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Section 1

Goals and Objectives

1 GOALS AND OBJECTIVES
1.1 Introduction
Shreveport Regional Airport (SHV) completed its previous Airport Master Plan in 1999. Shreveport
Airport Authority (SAA), the owner and operator of SHV, is updating its Airport Master Plan to enhance
the safety, operational capability, and financial viability of SHV. This document serves as a guide for
future airport development, taking into consideration changes within the air transportation industry
and the airport. The Master Plan Update (MPU) consists of this report and an Airport Layout Plan (ALP)
depicting current and future planned airport developments envisioned within a 20-year planning
period.
The MPU is based upon the Federal Aviation Administration (FAA) guidance as prescribed in FAA
Advisory Circulars (AC) 150/5050-6B, Airport Master Plans, FAA AC 150/5300-13A Change 1, Airport
Design, Code of Federal Regulations (CFR) Part 77, Safe, Efficient Use, and Preservation of the Navigable
Airspace, and FAA Order 5100.38D, Airport Improvement Handbook.

1.2 Goals of the Airport Master Plan Update
The goals of the Airport Master Plan Update are to:
•
•
•
•
•
•
•
•
•
•

Achieve and maintain balanced airport development
Determine activity level triggers for future airport facility expansion
Develop plans that can be incrementally expanded to meet the demand as needed
Determine the airport’s long-term configuration
Maintain the ability to accommodate emerging trends in civil-use aviation
Promote state, regional, and local coordination for planning and implementation
Anticipate and plan for forecasted aeronautical demand within the region
Provide an efficient Airport Planning and Airport Development Programming System
Create community awareness to promote public involvement that leads to acceptance and
support of the Airport Master Plan Update
Develop measures to encourage airport and aviation compatible land use development on and
around the airport.

1.3 Airport Master Plan Update Tasks
By updating the current Airport Master Plan and ALP, the SAA will facilitate the timely planning and
development at SHV. Through such planning, the SAA can effectively guide and manage the
development of aeronautical and airport-compatible industrial development at the Airport. The MPU
includes 10 specific tasks:
Task 1

Mobilization – This task reviewed and finalized the project scope, schedule, study team
members.
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Task 2

Facilities/Existing Conditions – This task included the collection of data pertaining to
SHV and the area that it serves as well as an inventory of existing facilities at the
Airport.

Task 3

Aviation Demand Forecast – This task included the aviation activity forecast review and
analysis based on information from the FAA, Louisiana Department of Transportation
and Development (LaDOTD) Aviation section, and local agencies.

Task 4

Demand Capacity and Facility Requirements – This task included evaluation of the
existing airfield conditions at the Airport and the ability of the existing airfield and
landside facility systems to accommodate future needs based on future activity levels
and information provided in the aviation demand forecast.

Task 5

Development Options - This task evaluated available on-Airport property to determine
feasible development options for the highest and best use of the Airport and facilities.

Task 6

Environmental Overview – This task described the environmental due diligence and/or
formal studies that would potentially be required by Federal, State, or local agencies in
relation to planning, design, permitting, and construction of certain improvement
projects described within the MPU.

Task 7

Capital Improvement Program – This task included the phasing of improvement
projects at the Airport, project descriptions, and estimated project costs.

Task 8

ALP – This task included the airport layout plan sheet.

Task 9

Airport Master Plan Update Report Preparation – This task involved preparation of
draft reports and the completion of the Final Airport Master Plan Report.

Task 10

Agency/Client Coordination – This task involved agency (FAA/LaDOTD) and
coordination and approval of the project with the SAA.

1.4 Project Objectives
The objective of the Airport Master Plan Update (MPU) is to provide guidelines for future airport
development that will satisfy aviation demand in a financially feasible manner, while simultaneously
addressing the airport-specific environmental concerns.

1.5 Organization of the Document
The MPU is organized in the following sections:
•
•
•
•
•
•
•
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Facilities / Existing Conditions Inventory

2 FACILITIES / EXISTING CONDITIONS INVENTORY
2.1 Introduction
This section describes the existing conditions and operational characteristics of Shreveport Regional
Airport (SHV). The information presented in this section was obtained from on-site inspections,
interviews with Airport Management Staff, and a review of previously prepared planning documents
conducted by URS Corporation.

2.2 Airport Location
SHV is located approximately 4 miles southwest of Downtown Shreveport. The city of Shreveport is
located in Caddo Parish in North West Louisiana. SHV is at an established elevation of 257.6 feet above
Mean Sea Level (MSL) and the coordinates of the Airport Reference Point (ARP) are 32°26’47.8” N and
93°49’32.2” W.
Interstate highways I-20 and I-49 intersect at Shreveport Airport, providing highway access to the area.
SHV is bounded by Hollywood Avenue to the north, which is the main entry point for passengers. West
70th Street is the boundary to the south with Kennedy Drive as the eastern boundary and LA 3132 as
the western boundary. LA 3132 is also known as Inner Loop Expressway or Terry Bradshaw Passway and
connects I-49 to I-20. The Union Pacific Rail Line runs along the south end of the airfield. Figure 2-1
presents a location map for SHV.
Figure 2-1: Location Map
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2.3 Regional Perspective
The City of Shreveport is the seat of Caddo Parish and is situated within the center of a metropolitan
area with approximately 200,000 residents, located in the North West corner of Louisiana. It is the
principal city of the Ark-La-Tex socio-economic region with approximately 804,000 people living within
a 90-mile radius of Shreveport. Located at the meeting point of three states, two major transportation
arteries, and the Red River, Shreveport is a major regional economic and residential center. The Red
River is navigable to the Port of Shreveport-Bossier, and the Mississippi River. The rail yard in
Shreveport provides the city with rail service through the Kansas City Southern Railroad, operating the
rail yard in Shreveport. Union Pacific Railroad also serves Shreveport. I-20 and I-49 intersect within
Shreveport's city limits. I-69 is being planned to pass to the east and south of Shreveport.
Within one mile of Shreveport's downtown there are six river-boat casinos, which according to the City
of Shreveport’s 2018/19 Budget, gross more than $200 million annually and employ approximately
9,000 people. These casinos provide the City of Shreveport with more than $13 million in annual
payments.
Shreveport has more than 6,000 manufacturing, warehousing, medical, technological research, oil and
gas, agriculture, and other businesses. The natural gas provided by the Haynesville Shale is a major
economic stimulus to the entire region of Northwest Louisiana but as worldwide inventories have
increased and demand decreased, prices have remained stagnant. The largest area employer,
Barksdale Air Force Base, is the home to the B-52 and recently became the home of the new Air Force
Global Strike Command, a strategically important major command that has brought around 3,000
additional residents to the region, as well as spurred new investments by government and defense
industry contractors.
Several medical facilities are located in Shreveport. Ochsner LSU Health Shreveport includes a medical
school and university teaching hospital. The adjacent facilities of the Biomedical Research Foundation
of Northwest Louisiana include a ten-story research facility, a Positron Emission Tomography (PET)
Imaging Center and manufacturing facilities for medical testing equipment. Shriners Hospital for
Children, the first in the United States is located a half mile away. Shreveport is home to the largest
hospital in Louisiana, Willis-Knighton Health System, which provides 5,700 jobs across the socioeconomic spectrum and adds approximately $1.8 billion annually to the local economy. Christus Health
Northern Louisiana employs approximately 2,000 employees and operates Christus Highland in
Shreveport. Christus Health Louisiana became part of the Ochsner Health Network in 2015; the medical
community in Shreveport is flourishing.
Shreveport is the home to several educational institutions. The Caddo Parish public school system
employs approximately 6,700 staff. Centenary College is a private liberal arts college serving almost
1,000 students. Louisiana State University in Shreveport has more than 4,000 students in its degree
programs, while Southern University's Shreveport campus has almost 2,000 students enrolled.
Shreveport is also home to one of the largest nursing schools in the country operated by Northwestern
State University.
LaDOTD’s Louisiana Aviation System Plan recognizes 68 airports as system airports. These airports
accommodate passenger, military, air cargo, and general aviation aircraft. SHV is one of seven
commercial service airports in the state.
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The aviation industry in Louisiana is currently facing issues revolving around runway development,
retention of passenger service, development of international service related to passengers and air
cargo, and agricultural aviation issues.

2.4 Airport’s Role
There are 56 Public-Use airports within Louisiana, seven of which are designated as Commercial Service
Primary Airports. SHV is a Publicly-Owned and Public-Use airport and is designated as a Commercial
Service/Primary, non-hub airport according to the Federal Aviation Administration’s (FAA) National
Plan of Integrated Airport Systems 2015-2019 (NPIAS).
In the NPIAS, the FAA defines Commercial service airports as public airports receiving scheduled
passenger service and having 2,500 or more enplaned passengers per year. Commercial service airports
are divided into primary and non-primary. Primary airports have more than 10,000 annual passenger
enplanements. The FAA further classifies primary airports into four categories: large, medium, small,
and non-hub airports. Non-hub airports enplane less than 0.05 percent of all commercial passenger
enplanements.
According to the Louisiana State Airport System Plan (LASP), SHV is a Commercial-Service Airport.
The LASP is overseen by the Aviation Division of the Louisiana Department of Transportation and
Development (LaDOTD). The purpose of the LASP is to document airport and airport-related facilities
required to meet the aviation needs of the State and the greater Arkansas, Louisiana and Texas region.

2.5 Airport Authority
The Shreveport Airport Authority (SAA or the Authority) is composed of a five-person voluntary board
serving rotating terms. The Mayor of the City of Shreveport nominates the board members, and the
City Council confirms the nominees. The SHV Airport Director reports to the SAA and to the Mayor of
the City of Shreveport.
The Authority operates and maintains Shreveport Downtown Airport and Shreveport Regional Airport
and employs approximately 80 full-time employees. Operating revenue is generated through tenant
fees.

2.6 History of the Airport
Shreveport Downtown Airport served as the city’s first, and only, air carrier airport, until 1952.
Following World War II, the airport experienced an expanded demand for more airline service. New jet
aircraft required longer runways. The airport was unable to expand due to its proximity to the Red
River, which borders the airport to the north, south, and east, and the Shreveport Central Business
District. In addition, increased traffic from larger aircraft interfered with military air traffic from
Barksdale Air Force Base, located approximately five miles away. On July 6, 1952, the Greater Municipal
Airport opened and replaced Shreveport Downtown Airport as the region’s air carrier airport. The new
airport consisted of a 6,400-foot runway with a full-length parallel taxiway and a 4,481-foot crosswind
runway. The new terminal included airline ticket counters, a restaurant, offices, and a viewing deck.
The airport expanded in 1971 due to growth in the airline industry and changes to federal air service
regulations, and the name was changed to Shreveport Regional Airport. During the next three decades,
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numerous on-airport expansions occurred, including a 160,000-square-foot terminal with two new
concourses, an administration building, and connector bridges with adjacent parking. Commercial air
service moved from the original terminal into the new facility and the old terminal was converted to
general aviation use by the airport’s fixed based operator.
In the past fifteen years, there have been numerous additional on-airport expansions, including
construction of air cargo facilities, cargo ramps, taxiways, and hangars. The airport underwent a thirtymillion dollar expansion and renovation in 1998. This expansion included the addition of a 66,000square-foot terminal building on the east portion of the concourses and the administrative building.
The new facility consolidated all the airline ticket counters and rental cars into one operation and
centralized baggage claim operations. All facilities built in the 1970s were completely renovated. Today,
SHV serves as a vital primary Commercial-Service Airport for the Southwest Arkansas, North Louisiana,
and East Texas socio-economic region.

2.7 Neighboring Airports
In addition to SHV, seven other public-use airports are located within a 30-nautical mile (NM) radius.
These airports include: Shreveport Downtown Airport, Bluebird Hill Airport, C.E. “Rusty” William
Airport, Harrison County Airport, Vivian Airport, Panola County Airport-Sharpe Field, and Minden
Airport. The surrounding airports, their associated designated identifier, relative heading and distance
from SHV, owner, use, length of longest runway, and markings are presented in Table 2-1.
Table 2-1: Surrounding Public Airports within 30 NM Shreveport Regional Airport

Name
Shreveport
Downtown
Airport
Bluebird
Hill
Airport
C E “Rusty”
Williams Airport

FAA
Identification
DTN

Distance
from SHV
6.9
nm
northeast

5F5
3F3

Owners
Public

Use
Public

7
nm
south
23
nm
south

Private

Public

Public

Public

Harrison County
Airport

ASL

24
nm
west

Public

Public

Vivian Airport

3F4

Public

Public

Panola County
Airport-Sharpe
Field
Minden Airport

4F2

26
nm
north
29
nm
southwest

Public

Public

30
nm Public
southwest
Source: Airport Master Record, FAA Form 5010-1.

Public
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Longest
Runway
Dimensions
Runway 14/32
5,018 ft x 150
ft
Runway 18/36
5,004 ft x 75 ft
Runway 18/36
5,005 ft x 100
ft
Runway 15/33
5,002 ft x 100
ft
Runway 9/27
2,998 ft x 75 ft
Runway 17/35
4,000 ft x 75 ft
Runway 1/19
3,000 ft x 40 ft

Markings
Nonprecision
Turf
Runway
Nonprecision
Nonprecision
Nonprecision
Nonprecision
Nonprecision
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2.8 Airfield Facilities
2.8.1

Airfield Lighting

Airfield lighting provides visual indications of spatial areas and their location on the Airport during low
light/visibility conditions. SHV uses a variety of lighting aids to facilitate airport and airfield
identification as well as approach, landing, and taxiing operations at night or in adverse weather
conditions. These systems, categorized by function, are described below.
Runway 14 is equipped with a 2,100-foot High Intensity Approach Lighting System with Sequenced
Flashing Lights (ALSF-2), runway centerline, pavement edge and touchdown lighting to provide
published Category II precision instrument straight-in cloud base and visibility minimums of 100 feet
and 1,200-foot Runway Visual Range (RVR) respectively. Runway 14 is equipped with a Precision
Approach Path Indicator (PAPI) 4.
Runway 32 is equipped with a 1,400-foot Medium Intensity Approach Lighting System with Runway
Alignment Indicator Lights (MALSR) and supporting runway edge lighting to provide published
Category I precision instrument straight-in cloud base and visibility minimums of 200 feet and 4,000foot RVR (3/4 mile) minimums.
Runway 6 is equipped with a 4-light PAPI and Runway End Indicator Lights (REILs).
Runway 24 is equipped with a 4-box Visual Approach Slope Indicator (VASI) and REILs.
All taxiways are equipped with Medium Intensity Edge Lights (MITLs).
2.8.2

Electronic Navigational Aids

The Navigational Aids (NAVAIDS) serving SHV include Instrument Landing Systems (ILS) that
collectively serves each end of Runway 14/32. Each ILS is comprised of a Glide Slope Antenna and
Localizer Array (LOC). Runway 14 is served by Distance Measuring Equipment (DME), and an Inner
Marker beacon. Runway 32 is served by an Outer Marker beacon. Runway 6 is served by DME.
All four runway ends at SHV have published non-precision instrument approach procedures that are
based upon and utilization of the Area Navigation (RNAV) Global Positioning System (GPS). Through
the availability and use of the Wide Area Augmentation System’s (WAAS), pilots are now benefiting
from the proliferation of RNAV approaches and lower minimums provided by WAAS-enabled systems.
Runways 6, 14, and 32 have published straight-in RNAV instrument approach procedures that offer
Localizer Performance with Vertical Guidance (LPV) that take advantage of the refined accuracy of
WAAS lateral and vertical guidance to provide an approach very similar to a Category I ILS. Runway 24
has a published non-precision Localizer Performance Lateral Navigation (LNAV) without vertical
guidance.
2.8.3

Airfield Signage

Airfield identification signs assist pilots in identifying their locations on the airfield and direct them to
their desired destinations. The airport currently has directional, location, and mandatory signs.

Page | 8

Shreveport Regional Airport | Airport Master Plan Update

Section 2

Facilities / Existing Conditions Inventory

2.8.4

Airport Security Fencing

Many areas around the airfield and landside development areas need to be protected from
unauthorized access. The most widely used method at SHV for controlling vehicular and pedestrian
access is through appropriately located perimeter fencing and automated or manual access gates. The
perimeter fencing also mitigates wildlife incidents at the airfield. Currently, the airport has perimeter
security fencing and an operational security system. The security system includes automated access
gates and operational security cameras.
2.8.5

Automated Surface Observation Systems

The Automated Surface Observation System (ASOS) program is a joint effort of the National Weather
Service (NWS), the FAA, and the Department of Defense (DoD).
ASOS detects significant changes, disseminating hourly and special observations via the networks.
Additionally, ASOS routinely and automatically provides computer-generated voice observations
directly to aircraft in the vicinity of airports, using FAA ground-to-air radio. These messages are also
available via a telephone dial-in port. ASOS observes, formats, archives and transmits observations
automatically. ASOS transmits a special report when conditions exceed preselected weather element
thresholds. The frequency for ASOS at SHV is 128.45 MHz.

2.9 Airspace
Controlled airspace is designated by the FAA for the purpose of insuring the safety of aircraft operating
under Instrument Flight Rules (IFR). Pilots operating in such airspace must either be in communication
with the appropriate controller and must either conform to an IFR flight plan or, if Visual Flight Rules
(VFR) conditions prevail, maintain specified distances from clouds and have visibility of at least three
statute miles. The controlled airspace surrounding SHV consists of Class C Airspace.
2.9.1

Class C Airspace

SHV is located in Class C Airspace. Class C Airspace is that airspace surrounding an airport that has an
operational control tower, is serviced by a radar approach control, and has a certain number of IFR
operations or passenger enplanements. Class C Airspace is tailored to the airport it serves,
encompassing its approach and departure procedures as needed. The core surface typically begins at
the surface with a five nautical mile radius and extends upward to 4,000 feet above the surface. A shelf
extending from the core out to a radius of 10 nautical miles generally begins at 1,200 feet and extends
up to 4,000 feet.
Due to the proximity of SHV to Shreveport Downtown Airport and Barksdale Air Force Base, the Class C
Airspace does not follow the typical dimensions. At SHV, the inner core rises to an elevation of 4,300
feet and the outer shelf begins at 1,600 feet and rises to 4,300 feet. Pilots flying into Class C airspace
must follow specific equipment standards and operational procedures. To enter Class C Airspace, the
aircraft must be equipped with a two-way radio and a Mode C transponder. Before entering Class C
Airspace, aircraft must establish and maintain two-way radio communications with air traffic control
and follow cloud separation and visibility requirements.
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2.9.2

Navigational Aids and Published Instrument Approaches

NAVAIDS include a variety of radio transmitting devices which provide directional and, in some cases,
altitude information to pilots. They are primarily used to guide arriving flights during inclement weather
if the arriving aircraft is equipped with compatible instruments.
Aircraft operation during periods of low visibility is governed by IFR. If ceiling base heights (measured
AGL) are below the specified minimum altitude and/or visibility for a particular airport, the pilot must
file an IFR flight plan and receive clearance from FAA Air Traffic Control in order to land. After receiving
clearance, the pilot negotiates an instrument approach to the runway by utilizing available NAVAIDS.
SHV has eight published Instrument Approach Procedures (IAPs): ILS or LOC RWY 14, ILS or LOC RWY
32, ILS RWY 14 (CAT II), RNAV (GPS) RWY 06, RNAV (GPS) RWY 14, RNAV (GPS) RWY 24, RNAV (GPS)
RWY 32, and LOC RWY 06. The IAPs can be found in Appendix D.
2.9.3

CFR Part 77 Approach Surfaces

Code of Federal Regulations (CFR) Part 77, Safe, Efficient Use, and Preservation of the Navigable
Airspace establishes standards regarding objects that may affect navigable airspace. This applies to
existing and proposed manmade objects, objects of natural growth, and terrain. The standards apply to
the use of navigable airspace by aircraft and to existing air navigation facilities, such as an air navigation
aid, airport, Federal Airway, instrument approach or departure procedure, or approved off-airway
route.
Obstructions to navigable airspace may affect the various Imaginary CFR Part 77 Approach Surfaces to
each runway end. These noted obstructions can be found in Appendix D. Table 2-2 shows the CFR Part
77 approach surface slopes.
Table 2-2: Runway CFR Part 77 Approach Surface Slopes
Approach
Runway
Approach Category
Surface Slope
6
Non-Precision
34:1
24
Non-Precision
34:1
14
Precision
50:1
32
Precision
50:1
Shreveport Regional Airport ALP, 2015.
Compiled by URS Corporation, 2015.

Runway End
Elevation (MSL)
237.1’
228.4’
257.8’
222.2’

2.10 Commercial Service Passenger Terminal
Shreveport Regional Airport is designated as commercial service non-hub and is served by five airlines:
Allegiant Airlines, with service to Las Vegas and seasonally to Orlando/Sanford, American Airlines, with
service to Charlotte and Dallas/Fort Worth, Delta Air Lines, with service to Atlanta, United Airlines, with
service to Denver and Houston, and Glo Airlines, with service to New Orleans.
The Airport’s passenger terminal concourse and facility layout is currently based upon a late 1960s
design that was constructed in the early 1970s and opened in 1972. The terminal has an H-shaped
configuration with twin two-story concourses connected to a center building which has rental car
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operations and mechanical on the bottom floor, restaurant and retail on second floor, and
administrative space on the third floor.
In 1998 and 1999, SHV renovated the concourses and connected them to a new 66,000-square-foot
terminal building that consolidated airline ticketing, passenger bag claim services and rental car
operations. This renovation also reconfigured the first floor of the administrative center building into
the mechanical room and left the first floor of each concourse virtually unused but in need of heating
and cooling.
The terminal’s first floor has ticket counters located on the north side of the building. There are sixteen
available ticket counters with associated airline office space. The baggage claim is located on the south
side of the main terminal building.
Passengers access the second floor via escalators and enter an atrium area with seating and
concessions. There are two passenger security checkpoints located on Concourses B and C of the
second level atrium. Passenger boarding gates are adjacent to each of the security checkpoints. There
are three passenger boarding gates adjacent to the Concourse B security screening area: Delta services
two passenger boarding gates. There are five available passenger boarding gates past the Concourse C
security screening area. American, United, and Allegiant operate three passenger boarding gates. The
remaining two boarding gates are currently unused.
Although the new terminal provided room for expansion of airline services with additional ticket
counters and baggage systems capable of handling up to one million passengers per year, the changes
did not address annual Operations and Maintenance (O&M) expenses and long-term financial issues of
maintaining the concourses with unoccupied lower floors which are post security. Currently, both
concourses are in need of entire roofing systems, upgraded and/or replaced elevator systems, and other
mechanical system improvements.
SHV’s concourses currently have five gates leased by airlines and two converted for office use for the
Transportation Security Administration and Airport Operations. The airport has four unleased gates.
To address the long-term O&M cost issues related to operating the current facilities, airport staff
recognizes the need to reduce the footprint of operating space in the concourses at SHV. New Airline
Use and Lease Agreements are now being proposed to provide the option for airlines to lease common
use space at SHV.

2.11 Customs and Border Protection
U.S. Customs and Boarder Protection (CBP) officers are located on site at SHV to provide clearance
services to cargo and passenger flights. International charter service is expected to grow at the airport
in the future. The airport plans to provide facilities in future terminal expansions to accommodate
expanded CBP services.

2.12 Ground Access and Circulation
Passenger terminal access to SHV is available from Hollywood Avenue at Monkhouse Drive to Claude
Hamel Drive. Access to the North General Aviation Subdivision is from Hollywood Avenue to Bethume
Drive to the on-airport Service Road. Access to the East General Aviation Subdivision is from Kennedy
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Drive to the on-airport Service Road. Air Cargo access is available from Hollywood Avenue to West
Perimeter Road. Access to the AeroPark is from 70th Street to Challenger Drive.

2.13 Automobile Parking
Standard Parking Corporation operates the paid parking lots at SHV under a management agreement.
Visitors to the airport can choose different levels of parking (premium parking, long term parking, short
term parking and QuickPark parking). In addition, a rental car parking lot is located adjacent to the
terminal.. The capacity of each parking type is detailed in Table 2-3.
Table 2-3: Parking
Parking Type
Short Term Lot
Long Term Lot
QuickPark Lot
Rental Car Lot
Employee Lot

Capacity (Spaces
201
676
97
155
210
Total:
1,339
Source: Larry Donaghue Associates, Inc., December 1, 2011.

2.14 Air Cargo Facilities
In 2008, SHV opened a new $30 million dollar air cargo facility on the northwest corner of the Airport.
This resulted in all scheduled cargo operations relocating from the General Aviation ramp near TAC Air.
Air Cargo West contains approximately a total of 56,000-square-feet in two buildings. Building B is
located on the south side of the facility and is approximately 35,000-square-feet. Building A is located
to the north of the area is approximately 21,000-square-feet. In addition to these buildings, Air Cargo
West Facility has approximately 44.5 acres (20 lots) available for Industrial Development, nearly 10
acres of concrete aircraft parking areas, two taxiway connectors, and a new roadway system to the
cargo complex.

2.15 General Aviation Facilities
The airport’s northeast quadrant supports a variety of land and aviation-related uses that supports
commercial passenger service, Air Traffic Control Tower, Aircraft Rescue and firefighting,
governmental (U.S. Customs) and general aviation land uses and parcel leases. Within the east portion
of the Northeast Quadrant, approximately 100 acres is currently available to support general aviation
activities. Currently, there are 25 leased parcels that support general aviation activities that include a
Fixed Based Operator (FBO), a fuel farm and private leases hangars.

2.16 Aircraft Fueling Storage Facilities
SHV currently has a single fuel farm located on the far northeast of the airport adjacent to the East
General Aviation Area. The fuel farm provides capacity for 100,000 gallons of Jet-A, 20,000 gallons of
100LL Avgas and 2,000 of MoGas. SAA owns the fuel farm and leases it to TAC Air, an FBO. Trucks
owned and operated by TAC Air fuel Aircraft.
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2.17 Aircraft Maintenance
TAC Air provides light aircraft maintenance. Wester Global recently began maintenance operations for
its large body freight fleet at Hangar 40.
ExpressJet’s maintenance facility is located in the former Boeing Facility located in the Airport’s
AeroPark. The facility includes a 151,951-square foot maintenance hangar (Hangar 40) that performs
heavy maintenance on the regional carrier’s Embraer and Canadair regional jets. In addition to Hangar
40, this facility includes the adjacent aircraft apron, employee/visitor parking lot and maintenance
shop. This facility has direct aircraft access to Runway 14/32. Automobile access the facility from West
70th Street via Challenger Drive. ExpressJet also leases Hangar 5, a 26,000-square-foot hangar, in the
North General Aviation Subdivision.

2.18 Aircraft Storage Hangars
Aircraft storage is available in conventional hangars located on the northeast quadrant of the airport
adjacent to the main terminal building. This area contains the General Aviation Area, North General
Aviation Subdivision, and East General Aviation Subdivision. Developed Hangar Facilities are listed in
Table 2-4.
Table 2-4: Developed Hangar Facilities
Lease Site
Lot 1
Lot 2 (Hangar 1)
Lot 3 (Hangar 3)
Lot 4 (Hangar 4)
Lots 7 and 8 (Hangar 7)
Lot 9
Lot 10
Lot 11
Lots 12 and 13 (Hangar 12)
Lot 14
Lot 17
Lots ½ of 18 and 19
Lot 20
Lot 21
Lot 22 and 23 (Hangar 22)
Lot 24
Lot 25
Lots 26 and 27 (Hangar 26)
Lots 28 and 29 (Hangar 28)
Lot 30
Lot 31
Lot 32
Lot 33
Lots 44 and 45 (Hangar 44)
Bays 1 – 3
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Leased Square Footage
29,280
17,783
25,197 in Lot 7
34 in Lot 8
22,500
25,196.61
22,500
22,500
22,500
22,650
30,000
30,000
20,000
20,000
9,450
20,000
31,800
44,248
41,100
33,900
25,000
25,000
25,000
28,193
3 bays and 6 parking spots
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Lease Site
Bay 4

Leased Square Footage
2,000
2 parking spots

Bay 5
Bays 6-8
AeroPark (Hangar 40)
North GA Subdivision (Hangar 5)

151,951
26,000
3,200
2 parking spots
4,800
6 parking spots

Bay 11 and partial Bay 12
Bay 12
Bays 13 and 14

2,000
1 Bay and 2 parking spots
525
2 parking spaces
25,500
30,000
30,000
30,000
30,000
30,000

Bay 15
Room 214 (Terminal Annex)
Lot 107 (Hangar 107)
Lot 113
Lot 115
Lot 114
Lot 116 and partial Lot 117
Lot 118
Source: Shreveport Airport Authority Lease Documents.

2.19 Airport Support Facilities
2.19.1 Air Traffic Control Tower
The existing Airport Traffic Control Tower (ATCT) was constructed over 40 years ago. The SHV ATCT is
a level seven facility that operates 24 hours per day, seven days a week.
The existing ATCT facility is old and the required line-of-sight to the Airport Operations Area (AOA)
establishes a building height constraint when developing new or redeveloping old facilities. Previous
planning studies have recommended relocating the existing ATCT.
In 2010, the FAA initiated an ATCT site selection study. In January 2012, the FAA published a Site
Selection Report that identified an area in the southwest quadrant of the airport for the relocation of
the SHV ATCT. This report can be found in the appendix of this master plan.
2.19.2 Aircraft Rescue and Fire Fighting
Airports certified under Federal Aviation Regulation Part 139 (Certification and Operations: Land
Airports Serving Certain Air Carriers) must comply with specific Aircraft Rescue and Fire Fighting
(ARFF) operational requirements. These requirements were developed through research conducted by
the FAA and the International Civil Aviation Organization (ICAO) Rescue and Fire-fighting Panel.
Vehicle response time and equipment and agent availability are the two primary considerations
established in determining compliance. The FAA established five airport classes, referred to as indexes,
from this research and identified their corresponding ARFF requirements. The airport index is
determined by the length of the longest aircraft operated by an air carrier performing an average of five
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scheduled departures per day (computed on an annual basis). Table 2-5 lists the five ARFF Indexes and
details the specific minimum requirements an airport must meet for each Index.
SHV is currently classified as an Index B airport. However, the present staff and equipment provided at
SHV satisfy the criteria and requirements associated with an airport Index D classification.
Table 2-5: Aircraft Rescue and Firefighting Classifications
Airport
Index

Required No. of
Vehicles

Aircraft Length

Scheduled
Departures

Agent + Water for Foam

A

1

<90 ft

>1

500#DC or Halon 1211 or 450# DC +
100 Gal. H2O

B

1 or 2

≥90 ft, <126 ft
≥126 ft, <159 ft

<5

Index A + 1,500 Gel H2O

C

2 or 3

≥126 ft, <159 ft
≥159 ft, <200 ft

≥5
<5

Index A + 3,000 Gel H2O

D

3

≥159 ft, <200 ft
>200 ft

≥5

E

3

≥200 ft

≥5

Index A + 4,000 Gel H2O
Index A + 6,000 Gel H2O

Source: Federal Aviation Administration.

The ARFF Facility at the Airport is centrally located on the airfield south of Runway 6/24 and east of
Runway 14/32. It is staffed with a 13 full-time member Task Force. The ARFF Facility contains three
aircraft rescue and firefighting apparatus and an EMS Quick Response Vehicle. The firefighting
apparatus are all-terrain vehicles and are equipped with water, foam, chemicals, and rescue tools. The
ARFF Facility also has a Chevy Suburban (Charlie 5) that is the Airport’s EMS Quick Response Vehicle.
This vehicle is manned by EMTs and Paramedics and carries the latest in pre-hospital medical
equipment. In October of 2013, the SAA procured a second Oshkosh Striker 3000. The ARFF facility
currently has two manned vehicles, with a third in reserve.
2.19.3 Fixed Based Operator
TAC Air is the only Fixed Base Operator located at SHV and is located in the general aviation terminal.
TAC Air offers a wide variety of services including passenger terminal, conference room, pilot lounge,
aircraft storage and parking, catering, car rental, flight planning services, complimentary crew cars and
vans, oxygen, and aircraft maintenance. Fueling services are available 24 hours a day, 7 days a week and
offer Phillips 66 AVGAS and Jet fuel. TAC Air also provides direct service to SHV based aircraft, in
addition to the air carrier and cargo companies. Itinerant aircraft parking is located on the general
aviation ramp located in front of the facility which has direct access to the entire airfield.

2.20 Airport Land Use
On-airport land uses include the airfield, terminal area, general aviation facilities, non-aviation
industrial/warehouse, and utilities. Figure 2-2 shows on-airport land use.
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Figure 2-2: Airport Land Use

2.21 Off-Airport Land Use
SHV land use is considered transportation and is zoned light industrial. The remaining existing land use
is summarized below.
Runway 24 End - The land use surrounding the end of Runway 24 is predominately single and multifamily residence uses. The Mooretown Neighborhood is located north/north east and, Hollywood
Heights and Westwood Park Neighborhoods are located on the east side of the runway end.
Mooretown Park and Hollywood Heights Park are located on the east side of the runway end. On the
west side of the runway end is Airport Park. Additional land uses in this area include, several churches,
schools, and public buildings. Business use is scattered throughout this area.
Runway 32 End - On the northwest end of this runway adjacent to airport property is Cargill Park and
Forest Park Cemetery is adjacent to the southwest side of this area. This area also contains single and
multi-family uses including the Silver Pines Area on the northwest side and Meadow Park Area on the
northeast side of this runway end. However, this area is not as densely populated as the area
surrounding Runway 24 end. There are also churches and public buildings scattered throughout this
area. No schools are in proximity to the end of this runway and there are businesses dispersed
throughout this area.
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Runway 6 End -The land use surrounding the end of Runway 6 is predominately single and multi-family
residential uses; however, not densely populated. There are churches and one school in this area and
business use is scattered throughout.
Runway 14 End - The land use surrounding the end of this runway is predominately industrial. There is
business use prevalent this this area. Single and multi-family use, including the Land of Trees
Neighborhood on the north/north wide side of the runway end is included in this area. There are no
schools, churches, or public buildings in proximity to the end of this runway.

2.22 Compatible Land Use Zoning
Based on recommendations contained in the FAR Part 150, approved in 2007, the City of Shreveport
has implemented Compatible Use Zoning, wherein new residential uses are not allowed in the 65 and
higher Day/Night Average Sound Level (DNL) noise contour. Existing homes that are in these contours
are either slated for fee simple acquisition or soundproofing. There is also a Height Control Zone that
has been outlined in the Zoning regulations that protect the surfaces outlined in CFR Part 77 which is
currently being updated. An FAR Part 150 Study can be found in the appendix of this report.

2.23 Multimodal Network
Ground transportation is playing an important role in the day to day movement of cargo. It has a strong
influence on decisions by many air cargo carriers relative to their placement of regional hubs, since the
majority of their collection and distribution from their regional hubs in handled via trucking. The current
ground transportation network in the Shreveport-Bossier area is well developed to serve the
surrounding area and provide strong linkages to the southeastern and southwestern United States.
2.23.1 Highways
Interstate 20 – The most significant highway serving the Shreveport-Bossier Metropolitan Area is
Interstate 20. It traverses immediately north of the SHV in an east-west direction, providing access to
Dallas/Fort Worth, Texas to the west and to Jackson, Mississippi. Birmingham, Alabama and Atlanta,
Georgia to the east. Interstate 20 is one of the primary east-west arteries in the southern U.S. and links
to an array of other interstate systems including, Interstate 35, and Interstate 55, Interstate 59,
Interstate 75 and Interstate 85. Interstate 20 also intersects with Interstate 49 in Shreveport.
Interstate 49 – This roadway is the direct link between Shreveport and the south-central/southeast
section of the state, which includes Alexandria, Baton Rouge and New Orleans. Interstate 49 starts in
Shreveport and proceeds southeast through Alexandria and terminates at Interstate 10 in Lafayette.
Interstate 49 is presently in the process of being extended to the north of Shreveport and will
eventually provide a new north-south link from Interstate 10 in south Louisiana to Kansas City to the
north.
Interstate 220 and Inner Loop – The Inner Loop connects the west of the airport at Interstate 20 and
Hollywood Avenue and travels to the east to Bossier City crossing the North-South Expressway and the
Red River south of 70th Street. A bridge connects Interstate 220 to the Inner Loop. Together, both
highways provide a continuous loop around the inner sections of the Shreveport Bossier Metropolitan
Area and provide an alternate route for through trucks wishing to avoid traffic congestion in the central
portion of the metropolitan area.
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Interstate 69 – The Louisiana Department of Transportation submitted the Final Environmental Impact
Statement to the Federal Highway Administration in August 2011 for the Interstate 69 extension.
Interstate 69 current proposed alignment to provide a linkage between Houston, Shreveport/Bossier
City and Memphis. This proposed alignment will significantly improve the accessibility of Shreveport to
major markets both in the both in the southern U.S. as well as in the Midwest. Upon reaching Memphis,
Interstate 69 would intersect the north-south alignment of Interstate 55 and the east-west alignment of
Interstate 40. This corridor is anticipated to provide access to Barksdale Air Force Base in Bossier City,
the Port of Shreveport-Bossier in South Caddo parish and provided interchanges with Interstate 20 and
Interstate 49 within the urbanized area of Shreveport-Bossier City.
2.23.2 Waterways
The Port of Caddo-Bossier is a 2,000-acre inland multimodal transportation and distribution center
located on the Red River Waterway. The Airport is located eighteen miles northwest of the Port. This
port offers Rail and Road access, and also acts as a Foreign Trade and Enterprise Zone and a U.S.
Customs Port of Entry. The Red River Waterway, which connects to the Mississippi River and the Gulf
Intracoastal Waterway, makes barge transportation possible.
2.23.3 Rail
Currently, rail service in the Shreveport area is by Kansas City Southern Railroad (KCS) and Union
Pacific Railroad, Transportation Ferroviaria Mexicana, providing the primary railroad gateway for the
North American Free Trade Agreement.
2.23.4 Parcel Cargo Service
The three major parcel carriers that serve SHV are Federal Express (FedEx), United Parcel Service
(UPS), and Empire Airlines, a regional feeder for FedEx. Integrated Airlines provides freight sorting.
2.23.5 Motor Freight Carriers
The Shreveport area offers motor freight service and hosts over 20 motor freight carriers.
2.23.6 Public Transportation
Bus – Shreveport has a municipal bus service operated by the Shreveport Transit Authority entitled
SporTran. Greyhound provides intra-state bus transportation.
Passenger Rail – In March, 2012, Amtrak and the Texas Department of Transportation agreed on the
scope of a feasibility study for new Amtrak service between the Shreveport-Bossier City area in north
West Louisiana and along the Interstate 20 corridor to Dallas and Fort Worth. The Northwest Louisiana
Council of Governments commissioned a follow-on feasibility study in 2014.

All buses will be served in the future by a new Multi-Modal Transfer Facility that is detailed in Section
5.5.1.9
of
this
document.
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3 AVIATION FORECASTS
3.1 Introduction
The Aviation Forecasts chapter of the Airport Master Plan analyzes current and future airport activity at
the Shreveport Regional Airport (SHV). Forecasting provides an airport with a general idea of the
magnitude of growth, as well as fluctuations in activity anticipated over a 20-year forecast period. They
assist the Airport in determining existing and planned future facility needs based on airport activity
level estimates and projections. Forecasts attempt to develop a realistic estimate of future changes.
When conditions dramatically change, forecasts should be reviewed and updated.
The forecasts developed for the Airport will be important to adequately plan, size, and sequence
development of future facilities to meet future projected growth. Development at airports, however, is
demand-based from actual numbers rather than forecasts.
To thoroughly analyze and develop a probable aviation forecast, a technical review has been completed
using several methods to help quantify the potential aviation activity over the next 20 years. The
forecasts for this Airport Master Plan study were prepared by Trillion Aviation.

3.2 Forecast Rationale
Forecasting the demand for airport services is a critical step in the development of an airport.
It allows an airport to examine its ability to satisfy the needs of the aircraft and people it serves, and to
determine the approximate timing of necessary improvements by projecting airport user activity levels.
Forecasts developed for airport master plans and/or federal grants must be approved by the Federal
Aviation Administration (FAA). It is the FAA’s policy, listed in Advisory Circular 150/5070-6B, Airport
Master Plans, that FAA approval of forecasts at non-hub airports with commercial service should be
consistent with the Terminal Area Forecasts (TAF). Master plan forecasts for operations, based aircraft
and enplanements are considered to be consistent with the TAF if they meet the following criteria:
1) Forecasts differ by less than 10% in the five-year forecast and by less than 15% in the 10-year
period, or
2) Forecasts do not affect the timing or scale of an airport project, or
3) Forecasts do not affect the role of the airport as defined in the current version of FAA Order
5090.3, Field Formulation of the National Plan of Integrated Airport Systems.
The TAF model used for this report is from the 2017 FAA TAF available in January 2017. This is latest
data available when the forecasting effort began for this airport master plan.
Furthermore, FAA Order 5090.3C states forecasts should be:
1)
2)
3)
4)
5)
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Based on the latest available data
Reflect the current conditions at the airport
Supported by information in the study
Provide an adequate justification for the airport planning and development
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3.3 Economic Base for Air Traffic
Air travel demand for O&D traffic is typically correlated with a region’s demographic and economic
characteristics. The economic strength of the Air Service Area has a major impact on the aviation
activity at the Airport. The next sections review current economic trends and conditions in the Airport’s
Air Service Area and present data indicative of the Air Service Area’s capability to generate growing
demand for air transportation throughout the forecast period.

A. Socio-Economic Trends
Data for population, income, and gross regional product for the Air Service Area are discussed below.
Parallel data for the United States is shown to provide a basis of comparison to trends in the Air Service
Area. Where available, historical data will be presented for the 2007-2017 period, which is
representative of a longer-term trend and the most recent 10 years of historical data available. Where
available, forecast data will be presented through 2037, so as to be consistent with air traffic forecasts
presented later in this chapter.
Historical and Forecast Population
Population is a significant source of demand for air travel. Exhibit 3-1 includes 2007 and 2017
population data and provides population trends in the Air Service Area and the U.S. during this period.
Forecasts through 2037 are also included. Data in Exhibit 3-1 below shows that between 2007 and
2017, the population in the Air Service Area increased from 431,500 to 448,880, or 4.0% (0.4% CAGR).
During the same period, U.S. population increased by 9.4% (0.9% CAGR).
Exhibit 3-1 Historical and Forecast Population
HISTORICAL AND FORECAST POPULATION (2006-2037)

Area

Historical Population
2007
2017

1/

Forecast

Percent

CAGR

Population
2037

Change
2007-17

20072017

20172037

Air Service Area

431,500

448,880

501,420

4.0%

0.4%

0.6%

United States

298,217

326,128

374,137

9.4%

0.9%

0.7%

Note:
1/ Compound annual growth rate.
Source: Woods & Poole Economics, U.S. Census Bureau
U.S. Population in 000s

Population growth data are based on estimates of the Air Service Area’s birth rate, death rate, and net
in-migration. The forecast population increase in the Air Service Area for the period 2017 to 2037
reflects a CAGR of 0.6% and is lower than the forecast CAGR for the U.S. rate during the same period
(0.7%). The increase in new residents in the Air Service Area, approximates 53,000 between 2017 and
2037, is expected to generate additional demand for air service.
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Household Income
Exhibit 3-2 includes estimated 2017 and forecast 2037 median household income data for the Air
Service Area and the U.S. The Air Service Area’s 2017 median household income was lower than that
of the U.S. Exhibit 3-2 shows that in 2017, the Air Service Area’s median household income of $43,292
was 24.9% below that of the U.S. ($57,617). Forecasts for 2037 show that the Air Service Area is
expected to reach a median household income level of $56,723 by 2037.
The percentage of higher income households, defined as those earning $100,000 or more annually,
within the Air Service Area is another key indicator of potential demand for air travel services. In 2017,
approximately 32,027 Air Service Area households had an income of $100,000 or more. This is equal to
approximately 16.9% of all Air Service Area households. According to Consumer Expenditure Survey
data from the U.S. Bureau of Labor Statistics, 54% of airline fare expenditures are made by households
with annual income of $100,000 or more. Data in Exhibit 3-3 on the next page shows that between
2017 and 2037, the Air Service Area will gain an additional 14,312 households with annual income
greater than $100,000.
Exhibit 3-2 Median Household Income and Income Distribution (2017-2037)
MEDIAN HOUSEHOLD INCOME AND INCOME DISTRIBUTION (2017-2037)

2017 Median Household Income
2037 Median Household Income

Air Service Area

United States

$43,292

$57,617

$56,723

n/a

Household Income Distribution (Percent)
2017 Household Income

Air Service Area

United States

Less than $19,999

23.9%

16.9%

$20,000 to $44,999

27.5%

24.2%

$45,000 - $74,999

20.9%

23.0%

$75,000 - $99,999

11.0%

12.2%

$100,000 - $199,999

13.7%

17.9%

$200,000 or more

3.2%

5.8%

100.0%

100.0%

Less than $20,000

16.3%

n/a

$20,000 to $45,000

19.4%

n/a

$45,000 - $75,000

25.7%

n/a

$75,000 - $99,999

16.5%

n/a

$100,000 - $199,999

18.3%

n/a

$200,000 or more

3.9%

n/a

100.0%

n/a

Total
2037 Household Income

Total
1/ Amounts are shown in current dollars
Source: Woods & Poole Economics
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Exhibit 3-3 Households with Income of $100,000 and above (2017-2037)
HOUSEHOLDS WITH INCOME OF $100,000 AND ABOVE (2017-2037)
Air Service Area

United States

Total Households
2017 estimate

189,510

120,746,349

2037 forecast

209,680

n/a

20,170

n/a

0.51%

n/a

2017 estimate

32,027

n/a

2037 forecast

46,339

n/a

Increase in households with income of $100,000 and above

14,312

n/a

CAGR 2017-2037

1.86%

n/a

2017 estimate

16.9%

n/a

2037 forecast

22.1%

n/a

Increase in households
1/

CAGR 2017-2037

Households with Income of $100,000 and Above

2/

% of Households with Income of $100,000 and Above

2/

Notes:
1/ Compound annual growth rate.
2/ In current dollars.
Source: Woods & Poole Economics

Gross Regional Product / Gross Domestic Product
Gross domestic product (national level) and gross regional product (state- and county-level) are
measures of the value of all final goods and services produced within a geographic area. These
measures are general indicators of the economic health of a geographic area and, consequently, of the
area’s potential demand for air transportation services.
Exhibit 3-4 shows the CAGR for the Air Service Area’s gross regional product and gross domestic
product for the U.S. Exhibit 3-4 indicates that gross regional product for the Air Service Area increased
at a CAGR of 0.4% between 2007 and 2017, which was below the U.S. CAGR of 2.8%.
Forecasts for 2037 in Exhibit 3-4 show that gross regional product for the Air Service Area is forecast to
increase at a CAGR of 1.3% for the Air Service Area, which is below the forecasted CAGR of the U.S. of
2.1% between 2017 and 2037.
Exhibit 3-4 Historical and Forecast per Capita Gross Regional and Gross Domestic Product (20002037)
HISTORICAL AND FORECAST PER CAPITA GROSS REGIONAL AND GROSS DOMESTIC PRODUCT (2000-2037)
Gross Regional & Gross Domestic Product Growth
1/

CAGR
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2007-2017

0.4%

2.8%

2017-2037

1.3%

2.1%

Note:
1/ Compound annual growth rate.
Source: Woods & Poole Economics, Inc

B. Labor Market Trends
Civilian labor force data, unemployment rates, and employment for the Air Service Area are discussed
below and are presented in Exhibit 3-5. Parallel data for the U.S. are also shown to provide a basis of
comparison for trends in the Air Service Area.
2007 – 2017 Non-Farm Payrolls and Unemployment Rate
Exhibit 3-5 includes annual civilian labor force and unemployment data from 2000 through 2016 for the
Air Service Area, and the U.S. Data in Exhibit 3-5 show that between 2000 and 2016, the Air Service
Area labor force was essentially unchanged. At the same time, the U.S. increased from 1.58 billion to
1.731 billion, or a CAGR of 0.9%.
The Air Service Area’s annual unemployment rate was generally higher than for the U.S. The exceptions
were during the peak economic recession in the late 2000s which was the same time period of peak oil
prices and the region’s fast growing oil & gas industry.

Exhibit 3-5 Historical and Forecast Non-Farm Payrolls and Unemployment Rate (2000-2016)
HISTORICAL AND FORECAST Non-Farm Payrolls and Unemployment Rate (2000-2016)

Year

Non-Farm Payrolls
Air Service Area United States

Year

Unemployment Rate
Air Service Area United States

2000

181,600

1,584,399

2000

5.2%

4.0%

2001

180,500

1,585,107

2001

6.0%

4.7%

2002

177,800

1,567,792

2002

6.9%

5.8%

2003

177,300

1,564,138

2003

7.2%

6.0%

2004

180,500

1,581,240

2004

6.2%

5.5%

2005

185,700

1,608,509

2005

6.0%

5.1%

2006

188,000

1,637,485

2006

6.3%

4.6%

2007

190,900

1,655,966

2007

4.9%

4.6%

2008

192,700

1,646,883

2008

5.5%

5.8%

2009

188,200

1,575,602

2009

7.4%

9.3%

2010

188,700

1,564,239

2010

7.8%

9.6%

2011

190,500

1,583,292

2011

7.6%

8.9%

2012

188,400

1,610,048

2012

7.4%

8.1%

2013

184,000

1,636,553

2013

7.5%

7.4%

2014

184,500

1,667,248

2014

7.1%

6.2%

2015

184,000

1,701,757

2015

6.9%

5.3%

2016

181,300

1,731,666

2016

6.4%

4.9%
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2/

CAGR

2000 – 2016

(0.02%)

0.9%

Notes:
Source: Bureau of Labor Statistics, U.S. Department of Labor

C. Regional Economic Overview

Shreveport Regional Airport (SHV) is the primary commercial service airport serving the area of
southwest Arkansas, north Louisiana and east Texas. This area is known as the Ark-La-Tex region. For
this region, Shreveport is a regional hub for healthcare and education; base for the oil and gas industry;
and a center for film production.
The Shreveport-Bossier MSA generates the fourth-largest number of jobs in the state, behind
Lafayette, Baton Route and the New Orleans.
Economic development officials in the Air Service Area underscore the importance of the Airport’s links
to destinations in the U.S. and around the world. Because access to domestic and international
markets is a major factor in the site selection process, the Airport plays a significant role in attracting
new businesses and the expansion of existing enterprises in the Air Service Area.
Major Employers
Major employers in the Air Service Area for which employment data are available are shown in Exhibit
3-6. These firms represent a variety of industries including: Defense (Barksdale AFB), government,
education and healthcare. Approximately 15% of Shreveport labor force is employed in the healthcare
industry.
Exhibit 3-6 Major Air Service Area Employers
MAJOR AIR SERVICE AREA EMPLOYERS
Company

Approx.

Barksdale Air Force Base

9,815

LA Department of Civil Service

8,948

Caddo Parish School Board

6,661

Willis Knighton Health System

4,132

Christus Schumpert Health System

2,185

Ochsner Health System

2,000

General Dynamics

800

Louisiana State University at Shreveport

493

Parish of Caddo

475

Southern University at Shreveport

337

One major long-term change in the Shreveport-Bossier MSA economy has been increased oil and gas
industry employment. Since 2005, employment within this high travel industry has grown from
approximately 7,000 to almost 16,000 in 2017.
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While Shreveport is highly reliant on the oil and gas industry, the region has weathered the downturn in
the oil and gas industry better than the rest of Louisiana and much of the United States. This has been
due to the diversification of the Shreveport region economy. This diversification includes approximately
a dozen different business developments. The largest of these developments has been Computer
Sciences Corporation’s (CSC) 2014 announcement to bring an integrated technology center to the
National Cyber Research Park located in Shreveport, bringing a total of 800 jobs by 2018. In early 2018,
General Dynamics announced it would acquire CSC. Also, Module X Solutions is building a $7.4 million,
750,000 square foot manufacturing facility to make modular buildings for the telecommunications
industry.

D. Economic Outlook

As has been illustrated earlier in this chapter, the Shreveport economy is typically slower growing as
compared to U.S. averages – based upon trends over the past nearly twenty years. Still, based upon
economic forecasts, this growth gap is expected to narrow over the next twenty years.
Population and Economic forecasts for the Air Service Area are shown below and are also compared to
the U.S. As illustrated, the population, employment, total personal income, and total gross regional
product are expected to have relatively lower growth rates in the Air Service Area as compared to the
U.S. This continues trends that have been noted previously.
This indicates that the ongoing capacity of the Air Service Area to continue to generate demand for air
travel services during the forecast period will continue, albeit at slower rates of growth as compared to
the U.S.
Exhibit 3-7 Passenger Demand Forecast Variables
PASSENGER DEMAND FORECAST VARIABLES (2017-2037)
2017

2037

CAGR

Air Service Area Population

448,880

501,420

0.6%

U.S. Population (000s)

298,217

326,128

0.7%

Air Service Area Total Employment

266,420

326,680

1.1%

U.S. Total Employment

184,227

210,105

1.5%

$18.2

$26.4

2.0%

$15,104.2

$18,982.7

2.6%

Air Service Area Per Capita Personal Income

$40,535

$52,743

1.4%

U.S. Per Capita Personal Income

$46,974

$53,841

1.5%

$22.2

$28.7

1.4%

$17,839.3

$22,003.7

2.1%

Air Service Area Total Personal Income ($ billion)
U.S. Total Personal Income ($ billion)

Air Service Area Gross Regional Product ($ billion)
U.S. Gross Domestic Product ($ billion)

Source: Woods & Poole Economics, Inc., Data Profiles for MSA, state, and U.S.
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3.4 Commercial Passenger Industry Aviation Trends
The trends presented in this section are intended to provide a framework for better understanding past
and future trends at the Shreveport Regional Airport (SHV). It will also establish a basis for estimating
how aviation activity may be expected to grow and change in the future. This frame of reference is
essential when identifying potential activity scenarios for the airport.

E. LONG-TERM HISTORY (1978-2008)
Since de-regulation in 1978, through 2008, the U.S. airline industry cumulatively lost approximately $40
billion dollars. This was primarily a function of overcapacity in the industry, where the supply of seats
was greater than demand. The result was that airlines had to price airline seats below cost. The charts
below illustrate: 1) the widening gap between the supply of seats and demand that took place during
this time period, and 2) the resulting decline in airline price (yield).
Exhibit 3-8: Industry ASM + GDP Growth

Exhibit 3-9: Inflation-adjusted Yields

After roughly thirty (30) years of overcapacity, the airline industry had amassed massive financial
losses, numerous airlines had gone out of business or merged, and airline balance sheets consisted of
heavy debt levels. These financial results had been generated despite the fact that one of the primary
cost inputs (oil prices) had been fairly tame during this time period, typically ranging from about $20$50 per barrel.
There were two primary beneficiaries from the aforementioned excess capacity: airports and the
traveling public, who benefited from relatively low air fares. The effect was elevated, but unsustainable
passenger volumes. During this time period, passenger volumes across the U.S. increased at a
Compounded Annual Growth Rate (CAGR) of 2.65% (2008 vs 1978, source: A4A).
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Beginning in 2007, oil prices spiked, eventually peaking at around $150/barrel and a subsequent, severe
economic recession. The airline industry’s very survival depended upon a significant transformation.
The key component would be to sharply reduce capacity, particularly with regard to fuel inefficient
aircraft fleets such as 50-seat regional jets. The airlines began to reduce seat capacity in 2008 as fuel
prices spiked and the economic recession worsened.

F. AIRLINE INDUSTRY TRANSFORMATION (2009-TODAY)
Exhibit 3-10 below illustrates what has occurred since 2009: airlines cut flight capacity and revenues
improved sharply. Revenue increases were driven by higher yields (prices), marginally higher load
factors and ancillary fees. Airlines have also benefited from sharply lower oil prices. The result was that
a habitually unprofitable industry has become quite profitable, recording the most profitable years in
industry history over the past four years, with 2017 estimated to generate comparable results to recent
history.
Exhibit 3-10: Industry Capacity and Key Revenue Metrics

Industry Capacity & Revenue Metrics
50%
ASMs

Flights

RASM

Rev/Flight

40%
30%
20%
10%
0%
-10%
2009

2010

2011

2012

2013

2014

2015

2016

* Source: Air Transport Association (A4A)

The biggest changes came at the largest network airlines (Delta, United & American), where the
financial results had historically been the worst. These airlines drastically cut capacity, primarily in the
form of eliminating the most unprofitable fleet types, focusing upon improved profitability. At the
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Exhibit 3-11: Industry Profitability for 9 Publicly Traded Airlines
Calendar-Years 2013 - 2016

Airline
Delta
Southwest
United
American
US Airways
jetBlue
Alaska
Allegiant
Spirit
Total

Pre-Tax: 2013 (millions)
Rev
P&L Margin
$37,818 $3,837 10.1%
$17,699 $1,278 7.2%
$38,287 $1,259 3.3%
$25,760 $1,488 5.8%
$14,935 $1,003 6.7%
$5,441
$414
7.6%
$5,150
$857
16.6%
$996
$155
15.5%
$1,654
$282
17.0%
$147,740 $10,572 7.2%

Pre-Tax: 2014 (millions)
Rev
P&L
Margin
$40,362
$4,500
11.1%
$18,605
$1,816
9.8%
$38,901
$2,373
6.1%
$42,650
$4,249
10.0%
$0
$0
na
$5,817
$515
8.9%
$5,368
$962
17.9%
$1,137
$201
17.7%
$1,932
$355
18.4%
$154,772 $14,971
9.7%

Pre-Tax: 2015 (millions)
Rev
P&L
Margin
$40,704 $7,802
19.2%
$19,820 $4,116
20.8%
$37,864 $5,166
13.6%
$40,990 $6,204
15.1%
$0
$0
na
$6,416 $1,216
19.0%
$5,598 $1,298
23.2%
$1,262
$371
29.4%
$2,141
$509
23.8%
$154,795 $26,682 17.2%

Pre-Tax: 2016 (millions)
Rev
P&L
Margin
$39,639 $6,952
17.5%
$20,425 $3,760
18.4%
$36,556 $4,338
11.9%
$40,180 $5,284
13.2%
$6,632 $1,312
19.8%
$5,931 $1,349
22.7%
$1,363
$346
25.4%
$2,322
$444
19.1%
$153,048 $23,785 15.5%

* Source: Company financial reports
For Delta & Allegiant non-GAAP earnings (fuel hedge for Delta)

same time, ULCCs such as Allegiant, who had been profitable over time, continued to grow significantly
while at the same time generating consistent profitability.
The effects of these changes and its effect upon smaller communities have been vast. Since the oil price
spike and subsequent U.S. recession in the late 2000s, the three major network airlines that serve
relatively smaller markets (Delta, United and American) have generally reduced seat capacity. Most of
the capacity growth across the U.S. has generally come from niche airlines who primarily serve certain
areas of the country (JetBlue, Alaska) or ULCCs who primarily cater to leisure travelers, flying to popular
vacation spots (Allegiant, Spirit, Frontier).
The one positive during this time period was that ULCC Allegiant was growing significantly into smaller
markets, backfilling for some of the lost service from network airlines. Still, the Allegiant Airlines
service was limited to vacation travelers, flying to popular vacation spots, where lost network airline
service would have allowed for travel to pretty much any market in the world.
The chart below (Exhibit 3-12) illustrates just how disproportionate capacity changes have been by
carrier type. It should be noted that the four largest airlines in aggregate (Delta, United, American and
Southwest) control approximately 83% of industry seat capacity.

Page | 28

Shreveport Regional Airport | Airport Master Plan Update

Section 3

Aviation Forecasts

Exhibit 3-12: Departing Seat Capacity change (% Change, 2017 vs 2005)
Seat Capacity Change: 2017 vs 2005 (Source: Innovata)
200%

184%
1,060%

150%

99%

100%

71%

50%

24%

37%
395%

0%

-15%

-10%

-2%

-50%

.
While major airlines have constrained capacity, the effect has been disproportionate across the U.S. For
example, Delta Air Lines, over the past twelve years, has reduced seat capacity approximately 12%
across their system. Still, Delta has increased seat capacity significantly on the U.S. West Coast, where
Delta’s Seattle seat capacity is up well over 100% and Los Angeles’ is up approximately 100%. In
general, airlines are putting capacity where economic growth is the most vibrant and this is on the U.S.
Coasts – particularly the West Coast. United, American and Southwest are also focusing the majority of
their capacity growth currently in this region of the U.S. – with an emphasis in California.
As the industry transformation has taken place, one of the major effects upon the industry is the
increased gauge (larger aircraft) and longer stage length (nonstop flight miles). Part of this effect is
occurring because of the sharp reduction in 50-seat regional jet flying that was noted earlier. This flying
is then, in many cases, being replaced with 76-seat regional jet aircraft, flying less frequency than was
flown with the 50-seat aircraft.
As an example, for many markets across the U.S. over the past few years it is not uncommon that
frequency has been reduced from 2 or 3 daily 50-seat regional jet departures, and replaced with 1-2
daily 76-seat jet departures, resulting in less frequency, more seats per departure and similar-to-less
overall seat capacity levels.
On flights of less than 600 miles, industry flights are down by 16.4% since 2009, while flights in the 600
to 1,000 mile range are up 0.2% and for flights greater than 1,000 miles, flights actually increased 23.3%
over this time frame. Carriers are typically using larger aircraft to fly longer distances. When specifically
looking at 50-seat regional jet departures (CRJ & ERJ aircraft), scheduled flights have declined 41%
since 2009 and 53% since peaking in 2005.
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Exhibit 3-13: Industry Capacity Trends by Flight Miles

30%
25%
20%
15%
10%
5%
0%
-5%
-10%
-15%
-20%

% Change in Departures since 2009
By Flight Mileage

23.3%

0.2%

-16.4%
< 600

600-1,000
> 1,000
Nonstop Flight Miles

* Source: Innovata via Diio (carrier published schedules)

Exhibit 3-14: 50-seat Regional Jet Daily Departures

4,500

50 –Seat Regional Jet Daily
Departures

4,000
3,500
3,000
2,500
2,000
1,500
1,000
2000
2001
2002
2003
2004
2005
2006
2007
2008
2009
2010
2011
2012
2013
2014
2015
2016

500
(

*Source: Innovata via Diio carrier published schedules)

Tied in part to the analysis above, as the industry transformation has taken place, one of the major
effects upon the industry is the increased gauge (larger aircraft) and longer stage length (nonstop flight
miles). Part of this effect is occurring because of the sharp reduction in 50-seat regional jet flying that
was noted earlier, but also the trend of larger aircraft being flown by mainline carriers. The chart to the
right illustrates gauge declining during the surge in CRJ/ERJ flying from 2000-05, when seats per depart
declined from about 120 to less than 100. Since then, seats per departure have increased back to 120
and further growth appears likely.
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Exhibit 3-15: Industry Seats per Departure
Seats per Departure
130
120
110
100
90

Consolidation
The transformation of the U.S. airline industry had its origins in 2007 with the spike in oil prices to
$150/barrel and the subsequent U.S. economic recession that began in 2008. For its very survival, major
U.S. airlines had to change quickly, and they did.
A major part of the industry’s transformation has been a continuing consolidation of the industry. The
evolution of the industry is shown below in Exhibit 3-16. Today, the four largest airlines control 83% of
industry seats. This consolidation will in large part work to ensure that airline capacity discipline that
has been so prevalent over the past few years, will likely work in a similar fashion going forward.
A key consideration is that the airlines highlighted in yellow (Delta, United and American) are major
network airlines offering connecting service to large and smaller markets across the U.S., while
Southwest Airlines, highlighted in white, focuses upon carrying point-point traffic typically in the
largest markets in the U.S. Hence, consolidation has had a more averse effect upon smaller
communities as opposed to larger markets, as noted earlier.
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Exhibit 3-16: Network Airlines from De-regulation through Today

In summary, the U.S. airline industry lost approximately $40 billion during the approximate 30 year
period following de-regulation in 1978. These operating losses were largely driven by excess seat
capacity which resulted in pricing (yield) that was below airlines cost.
Since 2010, a transformation took place, when airlines drastically reduced seat capacity, mostly in the
form of reduced regional jet flying, to the point where prices (yields) increased to the level where
airlines were profitable. In addition, airlines were able to add ancillary fees that were another form of a
price increase. In addition, carrier Load Factors has also trended higher, from the mid-70% range (in the
1990s) to roughly 85% today. The past three years have been the most profitable in industry history,
with industry operating margins averaging close to 15% on an annual basis.

G. THE FUTURE
Going forward, the future will likely look very much like the recent past. There are likely to be four
primary trends driving the U.S. airline industry air service trends:
1) Limited network airline capacity growth (American, Delta, United, Southwest). In addition,
where growth does occur, it will be focused in areas of faster economic growth (east/west coast
and international). In general, airlines target overall capacity growth closely to U.S. GDP
growth. Hence, system capacity growth is typically in the 2% range for large, network airlines.
2) Relatively faster growth by ULCCs (Allegiant, Spirit, Frontier). These airlines will continue
growing much faster, although likely a bit slower than recent 10%-20% annual growth rates. In
addition, while Allegiant has a large presence in smaller airports, going forward, Allegiant will
focus their growth in relatively larger markets, a trend that started in 2014. Finally, expect this
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sector to start growing faster into international markets, particularly to the Caribbean and
Mexico.
3) Trend of larger aircraft. This trend has been firmly in place since the end of the recession and
will likely continue. While taking place across entire carrier fleets, smaller markets will
experience this trend primarily in the form of less 50-seat regional jet flying and more 76-seat
jet flying. In addition, over time, more 100-115 seat aircraft flying could enter the mix (in the
form of Bombardier C-series and 717 aircraft). Bombardier, the largest manufacturer of regional
jets in the world, expects larger regional jet aircraft (64-90 seats) to more than double, from
3,300 aircraft in 2016 to 6,950 by 2036. In addition, they expect aircraft in the 90-150 seat range
to grow from 3,600 aircraft in 2016 to 7,300 aircraft. In total, Bombardier forecasts that aircraft
in the 60-to 150-seat segment to double (worldwide) by 2036. Finally, Bombardier expects the
small regional jet segment (<= 50 seats) to shrink from 2,500 aircraft in 2016 to only 390 by
2036. Furthermore, regionally, most of these remaining 50-seat aircraft are expected to be
operated in 3rd world countries, primarily in the continent of Africa. This forecast is consistent
with other aircraft manufacturers, including Boeing, Airbus and Embraer.
4) Larger airports will continue to outpace smaller airports. This has been occurring since the
end of the latest U.S. recession and will likely continue. Larger metropolitan areas, particularly
those on the east/west coast are generating higher economic growth that is translating into
additional air travel demand.
FAA Forecast Summary: 2017-2037
Over the next 20 years, large airports will continue to grow faster than their smaller counterparts in the
United States. The FAA is forecasting that the number of larger regional jets will increase, while most of
the smaller regional jets will be retired from the fleet. The following is a summary of the main points
outlines in the FAA Aerospace Forecasts 2017-2037:
•

Enplanements are forecast to increase 2.2% in 2017. For the remaining 20 years of the forecast
period, enplanements are forecasted to grow at an average annual rate of 1.69%.

•

U.S. GDP CAGR of 2.1% from 2017-2037.

•

Baseline Available Seat Miles forecast of a 2.1% CAGR from 2017-2037, while departures are
forecasted at a 1.9% CAGR during this same time period.

•

Baseline nominal yields are forecast to grow at a 2.1 CAGR (essentially flat when considering
inflation forecasts). Ancillary revenue growth is expected to continue.
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Exhibit 3-17: U.S. Historic and Forecasted Enplaned Passengers (in thousands)
Fiscal Year

Enplaned Passengers

Fiscal Year

2000

Enplaned Passengers
Forecast2

Historic
641,200

2017

742,000

2001

625,000

2018

762,000

2002

626,800

2019

783,000

2003

574,500

2020

794,000

2004

628,500

2021

805,000

2005

669,500

2022

815,000

2006

668,400

2023

826,000

2007

690,100

2024

838,000

2008

680,700

2025

851,000

2009

630,800

2026

863,000

2010

635,200

2027

877,000

2011

650,100

2028

892,000

2012

653,800

2029

907,000

2013

654,300

2030

921,000

2014

669,000

2031

937,000

2015

696,000

2032

953,000

2016

726,000

2033

968,000

CAGR1 2000-2016

0.73%

2034

985,000

2035

1,002,000

2036

1,019,000

2037

1,037,000

CAGR1 2017-2037

1.69%

1

CAGR 2000-2037

1.27%

1

CAGR = Compounded annual growth rate
2
FAA Aerospace Forecast (2017-2037)
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3.5 Air Service and Traffic Analysis
This chapter evaluates and describes the current state of air service at the Airport, analyzes historical
trends in air traffic, and identifies key factors that generally affect demand for air travel.
A. Regional Role and Catchment Area Analysis Overview
Shreveport Regional Airport (SHV) is the primary commercial service airport serving the area of
southwest Arkansas, north Louisiana and east Texas. This area is known as the Ark-La-Tex region and is
included in the Shreveport-Bossier City-Minden Combined Statistical Area. The Airport is a point of air
access for the region, a base for the oil and gas industry, a place to conduct business, a gateway for air
cargo, a growing center for film production, and a staging base for emergency services.
Exhibit 3-18 Air Service Area and Proximity to Other Airports

33,161
6%

18,953
3%

100,344
17%

282,501
48%

49,097
8%

109,848
18%

Source: Shreveport Airport Authority for SHV, BTS Report T100 for other regional airports

The Air Service Area has five airports within 120 miles of Shreveport that are viable options for area
travelers and, conversely, SHV is also a viable option for travelers in those areas. These airports are:
Alexandria International Airport, Monroe Regional Airport, East Texas Regional Airport, Texarkana
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Regional Airport, and Tyler Pounds Regional Airport. Each of these airports is within 125 miles and/or
two hours driving time on a city-to-city basis and all are accessed via the Interstate Highway System.
As can be seen from Exhibit 3-18 on the prior page, SHV enplaned 282,501 passengers in CY 2017,
which comprised 48% of the region’s enplaned passengers. Alexandria (AEX) enplaned 106,050
passengers (18 %), Monroe (MLU) 100,344 (17%), Tyler, TX (TYR) 49,097 (8%), Longview (GGG) 18,953
(3%), and Texarkana (TXK) 33,161 (6%).
As noted above, SHV is surrounded by five smaller airports. Given this, a short analysis will be
conducted of each of these airports and how they might affect SHV in future years.
Monroe, LA (MLU). For CY 2017, MLU generated about 100,000 enplaned passengers, with about 48%
of these on Delta Air Lines service to ATL, 35% on American Airlines service to DFW and almost 17% on
United Airlines service to IAH. Delta generated a load factor of 78% in 2017, while American’s was
almost 72%. United’s load factor was about 62%.

MLU enplaned passenger volume has ranged between roughly 85,000 and 115,000 since 2003. During
this time, seat capacity has fallen by about 1/3, with load factors increasing from 50% to roughly 70%
today, which is generally consistent with broader U.S. trends.

While MLU could be at risk of additional capacity and traffic declines, MLU is large enough to support
air service that is generally comparable to today’s levels. Any upside to SHV from the MLU traffic base
is going to be mostly limited to people driving to fly ULCCs like Allegiant Airlines.

Alexandria, LA (AEX). AEX traffic and air service is very comparable to MLU: In total, about 106,000
enplaned passengers, with 47% on Delta (ATL), 31% on American (DFW) and almost 22% on United
(IAH). Delta generates a 78% load factor at AEX, with AA operating at a 67% LF and UA at 60%.

AEX, like MLU, does not appear at great risk to see significant traffic/capacity declines that would
benefit SHV, although Delta appears to have a more dominant position at AEX, with United in a
relatively weaker position. There is some marginal downside.

Tyler, TX (TYR). TYR generated about 49,000 enplanements in CY 2017, entirely on American Airlines
service to DFW. United service to IAH ended in April 2016. American’s load factor at TYR was 69% in
2017. TYR is a feeder market for American. The vast majority of TYR traffic today “leaks” to DFW/DAL.
Should TYR air service see further hits, it is highly likely that this traffic base would “leak” to DFW/DAL,
and not to SHV.
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Texarkana, AR (TXK). TXK generated about 33,000 enplaned passengers in 2017, with service on
American Airlines to DFW. American generates about a 70% load factor from TXK.

Longview, TX (GGG). GGG generated almost 19,000 enplaned passengers in 2017, exclusively on
American Airlines service to DFW. The load factor was 59% during this time. Most of this traffic base is
likely “leaking” to DFW/DAL.

Overall, there is some upside to SHV air traffic from potential capacity losses at these regional airports,
although it doesn’t appear that significant downside would occur at these airports and hence any
upside would be limited.

Exhibit 3-19 Where SHV Origin Passengers Come from: % of Bookings by Locale
SHV Airport Traffic
Where Origin Traffic Books: YE June 2017
Marshall
2%
Natchit.
2%

Stonewalla
Tyler
1%
Monroe
1%
1%

Ruston
2%

Minden
3%
All Other
3%
Texarkana
3%

Longview
4%
Haughton
4%

Shreveport
50%

Benton
5%

Bossier
19%

* Source: Agency Reporting Corporation (Year-ending June 2017)
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Exhibit 3-19 above illustrates where SHV’s origin traffic comes from. As can be seen, 69% of traffic
comes from Shreveport (50%) and Bossier (19%). When including relatively nearby Benton, Haughton,
Rustin, Longview and Nacogdoches, approximately 84% of traffic comes from the Shreveport-Bossier
MSA or nearby.
The remaining 15% comes from communities in Louisiana, Texas and Arkansas. In general, SHV is able
to capture traffic from throughout the region, due to the combination of SHV’s marketing to this traffic
base. In addition, SHV benefits from having relatively more air service relative to these smaller
communities and hence is able to attract niche shares of these markets. Still, the majority of drive
traffic from this region is making the longer drive to the Dallas-Fort Worth area. Should SHV be able to
garner a further relative air service advantage versus these smaller regional markets (either through
more SHV air service or less air service in these communities), it is likely that SHV would gain a further
increase in traffic from these communities.

Exhibit 3-20 Airport of Origin Trend: Passenger Booked from the SHV Catchment Area
SHV Airport of Origin Trends: Bookings within 60 Miles of SHV
Year-ended June
120%
All Other
100%
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10%
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8%

7%

4%

5%

34%

31%

27%

31%

35%

40%

42%

55%

58%

60%

65%

62%

56%

53%

2011

2012

2013

2014

2016

2017

80%
60%
40%
20%
0%

2015

* Source: Agency Reporting Corporation (ARC). Year-ending June.

Exhibit 3-20 above illustrates SHV “leakage” trends. This graph shows the airport of origin for bookings
within 60 miles of SHV. From 2011 to 2014 (year-ending June), SHV’s retention of regional bookings
was slowly increasing, going from 55% in 2011 to a peak of 65% in 2014. This was likely due to the fact
that SHV air service was increasing during this time period, and enplaned passenger volume was
increasing.
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Since 2014, SHV has experienced worsening “leakage”. This trend has been driven by three factors: 1)
Expiration of the Wright Amendment in October 2014 resulted in significant capacity increases at
Dallas Love Field (DAL). This in turn resulted in sharp fare declines in at DFW and DAL. 2) ULCCs have
added service from DFW during this time, in particular, Spirit Airlines has added service, putting further
downside pressure on fares. 3) SHV has experienced moderate air service declines over the past two
years, tied to oil industry pressures.
B. AIR SERVICE AT THE AIRPORT
The following sections will evaluate current air service capacity and operating performance for the
primary passenger airlines serving the Airport. Airline performance will be evaluated from an economic
perspective, or evaluating carrier revenue, yield and load factor results. The Airport’s overall O&D
market will also be assessed at the market level, comparing current performance with prior.
Exhibit 3-21 Nonstop Service at SHV (2017)

* Source: Innovata (via Diio) for October 2017.

As of July 2018, SHV has air service to Dallas/Fort Worth (DFW), Atlanta (ATL), Las Vegas (LAS), Denver
(DEN), Houston-Intercontinental (IAH), and Charlotte (CLT) and seasonally to Orlando-Sanford (SFB).
The CLT service, on American Airlines started in August 2017. In 2018, American flies a mix of CRJs,
ERJs, CR-700s, CRJ-900s and E-175s. Delta flies to ATL on CRJs, CRJ-700s and CRJ-900s.In general, both
airlines have been up gauging from smaller 50-seat CRJ/ERJs to larger CRJ-700 and CRJ-900 aircraft.
Allegiant flies to LAS and SFB on (mostly) MD80s. Allegiant will begin flying an all-Airbus fleet
beginning in late 2018. United flies to DEN and IAH on mostly 50-seat ERJ aircraft.
Exhibit 3-22 presents the enplaned passenger market share at the Airport for the past five calendar
years. A snapshot of each airline will be conducted directly below. A more thorough analysis will be
conducted later in this chapter.
For Calendar Year 2017, American Airlines was the #1 carrier at SHV, with 39.4% of enplaned
passengers. This reverses a long-term trend, where Delta Air Lines had been SHV’s #1 airline. While
American has historically served SHV with DFW service, American’s recent share increases were driven
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by the addition of CLT service in late 2017, enabling American to more effectively compete for east
coast travel to/from SHV.
As noted earlier, Delta Air Lines had historically been the primary airline at SHV, although this changed
in 2017. For CY 2017, Delta was SHV’s #2 airline, with a 33.7% share of the enplaned passenger market.
Currently, Delta serves SHV by flying exclusively to its ATL hub. While Delta carries traffic all over the
world from SHV, the majority of their traffic today flies along the east coast and southeast U.S.
United Airlines serves SHV via its IAH and DEN hubs. The DEN service is with 1x daily service. United is
a distant #3 carrier at SHV, and was the hardest hit airline (at SHV, and nationwide) by the decline in oil
prices and subsequent declines in oil industry travel over the past few years. This can be seen by
comparing United’s 2014 enplaned passenger volume of 80,509 to 2017, where United boarded 52,920,
for a drop of about 27,000 enplaned passengers. During this time, United’s passenger share at SHV
dropped from 25.1% to 18.7%. With recent improvements in the oil industry, though, United is
beginning to add back service into oil-centric markets like SHV.
While United, American and Delta are large, network airlines, Allegiant Airlines is an ULCC with 2x
weekly nonstop service to Las Vegas and seasonal 2x weekly service to Orlando-Sanford. Allegiant’s
share at SHV has fallen from 9.3% in 2013 to 6.9% currently. This is due to reduced seasonal flying to
Orlando-Sanford.
Through 2015, most of SHV’s “other” flying was charter airline service. In 2016 and early 2017, this
service was primarily GLO Airlines who operated 2x daily (x6) service to New Orleans. The service
struggled and GLO went out of business in 2017.
Exhibit 3-22 Airport Enplaned Passenger Market Share (Calendar Year)
Airline

CY 2013

%

CY 2014

%

CY 2015

%

CY 2016

%

CY 2016

%

American Airlines

94,249

32.0%

104,760

32.7%

102,197

33.6%

101,278

34.9%

111,311

39.4%

Delta Air Lines

100,290

34.1%

108,929

34.0%

106,753

35.1%

102,479

35.4%

95,068

33.7%

United Airlines

71,015

24.1%

80,509

25.1%

72,786

23.9%

57,539

19.9%

52,920

18.7%

Allegiant Airlines

27,432

9.3%

24,315

7.6%

20,605

6.8%

20,634

7.1%

19,382

6.9%

Other

1,270

0.4%

1,650

0.5%

1,790

0.6%

7,887

2.7%

3,820

1.4%

Total

294,256

100%

211,342

100%

304,131

100%

289,817

100%

282,501

100%

Source: Shreveport Airport Authority

C. O&D Market
Exhibit 3-23 below presents the Airport’s Top 25 O&D markets, including passenger activity and the
average one-way fare paid (net of taxes/fees). The table also presents daily departures and daily nonstop seats for each market. Nonstop flights operate on 7 of the Airport’s top 11 O&D markets.

Page | 40

Shreveport Regional Airport | Airport Master Plan Update

Section 3

Aviation Forecasts

Exhibit 3-23 Top 25 O&D Markets: Year Ending March 2018
Market

Miles

Avg. Daily
O&D Pass.

1

Las Vegas

1,243

53.8

$122

0.3

46.9

2

Atlanta

552

34.3

$253

5.9

325.9

3

Orlando8

793

28.9

$166

0.1

12.8

4

Denver

792

24.8

$250

0.9

47.4

Rank

1

Avg. Fare

Avg. Daily
Depts.

Avg. Daily
Seats

5

LA Basin

1,404

24.6

$272

0.0

0.0

6

New York3

1,240

20.5

$274

0.0

0.6

5

7

Wash, D.C.

1,032

20.3

$258

0.0

0.7

8

Houston6

202

17.6

$229

3.5

164.4

Dallas

190

15.0

$188

5.8

361.4

10

9

Chicago4

730

13.1

$297

0.0

0.0

11

Charlotte

12

SF Bay Area2
7

765

12.4

$259

1.2

60.2

1,639

10.8

$296

0.0

0.0

13

Miami-FLL

936

10.5

$249

0.0

0.0

14

San Antonio

341

8.7

$234

0.0

0.0

15

Nashville

481

8.6

$257

0.0

0.0

16

Seattle

1,816

8.5

$282

0.0

0.0

17

Phoenix

1,057

8.3

$287

0.0

0.0

18

Tampa

742

8.2

$257

0.0

0.0

19

Baltimore

1,067

8.2

$264

0.0

0.0

20

Philadelphia

1,155

8.1

$305

0.0

0.3

21

Detroit

886

7.9

$296

0.0

0.0

22

Pittsburgh

937

7.8

$311

0.0

0.0

23

Boston

1,423

7.8

$298

0.0

0.0

24

San Diego

1,360

7.0

$257

0.0

0.0

25

Salt Lake City

1,157

6.7

$276

0.0

0.0

Total/Average for all Markets

1,525

702.4

$282

18.2

1,042

1

Includes LAX, ONT, SNA, and BUR
Includes OAK, SFO, and SJC
Includes LGA, JFK, and EWR
4
Includes ORD and MDW
5
Includes DCA and IAD
6
Includes IAH and HOU
7
Includes MIA and FLL
8
Includes MCO and SFB
Source: Diio; US DOT Report DB1A
2
3
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Exhibit 3-24 Top 25 O&D Markets – 2017 vs. 2007
Rank

Market

Daily O&D
Pass. Change

Avg. Fare
Change

(4%)

(6%)

1

Las Vegas

2

Atlanta

(18%)

26%

3%

3

Orlando8

(30%)

38%

(4%)

4

Denver

90%

12%

113%

5

LA Basin1

(28%)

(3%)

(30%)

6

New York3

(29%)

36%

(3%)

7

Wash, D.C.5

(19%)

22%

(1%)

8

Houston6

(27%)

47%

7%

9

Dallas

(30%)

39%

(3%)

10

Chicago4

(54%)

69%

(22%)

11

Charlotte

148%

9%

169%

2

(9%)

12

SF Bay Area

(18%)

8%

(11%)

13

Miami-FLL7

1%

11%

13%

14

San Antonio

(21%)

53%

21%

15

Nashville

(16%)

42%

20%

16

Seattle

7%

11%

18%

17

Phoenix

(2%)

13%

11%

18

Tampa

(48%)

71%

(11%)

19

Baltimore

(6%)

11%

5%

20

Philadelphia

(17%)

33%

11%

21

Detroit

(58%)

2%

(57%)

22

Pittsburgh

43%

14%

63%

23

Boston

(30%)

36%

(4%)

24

San Diego

(12%)

8%

(5%)

25

Salt Lake City

26%

(9%)

15%

(11%)

24%

11%

Total
1

Change in
Revenue

Includes OAK, SFO, and SJC
2
Includes LAX, ONT, SNA, and BUR
1
Includes OAK, SFO, and SJC
3
Includes LGA, JFK, and EWR
4
Includes ORD and MDW
5
Includes DCA and IAD
6
Includes IAH and HOU
Source: Diio; US DOT Report DB1A

8

Includes MCO and SFB

Exhibit 3-24 above presents the change in the Airport’s top O&D markets for Year-ending (YE) March
2018 time period (the most recent quarter for which data is available) versus YE March 2008. This
analysis helps demonstrate how the Airport’s air service has changed since pre-recessionary levels.
Also, note that in the majority of the markets, the average fare paid has increased, indicating that
airline yields have improved at the Airport. As shown, fares and revenues have increased by 24 percent
and 11 percent, respectively, while traffic declined 11%. With reduced seat capacity, these results
translated to significantly higher unit revenue (RASM).
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D. AIR TRAFFIC ACTIVITY TRENDS
This section will analyze historical trends in air traffic activity at the Airport. It will also discuss the
primary factors affecting these trends.
Enplaned Passengers
Exhibit 3-25 below presents historical enplaned passenger trends at the Airport between CY 2000 and
CY 2017. It also presents enplaned passenger activity for overall U.S. domestic activity on a federal
fiscal year basis (years ending September 30) for 2000 through 2016 (including a preliminary estimate
of 2017), and presents the Airport’s share of overall U.S. activity.
Exhibit 3-25 Historical Enplaned Passenger Trends at the Airport and U.S.
U.S. Domestic
Enplaned
Passengers
(000s)

Fiscal
Year

Air Carrier

% Change

Airport
Share of U.S.
Domestic

2000

180,633

183,945

364,578

-

2000

641,200

-

0.057%

2001

117,351

213,987

331,338

(9.1%)

2001

625,000

(2.5%)

0.053%

Air Taxi &
Commuter

Enplaned
Passengers

% Change

Federal
Fiscal Year

2002

69,942

212,156

282,098

(14.9%)

2002

626,800

0.3%

0.045%

2003

17,669

272,200

289,869

2.8%

2003

574,500

(8.3%)

0.050%

2004

3,340

297,423

300,763

3.8%

2004

628,500

9.1%

0.048%

2005

3,736

312,235

315,971

5.1%

2005

669,500

6.5%

0.047%

2006

11,739

297,866

309,605

(2.0%)

2006

668,400

(0.2%)

0.046%

2007

26,170

278,848

305,018

(1.5%)

2007

690,100

3.2%

0.044%

2008

33,560

262,382

295,942

(3.0%)

2008

680,700

(1.4%)

0.043%

2009

29,683

222,020

251,703

(14.9%)

2009

630,800

(7.3%)

0.040%

2010

20,432

211,354

231,786

(7.9%)

2010

635,200

0.7%

0.036%

2011

24,293

234,335

258,628

11.6%

2011

650,100

2.3%

0.040%

2012

29,260

245,751

275,011

6.3%

2012

653,800

0.6%

0.042%

2013

28,541

246,284

274,825

(0.1%)

2013

654,300

0.1%

0.042%

2014

34,267

268,636

302,903

10.2%

2014

669,000

2.2%

0.045%

2015

47,359

257,195

304,554

0.5%

2015

696,000

4.0%

0.044%

2016

288,506

(5.3%)

2016

726,000

4.3%

0.037%

2017

282,501

(2.1%)

2017E

742,000

2.2%

0.038%

CAGR1

CAGR1

2000-17

(1.5%)

2000-17

0.8%

2000-02
2002-08

(8.2%)

2000-02

(0.8%)

0.7%

2002-08

1.2%

2008-10

(7.8%)

2008-10

(2.3%)

2010-15

4.7%

2010-15

1.5%

(3.7%)

2015-17

2.1%

2015-17
1

CAGR = Compounded annual growth rate
Source: Shreveport Regional Airport Authority; FAA Aerospace Forecasts
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The SHV figures in Exhibit 3-26, for CY 2000-2015 are from the March 2018 Shreveport Terminal Area
Forecast (TAF), while 2016 and 2017 are from the Shreveport Regional Airport Authority.
Given the overall dynamic nature of the aviation industry, there were unique factors driving trends
during specific time periods. These are discussed below.
2000-2002
The Airport experienced a sharp decline of approximately 82,000 (23%) enplaned passengers during the
2000-2002 time period, which was immediately after 9/11 and a subsequent U.S. economic recession.
During this same period of time, overall U.S. traffic declined 2%.
The majority of the traffic losses were due to Delta Air Lines reductions in service at the Airport. In
particular, Delta reduced DFW service in mid-2002 and eliminated SHV-Monroe (MLU)-ATL tag flying.
This service was operated in large part for operational purposes, as Delta used this pattern to flow
aircraft back and forth between their two hubs (DFW, ATL) to their Maintenance Base in Monroe.
The other significant service reduction was from TWA, who eliminated 2x daily service to their STL hub.
Even with these service and traffic declines, load factor at the Airport for CY 2002 was approximately
53%.
2002-2008
The U.S. economy was relatively healthy during most of this time period (through 2007), with U.S. air
travel increasing at a 2.78% CAGR between 2002 and 2008. The severe U.S. economic recession started
in 2008 and ended in late 2009. During those two years, U.S. passenger activity declined by 7.3% (3.7%
CAGR).
Enplaned passenger activity at the Airport was relatively stable through 2008, increasing by a 0.8%
CAGR. SHV benefited from higher oil prices and its effect upon the local oil industry.
During this time period, Delta Air Lines eliminated DFW service as a part of their dismantling of their
DFW hub. Delta also eliminated Cincinnati (CVG) service from the Airport, as Delta would also
eventually eliminate CVG as a hub after their merger with Northwest Airlines. Delta’s traffic at the
airport during this time fell by about 1/3.
American Airlines added marginally more DFW service in response to Delta leaving the market.
American also started Chicago O’Hare (ORD) service in 2008, while Northwest Airlines started Detroit
(DTW) service.
By 2008, the Airport’s load factor improved to approximately 66% (in 2008).

2008-2010
The depths of the U.S. recession were in 2009, with economic activity stabilizing in 2010 and U.S. air
travel demand beginning to improve.
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The Airport’s enplaned passenger volume fell from almost 296,000 in 2008 to almost 232,000 in 2010,
or an approximate 16% decline. During the 3-year recessionary period, the Airport’s traffic fell almost 3
times as much as compared to the U.S. rate of decline.
During this time period, the aforementioned American Airlines service to ORD and Northwest service
to DTW was discontinued. Allegiant Airlines also eliminated seasonal service to Orlando-Sanford. There
was also reduced frequency to both DFW and to a lesser degree ATL service. All contributed to traffic
declines during this time period.
Airport load factor dropped to about 63.5% during this time period.
2010-2015
As noted earlier, this was a time period when the industry was transformed, as excess seat capacity was
eliminated across the industry, resulting in both fuller airplanes and higher yields.
Also, as economic conditions improved across the U.S., air travel demand returned to and exceeded
pre-recessionary levels.
The Airport experienced many of these same trends, as seat capacity from the Airport dropped by 11%
during this time period, while passenger volume increased 23%, resulting in load factors increasing
from 63% in 2010 to 78% in 2015. One example of this was American Airlines service to DFW, which
operated at a 47% load factor in CY 2010, improving to 80% in CY 2015.
During this time period, a large part of increased air travel demand from the Airport was driven by the
oil & gas industry, specifically because of Shreveport’s proximity to the Haynesville Shale. Early in the
decade of the 2010s, there were 20 oil & gas fields producing at profitable levels within a 25 mile radius
of Shreveport.
Specifically during this time period, new service was launched from the Airport to Denver on United
Airlines, while Delta Air Lines added more capacity to Atlanta. The Denver service was added in large
part due to air travel demand from the Shreveport region to western North Dakota, home of the
Bakken Shale. This was again, driven by the oil & gas industry.

2015-2017
As oil prices declined sharply in 2016, the oil & gas industry saw significant employment declines and
with it, declines in air travel demand. In response, United reduced their Houston (IAH) service from the
Airport by about 25%. Much of the rest of the decline has been driven by lower load factors. Still,
American Airlines added new Charlotte service in August 2017.
Enplaned passenger volume for CY 2016 ended the year at 288,506 enplaned passengers. In 2017,
enplaned passenger volume dropped to 282,501, or down 2.1%. While traffic was down in 2016 and
2017, the declines were much less than during prior historical downtrends. As oil industry conditions
improve, this will likely result in higher passenger volumes, at least in the next couple of years. During
this time period, overall load factors approximated 78% or near historical highs.
Summary and 2018 results to-date
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As described above, the Airport suffered a loss of over 60,000 enplaned passengers between CY 2000
and CY 2017. Traffic declined sharply following 9/11, climbed most of the way back, then fell sharply
again during the economic recession from 2008-10. Traffic increased sharply again due mostly to the
strength of the oil and gas industry in the early 2010s, only to give much of this increase back
subsequent to 2014, as oil prices declined sharply and with it air travel demand from this key industry.
Through the first half of 2018, SHV enplaned passenger volumes are up 7.66% year/year. These gains
have been driven by American (+19.1%) and United (+13.3%). With scheduled seat capacity up over 10%
during the 2nd half of 2018, these trends should continue through year-end 2018. Should year-end
traffic grow 7.66%, SHV enplaned passenger volume would approximate 304,141 for CY 2018.
Exhibit 3-26 Mileage Adjusted Revenue per Available Seat Mile (RASM)
MILEAGE-ADJUSTED REVENUE PER AVAILABLE SEAT MILE (RASM)

Revenue per Available Seat Mile (RASM)

RASM & Stagelength (CY 2017)
American, United, & Delta Markets*

70
60
50
40

IAH-SHV
DFWSHV

30

ATL-SHV

DENSHV
CLT-SHV

20
10
0
0

200

400
600
800
1,000
Stage length (Nonstop Flight Miles)

1,200

1,400

* Source: Diio (BTS Reports DB1A & T100); Less than 1,500 miles

The chart above illustrates all UA, AA and DL non-stop markets illustrated by red dots (for markets
under 1,500 miles). It shows the RASM and nonstop flight mileage per market. The downward sloping
curve is representative of the average mileage-adjusted RASM (proxy for average profitability). The
curvature is also representative of an airline’s cost curve. As illustrated, four of the five routes flown by
SHV’s network airlines are above system averages, indicative of average profitability. Only CLT-SHV is
marginally below average, although even that route is close to system averages and is still “ramping up”
as this route has only been operating for a short time period. Based upon the above analysis, it can be
concluded that all network airline routes are profitable and likely stable over the long-term.
In addition, by comparing carrier results at SHV versus results at the last economic peak (2007), it can
be seen that airlines at SHV are generating much better revenues than during the last economic peak in
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2007. This can be seen in Exhibit 3-27 below. Hence, SHV air service exhibited the same tendencies as
the rest of the U.S.: reduced capacity, higher revenue (via improved load factors and yields) and
subsequently much more profitable/stable air service.
Exhibit 3-27 Key Airlines Revenue Metric at the Airport – 2017 vs. 2007
RASM
2017
(cents)

RASM
2007
(cents)

%
Change

Load
Factor
2017

American Airlines

35.2

27.5

28.0%

77.7%

Delta Air Lines

19.8

13.7

44.2%

76.3%

56.6%

12.7

25.9

24.2

7.0%

United Airlines

23.1

22.7

1.5%

70.0%

55.6%

14.4

33.0

40.9

(19.3%)

Airline

Load
Factor
2007
65.1%

Change
(pts.)
12.6

Yield
2017
(cents)

Yield
2007
(cents)

45.3

39.

% Change
14.5%

Source: Diio, US DOT Reports DB1A and T100; note that results include merged airline results

E. COMMERCIAL AIRCRAFT OPERATIONS
Exhibit 3-28 Historical Commercial Aircraft Operations at the Airport

Fiscal Year

Air Carrier

Air Taxi &
Commuter

Total

% Change

2000

180,633

183,945

364,578

-

2001

117,351

213,987

331,338

(9.1%)

2002

69,942

212,156

282,098

(14.9%)

2003

17,669

272,200

289,869

2.8%

2004

3,340

297,423

300,763

3.8%

2005

3,736

312,235

315,971

5.1%

2006

11,739

297,866

309,605

(2.0%)

2007

26,170

278,848

305,018

(1.5%)

2008

33,560

262,382

295,942

(3.0%)

2009

29,683

222,020

251,703

(14.9%)

2010

20,432

211,354

231,786

(7.9%)

2011

24,293

234,335

258,628

11.6%

2012

29,260

245,751

275,011

6.3%

2013

28,541

246,284

274,825

(0.1%)

2014

34,267

268,636

302,903

10.2%

2015

47,359

257,195

304,554

0.5%

* Source: July 2018 SHV Terminal Area Forecast (TAF). Air Carrier: 60 seats or greater, Commuter <60 seats

Since the early 2000’s, SHV has seen a consistent decline in larger jet operations. In CY 2000, Delta
operated DC9s or 737s to both their ATL and DFW hubs. TW operated DC9 service to its STL hub. Once
this service was eliminated, SHV was served primarily by turboprop aircraft and 50-seat regional jets.
While there was a sharp increase in Air Carrier operations in the late 2000s, much of this increase was in
the form of 72-seat ATR turboprop aircraft, flown by American Airlines to their DFW hub. Once
American retired this aircraft in 2011, the mix of aircraft operated at SHV returned to a more typical
commuter mix of aircraft.
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Passenger aircraft operations at SHV have dropped by approximately 43% since 2003, almost entirely
due to reduced commuter aircraft flying. This drop off in aircraft operations has been much larger than
SHV’s enplaned passenger decline. This has resulted in much higher load factors at SHV, which equates
to more profitable air service at SHV – in other words, air service at SHV is more stable than has
historically been the case at SHV. Because of this, going forward, enplaned passenger changes will be
much more closely tied to capacity changes.
Note that the data above includes all commercially operated aircraft, as reported to the FAA. It includes
scheduled passenger aircraft, cargo aircraft and non-passenger commercial aircraft. The next section of
this report will analyze passenger aircraft only, utilizing data reported to the U.S. Department of
Transportation (Report T100) and in some cases (2018), published airline schedules.

Aircraft Fleet Mix: Passenger Aircraft Operations
Scheduled passenger departure data was further analyzed for operational trends over the past seven
years in Exhibit 3-29. As noted previously, there has been a shift toward larger aircraft in the industry,
particularly with regard to the large reduction in 50-seat flying across the industry in favor of larger 6476 seat regional jets.
These trends have been slower in coming to SHV, although these trends began to occur in earnest in
2017 and gained further momentum in 2018, with a significant increase in larger regional jet flying. The
majority of these increases occurred on American and Delta Air Lines, who added a large influx of CRJ700 (64-seats) and CRJ-900 (76-seats) aircraft to their mix of flying from SHV.
In the largest aircraft category, this was 166-seat MD-80 flying on Allegiant Airlines. It is expected that
in late 2018 that Allegiant will retire this fleet type, moving to an all-Airbus fleet of 156-seat A319 and
particularly the 178-seat A320 aircraft.
Exhibit 3-29 Historical Operations by Aircraft Type
Seating Capacity

2011

2012

2013

2014

2015

2016

-

8.0%

3.8%

2.4%

3.2%

2017

2018*

Commuter
< 40 Seats

21.5%

-

40-60 Seats

47.8%

65.0%

89.5%

87.8%

83.8%

77.4%

65.3%

49.9%

61-99 Seats

27.9%

32.6%

-

3.4%

7.2%

4.5%

26.5%

44.3%

100-120 Seats

-

-

-

2.5%

4.3%

8.5%

-

-

121-150 Seats

2.8%

-

0.1%

-

-

-

-

-

151+ Seats

-

2.5%

2.4%

2.5%

2.2%

6.3%

8.2%

5.8%

-

Air Carrier

Source: BTS Report T-100 for 2011-17; 2018 was based upon published airline schedules (source: Innovata)
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3.6 Passenger Air Traffic Activity Forecasts
Trillion Aviation (Trillion) has reviewed past activity and related forecasts for the Shreveport Regional
Airport (SHV). The upcoming section will forecast SHV enplaned passenger activity for the 5, 10 and 20year time periods. Trillion’s forecast will consist of two primary steps: a short-term review and a longterm review, and is described in the sections below. Subsequent to this, a forecast pertaining to
Passenger Aircraft Operations, including by aircraft type will take place.
(A) 2018 Enplaned Passenger Estimate
As indicated earlier, SHV enplaned passenger traffic is up 7.66% year/year through the first six months
of 2018. Furthermore, traffic gains have picked up momentum more recently, with enplaned passenger
activity up 19.04% in June 2018. With scheduled seat capacity up over 10% during the upcoming six
months, it is likely that traffic gains will continue through year-end 2018. At a conservative 7.66% 2018
growth rate, enplaned passengers would approximate 304,141. Should growth come in at 10%,
enplaned passenger activity would come in at 310,751. These gains are being driven by American’s new
CLT service and additional United service to both DEN and primarily IAH. At its core, improving oil
industry economics and its effect upon air travel demand are the genesis for SHV’s recent traffic
growth.
Long-term Forecast Review
The long-term forecast at Shreveport will be done for 5, 10 and 20-year time periods, using 2017 as the
baseline. The enplaned passenger forecast below, will be done using a variety of forecast
methodologies: 1) Historical Trends, 2) FAA Forecasts, 3) SHV market shares of industry projections and
4) Regression analysis of the Air Service Area’s economic metrics.
(a) Historical Trend Analysis
Three historical trends have been considered for future projections:
1. Short-term trend: The first historical trend emulates the past five years (2012-2017) at SHV,
using estimated 2017 enplaned passengers as the baseline. The past five years was a timeperiod when the oil & gas industry began to experience significant growth. SHV saw good
traffic growth, in 2016 & 2017, due to new American Airlines service to CLT and up gauging of
aircraft on other airline routes. The CAGR in enplaned passenger traffic during this five year
time period was 0.54%. This is Scenario #1.
2. 10-Year Trend: The second trend uses data from the ten-year period of 2007-2017, reflecting a
CAGR of (1.52%). This time period incorporated the significant recession and subsequent
economic climb back. This projection will serve as the basis for Historical Trend Scenario #2.
3. 20-year Trend: The third historical trend uses a 20-year period of historical data (1997-2017) and
reflects a CAGR of (1.41%). This projection will be the basis for Historical Trend Scenario #3.
Exhibit 3-30 illustrates the results of applying these trends to the baseline 2017 estimate of 282,501
passenger enplanements.
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Exhibit 3-30 SHV Enplanement Projections based upon SHV Historical Trends

SHV Enplanement Projections
Based upon SHV Historical Trends
340,000
320,000
300,000
280,000
260,000
240,000
220,000
200,000
2017

2022
2027
Historical Trend Scenario #1
Historical Trend Scenario #2
Historical Trend Scenario #3

2037

Source: Trillion Aviation Analysis

(b) FAA Forecast Sources and Scenarios
The FAA presents aviation activity forecasts in several different sources, including the following two
sources to be utilized in this forecast analysis:
FAA Aerospace Forecasts
This document provides growth projections for the entire aviation industry in fiscal years, as
described earlier. In this document, the FAA predicts that annual total enplanements for U.S.
domestic air carriers will increase at a CAGR of approximately 1.69% annually between 2017 and
2037. This growth rate, applied to projected CY 2017 baseline SHV enplanements, will serve as the
basis for FAA Forecast Scenario #1.
2017 FAA Terminal Area Forecast (TAF)
The TAF utilizes national growth trends, coupled with historical local growth trends, to develop
airport-specific activity forecasts on a fiscal year basis (October-September). The most recent TAF
enplanement projections include a compound growth rate of approximately 1.9% annually for SHV
between 2017 (the last non-forecast year included 2016) and 2037. However, it should be noted that
the TAF enplanement projection for SHV was lower than that actually achieved for 2016 (288,506,
according to airport records) or 2017 (282,501). Factoring the TAF growth rate of 1.43% for SHV to
the 2017 baseline enplaned passenger level of 282,501 will serve as the basis for Forecast Scenario
#2.
Exhibit 3-31 illustrates the results of applying these scenarios based upon FAA Forecast
documentation to the baseline 2017 forecast of 282,501 enplanements. The figure also depicts an
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enplanement level at 10% above the TAF for the first five years of the forecast period, typically
viewed by the FAA as the level of variation from the TAF that is deemed acceptable before
additional justification is required to support higher forecasted activity levels.
Exhibit 3-31 SHV Enplanement Projections based upon FAA Forecast Scenarios

SHV Enplanement Projections
Based upon FAA Forecast Scenarios
510,000
460,000
410,000
360,000
310,000
260,000
2017

2022

Scenario 1: Terminal Area Forecast (2017)

2027

2037

Scenario 2: FAA Forecast

Scenario 3: 10% Above 2017 TAF Forecast
Source: Trillion Aviation Analysis

(c) Market Share Analysis
Market share analysis for airports can provide a valid benchmark from which to access future
activity. This approach compares activity at a specific airport with a larger aviation market, such as
total U.S. domestic enplanements, to develop a ratio of activity.
Applied to historical national enplanements as reported in the FAA Terminal Area Forecast (TAF),
SHV’s annual market share between 2000 and 2017 ranged between a low of 0.036% of national
enplanements in 2010 to a high of 0.057% of national enplanements in 2000. In 2010, SHV had
significantly more Delta Air Lines service in part due to Delta hubbing both DFW & CVG, which have
both been dismantled since then. SHV’s share of U.S. domestic enplanements, with the exception
of during economic contractions, has typically been in the range of .037%-.045% of national
(domestic) enplanements. Exhibit 3-32 below illustrates SHV’s historical market share of national
enplanements between 2000 and 2017.
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Exhibit 3-32 – Historical Market Share

Fiscal Year

Enplaned
Passengers

U.S. Domestic
Enplaned
Passengers
(000s)

Airport
Share of
U.S.
Domestic

2000

364,608

641,200

0.057%

2001

331,338

625,000

0.053%

2002

282,098

626,800

0.045%

2003

289,869

574,500

0.050%

2004

300,763

628,500

0.048%

2005

315,971

669,500

0.047%

2006

309,605

668,400

0.046%

2007

305,018

690,100

0.044%

2008

295,942

680,700

0.043%

2009

251,703

630,800

0.040%

2010

231,786

635,200

0.036%

2011

258,628

650,100

0.040%

2012

275,011

653,800

0.042%

2013

274,825

654,300

0.042%

2014

302,903

669,000

0.045%

2015

304,554

696,000

0.044%

2016

288,506

726,000

0.037%

2017

282,501

696,000

0.038%

Projections of future enplanement activity based upon market share analysis were conducted using
the following scenarios:
1. Constant Market Share: SHV market share will remain constant at 2017 estimated level of
0.038% of national enplanements through 2037 (using FAA’s TAF Forecast of national enplaned
passengers). This projection will serve as the basis for Market Share Scenario #1.
2. Market Share Change I: SHV market share will change at the CAGR experienced between 20072017 (CAGR of -1.46%) through 2037, starting with the 2017 share of 0.038% and then declining
at the -1.46% rate. This projection will serve as the basis for Market Share Scenario #2.
3. Market Share Change II: SHV market share will change at the CAGR experienced between 2006
and 2017 (CAGR of -0.85%), starting with the 2017 share of 0.038% and then declining at the 0.85% rate. This projection will serve as the basis for Market Share Scenario #3.
Exhibit 3-32 illustrates the results of the market share analysis.
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Exhibit 3-32 SHB Enplanement Projections based upon SHV Market Share Scenarios

SHV Enplanement Projections
Based upon SHV Market Share Scenarios
450,000
400,000
350,000
300,000
250,000
200,000
2017
Market Share Scenario #1

2022

2027

Market Share Scenario #2

2037
Market Share Scenario #3

Source: Trillion Aviation Analysis

(d) Regression Analysis Projections
Regression analysis, which projects values for a dependent variable on the basis of establishing a
statistical relationship between one or more other independent variables, was utilized to determine if a
statistically reliable relationship exists between historical passenger enplanements at SHV (dependent
variable) and several local socioeconomic indicators (independent variable(s)). The socioeconomic
indicators that were evaluated as independent variables in the projection of future passenger
enplanements at SHV include MSA population, per capita personal income, total earnings, gross
regional product, retail sales, median household income and non-farm payrolls. Finally, a multipleregression analysis was performed combining all three independent variables.
The statistical reliability of projections made to the dependent variable through a regression analysis is
evaluated using the coefficient of determination, or R-squared value. Technically, the R-squared value
explains the relative accuracy of the association between the dependent and independent variables. An
R-squared value of 1.0 indicates a perfect correlation between variables; R-square values of less than
0.70 typically indicate that there is less correlation. An R-squared value of 0.90 is generally used as a
threshold to depict a high level of statistical reliability. None of the studied socioeconomic factors
studied resulted in an R-squared greater than .39, indicating little correlation between historical
enplaned passenger volume and socioeconomic factors. Hence, these should not be considered
reasonably reliable for planning/forecasting purposes.
Typically, there is greater correlation between key socioeconomic factors and air travel demand. In this
case, there could be greater travel demand over time and hence greater correlation between economic
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growth and enplaned passenger volume, but it is being masked by ongoing increases in SHV’s
“leakage” to the Dallas-Fort Worth airports of DFW and DAL. Both of these airports have seen
significant growth over the past 20+ years, with DAL seeing much of their growth since 2014 and the
expiration of the Wright Amendment that limited service from DAL.
(e) Selection of the Preferred Forecast Range
The preceding sections have presented enplanement projections from several analytical sources. From
these sources, a range of potential future enplanement activity can be established. Those are shown
below in Exhibit 3-33.
Exhibit 3-33 SHV Preferred Passenger Enplanement Forecast Range

SHV Preferred Passenger Enplanement Forecast Range
370,000
360,000
350,000
340,000
330,000
320,000
310,000
300,000
290,000
280,000
270,000
2017

2022
Low

Medium

2027
High

2037
Preferred

Source: Trillion Aviation Analysis

For the 20-year forecast period, the preferred forecast CAGR is 1.04%. This compares to the FAA’s U.S.
CAGR of 1.69% over this same time period and is also below the latest TAF CAGR of 1.43% during this
same time period.
The preferred forecast 5-year CAGR is 0.62% and the 10-year CAGR is 1.43%. The TAF CAGR for this
same 5-year time period is 1.68% and the 10-year CAGR is 1.51%.
The preferred forecast is for 346,969 enplaned passengers for 2037, which is 6.1% greater than the TAF
of 326,990.
The biggest difference in the two forecasts is that actual SHV enplaned passengers for CY 2016 was
288, 506 (versus TAF estimate of 267,574) and for 2017 was 282,501 (versus TAF estimate of 245,927).
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3.7 Passenger Aircraft Operations & Fleet Mix Forecast
Below are forecasts as it pertains to passenger aircraft operations and fleet mix. This forecast was done
at a macro-level and ties to earlier enplaned passenger forecast. It follows expected industry trends, of
less 50-seat regional jet flying, increased 76-seat RJ flying and relatively faster growth from ULCCs such
as Allegiant Airlines.
Airline Fleet Mix
The type of passenger service aircraft that utilize the airport defines the operations needed to serve the
forecasted enplanements. Flight schedules for calendar years 2016-2018 were reviewed to develop an
annual schedule and current aircraft fleet mix. Projected fleet mix is developed based on known
industry trends. The eventual phase-out of the 50-seat regional jet is significant to the overall fleet mix
at SHV as 76% of operated flights in 2017 were on this type of aircraft and 80%+ of scheduled
operations in many of prior years.
Exhibit 3-34 Fleet Mix Seating Range Percentage
Seating

2017

2022

2032

2037

Less Than 40 Seats

0.0%

0.0%

0.0%

0.0%

40-60 Seats

76.0%

35.8%

26.2%

0.0%

61-99 Seats

20.8%

59.6%

64.7%

88.2%

100-120 Seats

1.1%

1.7%

6.1%

8.4%

121-150 Seats

-

0.0%

0.0%

0.0%

151+ Seats

2.0%

2.9%

3.0%

3.4%

Source: Published Flight Schedules (Innovata) for 2017; Trillion Aviation analysis

Exhibit 3-35 – Passenger Aircraft Forecast: Operations & Operating Seats shows aircraft detail
(aircraft operations and operating seats) from 2017 through 2037. As indicated earlier, there will be an
overall trend toward larger aircraft, less operations and moderate overall seat capacity growth during
the forecast period.
The 50-seat Embraer regional jets are assumed to be almost entirely phased out by 2022, as ExpressJet
has eliminated this fleet type and they were the operating carrier who operated the majority of these
aircraft over the past few years. 50-seat Canadair Regional Jets are expected to continue being
downsized, with the aircraft completely eliminated from SHV by 2037. While Canadair CRJ-900 (or
comparable 76-seat jet) will backfill most of these reductions, it will not be a one for one trade off.
While it is forecasted that some mainline flying will take place (717 aircraft or a comparable 100-seat
jet), it will be relative minor. The net result will be less operations from these aircraft types but at similar
seat capacity levels as compared to today when much more 50-seat regional jet frequency exists.
Another significant fleet change will be driven by planned Allegiant Airlines strategic shifts. Allegiant
plans to have retired all their MD-80 fleet by late 2018. As a part of this fleet type change, Allegiant has
indicated that they plan to shift MD-80 flying to an all Airbus fleet, with a relatively heavier shift toward
the larger Airbus 320 aircraft over time.
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The net effect is that forecasted SHV commercial passenger operations will be less in 2037 than exists
today, dropping 7.3% over the 20-year period (-0.38% CAGR). At the same time, due to larger gauge,
SHV departing seats will grow at a 1.39% CAGR over the 20-year period. Load factors will rise
moderately, but with much higher passenger loads due to the significant increase in seats per departure
– as noted in Exhibit 3-36.
Exhibit 3-35 – Passenger Aircraft Forecast: Operations & Operating Seats
Operations and Operating Seats by Aircraft Type
2027
2022
2017
Seating
Aircraft Type
43
Embraer 135/140/145
0
0
Operations
2,576
0
111,718
0
Operating Seats
Embraer 140
44
Operations
102
0
0
0
0
Operating Seats
4,488
Embraer 145
50
0
Operations
1,676
800
0
Operating Seats
83,800
40,000
Canadair CRJ-200
50
3,400
3,000
Operations
5,410
170,000
150,000
Operating Seats
270,500
66
Canadair CRJ-700
Operations
1,148
1,600
2,000
Operating Seats
74,872
105,600
132,000
Canadair CRJ-900
76
Operations
1,308
4,400
4,402
Operating Seats
99,408
334,400
334,552
Embraer 175
76
Operations
216
1,000
1,000
Operating Seats
16,416
76,000
76,000
B717-200/Bombardier CS 100
110
Operations
144
200
700
Operating Seats
15,840
22,000
77,000
MD-80
166
Operations
244
0
0
Operating Seats
40,504
0
0
Airbus 319
156
Operations

2037
0
0
0
0
0
0
0
0
3,000
198,000
6,000
456,000
1,500
114,000
1,000
110,000
0
0

16

346

0

0

2,496

53,945

0

0

Operations

0

0

346

400

Operating Seats

0

0

61,242

70,800

Operating Seats
Airbus 320

177

Total
Operations
Operating Seats

12,840

11,746

11,448

11,900

720,042

801,945

830,794

948,800

Source: Trillion Aviation Analysis

The projected fleet mix is combined with the enplanement forecasts to determine flight metrics
including average seats per departure and enplanements per departure. This forecast assumes that the
717-200 is flown through 2022. At that point, the 717-200 is replaced by the Bombardier CS100 aircraft.
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Exhibit 3-36 – Passengers per Departure
Seating Capacity
Regional (<60 seats)
Average Seats Per Departure
Average Load Factor
Enplanements Per Departure
Air Carrier (60+ seats)
Average Seats Per Departure
Average Load Factor
Enplanements Per Departure
Total
Average Seats Per Departure
Average Load Factor
Enplanements Per Departure
Source: Trillion Aviation Analysis

2017

2022

2027

2037

48.2
77.3%
37.2

50.0
80.9%
40.4

50.0
82.7%
41.3

-

81.1
77.0%
62.4

78.8
80.0%
63.1

81.2
82.9%
67.3

80.3
83.1%
66.7

56.1
77.2%
43.3

67.6
80.3%
54.2

72.2
82.9%
59.9

80.3
83.1%
66.7

Passenger Airline Operations
Passenger airline operations are determined from the average enplanements per departure from the
fleet mix determinations. An operation is a considered an aircraft departure or an arrival.
Exhibit 3-37 – Passenger Airline Operations
Metric

2017

2022

2027

2037

Regional (< 60 Seats)

4,882

2,100

1,500

-

Air Carrier (> 60 Seats)

1,538

3,773

4,224

5,950

Regional (< 60 Seats)

9,764

4,200

3,000

-

Air Carrier (> 60 Seats)

3,076

7,546

8,448

11,900

12,840

11,746

11,448

11,900

Departures

Operations

Total Operations
Source: Trillion Aviation Analysis

Summary
A summary of the preferred passenger aviation forecasts are provided in the table below. As noted
earlier, it is expected that operations will drop, as larger aircraft replace 50-seat regional jets. Seat
capacity is forecasted to grow moderately over the next 20 years, with higher passenger loads on larger
jets and higher load factors.
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Exhibit 3-38 – Preferred Passenger Airline Forecasts Summary
2017

2022

2027

2037

184,848

84,928

62,000

-

Enplaned Passengers
Regional (< 60 Seats)
Air Carrier (> 60 Seats)

97,653

206,378

250,735

346,969

Total Enplaned Passengers

282,501

291,306

312,735

346,969

Avg. Seats/Departure

56.1

67.6

72.2

80.3

Avg. Load Factor

77.2%

80.3%

82.9%

83.1%

Regional (< 60 Seats)

9,764

4,200

3,000

-

Air Carrier (> 60 Seats)

3,076

7,546

8,448

11,900

12,840

11,746

11,448

11,900

Operations

Total Operations
Source: Trillion Aviation Analysis

3.8 Air Cargo & Related Forecast
Shreveport Regional Airport (SHV) is recognized as the second busiest air cargo airport in the State of
Louisiana. SHV has daily service through Empire Airlines, with Federal Express & United Parcel Service
operating Airbus wide-body aircraft. The airport is also capable of handling most cargo freighter
aircraft.
Shreveport Regional Airport is located near two major interstates - I-20 & I-49, and is served by rail
access, which makes the airport well positioned for future air cargo growth. To handle this growth, the
Shreveport Airport Authority has two air cargo buildings in the industrial park known as Air Cargo West.
With nearly 56,000 square feet available in two buildings, the facility provides state-of-the-art air cargo
capabilities.
Ground-freight forwarders seeking warehouse and office space have multiple options at Shreveport
Regional Airport. Nearly 40,000 square feet is available in different configurations in the existing air
cargo building, and another 9,000 square feet of space is available in Air Cargo West, the new cargo
district.
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Exhibit 3-39 – Historic Air Cargo

SHV Depland Air Cargo
45,000
40,000
Tons

35,000
30,000
25,000
20,000
15,000
10,000
5,000
0
2008 2009 2010 2011 2012 2013 2014 2015 2016
Source: Shreveport Airport Authority

SHV’s air cargo tonnage was relatively stable from 2008 – 2012, in the range of 35,000-45,000 tons.
Since then, tonnage has slipped, due in large part to reduced shipments from the oil & gas industry, the
result of depressed oil prices. Tonnage bottomed at approximately 23,000 tons in 2014, but since then
tonnage has increased back to almost 30,000 tons as oil prices have improved and subsequent stability
within the regional oil & gas industry.
Exhibit 3-40 on the next page illustrates the current air cargo fleet and airline mix at SHV (CY 2016).
Federal Express is the dominant airline at SHV, with a 69% share of tonnage carried. Federal Express
carries the majority of tonnage on A300 and 757-200 aircraft to their Memphis hub, while also flying
regional aircraft (Cessna 208 Caravan & Beechcraft 17 C-185) to Fort Worth-Alliance Airport.
Exhibit 3-40 – Historical Air Cargo Table
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Year

Air Cargo (Tons)

Operations

2008

40,421

2,588

2009

38,626

1,534

2010

38,979

2,029

2011

37,310

2,049

2012

35,773

2,263

2013

29,554

2,476

2014

23,856

2,426

2015

24,717

2,299

2016
29,503
Source: Shreveport Airport Authority, BTS Report T100

2,514
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UPS is the #2 cargo airline at SHV, with a 24% share of tonnage carried. UPS operates all-A300 aircraft
operations from the Airport, with service to Louisville on a nonstop basis and a 1-stop basis over
Memphis and Little Rock. 93% of SHV’s tonnage is carried on UPS or Federal Express. The balance of
tonnage is carried on Ameristar Air Cargo, Empire Airlines, USA Jet or Kalitta Charters. These carriers
fly almost exclusively to relatively nearby regional markets.
Exhibit 3-41 – Air Cargo Fleet Mix and Carrier Share of Tonnage (CY 2016)

Source: Bureau of Transportation Statistics (BTS)

Proposed Cargo Forecast
The recommended SHV forecast assumes slow growth over the next 20 years in poundage, anchored
by Federal Express and UPS. The baseline 2017 forecast equates to 2016 (for both cargo volume &
operations). The forecast then assumes 0.58% CAGR. This is tied to estimated population growth in the
Shreveport-Bossier MSA. This is still well below historical SHV highs.
It is anticipated that the current fleet of aircraft operating at SHV will continue to operate in the future.
It is assumed that cargo operations activity will grow at the same rate as cargo tonnage, or in line with
forecasted regional population growth. A summary of the air cargo freight and operations forecast are
provided in the following table.
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Exhibit 3-42 – Air Cargo Aviation Forecast Summary
Metric
Deplaned Cargo Tons

2017
29,503

2022
30,369

2027
31,260

2037
33,121

Total Operations

2,514

2,588

2,664

2,822

Airbus 300-600

903

929

957

1,014

757-200

605

623

641

679

Beechcraft Beech. 18 C-185

390

401

413

438

ATR-72

305

314

323

342

Cessna 208 Caravan

181

186

192

203

All Other
130
134
Source: Bureau of Transportation Statistics (BTS) and Trillion Aviation Analysis

138

146

3.9 Other Commercial Activity (Non-Passenger Air Taxi)
Operations
Air taxi annual operations are illustrated below in Exhibit 3-43. Air taxi operations have declined
steadily since 2009. The Airport historically generates good Air Taxi demand, in part driven by
Shreveport’s being a regional “hub” for healthcare service. More recently, the oil & gas industry has
generated demand for these services. Air taxi annual operations have been steadily declining over the
past eight years. This is a general industry trend, although this is also likely being driven by recent
trends in the oil & gas industry. For forecast purposes, it is assumed that the decline experienced since
2009 (a -6.25% CAGR) will continue. Baseline 2017 forecast again assumes no growth versus 2016.
Exhibit 3-43 – Other Commercial (Non-passenger Air Taxi) Operations

Source: 2017 SHV TAF, BTS Report T100

COMMERICAL FORECAST SUMMARY
A summary of the commercial aviation forecasts is shown in the following table.

Page | 61

Shreveport Regional Airport | Airport Master Plan Update

Section 3

Aviation Forecasts

Exhibit 3-44 – Commercial Forecast Summary
Metric
Air Carrier
Enplanements

2017
97,653

2022
206,378

2027
250,735

2037
346,969

Commuter/Regional

184,848

84,928

62,000

-

Total Enplanements

282,501

291,306

312,735

346,969

Air Carrier

3,076

7,546

8,448

11,900

Commuter/Regional

9,764

4,200

3,000

-

Air Cargo

2,514

2,588

2,664

2,822

Air Taxi

3,691

2,673

1,936

1.015

Total Commercial Operations

19,045

17,007

16,048

15,737

Avg. Seats/Operation
Average Load Factor
Source: Shreveport Airport Authority, Trillion Aviation Analysis

56.1
77.2%

67.6
80.3%

72.2
82.9%

80.3
83.1%

Operations

Total

In summary, SHV commercial activity is going to be driven by a reduction in total operations, but the
average aircraft size is going to increase significantly, with overall seat capacity increasing moderately,
but well below forecasted U.S. levels. It is also expected that higher passenger loads (on larger aircraft)
will take place with increases in the load factor. It is also likely that some of demand increase over time,
with constrained capacity will result in higher air fares. These trends are likely to occur across much of
the U.S. over the next 20 years.
Other factors, while not included in forecast, could support faster traffic growth. First, a sizable portion
of Shreveport’s booked traffic is today “leaking” to DFW/DAL. These airports, particularly DAL are likely
to be constrained going forward with regard to capacity growth. This should work to mute “leakage” to
these airports over time. Second, the regionally important oil & gas industry has been challenged over
the past few years due to depressed oil prices. Going forward, should oil prices increase significantly,
this would likely be a boon for local air travel demand. Third, as pilot shortages and 50-seat regional
aircraft are retired, this will likely put pressure on smaller airports in general, but particular pressure on
the smallest airports, such as regional (nearby) airports of Texarkana, Longview, Alexandria, and
Monroe –together these airports enplaned approximately 245,000 passengers in 2016. Should these
airports see a significant reduction in air service, SHV would be a likely beneficiary. Even Tyler, Texas,
with almost 52,000 enplaned passengers in 2016 would likely see some passengers utilize SHV as an
option.
Finally, it should be noted that due to a strong 2018, SHV enplaned passenger activity for the year will
likely be in the range of 305,000 to 310,000. Currently forecasts don’t have SHV reaching these levels
until the mid-2020s. Because of this, this forecast appears quite conservative, particularly over the next
five years and even longer-term forecasts would have very low growth rates versus 2018 levels.
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3.10 Based Aircraft Forecasts
A based aircraft is an operational and airworthy aircraft based at the airport for a majority of the year.
These are generally non-commercial general aviation and commercial air taxi aircraft.
Based aircraft is the count of aircraft that claim a specific airport as its home base. Civil (non-military)
based aircraft at SHV are used primarily for general aviation (GA) and some Air Taxi (AT) operations. On
a national basis, the FAA TAF nationally reports based aircraft hit a 15-year low in 2011 after highs were
achieved in 2007. The economic recession contributed to the number of based aircraft declining nearly
20% between 2007 and 2011. National forecasts show a modest growth rate of 0.81% annually over the
next 20 years. Based aircraft had been increasing steadily with decreased growth during economic
downturns. The most recent economic recession demonstrates the new sensitivity based aircraft has
with the overall economy.
Exhibit 3-45 – U.S. Based Aircraft

U.S. Based Aircraft

220,000

Based Aircraft

200,000
180,000
160,000
140,000
120,000
100,000
1993

1997

2001

2005

2009

2013

2017

2021

2025

2029

2033

2037

Year
Historical Based Aircraft

Forecast Based Aircraft

Source: FAA Aerospace Forecast Fiscal Years 2017-2037

Nationally, the total number of GA and AT active aircraft has cumulatively decreased by 5.7% since
2001. Events affecting the number of aircraft include increased security regulations since 9/11, the
economic downturn of the early 2000s and the recession of the late 2000s. Aircraft types are evolving
to include more turboprop and turbojet aircraft and fewer multi-engine piston aircraft.
Within the GA and AT activity category there has been increased demand for the use of turbine
powered aircraft. These aircraft include turboprop and turbojet aircraft primarily used for corporate
business travel. More operators are using GA aircraft for travel to save travel time and cost. The number
of turbine aircraft has increased an average of 3.3% annually. Helicopter, experimental and light sport
aircraft (new aircraft category since 2006) have seen steady increases. Conversely, the number of piston
powered aircraft has decreased 0.9% annually. These aircraft types are used for recreational and flight
training purposes. Decreases can be attributed to higher ownership costs, increased fuel prices,
economic downturns and a decreasing pilot population. Multi-engine piston aircraft have particularly
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seen a reduction with decreases of 2.0% annually. These aircraft types are being replaced by newer
technology turboprop aircraft for business travel.
Exhibit 3-46 – U.S. General Aviation and Air Taxi Aircraft

U.S. General Aviation and Air Taxi Aircraft
RTM (millions)

250,000
200,000
150,000
100,000
50,000
0
2001

2004

2007

2010

2013

2016

2019

2022

2025

2028

2031

2034

2037

Year
Historical Piston Aircraft
Forecast Piston Aircraft
Total Historical GA Aircraft

Historical Turbine Aircraft
Forecast Turbine Aircraft
Total Forcast GA Aircraft

Source: FAA Aerospace Forecasts (2017-2037)

In 2015, reported SHV based aircraft was 89 according to the SHV TAF. Many of these aircraft are
stored in inexpensive hangars and in some cases, even outside on the apron. Availability for hangar
space is low in the area and this will likely limit growth in the future.
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Exhibit 3-47 – Shreveport Based Aircraft

Shreveport Historical Based Aircraft
95

90
90

90

89

86

TAF Based Aircraft

85
80
75
70
65

63

64
61

61

2006

2007

60

64

64
62

59

55
50
2005

2008

2009

2010

2011

2012

2013

2014

2015

2016

Source: FAA Terminal Area Forecast

BASED AIRCRAFT FORECASTS
Based aircraft forecasts measure the number of aircraft that claim SHV as their home airport. Forecast
methodologies evaluated include time series (trend), regression and market share analysis. Data used
included based aircraft data from airport records, FAA TAF, FAA Aerospace Forecasts, demographic
and socioeconomic data.
The 2017 FAA TAF published for Shreveport reports 89 based aircraft with a future growth rate of 0.0%
annually.
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Exhibit 3-48 – Shreveport Based Aircraft Forecast Methods

SHV Based Aircraft Forecast
130
120
110
100
90
80
70
60
2013

2016

2019

2022

2025

Year

Historical
SHV Constant Share of Based Aircraft
FAA TAF Forecast

2028

2031

2034

2037

MSA Pop. Constant Share (Preferred Forecast)
SHV MSA Personal Income
MOT MSA Employment

Source: FAA Terminal Area Forecast, Trillion Aviation Analysis

To forecast based aircraft at Shreveport for the next 20 years, the following was used: 1) National
Active GA share at SHV, 2) SHV MSA personal income regression, and 3) ½ of the MSA Population
growth (discount takes into consideration continued downtrend in pilots nationwide).
The SHV population growth model was chosen as the preferred forecast. The forecast is for 66 based
aircraft at SHV by 2037. The 20-year CAGR is 0.25%. This is about ½ of regional economic & population
growth. This forecast is 6.7% above the TAF forecast of 89 based aircraft by 2037, but is consistent with
forecasted enplaned passenger growth.
Exhibit 3-49 – Based Aircraft Forecast
Metric
Total Based Aircraft

Source: Trillion Aviation Analysis
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3.11 General Aviation Operations Forecast
HISTORIC AVIATION ACTIVITY & TRENDS
General aviation (GA) is defined as aviation activities other than for commercial purposes. These are
typically recreational or private transport flights. Nationally, the number of general aviation and air taxi
hours flown has decreased by 11% since 2001. This downturn can be attributed to the economic
downturn of the early 2000s, the recession of the late 2000s and increasing operating costs driven by
fuel prices.
Exhibit 3-50 – U.S. General Aviation and Air Taxi Hours Flown

Hours Flown (thousands)

U.S. General Aviation and Air Taxi Aircraft
30,000
25,000
20,000
15,000
10,000
5,000
0
2001 2004 2007 2010 2013 2016 2019 2022 2025 2028 2031 2034 2037
Historical Piston Hours Flown

Year

Historical Turbine Hours Flown

Forecast Piston Hours Flown

Forecast Turbine Hours Flown

Total Historical Hours Flown

Total Forcast Hours Flown

Source: FAA Aerospace Forecasts (2017-2037)

Within the GA and AT activity category there has been increased demand for the use of turbine
powered aircraft. These aircraft include turboprop and turbojet aircraft primarily used for corporate
business travel. More operators are using GA aircraft for travel to save travel time and cost. The number
of turbine aircraft has increased an average of 3.1% annually. Helicopter, experimental and light sport
aircraft (new aircraft category since 2006) have seen steady increases. Conversely, the number of piston
powered aircraft has decreased 0.89% annually. These aircraft types are used for recreational and flight
training purposes. Decreases can be attributed to higher ownership costs, increased fuel prices,
economic downturn and a decreasing pilot population. Multi-engine piston aircraft have particularly
seen a reduction with decreases of 2.0% annually. These aircraft types are being replaced by newer
technology turboprop aircraft for business travel.
The trend of strong growth in corporate aircraft and steady or decreased use of piston aircraft is
expected to continue over the planning period. This forecast may fluctuate with new unleaded fuel
engines potentially reducing the cost of flying. The number of turbojet aircraft is expected to increase
3.6% annually with hours flown increasing at a 2.9% rate. Larger corporate GA aircraft types are
forecasted to grow in number and activity levels. Piston aircraft is expected to decrease at a rate of
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0.89% annually with activity decreasing at a 2.3% annual rate. This decrease can be attributed in part to
upgrades to new aircraft types, but also in part due to the increased cost of flying and activity sensitivity
to economic conditions.
SHV experienced stable GA operations from 1990 through about 2001. From 2001 to 2005, SHV
experienced sharp declines in GA activity, with smaller, steady declines from 2005 until 2014. There was
a sharp improvement in 2015, driven by Civil Local operations.
Exhibit 3-51 – Shreveport General Aviation Operations Breakdown

Shreveport General Aviation Operations
41,000
36,000
31,000
26,000
21,000
16,000
11,000
6,000

Civil Local

GA Itinerant

2015

2014

2013

2012

2011

2010

2009

2008

2007

2006

2005

2004

2003

2002

2001

2000

1999

1998

1997

1996

1995

1994

1993

1992

1991

1990

1,000

Total GA

Source: FAA MOT TAF Forecast (2017-2037)

Civil Local Operations
A local operation is defined as a takeoff or landing of a flight conducted within 20 miles of an airport.
These operations typically include practice landings, touch-and-go’s, practice approaches and
maneuvering in the local area. Civil local operations are usually conducted by recreational and flight
training aircraft.
Civil local operations have been volatile and generally trending lower over the past 25 years. During this
time, civil local operations fell from 9,325 in 1997 to a low of 2,193 in 2014. In 2015, local operations
increased sharply, to 5,589. SHV Control Tower records show civil local operations at 4,858 operations
in CY 2016.
Several forecast methods were evaluated to estimate future operations. The most viable models were
Operations per Based Aircraft (BA), Trend Analysis (20-year CAGR, 2015 vs 1995), and Population Trend
Analysis.
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The preferred forecast methodology is the 20-year CAGR forecast. This forecast assumes that Civil
Local Operations will decline at a rate of 0.18% per year. This forecast method results in a forecast of
5,372 operations by 2037.
Exhibit 3-52 – Shreveport Civil Local Operations Forecast Methods

SHV Civil Local Operations
10,500
9,500
8,500
7,500
6,500
5,500
4,500
3,500
2,500
1,500
1993

1997

2001

2005

2009

2013

2017

2021

2025

2029

2033

2037

Year
TAF Historical

FAA TAF Forecast

20-year CAGR (Preferred Forecast)

Population Growth

Operations per BA-Constant
Source: FAA Terminal Area Forecast, Trillion Aviation Analysis

GA Itinerant Operations
An itinerant operation is defined as a takeoff or landing of a flight conducted beyond 20 miles of an
airport. GA itinerant operations are conducted by all types of aircraft. General aviation itinerant
operations declined sharply from 1997 to 2013, then stabilized in 2014 and 2015. Declines have been
more moderate since the end of the U.S. recession in 2009-10.
SHV itinerant operations have been affected by many of the same factors that have affect GA
operations across the U.S. It is believed that the worst is over, although GA activity will likely continue
to experience downward trends in the coming years.
Several forecast methods were evaluated to estimate future operations including trend analysis, share
analysis and regression analysis. Trend analysis reviewed trends over the past 12 and 20 years. 12 years
was looked at, as this was during a period of time after the worst declines, and more gradual, steady
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declines took place. Share analysis reviewed historical GA itinerant operations, population growth
trends, total U.S. GA/AT hours flown, total U.S. GA itinerant operations, MSA population and MSA
employment. Regression analyses were also reviewed, although regression models were found to be
unreliable.
Exhibit 3-53 – Shreveport General Aviation Itinerant Operations Forecast Methods

SHV General Aviation Itinerant Operations
30,000
27,500
25,000
22,500
20,000
17,500
15,000
12,500
10,000
7,500
5,000
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1997

2001
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2009

2013

2017

2021

2025

2029

2033

2037

Year
TAF Historical
12-year CAGR (Preferred Forecast)
U.S. GA Itinerant Growth

FAA TAF Forecast
20-year CAGR
SHV Population Growth

Source: FAA Terminal Area Forecast, Trillion Aviation Analysis

The preferred forecast is based upon the 12-year rate of decline of 2.0% CAGR. This rate of decline is
generally consistent with trends since 2003 and is better than the 20-year decline of 2.75%. While other
forecasts showed increases in line with economic growth projections, it was determined that some of
the national issues (pilot reductions, cost of fuel, etc.) would likely result in a continuation of longerterm trends.
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General Aviation Forecast Summary
A summary of the civil local and general aviation itinerant forecasts is shown in the following table.
Exhibit 3-54 – General Aviation Operations Forecast Summary
Metric

2017

2022

2027

2037

CAGR

Local Operations

3,655

3,616

3,583

3,519

(0.2%)

Itinerant Operations

13,023
16,678

11,536
15,152

10,428
14,011

8,520
12,039

(2.1%)

Local Share

22%

24%

26%

29%

-

Itinerant Share

78%

76%

74%

71%

-

Total Operations

(1.6%)

Source: Trillion Aviation Analysis

3.12 Military Operations
Proposed Forecast
Military missions are difficult to predict but the local base is expected to remain at Shreveport for the
foreseeable future. Local and itinerant military operations are forecast to remain steady. Total
operations are forecast to remain at 2,318 itinerant operations and 432 local for the planning period.

3.13 Critical Aircraft Design
According to FAA Order 5100.38C, a critical design aircraft is an aircraft using (or is highly likely to use)
the airport on a regular basis. In addition, the critical design aircraft is also the most demanding aircraft
(in terms of approach speed, tail height, wingspan, and dimensions of the aircraft undercarriage) that is
likely to use the airport on a regular basis. Regular basis is defined as at least 500 annual itinerant
operations. Since one type of aircraft may be more demanding than another, the design aircraft may be
a composite of various aircraft rather than one specific aircraft. In most cases, however, the critical
design aircraft is a composite aircraft representing a collection of aircraft classified by AAC and ADG.
Table 4-1 shows the aircraft with at least 500 annual itinerant operations which is deemed by the FAA
as using the airport on a “substantial use” basis. Critical design aircraft must have at least 500 or more
annual itinerant operations at the airport. For the purpose of this document we have listed the critical
aircraft for Runway 14/32 as an A300-600 (C-IV) which had 492 operations in 2018 but which has 948
0perations in 2017. The critical aircraft for Runway 6/24 is the ERJ-145 which had 2,124 operations in
2018.
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Table 3-1: Shreveport Regional Airport Fleet Mix

Source: Traffic Flow Management System Counts (TFMSC) SHV, 01/2018 to 12/2018, Aviation System Performance
Metrics (ASPM).

3.14 Annual Instrument Approaches
Annual instrument approaches (AIAs) are defined as an approach to an airport conducted in actual
instrument meteorological conditions. For purposes of this definition, an approach initiated when the
observed visibility is less than 3 miles or the cloud ceiling is less than the decision altitude over the final
approach fix is considered an instrument approach. AIA figures for SHV are no longer tracked by the
local Air Traffic Control Tower but are a required element to an FAA forecast.
To determine AIAs, the number of itinerant operations are totaled from earlier estimates and compared
to annual operations. The number of instrument flights will then be determined. Approximately 65% of
all SHV itinerant flight operations are conducted under instrument flight rules (IFR) according to FAA
records. Local weather conditions are then reviewed. A total of 15% of the hourly weather observations
are in instrument conditions for an instrument approach.
Exhibit 3-56 – Annual Instrument Approach Forecast
2017

2022

2027

2037

CAGR

Annual Operations

Metric

41,390

37,936

35,711

33,209

(1.27%)

Itinerant Operations

35,369

31,985

29,810

27,405

(1.27%)

73%

73%

73%

73%

0.0%

IFR Itinerant Operations

25,819

23,349

21,761

20,006

(1.27%)

IFR Approaches

12,910

11,675

10,831

10,003

(1.27%)

1,632

1,500

(1.27%)

5.5%

0.0%

% IFR Itinerant Operations

Instrument Approach Weather
Annual Instrument Approaches

15%
1,936

1,751

-

AIA as % of Itinerant
5.5%
5.5%
5.5%
Source: National Climatic Data Center, FAA Air Traffic Activity Data System (ATADS), Trillion Aviation Analysis

Total AIAs for SHV are forecast to decline from 1,936 currently to an estimated 1,500 at the end of the
planning period.

3.15 Peak Activity
Peak periods evaluated include the peak month, design day and design hour characteristics for
passenger enplanements and airport operations. The results of the peak activity forecasts will be used
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to determine the airport facility requirements. The methodology developed is derived from Airports
Cooperative Research Program (ACRP) Report 25: Airport Passenger Terminal Planning and Design,
which emphasizes the use of design periods to forecast use patterns rather than individual absolute
peak periods.
Local data used includes these aviation forecasts, FAA Air Traffic Activity Data System (ATADS), as well
as SHV monthly flight schedules for Calendar Years 2014-2016, BTS T100 and activity reports provided
by the airport.
Commercial Passenger Airlines
Peak Month
The peak month of passenger airline activity was determined by reviewing the prior three years of
monthly passenger enplanement figures for the airport. This method evaluates historic patterns of
passenger activity to identify the peak month. The peak month was determined to be July 2014 with
9.77% of the annual enplanements for Calendar Year 2014, which is consistent with other calendar
years reviewed. It should be noted that for CY 2016, July was also the peak month, generating 9.80% of
annual enplaned passengers.
The peak month of commercial passenger airport operations was determined by reviewing the prior
three years of commercial monthly airport operations. This method evaluates historic patterns of
airport operations activity to identify the peak month. The peak month was determined to be July 2015
with 9.07% of operations. For CY 2016, July was also the peak month, with 8.81% of annual operations
Exhibit 3-57 – Peak Month Commercial Airline Activity Forecast
2017

2022

2027

2037

Annual Enplanements

Metric

282,501

291,306

312,735

346,969

Peak Month Enplanements (9.77%)

27,600

28,461

30,554

33,899

Annual Operations

19,045

17,007

16,048

15,737

1,456

1,427

Peak Month Operations (9.07%)
1,727
1,543
Source: Trillion Aviation Analysis, BTS Report T100, Control Tower Data and Innovata (via Diio)

Design Day
The average peak weekday during the peak month is considered the design day. Design day activity is
determined by evaluating actual flight schedules rather than using a pure average or an individual daily
peak. Reviewing the average day during the peak month allows for planning for a peaking period rather
than a single event which may cause overestimating. Peak days occur on weekdays for the sample
periods at SHV.
To estimate design day passenger volume, scheduled passenger departing seat schedules were
analyzed. For the peak enplaned passenger month (July 2014), there were 34,872 departing seats
scheduled on passenger airlines during the month. The average week during this peak month was 7,711
departing seats. The peak day during this month was on Mondays, typically with 1,371 departing seats.
The peak design day is calculated at 17.78% of the average week (1,371/7,711).
For the peak operations period, scheduled passenger flight schedules were analyzed. The average
weekly departure count during this month was approximately 141. The peak day during the month was
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again on Mondays, with 22 scheduled passenger airline departures. The result is that based upon
scheduled passenger operations the peak design day would be 15.60% of the average week. The
enplanements and operations forecast for the design day is summarized below.
Exhibit 3-58 – Design Day Commercial Airline Activity Forecast
2017

2022

2027

2037

Peak Month Enplanements

Metric

27,600

28,461

30,554

33,899

Avg. Week Peak Month Enplanements

6,374

6,573

7,056

7,829

Design Day (17.78%) Enplanements

1,133

1,169

1,255

1,392

Peak Month Operations

1,727

1,543

1,456

1,427

Avg. Week Peak Month Operations

399

356

336

330

Design Day (15.60%) Operations
Source: Trillion Aviation Analysis

62

56

52

51

Design Hour
The design hour is based on the flight schedules during a design day. Using the terminal planning
guidance from ACRP Report 25, peak hour assumes passengers arrive to the airport 60 minutes prior to
departure and remain at the airport up to 60 minutes after arrival. The July 2014 flight schedule was
used to review a rolling peak in 10 minute intervals.
To estimate design hour enplaned passengers, departing seats will be analyzed. SHV’s scheduled
passenger departures are very “peaky”, with the majority of the departures taking place during the
early morning or evening hours. The early morning is primarily driven by network airlines “originator”
flights.
As noted earlier, during peak days (Mondays), 1,371 departing seats were scheduled from SHV. Of this,
274 departing seats or 19.99% take place during the 2 hour window from 5:35 to 7:35 am where six
flights depart. 19.99% will be used to determine design hour enplanements.
To estimate design hour deplaned passengers, scheduled passenger arriving seats will be analyzed. Of
the 1,371 arriving seats during the peak Mondays, 324 arrive during this window from 7:40 to 11:05 pm.
Hence, 23.63% is calculated as the design hour percentage to estimate deplaned passengers.
Scheduled passenger operations are much more spread out than is seat activity. Scheduled passenger
departures peak at 22 daily departures. The peak time period for departures is during the 5:35 to 7:35
am window. During this time period, there are 6 daily departures or 27.27% of daily passenger
departures. Hence, 27.27% will be used to determine design hour operations. The passenger and
operations forecast for the design hour are summarized in the following table.
Exhibit 3-59 – Design Hour Commercial Activity
Metric

2017

2022

2027

2037

1,133

1,169

1,255

1,392

Design Hour Enplanements (19.99%)

227

234

251

278

Design Hour Deplanements (23.63%)

263

276

296

329

Design Day Operations

62

56

52

51

Design Hour Operations (27.27%)
Source: Trillion Aviation Analysis

17

15

14

14

Peak Month Design Day Enplanements
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Design hour passenger activity determinations are especially important for terminal space planning.
This will be evaluated further in the Facility Requirements chapter.

3.16 Forecast Summary
The FAA templates to compare the proposed forecasts to the 2015 published FAA Terminal Area
Forecast follow. The Aviation Forecasts were approved by the FAA on May 23, 2019 for use in this
master planning effort.
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Exhibit 3-60 – Airport Master Plan Forecast Summary

Shrevenport Regional Airport: Master Plan Forecast

2017

2022

2027

2037

2022

CAGR*
2027

2037

Passenger Enplanements
Air Carrier
Commuter
Total

97,653
184,848
282,501

206,378
84,928
291,306

250,735
62,000
312,735

346,969
0
346,969

16.1%
-14.4%
0.6%

9.9%
-10.3%
1.0%

6.5%
1.0%

Operations
Itinerant
Air Carrier
Commuter
Air Cargo
Air Taxi
Total Commercial
General Aviation
Military
Total Itinerant

3,076
9,764
2,514
3,691
19,045
14,006
2,318
35,369

7,546
4,200
2,588
2,673
17,007
12,660
2,318
31,985

8,448
3,000
2,664
1,936
16,048
11,444
2,318
29,810

11,900
0
2,822
1,015
15,737
9,350
2,318
27,405

19.7%
-15.5%
0.6%
-6.3%
-2.2%
-2.0%
0.0%
-2.0%

10.6%
-11.1%
0.6%
-6.2%
-1.7%
-2.0%
0.0%
-1.7%

7.0%
-99.9%
0.6%
-6.3%
-0.9%
-2.0%
0.0%
-1.3%

Local
General Aviation
Military
Total Local Operations

5,589
432
6,021

5,519
432
5,951

5,469
432
5,901

5,372
432
5,804

-0.3%
0.0%
-0.2%

-0.2%
0.0%
-0.2%

-0.2%
0.0%
-0.2%

Total Operations

41,390

37,936

35,711

33,209

-1.7%

-1.5%

-1.1%

Annual Instrument Approaches
Peak Hour Operations
Deplaned Air Freight (Tons)

1,724
17
29,503

1,559
15
30,369

1,453
14
31,260

1,336
14
33,121

-2.0%
-2.5%
0.6%

-1.7%
-1.9%
0.6%

-1.3%
-1.0%
0.6%

Based Aircraft

90

91

92

95

0.2%

0.2%

0.3%

Operational Factors
Average Aircraft Size
Air Carrier
Commuter
Total

81
48
56

79
50
68

81
50
72

80
80

-0.6%
0.7%
3.8%

0.0%
0.4%
2.6%

0.0%
1.8%

77.0%
77.3%
77.2%

80.0%
80.9%
80.3%

82.9%
82.7%
82.9%

83.1%
83.1%

0.8%
0.9%
0.8%

0.7%
0.7%
0.7%

0.4%
0.4%

Enplaned Load Factor
Air Carrier
Commuter
Total
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Exhibit 3-61 – Airport Master Plan Forecast Comparison

Shreveport Regional Airport (SHV)
Airport Planning versus FAA TAF Forecast
Year

Airport
Forecast

2019 FAA
Terminal Area
Forecast (TAF)

AF/TAF %
Difference

Passenger Enplanements
Base Yr.
Base Yr. + 5 Years
Base Yr. + 10 Years
Base Yr. + 20 Years
Compounded Annual Growth Rate (CAGR)

2017
2022
2027
2037

282,501
291,306
312,735
346,969

269,695
305,482
323,460
363,990

4.5%
-4.9%
-3.4%
-4.9%

Total Operations
Base Yr.
Base Yr. + 5 Years
Base Yr. + 10 Years
Base Yr. + 20 Years
Compounded Annual Growth Rate (CAGR)

2017
2022
2027
2037

41,390
37,936
35,711
33,209

41,007
41,060
42,544
45,755

0.9%
-8.2%
-19.1%
-37.8%

2017
2022
2027
2037

90
91
92
95

62
62
62
62

31.1%
31.9%
32.6%
34.7%

Based Aircraft
Base Yr.
Base Yr. + 5 Years
Base Yr. + 10 Years
Base Yr. + 20 Years
Source: FAA TAF February 2019
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4 DEMAND CAPACITY AND FACILITY REQUIREMENTS
4.1 Introduction
This section assesses the facility requirements for Shreveport Regional Airport (SHV) on the basis of the
aviation forecasts presented in the preceding section, as well as consultation with airport tenants and
airport staff. URS evaluated the capacities of specific airport elements, such as the airfield and
surrounding airspace, terminal facilities, general aviation, air cargo, support facilities, ground access,
and parking to determine if they were capable of accommodating forecasted demand without incurring
significant delay or unacceptable decreases in service levels.
The findings from the capacity analyses and facility requirements determinations form the foundation
for identifying development alternatives and the selection of the alternatives that can best meet future
demand.

4.2 Airfield Capacity Analysis
A demand/capacity analysis for the existing airfield configuration was conducted using the
methodology contained in Chapter 2 of FAA Advisory Circular (AC) 150/5060-5, Airport Capacity and
Delay (the handbook methodology). This methodology uses a series of tables, graphs and equations to
calculate an airfield’s hourly and annual capacity. This methodology is generally used in situations
where airfield capacity is not a constraining factor.
The handbook methodology describes how to measure an airfield's hourly capacity and its annual
capacity, which is referred to as Annual Service Volume (ASV). Hourly capacity is defined as the
maximum number of aircraft operations that the airfield system can accommodate in one hour. It is
used to assess the airfield's ability to accommodate peak hour operations.
FAA AC 150/5060-5 defines Annual Service Volume as ‘‘a reasonable estimate of an airport’s annual
capacity.” ASV is used to assess the overall adequacy of the airfield’s design, including the number and
orientation of runways. As the number of annual operations increase and approach the airport’s ASV,
the average amount of operational delay also increases. When annual operations equal an airport’s
ASV, the average aircraft operational delay is from 1 to 4 minutes per aircraft operation (a take-off or
landing). When the number of annual operations exceeds the ASV, severe congestion may occur and
the average delay for each operation increases substantially. The FAA considers aircraft operational
delays of 6 minutes or more to be significant.
Calculation of an airfield’s hourly capacity and ASV depends upon a number of factors including the
following items:
•
•
•
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Meteorological Conditions - The percentage of time that the cloud ceiling or horizontal visibility
are below certain minimums
Aircraft Fleet Mix - The percentage of operations conducted by aircraft within certain weight,
engine, and wake turbulence classifications
Runway Use - The percentage of time each runway use configuration is used
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Percent Touch-and-Go - The percent of touch-and-go operations in relation to total aircraft
operations
Percent Arrivals - The percent of arrivals in relation to departures
Exit Taxiway Locations - The number and locations of exit taxiways for landing aircraft

Airfield capacity is a measure of the total number of aircraft that can operate from an airfield during a
given time period assuming there is a continuous demand for service. An airport’s capacity is generally
measured in terms of the number of aircraft operations (landings and takeoffs) the runway and taxiway
system can accommodate on an hourly or annual basis. Calculations of airfield capacity, particularly
annual capacity, are dependent upon various physical and operational factors. Because capacity is a
function of the number of available runways and the specific runway/taxiway configuration for a given
airport, this model uses information on airfield layout, meteorological conditions, runway use, aircraft
fleet mix, percent arrivals, percent touch-and-go operations, and exit taxiway locations. Airfield
capacity was determined using two principal measures, ASV and Hourly Capacity.
Aircraft separation significantly impacts both airfield and airspace capacity. Reduced separation
typically increases airfield capacity since the resulting closer spacing between aircraft means more
aircraft can use the airport during a specified time period. Conversely, increased separation typically
reduces capacity. A variety of factors determine the required minimum aircraft separation, including
prevailing weather conditions, flight rules, and the specific aircraft type.
The aircraft fleet mix at SHV during 2018 was estimated using data from the FAA’s Traffic Flow
Management System Counts (TFMSC) and Aviation System Performance Metrics (ASPM). Based on
the data, Weight Class A and Class B comprise approximately 53 percent of aircraft operations, Weight
Class C aircraft comprise 25 percent of aircraft operations, and Weight Class D aircraft comprise only 8
percent of aircraft operations at the Airport.
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 Weight Class C operations plus three times the percentage
of Weight Class D operations. By applying this calculation to the fleet mix percentages for the Airport,
the Mix Index is approximately 49 percent.
Based on the estimated mix index and SHV airfield configuration, the ASV is approximately 215,000
annual operations. The hourly capacity of the airfield is 77 operations per hour in VFR conditions and 56
operations per hour in IFR conditions. Since the forecast indicates that activity will remain below
capacity, activity will not reach the airfield system’s capacity and the airfield can meet operational
demands without adverse effects to aircraft operations and without significant operational delay.
Therefore, the facility requirements analysis will concentrate on developing the appropriate facilities to
improve safety and service considerations rather than developing operational capacity of the airfield.

4.3 Design Criteria Requirements
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. Airfield geometry designs based on only
existing aircraft can severely limit the ability to expand the airport to meet future requirements for
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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.
Airfield design criteria are defined by the following parameters:
•
•
•
•
•
•

Aircraft Approach Category (AAC)
Airplane Design Group (ADG)
Instrument Flight Visibility Category
Runway Design Code (RDC)
Taxiway Design Group (TDG)
Airport Reference Code (ARC)

Additionally, assessments of the adequacy of pavement strength consider aircraft weight and
assessments of runway length requirements consider length of haul.
4.3.1

Critical Design Aircraft

To plan future facilities, design criteria applicable to an ARC must be identified and applied by using a
design, or Critical Aircraft.
According to FAA Order 5100.38C, a critical design aircraft is an aircraft using (or is highly likely to use)
the airport on a regular basis. In addition, the critical design aircraft is also the most demanding aircraft
(in terms of approach speed, tail height, wingspan, and dimensions of the aircraft undercarriage) that is
likely to use the airport on a regular basis. Regular basis is defined as at least 500 annual itinerant
operations. Since one type of aircraft may be more demanding than another, the design aircraft may be
a composite of various aircraft rather than one specific aircraft. In most cases, however, the critical
design aircraft is a composite aircraft representing a collection of aircraft classified by AAC and ADG.
Table 4-1 shows the aircraft with at least 500 annual itinerant operations which is deemed by the FAA
as using the airport on a “substantial use” basis. Critical design aircraft must have at least 500 or more
annual itinerant operations at the airport. For the purpose of this document we have listed the critical
aircraft for Runway 14/32 as an A300-600 (C-IV) which had 492 operations in 2018 but which has 948
0perations in 2017. The critical aircraft for Runway 6/24 is the ERJ-145 which had 2,124 operations in
2018.
Table 4-1: Shreveport Regional Airport Fleet Mix

Source: Traffic Flow Management System Counts (TFMSC) SHV, 01/2018 to 12/2018, Aviation System Performance
Metrics (ASPM).
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4.3.2

Aircraft Approach Category

The Aircraft Approach Category (AAC), as specified in 14 CFR Part 97 § 97.3, Symbols and Terms Used in
Procedures, represent a grouping of aircraft based on a reference landing speed (VREF), if specified, or 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 for Runway 6/24 is C. The AAC for Runway 14/32 is C. The AAC
definitions are shown in Table 4-2.
Table 4-2: 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.

4.3.3

Airplane Design Group

The Airplane Design Group (ADG) is a classification of aircraft based on wingspan and tail height. When
the aircraft wingspan and tail height fall in different groups, the higher group is used. At SHV, the ADG
for Runway 6/24 is II, representing airplanes with a tail height ranging from 20 feet to less than 30 feet,
and having a wingspan from 49 feet to less than 79 feet. The ADG for Runway 14/32 is IV, representing
airplanes with a tail height ranging from 45 feet to less than 60 feet, and having a wingspan from 118
feet to less than 171 feet. The ADG classifications are show in Table 4-3.
Table 4-3: 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.

4.3.4

Runway Design Code and Airport Reference Code

The Airport Reference Code (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. At SHV, Runway 6/24 has an ARC of C-II and Runway 14/32 has an ARC of C-IV.
The Runway Design Code (RDC) is a code signifying the design standards to which the runway was
constructed. It is comprised of the AAC, ADG, and the runway visibility minimums. Instrument flight
visibility minimums are expressed in feet of Runway Visibility Range (RVR). At SHV, Runway 6/24 has a
RDC of C-II-4000 and Runway 14/32 has a RDC of C-IV-1200.

Page | 81

Shreveport Regional Airport | Airport Master Plan Update

Section 4

Demand Capacity and Facility Requirements

4.3.5

Instrument Flight Visibility Category

The instrument flight visibility category relates to approach visibility minimums. Runway Visual Range
(RVR) represents the distance that a pilot can see runway surface markings delineating the runway or
identifying its centerline. The RVR for Runway 6/24 is 4,000. The RVR for Runway 14/32 is 1,200. Table
4-4 shows the instrument flight visibility categories.
Table 4-4: Instrument Flight Visibility Category (Statute Mile)
RVR (Feet)
5,000

Approach Speed
Not lower than 1 mile
Lower than 1 mile but not lower than ¾
4,000
mile
2,400
Lower than ¾ mile but not lower than ½ mile
1,600
Lower than ½ mile but not lower than ¼ mile
1,200
Lower than ¼ mile
Source: AC 150/5300-13A Change 1, Airport Design.

4.3.6

Taxiway Design Group

Taxiways accommodate the movement of aircraft from parking aprons, hangars, and terminals to the
runways. In order to provide for the efficient movement of aircraft, it is desirable to have a parallel
taxiway and several exit taxiways associated with each runway. The recommended width for taxiways is
specified by Taxiway Design Groups (TDGs), which are derived from a combination of undercarriage
gear width and the distance from the cockpit to main gear. Table 4-5 lists the taxiway design standards
requirements for TDG 2. The critical aircraft is the Airbus A300-600 (ARC: C-IV) with a cockpit to main
gear (CMG) distance of 77.5 feet. Table 4-6 lists the taxiway design standards requirements for TDG 5.
Table 4-5: Taxiway Design Standard Requirements – TDG 2
Item
Taxiway Protection
Taxiway Safety Area (TSA)
Taxiway Object Free Area (TOFA)
Taxilane Object Free
Taxiway Separation
Taxiway Centerline to Parallel Taxiway / Taxilane Centerline
Taxiway Centerline to Fixed or Movable Object
Taxilane Centerline to Parallel Taxilane Centerline
Taxilane Centerline to Fixed or Movable Object
Wingtip Clearance
Taxiway wingtip Clearance
Taxilane Wingtip Clearance
Taxiway Width
Taxiway Edge Safety Margin
Taxiway Shoulder Width
Taxiway/Taxilane Centerline to Parallel Taxiway/Taxilane
Centerline w/ 180 Degree Turn
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Standard
(Feet)

Existing
(Feet)

Satisfies
Requirement

118
186
162

118
186
N/A





152
93 ft
140 ft
81 ft

N/A
93 ft
N/A
N/A






34 ft
27 ft
35 ft
7.5 ft
15 ft
Refer to
Note 1

34 ft
N/A
75 ft
7.5 ft
N/A
N/A
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Item
Taxiway Fillet Dimensions

Standard
(Feet)
Refer to
Note 2

Existing
(Feet)
Refer to Note
2

Satisfies
Requirement


Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design.
Note 1: Refer to Advisory Circular 150/5300-13A, Table 4-14 for design standards.
Note 2: Refer to Advisory Circular 150/5300-13A, Table 4-5 for design standards.
Note 3: N/A = Not Applicable.

Table 4-6: Taxiway Design Standard Requirements – TDG 5
Item
Taxiway Protection
Taxiway Safety Area (TSA)
Taxiway Object Free Area (TOFA)
Taxilane Object Free Area
Taxiway Separation
Taxiway Centerline to Parallel Taxiway / Taxilane
Centerline
Taxiway Centerline to Fixed or Movable Object
Taxilane Centerline to Parallel Taxilane Centerline
Taxilane Centerline to Fixed or Movable Object
Wingtip Clearance
Taxiway Wingtip Clearance
Taxilane Wingtip Clearance
Taxiway Width
Taxiway Edge Safety Margin
Taxiway Shoulder Width
Taxiway / Taxilane Centerline to Parallel Taxiway / Taxilane
Centerline w/ 180 Degree Turn
Taxiway Fillet Dimensions

Standard
(Feet)

Existing
(Feet)

Satisfies
Requirement

171
259
225

171
259
N/A





215

N/A



129.5
198
112.5

129.5
N/A
N/A





44
27
75
15
30 ft
Refer to Note
1
Refer to Note
2

44
N/A
75
15
N/A
N/A






Refer to
Note 2






Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design.
Note 1: Refer to Advisory Circular 150/5300-13A, Table 4-14 for design standards.
Note 2: Refer to Advisory Circular 150/5300-13A, Table 4-8 for design standards.
Note 3: N/A = Not Applicable.

Table 4-7 lists the TDG requirements and lists the taxiways located at the Airport to determine
compliance. The Critical Aircraft is the Airbus A300-600 (ARC: C-IV) with a cockpit to main gear (CMG)
distance of 77.5 feet. Taxiways associated with Runway 14/32 require paved shoulders to accommodate
the critical aircraft operating on the taxiway.
The taxiway system at Shreveport Regional Airport currently satisfies TDG recommended widths for
TDG 5, with the exception of Taxiways E, F, G, H, J, and K which are associated with Runway 6/24 that
satisfy TDG 2 requirements.
Taxiway shoulder width requirements are not currently satisfied. FAA Advisory Circular 150/5300-13A,
Change 1, Airport Design, Paragraph 417, recommends paved shoulders for taxiways, and aprons,
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accommodating wingspans greater than ADG-III aircraft and fully required for taxiways
accommodating ADG-IV aircraft.
Table 4-7: Shreveport Regional Airport Taxiway Dimensional Requirements

Taxiway

Taxiway
Design
Group
(TDG)

Taxiway Width
Requirements
(feet)

Width
(feet)

Satisfies
Requirements

Shoulder Width
Requirements
(feet)

Shoulder
Width
(feet)

Satisfies
Requirements

A
A1
A2
A3
A4
A5
B
B1
B2
C
D
E
F
G
H
J
K
L
L1

5
5
5
5
5
5
5
5
5
5
5
2
2
2
2
2
2
5
5

75
75
75
75
75
75
75
75
75
75
75
35
35
35
35
35
35
75
75

75
75
75
75
75
90
75
75
75
75
75
50
40
40
40
40
40
75
75





















30
30
30
30
30
30
30
30
30
30
30
15
15
15
15
15
15
30
30

None
None
None
None
None
None
None
None
None
None
None
None
None
None
None
None
None
None
None





















Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design.
Compiled by URS Corporation

Table 4-8 provides a summary of all taxiways at the Airport and provides information regarding
pavement surface, taxiway lighting, centerline markings, and safety area dimensions.
Table 4-8: Taxiway Summary – Shreveport Regional Airport

Taxiway
A
A1
A2
A3
A4
A5
A6
B
B1
B2
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Taxiway
Design
Group
(TDG)
5
5
5
5
5
5
5
5
5
5

Taxiway
Width
(feet)
75
90
75
75
75
90
90
75
75
75

Pavement
Surface
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt

Taxiway
Lighting
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL

Taxiway
Centerline
Marking
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

Taxiway
Safety Area
(TSA) Width
(feet)
214
214
214
214
214
214
214
214
214
214

Taxiway
Object Free
(OFA) Width
(feet)
320
320
320
320
320
320
320
320
320
320
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Taxiway
Design
Group
(TDG)
5
5
2
2
2
2
2
2
5
5

Taxiway
Width
(feet)
75
75
50
40
40
40
40
40
75
75

Pavement
Surface
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt
Asphalt

Taxiway
Lighting
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL
MITL

Taxiway
Centerline
Marking
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes
Yes

Taxiway
Safety Area
(TSA) Width
(feet)
214
214
79
79
79
79
79
79
214
214

Taxiway
Object Free
(OFA) Width
(feet)
320
320
131
131
131
131
131
131
320
320

Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design.
Compiled by URS Corporation, 2014.

4.4 Airfield Facility Requirements
Airfield facility requirements include all items needed to ensure safe and efficient operation of aircraft
at the Airport. This includes runways and taxiways, as well as the associated geometric clearances from
these areas. It also includes items such as aircraft parking aprons, navigational aids (NAVAIDs), etc. The
following paragraphs provide a discussion of these items, as well as the associated FAA design criteria.
4.4.1

Runway Requirements

Existing and future runways are evaluated with respect to dimensional criteria, orientation, length,
width, and pavement design strength.
4.4.1.1

Runway Geometric Requirements

The FAA has developed and published design standards for the planning and design of runway facilities.
These standards are described in FAA AC 150/5300-13A, Change 1, Airport Design. This AC provides
criteria for specifying a RDC and an ARC. The ARC is an airport designation that signifies the airport’s
highest RDC, minus the third (visibility) component of the RDC. 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.
The RDC is comprised of the AAC, the ADG, and the runway’s visibility minimums. These minimums are
expressed in feet of RVR. Table 4-9 shows the RDC visibility requirements for RDC C-II-4000. Table
4-10 shows the RDC visibility requirements for RDC C-IV-1200.
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Table 4-9: Runway Design Code (RDC) Visibility Requirements – RDC C-II-4000
Item

Standard

Existing

Satisfies
Requirements

Runway Design

Runway Length
Refer to Note 1
6202 ft

Runway Width
150 ft
150 ft

Shoulder Width
25 ft
None

Blast Pad Width
200 ft
150 ft

Blast Pad Length
200 ft
100 ft

Crosswind Component
16 knots
Runway Protection
Runway Safety Area (RSA)

Length beyond departure end
1000 ft
1000 ft

Length prior to threshold
600 ft
600 ft

Width
500 ft
500 ft
Runway Object Free Area (ROFA)

Length beyond runway end
1000 ft
1000 ft

Length prior to threshold
600 ft
600 ft

Width
800 ft
800 ft
Runway Obstacle Free Zone (ROFZ)

Length
200 ft
200 ft
Width
Refer to Note 2
Precision Obstacle Free Zone (POFZ)

Length
N/A
N/A

Width
N/A
N/A
Approach Runway Protection Zone (RPZ)

Length
1700 ft
1700 ft

Inner Width
1000 ft
1000 ft

Outer Width
1510 ft
1510 ft

Area (Acres)
48.978
48.978
Departure Runway Protection Zone (RPZ)

Length
1700 ft
1700 ft

Inner Width
500 ft
500 ft

Outer Width
1010 ft
1010 ft

Area (Acres)
29.465
29.4
Runway Separation
Runway centerline to:
Parallel runway centerline
Refer to Note 3
N/A

Holding Position
250 ft
250 ft

Parallel Taxiway/Taxilane centerline
400 ft
500 ft

Aircraft parking area
500 ft
>500 ft

Helicopter touchdown pad
500 ft
Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. Compiled by URS.
Note 1: Refer to Advisory Circular 150/5300-13A paragraphs 302 and 304 for design standards.
Note 2: Refer to Advisory Circular 150/5300-13A paragraph 308 for design standards. ROFZ width changes
based on aircraft approach speed.
Note 3: Refer to Advisory Circular 150/5300-13A paragraph 316 for design standards.
Note 4: N/A = Not Applicable.
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Table 4-10: Runway Design Code (RDC) Visibility Requirements – RDC C-IV-1200
Item
Standard
Existing
Satisfies Requirements
Runway Design

Runway Length
Refer to Note 1
8351 ft

Runway Width
150 ft
200 ft

Shoulder Width
25 ft
None

Blast Pad Width
200 ft
150 ft

Blast Pad Length
200 ft
100 ft

Crosswind Component
20 knots
Runway Protection
Runway Safety Area (RSA)

Length beyond departure end
1000 ft
1000 ft

Length prior to threshold
600 ft
600 ft

Width
500 ft
500 ft
Runway Object Free Area (ROFA)

Length beyond runway end
1000 ft
1000 ft

Length prior to threshold
600 ft
600 ft

Width
800 ft
800 ft
Runway Obstacle Free Zone (ROFZ)

Length
200 ft
200 ft
Width
Refer to Note 1
Precision Obstacle Free Zone (POFZ)

Length
200 ft
200 ft

Width
800 ft
800 ft
Approach Runway Protection Zone (RPZ)

Length
2500 ft
2500 ft

Inner Width
1000 ft
1000 ft

Outer Width
1750 ft
1750 ft

Area (Acres)
78.914
78.9 ft
Departure Runway Protection Zone (RPZ)

Length
1700 ft
1700 ft

Inner Width
500 ft
500 ft

Outer Width
1010 ft
1010 ft

Acres
29.465
29.4 ft
Runway Separation
Runway centerline to:
Parallel runway centerline
Refer to Note 1
N/A

Holding Position
250 ft
250 ft

Parallel Taxiway/Taxilane centerline
400 ft
500 ft

Aircraft parking area
500 ft
>500 ft

Helicopter touchdown pad
763 ft
Source: FAA Advisory Circular 150/5300-13A, Change 1, Airport Design. Compiled by URS.
Note 1: Refer to Advisory Circular 150/5300-13A, Change 1 paragraphs 302 and 304 for design standards.
Note 2: Refer to Advisory Circular 150/5300-13A, Change 1 paragraph 308 for design standards. ROFZ width
changes based on aircraft approach speed.
Note 3: Refer to Advisory Circular 150/5300-13A, Change 1 paragraph 316 for design standards.
Note 4: N/A = Not Applicable.
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FAA Advisory Circular 150/5300-13A, Change 1, Airport Design, Paragraph 304, provides guidance for
runway design standards and requires paved shoulders for runways accommodating ADG IV and higher
aircraft, with recommended runway shoulders for runways accommodating ADG-III aircraft. Runways
6/24 and 14/32 do not currently have paved shoulders.
4.4.1.2

Runway Protection Zones

A Runway Protection Zone (RPZ) is a predefined area of land that begins 200 feet beyond the end of
the runway area usable for takeoff and landing. Each RPZ is trapezoidal in shape and is centered about
the extended runway centerline. The RPZ dimension for a particular runway end is a function of the
type of aircraft and approach visibility minimum associated with that runway end. As defined in FAA
Advisory Circular (AC) 150/5300-13A, Change 1, Airport Design, the intent and function of the RPZ is to
enhance the protection of people and property on the ground by prohibiting or limiting certain land
uses. Examples of land uses prohibited from the RPZ include residences, places of public assembly, fuel
storage facilities, and man-made or natural environs that may serve to attract wildlife hazards. Ensuring
that the RPZs remain clear and object free is achieved through airport ownership over RPZs. Table 4-11
shows the RPZ dimensions for SHV.
Table 4-11: Runway Protection Zone Dimensions – Shreveport Regional Airport
RUNWAY
LENGTH
INNER WIDTH
14
2,500’
1,000’
32
1,700’
1,000’
06
1,700’
1,000’
24
1,700’
500’
Source: FAA Advisory Circular 150/5200-13A, Change 1, Airport Design.
Complied by URS Corporation, 2014.

4.4.1.3

OUTER WIDTH
1,750’
1,510’
1,510’
1,010’

Runway Orientation

Local prevailing meteorological conditions such as wind direction, cloud ceiling heights and visibility
have a direct influence on the development of an airport’s single runway orientation, or an airport’s
system of runways. Ideally, any single runway is aligned with the prevailing winds that have a direct
effect on all aircraft. Generally, the smaller the aircraft, the more it is affected by the wind, particularly
crosswind components. The crosswind component is the resultant vector of the runway direction and
existing wind that acts at a right angle to the runway. Since surface winds usually cross the runway at an
angle during landing and take-offs, the wind exerts both headwind and crosswind components.
For operational safety considerations, pilots desire to use runways that, to the greatest extent
practicable, offer the greatest headwinds and least crosswinds. Each aircraft (by factory design) has a
maximum recommended demonstrated crosswind velocity limit, which is the crosswind component for
which the airplane demonstrates adequate control during take-off and landing. As a rule, most
airplanes are limited to a crosswind component of 20 percent of the maximum certificated weight stall
speed with recommended landing flaps. Runway wind coverage, as used in airport planning, measures
the percent of time crosswind components are below maximum acceptable velocity limits. When
measuring runway wind coverage, the most critically affected aircraft (aircraft having the smallest
crosswind operational limit that will utilize the runway), must be considered.
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AC 150/5300 13A, Change 1, Airport Design, recommends that the runway system (one or more
runways) provide at least 95 percent crosswind coverage. If the runway wind coverage is less than 95
percent, an additional runway(s) should be provided, with an orientation such that the combination of
all runways provides 95 percent or better wind coverage. The most desirable runway orientation
provides the greatest runway wind coverage with the least crosswind component.
An Automated Surface Observing System (ASOS) is located at the airport (Station Number: USAF
722480, WBAN 13957) and is comprised of a suite of weather sensors which measures, collects, and
disseminates surface observation data each hour, 24 hours per day. The surface observation data for
SHV as used for this Airport Master Plan Update is archived by the National Oceanic and Atmospheric
Administration (NOAA), National Climatic Data Center (NCDC) in Asheville, North Carolina and covers
the 10-year period February 2004 through February 2014.
Using current instrument approach procedure minimums published for Runway 14/32, a single allweather and four varying ceiling height and horizontal visibility scenarios were formulated to provide
information and guidance for the analysis of the operational impact of winds on the airport's existing
and future extended runway system:
•
•

•

•

•

All Weather - All observed ceiling heights and horizontal visibility reported.
Visual Meteorological Conditions (VMC) - Observed local conditions when cloud base ceiling
heights were reported to be greater than, or equal to, 1,000 feet above ground level (AGL) and
horizontal visibility was reported to be greater than, or equal to, 3.0 statute miles. Flight
operations during these conditions may be conducted under Visual Flight Rules (VFR).
Instrument Meteorological Conditions (IMC) - Observed conditions when ceiling height was
reported less than 1,000 feet AGL and/or horizontal visibility was reported to be less than 3.0
statute miles.
Instrument Meteorological Conditions-I (IMC Supporting Category–I ILS Operations) – Observed
conditions when ceiling height was reported to be less than 1,000 feet AGL and/or horizontal
visibility was less than 3.0 statute miles but, when ceiling height was reported to be greater
than, or equal to, 200 feet AGL and horizontal visibility was greater than, or equal to ½ statute
mile. Flight operations during these conditions are conducted under Instrument Flight Rules
(IFR) and allow use of the published ILS-Category–I Precision Instrument Approach Procedure
for Runway 14 and Runway 32.
Instrument Meteorological Conditions-2 (IMC-2) - Observed conditions when ceiling height was
reported to be less than 1,000 feet AGL and/or horizontal visibility was reported to be less than
3.0 statute miles but, when ceiling height was reported to be greater than, or equal to, 100 feet
AGL and horizontal visibility was reported to be greater than, or equal to 0.23 statute miles.
Flight operations during these conditions are conducted under IFR and allow use of the
published ILS-Category–II Precision Instrument Approach Procedure minimums serving
Runway 14.

The ASOS recorded a total of 127,224 surface observations for the 10-year period that were categorized
as representing “All-Weather Conditions." A total of 104,502 operations (approximately 80 percent)
were reported for VMC. A total of 26,131 operations (approximately 20 percent) were reported for IMC
where the reported cloud base and visibility were less that VMC, but were greater than the minimums
published for the Category-I ILS Instrument Approach Procedures. A total of 2,467 operations
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(approximately 2 percent) were reported for IMC where the reported cloud base and visibility less than
VMC, but were greater than, or equal to the published minimums for the two Category-I ILS Instrument
Approach Procedures. A total of 166 operations (approximately 0.14 percent) were reported for IMC
where the reported cloud base and visibility were less than those supporting Category-I ILS operations,
but were greater than or equal to the published minimums for the single Category-II ILS Instrument
Approach Procedure. Table 4-12 lists the meteorological conditions and percentage of occurrence.
Table 4-12: Shreveport Regional Airport Runway Wind Coverages
Meteorological Condition
All-Weather
Visual Meteorological Conditions
(VMC)
Instrument Meteorological
Conditions (IMC)

Runway
6/24
14/32
Combined
6/24
14/32
Combined
6/24
14/32
Combined
6/24
14/32
Combined
6/24
14/32
Combined

Wind Coverage Crosswind Component (Knots)
10.5
13
16
20
90.53
94.87
98.86
99.78
95.47
97.85
99.51
99.89
98.87
99.79
99.97
100.00
90.35
94.79
98.86
99.80
95.50
97.90
99.57
99.93
98.86
99.81
99.98
100.00
91.27
95.20
98.84
99.69
95.38
97.62
99.20
99.72
98.90
99.72
99.93
100.00
92.94
96.22
99.14
N/A
95.31
97.56
99.25
99.75
99.78
99.70
99.99
100.00
100.00
100.00
100.00
N/A
100.00
100.00
100.00
100.00
100.00
100.00
100.00
100.00

Instrument Meteorological
Conditions (IMC)
ILS Category I
Instrument Meteorological
Conditions (IMC)
ILS Category II
Note: N/A = Not Applicable.
Source: Shreveport Regional Airport USAF 722480 WBAN 13957 – Period: February 2004 to February 2014 FAA
Airports GIS Program, Airport Design Tools, Standard Wind Analysis.
Compiled by URS Corporation.

For the purposes of analyzing the effective runway wind coverage at SHV, crosswind components of
10.5, 13, 16 and 20 nautical miles per hour (knots) represent the two respective runway ARCs of C-III and
D-IV covering the all aircraft that currently operate at SHV and those that are anticipated to throughout
the 20-year master planning period.
Utilizing the 10-year SHV ASOS surface observation data and the FAA’s Airports GIS Program, Airport
Design Tools, Standard Wind Analysis web-based application, wind coverage for each runway and the
combined configuration of both runways was statistically analyzed and reported. Several Wind Rose
graphs were developed using the same application. Each Wind Rose graphically depicts the relative
percentile occurrence of observed winds by origin (relative to true north) and velocity (measured in
knots) for each of the previous described ceiling height and horizontal visibility scenarios.
The affected runway(s) orientation and applicable crosswind component are also depicted as
transecting parallel lines. The arithmetical sum of all percentiles within the parallel lines represents the
total runway wind coverage for that crosswind component. The FAA, in its determination of acceptable
runway wind coverage, prescribes this graphical reference. The SHV All-Weather, VMC and IMC Wind
Roses are depicted in Figures Figure 4-1 through Figure 4-3.
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Figure 4-1: Wind Rose – All-Weather Coverage

Figure 4-2: Wind Rose – VMC Coverage
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Figure 4-3: Wind Rose – IMC Coverage

Based on the runway wind coverage data analyzed for each runway, bi-directional operations on
Runway 6/24 are not afforded the minimum runway wind coverage of 95 percent. When considering
the combined bi-directional runway wind coverage offered by both runways, the total coverage
exceeds the 95 percentile thresholds for all cloud base ceiling and visibility scenarios. No additional
runways are required at this time.
4.4.1.4

Runway Length Requirements and Declared Distances

Runway length requirements for the Airport were determined using FAA AC 150/5325-4B, Runway
Length Requirements for Airport Design. The AC specifies that runway length analysis for regional jets
and airplanes with a Maximum Take-Off Weight (MTOW) of more than 60,000 pounds should be
conducted using the airport planning manuals published by the manufacturers of aircraft using the
airport on a “substantial use” basis (i.e., 500 or more annual operations). This methodology accounts for
a wide variety of factors, including airport elevation, runway gradient, aircraft take-off and landing
weights, air temperature, runway conditions (wet or dry), and length of haul. Each of these factors were
considered in the development of runway length requirements.
To determine runway length requirements for aircraft with an MTOW of over 60,000 pounds, the
airport planning manuals published by the manufacturers were used. To define the mean daily
maximum temperature of the hottest month of the year, data was obtained from NOAA’s National
Climatic Data Center. This provided the latest data, averaged over a thirty year period. This data
showed August to be the hottest month of the year, with a mean daily maximum temperature of 94.1°
Fahrenheit. Table 4-13 lists aircraft runway length requirements for B and C aircraft.
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Table 4-13: Aircraft Runway Length Requirements
Aircraft
Code
Runway Length Requirement
Bombardier CRJ-200
C-II
3000 ft – 7600 ft
C-II
4000 ft – 6800 ft
Embraer ERJ 135/140/Legacy
C-II
3800 ft – 7600 ft
Embraer ERJ145
Embraer ERJ 145 EX
C-II
3800 ft – 7600 ft
Airbus A300 B4-600
C-IV
3600 ft – 10200 ft
B-II
4700 ft – 7200 ft
Cessna Citation II/Bravo
B-II
4700 ft – 7200 ft
Cessna Citation V/Ultra/Encore
Beech 200 Super King¹
B-II
4200 ft
Raytheon/Beech Beechjet 400/T-1
B-I
4700 ft – 7200 ft
B-II
3800 ft
Beech King Air 90 ¹
4700 ft
75 Percent of Fleet at 60 Percent Useful Load
75 Percent of Fleet at 90 Percent Useful Load
7200 ft
100 Percent at 60 Percent Useful Load
5600 ft
9600 ft
100 Percent at 90 Percent Useful Load
Note: Runway length requirements based on mean daily temperature of the hottest month at the airport, 95°
F, and Shreveport Regional Airport elevation, 257.6 feet.
¹ In the absence of information about specific aircraft runway length requirement ranges, Advisory Circular
150/5325-4B, Figure 2-1, was utilized to determine specific runway length requirement.
Source:
Airbus Airplane Characteristics for Airport Planning, A300-600.
Embraer Airplane Characteristics for Airport Planning, ERJ 135/140/Legacy/145/145EX.
Canadair Regional Jet Airport Planning Manual, Series 100/200/440.
Advisory Circular 150/5325-4B, Runway Length Requirements for Airport Design.
Compiled by URS Corporation

Declared distances is a process whereby an airport owner declares only a certain portion of a runway as
being available for take-off or landing to meet RSA, ROFA, or RPZ requirements in a constrained
environment. Consequently, this usually results in a portion of the runway not being used for take-off or
landing calculations. Declared distances include the distances the airport owner declares available for
an aircraft’s Take-Off Run Available (TORA), Take-Off Distance Available (TODA), Accelerate-Stop
Distance Available (ASDA), and Landing Distance Available (LDA) requirements.
TORA is the runway length declared available and suitable for the ground run of an aircraft taking off.
TODA is the TORA 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.
ASDA is the runway plus stop way length declared available and suitable for the acceleration and
deceleration of an aircraft aborting a take-off. LDA is the runway length declared available and suitable
for landing an aircraft.
In order to provide RSAs that comply with FAA design standards while also maximizing runway lengths,
declared distances were implemented at the Airport for Runway 14/32. The declared distances for
Runway 14/32 and Runway 6/24 are presented in Table 4-14. Applied Declared Distance criteria are
applied to Runway 14 and Runway 32 and are less than the total reported available length of 8,351 feet:
Runway 14
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vertical clearance penetrations of the overlying Departure Surface that rises upward
and outward from the departure end of the runway at a rate of 40:1. Therefore, for the
purposed of this Master Plan Update, the available length of the TORA was determined
to represent the full length of the runway (8,351 feet).
The reported ASDA and LDA lengths of 7,976’ are required because the airport-owned
land located beyond the departure end of Runway 14 cannot fully accommodate the
portions of the Runway Safety Area (RSA) and Runway Object Free Area (ROFA) that,
by airport design standards, each extend 1,000 feet the beyond the departure end of
the runway. Accordingly, the ASDA and LDA lengths were declared to terminate at the
Runway 32 displaced threshold location, 375 feet prior to the departure end of Runway
14.
Runway 32

The reported LDA length of 7,976’ is dictated by the 375-foot displaced threshold
location.
Table 4-14: Declared Distances

Runway
14
32
6
24

TORA (ft)
7,976
8,351
6,202
6,202

TODA (ft)
8,351
8,351
6,202
6,202

ASDA (ft)
7,976
8,351
6,202
6,202

LDA (ft)
7,976
7,976
6,202
6,202

The SAA desires to attain and maintain operational flexibility in the handling of airport operations,
airport and runway maintenance activities that is required to provide sustained levels of service to the
private and commercial air traveling public. Based upon Table 4-13, the existing available runway takeoff length for both the primary runway (14/32), and the secondary runway (6/24), there is a need to
provide increased runway lengths.
The purpose and need for the proposed extension of Runways 14/32 and 6/24 are predicated upon
satisfying the SAA’s goal to provide the greatest increase of runway take-off lengths for each runway
while utilizing available airport-owned land while also maintaining and protecting portions of each
runway’s associated Runway Object Free Area (ROFA) and Runway Safety Areas (RSA) that each
extend 1,000 feet beyond the end of each runway. Other considerations include, but are not limited to,
the need to protect people and property on the ground that are located off the airport within land areas
designated as Runway Protection Zones (RPZs).
Because of the existence of commercial buildings that are located northwest of the airport along the
extended runway 14/32 centerline and within the limits of the Runway 32 Departure RPZ, the published
TORA Declared Distance length is reduce to a length of 7,976 feet.
The Airport’s relative geographic location and proximity to Large-Hub airports in the State of Texas,
SHV has traditionally been utilized as both a Primary and Secondary Diversion Airport for the
Dallas/Fort Worth International Airport (DFW) and a Secondary Diversion Airport for the George Bush
Intercontinental Airport (IAH). Within the North Central Texas Region, moderate-to-severe “Pop-up”
thunderstorms typically occur during the late afternoon hours of the Spring and Autumn months.
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Because of the available length and width of SHV’s primary Runway (14/32) and its ability to provide
Category-II Instrument Landing System (Cat. II ILS) visibility minimums down to 1200 RVR, SHV
typically hosts between 50 and 100 weather-diverted air carrier aircraft arrivals annually that were
initially bound for DFW and IAH. The majority of these diverted are medium to heavy-weight makes
and series models of commercial air carrier aircraft that typically include, but are not limited to:
•
•
•

Boeing B-757-200 and B-737-800/900,
McDonnell Douglas MD-82/83/88, and
Airbus A-319/320.

During hottest day conditions, the SHV’s signatory and diverted non-scheduled air carriers experience
reductions in available payload and/or fuel carrying capabilities when restricting to this published TORA
length.
Periodically, SHV must be close Runway 14/32 for recurring maintenance and unforeseen and
unscheduled runway repair activities, including airfield mowing, runway pavement inspection and
repair, or unanticipated closures do to aircraft incidents and accidents.
During hottest day conditions, the SHV’s signatory air carriers and non-scheduled diverted air carriers
experience reductions in available payload and/or fuel carrying capabilities when utilizing Runway 6/24
that has a limited available runway take-off length of 6,202 feet. The direct associated take-off
operational penalties include reductions of aircraft payload carrying capabilities, reduction of passenger
luggage and other revenue-generating belly cargo carrying capacity and the blocking of passenger
revenue producing seats. Direct and secondary associated inconveniences to airline passengers include
the re-booking of passenger flights, interruptions or delays to passenger travel itineraries and missed
airline-scheduled connections at Hub airports.
Over the past several years, the FAA’s Air Traffic Divisions diversions of DFW and IAH bound airline
flights to SHV have steadily increased without a predetermined or pre-established limit. While the
frequency and number of diversions have increased, SHV’s ability to accommodate these diverted
flights has not increased. Examples of associated adverse conditions associated with SHV operations
include:
•
•
•
•

Additional need for SHV-ATCT’s control of ground movements and temporary parking of
diverted aircraft
Post-security diverted passenger terminal waiting space
Non-secured diverted passenger terminal waiting space
Extended diverted passenger holding periods caused by the Airline Crew’s “Timing Out” and
required crew replacement.

Based on long-term trends at that have historically occurred at the Nation’s Large Hub Airports
including DFW and IAH, these adverse operational conditions at SHV may increase as the diverted
aircraft fleet size and aircraft gauge increase throughout the SHV MPU 20-year planning period. These
conditions should be considered as part of any future passenger terminal modification and/or future
airfield or terminal apron area improvements.
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Width

Runway 6/24 has a width of 150 feet. The Embraer ERJ 145, a Design Code II aircraft, is projected to be
the Critical Design Aircraft for this runway throughout the planning period. Therefore, the existing
runway width of 150 feet exceeds the minimum requirements found in AC 5300-13.

Runway 14/32 has a width of 200 feet. The Airbus A300 B4-600, a Design Code IV aircraft, is projected
to be the Critical Design Aircraft for this runway throughout the planning period. Therefore, the
existing runway width of 200 feet exceeds the minimum requirements found in AC 5300-13.
4.4.1.6

Pavement Design Strength

According to the Shreveport Regional Airport’s FAA 5010 Form Airport Master Record, Runway 6/24
and Runway 14/32 have pavement strengths of 75,000 pounds single-wheel loading. Runway 6/24 has
pavement strengths of 75,000 pounds single-wheel loading, 158,000 pounds dual-wheel loading, and
280,000 pounds dual-tandem loading. Runway 14/32 has pavement strengths of 75,000 pounds singlewheel loading, 190,000 pounds dual-wheel loading, and 400,000 pounds dual-tandem loading.
Pavement strength requirements are related to three primary factors: 1) the weight of aircraft
anticipated to use the airport, 2) the landing gear type and geometry, and 3) the volume of aircraft
operations.
Aircraft projected to regularly use the airfield in the future include a variety of regional jets and
common narrow-body aircraft such as the Embraer ERJ 145 EX and the A300 B4-600. The Embraer ERJ
145 EX has a MTOW of 53,131 pounds with a dual-wheel landing gear configuration. The A300 has a
MTOW of 375,888 pounds with a dual-tandem landing gear configuration. Existing pavement strengths
are adequate to accommodate all aircraft that are forecast to use the airfield on a regular basis.

4.5 Landside Facility Requirements
4.5.1

General Aviation Parking Apron Requirements

The General Aviation (GA) area consists of approximately 36 acres. The GA itinerant apron area is
adequate to serve the current demand of GA aircraft operating at the Airport. However, it is recognized
that the land area formerly used for air cargo could be developed to better accommodate anticipated
future demand for locally-based and itinerant GA aircraft parking and for the tie-down area.
Alternatives for the GA apron are presented in Development Options.
4.5.2

Airfield Lighting

SHV’s approach lighting system is located at the approach ends of Runway 14/32. The Runway 14
approach end has a system consisting of a Medium Intensity Approach Lighting System with Runway
Alignment (MALSR). A MALSR is a 2,400-foot medium intensity ALS with light stations position every
200 feet. This system includes sequenced flashing Runway Alignment Indicator Lights (RAILs). It is an
economy ALS approved for CAT-I precision approaches.
The Runway 32 approach end has a system containing an ALS with Sequenced Flashers II (ALSF-2). An
ALSF-2 is a 2,400-foot high intensity ALS with lights stations positioned every 100 feet. These systems
also include sequenced flashing lights. They are required for CAT-II and CAT-III precision approaches.
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Airfield lighting at the Airport is adequate for the planning period and should be maintained and/or
replaced as needed. As opportunities present themselves, the need for upgrade to Light-Emitting
Diode (LED) lighting system and supporting infrastructures should be investigated as economies of
scale and economic efficiencies dictate.
4.5.3

Electronic Navigational Aids Requirements

The NAVAIDS serving SHV include Instrument Landing Systems (ILS) that collectively serves each end
of Runway 14/32. Each ILS is comprised of a Glide Slope Antenna and Localizer Array (LOC). Runway 14
is served by Distance Measuring Equipment (DME), and an Inner Marker beacon. Runway 32 is served
by an Outer Marker beacon. Runway 6 is served by DME.
Each of the four runway ends offer published non-precision instrument approach procedures that are
based upon and utilization of the Area Navigation (RNAV) Global Positioning System (GPS). Through
the availability and use of the Wide Area Augmentation System’s (WAAS), pilots are now benefiting
from the proliferation of RNAV approaches and lower minimums provided by WAAS-enabled systems.
Runways 6, 14, and 32 have published straight-in RNAV instrument approach procedures that offer
Localizer Performance with Vertical Guidance (LPV) that take advantage of the refined accuracy of
WAAS lateral and vertical guidance to provide an approach very similar to a Category I ILS.
Runway 24 has a published non-precision Localizer Performance Lateral Navigation (LNAV) without
vertical guidance.
All electronic navigational aids are in good working order and no additional navigational aids are
needed. If the Airport desires to have the ability to provide a Category I ILS (200-foot ceiling and ½ mile
visibility), the installation of a MALSR approach lighting system will be required.
4.5.4

Navigation and Visual Approach Aid Requirements

SHV has several visual navigational aids to assist those operating at the Airport. The clear and green
rotating beacon is located on top of the airport traffic control tower provides visual reference to the
airport. The Airport has four wind socks, one for each runway, that provide pilots visual verification of
current wind direction and speed both from the ground and when circling overhead within the Airport
Traffic Pattern.
Runway 6 has a 4-box Precision Approach Path Indicator (PAPI) on the left side of the runway. Runway
24 has a 4-box Visual Approach Slope Indicator (VASI) on the left side of the runway. Runway 14 has a
4-box PAPI on the right side of the runway.
Visual navigation and approach aids are adequate and in good condition. It is recommended that that
Runway 24 upgrade from a VASI to a PAPI at the end of its useful life.
4.5.5

Airfield Signage Requirements

The Airport currently has directional, location, and mandatory signage in compliance with Part 139
operating requirements. Airfield signage is adequate at this time and should be maintained or replaced
as needed throughout the planning period.
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4.5.6

Airport Security Fencing Requirements

Areas located outside Airport property should be separated by security fencing to prevent unauthorized
pedestrian or vehicle access and to prevent grazing or traversing of local wildlife. The most widely used
method of security is perimeter security fencing and automated or manual access gates.
The Airport currently satisfies requirements for security fencing as well as appropriately located access
gates to prevent unauthorized entry. If additional land is acquired, security fencing should be evaluated
to include those portions of additional property. Routine maintenance should be undertaken
throughout the planning period.

4.6 Airspace Requirements
Shreveport Regional Airport has published instrument approach procedures and associated instrumentrelated aircraft operations. An instrument operation represents a single take-off or landing. SHV has
eight Instrument Approach Procedures (IAPs): ILS or LOC RWY 14, ILS or LOC RWY 32, ILS RWY 14
(CAT II), RNAV (GPS) RWY 06, RNAV (GPS) RWY 14, RNAV (GPS) RWY 24, RNAV (GPS) RWY 32, and
LOC RWY 06.
Runway 24 currently has an RNAV non-precision approach with a decision height of 461 feet and
approach visibility minimums of 1.5 miles along with an LPV approach that has a decision height of 307
feet and approach visibility minimums of 1 mile. The approach visibility minimums on both of these
approaches could be reduced to ½ mile with the installation of an approach lighting system.

4.7 Commercial Service Passenger Terminal Requirements
The primary users of the airport terminal are airlines, air travelers, meters/greeters, airport
management employees, regulatory authorities, concessionaires, and other airport tenants. The
primary objective of the terminal building is to provide a good Level of Service (LOS) to these users.
However, planning and design of the overall terminal facility is greatly influenced by more rigid
requirements need to safely and efficiently accommodate passenger processing systems, maneuvering
aircraft, and ground access systems.
The current terminal facilities at SHV are outdated/antiquated and do not provide adequate LOS to the
terminal users. Therefore, a detailed Commercial Service Passenger Terminal Study should be
performed to determine the upgrade requirements, as well as preliminary concept designs to provide a
safe and efficient environment and LOS to the terminal users.
Although the 1999-era terminal provided room for expansion of airline services with additional ticket
counters and baggage systems capable of handling up to one million passengers per year, the changes
did not address annual Operations and Maintenance (O&M) expenses and long-term financial issues of
maintaining the concourses with unoccupied lower floors which are post security. Currently, both
concourses are in need of entire roofing systems, upgraded and/or replaced elevator systems, and other
mechanical system improvements.

4.8 Ground Access and Circulation Requirements
Passenger terminal access to SHV is available from Hollywood Avenue at Monkhouse Drive to Claude
Hamel Drive. Access to the North General Aviation Subdivision is from Hollywood Avenue to Bethume
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Drive to the on-airport Service Road. Access to the East General Aviation Subdivision is from Kennedy
Drive to the on-airport Service Road. Air Cargo access is available from Hollywood Avenue to West
Perimeter Road. Access to the AeroPark is from 70th Street to Challenger Drive. All access roads are in
good condition with no reported or anticipated capacity or Level of Service issues.

4.9 Automobile Parking Requirements
Standard Parking Corporation operates the paid parking lots at SHV under a management agreement.
Visitors to the airport can choose different levels of parking: long term parking, short term parking,
QuickPark parking, and rental car parking. The capacity of each parking type is detailed in Table 4-15.
Table 4-15: Airport Vehicular Parking
Parking Type
Short Term Lot
Long Term Lot
QuickPark Lot
Rental Car/Employee Lot
Total:
Source: Larry Donaghue Associates, Inc., December 1, 2011.

Capacity (Spaces)
201
676
97
365
1,339

The Airport has adequate vehicular parking to meet capacity needs most of the year. Seasonal parking
currently uses improved, graded, and sodded grassed areas for temporary parking capacity relief. It is
recommended that a planning improvement study be undertaken, with consideration made for a multiuse vertical parking garage.

4.10 Air Cargo Facilities Requirements
In 2008, a new air cargo facility was constructed in the northwest corner of the Airport. Called Air Cargo
West, the facilities are approximately 56,000-square-feet and are housed in two buildings. Building A is
approximately 21,000-square-feet and Building B is approximately 35,000-square-feet.
Air Cargo West Facility has approximately 44.5 acres (20 lots) available for Industrial Development,
nearly 10 acres of concrete aircraft parking areas, two taxiway connectors, and a new roadway system
to the cargo complex.
The air cargo facilities at SHV are adequate and do not currently have any deficiencies. SAA recognizes
the need to have the capability at the Airport to expand as demand dictates. Further development
options for air cargo facilities are detailed in the Development Options and Capital Improvement
Program (CIP).

4.11 General Aviation Requirements
The GA area consists of approximately 36 acres. Within this area U.S. customs occupies approximately
a 70,000-square-foot facility along with the adjacent service courts and vehicular parking areas. The
FBO occupies several storage hangars on the east end of this area.
The GA area is currently constrained by its location. There is no suitable land to develop additional GA
hangar facilities to the north. Those not accommodated at SHV are using Shreveport Downtown
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Airport (DTN) as an alternate. It is recommended that planning be undertaken to find areas to expand
GA growth in order to attract larger, group II, GA aircraft to the Airport.

4.12 Aircraft Fueling Storage Facilities
SHV has a single fuel farm located on the far northeast of the airport adjacent to the East General
Aviation Area. The fuel farm provides capacity for 100,000 gallons of Jet-A, 20,000 gallons of 100LL
Avgas and 2,000 of Mogas. The fuel farm is owned by the SAA and is leased by TAC Air. Aircraft are
fueled by trucks owned and operated by TAC Air.
Aircraft fueling facilities are adequate for current and planned aircraft operation activity levels.
Additional fuel storage facilities should be considered as demand dictates.

4.13 Aircraft Maintenance Facilities
TAC Air provides the following services: aircraft maintenance for all King Air models, light aircraft
maintenance, air conditioning repair, and annual and phase inspections.
ExpressJet’s maintenance facility is located in the former Boeing Facility located in the Airport’s
AeroPark. The facility includes a 151,951-square-feet maintenance hangar (Hangar 40) that performs
heavy maintenance on the regional carrier’s Embraer regional jets. In addition to Hangar 40, this facility
includes the adjacent aircraft apron, employee/visitor parking lot and maintenance shop. This facility
has direct aircraft access to Runway 14/32. Automobile access is provided from West 70th Street via
Challenger Drive. ExpressJet also leases Hangar 5, a 26,000-square-foot hangar, in the North General
Aviation Subdivision.
Aircraft maintenance facilities are adequate at this time to meet the needs of the current aircraft
operational demand and based aircraft needs. Additional Maintenance, Repair, and Operations (MRO)
facilities should be considered as demand dictates and as additional on-airport property is developed.

4.14 Aircraft Storage Hangars
Table 4-16 identifies developed hangar facilities currently located at SHV. As demand dictates, and as
developed on-airport property is made available, additional aircraft storage facilities should be
considered.
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Lease Site
Lot 1
Lot 2 (Hangar 1)
Lot 3 (Hangar 3)
Lot 4 (Hangar 4)
Lots 7 and 8 (Hangar 7)
Lot 9
Lot 10
Lot 11
Lots 12 and 13 (Hangar 12)
Lot 14
Lot 17
Lots ½ of 18 and 19
Lot 20
Lot 21
Lot 22 and 23 (Hangar 22)
Lot 24
Lot 25
Lots 26 and 27 (Hangar 26)
Lots 28 and 29 (Hangar 28)
Lot 30
Lot 31
Lot 32
Lot 33
Lots 44 and 45 (Hangar 44)
Bays 1 – 3
Bay 4
Bay 5

Leased Square Footage
29,280
17,783
25,197 in Lot 7
34 in Lot 8
22,500
25,196.61
22,500
22,500
22,500
22,650
30,000
30,000
20,000
20,000
9,450
20,000
31,800
44,248
41,100
33,900
25,000
25,000
25,000
28,193
3 bays and 6 parking spots
2,000
2 parking spots

Bays 6-8
Bay 11 and partial Bay 12
Bay 12

3,200
2 parking spots
4,800
6 parking spots

Bays 13 and 14
Bay 15
Room 214 (Terminal Annex)
Lot 107 (Hangar 107)
Lot 113
Lot 115
Lot 114
Lot 116 and partial Lot 117
Lot 118

2,000
1 Bay and 2 parking spots
525
2 parking spaces
25,500
30,000
30,000
30,000
30,000
30,000

Source: Shreveport Airport Authority Lease Documents.
Compiled by URS Corporation.
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4.15 Airport Support Facilities Requirements
4.15.1 Air Traffic Control Tower
The existing ATCT facility is old and the required line-of-sight to the Airport Operations Area (AOA)
establishes a building height constraint when developing new or redeveloping old facilities. Previous
planning studies have recommended the relocation of the existing ATCT.
An ATCT site selection study was initiated by the FAA in 2010. In January 2012, the FAA published a
report identifying an area in the southwest quadrant of the airport for the recommended site selection
for the relocation of the SHV ATCT. Within the 20-year planning period, it is anticipated that the ATCT
will be relocated to the area identified in the site selection study, in addition to the required
infrastructure necessary to support this facility.
4.15.2 Aircraft Rescue and Firefighting
The ARFF Facility at the Airport is centrally located on the airfield south of Runway 6/24 and east of
Runway 14/32. It is staffed with a 13 full-time member Task Force. The ARFF Facility contains three
aircraft rescue and firefighting apparatus and an EMS Quick Response Vehicle. The firefighting
apparatus are all-terrain vehicles and are equipped with water, foam, chemicals and rescue tools. The
ARFF Facility also has a Chevy Suburban (Charlie 5) that is the Airport’s EMS Quick Response Vehicle.
This vehicle is manned by EMTs and Paramedics and carries the latest in pre-hospital medical
equipment. In October of 2013, the SAA procured a second Oshkosh Striker 3000. The ARFF facility
currently has two manned vehicles, with a third in reserve.
SHV is currently classified as an Index B airport. However, the present staff and equipment provided at
SHV satisfy the criteria and requirements associated with an airport Index D classification. The Airport
complies with Title 14, Code of Federal Regulations (CFR) Part 139 ARFF operational requirements.

4.16 Summary of Recommended Airfield and Landside Facility Improvements
The following airfield and landside improvements and/or actions by the Shreveport Airport Authority
are recommended within the 20-year planning period:
•
•
•
•
•
•
•
•
•
•
•
•

Replace existing concourses with modern properly sizes concourses
Paved shoulders for Runway 14/32
Paved shoulders for taxiways accommodating ADG IV or higher aircraft
Extension of Runway 14/32 and Runway 6/24 to the extent practicable
Expand general aviation apron area for based and itinerant aircraft as demand dictates
Installation of a MALSR approach lighting system to provide Category I ILS capabilities
Upgrade to LED lighting system with supporting infrastructure (when viable and prudent)
Replace Runway 24 VASI with a PAPI
Planning improvement study for vehicular parking at Airport to alleviate seasonal parking
overflow
Develop alternatives for expanding the general aviation area to the north
ATCT relocation planning, design, and construction
Modifications to Airport infrastructure as needed
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Recommended maintenance, upgrade, or wholesale replacement of facilities as useful life or
demand dictates.

These recommended facility improvements will be further modified or supplemented by additional
airport facility improvements that will be identified, recommended, and prioritized in Sections 5
(Development Options) and 7 (Capital Improvement Plan) of this Airport Master Plan.
Detailed information regarding the phased development, timing, and anticipated costs of these
planned airport improvements are provided in the Development Plans and CIP sections of this Airport
Master Plan Update.

5 DEVELOPMENT OPTIONS
5.1 Introduction
This section identifies and describes the various airport facility development options that are currently
needed, or envisioned to be needed, at SHV over the 20-year Airport Master Planning period.

5.2 Planned Airfield Development
The existing airfield is comprised of two paved runways, designated as a “Primary Runway” (Runway
14/32) and a “Secondary” or “Crosswind” Runway (Runway 6/24) that are 8,351- and 6,202-feet in
length respectively. Runway 14/32 is served by a full-length parallel taxiway along its east side (Taxiway
Alpha). Runway 6/24 is served by two partial-parallel taxiways located along the north side of the
runway. Beginning at the northeast end of the runway, Taxiway Bravo runs parallel then curves to the
northwest terminating at Taxiway Alpha. Beginning at the southwest end of the runway, Taxiway
Charlie runs parallel then curves to the north terminating at Taxiway Bravo. The development of the
current system of parallel and partial-parallel taxiways has, to date, been driven by the need to provide
direct and efficient taxi-path access to each runway to and from the northwest, northeast, and
southeast areas of the airport, each of which have been developed to support commercial, general
aviation, and commercial aviation-related activities. Figure 5-1 depicts the current airfield layout and
airport facility development at SHV.
5.2.1

Runway Development Options

The Shreveport Airport Authority (SAA) desires to enhance the capabilities of SHV’s current system of
runways and taxiways to fully accommodate the safe and efficient use of the airport by all aircraft users.
Planned airfield facility development includes the extension of each runway to provide increased
available runway take-off lengths, phased extension of parallel taxiways Echo and Lima,
redevelopment of existing taxiway connectors, and the development of a new cross-field taxiway. All
proposed airfield pavement improvements are planned to fully satisfy the FAA’s Advisory Circular (AC)
150/5300-13A, Change 1, Airport Design prescribed geometry and safety-related standards.
The purpose and need for the proposed extension of Runways 14/32 and 6/24 are predicated upon
satisfying the SAA’s goal to provide the greatest increase of runway take-off lengths for each runway

Page | 103

Shreveport Regional Airport | Airport Master Plan Update

Section 5

Development Options

while utilizing available airport-owned land. The associated portions of the Runway Object Free Area
(ROFA) and Runway Safety Areas (RSA) each extending 1,000 feet beyond the end of the runway must
remain within airport-owned land. Such runway extensions must also consider the associated need to
protect people and property on the ground that are located off the airport within land areas designated
as Runway Protection Zones (RPZs).
5.2.1.1

Option to Extend Runway 14/32

The planned extension of Runway 14/32 can only occur in the northwest direction to a distance of 526
feet because of the limited availability of airport-owned land located beyond the current northwest end
of the runway, as well as the proximal location of Hollywood Avenue and Interstate 20. When extended
to a length of 8,877 feet, the respective portions of the Runway Object Free Area (ROFA) and Runway
Safety Area (RSA) that would extend beyond the northwest end of the runway can be fully
accommodated within the remaining limited extent of airport-own land. The current “ALSF-2”
Approach Lighting System would be shifted 526 feet in the same direction through and beyond the
Interstate 20 right-of-way to maintain the Category-II Instrument Landing System (ILS) approach
capabilities serving Runway 14.
When extended, the associated Approach/Departure RPZs will encompass off-airport land that current
include: a Public Roadway, an Interstate Highway, and industrial and commercial land uses, each of
which are currently deemed by the FAA to be incompatible when located within the limits of the RPZ.
Coordination with the FAA regarding the requirement for the Shreveport Airport Authority (SAA) to
demonstrate the lack of other viable and prudent options to extend the runway will be required if these
types of land uses remain within the limits of the relocated Runway 14 Approach/Departure RPZ.
The use of FAA Declared Distance Criteria is required because of existing displacement of the Runway
32 threshold, or lack of available airport-owned land beyond the southeast departure end of the
runway.
Currently, the Runway 14 (Accelerate-Stop Distance Available) ASDA and Landing Distance Available
(LDA) lengths are reported to be 7,976 feet because the portion of the RSA and ROFA that extends
1,000 feet beyond the departure end of the runway cannot be fully accommodated within the
remaining extent of airport-owned land located beyond the current runway end. Accordingly, the
ASDA and LDA lengths each terminate at the Runway 32 displaced threshold that is located 375 feet
from the southeast end of the runway. Because there are no incompatibilities with the Runway
Departure Surface, the Take-Off Run Available (TORA) and Take-Off Distance Available (TODA) are
reported to be 8,351 feet.
The Runway 32 TORA, TODA, and ASDA lengths are currently reported to be 8,351 feet. The LDA
length of 7,976 feet reflects the 375-foot displaced threshold.
The proposed 526-foot extension of the runway to the northwest will provide increased TORA, TODA,
ASDA, and LDA declared distances for Runway 14. Because of the lack of available land located beyond
the southeast end of the runway, the declared Runway 14 ASDA and LDA lengths will remain 375 feet
shorter than the declared TORA and TODA lengths.
When extended, the future Runway 32 TORA, TODA, and ASDA lengths will increase to a declared
length of 8,877 feet, the LDA length will remain 375 feet shorter because of the remaining displaced
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threshold location. These runway lengths are needed for the SAA’s continued marketing of new air
carrier service and AeroPark commercial service industry entrants at SHV. The increased runway
lengths will also provide the SHV’s capability to maintain and support continued itinerant military
mobility support aircraft operations for practice touch-and-go or low-level operations and potential
future military re-fueling services as opportunities dictate.
5.2.1.2

Option to Extend Runway 6/24

The option to extend Runway 6/24 can only occur in the southwest direction to a distance of 850 feet
because of the limited availability of airport-owned land located northeast of the runway, as well as the
proximal location of Kennedy Drive and adjacent residential land uses. Because of the availability of
airport-owned land located beyond the southwest end of the runway, the respective 1,000-foot long
portions of the ROFA and RSA that extend beyond the southwest end of the runway can be fully
accommodated within the remaining limited extent of airport-own land. A future MALSR Approach
Lighting System is also planned that would extend though the Hollywood Avenue and Inner Loop
Expressway (LA-3132) right-of-ways to support planned future Category-I ILS approach capabilities
serving Runway 6. The planned future Category-I ILS Approach RPZ will encompass these land uses
(i.e., public traverse ways) that currently represent incompatible land uses within the limits of the RPZ.
Coordination with the FAA regarding the requirements for the SAA to demonstrate the lack of other
viable and prudent options to extend the runway will be required if these types of land uses remain
within the limits of the Runway 6 Approach RPZ.
Currently, the TORA, TODA, ASDA, and LDA lengths for both Runway 6 and Runway 24 are currently
reported to be 6,202 feet and reflect the entire available runway length. When the runway is extended
850 feet to the southwest, the TORA, TODA, ASDA, and LDA lengths for both runways (i.e., Runway 6
and Runway 24) will increase by that same length to 7,052 feet.
5.2.1.3

Taxiway Development Options

Various taxiway improvements are recommended to provide direct airfield access to and from onairport land areas which are planned to support aviation activities and to enhance the safe and efficient
aircraft taxi operations.
The proposed extension of existing parallel taxiways is based on the need to: 1) provide a full-length
parallel taxiway system along the south side of Runway 6/24, 2) to provide the capability to expand the
existing Air Cargo facility as demand dictates, and 3) to provide the capability to better serve the east
general aviation subdivision as it may develop parallel and south of Runway 6/24. A new north/southoriented cross-field taxiway is also planned to provide taxi-path access to the planned AeroPark that is
located within the airport’s Southeast Quadrant. This was previously shown in Figure 5-2.
In an on-going effort to develop and improve airport design standards and enhance safety of airfield
operations, Advisory Circular 150/5300-13A, Change 1, Airport Design, currently prescribes new and
enhanced airport planning and design guidance regarding the location and fillet geometry design of
taxiway connectors. Although all existing taxiway connector locations and geometries were, at time of
construction, properly designed based upon prescribed FAA design standards, current airport design
standards state that when newly upgraded or constructed, design of future taxiway connectors should
adhere to the following planning and design goals:
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Provide taxiway and taxi lane layouts to enhance safety by avoiding runway incursions with a
minimum of pavement to correctly eliminate potentially confusing layouts,
Utilize taxiway designs to accommodate “cockpit over centerline” taxiing with pavement being
sufficiently wide to allow a certain amount of wander utilizing FAA-recommended Taxiway
Edge Safety Margins to allow pilots to guide the aircraft around turns while the cockpit follows
the centerline,
Eliminate need for “judgmental oversteering,” where the pilot must intentionally steer the
cockpit outside the marked centerline, while allowing aircraft to operate on existing taxiways
designed for smaller aircraft,
Increase pilot situational awareness by eliminating complexity of multi-taxiway intersections
limiting the number of taxiways to follow the FAA-recommended “three-node” concept,
Avoid wide expanses of pavement at runway entrance points,
Limit runway crossings to reduce the opportunity for human error by reducing the need for
runway crossings,
Avoid “high energy” intersections in the middle third of the runways,
Provide right-angle intersections, to provide the best visibility to the left and right for a pilot at
the end of a parallel taxiway is a clear indication of approaching a runway, and
Provide indirect access by eliminating taxiway connectors that lead directly from an apron to a
runway without requiring a turn. Such configurations can lead to confusion when a pilot
typically expects to encounter a parallel taxiway but instead accidently enters a runway.

Various options to modify existing taxiway intersection fillet designs, or to address mitigate or preclude
potential safety-related issues were identified and collectively serve to enhance the safe and efficient
use of those facilities. The recommended taxiway improvements include:
5.2.1.4
•

•
•

Demolition and Relocation of Taxiway Connector A-1 - To reduce or eliminate the potential for
inadvertent taxiing of aircraft directly from the Terminal Apron onto the active Runway 14/32,
the removal and relocation of Taxiway Connector A-1 to the southeast to provide more
circuitous routing requiring at least two 90-degree turns is recommended.
Demolition and Elimination of Taxiway Connector A-3 - With the same goal in mind as A-1, the
removal of Taxiway Connector A-3 is also recommended.
Development of Small Taxiway Alpha Aircraft Holding Bay / Run-up Area - To expedite the
taxiing of larger general aviation and air carrier aircraft to and from Terminal Apron, the
development of a small aircraft Holding Bay / Run-up Area at the northwest end of the runway
is recommended.
5.2.1.5

•

Taxiway Alpha

Taxiway Bravo

Redesign and Layout of the Taxiway Bravo Connector - The Taxiway Bravo connector at the
northeast end of Runway 6/24 is of non-standard layout and design having an angled
configuration and a large expanse of pavement capable of accommodating multiple small
aircraft. The overall size and shape of the taxiway connector requires the use of a multi-angle
hold line that does not provide the recommended 90-degree positioning of all aircraft when
holding short of the active runway. It is recommended that the taxiway connector be
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reconfigured to eliminate the expanse of pavement and to provide a single 90-degree holding
position. When reconfigured, the original taxiway connector pavement would be abandoned
and removed.
Development of Small Taxiway Bravo Aircraft Holding Bay/Run-up Area - To expedite the
taxiing of all aircraft to and from Runway 6/24, the development of a small aircraft Holding Bay
/ Run-up Area at the northeast end of the runway is recommended.
5.2.1.6

•

•

Creation of Grass (No Taxi) Island at General Aviation Apron - To reduce or eliminate the
potential for inadvertent taxiing of aircraft directly from the General Aviation Apron onto the
active Runway 6/24, the creation of a grass island at the intersection of Taxiway Charlie and
Bravo to provide a more circuitous routing requiring at least two 90-degree turns is
recommended. The creation of a grass island will require the removal of apron pavement and
the sodding of that same area.
Development of Small Taxiway Charlie Aircraft Holding Bay / Run-up Area - To expedite the
taxiing of all aircraft to and from Runway 6/24, the development of a small aircraft Holding
Bay/Run-up Area at the southwest end of the runway is recommended.
5.2.1.7

•

•

Taxiway Echo

Extends Taxiway Echo - Taxiway Echo currently serves as a partial-length parallel taxiway
having a runway centerline-to-taxiway centerline separation of 400 feet. As demand dictates, it
is recommended that Taxiway Echo be extended in the southwest direction while retaining the
current runway-to-taxiway centerline separation of 400 feet. The future intersections and fillet
design geometries at Taxiways Delta and Alpha should be modified to current airport design
standards to provide enhanced cockpit over centerline aircraft taxi path access to and from the
General Aviation Area to the north as well as the ability to taxi southward on Delta and/or Alpha
along the east side of Runway 14/32.
Development of Small Aircraft Holding Bay/Run-up Area - To expedite the taxiing of all aircraft
to and from Runway 6/24, the development of a small aircraft Holding Bay/Run-up Area at
either the current or planned extended southwest end of the runway is recommended.
5.2.1.9

•

Taxiway Delta

Creation of a Grass Island at General Aviation Apron - To reduce or eliminate the potential for
inadvertent taxiing of aircraft directly from the General Aviation Apron onto the active Runway
6/24, the creation of a grass island at the intersection of Taxiway Delta and Bravo to provide a
more circuitous routing requiring at least two 90-degree turns is recommended.
5.2.1.8

•

Taxiway Charlie

Taxiway “Lima” Improvement Options

Extension of Taxiway Lima and Relocation of Taxiway Connector L-1 - To reduce or eliminate
the potential for inadvertent taxiing of aircraft directly from the Air Cargo Apron onto the active
Runway 14/32, the removal and relocation of the Taxiway Connector L-1 to the southeast to
provide a more circuitous routing requiring at least two 90-degree turns is recommended. It is
further recommended that the taxiway be extended to the northwest as part of these taxiway
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connector improvements to provide the ability to better accommodate simultaneous ingress
and egress to and from the Air Cargo Apron by multiple aircraft.
5.2.1.10 Relocation of Taxiway “Kilo”
Two smaller parallel 40-foot-wide taxiways, Juliet and Kilo, connect to, and are perpendicular to
Taxiway Echo and currently have a taxiway centerline-to-taxiway centerline separation of 510 feet.
These taxiways were constructed to accommodate activity by general aviation aircraft and the
temporary apron/ramp parking of smaller makes and models of general aviation aircraft having ADG-I
wingspans.
Although the current pavement widths of each taxiway can fully accommodate ADG-II aircraft taxi
operations, the current distance between Taxiway Kilo centerline and the closest edge of the adjacent
hangar apron does not provide the requisite 65.5-foot lateral wingtip-to-fixed or moveable object
separation to fully accommodate the unrestricted taxiing of larger ADG-II aircraft while ADG-I or ADG-II
aircraft are temporarily parked on the hangar ramp.
To remedy this non-standard design and safety-related issue, it is recommended that Taxiway Kilo be
demolished and relocated 140 feet to the southwest and designated to be an ADG-II taxiway. The
relocation of Taxiway Kilo will serve to provide an ADG-II TOFA having an overall width of 131 feet as
well as an increased taxiway centerline-to-parcel lease line separation. The current location and ADG-I
taxiway design standards for Taxiway Juliet would remain unchanged with all future associated hangar
and apron hangar development limited to ADG-I design standards.
5.2.1.11 Development of Cross Field Taxiway to AeroPark
To accommodate and facilitate the planned layout of leasable parcels to support the future
development of commercial and industrial aviation-related industrial and commercial land uses within
the airport’s southeast quadrant (to be called the “AeroPark”), a crossfield taxiway to and from the
existing network of taxiways is recommended.
Two potential crossfield taxiway development options were investigated. One taxiway layout having an
east-to-west alignment perpendicular to Runway 14/32 was investigated that would provide direct
access to Taxiway Alpha and a location immediately south of Taxiway Connector A-3. While this
proposed layout provided direct access to Runway 14/32, the required length of taxiway to bridge over
Challenger Drive to the east while also considering the need to minimize longitudinal vertical curves
and grades was found to be impracticable. The east/west taxiway layout would serve to bifurcate the
AeroPark presenting less efficient parcelization options. This crossfield taxiway layout and AeroPark
development option was not retained for further consideration.
A second optional crossfield taxiway layout perpendicular to Taxiway Echo that would provide direct
access to Taxiway Echo and Runway 6/24 was investigated. This layout provided a more favorable
north-to-south alignment that was considered to present greater efficiencies and AeroPark options and
greater flexibility for the parcelization of proposed industrial and commercial aviation-related land uses
within the AeroPark.
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5.3 Planned On-Airport Road Development
To address the need to maintain direct and unrestricted (non-public) on-airport surface access to all
areas within the Airport Operations Area (AOA) and to the various aviation-related land uses
throughout the airport, new and improved on-airport secure roadway development options were
identified. These planned secure roadway improvements will serve to replace, upgrade, or complement
existing secure roads that have, over time, been improved through paving and re-alignment. The
secure roadways would provide efficient access routes while remaining clear of Taxiway/Runway Object
Free Area safety-related setbacks.
The layout and routing of additional on-airport secure (security/perimeter) and non-secure public
access roadways to provide public access to the relocated Airport Traffic Control Tower (ATCT) site as
well as public access to portions of the airport via the west parameter road for future on-airport
commercial uses are shown in Figure 5-3.

5.4 On-Airport Land Uses
Past and current on-airport development of aviation-related facilities and associated land uses have
been, and will continue to be, primarily influenced by the layout, configuration, and length of the
Airport’s Primary and Secondary system of runways. The development of future systems of taxiways
and taxiway connectors will be primarily influenced by the development of the passenger terminal, the
general aviation area, the air cargo area, and the existing and future anticipated commercial and
industrial land uses that will be potentially developed within the southeast quadrant of the airport.
As shown in Figure 5-4, the SAA has identified approximately 639 acres of airport-owned land that
were considered suitable for future facility development based upon the following four basic on-airport
land use classifications:
•
•
•
•

Aviation-related use (181 Acres)
Non-aviation-related use (69 Acres)
Future development of relocated ATCT within the near-term planning horizon and a relocated
passenger terminal complex beyond the 20-year planning period (247 Acres), and
Land Areas reserved for development of a planned future AeroPark (142 Acres).

The planned development of future airport facility improvements at SHV will be primarily based upon
the demonstrated need to satisfy aviation activity demand within the Airport Master Plan’s Near-Term
(0 to 5-year), Intermediate-Term (6 to 10-year), and Long-Term (11 to 20-year) planning horizons. While
the timing for the development of the AeroPark within the Southeast Quadrant is envisioned to occur
within the first 10-year planning period, the parcelization of large-size lease areas as well as the
development of needed supporting infrastructures must be accomplished up front to have a suitable
and deliverable land platform on which to develop the AeroPark.
Beyond the consideration for the ATCT facility and other potential aviation land uses within the
Airport’s southwest quadrant, the long-range (beyond 20-years) planning for the eventual relocation
and redevelopment of a larger and more modern passenger terminal will most likely require extensive
planning for improved regional surface access interface and extensive environmental review and
permitting that is not addressed or considered within this Airport Master Plan.
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5.5 Planned Airport Facilities Development
For the purpose of this Airport Master Plan, the identification of potential land areas within which to
develop needed airport facilities is addressed by reference to each of the Airport’s four quadrants.
The Northeast Quadrant is fully developed and lends itself to future redevelopment opportunities as
older facilities reach their respective useful lives.
The Southeast Quadrant has limited and sparse development, consisting of a single Maintenance
Rehabilitation and Overhaul (MRO) facility, corporate general aviation hangers and the Aircraft Rescue
and Firefighting facility (ARFF).
The Northwest Quadrant is identified as the primary Air Cargo development area.
The Airport’s Southwest Quadrant been identified for the relocated ATCT facility based upon the
preferred development site identified by the FAA in 2012. Previous plans have identified this area as
having the potential to accommodate the development of a new larger modern passenger terminal
facility sometime beyond the 20-yerar master planning period. The majority of this quadrant, however,
is largely comprised of undisturbed land having natural features which include approximately 58 acres
of a floodway (100-year floodplain), 10 acres of freshwater pond wetland, and 12 acres of riverine
wetland. The limited land area that has been disturbed and maintained is in proximity to the two
intersecting runways. The future redevelopment of the remaining land areas within this quadrant must
be carefully considered as to avoid, minimize, and or mitigate potential impacts to existing
environmentally-sensitive land features. Within the 20-year planning period, the development of
interim aviation-related land uses supporting the development of hangars, apron, or other aviationrelated facilities may likely occur with limited impacts to these environmental-sensitive land areas.
5.5.1

Northeast Quadrant

The Northeast Quadrant consists of approximately 152 acres. Figure 5-5 shows the breakdown of the
land uses within this Northeast Quadrant. This area consists of the following types of facilities and
generalized areas:
•
•
•
•
•
•
•

Fuel Farm,
Fire Station,
Terminal Support Area,
Fixed Base Operations Area,
General Aviation Area,
Passenger Terminal and ATCT Facility, and
East Cargo Area (potential redevelopment area).
5.5.1.1

Fuel Farm

A fuel farm located on the eastern portion of the quadrant and is approximately 2 acres in size having
ample space to add additional fuel storage tanks in the future as demand dictates within the 20-year
planning period.
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Fire Station

A fire station located on the west portion of the quadrant adjacent to Hollywood Avenue consists of
approximately 2 acres and has adequate land area within which to expand as demand dictates within
the 20-year planning period.
5.5.1.3

Terminal Support Area

The terminal support area consists of approximately 19 acres served by Perimeter Road and Interstate
Loop and has four developed parcels. A Hertz Rental Car maintenance facility occupies part of this area.
An area adjacent to the Hertz facility was previously leased, but is currently vacant. Two other areas are
paved and one is currently vacant.
There are two larger vacant parcels, one parcel approximately 5.7 acres in size that is located between
Hollywood Ave and Perimeter Road and adjacent to Interstate Drive. The second parcel is adjacent to
Interstate Drive and is approximately 3.8 acres. Both parcels have been reserved for future nonaviation-related land use development.
5.5.1.4

Fixed Base Operator (FBO) Area

The General Aviation Terminal (formerly the Airport’s former Passenger Terminal) is approximately 22
acres in size and is currently operated by TAC AIR, a Fixed Base Operator (FBO). There are no
immediate plans to expand this FBO site.
5.5.1.5

General Aviation Area

The General aviation area consists of approximately 36 acres. Within this area Customs and Border
Protection (CBP) occupies approximately a 70,000-square-foot facility along with the adjacent service
courts and vehicular parking areas. The FBO occupies several storage hangars on the east end of this
area. This area will most likely to continue to support general aviation land uses, but will be developed
to the highest and best use predicated upon development opportunities at hand balanced against the
need to achieve the highest and best use of land and adjacencies within the Northeast Quadrant.
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5.5.2

Airport Terminal and Concourse Proposed Renovation Plan

Shreveport Regional Airport’s concourse and facility layout is currently based upon a late 1960s design
that was constructed originally in the early 1970s, and opened in 1972 with an “H”-shaped configuration
made up of twin two-story concourses connected to a center building which provided for rental car
operations and mechanical on the bottom floor, restaurant and retail on second floor, and
administrative space on the third floor.
In 1998 and 1999, the concourses were renovated and connected to a new 66,000-square-foot terminal
building which consolidated airline ticketing, passenger bag claim services and rental car operations
into one building. This renovation also reconfigured the first floor of the administrative center building
into the mechanical room and left the first floor of each concourse virtually unused but in need of
heating and cooling.
Although the new terminal provided room for expansion of airline services with additional ticket
counters and baggage systems capable of handling up to one million passengers per year, the changes
did not address annual Operational and Maintenance (O&M) expenses and long-term financial issues of
maintaining the concourses with unoccupied lower floors which are post security. Currently, both
concourses are in need of entire roofing systems, upgraded and/or replaced elevator systems, and other
mechanical system improvements.
Since 2001, the United States airline industry has seen multiple mergers, bankruptcies and airline
failures. Today’s airline industry consists of 4 major U.S. airlines (SHV is served by 5) and less than a
dozen ultra-low-cost carriers or regional airline providers offering limited service opportunities.
This transformation in the U.S. airline industry has resulted in SHV having five airlines today operating
in five gates and hold rooms with one gate only used two days per week (Allegiant). Daily airline
departures are now 20 compared to a high of 41 in 2000. Additionally, SHV’s concourses currently have
only five gates leased by airlines and two converted for office use for the Transportation Security
Administration (TSA) and Airport Operations. The result is the airport has four unleased gates.
To address the long-term O&M cost issues related to operating the current passenger terminal
facilities, airport staff recognizes the need to reduce the footprint of operating space in the concourses
at SHV. New airline Use and Lease Agreements are now being proposed to provide the option for
airlines to lease Common Use space at SHV.
There are limited growth opportunities for airline service. The current trend for airlines is to increase
capacity by adding newer and larger aircraft but not frequency. A long-term plan to consolidate to a
one-concourse configuration should be explored in this master plan.
To develop a new single concourse, the SHV ATCT needs to be relocated. The current ATCT location
prohibits the renovations and construction of a new concourse positioned in a north-south direction, or
an addition to modify an existing concourse into a double-loading configuration. The current location of
the over 40 year-old tower prohibits the future expansion and renovation plan of the SHV facilities and
places a financial burden on the Airport and airlines at SHV.
Furthermore, the existing ATCT location requires that Gate 2 at SHV be manned by Airport Security
Officers for 24 hours per day so ATCT staff can access to the tower. This cost estimated $210,000 per
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year in security personnel expenses alone, which is passed on to the airlines as part of their lease costs.
This contributes approximately 70 cents to the current cost per enplaned passenger, which is nearly $8.
In order to reduce operating costs, SHV should consider the option of a segmented and temporary shift
of airline operations onto one of the concourses. This would require the shift of all airline operations
onto one concourse, including relocation of at least two passenger boarding bridges.
With one concourse closed, SHV would have the option to remodel the closed concourse into a doubleloaded design with an expanded and widened concourse with airline gates on both sides, or a new
concourse running lengthwise parallel to Building A. Either configuration would require changes to the
TSA checkpoint from a single screening lane into multiple lane screening.
The new concourse conceptually could be designed as a two-story structure with a minimal amount of
heated and cooled office space on the lower level for airline operations and the second floor serving as
the concourse, retail and restaurant operations, and airline hold rooms. This concourse is proposed to
be connected to the Administration Building and would provide Common Use airline gates with new jet
bridges.
Once the new concourse is open, the demolition of the now unused concourses would take place. This
plan would provide for increased flexibility of airline operating areas, potential future expansion
opportunities with utilization of airline aircraft parking aprons on both the north and south ends of the
building, and lowered energy and O&M expenses by reduced the footprint of the building to be
maintained.
Figure 5-6 shows the terminal area plan with call-outs identifying a preferred option for the proposed
replacement concourse. Currently, the airport has implemented a terminal modernization program that
includes energy efficient upgrades, security upgrades, refurbishments of existing public use areas,
upgrades to terminal infrastructure, replacement and upgrades of equipment, heating, ventilating, and
air conditioning (HVAC) upgrades, roof improvements and other miscellaneous rehabilitation items.
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Figure 5-1: Terminal Area Plan

5.5.2.1

Replacement Concourse Evaluation Criteria

In order to evaluate the various concourse replacement alternatives against one another, a series of
evaluation criteria was established prior to the development of concepts. These criteria were based on
the goals and objectives of the Master Plan, as well as the findings of the Demand/Capacity Analysis.
AIRSIDE EVALUATION CRITERIA

TERMINAL EVALUATION CRITERIA

Aircraft Movement/Airspace

Program Requirements

Aircraft flow

Terminal space optimization

Aircraft Parking

Consolidate duplicative functions

Gate requirements

Overall Facility Organization

Hardstands for diverted aircraft

Revenue/concessions opportunity

Gate use flexibility

Passenger wayfinding

Ability to expand

Walking distances

Reuse of existing facilities

Ability to handle diverted passenger

Program implementation/phasing

Flexibility for change

Cost of airside improvements

Ability to accommodate future FIS
Reuse of existing facilities
Program implementation/phasing
Cost of terminal improvements

Page | 114

Shreveport Regional Airport | Airport Master Plan Update

Section 5

Development Options

5.5.2.2 Concourse Replacement Alternatives
Several alternatives were developed for new concourse(s) that could be integrated into the existing terminal head house. After
evaluation by SAA staff the Pier Concept (Alternative 1) emerged as the preferred concepts.

Figure 5-2: Alternative 1 (Pier Concept) Level 1
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Figure 5-3: Alternative 1 (Pier Concept) Level 2
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Figure 5-4: Alternative 1 (Pier Concept) Level 3
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Figure 5-5: Alternative 2 (Wing Concept) Level 1
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Figure 5-6: Alternative 2 (Wing Concept) Level 2
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Figure 5-7: Alternative 2 (Wing Concept) Level 3
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Figure 5-8: Alternative 2 (Linear Concept) Level 1
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Figure 5-9: Alternative 2 (Linear Concept) Level 2
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Figure 5-10: Alternative 2 (Linear Concept) Level 3

5.5.2.3 Preferred Concourse Alternative
After analyzing and evaluating the shortlisted concourse replacement concepts, Option 2 was selected
as the preferred alternative. The structure for this preferred alternative can be integrated with the
exiting terminal head house and constructed without impacting operations in the exiting concourses. It
has adequately sized hold room and ramp areas and centralized concessions.
5.5.2.4 Terminal Landside Alternative
Shreveport Regional Airport’s roadway and curb fronts meet current and forecast demand
requirements. But airport management would like to improve the customer experience for parking,
rental car and bus passengers. This would be accomplished with construction a new multimodal
transfer facility (MMTF). This new facility would provide a multilevel parking garage that would also
contain a Consolidated Rental Car Facility (CONRAC) and a waiting area for local and regional bus
passengers. More planning will be required to full define the parameters this facility. The following
exhibits detail an early concept of this facility. More advanced planning will be required to further refine
requirements for this facility.
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Figure 5-11: Proposed MMTF Site

Figure 5-12: Proposed MMTF Level 1
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Figure 5-13: Proposed MMTF Level 2

Figure 5-14: Proposed MMTF Level 3

5.5.2.5

Airport Traffic Control Tower

The existing ATCT was constructed as an integral part of the passenger terminal complex over 45 years
ago. At its current location and eye observer cab height, FAA Air Traffic Controller personnel
experience line-of-sight issues to various Airport Operations Area (AOA) pavements. These line-of-
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sight issues also serve to preclude and/or severely limit the development of permanent aviation support
facilities and, in some cases, preclude the parking of aircraft within a portion of the former air cargo
apron. Previous planning studies have recommended the relocation of the existing ATCT.
An ATCT Site Selection Report was conducted and completed by the FAA’s Central Service Area
Terminal Engineering Services of Fort Worth, Texas in January of 2012 that recommended a new
relocated ATCT site within the Airport’s Southwest Quadrant. A new ATCT is in the SHV Capital
Improvement Program (CIP) program and requires federal, state, or local funding for implementation.
5.5.2.6

Potential East Cargo Apron Redevelopment Area

The area known as the East Cargo Apron has an ATCT line-of sight issue. The overall site is
approximately 20 acres. For the purposes of this MPU, two concepts were prepared to illustrate the site
development capabilities with the line-of-sight issue and without the line-of-sight issue.
With the existing ATCT remaining in place, one or more larger corporate-type hangars could be
developed north of the former air cargo apron with a limited number of ADG-I -sized aircraft tie-down
(or a limited number of larger ADG-II jet aircraft tie-down) locations could be designated around the
restricted line-of sight visibility zone.
With the ATCT being relocated to the Southwest Quadrant, taking advantage of the 20 acres, a modern
FBO jet center concept was prepared that identifies the potential development option without the
restricted line-of sight visibility zone.
5.5.2.7

Northwest Quadrant

The Northwest Quadrant development area consists of approximately 171 acres. Approximately 40
acres are developed and consists of Air Cargo Facilities, Airport Support Facility Area (operational
communication and airfield electrical vault facilities), and a National Weather Service facility. The area
north of the existing Air Cargo Area consists of approximately 26 acres. The area south of the existing
Air Cargo facilities consists of approximately 19 acres. Other aviation related opportunities for this 19
acre site would conceivably include, but would not be limited to the development of commercial or
allied aviation activities such as a small aircraft servicing or MRO-type facility.
Additional land reserved for non-aviation related use is located adjacent to Hollywood Avenue and
consists of approximately 55 acres.
5.5.2.8

Air Cargo Expansion

This quadrant is the prime area for SHV scheduled Air Cargo facilities. Long-term air cargo expansion
could be accommodated in this quadrant; however there is no demand for SHV Air Cargo expansion at
this time. The MPU reserves approximately 26 plus acres or approximately (1,100’ X 1,000’) in the area
north of the existing Air Cargo facilities for future expansion. This site is ideal for air cargo expansion as
the site could potentially accommodate a duplicate footprint or double the existing air cargo facilities.
Based on demand, the air cargo expansion project would most likely be constructed in two or more
phases.
The area east of the airport support equipment consists of approximately 19 acres. This area does not
have the full depth as the area on the north side of the existing air cargo facilities. Therefore, this area is
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not ideal for the expansion of future Air Cargo facilities and should be considered for other potential
aviation related development uses.
5.5.2.9

Future Non-Aviation Related Development

West of the Air Cargo facility is an area of approximately 55 acres that is reserved for future nonaviation related development. Previous plans have identified this non-aviation related development
area for a potential industrial development such as a warehouse distribution center. This area is located
next to Interstate 220 (Inner Loop Expressway) Exit 1D which makes this area ideal for that type of
facility. The adjacent road is Hollywood Avenue which is connected to west 70th street. A new frontage
road, as previously shown on Figure 5-9, to provides access to the non-aviation related property would
be constructed.
5.5.2.10 Northwest Quadrant Site Drainage
There is an existing upland drainage basin of approximately 6 acres east of Taxiway “L”. Additional
retention/detention site storm water drainage ponds should be considered with any future design
projects to fully satisfy city, Parrish or regional storm water permitting requirements.
5.5.2.1

Southeast Quadrant

The organization of the Southeast Quadrant land uses were established some years ago and proceeded
to be developed in accordance with those land use functions. The basic organization of these land use
areas will remain unchanged. From a planning standpoint, the different land use areas will be reviewed
to see if modifications to this land use organization and infrastructure could provide needed additional
aviation-related commercial and industrial revenue-generating opportunities that would serve to
benefit SHV Airport in the long-term.
Through discussions with airport management several issues were mentioned that need to be
reviewed. This includes the Airplane Design Group (ADG) of existing Taxiways “J” and “K” and the lot
sizes of the adjacent corporate lease parcels to these taxiways.
5.5.2.2

Storm water Drainage

The East Quadrant terrain slopes north to south. A major drainage ditch, flowing in a north to south
direction is located adjacent to Challenger Drive. Also, the southern section of this quadrant is
comprised of unsuitable soils that must be removed or improved in place for further facility
development.
5.5.2.3

Airside Access

Airside access into the east quadrant is provided by Taxiways “A”, “D” and Taxiway “E”. Taxiways “A”
and “D” are 75 feet wide and designed for ADG IV aircraft. Existing Taxiway “E” is 50 feet wide and
designed for ADG II aircraft.
5.5.2.4

Access Road

Vehicular access into this East Quadrant is provided at two locations. From the east side, access to the
corporate hangar area is via a restricted airport road from Kennedy Drive. From the south side, access
to the east quadrant is from West 70th Street to Challenger Drive servicing the Maintenance, Repair,
and Overhaul (MRO) facility and ARFF.
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Maintenance, Repair, and Overhaul Facility

The area adjacent to Taxiway “A” is divided up by several large parcels for MRO or similar size /type
facilities. One existing tenant occupies two of these parcels, one for the hangar and the other for
employee parking. The remaining large parcels are reserved for future aviation-related opportunities
such as additional MRO facility development, aviation manufacturing type facility, or a corporation
needing a larger hangar to accommodate ADG III, IV, or V type aircraft.
5.5.2.6

Corporate Hangars

The northern track of this quadrant consists of corporate hangars and the remaining track of this area is
reserved for the development of aviation related development. A gate restricted airport service road is
located adjacent to Taxiway “E” and will be extended parallel to Taxiway “E” in the future.
5.5.2.7

Corporate Hangar Site Templates

In the Southeast Quadrant there is potential to accommodate additional hangars, including apron
areas, and auto parking.
5.5.2.8

Future AeroPark

Recognizing the need to promote the highest and best use of airport-owned lands within the southeast
quadrant, the SAA desires to develop and commercially promote revenue-generating land uses that
would be called the SHV “AeroPark”. The current development and associated use of the Western
Global MRO hangar is just one example of the type of facility and land uses that could potentially be
developed under long-term lease agreements.
The AeroPark development would occur within 171.8 acres of existing and previously disturbed land
that is located immediately adjacent to, and bounded by, Taxiway Echo, Challenger Drive, the airport’s
east property boundary, and West 70th Street. The AeroPark would accommodate existing and
anticipated future demand for aviation-related and airport-compatible aviation-related commercial and
industrial activities. While the exact site layout, composition (number and size of tenants), and
development schedule for the aviation facilities cannot be determined at this time, the AeroPark
would, by design, have large-sized parcels that would conceivably range in size from 8 acres, to as much
as 70 acres.
The use of this land area and the full development of an AeroPark is predicated upon the recommended
construction of needed airfield pavements, and supporting infrastructures that would collectively
provide unrestricted aircraft operational access and restricted public access to the airport’s existing
system of runways and supporting taxiways.
Airside access to support such land uses would be via an extended Taxiway Echo and a future 75-foot
wide ADG-IV north-to-south crossfield taxi lane. Surface access would be via Kennedy Drive, West 70th
Street, and Challenger Drive. While not planned, the adjacent proximity of the Union Pacific Rail line
could potentially provide a connecting rail spur into the AeroPark to cross West 70th Street should
demand for inter-modal transportation be needed.
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5.5.2.9 Southwest Quadrant
The southwest Quadrant is approximately 247 acres. The topography, drainage, and soils are
development related cost items to be considered when planning future development in this area.
Potential access into this southwest quadrant would be from West 70th street.
Only the development of the relocated ATCT facility and access road are currently planned for this
quadrant within the 20-year planning period. The primarily reason centers of the anticipated need to
fully examine, assess and protect existing environmentally-sensitive lands and natural habitats with this
quadrant.
Future aviation-related facilities envisioned for this quadrant include the development of a modern
passenger terminal complex. Such development, however, will require the careful planning and layout
of such facilities within the upland land area. The related development will most likely require
extensive review and examination of the current environs particularly with respect to the need for a
future full-length parallel taxiway to be located along the southwest side of the runway having a 400foot runway-to-taxiway centerline separation. The development of the supporting air carrier aircraft
apron, connecting taxiways and landside parking and roadway facilities must also be developed beyond
the limits of the environmentally-sensitive land areas.
5.5.2.9

Future Extension of Taxiway “E”

Currently the southwest quadrant has no direct taxiway access from the existing runway system. The
plan shows the future extension of Taxiway “E” on the south side of Runway 6/24. Taxiway “E”
extension is planned for ADG III standards and would be 50’ wide. This new taxiway would provide
future taxiway access for potential future ADG III aviation related development in the southwest
quadrant.
5.5.2.10 Relocated ATCT
Previous planning recommended that the existing ATCT, which is located in the Terminal area between
Concourses B and C, be relocated within the Southwest Quadrant. The area reserved for the new ATCT
facility would be approximately 5 acres. The site area selected for the new ATCT is a Greenfield area
and a new access road and infrastructure would be required. The proposed new ATCT would be
approximately 75 feet high.
5.5.2.11 T-Hangar Concept
With the proposed Taxiway “E” extension and infrastructure into the northern section of this Southwest
Quadrant, other aviation related development could be considered in this area. From a conceptual
standpoint, a potential 13 acre T-Hangar complex could be constructed in the northern section of the
Southwest Quadrant.
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6 ENVIRONMENTAL OVERVIEW
6.1 Introduction
The following represents anticipated environmental due diligence and/or formal studies that may be
required by Federal, State, or local agencies prior to the final planning, design, permitting, and
construction of certain facility improvement projects recommended within this Master Plan Update
(MPU).

6.2 National Environmental Policy Act Requirements
Short-term, Intermediate-term, and Long-term Capital Improvement Program (CIP) Projects detailed in
this MPU that are subject to National Environmental Policy Act (NEPA) requirements are illustrated in
Figures 6-1 through 6-3, respectively. Many of these improvements require changes to the existing Airport
Layout Plan (ALP), which requires unconditional approval from the Federal Aviation Administration (FAA).
In the context of the CIP at SHV, Paragraph 401 of FAA Order 1050.1e, Change 1, Environmental Impacts,
Policies and Procedures states that an Environmental Assessment (EA) is likely required under the NEPA
for the following improvements:
•
•
•

Establishment or relocation of an Airport Traffic Control Tower (ATCT);
Establishment or relocation of Instrument Landing Systems (ILS);
Federal financial participation in or the unconditional ALP approval of a major runway extension,
including one that requires land acquisition.

Per paragraph 310 of Order 1050.1e, ALP changes involving terminal areas, airfield aprons and other
pavement, aircraft parking areas and on-airport airport roadways can potentially be categorically excluded
(CATEX) from detailed environmental review under the NEPA, so long as no “extraordinary circumstances”
are triggered in an environmental impact area(s) for which special purpose law or other considerations
exist.
Table 6-1 identifies extraordinary circumstance criteria for a variety of environmental resources areas as
they are defined in paragraph 304 of Order 1050.1e. If extraordinary circumstances are identified, FAA may
require that an EA be prepared for proposed ALP modifications. Table 6-1 identifies the relationship
between SHV and extraordinary circumstances as defined in paragraph 304 of Order 1050.1e, which may
be applicable to future development actions at the airport.
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Table 6-1: Extraordinary Circumstance Evaluation
Criteria
Air Quality:
An action would violate applicable
Federal, State, Tribal or local air quality
standards under the Clean Air Act of
1990, as amended.

Coastal Zone Areas:
Federal actions in or affecting coastal
resources must meet Coastal Zone
Management Act requirements.
Community Disruption:
An action divides or disrupts an
established community or planned
development, or is inconsistent with
community plans or goals.
Cumulative Impacts:
An action is likely to cause significant
cumulative environmental impacts.
Endangered Species:
An action affects a listed or candidate
species under the Endangered Species
Act, including designated or proposed
critical habitat.
Farmlands Conversion:
An action would convert important
farmland as specified by the Farmland
Protection Act.
Floodplains:
Natural, ecological, or scenic floodplain
resources of Federal, State, Tribal or
local significance occurs within the 100year floodplain.

Hazardous Materials:
An action involving or causing
contamination of areas based on an
Environmental Due Diligence Audit

Historic or Cultural Property:
An action causes an adverse effect on
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The Caddo Parrish was historically designated in
nonattainment of the now-revoked 1-hour Ozone air
quality standard, but is classified as attainment of all
currently enforceable air quality standards. However,
per FAA’s Aviation Emissions and Air Quality Handbook
(2014), air emissions changes resulting from FAAfunded or obligated actions at airports require
preparation and disclosure of an emissions inventory.
SHV is not located in a Louisiana coastal management
zone and coastal resources will not be impacted by
implementing the CIP.

Extraordinary
Circumstance?
Potentially

No

The CIP projects do not meet the definition of “divide”
or “disrupt” as specified in Order 1050.1e, Change 1.

Any NEPA analysis would need to consider other
substantive projects with environmental impact
potential that may be occurring in the same space or
over the same timeframe as any CIP project.
Existing or planned critical habitat of a listed or
candidate endangered species does not exist in the
SHV area.

No

Potentially

No

No important farmland is located in the vicinity of
SHV.

No

According to the current Federal Emergency
Management Administration (FEMA) Flood Insurance
Rate Maps (FIRM), approximately 270 acres of 100year floodplain, including approximately 58 acres of
floodway, are located on airport property. Many of
the planned CIP improvements intersect these
floodplain areas (see Figures 6-1 through 6-3).
Facilities on or adjacent to airport property are
registered to U.S. Environmental Protection Agency
(EPA) databases meant to monitor and enforce
hazardous materials and pollution prevention
regulations (see Figures 6-1 through 6-3). Although
there is low potential for the CIP projects to impact
any known current or historical contamination or
remediation site, NEPA documentation would need to
disclose and evaluate this potential for each CIP
project.
A review of the National Register of Historic Places
(NHRP) indicates no potential historic or cultural

Yes

Potentially

No
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Criteria
historic or cultural property protected
under Section 106 of the National
Historic Preservation Act
Noise:
Noise impact on noise-sensitive area(s)

Section 4(f)/Section 6(f):
An action would impact properties
protected under Section 4(f) of the
Department of Transportation Act, such
as a park, recreation area, wildlife refuge
or historic site, or would affect the use of
a Department of Interior Section 6(f) and
use.
Traffic Congestion:
An action causes transportation
congestion due to unacceptable Levels
of Service.
U.S. Waters/Wetlands:
Water bodies or jurisdictional wetland
impacts that do not qualify for a U.S.
Army Corps General Permit under
Section 404 of the Clean Water Act.
Water Quality:
An impact on water quality, a sole
source aquifer, public water supply
system or applicable water quality
standards under the Clean Water Act or
Safe Drinking Water Act.
Wild and Scenic Rivers:
An action affects a river segment that is
listed or eligible to be listed to the Wild
and Scenic River System or the National
Rivers Inventory.
Source: URS Corporation, 2015
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Relationship to SHV
resources in the vicinity of the airport property.

Extraordinary
Circumstance?

It is not likely that the CIP improvements will change
the existing level of aircraft operations or aircraft fleet
mix using the airport, hence, the existing airport noise
exposure contours may not change. However,
individual projects will need to be reviewed on a caseby-case basis during environmental review.
Additionally, temporary noise increases due to airport
construction may need to be situationally addressed
in NEPA documentation.
Existing nearby 4(f) land uses that may be temporarily
impacted by select CIP projects include: Forest Park
West Cemetery, Airport Park, Emmanuel Church of
God in Christ, and Life Tabernacle Church, although
there are additional applicable land uses situated
further from the airport property (see Figures 6-1
through 6-3). The need for a Section 4(f)
determination should be assessed per project
undergoing NEPA review.
There is little potential for level of service to degrade
temporarily on roadways impacted by CIP projects.

Potentially

Per the U.S. Fish and Wildlife Service (FWS) National
Wetlands Inventory (NWI), approximately 10 acres of
freshwater pond wetland and 12 acres of riverine
wetland are located on airport property, some of
which intersect with CIP improvements (see Figures
6-1 through 6-3).
Stormwater management will change as a result of
the CIP. New outfalls or volume changes may
necessitate a modification of the existing National
Pollutant Discharge Elimination System Permit.

Yes

The CIP will not impact listed or eligible rivers.

No

Potentially

No

Yes
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6.3 Potential Projects Environmental Impact Evaluation

Table 6-1 shows that, with the exception of cumulative impacts, which would need to be evaluated on a
situational basis within a given NEPA study, the following environmental resource areas meet the
definition of extraordinary circumstance at SHV and may preclude the ability to execute a CATEX for a
given project:
•
•
•
•
•
•
•

Air Quality
Floodplains
Hazardous Materials
Noise
Section 4(f)/6(f) Resources
U.S. Waters/Wetlands
Water Quality

In order to further evaluate potential environmental impacts associated with development of the MPU and
to identify potential issues associated with future development at the Airport, an evaluation was
conducted using tabularized matrices that allow a comparison of potential environmental impacts
associated with each project identified.
Potential impacts to key environmental resources for a given project were assigned a subjective ranking
that considered whether or not a particular impact may exceed a significance threshold pursuant to FAA
Order 1050.1E, Environmental Impacts: Policies and Procedures, and whether an impact could potentially be
mitigated below the significance threshold. The impact rating used for this analysis is summarized below.
Ranking
Designation Ranking

Description

A

No Impact

Indicates that a resource is not present or it is evident there would
be no impact

B

Temporary Less
than Significant
Impact without
Mitigation

Indicates short-term impacts that typically do not require
mitigation. Example: Noise associated with construction equipment.

C

Temporary Less
than Significant
Impact with
Mitigation

Indicates short-term impacts that may involve voluntary
mitigation or minimization measures to further reduce impact.
Examples: Implementing dust control measures during grading
operations to minimize air quality impacts and use of erosion
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control devices to minimize water quality impacts.

D

Permanent Less
than Significant
Impact with
Mitigation

Indicates long-term, permanent impacts that may involve
voluntary mitigation or potentially significant impacts that may be
mitigated below significant impact thresholds. Examples: Surface
water runoff impacts that can be minimized through design
measures and/or mitigation measures.

E

Permanent
Significant
Impact

Indicates long-term, permanent impacts that are significant and
require mitigation. May also involve impacts that are unlikely to
obtain necessary approvals and permits. Example: Unavoidable
wetland impacts with regional significance or where sufficient
mitigation is not available.

Tables 6-2 through 6-4 compare and rank anticipated environmental impacts associated with the CIP
projects detailed in this MPU. The tables provide an overview of which impacts are temporary or
permanent in nature, which impacts are likely to be significant or not, and which resource categories may
involve mandatory or required mitigation. The tables also identify the anticipated level of NEPA
documentation required to secure FAA environmental approval of the various projects.
As mentioned, and as reflected in Tables 6-2 through 6-4, some projects trigger an EA per 1050.1e, (i.e.,
runway extensions and ATCT relocation), whereas others could be eligible for CATEX with FAA approval.
CIP projects that do not measurably impact an “extraordinary circumstance” for an environmental
resource area (i.e., those ranked “A” or “B”) are noted in Tables 6-2 through 6-4 to be eligible for CATEX.
According to the FAA Office of Airports Standard Operating Procedure 5.00 – CATEX Determinations, a
simple written record is sufficient to secure FAA environmental approval for a given project in these cases.
However, SOP 5.00 indicates that projects with greater potential to impact extraordinary circumstance
resource areas warrant additional documentation in accordance with FAA Order 5050.4B, NEPA
Implementing Instructions for Airport Actions, paragraph 607b. Consequently, CATEX-eligible projects that
receive a “C” or higher ranking for any resource area may merit the preparation of a Documented CATEX
for FAA review and approval. FAA then reviews the Documented CATEX and notifies the Airport Sponsor
of its decision to either categorically exclude the project prior to construction, or require an EA be prepared
prior to environmental approval.
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Table 6-2: Short Term Capital Improvement Projects (2020-2025)
Environmental Considerations
Proposed Project
Access Road to Air Traffic Control Tower

Air Traffic Control Tower Relocation

Airfield Drainage Rehabilitation -- Phase III

Airfield Drainage Rehabilitation -- Phase IV

Relocate Service Road at Northeast End of
Runway 6/24 East AOA

Relocate Taxilane "K"

Runway 6/24 and Taxiway "C" Extension
Southwest AOA Perimeter Road

CIP Project No.
Environmental
2020-4
Construction

2020-5

Environmental

2020-7

Construction

2020-3

Environmental

2020-2

Construction

2020-2

Environmental

2020-3

Construction

2020-3

Environmental

2020-1

Construction

2020-5

Environmental

2020-4

Construction

2020-1

Environmental

2020-5

Construction

2020-1

Environmental

2020-4

Air Quality

Floodplains

Hazardous
Materials

B

C

A

A

B

B

B

C

Documented CATEX

B

B

A

A

B

B

B

C

Environmental
Assessment

A

A

A

A

A

A

A

A

None

A

A

A

A

A

A

A

A

None

B

C

A

A

B

B

B

A

Documented CATEX

B

A

A

A

B

B

C

A

Documented CATEX

B

A

A

A

B

B

C

A

Environmental
Assessment

B

D

A

A

B

B

B

C

Documented CATEX

Land Use

Noise

Section 4(f)/6(f)

Water Quality

Wetlands

NEPA Documentation

Source: URS Corporation, 2015.
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Table 6-3: Intermediate-Term Capital Projects (2021-2025)
Environmental Considerations
Proposed Project
75' Taxilane from Taxiway "E" Construction

CIP Project No.
Environmental
2025-5
Construction

2025-6
1

Environmental

2025-1

Construction

2025-1

Taxiway “B” at Northeast End Runway 6/24
Improvements

Environmental

2025-2

Construction

2025-3

Taxiway Connector Improvements A-1 and A3 Cargo

Environmental

2025-2

Construction

2025-1

Environmental

2025-1

Construction

2025-1

East AOA Perimeter Road

Taxiway "E" Construction

1

Terminal Modernization

Environmental

2025-5

Construction

2025-3

Air Quality

Floodplains

Hazardous
Materials

B

A

A

A

B

B

B

A

CATEX

B

D

A

A

B

B

B

C

Documented CATEX

B

C

A

A

B

B

C

A

Documented CATEX

B

A

A

A

B

A

B

A

CATEX

B

A

A

A

B

B

D

C

Environmental
Assessment

B

A

A

A

B

A

B

A

CATEX

Land Use

Noise

Section 4(f)/6(f)

Water Quality

Wetlands

NEPA Documentation

Source: URS Corporation, 2015.
1
Environmental Planning Occurs in previous CIP time horizon (i.e., 2016 -2020).
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Table 6-4: Long-Term Capital Improvement Projects (11-20 Years)
Environmental Considerations
Proposed Project
AeroPark
Commercial/Corporate/Industrial
Hangar Development
East Cargo Apron Construction

Expand Cargo Apron

Northwest Quadrant Aviation Development

Perimeter Service Road Construction

Relocate Hollywood Avenue

Runway 14 Extension

CIP Project No.
Environmental

9,10,11

Construction

9,10,11

Environmental

13

Construction

14

Environmental

7

Construction

8

Environmental

15

Construction

15

Environmental

5

Construction

6

Environmental

1

Construction

2

Environmental

3

Construction

4

Air Quality

Floodplains

Hazardous
Materials

Land Use

Noise

Section 4(f)/6(f)

Water Quality

Wetlands

NEPA Documentation

B

A

A

A

B

B

D

A

Documented CATEX

B

A

A

A

B

A

D

A

Documented CATEX

B

A

A

A

B

A

D

C

Documented CATEX

B

A

A

A

B

A

D

C

Documented CATEX

B

A

A

A

B

A

B

C

Documented CATEX

B

A

A

D

B

A

B

A

Documented CATEX

B

A

A

A

B

A

C

A

Environmental
Assessment

Source: URS Corporation, 2015.
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7 CAPITAL IMPROVEMENT PROGRAM
7.1 Introduction
This section describes the Capital Improvement Program (CIP) as recommended within the Airport
Master Plan.
The major value of long-term planning is to ensure that adequate provisions have been made for the
orderly and timely development of on-airport land use and are organized in such a way that
expenditures for capital improvements will help achieve long-range development goals. It should be a
policy to construct new airport facilities only as activity demand illustrates the economic benefit of
making such improvements. The CIP is presented in three planning horizons: Short-Term (2020
through 2025), Intermediate-Term (2026 through 2030), and Long-Term (2031 through 2035.)
It should also be noted that implementing a strategy of constructing new facilities only when demand
dictates, requires periodic review of the overall plan and individual projects. This review will ensure that
changes in market demand, design criteria, airport use, and technological advances will be fully
considered as airport development progresses.
In general, the investigative work undertaken for this Airport Master Plan Update indicates that
priorities should be established as follows:
•
•
•
•

Ensure that all airfield (runway/taxiway system) elements are adequate and permit for safe,
reliable aircraft operations,
Develop additional aviation facilities to increase airport revenues,
Reserve aviation development areas to meet long-range activity demands, and
Develop non-aviation industrial/commercial areas to increase airport revenues.

Under this general priority list, it is possible to outline improvement programs for the stages consistent
with the financial capability of the Airport to implement the programs.
Possible changes in the funding capability of Shreveport Regional Airport (SHV) and federal or state
governments might require delaying certain actions until funding is available. However, the general
sequencing of development action should remain as shown.
The following paragraphs set forth the programs on this basis.

7.2 Capital Improvement Program (0-5 Years)
The following is a listing of planned and anticipated airport improvement projects that would be
undertaken within the Short-term (0 to 5-year) CIP planning period. These projects identify potential
airport improvement items beginning in 2020 and continuing through the year 2025. The development
of needed airport facility improvements will continue and the costs presented in the plan represent
Rough Order of Magnitude (ROM) cost estimates that serve to support SHV’s Airport Master Plan and
the Shreveport Airport Authority’s (SAA’s) decision making and budgeting actions.

Page | 138

Section 7

Funding for these projects has been programmed and prioritized through coordination with the Federal
Aviation Administration (FAA) Airport Improvement Program (AIP) and/or through FAA Entitlements
and the Louisiana Department of Transportation and Development (LaDOTD). Local funding will be
provided to cover the remaining project needs. The Airport intends to utilize the highest and best uses
of FAA Entitlement money by “banking” the funds for up to three years to provide sufficient funding
levels at time of need.
Project priorities may change, postponing the initiation and/or implementation of improvement project
costs. Although each listed project is currently planned and programmed, certain projects require
phased development, which have potential to extend into the Intermediate-term (6-10 year) CIP
planning period.
The ROM cost estimates for this program show yearly project costs and possible sources of funding.
The projected cost for the Short-term CIP which includes engineering services, contingencies, etc., is
estimated at $39,845,000 (2019 dollars). These estimates are identified in Error! Reference source not
found.. This table lists joint federal, state, and airport-funded projects. Proposed improvement items in
this 5-year Short-term CIP are graphically illustrated on Figure 7-1.
The following list of airside and landside projects recommended to be completed during this 5-year
timeframe are described in the following paragraphs which include a project narrative, project
justification statement, and project cost:

7.2.1

Security Technology Enhancement – Phase II (2019/2020)

Project Narrative:

The primary objective of this project is to ensure the highest level of security
and compliance through enhancing existing security technology. Enhancement
and improvement of the existing Security System will include network
infrastructure, equipment and software. Enhancements will include improved
security coverage and addressing potential Insider Threat Vulnerabilities not
fully addressed in previous phase of the project. This project also includes
additional security renovations to enhance infrastructure, CCTV and Access
Control System.

Project Justification:

The Airport Authority has engaged the services of a consultant to design
additional system components to infrastructure, CCTV and Access Control
System at SHV. The funding will be used to eliminate additional blind spots in
the terminal and address software and data storage issues associated with the
addition of new cameras. The system will also address visibly concerns in
parking areas (to address vehicle break-ins) and integrate AED devices into the
system. The airport has received several AED devices and needs to integrate
them into the existing security system. By integrating them into the system,
Airport Police will be notified when the devices are used and can reduce the
response time for EMS personnel. Additional benefits of additional camera
coverage are increased efficiency of Airport Police through the ability to
monitor additional areas of the terminal without increasing headcount and thus
impacting costs to the Air Carriers. Currently, the security system is set up as a
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closed enterprise network system. This system was installed in 2012 and the
software/equipment has not been improved or upgraded since that time.
Additionally, only the original designer/installer from 2012 can operate and
maintain the system. Currently there is not a maintenance agreement in place
and the system is out of warranty. Enhancing and improving the existing
equipment will allow SAA to transition to an open network system, expand the
capacity and improve the operation and maintenance of the system for growth
over the next 5 to 10 years.
Project Cost:

The estimated cost of this project is $2,000,000.

7.2.2

Taxiway B & Taxiway GA Phase III Rehab at B1, B2 RW 24 – PER/
Design (2019)

Project Narrative:

This project will provide a preliminary engineering report (PER) and design work
to perform mill and overlay of failing asphalt on Taxiway B on the west side
where taxiway connects to Taxiway A and the section of Taxiway B connecting
to Runway 24. PER and design work will also identify failed concrete panels and
asphalt repair on Taxiway E and Taxi lanes J and K.

Project Justification:

SHV Taxiway B has aging and failing asphalt located on the west side as it
approaches Taxiway A and aircraft aprons for the FBO and commercial aircraft
parking areas. This is FOD producing and rapidly deteriorating. Similar
conditions exist on Taxiway B to the west of Taxiway G to the Runway 24
approach. This project will also realign the taxiway’s connection to Runway 24
in accordance with current advisory circulars. Design work will also include
rehabilitation of Taxi lanes J and K, Taxiway E in the General Aviation
subdivision. Failing asphalt and concrete panels are FOD producing.

Project Cost:

The estimated cost of this project is $600,000.

7.2.3

Terminal & Concourse
Environmental (2022)

Modernization

–

ATCT

Design

and

Project Narrative:

The Shreveport Airport Authority (SAA) as part of its planning efforts seeks to
position its commercial airport for growth and to invest in this growth through
the development of infrastructure to handle increased commercial passengers
for the region. Critical to this planning effort is a targeted effort to expand
and/or redevelop its aging terminal facilities. The relocation of the current air
traffic control tower due to the current position prohibits any terminal
expansion.

Project Justification:

The proposed action offers an opportunity to plan for future growth and/or
expansion of terminal facilities by relocating the existing control tower.
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Although in 1998 and 1999 the existing concourses were renovated and
connected to a new main terminal building, the two concourse H configuration,
with the control tower inside, dates back to its 1960 design. These facilities are
incredibly inefficient today and do not provide any flexibility to modify or
expand gates or fully utilize the capability of the facility to provide reliable and
competitive passenger service.
Project Cost:

The estimated cost of this project is $800,000.

Project Narrative:

Additionally, the ATCT relocation will make room for a future new concourse.
This project will include the design of a new tower, cab, base building, security
fencing, infrastructure, and access road system. As part of the design phase,
engineering data, field investigations, coordinate and/or resolve final design
matters will be collected. The development of Engineer’s Reports, final plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), and permitting application will be prepared
for agency coordination and suitable for advertising for construction bids.

Project Justification:

The ATCT relocation is needed to address ATCT-specific line of sight concerns
in the northeast quadrant of the airfield and to provide opportunity to
redevelop and expand the terminal area. Additionally, the existing ATCT is
over 40 years old and it is very costly to maintain. Thus, to modernize the
existing terminal layout, it will be necessary to relocate the ATCT from the
current location. See additional justification in attached appendix.

Project Cost:

The estimated cost of this project is $7,500,000.

7.2.4

Land Reuse Plan-(2020)

Project Narrative:

The primary objective of this project is to complete a reuse plan to address some
major concerns in the Mooretown neighborhood. Several properties were
acquired as part of Part 150 Noise Study. However, over time industry changes
occurred that changed aircraft types thus, decreasing the noise levels in this
community. This change in aircraft type took place in the middle of the
property acquisitions leaving over half of the remaining properties scattered
throughout the community. See additional justification in attached appendix.

Project Justification:

This plan will evaluate potential opportunities to assemble and market
properties for revenue generation and community development. Additionally,
this plan will allow the airport to move forward with potential reuse strategies
to support the airport financially. The reuse plan will be used to evaluate and
develop several opportunities for the airport to consider future commercial
development and finalize options for community development in Mooretown.

Project Cost:

The estimated cost of this project is $330,000.
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7.2.5

ARFF Vehicles (2020)

Project Narrative:

Our ARFF department vehicle was purchased in 2008. The current
specifications on the vehicle are as follows: 3000 gallon-water, 420 gallon
Aqueous Film Forming (AFFF) concentrate, 500 lbs. dry chemical (potassium
based)

Project Justification:

This vehicle has reached the useful life for a fire rescue vehicles for airport
operations. Thus, we are requesting that this vehicle be replaced.

Project Cost:

The estimated cost of this project is $1,000,000.

7.2.6

Airfield Lighting Rehabilitation – Phase III Constriction and
Construction Administration (2020)

Project Narrative:

Airfield lighting system will be assessed and tested. Design documents will be
developed to rehabilitate or replaced the system as needed.

Project Justification:

The airfield lighting system is in need of on-going electrical testing and repair
and the selective components will be upgraded where appropriate, practicable,
and financially feasible. Where appropriate, improvements may include the
change-out of traditional incandescent to LED lighting and supporting
infrastructures to improve life-cycle costs and to reduce long-term
maintenance component mean-time failure rates.

Project Cost:

The estimated cost of this project is $2,000,000.

7.2.7

Airfield Drainage Rehabilitation – Phase III – PER/Design (2020)

Project Narrative:

This project will involve assessment and design for the rehabilitation of a failing
airfield drainage system.

Project Justification:

This is Phase III of an existing and ongoing overall airport drainage
improvement program. Phase III includes construction and replacement of
failing elements of the current airfield drainage system, including areas where
pipes have collapsed and replacement of those failed elements is required. The
second major issued to be addressed is the realignment of open ditches and
elimination of overgrown trees and shrubs unable to be maintained by
traditional mowing.

Project Cost:

The estimated cost of this project is $1,200,000.
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7.2.8

Terminal & Concourse
Environmental (2021)

Modernization

–

ATCT

Design

and

Project Narrative:

The Shreveport Airport Authority (SAA) as part of its planning efforts seeks to
position its commercial airport for growth and to invest in this growth through
the development of infrastructure to handle increased commercial passengers
for the region. Critical to this planning effort is a targeted effort to expand
and/or redevelop its aging terminal facilities. The relocation of the current air
traffic control tower due to the current position prohibits any terminal
expansion.

Project Justification:

The proposed action offers an opportunity to plan for future growth and/or
expansion of terminal facilities by relocating the existing control tower.
Although in 1998 and 1999 the existing concourses were renovated and
connected to a new main terminal building, the two concourses H
configuration, with the control tower inside, dates back to its 1960 design.
These facilities are incredibly inefficient today and do not provide any flexibility
to modify or expand gates or fully utilize the capability of the facility to provide
reliable and competitive passenger service.

Project Cost:

Funds will be banked during this period.

7.2.9

Taxiway B & Taxiway GA Phase III Rehab Construction/CA-(2021)

Project Narrative:

This project will consists of construction and associated tasks to perform mill
and overlay of failing asphalt on Taxiway B on the west side where taxiway
connects to Taxiway A and the section of Taxiway B connecting to Runway 24.
PER and design work will also identify failed concrete panels and asphalt repair
on Taxiway E and Taxi lanes J and K.

Project Justification:

SHV Taxiway B has aging and failing asphalt located on the west side as it
approaches Taxiway A and aircraft aprons for the FBO and commercial aircraft
parking areas. This is FOD producing and rapidly deteriorating. Similar
conditions exist on Taxiway B to the west of Taxiway G to the Runway 24
approach. This project will also realign the taxiway’s connection to Runway 24
in accordance with current advisory circulars. Design work will also include
rehabilitation of taxi lanes J and K, Taxiway E in the General Aviation
subdivision. Failing asphalt and concrete panels are FOD producing.

Project Cost:

The estimated cost of this project is $2,000,000.

7.2.10 Pavement Preservation 14/32 (PER/Design) (2021)
Project Narrative:
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perform mill and overlay in preparation for construction.
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Project Justification:

SHV Taxiway B has aging and failing asphalt located on the west side as it
approaches

Project Cost:

The estimated cost of this project is $300,000.

7.2.11 Airfield Lighting Rehabilitation – Phase IV (PER/Design) (2021)
Project Narrative:

Airfield lighting system will be assessed and tested. Design documents will be
developed to rehabilitate or replaced the system as needed.

Project Justification:

The airfield lighting system is in need of on-going electrical testing and repair
and the selective upgrade of component upgrade where appropriate,
practicable, and financially feasible. Where appropriate, improvements may
include the change-out of traditional incandescent to LED lighting and
supporting infrastructures to improve life-cycle costs and to reduce long-term
maintenance component mean-time failure rates.

Project Cost:

The estimated cost of this project is $1,000,000.

7.2.12 Airfield Drainage Rehabilitation IV – Construction and CA (2021) –
Package A
Project Narrative:

This project will consist of construction and associated tasks to rehabilitate
airfield drainage system.

Project Justification:

This is Phase IV of an ongoing overall airport drainage improvement program.
Phase IV includes construction and replacement of failing elements of the
current airfield drainage system, including areas where pipes have collapsed,
and preparation of replacing drainage system.

Project Cost:

The estimated cost of this project is $2,000,000.

7.2.13

Obstruction Removal Design (2021)

Project Narrative:

The purpose of this project is to identify any obstructions on or off airport
property to be removed in the future.

Project Justification:

Per FAA guidelines and advisory circulars the sponsor shall insure ongoing
obstructions do not impact the airspace of the airport.

Project Cost:

The estimated cost of this project is $65,000.
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7.2.14 Terminal & Concourse Modernization – ATCT
Environmental Construction Administration (2022)

Design

and

Project Narrative:

The Shreveport Airport Authority (SAA) as part of its planning efforts seeks to
position its commercial airport for growth and to invest in this growth through
the development of infrastructure to handle increased commercial passengers
for the region. Critical to this planning effort is a targeted effort to expand
and/or redevelop its aging terminal facilities. The relocation of the current air
traffic control tower due to the current position prohibits any terminal
expansion.

Project Justification:

The proposed action offers an opportunity to plan for future growth and/or
expansion of terminal facilities by relocating the existing control tower.
Although in 1998 and 1999 the existing concourses were renovated and
connected to a new main terminal building, the two concourses H
configuration, with the control tower inside, dates back to its 1960 design.
These facilities are incredibly inefficient today and do not provide any flexibility
to modify or expand gates or fully utilize the capability of the facility to provide
reliable and competitive passenger service.

Project Cost:

Funds will be banked during this period.

7.2.15 Airfield Lighting Rehabilitation – Phase IV Construction/CA (2022)
Project Narrative:

Airfield lighting will be assessed, tested and rehabilitated or replaced.

Project Justification:

The airfield lighting system is in need of on-going electrical testing and repair
and the selective upgrade of component upgrade where appropriate,
practicable, and financially feasible. Where appropriate, improvements may
include the change-out of traditional incandescent to LED lighting and
supporting infrastructures to improve life-cycle costs and to reduce long-term
maintenance component mean-time failure rates.

Project Cost:

The estimated cost of this project is $1,000,000.

7.2.16 Pavement Preservation 14/32 Construction/CA (2022)
Project Narrative:
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The primary runway at Shreveport Regional Airport is in need of rehabilitation.
Thus, this project will include performing a preliminary engineering report and
design work to perform mill and overlay. The last time the runway underwent a
full reconstruction was in 2011.
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Project Justification:

The pavement is far past its usable life and is showing signs of wear that doesn’t
respond to the preventative maintenance. This project would remove the entire
old pavement and add back a new landing surface.

Project Cost:

The estimated cost of this project is $2,000,000.

7.2.17 Airfield Drainage Rehabilitation IV – Construction and Construction
Administration (2022) – Package B
Project Narrative:

This project will consist of construction and associated tasks to rehabilitate
airfield drainage system.

Project Justification:

This is Phase IV of an ongoing overall airport drainage improvement program.
Phase IV includes construction and replacement of failing elements of the
current airfield drainage system, including areas where pipes have collapsed,
and preparation of replacing drainage system in-kind.

Project Cost:

The estimated cost of this project is $1,000,000.

7.2.18 Obstruction Removal Construction/CA (2022)
Project Narrative:

The purpose of this project is to identify any obstructions on or off airport
property to be removed in the future.

Project Justification:

Per FAA guidelines and advisory circulars the sponsor shall insure ongoing
obstructions do not impact the airspace of the airport.

Project Cost:

The estimated cost of this project is $150,000.
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7.2.19 Terminal & Concourse Modernization – ATCT
Environmental Construction Administration (2023)

Design

and

Project Narrative:

The Shreveport Airport Authority (SAA) as part of its planning efforts seeks to
position its commercial airport for growth and to invest in this growth through
the development of infrastructure to handle increased commercial passengers
for the region. Critical to this planning effort is a targeted effort to expand
and/or redevelop its aging terminal facilities. The relocation of the current air
traffic control tower due to the current position prohibits any terminal
expansion.

Project Justification:

The proposed action offers an opportunity to plan for future growth and/or
expansion of terminal facilities by relocating the existing control tower.
Although in 1998 and 1999 the existing concourses were renovated and
connected to a new main terminal building, the two concourses H
configuration, with the control tower inside, dates back to its 1960 design.
These facilities are incredibly inefficient today and do not provide any flexibility
to modify or expand gates or fully utilize the capability of the facility to provide
reliable and competitive passenger service.

Project Cost:

The estimated cost of this project is $20, 000,000.

7.2.20 Airfield Drainage Rehabilitation IV – Construction and Construction
Administration (2023) – Package C
Project Narrative:

This project will consist of construction and associated tasks to rehabilitate
airfield drainage system.

Project Justification:

This is Phase IV of an ongoing overall airport drainage improvement program.
Phase IV includes construction and replacement of failing elements of the
current airfield drainage system, including areas where pipes have collapsed,
and preparation of replacing drainage system in-kind.

Project Cost:

The estimated cost of this project is $2,000,000.

7.2.21 Concourse C Commercial Ramp Rehab (2024)
Project Narrative:

This project includes the construction and construction administration for the
modernization of the main passenger terminal. During this time the
commercial ramp concrete will be require demolition and reconfiguration to
accommodate the new terminal concourse layout.

Project Justification:

There are three alternatives to be considered to accommodate the new
alternatives. SAA will need to evaluate the needs of the airport in the
foreseeable future to determine which layout best meet the needs at the time.

Project Cost:

The estimated cost of this project is $2,400,000.

Page | 147

Section 7

7.2.22 Airfield Drainage Rehabilitation IV – Construction and Construction
Administration (2024) - Package D
Project Narrative:

This project will consist of construction and associated tasks to rehabilitate
airfield drainage system.

Project Justification:

This is Phase IV of an ongoing overall airport drainage improvement program.
Phase IV includes construction and replacement of failing elements of the
current airfield drainage system, including areas where pipes have collapsed,
and preparation of replacing drainage system in-kind.

Project Cost:

The estimated cost of this project is $2,000,000.
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7.3 Capital Improvement Program (6-10 Years)
The following is a listing of planned and anticipated airport improvement projects that would be
undertaken within the intermediate-term (6 to 10-year) CIP planning period. These projects identify
potential airport improvement items beginning in 2025 and continuing through the 2030. The
development of needed airport facility improvements will continue and the costs presented in the plan
represent ROM cost estimates that serve to support SHV’s Airport Master Plan decision making and
budgeting actions.
Part of the funding for these projects will be programmed and prioritized through coordination with the
FAA AIP and/or through FAA Entitlements and the LaDOTD. Additionally, local funding will be provided
to cover the remaining project needs. The Airport intends to utilize the highest and best uses of FAA
Entitlement money by “banking” the funds for up to three years to provide sufficient funding levels at
time of need.
Project priorities may change, postponing the initiation and/or implementation of improvement project
costs. Although each listed project is currently planned and programmed, certain projects require
phased development, which have potential to extend into the long-term (11-20 year) CIP planning
period.
The cost estimates for this program show yearly project costs and possible sources of funding. The
projected cost for this Intermediate-range CIP which includes engineering services, contingencies, etc.,
is estimated at $32,240,000 (2015 dollars). However, an estimated ROM escalation of 3% per year
would escalate this cost to $37,076,000 (2020 dollars). These estimates are identified in Table 7-2. This
table lists joint federal, state, and airport-funded projects. Proposed improvement items in the 5-year
capital improvement program are graphically illustrated on Figure 7-2.
The following list of airside and landside projects recommended to be completed during the next 5-year
timeframe are described in the following paragraphs which include a project narrative, project
justification statement, and project cost:
7.3.1

Terminal Modernization
Administration (2025)

–

Construction

and

Construction

Project Narrative:

This project includes the construction and construction administration for the
modernization of the main passenger terminal.

Project Justification:

To address the long-term O&M cost issues related to operating the current
facilities, airport staff recognizes the need to reduce the footprint of operating
space in the concourses at SHV. New airline Use and Lease Agreements are
now being proposed to provide the option for airlines to lease Common Use
space at SHV.
In order to reduce operating costs, SHV should consider the option of a
segmented and temporary shift of airline operations onto one of the
concourses. This would require the shift of all airline operations onto one
concourse, including relocation of at least two passenger boarding bridges.

Page | 149

Section 7

With one concourse closed, SHV would have the option to remodel the closed
concourse into a double-loaded design with an expanded and widened
concourse with airline gates on both sides, or a new concourse running
lengthwise parallel to Building A. Either configuration would require changes to
the Transportation Security Administration (TSA) checkpoint from a single
screening lane into multiple lane screening.
The new concourse conceptually could be designed as a two-story structure
with a minimal amount of heated and cooled office space on the lower level for
airline operations and the second floor serving as the concourse, retail and
restaurant operations and airline hold rooms. This concourse is proposed to be
connected to the Administration Building and would provide Common Use
airline gates with new jet bridges.
Once the new concourse is open, the demolition of the now unused concourses
would take place. This plan would provide for increased flexibility of airline
operating areas, potential future expansion opportunities with utilization of
airline aircraft parking aprons on both the north and south ends of the building,
and lowered energy and O&M expenses by reduced the footprint of the
building to be maintained.
Project Cost:

The estimated cost of this project is $6,000,000.

7.3.2

Northeast AOA Perimeter Road – Construction and Construction
Administration (2025)

Project Narrative:

This project includes the construction and construction administration for the
east airfield secure operations area road. During the Construction Phase weekly
inspections will be conducted during construction by Resident Project
Representatives.

Project Justification:

Extending and realigning the existing secure perimeter road at southwest end
of Runway 6/24 will provide enhance safety when conducting airfield
maintenance and daily inspection activities. The realignment will also serve to
eliminating the need to traverse designated airfield movement areas and to
remain beyond the limits of the RSA and the ROFA that extend 1,000 feet
beyond the northeast end of the runway. This project will also include the
required relocation of existing airfield drainage systems, routing and associated
infrastructures.

Project Cost:

The estimated cost of this project is $2,000,000.
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7.3.3

Development of Grass Islands within the General Aviation Apron (2025)

Project Narrative:

This project includes the removal of specific and limited portions of the existing
general aviation apron pavement and the development of grass islands within
those same areas. The location, extent, and shape of the grass islands will be
such that pilots taxiing between the general aviation apron and Runway 6/24
via Taxiways Charlie and/or Delta are required to execute at least two 90degree turns.

Project Justification:

The development of grass islands at the respective apron-edge intersections of
Taxiways Charlie and Delta are required to comply with recommended taxiway
design standards prescribed in FAA Advisory Circular 150/5300-13A, Change 1,
Section 401, paragraph b, (5), (g).

Project Cost:

The estimated cost of this project is $150,000.
7.3.4

Taxiway “E” Extension – Design and Environmental Assessment (2025)

Project Narrative:

This project includes the Environmental Assessment and design for Taxiway
“E”. As part of the design phase, engineering data, field investigations,
coordinate and/or resolve final design matters will be collected. Design plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), Engineer’s Reports and final plans,
specifications and contract documents and permitting application will be
prepared for agency coordination and suitable for advertising for construction
bids. During the Construction Phase weekly inspections will be conducted
during construction by Resident Project Representatives.

Project Justification:

Taxiway “E” is being designed to accommodate phased build-out of General
Aviation facilities and associated aircraft operations. This will also provide
greater flexibility of ATCT’s handling of aircraft operations on Runway 6/24 by
providing a full-length parallel taxiway along the Runway’s south side. This will
serve to reduce the need for multiple runway crossings by taxiing aircraft.
Pending FAA approval, a Documented CATEX is the recommended level of
NEPA documentation associated with the Proposed Project due to potential
impacts on select environmental resources that would be considered to be
temporary in nature given the estimated size and/or duration of the proposed
construction, or less than significant provided the impact is fully documented
and there is an enforceable commitment made to avoid, minimize or mitigate.
Specifically, the Proposed Project intersects surface waters that have been
identified as wetlands by the NWI, which may require formal delineation,
agency consultation and potentially offset/mitigation commitments. The
Proposed Project also occurs in an area designated as 100-year floodplain by
the FEMA.

Project Cost:
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7.3.5
Project Narrative:

Taxiway “B” Design Improvements at Northeast End of Runway 6/24 –
Design and Environmental Due Diligence (2025)

This phase includes the design and environmental due diligence for the
northeast end of Runway 6/24 taxiway improvements and the removal of
existing pavement.
As part of the design phase, engineering data, field investigations, coordinate
and/or resolve final design matters will be collected. Design plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), Engineer’s Reports and final plans,
specifications and contract documents and permitting application will be
prepared for agency coordination and suitable for advertising for construction
bids.
Pending FAA approval, a Documented CATEX is the recommended level of
NEPA documentation associated with the Proposed Project due to potential
impacts on select environmental resources that would be considered to be
temporary in nature given the estimated size and/or duration of the proposed
construction, or less than significant provided the impact is fully documented
and there is an enforceable commitment made to avoid, minimize or mitigate.
Specifically, the Proposed Project intersects surface waters that have been
identified as wetlands by the NWI, which may require formal delineation,
agency consultation and potentially offset/mitigation commitments. The
Proposed Project also occurs in an area designated as 100-year floodplain by
the FEMA.

Project Justification:

Taxiway “B” will be modified at the northeast end of Runway 6/24 to include a
taxiway holding bay and a right-angle intersection to comply with taxiway
design standards identified in AC 150/5300-13A, Change 1, Paragraphs 407 and
412.

Project Cost:

The estimated cost of this project is $400,000.

7.3.6

Taxiway “B” Partial Rehabilitation (3,534’ x 75’) (2025)

Project Narrative:

This project includes the rehabilitation of 3,534 feet of Taxiway “B”.

Project Justification:

Airport Operations staff had been monitoring pavement conditions and advised
that the level of Foreign Object Debris (FOD) being generated by the pavement
is recurring and increasing. A Pavement Condition Index (PCI) Study confirmed
this and using benefit cost analysis it was determined that the 3,534’ x 75’
section would be milled and overlaid while the remaining pavement of Bravo
would be resurfaces with “sealcoat” wearing surface finish.

Project Cost:

The estimated cost of this project is $1,700,000.

Page | 152

Section 7

7.3.7

Taxiway “E” Extension – Construction and Construction Administration
(2025)

Project Narrative:

During the Construction Phase weekly inspections will be conducted during
construction by Resident Project Representatives.

Project Justification:

Taxiway “E” is being designed to accommodate phased build-out of General
Aviation facilities and associated aircraft operations. This will also provide
greater flexibility of ATCT’s handling of aircraft operations on Runway 6/24 by
providing a full-length parallel taxiway along the Runway’s south side. This will
serve to reduce the need for multiple runway crossings by taxiing aircraft.

Project Cost:

The estimated cost of this project is $11,700,000.
7.3.8

Project Narrative:

Taxiway Connector A-1 and A-3 Improvements – Design and
Environmental Due Diligence (2025)

To preclude the capability for pilots to have direct and unrestricted taxi path
access between apron areas and active runways, regardless of an intervening
parallel taxiway the removal and relocation certain taxiways is recommended.
This project includes the demolition and relocation of Taxiway Connector A-1
such that pilots taxiing between the Terminal Apron and Runway 14/32 via
Taxiway Connector A-1 would require pilots to execute at least two 90-degree
turns. For similar reasons this project also includes the demolition and
relocation of Taxiway Connector A-3 such that pilots taxiing between the
Maintenance, Repair, and Overhaul (MRO) facility and Runway 14/32 Taxiway
Connector A-3 would require pilots to execute at least two 90-degree turns.
As part of the design phase, engineering data, field investigations, coordinate
and/or resolve final design matters will be collected. Design plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), Engineer’s Reports and final plans,
specifications and contract documents and permitting application will be
prepared for agency coordination and suitable for advertising for construction
bids.
Pending FAA approval, a CATEX is the recommended level of NEPA
documentation associated with the Proposed Project. There may be potential
impacts on select environmental resources but there is likelihood that these
impacts may be considered temporary and less than significant based on the
scope and duration of the project according to existing FAA implementing
regulations.

Project Justification:

The demolition and relocation of the two respective connector taxiways are
required to comply with recommended taxiway design standards prescribed in
FAA Advisory Circular (AC) 150/5300-13A, Change 1, Section 401, paragraph b,
(5), (g).

Project Cost:

The estimated cost of this project is $520,000.
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7.3.9

Taxiway “B” Design Improvements at Northeast End of Runway 6/24 –
Construction and Construction Administration (2025)

Project Narrative:

During the Construction Phase weekly inspections will be conducted during
construction by Resident Project Representatives.

Project Justification:

Redesign and layout of this terminus and holding bay for this northeast portion
of Taxiway Bravo is needed to comply with recommendation prescribed in FAA
AC 150/5300-13A, Change 1.

Project Cost:

The estimated cost of this project is $2,400,000.
7.3.10 Taxiway Connector A-1 and A-3 Improvements – Construction and
Construction Administration (2025)

Project Narrative:

During the Construction Phase weekly inspections will be conducted during
construction by Resident Project Representatives.

Project Justification:

The demolition and relocation of the two respective connector taxiways are
required to comply with recommended taxiway design standards prescribed in
FAA Advisory Circular 150/5300-13A, Change 1, Section 401, paragraph b, (5),
(g).

Project Cost:

The estimated cost of this project is $520,000.
7.3.11 Former Cargo Apron Connector Taxiway B-2 Pavement Removal (2025)

Project Narrative:

This project includes the removal of the existing B-2 Taxiway Connector locates
at the northwest west end of the former Cargo Apron.

Project Justification:

The demolition of Taxiway Connector B-2 is required to comply with
recommended taxiway design standards prescribed in FAA AC 150/5300-13A,
Change 1, Section 401, paragraph b,(5), (g).

Project Cost:

The estimated cost of this project is $200,000.
7.3.12 AeroPark Site Concept/Development Study (2025)

Project Narrative:

The AeroPark would accommodate existing and anticipated future demand for
aviation-related and airport-compatible aviation-related commercial and
industrial activities. The AeroPark development would occur with existing and
previously disturbed areas of land that are collectively located immediately
adjacent to and are bounded by Taxiway Echo, Challenger Drive, the airport’s
east property boundary and West 70th Street.

Project Justification:

To promote the highest and best use of existing and previously disturbed
airport-owned property within the southeast quadrant, the SAA desires to
develop and commercially promote revenue-generating land uses. It is the
desire of the Airport staff to attract aeronautical and non-aeronautical tenants
to the available 250 acres of land. The area is currently in the process of getting
certified by the State of Louisiana as a premier site.
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Project Cost:

The estimated cost of this project is $200,000.
7.3.13 AeroPark Environmental Assessment (2025)

Project Narrative:

The AeroPark would accommodate existing and anticipated future demand for
aviation-related and airport-compatible aviation-related commercial and
industrial activities. The AeroPark development would occur with existing and
previously disturbed areas of land that are collectively located immediately
adjacent to and are bounded by Taxiway Echo, Challenger Drive, the Airport’s
east property boundary and West 70th Street.

Project Justification:

An EA is the appropriate level of NEPA documentation associated with the
Proposed Project due to potential impacts on select environmental resources.
Specifically, the Proposed Project intersects surface waters that have been
identified as wetlands by the NWI, which may require formal delineation,
agency consultation and potentially offset/mitigation commitments. The
Proposed Project may also impact existing stormwater management by
converting currently pervious surface to impervious surface. Any resulting
changes in stormwater outfalls or discharge volumes may in turn merit creation
of new discharge permits or modification of existing permits. These and other
potential impacts would be fully assessed during completion of the EA.

Project Cost:

The estimated cost of this project is $300,000.
7.3.14 AeroPark Stormwater Design/Mitigation (2025)

Project Narrative:

This project includes a stormwater master plan for the proposed AeroPark
development.

Project Justification:

To reduce potential offsite drainage impacts for the proposed AeroPark
development, a stormwater master plan is recommended for this area. This
plan would: identify existing and proposed drainage patterns, outfalls and
flows, identify floodplains, identify potential stormwater management area
locations, identify access drive culvert sizes, identify potential wetland areas
that may be impacted and provide for early coordination with City and State
regulatory agencies.

Project Cost:

The estimated cost of this project is $750,000.
7.3.15 AeroPark Stormwater Design/Mitigation (2025)

Project Narrative:
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As part of the design phase, engineering data, field investigations, coordinate
and/or resolve final design matters will be collected. Design plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), Engineer’s Reports and final plans,
specifications and contract documents and permitting application will be
prepared for agency coordination and suitable for advertising for construction
bids.
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Project Justification:

These civil engineering efforts are required to deliver the requisite land
platform and supporting infrastructures to accommodate the anticipated
landside and airside aviation-related activities within the AeroPark complex.

Project Cost:

The estimated cost of this project is $1,200,000.
7.3.16 75’ Taxiway from Taxiway “E” – Design and Environmental Due
Diligence (2025)

Project Narrative:

As part of the design phase, engineering data, field investigations, coordinate
and/or resolve final design matters will be collected. Design plans,
specifications, contract documents and detailed construction cost estimates for
award of a construction contract(s), Engineer’s Reports and final plans,
specifications and contract documents and permitting application will be
prepared for agency coordination and suitable for advertising for construction
bids.
An EA is the appropriate level of NEPA documentation associated with the
Proposed Project due to potential impacts on select environmental resources.
Specifically, the Proposed Project intersects surface waters that have been
identified as wetlands by the NWI, which may require formal delineation,
agency consultation and potentially offset/mitigation commitments. The
Proposed Project may also impact existing storm water management by
converting currently pervious surface to impervious surface. Any resulting
changes in storm water outfalls or discharge volumes may in turn merit
creation of new discharge permits or modification of existing permits. These
and other potential impacts would be fully assessed during completion of the
EA.

Project Justification:

This ADG-IV Taxiway is required to provide a direct and efficient airside
connection to the AeroPark complex.

Project Cost:

The estimated cost of this project is $200,000.
7.3.17 75’ Taxiway from Taxiway “E” – Construction and Construction
Administration (2025)

Project Narrative:

During the Construction Phase weekly inspections will be conducted during
construction by Resident Project Representatives.

Project Justification:

This ADG-IV Taxiway is required to provide a direct and efficient airside
connection to the AeroPark complex.

Project Cost:

The estimated cost of this project is $3,000,000.
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Table 7-1: 20-Year Capital Improvement Program – 6-10 Year Planning Period and Development
Projects (2025-2030)
Year Project Description
Terminal Modernization – Construction and
Construction Administration
Northeast
AOA
Perimeter
Road
–
2025 Construction
and
Construction
Administration
Development of Grass Islands Within the
General Aviation Apron
Total Costs 2021 Projects
Taxiway “E” Extension – Design and
Environmental Assessment
Taxiway “B” Design Improvements at
2025 Northeast End of Runway 6/24 – Design and
Environmental Due Diligence
Taxiway “B” Partial Rehabilitation (3,534’ x
75’)
Total Costs 2022 Projects
Taxiway “E” Extension– Construction and
Construction Administration
Taxiway
Connectors
A-1
and
A-3
Improvements – Design and Environmental
2025
Due Diligence
Taxiway “B” Design Improvements at
Northeast End of Runway 6/24 – Construction
and Construction Administration
Total Costs 2023 Projects
Taxiway
Connector
A-1
and
A-3
Improvements
–
Construction
and
2025 Construction Administration
Former Cargo Apron Connector Taxiway B-2
Pavement Removal
Total Costs 2024 Projects
AeroPark Site Concept/ Development Study
AeroPark Environmental Assessment
AeroPark Stormwater Design/Mitigation
AeroPark Civil Engineering and Site
2025 Infrastructure Design
75’ Taxiway from Taxiway “E” – Design and
Environmental Due Diligence
75’ Taxiway from Taxiway “E” – Construction
and Construction Administration

Federal

State

Local

Total Project
Cost Estimate

5,400,000

600,000

0

6,000,000

1,800,000

200,000

0

2,000,000

135,000

15,000

0

150,000

7,335,000

815,000

0

8,150,000

0

1,000,000

0

1,000,000

0

400,000

0

400,000

1,530,000

170,000

0

1,700,000

1,530,000

1,570,000

0

3,100,000

10,530,000

1,170,000

0

11,700,000

0

520,000

0

520,000

2,160,000

240,000

0

2,400,000

0

14,620,000

12,690,000 1,930,000
468,000

52,000

0

520,000

180,000

20,000

0

200,000

648,000
0
0
0

72,000
200,000
300,000
750,000

0
0
0
0

720,000
200,000
300,000
750,000

0

1,200,000

0

1,200,000

0

200,000

0

200,000

2,700,000

300,000

0

3,000,000

0

32,240,000

Total Costs 6-10 Year Projects 24,903,000 7,337,000
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8 PLAN OF FINANCE
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9 APPENDIX
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9.1 SHV Sustainability Management Plan
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9.2 SHV Air Traffic Control Tower Site Selection Report
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9.3 SHV Land Reuse Plan & Part 150 Compatibility Plan
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9.4 SHV Project Consultants/Contractors List:
RW 6/24 & Taxiway C Extension
Consultant: KSA Engineering
Contractor: Best Yet Builders
Airfield Drainage Phase I & II/CIPP
Consultant: AFJM Engineering
Contractor: Best Yet Builders
Airfield Lighting Phase I & II
Consultant: Burns Engineering
Contractor: Ochachta Electric
Terminal Restroom Renovations
Consultant: Steward/Manning Architects
Contractor: ELA Construction
Terminal Wi-Fi Upgrade Study
Consultant: Enterprise Computing Services (ECS)
Contractor: TBD
Airfield Lighting Control Monitoring System
Consultant: Crouse Hinds/Eaton
Contractor: NA
Solar Panel Energy Conservation Program
Consultant: Integrated Power Systems
Contractor: TBD
Consolidated Security Checkpoint
Consultant: Faith Group
Contractor: Whitlock and Shelton
Hangar 40 Roof Replacement
Consultant: iArchitecture
Contractor: Terry’s Roofing
Hangar 40 HVAC & Renovations
Consultant: iArchitects/ Purtle and Associates
Contractor: Reliance
Hangar 5 Renovation
Consultant: Purtle and Associates
Contractor: TBD
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Concourse B Roof Rehabilitation
Consultant: ARMKO
Contractor: Terry’s Roofing
ARFF Roof Rehabilitation
Consultant: ARMKO
Contractor: TBD
Passenger Boarding Bridges
Consultant: Gale Services
Contractor: TBD
Security Enhancement Program Phase II
Consultant: Faith Group
Contractor: Information Technology for People (ITForP)
Part 150 Noise Compatibility Study & Land Reuse Plan
Consultant: Ricondo
Contractor: NA
Sustainability Management Plan & Energy Efficiency Study
Consultant: Sain Engineering/Haley Aldrich/Connico, Inc.
Contractor: NA
Multi-Model Transportation Facility Study
Consultant: Jacobs Daniels
Contractor: NA
iArchitecture/ Terminal Master Service Agreement Consultant
Master Plan Update
Consultant: iArchitecture/Jacobs Daniels
Contractor: NA
Terminal Modernization
Consultant: iArchitecture/Jacobs Daniels
Contractor: TBD
Concession Program
Consultant: iArchitecture/Jacobs Daniels
Contractor: TBD
ATCT Tower Relocation
Consultant: iArchitecture/AJT Engineering
Contractor: TBD
Terminal Awning Rehabilitation
Consultant: iArchitecture/Bill Gary
Contractor: TBD
Space Study Program
Consultant: iArchitecture/Bill Gary
Contractor: NA
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KSA/Drainage Phase III - Master Service Agreement Consultant
KSA/Capital Improvement Program Master Service Agreement Consultant
Taxiway B & GA Taxilanes EJK Rehabilitation
Consultant: KSA
Contractor: TBD
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