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Chapter 3.0 – Alternatives Analysis 
 
3.1 Introduction 
 
FAA Order 5050.4B, Airport Environmental Handbook, states “environmental documentation must show 
that no feasible and prudent alternative to the proposed action exists when all factors, including safety, 
national policy, efficiency, social, environmental and economics are considered.”   
 
The purpose of this Chapter is to assess the Airport Master Plan (AMP) alternatives that were determined 
to be reasonable and practicable for achieving project goals.  The alternatives were evaluated based on 
operational, engineering, environmental and economic considerations from the Master Plan. Additional 
environmental impact review will be completed as a part of this EA.  A detailed description of the 
alternatives is provided in the (AMP).  They are briefly described below.   
 
3.2 No Action Alternative 
 
The “no action” alternative prescribed by Council of Environmental Quality regulations serves as a 
benchmark against which proposed federal actions are evaluated.  The “no action” alternative assumes that 
RIAC will not implement the proposed projects and assesses the continuation of existing airport conditions 
upon the affected environment.  The exception to this is pavement rehabilitation projects. 
 
3.3 Airport Improvement Alternatives 
 
All five projects described in this EA have multiple alternatives that were comprehensively analyzed in the 
AMP and will receive additional environmental scrutiny in this EA process.  They are: 
 
 Rehabilitate and Expand the Based Aircraft Apron 
 Construct T-Hangars 
 Improve Runway Safety Area Drainage for Runway 4 
 Construct a Partial Parallel Taxiway to Runway 16-34 
 Rehabilitate Runway 16-34 and the Intersection with Runway 4-22 

 
3.4 Summary of Alternatives 
 
The following sections detail the alternatives that were analyzed during the course of the Master Plan. 
 
3.4.1 Rehabilitate and Expand Based Aircraft Apron 
 
Parking space for based aircraft is very limited and additional apron is a critical need. In absence of 
available apron space airport management must resort to less desirable options, specifically parking in turf 
areas and using space designated for itinerant aircraft parking. An additional constraint is the fact that the 
easterly corner of the existing apron lies within the Runway Visual Zone (RVZ). The FAA design standards 
states the RVZ must be clear of objects in order to provide a clear line of sight for aircraft landing and 
departing on the runways.  
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The AMP, Chapter 3, Facility Requirements analysis considered the location of the existing based and 
transient aircraft aprons and their potential to meet future parking and operational needs. The results of the 
AMP analysis were used to size the aircraft parking deficiencies for the study period. 
 
Based Aircraft Apron Expansion 
 
The alternatives for Based Aircraft and Itinerant Aircraft are shown in Figure 3.1. 
 
The existing based aircraft apron area is approximately 8,888 square yards (SY).  
The AMP identified the requirements as:  
 
 Phase 1 – Projected requirement for year 2011 is 15,720 SY (Deficiency 6,832 SY)  
 Phase 2 - Projected requirement for year 2016 is 19,080 SY (Deficiency 10,192 SY) 
 Phase 3 - Projected requirement for year 2026 is 26,340 SY. (Deficiency 17,452 SY) 

 
The AMP identified the potential areas for apron expansion to the northwest and southwest of the present 
apron. The relevant factors in developing in that direction are: 
 
 The existing wetland limits apron expansion to the northwest.  
 The grade from the existing apron pavement falls off quickly and significant fill is required.  
 The proposed taxiway for Runway 16-34 impacts expansion to the northwest or southwest.  
 Parking aircraft closer to a taxiing area will result in quicker access to the airfield.  
 T-hangar development will reduce the need for additional based aircraft parking space. 
 Modifications to the Storm Water Pollution Prevention Plan (SWPPP) will be required. 

 
Expansion of the itinerant aircraft apron was considered as a part of the alternatives analysis performed for 
the Master Plan; however it is not a part of the proposed aircraft apron expansion identified for analysis in 
this EA. 
 
3.4.2 Development of T-Hangars 
 
T-Hangars are a significant component at an airport. Many aircraft owners want to protect their aircraft from 
exposure to the weather, as well as provide additional security. From airport management’s perspective T-
Hangar’s provides additional revenue for the airport. At UUU it will also reduce the amount of based aircraft 
apron space that needs to be developed. In siting T-Hangars the factors that need to be considered are: 
site preparation, taxiways to access the runway, auto access, auto parking, utilities and security. The AMP 
evaluated the impacts of developing two 10-unit T-Hangar facilities.  
 
See Figure 3.2 for the three options discussed below. 
 
Option No.1: Construct 2-10 Unit T-Hangars to the West of the Runway 22 End (Between Taxiway C and 
the Industrial Park). 
 
 In addition to the T-Hangars development includes: 

o A short stub taxiway to access Taxiway C 
o A short access road from Oliphant Lane  
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o Automobile parking area 
o Extension of utilities from Oliphant Lane 
o Security fencing and lighting improvements 

 Both units must be aligned along the same axis because of the limited space.  
 The area is relatively level and can be developed with limited site preparation.  
 Aircraft must taxi across Runway 16-34 to access the fuel facilities and terminal area  
 The area is compatible with the existing Light Industrial Zoning designation as identified by the Town 

Zoning maps.  
 The site is adjacent to an existing industrial park. 
 Modifications to the SWPPP will be required prior to constructing.  
 It does not limit the future expansion of the based aircraft parking apron. 
 The phasing plan builds one 10-unit set at a time, with the southern unit being Phase I. 
 This EA evaluates the impact of both sets of T-Hangars.  

 
During the AMP process, the Airport Advisory Council (AAC) requested additional evaluation of this 
alternative. It was felt that other options would (1) reduce potential environmental impacts by allowing the 
development to occur in an already disturbed area and (2) could reduce engine run-up noise on the 
surrounding community. Option 2 and Option 3 addresses the AAC suggestion 
 
Option No.2: Construct 2 -10 Unit T-Hangars in Terminal Area (Southwest) of Based Aircraft  
Apron B) 
 
 In addition to the T-Hangars the development includes: 

o Extensive site preparation to meet FAA standards 
o Expand Terminal area parking 
o Extend utilities from Terminal 
o Extend Terminal area security fencing and lighting 

 Taxiway access to the runway will be via the based aircraft apron and Taxiway “B”  
 The units would be placed one behind the other because of the topography 
 Meeting grading requirements FAA standards is cost prohibitive  
 Modifications to the UUU SWPPP will be required prior to construction 
 Development of T-Hangars in any other area behind based aircraft Apron “B” impacts wetlands  
 Consolidates all airfield operations in the existing terminal area 
 Limits future expansion of a based aircraft apron 
 Limits development of a future terminal/conventional hangar 
 Displaces the existing sky diving landing site and a new area would need to be determined 

 
Option No.3: Construct 2 -10 Unit T-Hangars at a Location to the East of Runway 22 
 
 Development includes  

o Requires site preparation 
o Construct a long stub taxiway to access Runway 22  
o Construct an access road from Oliphant Lane 
o Construct an automobile parking area 
o Extension of utility lines from Oliphant Lane 
o Security lighting and fencing. 
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 Because of the space limitations both units will be aligned along the same axis 
 Based on demand, build one 10-unit set at a time, with the northern unit built first 
 Requires aircraft to taxi across two runways to access the terminal area and fuel facilities 
 It does not limit potential expansion of the proposed aircraft parking apron  
 Significant impact on the wetlands is anticipated and requires further environmental study 
 It will require mitigation measures that ultimately will make this option cost prohibitive 
 Modifications of the SWPPP will be required prior to construction 

 
Options 1, 2 and 3 will be further assessed in Chapter 4 – Environmental Consequences. 
 
3.4.3 Construction of Partial Parallel Taxiway to Runway 16-34 
 
Parallel taxiways enhance safety by (a) permitting aircraft to quickly enter and exit runways and (b) 
reducing the need to taxi on the runway therefore mitigating the potential for runway incursions. It also 
increases the overall operational efficiency of the airfield system. A full taxiway system is highly 
recommended by FAA where an airport is not served by an air traffic control tower.  
 
Runway 4-22 is currently served by a full taxiway, but it does not have a parallel alignment. Runway 16-34 
does not have a taxiway.  
 
The alternatives for this project are included in Figure 3.3. 
 
Option No. 1: Realign Parallel Taxiway to Runway 4-22 
 
 This alternative realigns the northern portion of Taxiway A, the southern portion of Taxiway C. The 

realignment provides a complete new parallel taxiway.  
 It replaces Taxiway A at a point where the taxiway departs from a parallel alignment, and continues on 

a parallel alignment until it intersects Taxiway C at the point where that taxiway departs from a parallel 
alignment. It replaces a portion of Taxiway C.  

 Taxiway B would remain as a stub taxiway.   
 The new 35 foot wide taxiway section would be designed to B-II standards 
 It requires:  

o Relocation of the Segmented Circle and Windsock 
o Removal of a portion of the existing Taxiway C 
o Redesign of the transient aircraft apron where the proposed taxiway departs the apron 

 
Option No.2: Construct a Full Parallel Taxiway to Runway 16-34 
 
A full parallel taxiway to Runway 16-34  
 Provides taxiway access to both runways. 
 Is a safety enhancement because it eliminates back taxiing on Runway 16-34.  
 It allows some landing aircraft to exit the runway sooner.  
 Includes a stub taxiway near the based aircraft apron.  
 Provides better taxiing circulation between the apron and parallel taxiway.  
 Would also intersect a realigned Taxiway A (if constructed).  
 Will be designed to B-II standards. It provides a 35 foot width and a “Runway to Taxiway Centerline” 
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separation of 240 feet. 
 It would require  

o Relocation of the Segmented Circle and Windsock 
o Design as a taxilane through the apron area (Existing and planned) 
o Removal of the abandoned apron pavement which extends to the runway side of the 

taxiway. (Helps offset/reduce impervious surface on the airport.) 
o A more comprehensive environmental analysis than planned in this EA because it 

encroaches on a heavily forested area, wetland area and stream near the Runway 16 end. 
Potential environmental issues are discussed below. 

 
Ultimately the AMP conclusion of the taxiway analysis determined that developing a partial parallel taxiway 
was a preferred alternative.  In its modified form it: 
 
 Still improves safety by eliminating back taxiing on the Runway 16 end. 
 Does not require the relocation of the Segmented Circle and Windsock 
 Does not require the reconfiguration or removal of any airfield pavement 
 Eliminates the impact on the forested area, wetland area and stream on the Runway 16 end. 

 
3.4.4 Rehabilitation of Runway 16-34 and Intersection of Runway 4-22 
 
The AMP included the results of an airfield pavement condition survey. The condition report rated the 
Runway 16-34 pavement, including the runway intersection, as “Fair”. It also noted that a frost heave 
condition occurred to the Runway 16-34 pavement during the winter of 2006/2007. This event resulted in 
runway closure for a period of time before it was repaired.  
 
The recommendations of the AMP included a project to rehabilitate Runway 16-34 and intersection with 
Runway 4-22. The work will be designed to B-II standards. The rehabilitation of the runway intersection 
involves periods of airport closure and needs coordination to minimize the impacts on operations. 
Replacement of the runway lighting and NAVAID are included in the project. 
 
Figure 3.4 identifies the areas identified for this rehabilitation alternative. 
 
3.4.5 Drainage Improvements 
 
Drainage is a persistent problem at UUU.  For instance, the RSA for Runway 4 and the area beyond has 
standing water during periods of heavy rain. The East Branch Bailey Brook flows northwesterly past the 
Runway 4 end and is associated with wetland systems at the southern end of the airport property. 
According to airport management standing water is a persistent condition and it is due to poor drainage of 
soils in the area south of the Runway 4.  
 
The AMP recommended a drainage study for the entire airport due to these continual drainage problems.  
This drainage study was performed as a parallel effort of the Environmental Assessment to determine the 
cause of drainage problems and develop recommendations for improvements that will result in positive 
drainage (piping and structures) for the area.  The report is included in Appendix C. 
 




