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2.1 INTRODUCTION TO 
FORECASTS
Approximating future growth and aviation 
demand at the Orcas Island Airport (ORS) is an 
important element in the master planning process 
because the forecast drives the amount of airport 
expansion and types of changes the airport 
needs. If an airport is poised to see growth, the 
��������������ϐ�������������������������������
taken to accommodate that demand. Conversely, 
if an airport is forecasted to have a reduction 
of activity, then other steps will be needed. 
	������������������������������ϐ��������������
recommendations of a master plan. Collecting the 
appropriate information and applying reasonable 
judgement with approved methodologies to 
help forecast the level of activity and the types 
of aircraft at ORS are at the core of the airport 
master planning forecast process.

To ensure the best possible use of future money 
and resources for airport development, the 
FAA developed an approved airport master 
planning process. While the master plan 
process is somewhat rigid, it also allows for 
���������������ϐ����������Ǥ�����������������	���
������������������ȋ��Ȍ�ͳͷͲȀͷͲͲǦ�ǡ�ǲ��������
Master Planning”, provides the core guidance 
for airport master plan forecasts. The forecast 
chapter of an airport master plan is one of only 
two elements of an airport master plan that 
must be approved by the FAA. The other element 
that requires FAA approval is the Airport Layout 
Plan (ALP). FAA approval is required because the 
�������������������������������������ϐ����������
the rest of the master plan and future funding 
and development of an airport. 

Some of the more stringent aspects of the FAA 
guidance on aviation forecasting in an airport 
�������������������������ϐ�������������������
be forecast and how they are projected into 
the future. Developing forecasts for smaller 
commercial service and GA airports, like ORS, is 
challenging because there is limited published 
data available regarding total aircraft operations, 
equipment and enplanements at these airports. 
The ORS Airport Master Plan forecast is consistent 
�����	���������������������ȋ��Ȍ�ͳͷͲȀͷͲͲǦ�ǡ�
and the July 2001 FAA guidance paper entitled 
ǲ	���������������������������������������Ǥǳ����������
��������ϐ�������ǡ����������������ǡ����������������

of local, county, and applicable US Census 
�������ϐ������������������������������������
��������������������������������ϐ�������������Ǥ�
Interviews and input with airport management, 
representatives of commuter airlines, based 
aircraft owners, WSDOT Aviation, the Seattle 
FAA ADO specialists and other informed parties 
was especially important in determining current 
trends and types of operations at the airport in 
����������������������������������������ϐ������
data. The forecast relies heavily upon information 
obtained from the parties interviewed and 
incorporates their knowledge and judgment, as 
well as that of the forecaster.

The FAA suggests several methodologies for 
airport forecasting. The forecast for ORS for 
this master plan is derived primarily from 
trend analyses coupled with exponential 
smoothing and then the results of this analysis 
are compared to relevant market share and 
�������������������Ǥ������ϐ��������ǡ����������
and national aviation data was examined and 
then compared with previous and current 
forecasts. The data was used to establish a 
��������������������������������ϐ��������������
and based aircraft at the airport, including 
itinerant and local GA and scheduled passenger 
aircraft operations, passenger enplanements, 
based aircraft, and instrument operations. 
��������������������������������������ϐ��������
commuter, GA and military operations. Although 
military activity is included in the forecast, 
current and future operations by military aircraft 
at ORS are expected to remain negligible over the 
forecast period. In addition, the critical aircraft 
and its design group were also established. 
The critical aircraft designation helps facility 
planners and the FAA determine the appropriate 
design criteria for development at the airport.

2.2 AIRPORT SERVICE 
AREA
The service area for an airport is based on 
factors that affect decisions made by potential 
travelers and others who use the facility. These 
factors are primarily driven by convenience, 
connectivity, costs, distance, services available, 
and geographic limitations. These items are 
then weighed against other airports within the 
geographic area that may compete directly for 
traveler business. For airports located within 
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the continental US and in areas with accessible 
roads, easily travelled terrain and commonly 
populated areas, a travel time of between 30 to 
Ͳ�����������������������������������������������
airport service area. 

ORS is located on Orcas Island and in the 
community of Eastsound. The airport is somewhat 
unique because it serves a population that is 
isolated on an island off the continental mainland. 
The only reliable connectivity to the Island with 
other areas and population centers is by the 
airport and the intercoastal ferry system in the 
San Juan Islands. The only other viable option for 
travelers located on Orcas Island wishing to use 
scheduled commuter airline passenger service 
�����������������������������������������������
ȋ����Ȍ���������������ǡ�����������������������Ǥ�
(Figure 2-1ȌǤ����������������������������
usually receive scheduled passenger seaplane 
�������������Ǧ�����������������������������������
only seasonal service. Camp Orkila also has an 
���ǡ������������������������������������������������
availability for passenger service. 

No other public airports for wheeled aircraft, 
other than ORS, are located on Orcas Island. Most 
���������������������������������������������
do so because their destination or departure 
point is close to that area of the Island or to one 
����������������������������������������ϐ�����Ǥ�
�����������������������������������������������
��������������������������������������������������
packages. Occasionally, one of the ORS scheduled 
passenger providers, Kenmore Air, will redirect 
customers that were scheduled to use wheeled 
�����������������������������������������ϐ�������
�������������Ǥ�����������������������ϐ�����������
ϐ�����������������������������������Ǧ����������
���������������������������������������Ǧ�������
���ϐ���������������������������������������������
����	�Ȁ���Ǧ�������������������ϐ�����������Ǥ�
������������������������������������������
separate niches, there is very little competition 
between them for passenger dollars. 

���������������������������������ϐ�����ǡ������
passengers who are accessing commuter airlines 

 

 Figure 2-1: Orcas Island Seaplane Bases 
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������Ǧ����������������������������������������
the intercoastal ferry system to connect with 
��������������������������������������������Ǧ����
Airport or other hub airports by vehicle, but this 
������������ϐ����������������������������������
for passengers both in speed and intermodal 
delays. The only other nearby wheeled aircraft 
airport with scheduled passenger service is 
	��������������������������������������Ǥ�	������
����������������������������������������������
factors determining its own airport service 
area, and it is unlikely that, except for some 
very small numbers of people located on nearby 
smaller islands, there is much competition for 
air services between the two airports. The two 
airports complement one another as Kenmore 
Air generally stops at both airports on their 
ϐ������Ǥ����������������������������������ǡ�����
airport service area for the ORS Airport is Orcas 
Island itself.

2.3 CURRENT AIRPORT 
DATA
2.3.1 Current Fleet Mix Info
With a runway length of just over 2900 feet 
�������������������������������Ǧ�����ǡ���������
handle most commonly used general aviation 
(GA) aircraft ranging from small single engine 
������Ǧ�������������������������������Ǧ�������
turboprop and jet aircraft. The airport pavement 
is intended for aircraft weighing less than 12,500 
pounds. Scheduled passenger air service and 
cargo operations constitute a major portion of 
the total operations at ORS. These operations 
����������ϐ����������������������������Ǥ�����
largest scheduled passenger service aircraft 
commonly serving ORS is the single engine 
������������������ǦʹͲͺ��ǲ
������������ǳǤ�
������������
������������ǡ��������������
smaller and larger single engine aircraft that 
use the facility include typical Cessna aircraft 
������������ͳʹǡ�ͳͺʹǡ�ʹͲ�����ʹͳͲ�Ǣ�������
��������Ǣ��������Ǣ������������������������ǦͳʹǤ�
�������������������������������������������������
commonly seen at the facility include Piper 
�����������������Ǣ������������Ǣ����������������
���������������������Ǣ�����������������������������
Cessna Citation. Several types of helicopters also 
frequently use ORS.

����������������ϐ���������������Ǧ��������
airports like ORS can be challenging. One reliable 
method is to use a combination of available 
��ϐ�������������������������������������������
�����������������������������������Ǥ���ϐ����������
���������ϐ�����������������Ǧ��������������������
from databases that record IFR operations in 
and out of those particular facilities, such as the 
	�������ϐ���	�����������������������������
(TFMSC) as well as private sources such as 
FlightAware. Appendix XX contains a summary 
�����������������ϐ����������������������������������
��������������������	��ϐ�������������������������
ͳͺ����������������������	����������������������
������������������������������ʹͲͳǤ

���������������������������������ϐ�������������
���������ϐ�����������������������������������������
described in this chapter. They also report that 
some higher performance twin engine aircraft 
are seen at the airport. These are critical to 
some services that the airport provides, such 
as aeromedical transport. Even though some 
FAA IFR databases have reported that high 
speed, high performance twin engine jets, such 
�������������������������������������ϐ����������
ORS, it is extremely unlikely that the aircraft 
ever actually landed due to the limited amount 
of runway available for landing and takeoff. 
Airport management has also never received any 
�����ϐ������������������������������������������
���������Ǧ�������������������������������Ǥ�

Most aircraft that use ORS fall within or below 
����	������������������
�����ȋ��
Ȍ��Ǧ���
category. This information is important in 
determining the critical aircraft for ORS. To 
determine the appropriate critical aircraft 
and what the airport might expect from 
�����������������ǡ����������������������������
the different FAA categories for aircraft and 
their design groups as explained in the facility 
requirements chapter. For example, some of 
the aircraft that visit ORS, such as the Cessna 
�����������������������������������������Ǧ���
category. Others, however, such as the Citation 
���������������������������ǡ��������������������
�Ǧ���������������Ǥ����������������������������
of the critical aircraft design category for ORS 
follows in section 2.5.3.
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2.3.2 Current Based Aircraft In-
formation
ORS has a relatively large number of based 
����������������ϐ�����������������������������
Eastsound, as compared to most mainland 
���������������������������Ǥ�������������
easily explained when examining the type 
of community that surrounds the facility. 
Eastsound/Orcas Island is a relatively stable 
�����������������������������������������ϐ������
residents. It has a large proportion of second 
homes and retirement homes as compared 
������������������������������������������
Washington. This demographic quality is similar 
to many other island communities. Airports 
serving these communities typically have higher 
than average numbers of hangars and based 
aircraft per capita. Many of the residents and 
local airport users use ORS to hangar their own 
����������������ǡ�����������������ϐ������������������
or areas of the country.

����������������ϐ���������������������������
scheduled passenger service and cargo 
operations in and out of ORS. With the exception 
of one very small operator, there are no based 
aircraft at ORS associated with these services. 
Most of the based aircraft on the island are single 
engine and light twin engine aircraft owned and 
operated by residents or part time residents of 
the island.

The latest FAA 5010 Master Record (Table 2-1) 
�������������������������ͷ�������������������
���Ǥ�������������������������������ʹͲͳͺ��������
the last 5010 master record inspection. The 

latest basedaircraft.com data (Table 2-2) lists 
����������������������ͳ���������������Ǥ������
based aircraft data is generally considered more 
accurate than the 5010 data, as it is updated 
�������������������������������������ϐ������
representatives of the airport. For these reasons, 
�������������������������������ʹͲͳͺ����������ʹǦʹ�
were chosen for the base year. 

Areas for hangar leases are currently available, 
but limited. This is due primarily to the limited 
area the airport currently has available for new 
hangar development. Airport representatives 
have suggested that if more area were available 
for hangar development at reasonable costs, 
more aircraft owners would want to store their 
aircraft in hangars.

 
Table 2-1: FAA Master Record                
Based Aircraft

Based Aircraft Number

90 Single Engine 54

91 Multi Engine 2

92 Jet 0

Total 56

93 Helicopters 0

94 Gliders 0

95 Military 0

96 Ultra-Light 0

Source: FAA 5010 Master Record

Table 2-2: National Based Aircraft Inventory Program

Based Aircraft In 5010 as of Oct 2018 In Inventory* Currently Validated**

Single Engine 54 ͷ Ͳ

Multi Engine 2 1 1

Jet 0 0 0

Helicopter 0 0 0

Total 56 66 61

�������Ǧ�	����������������Ǥ����������ͳͲȀͳͳȀʹͲͳͺ
 *Type derived from FAA Aircraft Registration data. 
ȗȗ����������ϐ�������������������ǡ����������������������������������������������������	�����������������������������Ǥ
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2.3.4 Scheduled Passenger               
Operations at ORS
Scheduled commercial passenger operations in 
and out of ORS can be more accurately determined 
than can GA activity. The FAA and the management 
of ORS require commercial passenger operators 
���ϐ�����������������������������������������������Ǥ�
�����������ǡ��	��ϐ���������������������������������
by the FAA and private sources, can also help to 
�������������������������	��ϐ������������������������
directly to commercial operations. Comparing all 
the sources of information that were gathered 
as part of this master planning effort, including 
TFMSC, 5010 Master Records, Air Carrier 
����������������������������ȋ�����Ȍǡ�����������
��������������������������ȋ���Ȍǡ�����	����������ǡ�
the records collected by ORS management appear 
to be the most reliable for determining direct 
commercial scheduled passenger operations 
and historic trends. Table 2-4 shows the most 
�����������ǯ��ȋʹͲͳȌ������������������������������
operations activity at ORS, as reported by the 
carriers to ORS.

2.3.5 Current Instrument          
Operations
Instrument Flight Rules (IFR) activity is an 
important component of operations at ORS. 
ORS has three instrument approach procedures 
ȋ����Ȍ�������������������������������ϐ���������
and out of the airport, as well as the ability 
������������������������������������ϐ����������Ǥ�
Under most circumstances, having an IAP at a GA 
airport can greatly expand its utility, and allow 
for the provision of services that would normally 
not be found at airports without an instrument 
approach. In the case of ORS, however, it is 
even more important since the facility is very 
dependent upon the availability and use of the 
IAPs. This is due to frequent low ceilings and the 
limited availability of surface transportation to 
Orcas Island and the community of Eastsound. 
Flights during Instrument Meteorological 
Conditions (IMC) are particularly important for 
�������������������������������ϐ������Ǥ����������
���������������������������ϐ������������������������

 

Landings

Carrier Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec Totals

Empire Airlines 
(freight)

41 29 Ͷ 39 33 41 40 Ͷ 39 41 ͵ ͵ 469

Airpac Airlines Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ Ǧ 0

Island Air 15 15 20 21 15 ʹͺ  Ͷͺ 45  53 41 433

Kenmore Air ͺͻ ͻ ͺͳ Ͳ ͳ͵ 149 ͳ͵ ͳ ͳͳ ͳ͵ͺ 104 99 1,446

Magic Air Tours Ǧ Ǧ Ǧ Ǧ Ǧ 25 43 Ͷ Ǧ Ǧ Ǧ Ǧ 114

SJA New ͺ ͺͲ 129 ͳͷ ͳͷͺ ͳͺ͵ ʹ ʹͲ ͳͺͷ ͳ͵ 99 ͳͲͺ 1,868

Point2Point Ǧ Ǧ Ǧ Ǧ Ǧ ͺ   Ǧ Ǧ Ǧ 1 21

Westwind Aviation  �Ǧ Ǧ Ǧ Ǧ Ǧ 20 ͳͺ Ǧ Ǧ Ǧ Ǧ 44

Totals 237 193 276 287 343 434 624 610 430 382 293 286 4,395

Total Operations 474 386 552 574 686 868 1,248 1,220 860 764 586 572 8,790

Table 2-4: ORS Scheduled Passenger Aircraft Operations – 2017

One operation = 1 landing and 1 takeoff
Source: ORS Records of Air Carrier Reported Activity
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usually a mandatory component of an airport 
master plan, IFR data can be a great tool in 
better understanding the airport’s importance 
to a community and can provide clear examples 
of aircraft operations that would not have been 
possible without an instrument approach. 
Tracking this data can also provide other 
valuable supplementary information and trends 
at ORS over time and can help to understand 
potential future operations.

Two of the very best sources for tracking IFR 
operations in and out of an airport are the 
	��ǯ������ϐ���	�����������������������������
(TFMSC) and private data collection services, 
such as FlightAware. TFMSCs are designed 
������������������������������ϐ�������������

airport and include various data about the 
types of aircraft, point of departure or arrival, 
������ϐ���������������ǡ��������������������ǡ�
owners and various other data. They capture 
���������ϐ������������ϐ��������������������	������
Rules (IFR) and are collected by the FAA’s 
�����������������Ǥ��	������ϐ��������������Ǥ�
�	����������������������������������������ϐ����
ϐ���������������Ȁ��������ϐ�����������������������
the National Airspace System (NAS), usually by 
radar. The private FlightAware information also 
uses the FAA TFMSC information and augments 
it with other sources of data. The relevant 
�	���������������������������������ʹͲͳ����
recorded by the FAA TFMSC and the IFR tracking 
information for the same period as captured by 
FlightAware is listed in Table 2-5.

 FAA TFMSC Data
FlightAware 

Data

Month Arrivals Departures

Total IFR 
Operations During 

Month
(Normalized)

Total IFR 
Operations During 

Month

Jan Ͷͺ ͻ ͳ͵ͺ ͳͻ

Feb 39 55 110 114

Mar ͺͲ ͺ ͳͲ ͳͲ

Apr ͺ ͷ ͳͶ ͳͺ

May ͺͻ 112 224 ʹͶ

Jun 104 133 ʹ 345

Jul 131 ͳͺʹ ͵Ͷ 500

Aug ͳͷ 202 404 551

Sep 119 159 ͵ͳͺ 419

Oct ͻͺ ͳͲͺ ʹͳ ͵Ͷ

Nov ͺ 101 202 ʹͲ

Dec ͻ 100 200 ʹ͵

Annual Total IFR 
Operations

1136 1346 1776* 3574

Source: FAA TFMSC and FlightAware
ȗ��������ϐ�������������������������������Ǥ

Table 2-5: IFR Operations for 2017
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�����������������	��ϐ��������������������������������
in Washington State. Other states included:

• Montana
• Oregon
• California
• Idaho
• North 

Dakota

• Utah
• Wyoming
• Colorado
• Alaska

���������������	��ϐ�������������������������������
�����������������������������������Ǥ

The primary reasons for the differences in the 
total IFR operations recorded between the 
two sources is the different types of data and 
the sources that each of the services captures.  
	������������������������������������������Ǧ��
and radar information that TFMSC does not 
�������Ǥ��������������������������������ϐ�������
captured by FlightAware did not actually land 
������������������Ǥ���������ǡ�����������������
of data complement one another for statistical 
purposes. The breadth and depth of recorded IFR 
������������������������������ʹͲͳ���������������
the importance of instrument approach 
capabilities for the airport. A complete list of all 
IFR records can be found in Appendix XX. 

2.3.6 Current Passenger            
Enplanements
FAA, through the AIP legislation, has established 
several categories of commercial service 
airports. The categories are based primarily on 
numbers of enplaned passengers, and establish 
��������������ϐ����������������Ǥ�Figure 2-2 
describes the various categories of commercial 
service as well as noncommercial service 
��������������ϐ���������������Ǥ

�����������������������ϐ�����������	��������
ǲ���Ǧ����������������������������������ǳǤ�����
�������������������������ϐ�������ǣ�

Commercial Service 
Airports are publicly 

owned airports that have 
at least 2,500 passenger 
boardings each calendar 
year and receive scheduled 
passenger service. Passenger 

 

Airport Classifications
Hub Type: % of Annual 
Passenger Boardings

Common Name

Commercial Service:

Publicly owned airports that have 
at least 2,500 passenger boardings 

each year and recieve scheduled 
passenger service 

§47102(7)

Primary: 

���������������ͳͲǡͲͲͲ�
passenger boardings each year 

§47102(16)

Large: 

1% or more

Large Hub

Medium: 

At least 0.25%, but less than 1%

Medium Hub

Small: 

At least 0.05%, but less than 0.25%

Small Hub

Nonhub: 

More than 10,000, but less than 
0.05%

Nonhub Primary

Nonprimary Nonhub: 

At least 2,500 and no more than 
10,000

Nonprimary Commercial 
Service

Nonprimary
(Except Commercial Service)

Not Applicable Reliver §47102(23)

General Aviation 
§47102(8)

Figure 2-2: FAA Airport Categories
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boardings refer to revenue 
passenger boardings on 
an aircraft in service in air 
commerce whether or not 
in scheduled service. The 
definition also includes 
passengers who continue on 
an aircraft in international 
flight that stops at an airport 
in any of the 50 states for 
a non-traffic purpose, such 
as refueling or aircraft 
maintenance rather than 
passenger activity. Passenger 
boardings at airports that 
receive scheduled passenger 
service are also referred 
to as enplanements”.

Nonprimary Commercial 
Service Airports are 
Commercial Service 

Airports that have at least 
2,500 and no more than 10,000 
passenger boardings each year”.

When an airport reaches at least 10,000 boardings 
��������ǡ����������������ϐ�������������ǲ��������
Commercial Service Airport”. The differences 
between these two sub categories may seem 
������ǡ����������������������ϐ������������������
funding for the airport. This is because once the 
ͳͲǡͲͲͲǦ����������������������������ǡ�������������
is usually eligible to receive FAA AIP entitlement 
funding, which can be substantial. The funding 
amount per airport is usually in excess of one 
million dollars annually, depending upon needs 
and capital improvement plans. As can be seen by 
����ʹͲͳ������������������������ϐ������������
have been provided by ORS management and 
submitted to them by the carriers in Table 2-6, 
���������������������������ͳͲǡͲͲͲǦ������������
level. Enplanement records for the January through 
�������ʹͲͳͺ���������������������������������
ͳͲǡͲͲͲǦ�������������������������������Ǥ���������
management should continue to encourage full 
reporting by carriers.  

 Enplanements

Carrier Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec Totals

Island Air ͺ 4 5 13  13 49 39 35 34 25 19 250

Kenmore Air 354 ʹͳ ͵ͺ 411 551 ͻ ͻͳ 1,102 Ͷ͵ ͵ͺ 500 421 6,990

Magic Air      49 ͺ ͺͺ     223

SJA New ʹ ͷ 132 ͳ͵ͺ 144 ͳͶͺ 292 ʹͶͺ ͳͶ 123  ͺ 1,660

Point2Point       3 9    0 19

Westwind Aviation       20 ? 12    38

TOTALS 430 340 524 562 701 913 1,366 1,486 954 795 591 518 9,180

One enplanement = 1 passenger leaving ORS 
Source: ORS Airport Management Records
����ǣ�������������������������ǡʹʹ͵�������������ʹͲͳ

Table 2-6: 2017 Passenger Enplanements at ORS
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2.4 RELEVANT HISTORIC 
TREND ANALYSIS AND 
EXISTING FORECASTS

2.4.1 Local Trends and Forecasts
2.4.1.1 Based Aircraft

Historic Based Aircraft Numbers

The number of based aircraft at ORS grew 
���������������������������ϐ�����������������
���ǦͳͻͺͲ��ȋʹʹ�������������������ͳͻͺͶȌ�����������
����������ǦʹͲͲͲ��ȋͻͷ�������������������ʹͲͲ͵Ȍǡ�
�������������������ϐ���������������������Ǥ�������
ͳͻͺͶǡ����������������������������������������
3.91%. The reliability of these historic based 
aircraft numbers is uncertain. Numbers of based 
aircraft for many years were recorded primarily 
by updates to the FAA’s 5010 master record 
program. In the early 2000s, the FAA needed 
a more reliable and accurate way of reporting 
based aircraft. There were several reasons for 
this, not the least of which was the sheer lack of 
reliability of the traditional reporting methods, 
as well as the need for FAA to be able to when 
necessary determine with more accuracy the 
�����������������ϐ�����������Ǥ�	��������������
more secure and reliable national based aircraft 
inventory program and provides reports at 
basedaircraft.com. This site mandates that 
airport sponsors and their representatives enter 
more detailed information regarding the number, 
�������������������������������������������ϐ���
��������������������Ǥ�	������������Ǧ��������������
��������ǡ���������������������������������Ǧ������ǡ�
�����Ǧ������ǡ�����ǡ�������������������������	��ǯ��
	����ͷͲͳͲǦͳ�ȋ������ͻͲǦͻ͵Ȍ����������������
the data on this site and the program is now a 
component of their annual inspections. Table 
2-7 ��ϐ������������������������������������������
������ͳͻͺͷǡ��������������������	���������������
5010 Master Record program and other sources. 
Since 1990, the number of based aircraft at ORS 
has grown from a reported 42 aircraft to the 
����������������������������ͺ���������Ǥ�����
majority of these changes came in the early 
1990s, and reported based aircraft numbers 
reached a peak in 1995. Current numbers have 
�����������������������������������ʹͲͲ������
ͷ�����������������������������Ǥ������������
�������������ϐ��������������ʹͲͲͷǡ�����������������

to lapses in reporting or other errors that were 
corrected over time. It is very likely that the 
overall based aircraft rate will grow very slowly 
until an additional catalyst occurs or expanded 
areas for developments are provided. 

Hangar Availability / Sponsor Input

The lack of availability of hangar space 
or imminent plans for additional hangar 
development can indicate the health of an airport 
and its potential for short term growth. It is 
not always a good marker for long term growth 
however. The data can quite effectively show 
near term trends, indicating where GA aircraft 
operations might be heading, and can heavily 
��ϐ��������������������������������������������
development might be necessary at the airport. 
ORS representatives and stakeholders have 
expressed that recent demand for new or used 
hangars at ORS has been relatively light, but that 
development of additional hangars may entice 
more individual operators to base their aircraft 
at the airport.

Previous ORS MP Based Aircraft Forecast

The most recent Master Plan update conducted 
������������������������������ʹͲͲͺ�����������
forecasts primarily based upon the FAA’s TAF. The 

 

Table 2-7: Reported based aircraft        
at various intervals since 1984

Reported              
Year

Reported Based 
Aircraft

1984 22

1990 42

1995 Ͷ

2000 ͷ

2005 93

2010 ͻ

2015 

2017 ͳ

Source: 5010 Airport Master Records                    
Note: Decreases since 2005 have been due to a 
combination of the Great Recession, as well as 
the implementation of the FAA’s basedaircraft.
com database for tracking based aircraft.
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TAF predicted average annual growth rates of 
1.3%. When the study was conducted nearly 10 
���������ǡ�������������ͷ����������������������Ǥ�
That master plan predicted that there would 
�����������������ͺͷ��������������������ʹͲͳͺǤ�
This forecast was optimistic, relying on the data 
available at the time, since based aircraft numbers 
�������������������������������ʹͲͲͺǤ�

Current FAA TAF Based Aircraft Forecasts

Current FAA TAF forecasts for based aircraft 
���������������������ͷǦ�����������������������
in Table 2-8 and represent a forecast average 
�������������������͵ǤΨǤ��������������������
trends and activity at ORS, as well as input by 
airport representatives and stakeholders, and 
the relatively limited existing areas for additional 
hangar development due to constraints at ORS 
would seem to indicate that the FAA forecast 
may be high. 

Aircraft Operations Versus Based Aircraft

�������������������������������������������
ORS are used by fulltime residents, as well 
as many residents who have second homes 
or who vacation on the island. This is of no 
surprise since Orcas Island has a large resident 
population with second homes. Considering 
those facts along with the scheduled passenger 
activity and large numbers of itinerant aircraft 
operations at this tourist destination, suggests 
the airport is likely to have a relatively lower 
number of aircraft operations per based aircraft. 

When a reliable forecast of aircraft operations 

is not available or needs to be supplemented 
or tested, an estimate of annual operations per 
based aircraft can be used to help determine 
forecasts or assist with their validity. General 
guidelines from the FAA are:

• 250 operations per based aircraft for 
rural general aviation airports with little 
��������������ϐ��

• 350 operations per based aircraft for 
busier general aviation airports with 
more itinerant operations

• 450 operations per based aircraft for 
busy reliever airports 

• ͷͲ�����������������������������������
unusual circumstances or high itinerant 
operations

Dividing the current estimated operations of 
������������Ǧ�ͶͳǡͺͲͲǡ��������������������������
������������������������Ǧ�ͺǡ�����������������������
��������������ͷ͵������������������������������Ǥ�
This number seems reasonable given the 
number and types of operations at ORS. With GA 
operations and based aircraft forecasted to grow 
slowly, and commercial operations forecasted to 
increase at a higher rate, it would be expected 
that the number of operations per based aircraft 
will likely increase in the future.

2.4.1.2 General Aviation Operations
Table 2-9 graphically represents the total 
annual reported GA itinerant and local 
���������������������ͷǦ���������������������ͳͻͻͲǤ�
As previously mentioned, without the existence 
of an active control tower, the operations 

 

Table 2-8: FAA TAF of  ORS Based 
$LUFUDIW��ÀYH�\HDU�LQWHUYDOV�

Forecast              
Year

Forecast Based 
Aircraft

2020 ͻ

2025 102

2030 ͳͳͺ

2035 140

2040 ͳ

2045 199

Source: FAA TAF ORS data
Table 2-9: ORS estimated annual GA Operations                         
VLQFH�������ÀYH�\HDU�LQWHUYDOV�

ORS General Aviation Aircraft Operations

Year Itinerant Local Totals

1990 30,000 9,000 39,000

1995 23,952 ͳͲǡʹ ͵Ͷǡʹͳͺ

2000 25,000 ͳǡͳͺͲ ͶͳǡͳͺͲ

2005 ͳǡͷͺͺ ͺǡ͵ ʹǡʹͷͳ

2010 ͳͺǡͷʹͳ 9,124 ʹǡͶͷ

2015 ͳͺǡͲͲͲ 15,000 33,000

Source: FAA 5010 Master Record / TAF
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can only be estimated via a combination of 
extrapolated data available from various sources, 
but primarily through FAA 5010 records.

�����������ϐ������������ϐ�������������������
estimated GA operations over the last three 
decades, and represents an average annual 
������������
��������������ǦͲǤΨ�����������������
for both itinerant and local GA operations. Some 
��������ϐ������������������������������������������
and inaccuracies in estimates of activity, which 
�����������������Ǧ����������������Ǥ������������
with airport representatives and stakeholders 
�����������ϐ���ǡ��������ǡ����������
�������������
data may be representative of GA operations over 
the period described. GA activity at ORS is heavily 
dependent upon itinerant operations with ORS 
���������������������������Ǥ��������������ϐ��������
of some recent and earlier declines in smaller GA 
aircraft operations in and out of the facility. Local 
economics, an airport service area with a small, 
slow growing local resident population and a 
disproportionately large percentage of residents 
with second homes are factors that all contribute 
to the GA operations at ORS. Local stakeholders 
have expressed that their observations and 
the data indicate that while GA activity is likely 
growing, it is growing slowly, and is being far 
exceeded by the increase of scheduled passenger 
activity.

The previous ORS master plan forecast, 
�������������ʹͲͲͺǡ��������������������������
��
operations growth over the forecast period of 
1.3%, mirroring based aircraft forecasts in the 
same study. While this estimated growth rate 

��ϐ�������������������������ǡ������������������������
GA growth rates previously forecasted have not 
�������������������������Ǥ

The current FAA TAF for ORS provides a basic 
forecast for GA local and itinerant operations 
that does show steady and moderate increases 
of activity over time. FAA forecasts in the TAF for 
�����������������������������������������������
usually derived from very generic sources, and 
the reasoning behind the predictions are very 
simple. It is expected that these forecasts are to be 
augmented with more realistic data and trends as 
part of the master planning process. The current 
FAA TAF forecasts for GA operations at ORS over 
ϐ���Ǧ���������������������������Table 2-10.

������������	�����	����������������������ϐ�����
a modest average annual increase of just 
�����ͳǤ͵Ψ����������
����������������������
operations. This increase seems reasonable at 
ϐ�����������Ǣ��������ǡ����������������������������
when factoring in the recent slow growth of GA 
operations at ORS. Without an additional catalyst 
to generate more growth in GA activity, it is likely 
that the growth of the local GA activity on the 
airport will be heavily tied to existing population 
growth, local demographics and infrastructure 
and ease of building new hangars. Although not 
usually required, it would therefore be prudent 
to separate the estimated annual percentage 
growth rates forecasts in this master plan for 
both GA itinerant and GA local operations.

While military operations have been included in 
activity estimates at ORS since 2011, based on 

 

7DEOH��������&XUUHQW�)$$�7$)�*$�IRUHFDVWV��ÀYH�\HDU�LQWHUYDOV�

ORS General Aviation TAF Forecasts

Year Itinerant Local Totals

2020* 19,010 ͳͷǡͺ͵ʹ ͵ͶǡͺͶʹ

2025* 20,354 ͳǡͻͶͶ ͵ǡʹͻͺ

2030* ʹͳǡͺͲ ͳͺǡͳ͵ͺ ͵ͻǡͻͳͺ

2035* 23,305 19,422 Ͷʹǡʹ

2040* 24,942 ʹͲǡͻͶ Ͷͷǡ͵

2045* ʹǡͻ͵ 22,254 ͶͺǡͻͶ

Source: FAA TAF 
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the information available and interviews with 
local representatives, it is unlikely they will have 
���������ϐ�����������������������������������������
ORS. These types of operations will be included 
as part of the forecasts, but should be considered 
���������������������ϐ�����Ǥ�

2.4.1.3 Scheduled Passenger Operations
As highlighted in the inventory chapter, ORS has 
several scheduled air taxi / commuter companies 
�����������Ǥ�������������������������������������
aircraft servicing ORS have 19 seats or less, 
by FAA regulations, these operations are not 
being conducted under FAR Part 121 operating 
�����ϐ������ǡ����������������������������������
���������	��������ͳ͵ͻ����������������ϐ�����Ǥ�
Part 121 air carriers are generally associated 
with major airlines, and are not part of the 
�����������������Ǥ�������Ǧ����������������ǡ�����
collection of operational data associated with 
scheduled air service is generally more reliable 
than GA operating data. Although discrepancies 
exist between different sources of scheduled 
passenger information, total aircraft activity is 
usually consistent. The FAA mandates certain 
��������������ϐ�����������������������������
��������������������������������Ǥ����������������
�	��ϐ�����������������������������������������������
other available operations data since many 
scheduled passenger operations in and out of ORS 
�������������������������	��ϐ�����������Ǥ�Table 
2-11 shows the historic numbers of scheduled 
passenger services operations at ORS since 1990 
���ͷǦ��������������ǡ��������������������	��Ǥ

This data is derived once again from operations 
as reported on the FAA 5010 master record for 
ORS. The overall trend shows an average annual 
������������ǦͲǤͳͻΨ����������������������Ǥ�����
obvious discrepancy in the data is evident in 
the way that the numbers were reported. The 
FAA no longer has a reportable entry space for 
ǲ��������ǳ�����������Ǥ�������������������������
���������������������������������ǲ��������ǳ�
����Ǥ������������ǡ�ǲ�����������ǳ�����������ǡ����
reported by the 5010, are to be reserved for those 
operations by commercial carriers operating 
���������	��������ͳʹͳ����������������ϐ�����Ǥ����
described earlier, Part 121 operations are usually 
�������������������������������������������ϐ�����
by major airlines, none of which operate out of 
ORS. It is very common, however, to see this type 
of error reported on FAA 5010 records, and it 
���������������������������ϐ������������������Ǥ�
�����������������������������������������ͷͲͳͲ�
records indicate a somewhat variable but robust 
number of scheduled passenger operations.

The previous ORS master plan forecast published 
���ʹͲͲͺ�������������������������������
enplanement to grow at an exceptional rate of 
3.1% over the forecast period. This rate of growth 
is higher than normal for most operations in 
the US, and would indicate substantial growth. 
This forecast was primarily based upon the FAA 
predicted growth rates at the time. Actual growth 
has been much lower than this forecasted rate. 
�������ǡ�����͵ǤͳΨ������������������������
������������������������������ʹͲͲͺ����������

 
Table 2-11: FAA TAF historical scheduled passenger                                        
RSHUDWLRQV�256��ÀYH�\HDU�LQWHUYDOV�

Year Air Carrier Air Taxi/Commuter Totals

1990 0 9,125 9,125

1995 0 9,125 9,125

2000 0 ͳ͵ǡͶͷ ͳ͵ǡͶͷ

2005 0 ǡͻʹͺ ǡͻʹͺ

2010 0 ͺǡͲ ͺǡͲ

2015 ǡͺͲͲ 1,900 ͺǡͲͲ

Source: FAA 5010 Master Records/TAF Data
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there are no indications that an upward trend 
will wane in the near future. It is likely that 
overall scheduled passenger operations will not 
keep pace with actual enplanement forecasts. 
�������������������������������������������������
ϐ���������������������������Ǥ

Table 2-12 depicts the current FAA TAF 
forecasts for scheduled itinerant operations at 
����������������ͷǦ��������������Ǥ���������������
mentioned, due to a reporting anomaly, only the 
total operations are of consequence, and the 
individual distinction between air carrier and air 
taxi operations should be considered irrelevant. 
The FAA TAF indicates an average annual increase 
���ͲǤͻͺΨ����������������������Ǥ�������������
rate is very consistent with current growth rate 
reported by ORS over the last 10 years. 

2.4.1.4 Passenger Enplanements
�������������������������ϐ��������������
commercial passengers board aircraft at an 
airport, usually to travel to another airport 
���������������������������������������ϐ�����Ǥ�
One of the most critical functions that ORS 
serves is as an aviation connection for the 
residents of Orcas Island with the greater Seattle 
area and the broader US mainland. The only 
other transportation options for local residents 
����ϐ������������������������������������������
������������������Ǥ������������������������������
of passenger enplanements to and from ORS 
are one of the most important data elements 
to measure the activity and importance of the 
airport. Most reliable enplanement data for ORS 
comes from historic FAA 5010 Master Record 
estimates and enplanement reports provided to 
ORS by the commercial carriers.

Table 2-13 depicts the historic enplanements for 
��������������������	��������	���ͷͲͳͲǤ��������
ʹͲͲǡ�	���ͷͲͳͲ������������������������������
�����ϐ���������������������ϐ����������������������Ǥ�
Since that time, reporting has been relatively 
�������������ϐ�����������������������������������
enplanement reports derived from airport 
�������Ǥ����������������ϐ��������������������
���������������������������ǦͲǤͺΨ������ʹͷ������ǡ�
some of this data may be unreliable after further 
��������Ǥ�������������������������ʹͲͲǦʹͲͳͶ������
�������������������������������������ϐ�����������
in tourism in the area.

Due to the inconsistencies of the FAA 
enplanement data as provided by historic 
5010 Master Records, the records from ORS 
representatives are considered more reliable. 
These records are collected directly by ORS 
representatives from reports provided by 
the commercial carriers. As a result, the 
enplanement numbers used as a base for 
this master plan forecast will mirror the 
������������ϐ����������������������ǡ���������
����	�������������������������ϐ��������������
5010 records and TAF. This will also provide a 
common starting point for the forecasts with 
which to measure average annual growth rates, 
and to allow better comparisons to the FAA TAF 
forecast growth rates. ORS should continue to 
encourage all carriers to report enplanements to 
the FAA.

Figure 2-4 on the following page shows all 
������������������������������������ͳͻͻͺ�
���������������Ǥ�������ͳͻͻͺǡ�����������
enplanements grew an annual average of 
0.54%, however, taking into consideration the 
������ϐ�������������������������������������
growth from 2005, when the enplanements 
were close to their lowest point, an annual 
�����������������������ǤͳͶΨ��������������Ǥ�
This tremendous growth rate is very apparent 
when considering just the last four years of 
����ǡ���������ϐ���������������������������ͳΨ�
each year. Once again, growth rates of these 
magnitudes cannot be accurately extrapolated 
into predicted growth rates, but can serve 

 
Table 2-13: FAA 5010 records of  
passenger enplanements at ORS                
�ÀYH�\HDU�LQWHUYDOV�

Year Enplanements

1990 ǡͳͷ

1995 0

2000 ǡͳ

2005 Ͷǡ͵Ͷ

2010 ͵ǡʹͺ

2015 ͷǡͲͺ

Source: FAA 5010 / TAF
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���������������������Ǧ�����������������Ǥ�
Interviews conducted with ORS representatives 
��ϐ�������������������������������������������
will continue. Interviews were conducted 
with most of the air service providers at ORS 
to determine if any major changes or actions 
��������ϐ���������������������������������Ǥ�
Those interviews revealed no major changes 
anticipated by any of the providers in either the 
type or level of air service or equipment. 

The previous master plan forecast published 

���ʹͲͲͺ�����������������������������������
approximately 3.1% annually. Normally for FAA 
master plan forecasting standards, this growth 
���������������������������Ǣ��������ǡ��������
����������������ʹͲͳ�����������������������ͳͲǦ
year master plan forecasts considerably. Previous 
estimations in the master plan were primarily 
driven by FAA forecasts at the time.

Table 2-14 shows the current FAA TAF 
��������������������������������������������ϐ���Ǧ
year periods. This FAA TAF forecast continues 
the previous FAA trend of a 3.1% average annual 
growth rate. Actual passenger enplanement 
data provided by ORS already supersedes the 
actual estimated enplanement numbers by the 
	��ǡ��������ǡ����������ϐ�������������������
quite as relevant to the future forecasts as is the 
estimated percentage growth rate. 

2.4.1.5 Instrument Operations
Instrument approach capabilities across 
the nation for nearly all community based 
airports is increasing at a very fast rate. An 
acknowledgement of the critical need coupled 
with rapidly developing technology by the 
aviation industry and the FAA has led to an 
ambitious program to upgrade and equip the 
system and individual airports. ORS is a prime 
example of an airport that is not only heavily 

 
Figure 2-4: Passenger enplanments at ORS since 1998

Source: ORS Airport Manager Records

Table 2-14: Current FAA TAF 
estimates for ORS passenger 
HQSODQPHQWV��ÀYH�\HDU�LQWHUYDOV�

Year Enplanements

2020* ǡ͵

2025* ͺǡͷ

2030* ͻǡͻͺʹ

2035* ͳͳǡʹͻ

2040* ͳ͵ǡͷͶͺ

2045* ͳͷǡͺʹ

Source: FAA  TAF
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dependent upon instrument approaches, but 
������������������ϐ�����������������������Ǥ�����
most reliable method of determining trends of 
instrument operations over time at a facility 
is by examining the historic TFMSC data 
available. Table 2-15 depicts total instrument 
operations recorded by the FAA TFMSC at ORS 
since the year 2000. The data clearly shows 
a strong upward trend of IFR use at the ORS 
airport. This trend seems to far outpace other 
measurable activity statistics at the airport. 
�������������������������	��ϐ������������������
ͳͳǤͳΨǡ�ͳͷǤͲΨ�����ǤͶͶΨ���������������ͳǡ�ͳͲ�
����ͷ�������������������Ǥ����������������ϐ������
both the basic demand for IFR operations and 
FAA’s development of new instrument approach 
procedures over time. 

2.4.2 Regional Trends                 
and Forecasts
2.4.2.1 FAA Northwest Mountain Region TAF
As a requirement of the FAA’s NPIAS program, 
FAA TAF statistics for all NPIAS airports in the 
United States are projected forward, not only at 
a local airport level, but regionally and nationally 
as well. The historic data and current FAA TAF 
forecasts for enplanements, operations and based 
aircraft within the Northwest Mountain Region for 
���������ͷǦ����������������������������Table 2-16. 

The FAA is forecasting an average annual growth 
rate in the region of 2.04% for enplanements, 
ͳǤͲΨ�����������������������������������ͲǤͺͺΨ�
for based aircraft over the next 25 years. These 
statistics will of course vary from airport to 

 
Table 2-15:  TFMSC instrument 
operations at ORS from 2000-2017

Year Total IFR Operations

2000 402

2001 542

2002 ͷ͵

2003 532

2004 ͺͳͻ

2005 ͻͻ

2006 ͺ

2007 ͷͻ

2008 

2009 ͵ͷ

2010 1044

2011 ͳ

2012 ͳͻ

2013 1902

2014 2010

2015 ʹͲͺʹ

2016 2022

2017 ʹͶͺʹ

Source: FAA  TFMSC Data

Table 2-16:  FAA histroic data and TAF forecasts                         
for NWMR for enplanements, operations, and                                 
EDVHG�DLUFUDIW��VHOHFWHG�ÀYH�\HDU�SHULRGV�

Year Total Enplanements Total Operations Based Aircraft

1990 ͵Ͷǡ͵ͻǡͶͷʹ ͻǡͲͷǡʹͻ ͳǡͶͳͳ

1995 ͶǡͶǡͲͶͺ ͳͲǡͶͺͷǡͶͶ ͳǡʹ

2000 ͷǡͲͻͲǡͲͷ ͳͳǡͺͷǡͺ ʹͲǡͺͷͲ

2005 Ͳǡͺͻǡͳͺ 11,590,222 ʹ͵ǡͻͲ

2010 ͷǡͶͷͳǡʹͶ͵ ͳͲǡͻͶǡͷͻ ʹʹǡͶʹ

2015 ͵ǡͺͲǡͳͳ ͳͲǡʹʹͺǡͶͺͶ ʹʹǡʹͷͺ

2020* ͻʹǡͶͷͷǡͷͷ ͳͲǡͷ͵ͻǡͻ ʹͶǡͷͲ

2025* ͳͲʹǡͺʹǡͷʹ ͳͳǡͲʹͻǡͲͶ ʹͷǡͻͲ

2030* ͳͳͶǡͳ͵Ͳǡͻʹ ͳͳǡͳͷǡͷͲ ʹǡͳͲͳ

2035* ͳʹǡͳʹͲǡͷͻʹ ͳʹǡʹͷ͵ǡͶͷ ʹͺǡʹʹ

2040* ͳ͵ͻǡͲͺǡͶͳ ͳʹǡͻͷ͵ǡ͵Ͷͺ 29,515

2045* ͳͷ͵ǡͳͷͺǡͺ ͳ͵ǡʹʹǡͷͲͺ ͵Ͳǡͺ͵

Average 
Annual 
Growth

2.04% ͳǤͲΨ ͲǤͺͺΨ

Source: FAA TAF ORS Data                                                                                                                    
*Data is TAF forefasted data
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���������������������������ǡ���������ϐ��������������
or charter operations, however, as a gross 
estimate, it is useful to consider these forecasts in 
relation to local factors at ORS.

2.4.2.2 FAA Washington State TAF
The FAA TAF presents the same categories of 
forecast data for each of the individual states. See 
Table 2-17 above. The FAA TAF predicts for the 
State of Washington an average annual growth 
rate of 2.24% for enplanements, 1.20% for total 
���������������ͳǤͲͺΨ�����������������������������
next 25 years. As previously mentioned, these 
statistics are used to help identify trends and 
augment individual forecasts.

2.4.2.3 Washington State Aviation System Plan
Washington State completed its latest aviation 

����������������������ʹͲͳ�ȋ������ȌǤ������
�������������������������������������������������ʹͲǦ
year plan to assist the State, FAA and individual 
��������������������������������ϐ������������������
aviation within the state and to help individual 
airports and the State make appropriate plans for 
the future. The WASASP report is characteristic 
of other FAA funded state system planning 
�������������������������������������������������
airport system plans. These similarities are 
because state system plans are also conducted 
under the same FAA Master Planning guidance 
as individual airport master plans, found in FAA 
������������������ͳͷͲȀͷͲͲǦ�Ǥ������������
provides forecasts for each of the airports. As 
with national forecasts the state forecasts for 
individual airports are more general than are 

 
Table 2-17: FAA historic data and TAF forecasts for State of                              
:DVKLQJWRQ�IRU�VHOHFWHG�GDWD��VHOHFWHG�ÀYH�\HDU�SHULRGV�

Year Enplanements Total Operations Based Aircraft

1990 ͻǡͲͶͳǡͳͲ ʹǡͺʹͲǡͳ͵ Ͷǡͷ͵

1995 ͳ͵ǡʹ͵ͳǡʹ͵ ͵ǡʹͲͺǡʹͳͷ ͶǡͻͲ

2000 ͳͷǡͻͻǡʹͺͶ ͵ǡͳͲǡͶͳͶ ͷǡͺʹ

2005 ͳǡ͵Ͷǡͷ͵ͳ ͵ǡͶʹǡʹͷʹ ǡ͵ͳ

2010 ͳǡͷͺǡͷͶͺ ͵ǡͳͺǡ͵ͻͻ ͷǡͻ͵

2015 ʹʹǡͳͺǡͳ͵ 2,935,112 5,554

2020* ʹͺǡͲͲͷǡͶͻʹ ͵ǡͲͲǡͻͶͻ ǡͲͺ

2025* ͵ͳǡͶ͵ͲǡͲͺͶ 3,235,020 ǡͶ͵ͻ

2030* ͵ͷǡʹͳͲǡͲ ͵ǡͶʹǡͷʹͺ ǡͳ

2035* 39,291,134 ͵ǡ͵ǡͳͻ͵ ǡͳʹͷ

2040* Ͷ͵ǡͲǡͻʹͶ ͵ǡͺǡͶͺ͵ ǡͷͳ

2045* Ͷͺǡͳͺǡʹ 4,122,093 ǡͻ͵

Average 
Annual Growth

2.24% 1.2% ͳǤͲͺΨ

Source: FAA TAF 
*Data is TAF forecasted data
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������������������������ϐ������������������
�����Ǥ��������������ϐ��������������������������
the Washington Aviation System as air cargo, 
commercial uses and general aviation, and ORS 
embodies each of those three pillars.

As part of the new WASASP, the State of 
Washington has developed its own airport 
������ϐ��������������������������������������
airport’s contribution to the state airport 
system Figure 2-5 depicts the new WASASP 
��������������ϐ��������Ǥ

�������������������������ϐ��������������ǡ���������
���������������������ǲ���������ǳ��������Ǥ��������
������������������������������ϐ����������ǣ

A Community airport 
provides a facility 
for larger scale 

general aviation activities 
that are important to aviation, 

such as business and personal 
transportation, recreation, and 
pilot training. There may be fewer 
corporate flights for business 
activities than a Regional airport, 
but they will still be active at 
this type of airport. The typical 
aircraft serving these activities 
are ARC A-I (small) to B-II. A 
Community airport serves a 
population range of 5,000 to 
1.8 million. Community airports 
have paved runways and should 
have a minimum of 15 based 
aircraft to be included in this 
classification.”

 Classification   Primary Activities   Factors to Classify Airports

Major • Commercial service
• Aircraft or aerospace manufacturing

• �����Ǧ��������������
• Primary Activity: commercial service 

and/or aerospace manufacturing/MRO
• Population over 40,000

Regional • Corporate GA and travel business • �����Ǧ�������������
• Primary Activity: corporate GA and  

travel business
• Population over 30,000

Community • 
�Ǧ�����������������������Ȁ���������
and recreational

• Pilot training

• Not metro or regional
• Paved primary runway surface
• 15 or more based aircraft

Local • 
�Ǧ�����������������������Ȁ������������
• Pilot training
• Agriculture

• Not metro or regional
• Paved primary runway surface
• Less than 15 based aircraft

General Use • 
�Ǧ�����������������������Ȁ������������ǡ�
including backcountry

• Unpaved primary runway surface 
(including all seaplane bases)

)LJXUH������1HZ�:DVKLQJWRQ�6WDWH�$YLDWLRQ�6\VWHP�3ODQ�$LUSRUW�&ODVVLÀFDWLRQ�6\VWHP

������ǣ��������ȋʹͲͳȌ
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����������������ϐ���������������ǲ���������ǳ�
airport, including its expectation of the type of 
aircraft served, quite well. 

Of particular interest to ORS were the forecasts 
developed as part of the latest WASASP. The 
��������������������������ϐ������������������
�������������������������������������ʹͲǦ�����
period and relevant to ORS forecasts are 
�������������ǣ

• GA aircraft operations statewide: 0.9%

 » ����������������ϐ������������ǣ�1.3%

• Air Carrier / Air Taxi Commuter aircraft 
operations statewide: 2.0%

• Enplanements statewide: 3.1%

 » ������������������������ǣ�1.1%

• ����������������ϐ������������ǣ�1.8%

These numbers are similar to most of the other 
FAA TAF based forecasts and provide further 
credence to the projected activity of the aviation 
industry in Washington as a whole. Also as 
part of the WASASP, some individual airport 
information was also presented in terms of 
ʹͲǦ����������������������Ǥ�Table 2-18 shows 
the historic reported and forecast projections 
attributed to ORS for scheduled passenger 
operations from the WASASP.

����ϐ�������������������������������������
match current reported analysis or trends at 
ORS. Reported scheduled passenger aircraft 
operations are already substantially higher than 

reported by the WASASP. This anomaly is due to 
the different databases used and time periods in 
which the data is presented. It is not uncommon 
for information of this type in a statewide plan to 
be collected from consolidated databases rather 
����������������ϐ���������������������������Ǥ�
The information is not meant to be entirely 
conclusive for each individual airport, and is used 
more to show trends for the entire state.

2.4.2 National Trends                  
and Forecasts
2.4.2.1 FAA Aerospace Forecast
An important part of developing trends for 
�������������������������������������������
issues from a national perspective, and then 
applying them, as warranted, to the regional 
and local perspective. One of the most reliable 
and important tools for this purpose is the 
������������������������������������������	������
������������	�������������	��������ȋʹͲͳȂʹͲ͵Ȍǡ�
and the NPIAS driven FAA TAF reports.

The latest FAA Aerospace Forecast report states 
that the U.S. is in its seventh year of recovery 
������������ϐ����������������������������������
industry tremendously. The aviation industry is 
currently doing well overall and recent events 
have seemed to heighten airline competition. 
��������������������������������������������
much of the aviation business since deregulation 
40 years ago have been replaced by an industry 
that is closely tied to the healthy economy, and 
for the most part, the report states that the US 
������������������������������������������Ǧ�����
strength. The FAA is forecasting US domestic 
carrier passenger growth to average 1.9% per 
year over the next 20 years. (See Figure 2-6) The 
�������������������������������ʹͲͳͷ�����ʹͲͳ�����
a boost for the overall growth of the industry, 
which is still in effect. The FAA is forecasting oil 
�����������������������̈́ͷͲ���������������ʹͲͳͺ�
�������������������̈́ͳͲͲ���������������ʹͲʹ�����
����������������̈́ͳ͵ʹ���������������ʹͲ͵Ǥ�

�����������������������������ϐ��������������
����������ǡ��������������������������������Ǧ
term outlook for GA is stable and has room for 
��������Ǥ����ʹͲͳǡ���������������
�����������
�����������������������ǡ����������������ǦʹǤͳΨ�
�����������������������ǡ��������������ǦǤͶΨ�

 

Table 2-18: Projected Air Carrier 
/ Air Taxi / Commuter aircraft 
RSHUDWLRQV�DV�SHU�:$6$63�������

Year
Scheduled Passenger 

Operations

2014 3,439

2019 ͵ǡͷ

2024 ͵ǡͳͷ

2034 ͶǡͲͺ

������ǣ��������ȋʹͲͳȌ
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�����������������������Ǧ����������������������ǡ�
�����������������������Ǧʹ͵ǤʹΨ���������Ǧ�������
piston aircraft, however, business jet deliveries 
�������������������������ͳǤͺΨǤ�����	������������
����������������������������������
��ϐ��������

0.1% per year for the next 20 years, with the 
largest gains being made in the rotorcraft sector, 
�������������������������������ϐ����������ϐ�����
over the same period. See Figure 2-7. 

Figure 2-6: FAA forecast US enplanements

)LJXUH������)$$�IRUHFDVWV�IRU�JHQHUDO�DYLDWLRQ�ÁHHW

Source: FAA Aerospace Forecast

Source: FAA Aerospace Forecast
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��������������
��������ϐ�����������������
to increase an average of 0.9% per year over 
the forecast period, with a 2.3% growth in the 
turbine hours, a 2.0% increase in rotorcraft 
hours, and a 3.0% increase in jet hours, but with 
��ͲǤͺΨ���������������ϐ����������������������Ǥ�����
regional and business jet market continues to 
be robust, and shows no signs of slowing. See 
Figure 2-8.

2.4.2.2 FAA National Terminal Area Forecast 
Summary
����	��ǯ����ϐ����������������������ǡ�������������
other airports as well, is provided by the annual 
FAA TAF (Terminal Area Forecast). FAA TAF 
�������������������������������������������������
previous sections of this forecast chapter. The 
FAA TAF is used in conjunction with the FAA’s 
National Plan of Integrated Airport Systems 
(NPIAS) to determine an airport’s forecasted 
number of aircraft operations, based aircraft, 
enplanements and other information, especially 
if no other data is available. The FAA TAF and 
the associated annual summary report provide 
forecasts for multiple levels, from nationwide to 
region and down to the individual airport level. 
The types of operations that the TAF forecasts 
for individual airports depends upon the 

complexity of the airport, with large commercial 
service airports having more complete data, and 
smaller GA airports having less. For ORS, the 
TAF includes forecasts of enplanements, aircraft 
operations and based aircraft, with each broken 
down into standard subset categories. The 
forecasts for individual airports are made from 
a national rather than a local perspective. The 
entire current FAA TAF for ORS can be found in 
Appendix XX.

The latest FAA TAF forecasts some interesting 
data for the US as a whole. For the near term, 
itinerant GA operations are predicted to 
increase by 0.2% and local GA operations by 
0.3%. Total enplanements at all airports are 
expected to increase by 4.3%. For the longer 
term, trends favor a national average annual 
���������������������������������ʹǤΨǡ����������
��������Ȁ�������������ϐ������ǦͳǤͳΨǡ�������������
in itinerant GA operations of 0.3% and growth 
of local GA operations at 0.4%. There is also a 
ͲǤͺΨ����������������������������������������
nationally over the same period. A summary of 
some selected individual historic and forecast 
national statistics provided within the latest FAA 
��	���������������ͷǦ����������������������������
Table 2-19.

 
)LJXUH������)$$�IRUHFDVWV�IRU�*$�KRXUV�ÁRZQ
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2.4.3 Other Relevant Influences 
on Trends & Forecasts
When forecasting future operations, 
enplanements and based aircraft at GA and small 
commercial service airports, it is important to 
��������������������������ϐ��������������������
that could affect overall development. Some of 
���������������������������������������ϐ������
�������ǡ���������������������������ϐ�����Ǥ����
is incumbent upon the forecaster to not only 
use professional judgement when considering 
these variables, but to place a great degree of 
emphasis upon stakeholder opinions about 
the topics. Forecasting operations at larger, 
commercial airports can certainly be challenging 
due to their complexity and the sheer amount 
of data available, however, smaller GA airport 
forecasts can be equally as challenging because 
of the limited amount of reliable published data 
and because some variables can potentially 
���������������ϐ�������������������Ǥ������������
forecasting for GA airports much more dependent 
upon local input and forecaster discretion. 

2.4.3.1 Ferry Operations
Washington State Ferries operates ferry 
service crossing the Puget Sound and its inland 

waterways. This marine highway carries 
commercial users, tourists, and daily commuters. 
Several vessels provide service between 
Anacortes and the San Juan Islands, with a stop 
at the Orcas Island Ferry Terminal (Tables 2-21-
2-22 and Figure 2-9). 

�����������������������������������������������
Orcas Island decreased from 2002 to 2009, but 
�������������������������ʹǡʹʹ�����������ʹͲͳǤ�

�����Ǧ���������������������������Ǧ������������
are assessed for passengers and vehicles. 

  Year
Passenger 

Enplanements
Itinerant Operations Local Operations Based Aircraft

1990 ͵ͷǡʹǡͲͻ ͳͲǡͺͻͻǡͻ ͵ǡͺͷǡ͵ͺ ͵ͻǡͷͻǡͻͳͲ ͳʹǡͳ͵Ͳ

1995 ͷ͵ǡͲͺǡͷͲͳ ͳ͵ǡʹͶͶǡͳͶͺ ͵ͺǡͻʹǡͻ͵͵ ͵ͺǡͶ͵ʹǡͷͻͲ ͳͷǡ͵ͳ

2000 ͷǡ͵͵ǡͲͻͷ ͳͶǡʹͷʹǡͺ͵ͻ Ͷ͵ǡͺʹͻǡ͵Ͳ Ͷ͵ǡͳ͵ǡͷͳ ͳͻǡͷ

2005 ͳͶǡͲͻͶǡͲͶ ͳͷǡͷ͵ǡͻͶͶ ͶͲǡʹͶͺǡʹʹͷ ͶͲǡͺͶʹǡͷͷ ͳͻǡͳͷͷ

2010 ͳͷͻǡͺͳʹǡͳͷͺ ͳʹǡͳ͵ʹǡͻͶͺ ͵ͶǡͶͲͳǡͺ͵ ͵ǡǡͷͳ ͳͷǡͶͶͳ

2015 ͳͷͶǡͳͷǡ͵ͳ ͳͲǡͷͲͷǡͶʹ ͵ʹǡͶͲͳǡͷ͵ ͵ͷǡͺͺͲǡͻͷͻ ͳ͵ǡͻ͵

2020* ͳͳǡͳͲʹǡͻͶͶ ͻǡͲͶǡͷ 32,450,259 ͵ǡͶʹǡʹͻ ͳͻǡͶͺ

2025* ͳǡͻͶͶǡ͵ͻ ͺǡͲͷͷǡͻ͵ͳ ͵ʹǡͻͻǡ͵ͻͺ ͵ǡͳ͵Ͳǡͷʹʹ ͳͺǡͺͷͻ

2030* ͳͻʹǡͺͺͲǡͻʹ ͺǡ͵ͺǡͲͷͳ ͵͵ǡͷͺǡͶͷͺ ͵ǡͺ͵ǡͻͳ͵ 194,021

2035* ʹͲͻǡͷͺ͵ǡͲ ͺǡͲ͵ǡͷ ͵ͶǡʹʹʹǡͲ ͵ͺǡͲͳǡ͵͵ͳ 201,459

2040* ʹʹǡͶͲʹǡͲͷ ͻǡͲͲǡͷ͵ 34,911,411 ͵ͻǡͶʹͻǡͳ͵ ʹͲͻǡ͵ͺ

2045* ʹͶǡ͵ͺͺǡͺͺͻ 9,439,235 ͵ͷǡͷͻǡͻͶ ͶͲǡ͵ʹͺǡͷ ʹͳǡͷͶ

Table 2-19: FAA TAF Report - National trends and forecasts for selected years

Source: FAA TAF

Table 2-20:  Representative Washington State Ferries Vessels               
6HUYLQJ�2UFDV�,VODQG�������

Vessel Name
Vessel               
Class

Maximum 
Passengers

Maximum 
Vehicles

Chelan Issaquah 1200 124

Hyak Super 2000 144

Kittitas Issaquah 1200 124

Samish Olympic 1500 144

Yakima Super 2000 144

������ǣ�����ǣȀȀ���Ǥ�����Ǥ���Ȁ�������Ȁ�����������ǡ����������������ʹͲͳͺǤ���������
serving Orcas Island may vary. 
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)LJXUH������:6)�7UDIÀF�6WDWLVWLFV

Year Vehicles
Passengers

Total Riders
% Change from 
Previous Year

(Total Riders)Total Vehicle Foot

2002 ʹͺͺǡͷͷͺ ͵ͳͻǡͻͶ ʹͷͲǡͺͶͲ ͻǡͳ͵Ͷ 608,532 0.0%

2003 ʹǡʹͺ ͵ͳͷǡͶ ʹͶ͵ǡ͵ͷ ʹǡͳͳͲ 592,194 -2.7%

2004 ʹͺǡʹʹʹ 312,100 ʹͶͶǡͺͺͶ ǡʹͳ 590,322 -0.3%

2005 ʹǡʹͶ 300,922 ʹ͵ͺǡ͵ʹ ʹǡͷͲ 577,196 -2.2%

2006 ʹͻǡͺʹ ͵Ͳʹǡͳͺ ʹ͵ͺǡͶͶ Ͷǡʹʹ 582,590 0.9%*

2007 ʹͶǡʹʹͶ ʹͻͳǡͺͲ 210,500 ͺͳǡͳͺͲ 565,904 -2.9%*

2008 ʹͷǡʹ͵ ʹͺǡ͵Ͳ 224,090 ʹǡʹͲ 551,596 -2.5%*

2009 ʹͲǡʹͷͶ ʹǡͲͷͺ ʹͳͶǡ͵Ͳ ʹǡͷʹ 537,312 -2.6%

2010 ʹ͵ǡʹ͵ʹ ʹͺͳǡͷͺ ʹʹʹǡͻʹͺ ͷͺǡͺ͵Ͳ 544,990 1.4%

2011 ʹͲǡͳ ʹͺ͵ǡͻͲ ʹʹͷǡͷͲ ͷͺǡ͵ͳͲ 544,486 -0.1%

2012 ʹͶǡͳͶ ʹͺͺǡͺͻʹ 230,244 ͷͺǡͶͺ 553,066 1.6%

2013 ʹͷǡͳͲͶ 302,590 ʹ͵ͺǡ͵Ͳ ͵ǡͺͲ 577,694 4.5%

2014 ʹͺͻǡͶͲͲ ͵ͶͳǡͺͶ ʹʹǡ͵ͳͲ ͻǡͷͷͶ 631,264 9.3%*

2015 ʹͻǡͻͺ ͵ͷǡͻ͵ͻ ʹͺͲǡ ǡͳʹ 654,925 3.7%

2016 ͵Ͳǡʹ ͵ͳǡͺͳ ʹͺͷǡ͵͵͵ ǡ͵Ͷͺ 668,957 2.1%

2017 ͵ͳͲǡ͵ ͵ͳǡͺͻͷ ʹͺͺǡͻͺͻ ʹǡͻͲ 672,272 0.5%*

7DEOH�������:DVKLQJWRQ�6WDWH�)HUULHV�7UDIÀF�6WDWLVWLFV��$QDFRUWHV�2UFDV

������ǣ���	�����ϐ�������������������������������������������ͳǡ�ʹͲͲʹ������������������͵ͳǡ�ʹͲͳǤ�
*Calculated values. All other percentages drawn from WSF reports. 

������ǣ���	�����ϐ������������������������������������
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Regular passenger fares were $13.50 as of 
��������ͳǡ�ʹͲͳǡ������������������������������
youth, senior, and disabled individuals. Vehicle 
fares are based on vehicle length, height, and 
���������������������̈́͵ʹǤͷ���������������������
and driver during the off season to $450.30 for a 
��������ͲǦͺͲ����������������������������������Ǥ�

2.4.3.2 Fuel Sales
Fuel sales are another metric that can help 
to determine historical trends in activity at 
����������Ǥ��������������������ϐ��������������
time, consumption of fuel can be an indicator 

of activity at an airport, especially for GA. 
Interpreting fuel sales information at ORS was 
only possible coupled with explanations from 
airport representatives. It is rare that commercial 
scheduled passenger aircraft purchase fuel at 
ORS. Most fuel sales at ORS are from transient and 
local GA aircraft. The fact that the aviation fuel 
���������������������������������������������ϐ�����
sale obviously increases the cost as compared 
to sales on the mainland. Fuel sales records 
over the time period available corroborate the 
observations by local users of somewhat static GA 

 Fare Type
Anacortes/Orcas                  

(Round-Trip)

Passenger 
(in vehicle or walk on)

Regular Fare (Peak Season) 13.50

Senior / Disability / Medicare (Peak Season) ǤͲ

Youth (Peak Season) ǤͲ

����ʹ
�������Ǧ����������ȋ�����������Ȍ ͺͺǤͷ

Bicycle Surcharge Passenger Fare Plus 2.00 (4.00)

Small Vehicle & Driver
(under 14’)

Regular Fare (Peak Season) ͵ʹǤͷ�ȋͶͶǤͳͷȌ

Senior / Disability / Medicare (Peak Season) ʹͷǤͻͷ�ȋ͵Ǥ͵ͷȌ

����ʹ
�������Ǧ����������ȋ�����������Ȍ 123.15

Standard Vehicle & Driver
(14’ to under 22’) 

Regular Fare (Peak Season) 40.95 (55.20)

Senior / Disability / Medicare (Peak Season) ͵ͶǤͳͷ�ȋͶͺǤͶͲȌ

����ʹ
�������Ǧ����������ȋ�����������Ȍ 153.90

Motorcycle & Driver,             
Stowage Fee

Regular Fare (Peak Season) ͳͻǤͳͲ�ȋʹͷǤͲȌ

Senior / Disability / Medicare (Peak Season) ͳʹǤ͵Ͳ�ȋͳͺǤͻͲȌ

����ʹ
�������Ǧ����������ȋ�����������Ȍ 143.90

Vehicle Length-Based Fares ʹʹǯ����������͵Ͳǯǡ�������ǯʹǳ������ȋ�����������Ȍ ʹǤͺͲ�ȋͺͶǤͷȌ

ʹʹǯ����������͵Ͳǯǡ������ǯʹǳ������ȋ�����������Ȍ ͳʹͷǤ͵Ͳ�ȋͳͻǤͲͲȌ

30’ to under 40’ (Peak Season) ͳǤͻͷ�ȋʹʹͷǤʹͷȌ

40’ to under 50’ (Peak Season) ʹͲͺǤͷ�ȋʹͺͳǤͷͲȌ

ͷͲǯ����������Ͳǯ�ȋ�����������Ȍ ʹͷͲǤ͵Ͳ�ȋ͵͵ǤͷȌ

Ͳǯ����������Ͳǯ�ȋ�����������Ȍ 292.00 (394.05)

Ͳǯ����������ͺͲǯ�ȋ�����������Ȍ ͵͵͵Ǥͷ�ȋͶͷͲǤ͵ͲȌ

ͺͲǯΪ�ȋ�������������������Ȍ�ȋ�����������Ȍ ͶǤͳͷ�ȋͶǤͷȌ

Table 2-22: Washinton State Ferries Passenger and Vehicle Fares: Anacortes-Orcas 

������ǣ���	�����������������������	����ǡ�������������������ͳǡ�ʹͲͳǤ�
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activity levels. Figure 2-10 depicts the recorded 
fuel sales at ORS over several years. The obvious 
decline and rise of fuel sales over a year is clearly 
evident and highlights just how much activity 
��������ϐ�������������������������������������Ǥ�
The consensus of stakeholders is that additional 
fuel sales to commercial carriers would be very 
����ϐ�����ǡ�����������������������������������������Ǥ�
Fuel sales data do not contribute to the activity 
forecasts but will be used in determining required 
fuel storage.

2.4.3.3 US Census and Demographic 
Information
The US census information relative to Eastsound 
����������������������������ϐ���������
augmented greatly by the State of Washington 
������������������Ǥ�����ʹͲͳ�ʹͲǦ�����
comprehensive population projections developed 
by the Department of Community Development 
provide some valuable information regarding 
the population trends on Orcas Island. Orcas 
Island constitutes about 1/3 of the total County 
population (Figure 2-11). The island has been 
and is currently home to a disproportionately 

large number of second home owners and 
����Ǧ��������������ǡ�����������������������������Ǥ�
This situation is well known to ORS airport 
representatives and stakeholders, and is evident 
in the types and numbers of local GA operations 
����������������������������ϐ��Ǥ

	����ͳͻͻͲ����ʹͲͳǡ������������������������
compound annual growth rate of nearly 2.04%. 
�������ǡ�����������������������������������
been declining and was approximately 0.55% 
�����ʹͲͳͲ����ʹͲͳǤ���������������������������
primarily on immigration as deaths continue to 
outpace birth rates in the County and on Orcas 
������Ǥ����������������������Ǧ��������������
for population growth for Orcas Island show 
a decrease in population over time, however, 
more likely medium projections estimate modest 
growth for both Orcas Island and San Juan 
County through 2040. (See Figure 2-12). The 
total estimated Orcas Island population as of 
������ʹͲͳ�����ͷǡ͵ͻͷǤ�������������������������
estimates, this number is expected to rise to 
��������������ͷǡͺ����ʹͲͶͲǤ�

 
Figure 2-10: Fuel sales records for ORS

Source: ORS Airport Management Records
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Source: ORS Airport Management Records

Figure 2-11: San Juan County population distribution

Figure 2-12: San Juan County 20-year population estimates

Source: OFM GMA County Population Projection, Courtesy of San Juan County

Source: OFM GMA County Population Projection, Courtesy of San Juan County


