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Martin State Airport  

Airport Noise Zone (ANZ) Update 

Stakeholder Advisory Committee (SAC) Meeting #3 

MEETING MINUTES 

Thursday, September 25, 2025, 6:00 p.m. – 8:00 p.m. 
 

Martin State Airport, Hangar 4 
701 Wilson Point Rd 

Baltimore, MD 21220 

Discussion Item Notes Presenter 

Safety Briefing Mr. Bruce Rineer opened the meeting with a brief safety overview, 
specifically of Hangar 4 meeting space at Martin State Airport (MTN). 
He identified the location of the Automated External Defibrillator 
(AED), and the locations of fire extinguishers. Mr. Rineer instructed 
attendees to exit the building promptly and proceed directly to the 
designated accountability area, located in front of the hangar.  
 

Bruce 

Rineer 

Welcome and 

Introductions 

Following the safety briefing, Mr. Rineer welcomed participants to the 
third Stakeholder Advisory Committee (SAC) meeting for MTN Airport 
Noise Zone (ANZ) Update. 

He briefly reviewed the evening's agenda, noting that the meeting 
would cover a short summary of the second SAC meeting, a 
presentation of the latest noise contour modeling and land use 
analysis, a discussion of the Noise Abatement Plan (NAP), and an 
overview of certification and next steps. He recognized Ms. Rhea 
Hanrahan with HMMH as the meeting facilitator. 

Mr. Rineer then invited introductions from attendees around the room. 
The SAC included representatives from MAA, including leadership and 
staff from the Noise Program, HMMH and Assedo Consulting members, 
airline industry representatives, MTN airport tenants, the Chief of 
Airport Operations and Maintenance for MTN, community association 
representatives, and more.  
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SAC Meeting #2 

Recap 

Mr. Rineer provided a brief recap of SAC Meeting #2, emphasizing that 
the purpose of the ongoing update is to comply with the Code of 
Maryland Regulations (COMAR), requiring two parts: the development 
of updated the ANZ contours and the NAP. He reminded members that 
the modeling process tracks flights for 12 months and is processed 
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through the FAA's Aviation Environmental Design Tool (AEDT) model, 
which generates the noise contours. These contours are developed for 
a base year (2025), a five-year forecast year (2030), and a 10-year 
forecast year (2035). The inputs that go into these calculations include 
operation counts, the fleet mix, runway use, flight tracks, run-ups, and 
weather and terrain conditions. He described this as a process required 
by state law, but also as something that MAA and MTN desire to 
complete.  

With this context established, Mr. Rineer transitioned to the next 
agenda item, handing the discussion to Mr. Tyler White of HMMH to 
present the ANZ contours and land use analysis. 
 

ANZ Contours 

and Land Use 

Mr. White, Principal Consultant with HMMH, presented the updated 

ANZ contours and accompanying land-use analysis. He began by 

reminding the group that ANZ is defined in COMAR and serves as the 

regulatory framework for managing and preventing incompatible land 

use around the airport.  

Mr. White displayed and described the 2025 base year contour. It 

represents approximately 89,000 annual operations and the 65-decibel 

(dB) DNL contour remains largely on airport property, with a small 

percentage extending off the property due to A-10 operations and 

maintenance run-ups. The portion of the contour that exceeds airport 

property covers a parking lot northeast of the airport, and no 

residential areas are within the contour. 

Mr. Andrew Dewitt from Maryland Air National Guard (MDANG) added 

that the A-10 operations are no longer a factor, as they have stopped. 

Mr. White provided clarification that this knowledge is reflected in the 

future contours. The A-10 operations are modeled for the 2025 base 

year only. 

Mr. White continued by displaying and describing the 2030 five-year 

contour. The 2030 65 dB contour would be smaller than the base year 

due to the absence of the A-10. Approximately 93,000 annual 

operations are represented, and no residential properties are 

anticipated to be impacted by noise levels at 65 DNL or higher.  

Moving to the 2035 ten-year contour, Mr. White shared that the 2035 

contour is slightly larger than the 2030 contour, with annual operations 

increasing to 96,000 and no residential properties affected. 

When the outer boundaries of the three scenarios were combined, 

they form the 2025 ANZ composite contour, encompassing a total of 

286 acres.  No residential areas lie within the composite contour. This 

composite contour forms the official ANZ boundary that will be 

incorporated into COMAR. 
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He then compared the 2025 ANZ with the previous 2020 ANZ, 

highlighting a 30% decrease in the overall area of the contour, with the 

major changes happening at the end of the runway. The reduction is 

largely due to modeling fewer A-10 operations than were modeled in 

the 2020 ANZ update and modifying arrival procedures in collaboration 

with the MDANG. 

Ms. Hanrahan paused to invite attendees to ask any questions before 

proceeding with a review of the NAP. There were no questions. 

 

Noise 

Abatement Plan 

(NAP) 

Mr. Rineer resumed the presentation to review the NAP, explaining 
that MTN has maintained a robust set of noise abatement measures 
since the 1980s. The NAP was originally adopted in 1984, updated in 
1987, reviewed in 2012, and then updated again in 2020. 

He reminded the committee that the goal of the NAP is to reduce 
incompatible land use inside the noise zone to the greatest extent 
possible while maintaining safe and efficient airport operations. He 
shared that at MTN, a NAP is not required by COMAR because the ANZ 
contours do not extend far beyond the airport property, resulting in no 
incompatible development.  MAA and MTN acknowledge the strategic 
importance of a NAP and have therefore continued to maintain one. 
He emphasized that the NAP guidelines are voluntary, but that it is 
good practice to follow them. He shared that the NAP includes 
procedures for Visual Flight Rules (VFR), Instrumental Flight Rules (IFR), 
departures, arrivals, closed traffic patterns, taxiing aircraft, touch-and-
go’s, and aircraft maintenance run-ups. 

He then described the operational measures in detail. 
 
VFR and IFR Departure Traffic Patterns guidelines are as follows: 

o VFR Piston-engine aircraft shall fly runway heading 1000 feet 
mean sea level (MSL) before turning. 

o VFR Turbine Powered Aircraft shall fly runway heading to 1,500 
feet MSL before turning. 

o VFR Helicopter Departures shall climb to 500 feet above ground 

level (AGL) on initial departure heading before turning on-

course, unless operating under a Letter of Agreement (LOA). 
o All IFR departures shall adhere to Air Traffic Control (ATC) 

clearance. 

Mr. Jim Merritt requested an opportunity to review several of the 
shared operational guidelines. He reminded attendees that Mr. 
Nikolaus Wagenfeiler, representing ATC, had addressed airport 
operations during the first SAC meeting. Mr. Merritt reiterated the 
recommendation to direct all pilots to taxi to the end of Runway 15 
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prior to departing, thereby ensuring that aircraft reach an altitude of 
1,000 feet before entering the Long Beach residential area. 

He emphasized that community concerns are not solely driven by the 
volume of operations, but rather by the altitude of aircraft as they 
traverse the Long Beach neighborhood. Furthermore, he noted that 
Mr. Wagenfeiler had proposed a potential modification to existing 
flight paths—suggesting that, instead of maintaining a straight 
trajectory, aircraft could turn over the water and ascend to 1,000 feet 
above Frog Mortar Creek and Middle River, thereby minimizing 
overflight of residential zones. 

Mr. Merritt inquired whether these considerations would be reflected 
in the forthcoming update to the NAP. 

Mr. Rineer responded by noting that the determination is contingent 
upon both the type of aircraft and prevailing traffic patterns. He 
reiterated that the current guidelines emphasize that piston aircraft 
should climb to 1,000 feet AGL before initiating any turns. In contrast 
to previous procedures, which were often confusing, the updated 
guidelines included in the 2025 NAP are intended to provide greater 
clarity and ensure that aircraft consistently reach the prescribed 
altitude before maneuvering. He further explained that variations in 
aircraft performance, particularly differences in turn radius, will 
naturally result in some operational variability. Mr. Merritt responded 
by sharing that community members typically do not have issues with 
the jets. 

Mr. Harold Fowler, Chief of Airport Operations and Maintenance, 
mentioned that there had been a discussion about changing the traffic 
pattern guidelines. He explained that the guidelines that Mr. Merritt is 
requesting are under the domain of ATC and therefore would not 
appear in the NAP. The NAP provides guidelines for pilots, which are 
separate from the guidelines and procedures of traffic and ATC. 

In response, Mr. Merritt requested a dedicated meeting to review ATC 
guidelines in greater detail, emphasizing the importance of ensuring 
that community members are informed about what constitutes 
compliance versus deviation. He noted that without transparency and 
access to these guidelines, residents would be unable to distinguish 
between acceptable operations and those that fall outside established 
parameters. He shared that he expected to see guidelines related to 
traffic patterns reflected in the NAP guidelines. Mr. Fowler agreed to 
talk with Mr. Wagenfeiler to gather more details about the feasibility 
of Mr. Merritt's request changes. 

Mr. Jim Hock inquired about an update regarding a proposed extension 
of Taxiway F (Foxtrot), noting that such a change would prevent aircraft 
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from departing from a mid-runway position and instead require them 
to start from the full length of Runway 15. 

Mr. Fowler stated that the extension of Taxiway F falls outside the 

scope of the NAP. However, he noted that if Taxiway F is extended, it 

will reach the edge of Runway 15. He clarified that, if directed by ATC, 

aircraft may still have the option to begin takeoff from a point other 

than the full runway length.  

Mr. Merritt emphasized that the aircraft most associated with 

community concerns are smaller planes, which flight schools 

frequently operate. This dual association, where instructors work 

closely with new pilot trainees, takes longer to progress through higher 

training levels and results in a compounded impact on nearby 

residents. He noted that this dynamic is a significant source of 

frustration for the surrounding neighborhoods. 

Mr. Fowler noted that the extension of the taxiway is not anticipated 
within the next three years. 

Mr. Dewitt acknowledged that while not a major contributing factor, 
the departure of A-10 aircraft has reduced some noise levels. However, 
transient military aircraft, such as the C-17, are still expected to 
operate periodically, and they are known to generate significant noise. 

Mr. Rineer reminded stakeholders that military operations were 
included in the modeling process. Mr. Merritt added that while 
residents often enjoy photographing unique or high-profile airplanes, 
their enthusiasm may wane if such visits become more frequent. 

Mr. Fowler clarified that the frequency of these operations is 
approximately two to three times per month, with a modest increase 
during the summer season. Mr. Dewitt further noted that fewer than 
100 such operations occurred over the past year. 

Mr. Rineer concluded by acknowledging that military operations data 
can be challenging to gather but emphasized that coordination efforts 
were made to ensure its inclusion in the forecast. Mr. Rineer continued 
to share the operational measures of the NAP. 

• VFR and IFR Arrival Traffic Patterns should maintain the highest 
practical altitude to minimize aircraft noise exposure. 

• During Closed Traffic Patterns, a left-hand traffic pattern shall 
be used unless otherwise directed by ATC. Piston fixed-wing 
aircraft should fly runway heading until reaching 1,000' MSL 
before turning to the crosswind leg of the traffic pattern. 
Turbine aircraft should fly runway heading until reaching 1,500' 
MSL before turning to the crosswind leg of the traffic pattern. 
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He shared that these have not changed at MTN and are 
generally standard around the country.  

• There are no restrictions for small aircraft touch-and-go’s. 
However, medium-sized aircraft are limited to two practice 
approaches and large jets require prior permission from Mr. 
Fowler before all practice approaches and landings.  

• Aircraft maintenance run-ups are to be accomplished only in 
areas designated by Mr. Fowler, in accordance with MTN’s 
Tenant Directive. Mr. Rineer mentioned that run-ups are rare 
at MTN. A previous tenant who is no longer at MTN often 
performed run-ups.  

Mr. Rineer shared that noise concerns can be submitted to MAA or the 
Chief of Airport Operations and Maintenance at MTN. There is a zoning 
permit and appeal procedure that regulates land use within the ANZ, 
requiring an Airport Zoning Permit to be acquired by anyone wishing to 
construct or modify a structure or engage in new land use. MAA grants 
these permits. Mr. Rineer also shared that the MDANG has a noise 
barrier located between the MDANG's engine maintenance area and 
the homes northeast of the airport. He confirmed with Mr. Dewitt that 
these barriers are still there. 

Mr. Rineer continued by sharing additional initiatives, outside of the 
NAP, that would aid in its implementation.   

In addition to the formal NAP, several implementation strategies were 
discussed to enhance pilot awareness and compliance. Mr. Rineer 
introduced these ideas, beginning with the installation of airfield 
signage to alert pilots that NAP guidelines are in effect, and shared 
examples of potential designs. 

Mr. Merritt confirmed that these initiatives are still in the proposal 
stage and have not yet been implemented but represent promising 
steps forward. Mr. Rineer confirmed that these initiatives are new, and 
the purpose is to remind pilots of the NAP. 

Mr. Rineer further suggested placing wall posters in hangars outlining 
the NAP guidelines, as well as distributing informational flyers. He also 
recommended that Mr. Fowler incorporate the NAP training 
component into the airfield driving certification training. 

Mr. Hock inquired whether these training schools follow a standardized 
set of regulations during training. Mr. Rineer confirmed that the FAA 
provides guidelines. Mr. Hock then asked whether a review of the NAP 
could be integrated into the beginning of the flight training curriculum. 
Mr. Rineer responded that while such inclusion cannot be mandated, 
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efforts are underway to make it as accessible and straightforward as 
possible for schools to adopt. 

Mr. Merritt asked whether flight school pilots are required to complete 
the airfield driver training. Mr. Fowler clarified that while pilots are not 
required to do so, any instructor operating a vehicle on the ramp must 
complete this training. He reiterated that there is consideration being 
given to requiring all airfield drivers to undergo this NAP training. 

Mr. Dewitt noted that much of the enforcement of the NAP falls under 
the purview of ATC, rather than individual pilots or ground personnel. 
Mr. Rineer agreed but emphasized that pilots and instructors should 
still be familiar with key guidelines, such as the requirement to climb 
to 1,000 feet AGL before turning. He added that efforts are being made 
to provide Mr. Fowler with the compliance performance data through 
the MAA Noise and Operations Management System (NOMS) to help 
assess compliance with the NAP, noting that Mr. Royce Bassarab has 
recently compiled this information. 

Mr. Bassarab reported that he had analyzed data from touch-and-go 
operations to the north (i.e. on Runway 33) during August and found 
that approximately 90% of aircraft reached or exceeded the 1,000-foot 
altitude threshold. However, a small number of flight patterns were 
observed at around 800 feet. Mr. Merritt confirmed that 800 feet falls 
outside the established guidelines, and Mr. Bassarab concurred. 

Mr. Merritt reiterated that community frustration often stems from a 
small number of aircraft that fail to adhere to these procedures. 

Mr. Rineer emphasized that the outreach strategy focuses on ensuring 
pilots are aware of the NAP guidelines and know where to access them, 
thereby embedding these procedures into routine operations. The 
previous NAP is currently available on MTN website, and the updated 
NAP will also be available on the website. 

Mr. Merritt noted that flight schools are generally encouraged to begin 
operations at 6:00 a.m. During the winter months, they typically delay 
until 7:00 a.m. due to limited daylight, but in the summer, they resume 
the earlier start. He asked whether it would be possible to request a 
6:30 a.m. start time instead, citing concerns about early morning noise. 
He inquired whether such a change would fall under ATC jurisdiction or 
be addressed within the NAP framework. 

Mr. Fowler responded that if such a modification were deemed 
appropriate, it could be incorporated into the NAP. Mr. Merritt stated 
that flight patterns, which begin at 6 a.m. during summer months, 
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occur while many residents are still asleep, contributing to community 
dissatisfaction. 

Mr. Rineer reminded attendees that the NAP serves as a set of 
voluntary guidelines and cannot be enforced as a mandatory policy. 
Mr. Merritt acknowledged this but expressed interest in formally 
documenting the recommendation, noting that written guidelines 
enhance accountability and transparency. Mr. Rineer added that only 
a few early morning operations had been recorded. 

Mr. Merritt responded that even a small number of disruptive flights 
can leave a lasting negative impression on the community. Mr. Fowler 
added that, in relation to proposed signage about the NAP, there are 
ongoing discussions about including key procedural details directly on 
the sign. He also noted that the NAP at MTN is in effect 24 hours a day. 
Mr. Merritt concluded by offering to personally fund the installation of 
the signs. 

Mr. Merritt then asked whether MTN is unique in being surrounded by 
residential neighborhoods. Mr. Rineer responded that it is not, citing 
College Park and Montgomery County airports as examples of facilities 
located in similarly congested and densely populated areas. Mr. Fowler 
added that during his time at flight school in Salisbury, Maryland, he 
observed comparable NAP signage posted near the runways. Ms. 
Hanrahan further contributed that numerous airports in Florida are 
bordered entirely by residential communities, with no adjacent water 
bodies available for aircraft to turn over, highlighting that such 
conditions are common nationwide. 

From a military perspective, Mr. Dewitt shared that efforts are ongoing 
to secure a new aircraft for future operations. He noted that the 
proposed aircraft would likely be a next-generation fighter jet, which is 
expected to produce significant noise. He anticipates continued 
advocacy for its deployment at the airport. 

Mr. Rineer added that if such a development were to occur, it would 
trigger additional environmental assessments, including a noise impact 
analysis. He emphasized that the MAA would be required to conduct a 
comprehensive review that considers the introduction of the new 
aircraft. 

Mr. Merritt revisited the point that 8,000 feet of runway is required for 
the safe operation of an F-35 aircraft. He noted, however, that the 
airport currently has only 7,000 feet of usable runway available for 
civilian use. 

Mr. Dewitt clarified that the remaining 1,000 feet currently exist but 
are presently designated for military takeoff operations only. Mr. 
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Fowler added that while there is an approved plan to extend the usable 
runway length to 7,400 feet, efforts are underway to further increase 
that to 8,000 feet. 

Mr. Merritt inquired whether there would be opportunities for 
community input during this process. In response, Mr. Dewitt 
explained that although the full 8,000 feet of runway physically exists, 
the portion available for civilian aircraft remains limited. Without 
additional real estate, that limitation is unlikely to change. 

Mr. Bassarab outlined the two-step process required for major airport 
improvements of this nature. The first step involves updating the 
airport layout plan, which must be approved by the FAA. That approval 
may be either conditional or unconditional. A conditional approval 
would allow an environmental review process to begin, which includes 
public outreach and community engagement meetings. 

Mr. Rineer emphasized that such a process typically spans several years 
and reminded attendees that no formal agreement had been made at 
this time. However, he noted that community members may begin to 
hear discussions about the proposal. 

 
Schedule and 

Resources 

Mr. Rineer outlined the next steps in the process of updating the ANZ. 
This includes compiling all relevant information, drafting an initial 
version of the revised ANZ, and securing approval from the Executive 
Director of the MAA. Once approved, the draft will be submitted to the 
Maryland Aviation Commission (MAC). A public meeting will be 
scheduled for January to solicit additional feedback, after which the 
proposal will be returned to the MAC for final approval and will 
proceed through the certification process. 

Mr. Merritt confirmed that, as of now, no substantive changes are 
anticipated. Mr. Rineer agreed, noting that only a few lines within 
COMAR would be updated, primarily to reflect the transition to the 
2025 regulatory framework, including revised dates and numerical 
references. 

Mr. Rineer then encouraged members of the SAC to reach out to him, 
Assedo Consulting, or Mr. Fowler with any questions or input they may 
have. He also noted that the current ANZ documentation is publicly 
available on both the MAA and MTN websites. Mr. Rineer added that 
they plan to attend two upcoming Commission meetings, with the first 
scheduled for November. 

Mr. Bassarab clarified that any regulatory update must be presented to 
the MAC on two separate occasions. The initial presentation is 
scheduled for November, after which the proposed update must be 
published in the Maryland Register. This publication serves as the 

Bruce 

Rineer 



10 

 

formal announcement, initiating the timeline for public outreach and 
engagement. Following this, the regulation will be returned to the MAC 
for final review, which is tentatively expected to occur in March 2026. 

Mr. Fowler noted that MAC meetings are open to the public. In 
response, Mr. Merritt requested that this information be 
communicated to members of the SAC. 

Mr. Bassarab confirmed that the first MAC meeting will take place on 
November 12, 2025, while the March 2026 meeting has not yet been 
scheduled. He reiterated that the timing of the public informational 
meeting will be determined by the date that the update is published in 
the Maryland Register. 

Ms. Hanrahan assured attendees that all individuals invited to 
participate in SAC meetings will receive updates regarding the 
publication of the draft, the public comment period, and other key 
milestones. 

Mr. Merritt requested that the presentation slides be shared with the 
group. Ms. Hanrahan confirmed that the presentation materials will be 
posted on the MTN website for public access. 
 

Q&A and Open 

Discussion 

 

As the discussion concluded, Mr. Rineer then opened the floor for any 
final comments. Mr. Merritt reiterated his interest in further discussing 
the distinctions between NAP and ATC guidelines. He expressed a 
desire to explore the ATC guidelines in a separate setting, noting that 
many community members mistakenly believe that the NAP is the only 
set of operational rules. 

Mr. Fowler clarified that while the NAP exists and can be supported 
through materials posted on the website, ATC guidelines are entirely 
separate and governed by different protocols. 

Mr. Hock raised the topic of data collection related to NAP compliance, 
suggesting that individuals who consistently fail to follow the 
guidelines could be flagged or formally documented based on the 
available data. Mr. Rineer responded that this concept is still under 
consideration, acknowledging the significant administrative effort it 
would require. He noted that discussions are ongoing with Mr. Fowler 
to determine a practical approach. 

Mr. Hock remarked that this was his first time learning about the data 
report and expressed enthusiasm about its potential as a tool for 
accountability. Mr. Merritt added that many of the issues may stem 
from a single pilot trainee emphasizing that human factors play a role 
in guideline adherence. 

Mr. Fowler noted that most of the challenges arise from student pilots. 
He explained that when a student is struggling with basic flight control, 
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such as maintaining a straight path, the instructor's focus may not be 
on ensuring a rapid climb to 1,000 feet. 

Mr. Hock concluded by emphasizing that instructors still bear 
responsibility for enforcing the guidelines and should actively 
communicate them to student pilots. 
 

Adjournment Mr. Rineer thanks the committee members for their attendance and 
participation. With no further questions or comments, the meeting was 
adjourned a little before 7:00 p.m.  
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