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INTRODUCTION

This reference document summarizes the roles of the Connecticut Department of Transportation
(ConnDOT) with respect to the State of Connecticut's airports, bridges, highways, bus systems,
rail systems, water transportation services and facilities, and bikeways and multi-use trails.
Transportation facilities and services provided or funded by ConnDOT are discussed, overviews
of the physical conditions of the infrastructure of these systems are presented, factors affecting
the conditions of or demand on the facilities are identified, and the ability of these facilities and
systems to meet current and future demand is discussed. For reference purposes, the locations
of rail lines, rail stations, State-owned airports, municipal airports, deep water ports, ferry
terminals and primary highways in Connecticut are shown in Figure -1.

Connecticut’s transportation network is the foundation for the state’s economic base because it
is the means by which people and goods are moved. The State of Connecticut's economic
vitality is tied to its ability to maintain, improve the efficiency of, integrate and expand its
transportation systems to meet current and future state, regional and national mobility needs, as
well as, to ensure the safety of the traveling public. For Connecticut's communities to prosper, it
is essential that the transportation network be adequately maintained and strategically improved
using processes that take into consideration regional and local land use planning and the state’s
natural and historic resources. It is also important that maintenance and improvements to the
transportation network in Connecticut be coordinated and integrated with plans to maintain and
improve the transportation networks in the adjacent states of New York, Massachusetts, and
Rhode Island. The locations of major cities and transportation facilities within a 100-mile radius
of Hartford are shown in Figure — 2.

Resources and funding for transportation projects and services will continue to be limited in the
foreseeable future. For this reason, maintaining the existing transportation system in a state of
good repair is one of the Department’s highest priorities. While preserving the existing system is
costly and requires adequate and reliable allocations of resources and funding for continued
maintenance, it is the most cost-effective method for providing a functional transportation
network and sustaining economically vibrant communities.

- viii -
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Figure -1Existing Transportation System
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Figure - 2. Major Cities and Facilities within a 100-Mile Radius of Hartford
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Figure - 3. Airports in Connecticut
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. AIRPORTS

ConnDOT's Bureau of Aviation & Ports has the primary role in maintaining, as well as ensuring,
the continued growth and safety of aviation in the state. The Bureau has a number of
responsibilities which include the following:

+ Managing projects (overseeing projects from conception to completion) at the following six
State-owned airports: Bradley International Airport, Hartford-Brainard Airport, Groton-New
London Airport, Waterbury-Oxford Airport, Windham Airport, and Danielson Airport

+ Licensing and inspecting all public and private airports and helipads within the state

+ Distributing federal funding and state grants-in-aid to municipal airports for improvements
and studies

+ Promoting economic development

The locations of the State-owned, municipal, and privately owned airports in Connecticut that
ConnDOT's Bureau of Aviation & Ports licenses and inspects are shown in Figure -3. Information
on State-owned and municipal airports is presented in this section. A comprehensive review of

the state’s aviation system can be found in the Connecticut Statewide Airport System Plan,
prepared by ConnDOT’s Office of Airport Planning, dated June 2006.

A. STATE-OWNED AIRPORTS

ConnDOT is responsible for the following six State-owned airports:

+ Bradley International Airport (BDL)

¢ Hartford-Brainard Airport (HFD)

¢ Groton-New London Airport (GON)

+  Waterbury-Oxford Airport (OXC)

+ Windham Airport (1JD)

+ Danielson Airport (5B3)

BDL is the state's primary air carrier facility; HFD is a reliever airport for BDL. GON, OXC, 1JD,
and 5B3 are all classified in the FAA’s National Plan of Integrated Systems (2007-2011) (NPIAS)

as general aviation airports. This subsection contains both general and airport-specific
information on these airports.
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2. Airside and Landside Facility Components: General Information

Airside and landside components at the State-owned airports include the following: pavement
(runways and taxiways), pavement markings, airport signing, landing aids, airport operations
facilities, passenger facilities, freight facilities, and general aviation facilities. General information
on airside and landside components that is applicable to all of the State-owned airports is
discussed in greater detail in this subsection. Information that is airport-specific is presented in
the descriptions of the individual State-owned airports.

Pavement

The pavement used at all State-owned airports is an approved Federal Aviation Administration
(FAA) mix. It is estimated that the structural life of bituminous concrete pavement used on the
runways and taxiways at the State-owned airports is approximately 20 years. As part of
ConnDOT's Grant Assurances to the FAA, it is assured that ConnDOT will maintain the
pavement and keep it in a state of good repair for that amount of time. Bureau of Aviation &
Ports personnel are continually re-evaluating the pavements at the airports to implement future
pavement improvement programs. In 1995, the Bureau of Aviation & Ports analyzed the
pavement conditions at five of the six State-owned airports (excluding BDL). A Pavement
Management Plan was prepared for each facility. A copy of each plan is on file at each airport.

Factors Affecting Condition of Pavement. Many factors affect the condition of the pavement
at airports; the most significant ones are listed and discussed below:

Aircraft Weight and Traffic. The impact of the aircraft wheel load fatigues the pavement
structure. Any additional load over the allowable load (the theoretical maximum gross weight of
the design aircraft at a particular pass level) on the aeronautical pavements will significantly
reduce the remaining structural life of the pavement.

Snow and Ice Removal. Deicing chemicals put on the pavement slowly deteriorate the
pavement and could reduce the structural life of the pavement.

Shell Removal. The runways at Groton-New London Airport, which is located on the coast, must
be plowed or swept daily to remove shells that seagulls drop on the pavement. This activity
slowly deteriorates the structural integrity of the pavement.

Removal of Rubber Deposits. Some runway pavements are grooved to increase drainage and
enhance friction. When the grooves on the runways become filled with rubber deposits, high-
pressure water is commonly used to remove such deposits. Over time, this can loosen stones in
the pavement allowing water to saturate the pavement and cause a loss in load bearing
capabilities.

Construction Practices and Materials Use. The materials and construction processes used for
airport pavement impact the longevity of a pavement.

Pavement Markings

Pavement markings provide guidance during both day and night operations. Pavement
markings at all of the State-owned airports are maintained in accordance with FAA Advisory
Circular 150/5340-1H, which depicts how an airport should be marked according to runway
categories. The markings are repainted every year. The factors that affect the condition of and
demand for airport pavement marking are listed in Table I-1.
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Table I-1. Factors Affecting Condition of and Demand for Pavement Markings at All
State-owned Airports

Environment Snow plowing and deicing chemicals deteriorate the pavement markings.
Conditions that necessitate frequent plowing and deicing at an airport
increase the rate of deterioration of the pavement markings.

Traffic The number of aircraft and vehicles that pass over the markings affects the
rate of deterioration of the pavement markings. The greater the volume of
traffic over the markings, the faster the rate of deterioration.

Source: ConnDOT Bureau of Aviation & Ports.

Airport Signing

All runways and taxiways are signed in accordance with FAA Advisory Circular 150/5340-18C to
ensure that all aircraft are aware of their location at all times. The FAA is constantly working on
better signs, sign locations, sign materials, and visibility to make airports safer. The factors that
affect the condition of and demand for airport signing are listed in Table I-2.

Table I-2. Factors Affecting Condition of and Demand for Airport Signing
at All State-owned Airports

Routine Runway edge lights are sometimes damaged by grass-cutting equipment.

Maintenance & ; : : . .

e Signs and runway edge lighting covered by snow are sometimes hit by
plows and blowers.

FAA Regulations - As new taxiways are constructed at BDL, it will become necessary to modify
ATEE B the existing signs and add new signs to meet FAA regulations.

FAA Regulations - There will be a need to re-sign all new pavements to meet FAA regulations
?g\t‘:&'{!;‘@t‘“c’” 2l as the airports rehabilitate pavements that have come to the end of their

useful design life.

Source: ConnDOT Bureau of Aviation & Ports.

Landing Aids

Airport lighting serves an integral function in the daily operations at State-owned airports. The
airports utilize a complex system of runway, taxiway, and approach lighting to aid aircraft in
landings and departures during night and/or inclement weather operations. It is the goal of the
Bureau of Aviation & Ports to maintain the current standards for landing and lighting aids at the
airports, while studying the implementation of additional aids to more efficiently serve the public
using the airports.

Security

Security at State-owned airports became a priority after the terrorist attacks that occurred on
September 11, 2001. Security measures in place at BDL and Groton-New London Airport have
been enhanced, while security enhancement projects have been initiated at the remaining State-
owned general aviation airports. Security enhancements include the installation of additional
fencing and gates, the issuance of photo identification cards, and the installation of closed circuit
television cameras.
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BDL (shown in Figure I-1) is Connecticut's primary air carrier facility and New England's second
largest airport. It occupies 2,358 acres of land in the towns of Windsor Locks, East Granby,
Suffield, and Windsor, serving more than six million people in Connecticut and western
Massachusetts. It is an alternate airport for New York and Boston air traffic and functions as a
base for both the Army and Air National Guards. Figure — 2 shows, it is located equidistant
between Hartford, Connecticut and Springfield, Massachusetts, and it is within 100 miles of
Logan International Airport, John F. Kennedy Airport, LaGuardia Airport, and major cities in
Connecticut, Rhode Island, and Massachusetts.

Figure I-1. Aerial Photograph of Bradley International Airport

Services available at BDL include scheduled domestic air carriers, scheduled international
service to Canada, scheduled commuter/regional airlines, domestic and international charter
flights, cargo and mail, and general aviation aircraft facilities. Service to the Netherlands
(Amsterdam) will commence on July 1, 2007.

BDL is owned by the State of Connecticut, managed by ConnDOT's Bureau of Aviation & Ports,
and governed by a Board of Directors. The seven-member Board of Directors, which is
comprised of the Commissioner of Transportation, the Commissioner of Economic and
Community Development, a member of the Connecticut Transportation Strategy Board, a
representative of the Bradley International Community Advisory Board, and three private sector
members, provides input and guidance on the marketing and development of the airport.

BDL is operated entirely on a self-sustaining basis from revenues generated by the airport and
federal funds from the Airport Improvement Program. No state funds are utilized to operate BDL.
The airport is treated as an enterprise fund of the State of Connecticut, operated by ConnDOT.
All of the operations, maintenance, and development expenses of the airport are funded through
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user charges and the capital financing mechanisms available to the airport. Additional
information on the BDL Enterprise Fund is provided in ConnDOT’s May 2006 publication,
Transportation in Connecticut: Trends and Planning Data, which is available on the Department’s
web site.

Comprehensive information on the services, facilities, and plans for BDL is presented in the
Bradley International Airport Master Plan. This plan was completed in July 2006.

a) Use

BDL is served by 15 airlines, including two low-fare carriers. Table I-3 lists the air-carrier and
regional/commuter airlines operating scheduled service at the airport as of April 2007.

Table I-3. Airlines Operating at Bradley International Airport

Air Carrier Airlines America West, American, Continental, Delta, Frontier,

Midwest Express, Northwest, Southwest, United, US Airways

Regional/Commuter Airlines Air Canada Jazz, American Eagle, Continental Express, United Express, US

Airways Express

Source: ConnDOT Bureau of Aviation & Ports. Graphic revised as of April
2007.

Source: ConnDOT Bureau of Aviation & Ports. Graphic revised as of April 2007.

Figure 1-2 shows passenger traffic at BDL in 2005 by carrier type. It shows that 89 percent of the
passenger traffic was Major Air Carriers-Domestic, 10 percent was Commuter Air Carriers-
Domestic, 1 percent was Charters-Domestic and .5 percent was Commuter Air Carriers-
International.

Figure I-2. 2005 Passenger Traffic at Bradley International Airport by Carrier Type

OMajor Air Carriers-Domestic B Charters-International
OCharters-Domestic O Commuter Air Carriers-International
B Commuter Air Carriers-Domestic

Commuter Air Carriers-
Domestic 10%

Charters-International 0%

Major Air Carriers- .
Domestic 89% Charters-Domestic 1%

\Commuter Air Carriers-

International 0.5%

/

Source: ConnDOT Bureau of Aviation & Ports. Graphic revised in February 2006.

Special Note: Panam Air ceased operations in May 2005 and Commute Air Ceased operations in January 2005
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In terms of total annual passenger activity by airline, Figure I-3 shows that Delta led the other
airlines in 2005 with 27 percent of the market, followed by Southwest (18 percent), US Airways
(14 percent), American Airlines (12 percent), United 8 percent and Northwest 7 percent. Three
other major airlines (America West, Continental, and Midwest) accounted for 3 percent of the
total annual passenger activity at the airport. The commuter airlines, as a group, accounted for 8
percent, and charter airlines accounted for approximately 1 percent of total passenger activity at
BDL. Figure I-4 compares passenger activity by carrier type at BDL in the month of August for
2001 through 2005 and shows that domestic commuter air carrier activity far exceeded
international commuter, domestic charter, and international charter air carrier activity for all years
presented.

Figure I-3. Passenger Activity by Carrier Type at Bradley International Airport

e Major Airlines [ ] Commuter Airlines Il Charter Airlines

United Airlines US Airways America West

1%

Continental Airlines
1%

Midwest Express
1%

Air Canada Jazz
0%

American Eagle

\
11% 1%
\Continental Express
2%
\Independence Air
\2%
US Air Express

2%

Delta Airlines American Airlines Charters
27% 12% 1%

United Express

Southwest Airlines
18%

I

Northwest Airlines
7%

Source: ConnDOT Bureau of Aviation & Ports. Graphic revised in March 2006.

Special Note: Panam Air ceased operations in May 2005 and Commute Air Ceased operations in January 2005
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Figure I-4. Comparison of Passenger Activity by Carrier Type at Bradley International
Airport in August of Various Years

Table I-4. Non-Stop Service Out of Bradley International Airport

Destination Airline Destination Airline
Amsterdam, Netherlands* Northwest Miami American
Atlanta Delta Milwaukee Midwest Express
Baltimore Southwest Minneapolis Northwest
Buffalo US Airways Montreal Air Canada
Cancun USA3000 Nashville Southwest
Charlotte US Airways Newark Continental
Chicago-Midway Southwest New York-JFK Delta
Chicago-O’Hare United, American Orlando Delta, Southwest
Cincinnati Delta Philadelphia US Airways
Cleveland Continental Phoenix US Airways
Columbus Delta Pittsburgh US Airways
Dallas American Raleigh American
Denver Frontier Rochester US Airways
Detroit Northwest San Juan American

Ft. Lauderdale Delta St. Louis American

Ft. Myers Delta Tampa Southwest, Delta
Houston Continental Toronto Air Canada
Indianapolis Northwest Washington-Dulles United

Las Vegas Southwest Washington-Reagan US Airways

Los Angeles Delta West Palm Beach Delta

*Service is scheduled to commence July 1, 2007.

Source: ConnDOT Bureau of Aviation & Ports. Graphic revised in April 2007.

Scheduled service is to U.S. destinations and Canada. Virtually all of the jet service is to hub
cities of the various airlines. The major cities to which jet service from BDL is provided as of
April 2007 are listed in Table I-4. Commuter destinations to which service is provided from BDL
include Buffalo, Montreal, Toronto, Philadelphia, Newark, New York (John F. Kennedy
International), and Rochester.

The events of September 11, 2001, affected most long haul services from BDL. The effect of
September 11, 2001, on monthly passenger activity at BDL is shown in Figure I-5, which
presents data from 1998 through 2005, showing that passenger activity dropped off sharply after
the terrorist attacks but has since recovered to pre-September 11 levels.
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Figure I-5. Comparison of Passenger Activity by Month at Bradley International Airport
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Historical data and projected forecasts from the late 1990s to 2022 are presented in Figure 1-6

through Figure 1-10 for the following: annual air carrier and commuter, general aviation, military,

and freight and mail operations, as well as, the number of based aircraft.

Figure I-6 indicates

that air carrier and commuter operations are projected to increase in the coming years. Figure |-7

shows that general aviation operations have declined since the 1990s and are projected to

remain relatively stable through 2022. Figure I-8 shows that military operations have declined
since 2002, but are projected to increase to nearly 6,000 in 2007 and then remain relatively
stable. Figure I-9 indicates that tons of freight handled at BDL are projected to increase sharply

through 2022, while tons of mail handled are expected to remain relatively stable. Figure 1-10

shows that the number of general aviation based aircraft has remained relatively stable over the
-8

past decade but is projected to increase modestly through 2020.
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Figure I-6. Air Carrier and Commuter Operations at Bradley International Airport
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Source: ConnDOT Bureau of Aviation & Ports. Data following
2005 is projected. Graphic revised as of March 2006.

Figure I-7. General Aviation Operations at Bradley International Airport
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Figure I-8. Military Operations at Bradley International Airport
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Figure 1-9. Tons of Air Cargo Handled at Bradley International Airport
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Figure I-10. Number of General Aviation Based Aircraft at Bradley International Airport
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b) Airside and Landside Facility Components at BDL

The existing facilities at BDL consist of three runways with connecting taxiways and apron areas,
a passenger terminal, three air-cargo complexes, an aircraft maintenance facility, two general
aviation terminals with additional general aviation facilities, a fire rescue training facility, two fire
crash and rescue buildings, a new maintenance facility, a federal inspection building, and two
military areas belonging to the Air National Guard and the Army National Guard. These facilities
and their components are discussed below.

Pavement. BDL has three runways that are serviced by a network of 16 taxiways. This network
of pavement comprises an equivalent of 70 linear miles of roadway pavement. The
characteristics of these runways are listed in Table I-5.

Table I-5. Runway Characteristics at BDL

Runway Length (Feet) Width (Feet)

Bradley International Airport (BDL)

6-24 9,510 200
15-33 6,847 150
1-19 4,268 100

Source: ConnDOT Bureau of Aviation & Ports. Data is as of October 2006.
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Condition of Pavement. The pavement condition was evaluated using existing condition plans
and non-destructive testing to formulate a Pavement Condition Index (PCI) for each section of
pavement. The sections were then prioritized using this rating. The final priority is used in the
selection of future paving projects. In 2009 and 2011, rehabilitation work is scheduled for
runways 6-24 and 15-33 respectively. The projects will include milling and overlay of the
pavement, along with new shoulders.

Ability of Pavement to Meet Current and Future Demand. As the airlines' fleet mixes change,
studies will have to be undertaken to determine whether the taxiways and runways are
geometrically sufficient and structurally adequate to accommodate what may be a fleet of newer,
larger, and heavier aircraft expected to be used by the airlines.

Pavement Markings. The pavement markings at BDL are visually inspected once a year and
any areas that are not up to FAA standards are repainted. If they meet all standards they are
repainted at no more than five-year intervals. In an effort to eliminate confusion and improve the
visibility of markings for pilots, the FAA has mandated that all runway holding position, taxiway
centerline, and movement line markings be one foot wide and surrounded by black paint. The
FAA also requires that any old markings that have been blacked out be eradicated. All of these
mandates were completed by the fall of 2002 as required.

Airport Signing. At BDL, after an aircraft has landed, the tower controls all of its movements to
the gate with taxiway designations; signing to designate the path that the aircraft must take. BDL
completed a project in 1992 to replace all signs to meet current FAA regulations. As of July
2004, the signs on the airport were in very good condition, functioned well, and met current FAA
standards. In the fall of 2000, runway guard lights were installed to assist pilots in aircraft
movements across Runway 6-24. The guard lights are a visual guidance to pilots to prevent an
unauthorized crossing of an active runway.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility (Runway Visual Range) is less than three miles, an airport
operates under Instrument Meteorological Conditions (IMC). Instrument Flight Rules (IFR)
weather conditions occur about 13 percent of the time at BDL. BDL is well equipped to
accommodate aircraft operations during IFR conditions. Table 1-6 provides greater detail on
instrument approaches at BDL.

Table I-6. Instrument Approaches for Runways at BDL

Runway Approach Type

Bradley International Airport (BDL)

6 CAT I, CAT Il, CAT lll B ILS, NDB, GPS
24,33 CATIILS
15 VOR, TACAN

Source: ConnDOT Bureau of Aviation & Ports. Data is as of August 2004

Passenger Terminal Facilities. Passenger terminal facilities include the Murphy Terminal with
13 aircraft gate positions, Terminal A with 11 aircraft gate positions, a newly-constructed
Terminal and East Concourse with 12 aircraft gate positions, and the International Arrivals
Building (IAB) with 3 aircraft gate positions. These facilities include many amenities for the
traveler, including restaurants, shopping, at-grade parking lots, a parking garage, shuttle service,
and ground transportation to all points within Connecticut and western Massachusetts.
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Air Freight Facilities. Currently BDL has three cargo complexes: the Roncari Freight Facility
(constructed in 1984), Aviation Facilities Company (AFCO) (constructed in 1990), and the UPS
Air Express Sorting Hub (completed in 1997). These facilities are in excellent condition.

Ability to Meet Current and Future Demand. Based on forecasts of demand for air cargo
buildings and all-cargo aircraft parking aprons, a significant increase in cargo facilities will be
required. On-airport cargo facility development should emphasize apron areas for all-cargo
aircraft and cargo buildings that take advantage of direct access to these apron areas. Other air
cargo buildings may be located off-airport, as certain existing operators have chosen to do, when
the functional requirements allow.

One potential area for additional facilities is north of Runway 15-33 adjacent to the new Air
Traffic Control Tower (ATCT) and fire school. This site (of 20-30 acres) would have airfield
access from Taxiway J, but its usable area is limited by the restricted area associated with very
high frequency omni range station/ultra-high frequency tactical air navigational aid (VORTAC).
Landside access would also require roadway improvements. Another area is opposite the AFCO
facility east of Runway 15. There are other possible sites located on the northwest side of
Runway 24; however there are environmental requirements which would need resolution before
any construction could take place. Pictures of the locations listed above can be seen in the
Bradley International Airport Master Plan Update which was published in August 2006.

The aforementioned areas are estimated to have sufficient capacity to meet the forecast needs
of the airport through the planning period of 2025. Successful resolution of environmental issues
is the key to developing these prime cargo facility sites.

The Bureau of Aviation & Ports has been engaged in ongoing discussions with various
developers to construct new freight facilities at the airport. The ability of the airport to meet the
future air cargo demands will rely on the construction of these new freight facilities.

General Aviation (GA) Facilities. BDL plays an important role in general aviation (GA) in
Connecticut. It has two fixed base operators, TACAIR and Signature Flight Support, as well as,
private facilities serving corporate aircraft for companies based in the greater Hartford area.
These GA facilities include storage and maintenance hangars, aircraft aprons for based and
transient aircraft, and GA terminal facilities. The present GA terminal facilities are in good
condition and of adequate size to serve anticipated year 2010 levels of activity.

Ability to Meet Current and Future Demand. The present GA terminal facilities are of
adequate size to serve anticipated year 2010 levels of activity. Since the airport has had close to
90 based aircraft in the past without any additional hangar or apron facilities, it is expected that
forecasted based aircraft can be accommodated with a minimum of additional facilities. One
change in GA, however, may be to provide additional hangar space for based aircraft. This is
predicated on the based aircraft forecast, which projects an increase in size and value of these
aircraft. Additional private corporate hangars are expected to account for the increase in hangar
capacity. In the spring of 2002 Bombardier Aerospace completed a new 100,000-square-foot
facility to accommodate its new line of aircraft. In addition, TACAIR completed a new hangar
and office facility in the spring of 2003.

Air Operations Facilities. The FAA, which controls all air operations, operates a 24-hour,
state-of-the-art air traffic control tower and a terminal radar approach and departure center at the
airport.

Parking. Surface parking is provided on-airport for passengers, visitors, and employees. On-
airport parking consists of a recently constructed parking garage with short- and long-term
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parking, surface Short-Term Parking Lot B; Long-Term Parking Lots 1, 2, 3, 4, 5A, 5B (with
shuttle service); and an employee parking lot (also with shuttle service). The total number of
public parking spaces available on-airport is 7,830. The total number of parking spaces,
including handicap spaces, available in each lot at BDL is identified by category in Table I-7.

The short and long-term parking lots are both revenue-generating and are privately managed by
APCOA, Bradley Parking Co., LLC. under contract with ConnDOT. In addition to on-airport
parking, 11 privately owned, off-airport parking lots operate "valet" parking services using shuttle
vans to the terminals.

Table I-7. Parking Spaces at Bradley International Airport

Handicap Total Handicap Total
Lot Spaces Spaces Lot Spaces Spaces
Patron Surface Parking Patron Garage Parking
Short Term B 18 383 Short Term 7 397
Long Term 1 11 520 Long Term 38 2,980
Long Term 3 18 728 Patron Garage Total 45 3,377
Long Term 4 14 577 Non-Patron Parking
Long Term 5A 8 377 Long Term 2 (Employee) 9 414
Long Term 5B 12 572 Rental & Taxi Car Queue 20 830
Patron Surface Total 81 3,157 Non-Patron Total 29 1,244
Source: ConnDOT Bureau of Aviation & Ports. Data is as of February 2005.

c) Factors Affecting Ability to Meet Current and Future Demand at BDL

The ability to meet the future passenger and cargo aviation demands at BDL will become
increasingly challenging to ensure the continued level of service at the airport. Some key factors
that will affect the ability of the airport to meet the current and future aviation demands are listed
below.

+ Increasing Air Traffic. Over the next 20 years experts predict that all air traffic operations
will increase at a very rapid pace. Airports will be hard pressed to ensure the safety of the
flying public without a clear, concise plan to meet such increases in traffic. BDL has
recognized this need and has taken action to implement such a plan. A new terminal was
constructed adjacent to Terminal A, thereby creating a unified terminal with 23 gates. The
new terminal and concourse is a state-of-the-art 260,000-square-foot facility with 12 aircraft
gates. Construction of this project began in June of 2000 and was completed in the spring of
2003. Renovations to Terminal A and Concourse C are underway and scheduled to be
completed in March 2008. The facility will blend with the new terminal to improve passenger
services including ticketing, security check through, baggage claim, concessions, etc. Future
plans call for the construction of a new terminal and concourse to replace the International
Arrivals Building (IAB), Terminal B, and Concourse B, as well as, the construction of a West
Concourse that incorporates the new Federal Inspection Station (FIS) facility.

+ Ability to Construct Additional Air Cargo Facilities. The ability of the airport to meet
future air cargo demands is contingent on the ability to construct new freight facilities on or
near the airport. Forecasts of demand for air cargo buildings indicate that a significant
increase in both on-airport and off-airport air cargo facilities will be required to meet future
demand. Possible sites for these facilities (discussed in the section on Air Freight Facilities)
have been identified and are estimated to have sufficient capacity to meet the forecast needs
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of the airport through the planning period of 2025. On some of the sites, environmental
requirements must be addressed before any construction could take place. Hence, the
ability to satisfactorily address environmental issues at some potential sites is a factor that
will affect the ability of the airport to meet future air cargo demands.

¢+ Environmental Awareness and New Regulations. Environmental regulations and
mandates need to be addressed as to their impact on expansion and continual operation of
the airport. A major environmental concern at the airport has been the deicing of aircraft
during inclement weather operations. Runoff from the areas where the aircraft were being
deiced was slowly leaching into the watershed that surrounded the southern part of the
terminal complex. To address this problem the airport constructed a glycol collection facility
(GCF) and a remote aircraft deicing area (RADA) where aircraft are deiced in one location
immediately prior to takeoff. This RADA is comprised of an apron that will ultimately allow
five Boeing-757 type aircraft to be deiced simultaneously. The GCF has a closed drainage
system that collects the byproduct of the deicing procedure through a series of catch basins
at two of the three concourses and stores the waste water in underground holding tanks.
The glycol can then be recovered from the waste water and sold as a recycled fluid. The
cleansed water is discharged to a local treatment plant. The GCF facility was completed in
January of 2001.

+ Introduction of Larger Aircraft. The current industry trend has been for airlines to replace
their aging fleets of aircraft with new larger more efficient aircraft. It has been projected that
air carriers will be using larger aircraft similar to the new Boeing-777 more frequently. These
new aircraft have different design standards for airport facilities than the current aircraft being
flown. OId terminals throughout the country will have to be refurbished and renovated to
meet these new standards or new terminals will have to be built. The new BDL terminal and
renovations to the existing terminals will accommodate the air carriers serving the airport.
Future studies will have to be initiated and completed to determine whether the taxiways and
runways are geometrically sufficient and structurally sound enough to accommodate the
new, larger heavier aircraft expected to be used by the airlines. Proper planning will be
required to enable BDL to meet these future demands.

+ Funding and the Airport's Need to Grow. A major factor that affects the airport's ability to
meet these current and future demands is funding. The airport will be able to meet these
demands only to the extent that funding is available to do so.

3. Hartford-Brainard Airport (HFD)

HFD (shown in Figure I-11) occupies 206.5 acres of land located approximately two miles
southeast of downtown Hartford along the western bank of the Connecticut River. It is classified
by the FAA, in its National Plan of Integrated Airport Systems (NPIAS), as a reliever airport for
Bradley International Airport (BDL). It is home to one Fixed Base Operator (FBO), Atlantic
Aviation, which provides air taxi service and services for general aviation aircraft. In addition,
Hartford Tees, Inc. and Connecticut Hangars Inc. provide t-hangar facilities for the airport users.
Comprehensive information on the services, facilities, and plans for HFD is presented in the
Hartford-Brainard Airport Master Plan. The Connecticut Department of Education will be moving
the Aviation Mechanics School to HFD in the fall of 2008.

HFD is owned by the State of Connecticut and is currently operated by ConnDOT's Bureau of
Aviation & Ports. It receives funding from the state's General Fund and federal assistance from
the FAA.

a) Use

HFD is classified as a reliever airport for BDL and, as such, it is used to a great extent for
general aviation. In 2005, it had 133 based aircraft. Military and air taxi operations account for
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the remaining operations. The numbers of operations at HFD for calendar year 2006 are listed
in Table I-8.

Table 1-8. Operations in 2006 at Hartford-Brainard Airport

Operation Type Number of Operations Percent of Total Operations
Air Taxi 5,615 6.9 percent

General Aviation - Local 34,113 42.4 percent

General Aviation - Iltinerate 40,441 50.3 percent

Total 80,4666

Source: ConnDOT Bureau of Aviation & Ports - FAA Airport Traffic Record, Form 7230-1. Table updated in March 2007

Figure I-11. Aerial Photograph of Hartford-Brainard Airport

b) Airside and Landside Facility Components

The existing facilities at HFD consist of two physical pavements with connecting taxiways and
apron areas, one turf runway, a general aviation terminal, an administration building, a fire
rescue and maintenance facility, an FAA control tower, and a military area belonging to the Air
National Guard. These facilities and their components are discussed below:

Pavement. HFD has three runways that are serviced by a network of nine taxiways. Since the
completion of the Bureau of Aviation & Ports Pavement Management Plan in 1995, all of the
major runways, taxiways and aircraft aprons have been rehabilitated. Runway characteristics for
the airport are detailed in Summary Table I-13. Overview of Runway Characteristics at the State-
owned Airports.
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Pavement Markings. The pavement markings are visually inspected annually and areas that
do not meet FAA standards are repainted. HFD repainted a majority of the markings in the
spring of 2003 in order to meet new FAA mandates for Runway Holding Position markings. Any
old markings that have been blacked out will also be eradicated.

Airport Signing. At HFD, after the aircraft has landed, the tower controls all its movements to
the aircraft apron with taxiway designations and the aircraft, in turn, uses signing to follow the
path. In 1992 all signs were replaced to meet current FAA regulations. As of October 2006, the
signs on the airport were in good condition, functioned very well, and met current FAA standards.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility (Runway Visual Range) is less than three miles, an airport is
operating under IMC. IFR weather conditions occur about 13 percent of the time at HFD. HFD
has only one runway equipped to accommodate aircraft operations during IFR conditions. More
detailed information on instrument approaches for the airport is presented in Summary Table
I-14 at the end of subsection A.

General Aviation (GA) Facilities. HFD is designated as a reliever to BDL and plays an
important role in GA in Connecticut. It has one fixed base operator, Atlantic Aviation, which
provides storage and maintenance facilities, an aircraft apron for based and transient aircraft,
and GA terminal facilities. The present GA facilities also include five t-hangars that provide
storage areas for additional based aircraft. The GA facilities are in good condition; three of the t-
hangars were rehabilitated in 1998 and two were constructed in 2002. The facilities are of
adequate size to serve the anticipated level of service in the future.

Air Operations Facilities. The FAA, which controls air operations, operates an air traffic control
tower with contract personnel. The hours of operation for the tower are from 6 a.m. to midnight
seven days a week. The tower is equipped and staffed to provide Visual Flight Rule (VFR)
separation of arriving and departing aircraft and separation of aircraft on the ground at aircraft
movement areas, i.e. runways and taxiways. IFR operations are handled by BDL's FAA control
tower.

c) Ability to Meet Current and Future Demands

The ability to meet the future aviation demands at HFD will become increasingly challenging to
ensure the continued level of service at the airport. Key factors that will affect the ability of the
airport to meet the current and future aviation demands include the following:

+ New Environmental Concerns and Regulations. New environmental regulations and
mandates will need to be addressed as to their impact on safety area improvements and on
the continual operation of the airport. An ongoing concern at the airport is trees penetrating
the Federal Aviation Regulations (FAR) Part 77 imaginary flight surfaces. These imaginary
surfaces rise from the airport's runway environment at certain slopes, based on the type of
approach, and should be clear of all obstructions. Currently trees penetrate some approach
and some transitional surfaces at the airport. Most of the penetrations are trees growing in
the Connecticut River flood plain. The removal of these trees will require permits from the
Connecticut Department of Environmental Protection (ConnDEP), the U.S. Army Corps of
Engineers (ACOE), and local coordination with city officials and the public.

The state currently has an ongoing project to determine the extent of obstructions and
whether they need to be removed or marked with obstruction lights. These activities are an
ongoing process by the Bureau of Aviation & Ports. Another concern will be the ability of the
airport to improve and expand the runway safety areas. These improvements would
enhance the safety of the general public using the airport's facilities. The airport would need
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to acquire land rights from the Metropolitan District Commission (MDC) and would need to
acquire permits from ConnDEP and ACOE to fill and grade within regulated wetlands.

¢+ New and Improved Navigational Aids. HFD will need to address updating the current
navigational aids to be able to meet the future demands due to increased corporate jet traffic.
To meet this demand, the airport now has a global positioning system (GPS) approach for
Runway 2 and has requested one for Runway 20. The airport may experience additional
corporate service by implementing these navigational aids. This may lower the approach
minimums and allow more of the traffic that currently gets diverted to BDL in inclement
weather to land at HFD, which is a major function of HFD.

¢ Closure of Other Airports. The continued closure of privately owned airports which are
open to the public has the potential to result in additional demands being placed on HFD. If
this trend persists, additional funds will be required at State-owned airports to accommodate
relocating aircraft.

+ Funding. A major factor that affects HFD's ability to meet these current and future demands
is funding. The airport will be able to meet these demands only to the extent that funding is
available to do so.

4. Groton-New London Airport (GON)

GON (shown in Figure 1-12) occupies approximately 483 acres in southeastern Connecticut in
the town of Groton. It lies along the Long Island Sound coastline at the inlet of the Poquonnock
River. It is located 89 air miles southwest of Boston, 53 miles southeast of Hartford/Springfield,
48 miles southwest of Providence, and 108 miles northeast of New York. It is classified in the
FAA's NPIAS (2007- 2011) as a general aviation airport.  Comprehensive information on the
services, facilities, and plans for the airport is presented in the Groton-New London Airport
Master Plan. The document was last revised in 1999; however an update is being initiated.

GON is owned by the State of Connecticut and operated by ConnDOT's Bureau of Aviation &
Ports. It receives funding from the state's General Fund and federal assistance from the FAA.

a) Use

GON is used mostly for general aviation, military, and air taxi. The numbers of operations at the
airport for calendar year 2006 are listed in Table I-9.

b) Airside and Landside Facility Components

The existing facilities at GON consist of two paved runways with connecting taxiways, apron
areas, a terminal building with administration offices, a fire/rescue building, and a maintenance
building. The military presence at the airport is the Connecticut Aviation Classification Repair
Activity Depot (CT-AVCRAD) operated by the Connecticut Army National Guard. These facilities
and their components are discussed below:

Pavement. GON has two runways: Runway 5-23 and Runway 15-33. These runways are
serviced by a network of seven taxiways. Since the completion of the Pavement Management
Plan in 1995, Runway 5-23 has been rehabilitated. The reconstruction of Runway 15-33 was
completed in the fall of 2002. The characteristics of these runways are presented in Summary
Table I-13. Overview of Runway Characteristics at State-owned airports. A third paved runway,
Runway 10-28, was closed in 1986.
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Table I-9. Operations at Groton-New London Airport in 2006
Operation Type Number of Operations Percent of Total Operations
Air Carrier 2 0.0 percent
Air Taxi 2,436 4.4 percent
General Aviation- Local 22,202 40.1 percent
General Aviation - Iltinerate 25,869 46.7 percent
Military 4,909 8.8 percent
Total 55,418
Source: ConnDOT Bureau of Aviation & Ports - FAA Airport Traffic Record, Form 7230-1. Table updated in March 2007.

Figure I-12. Aerial Photograph of Groton-New London Airport

Pavement Markings. The pavement markings at GON are visually inspected annually and
areas that do not meet current FAA standards are repainted. A majority of the markings were
repainted by the fall of 2005 due to construction projects and new FAA mandates for runway
holding position markings.

Airport Signing. At GON, after the aircraft has landed, the tower controls all its movements to
the aircraft apron with taxiway designations and the aircraft, in turn, uses signing to follow the
path. GON replaced all signs in 1993 to meet current FAA regulations. As of October 2006, the
signs on the airport were in good condition, functioned very well, and met current FAA standards.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility - Runway Visual Range (RVR) is less than three miles, an
airport is operating under IMC. IFR weather conditions occur about 20 percent of the time at
GON. GON has two runways equipped to accommodate aircraft operations during IFR
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conditions. Details on instrument approaches for the airport are presented in Summary Table
I-14 at the end of subsection A.

Passenger Terminal Facilities. The passenger terminal facility that was originally constructed
in 1963 was renovated in 1997 and is structurally sound. The renovations included a new roof, a
new heating and ventilation air-conditioning system, Americans with Disabilities Act (ADA)
compliance, new carpeting, and other improvements. The building has an area of 10,593 square
feet and houses the commuter and charter airlines, rental car offices, and a flight school.

General Aviation (GA) Facilities. There are presently two fixed base operators located at the
airport. Both Columbia Air Services and Lanmar Aviation provide aircraft services, aircraft sales,
maintenance, and fueling services. Columbia's facilities consist of three 15,000-square-foot
conventional hangars used mainly for aircraft maintenance, and combined office space that
comprises approximately 9,750 square feet, and a new terminal building. Parking for 76
automobiles is available adjacent to the hangars. An above ground fuel storage facility is located
northwest of the new hangar on Tower Avenue. The facility meets current fuel-farm construction
requirements, is housed in its own building, and provides storage for 20,000 gallons of Jet-A fuel
and 12,000 gallons of 100 low-lead aviation gasoline. Lanmar Aviation's facility consists of a
10,000-square-foot hangar along with office space that comprises approximately 5,000 square
feet. Parking for 60 vehicles is available along with an above ground storage facility, a self-
fueling station for aircraft and a t-hangar facility that houses approximately ten aircraft. In the
spring of 2004 Lanmar completed construction of a new facility consisting of 20,000 square feet
of hangar space, 3,750 square feet of office space along with a new aircraft ramp and parking
lot. In 2005, the company constructed a new 34-unit t-hangar facility adjacent to this facility.

Air Operations Facilities. GON is located within the jurisdiction of Boston Air Route Traffic
Control Center (ARTCC). IFR arrivals and departures are under the control of Providence
Approach/Departure Control. The FAA, which controls air operations, operates the air traffic
control tower with contract personnel. The tower is equipped and staffed to provide VFR
separation of arriving and departing aircraft and control of taxiing aircraft in movement areas, i.e.
runways and taxiways. GON's tower hours of operation are 7 a.m. to 10 p.m. daily.

Public Parking. At-grade parking is provided on-airport at no charge for passengers, visitors,
and employees. On-airport parking consists of 245 parking spaces with eight handicap spaces.
The parking lot currently is in fair condition and is of adequate size to meet the projected future
demand. In the fall of 2001, new lighting, which included new poles, bases, conduit, and wire,
was installed in the parking lot.

c¢) Ability to Meet Current and Future Demands

The growth in operations experienced in the 1980s reflects the growth in the economy during
that period and the healthy level of commuter service at the airport. The subsequent decline in
operations stems from the recession experienced during the early 1990s and a drop in commuter
service. Overall, the operational trends experienced at GON are occurring at other small
regional airports throughout the state, as well as the nation.

It will become increasingly challenging to ensure the continued level of commercial air service at
GON and to meet the future aviation demands. Key factors that will affect the ability of the
airport to meet the current and future aviation demands include the following:

+ Environmental Concerns and Regulations. GON is located in the Connecticut Coastal
Area Management (CAM), which brings with it more stringent environmental regulations. The
impact of environmental regulations and mandates on safety area improvements and the
continual operation of the airport will need to be addressed. A concern relative to the
operation of the airport is tree penetration of the FAA-mandated FAR Part 77 imaginary flight
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surfaces. These imaginary surfaces rise from the airport's runway environment at certain
slopes, based on the type of approach, and should be clear of all obstructions. Currently
trees penetrate three runway approaches at the airport. The removal of these trees will
require permits from ConnDEP, the U.S. Army Corps of Engineers (ACOE), and local
coordination with city officials and the public. Another concern is the ability of the airport to
improve and expand the runway safety areas. These improvements would enhance the
safety of the general public using the airport's facilities. The state currently has on-going
projects to determine the extent of obstructions at the airport and an Environmental Impact
Statement for the proposed runway safety area improvements has been completed.

+ New and Improved Navigational Aids. The updating of the airport's current navigational
aids to meet the future demands on the airport due to increased air traffic, including
scheduled air service, will need to be addressed.

¢+ Runway Safety Improvements. Recent FAA studies show that most on-airport aircraft
accidents occur within 1,000 feet of the runway ends. FAA Advisory Circular 150/5300-13
requires 500-foot-wide runway side safety areas and 1,000-foot-long extended runway safety
areas for a runway comparable to Runway 5-23. Achieving these requirements may not be
entirely realistic for GON, with the Poquonnock River to the east and Bakers Cove to the
south of the runway. An Environmental Impact Study has been completed for the RSA
improvements outlining recommendations for the project. An environmental permit application
for construction of the RSAs is being prepared with an anticipated submittal to ConnDEP in
the spring of 2008.

¢ Closure of Other Airports. The continued closure of privately owned airports which are
open to the public has the potential to result in additional demands being placed GON. If this
trend persists, additional funds will be required at State-owned airports to accommodate
relocating aircraft.

+ Funding. A major factor that affects GON’s ability to meet current and future demands is
funding. The airport will be able to meet these demands only to the extent that funding is
available to do so.

5. Waterbury-Oxford Airport (OXC)

OXC (shown in Figure 1-13) occupies 430 acres of land in the towns of Oxford and Middlebury. It
is classified in the FAA's NPIAS as a general aviation airport. The role and level of service are
determined by the type of aircraft the airport can accommodate. It is home to one fixed base
operator, Keystone Aviation, two multiple services operators, Executive Flight and Double
Diamond (a multiple services operator has similar rights as a fixed base operator, excluding fuel
sales), a 12-unit t-hangar complex, and a 48-unit t-hangar facility run by Keystone Aviation
Services.

In 2001 a new hangar and Control Tower were constructed on the west side along with a 500-
foot clear span hangar and office facility on the east side of the airport. The new control tower
was officially opened in the spring of 2002. In the fall of 2002, Double Diamond completed a
new hangar and office complex. Keystone Aviation completed construction of a new hangar and
office complex in the southeast portion of the airport in 2005 and is constructing an on-airport
restaurant with transient aircraft parking. This facility is scheduled to open in the fall of 2007. In
addition, construction is scheduled to begin in the spring of 2007 on a two-bay maintenance
facility on the west side of the airport, adjacent to the existing maintenance facility.
Comprehensive information on the services, facilities, and plans for the airport is presented in
the Waterbury-Oxford Airport Master Plan (1995). An update of the Master Plan was completed
in the fall of 2006, with approval by the FAA anticipated by the summer of 2007. Also, a FAR
Part 150 Noise Study is scheduled for completion in the fall of 2007. Additional information and
documents pertaining to OXC can be found on the internet at http://www.oxcstudies.com!/.
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OXC is owned by the State of Connecticut and operated by ConnDOT's Bureau of Aviation &
Ports. It receives funding from the state's General Fund and federal assistance from the FAA.

Figure 1-13. Aerial Photograph of Waterbury-Oxford Airport

a) Use

OXC is used to a great extent by private corporations for business travel. As of October 2006,
the airport had a total of 236 based aircraft. The numbers of operations at the airport for the
calendar year 2006 are listed in Table I-10.

Table I-10. Operations at Waterbury-Oxford Airport in 2006

Operation Type Number of Operations Percent of Operations
Air Taxi 3,469 6.2%

General Aviation - Local 20,647 37.1%

General Aviation - Itinerate 30,753 55.2%

Military 841 1.5%

Total 55,710

Source: ConnDOT Bureau of Aviation & Ports - FAA Airport Traffic Record, Form 7230-1. Table updated in March

2007.

1-22




Transportation in Connecticut: The Existing System

b) Airside and Landside Facility Components

The existing facilities at Waterbury-Oxford Airport (OXC) consist of one runway with connecting
taxiways, apron areas, a general aviation terminal, an administration building, a fire-rescue and
maintenance facility, a control tower, and a new 62,000-square-foot hangar. A new restaurant is
currently under construction. These facilities and their components are identified and discussed
below:

Pavement. OXC has one runway, Runway 18-36, with the following characteristics: 5,800 feet
in length and 100 feet in width. However, only 5,000 feet of this runway is useable for landing
due to displaced thresholds. The pavement used is an approved FAA mix that is close to, but
not the same as, ConnDOT's class 1 pavement mix. Since the completion of the Pavement
Management Plan in 1995, Runway 13-31 has been closed, a new aircraft apron has been
constructed on the west side of the airport on the former Runway 13 and Taxiway B, and
Taxiway B was extended approximately 1,500 feet along with a new stub taxiway off of Runway
18-36.

Pavement Markings. The pavement markings at Waterbury-Oxford are visually inspected
annually and areas that do not meet FAA standards are repainted. A majority of the markings at
OXC were repainted in the fall of 2002 due to construction projects and new FAA mandates for
runway holding position markings.

Airport Signing. At OXC, after the aircraft has landed, the pilot uses the runway and taxiway
signs for guidance to a destination on the airport. During pavement reconstruction and routine
maintenance, OXC is continually replacing signs to meet all current FAA regulations. As of
February 2006, the signs on the airport were in very good condition, functioned well, and met all
current FAA standards. If maintained properly, they should last many years.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility - Runway Visual Range (RVR) is less than three miles, an
airport is operating under IMC. OXC has only one runway, 18-36, equipped to accommodate
aircraft operations during IFR conditions. Instrument approaches for the airport are detailed in
Summary Table I-14 at the end of subsection A.

General Aviation (GA) Facilities. OXC plays an important role in general aviation in
Connecticut as it is the only general aviation airport in the state with a 5,000-foot runway. (There
are only six runways open to the public in Connecticut that are 5,000 feet or greater in length:
three of them are at Bradley International Airport, the others are at Groton-New London Airport
and Tweed-New Haven Airport.) OXC has one fixed base operator, Keystone Aviation, and two
multiple services operators, Executive Flight and Double Diamond Aviation, that provide storage
and maintenance facilities and apron areas for based and transient aircraft, and general aviation
terminal facilities. The present general aviation facilities also include a 12-unit t-hangar and a
48-unit t-hangar which are presently leased to a private second party.

The general aviation facilities are in good condition and of adequate size to serve current levels
of activity. One change in general aviation, however, may be to provide additional hangar space
for based aircraft. This is predicated on the based aircraft forecast, which projects an increase in
based aircraft. Additional private corporate hangars are being built to increase hangar capacity.
Keystone Aviation constructed a new hangar and maintenance facility on the west side of the
airport along with a 500-foot hangar and office complex on the east side of the airport. Keystone
has also completed construction of a 500-foot aircraft hangar and office building in the southeast
portion of the airport. Keystone is in the process of constructing an on-airport restaurant with a
paved tie-down area for transient aircraft, scheduled to be open in the fall of 2007.
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Air Operations Facilities. The FAA, which controls air operations, operates an air traffic control
tower with contract personnel. The tower is open and staffed from 6 a.m. to 9 p.m. The tower is
equipped and staffed to provide Visual Flight Rule (VFR) separations of arriving and departing
aircraft and separation of aircraft on the ground at aircraft movement areas, i.e. runways and
taxiways. IFR operations are handled by the tower.

c) Ability to Meet Current and Future Demands

The ability to meet the future aviation demands at OXC is being studied in an Airport Master Plan
Update (AMPU) which was anticipated to be approved by the FAA by the summer of 2007.
Some key factors that will affect the ability of the airport to meet the current and future aviation
demands are as follows:

+ New Environmental Concerns and Regulations. The impact of new environmental
regulations and FAA mandates on safety area improvements and the continual operation of
the airport will need to be addressed. Regulated wetlands surround the perimeter of the
airport and any improvements to the airport will require careful planning by ConnDOT, with
permitting from ConnDEP and the U.S. Army Corps of Engineers (ACOE). The airport also
has numerous penetrations into the FAA FAR Part 77 imaginary flight surfaces. A large
percentage of these penetrations are trees. The removal of these trees also will require
careful planning and coordination with ConnDEP and ACOE, especially since the trees are
growing in regulated wetlands. Another concern is the off-airport noise that the airport
generates. To address this issue ConnDOT has begun an FAA FAR Part 150 Noise Study
to determine the effects of airport noise on surrounding communities and potential mitigation
measures for the noise.

+ Improved Navigational Aids. To better accommodate IFR conditions, OXC will need to
address complementing its existing ILS on Runway 36 with additional landing aids to lower
the existing minimums. An approach lighting system and upgrading the existing middle
marker will enhance the ILS for Runway 36 and provide the additional safety required by
pilots. An additional consideration that is necessary to enhance the ILS for Runway 36 is
the relocation or burial of the high tension power lines at the approach end. At their present
location the power lines would impair any improvements to the airport's ILS to Runway 36.

¢ Closure of Other Airports. The continued closure of privately owned airports which are
open to the public has the potential to result in additional demands being placed on OXC. If
this trend persists, additional funds will be required at State-owned airports to accommodate
relocating aircraft.

+ Funding. A major factor that affects OXC's ability to meet these current and future

demands is funding. The airport will be able to meet these demands only to the extent that
funding is available to do so.

6. Windham Airport (1JD)

The airport (shown in Figure I-14) occupies 280 acres of land in the Town of Windham. It is
classified in the FAA's NPIAS as a general aviation airport. (The role and service level are
determined by the type of aircraft the airport can accommodate.) Windham Aviation, the sole
fixed base operator at the airport, provides maintenance, flight instruction, aircraft rental, and fuel
for the based and itinerant aircraft at the airport. 1JD is owned by the State of Connecticut and is
managed by ConnDOT.
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Figure I-14. Aerial Photograph of Windham Airport

a) Use

1D is used primarily for general aviation. The numbers of operations at the airport for the 12
months ending on October 1, 2005 are listed in Table I-11.

Table I-11. Operations at Windham Airport for 12 Months Ending 10/1/2005

Operation Type Number of Operations Percent of Total Operations
Commuter 475 1.5%

General Aviation - Local 22,515 73.4%

General Aviation - Iltinerate 7,450 24.3%

Military 250 0.8%

Total 30,960

Source: FAA Airport Master Record, Form 5010. Table updated in March 2007

b) Airside and Landside Facility Components

Windham Airport (IJD) has general aviation facilities and two paved runways with connecting
taxiways, apron areas, and t-hangars. These facilities and their components are discussed
below:

Pavement. Runway 9-27 is 4,278 feet long and 100 feet wide. Runway 18-36 is 2,797 feet long
and 150 feet wide. The two runways at IJD are serviced by a network of four taxiways. Since
the completion of the Pavement Management Plan in 1995, Runway 9-27 and Runway 18-36
have been rehabilitated and Taxiways "A" and "B" have been extended to the end of each
corresponding runway. Future plans call for the main ramp to be rehabilitated. The
characteristics of these runways are also presented in Table | -13.

Pavement Markings. All of the pavement markings at 1IJD have been repainted within the last
five years as the pavements have been rehabilitated. The markings are visually inspected
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annually and repainted as needed to meet FAA standards. A majority of the markings were
painted in 2004. All Runway Hold Markings have been updated to the current FAA Advisory
Circular.

Airport Signing. At IJD, after the aircraft has landed, the pilot uses the runway and taxiway
signs for guidance to a destination on the airport. When undertaking pavement reconstruction
and routine maintenance activities, 1JD continually replaces signs to meet all current FAA
regulations. As of October 2006, the signs on the airport were in good condition, functioned very
well, and met current FAA regulations.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility - Runway Visual Range (RVR) is less than three miles, an
airport is operating under IMC. IFR weather conditions occur about 13 percent of the time at
1JD.

In terms of runway approaches, both runways have two possible approach ends. The instrument
runway at IJD is Runway 27, which utilizes a non-precision localizer approach. 1JD also has a
circling approach based on the Norwich Very High Frequency Omni Range Station (VOR) with
an attendant GPS overlay. Information on the instrument approach for the airport is presented in
Summary Table I-14 at the end of subsection A.

General Aviation (GA) Facilities. 1JD’s fixed base operator, Windham Aviation, is located in
the southeast part of the airport. It provides aircraft services, aircraft sales, and maintenance for
planes and avionics, fueling, flight training, and air charter services. 1JD’s facilities consist of one
9,828-square-foot hangar and office space and one 5,610-square-foot hangar. Parking for 34
automobiles, including two handicap spaces, is adjacent to the office/hangar facility. Also, Jet-A
and 100 low lead fuels are available on site. As of October 2006, the airport had 66 based
aircraft.

c) Ability to Meet Current and Future Demands

The ability to meet the future aviation demands at IJD is contingent on the State of Connecticut
accomplishing several improvement projects at the airport. Key factors that will affect the ability
of the airport to meet the current and future aviation demands include the following:

+ New Environmental Concerns and Regulations. The impact of new environmental
regulations and mandates on safety area improvements and the continual operation of the
airport will need to be addressed. The trees penetrating the FAA-mandated FAR Part 77
imaginary flight surfaces are a major concern to the operation of the airport. These imaginary
surfaces rise from the airport's runway environment at certain slopes, based on the type of
approach, and must be clear of all obstructions. Currently trees and ground surfaces
penetrate or affect all four runway approaches at the airport. Another concern will be the
ability of the airport to improve and expand the runway safety areas. These improvements
will enhance the safety of the general public using the airport's facilities. The state currently
has a project on-going to determine the extent of obstructions at all of the State-owned
airports.

+ Improved Navigational Aids. The need to update the current navigational aids to enable
the airport to meet the future demands that result from increased traffic must be addressed.

+ Runway Safety Area Improvements. Recent FAA studies show that most on-airport
aircraft accidents occur within 1,000 feet of the runway ends. FAA Advisory Circular
150/5300-13 requires 150-foot wide runway side safety areas to protect the runway
environment and 300 foot long extended runway safety areas. This may not be entirely
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realistic with the existing ground contours at either end of the runway, but an effort must be
made to enhance the safety areas to benefit the pilots at the airport. However, careful
consideration must be made so that the improvements do not outweigh the financial cost.

+ Closure of Other Airports. The continued closure of privately owned airports which are
open to the public has the potential to result in additional demands being placed on 1JD. If
this trend persists, additional funds will be required at State-owned airports to accommodate
relocating aircraft.

+ Funding. A major factor that affects the airport's ability to meet these current and future

demands is funding. The airport will be able to meet these demands only to the extent that
funding is available to do so.

7. Danielson Airport (5B3)

Danielson Airport (shown in Figure 1-16) occupies 257 acres of land in the Town of Killingly, two
miles northwest of Danielson Center. It is classified in the FAA's NPIAS as a general utility,
general aviation airport. (The role and service level are influenced by the type of aircraft the
airport can accommodate.) It is home to one fixed base operator, New England Flight Services,
and has airside access to Harvard Ellis Regional Technical School, one of two facilities in
Connecticut providing training for aviation mechanics. The aviation training portion of this school
is to be relocated to Hartford-Brainard Airport. As of March 2005, the new facility was in the
process of being designed; it is scheduled to be open in 2008. Comprehensive information on
the services, facilities, and plans for Danielson Airport is presented in the Danielson Airport
Master Plan which is currently being updated. Details on the process can be found on the
internet at http://www.danielsonairportplan.com/.

The airport is owned by the State of Connecticut and is managed by ConnDOT. The airport
receives funding from the state's General Fund and federal assistance from the FAA.

a) Use

Danielson Airport is used to a great extent for local, single engine, general aviation operations.
As of December 2005 Danielson Airport had a total of 66 based aircraft. The numbers of
operations at the airport for the 12 months ending on November 1, 2005, are listed in Table 1-12.

Table I-12. Operations at Danielson Airport for 12 Months Ending 11/1/2005

Operation Type Number of Operations Percent of Total Operations
Air Taxi 84 0.3%

General Aviation - Local 17,200 71.3%

General Aviation - Itinerate 6,840 28.4%

Total 24,124

Source: FAA Airport Master Record, Form 5010. Table updated in March 2007.
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Figure I-15. Aerial Photograph of Danielson Airport

b) Airside and Landside Facility Components

The existing facilities at Danielson Airport consist of one runway with connecting taxiways, two
apron areas, a general aviation terminal, and one t-hangar building. These facilities and their
components are discussed and listed below:

Pavement. Danielson Airport has one paved runway, Runway 13-31, with the following
characteristics: 2,700 feet in length and 75 feet in width. The characteristics of this runway are
also presented in Summary Table 1-13. Overview of Runway Characteristics at the State-owned
Airports. In 1997 the entire airport pavement system was reconstructed. In addition, a new
transient parking apron is being constructed.

Pavement Markings. The entire airport was repainted in 1998 under a reconstruction project.
The markings are visually inspected annually and repainted as needed.

Airport Signing. Danielson Airport installed new signs in 1998. As of February 2006, all the
signs were in good condition, functioned very well, and met current FAA regulations.

Landing Aids. During periods of inclement weather, when the vertical visibility (ceiling) is less
than 1,000 feet or forward visibility - Runway Visual Range (RVR) is less than three miles, an
airport is operating under IMC. Danielson Airport has only visual approaches.

General Aviation (GA) Facilities. Danielson Airport plays an important role in GA in eastern
Connecticut, primarily in Windham County. The airport has one fixed base operator, New
England Flight Services, which provides storage and maintenance facilities, apron areas for
based and transient aircraft, flight instruction, and GA terminal facilities. The present GA
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facilities also include a privately owned, ten-unit t-hangar facility. The current GA facilities are
adequate for the level of activity at the airport. Improvements to these facilities may need to be
addressed in the future as needs arise.

c) Ability to Meet Current and Future Demands

The ability to meet the future aviation demands at Danielson Airport will be affected by increases
in general aviation activity at the airport. Some of the key factors that will affect the ability of the
airport to meet these demands are discussed below:

+ Environmental Concerns and Regulations. The impact of new environmental regulations
and mandates on the continued operation of the airport will need to be addressed. These
factors include tree penetrations into the airport's approach and transitional flight surfaces,
regulated wetlands and the Quinebaug River within close proximity to the runway
environment. Removal of the trees and any construction in or near the regulated wetlands
and floodplains of the Quinebaug River will require permitting and careful coordination with
ConnDEP, U.S. Army Corps of Engineers (ACOE) and the public. The State of Connecticut
will be hiring a consultant to complete vegetation management plans for all State-owned
airports.

+ Improved Navigational Aids. To better accommodate operations during inclement/IFR
conditions, improved navigational aids will be needed.

+ Closure of Other Airports. The continued closure of privately owned airports which are
open to the public has the potential to result in additional demands being placed on
Danielson Airport. If this trend persists, additional funds will be required at State-owned
airports to accommodate relocating aircraft.

+ Funding. A major factor that affects the airport's ability to meet these current and future

demands is funding. The airport will be able to meet these demands only to the extent that
funding is available to do so.
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Summary Table 1-13. Overview of Runway Characteristics at the State-owned Airports

Runway

Length (feet)

| width (feet)

Bradley International Airport (BDL)

6-24 9,510 200
15-33 6,847 150
1-19 4,268 100
Hartford-Brainard Airport (HFD)

2-20 4,418 150
11-29 2,315 70
Turf (NE/SW) 2,309 150
Groton-New London Airport (GON)

5-23 5,000 150
15 4,000 100
Windham Airport (1JD)

9-27 4,278 100
18-36 2,797 150
Waterbury Oxford Airport (OXC)

18-36 | 5,800 [ 100
Danielson Airport (5B3)

13-31 | 2,700 | 75

Source: ConnDOT Bureau of Aviation & Ports. Data is as of October 2006 for BDL and June 2006 for GA airport data.

Summary Table I-14. Instrument Approaches for Runways at the State-owned Airports

Runway

| Approach Type

Bradley International Airport (BDL)

6

CAT |, CAT Il, CAT llI B ILS, NDB, GPS

24,33

CATIILS

15

VOR, TACAN

Hartford-Brainard Airport (HFD)

2

LDA, NDB, GPS, VOR

20,11, 29 NONE
Groton-New London Airport (GON)

5 VOR, GPS, ILS
23 VOR, GPS

15 NONE

33 GPS
Waterbury Oxford (OXC)

18 NDB, GPS

36 ILS, NDB, GPS
Windham Airport (1JD)

9, 27,18, 36 VOR, GPS-A (circling approach)
27 LOC
Danielson Airport (5B3)

13,31 | NONE

Source: ConnDOT Bureau of Aviation & Ports. Data is as of August 2004 for BDL data and August 2002 for GA airport data.
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B. MUNICIPAL AIRPORTS

The State of Connecticut distributes funding through state grants-in-aid to the municipal airports
for improvements and studies. The airport enters into an agreement with the state for every
project requiring a Federal Aviation Administration (FAA) grant. The agreement states that the
State of Connecticut will participate in 7.5 percent of the funding for the proposed project. The
airport's governing body selects the consultants for the design and inspection of the projects
following all applicable FAA guidelines. The municipal airport projects are carried in the FAA's
five-year capital improvement plan for the State of Connecticut. This section includes
information on and pictures of the following four municipal airports: Sikorsky Memorial Airport,
Danbury Municipal Airport, Tweed-New Haven Airport, and Meriden-Markham Municipal Airport.

1. Sikorsky Memoaorial Airport (BDR)

Sikorsky Memorial Airport (BDR) is situated three and a half miles east/southeast of the City of
Bridgeport and adjacent to Long Island Sound in the Town of Stratford in Fairfield County. The
airport is owned by the City of Bridgeport. BDR has an airport commission made up of
individuals from Bridgeport and Stratford, which acts as its governing body.

BDR is a primary regional service and general aviation airport. As of December 2005 it had 242
based aircraft. The National Plan of Integrated Airport Systems identifies BDR as a general
aviation airport. The numbers of operations at the airport for calendar year 2006 are listed in
Table 1-15.

Table I-15. Operations at Sikorsky Memorial Airport in 2006

Operation Type Number of Operations Percent of Total Operations
Air Taxi 2,132 2.8%

General Aviation - Local 37,586 48.5%

General Aviation - Itinerate 36,949 47.7%

Military 811 1.0%

Total 77,478

Source: ConnDOT Bureau of Aviation & Ports - FAA Airport Traffic Record, Form 7230-1. Table updated in March 2007.

The airfield configuration (shown in Figure 1-16) consists of two runways: Runway 6-24, which
measures 4,677 feet long, and Runway 11-29, which measures 4,761 feet long. The airport is
serviced by an air traffic control tower.

Landside facilities include a terminal building and three full service fixed base operators,
Bridgeport Air Center, Textron Flight Services, and Three Wing Aviation. Additional information
on the airport can be found in the Sikorsky Memorial Airport Master Plan, on file at the Bridgeport
City Hall and at the Airport Manager's Office.

The major issue with respect to airport operations is the acquisition of area and permits required
to obtain the appropriate runway safety areas.
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Figure I-16. Aerial Photograph of Sikorsky Memorial Airport

2. Danbury Municipal Airport (DXR)

Danbury Municipal Airport (DXR) is located in the City of Danbury, on a 248-acre site that is
adjacent to 1-84 and State Route 7. It is 20 miles southwest of Waterbury-Oxford Airport and five
miles east of the Connecticut/New York border. It is owned and operated by the City of Danbury
and governed by the City of Danbury’s Airport Commission. As of December 2005, the airport
had 224 based aircraft. The National Plan of Integrated Airport Systems identifies the airport as
a reliever, general utility airport. It is a reliever to Westchester Airport in White Plains, New York.
The numbers of operations at the airport for calendar year 2006 are listed in Table I-16.

Table I-16. Operations at Danbury Municipal Airport in 2006

Operation Type Number of Operations Percent of Total Operations
Air Taxi 206 0.3%

General Aviation - Local 37,943 51.0%

General Aviation - Itinerate 36,057 48.5%

Military 136 0.2%

Total 74,342

Source: ConnDOT Bureau of Aviation & Ports — FAA Airport Traffic Record, Form 7230-1. Table updated in March 2007.

DXR (shown in Figure I-17) has two intersecting runways: Runway 8-26, an east to west runway
and the primary visual and instrument runway which measures 4,422 feet long, and Runway 17-
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35, the north-south crosswind runway which measures 3,135 feet long. The airport is serviced
by an air traffic control tower.

Landside facilities include six fixed base operators who provide a range of services to on-airport
owners of transient aircraft using Danbury Municipal Airport. Additional information about the
airport can be found in the Danbury Municipal Airport Master Plan, on file at the Danbury City
Hall and at the Airport Manager's Office.

The major issue with respect to airport operations is the removal of obstructions required to keep
the appropriate runway approach slopes clear, as mandated by the FAA. DXR is currently
purchasing property to secure rights to the runway protection zone for Runway 8-26. The
acquisition will allow the airport to maintain its existing displaced threshold at 368 feet.

Figure I-17. Aerial Photograph of Danbury Municipal Airport

3. Tweed-New Haven Airport (HVN)

Tweed-New Haven Airport (HVN) occupies 397 acres of land in the City of New Haven (175
acres) and the Town of East Haven (222 acres) in southern Connecticut. It has an airport
authority, comprised of members from area municipalities and the South Central Regional
Council of Governments, which is the airport's governing body.

HVN serves south central Connecticut as an active, vital general aviation and scheduled service
airport. The airport is classified as a short haul, primary commercial service airport in the
National Plan of Integrated Airport Systems. As of December 2005, the airport had 72 based
aircraft. The numbers of operations at the airport for calendar year 2006 are listed in Table I-17.
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Table I-17. Operations at Tweed-New Haven Airport in 2006

Operation Type Number of Operations Percent of Total Operations
Air Taxi 4,645 8.0%

General Aviation - Local 27,726 48.0%

General Aviation - Itinerate 24,293 42.1%

Military 1,100 1.9%

Total 57,764

Source: ConnDOT Bureau of Aviation & Ports - FAA Airport Traffic Record, Form 7230-1. Table updated in March 2007.

The airfield configuration (shown in Figure 1-18) consists of two runways; Runway 2-20 which
measures 5,600 feet and Runway 14-32 which measures 3,626 feet. Construction of runway
safety areas for Runway 2-20 is planned for the spring of 2007. The objective is to eliminate
obstructions (trees and towers) that penetrate the approaches. As of March 2007, the airport
was serviced by two commuter carriers, US Airways Express and Pan Am Clipper Connection.

Landside facilities include an 11,000-square-foot terminal, rental car agencies, long- and short-
term parking lots, and taxi service. Additional information about the airport can be found in the
Final Tweed-New Haven Airport Master Plan Update, on file at the New Haven City Hall and at
the Airport Manager's Office.

Figure 1-18. Aerial Photograph of Tweed-New Haven Airport
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4. Meriden-Markham Municipal Airport (MMK)

Meriden-Markham Municipal Airport (MMK) occupies 137 acres of land within the jurisdictions of
the City of Meriden (11 acres) and the Town of Wallingford (126 acres). Airport activities are
overseen by the Meriden Aviation Commission whose members are appointed by the Meriden
City Council. The Commission oversees the operation, maintenance, and management of the
airport. Day-to-day operations are assigned to the fixed base operator, Meriden Aviation
Services. The airport currently serves small general aviation aircraft and has 77 based aircraft.

The airport (shown in Figure 1-19) consists of one main runway, Runway 18-36, that measures
3,100 feet and has a full-length taxiway 30 feet wide. There is a two-story terminal building,
maintenance hangar, one six-unit t-hangar, and three conventional hangars.

The major issue with respect to airport operations is the need to replace aircraft hangars and
parking aprons due to age and deterioration. The aircraft apron is scheduled to be reconstructed
in 2008. Additional information about the airport can be obtained in the Meriden-Markham
Airport Master Plan, on file at the Meriden City Hall and in the Airport Manager's Office. The
document is scheduled to be updated in 2007.

Figure 1-19. Aerial Photograph of Meriden-Markham Municipal Airport
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II. TRANSIT AND RIDESHARING

ConnDOT's Bureau of Public Transportation, through the Office of Transit and Ridesharing,
oversees and financially supports bus and ridesharing services for the citizens of Connecticut.
Through Connecticut Transit (CTTransit)-the State-owned and controlled bus operation—14
active local transit districts, private bus operators, and four ridesharing brokerages, ConnDOT is
able to deliver urban fixed-route bus services, Americans with Disabilities Act (ADA) paratransit
services, non-ADA paratransit services (dial-a-ride), commuter express bus services, rural transit
services, rail-bus Commuter Connection services, and ridesharing and transportation demand
management services.

A. BUS TRANSIT SERVICES

ConnDOT owns urban fixed-route bus systems operating in the Hartford, New Haven, Stamford,
Waterbury, New Britain, Bristol, Meriden, and Wallingford urban areas. These services operate
under the CTTransit brand name and are operated by private contractors. CTTransit and four
other private contractors provide commuter express bus services into Hartford under contract to
ConnDOT. The Department is also in the process of establishing dedicated Bus Rapid Transit
(BRT) service between New Britain and downtown Hartford. This service, scheduled to
commence in 2012, will provide more competitive travel times when compared to automobiles
and non-busway buses. At the same time, it will permit bus access at intermediate points so that
circulator routes can readily serve surrounding neighborhoods and then enter the busway, thus
providing a one-seat ride. (Additional information on the busway is provided in the “Bus Transit
System Assets” section of this document or at www.ctrapidtransit.com.) In addition, there are 14
active transit districts that operate the remaining urban, rural, and ADA paratransit services in the
state. Figure II-1 shows service coverage for fixed-route, ADA paratransit (federally-mandated),
dial-a-ride, and commuter connections as well as several services operating as pilot programs
with temporary funding. The figure indicates that the following municipalities offer public dial-a-
ride services: Ansonia, Ashford, Canaan, Chaplin, Chester, Clinton, Colebrook, Coventry,
Cornwall, Cromwell, Deep River, Derby, Durham, East Hampton, Essex, Goshen, Groton,
Hampton, Harwinton, Kent, Killingworth, Lebanon, Litchfield, Lyme, Middlefield, Middletown,
Mansfield, Morris, New Hartford, New Milford, Norfolk, North Canaan, Old Lyme, Old Saybrook,
Portland, Redding, Salisbury, Scotland, Seymour, Sharon, Shelton, Stonington, Torrington,
Westbrook, Willington, Winchester, and Windham. Many other towns offer dial-a-ride services
that may be limited in there eligibility. Additional information on bus transit services can be found
at www.ctrides.com.

In state fiscal year 2006, urban fixed-route systems provided more than 32.7 million passenger trips;
about 80 percent of those trips were provided in the eight CTTransit service areas. More than
706,000 trips were provided on the federally-mandated ADA paratransit services for the disabled.
Dial-a-ride services transported more than 37,000 passengers. Rural services provided 335,000
trips. Commuter Express services provided more than 1.5 million passenger trips.

ConnDOT provides funding to cover the vast majority of the operating deficits of all the bus
services. ConnDOT provides the non-federal share of federal capital grants for construction and
rehabilitation of maintenance facilities, purchase of rolling stock, and certain other miscellaneous
capital items.

ConnDOT is the designated recipient of Connecticut's share of the Federal Transit Administration
(FTA) Section 5309 Capital Funding Program and Section 5311 Non-urbanized Area program.
ConnDOT is a designated recipient of funds from the FTA Section 5307 Urbanized Area Program.
ConnDOT uses the FTA funds and state bond funds to make capital infrastructure improvements
and to acquire rolling stock. ConnDOT is a designated recipient for Section 5316 (Job Access and
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Reverse Commute), Section 5317 (New Freedom Initiative), and Section 5340 (Growing States and
High-Density States) funding.

B. TRANSIT SERVICES FOR DISABLED PERSONS

Currently there are several programs that provide transportation to people who cannot or choose
not to drive their vehicles due to disability. On State-subsidized, fixed route bus and rail
services, elderly and disabled riders are eligible for reduced fares. The federal Americans with
Disabilities Act (ADA) of 1990 requires operators of fixed-route bus services to provide
complementary paratransit services to individuals who are unable to use the fixed-route bus due
to a qualifying disability for trips with both an origin and a destination within 3/4 of a mile of the
fixed-route bus service. The State-managed Section 5310 program provides grants towards the
purchase of specially-designed, wheelchair-accessible vehicles for municipalities and non-profit
organizations serving the elderly and disabled for whom mass transportation is unavailable,
insufficient, or inappropriate. A municipal grant program established in CGS 13b-38bb provides
matching grants to municipalities to provide services to seniors and people with disabilities.
There is $5 million in State funding appropriated to the program which is allocated to
municipalities based on the formula in the statute. Municipalities, transit districts, and regional
planning organizations are eligible applicants. The starting date for services was July 1, 2006.
In the first year of the program, 133 municipalities applied with 55 providing services
independently and 78 participating in some kind of transportation coordination with other
municipalities, transit districts, or regional planning agencies.

C. RIDESHARING AND TRANSPORTATION DEMAND MANAGEMENT
SERVICES

ConnDOT funds four private non-profit ridesharing organizations to develop and implement
programs that promote carpooling, vanpooling, mass transit, and other strategies in order to
reduce the number of single occupancy vehicles on the highways. ConnDOT looks to
ridesharing programs as a complement to transit programs and for their contributions to quality
of life issues, economic development, air quality, the conservation of fuel, and more efficient use
of Connecticut's highways.

Since the energy shortage of the mid 1970s, ConnDOT has been continually expanding its
efforts to encourage people to rideshare and to use transit. For example, throughout
Connecticut, ConnDOT has established Park & Ride facilities which enable commuters to leave
their cars at the lots and travel by vanpool, carpool, or bus. Table VII-4 lists the locations of park
and ride lots from which express bus service is provided. There are also 135 other park and ride
lots available to customers for informal carpooling and vanpooling. The locations of all the park
and ride lots in Connecticut are available through the following web site: www.ct.gov/dot. To
view the list, go to "Travel Information Gateway," then click on "Connecticut Park & Ride
Locations."

ConnDOT, in conjunction with the ridesharing brokerages, is developing new programs to
encourage ridesharing and transit use. Programs include outreach to employers to deliver the
ridesharing message to employees at the work site; developing and distributing materials
detailing the value of transit and ridesharing for the commuter; facilitating the establishment of
telecommuting programs; and providing incentives to employers and commuters to try transit
and ridesharing using various financial and non-financial mechanisms. ConnDOT encourages
employers and employees to take advantage of the federal employee commute benefit program
that allows commuters to set aside up to $110 per month to pay for mass transit and vanpool
fares and up to $215 per month for qualified parking. Further details about the commute benefit
program can be found at the Department's Commuter Services web site at
www.commutertaxbenefit.org.  Information on the rideshare program can be found at
www.ctrides.com.
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Figure 1I-1 Existing Bus Service
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D. BUS TRANSIT SYSTEM ASSETS

The primary assets of the bus transit system in Connecticut are transit facilities, rolling stock
(vehicles), and related operating equipment such as radio systems and farebox and revenue
collection systems. In the future, the New Britain to Hartford Busway will be one of Connecticut’s
primary transit system assets. These components are discussed below:

1. New Britain to Hartford Busway

ConnDOT has begun the final design phase of a Bus Rapid Transit (BRT) corridor between New
Britain and downtown Hartford. The proposed route and station locations are shown in Figure
[I-2 Plans call for the facility to run 9.4 miles along inactive and active rail corridors located in the
towns/cities of New Britain, Newington, West Hartford, and Hartford. The busway will consist of
11 transit stations, and a multi-use pathway adjacent to the north/west side of the corridor from
downtown New Britain to the Newington Junction Station.  Other components of the project
include the relocation of one mile of existing active rail and the construction of a 4.5 mile access
road to allow Amtrak to maintain its facilities. Construction is scheduled to commence in
December 2009, with revenue operation beginning in June 2012. The estimated total cost for
the busway project is $458.8 million.

Figure II-2 Proposed Busway and Station Locations

2. Bus Transit Facilities

ConnDOT owns the bus storage and maintenance facilities for the three divisions of CTTransit in
Hartford, New Haven, and Stamford. ConnDOT also owns the bus storage and maintenance
facility in Preston operated by the Southeast Area Transit District (SEAT). All of the other
service providers control their own facilities, or their contract operators control facilities.

Through the Public Transportation Management System (PTMS), bus transit facilities have been
inventoried. A physical condition survey and operational evaluation of each of the facilities was
done. The evaluation was done for both the ConnDOT-owned and all the Transit District-owned
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facilities. A rating scale was used to measure the condition and operating capability of each
facility. Based on the condition of the facility, improvements are programmed in the Public
Transportation Capital Management Plan. The facilities are inspected and evaluated every five
years and the capital plan is updated accordingly.

a) ConnDOT-Owned Bus Facilities

The following bus facilities are or will be owned by ConnDOT:

CTTransit - Hartford Division. The Hartford bus storage and maintenance facility was opened in
1990. The facility is in excellent condition. It was designed for a 280-bus fleet and also houses
First Transit, Inc. management personnel. The facility appears to be suitable for future estimated
growth.

CTTransit - New Haven Division. The existing bus storage and maintenance facility was built in
1948. The New Haven division operation has grown over the years and the facility, in its current
condition, can no longer efficiently maintain the operation. ConnDOT determined that expanding
and rehabilitating the facility on the existing site was not economically viable. In January 1999,
Hamden, Connecticut was selected as the location for the construction of a new bus storage and
maintenance facility. Currently, this project is in the design phase with construction funds
programmed and construction scheduled to begin in 2008. The new facility will be designed to
accommodate the current operation and future estimated growth. The estimated cost is $100
million.

CTTransit — Stamford. The Stamford bus storage and maintenance facility was opened in 1983.
A condition assessment and needs analysis was performed on the building. The facility was
found to be undersized for today's operation. The needs analysis indicated the necessary
rehabilitation and expansion required to maintain the current operation and for future growth of
the operation. The project is in the final stages of construction, with completion expected in July
2007.

SEAT- Preston. The SEAT bus storage and maintenance facility was opened in 1982. The
condition assessment revealed that the facility requires many major improvements. Over the
past three years, some of those improvements have been completed, including the replacement
of fuel tanks and repairs to the boiler and the reclamation system for the bus washer. Additional
renovations are planned

Proposed SEAT — Norwich Transportation Center. Plans for the new Norwich Transportation
Center call for a parking structure for approximately 300 cars, and enclosed ticketing and
passenger waiting area for SEAT bus service, access to possible future rail passenger service,
access to possible future passenger river ferry service, and convenient access to downtown
Norwich. The estimated cost of the project is $15 million.

Proposed ConnDOT Bus Garage — Waterbury. The State-owned CTTransit Waterbury operation
is operated by Northeast Transportation Company. CTTransit Waterbury currently operates out
of a leased facility. The facility is a converted foundry located on a 3.2 acre site and is
undersized for today's operation. The facility is in operable condition but was not designed for a
bus transit operation. Many of the bus-related mechanical and electrical functions are lacking
and do not have the capacities needed to effectively run a bus garage. Since the building is
leased and is inefficient for a bus operation, ConnDOT decided to build a new facility. A site
selection was conducted with the new site for the facility being located in Watertown,
Connecticut. The new facility will provide the much-needed space for administration,
maintenance, and bus storage. A design consultant was chosen and design activities are
underway. Construction funds are programmed with construction scheduled to begin in 2009.
The estimated cost is $32 million.
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b) Transit District Maintenance Facilities

The following transit districts own their own facilities (if a transit district is not listed, it contracts
for service and the contractor owns the facility); each is discussed in greater detail below:

Greater Bridgeport Transit Authority (GBTA). The GBTA bus garage and maintenance facility
was built in 1987. It also houses the Transit Authority’s administrative offices. The facility is in
very good condition. It is suitable for the current operation and for future estimated growth.
GBTA has been considered for a facility improvement proposal.

Housatonic Area Regional Transit (HART). HART opened an expanded facility in 1998 which
includes additional space for the administrative offices. The expanded facility is suitable for the
current operation and for future estimated growth.

Valley Transit District. The Valley Transit District's maintenance facility was built in 1981. The
facility is in good condition and also houses the administrative offices. It is suitable for the
current operation and for future estimated growth.

Northeastern Connecticut Transit District. The Northeastern Connecticut Transit District's bus
garage and maintenance facility is located in Killingly. The facility was built in 1994 and is in
excellent condition. The administrative offices, maintenance garage, and bus storage functions
are all in one building. The facility is suitable for the current operation and for future estimated
growth.

Milford Transit District. The Milford Transit District bus garage and maintenance facility opened
in October 1999. The facility was constructed for the current operation and for future estimated
growth.

Middletown Transit District. =~ The Middletown Transit District maintenance functions are
performed out of a converted garage/factory building. Rehabilitation work, including
improvements to the interior and exterior, upgraded security, etc., was completed in 2005.

Greater New Haven Transit District. The Greater New Haven Transit District administrative
offices and operating and maintenance facilities are currently located in Hamden in a new
building the district purchased during the summer of 2000.

Norwalk Transit District. The Norwalk Transit District administrative and maintenance facility
opened in September 2001. The facility includes administrative office space and a maintenance
garage. The facility is suitable for current operation, as well as for future growth.

Northwest Connecticut Transit District. Plans call for a site to be acquired for a 13,500-square-
foot facility which will house administrative, operations, maintenance, and storage functions of
the Northwest Connecticut Transit District (NWCTD). Construction is scheduled to commence in
2010. The estimated cost is $8 million.

¢) Rolling Stock

ConnDOT maintains an inventory of all of the bus rolling stock operated by systems that receive
capital and/or operating funds from ConnDOT. The inventory is maintained in the PTMS and
vehicle replacements are programmed in the Public Transportation Capital Management Plan.
Vehicle replacements are programmed according to FTA guidelines. A standard size bus (35 —
40 feet) has a service life of 12 years. A medium (30-feet) bus has a service life of 10-12 years.
A small bus (under 30 feet) has a service life of 7-10 years. All other vehicles (such as regular
and specialized vans) have a service life of four years or 100,000 miles. The average ages of
full-size buses in operation in Connecticut are presented in Table II-1.
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Condition. ConnDOT’s Bureau of Public Transportation keeps track of the age and condition of
the state transit fleet and the transit facilities in the PTMS. The vehicles are programmed for
replacement in the Bureau's capital plan according to their mileage and/or age and based upon
funding availability. Through the capital plan review process, the fleet information is kept up-to-
date.

Table 11-1. Average Age of Full-Size Bus Rolling Stock

Number of Buses 'g)’:;fs%e Age
CTTransit Divisions
Hartford 238 5.6
New Haven 107 4.1
Stamford 55 4.9
Waterbury, Meriden, Wallingford 39 9.1
New Britain, Bristol 21 9.9
Commuter Express
Express Service 33 10.5
Transit District
Greater Bridgeport Transit Authority 52 49
South East Area Transit 25 8.9
Housatonic Area Regional Transit 25 7.4
Middletown Transit District 9 3.7
Milford Transit District 9 4.7
Norwalk Transit District 30 4.3
Windham Region Transit District 5 6.6
Total 648 6.5

Source: ConnDOT Bureau of Public Transportation. Graphic revised August 2006.

In the next few years, many transit buses across Connecticut will have reached the end of their
useful life as defined by the Federal Transit Administration (FTA) and will be eligible for
replacement. Operating buses beyond their useful life becomes a burden on the operating
budget. If replacement is deferred, vehicles may need additional overhaul to maintain safety and
economy of operation until replacement. Over the next decade, the following vehicles are
scheduled for replacement: 200 CTTransit system-wide buses, 20 Housatonic Area Regional
Transit (HART) buses, 38 Greater Bridgeport Transit Authority (GBTA) buses, and 75 buses for
private operator/express services as contracted by ConnDOT.

The maintenance of vehicles-in-service is the operator's responsibility. Through the approved
budgets included in annual operating agreements, ConnDOT funds preventive maintenance and
running repairs for services provided by all transit and paratransit service operators. ConnDOT
subsidizes the deficit, or 67 percent of total expenses for the urban transit districts’ fixed-route
operations, whichever is less. The State funds up to 33 percent of the deficit for the rural transit
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districts. Up to 50 percent of the rural transit operating deficit is federally funded and a minimum
of 17 percent is funded by the localities.

d) Bus Shelters and Bus Stop Signs

Bus stop signs are provided by the local transit operator and usually are installed by the locality
in coordination with the transit operator. Bus stop shelters have been funded by various sources
including federal and special state funds. In some cases, ConnDOT operating or transit capital
funds are used. Some localities offset maintenance costs by selling advertising on the shelters.

e) Radio/Automatic Vehicle Location (AVL) System

The State will need to purchase a new narrow band system to replace the current radio system
on CTTransit buses that is 17 years old. The current system is an analog wide band design
model and is no longer fully supported by the manufacturer. Problems with the current radio
system will become significantly worse in the near future when the FCC adds new frequencies
between the bands utilized. A new radio system would eliminate frequency interference,
eliminate or reduce the poor coverage areas, and improve system operations and security. A
new radio system also would allow for AVL. The study and design of a new radio system is
anticipated to begin in 2007. Purchase and installation is scheduled to be completed by 2010,
pending the availability of funding. The estimated cost is $10 million.

f) Farebox and Revenue Collection System (Statewide)

The current CTTransit farebox system is 13 years old and is reaching the end of its useful life.
The current fare collection system's magnetic stripe card technology and operating software limit
fare payment and marketing options. The mechanical design of the fare collection system has
resulted in reliability problems resulting in increased operating expense. The existing system will
not support "Smart Card" technology, thereby limiting the ability to implement a regional fare
card system within Connecticut and the surrounding states. The current fareboxes do not
validate paper currency, therefore bills larger than $1 cannot be used, and occasionally fares are
“paid” with counterfeit or photocopied bills. The manufacturer of the fareboxes no longer will
provide upgrades to the software that currently operates the system. The State will need to
update and upgrade its revenue collection system to meet current and future demand.

E. FACTORS AFFECTING PHYSICAL CONDITION OF SYSTEMS
COMPONENTS

The main components of the transit system are rolling stock, transit facilities, the radio system,
and the farebox and revenue collection system. The key factors that affect the condition of these
components are age, and availability of funding for ongoing maintenance, preservation, and
upgrading of maintenance facilities.

F. FACTORS AFFECTING DEMAND FOR TRANSIT & RIDESHARING
Factors that will affect the demand for transit and ridesharing services are personal preference
and convenience, availability and accessibility of transit, ownership of an automobile, the ability
to use an automobile, desire to use an automobile, and cost. These factors and their effects on
transit and ridesharing are discussed below:

+ Personal Preference, Convenience, and Necessity. The automobile is the mode of choice
for many Americans because it provides independence and convenience. The
suburbanization of Connecticut over the past several decades and shifts in job locations,
hours of work, and commuting patterns coupled with changes in family structures and needs
have made life without an automobile difficult or undesirable. A significant lifestyle factor is
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the number of women, particularly women with young children, in the work force. Women,
who now make more trips than men, are more likely to link together a series of trips for
different purposes in one outing. The desire and necessity of individuals, particularly
women, to link trips to meet child care and household needs is one reason why some
individuals drive alone as opposed to taking the bus or carpooling.

¢+ Ownership of and/or Desire and Ability to Use an Automobile. Many bus riders are
transit-dependent people who may not have their own means of transportation for a
particular trip. This type of rider has limited modal choices. Included in this group are
individuals who cannot afford alternative means of transportation, individuals who are too
young to drive an automobile; individuals who have physical or mental impairments that
restrict, temporarily or permanently, their ability to drive an automobile; and individuals (such
as tourists, visitors, or students) who do not have the use of or do not want to use an
automobile while they are in a particular location.

¢ Congestion. ConnDOT is pursuing the New Britain to Hartford Busway project based upon
the determination that any expansion of the 1-84 highway corridor between New Britain and
Hartford would cause extensive environmental and social impact. The busway will provide a
viable transit alternative to the automobile, thereby reducing congestion, improving air
guality, and enhancing the quality of life in the region.

+ "Choice Riders.” Increasing fuel prices and congestion may result in an increase in the
number of people who choose to ride the bus or rideshare. Some people will choose to
rideshare or take public transportation to eliminate the stress of driving or to reduce their
costs of commuting to work, school, or other activities. Others may want the dependability
that bus and rail transportation can provide when compared to the variability of travel times
on the highway system. These choice riders represent a growing market, especially for
long-distance trips, such as those served by commuter rail and express bus services. But,
with the recent run-up in fuel prices, even shorter trips on the urban fixed-route systems
have been attracting a larger market.

+ Aging of the Population. The aging of the population will increase demand for urban and
rural transit and ADA and non-ADA paratransit services. The number of older persons who
are able to continue to live in their own homes but who are unable to drive is growing. This
trend to "age-in-place" will occur gradually and will need to be adapted to over the course of
the next decade or two. Better and more efficient specialized transportation services will be
needed for this group to allow them to maintain their mobility and independence. The new
municipal grant program described in Section G is one of the types of programs that will
help expand services for the aging population and for people with disabilities.

G. ABILITY TO MEET CURRENT & FUTURE DEMAND

ConnDOT’s ability to meet current and future demand for bus transit services is impacted by a
number of factors. They are discussed below:

+ Rolling Stock. Based on existing routes and current usage trends, it is anticipated that the
fleet is capable of satisfying a minimal future ridership growth. However, bus ridership has
been steadily increasing over the past two years (2004 through 2006). Should ridership
continue to increase due to increases in fuel prices or attraction of more “choice riders,”
ConnDOT may need additional funding to purchase additional buses. Any expansions in
service levels would require fleet expansions as well. In addition, as low-floor buses with
smaller seating capacities are phased into service, peak loads will need to be monitored and
additional or larger buses will need to be added. Further, innovative services using smaller or
alternative-fuel vehicles will require those vehicles to be purchased.
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With respect to the existing fleet, replacement of vehicles on a timely basis provides
Connecticut commuters with new, cleaner, and more fuel efficient buses thus enhancing the
safety and reliability of public transportation. The timely replacement of vehicles also avoids
the additional maintenance costs of operating older buses.

Fareboxes. A new fare collection system will improve service reliability and revenue
accountability, reduce maintenance costs, and reduce driver/customer conflicts. Also, a new
system could provide currency validation, increase payment options including smart cards,
make it easier for customer use, and result in increased ridership. New fareboxes will
provide a faster fare payment transaction, thereby reducing dwell time and improving on-time
performance. By improving operational effectiveness and the overall customer experience,
new fareboxes will help the bus system continue to provide a safe and viable transportation
alternative. This, in-turn, will improve air quality, reduce congestion, and enhance the quality
of life in the region. There is no current project schedule or funding available in the transit
capital plan for a new fare box system. The estimated cost is $10 million.

Funding. A major factor that affects ConnDOT's ability to respond to transportation system-
related mobility needs is funding. ConnDOT will be able to respond to demands to maintain
and improve the bus transit system to meet current and future needs only to the extent that
funds are available to do so.

With respect to ability to meet demand in areas not currently served by fixed-route bus
service, ConnDOT is attempting, to the extent possible with existing transit funding, to meet
demands for bus service in areas or during hours where there are unmet transportation
needs. Transportation needs resulting from an increase in the number of suburban home
and work sites, as well as, the shift from the traditional downtown-centered commute patterns
to suburb-to-suburb commute patterns are costly and difficult to address with traditional fixed-
route bus service. ConnDOT's Office of Transit and Ridesharing continues to encourage the
development of alternative transit operations, such as those operated with flexible routing and
smaller vehicles. The new municipal grant program will help to expand services in areas
where traditional public transit cannot be effectively provided, but where a locally coordinated
system of dial-a-ride services can better address the local needs.

Additional service changes have been implemented to improve reverse commute and
evening and weekend services hence, aiding persons looking for work in the non-traditional
work shifts and at outlying employment sites.

The Job Access program was expanded to offer services virtually statewide. The
Connecticut Department of Social Services and ConnDOT provide funding for these services.
ConnDOT has received five grants from the FTA Job Access and Reverse Commute
program, averaging about $3 million annually, though in federal fiscal year 2006, the grant
level dropped to $1.1 million. The grant is being matched by Job Access funding from the
other state agencies and beginning in state fiscal year 2007 by a substantial appropriation of
state transportation operating dollars.

Bus transit systems can be adaptable to changes in job locations, land usage, travel patterns,
and service needs in general. Figure II-3 shows areas anticipated to experience significant
levels of employment by 2030 in relation to the major transit and highway systems in
Connecticut. If the need for significant additional service is warranted, additional funding
would be required to purchase more equipment and to subsidize any major increases in
services.
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Figure 11-3. 2030 Employment Density in Relation to the Major Transit & Highway System
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IIl1. RAIL SERVICES & FACILITIES

This section provides information on the rail passenger services, rail freight services and rail
facilities in Connecticut. More specifically, it includes information on ConnDOT's roles with
respect to commuter rail service, Amtrak’s intercity service, and various rail freight programs; the
components of the rail system; and the ability of the rail passenger and rail freight systems in
Connecticut to meet current and future demands.

A. RAIL PASSENGER SERVICES

Connecticut is served by the following three passenger rail operations.

¢+ The New Haven Line (NHL) commuter service operates between New Haven, Connecticut
and Grand Central Terminal in New York City with connecting branches to New Canaan,
Danbury, and Waterbury.

¢+ The Shore Line East (SLE) commuter service which operates between New Haven and
New London with two special SLE express trains that operate west of New Haven to
Bridgeport and Stamford.

¢ Amtrak intercity passenger service is provided along the Northeast Corridor (NEC)
between New York and Boston, and the inland route between New Haven and Springfield,
Massachusetts.

ConnDOT's Bureau of Public Transportation, through its Office of Rail, oversees and financially
supports the provision of two of the passenger services: the NHL and SLE services. ConnDOT
contracts with the Metropolitan Transportation Authority's Metro-North Railroad (MTA/MNR) to
operate the NHL and with Amtrak to operate the SLE service. ConnDOT sets fares and service
levels on the Connecticut portion of the NHL and SLE. Information on the NHL and the SLE
services is available on www.ctrides.com. ConnDOT does not regulate or subsidize the Amtrak
intercity passenger service within Connecticut. Figure 11l-5 graphically presents the passenger
railroad lines and locations of rail stations in Connecticut.

ConnDOT provides both capital and operating funding for the NHL and SLE services. The
Department is a designated recipient of Connecticut's share of the FTA Section 5309 Capital
Funding Program for the NHL and is a designated recipient of the state's share of the FTA
Section 5307 Urbanized Area Program. ConnDOT uses the FTA funds and state bond funds to
make capital infrastructure improvements and to acquire rolling stock for the NHL and SLE. In
2006, Public Act 06-136 instructed the Department to explore expanded SLE service.
ConnDOT's findings are discussed later in this section.

In 2007, the Department will be initiating the Eastern Connecticut Mobility Study/New London to
Worcester Commuter Rail Implementation Plan. The purpose of this study, which is another
requirement of Public Act 06-136, is to evaluate the transportation and mobility needs of
residents and businesses in eastern Connecticut and to assess and develop a plan for
implementing commuter rail service between New London, Connecticut and Worcester,
Massachusetts.

In addition, ConnDOT has developed a preliminary implementation plan to establish commuter

rail service between New Haven, Hartford, and Springfield, Massachusetts on the existing
Amtrak line. An environmental assessment is scheduled to begin in mid 2007.
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1. New Haven Line (NHL)

ConnDOT and the Metropolitan Transportation Authority (MTA) of New York jointly oversee and
subsidize the operation of the NHL. Metro-North Railroad (MNR) is the contract operator under
an agreement with ConnDOT and MTA.

ConnDOT owns the 235 track miles of the NHL between New Haven and Greenwich and the
three branch lines within Connecticut and is responsible for all capital improvements in
Connecticut. ConnDOT also owns over 60 percent of the NHL's rolling stock; MTA owns the
remaining NHL rolling stock. ConnDOT uses state monies to fund the State of Connecticut's
share of the operating subsidy for the NHL.

The NHL service is considered a vital transportation link in that it relieves traffic on the most
congested portion of 1-95 between New Haven and the New York state line and provides easy
access to New York City. Based on the 2000 Census journey to work data, the NHL captures
about 81 percent of the work trips bound for New York City. There are 36 station stops on the
Connecticut portion of the NHL. Nearly 80,000 one-way passenger trips are made on this line
segment each weekday. As shown in Figure llI-1, annual ridership on the NHL has increased
significantly since 1995. In 2006 the total NHL ridership was approximately 34.9 million—an
increase of