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June 27, 2016 
 

Addendum No. 01 
Request for Proposals, Contract No. 26429 

Update Airport Master Plan and Airport Layout Plan 
 
 

Prospective Proposers and all concerned are hereby notified of the following changes in 
the Request for Proposals document for the Update Airport Master Plan and Airport 
Layout Plan - RFP No. 26429. These changes shall be incorporated in and shall 
become an integral part of the contract documents.   
 
 
1. In the Request for Proposal (RFP) Requirements section, RFP page 3, after the 

first paragraph, add “All proposals should be submitted in soft binding.  Any 
proposal submitted in 3-ring type hardcover or softcover will not be 
accepted.” 

 
2. In the Request for Proposal (RFP) Requirements section, RFP page 3, replace 

“Proposing firm shall submit one electronic (thumb drive only accepted) and eight 
printed copies of the proposal to:” with “Proposing firm shall submit one 
electronic (thumb drive only accepted) and twelve printed copies of the 
proposal to:” 
 

3. In the Submittal Criteria section, RFP page 5, Item 1- Table of Contents and 
Cover Letter please add the following: 

 In cover letter please provide: 
a. Firm name, address, contact name, title, phone number and email 

address 
 
4. Attached are reports/plans referenced in the Introduction section, RFP page 1: 

 
1. 2012 PVD Land Inventory and Reuse Plan  
2. 2015 PVD Air Cargo Assessment Report 
3. 2015 Runway Safety Action Plans  
4. 2016 South Development Area Concepts 
5. 2010 RIAC Airport System Plan (currently being revised, pending full draft 

anticipated in July 2016) 
 

Note: after further review, the 2014 Airport Terminal Updates Report will not 
be made available at this time. 
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5. Attached is an Exhibit ‘A’ Property Map of T. F. Green Airport.

The following questions were submitted by the deadline as stated in the RFP.  RIAC’s 
responses are in bold. 

6. Will Air Service Analysis be a part of this Project?
No

7. Will noise impact analysis, resulting in a new Noise Exposure Map to be 
developed as part of this Project?
No, noise analysis is not anticipated to be part of the Master Plan effort. 
This is likely to occur after the opening of the runway extension in 2018 
through an updated Part 150 effort.

8. Will RIAC require all new photogrammetry for this Project?
Yes

9. Will Financial Analysis, specifically, analysis of airport rates and charges and 
lease review be a part of this Project?
This is not anticipated, but may be further discussed during the 
formal scoping process with the selected firm.

10. Are you requesting a maximum total of six resumes, including 1 for the Project 
Manager and 5 additional resumes for key staff?
One Project Manager resume, plus up to five Key Staff resumes for a total 
of six.

11. On page 8 of RFP under “Standard Professional Service Agreement”, it states 
that “RIAC expects proposer to execute this form.” Is it your intention to have us 
print and sign the full Professional Service Agreement (all 31 pages) and include 
it with the proposal along with the “Exceptions Form” or do you just need the 
completed one-page “Exceptions Form” (page 10 of 10) included with the 
proposal?
Include only a completed Exceptions Form.

12. Are we allowed to provide a double-sided page for the cover letter?
No, one-page single sided.

13. Page 7 indicates that insurance coverage must be “confirmed either in writing as 
part of the proposal or as evidenced by a certificate of insurance.”

a. If an insurance certificate(s) is included, do they count toward the page 
limit?
No

b. If no, can they be included in an appendix?
Yes

c. If written confirmation is used, which section of the proposal should it be 
included in?
In Appendix 
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14. Does the Exception to Professional Services Agreement count toward the page 

limit? 
No 

a. Where in the proposal should it be included?  
In Appendix 

b. Can it be included in an appendix? 
Yes 

 
15. Can you please clarify the following page limit questions: 

 
a. The executive summary is limited to “two double-sided pages.” Does this 

mean one sheet of paper with writing on both sides or two sheets of paper 
with writing on both sides? 
Two pages, each page is double sided 

b. Resumes are limited to “one page, double sided.” Does this mean one 
sheet of paper with one individual’s resume taking up both sides? 
Yes 

c. Project sheets are limited to “one page, double-double sided.” Does this 
mean one sheet of paper with a single project sheet taking up both sides 
of the page? 
Yes 

d. Do 11 x 17 sheets count as one or two pages toward the limit? 
11 x 17 sheets are intended for schedules and/or other graphics, and 
do not count toward the page limit. 

 
16. Page 2, Scope Outline. Do you want the consultant to set up a stand-alone 

“dedicated website” for the project along with a unique domain name, or will it be 
a new page off of the T.F. Green (Green Airport) web page, such as a link in the 
Corporate/Planning page? 
RIAC envisions a new page, or link, off the existing T. F. Green website. 

 
17. Page 2, Scope Outline. Are you looking for a comprehensive property boundary 

survey effort as part of the Exhibit A update, or will the update consist of a 
compilation of new/revised deed descriptions that make up the airport property? 
Although some limited boundary survey may be required, we are expecting 
an update consisting of a compilation of new/revised deed descriptions 
and a revamp on how the Exhibit A is graphically presented. Currently, the 
PVD Exhibit A consists of one sheet with a substantial amount of data and 
line work that RIAC and the FAA find cumbersome to read and review. 
Additionally, we will want this effort to ensure that the Exhibit A conforms 
to ARP SPO 3.00 SOP for FAA Review of Exhibit A Airport Property 
Inventory Maps. FAA has stated that the recently completed Manchester 
Airport (MHT) Exhibit A is a great example. The PVD Exhibit A is attached 
to this addendum.    

 
18. Page 5, Executive Summary. Please clarify the financial work at PVD statement 

on item d.ii.  What are you specifically looking for regarding financial information 
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I. Introduction

T.F. Green Airport is a medium hub commercial service airport owned by the State of Rhode Island and 
operated by the Rhode Island Airport Corporation (RIAC). In 2011, T.F. Green Airport (PVD) served 
approximately four million passengers (2 million enplanements) with over 220 daily aircraft operations 
(aircrafts landing or departing).  

The airport, located in the City of Warwick six miles south of Providence (Appendix A-Figure 1), 
occupies over 1,100 acres of land. A map of the Airport Property is included in Appendix B. It includes 
two runways, Runway 5-23 (7,166 feet) and the secondary or crosswind runway, Runway 16-34 (6,081 
feet). The 352,000 square feet (SF) passenger terminal includes ticketing, baggage claim, surface 
transportation areas, security services, Federal Inspection Services, a concession area, two concourses, air 
service gates and the RIAC administrative offices. In addition to the terminal building other airport 
facilities include hangars, a fuel farm, air cargo, ground support facilities, the Aircraft Rescue and Fire 
Fighting Facility (ARFF), airfield maintenance, and an air traffic control tower. There are three parking 
garages and two parking lots on the airport property for a total of 8,422 parking spaces. The Airport 
Property Map as provided by RIAC is included for reference in Appendix B.  

“Noise land” is defined as real property that an airport acquires for land use (i.e., noise) compatibility in a 
noise-impacted area surrounding an airport. Under federal land use compatibility guidelines, residences 
are generally not compatible with noise levels measured in day-night average sound levels (DNL) of 65 
Decibels (dB) or greater. In order to reduce or eliminate incompatible uses, an airport may acquire land or 
provide sound insulation to homes within a certain noise contour; the 65 dB contour is the threshold for 
these types of action. 

Residential Land Use Compatibility with Yearly Day-Night Average Sound Levels 

Source: Program Guidance Letter 8-02, Management of Acquired Noise Land: Inventory – Reuse-Disposal 

The purpose of Noise Land Compatibility Program is to convert the land to a use that is compatible with 
airport operations. These acquisition projects include the voluntary relocation of homeowners and 
residential tenant occupants to a comparable replacement dwelling outside of the incompatible airport 
noise contours based on the terms of the Uniform Relocation Assistance and Real Property Acquisition 
Policies Act of 1970 (Uniform Act) and the implementing DOT regulations contained in the Title 49, 
CFR, Part 24.  

Land Use Yearly Day-Night Average Sound Levels (DNL) in decibels 

Below 65 65-70 70-75 75-80 80-85 Over 85 

Residential, other than mobile 
homes & transient lodgings 

Yes No (1) No (1) No No No 

Mobile home parks Yes No No No No No 
Transient lodgings Yes No (1) No (1) No (1) No No 

(1) Where the community determines that residential or school uses must be allowed, measures to achieve
outdoor to indoor Noise Level Reduction (NLR) of at least 25 dB and 30 dB should be incorporated into
building codes & be considered in individual approvals. Normal residential construction can be expected
to provide a NLR of 20 dB, thus, the reduction requirements are often stated as 5, 10, or 15 dB over
standard construction & normally assume mechanical ventilation and closed windows year round. The
use of NLR criteria will not eliminate outdoor noise problems.



When airport land, otherwise known as noise land, is acquired with Airport Improvement Program (AIP) 
grant funds, it is subject to Grant Assurance 31, Written Assurances on Acquiring Land. The purpose of 
Grant Assurance 31, based on 49 USC §47107(c) (2) (A), is to assure that optimal use is made of the 
federal share of the proceeds from the disposal of noise land (disposal proceeds). The assurance requires 
that when noise land is no longer needed for noise compatibility purposes, the land will be disposed of 
and that the federal share of the disposal proceeds will be either paid to the Airport and Airway Trust 
Fund or will be used for another noise compatibility project.  

However, under any noise disposal plan, the sponsor is obligated to retain sufficient interest in the land to 
ensure that the “converted” land uses remain compatible with the noise levels expected from the 
continued operation of the Airport. This is typically accomplished with a permanent avigation easement 
placed on the property. “Disposal” of noise land does not mean that an airport must sell the property to 
another entity. It is the decision of the airport to sell, retain, lease or exchange the unneeded noise land, in 
association of an FAA approved Noise Land Disposal Study. This report provides the formal disposal 
plan for PVD. Since 1987, the RIAC has purchased over 400 noise-impacted residential properties with 
AIP funds, and is in the process of acquiring several dozen more. All properties have been acquired via 
voluntary means, following the procedures in the Uniform Act. 

After a complete review of existing noise land as described above, a disposal recommendation is provided 
for each area. The future use of lands disposed of by sale will be subject to the City of Warwick’s land 
use and zoning regulations. The City is currently in the process of updating its Comprehensive Plan which 
may be result in updated land use and/or zoning requirements. 

Detailed information describing how to satisfy the Grant Assurance No. 31 requirements is specified in 
the January 30, 2008 Program Guidance Letter (PGL 08-02) “Management of Acquired Noise Land: 
Inventory-re-use-Disposal” and amended March 26, 2009. The timeframes for preparing and submitting 
the Inventory and Re-Use Plan to the FAA have been established by the PGL Guidance. 

Support documentation used for the preparation of this report is attached as Appendices A through D, and 
includes the following information:  

• Appendix A: Report figures delineating the potential reuse of various noise lands
• Appendix B: Maps prepared by others and provided here for convenient reference
• Appendix C: Noise Land Inventory Sheets identifying all noise land properties of the 1999 and

the 2008 Voluntary Land Acquisition Program (VLAP)
• Appendix D: Noise Compatibility Program History (table of individual parcel acquisition

history).

II. RIAC Property Acquisition Program

A. Program History
T.F. Green Airport, first through the State of Rhode Island and then the Rhode Island Airport
Corporation (RIAC), has been acquiring property for noise compatibility purposes since 1987.

The RIAC Board of Directors adopted the Part 150 Noise Land Compatibility Program in 1999.
Under this VLAP 272 properties were acquired through 2009. A review of the projected 2015
noise contours that were used in the Airport Improvement Program Environmental Impact
Statement (EIS) indicated that the 70 DNL had increased beyond the 2003 contours used in the
original VLAP. Based on this updated information, the FAA approved adding more properties to
the VLAP in the Fall of 2008. There are approximately 152 home owners that became eligible to



participate in the program due to the updated contours. As of March 2012, 65 properties have 
been acquired and the acquistion program is ongoing. 

As stated above, while the 2008 VLAP has been in process, the Airport and FAA prepared an EIS 
for airfield improvements. The FAA Record of Decision (ROD) was approved September 23, 
2011. This document has been utilized when appropriate in the determination of disposal methods 
for the noise land properties.  

RIAC, as the airport sponsor, is responsible for the acquisition, disposal and reuse of noise land 
through the Noise Land Inventory and Reuse Plan. The Plan identifies the proposed use of all 
noise land. All disposal parcels on the Noise Land Inventory must be listed and included in the 
Reuse Plan. 

B. Management of Property
Under the FAA Program, RIAC is required to identify an appropriate disposal method for all
noise land and obtain FAA approval through this study. There are several appropriate methods to
dispose of noise land. The method chosen by RIAC is specific to each parcel based on several
factors including:
• Adjacent land use, municipal zoning (Appendix B – Reference Maps) and the comprehensive

plan (existing and updated)
• Access and potential market demands
• Airport airspace and FAA design standard requirements
• Existing airport needs for the property
• Environmental constraints

Specific to this study are the recommended airport improvements included in the PVD Airport 
Layout Plan and EIS Record of Decision (ROD). As PVD has an approved development program 
that includes runway and other development, those projects must be considered in the disposal 
recommendations.  

Under the FAA program, all airport acquired noise land falls into one of the following five 
categories: 
1. Disposal through Conversion to AIP-Eligible Airport Development Land (Development

Land)
Repayment of the Fair Market Value (FMV) of the federal share is not required in this case.
An example would be noise land within the Runway Protection Zone (RPZ), which must be
retained for airport control.

2. Disposal by Exchange for Development Land
Repayment of the FMV of the federal share is not required if the exchanged value of the land
meets or exceeds the value of the noise land. If the FMV of the development land is less than
the FMV of the noise land exchanged, the Federal share of the difference is subject to
repayment under Assurance 31. This category only occurs in unique circumstances, which
may not be applicable at PVD.

3. Disposal through sale in fee and repayment of the FMV of the federal share to comply
with Grant Assurance
This is a common occurrence where adjacent property is exposed to noise levels not
compatible with residential use, but would be compatible for commercial, industrial,
recreational, and other activities. Note: FMV is determined by an independent certified
appraisal conducted at the time of the sale. As required, the appraisals consider all known
factors, including any proposed zoning changes.



4. Disposal through long term lease or conversion to AIP-ineligible airport-owned-land
An airport sponsor retains the land for lease or AIP-ineligible use, but repays the FMV of the
federal share of the land. For example, an airport sponsor may keep the land to construct
revenue producing airport support facilities. By repaying the federal share of the FMV, the
land is no longer categorized as noise land, and thus is “disposed of”.

5. Retained land needed for noise compatibility
This category is used to retain land located within the DNL 75 dB contour when no
compatible redevelopment can be identified. Repayment of the FMV is not required in this
case. Based on the most recent FAA approved noise contours for PVD, all noise land
(existing or proposed) has a DNL below 75 dB.

Based on the specific circumstances of the noise land at PVD, the management of property will 
primarily fall within Categories 1, 3 and 4. Lands that fall into Category 3 and are sold, will be 
subject to the City’s land use and zoning regulations. The RIAC will have no direct interest or 
control over the future use or zoning of these properties. However, all noise lands that are sold 
will contain an avigation easement to control the height of trees and objects, and a deed 
restriction prohibiting residential or other incompatible development. 

III. Existing Noise Land

An airport sponsor must keep an up to date Noise Land Inventory that accurately reflects all of the land 
parcels that have been acquired with AIP funding. The inventory fully accounts for all grant-acquired 
noise land. It is also a tool that will assist RIAC with the management and disposal of excess noise land in 
compliance with the FAA grant assurance.  

Due to the number of noise land parcels, a total of five sheets are provided. These sheets are preceded by 
a Sheet Index for reference. As the Airport’s ongoing development program has a significant influence on 
the proposed disposal of noise land, the planned runway improvements are illustrated on these sheets.  

A. Runway 16 Approach Area
Parcels labeled 1 and 4 (Appendix C- Sheet 1) are located beyond the northwest end of Runway
16 and were identified as Noise Land under the 1999 program and subsequently purchased. Both
of these parcels have since been disposed of by long term lease. The FAA has approved this
disposition on 07/14/99 and 06/02/99 respectively and RIAC is coordinating the repayment of the
federal share of the FMV of the property with the FAA.

Parcel 1 is bounded by Kentucky Avenue, Post Road, and the Amtrak Northeast Regional Line.
Originally a number of smaller parcels, they were purchased though AIP Grant # 3-44-0003-30
consolidated and disposed of by long-term lease in July 1999. The parcel is readily accessible
from Post Road. Surrounding land use consists of a variety of commercial and retail uses to the
south, west and east. The parcel contains a fire house and a developed recreation area; the
remaining portion of this property is undeveloped. Transition and buffer areas to protect the
existing residential neighborhoods to the north should be part of any future development plans for
this parcel. The current City of Warwick zoning is A-7 High Density Residential Use.  Based on
surrounding land use and access, potential land use for this 6.5 acre parcel could include the
continuation of the institutional use (fire station etc.) and community open space and recreation.
Another consideration would be to retain an east-west open space/recreation buffer along
Kentucky Avenue with the remainder of the property (along the southern property line) to include
commercial or office uses or parking to serve the development/expansion of the adjacent
commercial land use. The final determination however will be set forth in the City’s updated



Comprehensive Plan. RIAC will not lease the property for residential or other noise sensitive 
activity.  

Parcel 4 is approximately 14.3 acres and was also originally a number of separate parcels that 
were purchased with AIP Grant # 3-44-0003-31, consolidated and disposed of with a long term 
lease in June of 1999. The homes on this site were demolished and the site has been leased for 
commercial and airport use (airport rental cars). This parcel is conveniently accessed from a 
number of locations via Post Road, Airport Road and Senator Street. According to the City of 
Warwick Code of Ordinances, Zoning this parcel is currently zoned A-7 High Density 
Residential. It is anticipated that the future land use for this parcel will include the rental car 
facility, other commercial use or compatible light industrial airport related uses, and the City will 
ultimately revise the zoning of this area to a light industrial or commercial/business district. 

B. Runway 23 Approach Area
Sheet 2 (Appendix C) includes the area to the north of Runway 23 and shows 58 properties that
have been acquired or are identified as eligible for acquisition under the VLAP. The properties
are located in two general areas: The Lydick Avenue Area (52 parcels) and the Waycross Drive
Area (six parcels). Both of these areas are exposed to noise from operations on Runway 5-23. To
date 33 properties have been acquired. The parcel that contains a portion of the Four Seasons
Apartment Complex will be acquired in Phase 5 of the ongoing acquisition program.

1. Lydick Avenue Area
This residential area (approximately 12 acres) is generally located beyond the north end of
Runway 5-23 in the vicinity of Blanchard Avenue, Bellevue Avenue, Apollo Street and

Lydick Avenue. Current zoning is A-7 with the 
exception of Parcel 2 located adjacent to the Four 
Seasons Apartment Complex, which is zoned A-
7/PDR. The Lydick Avenue area includes 52 
properties identified as noise land. 

Of the properties identified, it was observed during 
the March 2012 project site visit that more than half 
had been purchased and the residential structures 
demolished.  

As shown, a large area of Parcel 2 is located in the 
RPZ. As a result, Parcel 2 will remain in RIAC 
ownership as a conversion to AIP-eligible property. 

This residential area is beyond the limits of the RPZ and is currently zoned A-7 High Density 
Residential Use. The streets are narrow and access to the closest arterial is through existing 
residential neighborhoods. There are a number of parcels that fall within the 70 DNL for 
years 2020 and 2025. The remaining properties fall within the predicted 65 to 70 DNL for the 
years 2020 and 2025.  

The remainder of the acquired noise land is not required for the Build Scenario (the 
recommended alternative from the EIS) or for noise purposes and will be evaluated for the 
most appropriate disposal method. The preliminary determinations are outlined in Chapter IV 
of this document.  

Lydick Court Area looking southwest 



2. Waycross Drive/Commercial Lane Area
To the west of the Lydick Avenue properties are six properties (approximately 1.9 acres)
located at the end of Waycross Drive in close proximity to Commerce Lane. At acquisition,
these properties supported single family homes and are zoned A-7. Adjacent land use consists
of mixed commercial and industrial to the west (Commerce Lane), residential to the north and
undeveloped airport owned lands to the south and east.

Several of the identified Noise Land parcels in this area are located in the RPZ. Therefore,
RIAC is retaining ownership of the three southernmost properties to ensure the RPZ is free
and clear of any obstructions to the airport’s airspace. The remaining three properties will be
evaluated to determine the most appropriate disposal method. (See Chapter IV)

C. Warwick Pond Area
In the Warwick Pond (Sheet 3- Appendix C) area 88 properties identified as Noise Land under
the VLAP have been acquired under FAA AIP funding. They are located in two distinct areas.
The Cedar Swamp area is due east of the intersection of the two runways. The southern end of the
Lake Shore Drive area is located east of the Runway 34 end.

1. Cedar Swamp Area
These parcels are bound by Cedar Swamp Road to the west and Wells Avenue to the South.

Of the 81 parcels identified as noise land, 79 have 
been acquired. The homes have been removed and the 
parcels graded and seeded. The area with its expanse 
of lawns and mature trees currently functions as green 
space for the surrounding neighborhood and as a 
buffer to the airport uses to the west. The streets in this 
area are part of a larger grid system. The gridded street 
pattern in this former residential neighborhood would 
allow easy connection to the airport service road 
system. The existing airport service road system 
provides access to Airport Road. Existing zoning of 
the acquired parcels as well as surrounding parcels is 
A-7 Residential. Parcel disposition is evaluated in 
Chapter IV. 

The Final Environmental Impact Statement prepared for the Airport Master Plan predicted 
approximately a dozen parcels to be contained within the 70 to 75 DNL contour in the years 
2020 and 2025. The remaining parcels fall within the 65 to 70 DNL contour.  

2. Southern end of Lake Shore Drive
There are seven noise properties on the east side of the Runway 34 end at the southern
portion of Lake Shore Drive. Homes on the parcels that have been acquired have been
demolished and the area graded and seeded. Existing zoning in this area is A-7 Residential.
Properties not classified as noise land in this area have remained in residential use. Lake
Shore Drive provides the only public roadway access to this location.

Access concerns based on roadway width and length, limit the potential future use of this area
for uses that generate greater vehicle traffic than a typical residence. Lake Shore Drive is a
narrow, long and winding roadway bounded by Warwick Pond on the west and homes on the
east and there is no other developed access to these parcels. Existing zoning is A-7 which
mirrors the land use. Future land use planning for this area will likely be similar to the

Cedar Swamp Area  
 



existing land use but will be determined by the City during its ongoing Comprehensive Plan 
update. Parcel disposition is evaluated in Chapter IV.  

D. Runway 5 Area
The affected properties are located in two distinct areas on Sheet 4 (Appendix C). The Strawberry
Field West area is immediately west of the south end of Runway 5-23. The Strawberry Field East
area is located immediately east of the south end of Runway 5-23.

1. Strawberry Field West
The Strawberry Field West area includes property with frontage on Strawberry Field Road,
Field View Drive, Murray Street, and Bunker Street. A total of 63 properties have been
purchased, the structures demolished and the area graded and reseeded. South of this
neighborhood bordering lots numbered 146, 128 and 182, is a large parcel (outlined in red)
that has been identified as eligible to participate in the program but the owners have declined.
That parcel is used for a commercial nursery, including one home that is an income unit. The
entire area including the nursery parcel is currently zoned A-7 Residential.

These parcels generally fall within the 65 to 70 DNL for 2020. There are several homes
closest to the runway that fall within the 70 to 75 DNL for the year 2020.

This land area is bounded by airport parking to the north and Runway 5-23 and the airport
service road to the east. Field View Drive forms a cul-de-sac with only one connection to
Strawberry Field Road. The remaining streets in this location (Bunker Street and Murray
Street) are laid out in a grid pattern leading directly to Palace Avenue, which connects to
Strawberry Field Road, providing access to Post Road, a major north-south arterial. Access to
the airport property and road system could be accomplished by extending one or several
existing roadways. In fact, this entire area can be provided with direct access to Taxiway “M”
and Runway 5-23.

2. Strawberry Field East
This area includes 26 properties with frontage on LaSalle Drive, Carney Road, Strawberry
Field Drive, and Desota Avenue and two with frontage on the cul-de-sac of Burgess Drive.
These properties zoned A-7 Residential have been cleared and graded. The surrounding
properties are in residential use and are currently zoned A-7 Residential.

This area is easily accessible from Warwick Industrial Drive. An existing connection at the
intersection of Strawberry Field Drive and Warwick Industrial Drive could be improved as
needed. The gridded street system would allow intersections with appropriate turning radii.
Desota Avenue could be extended to provide a second connection to Warwick Industrial
Drive. Any redevelopment of this area should incorporate a buffer between the commercial
and/or selected industrial uses and adjacent existing residential uses.

A short distance to the south are eight properties already acquired and one identified to be
acquired, located on the cul-de-sac of Sundance Street extended. These former residential
properties are all zoned A-7 Residential. The structures on the eight acquired properties have
also been demolished and the properties graded and seeded.

E. Runway 5 Approach Area
210 Noise Land properties acquired under FAA- AIP funding on Sheet 5 (Appendix C) are
located below the Runway 5 approach. Properties that were acquired under AIP grants in the
1999 VLAP are now vacant; houses have been removed and the properties graded and seeded.



The majority of this residential area is zoned A-7 Residential with the exception of some 
properties in the area of Greeley Avenue between Lucile Street and Vega Street and along 
Gertrude Avenue north of Christie Road extending to Plain Street. There are several properties 
fronting Groveland Avenue near Plain Street extended that are also zoned A-10 Residential. The 
exception to the residential zoning is the Winslow Park baseball fields located on Greeley Avenue 
which is zoned OS. These properties are located near the center of a very large residential section 
of the City.  

The proposed airport improvements include a southern extension to Runway 5. The majority of 
the existing noise land properties will be located within the future Runway Protection Zone. The 
runway extension requires a partial relocation of Main Avenue, which will have a direct impact 
on other noise land properties. Approximately a dozen homes (acquired or eligible) are south of 
the area affected by the runway extension. 

IV. Noise Land Reuse Plans and Disposition

The noise lands detailed in this document, have been identified and acquired under both the 1999 and the 
2008 VLAP. As previously stated, during the 2008 VLAP process, the Airport and FAA prepared an 
Environmental Impact Statement (EIS) for airfield improvements. The FAA Record of Decision (ROD) 
was approved September 23, 2011. With the issuance of the ROD, RIAC now has the information needed 
to make appropriate recommendations regarding the disposal methods for the noise land properties. The 
evaluation includes a description of current land use and provides the existing zoning classification.  The 
final decision regarding land use and zoning of any properties recommended to be disposed of through 
sale rests with the City of Warwick. As previously discussed, the City is currently in the process of 
updating its Comprehensive Plan, which may result in changes to the existing land use and zoning 
requirements. 

The following criteria were reviewed as part of the disposition evaluation for the Noise Land: 
• Area land use
• Character of adjacent neighborhoods
• Street width, ROW width, & street geometry
• Access to arterials
• Environmental constraints (i.e. wetlands)
• Airport Layout Plan outlined in the September 23, 2011 ROD as refined in 2012 to eliminate the

Airport Road relocation
• 2020 Noise contours established in the September 23, 2011 ROD

A. Runway 16 Approach Area- Sheet 1
Parcels 1 (Reference #17, Airport Exhibit A) and 4 (Reference #12, 14, 15, 17, Airport Exhibit A)
were purchased and disposed of by long term lease in 1999. The FAA accepted the proposed use
(disposal by lease) for Parcel 1 on 11/09/1998 and accepted the proposed use for Parcel 4
(disposal by lease) on 06/02/99.

B. Runway 23 Approach Area- Sheet 2
Figure 6 includes numerous properties located beyond the northeast end of Runway 5-23 that
have been acquired under the VLAP. The parcels are located in two distinct areas as described
below.



1. Lydick Avenue Area
Existing zoning for this established neighborhood is A-7 Residential with the exception of the
parcel that includes the Four Seasons Apartment Complex which is zoned A-7/PDR. Of the
homes identified as part of the VLAP program, approximately half had been purchased and
removed as of March 2012. With few exceptions the remaining homes are in the acquisitions
phase. Portions of Parcels 2 and the Four Seasons Apartment Complex are located in the
designated RPZ, which must be retained by the Airport (i.e., converted to AIP-eligible airport
property). The noise land located northeast of the RPZ on Figure 2 (Appendix A) consists of
approximately 12 acres and is delineated in blue.

The roadways in this area were not constructed to support high speeds, commercial vehicles,
or traffic counts that are typically associated with commercial areas. Access to the closest
arterial road is through the surrounding residential neighborhood which is similar in density
and age to the properties acquired under the VLAP. The surrounding properties that are not
part of the VLAP fall in the 65 DNL.

Based on existing conditions, compatible uses that could be considered in this area include
recreation, open space/preservation, neighborhood commercial, neighborhood square, green
space or plaza  or other land uses determined  appropriate in the City’s Comprehensive Plan.
With no access improvements planned, low density activities, such as raising crops
(community garden) or small scale neighborhood parks or green space may be viable. The
existing street pattern in the Lydick Avenue area could also support small neighborhood
based retail, service or office uses or public safety facilities. The City indicated it is updating
its Comprehensive Plan to develop standards for small neighborhood centers.

These uses would require combining parcels, which will also make them more desirable for a
community organization or the City to purchase.  The City will make the final determination
regarding any changes to future land use and zoning in this area.

Another alternative could be to consider the area for commercial uses. This would require
construction of a connection between Commerce Drive and Lydick Avenue to provide
appropriate access and to protect the character of the surrounding residential area located
between Warwick Avenue and the noise lands in the Lydick Avenue area. This alternative
would segregate access to Airport Road, a major arterial roadway. Although this would
provide another potential disposal option for the area, it may be less favorable for the
following reasons:
• Potential Commerce Drive extension traverses both wetland and stream systems and

could require significant wetland alteration.
• Access via a Commercial Drive extension is inconvenient compared to other commercial

locations in the City.
• Potential impacts to adjacent residential neighborhood.
• Changes to traffic patterns in the Lydick Avenue neighborhood.

Thus, commercial redevelopment of the area is not recommended. For reference, Figure 2 
(Appendix A) depicts in more detail the noise parcels to be acquired including the limits of 
the RPZ and the conceptual connection between Commerce Drive and Lydick Avenue.  

It should be understood that the property within and beyond the end of the RPZ is also below 
the runway’s Approach Surface (as established by FAR Part 77). The Approach Surface 
slopes upward from the runway end at a ratio of one foot vertical (i.e., upward) for each 50 



feet horizontal (i.e., outward) – a 50:1 slope. At the end of the RPZ, the Approach Survey is 
50 feet above the ground elevation of the runway end. Homes typically do not create a 
penetration to the surface as they generally do not exceed such a height. However, trees 
normally do grow to exceed that height and commercial or industrial buildings and structures 
(per applicable zoning) will often exceed 50 feet. As such, a final option is to retain this 
property for permanent airspace protection. The safety benefit of retaining such property is 
heightened for locations beyond the Runway 5-23 RPZs, as this is the primary and precision 
instrument runway at PVD. Retaining property within approximately 4,000 feet of the 
runway end would protect against future trees or objects of 80 feet in height. Note that the 
FAA Airport Improvement Program (AIP) Handbook (FAA Order 5100.38C, Paragraph 
701b (2) establishes the eligibility to retain such areas to “ensure safe aeronautical use,” in 
locations up to 5,000 feet from the runway end (i.e., from the end of the Part 77 Primary 
Surface).  

Specifically, the FAA AIP Handbook states the following:  

“2. Approach and Transitional Zones.  Land interest is eligible when acquisition is necessary 
to restrict the use of land in the approach and the transitional zones (the dimensions as cited 
in the applicable AC’s) to activities and purposes compatible with normal airport operations 
as well as to meet current and anticipated development at the airport. Unless there is a need 
for the land for future development or noise compatibility purposes, sponsors should be 
encouraged to acquire the minimum property interest necessary to ensure safe aeronautical 
use.  For approach zones, except for noise compatibility, fee simple acquisition beyond 5000 
feet from the end of the existing or proposed primary surface will not normally be eligible.” 

FAA Advisory Circular 150/5300-13, Airport Design, also establishes critical departure 
surfaces, which includes a 40:1 Departure Surface for Instrument Runways and a 62.5:1 
surface termed the One-Engine Inoperative (OEI) Obstacle Identification Surface (OIS). If 
trees or objects penetrate these surfaces the FAA may place significant restrictions on the use 
of the runway. Note that at a location 4,000 feet beyond the runway end, the OEI surface is 
only 64 feet above the runway elevation. Normal tree growth commonly would exceed that 
height. Thus, this final option includes retaining this noise land by converting it to AIP-
eligible property for permanent airspace protection.  

Disposition: 
• Sale in fee and repayment of the FMV of the federal share to comply with the grant assurance

(Options 1 and 2 or some combination of, as outlined below).
• If the City determines the area has no reuse potential, convert to land to AIP-eligible use and

retain for air space protection (Option 3).



Lydick Avenue Potential Options 

*City of Warwick Zoning Section 304.9 states…”In any district the height of any structure hereafter erected or altered in the
vicinity of the Theodore Francis Green Airport shall not exceed the heights indicated in the airport approach plans pursuant to
G.L. 1956, § 1-3-4.”
**If City does not identify alternative compatible use.

2. Waycross Drive Area
There are six residential properties totaling approximately 1.9 acres located at the end of
Waycross Drive with access from Commerce Drive and to Airport Road (See Figure 2-
Appendix A).  Waycross Drive is currently zoned for residential uses and the Commerce
Drive area is zoned Light Industrial.

Three of these properties acquired under the VLAP are located in the RPZ zone established in
the ROD dated September 23, 2011. Based on the location of the remaining three properties
as it relates to the RPZ, and the possible Commerce Drive extension in this area, it is
recommended that RIAC retain ownership of these properties and convert the properties to
AIP-eligible land. RIAC ownership will extend the existing airport property boundary to
Waycross Drive, which improves security of the airport property. It also provides an
alternative access point to the RPZ during an emergency from Waycross Drive. Alternative
developments are not recommended for this small area.

Disposition: Conversion to AIP-eligible airport development land- all lands are located within or 
immediately adjacent to the RPZ. 

C. Warwick Pond Area – Sheet 3
1. Cedar Swamp Area

The former neighborhood is located at the intersection of the two runways. The sale of this
property for non-residential uses creates potential negative impacts to the residential parcels
immediately east as they are only accessible via Lake Shore Drive. The neighborhood and
road system are not appropriate for non-residential development (see discussion below). The
gridded streets and their proximity to the airport will, however, allow connections to the
airport’s internal road system with limited road and intersection improvements. The
neighborhood is bordered by the airport maintenance facility to the north and the Aircraft
Rescue and Fire Fighting (ARFF) station to the west. Due to immediate proximity of these
parcels to both runways, airport facilities, and to protect the neighborhood to the east and

Potential Land Use Existing 
Land Use 

Disposition Notes 

Option 1* recreation, 
community garden, 
neighborhood square, 
green space or plaza, 
open 
space/preservation 

Residential & 
Vacant 

Offer for sale to 
City or 
community group 

Permitted/recommended 
land use to be 
determined by the City 

Option 2* Office, small 
neighborhood 
businesses (under 
2,000 sf.) or public 
safety facilities 

Residential & 
Vacant 

Offer for sale to 
private developer 

Utilize existing street 
pattern to support 
neighborhood based 
services 

Option 3** Airport Use Residential & 
Vacant 

Convert to AIP 
eligible use 

Retain for airspace 
protection  



south, it is recommended that airport control is necessary and the property should be retained 
under RIAC ownership.  

This area  will be redeveloped for recreational use including all necessary ancillary facilities 
to replace the ball fields at Winslow Park that are located in the designated RPZ zone at the 
southern end of Runway 5-23. These lands will be disposed of via long term lease to the City 
of Warwick or other community group for the specified purpose. This disposal is considered 
AIP eligible as it meets a mitigation requirement outlined in the ROD.  

Disposition: 
• Conversion to AIP-eligible airport land and provide long term lease for ball fields as outlined

in ROD dated September 2011and ensure compliance with airspace requirements of the
Transitional Surface.

2. Lake Shore Drive Area
Roadway access, existing zoning and the surrounding land present limitations for more
intensive future land uses. This residential area is severely limited by the width, length and
geometry of Lake Shore Drive. Roadway access is from a single point at Warwick Avenue.
Future uses of this area should be of the type that generates vehicle traffic similar to a typical
residential neighborhood. A new access from the south is not feasible due to proximity to the
runway and significant wetland areas.

There are several low impact options evaluated for these parcels. The first is recreational and
would include the development of one of the vacant lakefront parcels as a launch area for
non-motorized boats. This could be considered on lots numbered 7 and 9, or 8 as deemed
appropriate by the City. A small parking area could be provided on the terminus of Lake
Shore Drive on lots 6 and/or 224 or on the west side of Lake Shore Drive. Under this option
the parcels would be disposed of through sale to the City or other organization with an
interest in developing the parcels for this type of public recreational use. The City may
evaluate this scenario to determine if the potential land use is appropriate as it relates to the
ongoing Comprehensive Plan review process. These properties would be subject to a deed
restriction banning home construction and limiting any structures on the parcels to the
appropriate use(s) identified by the City.

A second option is to offer lots 6, 7, 8 and 9 for sale to the adjacent homeowners to add to
their properties. The sale would include a restriction that the homeowner would combine the
property with their existing residential lot per the City of Warwick Development Review
Regulations Governing Subdivisions Land Development Projects Development Plan Review
as amended. It would also require a deed restriction or easement limiting structures on the
newly acquired parcel to accessory uses only. In this case, land use is recommended to
remain residential. A third option could include the combination of options 1 and 2, wherein
some properties are merged or combined and others are preserved for public access and/or
non-motorized boat access.

The large area of undeveloped land area north of Parcel 5 is owned by the City of Warwick.
This 6.7 acre parcel includes several large freshwater wetlands. As a result the parcel has
limited development potential and should be offered to the City for environmental
conservation or land uses it deems appropriate.



Based on the proximity to Runway 34 parcel 223 and a portion of parcel 224 are 
recommended to be retained and converted to AIP-eligible property. In addition access from 
Lake Shore Drive to Runway 34 will be retained by the RIAC via these parcels. The 
remaining portion (pond frontage) of parcel 224 could be sold to the City or community 
group to provide public access to Warwick Pond. 

Disposition: 
• Sale in fee and repayment of the FMV of the federal share to comply with the grant assurance-

Parcels 6-9 (Options 1A,  1B  and 2)
• Conversion to AIP-eligible airport development land- Parcel 223 & 224 (Option 3)

Lake Shore Drive Potential Options 

*The recommended disposal is sale in fee. Any actual reuse or development would be regulated by the City.
**A portion of parcel 224 could be considered for public access to Warwick Pond as deemed appropriate by the City.

D. Runway 5 Area – Sheet 4
1. Strawberry Field West

Strawberry Field West is bound by airport parking to the 
north and Runway 5-23 which will be extended to 8,700 feet 
to the East. Based on its proximity to airport operations and 
plans to construct the runway extension and parallel 
taxiway, Strawberry Field West is proposed to remain in 
RIAC ownership and be converted to AIP-ineligible land. 
The grid pattern of several roadways in this location (Bunker 
Street and Murray Street) would allow for a direct 
connection to the airport property via the airport service 
road.   

Future development of this area for airport uses would 
maintain an appropriate buffer to protect adjacent residences 
nearby residences. 

Potential Land Use Existing 
Land Use/ 

Disposition Notes 

Option 1A* Public Boat Launch 
(parcels 7& 9 or 8) 
with parking on lot 6 

Vacant Sale to City or 
Community Group 

City to determine if 
parcels are appropriate 
for this use, remaining 
lots revert to Option 
1B. 

Option 1B* Combine with 
existing adjacent 
lots (parcels 6,7,8,9) 

Vacant Sale to adjacent 
homeowners only 

Deed restriction 
limiting additional 
structures  

Option 2* Open 
space/conservation 
(parcel 5) 

Vacant Sale to City & 
combined with 
adjacent City owned 
open space, transfer  
to City Land Trust 

In combination with 
Option 1A or 1B 

Option 3** Aviation related 
uses (parcels 223 & 
224) 

Vacant Convert to AIP 
eligible property 

In combination with 
Option 1A or 1B 



Disposition: Conversion to AIP-ineligible airport owned land. 

2. Strawberry Field East
This area is easily accessible from Warwick Industrial Drive 
(Appendix A- Figure 3 and Appendix C – Sheet 4). An existing 
connection at the intersection of Strawberry Field Drive and 
Warwick Industrial Drive could be improved as needed to provide 
access that would be adequate for business or light industrial uses. 
The gridded street system would allow intersections with 
appropriate turning radiuses. Desota Avenue could be extended to 
provide a second connection to Warwick Industrial Drive. Warwick 
Industrial Drive separates the airfield from this property, thus, this 
location cannot be used for aeronautical purposes.  

LaSalle Drive 
In the LaSalle Drive area there are 27 parcels that could be 
combined to make them more viable for compatible non-residential 
development (e.g. supporting commercial indoor storage, airport 
themed restaurant or other low impact non-residential uses) that 
may be identified in the Comprehensive Plan. The City ultimately 
will determine the appropriate land use for this area during its 
update of the Comprehensive Plan. RIAC plans to dispose of this 
property via sale. In order to protect the remaining adjacent 
residential neighborhood on Burgess Drive the City has suggested 
that a buffer should be maintained between the existing residences 

and any future commercial or non-residential uses. 

Sundance Street 
The properties on Sundance Street are currently zoned A-7. Access to the Sundance Street 
area could be provided via Warwick Industrial Drive, with vehicle access eliminated at the 
southernmost cul-de-sac to protect residences to the south. Pedestrian access could be 
maintained. Dependent on the future land use plans that maybe identified in the 
Comprehensive Plan, the parcels could be combined to make them more viable for 
opportunities that may result from the realignment of Main Avenue. In order to protect the 
remaining adjacent residential neighborhood on Adrian, Carolyn, and other streets, a 
green/open space buffer should be maintained between the existing residences and any future 
development. 

A low density option for this area is to offer properties for sale to the City or community 
groups for any non-residential uses allowed by City zoning. These uses currently include: the 
raising of crops, raising and keeping of animals, community water supply wells or other 
utilities, conservation area, commercial greenhouse, golf course, police, or other public safety 
facility, park, playground or public recreation building, and cemetery. A number of these 
options may be viable in this area. Figure 3 in Appendix A delineates a Potential Future 
Noise Plan for Strawberry Field East. 

Disposition: Sale in fee and repayment of the FMV of the federal share to comply with the Grant 
assurance 31 (Option 1 or 2).  



Runway 5 Area Options (Strawberry Field East) 

* The recommended disposal is sale in fee. Any actual reuse or development would be regulated by the City.

E. Runway 5 Approach Area– Sheet 5
The acquired noise lands in the Runway 5 Approach area are also impacted by RPZ
considerations and future construction identified in the ROD. The RPZ extends over a large
segment of the Runway 5 Approach Area noise land properties. These parcels must be retained by
RIAC (per FAA policy) to avoid conflicts between development and air traffic and maximize
safety. Note that it is also necessary to abandon the ball fields in this area as they are also within
the RPZ. In summary, all parcels fully, partly, or immediately adjacent to the future RPZ should
be converted to AIP-eligible property and retained by RIAC.

The proposed relocation of Main Avenue will impact a number of noise parcels in this area as
well. These parcels will be converted to AIP-eligible land and retained in order to accomplish the
road relocation. In this circumstance, all property comprising the road right-of-way would
ultimately be transferred from RIAC to the RI Department of Transportation (RIDOT), as Main
Avenue is State Route 113. However, these parcels are still considered converted to AIP-eligible
property for noise land disposal purposes.

There are two areas on Sheet 5 (Appendix C) to the immediate east and west of the RPZ that
include both future noise lands and mandatory lands for future construction that warrant
additional evaluation. These lands identified in the ROD dated September 2011, include lands
east of the RPZ in the vicinity of Walnut Glen Drive and Stephens Avenue. The second area is
located west of the RPZ and includes portions of the Winslow Park ball fields and properties
bounded by Greeley Avenue and the RPZ boundary (see below).

Potential Land Use Existing Land Use Disposition 
Option 1A* 
(LaSalle Dr.) 

Restaurant (no fast food), 
commercial indoor storage, low 
impact non-residential uses 

Vacant residential Sale & repayment 

Option 1B* 
(LaSalle Dr.) 

Neighborhood  scale commercial Vacant residential Sale & repayment 

Option 2* 
Sundance St 

Neighborhood green, open 
space, nursery 

Vacant residential 



To avoid future land use conflicts these areas must be retained by the RIAC until Main Avenue 
has been designed and the ROW established. At that time both locations can be re-evaluated to 
determine if appropriate land use, zoning, buffers, and access for these areas can be developed to 
enable a potential sale for private activities. In addition, both of these areas fall within the FAR 
Part 77 Transitional Surface area, limiting the allowable height of structures and vegetation (i.e., 
trees).  
 
Following completion of the runway improvements, RIAC will coordinate with the FAA and City 
regarding the potential disposal of former noise land through sale or long-term lease. Areas that 
are deemed appropriate for sale could be rezoned by the City and redeveloped for business or 
other land use appropriate for lands adjacent to arterials and airports. Bundling should also be 
considered to improve marketability of these parcels.  
 
The final area is an approximately 3.9 acre area south of the RPZ near Christie Road (Figure 4 – 
Appendix A). The property within and beyond the end of the RPZ is also below the runway’s 
Approach Surface (as established by FAR Part 77). The Approach Surface slopes upward 200 
feet from the runway end at a ratio of one foot vertical (i.e., upward) for each 50 feet horizontal 
(i.e., outward) – a 50:1 slope. At the end of the RPZ, the Approach Survey is 50 feet above the 
ground elevation of the runway end. Homes would not typically create a penetration to the 
surface as they generally would not exceed such a height. However, trees normally do grow to 
exceed that height and commercial or industrial buildings and structures (per applicable zoning) 
may exceed 50 feet. As such, a final option is to retain this property for permanent airspace 
protection. The safety benefit of retaining such property is heightened for locations beyond the 
Runway 5-23 RPZs, as this is the primary and precision instrument runway at PVD. Retaining 
property within approximately 4,000 feet of the runway end would protect against future trees or 
objects of 80 feet in height. Note that the FAA Airport Improvement Program (AIP) 
Handbook (FAA Order 5100.38C, Paragraph 701b (2) establishes the eligibility to retain such 
areas to “ensure safe aeronautical use,” in locations up to 5,000 feet from the runway end (i.e., 
from the end of the Part 77 Primary Surface).  
 
FAA Advisory Circular 150/5300-13, Airport Design, also establishes critical departure 
surfaces, including a 40:1 Departure Surface for Instrument Runways and a 62.5:1 surface termed 
the One-Engine Inoperative (OEI) Obstacle Identification Surface (OIS). If trees or objects 
penetrate these surfaces the FAA may place significant restrictions on the use of the runway. Note 
that at a location 4,000 feet beyond the runway end, the OEI surface is only 64 feet above the 
runway elevation. Normal tree grown commonly would exceed that height. Thus this final option 
includes retaining this noise land by converting it to AIP-eligible property for permanent airspace 
protection.  
 
Based on predicted noise contours of greater than 70 DNL for 2020 and 2025 allowable land uses 
for this area are incompatible with the residential character of the surrounding area (Management 
of Acquired Noise Land: Inventory, Reuse, Disposal; Attachment A- Land Use Compatibility 
Table). The EIS has identified additional noise lands to be acquired in the years 2015 and 2020 
south, east and west of the noise lands already acquired. Based on the location of these properties 
as compared to the RPZ and the predicted noise contours and noise acquisitions for 2015 and 
2020, these properties acquired under the 2008 VLAP should be should be retained by RIAC.  

 
 Disposition:  

• Convert all noise land properties to AIP-eligible airport lands, including: 
o All properties within the RPZ 

   



o Properties east and west of the RPZ until the Main Avenue relocation is completed 
(reevaluate disposal thereafter) 

o Christie Road area for airspace protection (re-evaluate after final VLAP activities are 
completed) 

 
 

Runway 5 Approach Area 

* City of Warwick Zoning Section 304.9 states…”In any district the height of any structure hereafter erected or altered in the 
vicinity of the Theodore Francis Green Airport shall not exceed the heights indicated in the airport approach plans pursuant to 
G.L. 1956, § 1-3-4.” 
 
An additional consideration for the property in the Christie Road area and the RPZ includes the potential 
use for recreation. These areas will be retained by the Airport because they are within or adjacent to the 
RPZ (as discussed above). However, some of this property may also be made available to area residents 
as open fields for walking, biking, or other passive recreation. As shown on Figure 4, the inner portion of 
the RPZ occupies over 60% of the property and functions as an extension of the Runway Object Free 
Area (ROFA). No activities can be permitted in this location for safety reasons. However, the remaining 
areas could potentially serve additional roles, as requested by the City and with FAA consent. 
 
Uses within the outer portions of the RPZ, i.e., the Controlled Activity Area, (Figure 4) may include 
agriculture, parking, and other activities that do not include buildings, structures, and do not result in the 
assembly of people. Currently the FAA is studying this issue and developing formal RPZ Land Use 
Guidelines, which may be published in 2013. At this time, it is not known if passive recreation could be 
formally permitted in the Controlled Activity Area; however, RIAC may consider such uses in the future 
if consistent with FAA policy and of interest to the City and ongoing Comprehensive Planning activities. 
 
V. Summary and Implementation 
 
As detailed in Section IV, the acquired noise lands have been evaluated against the FAA’s five disposal 
categories to determine the appropriate disposal method for each location. Based on this evaluation, the 
noise lands at PVD fall within Disposal Categories 1, 3 and 4, as described below: 
 

Category 1 Disposal through conversion to AIP-eligible airport property  
Repayment of the Fair Market Value (FMV) of the federal share is not required in this case. An 
example includes noise land within an RPZ, which must be retained for airport control. 
Category 3 Disposal through sale in fee and repayment of the federal share  
This is recommended where the property, although not compatible with residential use, may be suited 
for commercial, industrial, recreational, and other activities.  

 Potential Land 
Use  

Existing 
Land Use 

Disposition Notes 

Lands in RPZ  Airport Use Residential Convert to AIP 
eligible use  

 

Lands east and 
west of RPZ  

Remain in Airport 
Ownership/no 
short term uses 
proposed  

Residential Convert to AIP 
eligible use  

Re-evaluate for proper 
disposal upon establishment 
of ROW for Main Avenue 

Christie Road 
Area (south of 
RPZ) * 

Aviation related 
uses, passive 
recreation, 
walking/biking 
trail 

Residential  Convert to AIP 
eligible use 

Retain for airspace 
protection, re-evaluate after 
final VLAP activities 
completed 



Category 4 Disposal through long term lease or conversion to AIP-ineligible airport land 
An airport sponsor retains the land for lease or AIP-ineligible use and repays the federal share of the 
land. An example would include retained land for air cargo, corporate aviation, or airport support 
facilities.  

 
Figure 5 (Appendix A) provides a summary of the recommended disposal by FAA category. As 
illustrated, Category 1 is recommended for the largest portion of noise land at PVD, followed by Category 
4. Both of these include the retention of property by PVD. Category 3 disposal by sale of the property is 
comparably limited in area.   
 
Note that FAA Category 2, Disposal by Exchange for Development Land, was not identified for PVD. 
Property exchange is typical when there is available government or institutional property needed by the 
airport, which can be traded for noise land with redevelopment potential. Lastly, Category 5, Retain land 
needed for noise compatibility, is applicable only to property located within the DNL 75 dB noise 
contour. Based on the noise exposure map for PVD, all noise land is below this noise level. 
 

 

 

 

 

A. Conversion to AIP-Eligible Airport Land (FAA Category 1) 
A large portion of the lands identified to be retained by RIAC fall within the Runway 5-23 RPZs.  
These lands include parcels on Sheet 2 on Waycross Drive, and the large area shown on Sheet 5. 
The additional properties shown on Sheet 5 (beyond the RPZ) will also be retained by the airport 
due to the planned runway extension. The runway project will alter the airport noise contours and 
result in additional future noise land acquisition (i.e., properties identified in the September 2011 
EIS ROD to the south of the RPZ).  Existing noise land also comprises property planned for the 
future right-of-way of the Main Avenue relocation. As such, all of this noise land must be 
retained at this time.  
 
Following the completion of the runway project and any additional noise land acquisition, the 
disposal of noise land (outside of the RPZ) should be reevaluated. It is anticipated that noise land 
located along the relocated Main Avenue will include prime locations for future commercial 
development. Properties south of the RPZ may also have alternative uses compatible with the 
surrounding neighborhood.  
 
One other area has been identified for disposal through conversion to AIP-eligible lands. The 
Cedar Swamp area was identified in the Airport EIS as the mitigation area for the loss of the 
Winslow Park, including all ancillary facilities needed to support the use of the ball fields 
(located within the Runway 5 RPZ). The RIAC will retain ownership of this area and lease it to 
the City of Warwick for this specific use.  As the Cedar Swamp area was specifically identified in 
the EIS as required mitigation for the loss of Winslow Park, the disposal category is identified as 
conversion to AIP-eligible land and as such does not require repayment to the FAA. 

FAA Noise Land 
Disposal Category 

Recommended 
Area 

1. Retain Property (AIP-Eligible)* 106.6  Acres 
2. Trade/Exchange Property None 
3. Sell Property  38.8 Acres 
4. Retain or Lease Property (AIP-Ineligible) 21 Acres 
5. Retain for noise compatibility None 
*Includes Cedar Swamp (21 acres) to be retained and leased 
to City for ball fields as required by ROD dated September 
23, 2011. 

 



B. Disposal through Sale (FAA Category 3)  
Development patterns, existing infrastructure and the limitations on the reuse of noise land results 
in few parcels recommended for disposal by sale. By definition, acquired noise land is nearly 
always within residential areas, which limits the range of compatibly alternative uses. As 
emphasized above, the future land use and zoning of properties for potential sale will be up to the 
City of Warwick as it continues its Comprehensive Plan update process. The only limitation is 
that these properties cannot be used for residential or other noise sensitive purposes. 
 
To ensure that sold property remains airport compatibly, a permanent “avigation” easement will 
be attached to the property that prohibits residential uses, and well as development that could 
impact the Airport (i.e., antenna towers and tall structures).  Areas identified for potential sale 
include the following: 

 
1. Lydick Avenue Area- The parcels in this area are surrounded by residential development; 

appropriate uses will be determined by the City’s Comprehensive Planning Process. 
2. Lake Shore Drive- Potential uses may include recreation, preservation, and sale to adjacent 

homeowners.  
3. Strawberry Field East- This area has access to Warwick Industrial Drive, which may enable 

the City to consider this property for commercial activities or low impact non-residential 
uses. 

 
Ultimately, the City will make the final determination of acceptable land uses on parcels that will 
be offered for sale or for long term lease.  The Comprehensive Plan update will influence the 
preferred future land use of these parcels. As this Reuse Plan was completed in advance of the 
City’s Comprehensive Plan, it identified options, but land use and zoning decisions are retained 
by the City.  

C. Disposal through Lease or Conversion to AIP-ineligible Airport Land (FAA Category 4) 
Several locations are recommended to be retained for airport revenue-generating purposes and to 
support overall airport activity, tenants, and users (existing and future).  
 
1. Runway 16 Approach Area- these parcels have been leased previously. 

 
2. Strawberry Field West- Uses could include various types of aviation-related facilities based 

on the adjacent access to the airport. 

D. Next Steps 
The next steps and other considerations in this disposal process include the following, and vary 
by disposal category:   

 
1. Lands identified to be retained by the airport (both AIP eligible property and AIP 

ineligible land) 
• Acquire the property of the former roads (all public right-of-ways) - RIAC should 

work with the City to abandon or seek condemnation plat for the street and/or other 
public ROW that fall within the noise land areas to be converted to AIP eligible lands. 
The most effective use of these lands will be dependent on RIAC acquiring full control 
and access to them. Provisions will be made for City access for maintenance purposes, 
where appropriate.  

• Bundle properties- Once the public ROWs have been acquired, both RIAC and the City 
may find it beneficial to bundle groups of parcels and former ROW into large tax parcels 
for simplification of land records.   



• Mothball utilities- Coordinate with the various agencies responsible for public utilities
located within the noise land areas to identify appropriate procedures for their temporary
abandonment and possible future reuse. These could include public water, public sewer,
electric and gas lines.

• Review the need for fencing based on access and security needs- This determination
will be based on existing and future airport activities on these parcels as well as adjacent
land use. For example it may be appropriate to move the existing fencing and gate to
enclose parcels 223 and 224 along Lake Shore Drive due to their proximity to Runway
34. Fencing in the RPZ south of Main Avenue may also be considered.

2. Lands identified for Disposal by Sale:
• Bundle Parcels as Appropriate-Properties that are recommended for disposal through

sale should be assembled or “bundled” into larger parcels in order to make them
marketable for compatible uses.  Noise land by its very nature is typically residential.
The majority of the residential parcels acquired are under ¼ acre in size. The ability to
develop these noise lands for a compatible use will be greatly enhanced by the bundling
of parcels.  The areas identified for potential bundling are as follows:
a. Lydick Avenue (Runway 23 Approach Area) – In order to be marketable all the

acquired parcels in this area should be considered for bundling.  The one exception
could be the Four Seasons Apartment Complex parcel which may be large enough to
be marketable on its own.

b. Strawberry Field East - Combining these small (7,000 SF) parcels would be
necessary to properly market this area for compatible commercial uses.

• Acquire Public ROW - RIAC may work with the City to acquire the street and/or other
public ROW that fall within the noise land areas identified to be disposed of by sale. This
action should occur in concert with parcel bundling and will provide potential buyers
more flexibility for potential site uses and design.

• Mothball Utilities - RIAC may coordinate with the various agencies responsible for
public utilities located within the noise land areas to identify appropriate procedures for
their temporary abandonment and possible future reuse. These could include public
water, public sewer, electric and gas lines. This should be initiated during the bundling
and ROW acquisition process. Note that the removal of existing utility lines, and former
public roadway pavement, would not be conducted by the Airport. Such activities would
be the responsibility of the buyer, as part of their redevelopment efforts. Provisions will
be made for City access for maintenance purposes.

• Avigation Easement - Develop language for an avigation easement and execute it for
bundled parcels to be disposed of by sale to ensure that future uses are compatible with
airport uses.  The easement language should be presented to potential buyers as well as
the City.

• Appraisal and Market Bundled Parcels - This task will be accomplished by the RIAC
or its authorized agent according to FAA requirements.

The acquisition of public ROW and the mothballing of utilities may be left to the developer to 
accomplish. This decision can be made based on economic conditions, the level of interest in purchasing 
the noise lands and the time table necessary to sell the properties.   
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Plat No. Lot No. Grant Number Federal Share (2010) (2020) Current 

Parcel Use
Proposed Categorization of Land Parcel

FAA Acceptance 

Date of Current & 

Proposed Parcel 

Use

1 310 1 17 3-44--0003-30 90% 60 60
Vacant/ 

Industrial 
(Fire Station)

Disposed of by Lease 11/09/98

Parcel ID #1 

(310/1) is 

comprised of 

multiple former 

parcels. Per 

local land 

records, those 

former parcels 

are listed here.

310

1, 3, 4, 9, 10, 

11, 12, 14, 15, 

16, 19, 20, 21, 

22, 23, 24, 25, 

26, 27, 28, 29, 

30, 407, 412, 

437, 445, 467 

& 468

17 3-44--0003-30 90%

2 312 422 17 3-44-0003-30 90% 70 70 vacant Disposed through sale TBD
3 312 464 30 3-44-0003-80 80% 70 70 vacant Disposed through sale TBD

4 322 254
Various 

(see 
below)

Various 
(see below)

Various 
(see below) 65 65 Industrial 

(leased) Disposed of by Lease 06/02/99

311 & 322

199, 200, 224, 

225, 254, 255, 

257, 259  

& 260

12 3-44--0003-01 90%

311 & 322

201, 202, 222, 

223, 266, 268, 

269, 270, 271, 

272, 273, 275, 

276, 277, 278, 

279, 281 & 

282

14 3-44--0003-22 90%

311 & 322

203, 204, 205, 

206, 207, 208, 

218, 219, 220, 

221, 285, 286, 

291, 292, 296, 

298, 300, 302, 

303, 305, 306, 

308, 309, 311, 

312, 319, 320, 

321, 322, 337 

& 338

15 3-44--0003-28 90%

311 & 322

209, 210, 211, 

212, 213, 214, 

215, 216, 217 

& 323

17 3-44--0003-30 90%

* Preconsolodation parcel data collected from FAA Grant Agreements

5 326 11 30 3-44-0003-80 80% 60 65 vacant Disposal through sale TBD
6 326 54 28 3-44-0003-73 80% 60 65 vacant Disposal through sale TBD
7 326 66 28 3-44-0003-73 80% 60 60 vacant Disposal through sale TBD
8 326 85 28 3-44-0003-73 80% 60 60 vacant Disposal through sale TBD
9 326 139 28 3-44-0003-73 80% 60 60 vacant Disposal through sale TBD
10 326 156 15 3-44-0003-28 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
11 326 157 14 3-44-0003-22 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
12 327 4 26 3-44-0003-65 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
13 327 5 26 3-44-0003-65 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
14 327 6 26 3-44-0003-65 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
15 327 7 26 3-44-0003-65 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
16 327 8 26 3-44-0003-65 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
17 327 9 26 3-44-0003-65 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
18 327 10 27 3-44-0003-67 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
19 327 11 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
20 327 12 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
21 327 13 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
22 327 14 28 3-44-0003-73 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
23 327 15 28 3-44-0003-73 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
24 327 37 28 3-44-0003-73 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
25 327 38 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
26 327 39 26 3-44-0003-65 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
27 327 40 26 3-44-0003-65 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
28 327 41 26 3-44-0003-65 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
29 327 43 30 3-44-0003-80 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
30 327 47 26 3-44-0003-65 80% 70 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
31 327 49 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
32 327 50 26 3-44-0003-65 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
33 327 51 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
34 327 52 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
35 327 53 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
36 327 54 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
37 327 55 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
38 327 56 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
39 327 57 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
40 327 59 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
41 327 60 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
42 327 61 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
43 327 62 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
44 327 63 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
45 327 64 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
46 327 65 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
47 327 66 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
48 327 67 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
49 327 68 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
50 327 69 30 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
51 327 70 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
52 327 71 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
53 327 72 27 3-44-0003-67 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
54 327 73 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
55 327 75 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
56 327 76 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
57 327 77 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
58 327 78 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
59 327 79 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
60 327 81 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
61 327 82 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
62 327 83 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
63 327 84 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
64 327 85 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
65 327 87 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD

Parcel ID #4 

(322/254) is 

comprised of 

multiple former 

parcels. Per 

local land 

records, those 

former parcels 

are listed here.

Parcels consolodated into Parcel ID #1*

Noise Land Inventory
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(Plan Ref #)

Local Land Record 

Airport 
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Date of Current & 

Proposed Parcel 

Use

Parcel ID 

(Plan Ref #)

Local Land Record 

Airport 

Exhibit-A 

Ref #

AIP Grant Current & Proposed Noise Land Parcel UseNEM Contours

66 327 88 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
67 327 89 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
68 327 90 27 3-44-0003-67 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
69 327 91 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
70 327 92 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
71 327 93 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
72 327 94 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
73 327 95 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
74 327 96 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
75 327 97 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
76 327 100 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
77 327 102 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
78 327 103 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
79 327 106 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
80 327 163 27 3-44-0003-67 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
81 327 164 27 3-44-0003-67 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
82 327 172 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
83 327 173 27 3-44-0003-67 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
84 327 178 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
85 327 240 26 3-44-0003-65 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
86 327 241 28 3-44-0003-73 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
87 327 242 30 3-44-0003-80 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
88 327 252 28 3-44-0003-73 80% 70 65 vacant  Disposal through sale TBD
89 327 275 30 3-44-0003-80 80% 70 65 vacant Disposal through sale TBD
90 343 41 28 3-44-0003-73 80% 70 70 vacant Disposal through sale TBD
91 343 44 26 3-44-0003-65 80% 70 70 vacant Disposal through sale TBD
92 343 48 13 3-44-0003-09 80% 70 70 vacant Disposal through sale TBD
93 343 52 13 3-44-0003-09 80% 70 70 vacant Disposal through sale TBD
94 343 56 13 3-44-0003-09 80% 70 65 vacant Disposal through sale TBD
95 343 61 13 3-44-0003-09 80% 65 65 vacant Disposal through sale TBD
96 343 62 13 3-44-0003-09 80% 70 65 vacant Disposal through sale TBD
97 343 65 22 3-44-0003-09 80% 65 65 vacant Disposal through sale TBD
98 343 66 13 3-44-0003-09 80% 70 65 vacant Disposal through sale TBD
99 343 67 29 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD

100 343 70 13 3-44--0003-09 80% 65 65 vacant Disposal through sale TBD
101 343 71 27 3-44-0003-67 80% 70 65 vacant Disposal through sale TBD
102 343 73 27 3-44-0003-67 80% 70 65 vacant Disposal through sale TBD
103 343 74 30 3-44-0003-73 80% 65 65 vacant Disposal through sale TBD
104 343 79 13 3-44-0003-09 80% 70 65 vacant Disposal through sale TBD
105 343 80 30 3-44-0003-80 80% 70 65 vacant Disposal through sale TBD
106 343 81 13 3-44-0003-09 80% 65 65 vacant Disposal through sale TBD
107 343 83 13 3-44-0003-09 80% 65 65 vacant Disposal through sale TBD
108 343 84 30 3-44-0003-80 80% 65 65 vacant Disposal through sale TBD
109 343 85 30 3-44-0003-80 80% 65 65 vacant Disposal through sale TBD
110 343 90 28 3-44-0003-73 80% 65 65 vacant Disposal through sale TBD
111 343 94 29 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
112 343 98 30 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
113 343 100 30 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
114 343 103 29 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
115 343 107 29 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
116 343 406 30 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
117 343 408 29 3-44-0003-76 80% 65 70 vacant Disposal through sale TBD
118 343 411 30 3-44-0003-80 80% 65 70 vacant Disposal through sale TBD
119 343 413 29 3-44-0003-76 80% 65 70 vacant Disposal through sale TBD
120 343 414 29 3-44-0003-76 80% 65 70 vacant Disposal through sale TBD
121 343 415 26 3-44-0003-65 80% 65 65 vacant Disposal through sale TBD
122 343 416 29 3-44-0003-76 80% 65 65 vacant Disposal through sale TBD
123 343 417 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
124 343 431 28 3-44-0003-73 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
125 344 370 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
126 344 371 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
127 344 374 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
128 344 378 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
129 344 385 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
130 344 386 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
131 344 390 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
132 344 391 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
133 344 394 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
134 344 397 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
135 344 400 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
136 344 403 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
137 344 406 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
138 344 415 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
139 344 418 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
140 344 424 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
141 344 451 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
142 344 453 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
143 344 516 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
144 344 518 30 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
145 344 542 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
146 344 543 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
147 344 578 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
148 344 580 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
149 344 581 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
150 344 582 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
151 344 583 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
152 344 584 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
153 344 585 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
154 344 586 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
155 344 587 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
156 344 588 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
157 344 589 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
158 344 590 29 3-44-0003-76 80% 70 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
159 344 591 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
160 344 592 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
161 344 593 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
162 344 594 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
163 344 595 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
164 344 596 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
165 344 597 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
166 344 598 30 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
167 344 599 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
168 344 600 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
169 344 601 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
170 344 602 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
171 344 603 30 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
172 344 604 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
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173 344 606 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
174 344 607 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
175 344 608 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
176 344 609 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
177 344 610 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
178 344 611 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
179 344 612 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
180 344 613 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
181 344 622 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
182 344 628 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
183 344 629 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
184 344 630 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
185 344 634 29 3-44-0003-76 80% 65 65 vacant Conversion to AIP-Ineligible Airport Development Land TBD
186 344 636 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Ineligible Airport Development Land TBD
187 344 638 30 3-44-0003-80 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
188 345 269 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
189 345 271 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
190 345 273 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
191 345 275 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
192 345 276 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
193 345 278 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
194 345 280 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
195 345 281 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
196 345 282 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
197 345 283 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
198 345 284 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
199 345 286 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
200 345 287 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
201 345 288 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
202 345 289 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
203 345 290 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
204 345 292 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
205 345 293 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
206 345 294 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
207 345 295 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
208 345 296 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
209 345 298 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
210 345 299 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
211 345 300 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
212 345 301 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
213 345 302 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
214 345 303 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
215 345 350 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
216 345 351 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
217 345 352 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
218 345 354 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
219 345 355 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
220 345 357 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
221 345 358 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
222 345 360 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
223 345 362 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
224 345 363 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
225 345 364 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
226 345 366 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
227 345 367 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
228 345 368 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
229 345 369 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
230 345 370 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
231 345 372 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
232 345 373 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
233 345 375 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
234 345 376 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
235 345 378 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
236 345 379 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
237 345 380 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
238 345 381 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
239 345 382 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
240 345 384 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
241 345 385 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
242 345 386 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
243 345 387 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
244 345 388 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
245 345 389 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
246 345 392 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
247 345 393 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
248 345 395 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
249 345 397 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
250 345 398 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
251 345 399 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
252 345 400 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
253 345 401 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
254 345 402 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
255 345 403 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
256 345 405 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
257 345 406 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
258 345 407 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
259 345 418 26 3-44-0003-65 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
260 345 436 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
261 345 437 25 3-44-0003-58 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
262 345 439 25 3-44-0003-58 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
263 345 440 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
264 345 441 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
265 345 443 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
266 345 445 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
267 345 485 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
268 345 487 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
269 345 490 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
270 345 493 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
271 345 495 29 3-44-0003-76 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
272 345 497 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
273 345 498 28 3-44-0003-73 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
274 345 511 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
275 345 516 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
276 345 517 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
277 345 518 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
278 345 521 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
279 345 524 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
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280 345 564 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
281 345 565 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
282 345 567 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
283 345 570 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
284 345 571 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
285 345 572 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
286 345 587 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
287 345 589 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
288 345 591 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
289 345 593 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
290 345 594 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
291 345 597 26 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
292 345 598 30 3-44-0003-80 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
293 345 602 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
294 345 603 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
295 345 604 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
296 345 605 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
297 345 607 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
298 345 611 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
299 345 612 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
300 345 613 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
301 345 614 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
302 345 615 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
303 345 617 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
304 345 618 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
305 345 619 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
306 345 621 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
307 345 622 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
308 345 624 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
309 345 626 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
310 345 627 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
311 345 628 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
312 345 630 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
313 345 632 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
314 345 637 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
315 345 640 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
316 345 641 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
317 345 643 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
318 345 646 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
319 345 650 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
320 345 652 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
321 345 654 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
322 345 655 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
323 345 658 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
324 345 660 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
325 345 661 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
326 345 662 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
327 345 664 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
328 345 665 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
329 345 667 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
330 345 670 9 3-44-0003-65 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
331 345 724 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
332 345 736 9 3-44-0003-01 90% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
333 345 771 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
334 345 772 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
335 345 804 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
336 345 805 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
337 345 806 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
338 345 807 9 3-44-0003-01 90% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
339 345 810 9 3-44-0003-01 90% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
340 346 259 25 3-44-0003-58 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
341 346 462 NA 3-44-0003-58 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
342 346 486 25 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
343 346 487 26 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
344 346 489 26 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
345 346 504 30 3-44-0003-80 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
346 346 505 NA 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
347 346 506 NA 3-44-0003-58 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
348 346 523 25 3-44-0003-58 80% 70 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
349 308 455 3-44-0003-92 80% 65 65 vacant  Disposal through sale TBD
350 308 480 3-44-0003-87 80% 65 65 vacant  Disposal through sale TBD
351 308 479 3-44-0003-92 80% 65 65 vacant  Disposal through sale TBD
352 308 474 3-44-0003-92 80% 65 65 vacant  Disposal through sale TBD
353 308 473        3-44-0003-84 80% 65 65 vacant  Disposal through sale TBD
354 308 470 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
355 312 32 3-44-0003-92 80% 65 65 vacant  Disposal through sale TBD
356 312 36 3-44-0003-92 80% 65 70 vacant  Disposal through sale TBD
357 312 38 3-44-0003-92 80% 65 70 vacant  Disposal through sale TBD
358 312 40 3-44-0003-92 80% 65 70 vacant  Disposal through sale TBD
359 312 46 3-44-0003-92 80% 65 70 vacant  Disposal through sale TBD
360 312 50 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
361 312 33 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
362 312 37 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
363 312 39 3-44-0003-84 80% 65 70 vacant  Disposal through sale TBD
364 312 41 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
365 312 51 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
366 312 52 3-44-0003-87 80% 65 65 vacant  Disposal through sale TBD
367 312 53 3-44-0003-87 80% 65 65 vacant  Disposal through sale TBD
368 312 109 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
369 312 111 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
370 312 112        3-44-0003-84 80% 65 70 vacant  Disposal through sale TBD
371 312 357 3-44-0003-87 80% 65 65 vacant  Disposal through sale TBD
372 312 350 3-44-0003-87 80% 65 65 vacant  Disposal through sale TBD
373 312 354 3-44-0003-87 80% 65 70 vacant  Disposal through sale TBD
374 312 353 3-44-0003-84 80% 65 65 vacant  Disposal through sale TBD
375 312 404 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
376 312 402 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
377 312 401 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
378 312 400 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
379 312 399 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
380 346 412 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
381 345 305 3-44-0003-92 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
382 345 309 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
383 345 310 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
384 345 315 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
385 345 312 3-44-0003-92 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
386 345 306 3-44-0003-92 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
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387 345 319 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
388 345 321 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
389 345 328 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
390 345 329 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
391 345 331 3-44-0003-92 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
392 345 334 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
393 345 342 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
394 345 340 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
395 345 339 3-44-0003-84 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
396 346 419 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
397 345 347 3-44-0003-84 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
398 345 346 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
399 345 345 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
400 346 416 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
401 346 415 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
402 346 498 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
403 346 496 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
404 346 495 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
405 346 494 3-44-0003-84 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
406 346 503 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
407 346 261 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
408 346 502 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
409 346 493 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
410 346 409 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
411 346 408 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
412 346 407 3-44-0003-84 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
413 346 406 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
414 346 447 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
415 346 411 3-44-0003-87 80% 65 70 vacant Conversion to AIP-Eligible Airport Development Land TBD
416 346 484 3-44-0003-87 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
A 327 58 27 PFC Funds - Phs 1 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
B 327 074 28 3-44-0003-80-2007 80% 60 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
C 343 086 28 3-44-0003-80-2007 80% 65 65 vacant Conversion to AIP-Eligible Airport Development Land TBD
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INTRODUCTION 

With just under 12 thousand Metric Tonnes (MTs) of total air cargo in 2013, T.F. Green Airport (PVD) is 

Rhode Island's principal cargo airport but competes in a multi-state region that hosts several of the top 

twenty-five cargo airports in the U.S., led by New York's JFK International Airport with almost 1.3 million 

MTs of air cargo in the same year.  

The air cargo industry has faced challenges since peaking at most U.S. airports in 2000. Total annual 

tonnage at PVD was about 40% less in 2013 than it had been a decade earlier. The PVD cargo market is 

dominated by just two carriers - FedEx and United Parcel Service (UPS). The balance comes mostly from 

passenger airlines that transport cargo in the aircraft bellies.  

The following sections will detail the PVD air cargo market, detailing how PVD's local cargo operations 

fit into the larger regional context for domestic and international cargo demand. That demand is 

compared with existing on-airport cargo facilities in order to gauge capacity. The combined findings 

related to cargo market demand and facilities are then used to frame recommendations related to PVD's 

near-term and intermediate strategic development. 

OVERVIEW OF THE CARGO INDUSTRY 

The air cargo industry is comprised of four basic types of carriers, although overlap exists. The dominant 

carriers of U.S. domestic cargo are integrated carriers (integrators) like FedEx and UPS which operate a 

proprietary trucking network that both substitutes and complements its air operation. With this roadway 

capacity, integrators are able to offer door-to-door service for businesses and consumers. These carriers, 

as well as German-owned DHL, have extensive international networks but funnel most export and import 

tonnage through their own hubs, including Newark (FedEx) and Philadelphia (UPS) in PVD’s region. The 

integrators also operate as freight forwarders, buying capacity from other air carriers. Previously DHL 

and its acquisition, the former Airborne Express (ABX), operated as integrators in the U.S. domestic 

market but DHL has since limited its U.S. activities to international shipments to/from U.S. shippers.  

Other all-cargo airlines, such as international carriers Cargolux and Nippon Cargo Airlines (NCA) provide 

only airport-to-airport transport, while off-airport surface transportation is likely to be provided by 

common commercial trucking and delivery van services. While the carriers just referenced operate their 

own scheduled service, ACMI (aircraft, crew, maintenance, and insurance) carriers such as Wiggins 
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Airways operate freighter aircraft on a leased basis on either a charter or scheduled basis on behalf of 

carriers that may not require scheduled service year-round but only on a sporadic or seasonal basis, such 

as for holiday peak seasons. 

Combination carriers operate both passenger and all-cargo flights on which cargo is carried. While U.S. 

combination carriers are practically extinct, most major Asian airlines either have proprietary freighters 

or freighter-operating subsidiaries. Combination carriers are able to offer shippers network advantages 

by pairing the dedicated capacity of freighters plus additional destinations and frequencies justified only 

by passenger demand. Combination carriers gain efficiencies from having both passenger and all-cargo 

flights leverage the same facilities and labor. A chronically weakening transatlantic air cargo market has 

caused several European combination carriers like Air France and KLM1 to dramatically curtail their 

freighter operations, leaving Lufthansa as the dominant combination carrier operating over the Atlantic. 

The remaining U.S. passenger airlines are belly carriers that provide cargo capacity only on passenger 

flights. While most U.S. legacy carriers previously had their own stations and cargo sales staff in all major 

markets, the sales function has commonly been outsourced to freight forwarders and general sales 

agents (GSA's) while warehouse operations were outsourced to third party cargo handling companies 

and to other airlines, particularly alliance partners. While belly carriers have lost domestic market share 

to integrators and trucking companies, they provide essential capacity on transcontinental routes, 

especially to destinations lacking adequate demand to justify freighters. As smaller regional aircraft have 

replaced larger jets in U.S. passenger networks, airlines have retreated away from general cargo to 

emphasize only mail and small parcel/package shipments in secondary markets. 

Cargo handling companies such as Cargo Airport Services (CAS), Swissport and Worldwide Flight Services 

allow carriers to maintain a cargo presence that otherwise might be unprofitable if each carrier 

maintained its own warehouse and labor for daily (or less) service. Depending on the terms of its 

individual contracts with carrier customers, handling companies may provide loading and unloading of 

aircraft, tug transport to/from the ramp, warehouse functions such as the breakdown and buildup of 

pallets and containers, as well as the handling of documents on international shipments. By leveraging 

its warehouse space, labor and ground service equipment, third party cargo handlers maximize 

utilization of cargo facilities well beyond what was possible when each carrier had its own cargo 

operation. Where enough tonnage justifies, carriers may keep cargo operations in-house. At PVD, 

JetStream Ground Services, Inc. is the third-party ground handler serving scheduled passenger carriers 

and charter operators.   

1 Air France and KLM are equity partners in all-cargo airline Martinair which has become the freighter-operating 
partner but with substantially less freighter capacity than the three carriers once had individually. 
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Freight forwarders account for the routing of about 70% of international shipments but only about 10% 

of domestic shipments (excluding the domestic segment of international shipments). Depending on the 

needs of their shipper customers, forwarders may provide a variety of services but most commonly profit 

from the spread between the rate they pay carriers for capacity based on volume purchasing discounts 

and what they charge shippers for that same capacity. Forwarders support international gateways but 

can also be the agents of diversions to other gateways. To serve the critical needs of shippers, forwarders 

must depend upon the frequencies, destinations and capacity types (belly and freighter) provided by air 

carriers which typically are more diverse and plentiful at the largest gateways. Forwarders prefer the 

control afforded by local gateways where interaction with regulators and airline managers can be 

essential but they truck to/from larger gateways when necessary. This becomes particularly burdensome 

when the forwarder's executives have negotiated "block space agreements" at hubs where forwarders 

buy aircraft capacity in advance and must pay for that capacity whether used or not. In such 

circumstances, headquarters may demand that secondary stations support the larger gateway's 

obligations. 

Federal agencies are not commercial operators but are essential to the functioning of an international 

gateway. While U.S. Customs and Border Protection (CBP) and the Transportation Security 

Administration (TSA) are critical at all international airports, the commodity composition of the New 

England market also involves the Department of Agriculture and the U.S. Fish & Wildlife Service. Ideally, 

these regulators should be in a centralized facility with easy access to one another and to dependent 

commercial operators. 

RECENT PVD AIR CARGO EXPERIENCE 

In 2013, PVD's total2 annual air cargo totaled 11,244 MTs. Almost all of that tonnage was transported by 

integrators FedEx (61%) and UPS (33%), as well as belly cargo carrier Southwest Airlines (4%). The 2013 

total was roughly 40% less than total cargo had been through PVD a decade earlier in 2003. As shown in 

Table One, more than 80% of the tonnage loss could be attributed to the loss of ABX Air Inc. which was 

known in the U.S. as Airborne Express prior to being mostly3 acquired by DHL. When passenger carriers 

leave a market, typically most of their former customers will switch to one of the other remaining carriers 

2 Total cargo = freight, express and mail 
3 Because DHL is owned by a foreign entity (Deutsche Post) it cannot own a U.S. airline but bought all the other 
corporate assets, then leased 100% of ABX's scheduled capacity and absorbed its hub 
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but cargo is much more susceptible to being routed over other airports. Trucks often serve as substitutes 

for air transport for entire routings on domestic shipments and for the domestic leg between feeder 

markets and international gateways.  

PVD’s decrease in total cargo was far from unique. During the same period, Baltimore/Washington 

International Airport (BWI) experienced a 53% decrease in total cargo and Boston-Logan International 

Airport’s cargo dropped 30%. More comparable to PVD’s annual tonnage in the region, Greater 

Rochester International Airport (ROC) had a 37% decrease and Lehigh Valley International Airport (ABE) 

a 35% decrease.   

Table One: 

PVD Total Cargo (MTs) by Carrier for Calendar Year (CY) 2003 and 2013 

2003 2013 

All-Cargo Airlines    18,026    11,244 

ABX Air Inc      6,366 0 

Federal Express Corporation      7,652      7,282 

United Parcel Service      4,008      3,962 

Passenger Carriers      1,781          682 

Delta Air Lines          356   62 

Southwest Airlines Co.          822          520 

United Air Lines Inc.   81   46 

US Airways Inc.          365   40 

Other Passenger Carriers          157   13 

Total    19,807    11,926 

Data Source: additional analysis by Webber Air Cargo, Inc. 

Given the impact of ABX's vacating the market, FedEx was able to increase its PVD market share from 

39% to 61% even as its total tonnage slipped 5% for the period. UPS's market share rose from 20% to 

33% as its tonnage decreased 1%. As a group, the tonnage transported by passenger carriers fell 62% 

from an already modest 9% market share in 2003 to only 6% in 2013. Southwest Airlines was the leader 

among belly carriers with a 4% share while all other passenger carriers combined for a little less than 

2%.  

The distribution between integrators and belly carriers is significant in more than statistical terms. 

Integrated carriers tend to be outsource operating functions as little as reasonably possible, while 

passenger carriers are more likely to outsource their cargo functions. With all of the passenger carriers 

combining to account for less than 700 metric tonnes of annual cargo, JetStream Ground Services has 

been able to accommodate all of these domestic operators with minimal warehouse space, equipment, 
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labor and IT capabilities. While suited to existing demand and theoretically capable of accommodating 

enough growth to return to PVD’s previous peak level, JetStream would be challenged to serve dramatic 

growth. Moreover, international flights may introduce additional regulatory requirements that can 

impact not only carriers and handlers but also the regulatory agencies overseeing those entries.  

INTEGRATED CARRIER NETWORKS 

Integrated carriers FedEx and UPS operate hub-and-spoke networks no less complex than those of 

passenger carriers. In addition to global hubs in Memphis (FedEx) and Louisville (UPS), the two carriers 

operate regional hubs to accommodate shipments wholly within their regions without burdening the 

national hubs. In the Northeast, FedEx operates a regional hub at Newark Liberty International Airport 

(EWR) and UPS at Philadelphia International Airport (PHL). The integrators also operate some 

transatlantic freighter operations through these hubs, as well as purchase belly capacity from passenger 

carriers operating international flights there.  

For smaller markets in the region, the integrators may route aircraft over multiple stops before 

consolidating cargo at either a regional or national hub. As long as the shipments still meet their cutoff 

times for on-time delivery, cargo carriers enjoy flexibility in combining smaller markets into 

incrementally larger consolidations that may ultimately require larger gauge aircraft. This results in 

development of secondary (bypass) hubs that may be served directly to/from national hubs. Integrators 

can manage regional demand by adding frequencies and increasing aircraft gauge, as well as by using 

their extensive trucking networks to build or ease capacity demand at individual airports.  

The hubs at EWR and PHL are somewhat rare in that most national and regional integrator hubs are 

located in airports with more modest passenger operations. Because FedEx and UPS control huge 

amounts of cargo and operate proprietary trucking resources, they are able to direct tonnage to airports 

with less congested airfields, improving reliability. To the greatest extent reasonably possible, they 

operate their own ground handling and other support operations. 

Market share leader FedEx serves PVD inbound to/from its Memphis hub, occasionally routed over Fort 

Wayne, IN. Intra-regional consolidations can easily be trucked to the regional hub at Newark. In addition 

to serving the local origin and destination (O&D) market, FedEx also consolidates tonnage flown to/from 

Nantucket (ACK) and Martha's Vineyard (MVY) by Wiggins Airways which combine to account for about 

8% of PVD's annual tonnage for the carrier.  
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UPS uses PVD as a feeder market for its Bradley (Hartford) International Airport (BDL) operation which 

accounted for about 85% of the inbound and outbound cargo transported through PVD in 2013. Much 

of the balance was flown directly to/from the Louisville hub as a bypass operation when BDL flights were 

already near or at full capacity.  

Table Two: 

FedEx and UPS: 2013 Tonnages & Market Shares at PVD, BDL and MHT 

 

2013 PVD BDL MHT 

Integrated Carrier Tonnes Share (%) Tonnes Share (%) Tonnes Share (%) 

FedEx     7,282  61%    50,525  44%    33,729  44% 

United Parcel Service     3,962  33%    57,015  50%    39,032  51% 

 Data Source: FAA T-100 with additional analysis by Webber Air Cargo, Inc. 

As Table Two indicates, the dominance of FedEx and UPS at PVD, BDL and MHT (Manchester-Boston 

International Airport) is remarkably similar, accounting for 94% market shares at PVD and BDL and 95% 

at MHT. However the total tonnage for the two carriers is almost 10 times greater at BDL and more than 

6 times greater at MHT. BDL's tonnage is augmented by UPS's regional consolidation fed not only by PVD 

but also by Albany (ALB) and Newark (EWR), as well as a substantial regional trucking operation. The BDL 

regional cargo consolidation is connected by direct scheduled air service to UPS's hubs in Louisville, 

Rockford and Philadelphia. The FedEx operation at BDL has direct flights to hubs in Indianapolis and 

Memphis.  

 

The integrators' operations at MHT are more similar (although considerably larger) to that of PVD in 

being more of an O&D airport with virtually all of its UPS air activity to/from the Louisville hub and only 

irregular service through the PHL regional hub. The FedEx operation at MHT receives inbound flights 

from both the Memphis and Indianapolis hubs with its outbound flights either direct to MEM or 

irregularly with a stop at BDL. MHT is also the hub and headquarters for regional ACMI (definition in all-

cargo carriers) carrier Wiggins Airways which serves smaller markets on behalf of the integrated carriers 

and other contracted clients. 
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Figure One: 

FedEx and UPS: 2013 Tonnages at Northeast Region Airports 

Data Source: FAA T-100 with additional analysis by Webber Air Cargo, Inc. 

As Figure One reveals, the regional hubs that FedEx and UPS have at Newark (EWR) and Philadelphia 

(PHL) far exceed their individual impacts at the region's dominant air cargo gateway, JFK International 

Airport. EWR is both integrators' preferred airport for serving the New York metro area. FedEx also uses 

EWR as a transatlantic gateway with its own proprietary flights and capacity purchased from 

international passenger carriers. UPS uses PHL as a regional hub and transatlantic gateway with a similar 

mix of proprietary and purchased capacity.  

Its proximity to regional hubs and even to smaller consolidation airports for both FedEx and UPS limits 

PVD's outlook mostly to organic growth. However, both integrators have capacity concerns for the 

service area that could be served from PVD were adequate facilities capacity made available, especially 

given congestion and constraints at BOS. These opportunities will be further explored in the strategic 

marketing section.  

INTERNATIONAL GATEWAYS 

International shippers in New England and beyond in the northeastern U.S. have access to multiple 

international gateway airports with New York's JFK as the undisputed leader. As Figure Two indicates, 

JFK accounts for more annual international freight than EWR, IAD (Washington Dulles International 

Airport), PHL and BOS (Boston-Logan International Airport) combined. 
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Figure Two: 

2013 International Freight Tonnages at Northeast Region Airports 

Data Source: Airports Council International - North America with additional analysis by Webber Air Cargo, Inc. 

Not unexpectedly, the dominance of JFK measured in international air cargo tonnage is supported by 

an incomparable diversity of international air service. Table Three reveals the direct air service of the 

northeast region's top international gateways to each foreign airport ranking in the world's top 504 

cargo airports. Of these four airports, JFK's freighter service to fourteen of the destinations is the only 

all-cargo service offered by any of these airports. 

4 The table excludes U.S. airports ranked in the top 50, as well as airports with no service from any of these 
airports 
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Table Three: 

Direct International Air Cargo Flights to Top Foreign Cargo Destinations (March 2014) 

Origin U.S. Airport 

Destination Foreign Market JFK EWR BOS PHL 

Code Airport/City Country PAX CARGO PAX ONLY 

HGK Hong Kong Hong Kong 

PVG Shanghai Pudong China 

ICN Seoul Incheon South Korea 

DXB Dubai United Arab Emirates 

NRT Tokyo-Narita Japan 

FRA Frankfurt/Main Germany 

TPE Taiwan Taoyuan Republic of China 

SIN Singapore Singapore 

CDG Paris-CDG France 

PEK Beijing Capital China 

AMS Amsterdam Netherlands 

LHR London Heathrow United Kingdom 

CAN Guangzhou China 

DOH Doha Qatar 

AUH Abu Dhabi United Arab Emirates 

KIX Kansai Japan 

BOM Mumbai India 

LUX Luxembourg Luxembourg 

IST Istanbul Turkey 

DEL New Delhi India 

BOG Bogota Colombia 

LGG Liege Belgium 

MXP Milan Italy 

GRU Sao Paulo Brazil 

BRU Brussels Belgium 

MEX Mexico City Mexico 

Source: OAG Cargo Flight Guide Scheduled service exists 

Scheduled service does not exist 

In addition to its exclusive all-cargo service to 14 destinations not served by any other gateway in the 

region, JFK offers the only passenger flights (providing belly capacity) to such key cargo hubs as Taipei, 

Singapore, Guangzhou and Abu Dhabi.  
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While anchored by its mostly domestic regional hub for FedEx, Newark (like JFK, operated by the Port 

Authority of New York & New Jersey) is also a hub and international gateway for United (formerly 

Continental) Airlines, and has international service from (in order of cargo market share) SAS 

(Scandinavian Airlines), Lufthansa, Virgin Atlantic, British Air, Jet Airways, Singapore Airlines, Swiss 

International, El Al and Air India.  

Boston-Logan International Airport (BOS) is the geographically closest international gateway to PVD and 

the airport most likely to be considered for competing international service. As revealed in Table Four, 

international cargo is relatively well distributed among Logan’s carriers. Led by British Airways with a 

19% share of BOS’ international cargo, Delta (15%), Lufthansa (15%) and Swiss International (10%), all 

had double-digit market shares in 2013.  

Table Four: 

BOS International Cargo (MTs) by Carrier for Calendar Year (CY) 2013 

CARRIER OUT IN TOTAL SHARE 

British Airways Plc      5,410      8,539      13,950 19% 

Delta Air Lines Inc.      4,458      5,988      10,445 15% 

Lufthansa German Airlines      3,952      6,490      10,442 15% 

Swiss International Airlines      3,028      3,818        6,846 10% 

Japan Air Lines Co. Ltd.      2,166      4,520        6,687 9% 

Air France      2,898      3,327        6,225 9% 

Virgin Atlantic Airways      2,262      3,439        5,701 8% 

Aer Lingus Plc      1,715      2,628        4,343 6% 

Icelandair      350      2,497        2,847 4% 

Iberia Air Lines Of Spain          964      1,173        2,137 3% 

Compagnia Aerea Italiana          676          938        1,613 2% 

Others          162          202   364 1% 

Total    28,040    43,560      71,600 100% 

Data Source: FAA T-100 with additional analysis by Webber Air Cargo, Inc. 

The widespread distribution of international cargo at BOS contrasts dramatically with its domestic 

cargo which is dominated by FedEx (59%) and UPS (22%). Given Logan’s prominent role as a passenger 

hub, it still gets substantial domestic cargo contributions from passenger carriers United Airlines (4%), 

Delta Air Lines (3%) and JetBlue (3%). 
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TRANS-ATLANTIC AIR CARGO 

The operators of T.F. Green Airport identified Ireland’s Shannon Airport (SNN) for specific consideration 

as a prospective international cargo partner on the basis of recent discussions and past exchanges of 

information. The basis for a symbiotic relationship between the two airports is understandable given 

relative geographic proximity and both airports’ need to reverse recent cargo losses.  

SNN’s passenger and cargo totals have been hard hit by the loss of what had been mandatory stops by 

Aer Lingus on flights en route to the U.S. Absent those stops, international cargo from SNN’s service area 

is commonly trucked to Dublin for transport by Aer Lingus, while integrator tonnage is flown to DHL’s 

hub in the UK and the FedEx and UPS hubs in Europe.  

As shown in Table Five, SNN accounted for less than 1% of air cargo transported between U.S. and U.K. 

airports in 2013. London’s Heathrow (76%) and Stansted (9%) dominate that trade. For at least twenty 

years, Manchester (MAN) has attempted to take market share from London’s airports but still only 

achieved not quite 3% market share – less than the 3.2% of DHL’s UK hub at East Midlands. Of the Irish 

airports, Dublin accounted for only 4.2% market share but still more than ten times that of SNN.  

Table Five: 

TransAtlantic Cargo (MTs) by UK Airport for Calendar Year (CY) 2013 

AIRPORT OUTBOUND INBOUND TOTAL 

BELFAST (BFS)  8 0.0%   105 0.0%   114 0.0% 

DUBLIN (DUB)      13,640 4.2%      13,323 4.2%      26,963 4.2% 

EAST MIDLANDS (EMA)        9,564 2.9%      11,111 3.5%      20,675 3.2% 

LONDON GATWICK (LGW)      12,844 3.9%      10,926 3.4%      23,770 3.7% 

LONDON HEATHROW (LHR)    260,761 80.2%    228,745 71.7%    489,506 76.0% 

MANCHESTER (MAN)        8,466 2.6%      10,426 3.3%      18,892 2.9% 

GLASGOW (PIK)        1,185 0.4%        2,765 0.9%        3,950 0.6% 

SHANNON (SNN)        1,229 0.4%   768 0.2%        1,997 0.3% 

LONDON STANSTED (STN)      17,539 5.4%      40,807 12.8%      58,346 9.1% 

TOTAL    325,236    318,977    644,213 

Data Source: FAA T-100 with additional analysis by Webber Air Cargo, Inc. 

Discussions with SNN management confirmed that interest in cooperation with PVD has not waned but 

a consensus exists that any international air service between the two markets is almost certain to be 

passenger service with belly cargo opportunities. 
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CARGO FACILITIES 

A recently completed assessment of the top 100 U.S. cargo airports (ranked by annual tonnage) found 

an unprecedented surplus of cargo facilities left by the cessation of operations by formerly major cargo 

carriers Airborne Express, BAX Global, Emery Worldwide and Kitty Hawk – among others. Entire cargo 

buildings were left vacant. Coinciding with all-cargo operators leaving the industry, passenger carriers 

frequently outsourced their warehouse operations to third party cargo handlers who could handle 

multiple carrier customers in much less space.  

PVD did not add new dedicated cargo capacity during the 1990’s when many U.S. airports were 

responding to sustained cargo growth. A much smaller player in a market served by large hubs JFK, EWR, 

PHL and particularly BOS, as well as regional cargo mini-hubs like Bradley, PVD’s operators were 

understandably conservative about cargo expansion. Even with a 40% decrease in annual tonnage since 

2003, T.F. Green Airport presents an exception to the surpluses. 

UPS performs its principal cargo sort at a nearby cargo facility less than five miles from the airport and 

uses the airport only for the loading and unloading of a single daily flight. Basically a ramp-only operation, 

cargo moves directly between trucks and the aircraft. UPS parks its aircraft on apron developed and 

managed by PVD’s FBO, Northstar Aviation Inc. 

FedEx does a small manual sort using the airport’s WWII-era hangar for indoor operating space. While 

the relatively modest tonnage that even PVD’s dominant carrier FedEx puts through the airport limits its 

presence, the carrier may also be discouraged from expanding its local operation – and the investment 

required to automate a larger operation – in a facility far less modern than the equipment FedEx would 

be putting inside it.  

PVD’s other (mostly passenger) carriers accounted for less than 700 metric tonnes of annual cargo in 

2013. Third party handler JetStream Ground Services serves that demand with minimal resources. 

Specifically, JetStream occupies less than 1,000 sq. ft. of warehouse space. The handler cannot be faulted 

for its limited investment in equipment, labor and IT, as its resources align with demand. 

Recent incumbent carrier interviews, as well as PVD’s successes in attracting new international service, 

suggest that the airport has adequate justification to explore the land resources and investments 

required to support cargo facilities improvements and/or expansion. While nothing irreversible has likely 
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already occurred, some limited operations likely have occurred elsewhere in the past due to the 

inadequacy of PVD’s cargo facilities. 
 

Qualifying Warehouse Demand: 

 

Conventional cargo facilities planning should distinguish between integrated carriers and other all-cargo 

airlines, as well as belly cargo carriers. Integrated carriers commonly gain greater efficiencies by 

containerizing shipments and utilizing automated sorting equipment. Therefore,  integrators’ facilities 

are commonly assigned higher throughput ratios per square foot of warehouse operating space in 

calculating facilities utilization rates. 

 

Presently, UPS does no sorting at PVD but rather sorts its local cargo at a nearby off-site location and 

then trucks loaded containers to/from the airport. Unless UPS moves that activity back to the airport, 

UPS’s share of tonnage could be reasonably deducted from PVD’s total annual tonnage for the purposes 

of calculating required warehouse capacity. For operational oversight purposes, UPS does maintain an 

office presence on-airport.  

 

While FedEx performs its sort on-airport, the carrier uses a more labor-intensive approach than is typical 

of integrated carriers which commonly are heavily automated in order to achieve higher throughput 

efficiency. Projecting future warehouse capacity needs for FedEx requires informed judgments pursuant 

to whether they would move more tonnage through PVD if the warehouse capacity existed and would 

that greater tonnage and capacity result in greater automation.  

 

Beyond the shares of FedEx and UPS, the balance of air cargo tonnage was belly cargo handled by third 

party handler JetStream Ground Services. While historically, this had been domestic cargo, PVD's recent 

success in attracting international passenger carriers portends potentially more complex needs. 

Moreover, U.S. TSA requires that 100% of outbound belly cargo be screened, although not necessarily 

on-site, as long as the security of the shipment can be ensured from a Certified Cargo Screening Facility 

(CCSF) to the aircraft. Inbound international cargo must also be screened at the point of origin which has 

no effect on PVD's operations, although all import cargo is subject to other regulatory requirements. 

Unless physical screening is required due to some anomaly or algorithmic sample, the regulatory 

requirements may be entirely documentary and may even be pre-cleared before arrival through 

electronic protocols. Generally, international cargo is presumed to require more warehouse capacity 

due to having a longer "dwell time" due to regulatory requirements than would simple domestic 

shipments which may not even have to stop inside a terminal but rather can move from aircraft to truck.  
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According to its 2014-2015 World Air Cargo Forecast, Boeing projects that intra-North America air 

cargo will grow by only 2.1% per annum between 2013 and 2033 and projects a 3.1% growth rate for 

Europe-North America. Considering that the actual rate for intra-North America for the period 2003-

2013 was negative (-1.6%) and for Europe-North America only 0.6% for the same period, the projected 

positive growth rates seem reasonable, if possibly optimistic.  

Table Six: 

Air Cargo Tonnage Projected to Calendar Year 2035, by Carrier (Type) 

"@ 2.0% growth per annum 2013 2020 2025 2030 2035 

Federal Express Corporation      7,282  8,365      9,236    10,197    11,258 

United Parcel Service      3,962      4,551      5,025      5,548      6,125 

Passenger Carriers          682          783          864          954      1,054 

Total    11,926    13,699    15,125    16,699    18,437 

"@ 3.0% growth per annum 2013 2020 2025 2030 2035 

Federal Express Corporation      7,282      8,956    10,383    12,037    13,954 

United Parcel Service      3,962      4,873      5,649      6,548      7,591 

Passenger Carriers          682          838          972      1,127      1,306 

Total    11,926    14,667    17,003    19,712    22,851 

Table Six shows projections for PVD air cargo through 2035 using 5-year increments from 2020 and 

growth rates of 2.0% and 3.0% which are comparable to those forecasted by Boeing. Due to the impact 

of the 40% drop that hit PVD between 2003 and 2013, the higher (3.0%) of the two growth rates would 

not return PVD to its 2003 cargo total of 19,807 metric tonnes until after 2030. The growth rates used in 

the illustration typify organic growth centering on activity derived from the origin and destination 

economy. Exceptional events - such as expansion of local service areas covered by FedEx and UPS - would 

dramatically augment PVD's cargo tonnage, given the relatively small baseline.  

That growth would also impact demand for air cargo facilities. Due to its current off-airport sort, UPS's 
tonnage may be excluded from activity-based warehouse demand at PVD. However, one cannot 
assume that past is prologue but rather must consider the possibility that some critical level of activity 
might influence UPS to move its air cargo sort on-airport. Similarly, some plateau may be adequate to 
justify FedEx's moving into a dedicated cargo facility with more investment in automation. For the 
carriers, these judgments will be based upon the marginal costs for potentially improved operations 
that might serve not only the existing PVD service area but be expanded to neutralize potential 
capacity constraints in their Boston service area. 
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Qualifying Ramp Demand: 

Historically, ramp sizes were once projected as a function of the square footage of adjacent warehouses. 

Later, airport planners became more systematic in recognizing that freighter operations require 

dedicated ramp of a size and layout responsive to actual and projected needs based on aircraft size plus 

buffers for ground handling and separation from other aircraft. Planners use templates established by 

aircraft manufacturers and approved by the FAA.  

While belly cargo typically does not require additional ramp for aircraft parking, it may impact space 

required for ground service equipment (GSE) used to tug cargo to/from the passenger ramp to the cargo 

terminal. Presently, the belly cargo at PVD is handled using a ramp and warehouse separate from the 

area where FedEx and UPS operate. 

While tonnage forecasts are often converted into forecasts of freighter operations for the purposes of 

airport master plans, these extrapolations must be completed with adequate consideration of 

externalities before projecting ramp capacity needs. Depending upon the carriers' flight schedules, a 

single ramp position may be used more than once daily. Therefore planners must consider capacity on 

the basis of the hours aircraft are anticipated to occupy the ramp. Whether a second daily frequency by 

a carrier requires a second parking space depends on whether the additional frequency will overlap with 

the first on the ground.  

Carriers have multiple options to address growth of their own business locally, depending on the 

airports' capacity. The integrators may only allocate part of an aircraft's payload to PVD and the balance 

to other markets at which stops are made en route to the hub. For example, FedEx routes outbound 

flights from PVD over Fort Wayne, IN before heading to Memphis. In such cases, a carrier can 

accommodate growth using the same aircraft and frequency simply by allocating more payload to the 

PVD market.  

Carriers can also increase the gauge of aircraft used, rather than add frequencies. The choice between 

larger aircraft and more frequencies is informed by the availability of aircraft, as well as the airport's own 

capacity. UPS, for example, indicated that it has foregone past considerations of adding aircraft and/or 

frequencies during holiday peak seasons due to not having the flexibility to augment their aircraft 

operations at PVD due to local ramp capacity.  The complete fleet mixes of FedEx and UPS are given in 

Table Seven.  
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Table Seven: 

Aircraft Fleets for FedEx and UPS 

 

  Tonnes 

  10t-30t 31t-60t 61t-150t 

FEDEX 26xATR-42 4xB767 64xMD-11 

  21xATR-72 102xB757-200 25xB-777 

  243xC208B 15xA310-200 16xMD10-30 

    15xA310-300 47xMD10-30 

    71xA300-600   

UPS   53xA300-600 38xMD-11 

    75xB757-200 13xB747-400 

      51xB767-300 

Source: Freighters World, 2015  

 

Currently, both FedEx and UPS operate daily Boeing 757-200 flights to and from PVD. The integrators' 

flights arrive before 07:00 and depart more than fourteen hours later. In addition, Wiggins Airways 

operates three daily Cessna Caravan (C208) operations on behalf of FedEx with morning departures to 

Nantucket and Martha's Vineyard carrying shipments arriving on the morning FedEx flight. The Cessnas 

return to PVD in the evening in time for shipments to be transferred to the outbound FedEx flight heading 

to the Memphis hub. As needed, the Nantucket market may be served with two daily Cessnas from PVD.  

 

Unless FedEx or UPS change current schedules, additional frequencies for either of them would likely 

require an additional ramp position because both currently park aircraft for more than 14 hours. UPS 

also reports that any upgauge in aircraft would exacerbate an existing situation in which its aircraft 

already physically extends beyond its dedicated position.  

 

DEVELOPMENT NEXT STEPS 

On the basis of the preceding analysis and interviews with current cargo tenants, as well as other cargo 

operators, unmet demand for air cargo facilities at PVD can be demonstrated. UPS already indicates it 

has not considered introducing larger aircraft nor additional frequencies at PVD due to the informed 

perception that no flexibility exists for the carrier to access more aircraft parking ramp. While UPS 
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performs its sort in a warehouse off-airport, it is less clear that the warehouse deficiency has limited its 

local operations.  

 

 
 

FedEx indicated that it has limited its equipment (automation) investment at PVD in part due to the 

outdated facility in which the integrator must perform its sort.  As seen in the photo below, FedEx 

maintains equipment for loading and unloading containers, as well as for the tug to/from the ramp. 

However, FedEx's actual sort is a manual labor-intensive operation, rather than incorporating the kind 

of automation FedEx uses at many on-airport locations. 
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As with UPS's flexibility in sorting air cargo off-airport, all-cargo operators have the ability to adjust to 

perceived shortcomings of airports. Often, overflow from capacity-constrained airports is diverted to 

leverage less-congested alternative airports.  

 

Typically for FedEx and UPS, the preceding involves funneling consolidations away from busier gateways 

at which they have less operational control, in favor of smaller airports with adequate access to serve 

the larger market. Examples abound, including UPS's decisions to place regional hubs at Rockford (RFD) 

instead of Chicago O'Hare and at LA/Ontario instead of LAX. FedEx has done similarly in putting regional 

hubs at Oakland instead of San Francisco and at Alliance Ft. Worth instead of DFW.  

 

In the case of PVD which would seem to offer the potential to relieve pressure at land-constrained 

Boston-Logan International Airport (BOS), the carriers have done the opposite. Due to facilities 

constraints at PVD, the carriers are currently more likely to flow traffic through BOS that otherwise might 

logically be accommodated at PVD.   

 

While the preceding is counterintuitive logistically, the carriers have made it work. For PVD, the 

challenge will be to provide solutions that will provide greater marginal benefit in both serving the local 

O&D market around Providence and preserving critical capacity at BOS that demonstrably exceeds the 

additional costs likely to be required by new facilities. The challenge for PVD's operators is not necessarily 

to make the improvements cost-neutral compared with the outdated existing facilities at PVD but rather 

to make the total benefit superior to the alternative of continuing to use BOS capacity inefficiently by 

overextending its geographic service area. In short, the development approach must put new resources' 

costs somewhere between existing costs and new development costs at BOS.  

 

PVD's operators must complete site selection and cost projections necessary for proposals to FedEx and 

UPS, specifically. Review of the market demand and existing capacity, as well as communications with 

the dominant cargo carriers already serving PVD, have provided adequate justification for airport 

management to proceed with additional steps to match demonstrable demand with prospective 

facilities improvements, including possible expansion.  

 

Regulators will require that any airport investment using public funds be maintained as common-use 

(potential AIP funding for additional aircraft parking ramp, for example). Such an approach may be 

necessary, given that carriers may initially only require more ramp on a seasonal peak basis but 

expanded operations that initially are only temporary can serve as "test cases" that lead to more 

permanent operational changes. 
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In addition to carrier-oriented considerations, airport operators must also consider alternative 

approaches to facilities development which may be either 1st party development completed by the 

airport, 2nd party development completed by the tenant (FedEx or UPS, for example) or 3rd party 

development completed and typically managed by commercial real estate firms with expertise in air 

cargo facilities.  

Initial contact was made with several of the most prominent 3rd party developers only to establish 

whether that sector would be interested in a prospective development as small as PVD's is (at least) 

initially projected to be. While the largest developers indicated that any cargo facility under 100,000 

square feet would be too small for their business model, other firms indicated that with the right lease 

duration and tenants (FedEx and UPS being very credit-worthy), they would consider developing at PVD. 

The consistent message accompanying the affirmative operators was that construction scale greatly 

matters and consequently, the airport must be as "imaginative" as possibly in considering what other 

uses and tenants might support a larger, multi-functional facility. 

SUMMARY 

 PVD ranked outside the U.S. top 100 cargo airports in 2013 with just over 11 thousand metric

tonnes - about 40% less than PVD tallied in 2003.

 PVD's market share leaders were FedEx (61%), UPS (33%) and Southwest (4%).

 PVD's 40% decrease in total cargo was comparable to that of regional airports, including BWI (-

53%), BOS (-30%), ROC (-37%) and ABE (-35%).

 With larger market shares, FedEx and UPS ground perform their own cargo sorts with FedEx's

completed on-airport while UPS performs theirs off-airport

 With less than 700 metric tonnes of annual cargo, all belly cargo carriers are handled by third

party JetStream Ground Services with minimal space and equipment

 FedEx and UPS have similar market shares at relatively nearby BDL and MHT but 10 times more

tonnage at the former and 6 times more at the latter

 The region's international cargo is dominated by JFK which accounted for more international

freight than EWR, IAD, PHL and BOS combined

 JFK has an incomparable combination of freighter and belly capacity, compared with BOS, PHL

and EWR which are mostly belly cargo gateways and integrator hubs
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 Ireland's SNN remains interested in partnership opportunities with PVD but recognizes such

efforts will be passenger-led with cargo development as a byproduct of capacity.

 A lack of past development has resulted in PVD having no surplus cargo facilities in spite of a 40%

decrease in tonnage and the loss of major carrier Airborne Express since 2000.

 UPS has already bypassed consideration of additional flights and larger aircraft due to perception

of inadequate ramp capacity at PVD

 FedEx has limited its investment in equipment and minimized local operations due to perceived

limitations of outdated hangar

 JetStream facility and resources likely suitable to existing demand for belly cargo handling but

could be stretched by any growth, particularly international

 Justification exists for airport management to proceed with additional planning required to

match on-airport cargo operating capacity with demonstrable demand from incumbent all-cargo

carriers.
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EXECUTIVE SUMMARY 

 
Introduction 
 
The Rhode Island State Airport System Plan Guide Plan Element 640 (ASP) is a strategic 
plan for the six state-owned airports looking forward to the year 2021.  It identifies goals, 
policies, and strategies needed to ensure that Rhode Island maintains an airport system 
that is capable of meeting the state’s long-term transportation and economic needs.  It 
also recognizes that airport operations in some cases will be carried out in densely 
populated and environmentally sensitive areas.  Aviation is a mode of transportation that 
is critical to a well-balanced transportation network that allows Rhode Island travelers the 
ease of travel to connect to the country and the world. 
 
Airport System Plan 
 
An airport system plan is a strategic plan for the purposes of implementing a “top-down” 
planning approach.  It examines the airport system as a whole and how its parts, the 
individual airports, interact with each other.  It provides a viable foundation for a 
balanced and integrated system of airports with clearly defined roles developed in 
consideration of state, regional and local goals and policies.  The plan documents the 
public use airports, notes their needs, and outlines improvements that are important for 
the airports to function successfully in their designated roles and to meet the current and 
forecasted air transportation needs of the state in balance with the surrounding 
communities.  It is also used to study and monitor the performance of the entire aviation 
system; to understand the interrelationship of the member airports; to provide an overall 
perspective in capital budgeting; and to assist in maximizing the benefits of investments 
and alignment of federal priorities with state and local objectives.  It is important to 
understand however, that while airport system planning can broadly define future 
development objectives, it does not anticipate all projects that might be needed, nor does 
it design or select individual projects.  It can however serve as a foundation for preparing 
airport master plans for individual airports. 
 
Rhode Island Guide Plan (SGP) 
 
The ASP is a state policy document and as an element of the SGP it has legislated stature 
which requires both planning and project implementation to be consistent with the other 
elements of the SGP.  In addition, this ASP provides guidance to all state agencies and 
municipalities in their plans and programs for land use development around the state 
airports.  By the same token this SGP element establishes the aviation policies and 
implementation program with which community comprehensive plans must be consistent. 
 
Background and Planning Context 
 
The previous ASP, dated 1984, was prepared by the Rhode Island Statewide Planning.  In 
1992, the responsibility for operating and developing the state-owned airports was 
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transferred from the Rhode Island DOT to the newly created Rhode Island Airport 
Corporation (RIAC).  Since 1992 RIAC oversaw an explosion of growth at T.F. Green.  
Except for a 1992 amendment to reflect the terminal expansion at T.F. Green, the 
planning basically reflects the airport needs of the early 1980’s.  This update reevaluates 
the present state airport system and establishes goals, policies, objectives and strategies 
for strengthening the airport system over the next 10-years.  
 
At the same time, our public planning efforts have become more multi-faceted and better 
connected.  Since 1984 planning in the state has also changed dramatically.  The 
Comprehensive Planning and Land Use Regulation Act (Act) passed in 1988, mandated 
that all 39 cities and towns prepare a community comprehensive plan (CCP) for State 
approval.  The review process set up by the Act provides for state agency review of the 
CCP.  It also provides that state agencies are bound by the goals and policies of the CCP 
following state approval. 
   
The Airport System Plan is a single element of the State Guide Plan.  The goals and 
policies of one element cannot be pursued to the exclusion of other applicable elements.  
There are two elements of the SGP that are particularly relevant to this Airport System 
Plan:  

• Land Use 2025 (2006): It places the State airports within an Urban Services 
Boundary;  

• Transportation 2030 (2008): It focuses on reducing congestion and enhancing 
mobility through better public transportation and improved intermodal 
connections.   

 
The General Assembly also enacted airport zoning requirements (RIGL, Title 1, Chapter 
3, Airport Zoning).  RIAC will formulate airport approach plans for each state airport and 
municipalities will establish airport hazard areas that are consistent with these 
approaches.   

 
Planning Process for the ASP 
 
The airport system was examined in the context of aviation service requirements, 
economy, population, and surface transportation.  The fundamental approach was to 
capture strategic data that would enable RIAC to make informed decisions related to the 
planning and development of the airport system.  The analysis, and ultimately the report, 
focused on the following: 
• Identification of the planning factors 
• Inventory of the physical assets  
• Forecast of aviation demand 
• Exploration of the issues  
• Definition of airport roles 
• Performance assessment of the airports and system 
• Recommendations for airport development  
• Development of goals and policies 
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In addition to the above RIAC, Statewide Planning and airport stakeholders agreed on the 
following seven general planning factors to help guide the airport system analysis: 

• Economic: Ability to support the state economic growth and airport financial self-
sufficiency. 

• Capacity: Ability to provide airside and landside facilities to meet existing and 
future needs. 

• Air Accessibility: Ability to be accessible from the air. 
• Ground Accessibility:  Ability to be accessible from the ground. 
• Compatibility: Ability to operate as compatibly as possible within the community. 
• Compliance: Ability to meet environmental regulatory requirements. 
• Standards: Ability to meet applicable design and safety standards. 

  
Public coordination for the general aviation airports included the establishment of Local 
Advisory Groups (LAG) for each airport and a series of public informational meetings.  
The LAG consisted of staff from RIAC, Landmark Aviation Statewide Planning, local 
planners, airport users, pilots associations, airport neighbors, Nature Conservancy, Land 
Trust, police, local elected officials, chambers of commerce, and the National Guard. The 
LAG met several times during the planning process.  
 
In addition to the efforts of the airport system planning a parallel effort was also 
underway for T.F. Green that enhanced the analysis for the ASP planning process.  That 
process was the environmental analysis for the T.F. Green Airfield Improvement 
Program.  In recognition of this ongoing process, the role of this ASP is primarily to 
address the larger policy aspects relative to the safety and efficiency of all state airports 
and not to supplant the federal Environmental Impact Statement selection of a preferred 
alternative at TF Green.  A Draft Environmental Impact Statement (DEIS) was published 
by The FAA in July of 2010 and a final Record of Decision is anticipated to be issued in 
early 2011. 
 
Planning Process for the SGP  
 
This State Guide Plan (SGP) Element 640 brings together the highlights of the 2004 
General Aviation System Plan which focused on the five general aviation airports with 
relevant content from the ongoing EIS process.  Because the 2004 General Aviation 
System Plan used data only as recent as 2001, information was updated where more 
recent operations data and facility specific master plans were available.   
 
Airport Roles 
 
Ultimately the SGP Element 640 – ASP defined the future airport roles. Essentially they 
remain unchanged from their previous roles as defined by the 1984 ASP. 

• Newport State Airport: General Aviation 
• North Central State Airport: General Aviation Reliever 
• Quonset State Airport: General Aviation Reliever 
• Westerly State Airport: General Aviation/Commercial Service 

 
vii
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• Block Island State Airport: General Aviation/Commercial Service 
• T.F. Green State Airport: Medium Hub Primary Commercial Service  

 
Airport Goals 
 
Building on the planning factors established, the Rhode Island system goals are identified 
in Chapter 6. Chapter 6 also identifies the “policies, strategies, and objectives” by which 
to achieve the stated goals.  These goals are as follows: 
 

• Goal 1 – Rhode Island’s system of airports will contribute to the State’s economic 
growth while maintaining financial self-sufficiency. 

• Goal 2 – Rhode Island will be served by a system of airports whose roles and 
capacities are sufficient to meet current and projected demand within the context 
of the natural, social, and economic environment. 

• Goal 3 – Rhode Island will be served by a system of airports that is readily 
accessible from the air. 

• Goal 4 – Rhode Island will be served by a system of airports that is readily 
accessible from the ground. 

• Goal 5 – Rhode Island’s airports will exist compatibly within their communities 
while providing air services appropriate to their roles. 

• Goal 6 – Rhode Island’s system of airports will meet all federal, state, and local 
environmental regulatory requirements. 

• Goal 7 – Rhode Island’s airport system will be safe, efficient, and meet applicable 
FAA design standards and TSA security standards. 
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640.01  Introduction and Background 
 
The Rhode Island State Airport System Plan (ASP) is a strategic plan for the six state-
owned commercial and general aviation airports looking forward to the year 2021.  It 
identifies  goals, policies, and strategies needed to ensure that Rhode Island maintains an 
airport system that is capable of meeting the state’s long-term transportation and 
economic needs, while recognizing that operations will be carried out in densely 
populated and environmentally sensitive areas.  Aviation, and commercial air service in 
particular, is a mode of transportation that is critical to a well-balanced network that 
allows travelers to cover great distances in hours.  This ease of travel connects Rhode 
Island to the country and the world. 
 
Rhode Island’s airport system consists of the following airports: 

• Block Island Airport in New Shoreham (BID) – Non Primary Commercial 
Service 

• Robert F. Wood (UUU) – General Aviation (also referred to as Newport Airport) 
• North Central Airport in Smithfield (SFZ) – General Aviation / Reliever 
• Quonset Airport in North Kingstown (OQU) – General Aviation / Reliever 
• T.F. Green Airport in Warwick (PVD) – Primary Service, Medium Hub 
• Westerly Airport in Westerly (WST) – Non-Primary Commercial Service 

 
The previous State Airport System Plan was developed in 1984 by the Rhode Island 
Statewide Planning Program and was last amended in 1992 to accommodate the terminal 
expansion at T.F. Green Airport.   
 
This chapter discusses the planning context, describes the purpose of an airport system 
plan, describes the planning hierarchy, and then discusses the planning process used in 
the development of this plan. 
 
01-01   Planning Context 
 
Aviation Industry 
Since 1984, the commercial airlines and general aviation have undergone dramatic 
changes, including the rise of regional air carriers, fractional ownership operators and 
emergence of successful low-cost carriers, as well as the reemergence of small general 
aviation.  On a regional level, T.F. Green Airport, like Manchester-Boston Regional 
Airport, has assumed a new role in New England because of its proximity to Boston 
Logan International Airport.   
 
In 1992, the responsibility for operating, maintaining and developing the state-owned 
airports was transferred from the Rhode Island Department of Transportation to the 
newly created Rhode Island Airport Corporation (RIAC). Since 1992 RIAC oversaw an 
explosion of growth at the state’s only primary commercial air service airport.  In order to 
better focus on T.F. Green, the management of the five other state airports was contracted 
to Landmark Aviation (formerly Hawthorne Piedmont). 
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The September 11, 2001 attacks have had profound and lasting impacts on the aviation 
industry.  In order to ensure the security of the traveling public and more effectively 
screen passengers and baggage, the Transportation Security Administration was created 
as a new agency within the U.S. Department of Transportation and ultimately became 
part of the new Department of Homeland Security.  The economy and the airline industry 
have both experienced declines in the past and have always rebounded. 
 
While the commercial aviation industry is driven primarily by national and global forces, 
general aviation can be impacted by the state and local economy.  At the state level, and 
at RIAC’s request, the RI General Assembly repealed the sales tax on aircraft and 
aviation in 2005.  Specific positive impacts on general aviation are addressed in Chapter 
3. 
 
State Planning Environment 
The planning environment in the state has also changed quite dramatically since 1984.  
The Comprehensive Planning and Land Use Regulation Act (Act), passed in 1988, and 
amended in 2011 mandates that all 39 cities and towns prepare a community 
comprehensive plan (CCP) to be submitted to the State for approval.  The review process 
set up by the Act provides for state agency review of CCP’s as well as a provision that 
state agencies are to be bound by the goals and policies of the CCP following state 
approval provided it is consistent with the State Guide Plan.  This is further explained 
later in this chapter in the section on the State Guide Plan.   
 
Since 1984, eighteen State Guide Plan elements have been adopted by the State Planning 
Council, and eight elements have been updated.  There are two elements that are 
particularly relevant to the ASP: 1) Land Use 2025 (2006) which places all of the State’s 
airports within an Urban Services Boundary; and 2) Transportation 2030 (2008) which 
focuses on means to reduce congestion and enhance mobility through better public 
transportation and improved intermodal connections.  One major project in support of 
this goal is the intermodal station at T.F. Green Airport.  Recently named “The 
InterLink”, this facility opened in the fall of 2010 and provides commuter rail service to 
Providence and Boston, and houses a consolidated car rental facility. 
 
In addition to the Act, the General Assembly enacted airport zoning requirements.  
Specifically, Title 1 - Aeronautics of the Rhode Island General Laws, Chapter 3, Airport 
Zoning, mandates that RIAC formulate airport approach plans for each state airport and 
also requires that municipalities establish airport hazard areas that are consistent with 
these approaches under their police powers.   
 
01-02   Purpose of the State Airport System Plan 
 
The general purpose of the airport system planning process is to provide a viable 
foundation for a balanced and integrated system of airports with clearly defined roles 
developed in consideration of state, regional, and local goals and policies.  This plan 
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however has differing specific purposes depending on whether one is looking at it from 
an aviation or statewide planning perspective.  These are discussed further below.   
 
Aviation 
The ASP defines the roles of Rhode Island’s six airports with respect to each other and in 
consideration of other airports in the New England region.  It serves as a foundation for 
preparing airport master plans for individual airports.  Because of the dynamic nature of 
aviation planning, the system plan is also integral to a continuous airport planning 
process.  The plan documents the public use airports, notes their needs, and outlines 
improvements that are important for the airports to function successfully in their 
designated roles and to meet the current and forecasted air transportation needs of the 
state in balance with the surrounding communities.  It is also used to study and monitor 
the performance of the entire aviation system; to understand the interrelationship of the 
member airports; to provide guidance in capital budgeting; and to assist in maximizing 
the benefits of investments and alignment of federal priorities with state and local 
objectives.  It is important to understand however, that while airport system planning can 
broadly define future development objectives, it does not anticipate all projects that might 
be needed, nor does it design or select individual projects. 
 
State Guide Plan 
In addition to being a planning document for aviation interest such as RIAC and the 
FAA, the ASP also serves as an element of the State Guide Plan (SGP).  Our state 
benefits from a tradition of statewide planning, made possible in part because of our 
small size.  In 1964 the Statewide Planning Program was established.  It is charged with 
preparing and maintaining the State Guide Plan, currently consisting of 28 themed 
elements, and centralizing and integrating long-range goals and policies with short-term 
plans and projects.  There are several other transportation elements within the State Guide 
Plan that address other modes including surface transportation (highway, bicycle, and 
transit), freight rail, and waterborne passenger transit.   
 
The State Guide Plan promotes planning coordination in several ways, being used as both 
a resource and review mechanism for projects and implementation measures, such as: 
 

• Review of local comprehensive plans (RIGL 45-22) (see section below) 
• Proposals requesting federal funds (Presidential Executive Order 12372, 

Governor’s Executive order 83-11, and CFDA for individual programs) 
• Applications for U.S. Army Corps of Engineers permits (33 CFR Part 325) 
• Environmental Impact Statements (State Planning Council Rule I-12.08) 
• R.I. Economic Development Corporation projects (42-64) 
• Projects being reviewed by the Energy Facility Siting Board (RIGL 42-98) 
• Applications for various loans, grants, or other federal or state financing 

(Presidential Executive Order 12372, Governor’s Executive order 83-11, and 
CFDA for individual programs) 

• Property leases and conveyances proposed before the State Properties Committee 
(RIGL 37-6 and 37-7) 
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One of the most important functions of the State Guide Plan is in the review of local 
comprehensive plans.  Under the Act, Rhode Island cities and towns must have a locally 
adopted CCP that must be updated at least once every ten years.  The State review 
process includes state agency goals and policies, and in the same way that local plans and 
projects must be consistent with the State Guide Plan, state projects and programs must 
also be consistent with state approved CCP’s.  In the event of an inconsistency the State 
Guide Plan prevails.  The Airport System Plan is a single element of the State Guide 
Plan.  The goals and policies of one element cannot be pursued to the exclusion of other 
applicable elements.  The State Guide Plan, in its entirety, must be used to ensure a 
balanced review of projects, plans and proposals. 
 
In planning and carrying out projects, RIAC and all persons dealing with RIAC are 
entitled to rely upon a written statement of the state planning council that a proposed 
project conforms to the state guide plan.  When RIAC requests such a written 
determination in accordance with R.I.G.L. § 42-64-14, the state planning council within 
the statutory time period allotted shall, inter alia, seek an advisory comment from the 
host community’s planning department regarding a project’s consistency with the 
community’s comprehensive plan and zoning ordinances.   
 
In instances where municipalities find that actions of a state agency do not conform to a 
State approved Comprehensive Plan, excluding the state guide plan as provided for by 
R.I.G.L.§ 42-11-10, R.I.G.L. 45-22.2-10 allows the State Planning Council to hold a 
public hearing on the matter at which the state agency must demonstrate: 

(a)  That the project or facility conforms to the stated goals, findings, and intent of 
this chapter.  

(b)  That the project or facility is needed to promote or protect the health, safety, and 
welfare of the people of Rhode Island.  

(c)  That the project or facility is in conformance with the relevant sections of the 
state guide plan.  

(d)  That the project or size, scope, and design of the facility has been planned to 
vary as little as possible from the comprehensive plan of the municipality.  

 
01-03   Planning Process 
 
Planning Hierarchy 
Aviation planning occurs at many levels from the national level to individual airport 
master plans. It is important to note, that an “aviation system” can be defined by any 
number of factors.  While the most common factor in defining a system is the state in 
which the airports are located, aviation systems can also be defined on a national, 
regional, metropolitan, or operational basis.  The FAA provides planning guidance in 
Advisory Circular 150/5070-7 “The Airport Planning System Process” (2004).  This 
section describes the planning hierarchy in general followed by the planning process used 
in the RIASP. 
 
Federal law 49 USC 47102(8) defines “integrated airport system planning” as 
“developing for planning purposes, information, and guidance to decide the extent, kind, 
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location, and timing of airport development needed in a specific area to establish a viable, 
balanced, and integrated system of public-use airports.”  
 
National Plan of Integrated Airport Systems (NPIAS) 
The FAA Advisory Circular (AC) 150-5070-7 The Airport System Planning Process 
states: “The primary purpose of airport system planning is to study the performance and 
interaction of an entire aviation system to understand the interrelationship of the member 
airports. The system evaluated in the plan can be the airports of a metropolitan area, a 
state, or several bordering states. The effort involves examining the interaction of the 
airports with the aviation user requirements, economy, population, and surface 
transportation of a specific geographic area. The system of airports may include all 
airports, heliports, spaceports (operations involving horizontally-launched reusable 
vehicles), and seaplane bases in the study area that contribute to the national 
transportation system, as well as those that serve state and local aviation needs.” 

“The airport system planning process is an examination of system dynamics that leads to 
the effective use of federal, state, metropolitan, and local aviation resources in developing 
an efficient network of airports for current and projected needs. The product of the 
process is a cost-effective plan of action to develop airports consistent with established 
goals and objectives. The process also results in the establishment of perspectives on 
aviation priorities, such as airport roles, funding, policy strategies, and system trends in 
activity level. The process ensures that aviation plans remain responsive to the overall air 
transportation needs of the state or metropolitan area, while identifying the roles and 
characteristics of existing and recommended new airports, and describing the overall 
development required at each, including timeframes and estimated project costs. More 
detailed design, and capital and environmental planning are accomplished under an 
individual airport’s master plan.”  

“The airport system planning process should be consistent with state or regional goals for 
transportation, land use, and the environment. Overall, the planning process includes the 
elements listed below. It is a dynamic process, which involves feedback from 
stakeholders throughout the effort. The airport system planning process can include any 
of the following major elements: (a) Exploration of Aviation Issues in the Study, (b) Area 
Consideration of Alternative Airport Systems (c) Identification of Air Transportation 
Needs (d) Inventory of Current System, (e) Definition of Airport Roles and Policy 
Strategies, (f) Forecast of System Demand, (g) Recommendation of System Changes, (h) 
Funding Strategies and Airport Development, (i) Preparation of an Implementation Plan 
and (j) Exploration Plan.” 

The national guidance also states: “The FAA’s National Plan of Integrated Airport 
Systems (NPIAS) supports the FAA’s strategic goals for safety, system efficiency, and 
environmental compatibility. The NPIAS identifies specific airport improvements that 
will contribute to the achievement of those goals. Metropolitan, state, and multi-state 
aviation system planning fits between the FAA’s national planning effort, as documented 
in the NPIAS, and the more comprehensive master plans prepared for individual airports. 
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It feeds information “up” to be consolidated into the NPIAS and “down” to provide goals 
and development recommendations for individual airports. The airport system planning 
process also clarifies federal, state, and local sponsor objectives, and helps make 
development of airports part of a regional transportation system.” 
 
The NPIAS is developed and maintained by the Federal Aviation Administration (FAA) 
and has been an active component of airport development since 1971 when the Planning 
Grant Program was created.  The primary inputs for the NPIAS are state level system 
plans and airport level master plans.  An airport must be listed in the NPIAS to be eligible 
for federal funding.  The NPIAS is regularly and continuously updated.  The six airports 
that are the subject of this plan are all contained in the NPIAS as contributors to the 
national system. 
 
New England Regional Airport System Plan (NERASP) 
In the early 1990’s Boston Logan was one the nation’s major airports contributing 
significant air traffic delays to the airspace system.  A study was conducted to investigate 
a second major airport for the Boston area.  That evaluation, funded jointly by the 
Massachusetts Aeronautics Commission, Massport and FAA, of 163 potential locations 
in Massachusetts made it abundantly clear that such an idea was not feasible.  If not a 
new airport, how would the growing demand for air travel in New England be 
accommodated? A subsequent analysis, entitled, A Strategic Assessment Report, funded 
by the same parties highlighted that the best course of action was to make more effective 
use of our existing regional airports.   
 
On the basis of those initial studies and the growing impact of Boston Logan on the entire 
New England regional airport system a unique coalition was formed.  Unique in the sense 
that such a partnership in system planning was unheard of or untried in the airport 
industry.  That coalition included the FAA New England Region, the six state aviation 
directors and the directors of the eleven primary airports.   
 
In 1995 the first phase of what was to become known as the New England Regional 
Airport System Plan (NERASP) was completed. The result of this initial effort was an 
understanding of the travel profile of the New England air passenger and the impact of 
Boston Logan International Airport on the region as a whole.  In essence, their propensity 
was to utilize Boston Logan in lieu of the airport closer to their residence, whether it was 
Providence, Manchester, Worcester, or even some as far as Portland or Burlington.  The 
“leakage rate” ranged from as 25% - 50%.  That same study showed that 77% of the 
people in New Haven preferred to originate their trips at New York airports in lieu of 
Tweed New Haven Airport. 
 
In 2000 the same coalition began an update of the earlier NERASP.  With new and more 
current data, as well as the impact of the growth that occurred at T.F. Green and 
Manchester in the late 1990’s, the focus was to develop forecast models that better 
predicted the New England traveler.  In addition, because of the impacts of September 
11, new security requirements, and the dynamic changes in the airline financial situation, 
it was important to understand these changes on our regional system.  Based on the new 
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information and new forecasts developed this study, unlike the initial effort set out to 
describe, in broad terms, the requirements, deficiencies and future direction of the eleven 
primary airports.  The current New England Regional Airport System Plan was issued in 
the fall of 2006. 
 
This study discovered some very interesting answers to the central question: “Will this 
(system) be enough to provide for the needs of the next generation of air passengers?”  
 

• “The region has an unusually high reliance on air transportation”1 
• “The system does have the ability to meet passenger demand through 2020.” 
• “But to do so requires continued efforts to enhance the performance of each 

airport in the system.” 
• “This is essential to achieve the level of efficiency and resiliency the system must 

have for a region so dependent on the services of a constantly evolving airline 
industry.” 

 
This plan identifies both Manchester and T.F. Green as having important and substantial 
roles in the six-state region. 
 
State System Planning  
Notwithstanding the NPIAS and NERASP, system planning also occurs at the state level.  
Federal Aviation Regulation 49 USC 47102 (8) defines “Integrated Airport System 
Planning” as “developing for planning purposes, information and guidance to decide the 
extent, kind, location and timing of airport development needed in a specific area to 
establish a viable, balanced and integrated system of public use airports. 
 
An aviation system plan is fundamentally a strategic plan for the purposes of 
implementing a “top-down” planning approach.  It examines the airport system as a 
whole and how its parts, the individual airports, interact with each other.  It is a high-
level, macro analysis that provides a means of checks and balances for local airports as 
they proceed with their individual development plans.  The end goal of the system plan is 
to help ensure that airports are developed appropriately so as maximize their utilization 
and, as a result, the overall efficiency of the aviation system.  A system plan will 
typically provide some guidance to a master plan, based on its role, as to what types of 
facilities should or should not be developed at a particular airport so as to maximize the 
benefit of the facility development, and hence the overall efficiency of the aviation 
system.  The state airport system plan should also inform the NERASP as to RIAC’s 
ability and timeline in fulfilling its regionally recommended role. 
 
Airport Master Plan 
An airport master plan is a “bottom up” planning approach that focuses on a tactical 
development plan for a specific airport to achieve objectives and fulfill its role as 
established by a system plan.  It examines in greater detail the forecasts and projections, 

                                                           
1 The region generates 2.5 air passenger trips per year per capita, almost 80% higher than the national rate of 1.4 
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how those translate into specific facility development requirements, and how those 
development needs would be designed and funded.  Any required environmental studies 
may follow or run concurrently with a master plan.  An Airport Layout Plan (ALP) is 
usually the result of the master plan, and is the document that is ultimately approved and 
signed by the FAA for FAA funded projects.  It identifies airfield and other 
improvements deemed necessary through the planning process.  It is at this level of 
planning (i.e., not within airport system planning) that design decisions are made on such 
items as runway length, building locations, parking layouts, etc.  
 
With that end in mind, RIAC has been systematically preparing new airport master plans 
and Airport Layout Plans for each of the airports in the system.  Table 640-01(01) 
presents the status of that process for RI’s six airports: 
 
Table 640-01(01) Airport Master Plan Status 

Airport AMP2 Current FAA 
Approved ALP 

Status of Planning  

Newport State 
(UUU)  

Completed3 April 2008 The next update will be considered in 2013. 

T.F. Green  
(PVD) 

In Progress4 Jan 25, 2000 The draft AMP is pending completion of the 
FEIS. Estimated completion date is in 2011. 

Westerly State 
(WST) 

Completed July 16, 2009 The next update will be considered in 2014. 

North Central  
(SFZ) 

Completed June 16, 2010 The next update will be considered in 2015. 

Block Island 
State  (BID) 

Completed March 22, 2006 The next update will be considered in 2011. 

Quonset State 
(OQU) 

Completed June 22, 2006 The next update will be considered in 2011. 

 
01-04   RIASP Planning Process 
 
In an ideal world, planning would occur sequentially within the hierarchy, i.e., the New 
England Regional Airport System Plan would be followed by the State Airport System 
Plan, which would be followed by individual airport master plans  prepared in 
coordination with local communities. In reality, however, this is rarely achieved, and 
planning processes overlap and do not necessarily occur in the desired sequence.  Such is 
the case with the ASP.  Nearly simultaneously, the New England Plan, RIAC’s System 
Plan for the five general aviation airports, and master planning for T.F. Green were 
ongoing.  All were impacted by the September 11 terrorist attacks and restarted after the 
longer term impacts became more apparent.  This update to State Guide Plan Element 
640, RI Airport System Plan, draws primarily from two planning efforts which are further 
described below: 
 

• 2004 General Aviation System Plan with T.F. Green supplement 
• Ongoing EIS and Master Plan for T.F. Green 

 
                                                           
2 Copies of the full Airport Master Plan Report and approved Airport Layout Plan are on file at RIAC. 
3 The Statewide Planning Program staff has representation on the Newport, and North Central AMP Advisory Committees. 
4 The Statewide Planning Program staff has representation on the T.F. Green AMP and EIS Advisory Committee. 
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Planning Process of the 2004 General Aviation System Plan  
The system of five general aviation airports in the State of Rhode Island includes the 
following airports: North Central, Quonset, Newport, Westerly, and Block Island. The 
airports were examined in the context of aviation service requirements, economy, 
population, and surface transportation requirements.  The plan was prepared by Edwards 
and Kelcey through an Airport Improvement Program (AIP) grant from the FAA.  The 
plan contains some information on general aviation activity that occurs at T.F. Green, but 
not the commercial activity.  The report has the following sections: 
 

• Identification of planning factors: 
• Preparation of a complete inventory of current system physical assets; 
• Preparation of forecasts of system demand; 
• Exploration of issues that impact aviation in the study area; 
• Definition of airport roles; 
• Performance assessment of each airport as it relates to the system, based on the 

planning factors; 
• Recommendations for system changes and airport development; and  
• Development of goals and policies, also based on planning factors. 

 
The fundamental approach was to capture strategic data that would enable RIAC to make 
informed decisions related to the planning and development of the airports it manages.  A 
long-term vision for the Rhode Island Airport System was established, as well as the 
goals that would ultimately direct the airport system toward its established vision.   
 
Public coordination efforts were undertaken that included the establishment of Local 
Advisory Groups (LAG) for each of the five general aviation airports, as well as a series 
of public informational meetings.  The LAG’s consisted of staff from RIAC, Landmark 
Aviation (formerly Hawthorne), Statewide Planning, local planners, airport users, pilots 
associations, airport neighbors, Nature Conservancy, Land Trust, police, local elected 
officials, chambers of commerce, and the National Guard. LAG’s were involved 
throughout the process and met several times.  The input provided by the LAG’s on the 
need for certain improvements, facilities, and services was used in the General Aviation 
System Plan and is being carried forward in the State Airport System Plan. 
 
RIAC’s system plan for the five general aviation airports was essentially completed in 
2004, but not submitted for state review because, at that time, it did not include T.F. 
Green.   
 
Planning Process for T.F. Green 
T.F. Green is the primary commercial airport in the state, a major service provider to 
southeastern Massachusetts and southeastern Connecticut, and as such plays an important 
role in the New England Regional Airport System.  Given this, much has been invested 
over the past ten years by various stakeholders in completion of the ongoing TF Green 
Master Plan and associated Environmental Impact Study (EIS) which are being led by 
RIAC and FAA respectively.   
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In recognition of this ongoing process, this plan resolves that its role is primarily to 
address the larger policy concerns relative to the safety and efficiency of the facility and 
not to supplant the EIS processes’ selection of preferred alternatives with its own 
judgment but rather to defer to the outcomes reached through the federally required 
process.  A Final Environmental Impact Statement (FEIS) was published by The FAA in 
July of 2011 and a final record of decision regarding recommended improvements is 
anticipated to be issued in fall of 2011. 
 
2010 Rhode Island State Airport Systems Plan (SGP Element 640) 
This State Guide Plan (SGP) Element brings together the highlights of the 2004 General 
Aviation System Plan which focused on the five general aviation airports with relevant 
content from the ongoing T.F. Green Master Plan and EIS process.  Because the 2004 
General Aviation System Plan used data only as recent as 2001, some updating was 
necessary where more recent operations data and facility specific master plans were 
available.   
 
Based on discussions between RIAC, the Rhode Island Statewide Planning Program, and 
other airport stakeholders, seven general planning factors were developed for the general 
aviation system plan, with the understanding that they would be applicable to T.F. Green 
as well.  These factors were utilized to help define and guide the analysis completed for 
this study.  Those planning factors were identified as follows: 
 

• Economic:  Ability to support Rhode Island’s economy and airport financial self-
sufficiency. 

• Capacity:  Ability to provide airside and landside facilities to meet existing and 
future needs. 

• Air Accessibility:  Ability of Rhode Island’s airports to be accessible from the air. 
• Ground Accessibility:  Ability of Rhode Island’s airports to be accessible from the 

ground. 
• Compatibility:  Ability to operate as compatibly as possible within the 

community. 
• Compliance:  Ability to meet environmental regulatory requirements. 
• Standards:  Ability to meet applicable design and safety standards. 

 
The following chapters provide an inventory of the state airports, forecast future 
operations and passenger levels, measure airport performance in terms of the planning 
factors, analyze issues related to the seven planning factors, discuss current and future 
airport roles, and provide goals, objectives, policies, and strategies for the airport system. 
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640-02  Inventory  
 
The key objective of this chapter is to provide a comprehensive summary of currently 
available airport information and an overview of how the existing state owned airports 
function within the system.  The summary that follows was drawn most heavily from the 
2004 General Aviation System Plan prepared for RIAC by Edwards & Kelsey (E&K).  
Data for T.F. Green Airport was collected from the ongoing Master Plan and EIS process.  
Other sources used to round out and provide an up-to-date summary included: 
 

• FAA Data (ASIS) / Records / Terminal Area Forecasts (TAF) (2009) 
• Airport Master Records (5010) (2009) 
• Individual Airport Master Plans / Forecasts (2007 – 2010) 
• Rhode Island Airport Corporation Data / Records (2009) 
• Rhode Island Department of Statewide Planning Data / Records (2009) 
• Rhode Island State Airport System Inventory (October 1969) 
• Rhode Island State Airport System Plan (March 1984) 
• The 1998 Economic Impact of Rhode Island State Airports Study 

 
02-01  State Aviation System Overview 
 
The six state airports are currently owned by the Rhode Island Department of 
Transportation (RIDOT) and are managed by the Rhode Island Airport Corporation 
(RIAC).  RIAC was formed in December 1992 as a semiautonomous subsidiary of the 
then Rhode Island Port Authority, now the Rhode Island Economic Development 
Corporation (RIEDC).  The powers of RIAC are vested in its seven member board of 
directors, six of whom are appointed by the governor, and one who is appointed by the 
mayor of the City of Warwick.  
 
RIAC was formed as a quasi-public state agency in an effort to develop the state aviation 
system in a more efficient and effective manner.  As part of a lease agreement with 
RIDOT, RIAC is responsible for operating and maintaining the State owned airports and 
for the planning, design and construction of airport improvements.  RIAC does not 
receive any state tax dollars, but operates as a self-supporting corporation, receiving no 
government financial support other than capital funding from the FAA Airport 
Improvement Program.  RIAC generates its revenues through tenant leases, boarding 
fees, aircraft tie-down fees, and fuel sales.   
 
Although there are several privately owned and operated general aviation airports in 
Rhode Island, they are not included in this assessment as such facilities are generally 
more susceptible to fluctuating economies and cannot be relied on to support the airport 
system on an extended basis.  This system analysis is also independent of any airports 
located within the nearby borders of Connecticut and Massachusetts.  With the 
elimination of the state aviation excise tax, it is assumed that aircraft owners are less 
likely to be influenced to move aircraft to these bordering airports.  The locations of the 
six state airports in Rhode Island are shown in Figure 640-02(1).   
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Figure 640-02(1) Rhode Island’s State and Private Airports  

 

Non-Primary Commercial Services 

Non-Primary Commercial Services 
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02-02  Airport Background and Terminology 
 
The following provides a brief description of key background information and airport 
terminology. 
 
A.  National Plan of Integrated Airport Systems (NPIAS) 
The roles of all state airports are defined by the National Plan of Integrated Airport 
Systems (NPIAS).  The NPIAS is a national airport system plan prepared by FAA to 
identify the airports that are important to national air transportation.  Being identified 
within NPIAS makes an airport eligible to receive grants for capital improvements under 
FAA’s Airport Improvement Program (AIP).  All of Rhode Island’s state airports are 
listed in the NPIAS.  The NPIAS defines an airport by its role, which in turn reflects the 
type of service that a given airport provides for its area and the associated design criteria.  
The role also defines the funding categories established by Congress to assist in the 
distribution of funding resources for airport development.  These roles are defined as 
follows: 
 
Commercial Service (CM) – Public use, commercial service airports receiving scheduled 
airline passenger service, enplaning between 2,500 and 10,000 passengers annually. 
 
Primary Service (PR) – Public use, commercial service airports receiving scheduled 
airline passenger service, enplaning 10,000 or more passengers annually.  The passenger 
enplanements also define whether an airport is a Large Hub, Medium Hub, Small Hub, 
and Non Hub.  Large, Medium, Small and Non-Hub designation is based on the percent 
of enplanements that are of the national commercial service enplanement total.  This is 
not to be confused with former designations that defined airports as Short, Medium and 
Long “Haul”. 
 
Reliever (RL) – General Aviation or Commercial Service public use airports, which 
relieve congestion at a Primary Service airport by providing general aviation and small 
commercial operators with an alternative point of access. 
 
General Aviation (GA) – Either publicly or privately owned public use airports that serve 
the needs of the general aviation community.  General aviation includes all segments of 
the aviation industry except commercial air carriers and the military.  Activities include 
pilot training, ratings or certification, sightseeing, movement of large heavy loads by 
helicopter, flying for personal or business/corporate reasons, and emergency medical 
services.  The aircraft range from the one-seat single-engine piston aircraft to the long-
range corporate jet. 
 
B.  Airport Reference Code (ARC) 
The ARC is a coding system used to relate airport design criteria to the operational and 
physical characteristics of the airplanes intended to operate at the airport.  The code has 
two components relating to the airport design aircraft (defined as the most demanding 
aircraft that conducts 500 or more annual operations at that airport).  The first component 



STATE GUIDE PLAN ELEMENT 640  RHODE ISLAND STATE AIRPORT SYSTEM PLAN 
 

PAGE 02.4 SEPTEMBER 15, 2011 

relates to the aircraft approach speed (operational characteristic).  The Aircraft Approach 
Category is a grouping of aircraft based on 1.3 times their stall speed in their landing 
configuration at their maximum certificated landing weight. The Category is defined by 
letters from A to E.  The second component is the airplane design group and relates to 
airplane wingspan (physical characteristic).  The Airplane Design Group category is a 
grouping of airplanes based on wingspan.  The groups are defined by the Roman numeral 
I to VI. Generally, runway standards are related to aircraft approach speed, airplane 
wingspan, and designated or planned approach visibility minimums. 
 
C.  Airport Dimensional Standards 
A primary function of the ARC is to determine the design standards for a particular 
runway that best fits its current and future usage patterns.  These standards have been 
established by the FAA to optimize the safety and efficiency of aeronautical activities. 
They are detailed in Chapter 7 of FAA Advisory Circular 150/530013 “Airport Design”.  
Several key standards worthy of note include Runway Safety Areas, Object Free Areas 
and Runway Protection Zones. 
 
D.  Aviation Activity General Terminology 
Runway Safety Area (RSA) – This area is a defined surface surrounding a runway 
prepared or suitable for reducing the risk of damage to airplanes in the event of an 
undershoot, overshoot, or excursion from the runway.  The RSA is typically a non-paved 
turf area that cannot be utilized by aircraft during normal landing and takeoff operations.  
The length and width for an RSA on a given runway is established through a combination 
of the runway ARC and on its approach visibility minimum. 
 
Object Free Area (OFA) – This is an object free area on the ground that is centered on a 
runway or taxiway and provided to enhance the safety of aircraft operations.  OFA 
standards of both width and length are derived from the ARC, as well as the approach 
visibility minimum associated with a specific runway.  
 
Runway Protection Zone (RPZ) – This is an area off the runway end designed to 
enhance the protection of people and property on the ground and safety of aircraft in the 
final approach to the runway.  FAA states that this enhancement is achieved preferably 
through airport owner control of the RPZ, and control is preferably exercised through the 
acquisition of sufficient property interest in the RPZ.  The RPZ is trapezoidal in shape 
and centered about the extended runway centerline.  The RPZ dimension for a particular 
runway end is a function of the ARC and approach visibility minimum associated with 
that runway end. 
 
Fleet Mix – Describes the type and size of aircraft operating at a given airport.  
 
Design Aircraft – Is defined as the most demanding aircraft that conducts 500 or more 
annual operations. I t is a factor used to define runway length, width, pavement strength, 
and minimum separation distance requirements.  
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Based Aircraft – The aircraft normally stored at a given airport are considered to be 
“based aircraft.”  All other aircraft are considered to be “transient” or “itinerant”. 
 
Aircraft Operations – An operation is any take-off or landing.  These operations are 
classified either as “local”, those performed by aircraft which operate within the local 
traffic pattern or conduct touch-and-go operations, or as “itinerant”, those performed by 
all other aircraft. 
 
Passenger Enplanements– Enplaning passengers are those who board departing aircraft. 
Forecasts of future enplanements are useful in determining the existing and future needs 
for airport facilities. 
 
Airport Role – Airports with enplaning fewer than 2,500 passengers annually are 
classified as “general aviation” airports. Those enplaning between 2,500 and 9,999 
passengers are considered “commercial service – other” airports. Airports with more than 
10,000 annual enplanements are classified as “primary commercial service” airports. 
 
Part 77 Surfaces – Federal Aviation Regulation (FAR) Part 77, Objects Affecting 
Navigable Airspace, defines invisible or “imaginary” surfaces around the airport.  The 
purpose of these imaginary surfaces at an airport is to protect all of the airspace that an 
aircraft may require to transition safely in either visual or instrument conditions from 
ground to air, and air to ground.  
 
02-03  RI State Airport Summaries 
 
The purpose of this section is to take a more detailed look at the individual airports of the 
Rhode Island Aviation System.  An overall summary of the six state-owned airports is 
provided below in Table 640-02 (01). 
 
Table 640-02 (01) State Airport Summary 
 

Airport Identifier Location Municipality Service 
Level 

Elevation 
MSL (ft) 

Block Island BID New Shoreham Block Island NP/P1 109 
Robert F. Wood 
(Newport) UUU Middletown Newport GA 172 

North Central SFZ Smithfield/ Lincoln Pawtucket GA / RL 441 
Quonset OQU North Kingstown North Kingstown GA / RL 19 
T. F. Green PVD Warwick Providence PR 55 
Westerly WST Westerly Westerly NP/P1 81 

1BID and WST enplanements fluctuate between more or less than 10,000 causing their Service Level to 
change between Primary and Nonprimary. 
 
The following presents more detailed descriptions for each facility.  Each description 
contains a general overview of the existing conditions, current operations, an aerial 
photo, written summaries of the airport’s existing airside and landside facilities and other 
miscellaneous data.  Also utilized as input to the summaries are the results of a pavement 
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evaluation conducted at each of the state airports as part of this System Plan Update 
effort. 
 
Block Island Airport Summary 
Block Island Airport (BID) is located at the center of Block Island, officially known as 
the Town of New Shoreham, a 10 square mile island located at the mouth of Long Island 
Sound, 14 miles from the mainland.  The airport provides essential commercial, 
emergency, and general aviation air access to Block Island, and has been defined within 
FAA’s NPIAS as a Primary (and at times non-Primary) Service, Non-Hub airport.  BID 
has a single 2,501-foot runway that provides direct access to and from the island for 
residents and tourists via New England Airlines, a small commercial passenger FAR Part 
135 commuter carrier currently operating between the Westerly Airport (WST) and BID.   
 
Figure 640-02(02) Block Island Airport Aerial Photograph 
 

 
 
Operations at BID are seasonal, with the majority of operations occurring during the peak 
tourism season between Memorial Day and Labor Day.   During the peak summer season, 
New England Airlines has at least one scheduled departure and arrival between BID and 
WST every hour.  The number of these scheduled operations can be increased 
significantly by New England Airlines through adding flights to meet added passenger 
demand at the ticket counter.  During the off-season, this scheduled service is reduced to 
at least one scheduled departure to and arrival from WST every other hour.  Note that this 
scheduled commercial service plays a vital role for Block Island in that it is the fastest 
means of access (15-20 minutes via air vs. 60+ minutes via ferry) and acts as the only 
means of access to the Island when the ferry service cannot operate, such as during high 
seas conditions.  This commercial service also fills a variety of additional roles for island 
residents including carrying large volumes of freight year round, such as the shipping of 
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time sensitive items like newspapers, critical parts repair and machinery maintenance 
equipment. 
 
The speed of available transportation takes on added importance when related to life care 
and emergency medical services.  Because of the speed of air transportation, the 
immediacy of its access, and its ability to operate in inclement weather conditions to the 
degree that its current approaches permit, BID serves as the island’s lifeline to the 
mainland for the emergency evacuation of life-threatened patients.  Emergency 
evacuations that cannot utilize BID due to weather are limited by the schedule of the 
ferry service, or in emergency cases, a rough ride in a U.S. Coast Guard inflatable boat. 
 
Table 640-02 (02) Block Island Airport Highlights 
 

1 Numbers vary annually and have reached over 10,000 
 
As an economic generator, BID produces positive economic benefits for the local and 
surrounding communities through a variety of avenues.  Aviation services provided at the 
airport and aviation-related industries requiring use of the airport create jobs, which have 
an immediate and direct impact on the local economy.  Additionally, visitors to Rhode 
Island who utilize the airport spend money for hotels, attractions, goods, and services.  
Earnings and wages generated through these activities are spent on additional goods and 
services, creating additional jobs and additional economic impact.   As an example of the 
magnitude of this economic activity, Block Island Airport’s total quantifiable airport 
economic impacts in 2005 were $4,200,000, according to the Rhode Island Airport 
Economic Impact Study completed in 2006. 

Three Letter Identifier BID 
Location/Host Community New Shoreham 
Associated City Block Island 
NPIAS Role/Service Level Primary Service, Non-Hub 
Runways  10-28    100’ wide by 2,501’ long 
Taxiways Partial Parallel 
Lowest Approach Minimums ¾ mi VIS, 431’ MDH for GPS 10 & VOR DME 10 
FBOs & Tenants 5 
Based Aircraft (2009) 3 
Operations (2009) 14,180 
Enplanements (2009) 5,1951 
Economic Impact $14.2 million (2006) 



STATE GUIDE PLAN ELEMENT 640  RHODE ISLAND STATE AIRPORT SYSTEM PLAN 
 

PAGE 02.8 SEPTEMBER 15, 2011 

 
Robert F. Wood Airpark (Newport Airport) Summary 
Located in Middletown, the recently renamed Robert F. Wood Airpark (UUU) (formerly 
Newport State Airport) is approximately .5 miles south of the Town of Portsmouth and 
1.5 miles to the north of the City of Newport.  The airport provides general aviation air 
access to the Aquidneck Island towns of Portsmouth, Middletown and Newport, as well 
as the neighboring towns of Little Compton, Tiverton, Bristol, Warren, and Barrington.  
It has been defined within FAA’s NPIAS as a General Aviation airport.  Having a 2,999 
foot primary runway and a 2,623 foot crosswind runway, UUU’s runway lengths limit the 
type of aircraft that can use the airport primarily to single and multi-engine pistons, 
although turboprops, such as Beech King Airs, and small corporate jets, such as Cessna 
Citations, occasionally use the Airpark. 
 
Robert F. Wood Airpark is regularly used by tourists, by local aviation enthusiasts, and 
by the Rhode Island Army National Guard.  It serves the Island’s corporate community, 
as well as the many visitors to Newport’s year-round festivals and attractions.  The 
airport also provides quick access not only for boat owners who harbor vessels in the 
nearby marinas, but also for the extensive ship building industry on the Island’s western 
shore. 
 
Figure 604-02(03)  Robert F. Wood Airpark Aerial Photograph 
 

 
 
Additionally, the airport currently meets some of the needs of the local business 
community who find it advantageous to either, charter a flight or utilize corporate aircraft 
rather than use commercial service at T.F. Green Airport, located 20 miles away in 
Warwick.  This benefit becomes even more pronounced during the peak summer months 
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when traffic congestion through Bristol and on the Newport and Jamestown Bridges, can 
significantly increase driving times to T.F. Green. 
 
Table 640-02 (03) Robert F. Wood Airpark Highlights 
 

Three Letter Identifier UUU 
Location/Host Community Middletown 
Associated City Newport 
NPIAS Role/Service Level General Aviation 

Runways  4-22   75’ wide by 2,999’ long 
16-34    75’ wide by 2,623’ long 

Taxiways Full Parallel  (4-22) 
Lowest Approach Minimums 1 mi VIS, 468’ MDH  for LOC 22 
FBOs & Tenants 3 
Based Aircraft (2009) 41 
Operations (2009) 20,501 
Enplanements (2009) Not Applicable 
Economic Impact (2006) $6.0 million  

 
As an economic generator, UUU produces positive economic benefits for the local and 
surrounding communities through a variety of avenues. Aviation services provided at the 
airport and aviation-related industries requiring use of the airport create jobs, which have 
an immediate and direct impact on the local economy.  Additionally, visitors to Rhode 
Island who utilize the airport spend money for hotels, attractions, goods, and services.  
Earnings and wages generated through these activities are spent on additional goods and 
services, creating additional jobs and additional economic impact.   As an example of the 
magnitude of this economic activity, Robert F. Wood Airpark’s total quantifiable airport 
economic impacts in 2005 were $6,000,000, according to the Rhode Island Airport 
Economic Impact Study completed in 2006. 
 
North Central Airport Summary 
North Central Airport (SFZ) is located in the northeastern RI towns of Lincoln and 
Smithfield, and serves the greater Blackstone River Valley region of northern RI and 
southern Massachusetts.  Defined within FAA’s National Plan of Integrated Airport 
Systems (NPIAS) as a General Aviation / Reliever airport, SFZ exclusively 
accommodates general aviation traffic, from single-engine piston aircraft used for 
recreational and flight training to corporate and business aviation aircraft.  SFZ does not 
accommodate scheduled passenger or cargo service.  
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Figure 640-02(04) North Central Overhead Aerial 
 

 
 
Built in 1951 and having a 5,000-foot primary runway and a 3,210-foot crosswind 
runway, SFZ is able to accommodate full operations by most small and mid-sized 
corporate jets, although larger aircraft (such as the Gulfstream G-IV) occasionally do 
operate there at reduced weights, due to the runway length constraints.    
 
Table 640-02 (04) North Central Airport Highlights 
 

Three Letter Identifier SFZ 
Location/Host Community Smithfield/Lincoln 
Associated City Pawtucket 
NPIAS Role/Service Level General Aviation / Reliever 

Runways  5-23   100’ wide by 5,000’ long  
15-33  75’ wide by 3,210’ long 

Taxiways Full Parallel  (5-23), Partial Parallel  (15-33)  
Lowest Approach Minimums ¾ mi VIS, 391’ MDH for LOC 5 
FBOs & Tenants 3 
Based Aircraft (2009) 111 
Operations (2009) 18,630 
Enplanements (2009) NA 
Economic Impact (2006) $9,583,900 
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As an economic generator, SFZ produces positive economic benefits for the local and 
surrounding communities through a variety of avenues.  Aviation services provided at the 
airport and aviation-related industries requiring use of the airport create jobs, which have 
an immediate and direct impact on the local economy.  Additionally, visitors to Rhode 
Island who utilize the airport spend money for hotels, attractions, goods, and services.  
Earnings and wages generated through these activities are spent on additional goods and 
services, creating additional jobs and additional economic impact.   As an example of the 
magnitude of this economic activity, North Central Airport’s total quantifiable airport 
economic impacts in 2005 were $9,583,900, according to the Rhode Island Airport 
Economic Impact Study completed in 2006. 
 
Quonset Airport Summary 
Quonset Airport (OQU) is located in North Kingstown, RI, on a man-made spit of land 
on the western shore of Narragansett Bay that has seen a 33-year period of federal 
military use, preceded by 47 years of state military use.  The airport is located 
approximately 16 miles south of downtown Providence, and is less than 9 miles south of 
T.F. Green Airport (PVD).   
 
It is unique among Rhode Island’s airports in that it is a public use facility that combines 
port, rail, road and air transportation facilities, and an extensive industrial park.  It is also 
the operations, training and maintenance base of the RI Air National Guard (RIANG) 
(operating C-130 transports) and the RI Army National Guard (the 1/126th Aviation 
Regiment currently operating UH-60 Blackhawk helicopters).  Electric Boat, a large 
submarine manufacturing facility, operates a large sub-component manufacturing plant 
within close proximity.   Although there are large manufacturing facilities in close 
proximity to the airport, there is relatively little air cargo at the airport.  Most of the cargo 
(both raw materials and manufactured goods) is trucked, and shipped by rail and barge. 
 
Quonset Airport has been defined within FAA’s National Plan of Integrated Airport 
Systems (NPIAS) as a General Aviation / Reliever airport, and has the longest runway in 
the state (7,500 feet).  As a reliever airport, it serves as an alternative facility for general 
aviation traffic that would otherwise use T.F. Green Airport (PVD).  It is also only one of 
two airports in the state, having a precision instrument approach and a control tower, with 
the other being PVD.  Both the control tower and precision approach at OQU were 
installed and are operated by the RIANG to support their base mission.  However, both of 
these facilities are available and are used by civilian operators as well.   
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Figure 640-02 (05) Quonset Airport Aerial Photograph 
 

 
 
 
Table 640-02 (05) Quonset Airport Highlights 
 

Three Letter Identifier OQU 
Location/host Community North Kingston 
Associated City North Kingston 
NPIAS Role/Service Level General Aviation – Reliever 

Runways  5-23    75’ wide by 4,003’ long,  
16-34 150’ wide by 7,500’ long 

Taxiways Full Parallel  (16-34), Partial Parallel (5-23 
Lowest Approach Minimums ½ mi VIS, 200’ MDH for ILS 16 
FBOs & Tenants 4 
Based Aircraft (2009) 25 
Operations (2009) 31,183 
Enplanements (2009) Not Applicable 
Economic Impact (2006) $102.2 million  
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Although it has a long runway and precision instrument approach, Quonset does not 
accommodate the same volume of corporate traffic as PVD, in large part due to its 
distance from Providence, Warwick, Cranston, Smithfield, etc., as well as its distance 
from I-95.  Additionally, its primary 7,500 foot Runway 16-34 is configured in more of a 
crosswind orientation to the area’s prevailing southwesterly winds, and is preferred for 
use typically in adverse weather conditions, when winds usually blow from the southeast.  
Its shorter Runway 5-23 lies in the same orientation as PVD’s primary runway, which 
coincides with the prevailing winds.   
 
As an economic generator, Quonset produces positive economic benefits for the local and 
surrounding communities through a variety of avenues.  Aviation services provided at the 
airport and aviation-related industries requiring use of the airport create jobs, which have 
an immediate and direct impact on the local economy.  Additionally, visitors to Rhode 
Island who utilize the airport spend money for hotels, attractions, goods, and services.  
Earnings and wages generated through these activities are spent on additional goods and 
services, creating additional jobs and additional economic impact.  As an example of the 
economic activity, Quonset Airport’s total quantifiable airport economic impacts in 2005 
were $102,200,000, according to the Rhode Island Airport Economic Impact Study 
completed in 2006. 
 
T.F. Green Airport Summary  
As the largest, busiest and only airport in the Rhode Island Aviation System providing 
scheduled service by major commercial airlines, T.F. Green Airport (PVD) plays an 
important and influential role within the state and region’s aviation system.  As such, 
PVD deserves special consideration within the context of this ASP update.  PVD is a key 
component in providing a more balanced, integrated use of public airports in the New 
England Region, as reflected in FAA’s New England Airport Regional System Plan.  The 
main challenge to PVD’s competitive position in the region and its ability to fulfill its 
regional role is inadequate primary runway length.  .   
 
Originally constructed in 1936, the airport resembled more of an airstrip until 1951 when 
Runway 5-23 was constructed at 5,460’ followed by a 1967 extension to 6,466’ and a 
1983 extension to its current length of 7,166’.  PVD’s primary runway, Runway 5-23, is 
currently served by a full-parallel taxiway (Taxiway “M”).  PVD’s secondary, cross wind 
runway, Runway 16-34 , is 6081 feet in length and served by partial parallel taxiways.  
The airport occupies 1,100 acres of land and is accessible via several major regional and 
national roadways, including Interstate Highways I-95, I-295 and I-195.   
 
PVD’s 352,000 square foot passenger terminal building contains ticketing, baggage 
claim, and surface transportation areas; security services, Federal Inspection Services; 
concessions areas; two concourses with passenger hold rooms; 22 commercial air service 
gates with 16 jet bridges; and RIAC’s administrative offices.  In addition to the terminal, 
airport facilities include public and corporate hangars, a fuel farm, a de-icer blending 
facility, air cargo, ground support equipment facilities an aircraft rescue fire fighting 
facility and an airfield maintenance facility.  On airport parking facilities include three 
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parking garages (Garages A, B and C) and two surface parking lots (short-and long-term) 
for a total capacity of 8,422 spaces. 
 
Since 1996 when both the new terminal opened and Southwest commenced service, PVD 
has seen tremendous passenger growth.  PVD is currently served by 5 national airlines, 2 
commuter airlines, and one international airline.  Today the airlines provide nonstop 
service to 22 destinations with an average of 85 daily departures.  The major nonstop 
destinations are in the northeast, southeast and the Midwest.  In addition Southwest 
Airlines flies to Phoenix and Las Vegas, the furthest nonstop destinations. 
 
The airport provides a full compliment of communications, navigational aids and visual 
aids.  PVD includes an ASOS (automated surface observing system), ATIS (airport 
terminal information service), ASR (airport surveillance radar), and a LLWAS (low level 
weather alert system).  Navigational and visual aids include an RVR (runway visual 
range), a VORTAC (very high frequency omni-directional radio with a tactical air 
navigation system), and VASI (visual approach slope indicator).  The RVR is required to 
provide visibility data and established minimums for landing in Category II and III 
conditions.  The VORTAC provides distance and azimuth information for approaches 
and also directional information defining intersections in the airspace. 
 
Figure 640-02(6)  T.F. Green Overhead Aerial   
 

 
 
PVD is defined in FAA’s NPIAS as a medium-hub primary commercial service airport.  
In addition to commercial air service Green provides belly and full cargo operations, as 
well as, supporting based and itinerant general aviation activities. 
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In the fall of 2010, a new “InterLink” intermodal facility opened at PVD.  This new 
facility connects the PVD terminal via a bridge and skywalk to a consolidated rental car 
facility and commuter rail platform.  The Interlink houses 10 rental car company counters 
and operations, including ready return space, fueling, vacuuming and car wash facilities.  
The 850 foot rail platform, located in the Interlink garage and extending approximately 
500 feet south, is served by the Massachusetts Bay Transportation Authority (MBTA) 
commuter rail service.   
 
Table 640-02(06)  T.F. Green Airport Highlights 

 
T.F. Green is also a major economic generator for the state and region.  According to the 
Rhode Island Airport Economic Impact Study completed in 2006, in 2005 T.F. Green 
supported 12,706 jobs in the state, and over 21,000 in the region.  Additionally, T.F. 
Green’s direct total economic impact on the state was over $1 billion dollars and close to 
$2 billion dollars for the region as a whole. 
 
Westerly Airport Summary 
As an integral element of the region’s transportation infrastructure, Westerly Airport’s 
(WST) fundamental purpose is to help meet the aeronautical demands of not only the 
Washington County area (including Westerly, Charlestown, Hopkinton, Richmond, 
Exeter, and parts of South Kingstown), but also of elements of southeastern Connecticut.  
Meeting this demand means providing facilities and services for corporate users and 
general aviation aircraft; offering extensive aircraft maintenance capabilities; and 
providing regularly scheduled air passenger service to Block Island Airport (BID).   
 
Specifically, WST has been defined within FAA’s NPIAS as a Primary (and at times 
non-Primary) Service, Non-Hub airport.  It has a 4,010-foot primary runway (RW 7-25) 
and a 3,980-foot crosswind runway (RW 14-32), along with full parallel taxiways.  With 
its two non-precision approaches, WST regularly accommodates mid-sized corporate 
aircraft (both turboprops and jets), although piston-engine airplanes are the predominant 
operating type. 
 

Three Letter Identifier PVD 
Location/Host Community Warwick 
Associated  City Providence 
NPIAS Role/Service Level Primary Service – Medium Hub 

Runways  5-23    150’ wide by 7,166’ long 
16-34    150’ wide by 6,081’ long 

Taxiways Full Parallel 5-23, Partial Parallel 16-34 
Lowest Approach Minimums 0 mi VIS, 0’ MDH for CAT IIIC ILS 5R 
FBOs & Tenants 92 
Based Aircraft (2009) 72 
Operations (2009) 83,016 
Enplanements (2009) 2,168,146 
Economic Impact (2006) $1.96 billion  
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Additionally, WST serves as a critical link in the transportation of both passengers and 
cargo to Block Island.  New England Airlines is an FAR Part 135 commuter carrier based 
at WST and providing the only scheduled air service to BID, currently utilizing both 
single and multi-engine piston aircraft (i.e. Piper Cherokee Six and B-N Islander).   
 
Figure 640-02(7)  Westerly Overhead Aerial   
 

 
 
Westerly operations are extremely seasonal, with the majority of operations occurring 
during the peak tourism season between Memorial Day and Labor Day.  During this peak 
activity summer season, New England Airlines has at least one scheduled departure to 
and arrival from BID every hour.  In addition to these scheduled flights, New England 
Airlines frequently adds more flights in order to accommodate increased ticket counter 
demand during peak periods.    
 
Table 640-02(07)  Westerly Airport Highlights 
 

Three Letter Identifier WST 
Location/Host Community Westerly 
Associated City Westerly 
NPIAS Role/Service Level Primary Service, Non-Hub 

Runways  7-25 100’ wide by 4,010’ long 
14-32    75’ wide by 3,980’ long 

Taxiways Full Parallels to both runways 
Lowest Approach Minimums 1 mi VIS, 444’ MDH for LOC 7 
FBOs & Tenants 13 
Based Aircraft (2009) 47 
Operations (2009) 20,528 
Enplanements (2009) 5,199 
Economic Impact (2006) $8.4 million  
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As an economic generator, WST produces positive economic benefits for the local and 
surrounding communities through a variety of avenues. Aviation services provided at the 
airport and aviation-related industries requiring use of the airport create jobs, which have 
an immediate and direct impact on the local economy.  Additionally, visitors to Rhode 
Island who utilize the airport spend money for hotels, attractions, goods, and services.  
Earnings and wages generated through these activities are spent on additional goods and 
services, creating additional jobs and additional economic impact.  According to the 
Rhode Island Airport Economic Impact Study completed in 2006, Westerly Airport’s 
total quantifiable airport economic impacts in 2005 were $8,400,000,  
 

02-04  Other Rhode Island Aviation Facilities 
 
The Location of the other aviation facilities in Rhode Island that are not owned by the 
state but are listed by FAA is provided in the following figure.  Inventories and site 
inspections of these facilities have not been conducted as part of this Study.  Note that 
these facilities are important in that they do relieve some congestion at the state airports, 
or fulfill an otherwise unmet need, as is the case with the Tiverton Seaplane Base. 
 
02-05  Other Regional Aviation Facilities 
 
In addition to those airports located in Rhode Island, there are also a number of airports 
located in Connecticut and Massachusetts whose service areas extend into Rhode Island, 
and that compete for aviation activity and revenue generated at RIAC’s airports.  The 
locations of most of these airports are shown below in Figure 640-02(9).    Inventories 
and site inspections of these facilities have not been conducted as part of this Study. 
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Figure 640-02(8)  Rhode Island’s Other Aviation Facilities (non-state)   
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Figure 640-02(9)  Other Regional Aviation Facilities 
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640.03 Forecasts of Aviation Demand 
 
Forecasts of aviation demand for the publicly owned airports in Rhode Island are used in 
this plan to help in determining if system facilities are adequate to meet current and 
future demand.  The data provided has been extrapolated and summarized primarily 
from: the RI 2004 Aviation System Plan (ASP), updated with the latest (2009) activity 
data and projections for Block Island, North Central, Newport, Westerly and Quonset 
State airports; from the Federal Aviation Administration’s (FAA) 2010-2015 national 
forecast trends for the general aviation system; and from the July 2011 Final 
Environmental Impact Statement (FEIS) for T.F. Green Airport.   
 
Aviation forecasts are based on a variety of factors, including historic trends, examination 
of existing and future economic, technological, and other operating considerations, and 
reflect an expertise and informed context for projecting future demand levels in order to 
conduct appropriate mid-and long-term facility improvement planning and development.  
The aviation industry is rapidly changing however, with legacy carriers merging or 
restructuring, air carriers moving into new airports and offering new services, and future 
growth in air travel demand dependent on national and global economic conditions.  The airline 
industry is and will remain volatile and unpredictable.  The manner in which airlines provide 
services may also change, with different types of aircraft being operated, and choices between 
hub-and-spoke versus point-to-point networks.  These factors complicate the planning process, 
although they in no way negate the need to plan for the future.   
 
03-01 General Aviation Forecasts 
 
The following sections include the forecast trends, based aircraft and operations 
projections, commercial service, and military service for Rhode Island’s five public use, 
dedicated general aviation airports Block Island, Newport State, North Central, Quonset 
and Westerly, and airports.  Note that although Section 03-01 includes historic general 
aviation information for all six public airports (including T.F. Green) projections for T.F. 
Green are discussed separately in Section 03-02.  
 
03-01-01 General Aviation Industry Trends 
 
National trends provide insight for the development of aviation activity projections for 
the airports in the Rhode Island Aviation System.  Some trends in the aviation industry 
will undoubtedly have a greater impact on Rhode Island than others; and it is possible 
that some trends that are anticipated and discussed in this chapter may not have a 
pronounced impact on the state’s aviation environment. 
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A.  General Aviation Activity and Outlook in the U.S. 

General aviation includes all aviation except scheduled passenger, air cargo and military 
operations. It includes personal transportation, business and corporate flights, air taxi, and 
helicopter operations. In Rhode Island, general aviation aircraft are flown for a wide 
variety of purposes including: business travel, flight instruction, emergency access, 
medical evacuation, and recreation, among others.  In 2009, there were 483 aircraft 
registered in Rhode Island with 967 active pilots1.  These aircraft primarily included 
single and multi-engine piston aircraft.  
 
Each year, the FAA and the General Aviation Manufacturers Association (GAMA) 
review the state of the industry with respect to current economic considerations and 
prevailing trends in order to produce a projection for the general aviation industry. The 
purpose of the FAA’s projection (the most recent titled FAA Aerospace Forecast, Fiscal 
Years 2010-2030) is primarily to assess workloads at airports with FAA air traffic control 
towers and contract towers, airspace congestion, and changes in the U.S. fleet mix. 
GAMA, as an industry manufacturing trade group, focuses on tracking aircraft billings 
and shipments in order to assist its members in assessing the current state of the market. 
The following list of the general aviation activity trends in the U.S. was developed based 
on information gathered in the ASP for Rhode Island and on information provided by 
FAA and GAMA .2: 
 

• There are over 228,000 general aviation aircraft registered in the U.S.; 483 are 
registered in Rhode Island. 

• General aviation aircraft fly over 26 million hours in the U.S. and carry 166 
million passengers annually. 

• Over two-thirds of the hours flown on general aviation aircraft are for business 
purposes.  

• In 2009, U.S. general aviation aircraft shipments totaled 1,587 aircraft, a decrease 
of 48.5 percent from 2008, representing the lowest demand for general aviation 
aircraft since 1997.  The global economic downturn in 2009 led directly to the 
overall decline in general aviation airplane shipments.   

• In 2009, U.S. general aviation aircraft billings totaled $9.1 billion, a decrease of 
32.0 percent from the 2008 total of $13.4 billion. 

• Fractional ownership of aircraft is on the rise.  In 2009, 1,037 aircraft were 
operated in fractional ownership programs. This is a growing, but relatively small 
portion of the U.S. fleet. 

• Single-engine piston aircraft are the most popular and numerous aircraft in the 
United States.  In 2009, 772 single-engine aircraft were shipped, down from 1,700 
in 2008. 

                                                 
1 Federal Aviation Administration  
2 2009 GAMA Statistical Databook & Industry Outlook 
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• Turboprop airplanes are a much smaller segment of the market.  In 2009, 269 
units were shipped, down from 333 in 2008. 

• Since 2003, business jets have been a progressively growing segment of the 
market in terms of units shipped.  However, in 2009, 514 units were shipped 
compared to a high of 955 units shipped in 2008.  The FAA now identifies twin-
engine micro jets as part of their annual forecasts. The FAA continues to maintain 
that these aircraft have the highest potential for long-term growth. 

 
Figure 640-03(1) shows a breakdown of the most recent fleet mix of general aviation 
aircraft in the U.S. 
 
Figure 640-03(1) U.S. General Aviation Fleet Mix, 2009 Estimate 
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 Note: * Includes helicopters, experimental aircraft, sport aircraft, and others  
 Source: FAA Aerospace Forecast, Fiscal Years 2010-2030 
 
B.  FAA National General Aviation Forecasts 
 
As part of its annual forecast, the FAA prepares national forecasts of active general 
aviation aircraft, fleet mix, and general aircraft operations.  The FAA active aircraft 
forecast is presented below in Figure 640-03(2); and the fleet mix forecast is shown in 
Table 640-03(1).  
 
Overall, the total general aviation aircraft fleet is projected to grow at an average annual 
rate of 0.9 percent through 2030.  However, there is a significant amount of variation 
both with respect to the mix of aircraft and the growth rates within various aircraft sub-
categories. Specifically, the largest individual category, single-engine piston aircraft, is 
expected to experience a very modest average annual growth rate of 0.2 percent, while 
twin-engine piston aircraft are expected to decline at 0.8 percent annually. However, the 
FAA is also projecting average annual growth of 3.9 percent for “light sport” aircraft that 
are single engine piston aircraft and that was added as a registration category by the FAA 
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in 2005. The largest growth area is projected to be for turbo jet or business jet aviation 
which is forecasted to grow at 4.2 percent annually through 2030. Other growth areas are 
the twin-engine micro jets and piston helicopters.  
 
Figure 640-03(2) Active General Aviation and Air Taxi Aircraft 
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    Note: E=estimate   Source: FAA Aerospace Forecasts, Fiscal Years 2009-2025 and 2010-2030 
 
Table 640-03(1) U.S. Active General Aviation Aircraft, Actual and Forecast 
 

Single-
Engine

Multi-
Engine

Turbo 
Prop

Turbo 
Jet Piston Turbine

2000 149,422 21,091 5,762 7,001 2,680 4,470 20,407 NA 6,700 217,533
2005 148,102 19,504 7,942 9,823 3,039 5,689 23,627 170 6,454 224,350

2009E 144,745 17,351 9,010 11,418 3,666 6,540 23,435 7,311 5,673 229,149
2015 141,955 16,520 9,799 14,466 4,755 7,795 26,965 11,611 5,657 239,522
2020 142,052 15,815 10,516 17,925 5,625 8,800 29,770 13,311 5,625 249,440
2025 145,323 15,176 11,259 22,069 6,495 9,800 32,245 14,811 5,594 262,772
2030 150,646 14,597 12,023 27,035 7,370 10,825 34,350 16,311 5,565 278,723

CAGR 2009-2030 0.2% -0.8% 1.4% 4.2% 3.4% 2.4% 1.8% 3.9% -0.1% 0.9%

Year Experimental

Rotorcraft

Sport Other Total Fleet

Fixed Wing
Piston Turbine

   Note: E=estimate  

   CGAR – Center of Excellence for General Aviation Research 
Source: FAA Aerospace Forecast, Fiscal Years 2010-2030  
 
Figure 640-03(3) provides the historic and forecasted operations for all aircraft at U.S. 
airports with an air traffic control tower.  Commercial and air taxi/commuter operations 
are projected to experience an annual growth of 2.0 and 1.3 percent, respectively.  
General aviation operations are projected to grow 1.1 percent per year and military 
operations are expected to stay flat. 
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C.  General Aviation Industry Trends Summary 
 
The trend analysis sets a stage for understanding how general aviation activity in Rhode 
Island compares to that within the U.S. as a whole. By extension, it also establishes a 
basis for predicting how general aviation may be expected to grow and change in the U.S. 
and Rhode Island.  This frame of reference is used to develop reasonable projections of 
aviation demand and to identify viable alternatives for improving Rhode Island’s Airport 
System.  
 
Figure 640-03(3) Commercial and General Aviation Operations at U.S. Airports 
with FAA or Contract Towers, 2000-2030 
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       Note: E=estimate 
       Source: FAA Aerospace Forecast, Fiscal Years 2010-2030 
 
It is important to understand the sensitivity of the ultimate forecast numbers on the role 
and development needs of the individual airports.  In many situations a substantive 
change in the national forecasts may not trigger a change in the GA airport role or 
development requirements because of the low number of operations (10,000 +/- in 2029).  
The forecast for GA airports in the RI system remains reasonably stable throughout the 
planning horizon. 
 
Areas that may require more detailed analyses are typically examined more extensively at 
the airport master plan level or through some other more detailed planning analysis.  For 
example, the T.F. Green section of this ASP utilizes the forecast analysis from the 
ongoing EIS because it is more comprehensive than the modest effort in the ASP and 
relies heavily on national and regional trends.  Generally, the master plan process also 
addresses alternative scenarios with respect to the role of the airport. 
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As the system changes the data and forecasts need to be examined to ensure that the 
performance of the system is being maintained. 
 
03-01-02 General Aviation Forecast Considerations 
 
General aviation activity represents all facets of civil aviation, except activity by 
certificated route air carriers, commuters, and the military.  Projections of based aircraft, 
fleet mix, and general aviation operations were prepared for all GA system airports in the 
State of Rhode Island.  The following demand indicators are indicative of each airport’s 
future activity levels.   
 
Based Aircraft - The total number of active general aviation aircraft that are either in 
hangars or based on a parking apron at the airport on a permanent basis. 
Fleet Mix - The types of aircraft that operate or are based at an airport (i.e. single-engine, 
multi-engine, jet, etc.) 
Operations - A single aircraft operation is defined as either an aircraft landing, or an 
aircraft takeoff.  A landing and a takeoff performed in combination, such as a touch-and-
go, account for two operations.  
 
General aviation activity is influenced by factors such as local population, employment, 
income levels, the cost of flying, and the number of based aircraft at an airport.  Several 
methodologies were considered in order to develop the projections presented in this 
chapter.  These methodologies included trend analysis, market share, and methodologies 
based on socioeconomic factors.   Preferred baseline projections, presented in this 
chapter, are based on the following considerations: 
 
The historic and current condition of Rhode Island’s airports  
The historic and current aircraft sales and use tax in Rhode Island  
Historic record keeping at Rhode Island’s airports   
 
Each of these considerations is discussed below.  Based on changes to the 20-year 
forecast period and the airport user needs survey conducted in 2004, this chapter explains 
how baseline projections presented below could be impacted.  
 
A.  Condition of Rhode Island’s Airports 
 
The Rhode Island Department of Transportation (RIDOT) owns the five public-use 
general aviation airports in Rhode Island, as well as the lone commercial service airport 
in the state, T.F. Green.  Throughout much of the 1980’s and into the 1990’s, RIDOT 
made minimal investments in the general aviation airports.  During this time, RIDOT put 
nearly all its resources into developing T.F. Green.  As a result, the condition of the 
general aviation airports in Rhode Island deteriorated over this time period. 
 
In 1992, Rhode Island Airport Corporation (RIAC), a quasi-public state agency was 
formed to assume the responsibility of operating Rhode Island’s six publicly owned 
airports, which includes T.F. Green.  RIAC had adopted a system of general aviation 
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airports that did not meet many of the FAA airport design standards.  However, since that 
time, RIAC has been steadily rehabilitating and improving the airports.  Through these 
efforts, RIAC has worked closely with Landmark Aviation Services, the FBO and 
manager of the general aviation airports to improve the GA airports’ financial self-
sufficiency.  
 
Due to the initial condition of the general aviation airports, RIAC has not been able to 
fully market the airports to corporate and leisure users.  Unfortunately, many of the 
airport facilities and services required by such users are not currently in place.  This 
places the Rhode Island airports in a challenging position when trying to compete 
effectively with airports in neighboring states.  The facilities and services desired for each 
airport as determined by the user needs survey are discussed later in this chapter.  Until 
many of these facilities and services are improved it is assumed that Rhode Island’s 
general aviation airports growth will be limited by existing facilities. 
 
B.  Rhode Island Aircraft Sales and Use Tax 
 
An important consideration in the forecast is the repeal of the state aircraft sales and use 
tax.  The repeal, effective January 1, 2005, exempts the sale, storage, use or other 
consumption of new or used aircraft and aircraft parts from taxation and places Rhode 
Island on par with its neighboring states (Massachusetts and Connecticut) providing 
equitable tax treatment for aircraft owners.  Prior to the repeal, many aircraft purchasers 
chose to base their aircraft in Massachusetts or Connecticut to avoid the seven (7) percent 
sales tax.  Additionally, the seven (7) percent tax on aircraft parts and services, payable 
only in Rhode Island, may have influenced aircraft owners to service their aircraft outside 
the state.  Consequently, Rhode Island’s ability to attract aircraft likely was negatively 
influenced by competition from adjacent states for based aircraft and aircraft 
maintenance.  As a result, the GA market in terms of growth was fairly stagnant or on the 
decline. 
 
Rhode Island based aircraft populations actually began to decline in 1994 as part of an 
industry-wide decline in general aviation aircraft numbers.  However, it is also believed 
that a tax increase to seven (7) percent from six (6) percent imposed on July 1, 1992 
contributed in the decline of based aircraft from 1994 through 1997.  This tax increase 
also put Rhode Island at a disadvantage with neighboring states since both Connecticut 
and Massachusetts were decreasing their aircraft tax rates on both aircraft sales and 
utilization at the time, ultimately repealing them in 1997 and 2001, respectively.  Prior to 
their repeals, Connecticut imposed a six (6) percent aviation tax, while Massachusetts 
imposed a five (5) percent tax, compared to seven (7) percent in Rhode Island. 
 
Rhode Island experienced a six (6) percent increase in based aircraft within the first 
several years after the tax repeal until recent economic conditions undermined those 
gains.  The Rhode Island aircraft population has fluctuated over the last 15 years.  Since 
2001 the based aircraft population data generally reflected limited positive growth up to 
the point of the economic downturn.  A limited positive growth is expected when the 
economy improves if the aviation tax repeal is maintained.  However, Rhode Island 
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aircraft population will only increase to the extent allowed by supporting infrastructure.  
For example, if facilities such as tie-downs and hangars are not available or developed to 
meet associated levels of demand, aircraft population growth may be limited due to those 
physical constraints.  Therefore, it is important for RIAC to be diligent in monitoring 
market trends for planning to develop future airport facilities to absorb potential new 
based aircraft. 
 
C.  Historic Airport Activity 
 
Historic general aviation data is neither readily available nor verifiable for all activity 
indicators.  Since all general aviation airports in Rhode Island are non-towered (with the 
exception of Quonset), annual aircraft operational totals for each airport are the 
operator’s “best estimate” of the takeoffs and landings each year.  (Quonset has a tower 
operated by the military and its operational numbers are not published by the FAA.)   
Based aircraft data, numbers are the most reliable since based aircraft can be more easily 
counted than operations through a review of leases.  However, based aircraft counts vary 
seasonally at each airport so the numbers will vary depending on when the count is taken. 
Another explanation for past inconsistencies in based aircraft and operations is the 
change in airport management in the 1990s and counting methods used by RIDOT versus 
those used by RIAC.  In 2001, RIAC, together with Landmark Aviation Services, 
outlined appropriate counting procedures for the publicly owned airports in the state.  
However, because of the historic counting inconsistencies, It is difficult to derive 
statistically valid historic trends from which to project general aviation activity. 
 
Historic statewide based aircraft are presented in Table 640-03(2).  This does not include 
military aircraft or aircraft based at privately owned airports.  As shown in Figure 640-
03(4), according to the data reported by Landmark Aviation Services and the FAA’s 
Terminal Area Forecasts, the number of based aircraft in Rhode Island has fluctuated.   
The greatest confidence can be placed in the 2009 based aircraft counts.   
 
Table 640-03(2) Historic Based Aircraft in Rhode Island (Excluding Military) 
 

Block North T.F. Statewide
Year Island Newport Central Quonset Green Westerly Total
2000 7 26 115 24 72 68 312
2001 7 27 115 19 75 84 327
2002 11 26 115 24 75 75 326
2003 11 34 115 24 75 68 327
2004 12 34 115 22 75 68 326
2005 7 40 115 21 75 68 326
2006 7 40 115 20 75 67 324
2007 6 40 115 20 75 68 324
2008 4 40 113 23 73 54 307
2009 3 41 111 25 72 47 299  

         Source: FAA Terminal Area Forecasts; Landmark Aviation Services 
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Figure 640-03(5) below presents each airport’s share of the statewide 2009 based aircraft.  
North Central captured 37 percent of the statewide based aircraft.  T.F. Green accounted 
for 24 percent of the based aircraft in Rhode Island, 16 percent were based at Westerly, 
and 14 percent were based at Newport.  Quonset and Block Island each accounted for less 
than 10 percent of the statewide based aircraft. 
 
Figure 640-03(4) Historic Based Aircraft in Rhode Island (Excluding Military) 

 
          Source: FAA Terminal Area Forecasts; Landmark Aviation Services 
 
Figure 640-03(5) Airport Share of Rhode Island’s 2009 Based Aircraft 
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Historic annual general aviation operations are presented below in Table 640-03(3).  
Similar to based aircraft, general aviation operations were reported to have experienced 
an overall decline between 2000 and 2009.  Again, it is important to note that other than 
T.F. Green totals that are based on actual tower counts, the operational totals are largely 
estimates generated by the local Landmark Aviation representative. While these totals are 
based on specific data sources such as fuel sales receipts, pilot sign-in logs, numbers of 
based aircraft, etc. they are nonetheless estimated. 
 
Table 640-03(3) Historic General Aviation Operations 
 

Block North T.F. Statewide
Year Island Newport Central Quonset Green Westerly Total
2000 10,755 13,521 41,984 8,767 55,000 9,453 139,480
2001 9,674 12,485 65,000 7,927 45,095 6,585 146,766
2002 12,500 16,091 47,957 11,193 43,937 9,675 141,353
2003 11,520 18,454 32,020 12,964 42,878 11,825 129,661
2004 11,018 19,151 24,808 15,782 36,646 15,926 123,331
2005 12,958 18,699 29,430 15,333 25,350 16,462 118,232
2006 9,276 21,012 26,476 15,997 26,351 15,818 114,930
2007 8,509 23,789 27,265 19,976 21,212 17,320 118,071
2008 7,783 18,313 22,767 20,427 20,025 15,966 105,281
2009 8,985 20,491 18,628 22,597 19,438 15,265 105,404  

        Source: FAA Terminal Area Forecasts; Landmark Aviation Services; Tower Counts 
 
As depicted below in Figure 640-03(6), the Rhode Island airport system appears to have 
experienced a downward trend in general aviation activity from 2000 through 2009.  
However, while this general trend may be accurate, it is still worth noting that part of this 
trend may be the result of improvements in tracking and reporting of operational totals. It 
is worth acknowledging that much of the reported decline may simply be the result of 
more accurate counting of annual operations in recent years. 
 
Figure 640-03(6) Historic General Aviation Operations 
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As shown in Figure 640-03(7), approximately 21 percent of total statewide general 
aviation operations occurred at Quonset in 2009, with approximately 19 percent and 18 
percent of statewide general aviation operations occurring at Newport and T.F. Green, 
respectively.  Block Island experienced the fewest general aviation operations with only 
nine percent of the statewide total. 
 
Figure 640-03(7) Airport Share of Rhode Island’s 2009 General Aviation Operations 
 

8.5%

19.4%

17.7%

21.4%

18.4%

14.5%

Block Island

Newport

North Central

Quonset

T.F. Green

Westerly

 
          Source: Landmark Aviation Services 
 
03-01-03 Baseline Projection of Based Aircraft 
 
Several methodologies were considered to project based aircraft at the five study GA 
airports.  (The methodologies and results for T.F. Green are discussed separately in 
Section 03-02.) These methodologies included trend analysis, market share, and 
methodologies based on socioeconomic factors.  Based on the current economic 
uncertainties and associated volatility in the aviation industry, it was determined that the 
projection of based aircraft for Rhode Island’s airports using trend analysis or traditional 
regression analysis techniques would be inappropriate.  Due to the downward trend in 
based aircraft, it was also difficult to develop projections of based aircraft using 
traditional methodologies such as population, employment, and income socioeconomic 
factors.  Rhode Island experienced stable to positive socioeconomic and demographic 
growth for much of the period from 2000 to 2009.  Reasonably, positive growth in such 
socioeconomic and demographic factors should translate directly into positive growth in 
the number of general aviation aircraft.  In fact, this is a common trend typically 
experienced within the general aviation industry throughout the country. However, in 
Rhode Island, this positive growth did not correlate with based aircraft trends over the 
same period.  In fact, Rhode Island’s socioeconomic and demographic indicators show an 
inverse relationship with the trends in general aviation. This inverse relationship 
disqualified the use of the socioeconomic forecasting methodology. 
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Other viable methodologies that are appropriate to project based aircraft are limited.  
After review of available activity data for the study airports and after consideration of 
methodologies that could be used to project based aircraft, a market share methodology 
was selected as the sole projection technique for this demand factor. The FAA’s most 
recent projection of U.S. active general aviation aircraft, as detailed in FAA Aerospace 
Forecast, Fiscal Years 2010-2030 (Aerospace Forecast), was used to project based 
aircraft for Rhode Island’s general aviation airports for the years of 2014, 2019, and 
2029.  The selected methodology used a top down approach and its results are presented 
below in Table 640-03(4).   
 
Table 640-03(4) Projections of Rhode Island’s Based Aircraft 
 

2009 Market
Airport 2009 Share 2014 2019 2029
Block Island 3 1.3% 3 3 4
Newport 41 18.1% 42 44 49
North Central 111 48.9% 115 120 133
Quonset 25 11.0% 26 27 30
Westerly 47 20.7% 49 51 57
Statewide Total (excl. 
T.F.Green) 227 100% 235 245 273
FAA U.S. Active Aircraft 229,149 237,577 247,206 275,210
RI % of U.S. 0.10% 0.10% 0.10% 0.10%

Projected Based Aircraft

 
       Source: Wilbur Smith Associates 
 
Specifically, this methodology assumes that Rhode Island’s share of total U.S. active 
general aviation aircraft in 2009 will remain relatively constant throughout the forecast 
period.  Based on this assumption and using the Aerospace Forecast, a statewide 
projection of the total based general aircraft for Rhode Island was developed. That total 
number was then broken down into the individual general aviation airports within the 
state based on historical based aircraft allocations. Using this approach, statewide based 
aircraft are projected to increase from 227 in 2009 to 273 in 2029, an average annual 
growth rate of 0.9 percent.  By applying each airport's current market share of statewide 
based aircraft in 2009, individual airport projections of based aircraft were produced. 
 
These baseline projections of based aircraft reflect a continuation of national historic 
conditions.  These projections do not consider additional demand that could be realized 
through either, or a combination of, improved facilities and services at study airports (i.e. 
if more T-hangars were available at Newport and North Central to meet demand). 
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A.  Based Aircraft Fleet Mix 
 
In establishing a projection of the statewide based aircraft fleet mix, consideration was 
given to the continually changing national active general aviation aircraft fleet.  Table 
640-03(5) below provides the 2009 based aircraft fleet mix for the Rhode Island general 
aviation airports, while Figure 640-03(8) and Figure 640-03(9) graphically present the 
current based aircraft fleet mix and active general aviation aircraft fleet in the U.S.  The 
proportional share of single-engine aircraft in the state fleet was significantly higher than 
that of the U.S. fleet.  Additionally, the “other” aircraft category, which includes 
helicopters, gliders, ultra-lights, and other experimental aircraft, composed over 20 
percent of the national active aircraft fleet, while representing only 1.7 percent (or five 
aircraft) of the state’s fleet. 

 
Table 640-03(5) 2009 Based Aircraft Fleet Mix at Rhode Island Airports 
 

Airport
Single 
Engine

Multi-
Engine Jet Other* Total

Block Island 2 1 0 0 3
Newport 36 3 0 2 41
North Central 103 8 0 0 111
Quonset 23 2 0 0 25
Westerly 38 5 2 2 47
Statewide Total 
(excl. T.F.Green) 202 19 2 4 227  
* Other includes helicopters, experimental aircraft, sport aircraft, and others.  
Source: Landmark Aviation Services 

 
Figure 640-03(8) 2009 Rhode Island General Aviation Fleet (including T.F. Green) 
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As described within the Aerospace Forecast, the FAA has indicated that there will be 
relatively strong growth in active general aviation jet aircraft.  This trend illustrates a 
movement in general aviation toward more sophisticated, higher performing, and more 
demanding aircraft.  This trend will impact the types of activity occurring at general 
aviation airports and the types of facilities and services required at those airports.  The 
FAA projects that the percentage increase in jet aircraft will significantly outpace growth 
in other components of the general aviation aircraft fleet.  Single engine and multi-engine 
aircraft in the national fleet are projected to experience low growth or negative growth 
with an average annual growth rate of 0.1 percent per year for single engine aircraft over 
the forecast period while multi-engine aircraft are projected to decline at 0.8% annually. 
 
Figure 640-03(9) 2009 U.S. Active Aircraft 
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As described previously, Rhode Island’s fleet mix of based aircraft is heavily weighted to 
single engine aircraft and significantly lags behind national fleet mix breakdown 
percentages. Based on historic based aircraft fleet mix trends in Rhode Island, it is not 
anticipated that the state’s projected fleet mix in 2029 will change to the extent projected 
for the U.S. as a whole in the FAA Aerospace Forecast, FY 2010-2030.  A more 
reasonable expectation is that the Rhode Island’s 2029 based aircraft fleet mix will 
progressively migrate toward the fleet mix percentages currently observed for the U.S. in 
2009.  Table 640-03(6) presents the projected based aircraft fleet mix in Rhode Island 
that results from applying this methodology and assumptions.  It is projected that by 
2029, single-engine aircraft will account for 63.2 percent of the total based aircraft in 
Rhode Island, as opposed to the 86% currently realized within the state.  Aircraft totals in 
the “other” category will experience the largest increase, comprising 20.3 percent of 
Rhode Island’s total based aircraft by 2029, compared to 1.7 percent in 2009. 
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Table 640-03(6) Projection of Based Aircraft Fleet Mix in Rhode Island in 2029 

Airport Single Engine
Multi-

Engine Jet Other* Total
Block Island 3 0 0 1 4
Newport 31 4 4 10 49
North Central 84 10 12 27 133
Quonset 19 2 3 6 30
Westerly 36 4 5 12 57
Statewide Total (excl. 
T.F.Green) 172 21 24 56 273  
* Other includes helicopters, experimental aircraft, sport aircraft, and others. 
Source: Wilbur Smith Associates 

 
03-01-04 Baseline Projection of General Aviation Operations 
 
The projection of operational demand at an airport determines the need for airside 
improvements.  Total annual operational demand can consist of several types of activity 
including air carrier, military, air taxi, and general aviation.  For those airports with 
scheduled commercial air service, air carrier activity was projected separately in a 
subsequent section.  For those airports with annual military operations, the military 
operations were subtracted from the total operational estimate, as were commercial 
operations, to arrive at an annual general aviation activity level for each system airport.  
Air taxi operations are included in the general aviation operations projections.   
 
Several methodologies were investigated to project general aviation operations for 
forecast years 2014, 2019, and 2029.  As discussed previously, the current economic 
uncertainties and associated volatility in the aviation industry make it difficult to develop 
projections based on historic operational growth.  The “reported” decline in general 
aviation operations also makes it impractical to develop projections using socioeconomic 
factors such as population, employment, and income.     
 
Therefore, the average annual growth rate of general aviation aircraft hours flown as 
projected by FAA was used as the basis to project general aviation operations at Rhode 
Island’s system airports.  According to the Aerospace Forecast, FY 2010-2030, the 
numbers of hours flown by general aviation aircraft are projected to increase 2.5 percent 
per year on average over the forecast period.  It is assumed that the number of hours 
flown by general aviation in Rhode Island will increase the same percentage as the U.S. 
as a whole. 
 
Table 640-03(7) below reflects the baseline projection of general aviation operations at 
each of Rhode Island’s general aviation airports.  In concert with the FAA projections, 
operations at the state’s airports (excluding T.F. Green) are forecasted to grow at 2.4 
percent annually between 2009 and 2014 and 2.5 percent from 2014 to 2029.   
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Table 640-03(7) Projection of General Aviation Operations at Rhode Island 
Airports 
 

Airport Actual 2009 2014 2019 2029
Block Island 8,985 10,100 11,500 14,600
Newport 20,491 23,100 26,100 33,300
North Central 18,628 21,000 23,800 30,300
Quonset 22,597 25,500 28,800 36,800
Westerly 15,265 17,200 19,500 24,800
State Total (excl. T.F. 
Green) 85,966 96,900 109,700 139,800

Projected General Aviation Operations

 
      Sources: Landmark Aviation Services; Wilbur Smith Associates 
 
Additionally, the split between local and itinerant general aviation operations was 
projected for each of the Rhode Island system airports.  The FAA defines local operations 
as operations performed by aircraft that: operate in the local traffic pattern or within sight 
of an airport; are known to be departing for or arriving from flight in local practice areas 
located within a 20-miles radius of the airport, or are expecting simulated instrument 
approaches in low pass at an airport.  Itinerant operations include all other general 
aviation aircraft operations, including air taxi.   
 
Table 640-03(8) presents the 2009 local/itinerant splits for the system’s general aviation 
airports.  Overall, 62 percent of the state’s general aviation operations were local 
operations, with Block Island having the fewest local operations (only three percent of its 
total general aviation operations in 2009).  Newport had the highest number of local 
operations, with 83 percent of its total general aviation operations in 2009.   
 
Table 640-03(8) 2009 Local/Itinerant General Aviation Operations at Rhode Island 
Airports 
 

Airport
Local 

Operations
Percent 
Local

Itinerant 
Operations

Percent 
Itinerant

Total 
General 
Aviation 

Operations
Block Island 297 3% 8,688 97% 8,985
Newport 17,007 83% 3,484 17% 20,491
North Central 10,566 57% 8,062 43% 18,628
Quonset 18,074 80% 4,523 20% 22,597
Westerly 7,690 50% 7,575 50% 15,265
State Total (excl. 
T.F. Green) 53,634 62% 32,332 38% 85,966  

     Source: Landmark Aviation Services 
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Table 640-03(9) reflects how each airport’s split between local/itinerant general aviation 
operations is expected to change by 2029.  The local/itinerant split at the five general 
aviation airports in the state is projected to remain unchanged throughout the forecast 
period. 
 
Table 640-03(9) 2029 Projection of Local/Itinerant Split at Rhode Island Airports 
 

Airport
Local 

Operations
Percent 
Local

Itinerant 
Operations

Percent 
Itinerant

Total 
General 
Aviation 

Operations
Block Island 500 3% 14,100 97% 14,600
Newport 27,600 83% 5,700 17% 33,300
North Central 17,200 57% 13,100 43% 30,300
Quonset 29,400 80% 7,400 20% 36,800
Westerly 12,500 50% 12,300 50% 24,800
State Total (excl. 
T.F. Green) 87,200 62% 52,600 38% 139,800  

        Source: Wilbur Smith Associates 

 
03-01-05 Commercial Service Projections for Block Island and Westerly 
 
Two airports in Rhode Island, in addition to T.F. Green, have scheduled commercial air 
service.  New England Airlines, a FAR Part 135 operator, operates scheduled nonstop 
service between Westerly Airport and Block Island Airport.  This service, provided by 
single and multi-engine piston aircraft, meets the tourism demands and provides an 
essential means of access to and from the island for time sensitive cargo and medical 
activities.   The schedule is flexible to meet tourism demands.  Between Memorial Day 
and Labor Day hourly service is scheduled between Westerly and Block Island, while in 
the off-season, the carrier operates nonstop service every other hour.  Only select national 
commercial service trends impact the Westerly/Block Island market.  As with the 
aviation industry as a whole, general national and local economic conditions have a 
significant impact on the demand within this local market. 
 
Commercial service activity projections were developed for both passenger enplanements 
and annual airline operations at Block Island and Westerly.  Calendar year 2009 was used 
as the base year for these projections. Projections for T.F. Green were developed in the 
FEIS.  The total number of annual enplanements for an airport is an important element in 
receiving funding from the FAA.   
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A.  Enplanements 
 
Figure 640-03(10) provides a summary of historic passenger enplanements at Westerly 
and Block Island Airports.  Due to their exclusive market relationship, enplanements at 
these airports generally mirror each other.  The average annual decline was 2.2 percent 
between 2000 and 2009.   
 
Figure 640-03(10) Historic Enplanements at Block Island and Westerly Airports 
 

2000 2001 2002 2003 2004 2005 2006 2007 2008 2009
WST 10,263 9,534 9,463 8,031 7,457 7,788 8,164 9,236 10,417 8,744 
BID 10,691 10,947 8,591 7,754 7,091 7,575 7,665 8,936 9,836 8,425 
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         Source: Landmark Aviation Services; FAA Terminal Area Forecast 
 
Commercial service enplanement projections have been prepared to provide a basis for 
determining the general adequacy of the airports to meet Rhode Island’s unique needs for 
air travel to and from Block Island.  Two forecast scenarios were developed for 
commercial service enplanements at Block Island and Westerly airports.  The preferred 
methodology for generating baseline projections was developed using a market share 
approach in which airport specific trends and conditions in aviation were compared to 
select and relevant national trends and conditions in aviation during the same historical 
period.  This approach allows the use of the approved national forecasts published within 
Aerospace Forecast, and takes into account historical trends in activity.   
 
1)  Block Island Airport Enplanements 
 
Through discussions with New England Airlines, the carrier does not have any plans to 
increase its fleet or scheduled operations throughout the forecast period (2009-2029).  
Based on this assumption, enplanements at Westerly and Block Island airports are 
projected to experience modest growth over that period.  Combined with an historic 
decline in U.S. market share, the preferred baseline enplanements projection for Block 
Island uses a decreasing market share approach.   
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Using this approach, passenger enplanements at Block Island Airport are projected to 
reach 12,800 by 2029; an average annual growth rate of 2.1 percent between 2009 and 
2029 (See Figure 640-03(11)).  Using this decreasing market share approach, the 
resultant growth in enplanements is slightly higher than the most recent FAA Terminal 
Area Forecast (TAF) projection for commercial enplanements for this airport after 2017.  
By 2029, the FAA projects a total of approximately 10,900 enplanements, whereas this 
forecast projects a total of 12,800.  The FAA projection uses 2008 data and represents an 
average annual growth rate of 0.9 percent over the 2009-2029 forecast period. 
 
Figure 640-03(11) Enplanement Projections for Block Island 
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    Source: Wilbur Smith Associates 

 
2)  Westerly Airport Enplanements 
 
The projections of enplanements for Westerly Airport were based on the same 
assumptions as the passenger enplanement projections for Block Island.  Based on 
historic enplanements trends and discussions with New England Airlines, a decreasing 
market share of total U.S. enplanements was chosen as the preferred methodology to 
project this airport’s future enplanements.  By applying this methodology, the airport’s 
passenger enplanements are expected to increase at 2.3 percent per year on average over 
the planning period, reaching 13,900 annual enplanements by 2029 as shown below in 
Figure 640-03(12).  The preferred growth in enplanements is slightly higher than the 
minimal growth projected for this airport in the TAF, which projects enplanements at 
Westerly to increase 0.9 percent per year on average between 2009 and 2029, reaching 
only 11,500 passengers annually by 2029. 
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Figure 640-03(12) Enplanement Projections for Westerly 
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   Source: Wilbur Smith Associates 
 
B.  Commercial Service Operations 
 
Historic trends in commercial service operations for Block Island Airport and Westerly 
Airport are provided in Figure 640-03(13).  Operations decreased from 2000 to 2004 and 
then experienced growth until 2008.  In 2009, operations decreased again due to the 
downturn in the global economy.  Specifically, nearly 11,000 commercial service 
operations were scheduled at the two airports in 2009, down sharply from 14,200 nine 
years earlier.  This represents an average annual decline of 2.8 percent between 2000 and 
2009.  The baseline scenario reflects the preferred methodology for projecting 
commercial service operations through 2029.   
 
Figure 640-03(13) Historic Commercial Service Operations at Block Island and 
Westerly Airports 
 

2000 2001 2002 2003 2004 2005 2006 2007 2008 2009
WST 6,815 8,081 7,228 5,638 4,398 4,785 5,529 6,126 6,295 5,501 
BID 7,367 8,081 7,436 6,289 5,125 5,629 6,053 6,549 6,143 5,497 
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     Source:  FAA Terminal Area Forecast; Landmark Aviation Services 
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Figure 640-03(14) presents projected commercial service operations for Westerly and 
Block Island under the baseline forecast scenario, or high growth scenario, versus a TAF 
projection, or low growth scenario.  The baseline scenario applies a market share 
methodology using each airport’s share of commercial service operations in New 
England, as projected by the FAA TAF.   
 
Figure 640-03(14) Projection of Commercial Service Operations at Block Island and 
Westerly Airports 
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     Source: Wilbur Smith Associates 
 
Reflective of the decreasing share of New England’s commercial operations over the last 
decade, it is projected that this trend will continue.  Using this approach, 14,300 
commercial service operations are projected to occur at Block Island and Westerly 
airports combined by 2029, approximately the same number of annual operations 
(14,200) as was experienced in 2000.  The FAA TAF projects 0.3 percent average annual 
growth in commercial service operations at Block Island and Westerly over the forecast 
period (2009-2029). 
 
03-01-06 Military Activity Projections 
 
In 2009, military operations occurred at two public use airports in Rhode Island, namely 
T.F. Green and Quonset.  Military activity varies with the political climate and variations 
in government funding.  It is anticipated that the 2009 level of military operations will 
remain constant throughout the planning period at both airports.   
 
03-01-07 Airport User Needs and Enhanced Growth Projections 
 
Baseline projections of based aircraft, general aviation operations, and commercial 
service activity for the Rhode Island Airport System Plan (ASP) were presented above.  
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The projections were based on a status quo or “business as usual” scenario.  As suggested 
earlier, the lack of even average quality facilities or services at the general aviation 
airports has likely artificially limited the growth potential of general aviation activity in 
Rhode Island.  This section presents an analysis of the services and facilities needed to 
realize these higher rates of future demand.  Facilities and services needing improvement 
at each Rhode Island general aviation airport were identified through an extensive 
surveying effort of Rhode Island airport users.   
 
It is assumed that if the state’s airports are improved, aviation demand at Rhode Island’s 
general aviation airports will be more like the aviation demand at general aviation 
airports in the rest of the U.S.  There is a typically positive correlation between factors 
such as U.S. population and employment and U.S. general aviation demand.  In Rhode 
Island, however, this correlation has been inversely related.  While population and 
employment in the state has generally increased over the last 10 years, reported general 
aviation demand has decreased.  Rhode Island’s inability to record positive growth in 
general aviation demand could reasonably be linked to the current condition of the state’s 
general aviation airports.  The following sections explore the growth potential that may 
result from changed conditions in the state and at the airports. 
 
A.  User Facility and Service Enhancements 
 
Rhode Island’s general aviation activity has been artificially suppressed by the lack of 
adequate facilities and services at Rhode Island’s general aviation airports that have not 
kept pace with those provided at competing airports in neighboring states.  One action 
that must be taken to stimulate Rhode Island’s general aviation demand is to significantly 
upgrade each airport’s facilities and services.  Out of the following list, survey 
respondents were asked to indicate the facilities that needed to be provided or upgraded at 
the Rhode Island airport from which they fly or base an aircraft.  Respondents were asked 
to use a scale of 1-5, with 1 being the most important, to reflect the relative need for each 
facility.  Facilities and services ranked by the survey process included the following: 
 
1. Full Service Fixed Base Operator (FBO) 
2. Fuel (100LL) 
3. Fuel (JET A) 
4. Aircraft Maintenance 
5. Terminal Facilities/Pilot Lounge 
6. Restaurant 
7. Ground Transportation (on-site rental car) 
8. Ground Transportation (courtesy car) 
9. Additional Runway Length   
10. Additional Runway Width  

11. Precision/Instrument Approach  
12.  Parallel Taxiway 
13.  Paved Taxiway  
14. Weather Reporting 
15. Hangars 
16. Paved Tie-downs 
17. Additional Auto Parking 
18. Increased Security 
19. Lighting Requirements  
20. Other  

 
Additionally, respondents were asked to specify the total runway length and width 
requirement they would like to see at each airport.  They were also asked to specify 
lighting and instrumentation requirements, as well as any other facilities that they would 
like to see at a particular airport.  In each survey, the respondents were asked:  “If the 
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improvements they noted were made, would you increase the number of annual 
operations that you conduct at the specified airport?”  If an increase was noted, the survey 
respondent was subsequently asked how many additional operations would be made 
annually. 
 
The surveys also asked respondents to identify the facility needs and upgrades at the 
Rhode Island airports other than the one that they based their aircraft at, typically fly out 
of, or completed their transient pilot survey at.  Respondents were asked that if their 
recommended upgrades were made at these airports, how many additional operations 
each year would they perform at each respective airport.  
 
The results of the surveys are presented, on an airport-by-airport basis, in the following 
section.  The top facilities noted by survey respondents are ranked by the most popular 
responses.  Additional comments regarding Rhode Island airports are noted as well. 
 
1)  Block Island Survey Results 
 
From the three survey efforts, 71 pilots provided information on service and facility 
upgrades that they would like to see at Block Island.  The top facility and service requests 
at Block Island obtained from the survey results are as follows: 
 
Additional Runway Length: The top response by pilots for upgraded facilities was a 
runway extension at Block Island.  Runway length requirements ranged from 3,000 to 
3,500 feet, up from the current runway length of 2,501 feet. 
Fuel (100LL):  While the pilots with aircraft based at Block Island realized the 
environmental constraints to providing fuel at the airport, many transient pilots noted that 
it would be beneficial to have 100LL fuel offered at Block Island. 
Paved Tiedowns: The lack of paved tiedowns to park airplanes at Block Island was also 
noted as a hindrance to additional operations at the airport.  
Additional Aircraft Parking:  Many survey respondents noted that they do not necessarily 
need paved tiedowns at Block Island.  Respondents generally noted that they would like 
to see additional aircraft parking (paved or unpaved) at the airport.  
Precision Approach/ILS:  A number of respondents noted that they would like Block 
Island to have a precision approach, such as an ILS.   
Parallel Taxiway:  Several pilots also noted their desire for a parallel taxiway at Block 
Island.    
 
Other facility and service improvements noted by Block Island survey respondents 
included a crosswind runway, courtesy car services, a “fair” resident tiedown charge, and 
the elimination of landing fees.  Based aircraft owners noted that hangars would also be a 
beneficial addition at Block Island.  According to the surveying effort, if the 
improvements listed above were made at Block Island, the respondents alone would 
make approximately 1,600 additional annual operations at the airport.  
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2)  Robert F. Wood Airpark (Newport) Survey Results 
 
The top facility upgrades noted by pilots through the survey effort at Robert F. Wood 
Airpark are listed below.  Over 80 survey respondents noted some facility or service 
changes they would like to see implemented at Robert F. Wood Airpark. 
 
Hangars:  Nearly every pilot with an aircraft based at Robert F. Wood Airpark noted that 
additional hangars are badly needed at the airport.  One pilot that currently bases their 
plane in Massachusetts noted that while they would like to base their aircraft at Robert F. 
Wood Airpark, no hangars were available, or even in existence.  
Terminal Facilities/Pilot Lounge:  Both based pilots and transient pilots noted that a new 
or upgraded terminal building and pilot lounge is desperately needed at the airport.  One 
pilot noted that the airport’s terminal should match the reputation of the area.   
Restaurant:  Mainly transient pilots noted that they would like to see a restaurant located 
at the airport. 
Full Service FBO: A full service FBO was also indicated as an important improvement at 
Robert F. Wood Airpark.  A few respondents to the surveys noted that a good, dedicated 
flight instructor and aircraft rental source are needed. 
Courtesy Car:  Pilots noted that it would be nice to have a courtesy car at the airport 
and/or shuttle service to downtown Newport.  
Precision/Instrument Approach: A precision instrument approach was noted as an 
important facility improvement for the airport.  Many pilots indicated that it would be 
useful to have a GPS or ILS approach for Runway 4/22.  It was also indicated that a 
VASI on Runway 16/34 would be useful. 
Additional Runway Length:  Pilots also indicated the relative need for a runway 
extension at Robert F. Wood Airpark, namely on Runway 4/22.  The desired runway 
length noted by pilots ranged from 4,000 to 5,000 feet. 
Parallel Taxiway: Several pilots noted the desire for a full parallel taxiway for Runway 
16-34. 

 
Other facility and service improvements at Robert F. Wood Airpark noted by pilots 
participating in the surveying effort included aircraft maintenance, tiedown area lighting, 
automatic access to the ramp for autos, and having an attendant on the field later than 
5pm.  If improvements were made to the airport, the survey respondents noted that would 
conduct approximately 4,100 more operations at Robert F. Wood Airpark annually. 
 
3)  North Central Airport Survey Results 
 
Approximately 118 pilots using North Central responded to the survey.  The top facility 
and service improvements at North Central noted in all survey results are as follows: 

 
Restaurant:  Pilots overwhelmingly noted that a restaurant at North Central would be a 
large asset to the airport. 
Hangars:  Both pilots with aircraft based at North Central and transient pilots indicated 
that hangars should be constructed at the airport.  One pilot suggested that RIAC improve 
or replace the large aircraft storage hangar and build more T-hangars.  Another pilot 
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noted that it would be useful if North Central had hangar space for overnight rental by 
business aircraft users. 
Courtesy Car:  Nearly all of the pilots that filled out the Transient Pilot Survey at North 
Central noted the need for a courtesy car.  One transient pilot noted that, although North 
Central is most convenient to their office, they often fly into Norwood, Massachusetts 
because their arrival is typically between 10 and 11 pm, and Norwood offers rental cars 
and a courtesy car. 
Precision/Instrument Approach:  Both pilots with aircraft based at North Central and 
transient pilots noted the desire to have a precision approach to the airport.  Many pilots 
noted that an ILS would be most beneficial.  One pilot noted that an ILS to Runway 5 
would make it safer to land at the airport and would increase airport utility under poor 
weather conditions.  Pilots also indicated that a VASI on Runway 5 would be helpful. 
Full Service FBO: Several pilots noted that they would like to have a full service FBO at 
North Central. 
Terminal Facilities/ Pilot Lounge: Numerous pilots indicated the desire for an improved 
terminal building.  Comments included that the current terminal is an “embarrassment 
visually” and that the terminal should be “presentable” and “more inviting”. 
Aircraft Maintenance:  Pilots with based aircraft at North Central and transient pilots 
noted that it would be beneficial to have aircraft maintenance offered at the airport 
 
Other facility upgrades noted on the surveys included a full parallel taxiway for Runway 
15/33, repaving of the ramp and Runway 5-23, improved apron and tiedown area 
lighting, and the addition of an air traffic control tower.  Survey respondents also pointed 
out that the Unicom frequency (122.7) for North Central should be changed because it is 
too congested.  It was also noted that the airport should lower fuel prices to compete with 
Massachusetts’s airports.  Several pilots indicated that skydiving operations at the airport 
pose safety hazards to other pilots.  If RIAC addressed these noted facility and service 
needs, the respondents indicated that they would fly 3,800 additional operations at North 
Central annually. 
 
4)  Quonset Airport Survey Results 
 
The top facility and service upgrades and improvements for Quonset as noted in all 
surveys are listed below.  The surveys were completed by 55 pilots either living in Rhode 
Island or visiting the airport from out of state. 

 
Hangars:  Pilots noted in the surveys that additional hangars are the most needed facility 
upgrade at Quonset.  One pilot noted that if Hangar 1 could be repaired for less than the 
cost of tearing it down, it could provide space for many aircraft and businesses.   
Aircraft Maintenance:  Many pilots noted the need for a full time aircraft mechanic. 
Full Service FBO:  Pilots with aircraft based at Quonset noted that FBO services are 
needed.  One pilot indicated that a modern but simple FBO would be a big asset at the 
airport.  
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Terminal Facilities/Pilot Lounge:  Many transient pilots noted that the terminal needs a 
face-lift and a nicer pilot lounge. 
Restaurant:  Transient pilots noted the importance of a full-service restaurant at the 
airport. 
Ground Transportation:  Many transient pilots noted the need for ground transportation 
services at the airport.  Pilots would like to see either a courtesy car and/or rental car 
capabilities at Quonset.  
Increased Security: Several pilots noted the desire for increased security at Quonset. 
 
Other facility upgrades noted by pilots included repaving the ramp, runways, and 
taxiways; a full parallel taxiway for Runway 5/23; visual NAVAIDS for Runway 5/23; 
24-hour fuel availability; and the removal of abandoned buildings in front of the terminal 
(since completed).  Pilots also noted that they would like to see the museum cleaned up 
and more courtesy from the tower.  Several pilots noted that if facilities were upgraded, 
Quonset could complement T.F. Green, providing a better place for general aviation 
activity.  Other pilots would like to see a new terminal built at Quonset for international 
commercial flights.  Others indicated the desire to move cargo operations (FedEx, UPS) 
from T.F. Green to Quonset.  According to the survey results, an additional 3,000 
operations would be made at Quonset each year if these facility and service needs were 
addressed by RIAC.  
 
5) T.F. Green Airport Survey Results 
 
Many of the state’s pilots either base aircraft at or regularly fly out of T.F. Green.  Sixty-
six pilots completed and returned the surveys.  The top facility need indicated through the 
surveys was additional hangars for general aviation aircraft.  Other facility needs noted 
included additional tiedowns, especially for temporary aircraft parking, and a taxiway 
extension for Runway 5/23.  Respondents also noted that a full service FBO (in addition 
to NorthStar) would be beneficial.  Many respondents also thought a runway extension at 
T.F. Green for Runway 5/23 to accommodate more of the commercial flights would be 
appropriate.  Other pilots noted that either lengthening Runway 16/34 or adding an 
overrun would help make the runway safer.  If the improvements noted in the survey 
were made to T.F. Green, the survey respondents indicated that they would fly an 
additional 4,300 operations at T.F. Green each year. 
 
6)  Westerly Airport Survey Results 
 
Through the surveying effort, over 50 pilots that use Westerly Airport recognized needed 
facility upgrades.  The top recommendations are listed below. 
 
Restaurant: Survey respondents overwhelmingly indicated that a restaurant was needed at 
Westerly.  One pilot said that RIAC should invest in preparing the available space at the 
terminal for a restaurant in order to make it more attractive to a prospective operator.  
Another pilot noted that coffee and vending machines should be offered at the airport. 
 



STATE GUIDE PLAN ELEMENT 640  RHODE ISLAND STATE AIRPORT SYSTEM PLAN 
 

SEPTEMBER 15, 2011 PAGE 03.27 

 
Ground Transportation:  Both transient pilots and based pilots noted the need for ground 
transportation.  Since the airport serves a vacation area and the Foxwoods casino, pilots 
noted that rental car operation might be useful.  Many pilots also stated that a courtesy 
car would be beneficial.  
Precision/Instrument Approach:  Several pilots noted that they would like to have a 
precision/instrument approach to Westerly.  An ILS, GPS, and NDB were all mentioned 
as suggested approaches. 
 
Full Service FBO: Many pilots with aircraft based at Westerly noted that they would like 
to see a full service FBO at the airport. 
Lighting:  Pilots indicated that the runway approach lighting at Westerly needs to be 
updated.  Several pilots noted that they would like to see VASI on all the runways.  Other 
pilots noted that the current beacon is poor, and would like to see it replaced with one that 
can be seen better at night.   
Fuel (100LL):  Pilots with aircraft based at Westerly noted the relative need for 100LL 
fuel at the airport. 
 
Many survey respondents noted that the recent improvements at Westerly have been 
appreciated.  Several pilots indicated that an active, attended Unicom response system is 
also needed at the airport.  The pilots noted in the survey, that if these suggested facility 
and service improvements were implemented, they would fly approximately 1,600 
additional operations at Westerly each year. 
 
B.  Statewide Summary 
 
Combined, 254 surveys were completed and returned.  Table 640-04(10) presents the top 
facility and service needs noted by pilots in the surveys.  According to the results of the 
three surveys (Aircraft Owner Survey, Resident Pilot Survey, Transient Pilot Survey), an 
additional 18,000 annual operations would be generated by these users alone if the 
facilities and services noted for each airport were implemented or upgraded.  However, it 
should be noted that it might not be feasible to provide all of the facilities and services 
desired by the airport users.  Environmental concerns, lack of community support, 
insufficient funds, and statewide need are just a few reasons why some of the facility 
upgrades may not be practical.  Recommendations and prioritization for the facility and 
service needs of the Rhode Island airport system will be analyzed in subsequent chapters 
of the ASP. 
 
In addition to the individual airport needs, many of Rhode Island’s airport users also 
made comments regarding the airports overall condition and operations. 
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Table 640-03 (10) Summary of Survey Results 
 
 Top Facility/Service User Needs 

Airport 1 2 3 4 5 6 
Block 
Island 

Additional 
Runway 
Length 

Terminal/ 
Pilot 

Lounge 

Fuel 
(100LL) 

Paved 
Tiedowns 

Additional 
Aircraft 
Parking 

Precision 
Approach/ 

ILS 
Robert F. 

Wood 
Airpark 

(Newport) 

Hangars Terminal/ 
Pilot 

Lounge 

Restaurant Full Service 
FBO 

Courtesy Car Precision/ 
Instrument 
Approach 

North 
Central 

Restaurant Hangars Courtesy 
Car 

Precision/ 
Instrument 
Approach 

Full Service 
FBO 

Terminal/ 
Pilot Lounge

Quonset Hangars Aircraft 
Maintenanc

e 

Full Service 
FBO 

Terminal/ 
Pilot 

Lounge 

Restaurant Ground 
Transportatio

n 
Westerly Restaurant Ground 

Transportati
on 

Precision/ 
Instrument 
Approach 

Full Service 
FBO 

Lighting Fuel (100LL)

Source: Rhode Island Airport Surveys. 

 
Several pilots noted that Rhode Island must repeal the sales tax on aircraft and remove 
the tax on fuel in order to be more competitive, and in January 2005, the state was 
successful in repealing the sales tax.  Many pilots emphasized the need for hangars in the 
entire state.  Other pilots noted the need for professional, full service FBOs at all Rhode 
Island airports, including flight schools, aircraft rental, and fuel.  Several airport users 
suggested that RIAC look to airports in other states as examples of “good” general 
aviation airports.  While several pilots noted that they were happy with the condition of 
Rhode Island’s airports, many pilots indicated an overall need for facility upgrades and 
improvements at all of the state’s airports. 
 
03-02 T.F. Green Operations and Forecasts 
 
The following summarizes existing operations; industry trends; and forecasts relative to 
T.F. Green.  The information provided has been extracted from the T.F. Green Airport 
Improvement Program, Environmental Impact Statements (EIS) prepared for the Federal 
Aviation Administration; DEIS published July 2010 and the FEIS published July 2011.  It 
represents the most current information available on the topic at this time.  For additional 
information please refer to the EIS in its entirety. 
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Table 640-03(11) Summary of Enhanced Growth Projections at General Aviation 
Airports in Rhode Island 
 
  Demand Projections 
Airport Year Based 

Aircraft 
GA 

Operations
Commercial 
Operations 

Total 
Operations 

Enplanements 

Block Island 
 2009 3 8,985 5,497 14,482 8,425
 2014 3 10,100 6,300 16,400 9,200
 2019 3 11,500 6,550 18,050 10,200
 2029 4 14,600 7,150 21,750 12,800

Robert F. Wood Airpark (Newport) 
 2009 41 20,491 0 20,491 0
 2014 42 23,100 0 23,100 0
 2019 44 26,100 0 26,100 0
 2029 49 33,300 0 33,300 0

North Central 
 2009 111 18,628 0 18,628 0
 2014 115 21,000 0 21,000 0
 2019 120 23,800 0 23,800 0
 2029 133 30,300 0 30,300 0

Quonset 
 2009 25 22,597* 0 22,597* 0
 2014 26 25,500 0 25,500 0
 2019 27 28,800 0 28,800 0
 2029 30 36,800 0 36,800 0

Westerly 
 2009 47 15,265 5,501 20,766 8,744
 2014 49 17,200 6,300 23,500 9,700
 2019 51 19,500 6,550 26,050 10,900
 2029 57 24,800 7,150 31,950 13,900

TOTAL 
 2009 227 85,966 10,998 96,964 17,169
 2014 235 96,900 12,600 109,500 18,900
 2019 245 109,700 13,100 122,800 21,100
 2029 273 139,800 14,300 154,100 26,700

 
*Includes military operations 
Commercial operations include operations by all-cargo carrier as well as passenger carriers.  Total 
passenger projections were halved in order to develop enplanement projections for this Study. 
Source: Wilbur Smith Associates 
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03-02-01 Existing Operations and Markets Served (for T.F. Green) 
 
T.F. Green Airport served over 4.3 million passengers with over 227 daily aircraft 
operations in 2009.3  In 2004, the baseline analysis year for the FEIS published in July 
2011, 5,509,186 million air passengers were served, including 5,463,610 domestic 
scheduled passengers, 13,871 domestic charter passengers, and international scheduled 
passengers or Caribbean or Azores charter passengers.  A total of 121,428 annual 
operations4 were flown in 2004, consisting of 53,764 air carrier operations, 30,957 air 
taxi operations, 31,055 general aviation, and 301 military operations.  Table 640-03(13) 
shows the monthly operations at T.F. Green Airport for 2004. 

From 2003 through 2004, total aircraft operations at T.F. Green Airport decreased from 
approximately 132,5005 to 121,500,6 representing a decline of 8 percent; however, during 
this same period, total commercial passenger enplanements and deplanements increased 
from approximately 5,176,000 to 5,500,000, representing a 6 percent growth.7  This 
decline in operations concurrent with a growth in total passengers is because of larger 
aircraft in the operating fleet and higher load factors at T.F. Green Airport.  

Scheduled air service at T.F. Green Airport was provided by eight major national airlines, 
two commuter airlines, two charter airlines, and one international airline in 2004.  Two 
all-cargo airlines, Federal Express, United Parcel Service, also operate at the Airport.8  

A.  Role of Low Cost Carriers at T.F. Green 
 
Low cost carriers (LCC) have had an influential role on the passenger demand at T.F. Green 
Airport and the region. Southwest Airlines’ inauguration of low cost carrier services to T.F. 
Green Airport in 1996 caused a dramatic growth of traffic.  This resulted both from the 
capture of passengers that had previously used Logan, and through generation of altogether 
new traffic, the so-called “Southwest effect”.  However, the recent increase in LCC presence 
at Logan and increases in competition among legacy carriers has caused further shifts in 
traffic at T.F. Green Airport. 

Between 2000 and 2004, T.F. Green Airport-Baltimore traffic fell by over 220,000 
passengers, or 28 percent.  During the same period, Logan-Baltimore traffic expanded by 
over 224,000 passengers, or an 86 percent increase.  Both T.F. Green Airport and Logan 
obtained LCC service to Philadelphia, and T.F. Green Airport saw particularly strong 
growth.  
  

                                                 
3  T.F. Green Airport – Monthly Airport Passenger Activity Summary, December 2009, Rhode Island 
Airport Corporation. 
4  An aircraft operation is a landing, take-off or touch-and-go procedure on a runway.  
5  Terminal Area Forecast, FAA, Aviation Policy and Plans, 2003. 
6  Supporting Attachment D.A.2, Air Passenger and Operations Forecast. 
7  Passenger Enplanements, Rhode Island Airport Corporation, 2003-2004. 
8 One other all-cargo airline (DHL) operated at the airport in 2004, the EIS existing year, until 2008. 
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Table 640-03(12) Summary of Growth Projections in Rhode Island GA Airports 
  

  Demand Projections Enhanced Growth Projections 

Airport Year Based 
Aircraft 

GA 
Operatio

ns 

Commercial 
Operations 

Total 
Operations Enplanements 

Based
Aircraf

t 

GA 
Operations

Commercial 
Operations 

Total 
Operations Enplanements 

Block Island            
 2001 7 9,674 8,081 17,755 10,947 7 9,674 8,081 17,755 10,947 
 2021 8 12,300 10,200 22,500 14,300 12 16,800 13,500 30,300 24,000 

Robert F. Wood Airpark (Newport)         
 2001 26 12,485 0 12,485 0 26 12,485 0 12,485 0 
 2021 28 15,700 0 15,700 0 36 18,600 0 18,600 0 

North 
Central  

 
 

 
  

 
    

 2001 115 65,000 0 65,000 0 115 65,000 0 65,000 0 
 2021 123 81,700 0 81,700 0 188 114,000 0 114,000 0 

Quonset            
 2001 19 7,927 0 14,879* 0 19 7,927 0 14,927* 0 
 2021 20 10,000 0 17,000* 0 28 13,100 0 20,100* 0 

Westerly            
 2001 84 6,585 8,081 14,666 9,534 84 6,585 8,081 14,666 9,534 

 2021 90 8,300 10,200 18,500 13,600 122 16,200 13,500 29,700 20,900 
TOTAL            

 2001 251 101,671 16,162 124,785* 20,481 251 101,671 16,162 117,833* 20,481 
 2021 269 128,000 20,400 155,400* 27,900 386 178,700 27,000 205,700* 44,900 
            

*Includes military operations 
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Table 640-03(13) Aircraft Operations 2004 

Itinerant1  

Month 
Air 

Carrier2 
Air 

Taxi3 
General 

Aviation4 Military Total 
Local 

Civilian5 Total 
January 3,758 1,485 1,641 27 6,911 298 7,209 
February 3,998 1,695 2,599 28 8,320 760 9,080 
March 4,511 2,078 2,302 23 8,914 538 9,452 
April 4,100 1,712 2,358 17 8,187 412 8,599 
May 4,285 2,088 2,600 39 9,012 214 9,226 
June 4,535 2,808 3,073 40 10,456 719 11,175 
July  4,661 3,417 3,248 33 11,359 425 11,784 
August 4,700 3,516 3,131 18 11,365 458 11,823 
September 4,458 3,542 3,069 29 11,098 295 11,393 
October 4,495 3,197 2,808 26 10,976 442 11,418 
November 4,834 2,916 2,325 17 10,092 368 10,460 
December 4,979 2,503 1,901 4 9,387 422 9,809 
Total 53,764 30,957 31,055 301 116,077 5,351 121,428 
Average 
Daily 147 85 85 1 318 15 333 

Source:   Rhode Island Airport Corporation. 
1  Itinerant aircraft operations are reported on the basis of "place arrived from" or " place departed 
to”, i.e., operations that leave the airport’s airspace.  
2  Air Carrier – Aircraft with passenger seating configuration of more than 30 seats. Includes 
charter. 
3  Air Taxi – Aircraft having a maximum passenger seating configuration of 30 seats or less. 
4  General Aviation – rotorcraft or fixed wing aircraft. 
5  Local – those aircraft that remain within T.F. Green Airport’s local air traffic area (e.g., touch 
and go training flights). 
 
It is important to note that changes in the business models for the LCCs will shape the 
future role of legacy carriers.  While LCCs are very strong in today’s national market (43 
percent of the share9), legacy carriers are restructuring and cutting costs so that their 
business models are likely to become more in line with those of the LCCs.  The future 
competition between the legacy and LCCs will add to the volatility of the market and the 
influence of low fares and service choices.  
 
03-02-02 Aviation Industry Trends (for T.F. Green) 
 

 The 2008-2009 national and global economic recession resulted in declines in 
aviation activity at most airports in the nation, including T.F. Green Airport.  The 
FAA predicts that aviation activity will grow over the long-term as the economy 

                                                 
9  According to the FAA’s Aerospace Forecast 2005-2016. 
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improves.  Regionally, New England accounts for 80 percent greater air passenger 
trips per capita than the national rate.10  However, air traffic is not predicted to rise 
to prior forecast levels even when the economy recovers because of the absence 
of significant price cuts in the near term.11  The airline industry’s response to 
aftermath of the events of September 11, 2001 was to stimulate demand by 
reducing fares sharply.  The industry’s response to the 2008-2009 economic 
recession has been to match supply (seats, or flights) and demand (passengers) by 
modestly reducing fares and dramatically reducing capacity.12  Also, there is a 
trend in the airline industry to lease aircraft rather than to own aircraft outright.  
Presently, approximately 34 percent of air carrier aircraft are leased and it is 
projected to increase to 50 percent by year 201913.  This trend toward leasing 
allows airlines greater flexibility in adjusting the number of aircraft and aircraft 
models in their fleet mix based on passenger demand on any given route. 

 Implications for T.F. Green: In the midst of challenging airline economics and 
global economic conditions, airports such as T.F. Green will need to provide 
necessary facilities to accommodate long-haul traffic more effectively to meet its 
market demand.  Although the airline industry is cutting its capacity resulting in 
reduced overall aviation activity demand, T.F. Green Airport must remain 
efficient and flexible to meet existing demands and attract and grow service to 
new markets.  Primarily due to national and global economic conditions and 
fluctuating fuel prices, the airline industry is volatile and difficult to predict.  T.F. 
Green Airport cannot assume that any one carrier will continue to serve 
passengers through the planning period.  As a result, airlines require more 
operating flexibility to serve key markets and deploy the appropriate aircraft to 
achieve profitability.  

 Despite having a reputation for offering low fares through LCC services, T.F. 
Green Airport has lost passengers to LCCs that entered the Logan Airport market 
with non-stop, long-haul flights. 

 Implications for T.F. Green Airport: To continue to play a key role in serving its 
market area by providing air service to passengers in the Providence and eastern 
New England areas, T.F. Green will need to provide flexibility to airlines.  This 
could be achieved by providing the appropriate facilities to accommodate the 
anticipated growth and reduce leakage rates to other airports such as Logan.  The 
New England Regional Airport System Plan (NERASP) underscores this need, 
stating that “to support the economic activities of Providence and Manchester, 
there is a need to develop facilities to support non-stop flights from those cities to 

                                                 
10 The New England Regional Airport System Plan, New England Airport Coalition, 2006, Page 4. 
11   FAA Aerospace Forecast, Fiscal Years 2009-2025, U.S. Department of Transportation, FAA Aviation 
Policy and Plans. 
12  Ibid. 
13  Woes of Aircraft Leasing Companies Could Mean higher Ticket Prices, Nicola Clark. New York Times, 
October 6, 2009. 
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the West Coast.”14  Appropriate facilities to support non-stop West Coast flights 
would include: 

 Extension of the primary Runway 5-23 to serve West Coast-capable aircraft while 
minimizing weight penalties to the greatest extent practicable. 

The NERASP study concludes that the New England airport system has the ability to 
meet passenger demand through 2020, but continued efforts to enhance the performance 
of each airport in the system are required.  NERASP cites T.F. Green Airport as one of 
“several airports that could improve the performance of the regional system if they can 
overcome the challenges they face in developing the services required by their 
communities.”15 

 Growing demand in long-haul domestic and international markets is especially 
important relative to future facility requirements, and accommodating this 
demand is a strategic priority of LCCs and legacy airlines alike.  The regulatory 
environment related to access to the European air service market has improved 
substantially with the implementation of the U.S.-European Union “Open Skies” 
Agreement in 2008.  The NERASP study states that the T.F. Green Airport 
market “is approaching the size that could support non-stop service to the West 
Coast and select destinations in Canada, the Caribbean, and North Atlantic 
Europe.”16  

 Implications for T.F. Green Airport: With its current primary runway length, T.F. 
Green Airport does not provide flexibility for airlines to provide non-stop long-
haul services with a variety of equipment.  The current runway length also 
increases the potential for airlines to incur weight penalties on their existing 
routes (most likely on hotter days, which results in a higher “density altitude” and 
decreased takeoff performance).  The limited runway length at T.F. Green Airport 
can prevent some carriers from meeting current and anticipated demand on long-
haul and international routes.  Airlines might choose to offer long-haul flights 
using the existing 7,166-foot runway, but could incur substantial payload 
penalties in doing so.  In addition, terminal gate constraints could also limit T.F. 
Green Airport’s ability to accommodate airline need for facilities.  Providing the 
facilities to allow for service expansion would enable T.F. Green to continue to 
fulfill its role in the New England region to serve the needs of its market area.  
The current runway length also increases the potential for airlines to incur weight 
penalties on their existing routes (most likely on hotter days, which results in a 
higher "density altitude" and decreased takeoff performance). 

03-02-03 Forecasts (for T.F. Green) 
 
Aviation activity forecasts are necessary for planning, for decision-making, and for 
                                                 
14  The New England Regional Airport System Plan, New England Airport Coalition, Fall 2006, Page 30. 
15  Ibid, Page 1. 
16  The New England Regional Airport System Plan, New England Airport Coalition, Fall 2006, Page 51. 
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review and evaluation of prospective development options.17  Forecasts should be 
considered as a reasonable possibility of future demand to plan development alternatives. 
RIAC developed aviation activity forecasts for T.F. Green Airport as part of a strategic 
master planning process to guide future development at the airport.  The forecast and 
subsequent development of alternatives are initial steps in the strategic planning process 
designed to allow RIAC to respond adequately with new infrastructure/facilities when 
they are necessary and not before the required aviation demand begins to materialize. 
Safety and efficiency related projects are not tied to forecast aviation demand levels. 
 
The July 2011 FEIS forecast uses a base year of 2004 and extends to 2025, which fully 
brackets the 2020 evaluation period.  The forecast is demand-oriented since it considers 
the availability of services from T.F. Green Airport as well as the two other major 
airports serving the eastern New England region, and gives consideration to the 
differences in ticket prices and services offered at the three airports.  
 
The forecast assumes that the future level of traffic at the Boston-Manchester-Providence 
region airports is determined by economic growth, population, incomes, and airline 
industry economics.  The distribution of air traffic among the three airports, T.F. Green 
Airport, Manchester, and Logan, will depend on the availability of air service and relative 
air fares.  Any changes in the distribution of air service and fares will lead to changes in 
the traffic at T.F. Green Airport, although the fundamental relationships and rankings of 
the three airports will not change.  For example, the forecast assumes that Logan will 
remain the leading gateway to the region, both domestically and internationally, and the 
other airports will serve as alternatives to Logan, while also serving the needs of their 
adjacent market areas.  During any forecast period, the quantity of traffic is considered 
fixed, although its distribution among the different regional airports will depend on 
relative air fares and service.  The forecast does not take into account the likely 
stimulative effect of new service at T.F. Green Airport by low cost carriers, and therefore 
is a conservative approach. 
 
The original forecast of aviation activity developed for the July 2011 FEIS was based on 
realistic assumptions and methodologies at the time it was originally developed in 2004.  
The forecast was demand-oriented because it considered the availability of services from 
the Airport as well as the two other major airports serving the eastern New England 
region (Logan and Manchester), as well as the differences in ticket prices and services 
offered at the three airports.  The forecast also represented the aircraft operational 
demand and passenger demand with T.F. Green Airport’s current facilities.  The forecast 
estimated that total passengers using T.F. Green Airport would increase from 5.5 million 
in 2004 to approximately 9 million by 2020 (and 10.4 million by 2025).  Aircraft 
operations were predicted to increase from 121,428 in 2004 to 152,275 by 2020. 
 
Since the aviation activity forecast was originally developed in 2004, however, the 
national and global economic recession occurred in 2008 and has affected overall 
aviation demand.  In 2009 FAA found that the 2004 forecast for aviation activity 
                                                 
17  Understanding and Using Forecasts, forward to “Passenger Forecasts for Logan International Airport, 
Richard de Neufville, pg. 1, April 20, 1991. 
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(referred to as the 2004 DEIS Forecast) were no longer within the FAA consistency 
criteria.  The original 2004 forecast was adjusted in the DEIS to within an acceptable 
range18  Forecasts are considered to be consistent with FAA’s Terminal Area Forecast 
(TAF) if they differ by less than or greater than 15 percent within a minimum 10-year 
period.   
 
The FAA revised the environmental analysis for the DEIS to be based on the lower 
baseline forecast level that was consistent with the then most recent FAA TAF at the time 
(published in December 2008). The revised baseline, or No-Action, forecast was referred 
to as the 2009 EIS Forecast.  As required by FAA guidance, this forecast was within ten 
percent of the FAA’s TAF published in December 2008.  Not withstanding the economic 
downturn, the FAA determined that there was still current anticipated demand for 
commercial non-stop service to the West Coast markets from T. F. Green Airport.  The 
2009 EIS Forecast revision did not alter the forecast of aviation activity associated only 
with the implementation of the Proposed Project alternatives.   
 
The variation in forecasts does not invalidate the use of the 2004 EIS Forecasts in the 
Purpose and Need analysis.  The proposed Projects are primarily intended to fulfill two 
goals: improve safety and efficiency. Safety improvements, such as the Runway Safety 
Areas and relocation of Taxiway C, are needed regardless of how many passengers utilize 
the Airport.  Efficiency improvements, such as the runway extension, can still benefit the 
passengers forecasted to use the Airport.  The benefits will simply be realized by fewer 
people in the near-term.  Very few of the proposed improvements relate to airport 
capacity.  Capacity, related improvements, such as increased number of gates and 
increased cargo capacity, are directly affected by the downturn in the forecasts.   
 
Since the DEIS was filed in July of 2010, the FAA updated the TAF for T. F. Green 
Airport.  The FAA evaluated the 2010 Draft TAF (the latest TAF information available at 
the time of the FEIS analysis) and adjusted the FEIS No-Action Alternative Forecast to 
within 10 percent of the 2010 Draft TAF thus meeting FAA’s consistency criteria.  
Appendix E in the July 2011 FEIS, Purpose and Need and Alternatives outlines the 
forecasting assumptions, methodology, and results.  The methodology used to adjust the 
FEIS Forecast considered changes in the individual aircraft operator categories within the 
TAF.   
 
The forecast is still based on the following assumptions: 
 

 Economic growth will continue, but at somewhat lower rates than those expected by 
the Federal Reserve Bank. 

 Fuel prices will remain volatile, but will increase through the forecasting period 
because of increasing demand from the developing countries of Asia. 

 Airline costs for labor will rise at nominal rates. 

                                                 
18  FAA Advisory Circular 150/5070-6B, Airport Master Plans, Change 1, U.S. Government Printing 
Office, Washington, DC, May 1, 2007. 
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 Airline and aircraft technical efficiencies will continue to improve, but at diminishing 
rates. 

 Low cost carriers will continue to grow at Logan with the addition of Southwest 
Airlines in August 2009, causing fares to continue to fall at Logan and thus reducing 
the price advantage held by T.F. Green Airport for the past decade. 

 Both legacy and LCC will continue to increase their service at T.F. Green Airport. 
However, new route activity will continue at a slower pace than was seen 
immediately following Southwest Airlines’ entry in 1996. 

 Growing congestion and delays at other airports, particularly Logan, will not be a 
significant factor in the growth of traffic at T.F. Green Airport.19  

 An average annual growth rate in passenger traffic of 2.9 percent was assumed 
through 2012 and an overall of 3.1 percent average growth rate through 2020. 

 No legal or administrative measures can be applied to shift passengers and flights 
among the three primary airports in the region (Logan, Manchester and T.F. Green 
Airport). 

 T.F. Green Airport’s air fares will rise. While the LCC at T.F. Green Airport are 
already highly efficient and charge very low fares, they will need to pass on to their 
customers any increases in fuel prices.  Similarly, their relatively young labor force 
has growing salary expectations that will need to be reflected in their fare structure. 

 Some airlines and types of aircraft cannot operate long-haul domestic flights from the 
current runway at T.F. Green Airport20 because of its relatively short length.  Some 
airlines might use the existing 7,166-foot runway for such flights, but would incur 
payload penalties to do so, thus reducing their profits. 

 
A.  Unmet Demand for New Service 
 
New air services, particularly by LCCs, can increase traffic at T.F. Green Airport, both 
by redistributing traffic among the region’s airports, and by fostering altogether new 
traffic.  The 1996 inauguration of service by low cost carrier Southwest Airlines caused 
several years of rapid growth.  The current forecasts now assume lower growth rates 
commensurate with a mature market.  For the analysis, several routes were identified as 
representative of the types of demand T.F. Green Airport would be able to meet now and 
possible routes for the future considering existing facility constraints.  Table Figure 640-
03(14) outlines the new air service assumptions used to develop the forecast. 

                                                 
19  Although the forecast assumes that congestion and delays at Logan will not be a significant factor in the 
growth of traffic at T.F. Green, the reduction of demand and congestion at Logan would be a benefit of the 
T.F. Green Proposed Airport Improvement Program. 
20 At least without some level of operating restrictions during high temperature periods. 
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Table 640-03(14)   Unmet Demand: Possible New Destinations with Existing Airfield 
Facilities  
 

Destination Rationale 
Pittsburgh Possible new destination by Southwest. 
Raleigh-
Durham 

Discontinued service by American Eagle suggests that route has 
long-term prospects. 

West Palm 
Beach 

Conspicuous gap in the Florida market. 

Houston Would restore service that previously operated in 2000. 
   Source: InterVISTAS Consulting, Inc., 2004. 

 
B.  Passenger Forecasts (No Action) 
 
The 2004 EIS Forecast assumes that air passenger traffic matures, that is, that the initial high 
rate of growth in air passengers slows after new carriers become established.  From 1995 to 
2000, passenger activity levels expanded by 20.1 percent annually, reflecting the immediate 
consequences of Southwest Airlines’ entry in 1996.  Through 2020, the 2004 EIS Forecast 
passenger activity levels were expected to grow at 3.1 percent annually, while the 2009 EIS 
Forecast passenger activity levels were expected to grow at 1.2 percent annually and the 2011 
FEIS Forecast passenger activity levels are expected to decline through 2015 then gain 
roughly 2 percent annually through 2020.  Table 640-03(15) summarizes the EIS Forecasts of 
passenger traffic prepared in 2009 and 2011. 
 
The operations accommodate the growing traffic through changes in the fleet mix and the 
number of flights.  The 2004 EIS Forecast predicted that operations would increase to 
143,096 annual flights by 2015.  The 2009 EIS Forecast reflected the national economic 
conditions and its effect on air travel, therefore the forecast predicted lower total aircraft 
operations in 2015 than T.F. Green recorded in 2004.  The 2009 EIS Forecast predicted that 
aircraft operations would increase again after 2015 at a similar rate as the same time period 
in the 2004 EIS Forecast.  The 2011 FEIS Forecast predicts a similar projection in aircraft 
operations.  General aviation and military aviation have been static at T.F.  
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Table 640-03 (15) Forecast Annual Passengers (No-Action) 

 

 
2009 EIS Forecast 
Passengers 

2011 FEIS Forecast 
Passengers 

Year Total 
Percentage 
Change Total 

Percentage 
Change 

2004 5,509,186 - 5,509,186 - 
2015 5,951,119 8.0% 5,274,876 -4.3% 
2020 6,694,257 12.5% 5,844,797 10.8% 

Note: The 2004 EIS Forecast data remains a valid basis for the determination of Purpose and 
Need because the projects proposed by RIAC at T.F. Green are related to safety and 
efficiency of the airport, and not related to the overall capacity of the airfield to 
accommodate a forecast aviation activity demand level.  Enplaned plus Deplaned. With 
Existing Facilities (Future No-Action). 

 
C. Operations Forecasts (No Action) 
 
The operations forecasts reflect the aircraft traffic growth expected associated with the 
passenger forecasts.  Table 640-03 (16) summarizes the operations forecast for the 2009 
EIS and 2011 FEIS Forecasts.   
 
Table 640-03 (16) Summary of Forecast– Annual Aircraft Operations (No Action) 

 

 
2009 EIS Forecast 
Operations 

2011 FEIS Forecast 
Operations 

Year Total 
Percentage 
Change Total 

Percentage 
Change 

2004 121,428  121,428  
2015 103,245 -15.0%    93,500 -23.0% 
2020 109,913 6.5%   99,330 6.2% 

Notes: The percentage of change in annual operations differs and is lower than the percentage 
of change in annual passengers as identified in Table 640-03(15). The increase can be 
attributed to increasing load factors, and the airlines running more efficiently with a more 
efficient fleet. The 2004 EIS Forecast data remains a valid basis for the determination of 
Purpose and Need because the projects proposed by RIAC at T.F. Green are related to 
safety and efficiency of the airport, and not related to the overall capacity of the airfield to 
accommodate a forecast aviation activity demand level.  Either a landing or a take-off.  
With Existing Facilities (Future No-Action). 

 
Green Airport.  The 2004, 2009 EIS and 2011 FEIS forecasts assume that both sectors 
remain at 2004 levels of activity.  North Central Airport (Smithfield) and Quonset Airport 
are predicted to accommodate Rhode Island’s corporate and general aviation growth.  
Military aviation activity will remain limited and intermittent.  
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1.  Fleet Mix 
 
In the July 2011 FEIS, the same types of aircraft operating in 2004 are forecast to serve 
T.F. Green Airport in the future.  The fleet mix anticipates that single-aisle narrow-body 
aircraft of 120 to 150 seats will operate most flights from T.F. Green Airport.  Narrow-
body aircraft would operate all of the potential future long-haul services.  The forecast 
relies on narrow-body aircraft of gradually increasing size (in terms of seating capacity).  
In 2004, the average seat capacity was 137; which is anticipated to grow to 142 seats by 
2012.  Wide-body aircraft would be deployed on a few high density routes such as to 
Chicago and Atlanta.  The forecasts call for service by 767-300 aircraft, or similar-sized 
replacements such as the 787, on the few high density routes.  The 767-300 remains the 
“design aircraft” with the 2009 EIS Forecast.  None of the fleet mix forecasts include 
large wide-body aircraft such as the 777, 747, 330 or A-380. Some charter flights to the 
Azores have used A-330s; however, the projected frequencies of such operations are 
inconsequential. 

The most recent Official Airline Guide (OAG) data for 2009 was reviewed to determine 
if the scheduled passenger air carrier fleet mix assumptions in the 2004 EIS Forecast 
were still valid.  The 2009 EIS Forecasts and 2011 FEIS Forecasts simply scaled down 
the 2004 forecast, therefore the percentage of aircraft operations performed by each 
aircraft type remains consistent with the 2004 EIS Forecast. 

The OAG data provides the scheduled aircraft type (aircraft type/series; for example, 
Boeing 737-700).  The OAG data was compared to the EIS Forecast years (2012, 2020, 
and 2025), and was consistent with the most prevalent air carrier jets and the EIS 
Forecast of Air Carrier operations.  For example, the B737 Classic Series (-300/400/500; 
out of production) makes up 13.4 percent of the 2009 OAG Air Carrier fleet and 12.6 
percent to 10.8 percent of the 2012 to 2025 EIS Forecast Air Carrier fleet. The B737 Next 
Generation Series (-700/800; in production) makes up 25.3 percent of the 2009 OAG Air 
Carrier fleet and 32.0 percent to 38.1 percent of the 2012 to 2025 EIS Forecast Air 
Carrier fleet. 
 
D.  Cargo Operations 
 
The forecasts assume no significant change to the make-up of air cargo (i.e., the share of 
air freight and air mail) at T.F. Green Airport, but the volumes will increase over time 
(see Table 640-03 (17)).  The integrated cargo operators such as Federal Express and 
United Parcel Service will continue to meet most of Rhode Island’s needs for air cargo.  
They will continue to serve both premium small package and heavy freight, and will 
accommodate growing quantities of air mail. The passenger airlines will continue 
carrying air freight. It is assumed that the USPS will transport mail via integrated cargo 
carriers and not as belly cargo. 
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Table 640-03 (17) Forecasts of Air Cargo 
 

Year 
Freight  
(pounds) 

Mail  
(pounds) 

2004 30,620,798   8,210,165 
2012 36,277,135   9,263,895 
2015 39,381,261   9,586,309 
2020 44,687,922 10,223,048 

Source: July 2011 FEIS Appendix E: Purpose and 
Need And Alternatives  

 
E.  Build Scenario Forecasts 
 
Passenger Forecasts 
 
Table 640-03 (17) summarizes the forecast of passenger traffic for the No-Action and 
Build Scenarios from the FEIS analysis, for Alternative B4.  The Build Scenario FEIS 
Analysis for Alternative B4 uses the revised 2011 FEIS Future No-Action forecast as its 
baseline.  

By 2020, the additional services, incorporated in the Build Scenario, FEIS Analysis 
Alternative B4 would represent up to 13 percent of T.F. Green’s passenger throughput. 
The forecast scheduled non-stop transcontinental flights would account for a portion of 
this passenger traffic. Some of the passengers on these flights already use T.F. Green, and 
would shift from indirect services (e.g., T.F. Green to San Diego via Philadelphia) to the 
non-stop flight. Other passengers would be attracted to T.F. Green from Logan or 
Manchester; they account for the total change in the Airport’s traffic shown above. A 
third component, representing altogether new passengers, and not served out of any 
existing airport, would be encouraged to travel by the additional non-stop services.  
 
Table 640-03 (18)  Summary Enplaned-Deplaned Passenger Forecasts for No- 
  Action and FEIS Analysis Build Scenario Alternative B4 
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Operations Forecast 

The operations forecast reflect the aircraft traffic growth expected from the passenger 
forecast. Growing traffic prompts changes in the fleet mix and the number of flights, the 
operations accommodate the growing traffic. Table 640-03 (18) summarizes the 
commercial operations forecast of the No-Action (2004 and 2009 EIS Forecasts, where 
appropriate) and Build Scenario (Level 6). 

The Build Scenarios FEIS Analysis, Alternative B4 assumes that frequencies for the new 
long-haul services will be limited by the market. Los Angeles, San Francisco, and San 
Diego were forecast to receive a maximum of two non-stop flights daily when the runway 
extension would be operational. Seattle, San Jose, London and the Caribbean charter non-
stop flight were forecast to operate on a daily frequency when the runway extension 
would be operational. 

The No-Action Scenario relies on narrowbody aircraft, of gradually increasing size. In 
2004, the average seat capacity was 137; this will grow to 143 seats by 2019.  Widebody 
aircraft, particularly the 767-300 or its later counterparts, would operate some high 
density domestic routes. The future aircraft fleet mix will be similar to the existing fleet 
mix. The No-Action Scenario does not anticipate service by aircraft such as the A-380, 
747, or 777. 

The Build Scenarios FEIS Analysis, Alternative B4 relies entirely on narrowbody aircraft 
of 120-190 seats. The proposed London route would be operated by a 737-900 extended 
range aircraft or a later equivalent. Caribbean charter flights would use aircraft similar to 
the 757-200, although widebody equipment such as the 747 or 777 might see intermittent 
use at T.F. Green. The forecast assumes that all transcontinental flights would be 
operated by single-aisle A-319, A-320, and 737 aircraft. 

Table 640-03 (19)  Operations Forecast for No-Action and Build Scenario FEIS 
Analysis (Alternative B4) 
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03-03 Conclusion 
 
In 2004, the baseline analysis year for the EIS, T.F. Green Airport served 5,509,186 
million air passengers, including 5,463,610 domestic scheduled passengers on eight 
major national airlines and two commuter airlines.  In addition, charter and international 
airlines served 13,871 domestic charter passengers, international scheduled passengers, 
and Caribbean or Azores charter passengers.  A total of 121,428 annual operations21 were 
flown in 2004, consisting of 53,764 air carrier operations, 30,957 air taxi operations, 
31,055 general aviation, and 301 military operations.  In 2008, the Airport served over 
4.7 million passengers with over 250 daily aircraft operations.  The airlines’ response to 
the decreased passenger demand during the 2008-2009 recession has been to reduce the 
amount of flights (operations).  The decrease in operational and passenger demand is 
consistent with the short-term national trend due to the economic recession. 
 
Low cost carriers (LCC) have had an influential role on the passenger demand at T.F. Green 
Airport and the region.  Southwest Airlines’ inauguration of low cost carrier services to T.F 
Green Airport in 1996 caused a dramatic and sustained growth of traffic.  This resulted both 
from the capture of passengers that had previously used Logan, and through generation of 
altogether new traffic, the so-called “Southwest effect”.  However, the recent increase in 
LCC presence at Logan and increases in competition among legacy carriers has caused 
further shifts in traffic at T.F. Green Airport.  Currently, Logan is providing more LCC 
services than T.F. Green Airport and is successful in attracting passengers that formerly 
chose T.F. Green Airport.  There is evidence of leakage from the T.F. Green catchment area 
to use non-stop West Coast airline service from Logan. 
 
The aviation industry is rapidly changing, with legacy carriers merging or restructuring, air 
carriers moving into new airports and offering new services, and future growth in air travel 
demand dependent on national and global economic conditions.  The airline industry is and will 
remain volatile and unpredictable.  Airports must respond quickly and effectively to changes 
in the airline industry.  As noted in the NERASP, “it is important that airport facilities 
maintain the ability to accommodate and quickly adjust to increases in demand in order to 
support cycles of economic expansion.  This requires leading rather than reacting to 
passenger requirements.  Investing for demand that is supported by an airport’s 
catchment area characteristics is different from “build it and they will come” 
development.”22 
 
The forecast assumes that the future level of traffic at the Boston-Manchester-Providence 
region airports is determined by economic growth, population, incomes, and airline 
industry economics.  The distribution of air traffic among the three airports, T.F. Green 
Airport, Manchester, and Logan, will depend on the availability of air service and relative 
air fares.  The forecast originally developed for the EIS in 2004 was based on realistic 
assumptions and methodologies at the time.  Since the 2004 EIS Forecasts were 
originally developed, a national and global economic recession has occurred that has 

                                                 
21  An aircraft operation is a landing, take-off or touch-and-go procedure on a runway.  
22  The New England Regional Airport System Plan, New England Airport Coalition, 2006, Page 19. 
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affected overall aviation demand.  Nationwide, air passenger demand has decreased.  
FAA predicts that growth in aviation demand will start again, when national and global 
economic conditions improve.23  However, FAA notes in its 2009 national forecast that 
“while demand for air transportation has proven to be resilient over time in the face of 
numerous challenges, there is a greater degree of uncertainty around the FAA’s current 
forecast of aviation demand than in the past.”24  This uncertainty is due to the fact that the 
current recession has been the result of numerous factors, and “the extent and magnitude 
of these effects and their linkages to air transportation demand are not completely evident 
yet.”25  
 
The FAA’s updated national forecasts vary well over 30 percent in 2020 compared to the 
2004 EIS No-Action forecast.  However, this variation does not invalidate the use of the 
2004 EIS Forecast in the EIS Purpose and Need because the projects proposed by RIAC 
at T.F. Green are related to safety of the airport and to meet the flexibility and current and 
anticipated demand for non-stop long-haul service to the greatest extent that is prudent 
and feasible and provide flexibility for the airlines.  As a result of the comparison with 
FAA’s most recent TAF, an updated forecast was developed to promote a forecast range 
based on lower levels of aircraft operational and to determine the environmental 
consequences of FEIS Alternatives Analysis.  The 2011 FEIS Forecast for Build Scenario 
FEIS Analysis reflects the nationwide downturn in aviation activity. 
 
Regardless of the recent downturn in aviation activity, aircraft operations and passenger 
demand will start to increase as the global and national economy improves.  The forecasts 
detailed in this section reflect a long term growth in aviation activity through the EIS 
planning period.  

                                                 
23  FAA Aerospace Forecast: Fiscal Years 2009-2025, U.S. Department of Transportation, Federal 
Aviation Administration, Aviation Policy and Plans. 
24  Ibid, page 50. 
25  Ibid. 
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640.04  Airport and System Performance  
 
04-01  Airport and System Performance Measures 
 
In conducting airport system planning it is important to have an understanding of the 
current “condition” of the system to establish the base measure against which to assess 
future performance.  This measuring process requires (a) defining the functional roles of 
each airport and (b) establishing a system of measures by which to quantify performance.  
 
On one hand the assessment process will utilize reasonably well defined aviation 
parameters, but it must also be understood that quantifying or measuring the individual 
results can be somewhat subjective.  In summary, the assessment provides a general 
understanding of the airport and system performance. 
 
Each of the six airports in Rhode Island’s system has a functional role but they also 
service various types and levels of demand.  As a result, though similar in some regards 
they can also service their roles differently.  As an example; while T.F. Green is the 
State’s only primary commercial service airport, with a focus on scheduled airline 
service, it also plays a role in meeting general aviation needs.  Conversely, while 
Westerly and Block Island are considered to be primarily GA airports, they also have 
limited commercial service. 
 
04-01-01  Functional Roles  
 
A number of factors were used to determine the current contribution of each airport to 
Rhode Island’s air transportation and economic needs.  First, the airports were 
categorized according to their functional roles.  Then, the planning factors established at 
the beginning of this planning process were translated into system performance measures 
against which the performance of each airport and the performance of the overall system 
were evaluated.  Chapter 640.02, Inventory and Roles, identified and discussed factors 
that determined each airport’s current role and contribution to the system.  The following 
is a brief description of airport roles. 
 
Primary Commercial Air Service (P) airports, such as T.F. Green, are developed to 
accommodate scheduled commercial airline service.  Primary Commercial Service 
airports have greater than 10,000 passenger enplanements as recorded by the U.S. 
Department of Transportation (US/DOT).  These airports also receive FAA AIP 
entitlement funds that are based on the enplaned passenger count.  They are also capable 
of supporting cargo, charter and general aviation activities.  In terms of GA activity the 
emphasis is on corporate aircraft operations because they can accommodate the larger 
GA aircraft.   
 
Commercial Service (CM) airports, such as Westerly and Block Island accommodate 
scheduled service but usually with smaller aircraft types.  The recorded passenger 
enplanements are greater than 2500 but less than 10,000.  The FAA AIP funding is also 
different than primary commercial air service airports.  Commercial service airports 
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typically serve general aviation needs as well.  In a given year Westerly and/or Block 
Island may have enplaned passenger counts to elevate them to primary airport status. 
 
General Aviation (GA) airports, such as, North Central, Quonset, and Newport, support 
a variety of general aviation activities, such as business/corporate and, flight training and 
provide support to aviation activities.  They also provide aircraft owners covered (hangar) 
and uncovered (apron parking) storage.  General aviation airports include smaller 
facilities that service single and small twin engine aircraft, such as Newport and larger 
ones, such as Quonset with a runway that could service large turbine and jet aircraft.  
These airports also support some special operational activities such as emergency 
evacuation service, passenger service to more remote or isolated locations, and military 
operations. 
 
Reliever (R) airports include those airports that are designated to attract general aviation 
flight activity away from the congested, primary commercial service airports (T.F. 
Green).  They are typically located in close proximity to a primary commercial service 
airport and should provide the same precision approaches and support systems that are 
found at the larger airport.  Reliever airports receive a higher priority for FAA funding.  
North Central and Quonset have been classified as Reliever Airports by FAA.  System 
Performance Measures 
 
04-01-02  System Performance Measures 
 
The current functional roles were used to determine how well the airport system is 
currently performing.  The evaluation of the airport system was accomplished using a 
performance-based approach. 
 
The planning factors, identified in Chapter 640.01, Introduction and Background define 
the framework for the performance based analysis that is utilized to identify the adequacy 
of the airport system.  A series of benchmarks under each planning factor was evaluated 
or graded based on the role of the airport.  The planning factor and corresponding 
performance measure category are shown below in Table 640-04(1). 
 
Table 640-04(1) Planning Factors and Performance Measures 
 
No. Planning Factor Performance Measure 
1. Support the economy and be financially self-sufficient. Economic Incentives 
2. Have sufficient capacity to meet both current and projected 

demand. 
Airport Capacity 

3. Be readily accessible from the air. Air Accessibility 
4. Be readily accessible from the ground. Ground Accessibility 
5. Compatible with their surrounding environs. Compatibility Planning 
6. Comply with federal, state and local environmental 

requirements. 
Environmental 
Compliance 

7. Be safe and efficient and meet applicable FAA design 
standards. 

Design Standard 
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The benchmarks that were identified encompass a variety of quantifiable factors that 
could be applied to the characteristics of the individual system performance measure.  For 
example, in analyzing Air Accessibility a benchmark was established to measure the 
“Percentage of Airports with a Precision Approach”.  This is just one of several 
quantifiable measures by which the airport system can be evaluated for “Air 
Accessibility”.  When incorporated with similar benchmarks, an overall view of the 
airport system performance can be established.  It is also important to note that some 
benchmarks are action-oriented, while others are more informational in nature.  From the 
analysis completed in this chapter, the ability of all public airports in the system to meet 
each of the study benchmarks was determined. 
 
04-01-03  System Performance 
 
The benchmarks set forth below in Table 640-04(2) were developed to assess system 
performance.  In assessing current system performance it was important to consider how 
each of the airports in the system contributes individually to the airport system as a whole 
in order to determine how improvements or enhancements would achieve better 
performance for the system.  Areas in need of improvements are identified in this chapter.   
Future system performance objectives were established to serve as the foundation for 
final recommendations or needs.  Not every identified need translates directly to a 
recommendation. For example, Newport does not meet its Primary Runway Length 
objective however there is no recommendation for a runway extension because the 
Master Planning process concluded that an extension is not currently justified. 
 
It is important to recognize that the T.F. Green Master Plan and Environmental Impact 
Statement process are in progress concurrently with this assessment.  As noted in Chapter 
640.01, an airport master plan is more tactical and detailed than a system plan, which is, 
by definition, more strategic and generalized in nature.  This ASP update has had the 
benefit of detailed information available in the FEIS for T.F. Green.  Several source 
documents have been used in this analysis.  For more detailed information, please refer to 
the T.F. Green July 2011 FEIS and RIAC's General Aviation System Plan dated 
December 2004. 
 
Table 640-04(2) Benchmarks and Criteria 
 

BENCHMARK CRITERIA 

Economic Ability to support Rhode Island’s economy and 
airport financial self-sufficiency. 

Revenues Exceed Operating 
Expenses (excl. Admin) 

Does the airport produce enough operating 
revenue to cover operating and maintenance costs?

Revenues Exceed Operating 
Expenses (incl. Admin) 

Does the airport produce enough operating 
revenues to cover operating and maintenance 
costs, including administrative costs? 

Capable of Supporting Business 
Jets 

Does the airport have the ability to support 
business aircraft by providing corporate aircraft 
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ground services and amenities? 

FBO 
Does the airport provide either an enhanced or 
basic FBO service depending on the type of 
airport? 

Fuel Does the airport provide Jet-A and/or 100LL fuel 
depending on the type of airport? 

Food Service/Restaurant 
Does the airport provide some type of food service 
ranging from vending machines to a restaurant 
depending on the type of airport? 

Capacity Ability to provide airside and landside facilities to 
meet existing and future needs 

Runway System Capacity 

Does the airport have operations at or below 60% 
to 80% of its calculated Annual Service Volume 
which is the estimated number of annual takeoffs 
and landings an airport can process when there is 
always an aircraft ready to land or depart? 

Covered Aircraft Storage 

Does the airport have covered aircraft storage 
broadly categorized as either T-hangars or 
conventional hangars, to accommodate the 
demand from both based and transient aircraft? 

Auto Parking 

Does the airport have adequate auto parking as 
determined by evaluating the number of based 
aircraft, employees, visitors, and other airport 
businesses such as rental cars?  

Aircraft Parking 

Does the airport have adequate aircraft parking 
areas for loading and unloading passengers, short-
term parking by aircraft utilizing the airport’s 
facilities, and for visiting transient aircraft?   

Terminal/Administration 
Building 

Does the airport have adequate 
terminal/administration building facilities for 
serving peak hour operations/passengers and 
providing amenities?  

Air Accessibility Ability of Rhode Island’s airport to be accessible 
from the air. 

Precision Approach 

Do commercial and reliever airports have a 
precision approach system that allows aircraft to 
locate an airport and land on a specific runway 
during periods of reduced visibility and/or 
inclement weather?  

Non-precision Approach 

Do all airports have non-precision approach 
systems which provide horizontal guidance with 
relation to a specific runway, but not vertical 
guidance or glide slope information?  This applies 
to all airports. 
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On-site Weather Reporting 
Capabilities 

Does the airport have weather reporting equipment 
that compliments the airport’s precision or non-
precision approach capabilities and promotes an 
increased margin of safety during periods of 
inclement or changing weather? 

Primary Runway Length 
Does the airport have a runway length adequate to 
service the current and/or projected design 
aircraft? 

Ground Accessibility Ability of Rhode Island’s airport to be accessible 
from the ground. 

Access Road Functionally 
Classified 

Is the primary access road to the airport 
functionally classified and therefore eligible for 
federal funding? 

Scheduled Transit Service 

Do primary commercial service airports have 
regularly scheduled transit service?   Commercial 
service airports should have some level of transit 
(e.g. Westerly Airport lies within RIPTA’s flex 
service zone.)   

On-site ground transportation 
Does the airport provide access to rental or 
courtesy cars?  Access to off-site services is not 
considered. 

 

Compatibility Ability to operate compatibly with surrounding 
community. 

Noise Contour 

Does the medium hub primary commercial service 
airport have an FAA-approved Noise Exposure 
Map/and is RIAC in compliance with RIGL 1-5, 
Permanent Noise Monitoring Act? 

Local Comprehensive Plan 
Is the local comprehensive plan currently state 
approved, consistent with the State Guide Plan, 
and does it address pertinent airport issues?  

Height Zoning  (FAR Part 77 
Surfaces) 

Has the airport identified their specific Part 77 
Surfaces and does the community have zoning in 
place to limit the height of objects within the Part 
77 surfaces? 

Airport Hazard Zoning 
Has RIAC defined Airport Hazard Areas, and has 
the community adopted Airport Hazard Zoning 
consistent with RIGL 1-3, Airport Zoning? 

Compatibility Planning and 
Zoning 

Has RIAC and local governments coordinated to 
define Airport Influence Areas and adopt 
compatible aeronautical and community related 
land uses, and other such controls that limit 
incompatible land uses; and protect the 
opportunity for future enhancements of the airport 
system? 
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Current Master Plan or ALP 

Does the airport have a current master plan 
(prepared within the last 5 years) and airport 
layout plan that is representative of all recent 
changing demands, conditions, or standards?   

Environmental Compliance Ability to meet regulatory requirements. 

Spill Prevention Control 
Countermeasures (SPCC) Plan 

Does the airport have a SPCC plan established 
which documents how airport operations conform 
to prevention guidelines under the oil pollution 
prevention regulation? 

Underground Storage 
Tank(UST) Requirements 

Does the airport comply with UST requirements 
which are defined by USEPA and RIDEM as any 
underground piping connected to a tank that has at 
least 10 percent of its combined volume 
underground? 

Wildlife Management Plan 

Does the airport have a WMP which complies 
with applicable guidelines prepared by the US Fish 
and Wildlife Service including, but not limited to, 
controlling access by wildlife to aircraft movement 
areas and operations areas? 

Storm Water Pollution 
Prevention Plan (SWPPP) 

Does the airport have a SWPPP that works to 
improve water quality by eliminating the threat of 
potential contaminates from coming in contact 
with storm water? 

Underground Injection Control 
(UIC) Requirements 

Does the airport use Class Five Underground 
Injection Control wells to discharge industrial 
wastewater that meets State requirements during 
installation and operation and prevents the ground 
and water from being contaminated? 

Hazardous Materials 
Requirements 

Does the airport identify and manage hazardous 
wastes properly to protect airport employees and 
host communities as well as the environment? 

Air Quality: On Airport 
Does air quality monitoring at T.F. Green comply 
with RIGL 1-7, Permanent Air Quality Monitoring 
Act? 

Air Quality: Off Airport 

Is vehicular traffic to and from the airport included 
in conformity for surface transportation plans?  
Conformity is determined by statewide travel 
demand modeling and not by air quality testing at 
the individual airports. 

Vegetation Management Plan 
(VMP) 

Does the airport have a VMP which identifies the 
foliage surrounding a facility and establishes a 
goal to create a mix of vegetation that will 
naturally comply with airspace restrictions which 
will decrease the need for human intervention for 
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maintenance? 
Standards Ability to meet applicable design standards. 

Airport Reference Code (ARC) 
Are the airport’s facilities designed to meet the 
airport’s FAA standards in accordance with the 
current Master Plan or ALP?   

Runway / Taxiway Separation Do the airport’s runway/taxiway separations meet 
FAA design standards? 

"Good" Pavement Condition Is the airport’s pavement in “good” condition?  

Runway Safety Area (RSA) Do the airport’s runway safety areas meet FAA 
design standards?  

Primary Surfaces Do the airport’s primary surfaces meet FAA 
design standards?  

Runway Protection Zone 
(undeveloped or airport land) 

Do the airport’s runway protection zones meet 
FAA design standards?   

Runway Object Free Area 
(ROFA) 

Do the airport’s runway object free areas meet 
FAA design standards?  

Unobstructed Approaches Do the airport’s unobstructed approaches meet the 
airport FAA design standards? 

Security Does the airport meet all security requirements? 
 
Table 640-04(03) provides an overview of the existing and future performance of each 
airport and the system overall.  It provides a basic “meets objective” or “doesn’t meet 
objective” assessment.  For a comprehensive overview of the assessments see RI/ASP 
dated December 2004, Section 640.07, (page 07-1 to 07-78), Section 640.08 (page 08-1 
to 08-36) and Section 640.09, (page 09 to 0-26).  
 
Chapter 640-05 includes a table for each of the six airports highlighting the future 
improvements that should be addressed by each airport in order to function as an 
effective state airport system. 
 



STATE GUIDE PLAN ELEMENT 640  RHODE ISLAND STATE AIRPORT SYSTEM PLAN 
 
 

PAGE  04.8  SEPTEMBER 15, 2011 

 

 



STATE GUIDE PLAN ELEMENT 640 RHODE ISLAND STATE AIRPORT SYSTEM PLAN 
 

SEPTEMBER 15, 2011 PAGE 05.1 

640.05 Needs Assessment 
 
This chapter outlines the future needs of RI’s airport system as perceived at this point in 
time based on the anticipated future demands presented in Chapter 3 and the performance 
assessment presented in Chapter 4.  The needs are based on the airport’s role within the 
system and region, and the design aircraft for the airport.  The needs have been tempered 
somewhat by feasibility, fiscal realities, and the desire to minimize impacts to the 
environment and host communities.  The tables set forth why certain needs will not be 
implemented during the planning period.  The next chapter, “Goals, Policies, Objectives, 
and Strategies” will further advance the Needs Assessment according to the desire of the 
State to implement projects and invest public funds, while balancing aviation needs with 
other State Guide Plan elements.  The discussion is once again ordered around the seven 
planning factors used throughout this Plan. 
 
05-01  Economic: Ability to Support Rhode Island’s Economy and 

 Airport Financial Self-Sufficiency 
 
Convenient and robust transportation networks are necessary to remain competitive and 
connected.  In an increasingly global economy, business networks wrap around the 
planet.  While it is true that telecommunications are highly evolved, there is always a 
need for face-to-face communication and site visits that keep the business networks in 
place.  Rhode Island is home to two Fortune 500 companies and other multi-national 
corporations.  Innumerable small businesses in Rhode Island have suppliers and 
customers located throughout the world.    
 
Higher education and health services are also economic sectors that are critical to the 
future of the state.  In addition, tourism ranks second as the greatest job generator in 
Rhode Island.  People come from around the country to visit the great cities of 
Providence and Newport, as well as Narragansett Bay and the South Coast beaches.  
Closely related to tourism is the convention business.  Aviation services need to keep 
pace with these important economic activities. 
 
The overall economic impact of Rhode Island’s airport system itself was studied by 
RIAC in 200635.  Through this effort RIAC found that there are three basic economic 
impacts created by the airports.  These include: 

 $190 million in direct economic benefits (those associated with on-airport 
employment, business and tenants resulting from providing aviation services); 

 $791.5 million in indirect economic benefits (those arising from the spending by 
visitors who arrive at the airports); and 

 more than $2 billion in annual multiplier benefits that are generated as the direct 
and indirect impacts circulate through the local, state and regional economies. 

 

                                                           
35 Figures obtained from “Rhode Island Airport Economic Impact Study, Update 2006, Rhode Island 
Airport Corporation. 
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The vast majority of this economic impact is associated with activity from T.F. Green. 
There are more than 2,700 jobs directly associated with employment at the six airports 
and more than 23,000 jobs related to the airport system when indirect and multiplier 
impacts are included.  Again the primary impacts related to jobs are associated with the 
performance of T.F. Green and employment generated by the seven passenger and two 
cargo airlines.  
 
Additionally, the July 2011 FEIS, found that there would be significant economic 
benefits derived from on-Airport business activities, increased visitor spending, and 
development of spin-off Airport related businesses as a result of the T. F Green Airport 
Improvement Program.  For example, potential economic gains for the Preferred 
Alternative (B4) between 2015 and the end of 2020 would total $385 million in business 
revenues in the City of Warwick and $816 million for the State of Rhode Island, and $13 
million in state tax revenue (sales and income taxes).  
 
GA is an important part of both the aviation industry and our economy as well.  It 
provides on-the-spot efficient and direct aviation services to many medium and small 
communities that commercial aviation cannot or will not provide.  RIAC’s 2006 study 
states that $140 million in economic activity was generated in 2005 by just the five GA 
airports alone.  With some strategic improvements, especially at the smaller airports, 
general aviation will become a more powerful economic engine.  As indicated by the 
performance evaluation, FBO services, along with food services and fuel where 
appropriate, are needed to enhance the airport’s marketability to visiting and based 
aircraft.   
 
When demand for RI’s airports grows, so will the economic and other benefits 
attributable to the airport system.   
 
05-02  Capacity: Ability To Provide Airside and Landside Facilities To  

 Meet Existing and Future Needs 
 
The term “capacity” is used to refer to a variety of things and it is closely related to air 
and ground accessibility.  One element of capacity is the airfield itself, the number and 
configuration of runways and taxiways and the ability of air traffic control to manage 
aircraft operations without delays.  Rhode Island’s airports currently operate within their 
airfield capacity, when referring to the number of operations, and are expected to remain 
as such.    
 
One area where capacity is not sufficient is covered hangar space and open apron 
parking.  These capacity constraints may force aircraft owners to base their aircraft at 
other airports in neighboring states, not allowing RI airports to capture that revenue 
stream.  Although these facilities can be expanded and improved, fully meeting the 
identified needs is not considered feasible at some of the airports. 
 
Apron improvements are needed at Newport, North Central and T.F. Green.  RIAC has 
just completed construction of new terminals for Block Island and Quonset but terminal 
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and administration building capacity (the ability to accommodate passengers, users, 
operations, and provide a sufficient number of aircraft gates) is still an issue at Newport. 
The growth of T.F. Green since the new terminal was constructed combined with the new 
security procedures has created certain inefficiencies which are identified in the FEIS.  It 
is desirable and feasible for all airports to have sufficient terminal capacity.   
 
05-03  Air Accessibility: Ability Of Airports To Be Accessible From  

The Air 
 
Each airport has a designated role in the system.  Airfield and airside facilities (runways, 
taxiways, hangars, etc.) should be designed to safely accommodate the design aircraft.  A 
crosswind runway, particularly in New England, is desirable to allow operations in 
varying wind conditions.  Only Block Island is served by a single runway.  Navigational 
and visual aids (lighting, instrument approaches, etc.) should be available to improve 
safety and permit operations in adverse weather conditions.  These types of facilities 
increase the utility and effectiveness of the airport to business and corporate activity.  The 
topic of air accessibility overlaps with Capacity as well as with Standards, both of which 
are discussed later in this chapter.  
 
05-03-01  Precision Approach 
 
T.F. Green, as the Primary Commercial Service Airport, is served by the largest aircraft 
in RI’s airport system and a control tower staffed 18 hours per day, 7 days per week by 
FAA.  It has precision approaches and approach lighting (ILS/MALSR) on both runways.  
Quonset, one of the state’s two reliever airports, is the only other state airport with a 
staffed control tower, which is in operation from 8-15 hours per day, 6 days per week36 
and has an instrument approach on one runway.  North Central, as the other reliever in 
the system, should be considered for precision approaches, especially to serve more 
business and corporate aviation.  The current lack of a precision approach has been 
identified as an operational need.  Block Island and Westerly have commercial service 
and precision approaches are very desirable, but may not be feasible.   
 
05-03-02  Non-precision Approach 
 
Block Island, Westerly, and Newport have various navigational/visual aids that provide 
non-precision instrument and/or visual approaches and visibility minimums. Needs have 
been previously noted. 
 
05-03-03  On-site Weather Reporting Capabilities 
 
No deficiencies have been noted in the system, and this activity should continue. 

                                                           
36 Tower operates Tuesday-Friday 0800-2300, Saturday 0900-1700, Sunday 1000-1800, and is closed Monday. 
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05-03-04  Primary Runway Length 
 
A significant accessibility-related issue for the state’s primary air carrier airport is the 
fact that T.F. Green’s main runway is only 7,166’ long.  This is less than the optimal 
runway length required for the airport’s current and projected “design aircraft” to operate 
at full capacity in certain weather conditions, as well as, on certain long distance, non 
stop flights.  As a result, the current runway length has essentially limited the destinations 
that can be served nonstop to Florida and the middle part of the country (see Figure 640-
05(1)) even though service to Phoenix and Las Vegas has been initiated in recent years.   
 
Figure 640-05(1) Existing Non-Stop Destinations 
 

 
 
This is a constraint seen as adversely impacting the airport’s and state’s economic growth 
potential.  As noted in the July 2011 FEIS, T.F. Green Airport is vital to the state’s 
economy and the New England regional airport system and runway extension is critical 
to ensuring a balanced regional system.  Furthermore, the operations forecast in the 
Purpose and Need statement of the T.F. Green DEIS indicate opportunities for potential 
market expansion and demand for nonstop long-haul service (See Figure 640-05(2).  This 
corresponds to the national trend away from hub and spoke networks in favor of more 
direct flights.  
 
Surveys conducted by the Greater Providence Chamber of Commerce37 showed strong 
support for T.F. Green expansion.  For example a public opinion survey (536 responses 
statewide with 95% confidence level) conducted in 2002 regarding a proposed runway 
                                                           
37 Greater Providence Chamber of Commerce: Quantitative Research Study, T.F. Green Airport, 2002 and 
Qualitative Research from Rhode Island Business Leaders, 2003; Acadia Consulting Group. 

Approximate 1500 mile 
service range 
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extension to 7500’.  Although that length is less than what is currently recommended in 
the July 2010 FEIS: 74% favored lengthening both runways; 71% favored nonstop 
service to the West Coast; 61% favored additional destinations (international, West 
Coast, and Florida); and 50% favored increased frequency of flights.  Twenty one percent 
of the respondents opposed runway extension.  Two thirds of those opposed cited 
wetlands as the reason; one third cited “other”.  Eighty four percent of the respondents 
had used the airport one or more times in the last year and Ninety seven percent of 
respondents felt that the airport was important to the State’s economy. 
 
Figure 640-05(2) Existing and Possible New Non-Stop Destinations 
 

 
 
This Plan recognizes that a longer runway at T.F. Green will increase the efficiency of 
existing aircraft and routes in certain weather conditions and acknowledges that the 
changing market, changing airline industry, and evolving economy of the state warrant 
runway extension.  It defers however to the ongoing NEPA/EIS process as the proper 
means for determining the preferred extension alternative.  The EIS process is anticipated 
to be completed with the issuance of a Record of Decision in 2011. Until such time, local 
planning and zoning for some of the potentially affected areas may not be finalized. As 
such, issues such as neighborhood integrity and future land use will continue to be 
paramount concerns to the host community, its residents and RIAC.  
 
Newport’s main runway length is also not desirable even though it can still safely and 
efficiently serve 95% of the aircraft that currently and are anticipated to use the airport.  
The 2008 Master Planning process found however that the projected demand does not 
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warrant a runway extension at this time.  The proximity of Quonset, with its 7500’ 
runway is sufficient for corporate jets for the foreseeable future. 
 
05-03-05 Crosswind Runway Length 
 
The planning guidance in the FAA Advisory Circular recommends that the crosswind 
runway length should generally be 80% of the main runway length.  Currently North 
Central and Quonset do not meet this guideline.  Given site constraints and demand at 
Quonset, a runway extension is not feasible at this time.  The recent North Central Master 
Plan Update also considered the additional 790’ that would be needed for its secondary 
runway to meet FAA guidance.  The Master Plan determined, given the existing terrain 
constraints and the fact the combined runway coverage was at 95%, that an extension was 
not warranted.  Should the main runway at T.F. Green be extended, the crosswind runway 
(16-34) would no longer be 80% of that length,  Due to site constraints particularly 
roadways, wetlands and streams, lengthening this runway is not considered to be feasible 
at this time.  
 
05-04  Ground Accessibility: Ability Of Airports To Be Accessible From  

  The Ground 
 
Accessibility from the ground refers to many factors including mode of surface 
transportation used to arrive at or depart from the airport, the vehicular circulation in the 
terminal area, vehicle parking, and the terminal facilities themselves.  Each airport differs 
in its ground accessibility requirements based on its role.     
 
05-04-01  Access Road 
 
The access roads to all six airports are included in the Highway Functional Classification.  
They are sufficient to meet vehicular traffic demands, and they are eligible for federal 
funds, should improvements be necessary. 
 
05-04-02  Parking 
 
Parking is sufficient at Newport, Block Island, Quonset and Westerly, but is lacking at 
North Central airport.  T.F. Green, as the system’s Primary Commercial Service Airport 
requires parking for thousands of airport employees and passengers, efficient pick-up and 
drop-off areas, and efficient on-site circulation.  Future parking expansion is warranted, 
although alternative modes are encouraged to reduce parking demand.  These issues are 
currently being examined in the EIS process and the Master Plan Update. 
 
05-04-03  Scheduled Transit Service 
 
Scheduled transit service is highly desirable at airports where airline passengers are 
arriving and departing.  RIPTA currently serves T.F. Green with 14 express round trips 
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per weekday plus eight express trips on Saturday to downtown Providence.  RIPTA also 
provides a local route which offers more than 30 weekday and 20 weekend daily trips.   
 
Construction of the InterLink provided commuter rail service to the airport starting in 
December 2010.  The commuter rail (provided by MBTA) provides access to Providence 
and Boston.  Amtrak has no current plans to stop at the InterLink, thus, connections to 
southern Rhode Island and southeastern Connecticut will not be effectively served, at 
least in the short term.  The new rail platform and parking facility includes consolidated 
rental car facilities and a moving walkway connection to the T.F. Green terminal.  This 
facility will benefit airport patrons and the host community through expanded access 
options, lessened roadway congestion, and reduced vehicle emissions.  The InterLink will 
be a focus for stimulating redevelopment of a mixed-use business center that will provide 
new economic opportunities and revenues for Warwick and the state.   
 
Westerly and Block Island, as commercial service airports, could also benefit from transit 
options.  Passengers flying from New Shoreham to Westerly have few ground 
transportation options, although Westerly is served by RIPTA Flex Service.  Year-round 
transit in New Shoreham is not feasible, but seasonal options should be explored.  In 
general, ongoing communication and coordination with transit providers is needed in 
order to achieve optimal service. 
 
05-04-04  Ground Transportation 
 
At T.F. Green, visitors have access to multiple rental car agencies, taxis, and shuttles.  
These transportation options are expected to keep pace with passenger growth.   
 
The obvious need for ground transportation on Block Island is to serve the seasonal 
tourism industry; additionally, and not so obvious, the Town of New Shoreham depends 
year-round on professional services from the mainland (everything from orthodontists to 
therapists to attorneys).  Those people arriving at Block Island Airport need a means to 
get to their island destination.  The passenger need is currently met by taxis, but a 
courtesy car for pilot use is recommended  
 
Arriving business travelers and other visitors at the Smithfield, Quonset, and Newport 
general aviation airports also need a way to reach their destinations from terminal 
buildings.  Where the level of demand may not warrant public transportation service, 
courtesy cars, taxis, and shuttle vans provide access. 
 
05-05  Compatibility: Ability To Operate Compatibly With 

Surrounding Environs 
 
Convenient and safe air travel comes at a cost, a cost that is borne primarily by those who 
live closest to the airports.  Whereas airports and aircraft started out small, both have 
grown over the years, as have the populations living in proximity to the state’s airports.  
As a result, noise, air quality, traffic and land use conflicts have increasing been raised as 
quality of life concerns, especially in the City of Warwick.  Unfortunately in a small state 
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such as Rhode Island, there are no available options for the siting of a new airports and 
therefore RIAC and host communities, particularly the City of Warwick, must work 
together to address these concerns. 
 
Over the last several decades, airport / land use related programs and regulations that 
strive to assist with this challenge have been promulgated at both the national and state 
levels.  Some of the more prominent of these include:  
 

 The Federal Aviation Safety and Noise Abatement Act of 1979; 
 The Federal Aviation Regulation Part 150 Noise Compatibility Program;  
 The Federal Airport and Airway Improvement Act of 1982;  
 The Federal Airport Noise and Capacity Act of 1990; 
 The National Environmental Policy Act (NEPA) of 1969. 
 The Rhode Island Airport Zoning Act (R.I.G.L. 1-3). 
 The Rhode Island Permanent Noise Monitoring Act (R.I.G.L. 1-5); 
 The Rhode Island Permanent Air Quality Monitoring Act (R.I.G.L. 1-7); and the 
 Rhode Island Comprehensive Planning and Land Use Regulation Act. 

 
Since its inception, RIAC has been implementing the above in working to improve the 
compatibility of airport operations with surrounding land uses.  For example, compliance 
with R.I.G.L. 1-5 Permanent Noise Monitoring Act and R.I.G.L. 1-7 Permanent Air 
Quality Monitoring Act are ongoing.   
 
In addition, a home acquisition and residential/school sound insulation program for T.F. 
Green has been underway since 1992 (Program).  The Program has been working to 
reduce the number of residents exposed to incompatible noise levels and will continue 
into the future in accordance with pertinent regulations.  As noted previously, noise 
mapping that indicates areas subjected to noise levels greater than 65DNL has been in 
place for the area surrounding T. F. Green since 1995 and was just updated in 2010.  
Noise contours at small GA airports such as those in the Rhode Island system, even 
though the 65 DNL line falls entirely within airport property are also periodically 
assessed through the master planning process.   
 
The noise contours that, under FAA guidelines, allow for acquisition and sound 
abatement programs seldom align with distinct neighborhood boundaries.  The 
unintended consequence is that some homes may be eligible for acquisition while others 
next door or across the street may not be eligible.  This can result in neighborhood 
fragmentation which is often difficult for homeowners to accept.  A related concern is the 
compatible redevelopment and use of properties acquired by RIAC.  On one hand RIAC 
must first ensure that properties acquired using FAA funding sources are reused in a 
manner that is consistent with airport purposes and pertinent federal regulatory and 
programmatic requirements.  On the other hand, host communities, particularly in T.F. 
Greens case must work to ensure that the future use of properties acquired by RIAC don’t 
conflict with existing abutting uses and fit with their long term land use plans. 
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The process in place that specifies local development and state agency review of 
municipal comprehensive plans provides a mechanism that could be used to gain progress 
in these areas.  State and local coordination throughout the community comprehensive 
planning process could also serve as the basis for ensuring proper local implementation 
of airport height, hazard and influence area zoning requirements.  This, however, should 
also be augmented with the provision of direct technical assistance to the host 
communities in the formulation and drafting of effective land use controls, zoning 
ordinances, and performance standards relative to airport hazards and aviation 
compatibility.   
 
05-06  Compliance: Ability To Meet Environmental Regulatory  

Requirements 
 
05-06-01 ASP Environmental Process 
 
This section addresses factors affecting the ability of the state’s airport system to conform 
to established standards of environmental performance.  Consistent with airport system 
planning guidance, the System Plan’s analysis is general – it is not a comprehensive 
environmental analysis for individual state airports.  Additional environmental 
information is available in completed airport master plans, for Quonset, North Central, 
Westerly, Newport and Block Island airports.  Environmental Assessments and/or 
detailed Environmental Impact Studies will also be conducted if necessary to assess the 
environmental impacts of specific projects. 
 
As an example, an Environmental Assessment (EA) was recently conducted at Newport 
and completed in August 2009.  The EA assessed the impacts from certain airfield 
improvements.  The result of the study was a Finding of No Significant Impact (FONSI), 
and the recommended projects proceeded. 
 
The FEIS for T. F. Green was published in July 2011 and it identifies the environmental 
conditions as they exist at the airport today and the potential future impacts from the 
recommended improvements.  After the ROD is issued the AMP and Airport Layout Plan 
will be finalized. 
 
05-06-02 Federal Environmental Requirements 
 
FAA and airport sponsors must comply with federal requirements.  FAA Order 1050.1, 
“Policies and Procedures for Considering Environmental Impacts” and FAA Order 
5050.4A, “Airport Environmental Handbook” were developed by FAA and are consistent 
with the National Environmental Policy Act (NEPA).  
 
The requirements establish 20 areas of potential environmental impact that must be 
assessed for any airport development requiring a “major federal action”.  A “major 
federal action” may include FAA approval of an Airport Layout Plan, produced from the 
airport master plan process, as is the case at T.F. Green Airport, or it may be a 
prerequisite to FAA issuing a grant for airport development, as was the case at Block 
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Island Airport.  The environmental action could be an EIS or EA or in some instances the 
action may be categorically exempt from environmental action.  The FAA makes the 
specific determination on a case by case basis as determined by the environmental 
consequences.  Specific categories that require assessment of potential impacts are 
identified below.  
 
The 20 Categories of Environmental Consideration are: 
 

1. Noise   
2. Air Quality 
3. DOT 4(f) Resources – Public Lands 
4. Endangered & Threatened Species 
5. Wetlands  
6. Prime and Unique Farmlands 
7. Solid and Hazardous Waste 
8. Surface Transportation 
9. Coastal Zone Management and Coastal Barriers 
10. Historic, Architectural, Archaeological & 

Cultural Resources 
11. Children’s Health and Safety and 

Environmental Justice 

12. Compatible Land Use 
13. Induced Socioeconomic 

Impacts 
14. Water Quality      
15. Biotic Communities  
16. Floodplains 
17. Energy Supply & Natural 

Resources  
18. Construction Impacts 
19. Cumulative Impacts 
20. Light Emissions 

 
When the proposed action requires an EIS, FAA must select the consultant, direct the 
consultant activities and manage the EIS process. The FAA must ensure that it is an 
objective and fair evaluation of reasonable alternatives. In addition to the environmental 
and technical evaluation, the process also includes coordination with the appropriate 
local, state and federal agencies. Special interest groups, representing, local property 
owners, business, airport users and the aviation providers are also given the opportunity 
for significant representation and participation in the public process.  
 
05-06-03 Rhode Island Airport System Plan Environmental Topics 
 
As noted earlier, the RI ASP did not attempt to classify any specific environmental 
impacts as a result of operations or proposed development noted in the plan.  It is 
expected that before any plans are implemented the prescribed projects will be 
environmentally assessed as part of master planning and the appropriate environmental 
studies.  In general, of the 20 environmental impact categories noted above, the most 
prevalent issues typically are Noise, Wetlands, Air Quality and Archaeological and 
Cultural Resources. These are discussed below: 
 
A. Noise 
Noise impacts are measured in accordance with 14 CFR Part 150.  Airport proprietors 
must identify the land uses in the contours with average annual decibel noise levels of 65 
dB or above, and determine whether those land uses are compatible with those noise 
levels.  All land uses are generally considered to be compatible with noise levels that are 
less than the annualized noise contour of 65 dB.  Based on the public comments received 
during the T.F. Green EIS process, noise impacts are a significant concern for Rhode 
Island’s primary air carrier airport.  Reducing noise impacts at large airports like Green is 
a complex issue, involving both improvements over time in aircraft noise performance – 
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which is mandated by federal law, and efforts by the FAA and airport operators to 
remove or soundproof sensitive land uses within impacted areas.  It is also important to 
restrict the introduction or expansion of sensitive land uses (such as residential) within 
the noise impact area.  Such efforts require the coordination and cooperation of airport 
operators, community officials, and private landowners to be effective.  Airports may 
also establish voluntary operational rules or guidelines including takeoff and landing 
procedures to minimize noise exposure.  There are, however, specific procedures that 
must be followed prior to implementing noise regulations, and such efforts are closely 
monitored by FAA to ensure that proposed rules (such as mandatory curfews) do not 
interfere with interstate commerce.   
 
RIAC has conducted noise studies at T.F. Green to recommend and adopt noise 
procedures and policies to improve the noise environment around the airport.  RIAC 
operates a voluntary acquisition program for residences in those areas identified as 
incompatible for residential use under FAA guidelines.  Noise effects for the T.F. Green 
Improvement Program have been addressed as part of the FEIS that was published in July 
2011. 
 
Due to their lower traffic volumes and the smaller aircraft they service, noise is a lesser, 
but not insignificant concern for other airports in the Rhode Island system.  General 
aviation airports with annual activity levels less than 100,000 operations and where the 
dominant activity is by single engine and light twin-engine piston aircraft (<12,500 lbs.) 
are not considered significant by FAA.  Essentially, the 65 DNL noise contour would not 
extend beyond the runway boundaries for such airports.  Nearby residents may still be 
disturbed by a single or multiple aircraft operations activities, runups, reverse thrust, 
sideline, and touch and go operations that routinely traverse over a residential area, 
especially when they occur during very early morning or very late evening hours.  
Residents may also be disturbed by repetitious operations, as typically occurs during 
training activities conducted at GA airports.   
 
B. Water Quality and Wetlands 
Impacts to water quality and wetlands are given considerable attention in airport system 
operations and airport development projects.  Impacts to receiving waters may arise from 
the runoff from the expansive impervious surfaces commonly found at airports, from 
chemicals used in airport operations, or from mishandling or accidental release of 
petroleum products such as aircraft fuels.  The development or expansion of airports may 
create direct physical impacts to wetlands, watercourses and groundwater on or adjoining 
airport properties.   
 
Airports must be carefully managed to comply with federal and state environmental 
regulations because they commonly have on-site fuel supplies and utilize other 
substances which can degrade water quality.  As such all Rhode Island airports 
implement Stormwater Pollution Prevention Plans (SWPP), Spill Prevention Control and 
Countermeasures (SPCC), and meet Underground Injection Control (UIC) and 
Underground Storage Tank (UST) requirements. 
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Wetlands in Rhode Island are regulated by the U.S. Army Corps of Engineers, R.I. 
Department of Environmental Management (alterations of most freshwater wetlands in 
the state), or R.I. Coastal Resources Management Council (saltwater wetlands and certain 
freshwater wetlands in defined jurisdictional areas).   

 
C. Air Quality 
General aviation airports of the type and operational level found in the RI State Airport 
System typically do not create air quality emissions that exceed federal standards.  
Although not documented as exceeding any federal limits, air quality has also been 
identified as an environmental concern at T.F. Green.  Air quality concerns include 
emissions from airport activities (such as fuel storage), as well as emissions from ground 
service vehicles and the vehicles used by airport patrons.  Emissions from both ground 
vehicles and aircraft can contribute pollutants including carbon monoxide, carbon 
dioxide, hydrocarbons, oxides of nitrogen (which is a precursor to ozone formation), and 
particulate matter.  Aircraft engine emissions are regulated in accordance with federal 
standards and have declined as cleaner-operating equipment has entered the fleets 
(although increasing aircraft operations have offset this decline somewhat).    
 
Air quality concerns have been raised by the community in connection with the proposed 
expansion of T.F. Green and this issue continues to be studied as part of the T.F. Green 
EIS.  KM Chng Environmental Inc. conducted a study to analyze particulate matter 
including “soot”, oily films and other ambient air deposits collected at the airport and in 
the surrounding communities and whether aircraft operations contribute to those deposits.  
An enhanced chemical analysis was undertaken to identify the sources of deposited 
material in the community.  The results of the fingerprinting analyses strongly and 
consistently confirm that soot deposition in the communities surrounding T.F. Green is 
more the result of contamination from regional background pollution rather than from 
aircraft fuel or aircraft engine exhaust from the Airport. 
 
In addition, on July 3, 2007 legislation was passed requiring RIAC to develop a long term 
air quality monitoring program with installation of long-term air quality monitors by 
December 30, 2007.  RIAC began monitoring air quality at 4 locations around TF Green 
Airport in April of 2007.  The 2007 airport legislation also required RIAC to provide 
$200,000 to the Rhode Island Department of Health to conduct health studies around TF 
Green.  The Rhode Island Department of Environmental Management, Office of Air 
Resources prepared a report entitled Characterization of Ambient Air Toxics in 
Neighborhoods Abutting T. F. Green Airport and Comparison Sites, dated April 2008.  
The Department of Health studied “whether and to what extent air quality is associated 
with health outcomes for residents of Warwick living near the TF Green airport.”  The 
findings, presented in October of 2009 included the following results: 

• “High Risk Area in Warwick-Areas of high risk for lung cancer were also at high 
risk for other respiratory diseases and heart disease. 

• Risk Factors (Behavioral and Environmental) contribute to health outcomes: High 
risk areas for respiratory and heart disease are also areas with higher rates for risk 
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factors associated with respiratory and heart disease  -- 1) smoking 2) exposure to 
second hand smoke, and 3) diabetes. 

• Kent County overall has higher smoking rates than the state. 

• Differences in the contaminant levels for monitoring stations upwind vs. 
downwind of the airport provide an indication of the impact the airport has on air 
quality.  

• It is unclear how VOCs or carbonyls relate to either airport activities or the health 
of residents in high risk areas.  In contrast, particle counts, which are a measure of 
ultrafine particulate, are clearly associated with airport activities.  Wind direction 
can also influence levels of black carbon and particle bound PAH.   

• This disparity in risk factors is a barrier to studying the impacts of outdoor air 
quality on the health of residents of the high risk area.  An effective campaign to 
reduce this disparity would both improve the health of Warwick residents and 
facilitate the study of air quality impacts on health. 

• Measuring particulate levels is challenging.  Equipment for continuous 
monitoring of ultrafine particulates is difficult to maintain/repair.  Strict 
adherence to procedures for PM2.5 monitoring is essential to obtaining credible 
results.” 

 
Emissions from vehicles traveling to and from the airports on the roadway system are 
captured in surface transportation air quality conformity determinations in which budgets 
have been set by RIDEM and approved by EPA.  The conformity process ensures that 
transportation projects that receive federal funding do not worsen air quality or exceed 
the mobile source emissions budget.  The InterLink, planned to connect T.F. Green’s 
terminal directly with commuter rail service to Providence and Boston, will offer 
potential to reduce air emissions attributable to vehicular traffic from airport patrons.  
The magnitude of reduction will be tied to the success in motivating potential Green 
customers to utilize rail service to access the airport, and perhaps adjustments in train 
schedules to better accommodate airline schedules.  Marketing campaigns by the MBTA, 
RIAC and airlines at Green may be needed to familiarize customers with the convenience 
that the Intermodal Center can offer.  The consolidated car rental facilities to be included 
in the InterLink will also offer potential emissions reductions by eliminating the need for 
fleets of shuttle vehicles and incorporating all quick turnaround facilities (gas, washing 
and vacuuming) within the facility.  
 
D. Archaeological and Cultural Concerns 
Potential impacts on archaeological and cultural resources are also environmental issues 
affecting Rhode Island’s airport system.  In most instances the possibility for these 
impacts are noted during the master planning process and analyzed in the environmental 
process.  Where necessary, archeological surveys are incorporated in the environmental 
contract and can be very comprehensive.  Airport projects in RI are closely coordinated 
with the RI Historic Preservation and Heritage Commission and the Narragansett Indian 
Tribal Historic Preservation Office to ensure there is conformity with both federal 
coordination requirements and local tribal interests.   
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E. Other Environmental Concerns 
Wildlife may be adversely impacted by airport operations or by degradation of habitat.  
Conversely, the presence of wildlife may present hazards to operating aircraft.  Airport 
Wildlife Management Plans are required by the FAA and are prepared according to 
guidelines issued by the US Fish and Wildlife Service.  These plans should be kept 
current and implemented in order to minimize conflicts between wildlife and aircraft. 
 
The Rhode Island Airport Corporation has an Environmental Office to ensure compliance 
with environmental laws. This level of commitment to specifically manage airport 
environmental issues is not typical in other New England states.  
 
05-07  Standards: Ability To Meet Applicable Design And  

  Safety Standards 
 
Design and safety standards exist mainly as dimensional requirements on the airfield and 
airspace, and in part are also based on the aircraft using the airport.  These standards exist 
to provide safe takeoff and landing operations.  On the airfield, length, width, and 
separation of runways and taxiways, and size of the runway safety areas are some 
examples.  Federal Aviation Regulation Part 77, Object Affecting Navigable Airspace, 
identifies the airport surfaces for airports.  The length, width, and slope of approach 
surfaces are based on the instrumentation and the navigation aids for each runway end.   
 
According to FAA design criteria, adequate runway taxiway separation is needed for two 
aircraft to pass while one is on the runway and the other on the taxiway with a margin of 
safety to eliminate the potential for wingtip-to-wingtip collisions.  That dimension is 
based on the design aircraft for the airport.  Quonset and Westerly currently do not meet 
these design criteria and are planned for future compliance.  Block Island also can not 
meet this objective because of land and environmental constraints. 
 
Providing adequate runway safety areas can be a particularly tough issue.  There are 
finite land resources in the communities where airports reside, and runway safety areas 
do require that land be kept open and free of obstructions.  All of RI’s system airports 
have land constraints, either open water, wetlands, roads, railroad tracks, or some type 
development at nearly every runway end.  T.F. Green is addressing runway safety areas 
and length as discussed in the FEIS.  
 
The airspace around the airport should be free from obstructions (towers, antennas, 
vegetation, etc.) that could a present a hazard to aircraft.  RIAC currently has efforts 
underway to ensure that all obstructions are appropriately addressed either by lighting, 
removal or requesting FAA to issue the appropriate airspace determination on an 
obstruction.   Meeting airport standards and maintaining good pavement condition is 
another element of providing for a safe runway environment. Seven years ago RIAC 
began its ongoing effort to ensure that pavement at all airports meets FAA standards. 
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05-08  Individual Airport Needs Assessments 
 
The tables that follow summarize the results of the needs assessment and 
recommendations for each of the State’s six airports. 
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640.06  Goals, Policies, Objectives, and Strategies 
 
This chapter outlines the anticipated needs of the airport system and the framework for its 
future development through the seven planning factors established at the outset of the 
airport system planning process.  It translates the planning factors addressed in prior 
chapters into specific goals, policies, objectives, and strategies to be pursued by the State, 
the Rhode Island Airport Corporation (RIAC), and the host communities.  Many of the 
recommendations included in this chapter are a result of the information generated by the 
system planning process, and the recommendations will be used in future decision-
making processes to achieve the stated goals. 
 
06-01  Vision 
 
A safe, secure, and efficient system of airports with convenient intermodal connections 
that meets the anticipated need for aviation services, advances economic development 
goals of the state, enhances transportation opportunities and quality of life, and exists 
compatibly with the environment and surrounding communities. 
 
06-02  Goals, Policies, Objectives, and Strategies 
 
Each goal addresses one of the seven planning factors used throughout this document.  
Policies are intended to guide decision makers and are used in the consistency review of 
comprehensive plans and projects.  The performance measures used in Chapter 640-04 
are translated into objectives for the entire airport system.  Strategies are more specific 
action items, but are not necessarily just projects that would typically be included in a 
Capital Improvement Plan (CIP).  The implementation plan is found in Chapter 640-07.   
The numbering system for goals, and listing for polices are only offered as a formatting 
function and are not intended to indicate priority. 
 
Goal 1 – Rhode Island’s system of airports will contribute to the State’s economic 
growth while achieving financial self-sufficiency. 
 

Policies 
A Maximize the airport system’s economic benefit to Rhode Island. 

B 
Pursue funding for necessary improvements, especially those 
projects that may generate revenue for the overall state aviation 
system. 

C 
Encourage the development of aviation related industries on or 
near airport property in cooperation with host communities, to the 
benefit of the state and the host communities. 

D 
Use best management practices to maintain and operate facilities 
and equipment in acceptable condition and protect infrastructure 
investments. 

E Employ current industry standards in establishing and maintaining 
appropriate rates, charges, and lease agreements for airport tenants. 
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F Comply with all FAA requirements  such as AIP grant assurances, 
land transfer processes, etc. 

 
Objectives 

G Produce sufficient revenue to cover operating and maintenance 
costs at a system level. 

H 

Provide services and amenities to support general aviation and 
attract business aircraft, thereby generating revenue from fees, fuel, 
repair and creating secondary economic impacts in the 
communities. 

I Provide basic or enhanced FBO services depending on the role of 
the airport. 

J Ensure sufficient fuel is available for each airport depending on the 
role of the airport and based on feasibility. 

K Provide some type of food service at all terminals ranging from 
vending machines to full service restaurants.  

 
Strategies 

L 

Plan and phase improvements that are consistent with the current 
Airport Layout Plan for each airport to maximize AIP funding 
through a continuous and effective Capital Improvement Planning 
process. 

M 

Plan and phase relevant non-AIP funded improvements that are 
consistent with industry best management practices to respond to 
demands and maximize efficiency and a consistent revenue stream 
for each airport, as well as for the system as a whole. 

N 
Work with the Department of Defense and the National Guard 
Bureau to ensure their maximum participation in funding relevant 
improvements at Quonset Airport. 

O Periodically conduct and publicize studies of economic impacts 
associated with airport activities.   

P 

Establish reasonable and relevant minimum standards at each 
airport to maintain a professional level of service and ensure 
consistent revenue streams.  (Minimum standards include 
insurance, taxes, fees, certifications, etc.) 

Q 
Host events that are open to the public and promote the state 
aviation system (such as the Quonset Air Show), consistent with 
airports role and security demands. 

R Promote the airports through local community groups and 
chambers of commerce. 

S Use marketing and advertising to promote the state airport system. 
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Goal 2 – Rhode Island will be served by a system of airports whose roles and 
capacities are sufficient to meet both current and projected demand, within the 
context of the natural, social, and economic environment. 
 

Policies 

A 

Maximize efficiency of the existing system by fostering the ability 
of the individual airports to better fulfill their roles within the 
System.  This includes encouraging GA traffic to use reliever 
airports to maintain capacity for commercial operations at T.F. 
Green. 

B 

Recognize T.F. Green’s role not only as RI’s primary commercial 
service airport, but also as a vital component of the New England 
Regional Airport System serving short, medium, and long-haul 
nonstop destinations.  Strive to maintain convenience and user-
friendly reputation as a competitive advantage. 

C 

Promote and develop the GA airports according to their roles as 
follows: 
North Central and Quonset: General Aviation – Reliever 
Block Island and Westerly: General Aviation and Primary 
Commercial Service as possible. 
Newport: General Aviation 

D 
Maintain capacity for military use by the RI Air and Army 
National Guard at Quonset for the purposes of national defense, 
homeland security, and emergency operations. 

E 
Expand airside, terminal, and landside facilities as planned and as 
necessary in response to demand and in consideration of local 
comprehensive plans for landside facilities. 

F Maintain adequate infrastructure to provide delay free operations.  
G Scrutinize projects or activities that may result in loss of capacity. 

 
Objectives 

H Maintain delay free operations and effectively  plan for 
improvements. 

I Provide covered aircraft storage (either T-hangars or conventional 
hangars) to accommodate both based and transient aircraft. 

J 
Provide adequate aircraft parking areas to accommodate loading 
and unloading of passengers, short-term parking by aircraft 
utilizing the airport’s facilities, and visiting aircraft. 

K 
Provide adequate terminal/administration building facilities for 
serving peak hour operations and passengers, and accommodating 
amenities central to the airport’s role. 
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Strategies 

L Update master plans, system plan and forecasts in order to 
anticipate future increased demands on the aviation system. 

M Plan for improved infrastructure before operations reach capacity. 
 
Goal 3 – Rhode Island will be served by a system of airports that is readily 
accessible from the air. 
 

 
Policies 

A 

Provide and maintain runway systems that are consistent with the 
role of the airport, effectively accommodate critical design aircraft, 
and provide the greatest operational flexibility with the least 
amount of community and environmental impact. 

B 

Provide facilities to ensure that T.F. Green is competitive 
considering its role in the New England region.  Defer to the 
NEPA process where applicable as the proper vehicle for assessing 
and balancing community and environmental impacts in the 
selection of preferred runway extension alternatives. 

C Provide, maintain, and enhance airfield lighting, aids to navigation, 
and air traffic control as appropriate. 

D Provide facilities for air cargo of local origin and destination. 

E Ensure that intrastate commercial service between Westerly and 
Block Island is maintained 

 

Objectives 

F Provide precision approach systems to commercial and reliever 
airports. 

G Provide non-precision approach systems to all airports. 
H Maintain on-site weather reporting equipment at all airports. 

I Provide runway length adequate to service the current or projected 
design aircraft. 

J Provide a crosswind runway length of least 80% of the primary 
runway length where practicable. 

 

Strategies 

K 
Implement projects and mitigation measures identified in the 
Record of Decision for the T.F. Green Airport Improvement 
Program. 

L Implement airport projects consistent with approved ALP’s, CIP’s, 
and in response to projected or demonstrated demand. 
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Goal 4 – Rhode Island will be served by a system of airports that is readily 
accessible from the ground. 
 

Policies 

A 
Participate in coordinated planning efforts with local and state 
officials for landside facilities and intermodal surface 
transportation connections. 

B Provide a system of airports with adequate and efficient ground 
transportation, circulation and access roads, and parking. 

C Encourage frequent and effective transit service to reduce 
congestion and parking requirements, especially at T.F. Green. 

 
Objectives 

D 
Maintain eligibility of primary access roads for federal funding 
through inclusion in the Highway Functional Classification 
System.  

E 
Work with RIPTA, MBTA and others to provide and enhance 
regularly scheduled transit service to TF Green and some level of 
transit (e.g. Flex-Service) to other commercial service airports.   

F 
Provide adequate automobile parking based on the number of 
passengers, based aircraft, employees, visitors, and other airport 
businesses such as rental cars.   

G Provide access to rental or courtesy cars for passengers and pilots. 
 

Strategies 

H Complete the InterLink pedestrian skywalk, consolidated rental car 
facility and rail connection at T. F. Green. 

I Provide proper signage for easy identification and access to 
aviation facilities. 

J Provide proper signage and information within airports for easy 
identification and access to transit and ground transportation. 

K Provide for sufficient medical transport capabilities. 
 
Goal 5 – Rhode Island’s airports will exist compatibly within their communities 
while providing air services appropriate to their roles. 
 

Policies 

A 

Promote land use planning principles that limit incompatible land 
uses; further safety, security, and viability and preserve 
opportunities for reasonable future enhancements of the airport 
system. 

B Maintain continuing and cooperative planning processes with host 
communities that encourage responsible land use practices in and 
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around airports. Encourage multi-disciplinary participation in 
airport master and system plans; regional aviation planning efforts 
and local comprehensive planning.  

C Minimize noise impacts to the extent possible. 

D 

Develop land in the immediate vicinity of airports in a manner that 
will be compatible with airport operations.  Promote re-use of 
vacant airport land with priority to airport purposes and consistent 
with state approved municipal comprehensive plans and the 
requirements of 14CFR Part150. Minimize adverse impacts, if any, 
to pre-existing land uses. 

E Promote protection of property and rights of way to secure the 
long- term transportation needs of the state.  

 

Objectives 

F 

Maintain and update the Noise Exposure Map at T.F. Green as 
operations warrant and in accordance with FAA Guidelines. Use 
the Integrated Noise Model to identify those areas beyond airport 
property that have incompatible residential land uses.  Comply 
with RIGL 1-5 Permanent Noise Monitoring Act.  Notify carriers 
of non-weather or safety related diversions from Part 150 operating 
procedures. 

G Ensure that landside airport plans and projects are consistent with 
state approved local comprehensive plans and the State Guide Plan.

H Maintain adequate height zoning and Part 77 Surfaces with no 
penetrations. 

I 
Identify Airport Hazard Areas around each airport (RIAC) and 
work with host communities to adopt appropriate zoning (host 
communities), consistent with RIGL § 1-3-5. 

J 
Maintain current airport master plans and Airport Layout Plans 
(updated every 5 years) and a current state system plan (re-
evaluated and amended as needed and updated every 10 years). 

 

Strategies 

K 
Host communities, the Division of Planning and RIAC are 
to formally engage and assist one another in community 
comprehensive plan development and update efforts. 

L 

When RIAC plans to pursue a project that will convert the use of 
land as identified in the following table, the chairperson of RIAC, 
in the exercise of the authority vested under § 42-64-14, will 
submit a written request for a determination of such project’s 
conformance to the state guide plan with the secretary of the state 
planning council and the council shall act within forty-five (45) 
days and provide the written determination to the corporation.   
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Current Use   Future Use  
1. Open Space, Recreational Residential, Commercial, Business, 

Office Industrial or Manufacturing 

2. Residential  Commercial, Business, Office Industrial 
or Manufacturing 

3.  Commercial, Business, Office Industrial or Manufacturing 

M RIAC will comply with all applicable federal and state laws, 
statutes, rules and regulations. 

N 
Continue to implement noise programs at T.F. Green to reduce the 
number of residents exposed to noise levels that exceed FAA 
standards. 

O 

Work with the host communities to identify noise sensitive areas 
and/or flight patterns.  Utilize data to promote flight operations that 
minimize impacts to those areas.  At T. F. Green in cases where 
deviations to established patterns arise that are not related to 
weather or safety, RIAC will work with FAA ATCT and/or the 
carrier to resolve the issue. 

P 
Educate local planning officials on the proper use of FAA’s Form 
7460-1, Notice of Proposed Construction or Alteration1 and 
include form on local development review checklists . 

Q Work cooperatively with communities for responsible 
redevelopment of land made available from acquisition Programs. 

R 

The State Planning Council recommends that the State consider 
establishing a non-airport revenue based funding mechanism to 
assist in replacing low or moderate income housing units, as 
defined by R.I.G.L. 45-53, that may be lost as a result of airport 
expansion or noise related acquisition and removal. 

S 

The State Planning Council recommends that the State review the 
Airport Impact Aid Formula contained in Article 1 of the annual 
Budget Appropriations Act to determine if the applicable 
communities are being appropriately compensated for hosting the 
associated facilities. 

 
Goal 6 – Rhode Island’s system of airports will meet and exceed all federal, state, 
and local environmental regulatory requirements. 
 

Policies 

A Promote actions that protect public health and the natural 
environment. 

B 
RIAC and the airlines should strive to minimize emissions of air 
pollutants and greenhouse gasses from aircraft operations and 
ground support equipment. 

                                                           
1 Submission of this form is the responsibility of the developer or applicant and may apply to any type of development in proximity of 
an airport, including communications towers, and other potential obstructions and potential hazards to navigation. 
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C Improve surrounding water quality by effectively managing 
stormwater runoff. 

D Ensure implementation of mitigation requirements identified in 
environmental documents. 

E Promote energy conservation, efficiency, and use of renewable 
sources of energy. 

 
Objectives 

F 
Maintain and implement current Spill Prevention Control 
Countermeasures (SPCC) plans in order to address accidental 
spills. 

G Meet requirements for Underground Storage Tanks (UST) in order 
to protect quality of groundwater. 

H Maintain and implement current Wildlife Management Plans 
(WMP) in order to protect both aircraft and wildlife. 

I Maintain and implement current Storm Water Pollution Prevention 
Plans (SWPPP) in order to protect water quality. 

J Meet requirements for Underground Injection Control (UIC) in 
order to protect groundwater. 

K Identify and properly manage hazardous materials in order to 
protect airport employees, host communities, and the environment. 

L 

Comply with RIGL 1-7 Permanent Air Quality Monitoring Act.  In 
cases where deviations from Part 150 arise that are not related to 
weather or safety, RIAC will work with FAA ATCT and/or the 
carrier to resolve the issue. 

M 

Maintain and implement Vegetation Management Plans (VMPs) in 
order to protect aircraft and fully utilize available runway length.  
Avoid repeated disturbances in or near wetlands and rivers, and 
avoid cutting and planting during sensitive breeding, nesting, or 
spawning periods.  

 

Strategies 

N 
Coordinate with RI Departments of Health and Environmental 
Management with respect to air quality monitoring in Warwick in 
accordance with RIGL 1-7. 

O Use CNG powered ground support equipment and/or cleaner fuel 
vehicles at T.F. Green to the extent financially practicable. 

P Work with state and community officials to minimize vehicle trips 
to airports that contribute to congestion and air pollution. 

Q Use best management practices and new technologies in 
controlling stormwater runoff. 

R Regularly update plans and obtain permits to achieve and/or 
maintain compliance with environmental regulations. 

S The State Planning Council encourages the Department of 
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Environment Management, the Department of Health and the 
Attorney General, in making their recommendation as to whether 
to continue air quality monitoring as required by RIGL 1-7-9, to 
consider whether a different set of pollutants should be evaluated 
and to seek non-airport revenues to finance such future studies 

 
Goal 7 – Rhode Island’s airport system will be safe, efficient and meet applicable 
FAA design standards and TSA security standards. 
 

Policies 

A Provide for an airfield layout that meets applicable design 
standards. 

B Control land in the runway protection zones through airport 
ownership or other legal means. 

C 
Protect airspace and maintain aircraft safety by preventing artificial 
and natural obstructions from penetrating critical airspace surfaces, 
and take all prudent measures to avoid runway incursions. 

D 
Embrace technological advances that improve efficiency, safety, 
and passenger experience, and reduce need for more costly 
infrastructure. 

 
Objectives 

E 
Maintain airport facilities consistent with approved ALP.  The 
facilities include pavement, firefighting apparatus, terminal and 
hangar structures, and other essential facilities. 

F Maintain all airport pavement (above) in good condition in order to 
prevent costly reconstruction projects over the long term. 

G Provide sufficient runway/taxiway separation to reduce chances of 
wingtip collisions. 

H Provide Runway Safety Areas to meet FAA standards. 
I Maintain Primary Surfaces clear of all above ground objects. 

J Maintain Runway Protection Zones such that land is undeveloped 
and free of any objects. 

K 
Maintain Runway Object Free Areas clear of all above ground 
objects unless the object is for the purpose of air navigation or 
aircraft ground maneuvering. 

L Maintain approaches free from obstructions that present hazards to 
aircraft. 

M Meet requirements for passenger, baggage, cargo, and perimeter 
security. 

 
Strategies 

N Acquire easements for land in the Runway Protection Zones. 
O Obtain avigation easements as necessary to ensure the protection of 
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airport imaginary surfaces. 
P Maintain ongoing pavement rehabilitation program. 

Q Continue to refine and improve facilities for more efficient 
passenger and baggage screening at T.F. Green. 

R Consider the use of Engineered Materials Arresting System 
(EMAS) where prudent and feasible to satisfy RSA requirements. 

 
The goals, policies, objectives, and strategies listed above are intended to move the 
airport system forward.  For more detailed information on specific projects, timeframes, 
and costs, please see Chapter 640-07 Implementation. 
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640.07  Airport System Improvements 
 
The recommended facility and service improvements, or projects, set forth below have 
been identified through the process described in Chapters 4 and 5 and in consideration of 
the goals and strategies established in Chapter 6 and airport-specific Master Plan 
Updates.  Airport-specific recommendations were identified to meet system objectives 
and ultimately achieve higher performance levels for their system role.   
 
Ideally, all airports would have airside and landside facilities and services commensurate 
with their designated system role.  However, despite the need for new and improved 
facilities, priority will be given to maintenance and safety activities such as replacement 
of aging pavement.  
 
As previously noted in this Plan, before any recommendations are implemented they are 
included in an FAA approved Airport Layout Plan (ALP).  Some recommendations may 
also be subject to an Environmental Assessment or Impact Statement in accordance with 
FAA guidelines (Environmental Handbook, Order 5050.4B). 
 
07-01  Recommended Facility and Service Improvements by Airport 
 
The following tables identify recommended improvements for each airport in the State 
system.  Improvements are categorized by the seven system goals which are abbreviated 
as follows: 
 

• Goal 1 - Economic (ECO) 
• Goal 2 - Capacity (CAP) 
• Goal 3 - Air Access (AA) 
• Goal 4 - Ground Access (GA) 
• Goal 5 - Compatibility (COMP) 
• Goal 6 - Environmental (ENV);  and  
• Goal 7 - Standards (STD). 

 
The time periods used are defined as: Short-term (0 – 5 years), Mid-term (6 – 10 years) 
and Long-term (11 – 15 years).  Project timing may change based on future demand 
and/or RIAC and FAA budget appropriations.  Development is subject to receiving FAA 
grant for the eligible airport work. 
 
Anticipated costs are provided where available.  The costs identified are estimates and 
may change based on actual design, inflation or the addition or deletion of projects.  This 
is particularly the case with the estimates for projects at T. F. Green Airport.  These cost 
estimates are taken from the NEPA Environmental Impact Statement (EIS) for the 
Airport Improvement Program and are based in 2006 dollar values with limited 
engineering design.  Available FAA funding may change the scope and phasing of 
projects and the individual project estimates may evolve as the financial planning is 
conducted at the conclusion of the EIS process.   
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Each project list is representative.  New projects may be needed and should be 
implemented provided they are consistent with the role of the airport, the current airport 
ALP and Master Plan, and the goals and policies of the State Guide Plan. 
 
Table: 640-07(1) Block Island Airport Recommended Facility and Service 
Improvements 
 

Project Goal Time Est. Cost Remarks 

Replace MALS/F with REILS AA S $226,340 In Process 
Install PAPI on R/W 10 AA S $50,000  
Provide Aircraft Parking Apron CAP S $400,000  
Relocate Tiedown in Primary Surface STD S $250,000  
Remove Obstructions STD S $10,000 Miscellaneous 
AMP/ALP Update STD M $150,000  
Provide Hangar Storage  CAP  $0 Private Investment 
Total Estimated Costs   $ 1,086,340  

Source: AMP, Hoyle Tanner Associates, March 2006, updated to include projects through 2008. 
 
Table: 640-07(2) Newport State Airport Recommended Facility and Service 
Improvements 
 

Project Goal Time Est. Cost               Remarks 

Airport Drainage Improvements STD S $750,000  
Rehab./Expand Based Aircraft Apron 
(Phase I) w/Security Ltg. 

CAP S $2,500,000 In Progress 

Obtain Easements and Clear Obstructions STD S $600,000 In Progress  
Construct T- Hangars (Phase I and II) CAP S/M $0 Private Investment 
Fencing Improvements STD M $250,000  
Rehab. R/W 4-22 w/ MIRLS & PAPI Ltg STD M $2,700,000  
AMP/ALP Update STD M $150,000  
Expand Transient Apron (Phase I & II) CAP M $400,000  
Construct Partial Parallel T/W to R/W 16 STD L $1,675,000  
Const. Based Aircraft Apron Phase II/ III CAP L $1,570,000  
Realign & Rehabilitate Taxiway A STD L $965,000  
Update SRE Equipment STD L $250,000  
Construct New Terminal  (including 
Utility Improvements) 

STD L $4,500,000  

   Private Investment 
Total Estimated Costs   $16,310,000   

Source: 2008 AMP by Louis Berger updated to include projects completed through 2009. 
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Table: 640-07(3) North Central State Airport Recommended Facility and Service 
Improvements 

 

Project Goal Time Cost Remarks 

Install LPV Precision Approach R/W 5 AA S $0 FAA Ops Budget 
Obstructions Removal for LPV Approach STD S TBD Pending SFZ EA 
Reconstruct T/W B STD S $2,000,000  
Const Access Rd Between Old & New 
Terminal   

CAP S $150,000  

Upgrade Wastewater Utility System STD S $400,000  
Relocate Tie Downs & Fuel Farm 
Penetrating Primary Surface and RVZ 

STD S $1,000,000  

Construct SRE Building STD S $2,700,000  
Develop T Hangars  CAP S $0 Private Investment 
Update AMP STD M $150,000  

Extend T/W A STD M $750,000  
Reconstruct Parking Apron (Phase I) STD M $3,700,000  
Expand Apron (Phase II) CAP M $1,800,000  
Replace MALSF with MALSR  AA M TBD Subject to AMPU 
Develop T Hangars & Corp. Hangar CAP M $0 Private Investment 
Security Fencing  STD L $600,000  
Expand Apron (Phase III) CAP L $1,600,000  

Reconstruct R/W 15-33 STD L $4,400,000  
Develop T Hangars & Corp. Hangar CAP L $0 Private Investment 
Total Estimated Cost $19,250,000  

Source: AMP Update by Louis Berger Inc., June 2010. 
 
Table: 640-07(4) Quonset State Airport Recommended Facility and Service 
Improvements 
 

Project Goal Time Est. Cost Remarks 

Reconstruct Parking Apron (Phase I) STD S $400,000  
Install REILS & PAPI on R/W 5, 23, & 
REILS on R/W 34 

STD S $425,000  

Extend TW W to R/W 23 CAP S $1,100,000  
Reconstruct Perimeter Road STD S $100,000  
Relocate Airfield Lighting Vault STD S $1,200,000  
Realign Fencing (R/W 5 ROFA) STD S $25,000  
Const New Fuel Pad/Relocate Fuel Tanks STD S TBD  
Construct Aircraft Deicing Pad STD S TBD  
Construct Aircraft Run-up Pad STD S TBD  
Demolish Old Terminal Building CAP S $1,000,000  
Develop a VMP ENV S $50,000  
Construct New T-Hangars/Demolish Old  CAP S TBD  
Construct Corporate Hangar CAP M $3,000,000  
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Construct SRE/Maintenance Facility STD M $1,100,000  
Rehabilitate Runway 5-23 STD M $3,000,000  
Construct New Air Museum ECO M TBD  
Update Airport Master Plan/ALP STD M $150,000  
Construct Corporate Hangar CAP M $3,000,000  
Remove Old Airfield Pavement STD M TBD  
Rehab./Relocate T/W A (South Section) STD M TBD  
Const. Eastside Parallel T/W to R/W 5-23 CAP L TBD  
Const. Eastside Parallel T/W to RW16-34 CAP L TBD  
Const. Access Road to Eastside of Airport CAP L TBD  
Develop Aviation Related Activities on 
Eastside of Airport 

CAP L TBD  

Total Estimated Costs TBD  
SOURCE: Airport Layout Plan dated June 2006 prepared by Jacobs Edwards & Kelcey. 
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Table: 640-07(5) T.F. Green State Airport Recommended Facility and Service 
Improvements 
 

Project Goal Ti
me Est. Cost Remarks 

Obstruction Removal Program STD S TBD Pending Aero Study 
Aeronautical Study STD S $527,000 In Process 
    
Demolish Hangar #1 STD S $1,600,000 EIS project 
Develop Additional Hangars CAP S $0 Private investment 
Noise Mitigation (2020 No Build and Build) ENV S $32,000,000 Subject FAA $ 
Design for Long Term De-Icer 
Management System. 

ENV S $2,700,000 In Progress  

Implement De-Icer Management System ENV S $22,550,000 Subject to design 
Land Acquisition (Contiguous to Airport) CAP S $9,300,000 Subject FAA $ 
Update ALP  STD S $0 Included in EIS  
Relocate Airport Road STD S $8,400,000 EIS project 
Improve RSA R/W 16-34 STD S $28,120,000 EIS project 
Relocate T/W C STD S $10,700,000 EIS project 
Upgrade Pavement R/W 16/34 STD S $14,500,000 EIS Project 
Extend Runway – Land acquisition AA/CAP S $18,800,000 EIS project 
Relocate Main Avenue  AA/CAP S $5,900,000 EIS project 
Extend R/W 5-23 and Parallel T/M AA/CAP S $28,400,000 EIS project 
Upgrade Pavement R/W 5/23 STD  $17,600,000 EIS Project 
Apron and T/W Reconfiguration CAP S $30,800,000 EIS project 
Improve Hangar #2 CAP S $0 Private Investment 
Develop New South Service Area CAP M $23,800,000 EIS project 
Internal Roadway Improvements GA/CAP M $36,000,000 EIS project 
New Integrated Cargo Building CAP M $10,700,000 EIS project 
Expand Auto Parking CAP M $40,000,000 EIS project 
Expand Terminal CAP M $85,300,000 EIS project 
New Fuel Farm CAP M $63,300,000 EIS project 
Total Estimated Costs   $490,997,000  
Source:  FEIS dated July, 2011 
 
FOOTNOTE: 
T. F. Green cost estimates are based on the FEIS and are dependent on: 
(a)  An approved NEPA Record of Decision (ROD) from FAA 
(b) Mitigation measures as required in the ROD 
(c) Final designs being completed 
(d) Available FAA funding  
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Table: 640-07(6) Westerly State Airport Recommended Facility and Service 
Improvements 
 

Project Goal Time Est. Cost Remarks 

Obtain Easements and Clear Obstructions STD S $2,100,000 In Progress  
Update Master Plan STD M $200,000  
Security Fencing and Ltg. Improvements  STD L $750,000  
Build Operations/Maintenance Building ECO L $1,050,000  
Provide T-Hangar Storage  ECO L $0 Private Investment 
Provide Corporate Hangar Storage  ECO L $0 Private Investment 
Total Estimated Costs   $4,100,000  

Source: AMP 2009, Vanasse, Hangen and Brustlin, Inc. 
 
07-02  Funding Sources 

To promote the development of a system of airports to meet the Nation's needs, the 
Federal Government embarked on a grants-in-aid program to units of state and local 
governments shortly after the end of World War II. The early program, the Federal-Aid 
Airport Program (FAAP) was authorized by the Federal Airport Act of 1946 and drew its 
funding from the general fund of the U.S. Treasury. 

In 1970, a more comprehensive program was established with the passage of the Airport 
and Airway Development Act of 1970. This Act provided grants for airport planning 
under the Planning Grant Program (PGP) and for airport development under the Airport 
Development Aid Program (ADAP). These programs were funded from a newly 
established Airport and Airway Trust Fund, into which were deposited revenues from 
several aviation-user taxes on such items as airline fares, air freight, and aviation fuel.  

The current program, known as the Airport Improvement Program (AIP), was established 
by the Airport and Airway Improvement Act of 1982 (Public Law 97-248). Since then, 
the AIP has been amended several times, most recently with the passage of the Century 
of Aviation Reauthorization Act (Vision 100). Funds obligated for the AIP are drawn 
from the Airport and Airway Trust fund which is supported by user fees, fuel taxes, and 
other similar revenue sources. 

For large and medium primary hub airports, the grant covers 75 percent of eligible costs 
(or 80 percent for noise program implementation). For small primary, reliever, and 
general aviation airports, the grant covers 95 percent of eligible costs. 

As noted in Chapter 2, the National Plan of Integrated Airport Systems (NPIAS) 
identifies more than 3,400 existing and proposed airports that are significant to national 
air transportation and thus eligible to receive Federal grants under the Airport 
Improvement Program (AIP). It also includes estimates of the amount of AIP money 
needed to fund infrastructure development projects that will bring these airports up to 
current design standards and add capacity to congested airports. The FAA is required to 
provide Congress with a 5-year estimate of AIP eligible development every 2 years.   
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The AIP provides grants to public agencies — and, in some cases, to private owners and 
entities -- for the planning and development of public-use airports that are included in the 
National Plan of Integrated Airport Systems (NPIAS) The national Airports Capital 
Improvement Plan (ACIP) is the internal FAA document that serves as the primary 
planning tool for identifying and prioritizing critical airport development and associated 
capital needs for the National Airspace System in the shorter range (1-5 years.).  It also 
serves as the basis for the distribution of grant funds under FAA’S Airport Improvement 
Program.  
 
For the purposes of this Plan and the projects it contains, it is assumed that the AIP will 
continue be the primary source of funding to implement the projects at the state’s GA 
airports.  Currently the AIP provides 95% federal funding for all eligible projects.  
 
For T.F. Green Airport the FAA‘s grant eligible amounts for projects varies from 75% to 
80%.  Other funding sources for financing airport infrastructure and capital 
improvements at T.F. Green Airport include the Passenger Facility Charge (PFC) and 
General Airport Revenue Bonds (GARB).  Debt service and principal from the GARB 
can be repaid with PFC funds.  
 
The projects or improvements identified in the ASP would improve the function and 
services of the identified GA airport however they may not be implemented due to factors 
such as funding, costs or impacts. Projects that are not implemented will be considered in 
future airport planning. 
 
It will require a significant amount of FAA, RIAC, and private investment to achieve 
system objectives. These estimates reflect only the potential capital federally funded 
future costs necessary to maintain, operate, and improve the State’s airport system.    
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