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Section 1 INTRODUCTION

1.1 BACKGROUND

NextEra Blythe Solar Energy Center, LLC (Blythe Solar), a wholly owned subsidiary of
NextEra Energy Resources LLC, is the current owner of the Blythe Solar Power Project
(BSPP). Blythe Solar files this Request For a Joint Petition To Amend' (Petition) to
delete Condition of Certification TRANS-8 which requires that Blythe Solar provide an
avigation easement executed by the Bureau of Land Management (BLM). BLM will not
encumber its land with such an avigation easement, therefore making it a legal
impossibility for Blythe Solar to comply with TRANS-8.

As discussed in this Petition, TRANS-8 was included in the original and amended Final
Decisions in order to ensure compliance with a provision requiring an avigation
easement in the Riverside County Airport Land Use Commission Airport Master Plan
(Airport Master Plan). The requirement was determined to be a Law, Ordinance,
Regulation, or Standard (LORS) and was not included to mitigate any potential
environmental impact. Further research definitely proves that the requirements of the
Airport Master Plan are inapplicable to BLM land and therefore should not have been
applied to the BSPP as a LORS.

1.2 PURPOSE AND NEED FOR AMENDMENT, BENEFITS

The purpose of this Petition is to correct an error in applying the Airport Master Plan
avigation easement to BLM land as described in Section 1.3 of this Petition. As the
owner of the land only BLM can grant an avigation easement. As shown in Attachment
A to this Petition, BLM cannot grant such an avigation easement on public lands making
impossible for Blythe Solar to comply with Condition of Certification TRANS-8.

Blythe Solar is currently financing Units 3 and 4 of the BSPP which is set to close prior
to commercial operation. During the due diligence conducted during the financing
process the lenders require confirmation that Blythe Solar would not be determined to
be in noncompliance with Condition of Certification TRANS-8, prior to the close of
financing. Commercial Operation and the close of financing are set for May 17, 2020.

At the time of both the original and the PV amendment proceedings neither applicant
was aware that BLM could not execute an avigation easement on public lands.

! California Code of Regulations Section 1769.1 allows Staff and Project Owner to jointly petition the
Commission for amendment to the Final Decision.

Blythe Solar Power Project 1-2
Request For Joint Petition To Amend - Deletion of TRANS-8



1.3 PERMITTING HISTORY OVERVIEW

1.3.1 Original Solar Thermal BSPP Project

The original BSPP design was for a 1000 MW solar thermal power generating
technology that employed solar mirrors of a Helio-trough design to generate heat for use
in a traditional steam turbine plant. The Commission issued the Final Decision on
September 16, 20102 At that time the Commission was working closely with BLM who
was processing a right of way grant (ROW Grant) application for the BSPP and
conducting its environmental review under the National Environmental Policy Act
(NEPA). The BLM included the conditions of certification contained in the Commission
Final Decision in its Record of Decision on October 22, 2010 and issued the ROW Grant
on November 4, 2010. Both the Final Decision and ROW Grant contain Condition of
Certification TRANS-8.

1.3.2 Current PV BSPP Project

On June 28, 2012, the original owner of the BSPP filed a Petition To Amend the Final
Decision to convert the original BSPP from a solar thermal facility to a photovoltaic
facility>. Blythe Solar acquired the BSPP in 2012 and filed a Revised Petition To Amend
the Final Decision in April 2013. On January 15, 2014, the Commission approved the
Revised Petition To Amend to convert the original solar trough project to a smaller
photovoltaic facility consisting of four phases or units*. The approval incorporated
Condition of Certification TRANS-8 from the original Final Decision.

2 Original Final Decision, CEC-800-2010-009-CMF.

% On October 4, 2011, the California Legislature passed and the Governor signed into law SB 226 (Simitian).
SB 226 added Section 25500.1 to the Public Resources Code which authorized the Commission to review and
amend a License for a solar thermal power plant to the use of PV technology.

* PV Final Decision, CEC-800-2013-002-CMF.
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Section 2 DESCRIPTION OF AMENDMENT

Blythe Solar simply requests that the Commission amend the Final Decision by deleting
Condition of Certification TRANS-8 because Blythe Solar's compliance is legally
impossible.

2.1 AIRPORT MASTER PLAN NOT LORS

211 Overview and History

The Airport Master Plan was adopted by the Riverside Airport Land Use Commission
(ALUC) in 2004 pursuant to the ALUC’s authority under California law®. The Airport
Master Plan sets forth land use planning designations and policies around Riverside
County’s operating airports. The land use planning designations provide guidance to the
local land use agencies that have land use jurisdiction over the lands surrounding each
airport. The Airport Master Plan contains broad policies that apply to all Riverside County
operating airports and contains specific land use designations and policies for each
specific airport. The Airport Master Plan includes a general requirement for an avigation
easement for each of Riverside County Airports.

The BSPP’s Units 3 and 4 would occupy BLM land that is designated by the Airport
Master Plan as airport influence zones. The Airport Master Plan policies applicable to
development within these zones require an avigation easement.

21.1.1 Original Solar Thermal BSPP Project

During the Commission evaluation and processing the original solar thermal Application
For Certification (AFC) for the original BSPP, Commission Staff coordinated with the
ALUC to address any potential concerns. The ALUC identified potential concerns with
glint and glare from the solar trough mirrors, location of the proposed transmission line
route relative to one its protective zones, thermal plumes from the proposed steam power
plant portion of the project, and bird attraction to the proposed evaporation ponds. Staff
and the applicant worked together to mitigate the potential impacts to the extent feasible
through project modifications and/or mitigation measures to address the ALUC’s
concerns. This resulted in the following:

e Glint and Glare — Condition of Certification TRANS-7 was included to ensure
proper notification of pilots regarding glint and glare potential, TRANS-9 was
included to ensure that the project is built and operated to minimize the
creation of glint and glare; and TRANS-10 was included to require complaint

® http://www.rcaluc.org/Plans/New-Compatibility-Plan
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notification and follow-up procedures. The Commission ultimately found that
this suite of measures reduced the potential impacts to the extent feasible and
made a finding of overriding consideration®.

e Transmission Line - The applicant moved the transmission line route out of
the protected zone as requested by the ALUC; Condition of Certification
TRANS-11 was developed to require additional marking of the transmission
line poles’.

e Thermal Plumes from Steam Power Plant — Condition of Certification TRANS-
7 was included to ensure that measures are taken to inform pilots of the
presence of these plumes through Aeronautical Charts, Airport/Facilities
Directories (AFD) and Notice to Airmen (NOTAM).

e Bird Attraction to Evaporation Ponds — Condition of Certification BIO-25 was
included to ensure that the evaporation ponds will not increase bird attraction
and which requires (1) that all ponds to be netted to exclude birds and other
wildlife; (2) additional visual bird deterrents and a rigorous monitoring program
to verify that the netting is effective in excluding birds and other wildlife; and
(3) adaptive management and remedial action to discourage wildlife use, if
monitoring detects bird use at the ponds.

To understand why Condition of Certification TRANS 8 requiring an avigation easement
was proposed by Staff and adopted by the Commission into the Final Decision it is
important to look to Exhibit 207, Traffic and Transportation, Aviation Assessment and
Supplemental Testimony of Marie McLean; Clifford Ho, PhD; Mark Johnson, AICP;
James Jewell; and Will Walters, included as Attachment B to this Petition. The reason
for including Condition of Certification TRANS-8 is outlined at: page 3, Table 1
(discussion of applicable LORS referring to Airport Master Plan); page 12, Footnote 16
(discussion of avigation easement requirement linked to Airport Master Plan); page 43,
Table 2 (discussion of avigation easement to comply with LORS in Airport Master Plan);
page 46, Table 2 (discussion of compliance with Palo Verde Plan which incorporated the
requirements of the Airport Master Plan verbatim). TRANS-8 was therefore required
solely for the purpose of complying with the Airport Master Plan as LORS and was not
intended to mitigate any potential environmental impact. The specific conditions of
certification outlined above were developed to mitigate the specific potential
environmental impacts raised by the ALUC to the extent feasible.

21.1.2 Current PV BSPP Project

During the Petition To Amend proceeding authorizing the current PV BSPP configuration,
Condition of Certification TRANS-7 was deleted because the potential for thermal plumes

SOriginaI Project Final Decision, pages 469.
Ibid.
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had been eliminated with the removal of the steam power plant portions of the project.8
Condition of Certification TRANS-9 deleted because it related specifically to operation of
parabolic troughs, which were eliminated.® Staff retained Conditions of Certification
TRANS-10 and TRANS-11 as still necessary to reduce impacts.™

Staff added Conditions of Certification TRANS-12 and TRANS-13 to ensure no
significant glint/glare impacts from the PV conversion would occur. TRANS-12 requires
the project-owner to use anti-reflective coating or textured glass to reduce the specular
reflectance of the PV panels to 1 to 2 percent. TRANS-13 requires the project-owner to
construct all exposed PV support structures with matt or burnished surfaces to reduce
bright specular reflections.”’

Specifically with respect to Condition of Certification TRANS-8, Staff included Conclusion
8, which states:

Staff recommends Condition of Certification TRANS-8 (recommended for
the approved BSPP and was included in the Commission Decision) be
applied to the modified BSPP to comply with Riverside County
requirements for avigation easements."? (Emphasis Added).

2.1.2  BLM Land Excluded From ALUC Jurisdiction and Airport Master Plan Policies

The application of the policies outlined in the Airport Master Plan was made in error
because the ALUC and the Airport Master Plan does not extend jurisdiction over BLM
land. Specifically the Airport Master Plan, at page 1-4 states:

One final limitation worth noting is that ALUCs have no jurisdiction over
federal lands such as lands controlled by the U.S. Forest Service, Bureau
of Land Management, or Indian tribes. ALUCs can merely inform these
agencies about the ALUC policies and seek their cooperation.

Since Condition of Certification TRANS-8 simply inadvertently incorporates the ALUC
Airport Master Plan policy of requiring an avigation easement over BLM land, it should be
deleted as it is not necessary to comply with applicable LORS.

8 Staff Assessment - Part B, Amendment to the Blythe Solar Power Project, CEC-700-2013-004-FSA-PTB, page
4.10-23, Conclusion 6.

® Ibid., page 4.10-23, Conclusion 8.

"% |bid., page 4.10-23, Conclusions 9 and 10.

" |bid., page 4.10-23, Conclusion 10.

"2 |bid., page 4.10-23, Conclusion 7.
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Section 3 ENVIRONMENTAL ANALYSIS

The granting of the Petition and deletion of Condition of Certification TRANS-8 would not
result in any new significant environmental impacts or increase in the severity of an
identified environmental impact because the potential impacts to aviation (including those
raised by the ALUC) are addressed specifically in Conditions of Certification TRANS-10,
TRANS-11, TRANS-12, and TRANS-13, which are unaffected by this Petition.

Blythe Solar Power Project
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ATTACHMENT A

BLM Correspondence



From: Neville, Daniel

To: Scott Galati

Subject: FW: Blythe Solar Avigation Easement
Date: Wednesday, April 1, 2020 3:58:28 PM
Scott,

Forwarded email from BLM below. Thank you.

Regards,

Dan Neville

Director, West Renewables Development

NEXTera ENERGY RESOURCES

One Post Street, Suite 2550

San Francisco, CA 94104

(415)-318-5904 office | (925)-323-7695 mobile

From: Ryan, Daniel <dryan@blm.gov>

Sent: Wednesday, April 1, 2020 3:38 PM

To: Veerkamp, Eric@Energy <Eric.Veerkamp@energy.ca.gov>

Cc: Stein, Kenneth <Kenneth.Stein@nexteraenergy.com>; Neville, Daniel
<DANIEL.NEVILLE@nexteraenergy.com>; Busa, Scott <Scott.Busa@nexteraenergy.com>; Anderson,
Brandon G <bganderson@blm.gov>; Collins, Chelsea N <cncollins@blm.gov>

Subject: Blythe Solar Avigation Easement

Caution - External Email (drvan@blm.gov)

Report This Email Tips

Hi Eric, We have been in discussions about the avigation easement with Nextera recently and
feel like we have a path forward.

BLM has reviewed Mitigation Measure TRANS-8 and acknowledges that this is not a BLM
requirement. BLM cannot grant an avigation easement on public lands as outlined in TRANS-8
below. The Record of Decision for the Blythe Solar Project included other measures to reduce
and minimize impacts to airspace and visual resources.

[ABG1] Can CEC send BLM a written response stating the mitigation measure is not necessary
and you are removing the measure?

Thanks and if you want to have further discussion about this feel free to give me a call.

Mitigation Measure from Appendix 5 or the August 2014 ROD


mailto:DANIEL.NEVILLE@nexteraenergy.com
mailto:sgalati@dayzenllc.com
mailto:dryan@blm.gov
https://shared.outlook.inky.com/report?id=ZnBsL2RhbmllbC5uZXZpbGxlQG5leHRlcmFlbmVyZ3kuY29tLzZlMDM0NmFiZmJhY2IyYzY1NGVlMWY3NmQ4NWVjZDVjLzE1ODU3ODA2ODUuNjM=#key=1a4325cbb4b3b23279f2150032d72f8d
http://www.nexteraenergy.com/phishing.html

DF TRANS-8: Prior to the start of operation of any phase of the project, the project owner
shall prepare an Avigation_Easement in accordance with Appendix D of the California
Airport Land Use Planning Handbook and have it signed by the Bureau of Land
Management.

At least 60 days prior to the start of construction, the project owner shall submit a BLM-
signed_avigation easement to the CPM for review and approval. Once approved by the
CPM, applicant shall send the Avigation Easement to the Riverside County Land Use
Commission staff for review and recording purposes. Once recorded, applicant shall send a
copy of the recorded document to the CPM

Dan

Dan Ryan

Project Manager

Bureau of Land Management
California Desert District
Desk (530) 252-5321

Cell (530) 249-8559
Dryan@blm.gov

Mailing address:
2550 Riverside drive
Susanville, CA 96130


mailto:Dryan@blm.gov
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TRAFFIC AND TRANSPORTATION

AVIATION ASSESSMENT

Supplemental Testimony of Marie McLean; Clifford Ho, PhD; Mark Johnson, AICP;
James Jewell; and Will Walters, PE

SUMMARY OF CONCLUSIONS

While a solar thermal power plant is not a brand new technology, it is a rapidly evolving
technology and not one frequently the subject of Energy Commission staff analysis. Nor
is there a lot of information surrounding the potential for solar thermal power plants to
impact airports and aviation safety. Therefore, staff had difficulty in identifying
significance thresholds for the project’s impacts on the Blythe Airport and reaching
conclusions regarding whether those impacts, if significant, could be reduced to a level
less than significant.

In this section staff provides its analysis, identifies mitigation measures that could
reduce the severity of the potential impacts, and invites other agencies with expertise in
this matter, such as California Department of Transportation, Division of Aeronautics;
the Federal Aviation Association; the Riverside County Airport Land Use Commission,
and the owner of the Blythe Airport, Riverside County, to attend the hearings and
provide their input into this issue.

Staff has identified four main components of BSPP that could potentially impact the
Blythe Airport and aviation: thermal plumes arising from the project’s air cooled
condensers, glint and glare reflected from the project’s mirrors (solar arrays), the
location of some of the project’s transmission poles and the accompanying line in
several of the Blythe Airports compatibility zones, and the potential for the project’s
evaporation ponds to encourage birds to flock near the airport. -

Staff concludes that the thermal plumes and glint and glare could result in a potentially
significant impact to aviation safety and recommends the Commission adopt conditions
of certification to reduce and mitigate these impacts to the extent possible. Staff
concludes that the applicant’s proposal to move the proposed transmission line outside
airport compatibility zone B1 and off the extended centerline of runway 8-26 in response
to comments made by the Airport Land Use Commission reduces the potential for the
transmission line to impact aviation safety.

Staff, however, recommends additional marking of certain poles near the end of the
runway to ensure they are sufficiently visible to pilots. Staff concludes that the potential
for the evaporation ponds to attract flocks of birds is less than significant with
implementation of Condition of Certification BIO-25, which requires netting of the ponds,
monitoring, and implementation of addition measures, if necessary, to ensure that birds
are not using the ponds.
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Staff has also considered the potential for BSPP to cumulatively contribute to an impact
to the airport. Staff has concluded that the BSPP in combination with the existing and
proposed power plants on or near the Blythe Airport will contribute significantly to further
constraining an already constrained airspace available for low-flying aircraft operating at
Blythe Airport.

Staff is proposing mitigation to reduce and mitigate the impacts of the BSPP to the
extent possible. However, staff cannot determine at this time if the effects of the
proposed mitigation will reduce the cumulative impact to less than significant.

Finally, staff considered the BSPP’s compliance with laws, ordinances, regulations, and
standards (LORS).and concluded that the project complies except in the area of glint
and glare. Consequently, staff is proposing mitigation to reduce and mitigate the impact
of glint and glare to the extent possible. However, staff cannot determine whether
mitigation will ensure compliance with LORS. Therefore, we invite the Riverside County
Airport Land Use Commission as well as other local agencies to attend the hearings
and provide comments.

INTRODUCTION

Solar Millennium and Chevron Energy Solutions have submitted a proposal to develop
the Blythe Solar Power Project (BSPP), which would consist of four adjacent,
independent, and identical solar fields, each with a nominal capacity of 250 megawatts
(MW), for a total nominal capacity of 1,000 MW. The proposed location of the BSPP is
approximately 8 miles west of the City of Blythe, 2 miles north of the Interstate-10
freeway in Riverside County, and 1 mile northwest of Blythe Airport (the Airport). The
project is located on land management by the Bureau of Land Management.

In late 2009, the California Energy Commission (Energy Commission) received an
Application for Certification (AFC) from Solar Millennium and Chevron Energy Solutions
to construct and operate BSPP, at which time the Energy Commission began its
analysis of the proposed project. Due to the proximity of the proposed project to the
Airport, staff conducted this Aviation Assessment to analyze the compatibility of the
BSPP with the provisions of the Riverside County Airport Land Use Compatibility Plan
(ALUCP) that apply to Blythe Airport and to evaluate the potential for the BSPP to
adversely impact aircraft operations in the vicinity of the Airport.

LAWS, ORDINANCES, REGULATIONS, AND STANDARDS

TRAFFIC AND TRANSPORTATION Table 1
Laws, Ordinances, Regulations, and Standards Pertaining to Aviation

Applicable Law Description

Federal
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Code of Federal Regulations (CFR),
Title 14, Aeronautics and Space; Part
77, Objects Affecting Navigable
Airspace (14 CFR 77)

This regulation includes standards for determining
physical obstructions to navigable airspace; information
about requirements for notices, hearings, and
requirements for aeronautical studies to determine the
effect of physical obstructions to the safe and efficient
use of airspace.

State

California Public Utilities Code,
Section 21670 to 21707, State
Aeronautics Act

Pertains to orderly development of each public use
airport and the area surrounding the airport to protect
public health, safety, and welfare. Provides for the
creation of airport land use commissions.

California Airport Land Use Planning
Handbook

Supports and amplifies the State Aeronautics Act and
provides guidance to agencies having control over
airports and land use around airports. CEQA lead
agencies are required by the Public Utilities Code to
use the handbook to determine safety compatibility
issues when assessing a project within an airport
influence area.

Local

Riverside County General Plan,
Land Use

Pertains to public safety policies pertaining to county
airports.

Riverside County Airport Land Use
Compatibility Plan

Pertains to heights of projects as well as other
restrictions in areas located near airports. All applicable
policies and procedures in the Riverside plan are
incorporated as part of the city of Blythe’s policies. This
plan also requires an avigation easement be secured
through dedication for all uses permitted in any Airport
Land Use Compatibility Safety Zone.

City of Blythe General Plan 2025,
Chapter 7, Safety Element

Establishes policies pertaining to airport safety,
including minimizing injury to aircraft occupants and
preventing creation of hazards to flights. Guiding
policies of this section include Blythe Airport Master
Plan; Land Use Compatibility Plan; and Federal
Aviation Regulations Part 77. Section also contains five
guiding policies concerning safe use of airspace; visual
disturbances involving light and glare; and electronic
interference.

Palo Verde Valley Area Plan

Includes height and other restrictions pertaining to the
Blythe Airport.

BLYTHE AIRPORT

Blythe Airport is a public-use general aviation airport located approximately 6 miles west
of the City of Blythe in unincorporated Riverside County. Blythe Airport is one of the five
best-equipped airports in terms of runway length and basic facilities within two to three
hours of the City of Blythe and the only general aviation airport located in the Los
Angeles/Desert Region to meet all minimum standards for community general aviation
airports. The Airport is immediately east of the southern end of the McCoy Mountains.

July 2010
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The Airport comprises 3,904 acres. Much of the environs surrounding the Airport is
unpopulated desert, although a neighborhood of approximately 300 homes lies less
than a mile southwest of the Airport.’ The Airport elevation is approximately 400 feet
above mean sea level (MSL). The latest Blythe Airport Master Plan (the Airport Master
Plan) was adopted in November 2001 and serves as a key source of information for this
aviation assessment.

The remainder of this section provides an overview of the Blythe Airport, including a
discussion of Airport ownership and compliance, existing and planned Airport facilities,
a summary of historical and forecast Airport activity, as well as a description of the
Airport’s role in the surrounding area and the overall national airport system.

AIRPORT OWNERSHIP AND COMPLIANCE WITH AIRPORT
IMPROVEMENT PROGRAM

Blythe Airport is owned by Riverside County and is under lease to the City of Blythe,
which operates the Airport. Day-to-day operation of the Airport is overseen by the
Airport Manager, who is an employee of the City of Blythe.

As the owner (sponsor) of the Airport, Riverside County is responsible for funding
necessary improvements at the Airport. One of the main sources of funding for airport
improvements is the federal Airport Improvement Program (AIP), which is administered
by the Federal Aviation Administration. The AIP was initially authorized by the Airport
and Airway Improvement Act of 1982 to assist airport sponsors in funding planning,
development, and noise compatibility projects at public-use airports nationwide to
accommodate projected civil aviation growth. Since 1983, the Airport has received AIP
grants totaling nearly $4 million.? These AIP grants helped fund important airport
development projects, such as runway and taxiway extensions, pavement rehabilitation,
perimeter fencing, apron lighting, as well as a master plan study.

When an airport sponsor accepts an AlP grant, it is obligated to comply with various
laws, regulations, and advisory circulars that are conditions of the grant. Known as
Grant Assurances, these obligations require the grant recipients to maintain and
operate their facilities safely and efficiently and in accordance with specified conditions.
Although some of these conditions have a limited term (typically 20 years), others are
perpetual.® Therefore, the requirements imposed by grant assurances are of
considerable importance not only to airports and their sponsors, but also to their tenants
and other users.

The AIP requires compliance with 39 grant assurances, which balance three competing
public interests: the airport operator’s needs; the FAA’s objective that federal funds are
effectively used to meet the need for public air transportation; and the federal
government’s goal to promote social objectives, such as providing opportunities to
disadvantaged businesses and maintaining the rights of those with disabilities.
Examples of grant assurances to which the Airport is obligated include compliance with

1 Estimate derived from interpretation of Google Earth aerial photograph, dated November 30, 2004; Ricondo & Associates, Inc.,
June 2010.

2 Kimchi Hoang, Federal Aviation Administration, “Blythe inquiry,” email to Marie McLean, California Energy Commission, June 8,
2010.

3 Federal Aviation Administration, Airport Compliance Manual, FAA Order 5190.6B, September 2009.
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federal labor laws (e.g., Davis-Bacon Wage Determination, Sherman Anti-trust), legal
provisions to ensure public access (e.g., nonexclusive rights, open access to the public,
nondiscrimination), airport land use compatibility, airspace protection, and accounting
and record-keeping provisions.

Two grant assurances with which Riverside County (as airport sponsor) must comply
are relevant to the proposed BSPP:

e Grant Assurance #20 Hazard Removal and Mitigation — This grant assurance
requires the sponsor to take actions necessary to protect the airspace around the
Airport, including visual and instrument approach paths. This includes removing
obstructions, securing land to prevent incompatible land use, properly marking and
lighting obstructions, and preventing the establishment or creation of future hazards.

e Grant Assurance #21 Compatible Land Use — This grant assurance requires the
sponsor to attempt to restrict the use of land adjacent to or in the immediate vicinity
of the Airport to activities and purposes compatible with airport operations. Other
issues such as noise abatement, environment, and safety issues derived from
airport operations must be considered when establishing compatible land use.

Compliance with the Airport Land Use Compatibility Plan for Blythe Airport, described in
Traffic and Transportation Aviation Report helps to ensure that Riverside County
complies with these grant assurances.

Airport sponsors are obligated to adhere to the grant assurances, to correct any non-
complying conditions as they arise, and to seek to correct any non-complying conditions
that may have existed prior to the receipt of the first AIP grant. The FAA ensures
compliance with grant assurances through its Airport Compliance Program, which
oversees the airports to make sure they are safe, properly maintained, and operated in
a manner that protects the public’s interest and investment in a national airport system.
If the FAA determines that the airport sponsor is not in compliance with one or more
grant assurances, it can withhold current and future grant funding for the airport.

AIRPORT FACILITIES

Existing and planned facilities at the Airport are shown on Figure 1. Existing airport
facilities include airfield (runways, taxiways, and aprons) and building/tenant facilities,
as follows:

Runways — The Airport has two operating runways, each capable of accommodating a
variety of aircraft up to the size of a small business jet. Runway 8-26 is oriented east-
west and serves as the primary runway, with a length of 6,543 feet and a width of 150
feet.* The runway is equipped with medium intensity runway edge lights. A four-box
Visual Approach Slope Indicator (VASI) light system is located on the Runway 26 end
as a visual landing aid to help pilots maintain a 3-degree descent profile toward the
runway during final approach. Runway 17-35 is oriented north-south with a length of

4 Runways are numbered based on their compass heading, rounded to the nearest 10 degrees. Because runways are used in both
directions, they have two numbers. Runway 8-26 is oriented generally east-west. When used for landings and takeoffs to the east, it
is referred to as Runway 8 (magnetic compass heading of approximately 80 degrees); when used for landings and takeoffs to the
west, Runway 26 (heading of approximately 260 degrees).
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5,800 feet and a width of 100 feet. The runway is equipped with medium intensity
runway edge lights, with a four-box VASI available on both runway ends.®

Taxiways — A network of taxiways provides access between the two runways and the
primary aircraft parking apron. Runway 8-26 is served by a full-length parallel taxiway
south of the runway, and Runway 17-35 by a partial eastern parallel taxiway on the
south end of the runway.

Aprons — The primary aircraft parking apron is located south of Runway 8-26 and east
of Runway 17-35. Two abandoned aprons are located in the northwest quadrant of the
Airport. A large restricted use apron is located in the northeast quadrant of the Airport,
which has been abandoned, except for an area that is used by an agricultural aerial
spraying operator.®

Building/tenant facilities — The primary building area is located in the southeast
quadrant of the Airport. In 1993, Riverside County leased 8.3 acres of land and
improvements in the southeast quadrant to Wolfe Enterprises, as the fixed base
operator (FBO). The FBO provides services such as aircraft maintenance, fuel, flight
instruction, and aircraft rental. The FBO facilities consist of a general aviation building
containing 1,289 square feet, a main hangar containing 24,750 square feet, and two
underground fuel tanks.” Other major buildings at the Airport include a National Weather
Service facility, a Riverside County fire station, and other federal and county facilities. In
addition to the FBO’s conventional hangar, 11 individual hangars are at the Airport.®

According to the Airport Master Plan, future airfield improvements include the extension
of Runway 8-26 and its parallel taxiway 3,450 feet west to an ultimate length of 10,012
feet, as well as the extension of the Runway 17-35 parallel taxiway to full length.
Planned building/tenant facility improvements center on providing lease areas for
private hangar development.®

AIRPORT ACTIVITY

This section summarizes the historical and forecast activity at the Airport, including
aircraft operations (takeoffs and landings) and the number of aircraft based at the
Airport. Aircraft operations are categorized as either itinerant or local. Itinerant
operations are those that originate and terminate at different airports. Local operations
include takeoffs and landings by aircraft operating in the traffic pattern or within sight of
the airport, aircraft known to be operating in known practice areas, or aircraft practicing
instrument approach procedures.

Historical Airport Activity

With no control tower to count operations, aircraft takeoffs and landings at the Airport
have been estimated annually since 1980 by the airport operator, reported to the FAA,

5 Federal Aviation Administration, Airport Master Record, FAA Form 5010, effective June 3, 2010.

6 Coffman Associates, Inc., Blythe Airport Master Plan, adopted November 2001.

7 2007-2008 Grand Jury Report for the Blythe Airport, identifying measures that the City of Blythe must take to mitigate aviation
impacts associated with the Blythe Energy Plant, Phase | (BEP1),
http://www.riverside.courts.ca.gov/grandjury/08blytheairport.pdf (accessed June 9, 2010).

8 Coffman Associates, Inc., Blythe Airport Master Plan, adopted November 2001.

9 Ibid.
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recorded on the FAA Form 5010 Airport Master Record, and input into the FAA’s
Terminal Area Forecast (TAF) system. The most recent TAF, published in 2009,
provides historical aircraft operations data from 1990 through 2008. Table 1
summarizes annual aircraft operations and based aircraft for the Airport since 1990 and
includes the most currently available fleet mix information.

Table 1
Historical Airport Activity
2008

1990 1995 2000 2005 (2006 data)
Based aircraft 50 27 17 11 10
Itinerant operations 15,000 18,000 12,400 12,650 12,650
Local operations 10,000 17,000 12,250 12,500 12,500
Total aircraft operations 25,000 35,000 24,650 25,150 25,150

,1\1/0'[6. 2008 is the last year of reported historical data in the FAA’s Terminal Area Forecast (TAF). Historical activity presented in

the TAF is drawn from the FAA’s Airport Master Record for the Airport. The most recent data entered into the Blythe Airport
Master Record is for the 12-month period ending December 31, 2006. According to the Airport Master Record, of the 25,150
aircraft operations shown in the TAF for 2008 (based on 2006 data), approximately 50% were itinerant general aviation, 50% local
general aviation, and less than 1% itinerant military.

Source: Federal Aviation Administration 2009-2030 Terminal Area Forecast system, http://aspm.faa.gov/main/taf.asp (accessed
June 2, 2010).

Prepared by: Ricondo & Associates, Inc., June 2010.

Historical annual instrument approach data are not available from the FAA for the
Airport. However, annual instrument approaches can be estimated based on trends
experienced at similar airports. According to the Airport Master Plan, annual instrument
approaches account for 1% of total itinerant operations. For 2008, this would equate to
approximately 127 annual instrument approaches.

Forecast Airport Activity

The FAA’'s TAF system contains activity forecasts for the Airport for 2009-2030, which
are updated annually by the FAA based on current trends. The 2009 TAF forecasts no
change in based aircraft and operations levels for the Airport through the 21-year
forecast period. The number of based aircraft is projected to remain at 10 and annual
operations at 25,150. Annual operations are projected to be evenly distributed between
itinerant and local operations. Itinerant military operations are projected to account for
less than 1% of all operations.

A separate forecast summarized in Table 2, was developed for the Airport Master Plan.
In addition to projecting aircraft operations through 2020, the Airport Master Plan
estimated a theoretical ultimate activity level of 230,000 operations, including a large
number of jet transport operations. To accommodate this activity, the Airport Master
Plan proposed the 3,450-foot extension of Runway 8-26 to the west, as mentioned in
Section 2.2.

Table 2
Forecast Airport Activity
2010 2015 2020
Based aircraft 21 25 29
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Operations

ltinerant general aviation 21,100 27,400 34,700
Local general aviation 16,600 19,100 21,200
Total general aviation operations 37,700 46,500 55,900
Source: Coffman Associates, Inc., Blythe Airport Master Plan, adopted November 2001.
Prepared by: Ricondo & Associates, Inc., June 2010.

The Airport Master Plan projected future instrument approaches based on the
assumption that annual instrument approaches account for 1% of total itinerant
operations. For 2020, this would equate to 347 annual instrument approaches.

The Airport Land Use Compatibility Plan (ALUCP) prepared by the Riverside County
Airport Land Use Commission for Blythe Airport is generally based on the activity
forecasts in the Airport Master Plan, although one modification was made. The long-
range forecast in the ALUCP (2020) includes 2,200 commercial airline operations, in
addition to the 55,900 general aviation operations in the Master Plan forecasts, for a
total of 58,100 annual operations.

AIRPORT ROLE AND AIR SERVICE

The Airport plays an important role not only within the Blythe area, but also within the
national, state, and regional airport systems. This section describes these roles and the
nature of the operations at the Airport.

Airport Role

Because airport planning is performed at national, state, regional, and local levels, the
role and importance of the Airport at each of these levels is described in this section.

Blythe Airport in the National Setting

The National Plan of Integrated Airport Systems (NPIAS) is a 10-year plan that is
continually updated and published by the FAA, which lists public-use airports and their
development programs. The needs identified are considered to be in the national
interest and eligible for federal financial planning and development assistance (e.g., AIP
grants).

Blythe Airport is one of 2,564 airports in the country categorized in the latest NPIAS as
a general aviation airport. To be included in the NPIAS, an airport must have at least 10
locally based aircraft and be located at least 20 miles from the nearest NPIAS airport.
General aviation airports in the NPIAS account for 41% of the nation’s general aviation
fleet, are the closest source of air transportation for about 69% of the nation’s
population, and are particularly important to rural areas, providing access to emergency,
business, and agricultural services

10 Federal Aviation Administration, National Plan of Integrated Airport Systems (2009-2013), September 2008. This shift in aircraft
activity has been occurring in Los Angeles County in recent years. As Bob Hope Airport and Van Nuys Airport have attracted
increased high performance jet aircraft activity, the owners and operators of light, lower performance aircraft have been moving out
of those airports. This transition has coincided with an increase in activity and the basing of light general aviation aircraft at nearby
Whiteman Airport. See Jacobs Consultancy, Supplemental Technical Report 1, Aviation Demand Forecasts, FAR Part 161
Application, February 2009, pp. 44-52.
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Blythe Airport in the State Setting

Blythe Airport is categorized as a Community General Aviation Airport in the California
Aviation System Plan (CASP). The CASP defines Community Airports as those that
provide access to other regions and states; are located near small communities or in
remote locations; serve, but are not limited to, recreational flying, training, handling local
emergencies; and providing basic or limited services for pilots or aircraft. These airports
accommodate predominately single-engine aircraft under 12,500 pounds. Within the
Los Angeles/Desert Region, there are 11 Community General Aviation Airports, of
which Blythe Airport is the only one that meets all of this classification’s minimum
standards. "’

Blythe Airport in the Regional Setting

In 2003, the Southern California Association of Governments (SCAG) updated its
General Aviation System Plan (GASP) for the SCAG region, which includes the
counties of Imperial, Los Angeles, Orange, Riverside, San Bernardino, and Ventura. Of
the 57 public-use airports in the SCAG region, 44 are general aviation facilities,
including Blythe Airport. The GASP explains that as the region becomes more
urbanized, several larger general aviation airports are assuming the role of reliever for
large commercial service airports and are handling greater amounts of corporate
aviation activity (e.g., business jets). As these larger general aviation airports become
more active with business aircraft and approach their physical capacity, lower
performance aircraft tend to move to nearby airports if practical. This ripple effect can
start with the primary hub airport and move throughout the regional aviation system,
making smaller uncongested general aviation airports like Blythe Airport particularly
important to the overall regional aviation system.'?

Figure 2 depicts a region centered on the City of Blythe, which extends from Indio,
California, on the west, Aguila, Arizona, on the east, Lake Havasu City, Arizona, on the
north, and Yuma, Arizona, on the south. All points in the region are within a driving
distance of approximately three hours from Blythe. This region spans two states and
several counties. A comparison of Blythe Airport to other public use airports in this
region is presented in Table 3.

Among general aviation airports in the region, Blythe Airport has the second longest
primary runway, allowing the Airport to accommodate larger aircraft, such as multi-
engine turboprops and business jets, than other general aviation airports in the region.
Additionally, the Airport is one of only three airports in the region with published
instrument approach procedures and multiple runways. Instrument approach
procedures allow aircraft to land in weather conditions unsuitable for visual approaches.
Having more than one runway increases the capacity of an airport and if oriented
perpendicular to another runway (as at Blythe Airport), the crosswind coverage of the

11 California Department of Transportation, California Aviation System Plan, December 2003.

12Southern California Association of Governments, 2003 General Aviation System Study for the SCAG Region, 2003. This shift in
aircraft activity has been occurring in Los Angeles County in recent years. As Bob Hope Airport and Van Nuys Airport have attracted
increased high performance jet aircraft activity, the owners and operators of light, lower performance aircraft have been moving out
of those airports. This transition has coincided with an increase in activity and the basing of light general aviation aircraft at nearby
Whiteman Airport. See Jacobs Consultancy, Supplemental Technical Report 1, Aviation Demand Forecasts, FAR Part 161
Application, February 2009, pp. 44-52.
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airport is increased. Taken together, these features make Blythe Airport one of the most
accessible airports in the region from an aviation standpoint.

Based on travel time (by car) from the City of Blythe, Blythe Airport serves an area that
would be otherwise relatively remote from a comparable general aviation airport. Aside
from Blythe Airport, the nearest comparably equipped airport to the City of Blythe is
Jacqueline Cochran Regional Airport near Coachella, California, which is 1.9 hours
away. Avi Suquilla Airport near Parker, Arizona, is 1.2 hours away from Blythe, but its
longest runway is shorter than the longest runway at Blythe and it does not have a
second runway.

Table 3
Public Use Airports in the Region around Blythe, California
Longest Driving Distance
Airport Runway Multiple  to City of Blythe

Airport Name "/ County State  Type? IAPY (feet) Runways  (hours)
Yuma MCAS / Yuma
International Airport Yuma AZ P Yes 13,300 Yes 2.0
Jacqueline Cochran Regional
Airport Riverside CA GA Yes 8,500 Yes 1.9
Lake Havasu City Airport Mohave AZ CS Yes 8,001 No 2.2
Blythe Airport Riverside CA GA Yes 6,543 Yes 0.2
Avi Suquilla Airport La Paz AZ GA Yes 6,250 No 1.2
Holtville Airport Imperial CA GA No 6,000 No 1.9
Twentynine Palms Airport San Bernardino CA GA Yes 5,531 Yes 2.0
Imperial County Airport Imperial CA P Yes 5,304 Yes 2.0
Bermuda Dunes Airport Riverside CA GA Yes 5,002 No 1.8
Salton Sea Airport Imperial CA GA No 5,000 No 2.3
Chemehuevi Valley Airport San Bernardino CA GA No 5,000 No 2.1
Calexico International Airport Imperial CA GA No 4,679 No 2.0
Chiriaco Summit Airport Riverside CA GA No 4,600 No 1.0
Bagdad Airport Yavapai AZ GA No 4,575 No 3.0
Brawley Municipal Airport Imperial CA GA Yes 4,402 No 1.7
Ocaotillo Airport San Diego CA GA No 4,210 Yes 2.4
Desert Center Airport Riverside CA GA No 4,200 No 1.0
Cliff Hatfield Memorial Airport Imperial CA GA Yes 3,423 No 1.9
Rolle Airfield Yuma AZ GA No 2,800 No 24
Jacumba Airport San Diego CA GA No 2,508 No 2.7
Agua Caliente Airport San Diego CA GA No 2,500 No 3.1
Roy Williams Airport San Bernardino CA GA No 2,493 Yes 2.5

Notes:

1/ AAF = Army Airfield; EAF = Expeditionary Airfield; MCAS = Marine Corps Air Station; NAF = Naval Air Facility

2/ CS = commercial service; GA = general aviation; MIL = military; P = primary commercial service

3/ IAP = instrument approach procedures

Sources: Airnav, http://airnav.com/ (accessed June 4, 2010) (airport information); American Automobile Association (driving

distances/times).
Prepared by:

Ricondo & Associates, Inc., June 2010.

Blythe Airport in the Local Setting

A local service area defined for the Airport includes the cities and towns shown on
Table 4. As shown, at least18,280 people live within the service area. The Airport
represents the closest source of air transportation for these residents. For the
communities located within this service area, the Airport provides an important function
for residents and the local economy. The Airport provides direct employment for several
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people and indirectly supports and creates employment opportunities for others. The
Airport contributes additional economic activity to local communities through the
accommodation of emergency response aircraft, such as air ambulance operations, and
as a base for the import and export of goods.

Table 4
Cities in the Blythe Airport Service Area

City/Town Name  County State  Population
Cibola La Paz AZ 172
Ripley Riverside CA Unknown
Poston La Paz AZ 389
East Blythe Riverside CA 3
Midland Riverside CA Unknown
Palo Verde Imperial CA 236
Quartzsite La Paz AZ 3,354
Bouse La Paz AZ 615
Blythe Riverside CA 12,155
Ehrenberg La Paz AZ 1,357
Total 18,281

Source: U.S. Census Bureau, 2000 (population).

Prepared by: Ricondo & Associates, Inc., June 2010.

Nature of Air Service and Operations

Blythe Airport has not been served by scheduled air service since 1990. An airline, Air
LA, operated at the Airport from 1989-1990, serving destinations such as Burbank,
Grand Canyon, and Las Vegas using twin-engine turboprop aircraft. During this period,
the Airport was included in the Federal Essential Air Service (EAS) program. The EAS
program was put into place to guarantee—through Department of Transportation
subsidies—that the small communities that were served by certificated air carriers
before deregulation in 1978 continued to have a minimal level of scheduled air service.
Due t(1)3program cuts, Blythe Airport lost EAS subsidy eligibility effective January 1,
1990.

According to the latest Blythe Airport Master Record (effective June 3, 2010), the Airport
is home to 10 based aircraft, including 9 single-engine aircraft and 1 multi-engine
aircraft. A variety of aircraft types operate at the Airport annually, as documented in the
Airport Master Plan, including single-engine aircraft (85%), twin-engine piston aircraft
(11%), twin-engine turboprop aircraft (2%), business jets (2%), and helicopters, (1%)."
This fleet mix is projected to remain unchanged through the master plan forecast period,
with small increases in turboprop and business jet aircraft by 2020.

Most of the aircraft operations at the Airport are defined as general aviation, a term
used to categorize a wide variety of aviation activity. General aviation is considered to
be all aviation that is not commercial or military aviation. The maijority of aircraft
operational activity within the previously defined SCAG region and throughout the
country is general aviation activity. The Airport serves as base, origination, or
destination facility for nearly all facets of general aviation activity, including flight

13 United States Department of Transportation,
http://ostpxweb.dot.gov/aviation/X-50%20Role_files/easeliminated.htm (accessed June 9, 2010).
14 Coffman Associates, Inc., Blythe Airport Master Plan, adopted November 2001.
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instruction, business travel, agricultural (crop dusting), police, air ambulance, charter,
and personal/recreational flying.

RELATIONSHIP OF THE BSPP TO THE BLYTHE AIRPORT ALUCP

Part of the proposed BSPP site lies within the airport influence area for Blythe Airport,
as established in the Riverside County Airport Land Use Compatibility Plan (ALUCP),
and is subject to land use compatibility policies established in the ALUCP for Blythe
Airport. At its closest point, the proposed BSPP site lies approximately 1.5 statute miles
northwest of the nearest runway at the Airport — Runway 17-35. The BSPP site is
immediately west of the extended centerline of Runway 17-35 and two statute miles
north of the west end of Runway 8-26.

RIVERSIDE COUNTY AIRPORT LAND USE COMMISSION

The Riverside County Airport Land Use Commission (ALUC) exercises the duties and
responsibilities stipulated in Section 21670 et seq. of the California Public Utilities Code
(PUC). Those responsibilities are “to protect public health, safety, and welfare by
ensuring the orderly expansion of airports and the adoption of land use measures that
minimize the public’s exposure to excessive noise and safety hazards within areas
around public airports to the extent that these areas are not already devoted to
incompatible uses.”

The by-laws of the ALUC summarize the powers granted to the ALUC by state law:
To prepare and adopt an airport land use compatibility plan for each of the airports
within the commission’s jurisdiction.

To review the plans, regulations, and other actions of local agencies and airport
operators pursuant to PUC Section 21676.

To assist local agencies in ensuring compatible land uses in the vicinity of all new
airports and in the vicinity of existing airports to the extent that the land in the vicinity of
those airports is not already devoted to incompatible uses.

To coordinate planning at the state, regional, and local levels so as to provide for the
orderly development of air transportation, while at the same time protecting the public
health, safety, and welfare. '

AIRPORT LAND USE COMPATIBILITY PLAN FOR BLYTHE AIRPORT

The current Riverside County Airport Land Use Compatibility Plan (ALUCP) was
adopted in October 2004. It comprises three volumes: Volume 1 — Policy Document;
Volume 2 — Background Data, West County Airports; and Volume 3 — Background Data,
East County Airports. Chapter Two of Volume |, Policy Document, includes countywide
policies that apply to all airports. Chapter Three includes the supplementary
compatibility policies and the compatibility maps for Blythe Airport. ™

15 Riverside Airport Land Use Commission, Bylaws of the Riverside County Airport Land Use Commission, July 2006 draft,
http://www.rcaluc.org/filemanager/bylaws/RCO Bylaws.pdf, accessed June 7, 2010.

The Riverside County Airport Land Use Compatibility Plan requires an avigation easement for projects located in an airport zone
of influence.
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Table 5 presents the basic compatibility policies for the six compatibility zones specified
in the Riverside County ALUCP. The compatibility policies stipulate the strictest limits on
development in Zone A, which corresponds to the areas nearest the runways — within
the Runway Protection Zone and building restriction line. As the distance of the zones
from the runway ends increases, the policies become less restrictive. In all zones,
however, hazards to flight are prohibited. Airspace review by the ALUC for structures of
varying height is also required in all zones — for structures above 35 feet in Zones B1
and B2, above 70 feet in Zones C and D, and above 100 feet in Zone E. (In Zone A,
structures are prohibited unless required for an aeronautical function..)

Chapter Three of the ALUCP includes the compatibility map for Blythe Airport, which is
illustrated in Figure 3. The figure depicts the location of the proposed BSPP with
respect to the Airport and the compatibility zones. The southeastern portion of the
proposed BSPP facility lies within Zone E. A very small portion lies within Zone D. Parts
of the proposed overhead power transmission line lie within these zones as well. The
proposed transmission line also crosses the extended centerline of Runway 8-26 and
into Zone C. However, after consultations with the Riverside County Airport Land Use
Commission, the applicant agreed to shift the proposed transmission line and towers
approximately one-quarter mile further west off the extended centerline of Runway 8-26.
The relocation would shift the transmission line out of Zone B1." (Figure 3 depicts the
sponsor’s latest proposed route for the transmission line.) The illustrations prepared by
the applicant indicate that, along the extended runway centerline, the transmission lines
would lie approximately 200 feet below the 3-degree glide slope to Runway 8 and
approximately 50 feet below the FAR Part 77 horizontal surface.

The project sponsor is required to submit the revised plans to the FAA for an
aeronautical study and obstruction/hazard.

ALUCP AIRSPACE PROTECTION POLICIES

Section 4.3 of the ALUCP describes the airspace protection policies for airports in
Riverside County, including Blythe Airport. As a federal requirement, sponsors of
proposed construction exceeding specified heights near airports must file a notice of
proposed construction (Form 7460-1) with the FAA for an aeronautical study of the
proposal. The FAA study will determine whether the proposed project would constitute
an obstruction or create a hazard to air navigation. '®

17 Howard Balentine, Plots Depicting GenTie Clearance from 3 degree Approach Glide Slope and FAA Part 77 Horizontal Surface
on Approach End of Runway 08 at the Blythe Airport, June 15, 2010.
18 The FAA requirements are described in 14 CFR Part 77, Subpart B.
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Table 5 (1 of 2)
Basic ALUCP Compatibility Policies

Maximum
Densities / Intensities Additional Criteria
Residen- (O;I;E:ebl::)s 2 Req’d
Zone Locations tial L Prohibited Uses * Other Development Conditions
(d.u/ac) ! Aver- Single with 542
age " Acre ’ Bonus®

A BRunway 0 0 0 0 All > All structures except anes with location set  » Avigation easement dedication
Protection Remain- by aeronautical function
Zone ing  » Assemblages of people
and » Objects exceeding FAR Part 77 height limits
within Building » Storage of hazardous materials
Restriction Line » Hazards to flight
Imner 0.05 25, Al 65 30% » Children’s schools, day care centers, libraries » Locate structures maximum
Approach/ (average » Hospitals, nursing homes distance from extended runway
Departure parcel size » Places of worship centerline
Zane >20.0ac.) » Bldgs with >2 aboveground habitable floors » Minimum NLR of 25 dB in res-

» Highly noise-sensitive outdoor nonresidential  idences (including mohile
uses '° homes) and office buildings '
» Aboveground bulk storage of hazardous ma- » Airspace review required for
terials "' objects =35 feet tall ™

» Critical community infrastructure facilities '*  » Avigation easement dedication
» Hazards to flight ®

B2 Adjacent 0.1 1000 200 260 Na Same as Zone B1 » Locate structures maximum
to Runway (average Req't distance from runway
parcel size » Minimum NLR of 25 dB in res-
>10.0ac.) idences (including mobile

homes) and office buildings '
» Airspace review required for
objects >35 feet tall "
» Avigation easement dedication

€ Exended 02 75 150 195 20% > Children's schools, day care centers, libraries » Minimum NLR of 20 dB in res-
Approach/ (average » Hospitals, nursing homes idences (including mobile
Departure parcel size » Bldgs with >3 aboveground habitable floors ~ homes) and office buildings '*
Zone =5.0ac.) » Highly noise-sensitive outdoor nonresidential » Airspace review required for
uses '” objects =70 feet tall '
» Hazards to flight ® » Deed notice required
D Primary (1y<0.2 100 300 390 10% » Highly noise-sensitive outdoor nonresidential » Airspace review required for
Traffic Patterns | (average uses '? objects > 70 feet tall '°
and parcel size » Hazards to flight + Children’s schoals, hospitals,
Runway >5.0ac.) nursing homes discouraged '
Buffer Area or'® » Deed notice required
(2) =5.0
(average
parcel size
<0.2ac.)
£ Other Airport No No Limit"® No » Hazards to flight® » Airspace review required for
Environs Limit Req't objects >100 feet tall

» Major spectator-ariented sports
stadiums, amphitheaters, con-
cert halls discouraged beneath
principal flight tracks '®

E Height Review Same as Underlying Not Same as Underlying » Airspace review required for
Overlay Compatibility Zone Applica- Com patibility Zone objects =35 feet tall ™
ble » Avigation easement dedication

Source: Riverside County Airport Land Use Commission, Riverside County Airport Land Use Compatibility Plan Policy Document,
October 2004.
Prepared by: Riverside County Airport Land Use Commission.
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Source:

Table 5 (2 of 2)
Basic ALUCP Compatibility Policies

Residential development must not contain more than the indicated number of dwelling units (excluding
secondary units) per gross acre. Clustering of units is encouraged. See Policy 4.2.5 for limitations.
Gross acreage includes the property at issue plus a share of adjacent roads and any adjacent,
permanently dedicated, open lands. Mixed-use development in which residential uses are proposed to
be located in conjunction with nonresidential uses in the same or adjoining buildings on the same site
shall be treated as nonresidential development. See Policy 3.1.3(d).

Usage intensity calculations shall include all people (e.g., employees, customers/visitors, etc.) who
may be on the property at a single point in time, whether indoors or outside.

Open land requirements are intended to be applied with respect to an entire zone. This is typically
accomplished as part of a community general plan or a specific plan, but may also apply to large (10
acres or more) development projects. See Policy 4.2.4 for definition of open land.

The uses listed here are ones that are explicitly prohibited regardless of whether they meet the
intensity criteria. In addition to these explicitly prohibited uses, other uses will normally not be
permitted in the respective compatibility zones because they do not meet the usage intensity criteria.
As part of certain real estate transactions involving residential property within any compatibility zone
(that is, anywhere within an airport influence area), information regarding airport proximity and the
existence of aircraft overflights must be disclosed. This requirement is set by state law. See Policy
4.4.2 for details. Easement dedication and deed notice requirements indicated for specific compatibility
zones apply only to new development and to reuse if discretionary approval is required.

The total number of people permitted on a project site at any time, except rare special events, must not
exceed the indicated usage intensity times the gross acreage of the site. Rare special events are ones
(such as an air show at the airport) for which a facility is not designed and normally not used and for
which extra safety precautions can be taken as appropriate.

Clustering of nonresidential development is permitted. However, no single acre of a project site shall
exceed the indicated number of people per acre. See Policy 4.2.5 for details.

An intensity bonus may be allowed if the building design includes features intended to reduce risks to
occupants in the event of an aircraft collision with the building. See Policy 4.2.6 for details.

Hazards to flight include physical (e.g., tall objects), visual, and electronic forms of interference with
the safety of aircraft operations. Land use development that may cause the attraction of birds to
increase is also prohibited. See Policy 4.3.7.

Examples of highly noise-sensitive outdoor nonresidential uses that should be prohibited include
amphitheaters and drive-in theaters. Caution should be exercised with respect to uses such as poultry
farms and nature preserves.

Storage of aviation fuel and other aviation-related flammable materials on the airport is exempted from
this criterion. Storage of up to 6,000 gallons of nonaviation flammable materials is also exempted. See
Policy 4.2.3(c) for details.

Critical community facilities include power plants, electrical substations, and public communications
facilities. See Policy 4.2.3(d) for details.

NLR = Noise Level Reduction, the outside-to-inside sound level attenuation that the structure provides.
See Policy 4.1.6.

Objects up to 35 feet in height are permitted. However, the Federal Aviation Administration may
require marking and lighting of certain objects. See Policy 4.3.6 for details.

This height criterion is for general guidance. Shorter objects normally will not be airspace obstructions
unless situated at a ground elevation well above that of the airport. Taller objects may be acceptable if
determined not be obstructions. See Policies 4.3.3 and 4.3.4.

Two options are provided for residential densities in Compatibility Zone D. Option (1) has a density
limit of 0.2 dwelling units per acre (i.e., an average parcel size of at least 5.0 gross acres). Option (2)
requires that the density be greater than 5.0 dwelling units per acre (i.e., an average parcel size less
than 0.2 gross acres). The choice between these two options is at the discretion of the local land use
jurisdiction. See Table 2B for explanation of rationale. All other criteria for Zone D apply to both
options.

Discouraged uses should generally not be permitted unless no feasible alternative is available.
Although no explicit upper limit on usage intensity is defined for Zone E, land uses of the types listed—
uses that attract very high concentrations of people in confined areas—are discouraged in locations
below or near the principal arrival and departure flight tracks. This limitation notwithstanding, no use
shall be prohibited in Zone E if its usage intensity is such that it would be permitted in Zone D.
Riverside County Airport Land Use Commission, Riverside County Airport Land Use Compatibility Plan Policy Document,

October 2004.
Prepared by: Riverside County Airport Land Use Commission.
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ALUCP SAFETY POLICIES

As indicated in Table 5, the ALUCP safety policy that is directly relevant to the proposed
BSPP is the prohibition of “hazards to flight.” Footnote 9 in the table describes these
hazards as physical, visual, and electronic forms of interference with the safety of
aircraft operations. Policy 4.3.7 in the ALUCP provides this additional information on
potential hazards:

Other Flight Hazards: New land uses that may cause visual, electronic, or
increased bird strike hazards to aircraft in flight shall not be permitted
within any airport’s influence area. Specific characteristics to be avoided
include:

(a) Glare or distracting lights which could be mistaken for airport lights;
(b) Sources of dust, steam, or smoke which may impair pilot visibility;

(c) Sources of electrical interference with aircraft communications or
navigation; and

(d) Any proposed use, especially landfills and certain agricultural uses,
that creates an increased attraction for large flocks of birds. (Refer to
FAA Order 5200.5A, Waste Disposal Sites on or Near Airports and
Advisory Circular 150/5200-33A, Hazardous Wildlife Attractants On or
Near Airports.)*

In addition to the power transmission lines and poles, the proposed BSPP project would
have three attributes that may conceivably create hazards for air navigation — glare from
the solar plant’s mirror arrays, thermal plumes from the plant’s air-cooled condensers,
and the evaporation ponds (that could possibly attract birds). Another aspect of the
proposed facility that merits discussion is the presence of relatively large quantities of
hazardous materials, in the form of the plant’s heat transfer fluid. Before assessing the
potential impact of these attributes of the proposed project, the typical pattern of flight
operations at the Airport is described.

Flight Routes and Procedures at Blythe Airport

Although Blythe Airport does not have an airport traffic control tower, operations at the
Airport adhere to standard procedures in accordance with FAA regulations and
published procedures.

Standard Flight Pattern

Figure 4 illustrates the elements of a standard traffic pattern. At an airport without an
airport traffic control tower, a pilot approaching the airport to land must first determine
the active runway, which may be accomplished by observing the flow of aircraft already
in the traffic pattern, by overflying the airfield to note the wind direction indicators, or by
radio communication with a Unicom facility. The pilot enters the downwind leg of the
traffic pattern at a 45-degree angle abeam the midpoint of the active runway, referred to

19 Riverside County Airport Land Use Commission, Riverside County Airport Land Use Compatibility Plan Policy Document,
October 2004, Policy 4.3.7, pp. 2-30.

AVIATION ASSESSMENT 16 July 2010



in this report as the traffic pattern entry corridor. The downwind leg is typically
established about one mile from the active runway, but the location varies depending on
weather conditions and the number of aircraft in the pattern. (As the number of aircraft
increases, the size of the traffic pattern increases.) The pilot begins turning to the base
leg of the pattern at a point where the approach end of the runway is approximately 45
degrees behind the aircraft. On the base leg, the pilot descends and turns onto the final
approach. If the pilot is executing touch-and-goes or multiple approaches, the pilot turns
to the crosswind leg of the pattern after crossing the departure end of the runway and
reaching an altitude of no less than 400 to 500 feet above the ground. Pilots departing
the pattern typically exit by flying straight out or making a 45-degree left turn.

The procedures depicted on Figure 4 are customary standards, so in actual practice,
there can be many variations. For example, FAA aeronautical publications may specify
variations from the standards to ensure safe separation of aircraft from obstacles or to
adhere to noise abatement routes. At uncontrolled airports with no traffic in the vicinity,
pilots may exit the traffic pattern by immediately turning to their course headings,
although they should always observe the practice of turning only after reaching the
runway end and attaining a minimum safe turning altitude. In addition, variations in pilot
technique and aircraft performance will result in many variations in the location of the
traffic pattern over the ground.

Instrument Approaches at Blythe Airport

Figure 5 depicts the approximate flight tracks for each of the three published instrument
approaches at Blythe Airport. All are nonprecision approaches, meaning that they
provide lateral course guidance to specific runways or to the Airport but do not provide
descent guidance to the landing threshold.

Through providing course and distance information, the VOR/DME-A approach directs
aircraft from the southwest to the Airport.?° When pilots have the Airport in sight, they
will typically circle the Airport, enter the final approach to the active runway, and land. If
they do not see the Airport at a point 2.1 nautical miles from the initial approach fix, they
will execute a missed approach, climbing and generally following the track indicated on
the figure, and either try again to land or divert to another airport.

Two approaches to Runway 26 are depicted — an RNAV?' approach and a VOR/DME
approach. Both direct aircraft to the runway from the east-northeast. The missed
approaches are also designated. If the pilot is unable to see the runway at the
designated missed approach points, he or she will follow the missed approach course.
The missed approach for the RNAV procedure directs traffic to turn right, leading traffic
over the site of the proposed BSPP. Based on standard rates of climb for typical aircraft

20 A VOR is a ground-based Very high frequency Omni-directional Range station. A VOR radiates signals in all directions, which
can be read as position lines radiating from the VOR station. By convention, 360 tracks or radials corresponding to each point of the
compass are used. VOR instrument approaches specify that aircraft track to or from a VOR station on a specific radial, which leads
the aircraft toward the airport or a runway end. VOR stations are commonly paired with distance measuring equipment (DME),
which use radar principles to measure the slant distance (in nautical miles) from the ground station to a receiver in the aircraft. A
ground station combining VOR and DME is called a VOR/DME. The VOR/DME station used for instrument approaches at Blythe
Airport is called a VORTAC, which combines a VOR/DME with a tactical air navigation system (TACAN) used by military aircraft.

21 RNAV stands for area navigation, a technology that allows an aircraft to fly point to point on a direct course without reference to
ground-based radio aids (such as a VORTAC). These “points” are called waypoints, which are predetermined geographical
positions usually specified by latitude and longitude, or by radial and distance from a VORTAC, and used to define an RNAV route
or instrument approach.
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using the Airport, aircraft would be at altitudes of 3,200 to 5,400 feet MSL as they fly
over the BSPP site, approximately 2,750 to 4,950 feet above the ground.

Obstacle Departures

Obstacle departure procedures (ODPs) are a type of instrument departure procedure
designed to ensure safe aircraft separation from obstructions and obstacles after takeoff
and until the aircraft reaches the en route environment. As instrument procedures,
ODPs are used by aircraft operating under instrument flight rules (IFR). Pilots operating
IFR in visual meteorological conditions, may not necessarily follow an ODP since they
will have sufficient visibility to maintain separation from obstacles.

At Blythe Airport, ODPs are designated from all runways and are indicated on Figures 6
through 10. The ODPs for Runways 17, 35, and 8 all require right turns after takeoff
(Figures 6, 7, and 8). The ODP for Runway 26 requires a left turn after takeoff (Figures
9 and 10).%2

Flight Patterns at Blythe Airport

Figures 6 through Figure 9 depict generalized traffic patterns for all four runway
directions at Blythe Airport. The figures are generally self-explanatory, but several
points deserve discussion.

Pattern Altitude — The airfield elevation is published as 397 to 399 feet MSL, and the
traffic pattern altitude is established at 800 feet above airfield elevation (AFL), or
approximately 1,200 feet MSL.?®

Runway 26 and 35 Patterns — Wide traffic patterns are to be used for these runways to
avoid low altitude overflights of the residential area immediately south of Interstate 10.
(See Figure 7 and Figure 9.)

Departures, Runway 17 — Visual flight rules (VFR) departures from Runway 17 are to
make climbing left turns.?* (See Figure 6.)

Approaches, Runway 35 -- Aircraft landing on Runway 35 are to be established on the
final approach 2 nautical miles from touchdown.?® (See Figure 7.)

Victor Airways — Five low altitude, or Victor, airways are defined from the Blythe
VORTAC, approximately 2 miles southwest of the Airport. Pilots approaching the Airport
on these airways may decide to enter the traffic patterns at points other than the
nominal pattern entry points, depending on the amount of traffic in the pattern. For
example, aircraft headed to the Airport from Los Angeles on the V-460 airway may enter
the Runway 17 pattern (Figure 6) by joining the crosswind leg rather than turning south
and then back to the northwest to make a classic 45-degree entry to the downwind leg.

22 FAA, Digital Terminal Procedures, Version 1006, effective June 3, 2010 to July 1, 2010.

23 FAA, Airport/Facility Directory, SW, 08 April 2010 to 03 June 2010, p. 73. FAA, Digital Terminal Procedures, Version 1006,
effective June 3, 2010 to July 1, 2010.

24 FAA, Airport/Facility Directory, SW, 08 April 2010 to 03 June 2010, p. 73.

25 FAA, Airport/Facility Directory, SW, 08 April 2010 to 03 June 2010, p. 73.
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On Figure 6, an extended straight-in arrival track to Runway 17 is indicated. Although
this is not a standard approach to the runway, pilots may use a straight-in approach
during low traffic conditions when they know that Runway 17 is active. The indicated
approach track would bring aircraft directly along the eastern boundary of the proposed
BSPP site and mirror arrays.

Figure 7 indicates that the nominal entry corridor for the Runway 35 traffic pattern would
route aircraft over the western portion of the proposed BSPP site at altitudes ranging
from 1,650 to 2,250 feet MSL, approximately 1,100 to 1,700 feet above the ground. The
McCoy Mountains immediately southwest of the proposed BSPP site, with peak
elevations of over 1,400 feet MSL, constrain the location of the pattern entry corridor.

Figure 10 depicts a right traffic pattern for Runway 26. The Energy Commission has
recommended that prior to start of construction of Blythe Energy Project Il (Blythe Il --
the second phase of the natural gas-fired power station immediately east of Runway 8-
26), the project owner shall petition FAA to change the traffic pattern for Runway 26 to a
standard right pattern.?® This would avoid direct overflights of the thermal plume from
the Blythe Il plant as aircraft transition from the base leg to the final approach. As
indicated in Figure 10, a right traffic pattern would require that aircraft traversing the
nominal traffic pattern entry corridor fly directly over the proposed BSPP at altitudes
between 1,500 and 2,050 feet MSL, corresponding to heights of approximately 1,050 to
1,600 feet above the ground.

ASSESSMENT OF IMPACTS AND DISCUSSION OF MITIGATION

This section includes information about the following:
1. Method for analyzing impacts
2. Direct/indirect/induced impacts and mitigation
3. Cumulative impacts and mitigation

METHOD FOR ANALYZING IMPACTS

To analyze BSPP’s potential to result in direct, indirect, and cumulative adverse impacts
on aviation, Energy Commission staff reviewed the project according to the following
criteria:

1. Questions pertaining to airports in the “Guidelines for the Implementation of the
California Environmental Quality Act: Appendix G, Environmental Checklist Form,
Traffic and Transportation, to determine whether the project:

a. Conflicts with an applicable plan, ordinance, or policy establishing measures of
effectiveness for the performance of the circulation system, taking into account
all modes of transportation

b. Results in a change in air traffic patterns, including either an increase in traffic
levels or a change in location that results in a substantial safety risk

c. Substantially increases hazards due to a design feature.

26 California Energy Commission, Blythe Energy Project Il Impact Assessment, Traffic and Transportation, Summary of Findings
and Conclusions, p. 187. The FAA has the sole authority to implement this recommended change.
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2. Civil Aviation Safety Authority (CASA) of Australia guidelines for conducting
plume rise assessments. Guidelines indicate that exhaust plumes with vertical
gusts in excess of 4.3 meters per second may cause damage to airframes or
upset aircraft flying at low altitudes.

3. No formally adopted methods and thresholds exist for determining the effects of
glint and glare on aviation. However, staff worked with U.S. Department of
Energy’s Sandia National Laboratories, Energy Systems, to determine the
potential of BSPP to result in glint and glare that could impact Blythe airport
operations. The U.S. Department of Energy established Sandia National
Laboratories’ Energy Systems program as part of its mission of encouraging
efficient and affordable renewable energy. Through that program, Sandia
Laboratories has developed an extensive program of research and development
in solar trough technology and operation.

DIRECT/INDIRECT IMPACTS AND MITIGATION

Information about the direct/indirect impacts on aviation of transmission lines; thermal
plumes; glint and glare; evaporation ponds as bird attractants; the presence of large
quantities of heat transfer fluid, and cumulative impacts follows. Mitigation is proposed
where feasible.

Impact Assessment — Transmission Lines

The FAA is reviewing the applicant’s plans for the power transmission lines and support
poles. According to a report filed with the ALUC by the applicant, the proposed power
transmission line that would traverse the ALUCP compatibility zones would have 39
power poles ranging in height from 90 to 145 feet above the ground.?’ The applicant has
filed FAA Form 7460-1 with the FAA for the aeronautical review of these proposed
poles. As of April 15, 2010, the FAA had issued determinations of no hazard for 25 of
the poles, 2 of which are required to have red lights. The FAA has completed a
preliminary review of the other 14 poles and has requested that the applicant provide
detailed surveys before it can make an official determination. Staff checked the FAA
website on July 9, 2009, and April 15 is the most recent data for FAA determinations. To
date, staff has not received the complete determination from the FAA.

After consultations with the Riverside County Airport Land Use Commission, the
applicant agreed to shift the proposed transmission line and towers approximately one-
quarter mile further west off the extended centerline of Runway 8-26. The relocation
would shift the transmission line out of Zone B1.?% (Figure 3 depicts the sponsor’s latest
proposed route for the transmission line.) The illustrations prepared by the applicant
indicate that, along the extended runway centerline, the transmission lines would lie
approximately 200 feet below the 3-degree glide slope to Runway 8 and approximately
50 feet below the FAR Part 77 horizontal surface. The project sponsor is required to
submit the revised plans to the FAA for an aeronautical study and obstruction/hazard
determination. On May 28, 2010, the applicant provided a Notification of Revision

27 Blythe Solar Power Project (09-AFC-6), Response to ALUC Comments of March 22, 2010 on ALUC Application and Subsequent
Correspondence by Email on April 13, 2010, Response Date: April 20, 2010, pp. 2, 13, 17.

28 Howard Balentine, Plots Depicting GenTie Clearance from 3 degree Approach Glide Slope and FAA Part 77 Horizontal Surface
on Approach End of Runway 08 at the Blythe Airport, June 15, 2010.
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Memorandum to the Energy Commission indicating that it has adjusted the gen-tie route
further west per the request of the Riverside County Airport Land Use Commission.

Even with the applicant’s change in the transmission line route, additional measures
should be taken to ensure that these structures are visible to pilots. The lines and poles
beneath runway approaches, typical pattern entry corridors, and typical departure
routes should be marked and lighted, even if they are in conformance with FAA height
requirements.?® In addition, the applicant must submit a formal amendment to the
Energy Commission before the transmission line and towers can be relocated.

The FAA recognizes that in certain cases, objects should be marked even if they may
not constitute obstructions under the criteria in 14 CFR Part 77.

Any temporary or permanent structure, including all appurtenances, that
exceeds an overall height of 200 feet (61 m) above ground level (AGL) or
exceeds any obstruction standard contained in 14 CFR Part 77, should
normally be marked and/or lighted. However, an FAA aeronautical study
may reveal that the absence of marking and/or lighting will not impair
aviation safety. Conversely, the object may present such an extraordinary
hazard potential that higher standards may be recommended for
increased conspicuity to ensure safety to air navigation.*

In a safety study report published in 2006, the FAA noted the hazard that overhead
wires can pose to aircraft.

As with antenna towers, these high voltage/power lines or the supporting
structures of these lines may not always be readily visible and the wires
may be virtually impossible to see under certain conditions.... All pilots are
cautioned to remain extremely vigilant for these power lines or their
supporting structures when following natural flyways or during the
approach landing phase.*

Therefore, staff recommends the Commission adopt Condition of Certification
TRANS-11 to ensure that the transmission line and poles closest to the runway

are adequately marked for pilots’ safety.

In addition to this measure, staff recommends that the applicant consider the feasibility
of using an alternative route for the transmission line south of 1-10, as indicated in
Figure 3. Because a high proportion of operations at the Airport are for flight training
and are likely to be by relatively inexperienced pilots, this modification in the location of
the transmission line merits consideration.

Flight routes and traffic patterns at Blythe Airport are described below and depicted in a
series of figures. The figures show that one instrument approach and five airways are
defined by the Blythe VORTAC, an electronic navigational aid southwest of the Airport,
depicted on Figure 3. The proposed location of the BSPP power transmission line lies

29 This is indicated by the high proportion of local operations at the airport, estimated at 50% of all operations. Local operations are
those that remain in the airport vicinity, including touch-and-goes, and are typically associated with flight training and proficiency
exercises.

30 FAA Advisory Circular 70/7460-1K, Obstruction Marking and Lighting, February 1, 2007, p.3 (emphasis added).

31 FAA, Flight Procedure Standards Branch, AFS-420, Safety Risk Analysis of Aircraft Overflight of Industrial Exhaust Plumes,
Safety Study Report DOT-FAA-AFS-420-06-1, January 20086, p. 4.
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between the Blythe VORTAC and the Airport. The typical departure routes for takeoffs
on Runway 26 (to the west) turn left, toward the point along Interstate 10 where the
transmission lines are proposed to be routed east toward the Airport.

Impact Assessment — Thermal Plumes

As indicated in the information pertaining to flight routes and procedures, aircraft
operating at Blythe Airport are most likely to fly over the proposed BSPP when
executing missed approaches to Runway 26 when using the RNAV approach (Figure 5)
and when entering the traffic pattern for Runway 35 (Figure 7). If the Runway 26 traffic
pattern is changed from left to right before construction of the Blythe Il plant, aircraft
entering the Runway 26 pattern would also fly over the proposed BSPP site (Figure 10).

Characteristics of Thermal Plumes

The proposed BSPP includes four large air cooled condensers, each of which is 120
feet tall.32 All are located outside the ALUCP compatibility zones.33 The air-cooled
condensers would produce thermal plumes, resulting in updrafts of varying velocities,
depending on weather conditions and the level of load at the power plant. Updraft
velocities would be highest when winds are calm and during full load operating
conditions.34 Because the air vented from the air-cooled condensers would contain
negligible moisture and the ambient air is usually dry, water vapor would not routinely
form in and around the plumes. Thus, they would usually be invisible to pilots.

The upward velocity of thermal plumes is a function of the momentum of the air as it
exits the exhaust stack and the buoyancy of the air in the plume. Momentum, the initial
stack exit velocity, is an important factor only for a short period. Buoyancy, created by
the heat in the exhaust gases relative to the ambient air temperature, quickly becomes
the dominant feature influencing plume velocity.>°

The upward velocities of thermal plumes slow as they climb, because they entrain
cooler ambient air, thus losing buoyancy. Upward velocities are greatest in calm
conditions, and they become slower as winds increase, although the effect is nonlinear
in two different ways. First, the effect of wind on the upward velocity decreases as the
height of the plume above the exhaust stack increases. Second, the effect of wind
decreases with each incremental increase in wind velocity.3e

Table 6 presents plume velocities calculated for the proposed BSPP at various heights
for worst-case conditions. Those conditions assume calm winds at the surface and
upwards throughout the air column and an ambient temperature of 60 degrees
Fahrenheit.

32 Solar Millennium (dba Palo Verde |, LLC), Response to request for supplemental data from Mr. Will Walters, Aspen
Environmental Group, February 4, 2010.

33 The air-cooled condenser closest to the airport is approximately 135 feet outside the boundary of Zone E, according to the
project applicant. See Blythe Solar Power Project (09-AFC-6), Response to ALUC Comments of March 22, 2010 on ALUC
Application and Subsequent Correspondence by Email on April 13, 2010, Response Date: April 20, 2010, p. 1.

34 California Energy Commission staff report on proposed Blythe Solar Power Project, Section C.10, Traffic and Transportation,
May 2010, p. C.10-44.

35 Riesman, U. and D. LeCureux, Potential for power plant stack exhaust to disrupt aircraft operations. Paper # 01-189, Greystone
Environmental Consultants, Inc., Sacramento, CA, no date, p. 2.

36 Ibid, pp. 4-6.
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While the effect of wind can be quite influential on plume velocities, ambient
temperature has only a small effect. The average plume velocity is estimated across the
plume cross-section. The air within the plume, however, would be moving at different
velocities as the edges of the plume entrain ambient air. If the upward velocities are
assumed to vary in the same way as a normal Gaussian distribution, the maximum
velocity would be approximately two times the average velocity.>’

Table 6
Worst-Case Predicted Plume Velocities

Height Above Ground (ft) Average Plume Velocity (m/s)

1,000 5.22
1,100 5.03
1,200 4.86
1,300 4.72
1,400 4.59
1,500 4.48
1,600 4.37
1,700 4.28
1,800 4.19
1,900 4.11
2,000 4.03
Note: Calculations assume that the plant is operating at full load, exhaust plumes from the fans in each set of air-cooled

condensers are merged, ambient temperature is 60 degrees (F), and winds are calm throughout the air column.

Source: Energy Commission staff calculations, presented in California Energy Commission staff report on proposed Blythe Solar
Power Project, Section C.10, Traffic and Transportation, May 2010, p. C.10-45.Riverside County Airport Land Use
Commission, Riverside County Airport Land Use Compatibility Plan Policy Document, October 2004.

Prepared by: Ricondo & Associates, Inc., June 2010.

Table 7 presents average hourly surface wind speeds at Blythe based on information
provided by the project applicant and presented in the Revised Staff Assessment.
Hourly average wind speeds are calm nearly 10% of the time and are very light (less
than or equal to 1.5 meters per second, or 3.4 miles per hour) 18% of the time between
9:00 a.m. and 6:00 p.m. From an airport planning perspective, the calm and very light
winds at Blythe Airport occur frequently enough to merit consideration in airport facility
design and, by extension, in airport operating procedures.*®

The observations reported in Table 7 are hourly averages. Obviously, wind speeds
often vary continuously during the day, so hourly averages smooth this variable pattern.
Data on wind speed variations in units of less than one hour are not available. It should
be recognized, nevertheless, that brief periods of calm within an otherwise windy hour
could result in thermal plumes with significant updraft velocities.

Table 7
Hourly Average Wind Speeds at Blythe from 9 a.m. to 6 p.m.

37 California Energy Commission staff report on proposed Blythe Solar Power Project, Section C.10, Traffic and Transportation,
May 2010, p. C.10-44. The Gaussian, or normal, distribution is the bell-shaped curve that is presumed to represent the probability
distribution of values for a given phenomenon across a wide-range of observations.

38 In planning for airport runway systems, for example, the FAA advises that the runways provide for safe aircraft operations in 95%
of wind conditions. See FAA Advisory Circular 150/5300-13 CHG 6, Airport Design, Appendix 1, p. 87.
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Wind Speed Percent

Calm 9.9%
< 1.5 m/s (3.4 mph) 18.0%
<2.1 m/s (4.7 mph) 27.2%
<2.6 m/s (5.8 mph) 35.6%
>2.6 m/s (5.8 mph) 64.4%

Notes:  m/s = meters per second.

Data presented in the table are for surface winds. Wind speeds can vary at different altitudes, and winds aloft influence the upward
velocity of thermal plumes. Unfortunately, data for wind directions and speeds above the surface are not available for the Blythe
area.

Source: California Energy Commission staff report on proposed Blythe Solar Power Project, Section C.10, Traffic and
Transportation, May 2010, p. C.10-46. Based on data provided in AECOM Environment, Air Quality Modeling Files, August 28,
2009.

Prepared by: Ricondo & Associates, Inc., June 2010.

Effects of Thermal Plumes on Aircraft in Flight

In January 2006, the FAA é)ublished a safety study report on the risk to aircraft posed by
industrial exhaust plumes.* The study included a comprehensive review of domestic
accident data and found that no accidents were reported to have been caused by
industrial exhaust plumes, although it appears that at least one accident attributable to
exhaust plumes was inadvertently not considered in the study.*® The study concluded
that industrial exhaust plumes constituted an “acceptable risk” to aircraft in flight. The
report advised, however, that given “the potential (however low) of aircraft upset at
close proximity to high velocity plumes” flight over and around plume-generating
facilities should be avoided.*' The report recommended that the FAA continue to
enhance awareness programs to inform pilots and air traffic control personnel of the
potential problems associated with plumes and to offer avoidance strategies. One
specific recommendation was that the Aeronautical Information Manual (AIM) should be
revised to note that overflight of plume-generating industrial sites should be avoided at
altitudes of less than 1,000 feet above the sites.*

The 2006 FAA study, as fully acknowledged in the report, was limited in scope. It did not
include any data collection with respect to exhaust plume velocities, the proximity of
power plants and other plume-generating industrial plants to airports, nor a review of
pilot complaints with respect to industrial exhaust plumes. Neither did it systematically
consider the potential for adverse effects in the vicinity of uncontrolled airports. One of
the summary comments is illustrative:

At airports where power plants could not be optimally avoided by current
approach procedures or when weather resulted in plume footprints that
could adversely affect airport operations, ATC [air traffic control] past and
present operational procedures were deemed more than adequate to
maintain established acceptable levels of risk.*®

39 FAA, Flight Procedure Standards Branch, AFS-420, Safety Risk Analysis of Aircraft Overflight of Industrial Exhaust Plumes,
Safety Study Report DOT-FAA-AFS-420-06-1, January 2006.

40 In 1989, a helicopter flying over a cogeneration plant lost power and crashed after orbiting the power plant and passing over the
exhaust plume. According to the accident report, a contributing factor to the accident was the “invisible nature of the exhaust gases
which made detection of their presence unlikely.” National Transportation Safety Board, LAX89LA270, File No. 2339.

41 Ibid., p. 16. Emphasis in original.

42 The notice has not been included in the most recent edition of the AIM (FAA, Aeronautical Information Manual: Official Guide to
Basic Flight Information and ATC Procedures, February 11, 2010).

43 Ibid., p. 16. Emphasis added.
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Despite this assurance, the FAA’s Airport Obstructions Standards Committee (AOSC) is
currently studying the effects of industrial exhaust plumes on aviation in its “Exhaust
Plumes Initiative.” The AOSC plans to coordinate its initial findings with other FAA
organizations and stakeholders, to assess whether additional technical studies are
necessary, and to determine whether any mitigation measures are required for facilities
with exhaust plumes located near airports.**

The Civil Aviation Safety Authority (CASA) of Australia has published guidelines for
conducting plume rise assessments.*> CASA has determined that exhaust plumes with
vertical gusts in excess of 4.3 meters per second may cause damage to airframes or
upset aircraft flying at low altitudes. CASA notes that the stability of an aircraft is
especially critical during periods of high pilot workload, as when an aircraft is being
maneuvered at low altitude on approach or during the initial take-off climb segment.
CASA requires that facilities producing thermal plumes with an average value
exceeding 4.3 meters per second at a height of 110 meters (361 feet) above the ground
be assessed for the potential hazard to aircraft operations.*®

The air moving vertically within a thermal plume is not moving at uniform speed, nor will
an aircraft necessarily enter an updraft plume squarely head-on. The air in the column is
turbulent, with varying speeds across the column. If an aircraft hits the edge of a
thermal plume, it is entirely possible that one wing will be pushed upward while the
other is effectively depressed. At low altitudes, this can present the pilot with an
extremely challenging condition, potentially leading to loss of control. The thermal
updrafts from the air-cooled condensers at BSPP are of particular concern since they
will be invisible to pilots.

To assess the potential impact of thermal plumes on aircraft overflights, staff has
adopted CASA's vertical velocity criterion, an average of 4.3 meters per second, as a
threshold of adverse impact.

The surface elevations at the sites of the air-cooled condensers range from 446 to 574
feet MSL, as indicated in Figures 5 through 10. Thus, average updraft velocities of 4.3
meters per second could reach altitudes of 2,120 to 2,245 feet MSL during calm wind
conditions and peak power plant load levels. Figure 7 and Figure 10 indicate that
aircraft entering the Runway 35 traffic pattern and the potential future Runway 26 right
pattern would be at altitudes ranging from 1,500 to 2,250 feet MSL as they pass over
the air-cooled condensers — at or below the altitudes at which average updraft velocities
would exceed 4.3 meters per second.

As indicated in Figure 5, aircraft following the missed approach procedure for the
Runway 26 RNAV approach will be at 3,200 to 5,400 feet MSL, corresponding to about
2,750 to 4,950 feet above the ground at the air-cooled condensers. Average plume
velocities at these altitudes would be well below 4.3 meters per second.

44 FAA, AOSC Exhaust Plume Initiative, PowerPoint presentation, February 23, 2010. In written testimony filed with California
Energy Commission. See http://www.energy.ca.gov/sitingcases/mariposa/documents/others/2010-03-
18_R_Pietrorazio_Industrial_Plume_Effect_on_Avaiation_TN_55980.pdf. Accessed June 13, 2010.

45 Australian Government Civil Aviation Safety Authority, Advisory Circular AC 139-05(0), June 2004.

46 Ibid, p. 2.
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Aviation Safety Impact of Thermal Plumes

Thermal plumes from the air-cooled condensers at the proposed BSPP would
potentially be hazardous to low-flying aircraft when winds are calm. Based on the
analysis of flight patterns at the Airport, aircraft on arrival to the Airport that are flying
over BSPP would be at altitudes low enough to experience turbulence from updrafts in
excess of the critical average velocity of 4.3 meters per second. The risk of
encountering turbulence would be heightened by the invisibility of the thermal plumes to
pilots.

Low altitude overflights of the air-cooled condensers could occur if pilots are flying for
extended distances to make classic 45-degree entries to the downwind leg of the
Runway 35 traffic pattern (or a right pattern to Runway 26).

Staff concludes that thermal plumes present a possible significant adverse impact to
pilots and recommends Condition of Certification TRANS-7 to reduce this impact to the
extent possible. This condition would require the applicant to ensure that measures are
taken to inform pilots of the presence of these plumes through Aeronautical Charts,
Airport/Facilities Directories (AFD) and Notice to Airmen (NOTAM

Before flying to a particular destination included in the National Airways System (NAS),
pilots need to know information about specific airports, including changes in flight paths
and hazards. Consequently, they consult the main references for changes in the NAS:
Airport/Facilities Directories (AFD) and Aeronautical Charts. Those directories and
charts are published by the Federal Aviation Administration (FAA).

Most changes to the NAS meeting NOTAM criteria are known sufficiently in advance to
be carried in those publications. When those criteria are not known far enough in
advance, changes are included in the Notices to Airmen publication (NTAP) or the
Service A telecommunications system as a NOTAM D item or both. NOTAMS are
published by the FAA every 28 days. NOTAM subscriptions are available from the FAA
as well as from private vendors in e-mail format.

The latest two Notices to Airmen publications may be found on the FAA’s website at the
following address:
http://www.faa.gov/air_traffic/publications/notices/

Impact Assessment — Glint and Glare

With its large array of parabolic mirrors, BSPP is a potential source of glint and glare
that may affect the vision of pilots operating aircraft at Blythe Airport. Glint, a momentary
flash of light, and glare, a relatively continuous source of excessive brightness relative
to ambient lighting, are conditions with which pilots must contend on any sunny day.
Any number of objects can reflect sunlight into the sky, including windows on buildings
and vehicles, lakes and ponds, polished stone surfaces, and white roofs and similar
light-colored surfaces. Reflections off an aircraft itself can cause glint and glare for
pilots.
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Glint and glare do not necessarily pose equally serious hazards in all modes of flight. In
cruise mode at relatively high altitude, pilots are more easily able to avert their eyes
from the source of the glare and have time for their eyes to readjust than if they are
executing low altitude maneuvers and maintaining separation from other aircraft as they
prepare to land. The concern posed by the proposed BSPP is the adverse effects that
glint and glare might present to pilots flying at low altitudes in and out of Blythe Airport.

Glint and glare are produced by either specular or diffuse reflection. Specular reflections
occur off mirror-like surfaces, where the angle of reflection is identical to the angle of
incidence from the light source. Diffuse reflections occur off rough or uneven surfaces,
where the reflection angles are in all directions.47

The concern posed by the proposed BSPP is specular reflection off the parabolic
troughs. (Diffuse reflection is not a concern at the proposed BSPP.) Glint and glare from
specular reflection off the troughs could occur when the troughs are moving from a stow
to a tracking position and from a tracking to a stow position. Glint and glare could also
occur during the winter when the sun is low on the southern horizon and aligned with
the trough, causing reflected light to spill from the north end of the troughs (referred to
as end loss).*® In the summer, when the sun rises and sets towards the north, spillage
could also occur from the south end of the troughs in the early morning and early
evening hours. Glint and glare can also occur at any time of day or time of year if the
mirrors become misaligned with respect to the sun.

Metrics for Determining Adverse Impact

The study of the adverse effects of glare in outdoor environments is a relatively new
field. As yet, neither the FAA nor the State of California has adopted standards defining
thresholds beyond which glint or glare are to be considered problems. As noted above,
the Riverside County ALUCP describes glare as a potential hazard to be avoided in all
airport compatibility zones. The relevant policy of the ALUCP, however, does not
provide guidance on the level of intensity at which glare is to be considered either
especially serious or too minor to be of concern.

However, according to Policy 4.3.7 of the countywide policies of the 2004 Riverside
County Land Use Compatibility Plan, the following use is prohibited:

¢ Any use which would cause sunlight to be reflected towards an aircraft
engaged in an initial straight climb following take-off or towards an aircraft
engaged in a straight final approach toward a landing at the airport.

Recently, scientists and engineers at the Solar Technologies Department at Sandia
National Laboratories proposed safety metrics for assessing the effects of glint and
glare, based on a review of medical research and other research undertaken by the

47 Ho, C.K., C.M. Ghanbari, and R.B. Diver. Methodology to assess potential glint and glare hazards from concentrating solar
power plants: analytical models and experimental validation. In Proceedings of the 4" |nternational Conference on Energy
Sustainability, ES2010, Phoenix, AZ, May 17-22, 2010, p. 3.

48 Ho, C.K., C.M. Ghanbari, and R.B. Diver. Methodology to assess potential glint and glare hazards from concentrating solar
power plants: analytical models and experimental validation. In Proceedings of the 4™ International Conference on Energy
Sustainability, ES2010, Phoenix, AZ, May 17-22, 2010, p. 3.
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U.S. Air Force.*® They noted that adverse effects of glint and glare are functions of the
level of retinal irradiance and the subtended angle of the light source meeting the
retina.®® That is, as the intensity of light reaching the retina increases, and the
subtended angle of the light source increases (becomes larger in the visual field of the
observer), adverse effects on the eye increase.

The Sandia team has proposed two performance standards for describing the adverse
impacts of glint and glare:

e Potential for permanent eye damage

e Potential for temporary after-image, also known as flash blindness

Both thresholds have been developed empirically and can be measured through
equations accounting for the intensity of the light source and the subtended angle of the
reflected image.

Permanent eye damage is caused by extremely high intensities of light that burn the
retina. At substantially lower levels, the intensity of light can be great enough to cause
temporary flash blindness, which is caused by bleaching the retinal pigments. Flash
blindness is characterized by a temporary after-image in the visual field. Flash blindness
can last for varying durations. An example of flash blindness is the effect after viewing a
camera flash in a dim room.""

Figure 11 was developed for this study to provide criteria for assessing the potential
impacts of glint and glare from the proposed BSPP facility on pilots operating at Blythe
Airport. The figure presents maximum distances between the parabolic mirror and an
observer at which flash blindness can occur as a function of mirror length available to
reflect the sun. (Permanent eye damage is not a concern at the distances from the
parabolic troughs at which aircraft will be operating.) The calculated distances assume
specular reflection from a mirror with a reflectivity of 0.94, a subtended sun angle of 9.4
milliradians (mrad), and an RMS slope error of 5 mrad.®? The focal length for the
collector is assumed to be infinite, which would be true of a flat mirror. This validly
represents the nature of the reflection off the long (linear) axis of the trough collector.
The reflected sun image along this long axis, rather than the short parabolic axis, is the
critical feature in assessing the potential for flash blindness. The reflected image of the
sun along the long axis would maintain a constant subtended angle in the observer’'s
visual field as the observer moves further from the mirror. This effect would continue
until the observer is so far from the mirror that the entire image of the sun overfills the
available mirror area, at which point the subtended angle of the reflected sunlight would
decrease with increasing distance.

49 Ho, C.K., C.M. Ghanbari, and R.B. Diver. Hazard analyses of glint and glare from concentrating solar power plants, SAND2009-
4131C. In Proceedings of SolarPACES 2009, Berlin, Germany, September 15-18, 2009.

50 The subtended angle of the light source (or the reflected image) is a measure of the amount of the visual field that is occupied by
the light source.

51 Ho, C.K., C.M. Ghanbari, and R.B. Diver. Methodology to assess potential glint and glare hazards from concentrating solar
power plants: analytical models and experimental validation. In Proceedings of the 4" |nternational Conference on Energy
Sustainability, ES2010, Phoenix, AZ, May 17-22, 2010, p. 2.

52 Reflectivity is a measure of the degree to which a reflection accurately represents the light from the source. A value of 1.0 would
represent perfect reflectivity. The subtended angle describes the size of the reflected image in the field of view. Mrad (milliradians) is
a description of an angle subtended, or circumscribed, by a circular arc. RMS denotes root-mean-squared or the standard deviation
associated with a range of distortions for slope errors along the mirror surface.
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Figure 11 indicates that the maximum distance that can cause flash blindness depends
on the length of the mirror available to reflect the sun (which dictates the subtended
angle of the reflected sun image as a function of distance). The longer the mirror, the
greater the distance capable of causing flash blindness. A flat mirror 5 meters in length
would reflect sunlight intense enough to cause temporary flash blindness approximately
2,000 meters away. A flat mirror 20 meters in length would reflect sunlight that could
cause temporary flash blindness a distance of 7,800 meters (approximately 4.8 miles).

Figure12 illustrates the situations during which specular reflections from the mirror
arrays would extend off the BSPP plant property. The top panel is a schematic
representation of end loss or spillage of the reflected solar image off the end of the
parabolic mirror. This would occur when the sun is low on the horizon — during the
middle of the winter, early on summer mornings, and late on summer evenings. At
Blythe Airport, the sun is approximately 33 degrees above the horizon on noon of the
winter solstice.>® When the sun is 33 degrees above the horizon, and assuming that the
heat collection element is 1.5 meters from the vertex of the parabolic mirror,
approximately 2.3 meters at the northern edge of the mirrors would spill specular
reflections of the sun off the north edge of the mirror array. Referring to Figure 11, a flat
mirror 2.3 meters in length would reflect sunlight intense enough to cause flash
blindness a distance of approximately 900 meters (2,950 feet).

The bottom panel on Figure 12 indicates how sunlight would be reflected if the mirror
array was misaligned or moving to or from the stow position. In those situations, the
entire length of the mirror would be available to create specular reflections. According to
information provided by the applicant, each mirror unit is 63 feet (approximately 19
meters) long.’* These units are arranged end-to-end in rows 1,200 to 1,300 feet
(approximately 400 meters) long. If one of the mirror units was misaligned with the sun,
it would reflect glare capable of causing temporary flash blindness at a distance of
about 7,600 meters (approximately 4.7 statute miles). If an entire row of mirrors was
misaligned, it could reflect blinding glare capable of causing temporary flash blindness
considerably farther, potentially dozens of miles.>

Impact of Reflections from BSPP Parabolic Troughs on Aircraft in Flight

Flash blindness would be a potentially serious problem in the environs of an airport,
especially an uncontrolled airport, because of the need for pilots to be able to see
clearly in all directions to maintain safe separation from obstacles and other aircraft. In
the immediate airport environs, aircraft are at relatively low altitudes and can be
operating at low airspeeds, especially if they are on approach to land. Flash blindness,
even for periods as brief as a few seconds, can impede a pilot’s ability to see other
traffic, to read cockpit instruments, and to react quickly and appropriately in the
presence of conflicting traffic.

www.srrb.noaa.gov/highlights/sunrise/azel.html

54 Blythe Solar Power Project, Section 2.0, Project Description, August 2009, p. 2-9.

55 The distance across which reflections would travel from a 400-meter long mirror would be so great that atmospheric attenuation
typically would have to be accounted for in calculating the distance at which reflections would remain intense enough to cause flash
blindness.
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Figure 5 through Figure 10 show the typical tracks flown at low altitudes by aircraft
using Blythe Airport. The potential for pilots to be in the line of sight of specular
reflections from the parabolic troughs is limited to only some flight tracks and aircraft
operating configurations. The position of aircraft relative to the mirrors in the parabolic
troughs is described below, and the potential for flash blindness is assessed.

Instrument Approaches

Figure 5 depicts the generalized flight tracks for the three instrument approaches at the
Airport, including the missed approach courses. The instrument approach routes are all
south of the proposed BSPP and are at relatively high angles of incidence to the north-
south oriented parabolic troughs. Sunlight reflected to the southeast and southwest
toward aircraft on approach to Blythe Airport is most likely to occur in the summer very
early and very late in the day, when the sun is rising in the east-northeast and setting in
the west-northwest.*® Aircraft on the instrument approach routes would be at high
angles of incidence to the mirrors (roughly 70 to 90 degrees) and would be at little risk
of flash blindness from end loss reflections. End loss reflections of sufficient intensity to
cause flash blindness would be unlikely to travel the distance to the nearest aircraft on
the instrument approach routes (approximately 18,000 feet or 3.5 statute miles).

The risk of flash blindness caused by errant specular reflections would be greatest for
pilots on the Runway 26 approaches early on summer mornings when the mirrors are
rotating out of the nighttime stow position. Flashes of light of sufficient intensity to cause
flash blindness could be reflected to the southeast for distances of several miles, based
on the information provided in Figure 11. While each mirror array would reflect intense
light toward the Runway 26 approach tracks for only a brief time, pilots may experience
a sequence of blinding flashes as the whole set of mirror assemblies rotate out of
storage.

Figure 5 also indicates the nominal missed approach tracks for each instrument
approach. Only one missed approach track turns toward the proposed BSPP site. The
missed approach track for the RNAV (GPS) approach to Runway 26 heads due north
directly over the proposed BSPP site. Because aircraft will be climbing on the missed
approach as they fly over BSPP, there is little risk of adverse impacts of glint and glare
from specular reflections off the parabolic troughs. It is possible that at midday, the
aircraft may catch reflected light from the parabolic troughs as they move directly over
and then north of BSPP. Pilots may see some of this light as diffuse reflections off the
body of the aircraft itself, but this is unlikely to be severe enough to cause flash
blindness.

Runway 17 Traffic Pattern

Aircraft making a classic entry to the Runway 17 traffic pattern, depicted on Figure 6,
would approach BSPP from the southeast at about a 45-degree angle to the parabolic
troughs. On early summer mornings, when end loss reflections toward the southeast
might occur, pilots entering the traffic pattern may be able to see the reflections.
Because only a small portion of the mirror arrays will be the source of end loss

56 On the day of the 2010 summer solstice (June 21) in Blythe, the sun rose at an azimuth of 61 degrees and set at 299 degrees.
(National Oceanic and Atmospheric Administration, Earth System Research Laboratory, Solar Position Calculator.
www.srrb.noaa.gov/highlights/sunrise/azel.html. Accessed June 28, 2010.)
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reflections, blinding glare is unlikely to travel far enough to be a problem for pilots
entering the Runway 17 traffic pattern. They would be no nearer than about 3.0 statute
miles (approximately 16,000 feet) from the mirrors. Aircraft on other legs of the traffic
pattern would not be in a position to receive direct end loss reflections from the
parabolic troughs.

Pilots entering the Runway 17 traffic pattern from the southeast could be at risk of flash
blindness early on summer mornings when the mirrors are being rotated out of
nighttime stow positions. Because pilots normally would have the flexibility to alter their
courses to avoid the blinding flashes of light at this point, the reflections would probably
not cause serious problems. If several aircraft were in the traffic pattern, constraining
the pilot’s range of movement, the pilot may have to climb out of the pattern and go
back around to try again.

Aircraft making extended straight-in approaches to Runway 17 would be flying just east
of the BSPP mirror arrays. It is possible that during winter mornings, when the sun is
relatively low on the southeastern horizon, specular reflections could be directed toward
aircraft on these straight-in approaches. Based on the graph in Figure 12, aircraft would
be close enough to the mirror arrays (from 1,600 to 2,000 feet or 500 to 600 meters) for
pilots to be at risk of flash blindness in these situations.

Runway 35 Traffic Pattern

Aircraft operating in the Runway 35 traffic pattern, depicted in Figure 7, would be
unlikely to experience any adverse effects from end loss reflections off the parabolic
troughs in the summer since they would tend to be either well south of the BSPP site (3
miles or more) or flying perpendicular to or away from the parabolic troughs. Departures
to the north and northwest would be climbing as they fly over the mirror arrays, so pilots
would not be exposed to direct specular reflections.

Aircraft approaching the Airport from the northwest to enter the downwind leg of the
Runway 35 traffic pattern would be descending over the mirror arrays, but would be at
angles ranging from approximately 20 to 60 degrees west of the north-south alignment
of the parabolic troughs. It is possible that pilots could see specular reflections spilling to
the northwest on winter afternoons when the sun is low on the southwest horizon. If
necessary, pilots would have the flexibility on the pattern entry corridor to alter their
headings to reduce the intensity of any glare to which they are exposed.

It is possible that some westbound pilots taking off on Runway 35 may choose to leave
the Blythe vicinity via the Victor airways heading directly west from the Blythe VORTAC.
In those cases, the most direct route to the airways would be to stay in the traffic
pattern, exiting with a right turn from the downwind leg of the pattern to join the airway.
In some cases, pilots may wish to fly an extended straight-out departure to gain altitude
before making a climbing left turn to the crosswind leg of the pattern.

In those circumstances, pilots could be subject to reflections through the side window of
the aircraft during the turn if the mirrors were out of alignment with the sun. Aircraft

57 The estimated distance is based on a 3-degree approach angle and distances of approximately 1,500 to 2,000 from the runway
centerline to the nearest mirror array.
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making this maneuver would be approximately 1,000 to 2,000 feet above the mirror
arrays — close enough for flash blindness to be a possibility if pilots look to the left for
other traffic below and to the south.

Runway 8 Traffic Pattern

Aircraft entering, operating in, and exiting the Runway 8 traffic pattern, depicted on
Figure 8, would be unlikely to be exposed to significant reflection from the parabolic
troughs, since they would not be flying directly toward areas where end loss reflections
would most commonly be directed (to the north during the winter and to the south early
and late in the day during the summer). It is possible that aircraft turning from the
crosswind to the downwind leg of the pattern could receive direct end loss reflections
early on summer mornings when the sun is in the northeast. This exposure would be
fleeting as the aircraft executes its turn. At their closest, aircraft would be approximately
2 statute miles (approximately 10,500 feet or 3,200 meters) from the nearest parabolic
trough. This would be too far for end loss reflections to be a problem, although it would
be close enough to risk flash blindness caused by reflections from the parabolic troughs
as they rotate out of the nighttime stow position.

Runway 26 Traffic Pattern

Aircraft in the Runway 26 traffic pattern, depicted on Figure 9, would be well south of
the BSPP site and no closer than about 4 miles (approximately 21,000 feet) from the
nearest parabolic trough when flying toward the BSPP site. At this location and
distance, end loss reflections would be rare and lack sufficient intensity to cause flash
blindness.

Before construction on the Blythe Energy Project Il natural gas fired power plant may
begin, the Energy Commission has directed the owner of that project to seek FAA
action to change the Runway 26 traffic pattern to the opposite side of the Airport, as
indicated in Figure 10. Aircraft on the crosswind leg of the right traffic pattern would be
flying due north toward the parabolic mirrors before turning to the downwind leg at
distances of approximately 4,000 to 7,000 feet (1,200 to 2,100 meters) from the nearest
mirror array. Based on the graph in Figure 11, this is probably too far away for end loss
reflections early on summer mornings or late on summer evenings to be intense enough
to cause flash blindness.

Aircraft approaching the Airport from the northwest to enter the downwind leg of the
Runway 26 right traffic pattern would be descending over the mirror arrays, but would
be at angles ranging from approximately 20 to 60 degrees west of the north-south
alignment of the parabolic troughs. As described for the Runway 35 pattern, it is
possible that pilots could see reflections spilling to the northwest on winter afternoons
when the sun is low on the southwest horizon.

In these situations, aircraft would be close enough to the mirror arrays (approximately
1,100 to 1,600 feet, or 340 to 490 meters, above the mirrors) for flash blindness to be a
possibility based on the graph in Figure 11. Flash blindness could also be a problem for
pilots flying over the parabolic mirrors if the mirrors were misaligned with the sun. If
necessary, pilots in the pattern entry corridor would usually be able to alter their
headings to reduce the intensity of any glare to which they are exposed.
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Aviation Safety Impacts of Glint and Glare

With respect to the runways and traffic patterns at Blythe Airport, the mirror arrays at the
proposed BSPP are oriented so that flash blindness would not be a problem to pilots in
most circumstances. However, pilots could be exposed to flash blindness early in the
morning as the mirrors are rotated out of nighttime stow positions and before sunset as
they are rotated back to stow positions. In addition, flash blindness could be caused by
incorrect alignments of the mirror arrays with the sun.

Specifically, flash blindness could occur in the following four operating configurations:

1. Runway 17, Straight-In Approaches — Aircraft making extended straight-in
approaches could be exposed to end loss reflections from the mirror arrays on
winter mornings at distances close enough to cause flash blindness.

2. Runway 35 Departures — Pilots making extended straight-out departures and
climbing left turns over BSPP could be subject to reflections from the parabolic
troughs through the side window of the aircraft during the turn, if the mirrors were
misaligned with the sun, at distances close enough to cause flash blindness
when the sun is high in the southern sky.

3. Entry to Runway 35 Pattern and Runway 26 Right Traffic Pattern — Pilots making
classic entries to the traffic patterns would be flying over BSPP. They would be
close enough to the mirror arrays to suffer flash blindness from reflections spilling
to the northwest on winter afternoons when the sun is low on the southwest
horizon and from misaligned mirrors. Pilots would have the flexibility to alter their
headings on the pattern entry corridors, which could allow them to reduce the
intensity of any glare to which they are exposed.

It is important to note that there have been no complaints of flash blindness or other
adverse effects from pilots using Daggett airport, which is located next to the SEGS |
and |l solar facility. Nevertheless, staff believes that the BSPP solar troughs pose a
potential significant adverse impact to pilots at the Blythe Airport and recommends
conditions of certification TRANS-7, TRANS-9, and TRANS-10 to reduce this impact to
the extent feasible.

TRANS-7 requires the applicant to take all measures available to ensure that pilots are
warned of the possible presence of glint or glare resulting from the project.

TRANS-9 requires the applicant to ensure that the project is built and operated to
minimize the creation of glint and glare, including (1) attaching screening at the north
end of collector assemblies to minimize the amount of light that spills off the ends; (2)
ensuring that the solar arrays are properly aligned to reduce the incidences of glint and
glare occurring from misalignment; and (3) bringing the arrays out of stowage before
sunrise and returned to stow after sunset.

TRANS-10 requires the applicant to provide complaint forms to the airport to allow any
pilots who may experience adverse glint or glare to contact the applicant. The applicant
is required to contact the Energy Commission compliance project manager when it
receives such a complaint, investigate whether the project was in fact responsible for
the condition that triggered the complaint, and, if so, fix the source of the complaint.
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Impact Assessment — Evaporation Ponds as Bird Attractants

The FAA maintains a database on wildlife strikes to aircraft. Among the 25 species
considered the most hazardous to aircraft, 23 are birds.*® The FAA reports that 92% of
bird strikes occur when aircraft are at or below 3,000 feet above the ground.®® For this
reason, the FAA is particularly concerned to avoid the development of land use features
that may attract wildlife hazardous to aircraft in the vicinity of airports, where aircraft are
likely to be operating at low altitudes. Bodies of water near airports always raise
concerns about the potential for attracting birds. This is an especially important concern
in arid environments.

The FAA has published an advisory circular providing guidance to airport operators and
land use planning jurisdictions for avoiding hazardous wildlife attractants near airports.®
Figure 13 illustrates the FAA’'s recommended criteria for the minimum distances
separating hazardous wildlife attractants from airports and the air operations area
(AOA).?! Perimeters B and C, shown in the figure, are the relevant criteria at Blythe
Airport, because the Airport serves turbine-powered aircraft. Although the evaporation
ponds at the proposed BSPP are beyond the 10,000-foot distance of Perimeter B, they
are within the 5 statute mile distance of Perimeter C. FAA specifically advises that
hazardous wildlife attractants be avoided within Perimeter C “if the attractant could
cause hazardous wildlife movement into or across the approach or departure
airspace.”®

As indicated in the aerial maps in this report, approach routes to the Airport from the
north and northwest either lie directly over the proposed BSPP or between BSPP and
the irrigated farmland and the Colorado River further east. Thus, birds living and
roosting in the agricultural lands and river bottoms may be attracted to the BSPP
evaporation ponds and fly through the airspace used by low-flying aircraft.

The FAA recognizes that it is not always possible to avoid water features near airports
and AOAs. Thus, the FAA provides general guidance on mitigating the potential
attractiveness of ponds and water features to wildlife.

When it is not possible to drain a large detention pond completely, airport
operators may use physical barriers, such as bird balls, wires grids,
pillows, or netting, to deter birds and other hazardous wildlife. When
physical barriers are used, airport operators must evaluate their use and
ensure they will not adversely affect water rescue. Before installing any
physical barriers over detention ponds on Part 139 airports, airport
operators must get approval from the appropriate FAA Regional Airports
Division Office.

The FAA recommends that airport operators encourage off-airport storm
water treatment facility operators to incorporate appropriate wildlife hazard

58 FAA Advisory Circular 150/5200-33B, Hazardous Wildlife Attractants on or Near Airports, August 27, 2007, p. iii.

59 http://wildlife-mitigation.tc.faa.gov/wildlife/default.aspx. Accessed June 8, 2010.

60 FAA Advisory Circular 150/5200-33B, Hazardous Wildlife Attractants on or Near Airports, August 27, 2007.

61 In AC 150/5200-33B (p. 19), the FAA defines the AOA as, “[a]ny area of an airport used or intended to be used for landing,
takeoff, or surface maneuvering of aircraft. An air operations area includes such paved areas or unpaved areas that are used or
intended to be used for the unobstructed movement of aircraft in addition to its associated runway, taxiways, or apron.”

62 FAA Advisory Circular 150/5200-33B, Hazardous Wildlife Attractants on or Near Airports, August 27, 2007, p. 1.
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mitigation techniques into storm water treatment facility operating
practices when their facility is located within the separation criteria
specified in Sections 1-2 through 1-4 [as illustrated in Figure 11].%

Aviation Safety Impacts of Evaporation Ponds as Bird Attractants

The evaporation ponds at the proposed BSPP site have the potential to become feeding
and resting areas for birds, which could pose hazards to low-flying aircraft near the
Airport. However, Energy Commission staff has proposed Condition of Certification
BIO-25, which requires (1) all ponds to be netted to exclude birds and other wildlife;
and (2) additional visual bird deterrents and a rigorous monitoring program to verify that
the netting is effective in excluding birds and other wildlife.

In addition, Condition of Certification BIO-25 requires (1) monitoring of the ponds to
continue for the life of the Project as well as (2) adaptive management and remedial
action to discourage wildlife use if monitoring detects bird use at the ponds. Even if
resident or migratory birds were initially attracted to the ponds, the netting would
preclude use of the ponds for drinking, foraging, resting or nesting, and birds would be
unlikely to linger in an area that provides no habitat or foraging opportunities. The lands
in the immediate vicinity of the evaporation ponds would consist of solar fields that
would be inhospitable to birds and other wildlife because they would be barren of
vegetation that would otherwise provide cover and foraging habitat.

With implementation of Condition of Certification BIO-25, staff concludes that BSPP will
not result in an increase in the number of birds in the vicinity of the Blythe Airport.

Impact Assessment — Hazardous Materials

Therminol VP1 is the heat transfer fluid that will flow through the pipes at the focal
centers of the parabolic troughs and generate steam to run the electrical turbines.
Therminol is a mixture of 73.5 % diphenyl ether and 26.5% biphenyl. It is solid at
temperatures below 54 degrees Fahrenheit.

At the typical ambient temperatures in the Blythe area, with average annual highs of 88
degrees Fahrenheit and average annual lows of 55 degrees, Therminol should remain

in a liquid state.®* Therminol is highly flammable, and fires have occurred at other solar
generating stations that use it.°®> An aircraft accident at the proposed BSPP would very
likely result in an explosion and serious fire.

As indicated in Table 5, the safety compatibility policies of the Riverside County ALUCP
prohibit the storage of hazardous materials in Zones A and B1.%® No such policies apply
in the other four compatibility zones. As discussed in the section on the Riverside
County Airport Land Use Commission and as indicated in Figure 3, the portions of the
proposed BSPP that lie within the compatibility zones are in Zones D and E. Thus, the
policies of the ALUCP would not prohibit the storage and use of hazardous and
flammable materials at the proposed BSPP site.

63 FAA Advisory Circular 150/5200-33B, Hazardous Wildlife Attractants on or Near Airports, August 27, 2007, p. 6.

64 http://www.desertusa.net/Cities/ca/blythe.html. Accessed June 18, 2010.

65 The thermal solar plant near Daggett, California suffered an explosion and fire in 1999. (File information provided by the
California Energy Commission staff, June 2010)

66 This policy would probably be interpreted as also prohibiting the use of hazardous material in above-ground industrial processes.
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The policies of the Riverside County ALUCP related to hazardous materials are
generally consistent with the guidance provided in the California Airport Land Use
Planning Handbook (the Handbook).®” The Handbook advises the prohibition or
avoidance of hazardous materials in the zones nearest the runway ends and beneath
low altitude departure turns. In zones more distant from the runways, including the
traffic pattern zone, which roughly corresponds with Zone D at Blythe Airport (see
Figure 3), the Handbook proposes no limits on hazardous materials.

The guidance in the Caltrans Handbook is based on an analysis of aircraft accident
location data. According to the data in the Handbook, the pattern of aircraft accidents at
3 to 5 miles from an airport and away from frequently used approach and departure
paths is widely dispersed.®® While the Handbook does not provide accident probability
data, per se, it does provide considerable information on the locational patterns of
accidents near airports and with respect to the runway ends.

The analysis in the Handbook is based on the records of 873 accidents in the
immediate environs of airports across the United States.®® The data were compiled and
plotted with respect to the ends of a nominal runway to reveal overall locational
patterns.’® Accidents most frequently occur very near the runway ends. As distance
from the runway end and the extended runway centerline increases, the accident
density pattern decreases markedly.

A series of diagrams showing accident distribution contours are presented in the
Handbook.”" The outermost contour shows the area within which 80% of all airport
vicinity accidents occur. The diagrams for arrival accidents show a distinct clustering
along the extended runway centerline, with the 80% contour extending approximately
12,500 feet off the arrival end of the runway, with a width no greater than approximately
3,000 feet.

Departure accidents tend to be more widely scattered off the runway ends. The 80%
contour extends from 6,000 to 8,000 feet off the departure end of the runway and has a
maximum width of approximately 6,000 feet. If the accident distribution contours were
plotted for the runways at Blythe Airport, they would not extend into the proposed mirror
arrays at the BSPP site.

Aviation Safety Impacts of Hazardous Materials

Neither the policies of the Riverside County ALUCP nor the guidance in the Caltrans
Handbook would suggest that hazardous materials at the proposed BSPP site, given its
location with respect to Blythe Airport, constitutes a substantial hazard to aircraft or to
the public, based on the consequences of an aircraft accident.

As discussed in the previous sections, however, the proposed BSPP project has the
potential to introduce hazards to air traffic in the form of thermal plumes and glare of
sufficient strength to possibly result in flash blindness in certain circumstances. Staff

67 Caltrans Division of Aeronautics, California Airport Land Use Planning Handbook, January 2002, Table 9B, p. 9-44.
68 Caltrans Division of Aeronautics, California Airport Land Use Planning Handbook, January 2002, pp. 9-23 to 9-34.
69 Caltrans Division of Aeronautics, California Airport Land Use Planning Handbook, January 2002, p. 8-15.

70 Ibid., pp. 8-21 — 8-23, 9-26 — 9-33.

71 Ibid., pp. 9-26 — 9-23.
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cannot quantify the probability that this increase in potential hazards would or could
result in a plane crash. If such a crash were to happen, however, and a plane crashed
into the facility, the presence of large amounts of HTF would likely ensure that such a
crash would be fatal to the pilot and any other occupants of the plane.

Impact Assessment - Cumulative Impacts

Several solar thermal, solar photovoltaic, and natural gas power plants are proposed or
are currently operating in the vicinity of the Blythe Airport. These include:
1. Blythe |, already operating
2. Blythe Il, licensed for construction
3. At least seven proposed power plants on or in the vicinity of the Blythe Airport,
including two proposed solar tower plants proposed north of the BSPP.

The two proposed solar tower plants—FPL Energy McCoy and enXco McCoy—will use
solar towers. Those towers will result in glint and glare for pilots flying from Blythe
Airport. In addition, three proposed and one existing power plant would be located in the
Blythe Airport Land Use Compatibility Plan (ALUCP). Those plants would constrain the
airspace available for low-flying aircraft operating at Blythe Airport.

These constraints are further heightened by the presence of the McCoy Mountains
directly west of the Airport, which already constrains the use of low altitude airspace in
that area.

Additional information about those plants follows.

Operational and Proposed Plants Around BSPP

Figure 14 depicts operational power plants, proposed power plants, and areas within
which solar power plant applications have been either filed or approved in the vicinity of
Blythe Airport. In addition to BSPP, two other proposed power plant projects are inside
the ALUCP compatibility boundaries — the Blythe Airport Solar 1 project and the First
Solar-Quartzite site. One existing plant, Phase | of the Blythe Energy Project (Blythe 1),
a natural gas-fired power plant (Blythe |), and one approved but unbuilt plant, Phase Il
of the Blythe Energy Project (Blythe Il), also are inside the compatibility boundaries.

Photovoltaic

As a photovoltaic (PV) project, the Blythe Airport Solar 1 project poses substantially
fewer potential problems for aviation than other kinds of power plants, including
concentrating solar plants. The PV cells are specifically designed to absorb sunlight,
rather than reflecting it, so glare should not be a significant issue. In addition, the plant
would have no sources of thermal updrafts. Several airports are known to have installed
PV plants without ill effect on airport operations.”?

The proposed First Solar-Quartzite project would also be a photovoltaic power plant. As
with the proposed Blythe Airport Solar 1 plant, no significant impacts on Blythe Airport
should be expected.

72 Examples include Denver International Airport, Fresno-Yosemite International Airport, and Mineta San Jose International Airport.
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Two other photovoltaic power plants are proposed in the Blythe Airport area — the
Desert Lightsource Renewable Mule Mountain Il and the Altera Mule Mountain facilities.
Both would be photovoltaic projects that would be unlikely to cause significant impacts
for flights to and from Blythe Airport.

Table 8
Potential Effects on Aviation of Existing and Proposed

Power Plants Near Blythe Airport

Project Name Project Type Status Effect on Aviation

Altera Mule Photovoltaic (PV) Under review with BLM Potential for glint and glare effects, but likely

Mountain minor, since PV cells are not highly reflective
and site is 6 miles from Airport.

Blythe Airport Solar Photovoltaic Approved, construction Potential for glint and glare effects, but likely

planned minor because PV cells are not highly

reflective.

Blythe Energy Project, Natural gas-fired Built and operating Updrafts cause turbulence on Runway 26

Phase | (Blythe I) approach.

Blythe Energy Natural gas-fired Approved, not built Updrafts may add to turbulence on Runway

Project, Phase I 26 approach; may affect Runway 8

(Blythe II) departures and Runway 17 pattern traffic;
would require shift in Runway 26 pattern from
left to right.

Blythe Solar Power Concentrating solar, trough Proposed, application Updrafts for Runway 35 pattern entry and

Project (BSPP) mirror system under review right pattern entry for Runway 26. Glare

would be an intermittent problem, with the
potential for flash blindness in certain
configurations at certain times of the day and

year.
Desert Lightsource Photovoltaic Under review with BLM Potential for glint and glare effects, but likely
Renewables - Mule minor, because PV cells are not highly
Mountain Il reflective. and site is 9 miles from Airport.
enXco-McCoy Concentrating solar, power Under review with BLM Potential for glint and glare with reflections
tower cast upward to the collecting tower. Could

affect aircraft approaching the Airport from the
north on V-135 airway. Possible turbulence
effects for low-lying aircraft caused by cooling
condenser thermal plumes for cooling

condensers.
FPL Energy-McCoy Concentrating solar, power Under review with BLM Potential for glint and glare with reflections
tower cast upward to the collecting tower. Could

affect aircraft approaching the Airport from the
north on V-135 airway. Possible turbulence
effects for low-lying aircraft caused by cooling
condenser thermal plumes for cooling

condensers.
First Solar — Desert Photovoltaic Under review with BLM Potential for glint and glare effects, but likely
Quartzite minor because PV cells are not highly
reflective.
Ridgeline Energy Information not available Information not available Cannot determine given lack of information.
LLC — Gypsum Location 7 miles from Airport and away from
Solar typical approach and departure corridors,

thus, impacts would probably be minimal.

Source: Information on power plants from California Energy Commission, June 2010. Assessment of potential aviation impacts by
Ricondo & Associates.
Prepared by: Ricondo & Associates, Inc., June 2010.

Concentrating Solar Plants

Two projects proposed north of BSPP would be concentrating solar plants using power
towers. This plant design features a central tower that collects sunlight reflected from an
array of mirrors on the ground. This design presents a risk of glint and glare being cast

AVIATION ASSESSMENT 38 July 2010



upward into the airspace if the mirrors are occasionally misaligned with respect to the
sun and the collector towers.

Glint and glare from these plants would most likely affect pilots of aircraft arriving from
the north on the V-135 airway and descending as they approach the Blythe Airport
vicinity. (The airways in the Airport vicinity are depicted on Figures 6 through 10.) These
plants would also produce thermal plumes from the cooling condenser systems. The
plumes could affect low-flying aircraft, although fewer low-flying aircraft should be over
those plants than over the proposed BSPP because they are further from the Airport.

Gas-Fired Power Plants--Blythe | and Blythe Il

The primary effects of the Blythe | and Il plants, which are natural gas-fired generating
plants, are thermal updrafts from the cooling towers and the generator exhaust stacks.”
Given their location immediately off the approach end of Runway 26, the primary
runway, they potentially create an adverse condition for aircraft on approach to land on
the runway, causing turbulence during an especially critical phase of flight. Staff is not
currently aware of any complaints received as a result of BEPI's thermal plume. As
discussed in above, before construction of Blythe Il, the project owner must seek
approval from the FAA to change the traffic pattern for Runway 26 from a left to a right
pattern.

In addition, the Energy Commission directed the applicant for the Blythe Il power plant
to obtain FAA approval for the designation of a runway other than Runway 26 as the
calm wind runway.”* A third mitigation measure adopted by the Energy Commission as
a condition of approval of the Blythe Il plant was that a remark be recorded for
broadcast on the Automated Surface Observation System, or equivalent broadcast,
advising pilots to avoid low altitude overflights of the power plant.”

None of the recommended conditions would alter the character of the thermal plumes
associated with Blythe Il. Thus, these conditions would only be effective in reducing the
potential hazard to low-flying aircraft if aircraft avoid the use of Runway 26 for landings.

The paragraphs below include information concerning potential increased risks the
proposed BSPP project would present to aircraft operating at Blythe Airport if the
changes to the traffic pattern and calm wind runway proposed for the Blythe Il project
were implemented.

Changing Right Pattern on Runway 26

Figures 9 and 10 illustrate the differences in the traffic pattern and flight corridors that
would result from changing the Runway 26 traffic pattern from left to right. Figure 9,
identifies the location of the Victor airways with respect to the downwind leg of the traffic
pattern. Four of the five airways defined from the Blythe VORTAC are oriented such that
aircraft flying to Blythe on these airways would be able to transition readily from the

73 The Energy Commission has received complaints from pilots experiencing serious turbulence on approach to Runway 26 over
the Blythe | plant. California Energy Commission, Final Staff Assessment, Blythe Energy Project Phase Il, Application for
Certification (02-AFC-1), April 2005, pp. 4.10-17 and 4.10-36.

74 Ibid., p. 187. The “calm wind runway” is the runway designated as the primary runway when winds are light or calm.

75 California Energy Commission, Commission Decision, Blythe Energy Project Phase II, Application for Certification (02-AFC-1),
December 2005, p. 190.
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airway to the downwind leg of the traffic pattern. Aircraft arriving from the east on the
fifth airway would be able to easily turn southeast of the Airport and then back to the
northeast to enter the downwind leg of the pattern along the nominal traffic pattern entry
corridor.

Figure 10 indicates that only one of the airways is well positioned for easy entry to a
right pattern for Runway 26 — V-135 from the north. Aircraft on this airway could readily
transition to the nominal pattern entry corridor to enter the downwind leg of the traffic
pattern. However, they would fly directly over the BSPP site and be exposed to the risk
of thermal plumes and, during winter afternoons, glare from the mirror arrays. Aircraft on
the other airways would be required to circle the Airport to be positioned for safe entry
to the traffic pattern.

Changing the Calm Wind Runway

It is customary for the longest runway most directly aligned with the prevailing winds to
be designated as the calm wind runway. At Blythe, where the prevailing winds are from
the southwest, Runway 26 is the best calm wind runway.’® In addition to its alignment
with respect to the prevailing winds, it is the longest and widest runway, has the
greatest pavement strength rating, and has two of the three published instrument
approaches.

Runway 17 is probably the best alternative calm wind runway, given the high proportion
of southerly and southwesterly winds. From an aeronautical and airport operations
perspective, however, Runway 17 is distinctly inferior to Runway 26. Runway 17 is
approximately 740 feet shorter, has a lower pavement strength rating,”” and lacks a full
parallel taxiway. The absence of a full parallel taxiway negatively affects the efficient
use of the runway and presents safety concerns, especially at an uncontrolled airport.

Without a full parallel taxiway, aircraft taking off on Runway 17 must taxi on the runway
itself, in the opposite direction of landings and takeoffs, to reach the departure end of
the runway. Clearly, the risk of conflicts caused by aircraft moving in opposite directions
on an active runway is highly undesirable at an uncontrolled airport and itself poses an
unmitigable impact.

The problems with changing the calm wind runway are sufficiently great that the FAA is
unlikely to make a change without the runway pavement being strengthened and the
taxiway system being improved. Even with substantial improvements to Runway 17, the
lack of instrument approaches to the runway may be sufficient for the FAA to refuse to
designate it as the calm wind runway.

If Runway 17 should ever be designated the calm wind runway, and BSPP is in
operation, the risk of adverse impacts of glare would be heightened because of the
increased likelihood of straight-in approaches to Runway 17.

76 Coffman Associates, Blythe Airport, Airport Data Sheet, November 2001.
77 Federal Aviation Administration, Airport Master Record, FAA Form 5010, effective June 3, 2010; Federal Aviation Administration,
Airport/Facility Directory, SW, 08 April 2010 to 03 June 2010, p. 73.
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Summary of Cumulative Impact Analysis

Staff has also considered the potential for BSPP to cumulatively contribute to an impact
to the airport. Staff has concluded that the BSPP in combination with the existing and
proposed power plants on or near the Blythe Airport will contribute significantly to
constraining the airspace available for low-flying aircraft operating at Blythe Airport.

The BSPP introduces into the airspace thermal plumes and glint and glare. This
airspace, already compromised by the presence of Blythe | and the approved
construction of Blythe II, will be compromised further by the proposed construction of
two proposed and one existing power plant in the Blythe Airport Land Use Compatibility
zones as well as two proposed solar tower plants—FPL Energy McCoy and enXco
McCoy located north of the BSPP. Those existing and proposed plants introduce the
risk of thermal updrafts and glint and glare into the airspace.

In addition, those constraints are further heightened by the presence of the McCoy
Mountains directly west of the Airport, which already constrains the use of low altitude
airspace in that area.

Staff is proposing mitigation to reduce and mitigate the impacts of the BSPP to the
extent possible. However, staff cannot determine at this time if the effects of the
proposed mitigation will reduce the cumulative impact to less than significant.

COMPLIANCE WITH LAWS, ORDINANCES, REGULATIONS AND
STANDARDS

TRAFFIC AND TRANSPORTATION Table 2
Proposed Project’s Consistency with
Laws, Ordinances, Regulations, and Standards Pertaining to Aviation

Applicable Law Description

Federal

Code of Federal Regulations (CFR), This regulation includes standards for determining

Title 14, Aeronautics and Space; Part | physical obstructions to navigable airspace; information
77, Objects Affecting Navigable about requirements for notices, hearings, and

Airspace (14 CFR 77) requirements for aeronautical studies to determine the

effect of physical obstructions to the safe and efficient
use of airspace. Consistent with requirements
contained in FAA Regulation, Part 77, Objects
Affecting Navigable Airspace.

State

California Public Utilities Code, The Aeronautics Act is intended to provide for the
Section 21670 to 21707, State orderly development of each public use airport in
Aeronautics Act California and to, among other things to minimize the

public's exposure to excessive noise and safety
hazards within areas around public airports. Act
administered by California Department of
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Transportation, Division of Aeronautics. Consistent.
California Energy Commission staff worked with
the Division of Aeronautics to help ensure project’s
compliance with state and federal safety
regulations.

California Airport Land Use Planning
Handbook

Supports and amplifies the State Aeronautics Act and
provides guidance to agencies having control over
airports and land use around airports. CEQA lead
agencies are required by the Public Utilities Code to
use the handbook as a guide to determining safety
compatibility issues when assessing a project within an
airport influence area. Consistent. No part of the
BSPP is within any airport safety zone identified in
the Caltrans Handbook or the Riverside County
Airport Land Use Compatibility Plan that prohibit
hazardous materials.

Local

Riverside County General Plan,
Land Use

Pertains to public safety policies pertaining to county
airports. Not consistent with Land Use 14.7, which is
designed to “ensure that no structures or activities
encroach upon or adversely affect the use of navigable
airspace.” Undetermined. Staff has found two
elements of the BSPP that could result in a
significant adverse impact to the navigable
airspace: thermal plumes and glint and glare from
solar troughs. Consequently, staff is proposing
mitigation to reduce and mitigate those impacts to
the extent possible. However, staff cannot determine
whether mitigation will ensure compliance with LORS.

Riverside County Airport Land Use
Compatibility Plan, 2004, Chapter 2,
Countywide Policies, Policy 4.3.7

Purpose of the plan is to articulate procedures and
criteria according to the California State Aeronautics
Act. All applicable policies and procedures in the
Riverside plan are incorporated as part of the city of
Blythe’s policies. This plan includes four uses that are
prohibited in within any airport influence area. Two of
those uses are pertinent to this project, glint and glare
and plumes, although only one prohibited use is
located in an airport zone of influence.

“Other Flight Hazards: New land uses that may cause
visual, electronic, or increased

bird strike hazards to aircraft in flight shall not be
permitted within any airport’s influence

area. Specific characteristics to be avoided include:
(a) Glare or distracting lights which could be mistaken
for airport lights;

(b) Sources of dust, steam, or smoke which may impair
pilot visibility;

(c) Sources of electrical interference with aircraft
communications or navigation; and

(d) Any proposed use, especially landfills and certain
agricultural uses, that creates an
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increased attraction for large flocks of birds. (Refer to
FAA Order 5200.5A,

Waste Disposal Sites on or Near Airports and Advisory
Circular 150/5200-33A, Hazardous

Wildlife Attractants On or Near Airports.)”

Glint and Glare. Undetermined. The BSPP could
result in a significant adverse impact to navigable
airspace because of glint and glare from solar troughs
located in an airport compatibility zone. Consequently,
staff is proposing mitigation to reduce and mitigate
those impacts to the extent possible. However, staff
cannot determine whether mitigation will ensure
compliance with LORS.

Plumes. Complies. The BSPP consists of four, 120
feet air-cooled condensers (ACCs), one of which is 135
feet outside an airport zone of influence. It is, however,
part of a unit that is located in an airport zone of
influence. Those ACCs can result in plumes of
approximately 4.3 meters per second at altitudes of
2,100 to 2,245 feet MSL during calm wind conditions
and peak load levels. Aircraft entering the Runway 35
traffic pattern and the potential future Runway 26 right
pattern would be at altitudes ranging from 1,500 to
2,500 feet MSL as they pass over the air-cooled
condensers—at or below the altitudes at which average
updraft velocities would exceed 4.3 meters per second.
Evaporation Ponds. Complies. Staff concludes that
the potential for the evaporation ponds to attract flocks
of birds is less than significant with implementation of
Condition of Certification BIO-25, which requires
netting of the ponds, monitoring, and implementation of
addition measures, if necessary, to ensure that birds
are not using the ponds.

Avigation Easement. Complies. Riverside County
requires an avigation easement for BSPP. Condition of
Certification TRANS-8 requires the applicant to work
with the Bureau of Land Management to provide this
easement to Riverside County.

City of Blythe General Plan 2025,
Chapter 7, Safety Element
Incorporates by reference the 2025
Blythe Airport Master Plan and the
2004 Riverside County Airport Land
Use Compatibility Plan.

Establishes policies pertaining to airport safety,
including minimizing injury to aircraft occupants and
preventing creation of hazards to flights. Guiding
policies of this section include Blythe Airport Master
Plan; Land Use Compatibility Plan; and Federal
Aviation Regulations Part 77. Section also contains five
guiding policies concerning hazards to airspace; visual
disturbances involving light and glare; and electronic
devices.

“Guiding Policies: Airport/Airport Influence Area
Hazards Reduction

24. Policy: Minimize the risks associated with an off-
airport accident or emergency landing.
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25. Policy: Ensure that hazardous obstructions to the
navigable airspace do not occur.

26. Policy: Minimize and/or avoid land uses which can
attract wildlife into the flight path.

27. Policy: Minimize the risks associated with visual
hazards including distracting lights, glare, and sources
of smoke.

28. Policy: Minimize the risk of electronic hazards
which interfere with aircraft instruments or radio
communications.

Implementation Policies: Airport/Airport Influence
Area Hazards Reduction

Implementation: Development within the airport
influence area shall comply with the safety and
airspace protection policies contained in the Airport
Land Use Compatibility Plan.

Implementation: Development within the airport
influence area shall comply with the height limits
established in accordance with Part 77 of the Federal
Aviation Regulations.”

Policy 24. Complies. Proposed BSPP mitigations are
designed to reduce and mitigate risks associated with
off-airport accidents or emergency landings.

Policy 25. Complies. Project complies with all FAA
requirements designed to eliminate airspace hazards.
Policy 26. Complies. Staff concludes that the potential
for the evaporation ponds to attract flocks of birds is
less than significant with implementation of Condition of
Certification BIO-25, which requires netting of the
ponds, monitoring, and implementation of addition
measures, if necessary, to ensure that birds are not
using the ponds.

Policy 27. Complies with mitigation for glare. The
BSPP could result in a significant adverse impact to
navigable airspace because of glint and glare from
solar troughs located in an airport compatibility zone.
Consequently, staff is proposing mitigation to reduce
and mitigate those impacts to the extent possible.
Policy 27. Complies for sources of smoke. The
BSPP consists of four, 120 feet air-cooled condensers
(ACCs), one of which is 135 feet outside an airport
zone of influence. It is, however, part of a unit that is
located in an airport zone of influence. Those ACCs
can result in plumes of approximately 4.3 meters per
second at altitudes of 2,100 to 2,245 feet MLS during
calm wind conditions and peak load levels. Aircraft
entering the Runway 35 traffic pattern and the potential
future Runway 26 right pattern would be at altitudes
ranging from 1,500 to 2,500 feet MSL as they pass
over the air-cooled condensers—at or below the
altitudes at which average updraft velocities would
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exceed 4.3 meters per second.

Policy 28. Complies. Project design incorporates
measures to ensure no electronic interference with
aircraft instruments or radio communications.

Palo Verde Valley Area Plan

Incorporates Riverside County Airport Land Use
Compatibility Plan, 2004, Countywide Policies.

This plan includes four uses that are prohibited in
within any airport influence area. Three of those uses
are pertinent to this project, glint and glare, plumes,
and large concentration of birds although only two
prohibited uses are located in an airport zone of
influence:

A. The following uses shall be prohibited in all airport
safety zones:

(1) Any use which would direct a steady light or
flashing light or red, white, green, or amber colors
associated with airport operations toward an aircraft
engaged in an initial straight climb following takeoff or
toward an aircraft engaged in a straight final approach
toward a landing at an airport, other than

an FAA approved navigational signal light or visual
approach slope indicator.

(2) Any use which would cause sunlight to be reflected
toward an aircraft engaged in an initial straight climb
following takeoff or toward an aircraft engaged

in a straight final approach toward a landing at an
airport.

(3) Any use which would generate smoke or water
vapor or which would attract large concentrations or
birds, or which may otherwise affect safe air
navigation within the area.

(4) Any use which would generate electrical
interference that may be detrimental to the operation of
aircraft and/or aircraft instrumentation.

Glint and Glare. Undetermined. The BSPP could
result in a significant adverse impact to navigable
airspace because of glint and glare from solar troughs
located in an airport compatibility zone. Consequently,
staff is proposing mitigation to reduce and mitigate
those impacts to the extent possible. However, staff
cannot determine whether mitigation will ensure
compliance with LORS.

Plumes. Complies. The BSPP consists of four, 120
feet air-cooled condensers (ACCs), one of which is 135
feet outside an airport zone of influence. It is, however,
part of a unit that is located in an airport zone of
influence. Those ACCs can result in plumes of
approximately 4.3 meters per second at altitudes of
2,100 to 2,245 feet MLS during calm wind conditions
and peak load levels. Aircraft entering the Runway 35
traffic pattern and the potential future Runway 26 right
pattern would be at altitudes ranging from 1,500 to
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2,500 feet MSL as they pass over the air-cooled
condensers—at or below the altitudes at which average
updraft velocities would exceed 4.3 meters per second.
Evaporation Ponds. Complies. Staff concludes that
the potential for the evaporation ponds to attract flocks
of birds is less than significant with implementation of
Condition of Certification BIO-25, which requires
netting of the ponds, monitoring, and implementation of
addition measures, if necessary, to ensure that birds
are not using the ponds.

Avigation Easement. Complies. Riverside County
requires an avigation easement for BSPP. Condition of
Certification TRAN-8 requires the applicant to work with
the Bureau of Land Management to provide this
easement to Riverside County.

CONCLUSION

As discussed above, BSPP has the potential to result in adverse impacts to the Blythe
airport and pilots using the airport. Staff recommends the conditions of certification
below to reduce these impacts to the extent feasible.

PROPOSED CONDITIONS OF CERTIFICATION

TRANS-7 Prior to the start of operation, the project owner shall seek and obtain FAA
approval to insert comments or notations in the appropriate Aeronautical
Charts, Airport/Facilities Directories, and Notice to Airmen (NOTAM)
publication, to ensure that pilots are properly notified of the location of BSPP
and the possible existence of thermal plumes and glint or glare from the solar
arrays.

Verification: At least 30 days prior to the start of operation of any phase of the
project, the project owner shall provide documentation that the AFD, NOTAM
publication has been modified accordingly.

TRANS-8 Prior to the start of operation of any phase of the project, the project owner
shall prepare an Avigation Easement in accordance with Appendix D of the
California Airport Land Use Planning Handbook and have it signed by the Bureau
of Land Management.

Verification: At least 60 days prior to the start of construction, the project owner
shall submit a BLM-signed avigation easement to the CPM for review and
approval. Once approved by the CPM, applicant shall send the Avigation
Easement to the Riverside County Land Use Commission staff for review and
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recording purposes. Once recorded, applicant shall send a copy of the recorded
document to the CPM.

TRANS-9 Prior to the start of construction, the project owner shall provide a plan to
the CPM which includes the measures to be taken to reduce glint and glare to the
maximum extent possible. The plan shall include the following measures designed
to:

e Block end-loss reflections from reaching the sky where aircraft are operating by
installing walls or screens at the north end of the parabolic trough collectors or by
extending the heat collection elements beyond the north end of the collectors far
enough to capture reflections when the sun is in the southern horizon, thus
reducing the risk of end loss reflections.

e Ensure the mirrors are (1) brought out of stowage before sunrise and are aligned
to catch the first rays of the morning sun; and (2) returned to stow position after
sunset.

e Ensure mirrors are continuously monitored for malfunctions and to ensure that
they remain properly aligned with the sun. Acquire appropriate equipment and
establish procedures to cover inoperative or malfunctioning mirrors immediately
after malfunctions are discovered to prevent the escape of errant reflections.

e Establish procedures to avoid glare while intentionally moving individual
collectors off-axis to “dump” power incident on the heat collection elements
during periods of high insolation. For example, if the plant operator needs to
dump power and rotate several modules off-axis, the operator should start with
the modules at the north-most and west-most parts of the collector field, which is
furthest from the Blythe Airport to the southeast. For each module that is rotated
off-axis, the operator should consider the nearest flight pattern; if it is to the east,
then the module should be rotated to the west, and vice-versa. This rotating shall
be done in a manner that minimizes the impact of glare on aircraft (for example,
rotating modules furthest from the airport in a direction that is away from flight
patterns).

e Establish procedures to avoid glare when rotating mirrors into a wind-stow
position. Plant operators shall check for aircraft in the vicinity before moving the
collectors into a wind-stow position.

Verification: Within 30 days prior to the start of construction, the project owner shall
submit the required plan for CPM review and approval. The project owner shall also
notify the CPM when the required modifications have been made and are available
for inspection.

In addition, the project owner shall compile data concerning the date and time of any
malfunctions, the remedies taken to correct the malfunctions, and the success of the
remedies. That information shall be included in the monthly compliance reports
during construction and semi-annual compliance report during operation.

TRANS-10 Throughout the construction and operation of the project, the project owner

shall document, investigate, evaluate, and attempt to resolve all project-related
glare complaints. The project owner or authorized agent shall:

July 2010 47 AVIATION ASSESSMENT



o Use the Complaint Resolution Form (below), or functionally equivalent
procedure acceptable to the CPM, to document and respond to each
complaint.

° Attempt to contact the person or persons making the complaint within
24 hours. If not contacted within 24 hours, attempt to contact the person or
persons for a reasonable time period, to be determined by the CPM.

o Conduct an investigation to determine the source of glare related to the
complaint.
o If the glare is project related, take all feasible measures to reduce the glare

at its source.

o As soon as the complaint has been resolved to the complainant’s
satisfaction, submit to the CPM a report in which the complaint as well as
the actions taken to resolve the complaint are documented. The report shall
include (1) a complaint summary, including the name and address of the
complainant; (2) final results of glare reduction efforts; and (3) a signed
statement by the complainant, if obtainable, in which complainant states that
the glare problem is resolved to his or her satisfaction.

Verification: Within five business days of receiving a glare complaint, the project owner
shall file with the City of Blythe Development Services Department, the Riverside
County Planning Department, and the CPM a copy of the Glare Complaint Resolution
Form, documenting the resolution of the complaint. If mitigation is required to resolve a
complaint and the complaint is not resolved within three business days, the project
owner shall submit an updated Glare Complaint Resolution Form when the mitigation is
implemented.

TRANS-11: prior to the start of construction of the transmission line, the project owner
shall submit a plan identifying measures to be taken to mark and light the
lines and poles beneath runway approaches, typical pattern entry corridors,
and typical departure routes pursuant to criteria included in FAAC 70/7460-
1K. The plan shall identify the number and location of poles that are subject to
the criteria and the exact measures to be taken to properly mark and light the
poles in conformance with FAAC 70/7460.

Verification: At least 30 days prior to the start of transmission line mobilization, the
project owner shall provide a construction plan for review and approval. Once the plan
has been approved and implemented, the project owner shall provide documentation
showing completion of the transmission line, including the required marking and lighting
measures.
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Form 1 - GLARE COMPLAINT RESOLUTION FORM

Blythe Solar Power Project
(09-AFC-6)

COMPLAINT LOG NUMBER

Complainant's name and address:

Phone number:

Date complaint received:
Time complaint received:

Nature of complaint:

Definition of problem after investigation by plant personnel:

Date complainant first contacted:

Description of corrective measures taken:

Complainant's signature: Date:

Approximate installed cost of corrective measures: $
Date installation completed:
Date first letter sent to complainant: (copy attached)
Date final letter sent to complainant: (copy attached)

This information is certified to be correct:

Plant Manager's Signature:

(Attach additional pages and supporting documentation, as required).

July 2010 49 AVIATION ASSESSMENT



REFERENCES

14 CFR Part 77, Objects Affecting Navigable Airspace, Subpart B, Notice of
Construction or Alteration.

2007-2008 Grand Jury Report for the Blythe Airport, Identifying Measures that the
City of Blythe Must Take to Mitigate Aviation Impacts Associated with the
Blythe Energy Plant, Phase | (BEP1),
http://www.riverside.courts.ca.gov/grandjury/08blytheairport.pdf (accessed
June 9, 2010).

Australian Government Civil Aviation Safety Authority. Advisory Circular AC 139-
05(0), June 2004.

Balentine, Howard. “Plots Depicting GenTie Clearance from 3 degree Approach
Glide Slope and FAA Part 77 Horizontal Surface on Approach End of
Runway 08 at the Blythe Airport.” Memorandum to File: Solar Millennium
60139695 Task 6300, June 15, 2010.

Blythe Solar Power Project (09-AFC-6), Response to ALUC Comments of March 22,
2010 on ALUC Application and Subsequent Correspondence by Email on
April 13, 2010, Response Date: April 20, 2010.

Blythe Solar Power Project, Section 2.0, Project Description, August 2009.

California Department of Transportation. California Aviation System Plan, December
2003.

California Department of Transportation. Division of Aeronautics. California Airport
Land Use Planning Handbook, January 2002.

California Energy Commission. Staff report on proposed Blythe Solar Power Project,
Section C.10, Traffic and Transportation, May 2010.

California Energy Commission. Blythe Energy Project Il Impact Assessment, Traffic
and Transportation, Summary of Findings and Conclusions, no date.

California Energy Commission. Commission Decision, Blythe Energy Project Phase
I, Application for Certification (02-AFC-1), December 2005.

California Energy Commission. Final Staff Assessment, Blythe Energy Project
Phase Il, Application for Certification (02-AFC-1), April 2005.

California Energy Commission. Staff report on proposed Blythe Solar Power
Project, Section C.10, Traffic and Transportation, May 2010.

Coffman Associates, Inc. Airport Layout Plan, November 16, 2001.
Coffman Associates, Inc. Blythe Airport Master Plan, adopted November 2001.
Coffman Associates, Inc. Blythe Airport, Airport Data Sheet, November 2001.

Environmental Systems Research Institute (ESRI). Data CD for Blythe, California
vicinity, accessed May 2010.

AVIATION ASSESSMENT 50 July 2010



County of Riverside Airport Land Use Commission Application for Major Land Use
Action Review; Blythe Solar Power Project, Docket No. 09-AFC-6; Solar
Millennium LLC; March 3, 2010.

County of Riverside Airport Land Use Commission. Bylaws of the Riverside County
Airport Land Use Commission, July 2006 draft,
http://www.rcaluc.org/filemanager/bylaws/RCO Bylaws.pdf (accessed June
7,2010).

County of Riverside County Airport Land Use Commission. Riverside County Airport
Land Use Compatibility Plan Policy Document, October 2004.

County of Riverside Airport Land Use Commission Staff Report, Case Number
ZAP19996BL10-Palo Verde Solar I, LLC, May 13, 2010.

Federal Aviation Administration. Advisory Circular 70/7460-1K, Obstruction Marking
and Lighting, February 1, 2007.

Federal Aviation Administration. Advisory Circular 150/5300-13 CHG 6, Airport
Design, Appendix 1.

Federal Aviation Administration. Advisory Circular 150/5200-33B, Hazardous
Wildlife Attractants on or Near Airports, August 27, 2007.

Federal Aviation Administration. 2009-2030 Terminal Area Forecast System,
http://aspm.faa.gov/main/taf.asp (accessed June 2, 2010).

Federal Aviation Administration, Aeronautical Information Manual: Official Guide to
Basic Flight Information and ATC Procedures, February 14, 2008.

Federal Aviation Administration. Aeronautical Information Manual: Official Guide to
Basic Flight Information and ATC Procedures, February 11, 2010.

Federal Aviation Administration. Airport/Facility Directory, SW, 08 April 2010 to 03
June 2010.

Federal Aviation Administration. Airport Master Record, FAA Form 5010, effective
June 3, 2010.

Federal Aviation Administration. AOSC Exhaust Plume Initiative, PowerPoint
presentation, February 23, 2010.

Federal Aviation Administration. Digital Terminal Procedures, Version 1006, effective
June 3, 2010 to July 1, 2010.

Federal Aviation Administration, Flight Procedure Standards Branch, AFS-420.
Safety Risk Analysis of Aircraft Overflight of Industrial Exhaust Plumes,
Safety Study Report DOT-FAA-AFS-420-06-1, January 2006.

Federal Aviation Administration. National Plan of Integrated Airport Systems (2009-
2013), September 2008.

Federal Aviation Administration. Order 5190.6B, Airport Compliance Manual,
September 2009.

Google Earth aerial photograph, Blythe Airport vicinity, dated November 30, 2004.

July 2010 51 AVIATION ASSESSMENT



Ho, C.K., C.M. Ghanbari, and R.B. Diver. “Hazard Analyses of Glint and Glare from
Concentrating Solar Power Plants,” SAND2009-4131C. In Proceedings of
SolarPACES 2009, Berlin, Germany, September 15-18, 2009.

Ho, C.K., C.M. Ghanbari, and R.B. Diver. “Methodology to Assess Potential Glint
and Glare Hazards from Concentrating Solar Power Plants: Analytical
Models and Experimental Validation.” In Proceedings of the 4™ International
Conference on Energy Sustainability, ES2010, Phoenix, AZ, May 17-22,
2010.

http://airnav.com/ (accessed June 4, 2010) (Blythe Airport information).

http://ostpxweb.dot.gov/aviation/X-50%20Role_files/easeliminated.htm  (accessed
June 9, 2010).

http://wildlife-mitigation.tc.faa.gov/wildlife/default.aspx (accessed June 8, 2010).
http://www.desertusa.net/Cities/ca/blythe.html (accessed June 18, 2010).

http://www.energy.ca.gov/sitingcases/mariposa/documents/others/2010-03-
18 R _Pietrorazio Industrial_Plume_ Effect on_Avaiation TN 55980.pdf
(accessed June 13, 2010).

Jacobs Consultancy. Supplemental Technical Report 1, Aviation Demand
Forecasts, FAR Part 161 Application, Bob Hope Airport, pp. 44-52,
February 20009.

Kiewit, AECOM. ”"Blythe Solar Power Project, Figure 2, General Arrangement Site
Plan,” May 2010 (site plan).

Kimchi Hoang, Federal Aviation Administration. “Blythe inquiry,” email to Marie
McLean, California Energy Commission, June 8, 2010.

National Oceanic and Atmospheric Administration, Earth System Research
Laboratory, Solar Position Calculator.
www.srrb.noaa.gov/highlights/sunrise/azel.html (accessed June 28, 2010).

National Transportation Safety Board. LAX89LAZ270, File No. 2339.

Riesman, U. and D. LeCureux. Potential for Power Plant Stack Exhaust to Disrupt
Aircraft Operations. Paper # 01-189, Greystone Environmental Consultants,
Inc., Sacramento, CA, no date.

Solar Millennium (dba Palo Verde I, LLC). “Response to Request for Supplemental
Data from Mr. Will Walters, Aspen Environmental Group,” February 4, 2010.

Southern California Association of Governments. 2003 General Aviation System
Study for the SCAG Region, 2003.

U.S. Census Bureau. 2000 Census of Population, Riverside County, California.

U.S. Geological Survey. National Map Seamless Server, accessed May 2010
(cities, census 2000 population data).

AVIATION ASSESSMENT 52 July 2010



108[0u1d Jamod Jejos ayihlg
0lL0z sunr AU} 10} JUBUSSASSY UOHBIAY

sanIoe4 Jodiy o ——
pauue|d pue Bunsixg

3 SIN 0

"0L0Z BUNr “dU| ‘S8)eI00SSY B OPUOdRY :Aq pasedaid
“(ueyd ynoAe| podiie) L00Z ‘91 JOQUIBAON ‘S8)el00SSY UBWIYOD :92JN0S

| ainbi4

==

F- — ——

APV SINVNEINTVA D
TE3L¥) WAROL UUENDT AL WY

HITULANTS SNIIV JVE SNLATE
STAINIT NOLITINOTENTYL AT N[

HILTHNE TYNINY LINOOGD TOENRATY

QT JVHE ONY JNENY FHLTE
RINFNRINIFA LNCANTY)

TGN R AT & 11

WNVL WXIVA NOTIVD 00G01E|

W TIER SR TN
NNVE SIEVAGINGGHAH |

fAr

~SOVALS THd GNNGND i0T|
TENINHEL NGLLFIAF TPHANYD |
__ MVONVN FDVHOLE NONVNELAIYN LAYHIRIY)
1 OHY NaGOILL|
TIIIOTIV 90 OL) SWYINVH-I STHTING
AFLATHY 6 QL) NOILYLS MYHAVIA u@h—?{
HTAEA K.:lﬂt
IVNINEEL HRONTEEYS ROLNIE TVIDUINROD i
NOLL SIS0

S3LNOY4/SONITINE

LNVIVA/NIA0
B
HLEOH

uolssiwwo) ABlau3 elulojifed




010z aunr

jo8foid Jomod Jejos ayiA|g
By} IO} JUBWISSASSY UONBIAY

Bumag |euoibay ayy ul
Hodary ayih|g

Yuou —

h ss|iw 0z 0

Z ainbiy

B4 1Y [BABN = VN

uones iy sdioD suuep = SYOW
plewy Aieuonipedx3 = 4v3

plawly Awly = Jvv  :9j0N

000052 -000'0S ©
000°0S - 0000  ©
0000} - L

saoe|d pajesodiooulun  ©
(uonendod Aq) saiD

% 000'G =< Aemuny

% 000G > Aemuny
spodiy

o

Arepunog Aunop 1
saye
SEVN|

speoljiey ~———
sajnoy Jolepy

shemybiq =

aN3oa1

uolssiwwo) ABisu3 eluloyied

*0L0Z @unp “ou| ‘s8}eI0SSY g 0puodly :Aq pasedald
‘(suodiie) 600z ‘sonsielS uolepodsuel] Jo neaing ‘(seliepunog AJUnod ‘SaLEpUNOq B)e)s ‘SISAL ‘saxe] ‘SyJewpue|

‘speodjiel ‘sajnol Jofew ‘skemybiy) 010z Aey passadoe ‘gD ejeq d)njisu| Yoieasay swaysAg eyuswuoliaug {(eyep uonendod ooz SNSUad ‘saiio) 010z AB|N pessaooe ‘Janleg ssajweag dey euonen ‘AaAing [eo1Bojoas) "g'n :801n0S

ybnedaiog

—=NOSONL OL

—= XINJOHd OL

o
einby

Maricopa County|

Ajuno) ewnA

puelejeq

I
Mang'ltpa Count;

{3

i

Ao zed e

pepbeg

avaove

Yavapai/Count

Auno) ewnx
~RuNoD Zed e

@  YNOZIYY

——

— —

e
adopy epusig

o _Bingsyon
o eAnoieH
awojes’

o
uspusp

asnog °

o
uojsog

29
Jeny Big Y, ooy 2 swed autuAyuamj
o 1BPIA SINTVEININAINIM. b
ounr fe
uofount (epiA
\L-\\.)al\]-.l\/l)\l().//
\v(f\\ - 4v3) SWTV ININALNZML B
= °
S R 181U8D 1eqUI0D
= =, punoi9 Ny sdioD auLep
s N swied aulukjuamp
o 310 nseaey axye o
° AN (YSESvpE—
= ALID NSVAVH 35V

1oy suioq

(GNNOYD ONINONA YINNA) 4w YNNOYT =

sin ue
iy 3TN

Ty [ 0dIX3IN

N
o M VaWnovr

uopaluog o]
e IOV I e
by
- OO XJED) o o0eH sliom 810k00 ]
— 0D s
p I [
(i T —— e EE
. ©onus) |3 o © hojoos ° ko serse 3lS
ALNNOD VIdgdNI %l + 4VYN OUIN3D T o serseld % @
ITIALTOH M Ola
euadw Sfo
=7 20 0931 NYS OLmm |7
g2 amamo |
=I5 vnov
s e P Aeimelg 1=
- o
puepow}sapm | {wnm_mwum_“w
& - oballog-ezuy
punois @_‘_umﬁ__mo IVIHOW3W G13I41VH 4410 OTILO7 l
Buinoid ewnA

V38 NOLTVS ")

BS UOJ[ES e

o
BloqI1

Auno9 |euaduw|
‘\ apiap ofed JUNOD) SpISIaAlY
holdny

VINYO411VD

LINANS OOVIMIHO

6i0quaiy3

_=stikignseO

=1e)ue) peseq e
2 i
¥IINIO 1¥3S3a l. S3NNA Yanwy3g

saung epnuueg

puepin SITIONV SOT OL e

>}ied [BUONEN 8811 Bnysop

Aunog apisioniy
Ajunod oulpeulag ues

pepbeg

NS




010z aunr

jo8foid Jomod Jejos ayiA|g
By} IO} JUBWISSASSY UONBIAY

g Aemuny
uidjled olyel] pazijelauas

Yuou —

h 1 000'9 0

g ainbiy

“l199 Aewe Jouw
YoBa UIYJIM UINOS-UHOoU pajualio ale sybnosy JouI,
|9A9] BaS UBBW SAOQY = TSI 910N

1ybii4 jo uondalq
Remuny papusixg Yym uiajed jJo UoIsuaixg
Bunsixg

suajjed oyyel)

OVLHOA aWhig vy
ISIN ‘uoneAs|3 punolo  [sz]
syead uonersls
3OE)S JSNeyxJ Jojelauss) o
aul Auadoid podily e m-m=
uolsua)x3 Aemuny pasodoid 1mmm

Aemuny

sAemuy J0JoIA
(Mg 124 Jou ‘pancidde) jueld Jemod || euiAlg ||
(Bunesado) jueld somod | syhlg [ ]
9}N0Y BUIT UOISSIWSUEBL] S}eUId)Y [eNudlOd m===
|ul uoissiwsuel| (.
siemo] Buljood
19SUBPUOYD PBj00D-IIY mmm
spuod uoljeiodens
300|g Jomod {77777
LShewuy Joumn
Jundiood Ayjoeq 1

aN3oa1

uojssiwwo) AB1su3 elulojed
=

*0L0Z aunp “ou| ‘s8}eI00SsY g 0puodly :Aq patedald
‘(spuod uoneioders ‘sAele Jouiw) 010Z ‘INODIY ‘Wmaly ‘(aull Auadold podiie) 00z ‘Se1eI0ssy Uewyod
‘(aul uoissiwsuel) *}o0|q Jamod ‘Jasuapuod pajooo-ie ‘Juudiooy Ajjioe)) 010Z ‘uolssiwwo) ABiau3 eiuioye) g/ *d ‘0L0Z NNI €0 0} 0102 ¥dV 80 ‘MS ‘A10ja11g Ajjioe4/Jodiy ‘UonelisiuiWpY UOHeIAY [Blopa4 :901n0S

H4N'[BUIUON
L

ISW B 002'L
= 8pnly wened




010z aunr

jo8foid Jomod Jejos ayiA|g
By} IO} JUBWISSASSY UONBIAY

Ge Aemuny
uidjled olyel] pazijelauas

Yuou —

h 1 000'9 0

/ ainbiy

“1190 Aedle Jouiw
YoBa UIYIIM YINOS-YLOU PajusLio ale sybnos) Jouil,
[9A9] BOS UBSW BAOQY = TSI 90N

6114 jo uonoaua .\

uselled olyell
Aiju3 uieped olyel] [BUIWON
OVLYHOA eukig (=)
TSIN ‘uoneAs|3 punolo
syead uoensis g

Y0EB]S Jsneyx3 Jojessuss) .

au Apadold podily s=-=

uolsus}x3 Aemuny pesodold im mm

Aemuny

sAemuly/ J0JOIN

(31ng 194 jJ0u ‘panocidde) jue|d 1emod || dUIAlg

—

(Bunesedo) jueld semod | syhlg [ ]

8}N0Y SUIT UOISSIWSUEL] 9}EUId)|Y [BUS)Od ====
Ul uoissiwsuel| (-

siemo] Buljoo)

19suspuo) pajooD-Iy

spuod uoljeiodeng
o0|g Jamod 7777
LShewuy Joumn

uojssiwwo) AB1su3 elulojed
=

*0L0Z @unp “ou| ‘s8}eI0SSY %§ 0puodly :Aq patedald

“(spuod uonelodens ‘sAelle Jouw) 010z ‘INODIY ‘Imaly ‘(aull Auadoid podiie) Loz ‘s8je10ssy Uewyo) ‘(aull uolssiwsued) ‘4o0|q Jamod ‘Jasuapuod pajood-iie ‘Juidiooy Ajijioey) 010z ‘uolssiwwo) ABiaug elwioied (-9 Hqux3)

$00Z ‘v1 1890p0 ‘ueld Awiquedwo) esn pue Hodily AJUnoD spisiaARy ‘UoIssIWWO 8sn pue podily AunoD episieary g/ *d ‘010z NN €0 0} 0L0Z ¥dY 80 ‘MS

ISW B 002'L
= 8pnly wened

‘fioyanq Ay

e4/H0dIly ‘UOIEISIUILIPY UOIBIAY [BIOPa4 :90IN0S

TSI % 000'Z - IS ¥ 089'L
= 9PNy e10uv|

ISW '} 0S2°2 - 1S ' 008°L
= 8PNy JeIolly




010z aunr

jo8foid Jomod Jejos ayiA|g
By} IO} JUBWISSASSY UONBIAY

11 Remuny
uidjled olyel] pazijelauas

Yuou —

h 1 000'9 0

9 ainbiy
‘1199 Aelle Jouiw

YoBa UIYJIM UINOS-UHOoU pajualio ale sybnosy JouI,
|oAs] BOS UBBW BAOQY = TSI 810N

Jubll4 jo uonoald \

uloped ouyel|

OV.LHOA auig
ISIN ‘uoneAs|3 punol9
syead uoneAs|g

OB} ISNeyxJ Jojesauss .
au Apadold podily s=-=
uoisualx3 Aemuny pasodold imm =

Remuny

sAemuy J0JoIA

(nq 304 Jou ‘pancidde) Jueld Jemod || ouiklg ||
(Buneltado) jueld 1lamod | ayAlg [ |

9)JN0Y BUIT UOISSIWSUBL| SJBUId)|Y [BlUS}Od =

aul uoissiwsuel| ()

siemo] Buljood

19SUBpUOYD PaJ00D-IIY
spuod uonelodeng

3o0|g Jemod iZZ7777

LShewuy Joumn

aN3oa

uojssiwwo) AB1su3 elulojed
=

*0L0Z @unp “ou| ‘s8}eI0SSY %§ 0puodly :Aq patedald
“(spuod uonelodens ‘sAelle Jouw) 010z ‘INODIY ‘Imaly ‘(aull Auadoid podiie) Loz ‘s8je10ssy Uewyo) ‘(aull uolssiwsued) ‘4o0|q Jamod ‘Jasuapuod pajood-iie ‘Juidiooy Ajijioey) 010z ‘uolssiwwo) ABiaug elwioied (-9 Hqux3)
$00Z ‘v1 1090RQ ‘ueld Aniquedwo) esn pue podily AJUnoD spIsIaARy ‘UoISsIWWOY 8sn pue podily Aunod episieary g/ “d ‘010z NN €0 03 0L0Z WY 80 ‘MS ‘A100eua Allioe4/Hodily ‘UONEIISIUILPY UOHBIAY [el8pad :80IN0S




010z aunr

jo8foid Jomod Jejos ayiA|g
By} IO} JUBWISSASSY UONBIAY

sajnoy yoeouddy
JusWINIISU| PaZI|BIdaUL)

Yuou —

h 1 000'9 0

G ainbiy

|9A9)] BOS UBBW BAOQY = TSN

:9J0N

saul| paysep Aq pajeoipul sayoeoiddy passi|,,
‘199 Aeuse solw
YoES UIY)IM UINOS-YLIoU pajusiio ale sybnouy Jouj,

V- ANA/HOA
92 AMY JNA/HOA
«92 AMY (SAD)AVYNY

sayoeoiddy Juawnisuj

OV.LHOA auig

ISIN ‘uoneAs|3 punolo

syead uoneAs|g

3OEB)S JSneyx3 Jojelauas)

aul Auadoid podiy

uoisualx3 Aemuny pasodoid

Aemuny

(31inq 194 jou ‘panocidde) Jueld Jemod || aYAlg
(Bunelado) jue|d 1amod | ayiA|lg

9)N0Y BUIT UOISSIWSUEI| 9}BUId)|Y [Bljud)od

0%
=]
\4

1]

BUIT uoISS|LISUE. | (.
siemo] Buljood

18SUBPUOY PBJ00D-IIY

spuod uoljesodens

3o0|g Jemod 7777

LSAely joupn

—

uojssiwwo) AB1su3 elulojed
=

*0L0Z @unp “ou| ‘s8}eI0SSY %§ 0puodly :Aq patedald
“(spuod uonelodens ‘sAelle Jouw) 0L0Z ‘INODTY ‘Wmary ‘(aull Auadold podiie) 00z ‘Seje10ssy Uewyod
‘(aul] uoIsSIWSUE} ‘¥Y00]|q Jomod ‘1asuapuod pajooo-iie ‘Julidioo) Ajjioey) 010z ‘uolssiwwod ABiaug eluloped ‘010z ‘L AINF 0} 01L0Z ‘€ dUNP ‘9001 UOISIBA ‘S8INpadold [eulwsa | [e}iBig uonelisiujwpy UoleIAY [Blopad :901nos




California Energy Commission

ENTRY V

DOWNWIND LEG

BASE LEG

CROSSWIND LEG

FINAL APPROACH
DEPARTURE

RUNWAY

Depiction of Standard Left Traffic Pattern (Standard Right Traffic Pattern would be the Opposite)

Enter pattern in level flight, abeam the midpoint of the runway, at pattern altitude.
(1,000" AGL is recommended pattern altitude unless established otherwise.)

Maintain pattern altitude until abeam approach end of the landing runway on downwind leg.
Complete turn to final at least 1/4 mile from the runway.
Continue straight ahead until beyond departure end of runway.

If remaining in the traffic pattern, commence turn to crosswind leg beyond the departure end of the runway
within 300 feet of pattern altitude.

@ ©WEGE O

If departing the traffic pattern, continue straight out or exit with a 45 degree turn (to the left when in a
left-hand traffic pattern to the right when in a right-hand traffic pattern) beyond the departure end of the runway, after
reaching pattern altitude.

Source: USDOT, Federal Aviation Administration, Aeronautical Information Manual:
Official Guide to Basic Flight Information and ATC Procedures, February 14, 2008. .
Prepared by: Ricondo & Associates, Inc, June 2010. Figure 4

Traffic Pattern Operations

Aviation Assessment for the June 2010
Blythe Solar Power Project
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California Energy Commission

Runway

2 Zani i Jhie ol ol e S v v v v v v v N v v

v v v v v v v v v v v v v v v v v v v

“. . «CPERMETERC ",
.

PERIMETER A: For airports serving piston-powered aircraft, hazardous wildlife attractants must
be 5,000 feet from the nearest air operations area.

PERIMETER B: For airports serving turbine-powered aircraft, hazardous wildlife attractants must
be 10,000 feet from the nearest air operations area.

PERIMETER C: 5-mile range to protect approach, departure and circling airspace.

Source: FAA Advisory Circular 150/5200-33B, Hazardous Wildlife Attractants
on or Near Airports, August 27, 2007.
Prepared by: Ricondo & Associates, Inc., June 2010. Figure 13

Separation Distances for
Hazardous Wildlife Attractants

Aviation Assessment for the June 2010
Blythe Solar Power Project
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Legend

=== Heat Collecting
Element at Focus of
Mirror

—— Reflected Rays of
Sun

Portion of mirror
subject to end loss of
reflected solar image.

Potential for end loss when sun is low on the horizon to the northeast, south, or northwest of the mirror array.

Potential for reflection along length of mirror array when misaligned with sun or when moving to or from stow position.

Source: Clifford K. Ho, June 2010. )
Prepared by: Ricondo & Associates, Inc., June 2010. Flgure 12

Examples of Specular Reflection from
Parabolic Trough Solar Collectors
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8000

| |Flat Mirror
7000 @ |Reflectivity = 0.94

- |RMS slope error = 5 mrad
6000 |Sun shape = 9.4 mrad

5000

4000

(m)

3000
2000
1000

Maximum Distance for Flash Blindness

0 5 10 15 20
Length of Mirror Available to Reflect Sun Image (m)

NOTES:

mrad (milliradians)
One-thousandth of a radian. The radian is a description of an angle subtended by a circular arc. It is computed as the ratio of the
length of the arc to the radius of the arc.

RMS (root mean square)
The standard deviation of multiple measurements, in milliradians, of the slope error of the mirror surface.

Slope Error
The relative angular deviation in milliradians of the mirror surface from a perfect parabolic shape.

Subtended Angle
An angle subtended by (or lying within) a circular arc. In this analysis, the subtended angle describes the relative size of a re-
flected image, with the circular arc representing the field of view of a person with normal vision.

Sun Shape
The relative size of the sun in the visual field of a person with normal vision. (The total size of the visual field is 1 radian.)

1/ The calculation of maximum distances for flash blindness assumes that the collector is flat and focal length is infinite, which is
true along the long-axis of the linear collector. The calculation is derived from Ho et al., Methodology to assess potential glint
and glare hazards from concentrating solar power plants: analytical models and experimental validation. In Proceedings of the
4th International Conference on Energy Sustainability, ES2010, Phoenix, AZ, May 17-22, 2010, p. 2.

2/ Typical RMS slope errors of current parabolic trough collectors are approximately 5 to 6 mrad (personal communication, Tim
Moss, Sandia National Laboratories, 6/16/2010).

Source: Clifford K. Ho, June 2010. ]
Prepared by: Ricondo & Associates, Inc., June 2010. Flgure 11

Maximum Distances at Which Flash Blindness May
Occur from Specular Reflections at BSPP*

Aviation Assessment for the June 2010
Blythe Solar Power Project
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