set, which 
occurred on Runway 11/29, were moved to Runway 02/20 for this analysis. 

 During conditions when winds are out of the southwest, 190-230 true heading, and over 5 knots, 
85 percent of arrivals and departures by piston and turboprop move to Runway 20 

 During conditions when winds are out southwest, 190-230 true heading, and over 10 knots, 70 
percent arrivals and departures by jets (classes 2-3), and 25 percent arrivals and departures by 
jets (classes 4-5) move to Runway 20. 

 
The 40-degree window for Runway 02/20 analysis is larger than the 30-degree window included for 
Runway 16/34. This is due to less runway options (four) under the Runway 02/20 analysis, compared to 
six runway options for the Runway 16/34 analysis. With more runway options, operators may be more 
discriminate in choosing a runway based on winds.  

Winds Out of Northeast (Operations on 02) 

The pool for operations on Runway 02 includes arrivals and departures when the winds are out of the 
northeast, at true north headings of 010-050 degrees. This provides a 40-degree window where winds 
favor operations on Runway 02. Operations from the following scenarios in the Vector data set, which 
occurred on Runway 11/29, were moved to Runway 02/20 for this analysis. 

 During conditions when winds are out of the northeast, 010-050 true heading, and over 5 knots, 
85 percent of arrivals and departures by piston and turboprop move to Runway 02. 

 During conditions when winds are out of the northeast, 010-050 true heading, and over 10 knots, 
70 percent of arrivals and departures by jets (classes 2-3), and 25 percent of arrivals and 
departures by jets (classes 4-5) move to Runway 02. 
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Estimated Runway 02/20 Extension/Widening (Alternative 2) Operation Summary 

The scenarios presented above describe which operations were moved from the Operations Pool to an 
extended Runway 02/20, summarized in Table C-5.  
 
Table C-5:  Extended Runway 02/20 Use Estimate Matrix 

Scenario Operation Aircraft 
Wind Speed 

(knots) 
Wind 

Direction 
Total Ops 
(on 11/29) 

Variables Change In Operations 

+02 use % +20 use % 11 29 02 20 

Calm Wind 

Arrivals 

Piston 

0-3  N/A 

2,875 20% 30% -102 -1336 575 863 
TP 1,128 15% 30% -57 -450 169 338 

Jet 2-3 609 5% 30% -26 -187 30 183 

Jet 4-5 504 0% 5% -6 -19 0 25 

Departures 

Piston 2,479 30% 20% -177 -1063 744 496 

TP 1,125 30% 15% -72 -435 338 169 

Jet 2-3 596 30% 5% -23 -186 179 30 
Jet 4-5 482 5% 0% 0 -24 24 0 

Winds Out 
of SW 

190-230 
(favors ops 

on 20) 

Arrivals 

Piston >5  

190-230 
True north 

203 0% 85% -14 -158 0 173 

TP >5  144 0% 85% -15 -107 0 122 

Jet 2-3 >10  57 0% 70% -12 -28 0 40 

Jet 4-5 >10  63 0% 25% -5 -11 0 16 

Departures 

Piston >5  226 0% 85% -15 -177 0 192 
TP >5  245 0% 85% -11 -197 0 208 

Jet 2-3 >10  88 0% 70% -4 -57 0 62 

Jet 4-5 >10  99 0% 25% 0 -25 0 25 

Winds Out 
of NE 

010 - 050 
(favors ops 

on 02) 
 

Arrivals 

Piston >5  

010-050  
True north 

370 85% 0% -14 -300 315 0 

TP >5  191 85% 0% -8 -155 162 0 
Jet 2-3 >10  17 70% 0% 0 -12 12 0 

Jet 4-5 >10  14 25% 0% 0 -4 4 0 

Departures 

Piston >5  266 85% 0% -12 -214 226 0 

TP >5  184 85% 0% -11 -145 156 0 

Jet 2-3 >10  25 70% 0% 0 -18 18 0 

Jet 4-5 >10  17 25% 0% 0 -4 4 0 
Totals:     12,007   -584 -5,312 2,955 2,940 

Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt  
Note: Operations do not include helicopter, glider, or touch-and-go operations. Totals may not add due to rounding 

 
The justification for these operations moving from Runway 11/29 to an extended/widened Runway 02/20 
assumes the following:  

 By lengthening and widening Runway 02/20, it is assumed this will drive operations from Runway 
11/29 to this runway.  

 Extending Runway 02/20 to over 5,000 feet and widening by 100 feet will open this runway up to 
larger aircraft classes (business jets and turboprops) that currently only use Runway 29 for arrivals 
and departures. 

 Operators using the Runway 20 LP IAP with aircraft in these larger classes will land on Runway 20 
instead of circling to land on Runway 11/29.  
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 Direction from ATC will help move aircraft to Runway 02/20 during calm wind conditions.  

 Under calm winds, more arrival operations are moved onto Runway 20 with the existing LP 
approach, contrasted with fewer arrivals on Runway 02 with a visual approach.  

 Arrival operations on Runway 20 are expected from aircraft arriving from the south or southwest 
under VFR conditions and landing directly on this runway.  

 Under calm winds, more departures operations are moved onto Runway 02, which is supported 
with an existing DP.  

 
Table C-6 summarizes total operations for noise and overflight analysis for Alternative 2. 
 
Table C-6:  Alternative 2 Operations Summary  

Aircraft Type 
Runway 

Total 
11 29 02 20 

Arrivals      
Piston 367 3,306 1,762 3,696 9,131 

Turboprop 166 1,465 490 1,165 3,285 
Jet 2-3 133 896 54 441 1,524 
Jet 4-5 232 853 14 140 1,239 
Total 899 6,520 2,319 5,441 15,179 

Departures      
Piston 381 2,823 3,776 2,775 9,755 

Turboprop 184 1,615 804 700 3,303 
Jet 2-3 94 1,112 225 141 1,573 
Jet 4-5 14 1,167 46 47 1,274 
Total 674 6,717 4,851 3,663 15,905 

Grand Total 1,572 13,237 7,170 9,104 31,084 
Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt  
Note: Operations do not include helicopter, glider, or touch-and-go operations 
Totals may not add due to rounding 
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RUNWAY 11 DISPLACED THRESHOLD ESTIMATES 

The following describes the process to estimate what operations will shift if Runway 11 is displaced 1,000 
feet, reducing landing distance on this runway. With declared distances, the length for arrivals and 
departures on Runway 29 does not change, nor does the departure length on Runway 11. The 
displacement will likely only affect arrival operations, primarily by turbine aircraft, on Runway 11. A 
summary of estimate utilization and assumptions for these totals are included at the end of this section. 

Runway 11 Displaced Threshold Operations Pool 

The operations pool was created from the 2020-2021 Vector data set to help quantify the number of 
operations that may be moved from Runway 11. The operations pool represents scenarios when weather 
conditions warrant fewer operations on Runway 11 for arrivals: 

 Calm winds 

 Winds out of the west, 280-320 true heading, with tailwinds that would affect landing distance 
on Runway 11  

 
The total operations pool for consideration of moving off Runway 11 with a displaced threshold is 196 
operations. This includes all arrivals by jet aircraft under the conditison listed above on Runway 11.  Arrival 
operations when winds favor Runway 11, operations on Runway 02/20, and operations on Runway 29 
were not included in this pool. Under this scenario the length of Runway 02/20 will not change, so turbine 
arrivals are assumed to shift to Runway 29 rather than this runway. 

Calm Winds (0 to 3 knots) 

The calm wind operations pool includes all operations at TRK from the 2020-2021 Vector data set when 
winds are 3 knots or below. Based on information and feedback from operators and ATC staff, the 
following use percentages were applied to the calm wind operations pool: 

 During calm wind conditions, 25 percent of arrivals by jets (classes 2 and 3) move from Runway 
11 to Runway 29. 

 During calm wind conditions, 50 percent of arrivals by jets (classes 4 and 5) move from Runway 
11 to Runway 29. 

Winds Out of West-Northwest (True Heading 280-320)  

This pool of operations includes turbine aircraft using Runway 11 with a tailwind, and shortening the 
landing distance will require these aircraft to circle to land on Runway 29. Runway 02/20 is not considered 
for these operations since this is a shorter runway.  

 During conditions when winds are out of the west-northwest, 280-320 true heading, and over 5 
knots, 90 percent of arrivals by jets (classes 2 and 3) move from Runway 11 to Runway 29. 

 During conditions when winds are out of the west-northwest, 280-320 true heading, and over 10 
knots, 90 percent of arrivals by jets (classes 4 and 5) move from Runway 11 to Runway 29. 
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Analyzing the operations pool for arrival operations on Runway 11 with tailwinds show no operations by 
all jet classes in the Vector data set. This indicates that turbine aircraft do not land on Runway 11 with a 
tailwind. Therefore, no operations were moved to Runway 29 under this scenario.  

Estimated Runway 11 Displaced Threshold (Alternative 3) Operation Summary 

The scenarios presented above describe which operations were moved from the Operations Pool to 
Runway 29 with a displaced threshold on Runway 11, as summarized in Table C-7.  
 
Table C-7:  Runway 11 Displaced Threshold Use Estimate Matrix 

Scenario Operation Aircraft 
Wind Speed 

(knots) 
Wind 

Direction 
Total Ops 

Variables Change In Operations 
+02 use % 11 29 02 20 

Calm Wind 
Arrivals on 

11 
Jet 2-3 

0-3  N/A 
74 25% -19 19 0 0 

Jet 4-5 122 50% -61 61 0 0 
Totals:     196  -80 80 0 0 

Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt 
Note: Operations do not include helicopter, glider, or touch-and-go operations 
Totals may not add due to rounding 

 
The justification for these operations moving from Runway 11 with a displaced threshold to Runway 29 
assumes the following:  

 By shortening the landing distance available on Runway 11, turbine aircraft that require landing 
distances over of 6,000 feet or more during calm wind conditions would circle to land on Runway 
29. 

 No operations by piston or turboprops are expected to move from Runway 11 since these aircraft 
classes can generally land on a 6,000-foot runway under calm conditions.  

 Arrival operations by turbine aircraft on Runway 11 with a tailwind are rare at TRK, and no 
operations were moved to Runway 29 under these conditions (winds out of 280-320 and greater 
than 10 knots). 

 
Table C-8 summarizes the total operations for noise and overflight analysis for Alternative 3. Alternative 
4 would combine the use percentages of Alternative 1 (Table C-4) and Alternative 3 (Table C-8). 
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Table C-8:  Alternative 3 Operations Summary  

Aircraft Type 
Runway 

Total 
11 29 02 20 

Arrivals      
Piston                  498             5,100               872           2,661  9,131 

Turboprop                  246             2,177               158               704  3,285 
Jet 2-3                  153             1,142                 12               218  1,524 
Jet 4-5                  182                 948                 10                 99  1,239 
Total              1,079             9,367           1,052           3,682  15,179 

Departures      
Piston                  585             4,277           2,806           2,087              9,755  

Turboprop                  278             2,392               310               323              3,303  
Jet 2-3                  121             1,373                 29                 50              1,573  
Jet 4-5                    14             1,220                 18                 22              1,274  
Total                  998             9,262           3,163           2,482            15,905  

Grand Total              2,077           18,629           4,215           6,164  31,084 
Source: TRK Vector operations data (June 1, 2020, to May 31, 2021) and Mead & Hunt  
Note: Operations do not include helicopter, glider, or touch-and-go operations 
Totals may not add due to rounding 

 

CONCLUSION AND NEXT STEPS 

After receiving feedback from TTAD Board and TRK staff, this Runway Utilization Estimate study was 
revised and turned into an Appendix to be included with the full Runway Feasibility Study. The estimated 
operations totals for each runway alternative were used for input into the noise model. This resulted in 
quantifying noise and overflight impacts that were used for the runway alternative analysis.  
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Transient User Survey Results  
After reviewing the Part 91 and 135 operator interviews summarized in this Appendix, TTAD requested 
further outreach of transient operators. This group was more difficult to capture, since records on 
transient users are not as available as users based at TRK or charter operators. 
 
A survey was sent out to the West Valley Flying Club (included with their Newsletter and email blast) in 
the summer of 2022. The survey included the same questions as the Part 91 and 135 operator interviews, 
and asked for information about characteristics of use, various use patterns and requirements, and how 
conceptual changes to the airfield may impact their operations. Sixteen transient users at TRK responded.  
 
Questions and answers for each unique transient operator are provided in tables below. Tables include 
anonymized responses as provided by those who participated in the survey. Respondents are listed in the 
User columns, wherein the label T categorizes them as a transient user of the Airport. 
 

User 
What aircraft type do 
you operate? 

What aircraft model 
do you operate? 

How often do you operate at TRK? (Estimated 
operations per month) 

T1 Turboprop P46T Meridian 3-5 operations per month 

T2 Piston Mooney 2 operations per quarter, will increase next year 
T3 Piston RV9 1-2 operations per month 
T4 Piston Cirrus SR22 1-2 operations per month 
T5 Piston C182 1-2 operations per month 
T6 Piston Mooney M20K 6 operations per year 
T7 Piston Cirrus Sr22T 3-5 operations per month 
T8 Piston Cessna 182T 1-2 operations per month 
T9 Piston PA-24, PA-30 7-8 times per year 

T10 Jet Cirrus Vision Jet SF50 1-2 operations per month 

T11 Piston 
Cessna 182 and Cirrus 
SR22T 

1-2 operations per month 

T12 Piston SR22 1-2 operations per month 
T13 Piston Cessna 180 1-2 operations per month 
T14 Piston 182 1-2 operations per month 
T15 Piston C182 2-3 operations per year 
T16 Piston 182 3-5 operations per month 
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User 

What runway do you 
primarily land and 
depart on? 

What is the maximum 
tailwind that you will 
accept for landings? 

What is the maximum crosswind that you will 
accept for operations on RW 29? 

T1 Runway 29 5 knots 10 knots 
T2 Runway 29 5 knots 10 knots 
T3 Runway 29 3 knots 10 knots 
T4 Runway 29 None / No Tailwind 5 knots 
T5 Runway 20 3 knots 5 knots 
T6 Runway 29 3 knots 10 knots 
T7 Runway 29 3 knots 5 knots 
T8 Runway 29 3 knots 10 knots 
T9 Runway 20 5 knots 10 knots 

T10 No response None / No Tailwind 10 knots 
T11 Runway 20 None / No Tailwind 10 knots 
T12 Runway 29 None / No Tailwind 10 knots 
T13 Runway 29 None / No Tailwind 10 knots 
T14 Runway 11 5 knots 10 knots 
T15 Runway 20 3 knots 10 knots 
T16 Runway 29 None / No Tailwind 5 knots 
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User 

Under calm wind 
conditions, what 
runway do you use for 
arrivals? 

Under calm wind 
conditions, what 
runway do you use 
for departures? 

In what scenarios would you choose to use RW 16/34 over 
RWs 11/29 or 2/20? (Select all that apply.) 

T1 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T2 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T3 Runway 02 Runway 29 
Direction from ATC (during calm winds), Visibility and need to use 
the new instrument approach procedure (IAP) or departure 
procedure 

T4 Runway 29 Runway 29 Direction from ATC (during calm winds), Prevailing winds 
T5 Runway 20 Runway 20 Direction from ATC (during calm winds), Prevailing winds 

T6 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T7 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T8 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T9 Runway 29 Runway 29 Prevailing winds 

T10 Runway 11 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T11 Runway 20 Runway 20 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T12 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T13 Runway 29 Runway 29 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T14 Runway 11 Runway 29 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T15 Runway 29 Runway 29 Direction from ATC (during calm winds) 

T16 Runway 29 Runway 02 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 
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User 

During calm winds, 
would you arrive or 
depart on RW 16/34 
over RW 11/29? 

What would 
preclude your use of 
RW 16/34 for 
arrivals/departures? 

What might persuade your use (shift from existing runways) 
to arrivals/departures on RW 16/34? (Select all that apply.) 

T1 No Unfavorable wind 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T2 
Would depend on noise 
considerations. Either 
would be acceptable. 

Nothing. 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure, Noise abatement 

T3 No 
I don’t like 1-way in 
runways for safety 
reasons. 

Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T4 Yes No response Direction from ATC (during calm winds), Prevailing winds 
T5 Yes Wind conditions Direction from ATC (during calm winds), Prevailing winds 

T6 No Terrain clearance 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T7 Depends, 50/50 length of 29 Direction from ATC (during calm winds), Prevailing winds 

T8 No 
Prefer to approach 
over Hwy 80, in case 
of engine-out. 

Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T9 Yes 
crosswind 
gusts/shearing from 
the mountain 

Prevailing winds 

T10 Yes 
crosswind or tailwind 
landing/depart 

Prevailing winds 

T11 No 
In a Cessna, I would 
favor the shorter taxi 
after landing 

Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T12 Yes 
not that I can think 
of. longer runway is 
always better. 

Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T13 Yes adverse wind 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T14 No long taxi time 
Direction from ATC (during calm winds), Prevailing winds, 
Visibility and need to use the new instrument approach 
procedure (IAP) or departure procedure 

T15 Yes 
wind direction, 
density altitude 

Prevailing winds, Visibility and need to use the new instrument 
approach procedure (IAP) or departure procedure 

T16 No No response Prevailing winds 
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User 

Would an LPV IAP 
encourage more 
nighttime use on 
RW 16/34? 

Would you potentially conduct an increased 
number of operations at TRK if an LPV IAP was 
available on RW 16? 

Would the additional taxi 
distance (2,000 feet from RW 
29) and time to access RW 34 
for departures, or other 
concerns, influence your 
potential use of this runway? 

T1 Yes No No 
T2 Yes Yes No 
T3 No No Yes 
T4 No No No 

T5 
I don’t land here at 
night 

No No 

T6 No No No 
T7 Yes Yes No 
T8 No No No 

T9 Yes 
Don't travel to KTRK enough there to make a 
difference 

No 

T10 Yes Yes No 

T11 Yes 
If the IAP included an easy IAF from the west 
(eastbound) 

Yes 

T12 Yes Yes No 
T13 No No No 
T14 Yes Yes Yes 

T15 Yes No Yes 
T16 No No No 
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User 

Would widening and 
extending RW 2/20 
(increase from 4,650’ x 
75’ to 5,100’ x 100’) 
affect your operation 
patterns at TRK? 

Would displacing the RW 11 
landing threshold 1,000 feet to the 
east affect your operation patterns 
at TRK? This would not decrease 
usable length for arrivals and 
departures on RW 29. 

Do you have any other thoughts or concerns on 
the conceptual changes to runways at TRK: 
either an additional (third) runway (RW 16/34) 
or lengthening RW 2/20? 

T1 No No 
Another runway is a great idea - having more 
options in wind, low weather, is always good.   

T2 

No: runway is 
sufficiently long and 
wide for my airplane 
already. 

No. 
Runway 16/34 with an LPV that's usable at night 
would improve safety and accessibility. 

T3 
No, it’s long enough for 
what I fly.  

This is a bad idea for large aircraft.  

Lengthening the existing runway seems both 
easier and a better use of money than adding a 
new one when there are already cross runways for 
most wind conditions.  

T4  No response  No response  No response 

T5 No No 
No. I think the flexibility would be great for 
improving safety and noise concerns.  

T6 No No How are multiple runway operations effected? 

T7 Nope but would help  No 
If possible extend 2/20 and build 16/34 due to 
increased wind and shift in direction  

T8 No. No.  No response 

T9 
Bigger is better... 
especially when flying 
the twin 

no 
Would like to know how the noise abatement 
procedures would be affected.  

T10 
more rwy and wider 
always better 

no  No response 

T11 Not really No 
The new runway will be great for turbojets, and 
will make it easier for single-engine pistons to use 
the existing runways. 

T12 No response No response  No response 
T13 No response No response add 16/34 ! 
T14 No response No response  No response 

T15 

Yes, for the better, also 
clearing the trees at the 
end of 20 would be 
helpful.  

No 
Lengthening 16/34 usable landing distance would 
make this a more effective runway.  

T16 No No 
No, I don't think this affects most GA pilots who 
stick to vfr and good weather given the mountains. 

 


