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1 BACKGROUND 
Airport planning is a well-documented and FAA-prescribed systematic process used by 
airport owners to ensure the efficient ongoing future development of the airport that 
remains consistent with the City of Hammond’s (the City), the Louisiana Department of 
Transportation and Development’s (LADOTD) and the Federal Aviation Administration’s (FAA) 
aviation needs and related development goals.  A key objective of airport master planning is 
to assure the effective use of airport resources that will be needed to satisfy aviation 
demand in a timely, financially, and environmentally feasible manner. 

This update of the Master Plan for the Hammond Northshore Regional Airport (HDC) will 
serve to represent the City’s airport development plans for the overall 20-year planning 
period that is subdivided into: Near-, Mid-, and Long-term planning horizons.  The near-term 
addresses the immediate airport capital improvement needs within a 0 to 5-year planning 
period.  Typically, these improvement needs are addressed as previously identified and fully-
funded airport development projects.  The next 5-year mid-term horizon addresses airport 
facility improvement needs within a follow-on 6- to 10-year planning period within which, the 
airport owner has adequate time to conduct environmental due diligence studies and 
permitting and secure local, state, and national FAA funding resources.  Lastly, a third long-
term 10-year planning period serves to identify and prioritize envisioned airport 
development needs that are anticipated to be required.  These long-term airport 
development needs are typically not clearly definable, and/or may not be ripe for decision 
making but are highly anticipated to be needed to fulfil the airport owner’s vision and 
attainment of long-range planning goals for the airport’s continued growth and development 
throughout the end of the 20-year airport master planning period. 

In general, this update of the HDC Airport Master Plan will consist of the following to provide 
the City’s ability to: 

• provide a graphic representation of existing airport features, future airport 
development and anticipated land use, 

• establish a realistic schedule for implementation of the proposed development, 
• identify a realistic financial plan to support the development, 
• validate the plan technically and procedurally through investigation of concepts and 

alternatives on technical, economic, and environmental grounds, 
• prepare and present a plan to the public that adequately addresses all relevant 

issues and satisfies local, state, and federal regulations, and 
• establish a framework for a continuous planning process. 

Although locally formulated with the collaborative participation of the FAA and the LADOTD, 
each agency will typically accept and not formerly require formal approval of the City’s 
Airport Master Plan.  However, the FAA is required to review, and approve the City’s Airport 
Master Plan-generated Forecast of Aviation Activity, and the airport owner’s selected and 
adoption of one or more Critical Aircraft, or a “family of aircraft” for airport development 
purposes.  These FAA approval processes are required to assure that the local airport 
development goals are reasonable and found to be consistent with other FAA national 
forecasts and to properly align future airport planning goals with FAA airport design 
standards.   
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Lastly, at the completion of an Airport Master Plan, an Airport Layout Plan Drawing Set will 
be developed for the City’s and FAA’s use and will include the following drawing sheets or 
data tables: 

• Title Sheet 
• Airport Data Sheet 
• Existing Conditions Drawing 
• Airport Layout Drawing 
• Terminal Area Plans 
• Airport Airspace Drawings 
• Inner Portion of the Approach Surface Drawings 
• Runway Departure Surface Drawings 
• Airport Land Use Drawings 
• Airport Property Map 
• Airport Property Tables, and 
• Obstruction Data Tables 

The airport’s Airport Property Map will be updated via review of land ownership and to reflect 
current land ownership, released airport surplus property, and newly-acquired airport 
property. 

Following FAA review and conditional approval, the (Future Scenario) Airport Layout Drawing 
(ALD) and supporting Airport Data Sheet will be maintained on file for reference and future 
funding participation purposes.  It is from these elements that the FAA makes a 
determination regarding eligibility of federal Airport Improvement program (AIP) funding for 
proposed development.  All future FAA federal funding participation can only occur if the 
planned airport facility improvement actions are and included within the current on-file copy 
of the airport’s ALD. 

The update of the Master Plan for HDC involves a comprehensive overview of the airport's 
facility development and operational needs over the 20-year planning period 2018-2038.  
This Airport Master Plan will include the identification, location, timing, and costs of 
proposed developments as necessary to meet future aviation-related operational demand 
projections, or to increase or enhance the safe and efficient use of the airport.  At the 
completion of the update of the Airport Master Plan, this Airport Master Plan Report with its 
associated text, supporting data tables, and graphics will comprise the entirety of the 
documentation for the 20-year planning process.  

1.1 Airport Master Plan Update Goals 

The general goals of this Airport Master Plan update are as follows: 

• Assess the operational efficiency, effectiveness, and safety of the airport, 
• Evaluate the airport facility layout for conformance with FAA guidance and 

regulations, 
• Evaluate and incorporate the aviation needs of both the community and users, 
• Assess the needs of current tenants and requirements necessary to attract new 

tenants and/or to expand their facilities, 
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• Develop a plan that maximizes the use of existing hangars and supports new hangar 
development to meet future hangar demand, 

• Address potential need for future land acquisition, 
• Assist the airport in supporting aviation demand within the multi-parish region, 
• Identify existing and alternative funding sources for airport development, 
• Identify areas of environmental concern and provide mitigation options for future 

development, 
• Evaluate long-term development options for general aviation and airport support 

facilities, 
• Review the airport's existing and ultimate runway length requirements to identify any 

improvements necessary to meet demand and/or to entice additional traffic to the 
airport in the future, 

• Consider the maintenance, rehabilitation, and potential reconstruction of airfield 
pavements over the 20-year planning period, 

• Identify obstructions to navigable airspace and investigate removal, and the 
associated impacts and/or mitigation options, and 

• Collect additional survey data as necessary to meet the requirements of FAA AC 
150/5300-13A, Change 1, Airport Design and FAA SOP 2.00, Standard Operating 
Procedure and Approval of ALPs. 

1.2 City’s Airport Master Plan Update Goals 

The general goals of the City of Hammond regarding the Airport Master Plan Update are as 
follows: 

• To further enhance the airport’s aeronautical role within the Louisiana Department of 
Transportation and Development’s (LADOTD) Aviation System Plan of Civilian General 
Aviation Airports (LASP 2015), 

• To increase safety and efficiency of the airfield’s system of runways, taxiways, and 
taxiway connectors, 

• To attain the highest and best use of the on-airport developable land, 
• To identify potential need for acquisition of adjacent environmentally-compatible land 

for airport expansion purposes, and 
• To preserve and protect: 

o The City’s capability to leverage existing and planned future aviation assets, 
o Likely needed aviation-related facility development and to accommodate 

anticipated future aviation-related operations and commerce.,  
o Navigable airspace above and around the airport to accommodate existing and 

anticipated NextGen-related approach capabilities to and from the airport, 
o The City’s ability to accommodate unforeseen or anticipated demand for civilian 

and military-related tenant aviation operational activities, and 
o Land use compatibility on and around the airport as contained in the City of 

Hammond Comprehensive Master Plan’s stated Objectives: 4.8, 5.9, and 7.3. 
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1.3 Airport Master Plan Development, Review and Approval Process 

The development plans described in this Airport Master Plan Update represent the vision of 
the future development of the airport. As explained in FAA Advisory Circular (AC) 150/5070-
6B (Change 2), Airport Master Plans, the development recommendations in this Airport 
Master Plan Update represent the views, policies, and development plans of the City of 
Hammond, Louisiana and do not necessarily reflect the opinion of the FAA.   

The FAA reviews the elements contained in the Airport Master Plan to ensure that the 
appropriate planning techniques have been applied throughout the entire planning process. 
However, the FAA only approves the following elements: 

• Forecasts of Aviation Activity, and 
• Airport Layout Plan (Conditionally-approved pending further environmental due 

diligence at time of proposed airport facility development.) 

1.4 Airport Ownership and Management 

The airport is owned and operated by the City of Hammond, Louisiana as a public use 
general aviation airport that provides a variety of activities and services to the flying public 
which typically includes, but is not limited to: 

• Corporate/business aviation, 
• Personal/recreational flying, 
• Instruction/flight training, 
• Aerial application/crop dusting, 
• Aerial observation/search, rescue, law enforcement surveillance, 
• Air tours/air taxi, 
• Air medical/emergency services, and 
• Skydiving/parachute operations. 

The management of the airport is defined and regulated through Chapter 4, Airport.  Article 
II, Airport Authority of the City’s Code of Ordinances establishes an Airport Advisory Board for 
the city to be known as the "Hammond Airport Advisory Board" (or AAB).   The AAB created 
by this article consists of five members.  The AAB meets and advises the City Mayor and the 
Airport Director regarding all technical and/or regulatory matters relating to the operation of 
the Hammond Municipal Airport, including, but not limited to economic development, safety, 
compliance with state and federal regulations, and other ancillary matters which may arise 
from time to time.  The Airport Director reports directly to the Mayor. 

Per the City’s Ordinance Number 14-5364, Unified Development Code (last approved by the 
Hammond City Council on February 18, 2014, a Hammond Airport Height Restriction Board 
has been established for the purpose of hearing appeals from decisions of the Hammond 
Airport Zoning Board. 

Articles and Sections of this Chapter establish and define: 

• Airport Zones, 
• Airport Zone Height Limitations, 
• Use Restrictions, 
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• Nonconforming Uses, 
• Permits, 
• Conflicting Regulations, 
• Administration and Enforcement, 
• Board of Appeal, 
• Appeals Regulations, 
• Judicial Review, and 
• Penalties. 

The FAA takes a special interest in compatible land use planning and in Grant Assurance 21 
Compatible Land Use directs the airport sponsor to adopt zoning laws and restrict the use of 
land adjacent to or in the immediate vicinity of the airport to activities that are compatible 
with normal airport operations.  According to the FAA in Land Use Compatibility and Airports, 
a Guide for Effective Land Use Planning, agricultural, commercial, and industrial uses are 
normally considered compatible while residential areas, schools, and churches are 
considered incompatible uses. 

However, it is the responsibility of the Airport Owner (i.e., City of Hammond) through local 
Police Powers or Land Use Zoning powers to protect and preserve the safe and efficient use 
of the overlying and surrounding navigable airspace.  It is the responsibility of the Airport 
Owner, not the FAA to take whatever action deemed necessary to assure that the airport’s 
terminal airspace is protected to provide unrestricted instrument and visual operations to 
and from the airport.  Typical local actions enforced by the establishment of local land use or 
land use zoning and height restrictions include, but are not limited to, clearing, removing, 
lowering, relocating, marking, lighting, or other acceptable mitigation methods.   

The City’s Code of Ordinances for the City of Hammond, Louisiana, Chapter 4, Airport, 
Article III, Airport Height Restrictions establishes the Hammond Municipal Airport Height 
Restriction Ordinance. Based on the Part 77 Civil Airport Imaginary Surfaces, this Ordinance 
defines zones in which height limitations are established to structures and trees located or 
to be located in each zone. The zones are defined by the Hammond Municipal Airport 
Approach and Clear Zone Plan which is based on the Airport Airspace Drawing of the current 
FAA Conditionally-Approved Airport Layout Drawing (ALD). 

As codified a within the City of Hammond Louisiana Zoning Ordinance #2769 as last revised 
June 12, 2007, the airport is located within Special District S-2 that was created by special 
act or ordinance by the City of Hammond for the purposes of creating, developing, or 
administering activities or regulations peculiar to that special district.  The S-2 District 
includes that property typically known as the Hammond Airport and covered by the adopted 
Airport Master Plan and has its own set of Zoning regulations and building setback 
regulations. 

The City of Hammond Planning Commission developed and adopted the Hammond 
Comprehensive Master Plan in June of 2011 that serves as the basis for the City’s laws and 
policies that guide the physical development of the municipality in the exercise of its police 
power to protect the health safety and welfare of the public.  Specific to this Comprehensive 
Master Plan, certain policies were declared with the expressed goal of preserving and 
protecting the City’s public use general aviation airport.  Since the construction of Interstates 
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12 and 55, the City has experienced rapid growth that expand outward to and along these 
interstate highways.  In addition, the airport has been the genesis of additional growth of 
competing industrial and residential land uses that could potentially allow non-airport-
compatible land uses adjacent to and in proximity to the airport proper.  The Comprehensive 
Plan identifies, and outline community concerns directly related to the control of growth of 
compatible land uses around the airport.  Comments expressed by the community include 
with the Comprehensive Plan included but are not limited to: “Development around the 
airport should be carefully considered to provide for useful and compatible land uses that 
will create a diversified and more stable economy for Hammond.”   

Three Objectives contained in the Comprehensive Plan that specifically address the issue of 
land use compatibility around and near the airport are: 

• Objective 4.8 - Increase the capacity of the Hammond Northshore Regional Airport to 
serve as the economic and transportation center through continued economic 
development partnerships and protection of approach zones from incompatible 
residential encroachment.  
 
Specific policies as part of this Objective include: 
 
o Policy 4.8.1 – Identify land adjacent to the airport facilities that present 

opportunities for expansion and complimentary commercial and industrial 
development. 

o Policy 4.8.2 – Coordinate with Tangipahoa Parish to protect airport operations 
from land use encroachment that reduces the functionality and safety of long-
term airport operations. 

o Policy 4.8.3 – Develop a coordinated land use, infrastructure, financing, and 
airport facilities plan to increase airport related economic activity. 

o Policy 4.8.4 – Pursue Federal Aviation Administration and Department of 
Transportation finding to enhance airport safety and capacity. 

• Objective 5.9 - Limit expansion of residential around the airport 
 
A single specific policy as part of this Objective includes: 
 
o Policy 5.9.1 – Consider adopting an airport overlay zone or aviation easements to 

prevent the need for buy-outs of properties as the airport increases in size and 
capacity. 

• Objective 7.3 - Improve annexation coordination with Tangipahoa Parish and other 
governmental agencies. 
 
One specific policy as part of this Objective includes: 
 
o Policy 7.3.5 - Coordinate with the Parish to protect airport operations from land use 

encroachment that reduces the functionality and safety of long-term airport 
operations. 
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Per the City’s Ordinance Number 14-5364, Unified Development Code (last approved by the 
Hammond City Council on February 18, 2014), a Hammond Airport Height Restriction Board 
has been established for the purpose of hearing appeals from decisions of the Hammond 
Airport Zoning Board. 

1.5 The City of Hammond 

The City of Hammond, Louisiana is located 45 miles east of Baton Rouge and 45 miles 
northwest of New Orleans within the Tangipahoa Parish.  The City is bordered by 
Interstate 12 to the south and Interstate 55 to the west and has an average Above Mean 
Sea Level (MSL) elevation of 40 feet.  Hammond is the largest city in the Parish having a 
reported 2010 Census population of 20,019.  The City is located within a region comprising 
three of the four fastest growing parishes in the state, the Hammond Metropolitan Statistical 
Area, which includes all of Tangipahoa Parish. 

Surrounding large cities include: Baton Rouge, Louisiana located 44 miles to the east, 
Jackson, Mississippi located 124 miles to the north-northwest, and Mobile, Alabama located 
142 miles to the east-northeast.  Other surrounding cities include Covington, Louisiana 
located 19 miles to the east-southeast, Amite, Louisiana located 15 miles to north, and 
Franklinton, Louisiana located 27 miles to the north-northeast. 

The combination of highway-rail-air-sea transportation has transformed modern Hammond 
from a “Strawberry Capital” to a “Transportation Capital” hosting numerous warehouses, 
which in part, serve as a distribution point for Walmart and other businesses.  The City is 
home to Southeastern Louisiana University that offers the state's only academic degree in 
supply chain management. 

The City continues to experience rapid growth, more recently from the effects of Hurricane 
Katrina creating a rapid rise in population.  Interstate 12 has become a perceived “safe line” 
for hurricane resistant and compatible development, companies and governmental agencies 
continues to relocate their facilities and services north of Interstate 12, including the 
relocation of the Louisiana National Guard to the airport. 

Recognizing the need to preserve and protect the existing and future safe and efficient 
operation of the airport, the City has developed and adopted a Comprehensive Master Plan 
that serves to police, through powers of local political subdivision policing powers, land use 
and land use compatibility with airport operations.   

1.6 Airport Location 

The Hammond Northshore Regional Airport is located approximately 3 statute miles 
northeast east of the City of Hammond proper. Detailed location information is provided in 
Table 1-1 and Figure 1-1.   
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Table 1-1: Airport Location 
Item Data 

Airport Name Hammond Northshore Regional Airport 

Associated City City of Hammond 

Distance from City 3 Statute miles northeast 

County Tangipahoa 

FAA Region / Airports District Office (ADO) ASW/LNM 

FAA Site Number 07541.*A 

FAA Location ID HDC 

NPIAS Identifier 22-0018 

Airport Reference Point  

Latitude: 30°31’18.07” N 

Longitude: 090°25’06.17” W 

Elevation (feet MSL): 46.1 feet 

Source: Current ALP; FAA Form 5010; AVN Datasheets; eNASR 

 

 

 

 

 

 

 

 

The remainder of this page is intentionally left blank.  





 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

 
 1-10 

 

 

1.7 Development History of the Airport 

The airport began as an early-day municipal air strip in 1932 that was later enlarged by the 
by the US military as the Hammond Army Airfield between 1943 and 1945 during World War 
II for bombing and gunnery training and for use as a detention camp for prisoners of war 
from Nazi Germany.  Since its early days, the HDC has been transformed from the original 
three-runway system originally used for military purposes, to a two-runway system primarily 
serving corporate and general aviation. There is still significant military presence at HDC with 
an Army National Guard facility that is located in the northeast portion of the airport. 
Following the WWII, the airport was transferred back to the City of Hammond for civilian use 
and was known as the Hammond Airport (later named Hammond Northshore Regional 
Airport).  

Since the construction of Interstate highways 12 and 55, the City of Hammond has grown 
rapidly, expanding to and along the two interstate highways.  The airport has been the 
impetus for continued ongoing growth of residential and industrial land uses that are 
located adjacent to and in proximity to the airport.    

The current airport offers the longest runways and greatest potential for expansion of 
facilities and service within a 120-mile stretch between Baton Rouge Metropolitan Airport 
and Stennis International Airport in Bay St. Louis, Mississippi.  The airport operates as a 
General Aviation (GA) airport and has no regularly scheduled passenger service, but it does 
serve operators offering “On Demand” charter flights and corporate aviation operating under 
Title 14 of the Code of Federal Regulations (14 CFR) part 135 certificates.  On-demand 
operations can be conducted in airplanes that have a passenger seating configuration of 30 
seats or less, a maximum payload capacity of 7,500 pounds, or in any rotorcraft. 

The airport is assigned a Federal Aviation Administration (FAA) and International Air 
Transport Association (IATA) three-letter location identifier of HDC.  The airport has 
International Civil Aviation Organization (ICAO) four-letter location identifier of KHDC. 

The airport has two paved and lighted runways, Runway 13-31 (asphalt/concrete surface) 
having a length of 5,001 feet and a width of 100 feet, and Runway 18-36 (concrete surface) 
having a length of 6,502 feet and a width of 100 feet.  Each runway is served by a system of 
partial parallel taxiways and taxiway connectors.   

Operating under a 99-year lease, the Louisiana Army National Guard maintains a 56-acre 
campus along the east side of the airport which is home to the 1-244th Air Assault 
Helicopter Battalion, which operates UH-60 Blackhawk helicopters, and the 204th Theater 
Air Operation Command.  Prior to Hurricane Katrina, this unit was based at Jackson Barracks 
and the New Orleans Lakefront Airport.  The Louisiana Air National Guard also maintains a 
non-flying unit, the 236th Combat Communications Squadron (236 CCS) at the airport.  The 
lease agreement called for the state to pay the airport authority $292,000 annually in cash 
or in-kind services. Federal military construction money was used to build the facility.  The 
National Guard facility is capable for use as an aviation staging base and serve as an 
emergency operations center from which troops will respond to and manage emergencies 
and disasters in southeastern Louisiana.  Many of the military flights conducted by the 
National Guard and Department of Homeland Security aviation units to support vital national 
defense, law enforcement, and humanitarian relief missions. 
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Because of the relocation of Army National Guard flight operations from Lakefront Airport to 
Hammond, a new Airport Traffic Control Tower (ATCT) was constructed to provide ATCT 
services to military and civilian aircraft operating under Instrument Flight Rules (IFR) and 
Visual Flight Rules (VFR).  The construction of the ATCT was funded with an $800,000 grant 
from the FAA, a $750,000 grant through the state’s Capital Outlay fund and contributions 
from the City of Hammond.  Operating during an advisory period, the ATCT became 
operational on December 15, 2014 and became fully operational on January 15, 2015.  The 
ATCT is staffed and operated by military air traffic controllers from the Air Operations 
Department of the Louisiana Army National Guard's Army Aviation Support Facility #1 every 
day, year-round. 

To provide the required safety and management of IFR operations within the airspace above 
and around the airport, the FAA’s established Class D and E Airspace and amended the 
geographic coordinates of the previously established Class E Airspace area.  These changes 
went into effect on March 5, 2015.  The newly-established Class D airspace extends upward 
from the surface to and including 2,500 feet MSL within a 4.1-mile radius of the airport. The 
newly-established Class E Airspace (E4) extends upward from the surface within 2.4 miles 
each side of the Hammond VORTAC 355° radial extending from the 4.1-mile radius to 7 
miles north of the airport, and within 2.4 miles each side of the Hammond VORTAC 128° 
radial extending from the 4.1-mile radius to 7 miles southeast of the airport.  The amended 
Class E Airspace (E5) extends upward from 700 feet above the surface within a 7.5-mile 
radius of the airport.  

When the ATCT is operations, the airport operates under Class D Airspace, otherwise, under 
Class G airspace. The airport is reported to be attended between 1400–0000Z‡ (8:00 to 
6:00) Monday through Friday and 1200–0200Z‡ (6:00 to 8:00) Saturday and Sunday. 

The Hammond ATCT is considered a critical regional and national asset serving as the 
staging area during natural disasters. When Hurricane Katrina hit Louisiana, hundreds of 
aircrafts and first responders used Hammond Northshore Regional Airport to aid in rescue 
and recovery efforts. 

The City of Hammond has actively petitioned the FAA and members of Congress regarding 
the City’s desire to have the HDC ATCT included within the FAA’s Benefit Cost Analysis 
program that is required to include existing (and potential candidate) Airport Traffic Control 
Towers to be included within the FAA’s Contract Tower (FCT) Program. 

Table 1-2 summarizes the airport’s development projects that were funded through the FAA 
Airport Improvement Program (AIP) Grant Program. 
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Table 1-2: FAA Grant History 
Fiscal 
Year 

Grant 
Number Project Description AIP Funds 

2017 20 Update Airport Master Plan Study $267,956 

2016 19 Rehabilitate Runway 13-31 $3,877,659 

2015 18 Rehabilitate Runway 13-31 $365,769 

2010 17 Rehabilitate Taxiway [Taxiway A] $686,062 

2009 16 Rehabilitate Runway 18-36 821,921 

2005 14 Rehabilitate Runway [portion of runway east of 18-36] - 13-31 $2,075,000 

2004 13 Rehabilitate Apron, Rehabilitate Runway Lighting - 18-36 $571,567 

2004 12 Acquire Equipment, Conduct Miscellaneous Study $125,364 

2003 11 Install Perimeter Fencing $546,000 

2002 10 Extend Runway $1,261,707 

2001 9 Extend Runway 13-31, Phase II $2,179,505 

2001 8 Rehabilitate Apron (Overlay) $181,440 

2000 7 Extend Runway (Acquire Land & Conduct EA) $774,000 

1999 6 Update Master Plan (EA); Reconstruct Apron $438,631 

Source: FAA Airport Improvement Program (AIP) Grant Histories 

1.8 Airport Access 

Regional Interstate access to and from the airport is via I-12 located to the south and I-55 
located to the west. State and local arterial highway access is via Louisiana 443 (Morris 
Road) located to the west, US 190 (Ronald Reagan Highway) located to the south and/or 
Louisiana 1064 (River Road) located to the east, and LA-3158 (South Airport Rd) located to 
the south.  Local roadway access to and from the airport’s landside facilities is via US 190 to 
Pride Drive to North Airport Road along the west side of the airport or Industrial Park Road 
along the east side of the airport. 

1.9 Airport Tenants 

The airport is home to some 37 privately-owned aviation-related businesses and private 
aircraft owner tenants as well as governmental and state military tenants, US Customs and 
Border Patrol and Louisiana Army National Guard, respectively. 

1.10 Airports in the Vicinity 

Table 1-3 shows the airports near HDC. Baton Rouge Metropolitan Airport (BTR) is the 
closest commercial service airport to HDC and is located 38 statute miles to the west.  The 
closest general aviation airport to HDC is Port of South Louisiana Executive Regional Airport 
(APS) that is located 27 statute miles to the south. 
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Table 1-3: Airports in the Vicinity 

Airport 
Code Name 

Distance from HDC 
(Statute Miles) 

KAPS Port of South Louisiana Executive Regional Airport 27 south / southwest 

KASD Slidell Airport 33 east / southeast 

KMSY Louis Armstrong New Orleans International Airport 33 south 

KBXA George R. Carr Memorial Air Field 34 northeast 

KREG Louisiana Regional Airport 34 southwest 

KNEW Lakefront Airport 35 southeast 

KBTR Baton Rouge Metropolitan Airport, Ryan Field 38 west 

Source: Michael Baker International, Inc., 2020 

1.11 National Plan of Integrated Airport Systems  

The FAA’s National Plan of Integrated Airport Systems (NPIAS) identifies airports included in 
the national airport system, the role they serve, and the amounts and types of airport 
development eligible for Federal funding under the AIP over five years. The most recent 
report includes fiscal years 2019 to 2023.  This edition identifies 3,328 public-use airports 
(3,321 existing and 7 proposed) that are important to national air transportation and 
estimates a need for approximately $35.1 billion in AIP-eligible airport projects between 
2019 and 2023.  Airports listed in the NPIAS are eligible for federal funding under the FAA’s 
Airport Improvement Program (AIP). Additionally, the NPIAS defines the role of each airport 
by one of four basic service levels. These levels as listed in Table 1-4 describe the type of 
service that the airport currently provides and is expected to provide at the end of the NPIAS 
five-year planning period. It also represents the funding categories established by Congress 
to assist in airport development. 

 

Table 1-4: FAA NPIAS Airport Service Level Classification 
Category Criteria 

Commercial 
Service – Primary 

A public use commercial service airport that enplanes more than 10,000 passengers 
annually. 

Commercial 
Service – Non-
primary 

A public use commercial service airport that enplanes between 2,500 and 10,000 
passengers annually. 

General Aviation – 
Reliever 

A general aviation airport that relieves congestion at a commercial service airport and 
provides general aviation access to its community.  Must have at least 100 based 
aircraft or 25,000 annual itinerant operations. 

General Aviation  All other NPIAS airports. 

Source:  FAA Order 5090.3C, Field Formulation of the National Plan of Integrated Airport Systems, December 2000. 
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The FAA defined the roles of General Aviation airports in General Aviation Airports: A 
National Asset (ASSET 1) Report. The comprehensive 18-month study reviewed nearly 3,000 
general aviation facilities included in the NPIAS. The study further categorized the General 
Aviation airports into National, Regional, Local, Basic, and Unclassified. The purpose of the 
categorization is to highlight the contributions of general aviation airports and to evaluate 
whether all airports should be held to the same regulatory, project investment and 
justification, and grant assurances in the future. Table 1-5 presents these categories and 
their descriptions.  

 

Table 1-5: FAA Asset 1 Categories 
Category Criteria 

National 
Serves national – global markets with very high levels of activity with many jets and 
multi-engine propeller aircraft. National airports average about 200 total based 
aircraft, including 30 jets. 

Regional 
Serves regional – national markets with high levels of activity with some jets and multi-
engine propeller aircraft. Regional airports average about 90 total based aircraft, 
including three jets. 

Local 
Serves local – regional markets with moderate levels of activity with some multi-engine 
propeller aircraft. Local airports average about 33 based propeller driven aircraft and 
no jets. 

Basic 
Often serves critical aeronautical functions within local and regional markets with 
moderate to low levels of activity. Basic airports average about ten propeller-driven 
aircraft and no jets. 

Source:  General Aviation Airports: A National Asset, May 2012 

Appendix A: of the FAA’s (2019-2023) NPIAS classifies HDC as a National General Aviation 
Airport. 

1.12 HDC Aeronautical Role Within the Louisiana Aviation System Plan 

The LADOTD’s Aviation Section June 2015 Louisiana Aviation System Plan (2015 LASP) 
identifies 68 public use airports (seven air carrier airports and 61 general aviation) that are 
considered as critical to the state’s transportation system.   

The 2015 LASP provides the LADOTD with an important planning tool that enables its 
Aviation Section to remain current with national, regional, and state-wide aviation industry 
trends. The purpose of the 2015 LASP is to provide the Aviation Section with guidelines to 
continue the successful development of its aviation system, with an emphasis on planning 
for airport facilities and improved services. Within this process, individual airport facility 
needs are considered within the broader framework of the entire Louisiana airport system 
and its categories of airports.  

The 2015 LASP also helps the Aviation Section determine how the overall system of state-
wide airports should be systematically developed to respond to future challenges and to 
meet changes in demand. Further, the 2015 LASP works in concert with the Louisiana 
Statewide Transportation Plan (LSTP) that examines all of the state’s transportation needs 
and sets the direction for making improvements and investments in all modes of 
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transportation.  The 2015 LASP follows a similar approach while being performance-based. 
By being performance based, the 2015 LASP establishes goals for improvements to the 
state’s airports and employs a systematic approach to enhancement of the airport system 
through an ongoing process. 

Louisiana’s system of airports consists of airports that work together to meet the needs of 
different market segments. A key component of this system plan is identifying what role 
each airport plays within the state-wide system of airports and what facilities are needed at 
each airport that best allows it to meet its user’s needs.  Existing systems of airport 
classification were examined, including the previous 2003 LASP.  The 2015 LASP identifies 
certain benchmarks that should be met for each of the airport levels, which are evaluated 
later in comparison to the services and facilities provided at the airport.  The 2015 LASP 
classifies general aviation airports into one of four levels:   

• Level 1 Airport: Maintains a consistent and contributing role in enabling the local, 
regional, and statewide economy to have access to and from the national and global 
economy. 

• Level 2 Airport: Maintains a contributing role in supporting the local and regional 
economies and connecting it to the state and national economies. 

• Level 3 Airport: Maintains a supplemental contributing role for the local economy and 
community access. 

• Level 4 Airport: Maintains a limited contributing role for the local economy and 
community access. 

A comparison of the various performance measures applicable to respective LASP Level is 
listed in Table 1-6. 
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Table 1-6: LASP Facility and Service Objectives 2015 

Performance 
Measure 

Commercial 
Service 

Level 1 
(HDC) 

Level 2 Level 3 Level 4 

Airport Reference 
Code (ARC) 

C-II or Design 
Aircraft 

B-II or greater B-II or greater B-I of greater A-I or turf 
runway 

Runway Length 
75% Large 

Aircraft 2 60% 
Useful Load 

6,500 feet 5,000 feet 4,000 feet Maintain 
existing 

runway length 

Runway Width To meet ARC To meet ARC To meet ARC 75 feet 60 feet 

Taxiway 
Full Parallel Full Parallel Partial Parallel Turn-arounds 

and 
connectors 

Turn-arounds 
and 

connectors 

Instrument 
Approach 
Procedure 

ILS or LPV LPV VNAV LNAV or Non-
precision 

Not applicable 

Visual Aids MALSR, PAPI MALSR/SALSR 
PAPI/REIL 

PAPI/REIL PAPI/REIL Not applicable 

Lighting HIRL, Beacon MIRL, Beacon MIRL, Beacon MIRL, Beacon Reflectors or 
LIRL, Beacon 

Weather 
Reporting 

Automated 
weather 
reporting 

Automated 
weather 
reporting 

Automated 
weather 
reporting 

Local aviation 
weather 

Not applicable 

Services 

Restrooms, 
FBO, 

maintenance, 
ground 

transportation 

Restrooms, 
FBO, 

maintenance, 
ground 

transportation 

Restrooms, 
FBO, 

maintenance, 
ground 

transportation 

Restrooms, 
FBO, 

maintenance, 
ground 

transportation 

Restrooms 

Fuel Jet-A, 100 Low 
Lead 

Jet-A, 100 Low 
Lead 

Jet-A, 100 Low 
Lead 

100 Low Lead Not applicable 

Facilities 

Terminal, 
aircraft apron, 
hangars, auto 

parking 

Terminal, 
aircraft apron, 
hangars, auto 

parking 

Terminal, 
aircraft apron, 
hangars, auto 

parking 

Pilot Lounge, 
aircraft apron, 
hangars, auto 

parking 

Aircraft apron, 
hangars, auto 

parking 

Back-Up 
Generators 

Yes Yes Yes Yes Not applicable 

Intermodal 
Connections 

Yes Not applicable Not applicable Not applicable Not applicable 

Source:  CDM Smith, 2015 

As part of the LADOTD’s June 2015 LASP Technical Report, HDC was reported to have the 
following characteristics, attributes, and services: 

• GA National LASP Classification 
• Precision Instrument approach capabilities 
• Two lighted paved runways having lengths of 5,001 feet and 6,502 feet respectively 
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• Automatic Weather Observation System (AWOS III) 
• Aviation Services: 

o Charter Air Taxi, 
o Jet Fuel, 
o Aviation Gasoline (AVGAS), 
o Flight Instruction, 
o Aircraft Rental, 
o Hangar Rental, 
o Aircraft Tie-downs, 
o Aircraft Repair, 
o Aircraft Sales, 
o Public Phone, 
o Vending, 
o Rental / Loaner Car, 
o FAA Written Test Center, 
o US Customs, 
o Recreational Flying–Medium, 
o Agricultural spraying–Low, 
o Corporate/Business Aviation–Medium, 
o Aerial Inspections–Low, 
o Police/Law Enforcement–High, 
o Civil Air Patrol/Search and Rescue–Low, 
o Medical Patient Transfer–Low, 
o Forest Firefighting–Low, and 
o Aerial Photography/Surveying-Low. 

HDC is classified within the LADOTD’s June 2015 LASP as being a Level 1 Airport that serves 
to maintain a contributing role in supporting the local and regional economies and 
connecting it to the state and national economies. As part of the 2015 LASP, HDC ranked 9th 
out of 68 LASP Airports as measured by Total Role. 

As part of the 2015 LASP, HDC’s aeronautical role within the state’s system of 68 public use 
airports was measured and ranked by the level and type of services offered.  Based on these 
criteria, HDC was evaluated as having a “Total Role Analysis” score of 69 out of 100 
possible points ranking the airport 9th out all other Louisiana public use airports.  More 
notably, of the eight airports attaining a higher Total Role Analysis Score, only Lake Front 
Airport, a general aviation airport designated “Reliever” to Louis Armstrong New Orleans 
International Airport, attained the next higher score of 71 points.  This high ranking relative 
to all other state-wide general aviation airports reflects City’s past and anticipated future 
goal to provide the highest level and quality of aviation-related services.  Airport facility 
development recommendations as identified within this Airport Master Plan Update were 
anticipated to further positively position the City and the airport to have the capability to 
increase its aeronautical role within the state-wide system of airports.
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2 AIRPORT SETTING AND CONDITIONS 
This chapter presents a summary of the pertinent data that has been collected and 
documented to support the development and documentation need for the update of the 
HDC Airport Master Plan. In broad terms, this chapter presents the development history of 
the airport, description, and condition of the existing facilities, as well as the setting of the 
airport.  Most of the information presented was collected with the assistance of airport 
administrative staff and airport tenants. 

The initial step in the airport master planning process requires developing an “inventory” of 
the existing conditions at the Hammond Northshore Regional Airport (HDC). This is a 
necessary step for understanding the current framework within which the airport functions 
and provides a solid foundation upon which to evaluate the airport’s existing and future 
facility capabilities and capacities and future needed facility improvements.  That review of 
existing airport facilities and services will include, but not be limited to: 

• Existing physical facilities: runway, taxiways, aircraft parking aprons, visual and 
electronic navigational aids, general aviation facilities, and aviation-related amenities 
and support activities, 

• The airport’s aeronautical role within the region and the state: development history, 
geographic location, and access relationship to other transportation modes, and  

• Previous studies that contain information related to the development and eventual 
implementation of projects at HDC. 

To obtain an accurate assessment of existing conditions at HDC and its surrounding 
community; the collection and documentation of pertinent data and information was 
obtained from the following sources:  

• Interviews with airport personnel, 
• Interviews with users and tenants, 
• Correspondence with local, state, and federal agencies, 
• Research and review of previous airport planning analyses and studies, 
• Review of aerial photography, mapping, and facility layout plans, 
• Review of facility directories, approach plates, sectional charts, etc., 
• Reference materials such as FAA publications, activity databases, and planning 

guidelines, and 
• Review of airport-specific and local/regional FAA operational and aircraft basing 

statistical reports. 

HDC accommodates a variety of general aviation activities. The most notable types of 
activity consist of local flight training, recreational flying, as well as corporate and charter 
activity. Three fixed base operators (FBO) provide typical services such as flight support 
operations, aircraft fueling, ground handling, and other services to support general aviation 
operations.  

Airport facilities support the operation of aircraft and include runways, taxiways, navigational 
aids (NAVAIDS), airfield lighting and signage, and pavement markings. Figure 2-1 depicts the 
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airport’s current facilities, tenant leases, physical structures, building and hangars, and 
adjacent land uses that surround the airport. 

2.1 Runways 

2.1.1 Runway Configuration 

Originally designed as a three-runway system when developed by the military during WWII, 
the current airfield configuration at HDC consists of two intersecting runways. Runway 13-31 
and Runway 18-36 are oriented in a northwest-to-southeast and north-to-south centerline 
alignment respectively.  The runways intersect at approximately 2,000 feet from the 
Runway 18 threshold, and approximately 3,800 feet from the Runway 31 threshold. 
Runway 18-36 is considered the primary runway with a length of 5,001 feet and a width of 
150 feet. Runway 18 is equipped with precision approach capability (ILS), a four-light 
precision approach path indicator (PAPI), and medium-intensity runway lights (MIRLs). 
Runway end identifier lights (REILs) are located on both ends of Runway 13-31. A medium 
intensity approach lighting system with sequenced flashers (MALSF) is provided for 
Runway 18. Current runway marking conditions (centerline and precision markings) range 
from fair to poor. 

Runway 13-31 serves as the secondary runway used to accommodate crosswind operations. 
Runway 13-31 is 6,502 feet long and 100 feet wide. The runway is equipped with MIRLs, 
and a non-precision approach (RNAV) for Runway 31. A four-light PAPI is located to the left of 
the runway centerline and REILs are located at each end. Because of its length, 
consideration may be given to Runway 13-31 to become the primary runway, when 
additional instrument approach procedures to lower minimums are developed for both ends 
which would accommodate aircraft operations during lower visibility and ceiling conditions.  

A majority of the former third runway that was previously oriented in a northeast southwest 
alignment (Runway 4-22) has been abandoned, demolished, and removed. A section of the 
remaining runway pavement intersects Runway 18-36 and will be removed as facility and 
airfield development needs dictate. 

Serving as a critical and strategically-planned air mobility asset during unforeseen regional 
catastrophic storm events, HDC can accommodate itinerant air and ground taxi operations 
by military aircraft having Aircraft Approach Category (AAC) “D” approach speeds and/or 
Airplane Design Group (ADG) IV/V wingspans and/or tail heights. Operations of such larger 
aircraft is allowed on a prior permission required basis due to the weight bearing capacity of 
both runways. 

Although not declared as representing the Critical or Design Aircraft declared by the airport 
owner for planning and/or FAA funding considerations, the current geometry of the two-
runway system and adjacent taxiways at HDC may, if and when needed, accommodate 
these larger aircraft.  However, taxiing operations by aircraft having ADG IV/V wingspans 
may likely require special ground control handling by the HDC Airport Traffic Control Tower 
(ATCT) due to limited lateral separation between the Taxiway A centerline and the edge of 
adjacent apron-based aircraft parking areas located to the west.  In such cases, if conditions 
or events dictate, is envisioned that these larger mobilized emergency support aircraft could 
conceivably utilize either runway for cross-field or back-taxi operations. 
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Throughout the 20-year airport master planning period, it is anticipated that regular use (i.e. 
500 or more annual operations) by aircraft with AAC D and/or ADG IV/V is unlikely. Table 2-1 
summarizes the runway design characteristics. 

 

Table 2-1: HDC Runway Design Characteristics 

Item 
Runway 13-31 Runway 18-36 

13 31 18 36 

Runway Length (feet) 6,502 5,001 

Displaced Threshold None 690 None None 

Runway Width (feet) 100 150 

Runway Design Code (RDC) 
B-III 

Visual 
B-III-5000 
(≥ 1 mile) 

B-III-2400 
(≥ ½ mile) 

B-III-4000 
(≥ ¾ mile) 

Critical Aircraft Bombardier DHC-8-200 /  
DHC-8-300 

Bombardier DHC-8-200 /  
DHC-8-300 

Approach Reference Code (APRC) 
D-IV-VIS 
D-V-VIS 

D-IV-5000 
D-V-5000 

D-IV-2400 
D-V-2400 

D-IV-5000 
D-V-5000 

Departure Reference Code (DPRC) 
D-IV-VIS 
D-V-VIS 

D-IV-5000 
D-V-5000 

D-IV-2400 
D-V-2400 

D-IV-5000 
D-V-5000 

True Bearing 
(degrees, minutes, seconds) 134°30’ 25.86” 314°30’ 52.78” 179° 31’ 37.48” 359° 31’ 37.72” 

Magnetic Declination 0° 50’ 0” West, Changing 0°6’ West per year 

Gradient -0.1% 0.1% -0.1% 0.1% 

Surface Type and Condition Asphalt Good Concrete Good 

Surface Treatment None None 

Weight Bearing Capacity (pounds)   

Single Wheel (S): 22.0 27.0 

Dual Wheel (D): 33.0 41.0 

(2S) Not Applicable Not Applicable 

Dual Tandem Wheel (2D): Not Applicable Not Applicable 

Runway Markings and Condition NPI Good NPI Good PIR Good NPI-Good 

Visual Glideslope Indicator PAPI-4L PAPI-4L PAPI-4L PAPI-4L 

Runway End Identifier Lights (REIL) Yes Yes No Yes 

Approach Lighting System No No MALSR No 

Runway Edge Lights MIRL MIRL 

Source: Form 5010; AVN Datasheets. Magnetic declination calculation 08/27/2018 
Magnetic declination: https://www.ngdc.noaa.gov/geomag-web/#declination 
Notes: P4L: PAPI 4-light left 

https://www.ngdc.noaa.gov/geomag-web/#declination
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2.1.2 Available Runway Lengths 

Declared Distances represent the maximum distances available and suitable for meeting 
takeoff, rejected takeoff, and landing requirements. Declared distances are generally used 
by turbine powered aircraft operators to determine if the runway length meets the operating 
performance requirements of the aircraft.  

The declared distances are TORA and TODA, which apply to takeoff; Accelerate Stop 
Distance Available (ASDA), which applies to a rejected takeoff; and Landing Distance 
Available (LDA), which applies to landing.  The minimum distances required for takeoff and 
landing obtained by the pilot during flight planning must fall within the applicable declared 
distances before the pilot can accept the runway for takeoff or landing. 

The four Declared Distances are described as follows: 

Takeoff Run Available (TORA): that is the distance available and suitable for takeoff 
run requirements.  

Takeoff Distance Available (TODA): that is the length of TORA plus any additional 
runway or clearway beyond the departure end of the TORA that may be used to 
satisfy takeoff requirements. TORA and TODA may be adjusted to reduce 
incompatible land uses in the departure Runway Protection Zone (RPZ), mitigate 
environmental effects, or mitigate penetrations to the departure Obstacle Clearance 
Surface (OCS). 

Accelerate-Stop Distance Available (ASDA): that is the distance available to 
accelerate from brake release to the limit of the rejected takeoff point (V1). This 
distance provides sufficient and suitable pavement to stop the aircraft without 
overrunning the runway end. The Runway Safety Area (RSA) provides additional 
protection in the case of an overrun. However, the RSA beyond the departing end is 
not part of the ASDA. The ASDA may be adjusted when standard RSA length beyond 
the end of the runway is not available.  

Landing Distance Available (LDA): that is the distance available from the landing 
threshold to complete approach, touchdown, and decelerate to a stop. As the ASDA, 
the LDA provides a sufficient and suitable runway to complete the landing without 
overrunning the runway end. The RSA beyond the runway end provides additional 
protection in case of a runway end overrun during landing. The LDA is affected by 
penetrations to the approach OCS, RPZ requirements, RSA requirements (prior and 
beyond runway end), and Runway Object Free Area (ROFA) (prior and beyond runway 
end). The LDA may be adjusted to satisfy RSA, ROFA, RPZ, and OCS requirements.  
Because of the threshold for Runway 31 is displaced 690 feet to the northwest due 
to the proximity and height of trees located beyond the southeast end of the runway, 
the LDA for this runway is reduced to 5,812 feet.  

Table 2-2 summarizes the existing declared distances. To maximize the use of available 
runway pavement, the requirement of a displaced threshold and the need for declared 
distances will be further analyzed in the facility requirements chapter. 
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Table 2-2: HDC Declared Distances 

Runway 
Declared Distances 

TORA TODA ASDA LDA 

18 5,001 5,001 5,001 5,001 

36 5,001 5,001 5,001 5,001 

13 6,502 6,502 6,502 6,502 

31 6,502 6,502 6,502 5,812 

Source: FAA Digital Chart Supplement 19 JUL 2018 to 13 SEP 2018 

2.1.3 Runway Orientation and Wind Coverage 

Runway orientation is a key factor for airport safety and efficiency. Wind speed and direction 
is a key factor influencing runway orientation and the number of runways. Wind conditions 
affect the aircraft in varying degrees. Small aircraft are more sensitive to crosswind 
conditions. 

The most advantageous runway orientation based on wind is the one which provides the 
greatest wind coverage with the minimum crosswind components. Wind coverage is the 
percent of time crosswind components are below an acceptable velocity. The desirable wind 
coverage for an airport is 95 percent, based on the total numbers of weather observations 
during the record period, typically 10 consecutive years.  

When a runway orientation provides less than 95 percent wind coverage for the aircraft 
which are forecast to use the airport on a regular basis, a crosswind runway may be 
required. The allowable crosswind component(s) for each Runway Design Code (RDC) which 
are used to determine the percentage of wind coverage. 

As shown in Table 2-3, the existing runway configuration provides adequate wind coverage 
(i.e., greater than 95 percent) for the critical aircraft without the need for a crosswind 
runway.  The Runway Wind Coverage Percentage analysis considers the wind speed and 
direction as it relates to each individual and combined bi-directional runway system during 
All Weather, Visual Meteorological Conditions (VMC), and Instrument Meteorological 
Conditions (IMC).  
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Table 2-3: HDC Runway Wind Coverage Percentage 

Meteorological Conditions 
Runway / RDC 

Designation  

Wind Coverage 

Allowable Crosswind Component (Knots) 

10.5 13 16 20 

All Weather 

13-31 (B-III) 98.70% 99.48% 99.91% 99.99% 

18-36 (B-III) 97.98% 99.16% 99.82% 99.96% 

Combined 99.65% 99.89% 99.98% 100.00% 

VMC 

13-31 (B-III) 98.70% 99.49% 99.92% 99.99% 

18-36 (B-III) 98.11% 99.25% 99.86% 99.98% 

Combined 99.70% 99.91% 99.99% 100.00% 

IMC 

13-31 (B-III) 98.65% 99.37% 99.81% 99.96% 

18-36 (B-III)  97.14% 98.44% 99.38% 99.76% 

Combined 99.30% 99.67% 99.89% 99.99% 

Source:  National Climatic Data Center (NCDC), Hammond Northshore Regional Airport (USAF 722312, WBAN 03908), Years: 2008-
2017; FAA AGIS Windrose Generator 

2.1.4 Runway Design Standards 

The safe and efficient operations at the airport dictates that certain areas of the airfield be 
clear of natural or man-made objects.  Except for the RSA, runway design standards 
established safety-related setback standards and imaginary areas of land and/or volumes of 
overlying airspace that is intended to protect aircraft operations and people and property on 
the ground.  The dimensions of the applicable runway design standards effect on-airport 
land uses, developable on- and off-airport land where, for example, portions of a RPZ extend 
beyond property boundary limits of the airport. The following sections describe the runway 
design standards and safety-related setback standards. Table 2-4 summarizes the existing 
runway design standards. 

2.1.5 Runway Safety Area and Runway Object Free Area 

The RSA is a surface is centered about the runway centerline. that is prepared, or suitable, 
for reducing the risk of damage to airplanes in the event of an undershoot, overshoot, or 
excursion from the runway. The RSA also provides greater accessibility for firefighting and 
rescue equipment in emergency situations. The dimensions of the RSA are defined by the 
RDC and the criteria described in AC 150/5300-13A, Airport Design.  The dimensions of the 
existing RSA are shown in Table 2-4. 

The RSA must: 

• be cleared and graded and not have potentially hazardous ruts, humps, depressions, 
or other surface variation. 

• be drained by grading or storm sewers to prevent water accumulation. 
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• capable, under dry conditions, of supporting snow removal equipment, Aircraft Rescue 
and Fire Fighting (ARFF) equipment, and the occasional passage of aircraft without 
causing damage to the aircraft., and 

• be free of objects, except for objects that need to be located in the RSA because of 
their function. 

2.1.6 Runway Protection Zone 

The RPZ is a surface trapezoidal in shape and centered about the extended runway 
centerline. The purpose of the RPZ is to enhance the protection of people and property on 
the ground. Generally, the RPZ begins at 200 feet beyond the end of the runway. However, 
the RPZ may begin at a location other than the runway end to meet other standards. When 
the RPZ begins at a location other than 200 feet beyond the end of the runway, two RPZs 
are required, a departure RPZ, and an approach RPZ. Because Runway 13-31 has displaced 
thresholds, the approach RPZs begin at 200 feet from the threshold, and the departure 
RPZs begin at 200 feet beyond the runway end. For Runway 18-36, the RPZs begin at 200 
feet beyond the end of the runway. 

Portions of the Runway 18 approach RPZ and Runway 36 departure RPZ are located outside 
of the airport property. The Runway 18 departure RPZ and Runway 36 approach RPZ are 
located on airport property. However, a portion of US 190 is located inside both departure 
and approach RPZs. A small portion of the Runway 13 departure RPZ includes a section of 
Industrial Park Road. 
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Table 2-4: HDC Runway Design Standards 

Design 
Standard 

Runway 13 Runway 31 Runway 18 Runway 36 

Existing Required Existing Required Existing Required Existing Required 
Runway 
Design Code  

B-III 
Visual 

B-III 
1 Mile 

C/D-III 
1/2 Mile 

C/D-III 
3/4 Mile 

Runway Safety Area 
Length 
Beyond 
Runway End 
(feet): 

600 600 600 600 1,000 1,000 1,000 1,000 

Width (feet): 300 300 300 300 500 500 500 500 
Runway Object Free Area 

Length 
Beyond 
Runway End 
(feet): 

600 600 600 600 1,000 1,000 1,000 1,000 

Width (feet): 800 800 800 800 800 800 800 800 
Runway Obstacle Free Zone 

Length 
Beyond 
Runway End 
(feet): 

200 200 200 200 200 200 200 200 

Width (feet): 400 400 400 400 400 400 400 400 
Inner-Approach Zone 

Length (feet): N/A N/A N/A N/A 2,400 2,400 N/A N/A 
Width (feet): N/A N/A N/A N/A 400 400 N/A N/A 
Slope (feet): N/A N/A N/A N/A 50:1 50:1 N/A N/A 

Inner-Transitional OFZ 
Length (feet): N/A N/A N/A N/A 7,801 7,801 N/A N/A 
Width (feet): N/A N/A N/A N/A 400 400 N/A N/A 
Slope: (Run 
Over Rise) N/A N/A N/A N/A 3:1 3:1 N/A N/A 

Precision Obstacle Free Zone 
Length (feet): N/A N/A N/A N/A 200 200 N/A N/A 
Width (feet): N/A N/A N/A N/A 800 800 N/A N/A 

Approach Runway Protection Zone 
Length (feet): 1,000 1,000 1,000 1,000 2,500 2,500 1,700 1,700 
Inner Width 
(feet): 500 500 500 500 1,000 1,000 1,000 1,000 

Outer Width 
(feet): 700 700 700 700 1,750 1,750 1,510 1,510 

Departure Runway Protections Zone 
Length (feet): 1,000 1,000 1,000 1,000 1,700 1,700 1,700 1,700 
Inner Width 
(feet): 500 500 500 500 500 500 500 500 

Outer Width 
(feet): 700 700 700 700 1,010 1,010 1,010 1,010 

Source: Michael Baker International, Inc., 2019. N/A = Not Applicable  
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2.1.6.1 Runway Obstacle Free Zone 
The Runway Obstacle Free Zone (ROFZ) is a three-dimensional volume of airspace which 
protects aircraft during the transition period to and from the runway. The OFZ clearing 
standards preclude taxiing and parked airplanes and object penetrations, except for 
frangible NAVAID locations that are fixed by function.   

The OFZ is comprised of the Inner-Approach OFZ and the Inner-Transitional OFZ. The Inner-
Approach OFZ applies to runways equipped with and served by an Approach Lighting System 
(ALS).  The Inner-Transitional OFZ applies to runways having and Inner Approach OFZ that 
provided approach visibility minimums lower than ¾ statute mile. Therefore, the Inner-
Approach OFZ and Inner-Transitional OFZ protection standards are applicable to Runway 18 
that is served by an Instrument Landing System (ILS) providing published visibility minimums 
as low as ½ statute mile. 

The existing applicable dimensions of the ROFZs for both runways and the Inner-Approach 
OFZ, and Inner-Transitional OFZs for Runway 18 are shown in Table 2-4. 

2.1.6.2 Precision Obstacle Free Zone 
The Precision Obstacle Free Zone (POFZ) is the volume of airspace above an area beginning 
at the threshold, at the threshold elevation, and centered on the extended runway centerline 
200 feet long and 800 feet wide. However, the POFZ is in effect only when all the 
operational conditions are met: the approach includes vertical guidance, reported ceiling 
below 250 feet, visibility is less than a ¾ statute mile, or the Runway Visual Range (RVR) is 
below 4,000 feet. 

The POFZ is considered clear even if the wing of an aircraft holding on a taxiway waiting for 
runway clearance penetrates the POFZ. However, neither the fuselage nor the tail of the 
aircraft may penetrate the POFZ. 

2.2 Taxiways 

There are currently three primary partial parallel taxiways serving the airfield each having 
multiple taxiway connectors. Table 2-5 lists and briefly described the existing system of 
taxiways. 

 

 

 

 

The remainder of this page is intentionally left blank. 

  



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

 
 2-11 

 

 

Table 2-5: HDC Taxiway Design Characteristics 

Taxiway Width 
(feet) 

Taxiway 
Design 
Group 

Edge 
Lighting Description 

Alpha 
(A) 50 3 Yes 

Taxiway A serves a partial parallel taxiway serving both 
Runways 13-31 and 18-36.  A portion of the taxiway is situated 
southwest of Runway 13-31, and west of and parallel to 
Runway 18-36 providing direct access to the West General 
Aviation Development Area.  The runway-to-taxiway centerline 
separation between each runway varies. 

Alpha 3 
(A3) 50 3 Yes 

Taxiway connector A3 serves as a 90-degree exit taxiway 
connector that runs between Runway 18-36 and the West 
General Aviation Development Area.  This taxiway provides a 
direct and non-circuitous connection between the west apron and 
Runway 18-36 and, therefore, does not satisfy current 
recommended FAA taxiway design standards. 

Bravo 
(B) 50 3 Yes Taxiway B runs east and west serving as a cross-field taxiway 

connecting the approach ends of Runways 36 and 31. 

Charlie 
(C) 50 3 Yes 

Taxiway C runs north and south between the approach end of 
Runway 31 and along and parallel to the East General Aviation 
Development Area.  The northern two-thirds of this taxiway is 
designated as a non-movement area because the taxiway is 
utilized by automobiles to access lease parcels located along and 
parallel to Taxiway C. 

Delta 
(D) 50 3 Yes 

Taxiway D is a 400-foot partial parallel taxiway that is situated 
east of Runway 13-31.  The taxiway runs between Taxiway G and 
Taxiway C.  This taxiway was constructed by the military; but is 
available for common civilian/military use. 

Echo 
(E) 50 3 Yes 

Taxiway E connects the West General Aviation Area with approach 
end of Runway 18 crossing Runway 13-31 at an acute angle of 
70 degrees. 

Foxtrot 
(F) 50 3 Yes 

Taxiway F is a 90-degree exit taxiway that runs between north 
portion 18-36 and the north portion of the ARNC apron. This 
taxiway provides a direct and non-circuitous connection between 
the ARNG apron and Runway 18-36 and, therefore, does not 
satisfy current recommended FAA taxiway design standards. 

Golf (G) 50 3 Yes 

Taxiway G is a 90-degree exit taxiway that runs between 
Runway 13-31 and the south portion of the ARNG apron crossing 
the north terminus of Taxiway D.  This taxiway provides a direct 
and non-circuitous connection between the ARNG apron and 
Runway 13-31, and therefore does not satisfy current 
recommended FAA taxiway design standards. 

Sources: Current ALP, Aerial Photo and Airport Diagram 
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2.3 Airfield Lighting, Markings, and Signage 

Airfield lighting, markings, and signage increase the utility of the airport by increasing 
visibility and enhancing operational safety. Pavement markings are classified into four 
areas: runway markings, taxiway markings, hold position markings, and other markings. In 
addition to pavement markings, the airfield is also provided with lighted signs. Airport signs 
are classified into six groups: mandatory instruction signs, location signs, direction signs, 
destination signs, information signs, and runway distance remaining signs. The type and 
configuration of the airport signs are described in the current signage plan. 

2.3.1 Approach Lighting System 

Approach Lighting Systems (ALS) facilitate the transition from instrument flight to visual 
flight for landing. The published Precision Instrument Approach Procedure to Runway 18 is 
served by a Medium Intensity Approach Lighting System with Runway Alignment Indicator 
Lights (MALSR). The MALSR, consisting of a combination of threshold lamps, steady burning 
light bars and flashers, provides visual information to pilots on runway alignment, height 
perception, roll guidance, and horizontal references for the Runway 18 Category I Precision 
Instrument Approach Procedure. 

2.3.2 Runway End Identifier Lighting 

Runway End Identifier Lights are installed at the approach end of the runway to provide 
rapid and positive identification of the approach end of each runway. The system consists of 
a pair of synchronized flashing lights located laterally on each side of the runway threshold. 
All runway ends, except Runway 18, are equipped with REILs.  

2.3.3 Airport Rotating Beacon 

The Airport Rotating Beacon (ABN) helps pilots identify the airport at night. The beacon is 
normally operated from sunset to sunrise. In some cases, the beacon may be turned on 
when the ceiling is less than 1,000 feet, and/or the ground visibility is less than three 
statute miles. The colors of the beacon are alternating clear (white) and green indicating a 
Civil Airport. The location of the ABN is shown on Figure 2-1. 

2.3.4 Visual Glideslope Indicator 

A Precision Approach Path Indicator consists of a series of lights aimed upward and outward 
along the approach path to the runway. All runway ends at HDC are served by PAPI-4 
facilities that consist of four equally spaced light units that provide a visual verification of an 
aircraft’s position relative to the designated approach path glide slope at threshold crossing 
height for the runway. The PAPIs located on HDC are owned and operated by the State of 
Louisiana. 

Table 2-6 summarizes the characteristics of the existing PAPIs. 
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Table 2-6: Visual Glideslope Indicators 

Item 
Runway 13-31 Runway 18-36 

13 31 18 36 

Type PAPI-4L PAPI-4L PAPI-4L PAPI-4L 

Location     

Latitude: N30°31’33.9200” N30°31’06.8300” N30°31’33.1300” N30°31’03.2700” 

Longitude: W090°25’22.7500 W090°24’50.9200” W090°25’09.1000” W090°25’08.8200” 

Elevation (feet): 44.6 42.1 43.2 40.8 

Distance from 
threshold (feet) 954 954 992 992 

Angle 3.30° 3.30° 3.00° 3.00° 

Threshold 
Crossing Height 
(TCH) (feet) 

50.0 50.0 52.0 52.0 

Aligned with IAP 
Descent Angles No Visual only No. Descent angle 

3.30° Yes Yes 

Source: FAA AVN Datasheets. 

2.4 Electronic, Visual, and Satellite Aids to Navigation 

Electronic, visual, and satellite aids to navigation (NAVAIDS) increase the safety and utility of 
the airport. In addition, the availability of NAVAIDS is critical because it has a direct impact 
on the overall capacity of the airport. The availability of instrument approach and departure 
procedures, particularly the availability of specific approach and departure minimums is 
directly related to the availability of certain NAVAIDS.  

2.4.1 Instrument Landing System 

The Instrument Landing System (ILS) provides pilots with electronic guidance for aircraft 
horizontal course guidance alignment, descent glide slope gradient, and distance out along 
the approach path until the pilot can establish visual contact and confirm the relative 
alignment between the aircraft and the runway.  

The published ILS approach procedure serving Runway 18 has the following attributes: 

• Guidance information: the localizer and glide slope 
• Range information: Locator Outer Marker (ANGER). 
• Visual information: approach lighting system (MALSR), and runway edge lights. 

The localizer is located approximately 800 feet south of the departure end of Runway 18 
threshold centered about the extended runway centerline. The glideslope antenna is located 
approximately 1,000 south of Runway 18 threshold, and approximately 360 feet east of the 
Runway 18-36 centerline. The Locator Outer Marker (ANGER) is located along the extended 
Runway 18 centerline 4.7 nautical miles from the end of the runway. 
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2.4.2 Very High-Frequency Omnidirectional Range 

The Very High-Frequency Omnidirectional Range (VOR) is a ground-based radio navigation 
system. That provides relative bearing information to and from the VOR station. Hammond 
VOR (HMU) located on the airport within the airfield infield area south of the intersection of 
the two runways and north of Taxiway B, is owned and operated by the City. HMU VOR is not 
in operating conditions and repairs may be too costly to reactivate. Although currently out of 
commission, the HMU VOR has not been decommissioned. 

2.4.3 Non-Directional Beacon 

A non-directional beacon (NDB) is a radio beacon that transmits nondirectional signals 
whereby the pilot of an aircraft properly equipped can determine bearings and navigate 
based on the station. At HDC, there is one NDB associated with the ILS or LOC RWY 18 
instrument approach. The ANGER NDB is located 4.7 nautical miles to the north of the 
Runway 18 approach end along the extended runway centerline. The NDB serves as the 
Initial Approach Fix and Locator Outer Marker (LOM) for the published ILS or LOC RWY 18 
instrument approach procedure. 

2.5 Airport Traffic Control Tower 

The Airport Traffic Control Tower was constructed to provide Air Traffic Control (ATC) services 
to military and civilian aircraft operating under Instrument Flight Rules (IFR) and Visual Flight 
Rules (VFR).  The construction of the ATCT was funded with an $800,000 grant from the 
FAA, a $750,000 grant through the state’s Capital Outlay fund and contributions from the 
city of Hammond.  Operating during an advisory period, the ATCT became operational on 
December 15, 2014 and became fully operational on January 15, 2015.  The ATCT is staffed 
and operated by military air traffic controllers from the Air Operations Department of the 
Louisiana Army National Guard's Army Aviation Support Facility #1 ten hours per day, every 
day, year-round. 

The Hammond ATCT is considered a critical regional and national asset, serving as the 
staging area during natural disasters. When Hurricane Katrina hit Louisiana, hundreds of 
aircrafts and first responders used Hammond Northshore Regional Airport to aid in rescue 
and recovery efforts. 

The City of Hammond has actively petitioned the FAA and members of Congress regarding 
the City’s desire to have the HDC ATCT included within the FAA’s Benefit Cost Analysis 
program that is required to include existing (and potential candidate) Airport Traffic Control 
Towers to be included within the FAA’s Contract Tower (FCT) Program. 

Table 2-7 summarizes the characteristics of the Airport Traffic Control Tower. 

 

 

The remainder of this page is intentionally left blank. 
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Table 2-7: Airport Traffic Control Tower (ATCT) 
Item Data 

Facility ID HDC 

Facility Name Hammond Northshore Regional 

Operator Louisiana National Guard 

Tower Call Hammond 

Hours of Operation 08:00-18:00 Local (1400-0000Z) (10 hours) 

Frequencies  

Tower: 120.575 (CTAF when tower closed) 

Ground Control: 119.85 

Location  

Latitude: 30°31’18.99” N 

Longitude: 90°25’18.89” W 

Elevation (feet MSL)  

Overall Height (MSL) 130’ 

Top: 68’ 11” 

CAB Floor: 51’ 11” 

CAB Eye (AGL): 55’ 

Source: Design documents 

2.6 Weather Reporting Facilities 

HDC is served by an automated weather observing system (AWOS). The AWOS is a type 3PT 
reporting wind, temperature, dew point, density altitude, visibility, cloud/ceiling, 
precipitation, thunderstorms/lightning.  The system provides minute-by-minute observations 
and performs the basic observing functions to generate routine weather reports (METAR). 
The information can be broadcasted over radio frequencies. In addition to the AWOS, the 
airport is also equipped with a windsock that assists in helping pilots determine the wind 
direction. Figure 2-1 identifies the on-airport AWOS location. 

2.7 General Aviation Facilities 

There are two primary designated general aviation activity centers running generally north 
and south along the east and west sides of the airport referred to as the East General 
Aviation Development Area with primary access via Industrial Park Road and the West 
General Aviation Development Area generally accessed by North Airport Road (See 
Figure 2-2 and Figure 2-3.)   
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2.7.1 General Aviation Terminal Building 

The general aviation terminal building is located adjacent to the general aviation apron in 
the General Aviation West Development Area (See Figure 2-3). The general aviation building 
has an area of approximately 3,800 square feet. The building provides 24-hour access to 
public restrooms and lounger for itinerant aircraft passengers and pilots. The general 
aviation terminal also houses the airport management office. The adjacent parking area 
provides 16 parking spaces. 

2.7.2 Fixed Base Operator 

There are three fixed base operators (FBO) at the HDC. An FBO facility typically houses a 
waiting area, conference room, pilots lounge, reception area, restrooms, hangar, and various 
rooms for miscellaneous use. Typical services include flight support operations, aircraft 
fueling, ground handling, and other services to support general aviation operations. 

Fly By Knight provides the following services: 

• Aircraft Rentals 
• Maintenance 
• Pilot shop 
• Charter flights 

Top Gun Aviation provides the following services: 

• Full-Service Jet-A and 100LL 
• Self-Serve 100LL (West Side) 
• Courtesy Vehicles for Local Transportation 
• Preferred rates with Hampton Inn, Holiday Inn, and La Quinta 
• Discounted rates with Enterprise, Hertz, and Royal Coach Limousines 
• Military Contract Fuel 
• Volume Fuel Discounts 
• Catering 
• Secure, Long- and Short-Term Vehicle Parking with Valet Service 
• Wi-Fi Internet Connection 
• Pilot's Lounge 
• 24-Hour Security Surveillance 
• Daily, Weekly, and Monthly hangar space available 

Pierce Aviation provides the following services: 

• Shell branded fuels: Jet A (Premixed) / 100LL 
• Shell branded fuels: Jet A (Premixed) / 100LL 
• Oxygen/Nitrogen/Lav/GPU/Potable Water/Bug-scraping services 
• Free overnight hangar space (as available) 
• The largest private ramp 
• Crew cars 
• Free limo service to New Orleans (with purchase of 500 gallons of fuel) 
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• Pilot’s lounge with high-definition satellite television/movie channels, workstation and 
sleeping area 

• Upscale passenger lounge with high-speed wireless internet, high-definition satellite 
television and movie channels, Community Coffee service, gift  

• One Aviation/Eclipse Jet authorized fleet service Center 

2.7.3 Aircraft Storage Facilities 

The general aviation apron located in the General Aviation West Development Area provides 
tie-down parking positions for itinerant aircraft, as well as short-term parking. The general 
aviation apron also provides aircraft parking positions for training and rental aircraft owned 
by the Fly By Knight FBO. 

A range from small box hangars to large corporate hangars are located in the General 
Aviation West Development Area. In the General Aviation East Development Area, the FBO, 
Top Gun Aviation, provides tie-down parking spaces for itinerant, as well as short-term 
parking of aircraft. Top Gun Aviation also offers storage space for larger aircraft in large 
conventional hangars. A building with 10 T-hangars is located in the General Aviation East 
Development Area. Multiple corporate hangars are located in the General Aviation East 
Development Area. 

2.8 Support Facilities 

Support facilities encompass a set of functions to facilitate smooth, efficient, and safe 
airport operations. The existing characteristics of these facilities are documented in this 
section for further use in subsequent phases of this Study. 

2.8.1 Aircraft Rescue and Firefighting 

Although Aircraft Rescue and Firefighting (ARFF) services are not required at general 
aviation (i.e., non 14 CFR Part 139 certificated) airports, the presence or availability of ARFF 
services may reduce insurance rates and increase the overall margin of safety of the airport. 
Dedicated ARFF equipment may be too expensive. However, coordination with the local fire 
departments and development of emergency plans is recommended. The nearest fire 
station is the Chief V.B. Collura Memorial Station Fire Station located approximate 800 feet 
south of Taxiway B. A service road provides connects the fire station to Taxiway B. 

2.8.2 Aircraft Fuel Storage 

Five fuel storage facilities are located in the General Aviation West Development Area, and 
one fuel storage facility is located in the General Aviation East Development Area (See 
Figure 2-1 and Figure 2-2.  

2.9 Military Facilities 

Operating under a 99-year lease, the Louisiana Army National Guard maintains a 56-acre 
campus along the east side of the airport which is home to the 1-244th Air Assault 
Helicopter Battalion, which operates UH-60 Blackhawk helicopters, and the 204th Theater 
Air Operation Command (See Figure 2-1).  Prior to Hurricane Katrina, this unit was based at 
Jackson Barracks and the New Orleans Lakefront Airport.  The Louisiana Air National Guard 



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

 
 2-20 

 

 

also maintains a non-flying unit, the 236th Combat Communications Squadron (236 CCS) at 
the airport.  The lease agreement called for the state to pay the airport authority $292,000 
annually in cash or in-kind services. Federal military construction money was used to build 
the facility.  The National Guard facility is capable for use as an aviation staging base and 
serve as an emergency operations center from which troops will respond to and manage 
emergencies and disasters in southeastern Louisiana.  Many of the military flights 
conducted by the National Guard and Department of Homeland Security aviation units to 
support vital national defense, law enforcement, and humanitarian relief missions. 

2.10 Airspace 

The National Airspace System (NAS) is an integrated set of control, procedures, and policies 
established and regulated by the FAA to maintain safe and efficient aircraft operations. 
However, it is the responsibility of the airport sponsor to take the appropriate actions to 
assure that the terminal airspace required to protect instrument and visual operations to the 
airport has been adequately cleared and protected by removing, lowering, relocating, 
marking, lighting, or other acceptable mitigation methods. In addition, establishment or 
creation of future hazards should be prevented. Figure 2-4 shows the general airspace 
classification. 

This section describes the current airspace surrounding HDC, as well as current standard 
instrument procedures currently available to facilitate aircraft operations during low ceiling 
and low visibility conditions, as well as facilitate air traffic flow management and air traffic 
communications. 

 
Figure 2-4: General Airspace Classification 

 
Source: Adapted from Pilot’s Handbook of Aeronautical Knowledge (FAA-H-8083-25B) 
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2.10.1 Airspace Configuration 

The configuration of the airspace surrounding HDC is shown in Figure 2-4. To provide the 
required safety and management of Instrument Flight Rules (IFR) operations within the 
airspace above and around the airport, the FAA’s established Class D and E Airspace and 
amended the geographic coordinates of the previously established Class E Airspace area.  
These changes went into effect on March 5, 2015.  The newly-established Class D airspace 
extends upward from the surface to and including 2,500 feet MSL within a 4.1-mile radius 
of the airport. When the tower is closed the Class D airspace becomes Class E airspace. The 
newly-established Class E Airspace (E4) extends upward from the surface within 2.4 miles 
each side of the Hammond VORTAC 355° radial extending from the 4.1-mile radius to 
7 miles north of the airport, and within 2.4 miles each side of the Hammond VORTAC 128° 
radial extending from the 4.1-mile radius to 7 miles southeast of the airport. The limits of E4 
are represented by dashed magenta lines on the sectional chart. The amended Class E 
Airspace (E5) extends upward from 700 feet above the surface within a 7.5-mile radius of 
the airport. E5 is represented by a broad magenta gradient line on the sectional chart.  

When the ATCT is in operations, the airport operated under Class “D” Airspace, otherwise, 
under Class “G” airspace. The airport is reported to be attended between 1400–0000Z‡ 
(8:00 to 6:00) Monday through Friday and 1200–0200Z‡ (6:00 to 8:00) Saturday and 
Sunday. 

The New Orleans Class B airspace as shown in Figure 2-5 is located south of HDC. The Mode 
C veil associated with the Class B intersects with HDC’s Class D and Class E airspace. 
Unless authorized by ATC, aircraft departure from HDC into Mode C veil must be equipped 
with automatic pressure altitude reporting equipment having Mode C capability. 

2.10.2 Civil Airport Imaginary Surfaces 

Existing Part 77 surfaces (14 CFR Part 77 – Safe, Efficient Use, and Preservation of the 
Navigable Airspace) are summarized in Table 2-8. Objects that penetrate the Part 77 
imaginary surfaces may be considered obstructions to air navigation and require analysis by 
the FAA. Once the analysis is completed, the FAA makes a determination and provides 
details of the findings. Good planning practices suggest that future airport facility 
developments should be planned to avoid penetrations to Part 77 surfaces. Unmitigated 
penetrations to the Part 77 imaginary surfaces may have an impact on the instrument 
procedures which may affect the overall capacity of the airport.  Further analysis regarding 
Part 77 will be discussed in the following chapters as the master planning process moves 
forward. 
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Table 2-8: Dimension of the Existing Imaginary Surfaces 

Dim Item 
Runway 18-36 Runway 13-31 

18 36 13 31 

A Width of the primary surface and approach 
surface width at inner end (feet) 1,000 1,000 500 500 

B Radius of the horizontal surface (feet) 10,000 10,000 5,000 10,000 

C Approach surface width at end (feet) 16,000 4,000 1,500 3,500 

D Approach surface length (feet) 50,000 10,000 5,000 10,000 

-- Approach slope 

50:1 inner 
10,0000 

40:1 outer 
40,000 

34:1 20:1 34:1 

-- Conical surface 20:1 20:1 20:1 20:1 

-- Transitional surface 7:1 7:1 7:1 7:1 
 

 
 

Source: 14 CFR Part 77 

Chapter 4, Airport, Article III, Airport Height Restrictions of the City’s Code of Ordinances 
establishes the Hammond Municipal Airport Height Restriction Ordinance. Based on the 
14 CFR Part 77 imaginary surfaces, this Ordinance defines zones in which height limitations 
are established to structures and trees located or to be located in each zone. The zones are 
defined by the Hammond Municipal Airport Approach and Clear Zone Plan which is based on 
the Airport Airspace drawing of the current Airport Layout Plan (ALP). 

2.10.3 Existing Approach and Departure Standards 

The approach surfaces described in this section are not the approach surfaces defined in 
14 CFR Part 77. Approach surfaces protect the use of the runway in both visual and 
instrument meteorological conditions near the airport. The approach surface typically has a 
trapezoidal shape that extends away from the runway along the centerline at a specific 
slope, expressed in horizontal feet by vertical feet, with a starting point at or near the runway 
threshold elevation. The specific size, slope, and starting point of the trapezoid depends on 
the visibility minimums and the type of procedure associated with the runway end. For 
planning purposes, objects must remain clear of the surfaces provided in Table 2-9 and 
Figure 2-6. The FAA Flight Procedures Team mitigates existing obstacles that penetrate 
instrument procedures that cannot be removed, relocated, or lowered. 
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Table 2-9:Existing Approach and Departure Standards 

Runway Runway Type 
Dimensional Standards 

A B C D E Slope 

13 3 

Approach end of runway 
expected to serve large 
airplanes.  
(Visual runways only, day/night). 

0 400 1,000 1,500 8,500 20:1 

31 

4 

Approach end of runways 
expected to accommodate 
instrument approaches having 
visibility greater than or equal to 
¾ statute mile. 

200 400 3,400 10,000 0 20:1 

6 

Approach end of runways 
expected to accommodate 
instrument approaches with 
vertical guidance. 

0 300(1) 1,520 10,000 0 30:1 

18 

5 

Approach end of runways 
expected to accommodate 
instrument approaches having 
visibility minimums less than ¾ 
statute mile. 

200 800 3,400 10,000 0 34:1 

6 

Approach end of runways 
expected to accommodate 
instrument approaches with 
vertical guidance. 

0 350(1) 1,520 10,000 0 30:1 

36 

4 

Approach end of runways 
expected to accommodate 
instrument approaches having 
visibility greater than or equal to 
¾ statute mile. 

200 400 3,400 10,000 0 20:1 

6 

Approach end of runways 
expected to accommodate 
instrument approaches with 
vertical guidance. 

0 350(1) 1,520 10,000 0 30:1 

All 7 Departure runway ends used for 
any instrument operation 0 See Figure 2-6 40:1 

Source: Source: Adapted from FAA AC Airport Design, Change 1 and FAA Engineering Brief 99.  Note: (1) Runway width + 200 
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2.10.4 Standard Instrument Procedures 

The FAA develops standard instrument procedures to facilitate safe navigation around 
obstructions and obstacles identified through the analysis of the airspace surfaces 
discussed previously.  Standard instrument procedures are developed in accordance with 
14 CFR Part 97, Standard Instrument Procedures, and FAA Order 8260.3C, United States 
Standard for Terminal Instrument Procedures (TERPS). 

2.10.5 Alternate Minimums and Obstacle Departure Procedures 

Alternate minimums, obstacle departure procedures, and non-standard takeoff minimums 
are published in the FAA Aeronautical Information Systems (AIS) approach chart booklet. 
Non-standard takeoff minimums have not been published for HDC. 

HDC cannot be filed as an alternate airport when local weather information is not available. 
Standard alternate minimums for non-precision approaches and approached with vertical 
guidance are 800 feet ceiling and 2 miles of visibility. Standard alternate minimums for 
precision approaches are 600 feet ceiling and 2 miles of visibility. However, HDC can be 
filed as an alternate airport when local weather information is available, and ceiling and 
visibility conditions meet the minimum requirements of the RNAV (GPS) approach 
procedures for Runway 18, 31, and 36. 

Obstacle departure procedures are only used for obstruction clearance and do not include 
ATC related climb requirements. Obstacle departure procedures have been established for 
HDC. Multiple close-in departures obstacles, primarily trees, are described in the AIS 
approach chart booklet. It is the responsibility of the pilot to determine the best course of 
action to avoid obstacles during departures in instrument meteorological conditions. 

2.10.6 Instrument Approach Procedures 

Instrument approach procedures (IAPs) facilitate the transition from the airspace to the 
airport. IAPs are critical to the airport because they may directly affect the overall capacity of 
the airport to handle aircraft operations during low ceilings and low visibility. IAPs may be 
affected due to penetrations of Part 77 imaginary surfaces or the obstacle clearance 
surfaces.  Table 2-10 shows the IAPs available at HDC. With the appropriate aircrew and 
aircraft certification, the existing IAPs allow operations with ceilings as low as 200 feet AGL 
and ½ mile visibility. 

 

Table 2-10: HDC Instrument Approach Summary 
Description NAVAID Type NAVAID Identifier Amendment Date 

ILS or LOC RWY 18 ILS I-HPF 5 December 05, 2019 

RNAV (GPS) RWY 18 GPS/WAAS WAAS Ch 42718, W18A- 1A March 25, 2021 

RNAV (GPS) RWY 36 GPS/WAAS WAAS Ch 42718, W36A- Original A March 25, 2021 

RNAV (GPS) RWY 31 GPS/WAAS  1A March 25, 2021 

Source: FAA Instrument Approach Procedures with effective data April 22, 2021 – May 20, 2021  
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2.11 Airfield Pavement Condition 

Airfield pavements, particularly runway pavements are constructed to provide adequate 
support for the loads imposed by aircraft, as well as resisting the abrasive action of traffic 
and deterioration from adverse weather conditions and other influences.  All airfield 
pavements are designed not only to withstand the load of the heaviest aircraft expected to 
use the airport, but they must also be able to withstand repetitive loadings of the entire 
range of aircraft expected to use the pavement over many years.  The FAA’s Airport 
Improvement Program (AIP) Grant Assurance Number 11 requires airport owners to 
implement and maintain a Pavement Maintenance and Management Program (PMP) that 
serve to establish is a set of systematic set of procedures for collecting, analyzing, 
maintaining, and reporting pavement data. 

The Louisiana Department of Transportation and Development (DOTD) Aviation Division 
maintains the Statewide Airport Pavement Management System (APMS).  The most recent 
study was completed in 2017 and it is available online.1 

As part of the update of the APMS, a visual assessment of airfield pavement condition for 
runways, taxiways and aprons was conducted referencing the Pavement Condition Index 
(PCI) procedure as documented in FAA AC 150/5380-6C, Guidelines and Procedures for 
Maintenance of Airport Pavement.  The evaluation methodology is used to calculate a 
composite index that represents the overall condition of the pavement which ranges from 0 
(Failed) to 100 (Excellent).  This procedure has been established as the standard use by the 
aviation community for visually assessing the condition of the pavement.  

Pavements having PCI values ranging from 0 to 40 usually require major reconstruction due 
to the probable structural issues. 

Pavements having PCI values ranging from 41 to 70 that are still not exhibiting significant 
amounts of load-related distress, may require various levels of rehabilitation such as an 
overlay or a nominal resurfacing. 

Pavements having PCI values ranging from 71 to 100 often get the most cost-effective 
benefit from preventative maintenance and/or pavement preservation, such as crack 
sealing and/or surface treatment applications. 

In general, airport pavements having higher PCI values that are not exhibiting significant 
load-related distress will benefit from preventative maintenance and/or pavement 
preservation, such as crack sealing, patching, and/or the application of a surface treatment.  
As the pavement deteriorates over time throughout its useful life and PCI values decrease, 
these pavements become candidates for nominal resurfacing, rehabilitation, or 
reconstruction. 

Over time, all airport pavement experience various rates of changes in PCI value based upon 
type of construction (e.g., concrete vs. asphalt) and locale.  Deterioration of these pavement 
increased exponentially over time.  Based upon this concept, periodic and systematic 

 

 

1 https://www.appliedpavement.com/hosting/louisiana/airport-details/airport-details.html 

https://www.appliedpavement.com/hosting/louisiana/airport-details/airport-details.html
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pavement inspections and PCI rating provide an important tool as part of the airport owner’s 
ability to establish a pavement preservation program to minimize or preclude higher costs 
related to major rehabilitation or wholesale reconstruction.  The establishment and 
execution of a well-founded Airport Pavement Preventative Maintenance program serves to 
directly reduce the overall cost of providing pavement of adequate strength having 
appropriate life cycle.   

As reported in the 2017 APMS, HDC had a Weighted Average PCI of 70.  The combined 
estimated 5-year cost of addressing the various airport pavements having low PCI values 
was estimated to be $9,562,928. 

The 2017 APMS-reported PCI values of HDC’s various pavements throughout the entire 
airport pavement conditions are shown in Figure 2-7. 
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2.12 Historical Weather Conditions 

The key parameters that affect operations, as well as the airfield layout, are temperature, 
meteorological conditions, and the wind direction. Temperature directly affects runway 
length requirements. Meteorological conditions affect the overall capacity of the airfield. The 
wind direction affects the runway alignment which in turn affects the overall layout of the 
airfield. The parameters presented in this section will be used to evaluate the existing 
airport configuration and to design future development alternatives. 

2.12.1 Average Temperatures 

Figure 2-8 shows the distributions of the 30-year maximum, average, and minimum monthly 
normals. It can be observed that the hottest months are July and August. In addition, the 
mean maximum daily temperature is 92.1 degrees Fahrenheit occurs in the month of 
August. This maximum daily temperature normal, represents the mean daily maximum 
temperature of the hottest month at the airport, and it will be used within this Airport Master 
Plan Update to determine required minimum runway takeoff lengths for the most 
demanding “Design” aircraft that regularly uses or are projected to use the airport within the 
20-year master plan period. 

 
Figure 2-8: Monthly Temperature Normals 

 

 
Source: NOAA 1981-2010 U.S. Climate Normals Station USC00164030 
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2.12.2 Meteorological Conditions 

Visual Meteorological Conditions (VMC) occurs when the ceiling is greater than 3,000 feet, 
and visibility is greater than 5 miles. Instrument Meteorological Conditions (IMC) occurs 
when the ceiling is greater than or equal to 500 feet to less than 1,000 feet and/or visibility 
greater than or equal to 1 to less than 3 miles. 

Tables 2-11, 2-12, and 2-13 summarize the prevailing meteorological conditions for a 10-
year period. These weather observations provide an approximate indicator representing the 
amount of time aircraft will be able to operate under certain weather conditions and 
operating regulations.  

 

Table 2-11: Prevailing Meteorological Condition 
Meteorological 

Condition Ceiling (Feet) Visibility 
(Statute Miles) Observations 

All Weather   248,293 Observations 

VMC ≥ 1,000 and ≥ 3 228,836 (92%) Observations 

IMC < 1,000 or Visibility < 3 Miles 19,457 (8%) Observations 

Source: National Climatic Data Center (NCDC) Hammond Northshore Regional Airport (USAF 722312, WBAN 03908) 2006-2017. 
Percentages may not add up due to rounding. 

 

Table 2-12: Prevailing IMC Meteorological Condition Ceiling Only 
Meteorological Condition Ceiling (Feet) Observations 

RNAV (GPS) RWY 31 (LNAV Minimums) < 1,000 but ≥ 417 9,543 

RNAV (GPS) RWY 36 (LPV Minimums) < 1,000 but ≥ 250 13,164 

RNAV (GPS) RWY 18 (LPV Minimums) < 1,000 but ≥ 200 13,164 

ILS RWY 18 (S-ILS Minimums) < 1,000 but ≥ 200 15,504 

IMC Closed < 200 2,613 

Source: National Climatic Data Center (NCDC) Hammond Northshore Regional Airport (USAF 722312, WBAN 03908) 2006-2017.  

 

Table 2-13: Prevailing IMC Meteorological Condition Visibility Only 
Meteorological Condition Visibility (Statute Miles) Observations 

RNAV (GPS) RWY 31 (LNAV Minimums)3 < 3 but ≥ 1 3,690 

RNAV (GPS) RWY 36 (LPV Minimums) < 3 but ≥ ¾ 4,429 

RNAV (GPS) RWY 18 (LPV Minimums) < 3 but ≥ ½ 5,630 

ILS RWY 18 (S-ILS Minimums) < 3 but ≥ ½ 5,630 

IMC Closed < ½ 1,400 

Source: National Climatic Data Center (NCDC) Hammond Northshore Regional Airport (USAF 722312, WBAN 03908) 2006-2017. 
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2.13 Environmental Overview 

As a component of the inventory effort, an environmental overview was conducted to identify 
environmental considerations that could affect future airport development at HDC. This 
overview was based on a review of available environmental resource materials and 
databases, which included: 

• Federal Emergency Management Agency (FEMA) National Flood Hazard Layer2  
• National Register of Historic Places (NRHP) database3 
• United States Department of Agriculture, Natural Resources Conservation Service, 

Web Soil Survey4 
• United States Environmental Protection Agency (USEPA) NEPAssist database5 
• United States Fish and Wildlife Service (USFWS) Information for Planning and 

Consultation (IPAC) Protected Species data6 
• USFWS National Wetlands Inventory (NWI)7 
• United States Census American FactFinder database8 

The environmental information was collected based upon the guidelines set forth in FAA 
Order 1050.1F, Environmental Impacts: Policies and Procedures9; FAA Order 5050.4B10, 
National Environmental Policy Act (NEPA) Implementing Instructions for Airport Actions; and 
FAA’s 1050.1F Desk Reference11,  which includes 16 categories of potential areas of impact 
that must be addressed in compliance with NEPA. 

 

 
2 Federal Emergency Management Agency, “National Flood Hazard Layer,” 
https://hazards.fema.gov/gis/nfhl/rest/services, (September 24, 2018). 
3 National Park Service, “NRHP web-based map,” https://www.nps.gov/maps/full.html?mapId=7ad17cc9-
b808-4ff8-a2f9-a99909164466,  (September 27, 2018). 
4 USDA, NRCS “Web Soil Survey,” https://websoilsurvey.sc.egov.usda.gov/App/WebSoilSurvey.aspx, 
(September 27, 2018). 
5 USEPA, “NEPAssist,” https://nepassisttool.epa.gov/nepassist/nepamap.aspx, (September 24, 2018). 
6 USFWS, “IPaC Information for Planning and Consultation” https://ecos.fws.gov/ipac/ (September 27, 2018). 
7 U.S. Fish and Wildlife Service, “NWI Wetlands Mapper,” https://www.fws.gov/wetlands/data/Mapper.html 
May 1, 2018, (September 27, 2018).  
8 U.S. Census Bureau, “American Fact Finder.” https://factfinder.census.gov/faces/nav/jsf/pages/index.xhtml 
(September 19, 2018).  
9 FAA, Order 1050.1F “Environmental Impacts: Policies and Procedures,” 
https://www.faa.gov/regulations_policies/orders_notices/index.cfm/go/document.current/documentNumber/
1050.1, July 16, 2015, (September 19, 2018). 
10 FAA, “Order 5050.4B – National Environmental Policy Act, Implementing Instructions for Airport Actions, 
“https://www.faa.gov/airports/resources/publications/orders/environmental_5050_4/media/5050-
4B_complete.pdf, April 28, 2006 (September 19, 2018). 
11 FAA, 1050.1F Desk Reference, 
https://www.faa.gov/about/office_org/headquarters_offices/apl/environ_policy_guidance/policy/faa_nepa_or
der/desk_ref/, July 2015, (September 19, 2018). 

https://hazards.fema.gov/gis/nfhl/rest/services
https://www.nps.gov/maps/full.html?mapId=7ad17cc9-b808-4ff8-a2f9-a99909164466
https://www.nps.gov/maps/full.html?mapId=7ad17cc9-b808-4ff8-a2f9-a99909164466
https://websoilsurvey.sc.egov.usda.gov/App/WebSoilSurvey.aspx
https://nepassisttool.epa.gov/nepassist/nepamap.aspx
https://ecos.fws.gov/ipac/
https://www.fws.gov/wetlands/data/Mapper.html
https://factfinder.census.gov/faces/nav/jsf/pages/index.xhtml
https://www.faa.gov/regulations_policies/orders_notices/index.cfm/go/document.current/documentNumber/1050.1
https://www.faa.gov/regulations_policies/orders_notices/index.cfm/go/document.current/documentNumber/1050.1
https://www.faa.gov/airports/resources/publications/orders/environmental_5050_4/media/5050-4B_complete.pdf
https://www.faa.gov/airports/resources/publications/orders/environmental_5050_4/media/5050-4B_complete.pdf
https://www.faa.gov/about/office_org/headquarters_offices/apl/environ_policy_guidance/policy/faa_nepa_order/desk_ref/
https://www.faa.gov/about/office_org/headquarters_offices/apl/environ_policy_guidance/policy/faa_nepa_order/desk_ref/
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For the purposes of this overview, only the environmental categories that were deemed 
applicable to HDC were addressed, with the goal of identifying environmental features that 
could affect proposed development projects identified in this Master Plan Update.  Based on 
a review of available resource materials, the following paragraphs identify various criteria 
which should be considered prior to undertaking future development projects. Figure 2-9 
provides an illustration of sensitive environmental features on and surrounding HDC 
property. 

2.13.1 Socioeconomics and Environmental Justice 

The United States Census Bureau, 2012-2016 American Community Survey 5-year 
Estimates data12 were used at the Block Group (BG) level for determining population and 
income characteristics in the vicinity of HDC. A BG is the smallest geographic division that is 
used by the United States Census Bureau to categorize data. The BG that contains HDC and 
five additional BGs that are located closest to HDC were selected for this analysis. 
Table 2-14 provides demographic and economic characteristics of these BGs, as compared 
to the State of Louisiana. 

 

Table 2-14: Select Demographic and Economic Characteristics 

Area 
Characteristic 

Total Population Percent Minority Percent Below Poverty 
Line 

CT 954002 BG 1* 2,981 16 14 

CT 954002 BG 2 1,608 54 23 

CT 954502 BG 1 2,559 25 16 

CT 954502 BG 2 2,281 21 22 

CT 954600 BG 2 1,597 45 20 

Louisiana 4,645,670 37 20 
*BG containing HDC 
Source: U.S. Census Bureau, 2010-2014 American Community Survey 5-year Estimates. 

  

 

 
12 U.S. Census Bureau, “American Fact Finder.” 
https://factfinder.census.gov/faces/nav/jsf/pages/index.xhtml (September 19, 2018). 

https://factfinder.census.gov/faces/nav/jsf/pages/index.xhtml
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BG 2 is located west of HDC.  CT 954502 BG 2 is located south of HDC and CT 954600 BG 
2 is southeast of HDC. Care should be taken during planning of future airport development 
projects to ensure that disproportionate impacts do not occur for the populations within 
these block groups due to effects such as increased noise. 

2.13.2 Hazardous Material Sites 

The Resource Conservation and Recovery Act of 197613 (RCRA), Subtitle C, established the 
federal program to manage hazardous wastes from cradle to grave. Subtitle C contains 
guidance for hazardous waste handling entities regarding generation, transportation, and 
treatment, storage, or disposal of hazardous waste. The USEPA provides state and local 
agencies with information, guidance, policy, and regulations to help regulate community 
waste and to enhance the environmental and economic benefits of source reduction and 
recycling of solid wastes. Notification of USEPA is necessary if treatment, storage or 
disposing of hazardous waste is being conducted at a given facility to receive a USEPA 
Identification Number unless hazardous waste generated at the facility has been exempt. 

The USEPA NEPAssist database14 was used to obtain information regarding potential waste 
and hazardous material sites. According to NEPAssist, a total of 18 facilities that generate 
hazardous waste are located around the perimeter of HDC. Sixteen of these are small 
quantity generators or conditionally exempt small quantity generators. For the remaining two 
facilities, the Louisiana Army National Guard and Top Gun Aviation, Inc., no hazardous waste 
generator classification was listed in the NEPAssist database. According to NEPAssist, no 
listed toxic release sites, Brownfields or Superfund sites, or Toxic Substances Control Act 
sites are located at or in the immediate vicinity of HDC. For planned development at the 
airport that may result in ground disturbance near existing facilities that handle or generate 
hazardous waste it is recommended that a qualified hazardous material assessment firm be 
hired to investigate and determine if remediation is required prior to construction. 

2.13.3 Floodplains 

The 100-year floodplain boundary delineates a flood elevation that has a one percent 
chance of being equaled or exceeded any given year.  Executive Order 13690, “Establishing 
a Federal Flood Risk Management Standard and a Process for Further Soliciting and 
Considering Stakeholder Input15,” and the United States Department of Transportation 
Order 5650.216,” Floodplain Management and Protection, requires that all airport 

 

 
13 42 U.S.C. § 6901, “Resource Conservation and Recovery Act,” https://www.gpo.gov/fdsys/pkg/USCODE-
2017-title42/pdf/USCODE-2017-title42-chap82-subchapI-sec6901.pdf, (September 27, 2018). 
14 USEPA, “NEPAssist,” https://nepassisttool.epa.gov/nepassist/nepamap.aspx, (September 24, 2018). 
15 Federal Register, “Executive Order 13690,” https://www.gpo.gov/fdsys/pkg/FR-2015-02-04/pdf/2015-
02379.pdf January 30, 2015, (September 24, 2018). 
16 FHWA, “Executive Order 5650.2, Floodplain Management and Protection,” 

 http://www.fhwa.dot.gov/engineering/hydraulics/policymemo/order56502.pdf, April 23, 1979 (September 
24, 2018). 

https://www.gpo.gov/fdsys/pkg/USCODE-2017-title42/pdf/USCODE-2017-title42-chap82-subchapI-sec6901.pdf
https://www.gpo.gov/fdsys/pkg/USCODE-2017-title42/pdf/USCODE-2017-title42-chap82-subchapI-sec6901.pdf
https://nepassisttool.epa.gov/nepassist/nepamap.aspx
https://www.gpo.gov/fdsys/pkg/FR-2015-02-04/pdf/2015-02379.pdf
https://www.gpo.gov/fdsys/pkg/FR-2015-02-04/pdf/2015-02379.pdf
http://www.fhwa.dot.gov/engineering/hydraulics/policymemo/order56502.pdf
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development actions must avoid floodplain impacts wherever there is a practicable 
alternative. In addition, the design must minimize the adverse impacts to the floodplain’s 
natural and beneficial values and minimize the likelihood of flood-related risk to human life, 
health, and welfare. 

Review of the most updated FEMA National Flood Hazard Layer17 data showed that most of 
HDC and its current facilities are located within Zone X, which is defined by FEMA Zone 
classification as areas determined to be outside both the 100-year and the 500-year 
floodplain (those areas correspond to 1% and 0.2% annual flood probability, respectively).  
There are small portions of property around the perimeter of HDC that occur within the 100-
year floodplain. These include a linear channelized system that parallels the east side of 
Pride Road on the west side of HDC, continues along the west side of Taxiway A, crosses 
northeast across the approach RPZ for Runway 13, turns east and crosses the approach 
RPZ for Runway 18, continues across vacant forested land northeast of HDC, and turns 
south and follows the east side of North Industrial Park Road on the east side of HDC. A 
second linear channelized area of 100-year floodplains originates south of the HDC 
perimeter fence and continues to the south away from the airfield.  These areas are both 
designated as Zone A which is defined by FEMA Zone classification as areas with a “1% 
annual chance of flooding and a 26% chance of flooding over the life of a 30-year mortgage” 
(no depths or base flood elevations have been analyzed or determined). The 100- year 
floodplain limits are depicted on Figure 2-9.  No 500-year floodplains are mapped in the 
immediate vicinity of HDC. 

2.13.4 Water Quality 

The Federal Water Pollution Control Act, as amended by the Clean Water Act18 provides the 
authority to establish water control standards, control discharges into surface and 
subsurface waters, develop waste treatment management plans and practices, and issue 
permits for discharges and for dredged and filled materials into surface waters. The Fish and 
Wildlife Coordination Act requires consultation with the United States Fish and Wildlife 
Service (USFWS) when any alteration and/or impounding of water resources is expected. 
Section 402 of the Clean Water Act created the Federal National Pollution Discharge 
Elimination System (NPDES) permitting program and provided regulations that govern the 
quality of stormwater discharges into water resources of the United States. In 1996, 
Louisiana became a state delegated to administer NPDES. Under Louisiana Administrative 
Code 33 Chapter IX discharge of pollutants from any point source into waters of the state of 
Louisiana requires a Louisiana Pollutant Discharge Eliminations System (LPDES) permit 
from the Louisiana Department of Environmental Quality.  

 

 
17 Federal Emergency Management Agency, “National Flood Hazard Layer,” 
https://hazards.fema.gov/gis/nfhl/rest/services, (September 24, 2018).  
18 U.S. Environmental Protection Agency, “Clean Water Act,” https://www3.epa.gov/npdes/pubs/cwatxt.txt 
(September 27, 2018). 

https://hazards.fema.gov/gis/nfhl/rest/services
https://www3.epa.gov/npdes/pubs/cwatxt.txt
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HDC’s property is within the Lake Maurepas watershed and is bordered on all sides by 
channelized streams and ditches that are tributaries to Selsers Creek. Selsers Creek drains 
to the south to a large area of wooded swamp within the Joyce Wildlife Management area, 
which borders the north side of Lake Maurepas. Drainage basins are identified by a 
Hydrologic Unit Code (HUC) that is established by the United States Geological Survey. HUC 
codes range from regional (2 digit) to subwatershed (12 digit) code levels. The Selsers Creek 
subwatershed is HUC 080702040501 (Figure 2-9). Activities at HDC will likely require 
NPDES permits, a Stormwater Pollution Prevention Plan, and stormwater management 
systems.  

As part of the Clean Water Act, states are required to record the condition of surface waters 
in accordance with Section 303(d) documentation. The 2016 Louisiana Water Quality 
Integrated Report19 indicates that Selsers Creek is an impaired water. The measured 
parameter that has been reported at impairment levels is total dissolved solids. Elevated 
total dissolve solids can be toxic to aquatic life.  Sources of such impairment can include 
erosion of stream, canal, or ditch banks, particularly when the system has been modified or 
channelized in the past and when the system passes through areas of agricultural land use.   

Louisiana Pollutant Discharge Elimination System (LPDES) Permits for Stormwater 
Discharges associated with Construction Activity are required for development projects that 
are greater than one acre. LPDES Construction Permits mandate sediment and erosion 
control measures prior to, during, and after construction is completed. 

2.13.5 Wetlands and Other Jurisdictional Waters of the United States 

Executive Order 1199020, Protection of Wetlands, mandates that each federal agency take 
action to minimize the destruction, loss, or degradation of wetlands, and preserve and 
enhance their natural values. This Executive Order and the permitting requirements of 
Section 40421 of the Clean Water Act require a permit for impacts to Waters of the United 
States (including wetlands). Permit applications are submitted to the United States Army 
Corps of Engineers and the Louisiana Department of Environmental Quality issues Clean 
Water Act Section 401 water quality certifications.  The State of Louisiana also has a 
separate wetland permitting program, but this permitting program is only applicable to 
development within Louisiana’s Coastal Zone. HDC is located outside of the Coastal Zone 
therefore no additional state wetland permit is required. 

 

 
19 Louisiana Department of Environmental Quality, “Water Quality Integrated Report 305(b)/303(d),” 
http://deq.louisiana.gov/page/water-quality-integrated-report-305b303d, (September 27, 2018). 
20 National Archives, “Executive Orders: Executive Order 11990,” https://www.archives.gov/federal-
register/codification/executive-order/11990.html, (September 27, 2018).  
21 U.S. Environmental Protection Agency, “Section 404 of the Clean Water Act,” https://www.epa.gov/cwa-
404/clean-water-act-section-404 , October 6, 2016 (September 27, 2018). 

http://deq.louisiana.gov/page/water-quality-integrated-report-305b303d
https://www.archives.gov/federal-register/codification/executive-order/11990.html
https://www.archives.gov/federal-register/codification/executive-order/11990.html
https://www.epa.gov/cwa-404/clean-water-act-section-404
https://www.epa.gov/cwa-404/clean-water-act-section-404
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The USFWS National Wetlands Inventory (NWI) Wetland Mapper22 indicates that there are 
no known wetlands on HDC property. The only potentially jurisdictional waters mapped in the 
area of HDC by the NWI are the channelized ditches that surround HDC and drain to Selsers 
Creek. The locations of these waters are shown on Figure 2-9. There remains a possibility 
that other wetlands occur on or adjacent to HDC property that do not appear on the NWI 
mapping. For future development, particularly in areas that have not been previously 
developed, it will be important to evaluate each site for the potential presence of wetlands 
prior to construction. 

2.13.6 Historical, Architectural, Archaeological, and Cultural Resources 

The National Historic Preservation Act of 196623 and the Archaeological and Historic 
Preservation Act of 197424 provide protection against development impacts that would 
impact the historical, architectural, archaeological, or cultural resources. The Louisiana 
Department of Culture, Recreation and Tourism, Office of Cultural Development, Division of 
Historic Preservation is responsible for reviewing projects and determining their effects on 
Louisiana’s cultural resources as outlined within state and federal laws and regulations. The 
National Park Service’s National Register web-based map utility was used to review records 
of NRHP-listed properties that are not considered “sensitive or restricted” (such as 
archaeological sites) near HDC. This review indicated that there are no unrestricted NRHP-
listed cultural, historical, or archaeological resources within or adjacent to HDC property.25 
However because the search does not include sensitive or restricted sites, sites that have 
yet to be discovered, or sites that may be eligible for listing but have not been officially listed 
to-date, this review should only be considered to be preliminary. 

Proposed projects that are in previously undisturbed areas or that may impact buildings that 
are in excess of 50 years of age have the potential to impact cultural resources.  
Coordination with the Division of Historic Preservation should occur to evaluate potential 
effects of such projects prior to construction. 

2.13.7 Prime and Unique Farmlands 

The Farmland Protection Policy Act (FPPA)26 requires federal or federally funded activities to 
minimize effects of federal programs on unnecessary and irreversible conversion of prime, 

 

 
22 U.S. Fish and Wildlife Service, “NWI Wetlands Mapper,” https://www.fws.gov/wetlands/data/Mapper.html 
May 1, 2018, (September 27, 2018). 
23 National Park Service, “National Historic Preservation Act,” https://www.nps.gov/history/local-
law/nhpa1966.htm (September 27, 2018). 
24 National Park Service, “Archaeological and Historic Preservation Act” https://www.nps.gov/history/local-
law/fhpl_archhistpres.pdf, June 27, 1960, (September 27, 2018). 
25 National Park Service, “NRHP web-based map,” https://www.nps.gov/maps/full.html?mapId=7ad17cc9-
b808-4ff8-a2f9-a99909164466,  (September 27, 2018). 
26 Farmland Protection Policy Act 
https://www.nrcs.usda.gov/Internet/FSE_DOCUMENTS/stelprdb1049284.pdf  

https://www.fws.gov/wetlands/data/Mapper.html
https://www.nps.gov/history/local-law/nhpa1966.htm
https://www.nps.gov/history/local-law/nhpa1966.htm
https://www.nps.gov/history/local-law/fhpl_archhistpres.pdf
https://www.nps.gov/history/local-law/fhpl_archhistpres.pdf
https://www.nps.gov/maps/full.html?mapId=7ad17cc9-b808-4ff8-a2f9-a99909164466
https://www.nps.gov/maps/full.html?mapId=7ad17cc9-b808-4ff8-a2f9-a99909164466
https://www.nrcs.usda.gov/Internet/FSE_DOCUMENTS/stelprdb1049284.pdf
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unique, or important farmlands to non-agricultural uses.  The United States Department of 
Agriculture, Natural Resources Conservation Service (NRCS) administers the FPPA and 
issues determinations on whether a site is subject to the FPPA and measures the relative 
value of the farmland if applicable. 

According to the NRCS Web Soil Survey farmland classification data for HDC’s property 
(generated September 27, 2018), soils on HDC property consist primarily of prime farmland 
soils.27  It is important to note that areas mapped as containing prime farmland soils may 
not necessarily qualify as prime farmland under the FPPA in certain cases (e.g. developed or 
disturbed condition, already dedicated to airport use and/or non-agricultural municipal 
zoning).  

2.13.8 Threatened and Endangered Species 

Pursuant to Section 7 of the Endangered Species Act of 1973, as amended, habitats at HDC 
were evaluated with respect to suitability for federal- and state-protected species. A list of 
federally-protected species with potential to occur on or near HDC’s property was generated 
from the USFWS28 IPaC website on September 27, 2018. Additionally, the Louisiana 
Department of Wildlife and Fisheries, Natural Heritage Program list of species for 
Tangipahoa Parish was reviewed.29 Species from the IPaC list and the Natural Heritage list 
were evaluated with respect to habitat requirements and those with potential to occur in the 
habitats on and near HDC are listed in Table 2-15, below. In addition to federally listed 
species, migratory birds of conservation concern may be present at or near HDC. Depending 
on project scope and timing, vegetation clearing may require compliance with USFWS 
guidelines to protect migratory birds under the Migratory Bird Treaty Act.30.  

 

Table 2-15: Potential Federal and State Protected Species in Vicinity of HDC 
Scientific Name Common Name Federal Status State Status 

Picoides borealis Red-cockaded woodpecker Endangered Endangered 

Gopherus Polyphemus Gopher tortoise Threatened Threatened 

Sources: IPaC data generated for HDC property on September 17, 2018 and Louisiana Natural Heritage Program list of species for 
Tangipahoa Parish (accessed September 27, 2018) 

NEPA and permitting requirements associated with the preferred airport development plan 
may be found in Chapter 5 of this report. 

 

 
27 USDA, NRCS “Web Soil Survey,” https://websoilsurvey.sc.egov.usda.gov/App/WebSoilSurvey.aspx, 
(September 27, 2018). 
28 USFWS, “IPaC Information for Planning and Consultation” https://ecos.fws.gov/ipac/ (September 27, 2018). 
29 Louisiana Department of Wildlife and Fisheries, Natural Heritage Program, “Species by Parish List,” 
http://www.wlf.louisiana.gov/wildlife/species-parish-list?tid=264&type_1=All (September 27, 2018) 
30 Federal Register, “Migratory Bird Treaty Act” https://www.fws.gov/migratorybirds/pdf/policies-and-
regulations/MBTAListofBirdsFinalRule.pdf, November 1, 2013, (September 27, 2018). 

https://websoilsurvey.sc.egov.usda.gov/App/WebSoilSurvey.aspx
https://ecos.fws.gov/ipac/
http://www.wlf.louisiana.gov/wildlife/species-parish-list?tid=264&type_1=All
https://www.fws.gov/migratorybirds/pdf/policies-and-regulations/MBTAListofBirdsFinalRule.pdf
https://www.fws.gov/migratorybirds/pdf/policies-and-regulations/MBTAListofBirdsFinalRule.pdf
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3 FORECASTS OF AVIATION ACTIVITY 
The forecast of general aviation aircraft activity and number of locally-based aircraft (based 
aircraft) for the Hammond Northshore Regional Airport (HDC) as presented in this section 
were prepared according to the guidance described in the Federal Aviation Administration 
(FAA) Advisory Circular (AC) 150/5070-6B, Airport Master Plans (Change 2), Chapter 7, 
Aviation Forecasts and the April 2001 GRA, Inc. publication Forecasting Aviation Activity by 
Airport.    

The sections in this chapter describe and discuss the following elements: 

3.1 Forecast Assumptions and Limitations, 
3.2 Base Year and Term of Aviation Forecasts, 
3.3 Forecasting Methodology, 
3.4 Historical Aircraft Operational Activity, 
3.5 Historical HDC Based Aircraft Levels, 
3.6 Forecast of Locally-Based Aircraft, 
3.7 Forecast of Aircraft Operations, 
3.8 Identification and Forecast of Critical Aircraft, and  
3.9 Forecast Summary. 

3.1 Forecast Assumptions and Limitations 

The objective of the aviation activity forecast (the forecast) is to estimate and project future 
levels of local (i.e., HDC-specific) aircraft operational and basing demand that will be 
subsequently compared to various theoretical and facility-specific capacity thresholds and 
airport development triggers. 

The general aviation aircraft operational forecasts presented in the following sections 
assume that the City will continue to make improvements to existing facilities and develop 
needed aviation-related and support facilities as demand dictates throughout the 20-year 
planning period (Calendar Years 2019 through 2038).  These aviation activity forecasts also 
assume that the local, regional, and national economies, that typically influence and foster 
the growth of general aviation activity will continue and be absent of any unforeseen or 
unanticipated major economic downturns that would have a direct influence these aircraft 
operational forecasts. 

Currently, aviation activity at HDC is limited to local and itinerant operations generated by 
general aviation (including CFR Part 135) and military operators.  The airport is not currently 
certificated as a Title 14 CFR Part 139 airport, nor does it have the capability to provide or 
service air carrier operations.  Accordingly, these aircraft operational forecasts do not 
consider or project air carrier activity at HDC within the 20-year planning horizon. 
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3.2 Base Year and Term of Aviation Forecasts 

The 2018 12-month Calendar Year was selected to represent the aviation activity forecast’s 
“Base” year for which a complete record of aviation activity at HDC was available.  All future 
forecasted rates of annualized growth that, for the purpose this Airport Master Plan Update 
(AMPU), are presented as the Average Annual Compound Growth Rate (AACGR) and based 
upon Calendar Year 2019 representing the first year of the 20-year forecasting period.  
Aviation activity forecasts were developed for the five-year Short-term period (2019-2023), 
the next five-year Medium-term (2024-2028), and subsequent ten-year Long-term (2029-
2038) forecast horizons. 

3.3 Forecasting Methodology 

There are several methods and techniques for forecasting aviation activity at general 
aviation airports that are of similar in size and character to HDC. The selection of the 
forecasting methodology primarily depends on the availability of historical aviation activity 
information and data. The availability of aviation activity data at HDC has been historically 
limited due to the lack of systematic record keeping of aircraft operations.  Historical records 
of aircraft operational activity at HDC, however, is now available (albeit limited to the four-
Calendar Year period 2015 to 2018) as currently recorded and on file with the Airport Traffic 
Control Tower (ATCT) management. 

The first step in the forecast methodology included the analysis of the HDC-specific historical 
trends to identify patterns in local aircraft operations and aircraft basing levels.  If these 
patterns indicate volatile trends, significant gaps, or no correlation can be established, a 
typical solution would include the development of estimates annualized growth rates and 
then apply these growth rates to a selected baseline (i.e., Forecast Base Year) of aircraft 
activity and aircraft basing level.   

Additional data and information specific to the FAA’s national forecast of general aviation 
hours flown was carefully reviewed and later utilized as published by the Federal Aviation 
Administration’s (FAA’s) Forecast and Performance Analysis Branch of the Office of Aviation 
Policy and Plans (APO-100) in its (FY 2019–2039) Aerospace Forecasts.  Similar reviews 
were conducted of the projections of future aircraft basing levels for the State of Louisiana 
as published in the Louisiana Department of Transportation and Development’s (LaDOTD)’s 
June 2015 Louisiana Aviation System Plan Technical Report.  Collectively, these and other 
FAA-published informational and data sources collectively served to provide meaningfully 
data and information that was subsequently used to formulate a viable and prudent 
approach to HDC-specific 20-year forecasts of aircraft activity and aircraft basing levels.  

3.4 Historical Aircraft Operational Activity 

Typical to airport master planning forecasts, aircraft operational activity is categorized, 
reported, and projected by classifying aircraft operations as being either “Local” or 
“Itinerant” in nature.   
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An aircraft operation (a takeoff or a landing) is defined as being “Local” if it is conducted: 

• within the local Airport Traffic Pattern,  
• as a simulated instrument approach or low pass, or  
• to or from the airport or a locally-designated flight training practice area within a 

20−mile radius of the ATCT. 

An aircraft operation is defined as being “Itinerant” if it is conducted: 

• either under Visual Flight Rules (VFR), Instrument Flight Rules (IFR), or Special Visual 
Flight Rules (SVFR) 

• when arriving and landing at the airport from outside the 20-mile airport area, or  
• when departing from the airport and leaving the 20-mile airport area. 

Itinerant operations are further classified into the following aircraft categories: 

• Air Carrier (AC) - Aircraft with a seating capacity of more than 60 seats or a maximum 
payload capacity of more than 18,000 pounds carrying passengers or cargo for hire or 
compensation.  Air Carrier activities and related aircraft operations are not currently, 
nor are they anticipated to occur at HDC. 

• Air Taxi (AT) - Aircraft designed to have a maximum seating capacity of 60 seats or less 
or a maximum payload capacity of 18,000 pounds or less, carrying passengers or 
cargo for hire or compensation.  Air Taxi activities typically counted as general aviation 
operations and typically operate to and from the airport under Instrument Flight Rules 
(IFR) Flight Plans. 

• General Aviation (GA) – Aircraft of any weight designated other than those classified 
as Air Carriers, Air Taxis, or Military.  

• Military - All classes of military aircraft takeoffs and landings.   

Historical locally-reported levels of aircraft operations at HDC listed in Table 3-1 are limited 
to only four reporting years (2015 through 2018) and was limited to periods when the ATCT 
was in operation during the hours of 6:00 AM until 8:00 PM local time Monday through 
Friday, and 8:00 until 6:00 PM Saturday and Sunday. 

The relatively low level of aircraft operations reported for the year 2015 was directly 
associated with the temporary partial or full construction-related closure of one or both 
runways related to the repair of the intersection of the two runways.  The decrease in military 
aircraft operations reflects the deployment of the Louisiana Air National Guard (LANG) UH-
60 Black Hawk helicopter fleet to other locations for deployment or training activities during 
that same period.  While the year-over-year growth of all aircraft operations increased at an 
AACGR of just over 12 percent, the largest increase occurred within the Air Taxi segment.  
For that same period, itinerant and local general aviation operations increased while military 
operations declined. 
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Table 3-1: Historical HDC Itinerant and Local Aircraft Operational Activity 

Fiscal 
Year 

Itinerant Local 
Total Air 

Carrier 
Air Taxi General 

Aviation 
Military Total General 

Aviation 
Military Total 

2015 0 788 26,076 2,260 29,124 39,114 3,390 42,504 71,628 

2016 0 1,576 28,870 2,375 32,821 43,305 3,531 46,866 79,687 

2017 0 1,870 29,335 1,798 33,002 44,003 2,697 46,700 79,702 

2018 0 3,412 37,313 1,922 42,647 55,912 2,881 58,793 101,440 

AACGR 0.00% 62.98% 12.69% -5.26% 13.56% 12.65% -5.28% 11.42% 12.30% 

Source: Historical 2015 -2018 aircraft operational activity provided by HDC Airport Traffic Control Tower. 
Note: Estimated Local vs. Itinerant operational split: 60% / 40% respectively.  
Operational split derived by Michael Baker International, Inc., 2019.  

Inspection of the FAA’s Traffic Flow Management System Counts (TFMSC) and interviews of 
the HDC ATCT management provided insight regarding the relative distribution and relative 
operational split between the various categories of aircraft activity at the airport.   

For the three-Calendar Year period 2016 through 2018, approximately 95 percent of the 
itinerant IFR operations were collectively generated by air taxi and general aviation aircraft 
while the remaining 5 percent were generated by military aircraft.  All air taxi operations, 
approximately 8 percent, were assumed to operate to and from the airport under IFR.  For 
the same period, approximately 93 percent of all itinerant VFR operations were generated by 
general aviation aircraft and remaining 7 percent were generated by military aircraft. 

The historical four-Calendar Year number of itinerant aircraft operations at HDC are listed in 
Table 3-2. 

Based upon recent historical operational trends experienced at HDC, it is assumed that the 
presence of an active ATCT has directly influenced and induced increased year-over-year 
rates of aircraft operational growth for the four-Calendar Year reporting period.  The 
relatively high annualized AACGR of air taxi and general aviation aircraft operational activity 
is further assumed to reflect the availability of the ATCT and the flying community’s desire 
and need for such availability and increased level of enhanced services.  Itinerant and local 
military operations are anticipated to continue to occur at HDC throughout the forecast 
period.  Following FAA guidance for civilian airport master planning purposes, military aircraft 
activity at HDC will be carefully considered and quantified for airport facility planning, but will 
be reported as occurring at a constant 2018 Calendar year operational level throughout the 
20-year forecast period. 
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Table 3-2: Historical HDC Itinerant Aircraft Operational Activity 

Fiscal 
Year 

IFR Itinerant VFR Itinerant 
Total 

Air Taxi General 
Aviation Military Total Air Taxi General 

Aviation Military Total 

2015 788 7,489 435 8,713 0 18,982 1,429 20,411 29,124 

2016 1,576 5,728 385 7,688 0 23,373 1,759 25,132 32,821 

2017 1,870 8,073 523 10,466 0 20,959 1,578 22,536 33,002 

2018 3,412 9,437 676 13,525 0 27,876 1,246 29,122 42,647 

AACGR 63.61% 8.02% 15.83% 15.79% 0.00% 13.67% -4.47% 12.58% 13.56% 

Source: Estimates of historical 2015 -2018 aircraft operational activity provided by HDC ATCT and inspection of FAA TFMSC.  
Compound annual growth rate (AACGR) 2015-2018 

3.5 Historical HDC Based Aircraft Levels 

Historical reported levels of based aircraft at HDC are listed in the FAA’s Terminal Area 
Forecast (TAF) for Fiscal Years 2018-2045 and incorporates Airport Owner-provided 
information and data that is also published in HDC’s Airport Master Record, (FAA Form 
5010-1).  It was recognized, however, that past reporting and related accuracy of based 
aircraft at HDC has been inconsistent and may not be truly reflective of actual activity levels 
at HDC.  Table 3-3 presents the TAF-reported number of historically based aircraft levels at 
HDC. 

 

Table 3-3: Historical Based Aircraft 

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Multi-Engine Jet Helicopter Other 

(Military) 

2007 88 20 7 5 20 140 

2008 76 10 6 1 20 113 

2009 72 8 5 0 20 105 

2010 74 8 5 1 0 88 

2011 84 16 13 4 0 117 

2012 88 17 11 4 16 136 

2013 87 18 13 3 20 141 

2014 105 21 21 3 20 170 

2015 111 19 22 3 0 155 

2016 129 24 28 3 20 204 

2017 129 24 28 3 20 204 

AACGR 3.89% 1.84% 14.87% -4.97% 0.00% 3.84% 

Source: FAA APO Terminal Area Forecast (TAF) Detail Report, February 2019  
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Table 3-4 lists the reported HDC-based aircraft by type and will be used to represent the 
“baseline” of based aircraft as part of this Airport Master Plan Update for the 20-year 
forecast. 

 

Table 3-4: Reported 2018 (Base Year) HDC Number of Based Aircraft 

Calendar 
Year 

Aircraft Type 
Total Single-

Engine Jet Multi-Engine Helicopter Military 

2018 125 29 18 2 20 194 

Relative 
Percent by 

Type 
65% 15% 9% 1% 10% 100% 

Source: HDC FAA Form 5010-1, Airport Master Record, January 13, 2019 

3.6 Forecast of Locally-Based Aircraft 

3.6.1 Review of Louisiana Aviation System Plan Forecast of HDC Based Aircraft 

The Louisiana Department of Transportation and Development (LaDOTD) developed the 
2015 Louisiana Aviation System Plan (LASP) for the purpose of guiding the state’s airport 
planning activities.  The Aviation Section of the Louisiana DOTD supports the airport system 
with annual grants and wanted to establish a long-term needs assessment of the airport 
system. The Louisiana Statewide Transportation Plan (LSTP) addresses this question by 
evaluating the Louisiana airport system and identifying areas of improvement that can 
permit the system to operate more effectively.  Additionally, the study quantified the 
economic benefits each system airport provides the state of Louisiana. 

The LASP state-wide forecast of based aircraft was projected using three methodologies: 
top-down, bottom-up, and socioeconomic, which uses three separate demographic trends. 
The top-down growth rate methodology was chosen as the preferred methodology. 

The LASP-reported number (137) of based aircraft at HDC in 2015 was projected to increase 
at a constant AACGR of 0.57 percent throughout the LASP’s 32-year forecast period.  This 
forecast, however, did not provide a based aircraft forecast by aircraft type, nor did the 
forecast hold the 20 “Other” (military) aircraft category constant as required for FAA 
approval.  For comparison purposes only, a disaggregated forecast of based aircraft by type 
was derived using the constant 0.57 AACGR.  The relative distribution of aircraft types for 
the year 2015 was held constant through the 20-year master planning forecast period.   
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Table 3-5 lists the derived LASP - HDC Based Aircraft Forecast. 

 

Table 3-5: LASP - HDC Based Aircraft Forecast 

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Jet Multi-Engine Helicopter Other 

(Military) 

2015 84 13 16 4 20 137 

2018 85 13 16 4 20 138 

2023 88 14 17 4 21 144 

2028 90 14 18 4 21 149 

2033 92 14 18 4 22 150 

2038 96 15 18 5 23 157 

AACGR 0.57% 0.57% 0.57% 0.57% 0.57% 0.56% 

Source:  Louisiana Aviation System Plan 2015 – Table 5-11, 0.57 AACGR 

3.6.2 Review of FAA TAF Forecast of HDC Based Aircraft 

The FAA’s TAF for Fiscal Years 2018-2045 is the FAA’s official forecast of aviation activity for 
US airports.  The TAF is prepared to meet the budget and planning needs of the FAA and 
provide information for use by state and local authorities, the aviation industry, and the 
public.  The TAF contains fiscal year historical and forecast data for enplanements, airport 
operations, Terminal Radar Control (TRACON) operations, and numbers of based aircraft.  
The data includes FAA-towered airports, federal Contract Tower Airports, Terminal Radar 
Approach Control facilities, and non-FAA airports. 

The number of based aircraft for each airport as reported in the TAF are collected by FAA 
inspectors, airport managers, and state aviation officials and reported on FAA Form 5010-1.  
For accounting consistency and reporting purposes, “locally-based aircraft” are aircraft that 
are 1) operational, 2) airworthy, and 3) based at a single airport for a majority of the year.  
The FAA TAF-reported number of based aircraft at HDC varies slightly from what is reported 
by airport management as reflected in FAA Form 5010-1 and previously listed in Table 3-4. 

The HDC-specific TAF forecast for based aircraft at HDC is shown in Table 3-6.   
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Table 3-6: FAA 2017 TAF - HDC Based Aircraft  

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Jet Multi-Engine Helicopter Other 

2018 127 28 19 5 20 199 

2023 127 28 21 5 20 201 

2028 127 28 21 5 20 201 

2033 127 28 21 5 20 201 

2038 127 28 21 5 20 201 

AACGR 0% 0% 0% 0% 0% 0% 

Source: FAA 2019 TAF.  Average Annual Compound Growth Rate (AACGR) 2018-2038 

The FAA’s TAF forecast of based aircraft for HDC reports a constant level of based aircraft 
throughout the HDC’s Master Plan 20-year forecast period, and therefore, does not 
realistically reflect the anticipated increase in the number and type of aircraft that will likely 
choose to base and operate the airport.  This non-growth TAF reporting scheme is common 
and typical to many general aviation airports similar in size and aeronautical role to that of 
HDC.  

For investigative and comparative purposes, a review of the FAA’s TAF forecast of based 
aircraft at Louisiana’s 68 Public-Use airports identified revealed that only three of the seven 
Commercial Service Airports (Alexandria International, Baton Rouge Metropolitan and Louis 
Armstrong New Orleans International) and five of the sixty-one general aviation airports 
(Acadiana Regional, Shreveport Downtown, Houma-Terrebonne, Natchitoches Regional, and 
Abbeville Chris Crusta Memorial) were forecasted within their respective TAF based aircraft 
forecasts to have positive annualized growth rates.  Similar to HDC, all other Louisiana 
airports were reported to have non-changing year-over-year levels of based aircraft through 
the Master Plan’s forecast year 2038.  Although recognizing that the use of and reference to 
the FAA’s aggregate annualized forecasted rates of growth of all Louisiana based aircraft 
would likely be skewed by the fact that 60 of the 68-total number of state airports had static 
based aircraft forecasts, a derivative TAF forecast of based aircraft by type for this Airport 
Master Plan was developed. 

As shown in Table 3-7, the statewide aggregate forecast of based aircraft reflected a 
relatively low annualized rate of growth of less than one percent for all the aircraft types. 

 

 

The remainder of this page is intentionally left blank. 

 

  



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

  
 3-9 

 
 

Table 3-7: FAA 2017 TAF – Louisiana Based Aircraft 

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Jet Multi-Engine Helicopter Other 

2017 1,772 202 341 270 101 2,686 

2022 1,802 209 357 286 101 2,755 

2027 1,840 220 364 304 101 2,829 

2032 1,871 235 372 321 101 2,900 

2037 1,903 250 379 337 101 2,970 

AACGR 0.36% 1.07% 0.53% 1.11% 0.00% 0.50% 

Source: FAA 2019 TAF compiled by Michael Baker International, 2019. Compound Annual Growth Rate (AACGR) 2018-2038 

Inspection of similar TAF forecast of over 24,000 based aircraft based at 459 Public-Use 
airports located in the FAA’s Southwest Region composed of States of New Mexico, 
Oklahoma, Arkansas, Texas, and Louisiana revealed a slightly higher AACGR of 0.85 percent.  
This is similar to the FAA’s Aerospace Forecast 0.80 percent annualized rate of grown of 
general aviation hours flown.  Table 3-8 lists the FAA’s ASW Region TAF Based Aircraft 
Forecast throughout Calendar Year 2033. 

 

Table 3-8: FAA 2017 TAF – FAA ASW Region Based Aircraft Forecast 

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Jet Multi-Engine Helicopter Other 

2017 16,719 2,351 3,097 963 1,050 24,180 

2022 17,307 2,487 3,237 999 1,052 25,082 

2027 18,064 2,668 3,403 1,029 1,053 26,217 

2032 18,871 2,843 3,574 1,053 1,053 27,394 

2037 19,754 3,030 3,745 1,075 1,053 28,657 

AACGR 0.84% 1.28% 0.95% 0.55% 0.01% 0.85% 

Source: FAA 2019 TAF compiled by Michael Baker International, 2019. Compound Annual Growth Rate (AACGR) 2018-2038 

3.6.3 Selected Forecast of HDC Based Aircraft 

Based upon the review of the FAA’s TAF forecast of based aircraft for HDC, the State of 
Louisiana and the FAA’s Southwest Region as a whole, a derivative future based aircraft 
forecast for HDC by aircraft type was derived utilizing the AACGR for the FAA’s Southwest 
Region.  This annualized rate of growth was considered to be reasonable and prudent and 
appeared to be aligned with the City’s past, current, and on-going plans to provide increased 
availability of needed aircraft hangar storage and apron-based aircraft parking facilities at 
HDC in the short-term (0-5 year) and medium-term (6-10 year) forecast periods. 
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Based on this forecast scenario, HDC would likely experience 36 additional locally-based 
aircraft over the 20-year forecast period.  The mix of airplane types is projected to vary 
throughout the 20-year planning period with the largest projected increase in jets.  This 
influx of additional aircraft would indicate that the City would need to develop additional 
aircraft storage hangars and tie-down apron space as demand dictates.  This forecast 
scenario, however, does not reflect sensitivities to aircraft owner preference to local or 
pricing of storage and tie-down facilities that may occur over the same forecast period.   

Table 3-9 lists the derived based aircraft forecast using the AACGR derived from the FAA’s 
Southwest Region Based Aircraft forecast. 

 

Table 3-9: Derived and Selected Based Aircraft Forecast for HDC 

Fiscal Year 
Aircraft Type 

Total Single- 
Engine Jet Multi-Engine Helicopter Other 

(Military) 

2018 125 29 18 2 20 194 

2023 130 31 19 2 20 202 

2028 136 33 20 2 20 211 

2033 142 35 21 2 20 220 

2038 148 37 23 2 20 230 

AACGR 0.84% 1.28% 0.95% 0.55% 0.00% 0.85% 

Source: Michael Baker International, Inc., 2019 

 

 

 

 

 

The remainder of this page is intentionally left blank.  



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

  
 3-11 

 
 

3.7 Forecast of Aircraft Operations 

3.7.1 Review of FAA TAF Forecast of HDC Aircraft Operations  

As shown in Table 3-10, the FAA’s TAF forecast of aircraft activity HDC reports a constant 
level of aircraft operations throughout the HDC’s Master Plan 20-year forecast period.  This 
constant level forecast does not realistically reflect the anticipated increase in the number 
and type of aircraft that will likely choose to operate the airport.   

 

Table 3-10: HDC FAA TAF Forecast of Aircraft Operations Forecast 

Operation Type 
Fiscal Year (FY) Compound Annual Growth Rate 

2018 2023 2028 2033 2038 2023 2028 2033 2038 

Itinerant Air Carrier 0 0 0 0 0 0.00% 0.00% 0.00% 0.00% 

Itinerant Air Taxi 1,500 1,500 1,500 1,500 1,500 0.00% 0.00% 0.00% 0.00% 

Itinerant General Aviation 35,000 35,000 35,000 35,000 35,000 0.00% 0.00% 0.00% 0.00% 

Itinerant Military 20,000 20,000 20,000 20,000 20,000 0.00% 0.00% 0.00% 0.00% 

Total Itinerant 56,500 56,500 56,500 56,500 56,500 0.00% 0.00% 0.00% 0.00% 

Local General Aviation 45,000 45,000 45,000 45,000 45,000 0.00% 0.00% 0.00% 0.00% 

Local Military 0 0 0 0 0 0.00% 0.00% 0.00% 0.00% 

Total Local 45,000 45,000 45,000 45,000 45,000 0.00% 0.00% 0.00% 0.00% 

Total Airport Operations 101,500 101,500 101,50
0 101,500 101,500 0.00% 0.00% 0.00% 0.00% 

Total Based Aircraft 199 201 201 201 201 0.00% 0.00% 0.00% 0.00% 

Source: FAA 2019 TAF. Compound Annual Growth Rate (AACGR) 2018-2038 

Although similar to the FAA’s TAF forecast of aircraft basing levels at HDC, two elements of 
the application of the TAF aircraft operations forecast must be carefully considered: 1) the 
zero year-over-year rate of change (i.e., no increase or decrease) of the number of itinerant 
and local aircraft operations, and 2) the relative percentile mix of aircraft operations by type.   

Recognizing that the use of and reference to the FAA’s HDC-specific forecast of aircraft 
operations was not appropriate, and taking the same approach as was taken for the 
forecast of based aircraft, the FAA’s TAF database was queried to identify the aggregate 
number of TAF-forecasted levels of aircraft operations for the state of Louisiana.  It was 
recognized, however, that the FAA’s forecast would be skewed and affected by the fact that 
60 of the 68 state airports had TAF-projected static forecast of future aircraft operations.   

As shown in Table 3-11, although indicating a positive upwardly increasing number of 
forecast levels of aircraft operations, the statewide TAF forecast reflects a relatively low 
annualized rate of growth of less than one percent of aircraft operations for all the aircraft 
types.  
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Table 3-11: Louisiana FAA TAF Aircraft Operations Forecast 

Operation 
Type 

Fiscal Year (FY) Compound Annual Growth Rate 

2018 2023 2028 2033 2038 2023 2028 2033 2038 

Itinerant Air 
Carrier 144,916 174,595 188,895 204,275 220,340 3.80% 2.69% 2.32% 2.12% 

Itinerant Air 
Taxi 179,073 160,161 166,222 174,681 183,826 -2.21% -074% -0.17% -0.15% 

Itinerant 
General 
Aviation 

527,326 529,331 533,667 538,440 543,726 0.08% 0.12% 0.14% 0.15% 

Itinerant 
Military 74,885 74,885 74,885 74,885 74,885 0.00% 0.00% 0.00% 0.00% 

Total Itinerant 926,200 938,972 963,669 992,281 1,022,777 0.27% 0.40% 0.46% 0.50% 

Local General 
Aviation 816,906 821,789 826,834 832,748 839,716 0.12% 0.12% 0.13% 0.14% 

Local Military 16,786 16,786 16,786 16,786 16,786 0.00% 0.00% 0.00% 0.00% 

Total Local 833,692 838,575 843,620 849,534 856,502 0.12% 0.12% 0.13% 0.14% 

Total Airport 
Operations 1,759,892 1,777,547 1,807,289 1,841,815 1,879,279 0.20% 0.27% 0.30% 0.33% 

Total Based 
Aircraft 2,595 2,675 2,742 2,807 2,873 0.61% 0.55% 0.52% 0.51% 

Source: FAA 2019 TAF compiled by Michael Baker International 2019. Compound Annual Growth Rate (AACGR) 2018-2038 

3.7.2 Review of FAA Aerospace General Aviation Forecast 

The FAA’s annual issuance of its Aerospace Forecast, (Fiscal Years 2019-2039), was 
developed to support its budget and planning needs. The forecasts are developed using 
statistical models to explain and incorporate emerging trends of the different segments of 
the aviation industry including: US airlines (passenger and cargo), general aviation, US 
commercial aircraft fleet, unmanned aircraft systems, commercial space transportation, and 
FAA operations at FAA-staffed ATCT’s, Terminal Radar Approach Control and En-Route 
facilities.  These forecasts were reviewed and considered for possible use in the formulation 
and development of HDC-specific projections of aircraft operational activity.   

The following are key highlights regarding the outlook of the general aviation sector 
presented in that FAA Aerospace Forecast: 

• The long- term outlook for general aviation, driven by turbine aircraft activity, remains 
stable.  

• The largest segment of the fleet, fixed wing piston aircraft, is predicted to shrink over 
the forecast period by 22,350 aircraft (an AACGR -0.8 percent). Unfavorable pilot 
demographics, overall increasing cost of aircraft ownership, coupled with new aircraft 
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deliveries not keeping pace with retirements of the aging fleet are the drivers of the 
decline. 

• Single-engine piston deliveries by US manufacturers were up 8.8 percent, while the 
smaller category of multi-engine piston deliveries went up by 24.2 percent. 

• Business jet deliveries were about the same as the previous year, marginally down by 
0.2 percent. 

• Turboprop deliveries were also slightly down by 0.5 percent. 
• The active general aviation fleet is projected to remain around its current level, with 

the declines in the fixed-wing piston fleet being off-set by increases in the turbine, 
experimental, and light sport fleets. 

• The total active general aviation fleet changes from an estimated 213,050 in 2017 to 
214,090 aircraft by 2038. The total active general aviation fleet is forecast to change 
from an estimated 213,050 in 2017 to 214,090 aircraft by 2038. 

• The more expensive and sophisticated turbine-powered fleet (including rotorcraft) is 
projected to grow by 15,255 aircraft, an average rate of 2.0 percent a year over the 
forecast period, with the turbojet fleet increasing 2.2 percent a year.  The growth in US 
GDP and corporate profits are catalysts for the growth in the turbine fleet. 

• Although the total active general aviation fleet is projected to remain stable, the 
number of general aviation hours flown is forecast to increase an average of 0.82 
percent per year through 2038 from 24.8 million in 2016 to 30.2 million, as the newer 
aircraft fly more hours each year. 

• Fixed wing piston hours are forecast to decrease by 1.0 percent, slightly faster than 
the fleet decline of 0.9 percent. 

• Hours flown by turbine aircraft (including rotorcraft) are forecast to increase 2.4 
percent yearly over the forecast period. Jet aircraft are expected to account for most 
of the increase, with hours flown increasing at an AACGR of 2.7 percent over the 
forecast period. The large increases in jet hours result mainly from the increasing size 
of the business jet fleet, along with estimated increases in utilization rates. 

• Rotorcraft hours are projected to grow by 2.2 percent annually over the forecast period. 

Although the FAA’s Aerospace Forecast does not contain airport-specific data elements, the 
aggregate measures presented as part of that body of work are deemed and considered 
useful in the establishment of Rough Order of Magnitude (ROM) AACGR estimates of 
annualized growth rates that may be used for general aviation activity forecasting purposes.  
Even though the general outlook for the US aviation industry, as a whole, is projected to be 
optimistically favorable, projected future annualized growth rates of the general aviation 
sector remains conservative at best.   

Based upon the review and inspection of the FAA’s Aerospace Forecast, the forecasted 
AACGR for active general aviation hours flown was selected for use as part of this Airport 
Master Plan aviation activity forecast.   

Table 3-12 shows that the active general aviation and air taxi hours flown are expected to 
increase at an AACGR of 0.82%. 
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Table 3-12: FAA Forecast of National General Aviation and Air Taxi Hours Flown 

Fiscal Year Total Operations (in thousands) 

2018 25,679 

2023 26,120 

2028 27,097 

2038 30,206 

AACGR 0.82% 

Source: FAA Aerospace Forecasts, FY 2019-2039 Table 29, Active General Aviation and Air Taxi Hours Flown 
Compiled by Michael Baker International, Inc., 2019 

3.7.3 Review of Louisiana Aviation System Plan 2015 

The Louisiana Aviation System Plan’s forecasts of future aircraft operational growth at HDC 
was based on the national FAA system-wide number if general aviation hours flown as 
projected within the FAA’s FAA Aerospace Forecasts (FY 2012-2032).  The use of general 
aviation aircraft was analyzed by examining the hours flown in eight different categories of 
general aviation use. These categories consisted of numerous businesses uses of general 
aviation’s such as: utility operations as aerial application and aerial observation, air 
transport for medical, air taxi, business, and corporate use, personal (recreational) use, and 
commercial uses as part of flight instruction.   

To develop projections of general aviation aircraft operations for the Louisiana airports, the 
FAA GA hours flown methodology was used. This methodology applies the growth rate of the 
FAA’s national GA hours flown projection to Louisiana’s base-year general aviation 
operations and extends it through the end of the planning period. This methodology 
assumes that general aviation operations are directly correlated to the number of hours 
flown and that if the average hours flown per operation remains constant, operations must 
increase if hours flown are projected to increase. 

This rate of growth is then applied to each of the LASP airport’s number of general aviation 
operations starting from the System Plan’s Base Year (2011) through the year 2043.  Using 
this forecast methodology, future general aviation operational levels at each of the LASP 
airports are directly correlated with the FAA’s projections of national general aviation hours 
flown.    
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As shown in Table 3-13, the LASP forecast of aircraft operations at HDC increase annually at 
an AACGR of 1.7 percent through the LASP future forecast year 2043. 

 

Table 3-13: LASP (FAA Aerospace Hours Flown) HDC Aircraft Operations Forecast 

Fiscal Year Total Operations 

2011 64,850 

2018 72,972 

2023 79,389 

2033 93,966 

2043 111,219 

AACGR 1.70% 

Source: Louisiana Aviation System Plan, 2015, Table 5-17 and based on FAA Aerospace Forecasts, FY 2012-2032.  

3.7.4 Review of the FAA Aerospace General Aviation Activity Forecast 

The FAA’s current (FY 2019-2039) Aerospace Forecast describes the long-term outlook for 
general aviation as stable to optimistic, as growth at the high-end offsets continuing 
retirements at the traditional low end of the segment.  The active general aviation fleet is 
forecast to remain relatively level through the 20-year forecast period. While steady growth 
in both Gross Domestic Product (GDP) and corporate profits results in continued growth of 
the turbine and rotorcraft general aviation aircraft fleets, the largest segment of the fleet’s 
fixed wing piston aircraft continues to shrink over the forecast period.   

A comparison between the FAA’s FY 2019-2039 projected growth in the national number of 
general aviation hours flown has, when compared to the previous FY 2012-2032 forecast 
decreased to 0.82 percent per year through the year 2039.  Although remaining positive and 
influenced by the projected growth in turbine, rotorcraft, and experimental hours coupled 
with the decline in fixed wing piston hours, this projected annualized national general 
aviation hours flown rate is approximately one-half of what was used as part of the LASP 
Base Year 2011 forecasting assumptions of 1.7 AACGR for the national number of general 
aviation hours flown. 
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Table 3-14 shows the derived forecast of aircraft operations at HDC using the same 
correlation with the national general aviation hour flown forecast, but using the current FAA 
Aerospace Forecast annualized rate of 0.82 percent through the AMPU future forecast year 
2038. 

 

Table 3-14: Derived HDC Aircraft Operations Forecast (National GA Hours Flown) 

Fiscal 
Year 

Itinerant Local 
Total Air 

Carrier Air Taxi General 
Aviation Military Total Civil Military Total 

2018 0 3,412 37,313 1,922 42,647 55,912 2,881 58,793 101,440 

2023 0 3,550 38,864 1,922 44,336 58,238 2,881 61,119 105,455 

2028 0 3,694 40,480 1,922 46,096 60,661 2,881 63,542 109,638 

2033 0 3,844 42,163 1,922 47,929 63,185 2,881 66,066 113,995 

2038 0 4,000 43,916 1,922 49,838 65,815 2,881 68,696 118,534 

AACGR 0.00% 0.82% 0.82% 0.00% 0.78% 0.82% 0.00% 0.78% 0.78% 

Source: FAA 2019-2039 FY Aerospace Forecast, Total GA and Air Taxi Hours Flown, Table 29 AACGR using ATCT-reported 2018 Base Year 
aircraft operational total.  Forecast does not include military operations growth. 
Forecast of aircraft operations projected by Michael Baker International, Inc., 2019 

3.7.5 Selected HDC Aircraft Operations Forecast 

The general aviation aircraft activity forecast as developed for this AMPU was based upon 
the review of similar aviation activity forecasts as developed by the FAA and the state of 
Louisiana, use of professional judgment and the knowledge of the local aviation community 
and that of the City’s intent to further enhance and develop the level of services offered at 
HDC. 

The preferred scenario assumes the following: 

• Reasonable, but slightly accelerated year-over-year aircraft activity (operations) growth 
when compared to historical aviation activity, 

• Use of the FAA annual forecasts of National GA Hours Flown (i.e., constant annualize 
growth at 0.82 percent over 20-years),  

• Continued favorable local economic growth and stable political environment, 
• Continued improvements to existing airport facilities and services, as well as the 

planned and ongoing development of new facilities throughout the 20-year forecast 
period,  

• Continued increased growth air taxi activity associated with the presence of the ATCT,  
• Planned improvements to the airport to increase its attractiveness to aircraft 

operators, 
• Continuation (or increase) of flight training activity, and 
• Increased itinerant and training operations from flight schools located at other airports. 
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Table 3-15 summarizes the results of the forecast analysis for the 5, 10, and 20-year 
planning horizons.  It should be noted that the forecast of military aircraft operations was 
held constant throughout the 20-year forecast period and, therefore, served to dilute or 
slightly lower the overall projected annualized rate of growth for all aircraft operations (e.g., 
0.78 percent for all operations versus 0.82 percent for general aviation operations alone.) 

 

Table 3-15: Selected HDC Aircraft Operations Forecast  

Fiscal 
Year 

Itinerant Local 
Total Air 

Carrier Air Taxi General 
Aviation Military Total Civil Military Total 

2018 0 3,412 37,313 1,922 42,647 55,912 2,881 58,793 101,440 

2023 0 3,550 38,864 1,922 44,336 58,238 2,881 61,119 105,455 

2028 0 3,694 40,480 1,922 46,096 60,661 2,881 63,542 109,638 

2033 0 3,844 42,163 1,922 47,929 63,185 2,881 66,066 113,995 

2038 0 4,000 43,916 1,922 49,838 65,815 2,881 68,696 118,534 

AACGR 0.00% 0.82% 0.82% 0.00% 0.78% 0.82% 0.00% 0.78% 0.78% 

Source: FAA 2019-2039 FY Aerospace Forecast, Total GA and Air Taxi Hours Flown, Table 29 AACGR using ATCT-reported 2018 Base Year 
aircraft operational total.  Forecast does not include military operations growth. 
Forecast of aircraft operations projected by Michael Baker International, Inc., 2019 

For airport master planning and facility planning purposes, it was assumed that the relative 
percentile mix of aircraft operations would change throughout the 20-year forecast period.  
These changes would most likely occur as the level and quality of Fixed Base Operator (FBO) 
services offered continue to be enhanced with increased hours of Airport Traffic Control 
Tower availability.  The general aviation aircraft operational fleet will likely evolve with 
increases in the relative percentile share of larger turboprops and cabin-class jets.  It is 
further envisioned that the overall number and relative share of smallest light single-engine 
aircraft will decrease.  
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Tables 3-16 and 3-17 list the assumed relative percentile distribution of aircraft operations 
by type and resultant number of operations by type respectively.   

 

Table 3-16: Percentile Distribution of HDC Aircraft Operations by Type 

Fiscal Year Single-
Engine Multi-Engine Turboprop Jet Rotor Total 

2018 91% 5% 1% 2% 1% 100% 

2023 88% 6% 2% 3% 1% 100% 

2028 86% 7% 3% 3% 1% 100% 

2033 81% 8% 6% 4% 1% 100% 

2038 74% 10% 10% 5% 1% 100% 

Source: Michael Baker International, Inc., 2019.  

 

Table 3-17: Aircraft Operations by Type Forecast 

Fiscal Year Single-
Engine 

Multi-
Engine Turboprop Jet Civil Rotor Military 

Rotor Total 

2018 89,689 4,928 986 1,971 986 2,881 101,440 

2023 90,265 6,154 2,051 3,077 1,026 2,881 105,455 

2028 91,811 7,473 3,203 3,203 1,068 2,881 109,638 

2033 90,002 8,889 6,667 4,445 1,111 2,881 113,995 

2038 85,583 11,565 11,565 5,783 1,157 2,881 118,534 

AACGR -0.23% 4.36% 13.10% 5.53% 0.80% 0.00% 0.78% 

Source: Michael Baker International, Inc., 2019. Compound Annual Growth Rate (AACGR) 0.82% 2018-2039. 

3.7.6 Instrument vs. Visual Operations Forecast 

Itinerant aircraft operations are further classified into IFR and VFR. Table 3-18 shows the 
distribution of the IFR and VFR itinerant operations across the three categories of 
operations. Instrument operations include arrivals and departures conducted under IFR or 
Special VFR (SVFR) operating rules. The preferred forecast assumes that the distribution of 
instrument operations will remain constant across the aircraft operations categories (air taxi, 
general aviation, and military). The instrument operations forecast is relevant for future 
development decisions regarding NAVAIDS and instrument procedures for HDC. 
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Table 3-18: Instrument vs. Visual Itinerant Operations Forecast 

Fiscal 
Year 

IFR Itinerant VFR Itinerant 
Total 

Air Taxi General 
Aviation Military Total Air Taxi General 

Aviation Military Total 

2018 3,412 9,437 676 13,525 0 27,876 1,246 29,122 42,647 

2023 3,554 9,830 676 14,061 0 29,029 1,246 30,275 44,336 

2028 3,702 10,240 676 14,619 0 30,231 1,246 31,477 46,096 

2033 3,857 10,667 676 15,200 0 31,483 1,246 32,729 47,929 

2038 4,018 11,112 676 15,806 0 32,786 1,246 34,032 49,838 

AACGR 0.82% 0.82% 0.00% 0.78% 0.00% 0.81% 0.00% 0.78% 0.78% 

Source: Michael Baker International, Inc., 2019. Compound Annual Growth Rate (AACGR) 2018-2039. 

3.7.7  Peak Activity Forecasts 

For airport facilities such as itinerant aircraft parking aprons, terminal apron space and fuel 
storage, forecasts of total annual aircraft operations alone do not provide the needed ability 
to measure peak activity levels of aircraft operations that occur at the airport from time-to-
time.  Therefore, peak aircraft activity forecasts were developed to better assess the size 
and timing of needed development for those types of facilities.  

Typical to airport master planning peak aircraft and average peak hour passenger activity 
forecasts, the following peak periods were assessed: 

• Average Peak Month (APM) 

The level of aircraft operations that typically occur during the Average Peak Month (APM) 
was assumed to representing 10 percent of the total annual number of aircraft 
operations. 

• Average Day Peak Month (ADPM) 

The level of aircraft operations that typically occur during the Average Day Peak Month 
(ADPM) was estimated by dividing the peak month’s aircraft activity by the total number 
of days in that month (assumed to be 30 days).  

• Average Day Peak Hour (ADPH) 

The level of aircraft operations that typically occur during the Average Day Peak Hour 
(ADPH) was assumed to represent 10 percent of the ADPM.  It was further assumed that 
25 percent of all Peak Hour operations were generated by Itinerant aircraft. 

• Average Peak Hour Passengers 

The number of Average Peak Hour Passengers was estimated assuming an average of 
2.5 passengers per average peak hour itinerant operation. 

Table 3-19 summarizes the peak aviation activity forecasts. 
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Table 3-19: Peak Activity Forecasts 

Year Total 
Average Peak Average Peak Hour 

Month Day Hour Itinerant Local Total 

2018 101,440 10,144 338 34 9 25 23 

2023 105,455 10,546 352 35 9 26 23 

2028 109,638 10,964 365 37 10 27 25 

2033 113,995 11,400 380 38 10 28 25 

2038 118,534 11,853 395 40 10 30 25 

AACGR 0.78% 0.78% 0.78% 0.82% 0.53% 0.92% 0.42% 

Source: Michael Baker International, Inc., 2019. Compound Annual Growth Rate (AACGR) 2018--2038 

3.8 Identification and Forecast of HDC Critical Aircraft 

When determining the suitability, functional use or capability of runway, taxiway, and aircraft 
movement areas the Airport Master Plan identifies one or more aircraft called the Critical 
Aircraft”, “Design Aircraft” or “Critical Design Aircraft”, all of which are often are 
synonymous, having the most demanding operational or physical design characteristics that 
are used to identify, assess, and document the inherent capabilities of the runway, taxiway 
and apron movement areas.   

As specified in FAA’s AC 150/5300-13A, Change 1, Airport Design, the Critical Aircraft for 
the purposes of airport geometric design should reflect a “composite” aircraft representing a 
collection of aircraft described by three parameters: Aircraft Approach Category (AAC) for 
aircraft approach speed, Airplane Design Group (ADG) for wingspan and/or tail height, and 
Taxiway Design Group (TDG) for aircraft-specific wheel base width and main gear location.   

Within the context of airport airfield and facility planning, the term “substantial use” is 
recommended by the FAA’s Advisory Circular 150/5000-17, Critical Aircraft and Regular Use 
Determination as part of the identification and consideration of either a single aircraft, or a 
“family of aircraft” having similar operational and/or physical design characteristics.  The 
term “regular use” is used as part of airport planning discussions establishes a planning 
activity threshold of 500 annual operations for the identification of a Critical Aircraft.  These 
aircraft activities include both itinerant and local operations, but exclude touch-and-go 
operations.  An operation is either a takeoff or landing.   

The identification and determination of the HDC AMPU Base Year (Calendar Year 2018) 
Critical Aircraft was accomplished using the FAA’s Traffic Flow Management System Counts 
(TFMSC) reporting system.  The TFMSC reports aircraft operational activity either to or from 
HDC as conducted under Instrument Flight Rules (IFR) only and therefore, does not report 
aircraft operations to or from the airport conducted under Visual Flight Rules (VFR). 
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The TFMSC provided information on aircraft traffic counts by:   

• User Class (general aviation or military), 
• Weight  Class (small, medium, or large equipment), 
• Physical Class (piston, turbine, or jet), 
• Aircraft (make and model), 
• Aircraft Approach Category (A, B, C, or D), 
• Airplane Design Group (I, II, or III), 
• Taxiway Design Group (1A, 1B, 2, or 3), and 
• Operations (landing or a takeoff). 

Through the review and use of the TFMSC aircraft operational data, it was recognized that 
most, if not all of the larger general aviation turboprop and jet fixed-wing aircraft having the 
highest airplane approach speed and widest wingspan operated to and from HDC under IFR 
and were, therefore, included in the TFMSC data for the 2018 Base Year.  It was further 
recognized that the TFMSC data likely included and reported all operations by the 
demanding critical aircraft when the HDC ATCT is not operational.  Accordingly, the TFMSC-
recorded number of larger turboprop and jet aircraft operations were utilized to identify and 
forecast the Critical Aircraft for the Forecast Base Year 2018 and beyond.  Looking forward, 
the relative percentage of turboprop and jet aircraft were projected to progressively increase 
to represent a larger proportion of the overall mix of aircraft throughout the 20-year forecast 
period.   

These projected relative changes in Aircraft Approach Category and Airplane Design Group 
for all fixed wing aircraft operations throughout the 20-year forecast are shown in 
Tables 3-20 and 3-21.  

 

Table 3-20: Forecast Percentile Distribution of Civilian / Military Turboprops and Jets 
Year Class A B C D Total I II III Total 

2018 Civil / 
Military 69.99% 29.65% 0.36% 0.04% 100% 79.45% 19.70% 0.85% 100% 

2023 Civil / 
Military 71.94% 27.75% 0.31% 0.03% 100% 78.73% 20.41% 0.86% 100% 

2028 Civil / 
Military 71.13% 28.49% 0.33% 0.04% 100% 78.10% 21.03% 0.87% 100% 

2033 Civil / 
Military 70.39% 29.22% 0.35% 0.04% 100% 77.45% 21.66% 0.89% 100% 

2038 Civil / 
Military 69.84% 29.74% 0.38% 0.04% 100% 75.05% 24.05% 0.90% 100% 

Source: FAA’s Traffic Flow Management System Counts (TFMSC) Calendar Year 2018 and compiled by Michael Baker International, Inc., 2019. 
Note: Data limited to filed Flight Plan to and from HDC only. 
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Table 3-21: Resultant Forecast of Civilian / Military Turboprop and Jet Operations 

Year Class 
Aircraft Approach Category Airplane Design Group 

Total 
A B C D Total I II III 

2018 Civil / 
Military 68,981 29,184 356 38 98,559 78,312 19,412 835 98,559 

2023 Civil / 
Military 73,756 28,461 320 36 102,574 80,757 20,936 881 102,574 

2028 Civil / 
Military 75,943 30,415 357 43 106,757 83,376 22,450 931 106,757 

2033 Civil / 
Military 78,211 32,459 394 50 111,114 86,063 24,067 984 111,114 

2038 Civil / 
Military 80,775 34,387 439 51 115,653 86,810 27,802 1,041 115,653 

Source: FAA’s Traffic Flow Management System Counts (TFMSC) Calendar Year 2018 and compiled by Michael Baker International, Inc., 2019. 
Note: Data limited to filed Flight Plan to and from HDC only. 

 

Recognizing that the planning of runways, taxiways, aprons, and storage hangar facilities are 
based primarily on the most demanding aircraft, a further disaggregation of projected 
turboprop and jet aircraft operations are similarly shown in Tables 3-22 and 3-23.   

 

Table 3-22: Distribution of Turboprop and Jet Aircraft by AAC and ADG 

Year Class 
Aircraft Approach Category 

Total 
Airplane Design Group 

Total 
A B C D  II III 

2018 
Civil 49% 45% 5% 1% 100% 52% 47% 1% 100% 

Military 52% 47% 1% 0% 100% 44% 13% 43% 100% 

2023 
Civil 34% 58% 7% 1% 100% 50% 48% 2% 100% 

Military 52% 47% 1% 0% 100% 44% 13% 43% 100% 

2028 
Civil 48% 60% 7% 1% 100% 48% 49% 3% 100% 

Military 52% 47% 1% 0% 100% 44% 13% 43% 100% 

2033 
Civil 30% 61% 8% 1% 100% 46% 50% 4% 100% 

Military 52% 47% 1% 0% 100% 44% 13% 43% 100% 

2038 
Civil 28% 62% 8% 1% 100% 40% 55% 5% 100% 

Military 52% 47% 1% 0% 100% 44% 13% 43% 100% 

Source: FAA’s Traffic Flow Management System Counts (TFMSC) Calendar Year 2018 compiled by Michael Baker International, Inc., 2019. 
Note: Data limited to filed Flight Plan to and from HDC only.  
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Table 3-23: Resultant Forecast of Turboprop and Jet Aircraft Operation by AAC and ADG 

Year Class 
Aircraft Approach Category 

Total 
Airplane Design Group 

Total 
A B C D I II III 

2018 

Civil 1,242 2,607 334 38 4,221 2,206 1,973 42 4,221 

Military 1,002 898 22 0 1,922 405 118 397 920 

Total 2,244 3,505 356 38 6,143 2,611 2,091 439 5,141 

2023 

Civil  1,493  2,568 299 36 4,396 2,198 2,110 88 4,396 

Military 1,002 898 22 0 1,922 405 118 397 920 

Total 2,495 3,466 321 36 6,318 2,603 2,228 485 5,316 

2028 

Civil  1,461 2,739 335  43 4,578 2,197 2,243 138 4,578 

Military 1,002 898 22 0 1,922 405 118 397 920 

Total 2,463 3,637 357 43 6,500 2,602 2,361 535 5,498 

2033 

Civil  1,428 2,918 372 50 4,768 2,193 2,384 191 4,768 

Military 1,002 898 22 0 1,922 405 118 397 920 

Total 2,430 3,816 394 50 6,690 2,598 2,502 588 5,688 

2038 

Civil  1,413  3,083  417 51 4,965 1,986 2,731 248 4,965 

Military 1,002 898 22 0 1,922 405 118 397 920 

Total 2,415 3,981 439 51 6,887 2,391 2,849 645 5,885 

Source: FAA’s Traffic Flow Management System Counts (TFMSC) Calendar Year 2018 compiled by Michael Baker International, Inc., 2019. 
Note: Data limited to filed Flight Plan to and From HDC only.  

Also recognizing the aircraft activity generated at HDC include both itinerant and local 
civilian general and military operations, and based solely upon the relative number of these 
combined forecasted types aircraft operations, the modification and upgrade of existing and 
planned future airfield pavements and aircraft apron movement areas should conform to 
meet or exceed Aircraft Approach Category B and Airplane Design Group III airport design 
standards through the forecast planning year 2033 and Aircraft Approach Category C and 
Airplane Design Group III after that as shown in Table 3-24. 

Table 3-24: Critical Design Aircraft Forecast 
 2018 2023 2028 2033 2038 

Aircraft Approach Category (AAC) B B B B C 

Airplane Design Group (ADG) III III III III III 

Taxiway Design Group (TDG) 3 3 3 3 3 

Existing Critical Design Aircraft B-III Bombardier DHC8-200 / 300  

Future Critical Design Aircraft C/D III Gulfstream V SP/ G5650 ER 

Source: Michael Baker International, Inc., 2019 
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Examples of general aviation jets having B-III airport design characteristics include, but are 
not limited to:  

• C750 - Cessna Citation X  
• DH8B - Bombardier DHC8-200 
• DH8C - Dash 8/DHC8-300 
• FA7X - Dassault Falcon F7X 
• GLF5 - Gulfstream V/G500 

Examples of military jets having B-III airport design characteristics include, but are not limited 
to: 

• C750 - Cessna Citation X 
• CN35 - CASA CN-235 
• DH8B - Bombardier DHC8-200 
• DH8C - Dash 8/DHC8-300 

3.9 Forecast Summary 

Table 3-25 summarizes the forecast of aviation activity and based aircraft and compares the 
results to the FAA TAF year 2017. The differences between the preferred forecast and the 
TAF are primarily due to changes in conditions that occurred between FY 2013 and 
FY 2016, as well as the baselines used by the FAA.  According to FAA guidance “Review and 
Approval of Aviation Forecasts (June 2008),” FAA headquarters review of the forecast is not 
required when the five- and ten-year forecasts do not exceed 200 based aircraft or 200,000 
total annual operations, and the related development is not expected to require an 
Environmental Impact Statement (EIS) and/or a Benefit Cost Analysis (BCA). 
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Table 3-25: Forecast Summary 

Aviation Activity 
Base Year Base+1 yr. Base+5 yr. Base+10 yr. Base+15 yr. Base+20 yr. Average Annual Compound Growth Rate (AACGR) 

2018 2019 2023 2028 2033 2038 2018-2019 2018-2023 2018-2028 2018-2033 2018-2038 
Itinerant and Local Operations 
Itinerant Operations 42,647 42,981 44,336 46,096 47,929 49,838 0.78% 0.78% 0.78% 0.78% 0.78% 
Itinerant % 42% 42% 42% 42% 42% 42%      
Local Operations 58,793 59,252 61,119 63,542 66,066 68,696 0.78% 0.78% 0.78% 0.78% 0.78% 
Local % 58% 58% 58% 58% 58% 58%      
Total Operations 101,440 102,233 105,455 109,638 113,995 118,534 0.78% 0.78% 0.78% 0.78% 0.78% 
2018 TAF Operations 76,850 76,850 76,850 76,850 76,850 76,850 0.00% 0.00% 0.00% 0.00% 0.00% 
Percent Difference from HDC TAF 32% 33% 37% 43% 48% 54%      
IFR Operations 
IFR Operations 13,525 13,630 14,061 14,619 15,200 15,806 0.78% 0.78% 0.78% 0.78% 0.78% 
IFR % 13.3% 13.3% 13.3% 13.3% 13.3% 13.3% 0.00% 0.00% 0.00% 0.00% 0.00% 
Peak Operations 
Average Peak Month (APM) 10,144 10,223 10,546 10,964 11,400 11,853 0.78% 0.78% 0.78% 0.78% 0.78% 
Average Day Peak Month (ADPM) 338 341 352 365 380 395 0.82% 0.82% 0.77% 0.78% 0.78% 
Itinerant Peak Hour 34 34 35 37 38 40 0.58% 0.58% 0.85% 0.74% 0.82% 
Local Peak Hour 25 25 26 27 28 30 0.78% 0.78% 0.77% 0.76% 0.92% 
Based Aircraft 
Single-Engine Piston 125 126 130 136 142 148 0.80% 0.79% 0.85% 0.85% 0.84% 
Multi-Engine Piston 18 18 19 20 21 23 0.00% 1.09% 1.06% 1.03% 1.23% 
Jet 29 29 31 33 35 37 0.00% 1.34% 1.30% 1.26% 1.23% 
Helicopter 2 2 2 2 2 2 0.00% 0.00% 0.00% 0.00% 0.00% 
Other 20 20 20 20 20 20 0.00% 0.00% 0.00% 0.00% 0.00% 
Total Based Aircraft 194 196 202 211 220 230 1.03% 0.81% 0.84% 0.84% 0.85% 
2018 HDC TAF Based Aircraft 201 201 201 201 201 201 0.00% 0.00% 0.00% 0.00% 0.00% 
Difference from TAF 3.48% 2.49% 0.00% 4.98% 9.50% 13.93%      
Operational Factors 
Total Ops Per Based Aircraft 523 522 522 519 518 517 -0.19% -0.04% -0.08% -0.06% -0.06% 
Local Ops Per Based Aircraft 303 302 303 301 300 287 -0.33% 0.00% -0.07% -0.07% -0.27% 
 
Critical Aircraft (RDC/TDG) B-III TDG 3      
Critical Aircraft Make and Model Bombardier DHC 8-200/300      
Source: Michael Baker International, Inc., 2019.  
Note: Numbers may not add correctly due to rounding. 
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4 AIRPORT CAPACITY ASSESSMENT AND 
IDENTIFICATION OF FACILITY NEEDS  

4.1 Introduction 

The purpose of the airport capacity assessment and identification of facility needs is to 
evaluate the two-runway airfield system and supporting landside facilities to accommodate 
existing and future projected aviation activity at Hammond Northshore Regional Airport 
(HDC). 

The airport capacity assessment serves to identify annual service volume and hourly 
capacity, as well as aircraft operational delay for future airport operations planning. Airfield 
design standards will also be reviewed to identify current design standards and future 
needs. Facility requirements for current and future aviation demand will also be evaluated.   

4.2 Quantification of Airfield Capacity 

4.2.1 Approach and Methodology 

Airfield capacity analysis provides a numerical metric measure of the airfield’s ability to 
accommodate the safe and efficient movement of aircraft activities. The capacity of the 
airfield is primarily affected by several factors that include the physical layout of the airfield, 
local prevailing meteorological conditions, aircraft fleet mix, runway utilization rates, percent 
of aircraft arrivals to each runway, relative level of aircraft touch-and-go activity on one or 
more of an airport’s runways, and the location of exit taxiways relative to the approach end 
of the runway. An airport’s airfield capacity is expressed in terms of Annual Service Volume 
(ASV) and represents a reasonable estimate of the maximum level of aircraft operations that 
can be accommodated in a year without induced aircraft operational delay.  

4.2.2 Annual Service Volume and Hourly Capacity 

The ability of the airport’s runway system to accommodate existing and future levels of 
operational demand was determined by using the published FAA guidelines detailed in FAA 
AC 150/5060-5, Airport Capacity and Delay. The aircraft fleet mix for HDC during Base year 
2018 was determined using based aircraft information provided by the FAA’s Traffic Flow 
Management System Counts (TFMSC) data from January to December 2018. Based on the 
data, it is estimated that approximately 98 percent of all aircraft operating at HDC have 
maximum certified gross takeoff weights of 12,500 pounds or less representing Aircraft 
Classes A and Class B, while the remaining 2 percent have maximum certified gross takeoff 
weights of ranging from 12,500 to 300,000 pounds having an Aircraft Class of C. 

The FAA’s handbook methodology uses the term “Mix Index” to describe an airport’s fleet 
mix. The FAA defines the Mix Index as the percentage of Class C operations plus three times 
the percentage of Class D operations. By applying this calculation to the fleet mix 
percentages for the Airport, a Mix Index of 2.00 percent is obtained per the following 
equation: 

Class C Operations (2.00%) + (3 * Class D Operations (0.00%)) = Mix Index (2.00%) 
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The Annual Service Volume (ASV) is a reasonable estimate of an airport’s annual capacity. 
ASV takes into consideration differences in runway use, aircraft mix, weather conditions, and 
other factors that would be encountered over a year. For HDC, the ASV is 230,000 
operations per year. HDC has an hourly capacity of 98 VFR operations per hour and 59 IFR 
operations per hour.  

4.2.3 Aircraft Operational Delay 

Aircraft operational delay is the difference in time between a constrained and an 
unconstrained aircraft operation. As the level of aircraft operations increase as a relative 
proportion of the calculated ASV value, aircraft operational delay increases at an increasing 
rate.  The level of aircraft operations at HDC for the year 2018 represented approximately 
44 percent of the calculated ASV, (101,440/230,000) thus indicating virtually no 
associated aircraft operational delay. At the end of the 20-year forecasting period (2038), 
this relative percentage increases to approximately 51.53 percent, (118,534/230,000) 
continuing to reflect little or no associated aircraft operational delay. 

4.2.4 Findings 

The aircraft operations forecast for HDC indicates that projected aircraft operations 
(118,534 operations annually in 2038) through the 20-year planning period are not 
expected to exceed the ASV (230,000 operations annually). The capacity of the airfield 
system will not be exceeded and will be able to fully satisfy existing and projected future 
aircraft operational demand for the forecast period without induced adverse effects to 
aircraft operations and associated aircraft operational delay.  

4.3 Runway Orientation and Wind Coverage 

4.3.1 Required Wind Coverage 

A key meteorological factor is wind direction and speed. Ideally, runways should be aligned 
with the prevailing wind to reduce the effects of crosswinds on landing aircraft, especially for 
small aircraft. A tailwind is not a favorable condition for take-off and landing. A wind analysis 
is to ensure that the runway is properly oriented to suit both Visual Meteorological 
Conditions (VMC) and Instrument Meteorological Conditions (IMC). 

4.3.2 Findings 

As previously explained in Section 2.13, Runway Orientation and Wind Coverage, the current 
two runway system at HDC exceeds FAA guidelines for wind coverage, which requires at 
least 95 percent wind coverage. Additional runways are not required for the purpose of wind 
coverage.  

4.4 Airfield Design Standards 

The following sections describe the fundamental airfield design standards for safe, efficient, 
and economic aircraft operations. Airfield design standards are determined by a careful 
analysis of the aircraft characteristics for which the airfield will be designed.  
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4.4.1 Aircraft Approach Category 

The Aircraft Approach Category (AAC) as specified in 14 CFR Part 97, §97.3, Symbols and 
Terms Used in Procedures, represents a grouping of aircraft based on a reference landing 
speed (VREF), if specified, or if VREF is not specified, 1.3 times stall speed (VSO) at the 
maximum certificated landing weight. VREF, VSO, and the maximum certificated landing weight 
are those values as established for the aircraft by the certification authority of the country of 
registry. The AAC definitions are shown in Table 4-1. HDC has a current/future AAC of B/C 
for Runway 13-31 and a current/future AAC of D for Runway 18-36. 

 

Table 4-1: Aircraft Approach Category 
Aircraft Approach Category Approach Speed 

A Approach speed less than 91 knots 

B Approach speed 91 knots or more, but less than 121 knots 

C Approach speed 121 knots or more, but less than 141 knots 

D Approach speed 141 knots or more, but less than 166 knots 

E Approach speed 166 knots or more 

Source: AC 150/5300-13A Change 1, Airport Design, Paragraph 105. 

4.4.2 Airplane Design Group 

The Airplane Design Group (ADG) is classification of aircraft based on wingspan and tail 
height as shown in Table 4-2. HDC has current/future ADGs of III for Runway 13-31 and 
Runway 18-36. 

 

Table 4-2: Airplane Design Group 
Group Tail Height (Feet) Wingspan (Feet) 

I Less than 20 Less than 49 

II 20 to less than 30 49 to less than 79 

III 30 to less than 45 79 to less than 118 

IV 45 to less than 60 118 to less than 171 

V 60 to less than 66 171 to less than 214 

VI 66 to less than 80 214 to less than 262 

Source: AC 150/5300-13A Change 1, Airport Design, Paragraph 105. 

4.4.3 Critical or Critical Design Aircraft 

Airfield geometric designs that are based on only existing aircraft can severely limit the 
ability to expand the airport to meet future requirements for larger, more demanding 
aircraft. On the other hand, airfield designs that are based on large aircraft never likely to 
operate at the airport are not economical. 
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According to FAA Order 5090.3C, Field Formulation of the National Plan of Integrated Airport 
Systems (NPIAS), §3-4, airport dimensional standards (such as runway length and width, 
separation standards, surface gradients, etc.) should be selected which are appropriate for 
the “critical” or “design” aircraft that will make substantial use of the airport in the planning 
period. Based upon the NPIAS definition, substantial use means either 500 or more annual 
itinerant operations, or scheduled commercial service.    

The critical aircraft may be a single aircraft or a composite of the most demanding 
characteristics of several aircraft. The “design” or “critical” aircraft (or composite aircraft) is 
used to identify the appropriate Airport Reference Code (ARC) for airport design criteria 
(such as dimensional standards and appropriate pavement strength) and is contained within 
FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. A runway may be designed 
with a number of different design aircraft. For example, a very large aircraft may be the 
design aircraft when it comes to runway length specifications, while a very small aircraft may 
be the design aircraft when designing for runway orientation, while yet another may be used 
to design the pavement specifications of the runway. For the purposes of airspace 
protection, the aircraft with the greatest “approach speed” is used. The FAA’s NPIAS Field 
Formulation guidance prescribes the use of a “design” or “critical” aircraft for consideration 
of future airport development.  Although the airfield is classified as being able to 
accommodate aircraft having ARC B-III characteristics, there are occasions when operations 
generated by aircraft having greater operational and physical characteristics occur, (i.e., 
faster approach speeds and wider wingspans). 

As previously discussed in Section 3.8, Identification and Forecast of HDC Critical Aircraft, a 
review and use of the 2018 HDC TFMSC aircraft operational data indicated that most, if not 
all of the larger general aviation turboprop and jet fixed-wing aircraft having the highest 
airplane approach speed and widest wingspan operated to and from HDC under IFR and 
were, therefore, included in the TFMSC data for the 2018 Base Year. It was further 
recognized that the TFMSC data likely included and reported all operations by the 
demanding critical aircraft when the HDC ATCT is not operational. Accordingly, the TFMSC- 
recorded number of larger turboprop and jet aircraft operations were utilized to identify and 
forecast the Critical Aircraft for the Forecast Base Year 2018 and beyond.   

Looking forward, the relative percentage of turboprop and jet aircraft were projected to 
progressively increase to represent a larger proportion of the overall mix of aircraft 
throughout the 20-year forecast period. These projected relative changes in Aircraft 
Approach Category and Airplane Design Group for all fixed wing aircraft operations 
throughout the 20-year forecast are shown in Tables 3-20 through 3-23 and summarized in 
Table 3-24, Critical Design Aircraft Forecast listing the Bombardier DHC8-200/300 as 
representing the current Critical Design Aircraft having an Aircraft Approach Category (AAC) 
of B, an Airplane Design Group (ADG) of III, and a Taxiway Design Group (TDG) of 3.  The 
Gulfstream V SP/ G5650 ER was projected to represent the future Critical Design Aircraft 
having an Aircraft Approach Category (AAC) of C/D, an Airplane Design Group (ADG) of III, 
and a TDG of 3. 
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4.4.4 Instrument Approach Capabilities  

Instrument cloud base elevations are measured in feet above mean sea level.  Visibility 
minimums are expressed in statute miles.  Runway 18 is currently served by a Precision 
Instrument Approach Procedure providing published Straight-in cloud base and visibility 
minimums of 244 feet (200 feet above ground level) and ½ statute mile respectively. 

The minimum instrument approach flight visibility at HDC is not expected to change through 
the 20-year planning period. 

4.4.5 Required Protection of Navigable Airspace 

Federal Regulation 49 CFR Part 77 establishes standards and notification requirements for 
objects affecting navigable airspace. This part provides criteria for whether or not a 
proposed object should be submitted to the FAA for evaluation; whether or not that object 
would be classified as an obstruction to air navigation; and if so, whether it should be 
studied further in order to assess hazard status.  This part in itself does not contain the 
criteria for determining whether or not an obstruction will be considered a hazard to air 
navigation. 

Civil airport imaginary surfaces defined and prescribed by this part are established based 
upon individual runway end, family of aircraft accommodated, and the associated 
requirement to preserve and protect visual or instrument approach capabilities. The size 
and slope of each such imaginary surface is based on the category of each runway 
according to the type of approach available or planned for that runway. The slope and 
dimensions of an Approach Surface that is applied to a particular runway end are 
determined by the most precise (i.e., having the lowest published cloud base and horizontal 
visibility) approach procedure minimums that exist, or are planned for that runway end. The 
slopes of the Approach Surface that extend outward and upward from the end of the Primary 
Surface are expressed in terms of rise over run ratios (e.g., 20:1, 34:1 or 50:1). 

Civil airport imaginary surfaces that are applicable to this airport include: 

• Primary Surface – A flat surface that is longitudinally-aligned with each runway 
centerline that extends to a length of 200 feet beyond end of the runway at the same 
elevations as the end of the runway. 

• Approach Surface – A sloping surface that is longitudinally-aligned with each runway 
centerline that extends outward and upward at varying ratios (depending on type of 
approach) beyond from the end of the Primary Surface. 

• Transitional Surface – A sloping surface that extends outward and upward at right 
angles to the runway centerline and the runway centerline extended at a slope of 7 to 
1 from the sides of the Primary Surface and from the sides of the Approach Surface. 
Transitional Surfaces for those portions of the precision Approach Surface which 
project through and beyond the limits of the Conical Surface extend to a distance of 
5,000 feet measured horizontally from the edge of the Approach Surface and at right 
angles to the runway centerline. 

• Horizontal Surface – A flat surface that represents a horizontal plane established 
150 feet above the highest runway elevation.  The perimeter of the Horizontal 
Surface is constructed by swinging arcs of specified radii from the center of each end 
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of the Primary Surface of each runway of each airport and connecting the adjacent 
arcs by lines tangent to those arcs.  

• Conical Surface – A sloping surface that extends outward and upward from the 
periphery of the Horizontal Surface at a slope of 20 to 1 for a horizontal distance of 
4,000 feet. 

4.4.6 Current Published Approach Procedures 

Each published instrument approach procedure established for each runway end has 
published minima describing the lowest cloud base height expressed in feet Above Mean 
Sea Level (MSL) and Above Ground Level (AGL), and horizontal visibility distances expressed 
in statute miles.  Three of the four runway ends are served by one Precision, and three Non-
Precision published Instrument Approach Procedures.  Runway 13 has no published 
Instrument Approach Procedures and is thus considered a Visual Runway. The Part 77 
approach slope for this runway is 20:1. 

The following describes each runway end having one or more published instrument 
procedures, the associated cloud base height and visibility distance minimums and 
Approach Surface slope: 

• Runway 18 is currently served by a Precision Instrument Approach Procedure 
providing published straight-in cloud base and visibility minimums of 244 feet (200 
feet above ground level) and ½ statute mile respectively based upon the availability 
of the MALSR approach lighting system. The Part 77 inner approach slope for this 
published Instrument Approach Procedure is 50:1 with a continuing outer approach 
surface having a 40:1 slope 

• Runway 18 is also served by a RNAV (GPS) Non-precision Instrument Approach 
Procedure offering, (similar to that of the Precision Instrument Approach Procedure), 
straight-in cloud base and horizontal visibility minimums of 244 feet MSL (44 feet 
AGL) and visibility minimum of ½ statute mile, also based upon the availability of the 
MALSR approach lighting system. The Part 77 approach slope for this published 
Instrument Approach Procedure is 34:1. 

• Runway 36 is served by a RNAV (GPS) Non-precision Instrument Approach Procedure 
having straight-in cloud base and horizontal visibility minimums of 293 feet MSL 
(250 feet AGL) and visibility minimum of 3/4 statute mile. The Part 77 approach 
slope for this published Instrument Approach Procedure is 34:1. 

• Runway 31 is served by a RNAV (GPS) Non-precision Instrument Approach Procedure 
having straight-in cloud base and horizontal visibility minimums of 460 feet MSL 
(417 feet AGL) and visibility minimum of 1 statute mile.  The Part 77 approach slope 
for this published Instrument Approach Procedure is 34:1. 

The FAA periodically reviews Instrument Approach Procedures established for each runway.  
Obstacles discovered and/or reported within Approach, Departure, Horizontal or Conical 
surfaces may result in the FAA establishing increased (i.e., “higher”) cloud base and/or 
visibility minima for one or more published instrument approach procedures, loss of 
approaches and/or loss of night operations. Development on and off an airport may 
potentially create adverse effects to the protection of navigable airspace at and around 
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airports.  Such potential developments may adversely affect current and planned future 
airport operations and the safe and efficient use of the airspace surrounding the airport. 

The current established Civil Airport Imaginary surfaces for HDC prescribed by CFR Part 77 
were found to be appropriate and sufficient. At such time that any runway is lengthened or 
upgraded to provide increased published Instrument Approach Procedure capabilities, these 
Civil Airport Imaginary surfaces will be reviewed and modified by the FAA as required. 

4.4.7 Runway Design Code 

The Runway Design Code (RDC) is a code signifying the design standards to which the 
runway is to be built. It is comprised of the AAC, ADG, and the runway visibility minimums.  
HDC currently has a RDC of B-III-5000 for Runway 13-31 and a RDC of B-III-2400 for Runway 
18-36.  

Although FAA criteria are based upon the three described parameters, aircraft weight should 
also be considered when assessing the adequacy of pavement strength and length of haul 
should be considering when considering runway length requirements. 

4.4.8 Airport Reference Code 

The ARC is a coded system composed of the AAC and ADG. The ARC relates airport design 
criteria to the operational and physical characteristics of the aircraft that will operate at the 
airport. HDC has an existing ARC of B-III. Existing and future aircraft operations are 
considered based on FAA- approved aviation demand forecasts and the airport’s existing 
and future role within the air transportation system. The ARC is used for planning and design 
only and does not limit the aircraft that may be able to operate safely on the airport. 

4.5 Runway Design Standards 

Runway design standard guidance is provided by FAA Advisory Circular 150/5300-13A, 
Airport Design and FAA Advisory Circular 150/5325-4B, Runway Length Requirements for 
Airport Design.  

4.5.1 Runway Width 

Runway width requirement factors include approach minimums, AAC, and ADG for the 
runway’s design aircraft. With an RDC of B-III-5000, the runway width standard for 
Runway 13-31 is 100 feet. With an RDC of B-III-2400, the runway width standard for 
Runway 18-36 is 150 feet.  The current runway widths are 100 feet and 150 feet 
respectively.  Therefore, both runways fully satisfy runway width standards.  

4.5.2 Runway Length 

Runway length requirements were evaluated in accordance with FAA AC 150/5325-4B, 
Runway Length Requirements for Airport Design (Runway Length AC). The Runway Length 
AC presents methodologies for determining runway length requirements by aircraft type. 
Multiple variables affect takeoff calculations including field elevation, average maximum 
temperature during the hottest month, runway conditions (e.g., wet runway), takeoff weight, 
and differences in runway end elevations. As shown in Table 4-3, the average maximum 
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temperature during the hottest month is 92.1° Fahrenheit and occurs in August. Aircraft 
takeoff performance is maximized at lower elevations and colder temperatures, which 
means that aircraft operating at HDC benefit from the low elevation of 46.1 feet AMSL but 
frequently can be restricted by the local warm temperatures. 

 

Table 4-3: Local Temperature Normals (Hammond, LA) 
Variable JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC 

Low Temp (° F) 38.0 41.6 47.9 54.3 62.9 69.1 71.5 71.2 66.4 55.4 46.7 40.1 

High Temp (° F) 61.4 65.0 71.6 77.9 85.0 90.0 91.8 92.1 88.1 80.5 71.6 63.4 

Source: NOAA U.S. Climate Normals 1991-2020 Hammond LA, Station: USC 00164030 July 2021 

The Runway Length AC contains various methodologies for determining recommended 
runway lengths that are based on the type of aircraft utilizing the runway (e.g., small aircraft 
with less or more than 10 passenger seats, corporate aircraft weighing more than 12,500 
pounds but less than 60,000 pounds, and large aircraft weighing more than 60,000 pounds 
and regional jets).  The categories that are applicable to HDC are those for small aircraft and 
for corporate aircraft. For airports with multiple runways such as HDC, the runway length 
requirements for each runway may vary. Specifically, the primary runway is supposed to be 
designed to handle the critical aircraft and the crosswind runway is supposed to be “100 
percent of the recommended runway length determined for the lower crosswind capable 
airplanes using the primary runway.” For additional primary runways intended for separating 
airplane classes (e.g., local versus itinerant traffic), the “recommended runway length [is 
determined] for the less demanding airplane design group or individual design airplane.” 
The following assumptions were made regarding the two runways at HDC as it pertains to 
the runway length requirements and the methodologies in the Runway Length AC: 

• Runway 13-31 although having the longer usable length of 6,502 feet and a width of 
100 feet, the runway is considered to be the Secondary Runway.  The runway, 
however, is served by a Non-precision Instrument Approach Procedure (RNAV (GPS) 
RWY 31).   

• Runway 18-36 although having the longer usable length of 5,001 feet and a width of 
150 feet, the runway is considered to be HDC’s Primary Runway primarily because of 
the availability of the published Precision Instrument Approach Procedure (ILS OR 
LOC RWY 18). 

At their current length, each runway can fully accommodate the HDC’s current B-III Critical 
Aircraft (DHC-8-200 or DHC-8-300 series that required a minimum runway takeoff lengths of 
3,873 and 4,581 feet respectively during hottest day conditions in the month of August. 

Chapter 3 of the Runway Length AC contains charts for determining runway length 
recommendations for aircraft in that category.  Referencing Figure 3-1 of the AC, and based 
upon HDC’s elevation and hottest day temperature, approximately 75 percent of the 
national fleet general aviation aircraft when operating at 60 percent useful load typically will 
require a runway length of no less than 4,700 feet. As the number of jet operations increase 
throughout the 20-year airport master plan planning period, there may be a need to 
evaluate greater runway length needs which can be as high as 7,000 feet for aircraft in that 
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category when operating at 90 percent useful load (i.e., closer to the maximum passenger 
capacity and range of the aircraft).   

As detailed in Section 3.8 of this Master Plan, the future projected HDC critical aircraft will 
likely include either general aviation jet aircraft such as the Gulfstream V SP or the 
G5650 ER that each have greater RDCs; C-III.  During hottest day conditions at HDC the 
aircraft each have higher minimum runway takeoff lengths of 6,081 fand 7,075 feet 
respectively thus likely requiring the extension of one or both runway at HDC. 

Throughout the 20-year planning period, it is recommended that the City of Hammond 
preserve each respective runway’s current usable length, but take long-range planning and 
land acquisition planning actions to the extent necessary to extend Runway 13-31 and/or 
Runway 18-36. 

At such time that the need for increased runway take-off lengths required to support 500 or 
more annual aircraft operations by one or more aircraft having similar operational 
characteristics is evident, it is highly recommended that the City of Hammond and FAA 
initiate a Runway Improvement Justification Study to assess and document such demand. If, 
as part of these study actions there is a demonstrated need for increased runway take-off 
length, such findings should be used to formulate City of Hammond planning actions and 
follow-on FAA funding and National Environmental Protection Act (NEPA) environmental 
programs that would be required to undertake such runway improvement actions. 

4.5.3 Runway Edge Shoulders 

Runway shoulders provide resistance to blast erosion and accommodate the passage of 
maintenance and emergency equipment and the occasional passage of an aircraft veering 
from the runway. A stabilized surface, such as turf, normally reduces the possibility of soil 
erosion and engine ingestion of foreign objects. Soil not suitable for turf establishment 
requires a stabilized or low-cost paved surface. Paved shoulders are required for runways 
accommodating ADG IV and higher aircraft, but are recommended for runways 
accommodating ADG-III aircraft. Neither runway is required to have runway edge shoulders.  

4.5.4 Runway Blast Pad 

Paved runway blast pads provide blast erosion protection beyond runway ends during jet 
aircraft operations. Blast pads at runway ends should extend across the full width of the 
runway plus the shoulders. Based upon the current RDC of each runway and with increasing 
operations by general aviation jets, the FAA recommends the use of blast pads 140 feet 
wide and 200 feet long to be located beyond the end of each runway for runways having 
RDCs of B-II (Runway 13-31), and blast pads 200 feet wide and 200 feet long to be located 
beyond the end of each runway for runways having RDCs of B-III (Runway 18-36). None of 
the runway ends currently have blast pads. 

4.5.5 Runway Safety Area 

The Runway Safety Area (RSA) is a defined surface surrounding the runway prepared or 
suitable for reducing the risk of damage to aircraft in the event of an undershoot, overshoot, 
or excursion from the runway.  



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

  
 4-10 

 
 

The current RSA dimensional requirements for Runway 13-31 having an RDC of B-III is a 
600 feet prior to the approach end of the runway, or displace threshold, 600 feet beyond 
the end of the runway, and a width of 300 feet. The current RSA dimensional requirements 
for Runway 18-36 having a RDC of B-III-2400 is 600 feet prior to the approach end of the 
runway, or displaced threshold, 1,000 feet beyond end of each end of the runway, and a 
have width of 500 feet.  Each RSA for each runway fully satisfy FAA airport design standards. 

4.5.6 Runway Object Free Area 

The Runway Object Free Area (ROFA) is an area centered on the ground of a runway, taxiway, 
or taxilane centerline provided to enhance the safety of aircraft operations by remaining 
clear of objects, except for objects that need to be located in the ROFA for air navigation or 
aircraft ground maneuvering purposes.  

The current ROFA dimensional requirements for Runway 13-31 having an RDC of B-III is a 
600 feet prior to the approach end of the runway, or displace threshold, 600 feet beyond 
the end of the runway, and a width of 800 feet. The current RSA dimensional requirements 
for Runway 18-36 having an RDC of B-III-2400 is 600 feet prior to the approach end of the 
runway, or displaced threshold, 1,000 feet beyond end of each end of the runway, and a 
have width of 800 feet. 

The ROFA for each runway fully satisfies FAA airport design standards. 

4.5.7 Obstacle Free Zone 

The Obstacle Free Zone (OFZ) is the three-dimensional airspace along the runway and 
extended runway centerline that is required to be clear of obstacles for protection of aircraft 
landing or taking off from the runway and for missed approaches.  

The OFZ for each runway fully satisfies FAA airport design standards. 

4.5.8 Runway Protection Zone 

The Runway Protection Zone (RPZ) is a predefined ground-level area of land trapezoidal in 
shape and centered about the extended runway centerline.  By design, shape, size, and 
function, the RPZ serves to enhance the safety and protection of people and property on the 
ground.   

The central portion and controlled activity area are the two components of the RPZ:  

 
1. Central Portion of the RPZ. The central portion of the RPZ extends from the beginning 

to the end of the RPZ, centered on the runway centerline. Its width is equal to the 
width of the runway OFA.  

 
2. Controlled Activity Area. The controlled activity area is the remaining area of the RPZ 

on either side of the central portion of the RPZ. 

Typically, RPZs are established 200 feet prior to the threshold, or 200 feet beyond the 
departure end of the runway.  When an RPZ begins at a location other than 200 feet beyond 
the end of runway (e.g., through the required application and use of declared distances), two 



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

  
 4-11 

 
 

(overlapping) RPZs (overlapping) are required and are designated as either an “Arrival” RPZ, 
or a “Departure” RPZ. 

The size and shape (i.e., dimensions) of an Approach RPZ for a particular runway end are a 
function of the aircraft approach category and approach visibility minimums associated with 
the approach runway end.  The Approach RPZ typically extends outward along the extended 
runway centerline approach path from a point 200 feet from the runway threshold, for a pre-
determined distance. 

The dimensions of the Departure RPZ are a function of the aircraft approach category and 
departure procedures associated with the runway.  The Departure RPZ typically begins 200 
feet beyond the departure end of the runway end outward along the extended runway 
centerline departure path or, if the Takeoff Run Available (TORA) and the runway end are not 
the same, 200 feet beyond the far end of the TORA. The departure RPZ dimensional 
standards are equal to, or less than the approach RPZ dimensional standards. 

The following land uses are permissible within the confines of a RPZ without further 
evaluation: 

1. Farming that meets airport design standards. 
2. Irrigation channels that meet the requirements of AC 150/5200-33 and FAA/USDA 

manual, Wildlife Hazard Management at Airports. 
3. Airport service roads, as long as they are not public roads and are directly controlled 

by the airport operator. 
4. Underground facilities, as long as they meet other design criteria, such as RSA 

requirements, as applicable. 
5. Unstaffed NAVAIDs and facilities, such as equipment for airport facilities that are 

considered fixed-by-function in regard to the RPZ. 

Where practical, airport owners should own the property within the dimensional limits of the 
RPZ. It is desirable to clear the entire RPZ of all above-ground objects. Where this is 
impractical, airport owners, as a minimum, should maintain the RPZ clear of all facilities 
supporting incompatible activities.  Although the FAA recognizes that in certain situations the 
airport owner may not fully control land within the RPZ, the FAA expects airport owner to take 
all possible measures to protect against and remove or mitigate incompatible land uses. 

On September 27, 2012, to clarify the FAA’s policy on land uses within the RPZ, the FAA’s 
Office of Airports’ (ARP) issued a Memorandum titled: Interim Guidance on Land Uses Within 
a Runway Protection Zone.  The memorandum presented interim policy guidance on 
compatible land uses within RPZs and addressed recurrent questions about what 
constitutes a compatible land use and how to airport owners should evaluate proposed land 
uses that would reside in an RPZ.  This interim policy only addressed the introduction of new 
or modified land uses to an RPZ and proposed changes to the RPZ size or location. 

Table 1 of the Memorandum listed the following land uses of critical concern: 

• Buildings and structures (Examples include, but are not limited to residences, 
schools, churches, hospitals or other medical care facilities, commercial/industrial 
buildings, etc.), 
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• Recreational land use (Examples include, but are not limited to golf courses, sports 
fields, amusement parks, other places of public assembly, etc.), 

• Transportation facilities. Examples include, but are not limited to: 
• Rail facilities -light or heavy, passenger or freight 
• Public roads/highways 
• Vehicular parking facilities 
• Fuel storage facilities (above and below ground), 
• Hazardous material storage (above and below ground), 
• Wastewater treatment facilities, and 
• Above-ground utility infrastructure (i.e., electrical substations), including any type of 

solar panel installations. 

Instructional guidance contained in the Memorandum further stated: when any of the land 
uses described in Table 1 would enter the limits of the RPZ as the result of: 

1. An airfield project (e.g., runway extension, runway shift), 
2. A change in the critical design aircraft that increases the RPZ dimensions, 
3. A new or revised instrument approach procedure that increases the RPZ dimensions, 

or 
4. A local development proposal in the RPZ (either new or reconfigured),  

coordination with the FAA’s Planning and Environmental Division / Airport Planning and 
Programming Division (APP-400) is required. 

The applicable RPZ dimensions for each runway end are listed below. 

4.5.8.1 Runway 13 
Runway 13 does not have a published instrument approach procedure and is therefore 
classified as a “Visual” Runway. The Approach RPZ beginning 200 feet from the runway end 
has an inner width of 500 feet, an outer width of 700 feet and a length of 1,000 feet and 
remains entirely within the airport property boundary. The Departure RPZ beginning 200 feet 
the runway end has inner width of 500 feet, an outer width of 700 feet and length of 1,000 
feet. With the exception of where the Departure RPZ extends into and beyond the right-of-
way limits of Route 190 (Ronald Reagan Highway) and small areas of non-airport-own lands, 
the Departure RPZ remains within the limits of the airport property boundary. 

4.5.8.2 Runway 31 
Runway 31 is served by a RNAV (GPS) Non-precision Instrument Approach Procedure having 
visibility minimums of 1 statute mile.  The Approach RPZ begins 200 prior to the displaced 
threshold, has an inner width of 500 feet, an outer width of 700 feet and a length of 100 
feet.  With the exception of where the Approach RPZ extends into and beyond the right-of-
way limits of Route 190, the Approach RPZ remains within the limits of the airport property 
boundary. The Departure RPZ beginning 200 feet beyond the runway end has an inner width 
of 500 feet, an outer width of 1.010 feet and a length of 1,700 feet and remains entirely 
within the airport property boundary. 
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4.5.8.3 Runway 18 
Runway 18 is currently served by a Precision Instrument Approach Procedure providing 
published visibility minimums of ½ statute mile.  The Approach RPZ has an inner width of 
1,000 feet, an outer width of 1,750 feet and a length of 2,500 feet.  A major portion of the 
Approach RPZ extends beyond the limits of the airport property boundary.  The Departure 
RPZ has an inner width of 500 feet, an outer width of 1.010 feet and a length of 1,700 feet 
and remains entirely within the airport property boundary. 

4.5.8.4 Runway 36 
Runway 36 is served by a RNAV (GPS) Non-precision Instrument Approach Procedure having 
visibility minimums of ¾ statute mile. Approach RPZ has an inner width of 1,000 feet, an 
outer width of 1,510 feet and a length of 1,700 feet. With the exception of where the 
Approach RPZ extends into and beyond the right-of-way limits of Route 190, the Approach 
RPZ remains within the limits of the airport property boundary. The Departure RPZ has an 
inner width of 500 feet, an outer width of 1,010 feet and a length of 1,700 feet and remains 
entirely within the airport property boundary. 

4.5.9 TERPS Approach and Departure Obstacle Clearance Surfaces 

Approach surfaces are designed to protect the use of the runway in both visual and 
instrument meteorological conditions near the airport and are not the approach surfaces 
defined in Part 77. The approach surface typically has a trapezoidal shape that extends 
away from the runway along the centerline at a specific slope, expressed in horizontal feet 
by vertical feet, with a starting point at the runway threshold elevation. The specific size, 
slope and starting point of the trapezoid depends upon the visibility minimums and the type 
of procedure associated with the runway end. 

Departure surfaces, when clear, allow pilots to follow standard departure procedures. Where 
declared distances are not being reported, the departure surface elevation starts at the 
Departure End of Runway (DER) elevation. DER is also referred to as the stop end of runway.   

Approach and Departure Obstacle Clearance Surfaces (OCS) are prescribed by the FAA Order 
8260.3, United States Standard for Terminal Instrument Procedures (TERPS). and 
Tables 3-2 and 3-4 of AC 150/5300-13A. Each OCS applicable to each runway end is 
describe below. 

4.5.9.1 Runway 13 
Runway 13 has no published instrument approach capabilities and is therefore classified as 
a Visual Runway. Two types of OCSs are prescribed for arrivals and departures to and from 
this runway respectively.  

• Type 3 - Approach end of runway expected to serve large airplanes (Visual runways 
only, day/night).  The OCS having a 20:1 slope is penetrated by a limited number of 
trees of varying heights that should be lowered or removed to protect the visual 
3-degree glide path to the approach end of the runway. 

• Type 7 - Departure runway ends used for any instrument operations.  The OCS is 
penetrated by numerous trees of varying heights that should be lowered or removed 
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to protect and preserve the standard initial climb rate of 200 feet per nautical mile by 
aircraft executing instrument departures from this runway. 

4.5.9.2 Runway 31 
Runway 31 is served by a RNAV (GPS) Non-precision Instrument Approach Procedure with 
only lateral guidance capabilities. Two types of OCSs are prescribed for arrivals and 
departures to and from this runway respectively.  The Runway 31 threshold is currently 
displaced 690 feet provide the required vertical clearances below each of the two OCSs. The 
City of Hammond has purchased land parcels southeast of the approach end of the runway 
along the extended runway centerline for the purpose of tree clearing to eliminate the need 
for the displaced threshold. 

• Type 4 - Approach end of runways expected to accommodate instrument approaches 
having visibility greater than or equal to ¾ statute mile. The OCS having a 20:1 slope 
is clear of penetration by trees. 

• Type 7 Departure runway ends used for any instrument operations.  The OCS is 
penetrated by numerous trees of varying heights that should be lowered or removed 
to protect and preserve the standard initial climb rate of 200 feet per nautical mile by 
aircraft executing instrument departures from this runway. 

4.5.9.3 Runway 18 
Runway 18 is currently served by a Precision Instrument Approach Procedure and an RNAV 
(GPS) Non-precision Instrument Approach Procedure with Localizer Performance with 
Vertical guidance (LPV) capabilities. Three types of OCSs are prescribed for arrivals and 
departures to and from this runway respectively. 

• Type 5 - Approach end of runways expected to accommodate instrument approaches 
having visibility minimums less than ¾ statute mile. The OCS having a 34:1 slope is 
penetrated by a limited number of trees of varying heights that should be lowered or 
removed to protect the Precision Instrument 3-degree glide path to the approach end 
of the runway. 

• Type 6 - Approach end of runways expected to accommodate instrument approaches 
with vertical guidance. The OCS having a 30:1 slope is penetrated by a limited 
number of trees of varying heights that should be lowered or removed to protect the 
Precision Instrument 3-degree glide path to the approach end of the runway. 

• Type 7 - Departure runway ends used for any instrument operations.  The OCS is 
penetrated by numerous trees of varying heights that should be lowered or removed 
to protect and preserve the standard initial climb rate of 200 feet per nautical mile by 
aircraft executing instrument departures from this runway. 

4.5.9.4 Runway 36 
Runway 36 is served by an RNAV (GPS) Non-precision Instrument Approach Procedure with 
LPV capabilities. Three types of OCSs are prescribed for arrivals and departures to and from 
this runway respectively. 
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• Type 4 - Approach end of runways expected to accommodate instrument approaches 
having visibility greater than or equal to ¾ statute mile. The OCS having a 20:1 slope 
is clear of penetration by trees. 

• Type 6 - Approach end of runways expected to accommodate instrument approaches 
with vertical guidance. The OCS having a 30:1 slope is clear of penetration by trees. 

• Type 7 - Departure runway ends used for any instrument operations.  The OCS is 
penetrated by numerous trees of varying heights that should be lowered or removed 
to protect and preserve the standard initial climb rate of 200 feet per nautical mile by 
aircraft executing instrument departures from this runway. 

4.5.10 Runway Centerline-to-Parallel Taxiway Centerline Separation 

The minimum prescribed runway centerline-to-parallel taxiway centerline separation 
associated with Runway 13-31 and Runway 18-36 differ based upon the most demanding 
(lowest) Instrument Approach Procedure visibility minimum for a particular runway end. The 
current minimum prescribed runway-centerline-to-taxiway centerline separation for 
Runway 13-31 having an RDC of B-III-5000 is 300 feet. The minimum prescribed runway 
centerline-to-taxiway separation requirement for Runway 18-36 having an RDC of B-III-2400 
is 350 feet. 

The current runway-taxiway centerline separation is 400 feet for the partial parallel segment 
of Taxiway Alpha along the southwest side of Runaway 13-31, 520 feet for the partial 
parallel segment of Taxiway Alpha along the west side of Runway 18-36, and 400 feet for 
Taxiway Delta along the northeast side of Runway 13-31.  Accordingly, the runway-to-taxiway 
centerline separation for each these partial parallel taxiways exceed their respective 
prescribed centerline separation minimums. 

4.5.11 Runway Pavement Strength 

Runway 13-31 is primarily constructed of asphaltic pavement and is reported to be in good 
condition having a Single-Wheel Load pavement strength rating of 22,000 pounds and a 
Double Wheel Load pavement strength rating of 33,000 pounds. The intersection 
pavements of both runways was recently re-constructed is of concrete that is reported to be 
in excellent condition. Runway 18-36 is constructed of concrete pavement and is reported to 
be in good condition having a Single-Wheel Load pavement strength rating of 27,000 
pounds and Double Wheel Load pavement strength rating of 41,000 pounds. 

4.5.12 Runway Design Standard Compliance Needs Summary 

Summarized in Tables 4-4 through 4-7 are the runway design standards for HDC. Runway 
and taxiway shoulders are recommended to accommodate regular use (i.e., 500 or more 
annual aircraft operations) by aircraft having ADG-III wingspans. HDC does not currently 
have runway blast pads.  
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Table 4-4: Runway Design Standard Matrix – HDC – Runway 13 
Runway Design Code (RDC): B-III-Visual  

Item Standard Existing Satisfies 
Requirements 

Runway Design 

Runway Length (Minimum/Demand Aircraft 
Hottest Day / FAA AC 150/5325-4B, Fig. 3-1) 3,200 ft/4,581 ft/4,700 ft 6,502 ft  

Runway Width 100 ft Minimum 100 ft  

Shoulder Width 20 ft 0   

Blast Pad Width 140 ft 0  

Blast Pad Length 200 ft 0  

Crosswind Component 16.0 knots 16.0 knots  

Runway Protection 

Runway Safety Area (RSA) 

 Length beyond departure end 600 ft 600 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 300 ft 300 ft  

Runway Object Free Area (ROFA) 

 Length beyond runway end 600 ft 600 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 800 ft 800 ft  

Runway Obstacle Free Zone (ROFZ)    

 Length 6,902 ft 6,902 ft  

 Width 400 ft 400 ft  

Precision Obstacle Free Zone (POFZ)    

 Length  N/A N/A N/A 

 Width N/A N/A N/A 

Approach Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  

 Area (Acres) 13,770 13,770  

Departure Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  
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Table 4-4: Runway Design Standard Matrix – HDC – Runway 13 
Runway Design Code (RDC): B-III-Visual  

Item Standard Existing Satisfies 
Requirements 

 Area (Acres) 13,770 13,770  

Runway Separation 

Runway centerline to:    

 Parallel runway centerline N/A N/A N/A 

 Holding Position  200 ft 250 ft  

 Parallel Taxiway / Taxilane centerline N/A ft N/A ft N/A 

 Aircraft parking area 400 ft >400 ft  

Sources: FAA Advisory Circular 150/5325-4B, Runway Length Requirements for Airport Design. 
                FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. 
Compiled by Michael Baker International, July 2021 
Note: N/A= Not Applicable 
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Table 4-5: Runway Design Standard Matrix – HDC – Runway 31 
Runway Design Code (RDC): B-III-Non-Precision Instrument 1 Statute Mile 

Item Standard Existing Satisfies 
Requirements 

Runway Design 

Runway Length (Minimum/Demand Aircraft 
Hottest Day / FAA AC 150/5325-4B, Fig. 3-1) 3,200 ft/4,581 ft/4,700 ft 6,502 ft  

Runway Width 100 ft Minimum 100 ft  

Shoulder Width 20 ft 0   

Blast Pad Width 140 ft 0  

Blast Pad Length 200 ft 0  

Crosswind Component 16.0 knots 16.0 knots  

Runway Protection 

Runway Safety Area (RSA) 

 Length beyond departure end 600 ft 600 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 300 ft 300 ft  

Runway Object Free Area (ROFA) 

 Length beyond runway end 600 ft 600 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 800 ft 800 ft  

Runway Obstacle Free Zone (ROFZ)    

 Length 6,902 ft 6,902 ft  

 Width 400 ft 400 ft  

Precision Obstacle Free Zone (POFZ)    

 Length  N/A N/A N/A 

 Width N/A N/A N/A 

Approach Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  

 Area (Acres) 13,770 13,770  

Departure Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  
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Table 4-5: Runway Design Standard Matrix – HDC – Runway 31 
Runway Design Code (RDC): B-III-Non-Precision Instrument 1 Statute Mile 

Item Standard Existing Satisfies 
Requirements 

 Area (Acres) 13,770 13,770  

Runway Separation  

Runway centerline to:    

 Parallel runway centerline N/A N/A N/A 

 Holding Position  200 ft 250 ft  

 Parallel Taxiway / Taxilane centerline N/A ft N/A ft N/A 

 Aircraft parking area 400 ft >400 ft  

Sources: FAA Advisory Circular 150/5325-4B, Runway Length Requirements for Airport Design. 
                FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. 
Compiled by Michael Baker International, July 2021 
Note: N/A= Not Applicable 
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Table 4-6: Runway Design Standard Matrix – HDC – Runway 18 
Runway Design Code (RDC): B-III-Precision Instrument ½ Statute Mile 

Item Standard Existing Satisfies 
Requirements 

Runway Design 

Runway Length (Minimum/Demand Aircraft 
Hottest Day / FAA AC 150/5325-4B, Fig. 3-1) 3,200 ft/4,581 ft/4,700 ft 5,001 ft  

Runway Width 100 ft Minimum 150 ft  

Shoulder Width 20 ft 0   

Blast Pad Width 140 ft 0  

Blast Pad Length 200 ft 0  

Crosswind Component 16.0 knots 16.0 knots  

Runway Protection 

Runway Safety Area (RSA) 

 Length beyond departure end 800 ft 800 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 400 ft 400 ft  

Runway Object Free Area (ROFA) 

 Length beyond runway end 800 ft 800 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 800 ft 800 ft  

Runway Obstacle Free Zone (ROFZ)    

 Length 6,902 ft 6,902 ft  

 Width 400 ft 400 ft  

Precision Obstacle Free Zone (POFZ)    

 Length  N/A N/A N/A 

 Width N/A N/A N/A 

Approach Runway Protection Zone (RPZ)    

 Length 2,500 ft 2,500 ft  

 Inner Width 1.000 ft 1,000 ft  

 Outer Width 1,750 ft 1,750 ft  

 Area (Acres) 78.914 78.914  

Departure Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  
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Table 4-6: Runway Design Standard Matrix – HDC – Runway 18 
Runway Design Code (RDC): B-III-Precision Instrument ½ Statute Mile 

Item Standard Existing Satisfies 
Requirements 

 Area (Acres) 13,770 13,770  

Runway Separation  

Runway centerline to:    

 Parallel runway centerline N/A N/A N/A 

 Holding Position  250 ft 250 ft  

 Parallel Taxiway / Taxilane centerline N/A ft N/A ft N/A 

 Aircraft parking area 400 ft >400 ft  

Sources: FAA Advisory Circular 150/5325-4B, Runway Length Requirements for Airport Design. 
                FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. 
Compiled by Michael Baker International, July 2021 
Note: N/A= Not Applicable 
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Table 4-7: Runway Design Standard Matrix – HDC – Runway 36 
Runway Design Code (RDC): B-III-Precision Instrument ¾ Statute Mile 

Item Standard Existing Satisfies 
Requirements 

Runway Design 

Runway Length (Minimum/Demand Aircraft 
Hottest Day / FAA AC 150/5325-4B, Fig. 3-1) 3,200 ft/4,581/4,700 ft 5,001 ft  

Runway Width 100 ft Minimum 150 ft  

Shoulder Width 20 ft 0   

Blast Pad Width 140 ft 0  

Blast Pad Length 200 ft 0  

Crosswind Component 16.0 knots 16.0 knots  

Runway Protection 

Runway Safety Area (RSA) 

 Length beyond departure end 600 ft 600 ft  

 Length prior to threshold 600 ft 600 ft  

 Width 300 ft 400 ft  

Runway Object Free Area (ROFA) 

 Length beyond runway end 600 ft 600 ft  

 Length prior to threshold 600 ft 800 ft  

 Width 800 ft 800 ft  

Runway Obstacle Free Zone (ROFZ)    

 Length 6,902 ft 6,902 ft  

 Width 400 ft 400 ft  

Precision Obstacle Free Zone (POFZ)    

 Length  N/A N/A N/A 

 Width N/A N/A N/A 

Approach Runway Protection Zone (RPZ)    

 Length 1,700 ft 1,700 ft  

 Inner Width 1.000 ft 1.000 ft  

 Outer Width 1,510 ft 1,510 ft  

 Area (Acres) 48.978 48.978  

Departure Runway Protection Zone (RPZ)    

 Length 1,000 ft 1,000 ft  

 Inner Width 500 ft 500 ft  

 Outer Width 700 ft 700 ft  
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Table 4-7: Runway Design Standard Matrix – HDC – Runway 36 
Runway Design Code (RDC): B-III-Precision Instrument ¾ Statute Mile 

Item Standard Existing Satisfies 
Requirements 

 Area (Acres) 13,770 13,770  

Runway Separation  

Runway centerline to:    

 Parallel runway centerline N/A N/A N/A 

 Holding Position  250 ft 250 ft  

 Parallel Taxiway / Taxilane centerline N/A ft N/A ft N/A 

 Aircraft parking area 400 ft >400 ft  

Sources: FAA Advisory Circular 150/5325-4B, Runway Length Requirements for Airport Design. 
                FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. 
Compiled by Michael Baker International, July 2021 
Note: N/A= Not Applicable 
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4.6 Declared Distance Criteria 

As defined in §322 of Advisory Circular 150/5300-13A, Change 1, Airport Design, declared 
distances represent the maximum distances declared by the airport owner to be available 
and suitable for meeting takeoff, rejected takeoff, and landing distances performance 
requirements for turbine powered aircraft where it is impracticable to meet the airport 
design standards or mitigate the environmental impacts by other means, and the use of 
declared distances is practical. When applicable and prudent, declared distance criteria is 
applied and published for each runway end where it is impracticable to meet the standard 
design criteria established for the RSA, the ROFA, the RPZ, or where required to fully satisfy 
minimum vertical clearances over traverseways (roadways) as prescribed for CFR Part 77 
Approach Surfaces and/or TERPS Approach and/or Departure Obstacle Clearance Surfaces. 
One or more of the any or all of the following declared distances may apply to a particular 
runway by direction of travel (i.e., arrival or departure). 

• Takeoff Run Available (TORA) – the runway length declared available and suitable for 
the ground run of an aircraft taking off. 

• Takeoff Distance Available (TODA) – the TORA length plus the length of any remaining 
runway or clearway beyond the far end of the TORA; the full length of TODA may need 
to be reduced because of obstacles in the departure area. 

• Accelerate-Stop Distance Available (ASDA) – the runway length plus stopway length 
declared available and suitable for the acceleration and deceleration of an aircraft 
aborting a takeoff. 

• Landing Distance Available (LDA) – the runway length declared available and suitable 
for landing an aircraft. 

By treating these distances independently, application of declared distances is a design 
methodology that results in declaring and reporting the TORA, TODA, ASDA, and LDA for each 
operational direction.  When applicable, declared distances limit or increase runway use.  

Although Runway 13-31 has a surveyed and published length of 6,502 feet, the Runway 31 
threshold is displaced 690 feet reducing the landing distance available to 5,811 feet. The 
displacement was implemented to provide the prescribed minimum CFR Part 77 Approach 
Surface 15-foot vertical clearance over Route 190, and to avoid penetrations of TERPS OCSs 
imposed by the presence of tall trees located southeast of and along the extended runway 
centerline.  The TORA, TODA, ASDA and LDA for aircraft operations in the opposite direction 
on Runway 13 are unaffected by the current need to displace the Runway 31 threshold. 

The City of Hammond has acquired a number of privately-owned land parcels to allow for the 
lowering or outright clearing of land to “recapture” the 690-foot reduced Runway 31 Landing 
Distance Available.  Table 4-8 contains the existing declared distances for all four runways 
at HDC. 
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Table 4-8: Existing Declared Distances - HDC 
Runway TORA (ft) TODA (ft) ASDA (ft) LDA (ft) 

13 6,501 6,501 6,501 6,501 

31 6,501 6,501 6,501 5,811 

18 5,001 5,001 5,001 5,001 

36 5,001 5,001 5,001 5,001 

Source: Michael Baker International, Inc. July 2020 

4.7 Taxiway/Taxilane Design Standards 

Runway design standard guidance is provided by FAA Advisory Circular 150/5300-13A 
Change1, Airport Design. HDC’s taxiway design standards are based on Airplane Design 
Group (ADG) III and TDG 3 design criteria for use by the HDC owner -declared Design Aircraft. 

4.7.1 Taxiway Width 

Taxiway pavement width requirements for HDC are based on Airplane Design Group III layout 
geometry and associated fillet design requirements. All HDC taxiways have a width of 50 
feet and fully satisfy ADG III width requirements. 

4.7.2 Taxiway Shoulders 

Unprotected soils adjacent to taxiways are susceptible to erosion, which can result in engine 
ingestion problems for jet engines that overhang the edge of the taxiway pavement. 
However, a dense, well-rooted turf cover as it exist today at HDC can prevent erosion and 
support the occasional passage of aircraft, maintenance equipment, or emergency 
equipment under dry conditions. Two taxiways (Golf and Foxtrot) that were constructed by 
the Louisiana National Guard have paved 25-foot-wide taxiway shoulders. Paved shoulders 
are required for taxiways, taxilanes and aprons accommodating ADG-IV and higher aircraft, 
and are recommended for taxiways, taxilanes and aprons accommodating ADG-III aircraft. 
The FAA minimum recommended taxiway shoulder width for all other ADG III/TDG 3 
designed taxiways is 20 feet. 

4.7.3 Taxiway Safety Area 

The Taxiway Safety Area (TSA) is a defined surface alongside the taxiway and centered about 
the taxiway centerline that is prepared or suitable for reducing the risk of damage to an 
aircraft deviating from the taxiway.  The prescribed TSA width of all ADG-III capable taxiways 
at HDC is 118 feet. 

4.7.4 Taxiway Object Free Area 

The Taxiway Object Free Area (TOFA) is centered on the taxiway centerline. The TOFA 
clearing standards prohibit service vehicle roads, parked aircraft, and other objects, except 
for objects that need to be located in the OFA for air navigation or aircraft ground 
maneuvering purposes. The prescribed TOFA width of all ADG-III taxiways at HDC is 162 feet. 
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4.7.5 Taxiway Design Group 

The TDG is a classification of airplanes based on outer-to-outer Main Gear Width (MGW) 
which is the distance from the outer edge to outer edge of the widest set of main gear tires, 
and the Cockpit to Main Gear distance (CMG) which is the distance from the pilot’s eye to 
the main gear turn center. The layout of all HDC taxiway pavements and their intersection 
with other taxiways and runways should fully comply with prescribed TDG 3 design standards 
that are applicable to ADG-III taxiways.  

The FAA’s TDG taxiway design requirements were first prescribed and published in 
September of 2012 with the issuance of AC 150/5300-13A. The FAA recommends and fully 
supports the upgrade and modification, where applicable, of taxiways and taxiway 
intersection layouts constructed prior to the development of the TDG criteria.  TDG criteria is 
based on ADG-required layout geometry and its associated fillet design. Taxiway intersection 
fillet geometry design is based on the dimensions of the Design Aircraft’s undercarriage, 
which includes the MGW and CMG and the need to provide a minimum Taxiway Edge Safety 
Margin (TESM) width. The prescribed TESM width of full-strength taxiway pavement between 
the outer edge of the landing gear of an airplane with its nose gear on the taxiway centerline 
and the edge of the taxiway pavement to accommodate ADG III aircraft is 10 feet.  

None of the current taxiways at HDC were designed or constructed to fully comply or satisfy 
TDG-3 taxiway design requirements. 

4.7.6 Wingtip Clearance 

Wingtip clearance for ADG-III taxiways at HDC is 34 feet and 22 feet for taxilanes. All HDC 
taxiways fully satisfy these wingtip clearance requirements. 

4.7.7 Centerline to Fixed or Moveable Object 

ADG-III taxiway centerline to fixed or moveable object (FOMA) separation is 93 feet. The 
current distance between the Taxiway Alpha centerline and aircraft tie-downs located along 
the eastern-most edge of the Terminal Apron was estimated to be approximately 70 feet 
placing parked aircraft at that portion of the Terminal Apron within the limits of the ADG III 
FOMA. 

4.7.8 Holding Bays and Aircraft Run-Up Areas 

The purpose of a holding bay and/or aircraft run-up area is to provide space for one aircraft 
to pass another in order to reach the runway end. This reduces airfield delays which can 
result when an aircraft is conducting engine run-ups or pre-flight checks.  

These designated areas can be located within designated portions of apron areas, but 
should not be in proximity of buildings, adjacent roadways, pedestrian sidewalks, and 
parked aircraft.  Aircraft run-up Areas can also be located within taxiway by-pass holding 
bays that are typically located adjacent to taxiways serving the approach end of a runway.  
When by-pass holding bays are used to conduct engine run-ups and testing, their size and 
configuration should accommodate the engine run-up activities of the largest propeller-
driven aircraft that operate at the airport while remaining clear of the taxi movements of 
other aircraft, Safety Areas and Obstacle Free Zones. 
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The airport has no designated or marked aircraft holding bays or run-up areas within which 
pilots can safely conduct pre-flight engine run-ups and systems testing.   It is recommended 
that one or more areas to fully accommodate ADG-III aircraft movements be identified and 
developed for such activities. 

4.7.9 Taxiway Design Standard Compliance Needs Summary 

HDC does not meet ADG-III FOMA safety setback standards when ADG-III aircraft taxi along 
the portion of Taxiway Alpha and parked aircraft are present at the eastern-most edge of the 
Terminal Apron.  None of the current TDG-III taxiway intersection are designed to meet 
TDG-3 fillet geometry or TESM design standards.  It is recommended that the City of 
Hammond address these non-standard taxiway FOMA and TDG-3 non-standards when 
practicable, or at such time that taxiway pavement intersections are rehabilitated or 
constructed. 

4.8 Airfield Facility Requirements 

4.8.1 Lighting 

The airfield lighting at HDC consists of Medium Intensity Runway Lights (MIRLs) located 
along the edge of Runways 13-31 and 18-36. Runways 13, 31, and 36 each are equipped 
with Runway End Identifier Lights (REILs). Runway 18 is equipped with a Medium-Intensity 
Approach Lighting System with Runway Alignment Indicator Lights (MALSR).  Each runway 
end is equipped with Four-light Precision Approach Path Indicator Lights (4-light PAPI). 

4.8.2 Marking and Signage 

Advisory Circular 150/5324-1M, Standards for Airport Markings, contains standards for 
markings used on airport runways, taxiways, and aprons. Runways 13, 31 and 36 are each 
equipped with Non-precision markings.  Runway 18 is equipped with Precision Instrument 
markings.  All taxiways and apron areas at HDC are properly marked and in good condition. 
No issues with airfield signage were identified.  

4.8.3 Based Aircraft Space Requirements 

Although the airport is currently designed to fully accommodate aircraft having ARC B-I 
dimensional characteristics, larger more demanding makes and models of aircraft (i.e., 
having wider wingspans and longer lengths) occasionally operate and base their aircraft at 
the airport. Accordingly, hangar and apron tie-down/parking space needs for based aircraft 
must be identified to accommodate the parking and sheltering needs of these aircraft 
throughout the 20-year planning period.   

Based upon discussions with the Fixed Base Operator (FBO), there is a current and 
anticipated future need for additional aircraft storage space for single-aircraft (i.e., grouped 
T-hangar or single unit), or for multiple-aircraft (i.e., bulk storage). 

Projections of future based aircraft hangar storage and apron tie-down needs were 
developed using the FAA-approved aviation activity forecast for this Master Plan Update and 
the 2018 Base Year distribution of aircraft storage at the airport by aircraft type as reported 
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by the FBO.  As shown in Table 4-9 and for space planning purposes only, the distribution of 
based aircraft was assumed to remain constant throughout the 20-year planning period. 

 

Table 4-9: HDC Based Aircraft Distribution 

 T-Hangars/ 
Shade Hangars 

Conventional 
Box Hangar 

Large Common Use 
Hangar Apron TOTAL 

Single-Engine 62 0 4 18 84 

Multi-Engine 9 0 2 1 12 

Turboprop 4 0 1 0 5 

Jet 0 0 2 0 2 

Helicopter 4 0 3 0 7 

TOTAL 79 0 12 19 110 

 

 T-Hangars/ 
Shade Hangars 

Conventional 
Box Hangar 

Large Common Use 
Hangar Apron TOTAL 

Single-Engine 74% 0% 5% 21% 100% 

Multi-Engine 72% 0% 14% 14% 100% 

Turboprop 83% 0% 17% 0% 100% 

Jet 0% 0% 100% 0% 100% 

Helicopter 57% 0% 43% 0% 100% 

Source: Compiled by Michael Baker International, July 2021 

The identification of needed based aircraft hangar space, or the location, layout and spacing 
for apron tie-downs vary for each airport by type of aircraft depending upon make and model 
of aircraft that are known to currently operate at the airport, or that are anticipated to 
operate at the airport (i.e., single-engine, multi-engine, turbo-prop, jet and rotorcraft). 

When determining based aircraft hangar and apron tie-down space requirements, the 
aircraft size (i.e., wingspan and length), as well as the two-dimensional envelope within 
which the aircraft will be operated, stored, or tied down must also be considered.   

For example, bulk hangar operators typically utilize best-practice methods in the towing, 
placement, and separation of aircraft.  When determining apron tie-down space 
requirements, the aircraft wingspan, length, and safety-related separation must be 
considered, as well as the Object Free Area dimensional setbacks from each taxilane 
centerline to provide power-in/power-out taxi movement capabilities to and from each tie-
down position.   

Utilizing published aircraft dimensional data, guidance prescribed in FAA AC 150/5300-13A, 
Change 1, Airport Design, Appendix 5, the based aircraft hangar and tie-down space needs 
were identified and documented as listed in Table 4-10 and shown in Figures 4-1 through 
4-5.  
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Table 4-10: Based Aircraft Space Requirements 

Space Requirements Representative Aircraft Apron Tie-Down 
(Square Yards) 

Bulk Hangar 
(Square Feet) 

ADG-I Single-Engine Cessna 172 713 2,024 

ADG-I Multi-Engine Beech 100 972 3,248 

ADG-II Cabin-Class Jet Citation X 1,890 6,612 

ADG-I Helicopter Eurocopter 135 713 2,436 

Compiled by Michael Baker International, July 2021 

Utilizing the 2018 distribution of based aircraft by type as shown in Table 4-11, the aircraft-
specific dimensional storage and tie-down requirements listed in Table 4-12 and the 
forecast of based aircraft in Table 4-13, hangar and apron tie-down space requirements for 
based aircraft were determined for each forecast year by aircraft type and are listed in 
Table 4-14.  

 

Table 4-11: HDC Forecast of Based Aircraft 
Type 2018 2018 2023 2028 2033 

Single-Engine 
(Non-Jet) 

84 88 94 102 110 

Multi-Engine 
(Non-Jet) 

12 16 18 20 23 

Turboprop 5 7 9 12 13 

Rotorcraft 7 7 7 7 8 

Jets 2 2 3 3 3 

Total Based Aircraft 110 120 131 144 157 

Source: Table 3-19. 
Compiled by Michael Baker International, July 2021 
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Table 4-12: HDC Based Aircraft Storage Analysis 

 2018 2018 2023 2028 2033 

Apron Tie-Downs Spaces SY Spaces SY Spaces SY Spaces SY Spaces SY 

Existing 63 44,919 63 44,919 63 44,919 63 44,919 63 44,919 

Needed 19 14,065 20 14,778 23 17,176 24 17,889 26 19,315 

Surplus/(Deficit) 44 30,854 43 30,141 40 27,743 39 27,030 37 25,604 

 

Bulk Hangar Space SF SF SF SF SF 

Existing 32,481 32,481 32,481 32,481 32,481 

Needed 28,928 38,072 49,956 53,204 55,228 

Surplus/(Deficit) 3,553 (5,591) (17,475) (20,723) (22,747) 

 

Single Unit Hangars Units Units Units Units Units 

Existing 94 94 94 94 94 

Needed 79 88 94 104 114 

Surplus/(Deficit) 15 6 0 (10) (20) 

Compiled by Michael Baker International, July 2021 

The projection of future required hangar space was based solely upon the 2018 distribution 
of based aircraft by type of storage available. This assumption, however, may be found to be 
unrealistic in that the existing distribution of based aircraft is typically predicated upon 
aircraft owner preference to utilize covered hangar space based on size and frequency of 
use.  

Based on the evidence of latent demand for additional single-unit hangar space at the 
airport, it was assumed that regardless of the existing distribution of based aircraft, the 
availability, and aircraft owner preference for single-unit aircraft storage will most likely 
dictate the development and timing for single-unit or grouped T-hangar development. It is 
further assumed that hangar facilities will mostly likely be constructed as demand dictates, 
and that based upon available funding opportunities, the City of Hammond will continue to 
develop expand its offering of grouped Box-type hangars along the east side of the airport. 
For long-range planning purposes, it was assumed that development of larger privately-
owned bulk-style hangars will be needed to support FBO or other commercial aircraft 
maintenance activities that are anticipated to occur throughout the 20-year planning period.  

4.8.4 Itinerant Aircraft Space Requirements 

Itinerant aprons provide for the movement and parking of visiting aircraft (i.e., transient 
aircraft) that choose to operate at the airport. Itinerant apron space determinations are 
typically based upon calculated current and projected future Peak Month Average Day 
(PMAD) aircraft activity levels, relative percentage mix of local and transient operations, and 
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aircraft type and size. Utilizing industry accepted FAA planning guidance31 the following 
procedural planning steps were used to identify required itinerant aircraft apron space: 

Step 1. Determine Peak Month Average Day Operations (PMAD) aircraft operations 
for 2018 Base year and all forecast planning years as listed in the Forecast Chapter, 
Table 3-19. 
 
Step 2. Increase PMAD aircraft operations by 10 percent. 
 
Step 3. Determine relative percentage mix of local and itinerant aircraft operations as 
listed in the Forecast Chapter, Table 3-15 (Average of 37 percent of the total aircraft 
operations) 
 
Step 4. Derive total itinerant operations by multiplying value derived in Step 2 by the 
itinerant percentage value.  
 
Step 5. Multiply value derived in Step 5 by 50 percent (itinerant arrivals).   
 
Step 6. Assume that 50 percent of all itinerant arrival operations require apron 
space. 
 
Step 7. Increase value derived in Step 7 by 10 percent.  

Table 4-13 shows the itinerant apron area needs assessment for the 20-year planning 
period following this methodology.   

 

Table 4-13: HDC Itinerant Apron Area Needs Assessment 
Step 2018 2023 2028 2033 2038 

1 Peak Month Average Day Operations 338 352 365 380 395 

2 Increase by 10% 372 387 402 418 435 

3 Percent Itinerant Traffic  
(Assumed to Remain Constant) 37% 37% 37% 37% 37% 

4 Total Itinerant Operations 137 143 148 155 161 

5 One-Half of Itinerant Operations (Landings) 69 72 74 78 81 

6 Assumed 50% Need Transient Apron Space 35 36 37 39 41 

7 Increase This Area by 10% 39 40 41 43 45 

 Total Itinerant Aircraft Requiring Apron 39 40 41 43 45 

Sources: Table 3- FAA AC 150/5300-13 Changes 1-18, Airport Design, Appendix 5, page 117; 
Michael Baker International, July 2021 

 

 
31 FAA AC 150/5300-13 Changes 1-18, Airport Design, Appendix 5, page 117 
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Tables 4-14 and 4-15 list the assumed relative percentile distribution of itinerant aircraft 
operations by type and resultant number of operations by type respectively. When 
mathematically distributing assignment of aircraft by type, whole numbers of aircraft were 
utilized for conservative planning purposes. 

 

Table 4-14: HDC Aircraft Operations Forecast Percentiles 

Year Single 
Engine Multi Engine Turboprop GA Jet Helicopter Total 

2018 91% 5% 1% 2% 1% 100% 

2023 88% 6% 2% 3% 1% 100% 

2028 86% 7% 3% 3% 1% 100% 

2033 81% 8% 6% 4% 1% 100% 

2038 74% 10% 10% 5% 1% 100% 

Source: Table 3-17 
Michael Baker International, July 2021 

 

Table 4-15: Itinerant Aircraft Terminal Apron Needs by Aircraft Type1 

Year Single 
Engine Multi Engine Turboprop GA Jet Helicopter Total 

2018 35 2 1 1 0 39 

2023 35 2 1 1 1 40 

2028 35 3 1 1 1 41 

2033 35 3 2 2 1 43 

2038 33 5 5 2 1 45 

Sources: Table 4-14; Michael Baker International, July 2021 
¹ Assignment to whole number values. 

Table 4-16 shows the spacing requirements in square yards for the aircraft fleet mix. The 
basis for this spacing was determined by analyzing itinerant GA aircraft having operational 
and physical characteristic ranging from ADG A-I through C-II that are known to currently 
operate, or are anticipated to operate at HDC as shown in Figures 4-1 to 4-5.  The spacing 
requirements are based upon the assumption that, over time, there will be a marked shift in 
the overall fleet of aircraft that will operate at HDC, particularly itinerant jet aircraft of 
various sizes. It was further assumed that larger general aviation jet aircraft will frequent the 
terminal apron, therefore requiring addition itinerant parking space. 
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Table 4-16: Fleet Mix Spacing Requirements by Aircraft Type 

 Single Engine Multi Engine 
TurboProp 

Medium GA 
Jet Large GA Jet Helicopter 

Space Needs 
(Square Yards) 713 972 1,890 2,379 713 

Source: Michael Baker International, July 2021  

Using the itinerant aircraft fleet mix by type and the respective spacing requirements by 
aircraft type, it is anticipated that additional itinerant apron area is needed today and 
through the 20-year planning period. The existing general aviation terminal itinerant apron 
area is currently 10,340 square yards and is based upon the need to provide ADG-III taxiway 
object free setback of 93-foot setback from the Taxiway Alpha centerline to accommodate 
the taxi movements of the B-III U.S. Customs and Border Control’s DHC-8 turboprop aircraft, 
and 57.5-foot setbacks along the remaining edges of the terminal apron to accommodate 
ADG-II itinerant aircraft. Table 4-17 shows the aircraft-specific and total itinerant apron area 
needs.  

 

Table 4-17: Itinerant Apron Area Needs by Fleet Mix (Square Yards) 

Year Single 
Engine 

Multi 
Engine/Turboprop 

Medium 
GA Jet 

Large 
GA Jet Helicopter Total Existing 

Surplus/ 
(Deficit) 

2018 24,955 2,916 1,890   29,761 8,651 (21,110) 

2018 24,955 2,916 1,890  713 30,474 8,651 (21,823) 

2023 24,955 3,888 1,890  713 31,486 8,651 (22,835) 

2028 24,955 4,860  2,390 713 32,198 8,651 (23,547) 

2033 23,529 9,720  2,390 713 36,352 8,651 (27,701) 

Source: Michael Baker International, July 2021 

4.8.5 Other Visual and Electronic Navigational Aids (NAVAIDS) 

The remaining compliment of visual and electronic NAVAIDS located on or in proximity to 
HDC include the following: 

• Airport Rotating Beacon 
• VOR (HMU) Inoperative 
• Runway 18 ILS (I-HPF) 
• Runway 18 Localizer 
• Runway 18 Glide Slope 
• Runway Marker Beacons (NDB (HP) Located 5.1 miles south) 
• Automatic Weather Observation Stations (AWOS) 
• UNICOM Radio 

With the exception of the VOR facility, each of these NAVAIDS are in good condition but 
should be monitored throughout the planning period for maintenance issues or if 
replacement is deemed necessary.  
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4.8.6 Windsock/Segmented Circle 

HDC’s Primary lighted Wind Tee is located between Taxiway Alpha and Runway 18-36 
southwest of the runway intersection.  A Supplemental Wind Cone is located between the 
north end of Taxiway Alpha and Runway 13-31. The Wind Tee and Supplemental Wind Cone 
are in fair condition and are anticipated to adequately serve the airport through the 
foreseeable future with routine maintenance and upkeep. 

4.8.7 Security Fencing 

Security fencing at HDC is adequate and well maintained. Fencing should be monitored 
throughout the planning period.  

4.9 Airport Support Facilities 

This section addresses the General Aviation (GA) facility requirements based on current and 
projected levels of local and itinerant traffic.  

4.9.1 General Aviation Terminal 

The HDC GA Terminal building was estimated to 3,100 square feet in size with a usable 
interior space of approximately 2,600.  The terminal facilities include: 

• Waiting Area 
• Pilot Lounge/Flight Planning Room  
• Manager’s Office 
• Administration Support Office 
• Leasable Office Space 
• Public Restroom 
• Conference Room 
• Breakroom, and 
• Public and Administration Parking (15 Spaces) 

The net functional interior space dedicated the support of general aviation support and retail 
activities was estimated to be approximately 650 square feet. 

The following planning assumptions were used to assess functional passenger terminal 
space based upon Peak Hour passenger movements: 

• Peak Day Operations = Peak Month / 30.42 days (365/52) 
• Peak Hour Operations = 10% of Peak Day 
• Average of 2.5 passengers per general aviation operation 
• Total Peak Hour Passengers = Peak Hour Operations X 2.5 Passengers 
• Peak Hour Passengers require a total of 50 square feet (sf) of space 

o Common waiting area – 15 sf 
o FBO retail area - 3 sf 
o Public Convenience – 2 sf 
o Concessions – 5 sf 
o Circulation – 25 sf 
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As shown in Table 4-18, based upon these planning assumptions and the forecast of Peak 
Hour passenger movements at HDC, new and expanded general aviation/FBO terminal 
facility space is and will be required. 

 

Table 4-18: HDC Terminal Area Requirements  

Year 

Peak Day 
Operations 

(Peak 
Month/30.42) 

Peak Hour 
Operations 

(10% of 
Peak Day) 

Passengers 
Per 

Operation 

Total Peak 
Hour 

Passengers 

Space 
Needs Per 
Passenger¹ 

(SF) 

Total 
Space 
Needs 

(SF) 

Existing 
Function 

GA 
Space 
(SF) 

Surplus/ 
(Deficit) 

(SF) 

2018 338 34 2.5 85 50 4,250 650 (3,600) 

2023 352 35 2.5 88 50 4,400 650 (3,750) 

2028 365 37 2.5 93 50 4,650 650 (4,000) 

2033 380 38 2.5 95 50 4,750 650 (4,100) 

2038 395 40 2.5 100 50 5,000 650 (4,350) 

Source: Michael Baker International, July 2021 
Note: 
¹ General Planning Area Needs (SF): Common Waiting Area: 15, FBO Retail: 3, Public Convenience: 2, Concessions: 5, Circulation: 25. 

4.9.2 Fueling Facilities 

Using HDC 2018 Base Forecast Year, the assessment of aircraft fuel storage capacity was 
based upon the following methodology: 

Step 1. Compilation of total annual aircraft operational activity by type (i.e., Piston 
versus Jet/Rotorcraft). 
 
Step 2. Compilation of the total annual fuel flowage by type (i.e., 100-Low Lead 
(AVGAS) and jet-A). 
 
Step 3. Derivation of the relative operational split between piston and jet/rotorcraft 
aircraft operations as previously listed in the Forecast of Aviation Activity (See 
Table 3-13, Aircraft Operations Forecast Percentiles). 
 
Step 4: Derivation of the fuel flow (by type) per aircraft operation (by type).  These 
respective ratios were held constant for all future forecast periods. 
 
Step 5: Derivation of Average Daily Fuel Flowage (by type),  
 
Step 6: Derivation of 14 Day Fuel Flowage (by type),  
 
Step 7: Assessed of AVGAS and Jet-A 14-day storage needs considering existing 
storage capacity (by fuel type).   
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The following planning assumptions were used to assess the existing aircraft fuel storage 
capacity and capabilities of the existing aircraft fuel storage facilities: 

• Existing aviation fuel storage capacities are fixed and adequate,  
• Purchase of aviation fuels (by type) is not constrained by price and/or delivery time, 
• Aviation fuel (by type) is purchased as demand dictates to provide a minimum 14-day 

supply level. 

Based upon discussions with the sole FBO, the existing aircraft fuel storage facilities are 
adequate and sufficient.  It is recognized, however, that although excess fuel storage 
capacity exists today, the need for additional storage capacity may be desired to maintain a 
14-day supply as aircraft activity levels increase throughout the 20-year planning period.  

The assessment of aircraft fuel storage need is listed in Table 4-19. 

 

Table 4-19: HDC Fuel Storage Requirements 
(14-Day Supply in Gallons) 

2018 AVGAS JET-A 

Existing Capacity 14,000 12,000 

Required Capacity for 14-Day Supply 4,738 3,025 

Surplus/(Deficit) 9,262 8,975 

 

2023 AVGAS JET-A 

Existing Capacity 14,000 12,000 

Required Capacity for 14-Day Supply 5,053 3,226 

Surplus/(Deficit) 9,847 8,774 

 

2028 AVGAS JET-A 

Existing Capacity 14,000 12,000 

Required Capacity for 14-Day Supply 5,412 3,800 

Surplus/(Deficit) 8,588 8,200 

 

2033 AVGAS JET-A 

Existing Capacity 14,000 12,000 

Required Capacity for 14-Day Supply 5,775 4,424 

Surplus/(Deficit) 8,225 7,576 

Source: Michael Baker International, July 2021 
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4.9.3 Ground Access 

Ground Access the HDC via Route 190, Pride Drive, North Airport Road, and Industrial Park 
Road were deemed to be adequate with no required widening or level of service 
improvements.  It is anticipated that as future general aviation and commercial/retail on-
airport development opportunities are identified, new roads into the airport via curb cuts to 
Route 190 will be developed as needed.  Further, it is envisioned that a future connecting 
into the mid-south airport area will be develop at or near South Airport Road. 

4.9.4 Automobile Parking 

Automobile parking at HDC is adequate for current operational needs of the current 2,600 
Square foot Terminal building.  Parking for 15 automobiles is currently provided at the 
terminal building. If new airport hangar and/or other support facilities are constructed, more 
parking will be required to meet anticipated increased demand. 

4.10 Airport Security 

The Transportation Security Administration (TSA) has developed guidance, in cooperation 
with the General Aviation (GA) community, to provide GA airport owners, operations, and 
users with guidelines and recommendations that address aviation security concepts, 
technology, and enhancements. These guidelines and recommendations are found within 
Information Publication A-001, Security Guidelines for General Aviation Airports, published 
in May 2004.  

The TSA uses an airport characteristics measuring tool that includes airport location, 
runways, and based aircraft to assess the most appropriate security enhancements for the 
Airport. Each airport is assigned a certain point value that is calculated considering the 
airport’s location, number and types of based aircraft, runway length and surface 
characteristics, and number and types of aircraft operations. The airport’s value is the 
compared to the TSA’s recommended security features to evaluate whether additional 
security features may be appropriate. A point value of 34 was calculated for HDC, which 
means that all security features shown in the “25-44 Point Range” are recommended. 
Table 4-20 lists TSA recommended security features and HDC’s compliance with these 
features.  

 

 

 

The remainder of this page is intentionally left blank. 
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Table 4-20: Analysis of TSA Recommended Security Features 

TSA Recommended Security Feature 
Point Range/Applicable Security Feature HDC 

Status >45 25-44 15-24 0-14 

Fencing      

Hangars      

Closed Circuit Television (CCTV)      

Intrusion Detection System      

Access Controls      

Lighting System      

Personnel ID System      

Vehicle ID System      

Challenge Procedures      

Law Enforcement Support      

Security Committee      

Pilot Sign-In/Out Procedures      

Signs      

Documented Security Procedures      

Positive Passenger/Cargo ID      

All Aircraft Secured      

Community Watch Program      

Contact List      

Source: TSA Security Guidelines for General Aviation Airports, May 2004.  

Although HDC currently satisfies the security features suggested by TSA, it is recommended 
that the airport’s older existing code-entry access control system be upgraded to a more 
secure proximity card system in the future. Since a higher level of administrative oversight is 
typically associated with such systems, the City of Hammond will also need to evaluate its 
ability to administer the proximity system at that time. In the future, it is recommended that 
the City periodically evaluate the need to accommodate expanded coverage and additional 
access points.   

In the future, it is recommended that the security lighting system be connected to an 
emergency power source, when available. Also, LED lighting should be incorporated with 
planned hangar and apron expansion at HDC in the future.  
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4.11 Summary of Facility Needs 

Table 4-21 identifies and summaries HDC’s facility requirements. The following table 
presents recommendations to satisfy these facility requirements.  

 

Table 4-21: Summary of Facility Requirements 
Category Requirements 

Airfield Capacity and Configuration No Improvements Recommended 

Design Aircraft and Airport Reference Code (ARC) B-III Bombardier DHC8-200 / 300 

Runway Strength No Improvements Recommended 

Instrument Approaches Future FAA Development of LPV Non-Precision 
Vertical Approach Capabilities for Runways 13 and 
31 

Runway Design Standards Runway Blast Pads Required, Shoulders 
Recommended  

Taxiway Design Standards Taxiway intersection design and fillet geometry 
improvements to TDG 3 standards when 
practicable or required by rehabilitation or mew 
construction.  Relocation of eastern-most Terminal 
Apron tie down position west of Taxiway Alpha to 
meet ADG III FOMA. 

Airfield Lighting No Improvements Recommended 

Airfield Markings No Improvements Recommended 

Airfield Signage No Improvements Recommended 

Navigational Aids No Improvements Recommended 

Aircraft Apron Area Additional Apron Space to fully accommodate ADG-
II aircraft parking and taxi path movement 

Based Aircraft Hangars Additional City-Owned Box Hangars 

Airport Terminal New and expanded City General Aviation Terminal 
Building needed today and in future 

Automobile Access No Improvements Recommended 

Automobile Parking No Improvements Recommended 

Airport Electrical Vault Existing airport electrical vault to be relocated. 

Airport Security Analysis Evaluate Deficiencies Based on Table 4-20 

Source: Michael Baker International, July 2021 
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5 IMPLEMENTATION PLAN 

5.1 Introduction 

The primary objective of this chapter is to develop a long-term Capital Improvement Program 
(CIP) for the Hammond Northshore Regional Airport (HDC). The CIP presented herein 
describes the staging of proposed improvements and identifies potential sources of funding 
the improvements in the future.  It is the intent of this implementation plan to provide 
general financial guidance to the City of Hammond (the City) for making policy decisions 
regarding the recommended development of the airport over the 20-year development 
period.  The information in this chapter presents a preliminary review of the CIP for HDC. 

5.2 20-Year Phased Airport Development Plan 

The 20-Year Phased Airport Capital Improvement Plan may change from year to year in 
response to changing conditions. Therefore, the facility implementation plan should be 
prepared so that it is easy to update after the Master Plan is completed. For example, future 
aviation activity may grow more quickly than the initial facilities implementation plan 
anticipated, requiring modification of the plan to allow earlier implementation of projects. It 
should be more detailed in its early years than in the later years to reflect the imprecise 
nature of long-range facility planning. 

5.2.1 Short Term Capital Improvement Plan Development Projects (2021-2026) 

5.2.1.1 Relocate Displaced Runway 31 Threshold to End of Runway 
This capital improvement project serves to relocate the current Runway 31 690-foot 
displaced threshold to the physical end of the runway.  The threshold displacement is 
currently required due to the presence of trees that are located to the southeast along the 
extended runway centerline on privately-owned land parcels that were recently acquired by 
the City. 

A variety of project-related actions have been completed by the City that include: 

• the City’s acquisition of privately-owned land parcels. (Note: Acquisition of Aviation 
Easements of addition land areas encompassed the outer extents of future 
associated Runway Protection Zones (RPZs) are recommended and graphically 
depicted within the Airport Layout Drawing, recommended, but cannot be priced in 
advance.) 

• development of plans necessary to clear natural and man-made objects that 
currently penetrate overlying protected navigable airspace. 

• Initiation of Environmental Assessment related to the planned clearing of trees along 
the extended runway centerline and the clearing and leveling of the land to 
accommodate the future installation of a Medium Intensity Approach Lighting System 
with Runway Alignment Indicator Lights (MALSR) and to provide clear open land 
areas within the Approach and Departure Runway Protection Zones that would begin 
200 feet beyond the end of the runway. 

The following related study or runway facility improvement actions would likely occur: 
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CIP Number / Implementation Year: 

• 1 / 2021 Clearing of trees from newly-acquired land areas southeast of 
Runway 13-31. 

• 2 / 2022 Commissioning of a Preliminary Engineering Report to identify needed 
modification of current runway lighting and marking all related to the relocation of the 
current Runway 31 displaced threshold that would include a Runway Surface 
Analysis and identification of viable and prudent action alternatives. 

• 3 / 2022 Commissioning and completion of an Environmental Assessment, 
Airspace Obstruction Study, RPZ Alternatives Analysis Study and a Threshold 
Relocation Study for the relocation of the Runway 31 threshold.  An Airspace 
Obstruction Study would be conducted by the FAA at time of the City’s filing of FAA 
Form 7480-1, Notice for Construction, Alteration and Deactivation of Airports that 
would report the City’s intent to relocate the Runway 31 threshold. As initiated by 
that filing by the City, the FAA would conduct one or more aeronautical Studies to 
examine the feasibility of developing and commissioning LPV Vertically-Guided 
Instrument Approach capabilities for Runway 31. 

A Runway Protection Zone Alternatives Study may be required if requested by the FAA 
based upon its September 27, 2012 Memorandum, Interim Guidance on Land Uses 
Within a Runway protection Zone.   

Environmental due diligence required as part of these recommended construction 
activities may possibly include a Short-Form Environmental Assessment (EA) or a 
complete EA to document potential changes on air quality and/or aircraft generated 
nose impacts related to the threshold relocation and the City’s related planned future 
installation and commissioning of a MASLR approach light system to serve Runway 
31 in the Mid-term planning period. 

• 4 / 2022 Develop Threshold Recovery Runway 31 (Design) 
• 5 / 2023 Threshold Recovery - Relocate Threshold 690 feet Southeast to 

Runway End (Construction) 

5.2.1.2 Lighting and Signage Rehabilitation 
This capital improvement project serves to rehabilitate selected portions of the airport’s 
current airfield lighting and signage. The need for environmental due diligence is not 
anticipated for these proposed actions.  

The following related study or runway facility improvement actions would likely occur: 

CIP Number / Implementation Year: 

• 6 / 2022 (Taxiway Bravo, Charlie, and Delta) Airfield Lighting & Signage Rehab 
(Phase I) - Construction 

• 7 / 2022 (Taxiway Bravo, Charlie, and Delta) Airfield Lighting & Signage Rehab 
(Continue Phase I) (Construction) 

• 8 / 2022 (Taxiway Echo and North Portion of Taxiway Alpha) Airfield Lighting & 
Signage Rehab (Phase II) (Design) 
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• 10 / 2023 (Taxiway Echo and North Portion of Taxiway Alpha) Airfield Lighting & 
Signage Rehab (Phase II) (Construction) 

• 16 / 2024 (Taxiway Echo and North Portion of Taxiway Alpha) Airfield Lighting & 
Signage Rehab (Continued Phase II) (Construction) 

• 14 / 2024 Terminal Apron Joint Repair and Joint Reseal (Construction) 
• 15 / 2024 (Runway 13-31 and North Portion of Taxiway Alpha) Airfield Pavement 

Sealcoat & Markings (Design & Construction) 
• 22 / 2026 (Southern Portion of Taxiway Alpha and Bravo) Joint Reseal 
• 27 / 2026 Runway Resurfacing in Mid Term for Runways Based on State LADOTD 

PCI Inventory and pavement useful life assessments 

5.2.1.3 Extension of Taxiway Delta 
This capital improvement project extends Taxiway Delta northward from Taxiway Golf to 
Taxiway Foxtrot. The southern portion of the taxiway would continue to serve as a partial 
parallel taxiway along the northeast side of Runway 13-31, but would, when extended to the 
north, also serve as a similar partial parallel taxiway along the east side of Runway 18-36.  

Environmental due diligence required as part of these recommended construction activities 
may possibly include either a Categorical Exclusion (CATEX) or a Short-Form Environmental 
Assessment (Short-Form EA). 

The following related study or runway facility improvement actions would likely occur:  

CIP Number / Implementation Year: 

• 18 / 2025 Extension of Taxiway Delta to Taxiway Foxtrot - Environmental 
Assessment  

• 23 / 2026 Extension of Taxiway Delta to Taxiway Foxtrot 

5.2.1.4 Realignment of Taxiway Alpha 
This capital improvement project would relocate the north/south portion of Taxiway Alpha 
and its centerline approximately 119 feet to the east to establish a 400-foot taxiway-to-
runway centerline separation between Taxiway Alpha and Runway 18-36.  This eastward 
shift of the taxiway would also serve to provide the required ADG-III Taxiway Object Free Area 
width outside of current and potentially expanded West General Aviation Development Area 
apron edge aircraft tiedowns positions.  The demolition and northward relocation of Taxiway 
Connector Alpha 3 is also recommended to eliminate an existing non-recommended taxiway 
layout that currently allows a pilot’s direct and unimpeded access from an apron area to the 
runway environment without the requirement to execute at least two 90-degree turns.  As 
part of this relocation of a portion of Taxiway Alpha, the addition of an Aircraft Holding Bay 
and the demolition and removal of the remaining portions of the decommissioned and 
abandoned runway are also recommended at time of construction to reduce mobilization 
costs.  Environmental due diligence required as part of these recommended construction 
activities may possibly include either a CATEX or a Short-Form EA. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 
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CIP Number / Implementation Year: 

• 19 / 2025 Taxiway Alpha Re-alignment - Environmental Assessment /Design 
• 22 / 2026 Realignment of Taxiway Alpha and Construct Aircraft Holding Bay 
• 28 / 2026 Construction of New Alpha 3 
• 29 / 2026 Removal of Former Taxiway Alpha3 
• 30 / 2026 Removal of Old Runway Pavement (Phase I) 
• 31 / 2026 Removal of Old Runway Pavement (Phase II) 

5.2.1.5 Airfield Drainage Improvements 
This capital improvement project would represent the City’s on-going drainage improvement 
program and would include:  

CIP Number / Implementation Year: 

• 20 / 2025 Drainage Improvements Phase IV  
• 25 / 2026 Drainage Improvements Phase V 

The need for environmental due diligence is not anticipated for these proposed actions. 

• 9 / 2022 Phased Construction Single Row of Box Hangars (2) 
• 10 / 2023 (Taxiway Echo and North Portion of Taxiway Alpha) Airfield Lighting & 

Signage Rehab (Phase II) (Construction) 

5.2.1.6 Phased Development of Box Hangars (10-45' X 40' Each) 
The City’s plan for the continued development of in-line box hangars adjacent to and east of 
the existing row of box hangars located within the airport’s north end of the East General 
Aviation Development Area.  This planned expansion of the box hangar facilities will include 
the addition of curb-cut and gate access from Industrial Park Road, new taxilane access via 
Taxiway Charlie, and paved ADG-I taxilanes between each row of Box Hangars. 

Environmental due diligence required as part of these recommended construction activities 
may possibly include either a CATEX or a Short-Form EA. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 11 / 2022 Construction of Box Hangar Apron 
• 12 / 2022 Construction of Box Hangar Access Road 
• 13 / 2023 Construction of Two of Ten Box Hangars 
• 17 / 2024 Construction of Two of Ten Box Hangars 
• 21 / 2025 Construction of Two of Ten Box Hangars 
• 26 / 2026 Construction of Two of Ten Box Hangars 
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5.2.1.7 Widen Existing Taxiway Fillet Geometry as Required 
Numerous existing taxiway-to-taxiway, or taxiway-to-runway pavement intersection 
geometries do not fully comply to current FAA airport design standards that serve to provide 
adequate Edge Safety Margins for the inner-most when of aircraft when executing 90-degree 
taxi turns.  Although identified, some or all of the recommended taxiway fillet geometry 
improvements may be addressed or reconstructed on an as-needed basis for airport 
compliance or for safety enhancement considerations.  Some may be postponed indefinitely 
recognizing that planned taxiway improvements will incorporate and fully address those 
taxiway fillet design elements at time of construction. The need for environmental due 
diligence is not anticipated for these proposed actions. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 32 / 2026 Widening Taxiway Foxtrot Fillet 
• 33 / 2026 Widening West Taxiway Bravo Fillets 
• 34 / 2026 Widening East Taxiway Bravo Fillets 
• 35 / 2026 Widening Taxiway Northwest Taxiway Echo Fillets 
• 36 / 2026 Widening Taxiway Northeast Taxiway Echo Fillets 
• 37 / 2026 Widening Taxiway Southwest Taxiway Echo Fillets 
• 38 / 2026 Widening Taxiway Southeast Taxiway Echo Fillets 
• 39 / 2026 Widening Taxiway Echo Fillet at Runway 18 

5.2.2 Mid-Term Capital Improvement Plan Development Projects (2027-2031) 

5.2.2.1 Clearing and Grading of Land to Accommodate 
New Runway 31 MALSR Light Lane 

When the current Runway 31 threshold is relocated to the southeast to the end of the 
runway, it is the City’s long-range plan to improve the instrument approach capabilities for 
Runway 31.  Accordingly, the City plans to install and commission a MALSR approach 
lighting system when demand or funding availability dictates.  As previously addressed and 
part of the tree clearing program, the clearing of natural vegetation (i.e., trees and bushes) 
will be required to protect the visibility of the approach light system.  The City’s previous EA 
related to the clearing of trees within the existing and newly-acquired land areas should 
cover any proposed disturbance of natural environmental features in this area. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 40 / 2027 Runway 31 LPV MALSR Light Lane Tree Clearing North of US Highway 
190 

• 41 / 2027 Runway 31 LPV MALSR Light Lane Tree Clearing South of US Highway 
190 
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5.2.2.2 Construction of New Taxiways and Taxiway Connectors 
The Near-, Mid-, and Long-Term recommended airfield improvements include the 
reconfiguration of existing taxiways and the development of and later ultimate extension of 
newly constructed taxiways. These taxiway facility improvements will, individually and 
collectively serve to provide needed taxi path access to all runways from both the east and 
west General Aviation Development Areas as well as providing a much-needed east/west 
crossfield taxiway system. 

Environmental due diligence required as part of these recommended construction activities 
may possibly include either a CATEX or a Short-Form EA. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 42 / 2028 Construction of New Extended Crossfield Taxiway Golf 
• 43 / 2029 Construction of New Alpha 5 Connecting to Extended Crossfield 

Taxiway Golf 
• 44 / 2029 Construction of New Echo and Echo 1 (Future Echo 2) 
• 45 / 2029 Construction of New Echo 2 Future Echo 3 
• 46 / 2029 Construction of Echo Aircraft Run Up Pad 
• 47 / 2029 Demolish Taxiway Echo North 
• 48 / 2029 Demolish Taxiway Echo South 
• 49 / 2030 Extend Taxiway Delta to Runway 18 end 

5.2.2.3 Continued Development of Various Runway NAVAID and Facility Improvements 
The City plans to enhance the physical design and instrument approach capabilities of all 
runways.  It is recommended that each runway end have blast pads to reduce the erosive 
effect of jet blast and prop wash on the surrounding surfaces beyond each runway end.  The 
installation and commissioning of a MALSR approach lighting system to serve Runway 31 is 
recommended to occur when the frequency of larger general aviation jet activity occurs and 
funding for such facility is available. Within the Mid-term planning period.  On-going 
assessment and upgrade to all runway pavement is recommended to occur at such time 
that the PCI value falls below the acceptable ranking pavement condition index value.  It is 
important to note that delay of such runway pavement improvements serves to directly 
increase the rate of pavement failure while also increasing the over cost to initiate and 
complete needed pavement repairs.  It is further recommended that the need, scheduling 
and funding for such pavement PCI enhancements follow, or be in line with LADOTD PCI 
assessments and recommendations. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

Environmental due diligence required as part of these recommended construction activities 
would be limited to the construction of all blast pads.  No further environmental due 
diligence should be required for the City’s planned installation and commissioning of the 
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Runway 31 MALSR approach lighting facility should be required as it should have been 
previously addressed and assessed as part of the Short-Form or complete EA for the 
planned relocation of the Runway 31 threshold.  No environmental due diligence should be 
required for the upgrade of the runway pavement PCI ratings. 

CIP Numbers / Implementation Year: 

• 50 / 2030 Construction of Runway 36 Blast Pad 
• 51 / 2030 Construction of Runway 31 Blast Pad 
• 52 / 2030 Installation of Runway 31 LPV MALSR 
• 70 / 2031 Conduct Runway PCI Upgrades 
• 80 / 2035 Conduct Runway 36 LPV MALSR Light Lane Grading 
• 81 / 2035 Installation of Runway 36 LPV MALSR 

5.2.2.4 Continued Phased Development of Box Hangars 
The City’s continued development of in-line box hangars adjacent to the last completed in-
line row of box hangars within the East General Aviation Development Area is recommended 
based upon demand for such facilities and the availability of funding participation by the 
State.  The need for environmental due diligence is not anticipated for these proposed 
actions. 

As part of this airfield development and capital improvement project, the following action is 
recommended: 

CIP Number / Implementation Year: 

• 53 / 2031 Construction of Box Hangars (20) 45'x40' Each 

5.2.2.5 Continued Demand Driven Development of 
Miscellaneous General Aviation Facilities 

The East General Aviation Terminal Area is comprised of a variety of city-owned and 
operated, privately- and commercially-operated general aviation facilities that are located 
parallel to and access by Industrial Park Road. The City plans to develop the remaining all 
previously disturbed, but open undeveloped areas within this area of the airport.  Although 
the size and type of hangar facilities and associated apron areas that would likely be 
developed in this area is unknown, for planning purposes, it was assumed for mid- and long-
term planning purposes that the various areas and parcels available for long-term lease and 
development of would support the construction of stand-along conventional or corporate-
style box hangars would likely be developed by private interests as demand and type dictate.  

It was further assumed that the existing open expanse of paved apron that was formerly 
developed and used by the Louisiana Army National Guard would be utilized by the City for 
the development of a common-use aircraft tie-down apron facility able to accommodate the 
movement and tie-down parking of ADG-I and ADG-II aircraft  

It was also assumed that the City terminates the month-to-month leased land areas 
occupied by a mix of various-sized smaller hangars, the recaptured additional of the terminal 
apron and expansion of an estimated 14,840 square yards of newly-constructed apron to 
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the north and south of will provide the opportunity for similar development of stand-alone 
conventional or box hangars as demand dictates.  may possibly include either a CATEX or a 
Short-Form EA. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 54 / 2031 Northeast General Aviation Hangar Development 80x80 Taxilane and 
Apron 

• 55 / 2031 Northeast General Aviation Hangar Development 100x150 Taxilane 
and Apron 

• 56 / 2031 Northeast General Aviation Hangar Development 80x80 Hangar 
• 57 / 2031 Northeast General Aviation Hangar Development 100x150 Hangar 
• 58 / 2031 Northeast General Aviation Hangar Development 100 by 150 Hangar 

Access and Parking 
• 59 / 2031 Southeast General Aviation Hangar Development 80 by 80 Taxilane 

and Apron 
• 60 / 2031 Southeast General Aviation Hangar Development 100 by 150 Taxilane 

and Apron 
• 61 / 2031 Southeast General Aviation Hangar Development 80 by 80 Hangar 
• 62 / 2031 Southeast General Aviation Hangar Development 80 by 80 Hangar 

Access and Parking 
• 63 / 2031 Southeast General Aviation Hangar Development 100x150 Hangar 
• 64 / 2031 Southeast General Aviation Hangar Development 100 by 150 Hangar 

Access and Parking 
• 69 / 2031 Construction of Multiple Stand-Alone Box Hangars North and South 

Ends of West GA Development 

5.2.2.6 Planning and Land Acquisition for Extension of Runway 13-31 
The City plans to, as demand and funding availability dictate, widen Runway 31-31 to a 
width of 150 feet, extend the runway 500 foot to the northwest, and install and commission 
a MALSR approach lighting system.  This proposed runway extension, however, will require 
the acquisition of approximately twelve acres of privately-owned land having multi-family 
land uses (i.e., nine stand-alone duplex-style single-story apartment buildings and one retail 
building structure.  Based upon the plan to extend the runway involving the planned 
acquisition of residential and retail use land, the level of environmental due diligence will 
require the FAA’s execution, and favorable findings developed as part of a complete EIS.   

(Note: Acquisition of Aviation Easements of addition land areas encompassed the outer 
extents of future associated Runway Protection Zones (RPZs) are recommended and 
graphically depicted within the Airport Layout Drawing, recommended, but cannot be priced 
in advance.) 

An Airspace Obstruction Study would be conducted by the FAA at time of the City’s filing of 
FAA Form 7480-1, Notice for Construction, Alteration and Deactivation of Airports that would 
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serve to report the City’s intent to extend the runway and relocate the Runway 13 threshold.  
As initiated by that filing by the City, the FAA would conduct one or more Aeronautical 
Studies to examine the feasibility of developing and commissioning LPV Vertically-Guided 
Instrument Approach capabilities for Runway 13.  Also, a Runway Protection Zone 
Alternatives Study may be required if requested by the FAA based upon its September 27, 
2012 Memorandum, Interim Guidance on Land Uses Within a Runway protection Zone.   

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 65 / 2031 Conduct FAA Environmental Impact Statement 
• 66 / 2031 Acquire Land for Northwest 500-foot Extension of Runway 13-31 to 

Northwest 
• 67 / 2031 Acquisition of a Single Land Parcel Containing Nine Duplex Stand-alone 

Apartment Dwellings and 1 Commercial Building 
• 68 / 2031 Clear Trees and Grade Land 

5.2.3 Long-Term Capital Improvement Plan Development Projects (2032-2041) 

5.2.3.1 Continued Runway Facility Improvements 
This project reflect the City’s ongoing and continued assessment and upgrade to all runway 
pavement is recommended to occur at such time that the PCI value falls below the 
acceptable ranking pavement condition index value.  It is important to note that delay of 
such runway pavement improvements serves to directly increase the rate of pavement 
failure while also increasing the over cost to initiate and complete needed pavement repairs.  
It is further recommended that the need, scheduling, and funding for such pavement PCI 
enhancements follow, or be in line with LADOTD PCI assessments and recommendations.  
The need for environmental due diligence is not anticipated for these proposed actions. 

As part of this airfield development and capital improvement project, the following action is 
recommended: 

CIP Number / Implementation Year: 

• 72 / 2032 Conduct Continued Apron or Runway PCI Upgrade 

5.2.3.2 Extension of Runway 18-36 
This proposed airfield capital improvement project reflects the City’s plan to extend Runway 
18-36 945 feet to the north and install and commission a MALSR approach lighting system 
for Runway 36. When extended, the current MALSR approach lighting system will be 
relocated a similar 945 feet, but will require the clearing and grading of land to provide for 
the installation, commissioning, and protection of the MASLR Light Lane.  At such time that 
the runway is extended, the existing partial parallel taxiways must also be extended.  

An Airspace Obstruction Study would be conducted by the FAA at time of the City’s filing of 
FAA Form 7480-1, Notice for Construction, Alteration and Deactivation of Airports that would 
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report the City’s intent to extend the runway and relocate the Runway 18 threshold.  Initiated 
by that filing by the City, the FAA would conduct one or more aeronautical Studies to 
examine the feasibility of developing and commissioning ILS/LPV Vertically-Guided 
Instrument Approach capabilities for Runway 18.  

(Note: Acquisition of Aviation Easements of addition land areas encompassed the outer 
extents of future associated Runway Protection Zones (RPZs) are recommended and 
graphically depicted within the Airport Layout Drawing, recommended, but cannot be priced 
in advance.)  

Environmental due diligence required as part of these recommended construction activities 
may possibly include an Environmental Assessment related to the required clearing of trees 
along the extended runway centerline and the clearing and leveling of the land to 
accommodate the future relocation of the current MALSR and to provide clear open land 
areas within the Approach and Departure Runway Protection Zones that would begin 200 
feet beyond the end of the runway. 

Also, a Runway Protection Zone Alternatives Study may be required if requested by the FAA 
based upon its September 27, 2012 Memorandum, Interim Guidance on Land Uses Within 
a Runway protection Zone.   

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 71 / 2032 Clear Trees and Grade Land North of Approach End of Runway 18 
(Approx. 11 Acres) 

• 73 / 2032 Conduct FAA Environmental Assessment 
• 74 / 2034 Extended Runway 18-36 945' North 
• 75 / 2034 Construction of Runway 18 Blast Pad 
• 76 / 2034 Relocate Runway q18 ILS/LPV MALSR 
• 77 / 2034 Construction of Ultimate Extended Taxiway Delta 
• 78 / 2034 Construction of Ultimate Extended Taxiway Echo 
• 79 / 2034 Extend Echo Taxiway Connector Echo 1 

5.2.3.3 Extension of Runway 13-31 
Following the City’s successful acquisition of need adjacent land areas and the FAA’s 
completion and favorable findings and the issuance of required zoning and permitting, the 
City’s 500-foot extension of Runway 13-31 to the northwest, the entirety of the runway 
extension project is anticipated to include:  

CIP Number / Implementation Year: 

• 85 / 2041 Widening Runway 13-31 to 150-foot width  
• 86 / 2041 Extend Runway 13-31 500' Northwest 
• 87 / 2041 Conduct Runway 13 LPV MALSR Light Lane Grading 
• 88 / 2041 Extend Ultimate Taxiway Alpha 500' to NW 
• 89 / 2041 Construction of Taxiway Hotel, Hotel 1, and Hotel 1 (Fut. 2) 
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5.2.3.4 Planning and Development of South and Mid-Field General Aviation 
Development Areas 

As latent demand from the continued development of general aviation and airport-
compatible commercial/retail activities at the south end of the airport adjacent and parallel 
to Highway 190, the City plans to offer lease land areas that may possibly provide both 
airside and non-airside access.  Previously disturbed and clear City/Airport-owned land 
would initially be developed south of and parallel to Taxiway Bravo.  The eastern- and 
western-most extent and above ground height of building structures would be dictated by 
the protection of overhead navigable airspace located along and beyond each end of 
Runway 18-26 and 13-31.  The Airport Master Plan also identifies the potential in-fill 
development of additional general aviation support facilities north of Taxiway Bravo and 
south of the runway intersection.  Access to this land area would require the partial or 
complete removal of Taxiway Bravo. Such land uses would be limited to the development of 
general aviation aprons, aircraft tie-downs, hangars, and newly-developed partial parallel 
taxiways providing access to each runway. 

Environmental due diligence required as part of these recommended construction activities 
may possibly include either a CATEX or a Short-Form EA. 

As part of this airfield development and capital improvement project, the following actions 
are recommended: 

CIP Number / Implementation Year: 

• 82 / 2040 Construction of Taxiway India and ADG II Aircraft Run Up 
• 83 / 2040 Construction of Taxiway Juliet and ADG II Aircraft Run Up 
• 84 / 2041 Demolish Taxiway Bravo 

5.2.3.5 Update of Airport Master Plan 
The FAA recommends that airport Owners update their Airport Master Plan  

The FAA recommends that airports update their master plans every seven to ten years. 
There are various reasons for an update. For example, conditions at an airport can and do 
change.  Traditionally, an airport would update their master plan every five to seven years; 
however, many of the airport master plans in place today were originally published in the 
early to mid-2000s. (i.e.,20 years) 

An ALP drawing set update is an appropriate alternative to a full master plan whenever the 
fundamental assumptions of the previous master plan have not changed. If there have not 
been any major changes in airport activity or improvements that have had unanticipated 
consequences, a master plan update is not necessary. Another situation where only an ALP 
update would be appropriate is the examination of a single development item, such as 
runway safety area improvements. As indicated above, an ALP update will typically involve 
fewer elements than a full master plan study, including only the aviation demand forecasts, 
an assessment of facility requirements, a facility implementation and financing plan, and an 
airport layout plan drawing set. If additional steps are required to complete the ALP update, 
a full master plan study is probably a better choice. 
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Environmental due diligence required as part of these recommended construction activities 
will include the development of a full EA. 

As part of this airfield development and capital improvement project, the following action is 
recommended: 

CIP Number/Implementation Year: 

• 90 / 2041 Conduct Master Plan Update 

5.3 Sources of Funding 

As an airport, HDC is in a unique position to take advantage of funding sources from 
governmental agencies and even negotiating with tenants to fund projects that will directly 
benefit their operations. The identified possible funding sources listed are not all 
encompassing, as grants programs tend to open and close due to government funding 
availability. It is recommended that, when the City is prepared to begin the initial planning 
for any project listed, it should be coordinated with the sponsoring department for any 
intended grants to discuss the project’s justification and benefits. 

Large-scale development projects at an airport are typically beyond the normal annual 
budget capacity and cannot be supported solely with self-generated funds. In these 
situations, it is not uncommon for an airport to seek funding from outside sources. These 
sources can either provide funding for projects outright or be combined with one another to 
reach the necessary funding level.  

In some cases, funding sources are capped on an annual or lifetime basis, such as with FAA 
entitlement. On an annual cap basis, it is not uncommon for airports to phase projects on an 
annual basis and apply for grants to collect the funding necessary. Most sources do not 
guarantee funding and applicable projects must compete against one another. 

Funding sources for this Implementation Plan were analyzed and summarized from various 
governing bodies, including the Federal Government, State Government, and the City, and 
through activity at HDC. 

5.3.1 Federal Funding: FAA Airport Improvement Program (AIP) 

Federal funding for airports is coordinated through the Federal Aviation Administration 
(FAA)’s Airport Improvement Program (AIP) that provides grants to public agencies, and, in 
some cases, to private owners and entities for the planning and development of public-use 
airports that are included in the Federal Aviation Administration’s National Plan of Integrated 
Airport Systems (NPIAS) The NPIAS is a plan that identifies nearly 3,310 existing and 
proposed airports that are included in the national airport system, the roles they currently 
serve, and the amounts and types of airport development eligible for Federal funding under 
the AIP over the next 5 years. FAA AIP funding is generated through taxes on passenger 
tickets and aviation fuel and is typically prioritized to enhance safety, security, capacity, and 
to mitigate noise.  

As of the 2021-2025 NPIAS Report, the FAA classified HDC as a National Asset General 
Aviation airport supporting the national airport system by providing communities access to 
national and international markets in multiple States and throughout the United States. 
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National airports have very high levels of aviation activity with many jets and multi-engine 
propeller aircraft. 

HDC is listed and participates within the NPIAS in the aeronautical role of a National Public 
Use General Aviation Airport with an Airport Facility Improvement Development Cost 
Estimate listed as $7,799,841 for the 5-Year period 2021 through 2025. The airport 
receives $150,000 in annual Entitlement Funds that can be banked for a maximum three-
year period up to $450,000 based on operations. 

The two categories of AIP funding are: entitlements and discretionary funding. It is estimated 
that about two-thirds of the AIP’s annual funds are allocated to airports via entitlement 
grants. Discretionary funding is made up of the remaining one-third of the AIP’s annual 
funds and is set aside for specific projects based on their overall importance and priority. 
AIP Grants are designated to be used for eligible capital projects, equipment, and certain 
types of planning and environmental studies. The funds are programmed to cover 90% of 
project costs, depending on statutory requirements, at airports the size of HDC. They cannot 
be used for airport operating expenses or for debt financing. 

Accepting these grants from the FAA includes the acceptance of certain obligations and 
conditions associated with the FAA’s Grant Assurances. According to the FAA, these 
obligations generally include operating and maintaining the airport in a safe and serviceable 
condition, not granting exclusive rights, mitigating hazards to airspace, and using airport 
revenue properly. 

The CIP for this update of the HDC Airport Master Plan identifies recommended projects and 
associated cost estimates for the 20-year planning period at HDC. FAA Order 5100.38D, 
Airport Improvement Program (AIP) Handbook, sets forth the official policy and procedures 
to be used in the administration of AIP grants.  Table 5-1 lists typical examples of eligible 
and ineligible AIP projects.  Projects eligible for AIP funding may receive up to 90 percent of 
the project cost to be covered by the FAA with the State responsible for ten percent, which 
are spent on projects at HDC. Those funds are mostly used for safety, pavement, lighting, 
and planning/design/environmental projects.  If the airport is conducting a larger project 
that is more expensive, HDC may be eligible for additional FAA discretionary funding.   
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Table 5-1: Examples of Eligible vs. Ineligible AIP Projects  
Eligible Projects Ineligible Projects 

Runway construction/rehabilitation Maintenance equipment and vehicles 

Taxiway construction/rehabilitation Office and office equipment 

Apron construction/rehabilitation Fuel farms* 

Airfield lighting Landscaping 

Airfield signage Artworks 

Airfield drainage Aircraft hangars* 

Land acquisition Industrial park development 

Weather observation stations (AWOS) Marketing plans 

NAVAIDs such as REILs and PAPIs Training 

Planning studies Improvements for commercial enterprises 

Environmental studies Maintenance or repairs of buildings 

Safety area improvements  

Airport layout plans (ALPs)  

Access roads only located on airport property  

Removing, lowering, moving, marking, and lighting hazards  

Glycol Recovery Trucks/Glycol Vacuum Trucks**  

Source: FAA AIP Overview, FAA website. 
*May be eligible. Contact your local Airport District or Regional Office for more information. 
**To be eligible, the vehicles must be owned and operated by the Airport and meet the Buy American Preference specified in the AIP 
grant. Contact your local Airport District or Regional Office for more information. 
 
In addition, the following must also apply for FAA to consider a project for AIP funding: 

The project sponsorship requirements have been met. 
The project is reasonably consistent with the plans of planning agencies for the development of the area in which the airport is 
located. 
Sufficient funds are available for the portion of the project not paid for by the Federal Government. 
The project will be completed without undue delay. 
The airport location is included in the current version of the NPIAS. 
The project involves more than $25,000 in AIP funds. 
The project is depicted on a current airport layout plan approved by FAA. 

5.3.2 LADOTD Office of Multimodal Commerce (Aviation Division) 
Airport Construction and Development Priority Program 

In 1989 there was an addition to the Louisiana Constitution creating what is known as the 
Aviation Trust Fund. The purpose of the Aviation Trust Fund is to fund improvements to 
Louisiana’s public-use airports. The Louisiana Department of Transportation and 
Development (LADOTD) Aviation Section is responsible for administering the State’s aviation 
program through the Louisiana Aviation Trust Fund (ATF).  
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Traditionally, the United States Department of Transportation, through the Federal Aviation 
Administration (FAA), has been a major source of funding eligible airport development 
projects. With the establishment of the ATF, the State has also become a source of 
assistance to local airport agencies. LADOTD Aviation Section is responsible to the 
Legislature for the distribution of the ATF and to assure State and Federal procedures are 
followed. 

The LADOTD Aviation Section assists airport sponsors in the development and submittal of 
airport projects for funding that meet the provisions of the section’s Aviation Needs and 
Project Priority Program. During the beginning stages of developing an airport project, the 
airport sponsor should contact the LADOTD Aviation Section to assure compliance with FAA 
and State goals for aviation. 

The LADOTD Aviation Section has identified sixty-nine (69) public-use airports (7 air carrier 
and 62 general aviation) that they recognize as being eligible for state funding. The FAA's 
NPIAS recognizes forty-eight (48) of the existing 62 general aviation airports in Louisiana, 
which are eligible for federal as well as state funding. Aviation Trust Funds are used for the 
required state match to FAA funds. 

The LADOTD Aviation Section carries out its policies and programs in accordance with the 
Louisiana Administrative Code, Title 70 - Transportation, Part IX - Intermodal Transportation. 

HDC is located within the Louisiana Department of Transportation and Development’s 
Southeast Region. 

The LADOTD’s State Aviation System Plan (LASP) is one of the primary inputs for updating 
the NPIAS. Not all airports included in the state system are included in the NPIAS. Only those 
Louisiana airports included in the NPIAS are able to compete for federal funding from the 
FAA. All public-use airports in Louisiana can apply for grants from LADOTD   

The airport is identified within Table A-33 of Airport Funding of the LASP as receiving 
$330,000 in annual allotments. 

The airport participates and is listed within the LADOTD Office of Multimodal Commerce 
Aviation Division’s 2021-2025 Airport Construction and Development Priority Program. 
Project prioritization is a two-step process. The first step is for the department to determine 
whether the project should be included in the priority process. The second step is to 
determine whether the information necessary for prioritization is available. Support 
documentation for projects requesting funding in the FY 2021-2025 program must include: 

• Project resolution from airport sponsor (incl. local contribution commitment if 
applicable) 

• Project scope and estimated cost 
• Project justification (and demonstration of immediate need) 
• Any environmental clearance documentation (if necessary), and 
• Any other information necessary for the prioritization of the project in accordance 

with: 
o Louisiana R.S. §2:802 and Louisiana Administrative Code Title 70 Part IX 

§307 and §315 
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5.3.3 Local City of Hammond Funding  

Local airport owners and sponsors, such as counties/parishes, cities, and/or airport 
authorities, are frequently responsible for costs associated with airport development 
projects that remain after federal and state shares have been applied. In cases where 
outside funding is not enough to cover the total cost of a project, or if a project is simply not 
applicable to any funding sources, a local municipality may provide the local share from its 
annual cash flow or available cash reserves. 

5.3.4 Public Private Partnerships / Third Party Development 

Public Private Partnerships are “arrangements, typically medium to long term, between the 
public and private sectors whereby some of the services that fall under the responsibilities 
of the public sector are provided by the private sector, with clear agreement on shared 
objectives for delivery of public infrastructure and/or public services.”  These arrangements 
provide airports an opportunity to develop projects crucial to growth, without absorbing the 
financial burden of the construction and operation costs.  

However, these arrangements also require airports to work closely with outside operators 
and could potentially result in less airport involvement during certain capital development 
projects. Many airports use private or third-party investment when the planned 
improvements will be primarily used by a private business or other organization. Such 
projects are not ordinarily eligible for federal funding. Projects of this kind typically include 
hangars, fixed based operator facilities, fuel storage, exclusive aircraft parking aprons, 
industrial aviation use facilities, non‐aviation office/commercial/industrial developments, 
and other similar projects. Private development proposals are considered on a case‐by‐case 
basis. Often, airport funds for infrastructure, preliminary site work, and site access are 
required to facilitate privately developed projects on airport property. 

Alternate funding from agencies such as the Federal Economic Development Agency, State 
Economic Development Agency, Transportation Security Administration, Bonds, as well as 
local funding sources should also be considered. 

5.4 Capital Improvement Program 

The CIP as part of this update of the HDC Airport Mater Plan includes cost estimates and 
development phasing for the various projects identified over the 20-year development 
period. The proposed development is also identified within the Airport Layout Plan (ALP) 
referred to in Chapter 6.  Cost projections are based on 2021 dollars and include estimated 
engineering fees and contingencies.  The projections should be used for planning purposes 
only and do not imply that funding will be available.  Each year indicates the initiation of 
design and/or environmental efforts and it is assumed that construction would be 
undertaken either in that same year or the following year. 

The CIP projects shown in Figures 5-1, 5-2, and 5-3 and Table 5-2 have been segregated 
into Short-Term Development Period (2021-2026), Mid-Term Development Period (2027-
2031) and Long-Term Development Period (2032-2041+). 
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5.4.1 Project Costs 

As shown in Table 5-2, a CIP and phasing plan were identified for the 20-year planning 
period that includes a mixture of the study recommendations and routine maintenance of 
existing facilities.  The CIP planning period is defined as 2021 through 2041+.  Each project 
within the CIP was assigned to a planning period or development phase (i.e., Short-term, 
Mid-term, and Long-term).  The Short-term time period extends from 2021 to 2026, the Mid-
term period extends from 2027 to 2031, and the Long-term period spans through 2032 to 
2041+.   

A detailed breakdown of costs and phasing was produced for short-term projects; however, 
the mid-term and long-term projects are listed in a more generalized order that should 
remain flexible.  Although this study charts a course for planned development, it must be 
emphasized that the planning and development of an airport is a continuous process.  The 
rehabilitation of existing facilities and development of new facilities must be predicated on 
sustained demand, which justifies the costs of improvements.  As aviation demand may 
change at HDC and specific project requirements and funding mechanisms may change, the 
City should consider the impact on the CIP and the potential need to modify certain 
elements of the Airport Layout Plan.   

The estimated cost for each of the recommended airport improvements reflects a 
preliminary opinion of the probable implementation cost for the project.  In addition to the 
estimated construction costs, anticipated fees for design, inspection, permitting, surveying, 
testing, and administration were also included in the overall estimate where applicable.  
Each project cost is presented in the 2021 dollars and therefore does not reflect 
unanticipated increases in labor and material costs or changes in environmental legislation.  
This is done for planning purposes because the dates of project are generally identified in 
phases as opposed to specific years.  In addition, a contingency was added to the overall 
costs of some projects to account for unforeseen variables.  It is important to revisit and 
update costs regularly to ensure that an accurate CIP is maintained. 

5.4.2 Project Phasing 

Since the airport’s actual versus forecast activity levels may vary, it is important for the 
staging of proposed improvement projects remain sensitive to such variations.  Some 
projects may take precedence over others, depending on their level of priority or due to the 
availability of funding.  Thus, a list of prioritized improvements was established based upon 
the urgency of need, ease of implementation, and logic of project sequencing.  The objective 
was to establish an efficient order for project development and implementation that meets 
or exceeds the forecasted aviation demands at HDC.  

The total cost of the 20-year CIP is estimated at $140.9 million, which include all studies, 
infrastructure improvements, and proposed construction costs necessary to achieve the 
developments shown in the CIP.  The CIP for each period presents the improvements slated 
for implementation during the period, but it does not assume how financially feasible it will 
be for the City to undertake the projects or whether funding will be available. 

Much of the funding for the projects in short-term phase has been pre-determined between 
the City, FAA, and LADOTD, but can be subject to change on a case-by-case and annual 
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basis.  The mid-term phase projects include items that will be necessary based on the 
forecast demand and to provide anticipated maintenance activities.  Many of the long-term 
phase projects include routine maintenance and higher price developments that would likely 
only be implemented as required by demand at the time.  This CIP relies heavily on Federal 
and State investment to develop facilities over the 20-year development period. 

5.4.3 Consumer Price Index (CPI) Adjustment 

The improvements shown in Table 5-2 illustrate the facilities needed at HDC to meet the 
forecast demands through the end of the 20-year planning period and likely beyond as well.  
The cost estimates were determined in year 2021 dollars; however, these costs have also 
been escalated by 3% per year to account for inflation. As time goes by the values should be 
reviewed to better determine if any project cost adjustments have occurred.  Although the 
costs for construction projects is highly variable due to the fluctuating cost of materials (e.g., 
asphalt, steel, and energy production), a reasonable estimate of future costs can be 
calculated by adjusting the costs by the appropriate Consumer Price Index (CPI) inflation 
factor.  The Bureau of Labor Statistics (BLS) provides an online CPI inflation calculator that 
may be used to compare historical costs to present day cost and is available on this website 
(http://www.bls.gov/data/inflation_calculator.htm).  
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5.5 Summary of Potential NEPA Documentation and Anticipated Environmental Permits 

The following subsections describe the level of documentation, in accordance with the 
National Environmental Policy Act (NEPA), that would be associated with undertaking the 
preferred alternative projects. These subsections also discuss potential environmental 
impacts that would be expected from project implementation in addition to state and federal 
permits that would be necessary. 

5.5.1 Potential NEPA Documentation 

FAA Order 1050.1F, Environmental Impacts: Policies and Procedures, provides the FAA 
policy and procedures to ensure compliance with the requirements of NEPA for FAA-funded 
projects or projects requiring FAA ALP approval and lists the type of NEPA documentation 
required for each project type. 

Chapter 5 of FAA Order 1050.1F contains descriptions of types of actions that, in the 
absence of extraordinary circumstances, are normally categorically excluded.  Categorically 
excluded projects and actions are those that meet the description contained in 40 CFR 
1508.4, Categorical exclusion, and represent actions that do not normally require an 
Environmental Assessment (EA) or Environmental Impact Statement (EIS) and do not 
individually or cumulatively have a significant effect on the environment. 

Chapter 3 of FAA Order 1050.1F provides a summary of requirements for environmental 
assessments [a summary of Findings of No Significant Impact (FONSI) is provided in Chapter 
6 of that document], and lists examples of actions or projects that normally require an EA, 
which include but are not limited to the following: 

• Actions that are not normally categorically excluded, and  
• Actions that are normally categorically excluded but involve at least one extraordinary 

circumstance that may have significant environmental impact. 

The more detailed written analysis in an EIS is required when one or more environmental 
impacts are significant and cannot be mitigated so that the net impacts are less than 
significant. Significance thresholds for the various environmental impact categories 
considered under NEPA are defined in 1050.1F, Exhibit 4-1, Significance Determination for 
FAA Actions.  

Each of the proposed 20-year Capital Improvement Program for HDC will likely require one of 
three levels of National Environmental Policy Act review. Once the FAA determines that NEPA 
applies to a proposed action (i.e., one or more independent or dependent connected -action 
airport capital improvement project(s)), it needs to decide on the appropriate level of review. 
The three levels of NEPA review are: 

• Categorically Excluded Actions (CATEX) 
• Environmental Assessment (EA), or 
• Environmental Impact Statement (EIS) 

Each of the three levels of review is briefly described in the following paragraphs. 
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5.5.1.1 Categorically Excluded Actions 
A CATEX refers to a category of actions that do not individually or cumulatively have a 
significant effect on the human environment, and for which, neither an EA nor an EIS is 
required. A CATEX is not an exemption or waiver of NEPA review; it is a level of NEPA review. 
If a proposed action falls within the scope of a CATEX, and there are no extraordinary 
circumstances, an EA or EIS is not required. The FAA may, at its discretion, decide to prepare 
an EA in order to assist agency planning and decision-making even if a proposed action fits 
within a CATEX and extraordinary circumstances do not exist, except for actions subject to 
categorical exclusion. 

Potential examples of recommended HDC capital improvement projects that may possibly 
fall within the CATEX category include: 

• Extension of Taxiway Delta 
• Realignment of Taxiway Alpha 
• Phased Development of Box Hangars 
• Construction of New Taxiways and Taxiway Connectors 
• Development of Miscellaneous General Aviation Facilities 
• Facility Development Within South and Mid-Field General Aviation Development 

Areas 

5.5.1.2 Actions Normally Requiring an Environmental Assessment 
The purpose of an EA is to determine whether a proposed action has the potential to 
significantly affect the human environment. An EA is a concise public document that briefly 
provides sufficient evidence and analysis for determining whether to prepare an EIS or a 
FONSI. An EA may facilitate the preparation of an EIS, when one is necessary. 

An EA, at a minimum, must be prepared when the proposed action does not normally require 
an EIS and: 

• does not fall within the scope of a CATEX, The Federal Aviation Administration’s 
Categorical Exclusions); or 

• falls within the scope of a CATEX, but there are one or more extraordinary 
circumstances. 

Potential examples of recommended HDC capital improvement projects that may likely fall 
within the EA category include: 

• Extension of Runway 18-36 (Full EA) 
• Establishment or Relocation of ILS for Runway 18. 
• Acquisition of Aviation Easements. 
• Establishment of New Vertically-guided LPV Instrument Approach Procedures for 

Runways 13 and 31. 
• Update of Airport Master Plan 
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Potential examples of recommended HDC capital improvement projects that may likely fall 
within the Short Form EA category may possibly include: 

• Recovery and Relocation of Runway 31 Threshold 
• Extend Taxiway Delta 
• Realign Taxiway Alpha 
• Phased Development of Box Hangars 
• Construct New Taxiways and Taxiway Connectors 
• Development of Miscellaneous GA Facilities 
• Development of South and Mid-Field General Aviation Development Areas 

5.5.1.3 Actions Normally Requiring an Environmental Impact Statement. 
Under NEPA, the FAA must prepare an Environmental Impact Statement (EIS) for actions 
significantly affecting the quality of the human environment. An EIS is a detailed written 
statement required under Section 102(2)(C) of NEPA when one or more environmental 
impacts would be significant and mitigation measures cannot reduce the impact(s) below 
significant levels. Direct, indirect, and cumulative impacts must be considered when 
determining significance. 

Potential example of recommended HDC capital improvement project that may likely fall 
within the EIS category may likely include: 

• Land Acquisition for Extension of Runway 13-31 
• Extension of Runway 13-31  
• Acquisition and Rezoning of Residential and Commercial/Retail Land Uses. 

5.5.2 Potential Regulatory Permits 

Permitting requirements for each project type are based upon current federal, state, and 
local environmental regulations.  The following criteria were used to determine the potential 
environmental permit that would be required for each project: 

1) State Environmental Resource Permit (ERP) 

An ERP is required if the project meets one of the following criteria: 

a) The project proposes work in, on or over wetlands and surface waters. 
b) The project proposes to construct more than 4,000 square feet of impervious or 

semi-pervious surface. 
c) The project proposed has an area that is greater than one acre. 
d) The project proposes impounding greater than 40 acre-feet. 
e) The project has a dam that is greater than 10 feet in height. 
f) The project is part of a larger development plan. 
g) The project is a modification of an existing permit.  
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2) National Pollutant Discharge Elimination System (NPDES) Permit for Construction 
Activity 

An NPDES for Construction permit is required if the project area is greater than one acre. 

3) Gopher Tortoise Relocation Permit 

The project is in an undeveloped upland that has the potential to contain gopher tortoise 
habitat and gopher tortoise.   

4) Section 404 Permit or Corps of Engineers (COE) Dredge and Fill Permit 

A Section 404 Permit is required if the project proposes to fill or dredge wetlands. 

5.5.3  20-Year Proposed Airport Facility Improvement/Development Projects 

The projects proposed for the preferred development plan were overlaid on NRCS Web Soil 
Survey Farmland classification data (September 2018) and the most recent aerial 
photograph to determine if the proposed projects would potentially impact developed areas, 
wetlands, non-forested uplands, and forested uplands.  The projects proposed for the 
preferred alternative, their potential impact to wetlands, forested uplands, and protected 
species, the anticipated level of documentation (Categorical Exclusion or Environmental 
Assessment) that will be required by the FAA to satisfy NEPA requirements and the section 
of FAA Order 1050.1F that the project falls under, and the regulatory permits that would be 
required to construct the project are listed in Table 5-3.   

The projects have been divided into the following: 

• Projects with no potential environmental impact 
• Projects with Noise. Air Quality, Wetlands, Upland Forested, and Protected Species 

5.5.3.1 Projects with No Potential Environmental Impacts 
Projects with no potential environmental impact are projects that are located on developed 
areas within airport property (i.e., mowed upland or paved areas), do not require land 
acquisition, and has a project area that is less than one acre are typically categorically 
excluded and require an ERP and NPDES permit except when specifically identified in FAA 
Order 1050.1F such as the construction of a fueling facility or major extension of a runway.  

5.5.3.2 Projects with Potential Protected Species Impacts 
Projects with potential protected species impacts are projects that are located on 
undeveloped forested and non-forested areas of the airport that has the potential to contain 
protected species. The gopher tortoise is listed species in the State of Louisiana and 
impacts to this listed species and their habitat require a Gopher Tortoise Relocation Permit. 
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Table 5-3: Environmental Review of HDC 20 Year Airport Capital Improvement Plan 

Document 
Section 
Number 

Project 
Disturbed 

Area 
(Acres) 

Property 
Acquisition 

(Acres) 

Potential 
Impact (Y or N) Potential NEPA 

Documentation 

FAA Order 
1050.1F 

Reference 

Potential 
State Permit 

Potential 
Federal 
Permit 

Comments 
Noise Air 

Quality Wetlands Upland 
Forested 

Protected 
Species 

Projects with No Environmental Impacts 

5.2.1.2 Lighting and Signage 
Rehabilitation 0 0 N N N N N None None None None  

5.2.1.5 Airfield Drainage 
Improvements 0 0 N N N N N None None NPDES, ERP, 

GTRP, None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 
Gopher tortoise 

5.2.1.7 Widen Existing Taxiway Fillet 
Geometry as Required <1 0 N N N N N None None None None  

5.2.3.1 Runway Facility 
Improvements 0 0 N N N N N None None None None  

5.2.3.5 Update of Airport Master 
Plan 0 0 N N N N N EA None None None  

Projects with Potential Protected Species Impacts 

5.2.1.1 Recovery and Relocation of 
Runway 31 Threshold 114.7 0 Y Y N Y Y CATEX, Short-

Form EA, or EA 
3-1.2 (12), 

5-6.4 f. 
NPDES, ERP, 

GTRP, None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 
Gopher tortoise 

5.2.1.3 Extension of Taxiway Delta 3.0 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.1.4 
Realignment of Taxiway 
Alpha and Construction of 
Aircraft Holding Bay 

9.7 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.1.6 
and 

5.2.2.4 

Phased Development of Box 
Hangars 4.6 0 N N N  y CatEx 5-6.4 f. NPDES, ERP, 

GTRP  Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 
Gopher tortoise 

5.2.2.1 

Clearing and Grading of 
Land to Accommodate New 
Runway 31 MALSR Light 
Lane 

9.6 0 N N N Y Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.2.2 
Construction of New 
Taxiways and Taxiway 
Connectors 

22.4 0 N N N N Y CatEx 5-6.4 h. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.2.3 
Continued Development of 
Various Runway NAVAID 
and Facility Improvements 

25.6 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.2.5 

Demand Driven 
Development of 
Miscellaneous General 
Aviation Facilities 

3.2 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.2.6 Land Acquisition for 
Extension of Runway 13-31 12.0 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 

GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 
Gopher tortoise 
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Table 5-3: Environmental Review of HDC 20 Year Airport Capital Improvement Plan 

Document 
Section 
Number 

Project 
Disturbed 

Area 
(Acres) 

Property 
Acquisition 

(Acres) 

Potential 
Impact (Y or N) Potential NEPA 

Documentation 

FAA Order 
1050.1F 

Reference 

Potential 
State Permit 

Potential 
Federal 
Permit 

Comments 
Noise Air 

Quality Wetlands Upland 
Forested 

Protected 
Species 

5.2.3.2 Extension of Runway 18-36 11.5 0 Y Y N Y Y EA 
3.1.2 
(8)(9), 
5.6.4 f. 

NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.3.3 Extension of Runway 13-31 8.3 12.0 Y Y N Y Y EIS 
3.1.2 

(1)(10)f, 
12, 5-6.4 f. 

NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

5.2.3.4 
Development of South and 
Mid-Field General Aviation 
Development Areas 

Unknown 0 N N N N Y CatEx 5-6.4 f. NPDES, ERP, 
GTRP None Potential Stormwater Detention or Retention Issue, Red-cockaded woodpecker and 

Gopher tortoise 

Source: Michael Baker International, 2021 
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6 AIRPORT LAYOUT PLANS SET 

6.1 Introduction 

This chapter provides guidance for the preparation of the drawings that make up the Airport 
Layout Plan (ALP) Drawing Set. The ALP depicts existing airport facilities and proposed 
developments as determined from the planners’ review of the aviation activity forecasts, 
facility requirements, and alternatives analysis. 

FAA Order 5100.38, Airport Improvement Program Handbook, provides supplemental 
guidance for the preparation of an ALP. United States Code (USC) 47107(a) requires, in part, 
a current ALP approved by both the sponsor and FAA prior to the approval of an airport 
development project. USC 47107(a)(16) requires that the airport sponsor maintain an ALP 
that ensures the safety, utility and efficiency of the airport. Grant assurance number 29 
requires that the sponsor keep the ALP up to date at all times. As stated in Order 5100.38, 
an ALP remains current for a five-year period, or longer, unless major changes at the airport 
are made or planned. 

1) An ALP creates a blueprint for airport development by depicting proposed facility 
improvements. The ALP provides a guideline by which the airport sponsor can 
ensure that development maintains airport design standards and safety 
requirements, and is consistent with airport and community land use plans. 

2) The ALP is a public document that serves as a record of aeronautical 
requirements, both present and future, and as a reference for community 
deliberations on land use proposals and budget resource planning. 

3) The approved ALP enables the airport sponsor and the FAA to plan for facility 
improvements at the airport. It also allows the FAA to anticipate budgetary and 
procedural needs. The approved ALP will also allow the FAA to protect the 
airspace required for facility or approach procedure improvements. 

4) The ALP can be a working tool for the airport sponsor, including its development 
and maintenance staff. 

5) An FAA conditionally-approved ALP is necessary for the airport to receive financial 
assistance under the terms of the Airport and Airway Improvement Act of 1982, 
as amended, and to be able to impose and use Passenger Facility Charges. An 
airport must keep its ALP current and follow that plan, because those are grant 
assurance requirements of the AIP and previous airport development programs, 
including the 1970 Airport Development Aid Program (ADAP) and Federal Aid 
Airports Program (FAAP) of 1946, as amended. 

The ALP Drawing Set represents a set of scaled technical drawings that graphicly present 
the Airport Owner’s (Airport Sponsor’s) 20-year development program.  This strategically-
developed and financially feasible plan serves to provide the airport with a prudent and 
practicable airport improvement plan that would serve to increase the Airport Owner’s ability 
to safety accommodate current and anticipated future levels of aircraft operations, promote 
compatibility with existing and proposed developments, and further upgrade the airport to 
effectively serve the anticipated demands of general aviation, corporate, and recreational 
aircraft traffic. 
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The drawings depict the recommendations of this study with regard to aviation development 
for the short, intermediate, and long-term planning periods. 

The ALP Drawing Set is a set of planning drawings and is not intended to provide design 
engineering accuracy and serves as the blueprint for future airport development. One 
condition of accepting and utilizing grant funding for airport improvement projects is to 
maintain an updated ALP Drawing Sheet. For the Hammond Northshore Regional Airport 
(HDC), the updated development recommendations presented in Airport Master Plan are 
graphically summarized in the ALP Drawing Set and include the preferred concepts for 
airfield development, aviation-related landside facility development, and other areas 
reserved for non-aviation use.  

The dimensional information provided in the drawings demonstrates compliance with 
minimum airport design standards established by federal, state, and local authorities.  The 
ALP Drawing Set was developed in accordance with the guidance outlined in Federal 
Aviation Administration (FAA) Advisory Circular (AC) 150/5070-6B, Airport Master Plans 
(Change 2), AC 150/5300-13A, Airport Design (Change 1), FAA Airports Division Standard 
Operating Procedure (SOP) 2.0, Standard Operating Procedure for FAA Review and Approval 
of Airport Layout Plans and other supporting FAA-issued Circulars and Orders. 

6.2 Description of Airport Layout Plan Drawing Set Content and Depictions 

The Airport Layout Plan Drawing Set the comprises 35 different sheets that provide 
information, data, and graphical depictions of existing and future airport facility 
improvements that are planned or envisioned to occur within the HDC Airport Master Plan’s 
short-, mid-, or long-term planning periods. 

The ALP Drawing Set includes the following individual drawing sheets: 

• Sheet No. 1 - Title Sheet 
• Sheet No. 2 - Airport Data 
• Sheet No. 3 - Existing Conditions Drawing 
• Sheet No. 4 - Airport Layout Plan Drawing 
• Sheet No. 5 – East General Aviation Terminal Area Drawing 
• Sheet No. 6 – West General Aviation Terminal Area Drawing 
• Sheet No. 7 – South General Aviation Terminal Area Drawing 
• Sheet No. 8 - Airport Airspace Drawing – CFR Part 77 Plan View 
• Sheet No. 9 - Airport Airspace Drawing – CFR Part 77 Runway 18 Extended 
• Sheet No. 10- Airport Airspace Drawing – CFR Part 77 / TERPS OCS Profiles All 

Runways 
• Sheet No. 11 - Runway 18 Inner Portion of the Approach Surface Drawing 
• Sheet No. 12 - Runway 36 Inner Portion of the Approach Surface Drawing 
• Sheet No. 13- Runway 13 Inner Portion of the Approach Surface Drawing 
• Sheet No. 14- Runway 31 Inner Portion of the Approach Surface Drawing 
• Sheet No. 15- Runway 18-36 Departure Surface Drawing 
• Sheet No. 16 - Runway 13-31 Departure Surface Drawing 
• Sheet No. 17 - Airport Land Use Drawing 
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• Sheet No. 17- Airport Property Map 
• Sheet No. 19 - Airport Property Table 
• Sheet Nos. 20-24 - Runway 13-31 CFR Part 77 Obstruction Data Tables 
• Sheet Nos. 25-30- Runway 13-31 Approach Obstruction Data Tables 
• Sheet Nos. 31-34- Runway 18-36 CFR Part 77 Obstruction Data Tables 
• Sheet No. 35 - Runway 18-36 Approach Obstruction Data Tables 

6.2.1 Sheet No. 1 - Title Sheet 

The Title Sheet includes the airport name, a location map, vicinity map, and an index of 
drawings included in the ALP Drawing Set.  Also highlighted on the Title Sheet are the project 
name, Airport Sponsor’s name, and the federal and state funding ID number. 

6.2.2 Sheet No. 2 - Airport Data Sheet 

The Airport Data Sheet supplements the Airport Layout Plan Drawing and provide key 
information and data regarding he airport, runways, and taxiways.  Information typically 
include, but is not limited to airport geodetic location coordinates, runway end elevations, 
runway high and low points, and runway centerline true azimuths and supplemental tables. 

6.2.3 Sheet No. 3 - Existing Conditions Drawing 

The Existing Conditions Drawing depicts key existing airport facilities and includes applicable 
dimensional data. safety-related setback clearances prescribed by FAA design standards as 
outlined in FAA AC 150/5300-13A, Airport Design. The features of the drawing include, but 
are not limited to the runway, taxiways, lighting, navigational aids, terminal facilities, 
hangars, other airport buildings, aircraft parking areas, automobile parking, and airport 
access elements. 

6.2.4 Sheet No. 4 Airport Layout Plan Drawing 

The Airport Layout Plan Drawing (ALP) depicts all existing and Master Plan proposed airport 
facility improvements recommended over the 20-year Master Plan update planning period. 
These plans are reviewed by and must be approved by the State of Louisiana DOT and the 
FAA prior to authorizing federal and state funding for future improvement projects. Similar to 
the Existing Conditions Drawing, the ALP includes applicable dimensional data, and safety-
related setback clearances prescribed by FAA design standards as outlined in FAA AC 
150/5300-13A, Airport Design. The features of the ALP include, but are not limited to 
proposed improvement to runways, taxiways, lighting, navigational aids, terminal facilities, 
hangars, other airport buildings, aircraft parking areas, automobile parking, and airport 
access elements. 

6.2.5 Terminal Area Drawings 

The airport has three geographically-referenced general aviation terminal development 
areas namely: west, east, and south.  Accordingly, each is depicted within separate scaled 
drawing sheets and present an enlarged view and to provide greater detail with respect to 
labeling and notation as required and depicts the planned short and long-term facility 
developments. 
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6.2.5.1 Sheet No. 5 East General Aviation Terminal Area Drawing 
The East General Aviation Terminal Area is comprised of a variety of city-, private- and 
commercially-operated general aviation facilities all located parallel to and access by 
Industrial Park Road. This drawing denotes the Master Plan proposed short and long-term 
development of: 

• Additional single conventional-type hangars and adjacent aprons within the northeast 
and southeast ends of the East development Area that would likely be developed by 
private interests as demand and type dictate. 

• The City’s planned continued development of in-line box hangars adjacent to and 
east of the existing row of box hangars located within the airport’s north end of the 
development area.  Planned improvements to the expanded box hangar facilities will 
include addition of curb-cut access and gate from Industrial Park Road, new taxilane 
access via Taxiway Charlie, and paved ADG-I taxilanes. 

• Development of new City-owned common-use aircraft tie-down apron facility able to 
accommodate the movement and tie-down parking of ADG-I and ADG-II aircraft  

• Reserved open, disturbed, and graded land area bordered by Taxiways Charlie and 
Delta for the City’s future development of additional hangar facilities as demand and 
available funding dictate. 

The north portion of Taxiway Charlie will remain designated as a non-movement area due to 
Airport Traffic Control Tower line of sight restriction to the taxiway pavements that are 
imposed by the above ground height of the Louisiana National Guard facilities. 

6.2.5.2 Sheet No. 6 West General Aviation Terminal Area Drawing 
The West General Aviation Terminal Area is comprised of a variety of city-, private- and 
commercially-operated general aviation facilities all located parallel to and access by Pride 
Drive and North Airport Road. This drawing denotes the Master Plan proposed short and 
long-term development of the general aviation terminal apron area to the north, south, and 
to a limited extent east at such time that Taxiway Alpha is realigned eastward and privately-
owned hangar facilities are relocated form short-term City-lease parcels that are located 
along the southwest and southern edges of the apron. The shaded expansion of City-owned 
apron does not depict the specific number and/or type of potential new City- or private-
owned hangar facilities, common use apron tie-downs, apron taxilanes, or all of which are 
planned for development by the City as demand and type dictate. 

6.2.5.3 Sheet No. 7 South General Aviation Terminal Area Drawing 
The South General Aviation Terminal Area is comprised of open and disturbed areas of City-
owned land situated between the southern ends of each runway and between Taxiway Bravo 
and Route 190 (Ronald Reagan Highway). Future proposed development of this area would 
be primarily access via curb cuts to Route 190 (roadway design permitting) and via an 
envisioned future centralized multi-lane median divided entrance road from Route 190 that 
would likely be constructed to align with and intersect South Airport Road. This drawing 
depicts the short and long-term development of the potential short-, mid-, and long-term 
development in proximity to the south side of Taxiway Bravo and within future accessible 
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land areas between the runway that would be access via newly developed Taxiways India 
and Juliet. 

The development area located south of and adjacent to Taxiway Bravo has been reserved to 
accommodate the City’s planned development of a centralized general aviation Fixed Base 
Operator-type facility offering a wide variety services, itinerant apron space, local based 
aircraft tie-down space all to facilitate and support the offering of additional aviation-related 
retail and commercial service space.  The southern-most portion of the south general 
aviation terminal area is currently reserved and will be developed as opportunities exist to 
accommodate a variety yet to be identified retail or commercial type facilities that would 
have curb-cut access directly from Route 190 or via a median-divided entrance road from 
Route 190. 

The development of land areas north of Taxiway close and demolition of either portions or 
the entirety of Taxiway Bravo following the extension of Taxiway Golf, and/or the future 
construction of Taxiways India and Juliet.  Development of these newly accessible land areas 
would be bordering by future taxiways India and Juliet and adjacent apron areas.  The 
vertical envelope within which to construct new hangar or building structures would be 
limited by the lower-most limits of CFR Part 77-protected navigable airspace.  

It is envisioned that surface access to these land area would be provided through the 
northwest extension of the centralized airport entrance road. 

6.2.6 Protection of Navigable Airspace 

In general, the required protection of navigable airspace at, above and around an airport to 
protect and preserve its safe and efficient use is accomplished through the prescription and 
establishment of various types and sized of planed of imaginary airspace protection.  As 
presented in this ALP Drawing Set, the protection of navigable airspace is presented 
referencing two primary criteria, namely, prescribed airspace surfaces prescribed by Title 
14, Code of Federal Regulations (CFR) Part 77, Safe, Efficient Use, and Preservation of the 
Navigable Airspace and by FAA Order 8260.3E - United States Standard for Terminal 
Instrument Procedures (TERPS). 

The depiction of applicable prescribed CFR Part 77 Civil Airport imaginary surfaces, TERPS-
prescribed Obstruction Clearance Surfaces (OCS) and listed associated vertical clearance or 
penetrations are vertical are contained in the following ALP Drawing Set Sheets: 

• Sheet No. 8 - Airport Airspace Drawing - CFR Part 77 Plan View 
• Sheet No. 9 - Airport Airspace Drawing – CFR Part 77 Runway 18 Extended 
• Sheet No. 10 - Airport Airspace Drawing – CFR Part 77 / TERPS OCS Profiles All 

Runways 
• Sheet No. 11 - Runway 18 Inner Portion of the Approach Surface Drawings 
• Sheet No. 12- Runway 36 Inner Portion of the Approach Surface Drawings 
• Sheet No. 13 - Runway 13 Inner Portion of the Approach Surface Drawings 
• Sheet No. 14 - Runway 31 Inner Portion of the Approach Surface Drawings 
• Sheet No. 15 - Runway 18-36 Departure Surface Drawing 
• Sheet No. 16- Runway 13-31 Departure Surface Drawing 
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• Sheet Nos. 20-24- Runway 13-31 CFR Part 77 Obstruction Data Tables 
• Sheet Nos. 25-30 - Runway 13-31 Approach Obstruction Data Tables 
• Sheet Nos. 31-34- Runway 18-36 CFR Part 77 Obstruction Data Tables 
• Sheet No. 35- Runway 18-36 Approach Obstruction Data Tables 

Federal Regulation Title 14 Part 77 establishes standards and notification requirements for 
objects affecting navigable airspace. This notification serves as the basis for: Evaluating the 
effect of the construction or alteration on operating procedures.  The standards are reflected 
in the application of various planes of imaginary airspace protection that is established 
relative to the orientation, length, and type of visual or electronic approach serving each 
runway end.  The shape, size, and extent of all imaginary surfaces for each airport vary, but 
collectively serve to establish criteria for evaluating navigable airspace along the entirety of 
the usable runway, along the extended runway centerline and above and beyond the 
geographic limits of the airport.  The size and shape of each imaginary Approach Surface is 
based on the runway category with respect to the existing and proposed visual, non-
precision, or precision approaches for that runway.  Each CFR Part 77 imaginary airspace is 
prescribed by §77.19   Civil airport imaginary surfaces applicable to HDC are described as 
follows: 

• Primary Surface – A surface longitudinally centered about the runway centerline 
extending 200 feet beyond each end of that runway.  The elevation of any point on 
the primary surface is the same as the elevation of the nearest point on the runway 
centerline. The width of the future planned Primary Surface is 1,000 feet. 

• Horizontal Surface – A horizontal plane 150 feet above the established (Above Mean 
Sea Level, AMSL) airport elevation, the perimeter of which is constructed by swinging 
arcs of a specified radii from the center of each end of the Primary Surface of each 
runway of each airport and connecting the adjacent arcs by lines tangent to those 
arcs. The radius of each arc for HDC is 10,000 feet. 

• Conical Surface – A surface extending outward and upward from the periphery of the 
horizontal surface at a slope of 20 to 1 for a horizontal distance of 4,000 feet. 

• Transitional Surface - These surfaces extend outward and upward at right angles to 
the runway centerline and the runway centerline extended at a slope of 7 to 1 from 
the sides of the Primary Surface and from the sides of each Approach Surface. 
Transitional surfaces for those portions of the precision approach surface which 
project through and beyond the limits of the conical surface, extend a distance of 
5,000 feet measured horizontally from the edge of the Approach Surface and at right 
angles to the runway centerline. 

• Approach Surface – A surface longitudinally centered on the extended runway 
centerline and extending outward and upward from each end of the Primary Surface. 
The Approach Surface begins at the ends of the primary surface and slopes outward 
and upward at a predetermined rise over run rate spaying outward at a given angle. 
The width and elevation of the inner ends conform to that of the Primary Surface, 
while the slope, length, and outer width are determined by the runway service 
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category and existing or planned future visual, non-precision instrument, or precision 
instrument approach procedures. 

The entirety of CFR Part 77 Civil Airport imaginary surfaces are depicted in both Plan- and 
Profile-view in Sheets 8 through 14. CFR Part 77 Obstruction Tables associated with these 
drawings are included in Sheets 20-24 and 31-34.  

TERPS criteria specify the minimum measure of obstacle clearance that is considered by the 
FAA (the Federal authority) to supply a satisfactory level of vertical protection. The validity of 
the protection is dependent, in part, on assumed aircraft performance.  Currently, the FAA 
prescribed certain TERPS criteria for planning purposes as listed in FAA Advisory Circular 
150/5300-13A, Change 1, Airport Design, Table 3-2, Approach and Departure Standards 
Table (as amended from time to time). 

TERPS criteria for applicable to each runway end is based on the prescribe application and 
use of Obstruction Clearance Surfaces (OCS) that emanate outward and upward from 
specific points.  Some begin at or beyond the end of the usable runway, others 200 feet 
prior to the threshold.  The size, shape, extent, and slope of each OCS are based upon the 
type of existing or most demand future planned published Instrument Approach Procedure 
(IAP) to each runway end.  A TERPS OCS to protect runway ends used for instrument 
departures is also prescribed for all future HDC runway ends. 

The existing and/or applicable future planned OCS listed in Table 3-2 for HDC are as follows: 

• Type 4 – Approach end of runways expected to accommodate instrument 
approaches having visibility greater than or equal to 3/4 statute mile. 

• Type 5 - Approach end of runways expected to accommodate instrument approaches 
having visibility minimums less than 3/4 statute mile. 

• Type 6 - Approach end of runways expected to accommodate instrument approaches 
with vertical guidance. 

• Type 7 - Departure runway ends used for any instrument operations 

Depiction of the applicable prescribed TERPS OCS for each HDC runway are depicted on 
drawing sheets 10 through 16 in both Plan- and Profile-view.  Approach Obstruction Tables 
referencing TERPS OCS are included in Sheets 25 through 30, and Sheet 35.  No Departure 
Obstruction Table information is available for any runway end. 

6.2.7 Sheet No. 17 - Airport Land Use Drawing 

The Land Use Drawing depict a plan-view of various designated areas of on-airport land uses 
within the extent of the City-owned airport property. Areas located adjacent to and beyond 
the limits of the airport are also depicted will current designated land uses.  The drawing 
serves to depict existing and planned future land uses both on and off the airport as 
identified and classified by local government and/or planning agencies.  Land not currently 
owned by the City that is encompassed by portions of the Runway Protection Zone extending 
beyond the airport’s property boundary are depicted as a recommended Avigation easement 
Areas to be acquired by the City to attain land use compatibility control. 



 Hammond Northshore Regional Airport 
Airport Master Plan Update 

 

  
 6-8 

 
 

6.2.8 Sheet No. 18- Airport Property Map 

The Airport Property Map defines the existing and proposed airport boundaries in a graphical 
form. The purpose of the drawing and associated tables is to identify how property and 
easements have been acquired in the past as well as to illustrate properties that should be 
obtained in the future as necessary to accommodate the proposed development plan.  The 
required acquisition of an additional estimated 12 acres of land to accommodate future 
development, (i.e., northwest extension of Runway 13-31) as also shown.  Land not currently 
owned by the City that is encompassed by portions of the Runway Protection Zone extending 
beyond the airport’s property boundary are depicted as a recommended Avigation easement 
Areas to be acquired by the City to attain land use compatibility control is also shown. 

An Airport Property Survey was not conducted as part of the development of this Airport 
Property Map. Accordingly, as depicted, the airport property line shown represents only an 
approximation of the airport property as derive through inspection of the previous ALP set 
and available records, and is for graphic representation purposes only. 

The Airport Property Map depicts a plan-view of: 

• City/Airport-owned airport land, 
• Previously-released WW-II Surplus property,  
• Current Military Leased Area, 
• Reserved Military Lease Area, 
• Current Avigation Easements, 
• Parcel lines, 
• City-owned Parcel Identification Numbers. and 
• Land Acquisition for Northwest Extension of Runway 13-31. 

6.2.9 Sheet No. 19 - Airport Property Table 

The Airport Property Table lists all currently previously acquired and previously released 
airport parcels with detail listings of the following data or information: 

• Parcel Number, 
• Grantor, 
• Grantee, 
• Instrument Title, 
• Liner Page or Instrument Number, 
• FAA Project Number, 
• Transaction Date, 
• Record Date, 
• Acres, and 
• Notes.  
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6.2.10 Summary 

The ALP Drawing Set is intended to depict HDC’s Capital Development Program in graphical 
form.  Prior to incorporating the developments herein, preliminary plans were presented to 
the City of Hammond and its Airport Master Plan Advisory Group, and to the public for their 
review and approval.  Thus, this plan set accurately reflects the goals and intentions of 
airport management and the adjacent community throughout the 20-year planning period. 
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