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6.1

OVERVIEW

The primary objective of this chapter is to identify an overall development plan for the England
Airpark to meet both the Airpark’s needs and Authority’s long-term vision. Facility
requirements as identified in Chapter 4 of this report identified specific land use and aviation
related needs. This information was used in the development of various alternatives. Since the
combination of possible alternatives is limitless, the findings from previous studies, especially
the FAA approved 1994 Base Reuse Plan, FAA approved 1998 Master Plan and FAA approved
2007 FAR Part 150, and intuitive judgment were applied to those alternatives that have the
greatest potential for implementation. These choices provide the underlying rationale for the
preferred recommendation. Implementation of the selected alternatives is defined in subsequent
chapters.

6.2

PREVIOUS AIRPORT MASTER PLAN

From the beginning of this Master Planning effort, a key goal of the England Authority was to
utilize the recommendations of the FAA approved 1998 Master Plan whenever possible. The
FAA approved 1998 Master Plan, building upon the FAA approved 1994 Base Reuse Plan,
included a comprehensive development plan for the airside, landside, and terminal areas within
the airport property in addition to an overall land use concept plan for the remaining Airpark
property. In Chapter 4, Demand/Capacity and Facility Requirements, it was determined that
many of AEX’s current and anticipated needs continue to be consistent with the
recommendations of the FAA approved 1998 Master Plan although some modifications were
necessary based on revised FAA guidance for airfield development as well as evolving trends at
AEX and throughout the aviation industry.
In the process of evaluating potential airfield development concepts, the previous studies,
especially the FAA approved 1998 Master Plan and FAA approved 2007 FAR Part 150 Study,
were also reviewed to identify trends and issues which may impact future development of the
Airpark. Earlier FAA approved studies determined that AEX will not exceed its capacity
threshold until beyond the twenty-year planning period, a need for a longer primary runway to
accommodate the critical aircraft was determined. This recommendation was revalidated within
Chapter 4 of this report using FAA AC 150/5325-4B, extensions of both runways were
considered as part of the alternative analyses.

ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-1

The previous master plan evaluated six major areas for future growth including:







Ultimate airport concept configuration
Airport Land Use
Airside Improvements and Development
Landside improvements/Development (Building Areas)
Surface Transportation, and
Land Acquisition

In addition to an extension of Runway 14-32, the previous FAA approved master plan
recommended a number of airside and landside improvements including terminal improvements
and land acquisition. A number of these improvements have already been implemented. As part
of this master plan update, consideration was given to previous recommended airside and
landside development recommendations in order to limit the number of potential alternatives
while addressing existing and future aircraft demand requirements.

6.3

PREFERRED ALTERNATIVE SUMMARY

The consulting team developed three conceptual landside alternatives: Tourism/Green
Development, High Tech Employment Generator and/or Regional Retail Center Scenario. Input
from the England Authority Board showed a clear preference for the High Tech Employment
Generator Scenario. However, some recommendations highlighted within the other two landside
scenarios, especially associated with Green Space development, were incorporated into the final
Airpark land use concept.
The preferred alternative development includes a comprehensive land use plan for the entire
Airpark campus in an effort to balance future development with existing usable infrastructure
and the surrounding environment. The land use plan designates various sectors of the property
for specific uses (open space, institutional, aviation, commercial, etc.), and also provides
suggested land uses for adjacent, off-airport properties. Through this effort, future compatible
and key development areas were clearly delineated.
It has and continues to be the intent of the England Authority to address a number of macro
trends which are impacting not just of the United States but the world economy as well. The
Authority is currently working to address the cost of energy and alternative energy sources, the
impact of climate change, the impacts of Louisiana’s coastal loss, the airport’s role as an
emergency response center as well as the reemergence of the Central Louisiana region as a
transportation nexus within the southeast United States.
The foundational elements of the Airpark master planning process included: job creation,
revenue generation, market viability, sense of place, sustainability, overall physical character,
and alternative development associated with the Alexandria International Airport (AEX). Due to
the number of ongoing facilities planned and in progress at AEX in conjunction with the longterm vision of the Authority, an airport concept plan was created to expand on current planning
and design recommendations.
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Airside recommendations include extensions to both Runways 14 and 18, associated taxiway
improvements, hangar and apron development in addition to upgrading the instrument approach
to a Category II on Runway 14. Additional long-term airfield improvements include the
installation of a LAAS (Local Areas Augmentation System) and the associated approach lighting
(MALSR) on Runways 18, 32 and 36. In addition to airfield improvements, the following
support and landside facility improvements were recommended including the relocation of the
fuel farm facility, rehabilitation of the underground lighting cables, new hangar development,
terminal automobile parking improvements, and airfield service road improvements.

6.4

AIRPARK STRATEGIC LANDSIDE ALTERNATIVES ANALYSIS

Drawing from feedback gathered during the March 2007 Retreat Workshop, along with
numerous previous studies, the consulting team developed three conceptual landside alternatives,
allowing England Authority Board members to explore various land use, design, and placemaking options. The resulting input on preferred character and land use elements assisted the
team in establishing a series of principles to guide the subsequent master planning process.
To highlight distinct contrasts among the options, each scenario emphasized a particular
overarching theme. The Tourism/Green Development option shown in Exhibits 6-1 and 6-2
stressed a linked network of open spaces ranging from large gathering spots and plazas to
intimate pocket parks and trails throughout the Airpark. Development would include passive and
active recreational elements, public art opportunities, and interpretive exhibits near wetlands and
bayou areas. Building on the tourism theme, this concept also featured a hotel/spa/conference
center and wellness campus. Site planning and design would reflect a similar emphasis on
environmental sensitivity through low impact development practices and the use of sustainable
materials and energy.
The High Tech Employment Generator scenario shown in Exhibits 6-3 and 6-4 emphasized
quality jobs for the region and creation of a balanced revenue stream sufficient to sustain Airpark
growth. This scenario featured office uses, including a signature office site for high tech or
corporate functions, and industrial activity geared toward distribution and manufacturing tenants.
The concept included a workforce development link among the Airpark’s business, industrial,
aviation, and educational users and an expanded educational campus and a smaller retail
component to support nearby workers and students.
The Regional Retail Center scenario shown in Exhibits 6-5 and 6-6 envisioned the Airpark as
the commercial hub of the greater Alexandria area. This option deemphasized industrial and
office activity in favor of a mix of “big box” stores and boutique shops in both pedestrian and
automobile oriented settings. This heavily retail-based alternative also placed housing near
restaurants and shops to create a mixed use environment.
Feedback from the Board and staff indicated a clear preference for the High Tech Employment
Generator scenario because of its consistency with the mission of the Airpark. Retreat
participants, however, also saw value in development and place-making components shown
within other scenarios, including trails and connected park spaces, quality architectural design,
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distinctive retail settings, and programmed recreational functions intended to attract additional
visitors to the Airpark.
Overall, the planning team identified the following principles as foundational elements for the
landside master planning process:







job creation
revenue generation
market viability
sense of place
overall physical character
sustainability

6.4.1 Strategic Land Use Framework
The vision for England Airpark landside development is to create a balanced, self-sustaining, and
physically coherent mixed use community that attracts investment, capitalizes on emerging
market trends, and anchors quality growth for the Alexandria region. The Airpark boasts a core
of viable industrial tenants, a strong educational presence, the ready availability of buildings,
land, and infrastructure, multi-modal transportation access, and recreational and natural
resources. The intent is to leverage these existing assets into development opportunities that
differentiate England Airpark as one of the premier business/residential/retail environments in
the mid-south.
Drawing from the guiding principles established earlier in the planning process, Exhibit 6-7,
Strategic Land Use Framework, expresses a broad vision for landside development of the
Airpark. As an aspirational framework, Exhibit 6-7 depicts long-term opportunities that reflect
coordinated actions among the public sector, private landowners/investors, and the Airpark.
While individual projects and property development choices may vary from the specific land
uses and place-making elements as shown, the framework should continue to act as an overall
benchmark for the highest, best and most sustainable use of the Airpark and adjoining land. The
Framework will also act as the basis for more detailed site design in subsequent phases of the
master planning process.
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EXHIBIT 6-1
TOURISM/GREEN DEVELOPMENT ALTERNATIVE
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EXHIBIT 6-3
HIGH TECH EMPLOYMENT GENERATOR ALTERNATIVE
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EXHIBIT 6-5
REGIONAL RETAIL CENTER ALTERNATIVE
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EXHIBIT 6-8
PRECEDENT IMAGES
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Land uses as shown on the Framework fall into three categories:




Existing or proposed uses on Airpark property (solid colors);
Recommended future land uses on adjoining privately-held properties (cross-hatched
colors); and
Strategic parcels required for future acquisition by the England Authority (checker-board
hatching).

Though Rapides Parish currently lacks the zoning authority to regulate lands surrounding the
Airpark outside of the airport protection zone, the Framework recommends future uses on
privately-owned property that would complement landside development opportunities, reduce
visual conflicts, protect future aviation operations, and minimize exposure to aviation-related
hazards. This off-airport planning is performed as a service to the general community in an
effort to promote smart regional growth.
Exhibit 6-7 organizes development opportunities into two broad areas connected by overarching
systems of circulation and green space:





The compact, mixed use environment on the eastern portion of the Airpark;
The large-scale business/industrial campus to the west;
A network of green spaces and trails linking to the bayou system that weaves through and
around the Airpark; and
A refined system of roads to increase access and minimize vehicular conflicts.

Exhibit 6-8 shows examples of educational, industrial, residential, town center, and village green
elements that reinforce a consistent, high quality character throughout the Airpark.
The preferred development scenario for the east side of the Airpark (Old Town), shown in
Exhibit 6-9, seeks to create a high quality, visually consistent, and balanced mix of land uses.
The long-term vision for the Airpark assumes that some current tenants will remain and that,
where appropriate, existing buildings and facilities will adapt to accommodate new or relocated
functions. The Framework envisions that future development will fit seamlessly with these
ongoing uses to fill gaps in the built environment and reinforce a more walkable, energy efficient
urban setting. The layout of the Airpark core is intended to capitalize on the increased interest in
compact development that encourages less energy intensive forms of transportation, such as
walking, cycling, and transit. The design of vibrant, mixed use environments with multiple
housing options also appeals directly to the student population and young workforce necessary to
support Airpark tenants.
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EXHIBIT 6-9
EASTSIDE OF ENGLAND AIRPARK
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Specific opportunities highlighted include redevelopment of the England Estates residential area,
Exhibit 6-10 into a new urbanist neighborhood that maximizes excellent views across the golf
course and existing green space. The neighborhood would feature a mix of housing types from
single-family detached units to townhouses and apartments and a series of easily accessible
common spaces. The neighborhood would have a consistent and authentic architectural character
rooted in classic design elements appropriate to the region. Site planning would also
deemphasize garage access by introducing alleyways, thus promoting a more pedestrian friendly,
“front porch” feel. The Framework further reinforces the development quality of the area by
recommending conservation-based residential uses on private land along the eastern edge of the
Airpark. Conservation inspired subdivision design places housing in compact, buildable portions
of a parcel to preserve intact views and open space. Exhibit 6-10 also depicts an enhanced
visual entry into the Airpark’s “back door” at Vandenburg Drive.
EXHIBIT 6-10
ENGLAND ESTATES REDEVELOPMENT AREA

The Framework assumes the future relocation of the FAA Radar facility to a more compatible
location, making the property adjacent to the south apron available for more intensive use by
aviation-related uses, including a secure site for the fuel tank farm, maintenance/repair/overhaul
facilities, and hangers.
Within the overall vision, Frank Andrews Boulevard, Exhibit 6-11 emerges as the signature
street and development spine of the Airpark. This corridor is the access point to aviation
operations and frames an outstanding view that terminates at the architecturally distinct
commercial terminal. The vision is for buildings of design substance to line the boulevard,
creating a continuous streetfront of quality development. Site design would re-position parking
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mostly at the interior of the block behind buildings to minimize the interruption of surface
parking lots to the street wall.
Specific uses along the corridor would include a signature Class “A” office space adjacent to the
commercial terminal. The site would establish a strong first image for the Airpark as seen by
arriving and departing air passengers and could anchor future corporate office functions in
proximity to the Fixed Base Operator and education campus.
EXHIBIT 6-11
FRANK ANDREWS BOULEVARD

The Framework builds on the presence of successful existing tenants to create larger educational
and tourism based components. The Learning Center for Rapides Parish folds within an ample
educational campus linked by common spaces. The England Authority has for the past 15 years
nurtured development of an educational campus within the Airpark grounds. Therefore, since
education is the catalyst for 21st Century economic development, the Town Core Center strategic
land use focused on the creation and attraction of additional institutional development within the
Airpark boundaries.
To the east, additional restaurant and hotel sites join the Parc England Hotel and Bistro on the
Bayou restaurant in a larger hospitality node intended to serve visitors and Airpark workers and
students. The location of these facilities in conjunction with educational and commercial
development continues to enhance the Authority’s vision of community while reinforcing a more
walkable setting.

ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-24

To the north of Frank Andrews Boulevard,
uses would sort into two tiers.
Development adjacent to the boulevard
would feature the distinct architectural
quality necessary to reinforce the corridor’s
character and interact positively with
nearby office, educational, and retail uses.
The layer of development adjacent to
airside facilities could assume the simpler,
utilitarian building forms appropriate for
light industrial activity or customer contact
centers and other types of Class “B” uses.
Since industrial, retail, office and
residential uses are in close proximity
throughout the core of the Airpark, careful
emphasis on building façade treatments,
screening, and landscaping is essential for minimizing negative visual impacts.
EXHIBIT 6-12
TOWN SQUARE AND MARKET SQUARE

Frank Andrews Boulevard forms a visual link and linear greenway to the Town Square and the
Market Square at the center of the Airpark, Exhibit 6-12. The Town Square is the collective
front yard for the surrounding community, combining Heritage Park with active recreation
facilities and a large flexible green space that can accommodate public gatherings and
performances and continue to draw visitors to the Airpark with year-round programmed
activities. Adjacent to the Town Square is the Market Square, a classically designed and
pedestrian friendly mixed use setting with smaller scale, ground-floor retail and upper-floor
housing organized around a common space. Both the Town Square and Market Square would
feature unifying place-making elements, such as water fountains or carillons, public seating, and
animated outdoor spaces, making them iconic gathering spots and special destinations in the
Alexandria region.
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The Framework envisions the intersection of
England Drive and Vandenburg Drive as the
primary entry into the common gathering spaces of
the Village and Market Squares.
Given its
prominent role as a gateway, this intersection
should feature special landscaping and a traffic
calming element, such as a roundabout to slow the
flow of traffic into this highly pedestrian oriented
area. To further minimize vehicular conflicts, the
Framework also proposes a new road off of Air
Base Road to divert heavier trucks accessing
industrial uses along the rail spur at the interior of
the Airpark.
Unsightly conditions along Air Base Road
compromise the quality of the Airpark entry
experience from Highway 1 and I-49.
The
Framework envisions a more complementary mix
of redeveloped light industrial, retail, and housing
along the corridor, along with streetscaping and an
enhanced and rationalized intersection at England
Drive and Air Base Road, Exhibit 6-13.
Development opportunities along Highway 1,
Exhibit 6-14 can build on the nearby presence of
the Union Tank Car Complex to accommodate
future industrial activity. A possible spur dropping
from the rail line between the highway and
interstate to the Airpark could support rail oriented
distribution uses. Opportunities in this portion of
EXHIBIT 6-13
the Airpark highlight the emerging role of central
AIR BASE ROAD ENTRY
Louisiana and Alexandria in particular as a
transportation nexus. Development on the Airpark has easy access to the interstate, Port of
Alexandria, rail lines, and air facilities. The existing easement along the rail spur also establishes
a convenient corridor for fiber optic links into the Airpark, ensuring that tenants have both the
physical and technological infrastructure to compete nationally and globally. Exhibit 6-14 also
depicts improved roadway capacity from Highway 1 for military convoys accessing Army
facilities on the Airpark.
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EXHIBIT 6-14
HIGHWAY 1 CORRIDOR

This property along Highway 1 also enjoys adjacency to a major passive green space formed by
a capped landfill and former sewage disposal pond. As with other proposed open areas around
the Airpark, this green space can connect to nearby parks, the bayou, and intact vegetation to
form a system of recreational trails and alternative mobility options for pedestrians and
bicyclists. Green spaces in this area could link to one of the region’s last preserved urban stands
of hardwood trees in proximity to St. Mary’s School, creating a unique therapeutic recreational
amenity.
The Framework solidifies the development pattern along Highway 1 by suggesting a mix of
business, commercial, and industrial activities compatible with aviation-related impacts. The
Part 150 area also designates land that is currently under study as part of a Federal Aviation
Administration program to reduce noise-related land use incompatibilities.
The availability of raw land on the west side of Airpark, Exhibit 6-15 represents a major
economic development opportunity. The Framework envisions this area as a business/industrial
campus designed to accommodate large-scale uses, such as manufacturing or distribution tenants
on 25-acre+ parcels. Aeronautic-related uses could also cluster on the site to capitalize on
proximity to the airfield. Exhibit 6-15 designates three strategic in-parcels for future acquisition
to protect airfield operations and to create a larger, contiguous property for industrial activities.
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EXHIBIT 6-15
WESTSIDE OF AIRPARK

Minimal planning and design on the
campus would emphasize a common
visual theme with standards for
landscaping, signage, and building
treatments and shared amenity elements,
such as water features to treat
stormwater. The campus could also
appeal to the increasing corporate
interest in and market demands for
sustainability
by
supporting
environmentally
sensitive
site
development, building construction
practices and encouraging the use of
more efficient, renewable energy
sources. The vision further identifies
privately owned property to the west of
the campus as appropriate for long-term
industrial development, increasing the
region’s competitiveness for mega
projects.
As with the property to the east, it is
essential that the land use framework
separate incompatible traffic flows and
create easy access for industrial users.
The Framework promotes two improved
north-south routes along the western
side of the Airpark: Jimmy Brown Road
and Rapides Station Road.
Jimmy
Brown Road in particular could function
as a distribution corridor designed for
use by trucks servicing the campus.
Rapides Station Road could serve more
broadly to connect the area’s mix of
housing and future business and
industrial uses to the Rapides Station
interchange at I-49 and, in the longterm, to Highway 28 on the south.
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Lastly, the Framework promotes a compatible mix of retail, residential, light industrial,
recreational, and institutional uses at the southern perimeter of the Airpark, Exhibit 6-16.
EXHIBIT 6-16
SOUTHSIDE OF AIRPARK

6.4.2 Refinement of Landside Alternatives
Based upon the planning and design principles established during the visioning phase, the
consulting team further refined the Strategic Land Use Framework by developing site specific
concepts for key areas of the Airpark. The intent of the site based concepts is to:




Reinforce the vision for balanced, sustainable development;
Create a framework that attracts investment and guides individual development decisions
in supporting a consistent, high quality physical character; and
Reduce visual and operational conflicts among disparate uses, including industrial,
residential, retail, office and aviation activities, and ensure a safe, efficient, and attractive
environment.

Another driving theme, as described more fully in the Landside Requirements section, is to
preserve as much of the existing infrastructure and building inventory as possible to encourage
sustainability and reduce development costs.
The design concepts focus on four strategic areas of the Airpark:






The England Estates neighborhood in the southern portion of the Airpark along
Vandenburg Drive;
The Town Core that extends along Frank Andrews Boulevard between the Alexandria
International Airport commercial terminal and the intersection of England Drive and
Airbase Road;
The Westside Business/Industrial Campus east of Jimmy Brown Road and north of
Bayou Rapides Road; and
The Education Campus northeast of the Passenger Terminal area.
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The sections below describe the design concepts in more detail. The Landside Requirements
section includes more specific information on site improvements, including supporting
transportation and parking, building preservation and removal, and proposed development
quantities.
England Estates Neighborhood
The design concept for England Estates envisions redevelopment of this 1950s residential
enclave. The intent of the concept shown in Exhibits 6-17 and 6-18 is to expand the mix of
available housing opportunities on the Airpark to support proposed retail uses and additional
recreational amenities, while promoting a high quality residential environment.
The design maintains the existing street network with four east-west streets, but restricts access
from Vandenburg Drive to two points of entry. A linear green space along Vandenburg would
enhance the visual character of the corridor and buffer adjacent houses from traffic impacts. A
parallel lane running north-south along Vandenburg provides limited internal access for
residents.
The main organizing feature of the concept is a linear north-south park framed by new streets
and townhouses. The park establishes easily accessible green space for residents and offsets
higher residential density with adjoining common areas.
The overarching vision for the community is to create a new urbanist neighborhood of safe,
highly walkable streets and distinctive front porch architecture that embraces public spaces. The
concept introduces alleyways (shown in gray on the Exhibit 6-17) to reorient garage access to
the rear of single-family lots, thus preserving front yards and sidewalks for uninterrupted
pedestrian activity and cycling. As described more fully in the Appendix F, Patterns for
Development, locally authentic architecture, featuring simple, but elegant building forms,
generous front porches and small lots with shallow setbacks would complement the friendly,
walkable character of the community.
To further diversify the mix of housing, the concept anchors the southwest and northeast corners
of the neighborhood with apartment buildings. At the intersection of Vandenburg and Royce
Drive, buildings of architectural substance would wrap around interior parking, emphasizing the
back gate entry of the Airpark and creating an attractive street wall of development for adjacent
residents. The multi-family building to the northeast would capitalize on excellent views onto the
golf course, again adhering to the principle of offsetting increased density and adding value
through adjacent green space.
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LEGEND
SINGLE FAMILY LOTS - 113 Total
(50'-65' Width x 100'-180' Length
Min. .13 AC, Max. .3 AC)
TOWNHOUSES - 73 Total
APARTMENTS - 2 Story - 150 Units
PARK / OPEN SPACE
STREET
ALLEY (16' Width) / PARKING

Alexandria International Airport
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EXHIBIT 6-17
ENGLAND ESTATES NEIGHBORHOOD CONCEPT
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Town Core
The intent of the Town Core concept is to create a series of distinct sub-districts that support a
diverse but complementary array of functions across the central spine of the Airpark. For
purposes of organizing buildings, amenities and land uses, Exhibits 6-20, 6-21 and 6-22 divides
the study area into 14 parcels. Though the parcels are distinct on Exhibit 6-20, the proposed land
uses are intended to interact with surrounding activities and reinforce a seamless physical
character throughout the core. The overall goal of the design is to blend new buildings with
existing structures and amenities and to balance large, place-making spaces with small-scale,
interior spots between buildings.
Exhibit 6-20 distinguishes existing buildings to be preserved (purple) from proposed building
footprints (solid red), and long-term development opportunities (clear red). As indicated earlier,
the long-term development opportunities recognize that viable tenants are likely to remain at
their current locations before seeking alternative sites on the Airpark to accommodate expanded
operations in the future. Proposed (yellow) and existing parking (gold) areas support adjacent
uses. Exhibit 6-20 also features connected green spaces and trails (dashed green lines) that form
a system of recreation and alternative circulation within the core.
Parcel 1 contains the signature architectural element of the Town Core. This proposed threestory, 35,000 square foot Class A office building anchors a critical corner and complements the
existing design quality of the commercial terminal. The building is contoured to emphasize its
curved, landscaped roadway frontage, creating a visually prominent entry onto Frank Andrews
Boulevard. As with most of the proposed land uses in the Town Core, parking is set behind the
primary face of the building to minimize the interruption of surface parking lots. Parcels 13 and
14 also include several bays of existing parking to support the office building, Fixed Base
Operator and adjacent education campus.
Building on a vital asset of the Airpark, Parcel 2 highlights opportunities for an expanded
educational campus, Exhibit 6-19. The concept extends educational functions to Frank Andrews
Boulevard, building on the classic quadrangle space created by the Learning Center for Rapides
Parish and the Profit Center. Five proposed classroom and administrative buildings surround a
green commons and link visually and physically to the existing quadrangle. The buildings are
also designed to reinforce the unique triangular entry at Neel Kirby Boulevard and Arnold Drive.
A sixth educational building more fully encloses the current quadrangle space. The dormitory
building adjacent to the campus offers convenient lodging for students or visiting groups. The
location of the educational campus delivers a strong message to local residents and travelers to
Louisiana that education is critical to the future of the community.
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EXHIBIT 6-19
EDUCATION CAMPUS CONCEPT

Parcel 3 continues to house the administrative functions of England Airpark. As shown on
Exhibit 6-20, a linear greenway and pedestrian trail connects the education campus to proposed
hospitality, office and recreational uses. The greenway also forms a highly valued amenity for
uses proposed as part of Parcel 4. Parcel 4 includes both short and long term office space
intended for high tech research functions. This site could function as a business incubator,
supporting informational and workforce synergies between offices and adjacent educational
facilities. This parcel also features complementary hospitality and retail uses.
The concept assumes an expanded Parc England Hotel with an identical building footprint that
lies perpendicular to the existing hotel, thus creating an enclosed interior space. Additional
restaurant and hotel sites line Frank Andrews Boulevard, solidifying the high quality street wall
of development that characterizes the corridor. Parking sits primarily behind buildings or
features green buffers to screen views from the corridor.
Parcel 9 contains a series of existing and proposed office buildings that mirror the emphasis on
design quality along the south side of Frank Andrews. As a counterpart to the signature space in
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Parcel 14, the distinctive U-shaped building at the northwest corner of Frank Andrews
punctuates entry onto the corridor. Additional Class B offices and showroom/distribution space
also orient to Frank Andrews. Where appropriate, existing warehouse structures, such as
Building C, should receive a façade treatment to ensure consistent aesthetic quality.
The more utilitarian buildings shown in Parcel 10 are intended to accommodate light industrial
activity or call center functions. Exhibit 6-20 also shows an extension of Kegelman Boulevard to
Chappie James Avenue, more fully connecting this parcel to the street grid.
Two green space elements further highlight the prominence of Frank Andrews as the main street
of the Town Core. A proposed pedestrian greenway runs along the corridor, connecting the
commercial terminal to the Town Square and Market Square. The intersection of Frank Andrews
and Chappie James also features a roundabout. The roundabout is intended to accomplish several
complementary goals. The landscape green space adds visual appeal and distinguishes the
intersection as a main gateway to the corridor and commercial terminal. Following the principles
of modern traffic engineering, the roundabout can also enhance safety and roadway performance
by slowing and directing vehicles through potentially congested areas. All roundabouts would be
designed to accommodate semi-trucks and large emergency vehicles. Finally, roundabouts
reduce vehicle energy usage and cut the amount of greenhouse gases generated.
Exhibit 6-20 essentially dissolves the boundaries of Parcels 5, 6 and 7 to create a large
contiguous area of recreational amenities. Described earlier as the collective front yard of the
community, the Town Square contains an amphitheatre behind Heritage Park, an urban plaza, a
splash pad with interactive water fountains, and place-making elements, such as a gazebo and
carillon. In addition to the programmed and flexible spaces shown in Parcel 6, Parcel 7 features
existing and proposed active recreational facilities, including a baseball diamond, gymnasium,
and tennis courts. A system of walking trails connects the individual spaces and facilities. Parcel
5 includes parking to support recreational activities and events, as well as the adjacent Parc
England Hotel.
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The Market Square as identified in Parcel 8 is intended as a counterbalance for the commercial
terminal and signature office spaces at the southwestern end of Frank Andrews Boulevard. The
concept envisions a mixed use environment that includes both auto oriented and pedestrian
oriented spaces. Framing the highly visible intersection of Vandenburg and England Drive is a
readily accessible one story retail building. An additional one story retail building lines England
Drive to capitalize on the volume of passing vehicular traffic. As with the intersection of Frank
Andrews and Chappie James, this intersection features a roundabout to enhance visual quality,
emphasize the gateway function, and improve safety through reduced vehicular speed and
increase energy efficiency and reduce greenhouse gases. The design of the roundabout also
strengthens pedestrian access from the adjacent England Oaks senior community.
Two L-shaped buildings bracket a small green. To minimize surface parking, these buildings
contain two floors of apartment units that sit atop one floor of parking. All units in the buildings
are oriented to permit views of the green and, when feasible, to the larger park spaces of the
adjacent Town Square.
Two mixed use buildings with one floor of retail and two floors of residential units directly
frame the green. The ground floors should feature uses, such as restaurants, cafes and boutiques
that generate visual interest and pedestrian activity to animate surrounding public spaces. An
additional residential building with two floors of apartments above parking more fully encloses
the green.
Parcel 12 contains both short and long term office development opportunities. The primary
building facades orient to Market Square to screen the retail and residential functions from
parking and to create an attractive development wall.
Parcel 11 introduces critical warehouse space to the Airpark. Four 80,000 square foot industrial
buildings line this portion of the Frank Andrews corridor. To minimize conflicts between heavy
trucks and vehicular and pedestrian traffic accessing the Town Square and Market Square,
Exhibit 6-20 identifies an alternative route (shown as dashed blue line) that diverts trucks off of
Air Base Road onto Frank Andrews or to a common parking and loading area behind the
warehouse facilities. The careful physical design of the warehouse buildings is also essential in
meshing adjacent industrial and non-industrial activities. The buildings should be 35 feet in
height and include architectural facade treatments, such as brick, faux windows, cornices and
eaves to create a development wall that screens nearby uses and visually separates the Airpark’s
major industrial and warehousing sites. Appendix F, Patterns for Development, describes
appropriate architectural treatments in more detail.
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Westside Business/Industrial Campus
The purpose of the Westside Business/Industrial Campus is to accommodate large scale
warehousing/distribution, industrial activities, and air cargo operations. The concept, as shown in
Exhibit 6-23, divides the 822-acre campus into 31 parcels of approximately 25 acres linked by
an interior network of streets. Parcels could be combined as necessary to house larger tenants.
As described earlier, the England Authority would have to acquire several strategic in-parcels to
assemble a fully contiguous piece of land. Chapter 5, Sustainable Development, of this report
discusses the critical need for the full development of this property.
In addition to reserving sufficient land and facilities for industrial uses, the design promotes a set
of standards related to signage, landscaping, and building materials to create a consistent, high
quality campus identity that attracts and sustains investment. As the campus develops, the
Authority and tenants should explore opportunities to establish a shuttle system to connect
workers to retail, office and housing in the Town Core.
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6.5

AIRPORT CONCEPT PLAN

Typically the alternatives analysis includes an evaluation of alternative options, including a “no
development option”, designed to provide the client and advisory committee options for future
development. The alternative analysis is then used to develop a preferred physical plan for
future airfield development.
According to FAA AC 150/5070-6, Airport Master Plans, “the selection of an airport sponsor’s
recommended alternative will usually be based on a combination of efforts, including:
summation of the alternative evaluation criteria, supplemental analyses and evaluations,
stakeholder input through the public involvement process, and sponsor preferences.”1 As part of
the evaluation process, four criteria were established as the basis for evaluating potential
development options at AEX:


Operational Performance – Any selected development concept should be capable of
meeting the airport’s facility needs (capacity, capability and efficiency) as they have been
identified for the planning period. Further, preferred options should resolve any existing
or future deficiencies as they relate to FAA design and safety criteria.



Environmental – Airport growth and expansion has the potential to impact the airport’s
environs. The selected plan should seek to minimize impacts in the areas outside the
airport’s boundaries. Concepts should also seek to obtain a reasonable balance between
expansion needs and off-site acquisition and relocation needs.
The preferred
development plan should also recognize sensitive environmental features that may be
impacted by the concepts evaluated herein.



Cost – Some concepts may result in excessive costs as a result of expansive construction,
acquisition, or other development requirements. In order for a preferred concept to best
serve the airport and the community, it must satisfy development needs at reasonable
costs.



Feasibility – The selected concepts should be capable of being implemented. Therefore,
they must be acceptable to the FAA, Louisiana Department of Transportation and
Development (LA DOTD), the England Authority, and the community served by the
airport. The preferred development options should proceed along a path that supports the
area’s long-term economic development and diversification objectives.

Due to the unique nature of the England Airpark redevelopment, an airport concept plan was
created which incorporated previous planning and design efforts, ongoing projects and demand,
recommended land use, and the England Authority’s efforts to support the Airport as an
emerging intermodal transportation hub for the Central Louisiana Region as well as continuing

1

FAA AC 150/5070-6, Airport Master Plans, Paragraph 905a.
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its role as a disaster relief staging area. Using the evaluation criteria, a long-term development
concept was created based upon interrelated functional areas within the Airpark including:





Land Use
Airside Development/Facilities
Airport Landside Facilities – Building Areas
Airport Landside Facilities – Support Facilities

Order of magnitude costs associated with the airport concept plan as well as land acquisition and
potential environmental impacts are provided following the identification of recommended
airside, landside and support facilities. Land use and recommended airport development
information is illustrated on the Airport Layout Plan (ALP), while project estimated costs,
phasing and financial feasibility of the proposed development is detailed within the Chapter 8,
Implementation Plan, of this report.
6.5.1 Airfield Pavement Maintenance
According to the FAA’s Airports Division AIP Sponsor Guide (August 27, 2008), “the goal of
any maintenance program is to provide a safe and operable pavement for the least possible cost.
An effective pavement maintenance program will provide the owner with sufficient information
to assess how to obtain the greatest return for funds expected.”2 For that reason, the FAA utilizes
the “Typical Pavement Life Cycle Curve” shown in Exhibit 6-24 to identify the general costs
associated with conducting maintenance at different levels of pavement deterioration. As
pointed out in the curve, the most cost-effective pavement maintenance plan is one that programs
funding for rehabilitation projects before pavement sections reach a poor or unusable condition.
By conducting maintenance early (e.g., fair condition), a less-expensive pavement mill and
overlay can typically be conducted rather than a full-depth reconstruction project that may
require closure of the pavement section throughout its duration.

2

Central Region Airports Division AIP Sponsor Guide, Section 1750 – Pavement Maintenance.
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EXHIBIT 6-24
TYPICAL PAVEMENT LIFE CYCLE CURVE

Source: FAA Central Region Airports Division AIP Sponsor Guide

As a general rule, pavement maintenance and overlays are typically performed every ten years;
therefore the FAA requires that airport sponsors implement an effective airport pavement
maintenance program for any pavement constructed, reconstructed, or repaired with Federal
financial assistance.3 Based on discussions with the England Authority and illustrated in Exhibit
6-24, the following pavement sections at AEX were determined to be in immediate need of
maintenance4 at the time of this writing:





Priority 1 – South Apron Rehab Project – 35,000 square yard concrete pavement section
in front of the FBO’s terminal facility.
Priority 2 – North Apron Rehab Project – 30,000 square yard concrete pavement section
in the northeast corner of the north apron.
Priority 3 – Taxiway A/Terminal Apron Intersection – 37,000 square yard concrete
pavement section.
Priority 4 – Runway 18-36 Rehab Project – 56,000 square yard concrete pavement
section on the southern half of Runway 18-36.

A visual inspection of all pavement conditions at AEX was also conducted as part of this Master
Plan update effort. Based upon information and priorities provided by the client, preliminary
3

FAA Airport Sponsor Assurances, Assurance 11 – Pavement Preventive Maintenance.
The pavement sections which are designated for immediate maintenance were constructed prior to the transfer of
the England Air Force Base from the US Department of Defense to the England Economic and Industrial
Development Authority in 1993..
4

ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-51

cost estimates for pavement rehabilitation during the twenty-year planning period was identified
in Table 6-1. Since these types of routine maintenance costs have the potential to comprise a
significant portion of an airport’s capital expenditures, it is important to identify anticipated
maintenance costs at the onset of the development alternatives analysis. Further, in order to
more accurately determine pavement maintenance requirements, it is recommended that a
separate study be conducted to investigate the condition and strength of each pavement section at
AEX.

TABLE 6-1
PRELIMINARY PAVEMENT MAINTENANCE
ORDER OF MAGNITUDE COST ESTIMATES
Pavement Section
South Apron (FBO Area)
North Apron (NE Corner)
Taxiway A/Terminal Apron
Intersection
Runway 18-36 (Southern Half)
Runway 18-36 (Northern Half)
Runway 18-36 Blast
Pads/Overruns
Runway 14-32
Runway 14-32 Blast
Pads/Overruns
Taxiway A and Connectors
Taxiway B and Connectors
Taxiway C
Taxiway D
Taxiway E
Taxiway F
Taxiway G
South Apron
Terminal Apron
North Apron

Poor1
Poor1

Order of Magnitude Cost
Estimates
$12,000,000
$10,300,000

Poor1

$13,400,000

Fair
Excellent

$17,600,000
$20,000,000

Fair/Poor1

$5,400,000

Fair

$5,200,000

Current Condition

Fair/Poor

1

$5,400,000

Good
Good
Good
Pavement Removed
Good (2008 Reconstruction)
Closed (Pavement to be Removed)
Closed (Pavement to be Removed)
Good/Fair
Good
Good

$7,000,000
$6,500,000
Closed/Not applicable
Not applicable
Not applicable
Not applicable
Not applicable
$5,500,000
$4,000,000
$6,000,000

Note: 1The pavement sections listed as poor were part of the original pavement constructed in the 1950’s and left to AEX by
the US Air Force.
Sources: England Airpark Authority and The LPA Group Incorporated, 2008

It has further been identified that Runway 14-32 pavement will require rehabilitation within the
next five years. Therefore, as part of the previously recommended and FAA approved Runway
14-32 extension, rehabilitation projects should be carefully phased in conjunction with the
extension to minimize impacts to airport operations. In addition to pavement rehabilitation of
Runway 14-32, portions of Runway 18-36 are in fair to poor condition south of Taxiway A.
Pavement design and rehabilitation to portions of Runway 18-36 and the North, South and
Terminal aprons are already designated as high priorities by the England Authority, and,
therefore, pavement rehabilitation is included in the short-term development. Most runway
rehabilitation projects are conducted during nighttime hours for that purpose, when the least
ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT
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amount of airline operations generally occur. This process would include rehabilitating a small
section of the runway each night over a several week period, thus allowing the runway to reopen
in the morning for aircraft operations.
6.5.2 Airside Development/Facilities
Airside development includes any facilities associated with the airfield environment, including
runways, taxiways, apron, lighting, navigational aids (NAVAIDS) and related critical clearance
areas. Since the FAA typically funds the maintenance and development of airside facilities,
through the Airport Improvement Program (AIP), the identification of cost-effective and feasible
development is critical. An illustration of the recommended airfield development is provided in
Exhibit 6-25, Airfield Development.
Runway 14-32
Runway length requirements were determined based upon the existing and future critical aircraft
demand in conjunction with the runway length methodology outlined in FAA AC 5325-4B,
Runway Length Requirements for Airport Design. Previous documentation including the FAA
approved 1998 Master Plan and FAA approved 2007 FAR Part 150 Study recommended the
extension of Runway 14-32 to a length of 12,000 feet to accommodate the B747 and the DC-10,
ARC D-V, aircraft. Based on accommodating the takeoff demands of the Boeing 747-400 at
AEX under current operating conditions (e.g., elevation, mean max temperature, runway
gradient, and 95 percent useful load), the ultimate runway length requirement was determined to
be 12,000 feet requiring a 2,648 foot extension to the north. In reviewing forecast demand over
the short (5-year) and long-term (20-year), it became evident that the recommendations of
previous reports related to Runway 14-32 are still relevant.
The capability to effectively accommodate these wide-body aircraft at AEX is important to the
national interest to accommodate international Military deployments and Gulf Coast disaster
relief operations. The US Congress has allocated $750 thousand in funding to begin the
extension. As illustrated in Exhibit 6-25, the preferred extension to Runway 14-32 is considered
the most straightforward development option, since it would not require the relocation of any
public roadways (e.g., Bayou Rapides Road a.k.a. Louisiana Highway 496), impact a major
drainage artery, or impact the Links on the Bayou (located to the south of the airport). The
simplest way to avoid major impacts to these sensitive features is to extend the Runway 14 end
by 2,648 at the current pavement strength, with extension of Taxiway A to the new runway end.
Since any extension to the Runway 32 end (southeastern runway end) would require costly
relocation projects for Bayou Rapides and Louisiana Highway 496, options for extending
Runway 14-32 to the southeast were initially dismissed from further consideration.
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Further, as identified in Table 6-1, Runway 14-32 pavement is in fair condition. Therefore, as
part of any improvements or rehabilitation, the pavement should be designed to accommodate
repeated use by aircraft of significant weight and landing gear configurations. Therefore,
runway pavement improvements will be designed to the following standards:
Landing Gear Configuration
Single-Wheel (SW)
Dual Wheel (DW)
Dual Tandem Wheel
Dual Double Tandem Wheel (B747-400)
Twin, Delta Tandem Wheel (C-5)

Runway 14-32
Pavement Strength (in Pounds)
81,000
180,000
330,000
850,000
840,000

Note: Some aircraft may be weight limited by pavement strength.
Sources: Department of Defense Publication, July 1991, FAA form 5010 data, 2008, and The LPA Group Incorporated, 2008

Runway 18-36
During the facility requirements analysis, Runway 18-36 was identified as an additional primary
runway with an ARC of D-IV. Typically, an additional primary runway should be designed to
accommodate the most demanding aircraft or family of aircraft using the airfield5. The most
demanding aircraft based upon FAA standards is the B747-400. However, due to several
limiting factors including existing facilities, roads, land acquisition, etc., a length of 12,000 feet
cannot be accommodated.
Therefore, the runway length was based upon demand associated with narrow-body commercial
aircraft including the B737-700/800/900 and Airbus 320. Further, in the event that Runway 1432 was closed as a result of maintenance, weather, accident, etc., the length of Runway 18-36
should be designed to safely accommodate wide-body aircraft at a reduced useful load (i.e.
approximately 60 percent). Based upon this criterion, a runway length of 8,008 feet is
recommended for Runway 18-36.
Options for the Runway 36 end were initially dismissed from consideration due to impacts that
would require the relocation of Bayou Rapides and Bayou Rapides Road. However, because of
land limitations, airspace, and environmental issues, the 1,007 foot extension is recommended to
occur on Runway 18 as illustrated on Exhibit 6-25. Currently, the section of Runway 18-36
north of Taxiway A was strengthened to accommodate large aircraft (i.e. Boeing 747 and C-5
aircraft). Plans are already in progress to strengthen the pavement south of the intersection of
Taxiway A. This will allow the full use of Runway 18-36 by all aircraft currently or anticipated
to operate at AEX.
Upgrading the pavement strength of Runway 18-36 to accommodate landing gear configurations,
as shown below, similar to those operating on Runway 14-32 will allow the runway to
accommodate limited critical aircraft operations during disaster relief and other operational
events.

5

FAA AC 150/5325-4B, Table 1-2. Runway Length for Additional Primary Runways
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Landing Gear Configuration
Single-Wheel (SW)
Dual Wheel (DW)
Dual Tandem Wheel
Dual Double Tandem
Twin, Delta Tandem (C-5)

Runway 18-36 Pavement Strength
(in Pounds)
81,000
180,000
330,000
850,000
840,000

Sources: The LPA Group Incorporated, 2008

The extensions of both Runways 14 and18 will require land acquisition, which will be discussed
in more detail within the “Land Acquisition” section of the report.
Runway Blast Pads
The airfield is currently equipped with non-standard blast pads on Runways 14, 32, 18 and 36.
The existing and FAA recommended blast pad dimensions are illustrated in Table 6-2.
TABLE 6-2
MINIMUM BLAST PAD DIMENSIONS
Runway
14
32
18
36
D-IV
D-V

Width (in feet)
Length (in feet)
Existing Dimensions
150
400
150
400
200
400
150
400
FAA Requirements
200
200
220
400

Sources: FAA AC 150/5300-13 and Airport Survey Data, 2008

As stated in Chapter 4, runway blast pads provide blast erosion protection beyond the runway
ends. Since the England Airpark is a former military facility, the airfield was also equipped with
150 x 600 feet of additional pavement beyond each marked blast pad. This was primarily to
provide 1000 feet of paved overrun/stopway protection. During a field visit and pavement
review, this additional pavement is currently in poor condition. Since this additional pavement is
not required to accommodate the airport’s current and future use as a commercial service facility,
it is instead recommended that 220 x 400 foot blast pads be rehabilitated or constructed as part of
the extensions and/or pavement rehabilitation of Runways 14-32 and 18-36. Although Runway
18-36 is designated as an ARC D-IV runway, the runway’s use during emergency operations and
in support of Runway 14-32 supports implementing/maintaining the larger blast pads on this
runway.
Runway Shoulders
According to FAA AC 150/5300-13, Airport Design, paved shoulders are recommended for
runways, taxiways, and aprons that serve Group III and higher aircraft. As a result, 35 foot and
25 foot paved shoulders are recommended for Runways 14-32 and 18-36, respectively. Artificial
ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-58

turf surfaces, although not yet approved by the FAA, have recently been installed and tested at
several commercial airports around the United States. These products, which are made by
companies such as AvTurf and Air FieldTurf, have been installed on runway and taxiway
shoulder/safety areas prone to soil erosion and/or drainage issues, and are able to withstand
repeated jet blast and use by emergency and maintenance vehicles.
Guidance for the planning, design, and maintenance of aviation grade artificial turf is provided in
FAA AC 150/5370-15, Airside Applications for Artificial Turf. The use of this type of
application for the runway shoulders at AEX may provide a reduced-cost option compared to the
installation of full paved shoulders. According to AvTurf, the following benefits can be realized
from artificial turf installation:6









‘Stabilization of runway and taxiway shoulders, reducing the potential for safety hazards
and costs associated with aircraft veer-offs.
Enhanced pavement conspicuity/delineation for approach to landing and taxiing
operations.
Reduced foreign object debris (FOD), potentially eliminating the safety threat of foreign
object damage; more expeditious identification of FOD on AvTurf installations.
Reduced potential for wildlife hazards: AvTurf does not support bird and other wildlife
activities like loafing, grazing, and foraging since it provides no food, shelter, and water.
Potential for enhanced response times for aircraft rescue and fire fighting vehicles,
depending on the prepared base, in all-weather conditions.
Reduced need for personnel and equipment in RSAs and TSAs, thus eliminating/
reducing the potential for runway incursions.
Reduced erosion around runway and taxiway pavement because of jet blast and washout.
Reduced or eliminated overburden in regions where snow berms and other
accommodations are associated with weather conditions’.

Therefore as part of the Green Airfield initiative, the England Authority should consult with the
FAA and Louisiana Department of Transportation and Development (LaDOTD) to determine the
viability of using artificial turf as a substitute for paved concrete shoulders at AEX. Since FAA
is still evaluating the use of artificial turf as a substitute for paved shoulders, order of magnitude
costs provided were based upon traditional paved shoulder requirements (FAA AC 150/530013).
Taxiways
At the time of this writing, several taxiway improvements are currently underway including the
rehabilitation of Taxiway E between the thresholds of Runways 32 and 36. Since completion of
the FAA approved 1998 Airport Master Plan, the remaining sections of Taxiways E, F and G
were closed as a result of poor pavement conditions. The previous master plan recommended the
construction of a full-length parallel taxiway west of Runway 18-36. However, construction of
the Hot Pad facilities within the airfield infield makes this option no longer feasible.
6

www.avturf.com.
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As shown in Exhibit 6-25, taxiway improvements are recommended in conjunction with
proposed runway improvements including:




Extension of Taxiway B in conjunction with Runway 18 extension
Extension of Taxiway A in conjunction with Runway 14 extension, and
Construction of new parallel taxiway to Runway 14-32.

All taxiways will be constructed to ARC D-V standards, including 35 foot stabilized/paved
shoulders, designed to accommodate twin, delta tandem landing gear equal to or greater than
840,000 pounds which meets operating standards for all aircraft currently and likely to operate at
AEX in the near future. An alternative to impervious paved shoulders on existing and future
taxiways could be artificial turf. Although the use of artificial turf may provide a cost savings, it
must provide significant strength to accommodate the potential passage of aircraft as well as
support emergency and maintenance equipment. Further, the use of artificial turf as a
replacement for paved shoulders must be approved by FAA. It is recommended that further
investigation of this product be considered, but for cost estimate purposes impervious paved
shoulders were evaluated.
Currently Taxiway A has a runway-to-taxiway separation from Runway 14-32 of approximately
800 feet. According to FAA AC 150/5300-13, the required taxiway-to-runway separation is
only 500 feet. However, the advisory circular further recommends that at least 600 feet of
separation is required to accommodate the use of high-speed taxiways. Therefore, in order to
provide the greatest flexibility over the long-term, a 600 foot runway-to-taxiway separation is
recommended for both the extension to Taxiway A as well as the construction of the west
parallel taxiway to Runway 14-32.
Taxiway 18-36 is designed to accommodate ARC D-IV aircraft. Although it is recommended
that all taxiways be designed to accommodate ARC D-V aircraft, the runway-to-taxiway
separation requirements will remain 400 feet for Runway 18-36. Thus, the extension of Taxiway
B is recommended to remain at the 400 foot separation as well as the portion of the proposed
south taxiway providing access to Runway 36 as illustrated in Exhibit 6-6, Airfield Development
Alternative.
Initially it was recommended that additional run-up/hold pads be constructed near the thresholds
of Runways 36, 18 and 14. However, because of the size and type of aircraft operating on
Runways 14-32 and 18-36, it is instead recommended that bypass connector taxiways be
constructed, as illustrated in Exhibit 6-25. This design option provides air traffic control greater
flexibility, especially during IFR conditions, increases the overall capacity and safety of the
airfield, and would be designed to accommodate the passage of a B747-400 and/or C-5 aircraft.
Apron Development
The previous FAA approved master plan recommended several apron improvements including
the expansion of the terminal apron and south apron areas to accommodate overnight
commercial parking and general aviation requirements. In addition to recommendations
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identified in previous reports, the England Authority has identified the immediate need for apron
rehabilitation projects on the south and north aprons as illustrated in Exhibit 6-25, Airfield
Development. Additional apron improvements are provided as follows:
South Apron Development Plan
The FAA approved 1998 Master Plan for AEX included several recommendations for the
development of the south apron, including a mix of small and large hangars for aircraft storage,
maintenance, repair, and overhaul (MRO), air cargo, and other aviation-related purposes.
Additional recommendations for the south apron included remote overnight parking (RON) for
charter and commercial aircraft as well as additional paved apron area. Limited development has
occurred on the south apron since the completion of the FAA approved 1998 Master Plan,
partially because the “radar non-development zone” illustrated in Exhibit 6-26 restricts
development on the southeastern half of the apron. For that reason, removal and/or relocation of
the long range radar facility is considered crucial to allow for future airfield development.
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With the opening of the Cargo/Military apron, the current use of the south apron predominately
consists of general aviation and corporate functions, with occasional RON parking for
commercial and military aircraft. As described in Chapter 4, future use of the south apron will
continue to serve these aircraft groups, and potentially air cargo or other specialty operations.
Due to the shift worldwide to larger and more efficient commercial and general aviation aircraft
and continued congestion at many hub airports, the demand for aviation facilities at non-hub
airports will continue to grow. Since AEX has the ability to accommodate such demand, it is
anticipated to become a center of continued aviation-related growth within both the state and
southern US.
The South Apron area is currently designed to accommodate all aircraft including airport design
growth V. It is therefore important to designate specific areas of the south apron, as well as
provide appropriate access routes and separations, so that each of these aircraft groups can
operate with limited interruption. As illustrated in Exhibit 6-26, four designated aircraft parking
areas are recommended for the south apron including the following:





General Aviation Based Aircraft Parking
General Aviation Transient Aircraft Parking
Large Aircraft Parking
Overflow Aircraft Parking

The General Aviation Based Aircraft Parking Area is located in the northeast corner of the south
apron, in front of the fixed base operator’s (FBO’s) hangar. This area is currently used for based
aircraft parking and should continue to be used for that purpose. Although the FBO relocated
much of their operations in December 2008 to a new terminal building, they are continuing to
maintain the terminal within their hangar facility for based aircraft users of AEX primarily
because of limited apron space adjacent to the new FBO Terminal. In order to accommodate
parking demand and provide an adequate movement area for piston, corporate jet, and
commercial aircraft (i.e. Boeing 747), an expansion of the existing south apron to the west is
required. The apron expansion will provide adequate area for tie-down, aircraft maneuvering
and ground support equipment requirements.
Space for larger corporate aircraft parking should also be provided in this area, whether it is for
based aircraft, transient aircraft, or staging for maintenance. In order to separate general aviation
and corporate aircraft from larger jets, the primary access to the south apron would be at the
northern entrance to the apron along Taxiway A. Consequently the aircraft parked in the Thangars on the south side of the apron would have to use caution when operating amongst larger
aircraft.
The General Aviation Transient Aircraft Parking Area is located in the northwest corner of the
south apron, in front of the FBO’s new terminal building. As mentioned earlier, pavement
maintenance within this area is already planned for the short-term. As illustrated in
Exhibit 6-26, this area could accommodate a mix of transient aircraft, ranging from small
pistons to corporate jets. Therefore, in an effort to provide some separation between large and
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small aircraft operations, the northern entrance to the south apron along Taxiway A would
primarily serve general aviation and corporate aircraft, whereas the south entrance would serve
larger commercial, Military, or cargo aircraft. However, the South Entrance cannot be used until
South Apron rehabilitation and expansion is completed. This project is designated as a “Priority
One” by the Authority.
The Large Aircraft Parking Area is located in the center-east of the south apron, and is primarily
intended to serve the RON parking demands for commercial, Military, and cargo aircraft. As
illustrated in Exhibit 6-26, this area could accommodate five (5) or more Boeing 777 jets, and
would be accessible via the southern entrance to the south apron along Taxiway A which is
designed to accommodate ADG V aircraft such as a Boeing 747. The Overflow Aircraft Parking
Area is located in the center-west of the south apron, and includes a 24,000 square yard apron
expansion if ultimately needed at AEX. The apron expansion allows for improved access
between all sections of the south apron, as well as Taxiway A, and Runway 32, by providing
access from the runway to the south apron near the Aircraft Rescue and Firefighting (ARFF)
facility.
Helicopter/Emergency Staging Apron Plan
Currently 3.2 acres of airfield pavement located within the central portion of the airfield east of
Runway 18-36 provides limited parking and a fixed area refueling point for helicopter
operations. However, since the pavement is in such poor condition, new rotorcraft parking is
recommended. As noted in Chapter 4, AEX accommodates a variety of aircraft including
military trainers, commercial aircraft, military transports, corporate aircraft, as well as both
civilian and military rotorcraft. Based on historic operations and forecast demand associated
with commercial, general aviation, and Military/disaster relief operations, the Facility
Requirements evaluation in Chapter 4 identified the need to provide large areas helicopter
parking areas adjacent to the north apron. Historically, approximately 20 percent of all
operations at AEX have been conducted by the Military, and through a commercial lease
function, the airport is used as the Intermediate Staging Base (ISB) for the Joint Readiness
Training Command Center (JRTC), which operates in conjunction with Fort Polk and Camp
Beauregard to perform simulated war and troop logistics maneuvers. Further, with recent
improvements to Runway 18-36, the north apron, and the Military passenger processing center,
AEX will be heavily utilized for training activities and real world troop deployments. In
addition, the facilities that support the large scale movement of troops and supplies are the same
infrastructure necessary to accommodate disaster relief operations in the southern United States.
Therefore, two potential helicopter parking pads are recommended for development in the infield
areas of the north apron as illustrated in Exhibit 6-27, Midfield Apron Development.
These two helicopter parking areas are referred to as the North and South Midfield Aprons. The
South Midfield Apron consists of approximately 21 acres of pavement. As shown, this
helicopter apron includes one taxilane entrance from Taxiway A and three taxilane entrances
from the North Apron, which are designed to ADG III to provide sufficient separation criteria for
helicopter parking and taxiing.
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A mixture of large and small helicopters is shown on this apron, with a total of 21 parking
positions, although any parking configuration could be considered that allows for more or less
helicopter positions, or to accommodate RON parking for Military aircraft. The South Midfield
Apron also includes the provision for a helicopter wash rack; thus proper drainage and
containment features would be needed in this area to collect wastewater.
As proven during Hurricanes Katrina, Rita and most recently Gustav, the ability to move large
quantities of emergency supplies by air is critical to emergency response operations. Further,
providing facilities to cross load equipment from large transport aircraft (i.e. C-5) to smaller
fixed wing and rotor wing aircraft is necessary for the disbursement of supplies during relief
efforts. Airport facilities associated with large commercial passenger and military troop
movement have proven that AEX is well suited to accommodate provide support during any
disaster relief scenario. As a result, the LaDOTD has designated AEX/England Airpark as a
disaster relief staging area for the Southeast United States.
The North Midfield Apron consists of approximately 14 acres of pavement. As shown, this
apron includes one taxilane entrance from Taxiway B1, which is also designed to ADG III, and
has a total of 16 parking positions for a mixture of small and large helicopters. One primary
difference between this apron and the South Midfield Apron is that much of this apron is located
within the protective clearances of the Military Hot Pads; therefore use of the North Midfield
Apron may be restricted when the Military is actively using the Hot Pads. As mentioned earlier,
either of the proposed helicopter parking aprons could be used for other purposes, such as RON
parking for Military aircraft, and the helicopter parking configurations, taxiway access points,
etc., could greatly vary from what is depicted.
6.4.3 Navigational Aids, Airfield Lighting and Markings
In conjunction with proposed airfield development, improvements to airfield lighting, markings
and NAVAIDS will be required to accommodate demand beyond the twenty-year planning
period.
Navigational Aids
The airport is currently equipped with several electronic and physical NAVAIDS, including a
Category I Instrument Approach on Runway 14, Precision Approach Radar equipment (PAR),
precision approach path indicator lights (PAPIs), long-range enroute radar facility, automated
surface observing system (ASOS) and windcones. The current location of the long-range en
route radar facility continues to hamper development near the south apron area, therefore it is
recommended that the radar facility, either be removed or relocated off of airport property.
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In conjunction with recommended Runway and Taxiway improvements, several existing
NAVAIDs will need to be relocated including the Glideslope Antenna on Runway 14, PAPIs on
both Runways 14 and 18, in addition to the PAR, ASOS and windcones. However, in order to
enhance the approach capability of the airport, it is recommended that the current precision
approach on Runway 14 be upgraded to a Category II (CAT II). The CAT II approach provides
lower visibility, decision height (DH) and height above threshold (HAT) limits than current CAT
I conditions. To accommodate a CAT II approach to Runway 14, upgrades to the approach
lighting system (ALSF-2) and in pavement runway lights are required to accommodate the lower
visibility minimums.
Glideslope and RVR Relocation
According to FAA Order 6750-16, Siting Criteria for Instrument Landing Systems, the
appropriate location of the glide slope antenna is dependent upon the type of system used, and
terrain conditions which can affect signal quality. However, “the glide slope should be located
on that side of the runway which is free of taxiways, runways, helicopter pads, and other
potential sources of traffic interference. To preclude relocations necessitated by new
construction, future expansion plans should also be considered when determining the site
selection…Category II and Category III glide slopes should be located at a minimum of 400 feet
from the runway centerline.”7 Therefore, in order to accommodate the same capability as
currently provided (e.g., glide slope angle, threshold crossing height), Exhibit 6-25 illustrates a
potential glide slope antenna relocation site approximately 1,040 feet from the approach end of
Runway 14 and 500 feet from runway centerline. Although, the FAA would ultimately
determine the appropriate glide slope antenna relocation site at AEX.
Additionally, relocation of the existing RVR facilities for Runway 14 approaches would be
required, which measure how far ahead the pilot of an aircraft should be able to see high
intensity runway edge lights or contrasting objects. According to FAA AC 150/5300-13, Airport
Design, CAT II runways with more than 8,000 feet in length require touchdown, roll-out, and
midpoint RVRs. Therefore, relocation of the RVR facilities, and the potential installation of new
RVRs, would be necessary for the proposed extension to Runway 14-32 and the associated
upgrade of the Runway 14 ILS approach to CAT II.
PAPI-4 Relocation
In conjunction with the extension of Runways 14 and 18, relocation of the PAPI-4 equipment is
required. PAPI Siting requirements as prescribed in FAA AC 150/5340-30, Design and
Installation Details for Airport Visual Aids, designate the following: “if the PAPI is installed on
an ILS runway primarily used by aircraft in height group 4 (B-747/767, L-1011, DC-10, A-300),
the PAPI distance from the runway threshold must equal the distance to the ILS glide path
touchdown point plus an additional 300 feet +50, -0 from the runway threshold.” Based upon
this criterion, at least 300 feet separation should be provided between the PAPI and ILS glide
path touchdown point on Runway 14. Runway 18 is not equipped with an ILS approach, and,
therefore, the PAPI-4 should be relocated approximately 1,300 feet north of its current location.
7

FAA Order 6750-16, Siting Criteria for Instrument Landing Systems.
ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-70

Windcone Relocation
According to FAA AC 150/5340-30, Design and Installation Details for Airport Visual Aids,
“windcones must be located near the runway end so that pilots have an unobstructed view during
either takeoff or landing.” Therefore, the proposed runway extensions will require windcone
relocations. In order to comply with FAA design standards for Airport Reference Code (ARC)
D-IV and V category runways, windcones should be located outside the runway safety area,
runway object free area, taxiway safety area, and taxiway object free area, if possible. As such,
the windcone should be positioned a minimum distance of 400 feet from runway centerline and
160 feet from taxiway centerline to avoid these safety areas. If these offsets cannot be
accommodated, obstruction lighting may be necessary.
Local Area Augmentation System (LAAS)
In conjunction with proposed airfield improvements and the airport’s continuing role as an
emergency support facility, it is recommended that the England Authority pursue obtaining a
LAAS system, which would provide, in conjunction with the appropriate lighting and markings,
Category I instrument approach capabilities to Runways 18, 36 and 32. The LAAS system is a
“ground based augmentation to global positioning systems (GPS) that focuses its service on the
airport area (approximately 20-30 mile radius) for precision approach, departure procedures and
terminal area operations. It broadcasts it correction message via a very high frequency (VHF)
radio data link from a ground based transmitter. The LAAS demonstrated accuracy is less than 1
meter in both horizontal and vertical axis.” The LAAS system is still in the research and
development stage at the FAA; however, it is anticipated that the equipment will be available for
installation in the next five years. Therefore, in conjunction with the extension of Runway 18, a
LAAS should be installed to provide upgraded approach capability.
Precision Approach Radar and Automated Surface Observation System
Development considerations associated with the parallel taxiway on the western side of Runway
14-32 include required: 1) relocation of the existing Automated Surface Observing System
(ASOS); 2) relocation of the existing Precision Approach Radar (PAR); and 3) impacts to the
drainage ditch that runs around the northern portion of Runway 14-32. Associated property
requirements and acquisition alternatives are evaluated in later sections of this chapter.
Exhibit 6-25 depicts potential sites for the relocation of the ASOS and PAR. According to the
United States Office of the Federal Coordinator for Meteorology document, Federal Standards
for Siting Meteorological Sensors at Airports (August 1994), for airports with precision
instrument runways and with RVR instrumentation such as AEX, the “cloud height, visibility,
and wind sensors and associated data collection platform (DCP) shall be sited at a location that
will ensure resultant observations are representative of the meteorological conditions affecting
aviation operations.”8 For precision instrument runways without RVR instrumentation, this
document identifies other options for siting ASOS sensors and the associated DCP, including
adjacent to the primary instrument runway 1,000 to 3,000 feet down the runway from the
threshold, with a minimum distance of 750 feet from the runway centerline and maximum
8
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distance of 1,000 feet; therefore this criteria was used in the illustrated ASOS relocation site. It
is noted, however, that the ultimate relocation sites for the ASOS and the PAR would be
determined by the FAA, Military, and other relevant weather agencies (e.g., National Climatic
Data Center). Impacts to the drainage ditch would be addressed during the design phase of the
parallel taxiway.
Airfield Lighting and Markings
In conjunction with the runway, taxiway and apron improvements discussed previously,
additional/upgraded lighting and markings are required. In conjunction with upgrades to both
NAVAIDs and airfield lighting, improvements to the existing electrical vault equipment will be
required. This is discussed in greater detail under the Support Facilities section of this report.
Airfield Lighting
As stated in Chapter 2, airfield lighting provides enhanced visibility both to operators in the air
and on the ground during evening or other low visibility conditions. In conjunction with the
extensions of Runways 14 and 32, additional high intensity runway lighting (HIRLs) will need to
be installed. Further, to accommodate the proposed CAT II precision ILS approach to Runway
14, an approach lighting system with sequenced flashing lights (ALSF-2) as well as in-pavement
centerline lights will need to be installed to allow for the reduced visibility on approach. As
illustrated in Exhibit 6-25, the ALFS-2 would extend 2,400 feet beyond the proposed Runway
14 end, outside the existing airport property and through a treed wetland area. Land acquisition
and environmental impacts are evaluated in detail within later sections of this chapter.
Currently, Runways 18, 32 and 36 are equipped with runway end identification lights. However,
as part of the recommendation to install a LAAS system in conjunction with the extension of
Runway 18, it is further recommended that medium intensity approach lighting system with
runway alignment indicator lights be installed on Runways 18, 36 and 32 to obtain a CAT I
precision instrument approach at AEX. The approach lighting will extend for a horizontal
distance of approximately 2,100 feet from the end of the runway. Land is already available prior
to runways 36 and 32 to accommodate such an approach, but additional property will need to be
acquired prior to Runway 18 to accommodate both the recommended extension, approach
lighting and associated safety areas.
Additional lighting improvements include the addition of medium intensity taxiway lights on the
proposed western taxiway, extension of Taxiway A as well as extension of Taxiway B. Further,
additional apron lighting should be provided through the use of additional outdoor building
lighting as well as multi-unit, high wattage sodium/or metal halide lamps atop high mast light
poles.
Airfield Markings
In addition to lighting and NAVAIDS, reflective pavement markings are used to assist pilots and
other airport users to identify runways, taxiways, parking pavement, etc. Currently, Runways
14-32 and 18-36 are marked as precision and non-precision instrument runways, respectively.
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As part of the extension and pavement overlay to Runway 14-32, the runway thresholds, blast
pads and precision approach markings will need to be installed.
Currently Runway 18-36 is designated as a non-precision runway. However, with the
installation of the LAAS and the extension of Runway 18, the runway markings will need to be
upgraded to illustrate a precision instrument approach. Additional marking improvements are
associated with the extensions/rehabilitation and construction of several taxiways and aprons.
Centerline, shoulder, taxiway hold lines and aircraft parking markings in addition to runway end
identification markings and associated signage will need to be implemented to facilitate the
movement of aircraft, ground support and emergency equipment on the airfield. Reflective
markings are also key to preventing both taxiway and runway incursions. The order of
magnitude cost estimates associated with the additional airfield markings and lighting are
provided in Table 6-6, Preliminary Order of Magnitude Cost Estimates.
6.5.4 Airport Landside Development
As part of the alternative analysis, options associated with GA hangar development,
Maintenance, Repair and Overhaul facilities, development of air cargo facilities in addition to
Commercial Passenger Parking Requirements were evaluated in conjunction with long-term
airfield and Airpark land use. Landside development considered previous recommendations
including those identified in the FAA approved 1998 Master Plan. These recommendations in
conjunction proposed reuse of existing buildings/facilities, identified facility requirements as
well as the Airpark land use development plan, which provided the basis for the recommended
airport landside development.
General Aviation Aircraft Hangar Storage
The FAA approved 1998 Master Plan for AEX recommended the development of a new FBO
complex, with a mixture of T-hangar and conventional hangars, between the two runways in the
northwest quadrant of the airport property. In the years since, the Military, under commercial a
lease, has constructed $48 million of airfield mobility improvements. Some of which are used
for the loading and unloading of explosive ordinance. For this reason, the Military funded and
installed, under commercial lease, three concrete Hot Pads near the threshold of Runway 18.
Because of the Hot Pad protective clearances, development of a new FBO facility within the
airfield infield is no longer feasible.
The airport is currently equipped with one 10-unit T-hangar building, which is located along the
southern edge of the South Apron. Although the majority of based aircraft are housed in
conventional hangars, it is recommended over the long-term that an additional 10-unit T-hangar
building be constructed adjacent to the existing hangar contiguous to the South Apron.
As shown in Exhibit 6-26, South Apron Development, two additional 10-unit T-hangar facilities
could be constructed to the east of the existing facilities. However, in order to construct these Thangars, removal of old Military storage pads would be necessary. Undeveloped property east of
the T-hangar facilities, depending upon demand, could accommodate larger conventional hangar
development. This area could accommodate future use by MRO operators or similar
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development. However, this area cannot be fully developed until the long-range radar facility is
relocated or dismantled.
Since the southern half of the south apron in the long-term is intended for future use by MRO
operators and larger jets, it may be wise to find an alternate location for T-hangar development in
the long-term. Thereby limiting the interaction of smaller, lighter GA aircraft with larger and
heavier, commercial aircraft. An alternate long-term option for T-hangar development may
include redevelopment of the existing fuel truck staging area along the northeast corner of the
south apron. Still until the long-range radar is dismantled, neither the long-term T-hangar and
MRO facilities along the south and east sides of the airfield can be accommodated.
As depicted in Exhibit 6-26, conventional hangar development is recommended on the north
side of the South Apron east of the new FBO facilities. Since the England Authority intends to
designate specific areas of the south apron for different aircraft categories or sizes, including the
provision of space for RON aircraft parking, it is feasible to develop larger conventional hangar
facilities. Consistent with the FAA approved 1998 Master Plan; three conventional hangar
facilities could be constructed east of the new FBO facility to accommodate forecast demand.
These conventional hangars could range in size from approximately 33,000 SF to over 100,000
SF. These types of facilities would typically attract a jet management/charter company. All
conventional facilities would include attached office space for administrative functions as well as
adequate employee and customer parking. Proposed hangar development would be constructed
around facilities currently used to store aircraft parts, thereby allowing for continued access and
vehicular circulation to existing hangar and office facilities.
However, in order to accommodate proposed conventional hangar development, Billy Mitchell
Boulevard would need to be relocated. This is an important part of the England Authority’s
long-term land use plan since the road relocation provides a separation line between aviation
development, other airport functions and open space areas. Since development along the south
side is limited by the radar non-development zone, the proposed 100,000 square foot (SF) hangar
could be used as a maintenance, repair and overhaul (MRO) facility. The relocation of Billy
Mitchell Boulevard provides ample opportunity for growth for both existing and proposed
facilities, as well as provides a potential location for the installation of additional water tanks,
which would be used for fire suppression purposes as illustrated in Exhibit 6-26, South Apron
Development.
Maintenance, Repair, and Overhaul (MRO)
While difficult to predict the potential for an aircraft maintenance, repair, and overhaul (MRO)
operator to construct a facility at AEX, the availability of space for such a development exists on
the south apron. The England Authority’s ability to offer a “shovel ready” site9 at a reduced
lease rate when compared to many commercial airports, in addition to Alexandria’s centralized
location, makes AEX a strong candidate for aviation-related growth. The facility requirements
evaluation in Chapter 4 identified several ongoing trends within the MRO industry, including
rapid facility development around the country to accommodate the influx of very light jet (VLJ)
9
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manufacturers and the high expectation for VLJ sales over the next several years. Additionally,
recent maintenance violations by large airline carriers such as Southwest, which have been
utilizing cheaper MRO facilities in foreign countries with lax regulations and inspections, has
spurred a demand for new MRO facility development within the United States. These factors,
combined with the trends by airlines, the Military, and other operators transitioning to larger,
more efficient jets, indicates the need to plan for a wide range of sizes for potential MRO facility
development at AEX, as illustrated in Exhibit 6-26.
Prior to development several existing issues would have to be addressed, including removal
and/or relocation of the ASR and removal and clean-up of old Military parking pads and the jet
engine cell building. Therefore, development in this area would be considered long-term,
although development interest could push forward any scheduled efforts to make the site
available and ready. Accessibility to this large-scale MRO facility could be provided by
constructing a bi-directional access road off FAA Avenue.
AEX is in an excellent position to accommodate MRO facility development. Feasible
development opportunities at many of the Country’s larger commercial airports, particularly for
a large-scale MRO operator that services ADG V category jets, are becoming limited without
mass removal of important infrastructure, business relocation or land acquisition. The England
Authority’s goal of accommodating such businesses at AEX, combined with the capability to
maintain the existing usable infrastructure in and around the south apron, provides the Airport
with a unique opportunity to serve a wide-range of aircraft sizes and aviation-related businesses.
Some development issues need to be addressed by the England Authority before new
infrastructure can be developed. However, efforts to push forward any scheduled removal or
relocation plans for these facilities would greatly enhance the marketable potential for facility
development on the south apron.
Air Cargo
The Facility Requirements evaluation in Chapter 4 noted that the majority of air cargo at AEX is
currently carried by either regional or charter aircraft via belly freight. However, considering the
large number of industrial tenants in and around the airpark, including Union Tank Car and
Integrated Packaging Corporation, and the anticipated development plans for the airport property
that specifically focus on attracting new industrial and corporate tenants, the need to reserve
space for an air cargo operation is evident. Options for MRO facility development were
identified on the south apron which could also be considered for air cargo development.
Although due to heavy truck activity to and from air cargo processing facilities and desired
separations from mixed-use apron areas (e.g., away from general aviation and other aircraft
activity), other portions of the airport property were specifically identified for future air cargo
development as part of the land use planning effort.
The western side of the airport property is slated for future industrial development, including a
mix of users that require airside access such as an air cargo tenant or other large-scale
manufacturing operation. Airfield access would be provided via the proposed parallel taxiway
south of Runway 14-32 as illustrated in Exhibit 6-25, Airfield Concept Development. Air cargo
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facilities at non-hub airport such as AEX often cater to multiple carriers, and therefore have a
large processing facility with several loading docks (or bays) and aircraft parking positions. For
that reason, once dedicated interest has been established, air cargo facilities are sometimes
constructed by an airport owner, or specialty development and management corporation, and
then leased to multiple tenants. At AEX, access to such a facility on the western portion of the
airport property could be provided by improving and extending Jimmy Brown Road.
Terminal Auto Parking
Since the Passenger Terminal Facilities are fairly new and accommodate forecast demand
beyond the twenty-year forecast period, no additional recommendations associated with the
terminal facility itself is required.
Rental Car Ready Return facilities and Passenger Parking are located adjacent to the commercial
terminal facility and Frank Andrews Drive. Overflow and employee parking is provided at the
former passenger terminal parking area. Although the airport is impacted by heavy traffic
volumes which require the use of the overflow parking areas, plans are in progress to expand the
rental car return lot west of the passenger terminal as well as providing additional parking to the
southwest of the terminal facility and south of the north apron. These improvements are
proposed to coincide with “The Town Corridor” development along Frank Andrews Drive and
associate “green space development as illustrated in Exhibit 6-28, Terminal Auto Parking. The
proximity of this property to the terminal facilities and access road would accommodate
overflow passenger parking and additional rental car ready return operations thereby releasing
approximately 45 parking spaces in the main lot to be used for passenger parking.
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6.5.6 Landside Development – Support Facilities
In conjunction with airport development, expansion and growth of airport support facilities are
necessary to account for increases in aviation activity. Currently, AEX is designated as a Class I
commercial airport under 14 CFR Part 139 guidelines. The following paragraphs highlight
potential improvements to various support facilities including: aircraft rescue and fire fighting,
security fencing, fuel storage, electrical vault and wash rack. Additional support facilities
include airport access roads and associated parking facilities.
Aircraft Rescue and Fire Fighting Facilities (ARFF)
Since the AEX accommodates both large non-scheduled and scheduled operations, it has a
current ARFF index of D. As outlined in Chapter 4, an Index D accommodates aircraft more
than 160 feet but less than 200 feet in length that average five or more operations per day.
Although the airport accommodates B747-400 and C-5 aircraft, it is not anticipated to break the
five or more average operations per day. Therefore, it will likely remain an Index D throughout
the planning period.
The new ARFF facility was constructed in 2004, and is located adjacent to Billy Mitchell Blvd.
Because of the airport’s use as a staging area during emergency events/natural disasters as well
as a training base for military operations, both equipment and agents exceed the minimum
Index D requirements. However, as noted in Chapter 4, one of the vehicles is nearing the end of
its useful life, so a replacement is warranted. Further, with the potential relocation of Billy
Mitchell Blvd to accommodate general aviation development along the South Apron, it is
recommended, as shown in Exhibit 6-26, South Apron Development, it is recommended that
additional water or foam storage tanks be constructed in conjunction with future hangar
development.
Security and Fencing
AEX is currently designated by the FAA as a Category IV Commercial Service Airport. As
such, the airport already includes several of the security requirements outlined in TSA 49 CFR
Part 1542, Airport Security, such as airport fencing, manned, manual lock or key card access
gates, secure terminal control points as well as baggage and passenger screening checkpoints.
However, with the possible introduction of 70 seat passenger planes, the airport category level
may change from a Category IV to a Category III. This will increase security requirements for
air carrier operations. Thus, additional security improvements associated with Category III
Commercial Operations includes, but is not limited to, the following:



Airport, Contractor, and Tenant Identification Badges10 (requires additional training,
criminal history record checks, and fingerprints);
Establishment of secure identification areas (SIDAs) and sterile areas within the
commercial passenger terminal and airside;

10

Identification Badges should designate by color and where employees have access (i.e. Secure landside facilities,
cargo facilities, SIDA, Secure Areas, etc.).
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Increased Law Enforcement Officer (LEO) presence;
Additional X-Ray and Walk Through Metal Detectors;
Explosive Trace Detection equipment;
Baggage Handling Secure Area;
Blast Resistant containers;
Additional Bulk Explosive Detection System (recommend integrating into inline baggage
system);
Computer Assisted Passenger Screening and Positive Passenger Bag Match;
Physical locks or key card access to secure areas within the terminal and to the SIDA and
Secure Areas of the terminal apron;
Limit access points to secure areas by utilizing a combination of manned and key-card
controlled access points;
Installation of CCTV cameras at key access points and high security areas around the
airport including the Air Traffic Control Tower, Passenger Terminal Facilities, and Fuel
Farm. In conjunction with CCTV and Alarm System, a control center will need to be
installed in either the terminal facilities or ARFF facilities;
Upgrade IT (power and data cable infrastructure) and HVAC;
Install security lighting on both sides of the fence as well as key areas around the airport;
Installation of perimeter roads inside and along the fence line to facilitate security and
maintenance inspections; and
Add specific signage associated with the Airport Security Plan including:
o TSA/FAA required signage per Advisory Circular 150/5360-12C
o Deterrent signage
o Instructional and legal signage
o Coordinate with airport signage policy, etc.

Also, if not already in place, an Airport Tenant Security Program (ATSP) area should be
specified in an agreement between the airport operator and the tenant, which specifies the
measures by which the tenant will perform specified security functions under 49 CFR 1542.113.
Further, in the case of the Cargo/Military apron, security must not only meet TSA but also
Department of Defense (DOD) security requirements to limit unauthorized access to facilities. It
is further recommended that a vulnerability assessment be performed prior to upgrading the
airport to a Category III to accurately assess potential security threats and to identify the type,
level and location of specific equipment requirements (i.e. security cameras).
Fuel Farm Development
The existing fuel farm at AEX is located in the northeast quadrant of the property, and is
comprised of several large-volume fuel storage tanks, some of which are currently unusable. In
previous chapters of this report, several issues concerning the existing fuel farm were identified,
including security, accessibility, and distance from the fuel truck staging area. For these reasons,
a new fuel farm is required by the England Authority, in order to provide a well-secured and
accessible fuel farm site. According to the England Authority, the provision of a new fuel farm
at AEX is considered a high-priority project to be constructed immediately. Therefore, through
an exhaustive review of potential locations, based on the siting characteristics described in
ENGLAND ECONOMIC AND INDUSTRIAL DEVELOPMENT DISTRICT

6-80

Chapter 4 (including accessibility, security, expansion capability, and tank design standards), it
was determined that the most optimal, shovel-ready, location for the new fuel farm was in the
southwest corner of the south apron, as illustrated in Exhibit 6-26. Consequently due to the
“radar non-development zone” associated with the long range radar facility, and other existing
features that may require long-term environmental clean-up efforts, the depicted fuel farm
location was considered the most feasible development option for the foreseeable future.
Further, due to the overall sizing requirements of the new fuel farm, as well as the requirement
for future expansion capability, potential sites outside of the south apron area were eliminated
from consideration.
As can be seen in Exhibit 6-26, access to the proposed fuel farm could be provided from two
main roadways, England Drive to the north (Option 1) or Vandenburg Drive to the east (Option
2). Option 1 would require fuel trucks to travel along the airport’s primary entrance road (Frank
Andrews Boulevard), which is discouraged by both FAA and TSA; whereas, Option 2 provides
straightforward access to FAA Avenue via Vandenburg Drive and Chennault Avenue. As a
result, Option 2 is considered preferential.
In an effort to limit fuel truck operations on the South Apron, a new bi-directional access road
would need to be constructed, connecting FAA Avenue to the proposed fuel farm with
approximately one-half mile of pavement. As shown, the access road is offset approximately
440+ feet from the south apron, so that future hangar facilities could be constructed at the rear of
the south apron without any need to relocate the road. Fuel farm relocation and access will be
further investigated during an environmental assessment (EA) study.
Within the proposed fuel farm area itself, fuel tanker trucks must also be capable of making
deliveries and maneuvering without complex turns, congestion, or reverse driving requirements.
As illustrated in Exhibit 6-26, the proposed fuel farm achieves these goals through use of a
circular roadway, or roundabout feature, extending from the bi-directional access road.
Therefore several tanker trucks could be lined-up along the access road while waiting to unload
the fuel. Further, the fuel farm is located directly across the south apron from the FBO’s
terminal facility, allowing for quick access and the added benefit of security from a line-of-sight
perspective. The FBO’s ability to access fuel more efficiently and quickly would also allow for
commercial aircraft to be serviced on the terminal apron with limited delay.
Equally important to accessibility is the security of the proposed fuel farm. The Transportation
Security Administration (TSA) recommends placing fuel farms in a remote location of the
airport property, with clear line of site of the air traffic control tower, adequate security fencing
to prevent access and other security features such as closed circuit television (CCTV) cameras,
alarms, and sensor equipment. Accordingly, the proposed fuel farm at AEX is located in the
southwest corner of the south apron, far from any public roadways, and all security features
required by the TSA, England Authority, and other federal and local regulations would be
provided. Since the proposed fuel farm would also be located directly across the south apron
from the FBO’s terminal facility, within line-of-sight, further increased security benefit would be
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provided. Additionally, access to the fuel farm should be restricted to authorized personnel, and
an electronic gate should be placed along the proposed access road to control vehicular access.
After careful consideration of the accessibility and security of the preferred fuel farm site,
specific design criteria and sizing requirements were applied to the development illustrated in
Exhibit 6-26. The tank sizes were determined based on the average peak month requirements
for 2027, historic disaster relief11 fueling requirements, in addition to the “surge”12 fueling
requirement established as part of the commercial lease with the military. The fuel requirements
determined in Chapter 4 were provided to the England Authority and Million Air of Alexandria
for comment and to determine storage preferences. Based upon this information, two 400,000
gallon welded steel tanks for Jet-A storage, with room for additional three 50,000 gallon
aboveground-horizontal Jet-A tanks, and one 30,000 gallon aboveground-horizontal 100 LL tank
was incorporated into the proposed fuel farm layout. However, actual tank sizing and spacing
may vary based on specific design and manufacturing requirements. Containment features
should also be incorporated such as a concrete slab and walls, earth berm with impermeable
membrane, etc., and space for expansion/additional tank construction, if needed, in and around
the proposed fuel farm area. In order to avoid positioning any tanks within the Clear Zone (CZ)
associated with Runway 32, the proposed fuel farm is angled so that only pavement is located
within the CZ. Additionally, two dual-sided pumping units, with a total of four drive-through
lanes, is included in the proposed fuel farm to accommodate rapid fuel unloading and loading
during disaster situations and emergency Military deployments. An in-depth discussion of
additional fuel farm design characteristics was presented in Chapter 4.
However, the ultimate disposition of the existing fuel farm must also be considered, including
the removal and clean-up of the tanks and surrounding land area comprised of +/-10 acres. As
described in the Airpark Land Use alternative discussion, the site of the existing fuel farm is
slated for future industrial uses. Therefore, as part of the EA study for the new fuel farm at
AEX, closure of the existing fuel farm should be investigated, including the preparation of Phase
I and II Environmental Site Assessments (ESA) to determine what remediation efforts would be
necessary before it could be developed in the future. Through this effort, cost estimates for the
tank removal and site clean-up would be determined.
Airfield Service Roads
The FAA Office of Runway Safety identifies ‘Best Practices’ for AIRFIELD SAFETY for Air
Traffic Controllers, Pilots, and Airport Personnel. Regarding airfield service roads, the FAA
identifies the following as ‘Best Practices’ for Airport Personnel:13

11

Maximum one month demand during disaster relief efforts was approximately 600,000 gallons in 2008 (Hurricane
Gustav).
12
As part of the commercial lease with the US Army, the airport must be able to pump out 4,000,000 gallons in 96
hours.
13
FAA Office of Runway Safety – Best Practices for AIRFIELD SAFETY
(http://www.faa.gov/RunwaySAFETY/best_practices.cfm).
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Enforce maximum use of existing service roads; stay off of the runway as much as
possible.
Build and maintain access roads to NAVAIDs from service roads or taxiways, not from
runways.

These types of practices encourage the safe operation of the airfield and reduce the potential for
collisions between road vehicles and aircraft. In addition, with strict airfield inspection
requirements for Part 139 certified commercial airports such as AEX, the need to provide an
effective network of airfield service roads is crucial.
Various airfield service road improvements include:






Extending existing airfield service roads around the proposed extensions of Runways 14
and 18;
Paving portions of the airfield service road adjacent to Runway 14-32;
Relocation and extension of the airfield service road to provide access to the west side of
the airfield;
Road and bridge improvements for the airfield entrance road section directly northeast of
Runway 18 (Harold Miles Park Road) that connects to North Bolton Avenue; and
Rehabilitate and expand the bridge which extends over Big Bayou to two lanes to
accommodate commercial traffic.

However, it is noted that these improvements have the potential to impact wetlands and Bayou
Rapides, as well as extend off the airport property, and therefore, the ultimate scale and
configuration of any proposed airfield service road may need to be modified in an effort to
reduce overall project costs and environmental impacts.
Electrical Vault
The FAA approved 1998 Master Plan recommended the relocation and construction of a new
vault facility in conjunction with proposed airfield development. However, with the installation
of the Hot Pads near the end of Runway 18, the electrical vault, but not the back-up generators,
was strengthened to accommodate an ordinance blast. Further, the location of these facilities
within the infield and adjacent to existing service roads accommodates maintenance. However,
during a recent airfield lighting upgrade, it was discovered that much of the underground wiring
dating all the way back to the 1950s is no longer in use. Therefore, it is suggested as part of any
electrical project (i.e. runway lighting, signage, etc.) that old wiring be removed and current
wiring schematics documented within a GIS program to facilitate future development.
Wash Rack
The current wash rack is being used as the fuel truck staging area in the northeast corner for the
South Apron area. The wash rack is currently unusable since it requires additional equipment
and maintenance upgrades. It is the desire of the Authority and rotorcraft operators that either
the existing wash rack be rehabilitated or that a new wash rack be built. Due to planned GA
development along the south apron, it is recommended that a new wash rack be constructed on
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the southeast corner of the south midfield helicopter apron as illustrated in Exhibit 6-27,
Midfield Apron Development. This will allow the wash rack to be used by both fixed wing and
rotor operators. Access to the wash rack may be obtained from the North Apron area and
associated Taxiway B connectors.

6.6

LAND ACQUISITION

In conjunction with proposed Airpark and aviation development, additional parcels of land were
identified for acquisition. As illustrated in Exhibit 6-7, Strategic Land Use Framework, land
acquisition is identified using a cross-hatched pattern and checker-board hatch pattern depending
upon its future strategic use. As mentioned the purpose of land acquisition includes
complementing proposed landside development, reduce visual conflicts, protect future aviation
operations and minimize public exposure to aviation-related hazards.
Property acquisition has also been targeted as part of the airport’s FAA-funded Part 150 Noise
Compatibility Program (NCP), which includes the existing Clear Zone and Approach Protection
Zone for each runway as illustrated in Exhibit 6-25, Airfield Development Alternative. Between
2008 and 2013, the England Authority intends to acquire approximately 200 parcels under the
Part 150 NCP. Thus, it is anticipated that much of the required property acquisition for the
extension of Runway 14 (approximately 187 acres) would be purchased through the FAA’s
separate set-aside funding for airport noise mitigation projects.
There are no plans to relocate the clear zone and approach protection zones associated with
Runway 14 as part of the proposed runway extension. However, the FAA may require an update
to the Part 150 NCP recommendations, pending the outcome of an Environmental Assessment
(EA) study.
In addition to the property acquisition associated with the extension of Runway 14, an additional
103 acres of property was identified north of Runway 18 for acquisition. The associated
property acquisition would accommodate not only the extension of Runway 18, but the
relocation of the runway safety area, runway object free area, service road relocation, and
associated NAVAIDs. Still to allow for a future precision GPS approach to Runways 18 and 36
in conjunction with installation of a LAAS system at AEX, installation of medium intensity
approach lighting systems (MALSR) beyond each runway end would be required. The MALSR
system would extend 2,400 feet beyond each runway threshold possibly beyond the existing
airport property. Therefore, it is recommended that either the Authority acquire outright or via
easement the associated property impacted by the approach lighting systems.
In conjunction with the proposed runway extension, an environmental assessment will consider
the visual, wetland and other associated impacts associated with the recommended development.
As a result, additional land acquisition may be required to compensate for potential impacts.
The Target Industry Analysis presented in Chapter 5, Sustainable Development, identifies and
supports the critical need to offer area contiguous of land adjacent to the airport for the future
development of an industrial campus. Therefore, the England Authority would have to acquire
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several strategic in-parcels located within the area designated for the Westside Industrial
Campus. These areas encompass approximately 120 acres and are critical to the successful
development of the Westside Industrial Campus.

6.7

POTENTIAL ENVIRONMENTAL IMPACTS

Existing conditions within the Airport were determined using available literature, geographic
information systems (GIS) data, and aerial photographs. FAA Order 1050.1E, Environmental
Impacts and Procedures provides guidelines in determining if an Airport project or action will
require a categorical exclusion (CE), an environmental assessment (EA) or an environmental
impact statement (EIS) level of documentation to satisfy requirements of the National
Environmental Policy Act. The following paragraphs describe the likely extent of NEPA
documentation that would be required for each project. The ultimate decision regarding the
necessary level of NEPA documentation for each project would be made by FAA Airport
District Office staff. All of the projects discussed in this analysis are shown in Exhibit 6-6,
Airfield Concept Development, which depicts the Preferred Alternative Concept.
6.7.1 Projects that are Anticipated to be Categorically Excluded
The following projects are minor in scope and, therefore, would be anticipated to require a CE
level of NEPA documentation. FAA Order 1050.1E, Chapter 3, Section 310f states that
construction of minor development, provided that there is no reasonable expectation of a change
in use, should not cause environmental impacts. Some of these projects have the potential for
minimal environmental impacts, and, therefore, may require an environmental permitting
component that must be addressed. Such potential impacts may include: potential impacts to
wetlands, surface waters, or other aspects of the human environment that must be considered
during project planning and development. For these projects, unavoidable impacts to wetlands
are anticipated to be minimal such that a Section 404 letter of permission, nationwide permit, or
general permit would be required by the U.S. Army Corps of Engineers (USACE). No suitable
habitat for protected species occurs within the project area; therefore, no protected species
impacts are anticipated. Unavoidable impacts associated with these projects would be
mitigated; therefore, those impacts would not be considered to be significant. In some cases,
the projects are minor enough that they would likely be processed using a CE checklist rather
than a narrative document format.
The following projects are anticipated to have limited environmental impact, and, thus, are
likely to be processed using a Categorical Exclusion checklist:


North Midfield Apron – This project is anticipated to have low or no environmental
impacts because it will be located within the airfield midfield, within a cleared grassed
area already designated for aviation use. The North Midfield Apron is located east of
Taxiway B and northwest of the North apron. Based on a review of the aerial
photograph, small areas that may be jurisdictional wetlands which are subject to the
permitting authority of the USACE may be located within this area. However, to
accurately determine, a field wetland delineation followed by coordination with the
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USACE would be required. If permitting is necessary, it is anticipated that the project
would qualify for a Nationwide Permit.


South Midfield Apron – The South Midfield Apron is located south of the proposed
North Midfield Apron and east of Taxiway B. The area is currently composed of
cleared grass, and an older section of apron pavement in poor condition. Because of
historic aviation use, this project is likely to have low or no environmental impacts.
Therefore, no environmental permitting is anticipated in conjunction with this project.



Future North Apron Hangar Development – This project would involve the
development of a site approximately 1.2 acres in size for the construction of a new
military hangar/building located between the North Apron and Floyd Rogers Boulevard.
The site is currently a vacant grassed area. If alterations to the existing ditch on the
southeast side of the area are proposed, USACE permitting may be required. No other
environmental permitting requirements are anticipated.



South Apron Expansion – This project would involve a five acre expansion of the west
end of the South Apron between the ADG-III and ADG-V taxilanes to accommodate
overflow parking demands. The site is currently a maintained vacant grassed area. No
environmental permitting associated with this project is anticipated.



South Apron T-Hangar Development - This project involves the construction of two,
new 10-bay T-hangar buildings. Development associated with T-hangar construction is
anticipated to have low or no environmental impacts since it would be located on
property adjacent to the South Apron, which is already partially paved and designated as
an airport land use. Therefore, no environmental permitting is anticipated.



Maintenance, Repair, and Overhaul Hangar Development – This project involves
the construction of three 100,000+ square foot hangars adjacent to the south side of the
South Apron. No natural resource impacts would be anticipated because the project is
located in an area previously converted to Airport land use. This project requires the
demolition of the Jet Engine Test Cell building and some other smaller existing
buildings. The project would also require the removal of some existing above ground
storage tanks adjacent to the Jet Engine Test Cell building. Buildings proposed for
demolition would have to be inspected to determine whether they contain hazardous
materials (such as asbestos). If such materials are present, they should be removed and
disposed of properly prior to demolition according to state and federal regulations. The
above ground storage tanks would also have to be closed/removed according to state and
federal regulations.



Based Aircraft Hangar Development Options 1, 2, and 3 – These projects involve the
construction of a 64,000 square foot (Option 1), a 33,000 square foot (Option 2), or a
100,000 square foot (Option 3) hangar on the north side of the South Apron. No natural
resource impacts are anticipated with either Option 1 or Option 2 because these
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proposed projects are located entirely on the existing apron. Option 3 would be built
predominantly on the apron but would extend north of the apron onto existing Billy
Mitchell Boulevard. This would require that a portion of Billy Mitchell Boulevard be
realigned. Realignment of the road could potentially result in impacts to USACE
jurisdictional wetlands. The boundary of the wetlands would be determined by
conducting a field wetland delineation. This would be followed by USACE
coordination to determine permitting requirements.


Future Aviation Development Area – This area includes a small section of apron
equipped with an oil water separator (former wash rack) that is currently used for
parking of mobile refueling trucks. It is located on the east side of the South Apron,
west of Billy Mitchell Boulevard. Because the area is already developed/paved, future
development in this area is not anticipated to require environmental permitting unless
the type of development proposed would present some type of inherent environmental
risk (i.e. installation of a fuel tank). The potential for environmental risk would have to
be evaluated in association with any future development proposal for the site.



Redevelopment of England Airpark – Because the England Airpark was previously
developed, the proposed Airpark redevelopment is not anticipated to require
environmental permitting. However, redevelopment may require the demolition of
existing buildings. Buildings proposed for demolition must be inspected to determine
whether they contain hazardous materials (such as asbestos) prior to demolition. If such
materials are present, they should be removed and disposed of properly prior to
demolition in accordance with state and federal regulations.



Parallel Taxiway on West Side of Runway 14-32 – This project would be constructed
at some point after the proposed extension of Runway 14-32 (described below) is
completed. It is assumed that any required property acquisition would be completed and
documented during the Runway 14-32 extension EA. Based on a review of aerial
photography, the proposed west taxiway could impact wetlands or other USACE
jurisdictional waters of the U.S. The area is currently cleared and mowed and
maintained. However, some aerial signatures within the area do indicate the potential
presence of wet meadow type wetlands. This would be verified by conducting a field
wetland delineation, followed by coordination with the USACE. If permitting is
required, it is anticipated that the project would qualify for a Nationwide Permit which
would allow the project to potentially be documented as a CE. This project may also
result in impacts to the 100 year floodplain as depicted in the mapping located within
the Environmental Section of the Inventory Chapter. Floodplain compensation may
be required to offset those impacts. If the extent of the impacts to USACE jurisdictional
areas is greater than anticipated, and the project is determined to be ineligible for a
USACE letter of permission, nationwide permit or general permit, an EA level of NEPA
documentation would be required for the project.
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Improvements to Harold Miles Park Road – This project would include the widening
and paving of Harold Miles Park Road and the replacement of the Harold Miles Park
Road bridge over Big Bayou. Based on a review of aerial photography in the vicinity of
the project, it is anticipated that impacts to USACE jurisdictional areas would be
minimal and that the project would qualify for a Nationwide permit. A field wetland
delineation and coordination with the USACE would be required to verify the permitting
requirements associated with this project. A protected species survey is also
recommended due to the potential for impacts to the wooded area east of the road and to
Big Bayou.

6.7.2 Projects that are Anticipated to Require an Environmental Assessment
Level of Documentation
The following projects would be anticipated to require an EA, either because they are listed as a
type of project normally requiring an EA, according to FAA Order 1050.1E, or because the
level of potential wetland impact involved with the project would typically require a U.S. Army
Corps of Engineers (COE) individual permit thereby elevating the documentation requirements
to an EA level of documentation.


Construction of New Fuel Farm, Access Road and Closure of Existing Fuel Farm –
This project involves the construction of a new fuel farm at the southwest corner of the
South Apron and the closure of the existing fuel farm, which is located in the northeast
portion of the Airport near the northeast end of Kegelman Boulevard. According to
FAA Order 1050.1E, section 401f (establishment of fuel storage and distribution
systems) this type of project normally requires an EA level of documentation. The new
fuel farm and its tanks must be designed/constructed to meet state and federal standards
for fuel storage tanks, and the existing fuel tanks must be removed according to state
regulations. Environmental testing would need to be conducted to determine whether
the soils or groundwater surrounding the existing tanks are contaminated. If
contamination is found, remediation is necessary.
o The project also includes the construction of a new access road to provide access
for fuel tanker trucks to the new facility. The recommended fuel service road
option would begin at FAA Avenue and extend westward to the new fuel farm.
The construction of the access road could potentially impact an area that may
contain jurisdictional wetlands based on a review of the aerial photography. In
order to verify whether the project area contains jurisdictional wetlands, a field
wetland delineation must be conducted followed by coordination with the
USACE. If impacts are proposed to an area that is determined to be
jurisdictional wetlands, a USACE dredge and fill permit is required.



2,648 Foot Extension of Runway 14-32 – This project involves new property
acquisition, the extension of the approach end of Runway 14, the extension of Taxiway
A, the realignment of the perimeter service road to accommodate the newly extended
runway and RSA, paving of portions of the perimeter service road parallel to the west
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side of Runway 14-32, paving portions of the perimeter service road between Taxiway
A and Runway 18-36, and additional clearing of trees within the new RPZ that would
have to be established along the new Runway 14 approach. This project is anticipated to
require an individual permit from the USACE because it would result in wetland
impacts to Big Bayou and associated wetlands due to the extension of Taxiway A and
the perimeter service road improvements and realignment. Clearing within the RPZ
would also result in wetland clearing impacts. This project may also result in impacts to
the 100 year floodplain. Floodplain compensation may be required to offset those
impacts. A protected species survey is also recommended to determine whether impacts
to the forested area within the RPZ and impacts to Big Bayou affect federally protected
species. A Phase I archaeological and cultural resources survey may be required to
determine whether archaeological, historical, or cultural resources would be impacted in
previously undeveloped areas due to perimeter service road modifications or clearing
within the RPZ. Potential noise issues associated with this runway extension will be
dealt with in a separate FAR Part 150 study that will be completed prior to the initiation
of the EA. No additional analysis is anticipated.


1,007 Foot Extension of Runway 18-36 - This project includes approximately 103
acres of new property acquisition, the extension of the approach end of Runway 18, the
extension of Taxiway B, the realignment of the perimeter service road to accommodate
the newly extended runway and RSA, and additional clearing of trees within the new
RPZ that would have to be established along the new Runway 18 approach. Based on
Order 1050.1E, section 401a, property acquisition of more than three acres for, and the
construction of, FAA buildings/facilities normally requires an EA. This project will
likely require a permit from the USACE because it may result in impacts to wetlands
adjacent to Big Bayou associated with the realignment of the perimeter service road.
Clearing within the RPZ may also result in wetland clearing impacts. This project
would also result in impacts to the 100 year floodplain. Floodplain compensation is
likely required to offset those impacts. A protected species survey is recommended to
determine whether impacts to the forested area within the RPZ would affect federally
protected species. A Phase I cultural resources survey may be required to determine
whether archaeological resources would be impacted in previously undeveloped areas
due to the modifications to the perimeter service road or clearing within the RPZ.
Extension of the runway may result in an increased number of annual operations and,
therefore, may result in noise impacts that would have to be evaluated in association
with the EA for this project.

6.7.3 Regulatory/Permitting
FAA Regulatory Requirements
FAA Order 1050.1E, Chapter 3, Section 304c states that an action affecting U.S. waters
including jurisdictional wetland that does not qualify for a general permit requires an EA.
Therefore, projects listed above as potentially qualifying for a CE may have to be elevated to
EA status depending on the level of wetland permitting involved. This cannot be determined
until a jurisdictional determination has been performed for each area and proposed wetland
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impacts are quantified based on each project’s design. The same section states that any action
that may affect listed or candidate species under the Endangered Species Act, including
designated or proposed critical habitats will require an EA level of documentation. Letters to
the US Army Corps of Engineers, US Fish and Wildlife Service, Louisiana State Historic
Preservation Office, and the Louisiana Department of Environmental Quality need to be
submitted as part of this process.
Federal Wetlands Permits
Any project that proposes impact to existing federal jurisdictional wetlands or other waters of
the U.S. requires a Corps of Engineers (COE) Dredge and Fill permit.
Listed Species Impact Permits
Projects that have the potential to impact or propose impact to federally protected species and
their habitats require coordination and/or consultation with the USFWS. Based on a review of
the USFWS list of protected species for Rapides Parish and a review of the aerial photography,
no suitable habitats for the species listed by the USFWS as occurring within Rapides Parish
were found in the area of the proposed projects. One possible exception is the Louisiana
pearlshell mussel (Margaritifera hembeli). This species has been reported from a tributary
stream to Bayou Rapides, which is located south of the project. Therefore, the USFWS may
request that an in water mussel survey be conducted for this species in association with the
proposed extension of Runway 14-32. However, based on a review of the USFWS recovery
plan for the Louisiana pearlshell, this species has not been documented in Big Bayou and is
unlikely to be affected by any of the proposed projects.
Louisiana Pollutant Discharge Elimination System
All proposed projects that involve the construction of new stormwater management systems
and/or alteration of existing stormwater management system require a Louisiana Pollutant
Discharge Elimination System (LDPES) permit for stormwater discharge into water resources
of the United States from the Louisiana Department of Environmental Quality (LDEQ).
Additionally, land disturbing activities of greater than one acre require an LPDES permit for
construction activities.
Hazardous Materials
40 Code of Federal Regulations (CFR) Part 61, Subpart M established the National
Emissions Standards for Hazardous Air Pollutants, including asbestos. Asbestos removal and
remediation during building demolition and renovation is regulated by LDEQ in the State of
Louisiana under Louisiana Environmental Regulatory Code (ERC). LDEQ regulates the
removal and installation of underground storage tanks in the State of Louisiana. LDEQ sets
standards for installation of new tanks, performs compliance inspections and enforces
petroleum cleanup requirements. The U.S. Environmental Protection Agency regulations on
underground storage tanks are found in 40 CFR Parts 281, 282.50 and 282.52. Above ground
storage tanks are regulated by the Louisiana State Fire Marshall’s Office. No specific
regulations for above ground storage tanks have been enacted in the State of Louisiana.
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6.8

ORDER OF MAGNITUDE COST ESTIMATES

Based upon input received from the public, stakeholders and the England Authority,
recommended Airpark and airport development was identified which will provide the basis for
the Airport Layout Plan and Airport Capital Improvement Plan (CIP). Based upon the
recommendations outlined in this chapter, preliminary order of magnitude cost estimates and
phasing based upon generalized project data were developed as illustrated in Table 6-3. This
information will be further refined as part of the implementation and financial feasibility
analysis, provided in Chapter 8 of this report. Again, these costs are still preliminary in nature
since the costs of materials, mitigation, and US dollars fluctuate based upon the world market
and ongoing demand.
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Table 6-3
Preliminary Order of Magnitude Cost Estimates
(2009 Dollars)
Order of Magnitude
Costs
(2009 Dollars)

Project
Short-Term CIP Phasing (2009-2013)
Runway Obstacle Removal / Phase 1
ATC Tower Emergency Transceiver
Environmental Assessment - Runway 14 Extension
ARFF Vehicle
Land Acquisition Associated w ext. of Runway 14 - 205 acres
Runway Obstacle Removal / Phase 2
Airfield Sewer Lift Station
Environmental Assessment - Fuel Farm Relocation
Extend Runway 14 Engineering
Part 150 Noise Mitigation Program
Rehabilitation of Runway 14-32
Relocate / Construct Fuel Farm & Construct Entrance Road (SE Apron area)
FAA Radar Facility Relocation
Runway Sweeper
Part 150 Noise Mitigation Program
Property Acquisition for Industrial Park Develop (102 Acres)
Part 150 Noise Mitigation Program
Rehabilitate Southeast Ramp Area (ARFF/FBO) - Priority 1
N Access Roadway Widening and Bridge Improvements
Extend Runway 14 Construction
ILS Upgrade to Cat II
North Ramp Rehabilitation - Priority 2
Taxiway A Extension
South Ramp Rehabilitation (crack seal for entire south ramp area)
North Ramp Rehabilitation 6.1 acres concrete (Priority 3)
Rehabilitation Runway 18-36 (5.5 acres)
Short-Term (2009-2013) Total

$100,375
$19,758
$750,000
$850,000
$2,000,000
$98,352
$500,000
$250,000
$1,530,000
$6,300,000
$5,200,000
$3,600,000
$2,000,000
$135,050
$6,300,000
$1,000,000
$6,300,000
$12,000,000
$2,000,000
$15,300,000
$2,000,000
$10,300,000
$11,700,000
$5,500,000
$13,400,000
$17,600,000
$126,733,535

Intermediate-Term CIP Phasing (2014-2018)
SE Apron Expansion S of FBO Terminal (5 Acres)
Runway 32 & 36 Blast Pad and Hold Pad Improvements (6.4 Acres)
Environmental Assessment - Runway 18 Extension
Property Acquisition N of Runway 18 (103 Acres)
Runway 18 Extension 1007' with perimeter road and NAVAID relocation 8.8 acres
Billy Mitchell Rd / England Dr. Road Connector Improvements 16,300 sf.
Master Drainage Rehabilitation
Perimeter Road Improvements (paved unpaved areas) 16,600 L.F.
Intermediate-Term Total (2014-2018)

$8,000,000
$5,400,000
$500,000
$1,000,000
$16,100,000
$580,000
$11,000,000
$4,800,000
$47,380,000
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Table 6-3
Preliminary Order of Magnitude Cost Estimates
(2009 Dollars)
Order of Magnitude
Costs
(2009 Dollars)

Project
Long-Term CIP Phasing (2019-2028)
Large SE Apron Hangar and Delushe - Billy Mitchell / England (33k bldg+100k
hangar)
SE Apron N two large hangars S of Existing Buildings (100k s.f.)
Full parallel taxiway and hold pad SW of Runway 14-32 (28.4 Acres)
Midfield Apron (N) New Construction w/access points (14 acres)
Midfield Apron (S) New Construction w/access (21 acres)
Large SE Apron S Hangar #1 and Parking Development (120k s.f.)
Large SE Apron S Hangar #2 and Parking Development (120k s.f.)
Large SE Apron S Hangar #3 and Parking Development (120k s.f.)
10-Unit T-hangar #1
10-Unit T-hangar #2
Long-Term Total (2019-2028)

$22,000,000
$18,000,000
$43,000,000
$22,600,000
$34,000,000
$19,200,000
$19,200,000
$19,200,000
$700,000
$700,000
$198,600,000

Sources: Alexandria Airport Capital Improvement Plan and The LPA Group Incorporated, 2008
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6.9

SUMMARY

Several Airpark and airport development options were presented to the public, stakeholders and
the England Authority during several meetings and workshops. Alternatives evaluated included
recommendations outlined in previous reports especially the FAA approved 1998 Master Plan
and the FAA approved 2007 FAR Part 150 Study. The preferred development includes a
comprehensive plan that balances future development with existing usable infrastructure, the
surrounding environment, long-term vision of the Authority and the Airport’s continuing role as
an emergency operations and military deployment center.
The High Tech Employment Generator scenario, which emphasizes quality jobs and balanced
revenue stream, was chosen for its consistency with the long-term vision for the Airpark.
However, some recommendations associated with the Tourism/Green Development and
Regional Retail Scenario options were determined viable, and, therefore, incorporated into the
recommended Strategic Land Use Framework. Thus, based upon the land use concept, airfield
and landside development associated with the Alexandria International Airport/England Airpark
were defined. Recommended projects include the extensions of Runways 14 and 18, various
pavement rehabilitation and apron expansion projects, hangar and facility development, fuel
farm relocation, surface access and automobile parking, installation of additional NAVAIDS,
etc. In conjunction with proposed development, contiguous parcels of property were identified
for future acquisition allowing for continued expansion/development while limiting potential
impacts to surrounding communities. Based upon preliminary environmental impacts and rough
design requirements, preliminary order of magnitude cost estimates were developed. The
preferred alternative will be further refined in the development of AEX’s Airport Layout Plan
(ALP). In addition, cost estimates, phasing, and funding options for the projects shown on the
preferred alternative will be further discussed and illustrated in Chapter 8, Implementation Plan.
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