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laid plans can change due to changing 
environments.  As such, it is impor-
tant to note that this plan does not 
preclude future changes and/or re-
finements.  Moreover, the City of Paris 
and/or TxDOT are not bound to com-
pleting this plan.  As has been out-
lined in previous chapters, this plan-
ning effort calls for development ac-
cording to a demand driven schedule.   
Future demand factors will serve to 
justify capital expenditures for both 
airside and landside facilities.  Ulti-
mately, if the demand does not mate-
rialize, those funds will not need to be 
expended.    
 
 
AIRSIDE DEVELOPMENT PLAN 
 
Airside components include the run-
ways, parallel and connecting tax-
iways, lighting and marking aids, na-
vigational aids, and imaginary surfac-
es which help provide a safe operating 
environment for aircraft as well as 
persons and property on the ground.  
The major airside issues addressed in 
the Master Plan Concept include the 
following: 
 
 Upgrade Runway 17-35 to Airport 

Reference Code (ARC) C/D-II de-
sign standards; 

 
 Adhere to appropriate safety de-

sign standards on Runway 17-35; 
 
 Ultimate closure and removal (if 

necessary and/or prudent) of 
crosswind Runway 3-21; 

 
 Relocate the Runway 14 threshold 

280 feet southeast in order to pro-

vide appropriate safety measures 
associated with holdlines; 

 
 Construct additional taxiways and 

realign existing taxiways asso-
ciated with Runways 17-35 and 14-
32; 

 
 Improve instrument approach pro-

cedures on all runway ends; 
 

 Acquire land for approach protec-
tion; 

 
 Decrease the width of Runways 17-

35 and 14-32 to 100 feet and 75 
feet, respectively; 

 
 Upgrade runway lighting and vis-

ual approach aids; 
 

 Strengthen Runway 17-35 to 
60,000 pounds single wheel loading 
(SWL) and Runway 14-32 to 30,000 
pounds SWL. 

 
 
Airfield Design Standards 
 
As a federally obligated airport (the 
result of accepting federal grant fund-
ing), Cox Field Airport must comply 
with Federal Aviation Administration 
(FAA) design and safety standards.  
As discussed previously in Chapters 
Three and Four, FAA design criterion, 
categorized by ARC, is a function of 
the critical design aircraft’s approach 
speed, wingspan, and/or tail height, 
and in some cases, the runway ap-
proach visibility minimums.  The criti-
cal design aircraft is defined as the 
most demanding aircraft or “family” of 
aircraft which regularly uses the air-



 5-3 DRAFT 

port.  TxDOT defines regular use as at 
least 250 annual operations. 
 
Cox Field Airport is used by a wide 
range of aircraft.  These aircraft in-
clude, at a minimum, single and mul-
ti-engine piston aircraft within ARCs 
A-I and B-I, turboprop aircraft within 
ARCs B-I and B-II, and business jet 
aircraft within ARCs B-I through D-
III.   
 
As detailed in Chapter Three, a large 
majority of aircraft that utilize the 
airport fall within ARCs A-I, B-I, and 
B-II.  Aircraft in ARCs C-I through D-
III are the most demanding aircraft to 
utilize the airport in terms of ap-
proach speed and wingspan; however, 
these aircraft groupings currently do 
not conduct at least 250 annual opera-
tions at the airport for them to be con-
sidered the critical aircraft according 
to TxDOT standards.  As a result, it 
has been determined that the current 
critical aircraft falls in ARC B-II and 
airfield design standards should be 
met accordingly. 
 
The Master Plan anticipates that Cox 
Field Airport will transition to ARC 
C/D-II during the course of the plan-
ning period as the future based air-
craft and transient aircraft fleet mix is 
expected to include larger and more 
sophisticated aircraft.  Analysis in 
previous chapters indicated that the 
runways at Cox Field Airport are ex-
pected to serve different types of air-
craft; therefore, an ARC has been as-
signed separately for each runway and 
used in the development and ultimate 
Master Plan Concept.  As the primary 
runway at the airport, Runway 17-35 
will serve the needs of all aircraft ex-

pected to utilize the airport.  For this 
reason, it is planned for the most de-
manding ARC C/D-II standards.  It 
was determined that crosswind Run-
ways 14-32 and 3-21 need only to con-
form to ARC B-II design standards.   
 
Upgrading to ARC C/D-II design stan-
dards will allow the airport to accom-
modate a large range of jet aircraft on 
the market today while ensuring the 
safety of these operations.  Moreover, 
meeting these design requirements 
will ensure that the airport is well po-
sitioned to remain competitive for avi-
ation-related development and those 
businesses which have aviation needs.   
 
The following sections summarize air-
side development recommendations as 
depicted on Exhibit 5A.  It is impor-
tant to note that the recommended 
concept provides for anticipated facili-
ty needs over the next 20 years, as 
well as establishing a vision and direc-
tion for meeting facility needs beyond 
the planning period of this Master 
Plan. 
 
 
 Upgrade Runway 17-35 to ARC 

C/D-II design standards 
 
Forecast operations at Cox Field Air-
port include an increase in turboprop 
and jet aircraft utilizing the airport.  
Several local corporations currently 
utilize the airport via large jet aircraft 
such as the Gulfstream V.  Some of 
the larger jet aircraft that are forecast 
to utilize the airport on a more fre-
quent basis have higher approach 
speeds than the current critical air-
craft operating at the airport.  The 
higher approach speeds of these air-
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craft are expected to have the poten-
tial of changing the critical aircraft 
designation for the airport.   
 
Should aircraft in ARC C/D-II begin to 
utilize the airport on a frequent basis, 
Runway 17-35 will need to conform to 
ARC C/D-II design standards.  This 
will require meeting FAA design stan-
dards which call for a larger runway 
safety area (RSA) and object free area 
(OFA).  The airport is in good position 
for this transition from the standpoint 
that the ultimate RSA and OFA are 
located entirely on airport property; 
however, the ultimate RSA and OFA 
adjacent to the south end of Runway 
17-35 is currently obstructed by trees 
and the Little Sandy Creek.  On the 
north side of Runway 17-35, the ulti-
mate OFA is obstructed by trees and 
fencing.  Further discussion regarding 
these obstructions will be addressed in 
the next section.   
 
 
 Adhere to appropriate safety 

design standards on Runway 
17-35 

 
The Master Plan Concept considers 
the RSA and OFA deficiencies adja-
cent to the north and south sides of 
Runway 17-35.  As previously dis-
cussed, the FAA requires the RSA to 
be cleared and graded; drained by 
grading, culverts, or piping; capable of 
accommodating the design aircraft 
and fire and rescue vehicles; and free 
of obstacles not fixed by navigational 
purpose.  The OFA must provide 
clearance of all ground-based objects 
protruding above the RSA edge eleva-
tion, unless the object is fixed by func-
tion serving air or ground navigation.  

Runway 17-35 currently serves air-
craft in ARC B-II with a not lower 
than ¾-mile visibility minimum ap-
proach.  Based on these factors, the 
existing RSA and OFA conform to de-
sign standards as the requisite areas 
are free of obstructions.   
 
As the airport transitions to ARC C/D-
II, the RSA will widen to 250 feet each 
side of the runway centerline and ex-
tend 1,000 feet beyond each runway 
end.  Furthermore, the OFA will wi-
den to 400 feet each side of the run-
way centerline and also extend 1,000 
feet beyond each runway end.  When 
this occurs, improvements will be 
needed for areas adjacent to the north 
and south sides of Runway 17-35 as 
highlighted on Exhibit 5A.   On the 
south and southwest sides of the run-
way, improvements to the RSA would 
include tree clearing and grading. 
Removal of trees within certain por-
tions of the OFA would also be needed 
in this area.  Adjacent to the north 
side of Runway 17-35, fencing and 
brush/trees would need to be removed 
from within the expanded OFA. 
 
 
 Ultimate closure and removal 

of Runway 3-21 
 
As previously discussed, Cox Field 
Airport is served by three runways.  
Due to operational and capital costs of 
maintaining airfield pavements, the 
FAA and TxDOT will only participate 
in grant funding assistance for im-
provements deemed justifiable and/or 
necessary.  Three runways at the air-
port are not needed to meet safety re-
quirements or to satisfy airfield capac-
ity.   
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Analysis in Chapter Three indicated 
that primary Runway 17-35 falls short 
of meeting the 95 percent crosswind 
coverage that the FAA generally re-
quires for a single runway system.  As 
a result, at least one crosswind run-
way could be eligible for federal and/or 
state funding assistance.   
 
Exhibit 5A depicts the ultimate clo-
sure and removal of Runway 3-21 at 
Cox Field Airport.  In doing so, cross-
wind Runway 14-32 would be main-
tained as the only crosswind runway 
at the airport.  When combined with 
primary Runway 17-35, these two 
runways provide at least 98 percent 
coverage for all crosswind components, 
which exceeds the FAA requirement.  
Furthermore, the closure of Runway 3-
21 would allow a large area of vacant 
land on the southeast side of the air-
port that could be utilized for landside 
development.   
 
It should be noted that although the 
Master Plan is calling for the ultimate 
closure of Runway 3-21, it does not 
propose that this will occur in the near 
future.  This runway could remain op-
erational until its useful life, safety of 
operations, or limited financial re-
sources dictate closure.  As illustrated 
on the Master Plan Concept, the re-
moval of all pavement associated with 
Runway 3-21 is ultimately considered 
so as to minimize airfield confusion 
and maximize the potential for land-
side development in this area.  Moreo-
ver, airports have successfully re-used 
closed pavement sections as base ma-
terials for new pavement improve-
ments.  The extent to which pavement 
would be physically removed could de-
pend on funding assistance and the 

magnitude of landside development on 
the southeast side of the airport.  Re-
moval of the pavement is not required 
and many airports have the remains 
of long closed runway pavements.  The 
plan proposes the pavement removal; 
however, it is fully understood that 
the execution of such may not occur 
due to funding limitations.    
 
 
 Relocate the Runway 14 thre-

shold 280 feet southeast in or-
der to provide appropriate 
safety measures associated 
with holdlines and safety areas 

 
Analysis in the previous chapter out-
lined the required distances for hol-
dline placement on Runways 17-35 
and 14-32.  ARC B-II runway design 
requires holdlines to be placed 200 
feet perpendicular to the runway cen-
terline.  This standard currently ap-
plies to all runways at Cox Field Air-
port.  All holdlines located on taxiways 
west of Runway 17-35 and on Taxiway 
B east of the runway are set 250 feet 
from the runway centerline.  This ex-
ceeds the current standard and meets 
the standard for ARC C-II.  In order to 
meet ARC D-II standards, the hol-
dlines would need to be located an ad-
ditional five feet from the runway cen-
terline, as ultimately depicted on Ex-
hibit 5A, extending to 255 feet from 
the runway centerline. 
 
The access taxiways leading east from 
Runway 17-35 to the Runways 3 and 
14 thresholds, however, are set 175 
feet from the Runway 17-35 center-
line.  The holdlines are placed so as to 
provide 200 feet separation from each 
crosswind runway threshold, which 
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meets standard.  In doing so, however, 
they are located too near Runway 17-
35, which would result in aircraft 
holding on the access taxiways to be 
located within the ultimate Runway 
17-35 RSA.  This scenario would likely 
deny any improved instrument ap-
proach procedures to the primary 
runway and could even serve as a de-
triment to existing approaches. 
 
As a result, the Master Plan Concept 
calls for relocating the Runway 14 
threshold 280 feet southeast in order 
to provide adequate space for holdlines 
associated with Runways 17-35 and 
14-32 while also providing adequate 
space for aircraft to hold between both 
holdlines.  In doing so, the overall 
length of Runway 14-32 would be 
shortened to 4,344 feet, which still 
could adequately serve aircraft opera-
tions associated with the crosswind 
runway.  It should be noted that a 
similar scenario would apply to the 
Runway 3 threshold on the south side 
of the airport.  In this case, the Run-
way 3 threshold would need to be relo-
cated 300 feet northeast in order to 
satisfy holdline requirements; howev-
er, due to the development plan call-
ing for the ultimate closure of Runway 
3-21, this concept is not depicted. 
 
 
 Construct additional taxiways 

and realign existing taxiways 
associated with Runways 17-35 
and 14-32 

 
In order to support a relocated thre-
shold on Runway 14, the Master Plan 
Concept calls for removing the existing 
taxiway that traverses east of Runway 
17-35 connecting to the Runway 14 

end and constructing a new taxiway 
approximately 200 feet south.  In 
doing so, a portion of the acute angled 
Taxiway A1 on the west side of Run-
way 17-35 will need to be reconfigured 
as proposed.   
 
The extension of parallel Taxiway A 
approximately 1,400 feet to the south 
is also called for in the development 
plan so as to provide a full-length pa-
rallel taxiway serving Runway 17-35.  
Extending the taxiway south to the 
Runway 35 threshold will improve air-
field efficiency and safety and is re-
quired in order for the runway to be 
served by a precision approach with 
lower than ¾-mile visibility mini-
mums.  In fact, FAA standards call for 
a parallel taxiway prior to providing 
approach minimums below one mile.  
Obviously, the FAA did not penalize 
the existing approach to Runway 35; 
however, the FAA will not likely ap-
prove any lower approach minimums 
without this improvement.  Prior to 
constructing this taxiway, improve-
ments would be needed in this area 
involving removing trees, drainage 
improvements, and grading associated 
terrain. 
 
Additional taxiway improvements as 
depicted on Exhibit 5A include the 
removal of the existing acute angled 
taxiway currently located 800 feet 
north of the Runway 35 threshold.  
The plan calls for realigning this tax-
iway perpendicular to Runway 17-35 
and relocating the taxiway exit to a 
distance of 1,400 feet from the Run-
way 35 threshold.  This alignment bet-
ter serves the existing four-box visual 
approach slope indicators (VASI-4s) 
serving Runway 35.  This project 
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would not be prudent and/or feasible 
until Runway 3-21 is closed. 
 
 
 Improve instrument approach 

procedures on all runway ends 
 
There are currently three published 
instrument approach procedures serv-
ing Cox Field Airport, with one serv-
ing Runway 17 and two serving Run-
way 35.  Where possible, approach 
minimums should be as low as prac-
tical considering safety and financial 
constraints.  Lower approach mini-
mums and/or straight-in instrument 
approach procedures could prevent 
aircraft from having to divert to 
another airport when visibility and 
cloud ceilings are lower than currently 
provided, which can cause financial 
hardship for the operator, on-airport 
businesses, and the City.   
 
The Master Plan Concept calls for ad-
ditional straight-in instrument ap-
proaches to Runway 17-35 at the air-
port that would allow for visibility mi-
nimums as low as ½-mile and cloud 
ceilings as low as 200 feet above 
ground level (AGL).  The installation 
of a medium intensity approach light-
ing system with runway alignment in-
dicator lights (MALSR) is required to 
achieve these visibility minimums and 
cloud ceiling requirements.  Further 
engineering analysis would be needed 
to determine the location of a MALSR 
on either runway end.   
 
While the proposed plan considers im-
plementing these approaches and a 
MALSR on both ends of Runway 17-
35, it is unlikely that both ends will 

receive funding for MALSR improve-
ments unless demand dictates.  How-
ever, given the large aircraft that cur-
rently use and are forecast to increa-
singly use the airport, prudent plan-
ning should outline this potential.  
Without planning, the projects would 
not be eligible for funding assistance 
in the future. 
 
Straight-in instrument approaches 
serving each end of Runway 14-32 are 
also called for on the development 
plan.  In the event that Runway 17-35 
were to be closed for emergency and/or 
maintenance reasons, Runway 14-32 
would be the only available means for 
aircraft to access the airport.  Thus, it 
is important that this runway be ac-
cessible at all times.  The plan propos-
es each end of Runway 14-32 support 
an instrument approach with visibility 
minimums not lower than ¾-mile.   
 
As discussed in previous chapters, a 
large majority of new instrument ap-
proach procedures are being developed 
with global positioning system (GPS) 
technologies.  With the development of 
the Wide Area Augmentation System 
(WAAS), a GPS WAAS approach pro-
vides for both course and vertical na-
vigation, similar to a traditional in-
strument landing system (ILS) preci-
sion approach.  As WAAS continues to 
be upgraded and the Local Area Aug-
mentation System (LAAS) is imple-
mented, precision approaches similar 
to an ILS should become available for 
Cox Field Airport via GPS.  The LAAS 
enhancement serves to further im-
prove the GPS data, making it more 
precise and in-line with current ILS 
standards.   
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Currently, a localizer performance 
with vertical guidance (LPV) ap-
proach, which can only be flown with 
WAAS capability, is offered at Cox 
Field Airport and provides for visibili-
ty minimums not lower than ¾-mile 
on Runway 35.  Planning considers all 
straight-in instrument approaches at 
the airport to utilize GPS WAAS and 
LAAS capabilities.  Future analysis 
completed by the FAA separate from 
this study will determine the types of 
instrument approach procedures and 
corresponding minimums that could 
serve the airport. 
 
Generally, an approach providing not 
lower than ¾-mile visibility mini-
mums has required the installation of 
an abbreviated approach lighting sys-
tem such as a medium intensity ap-
proach lighting system (MALS).  The 
FAA has, however, been approving 
more of these approaches without the 
installation of an approach lighting 
system.  This plan does not include the 
installation of an approach lighting 
system for the crosswind runway as 
funding assistance would not be likely.  
As a result, the minimums proposed 
would only be attained if the FAA ap-
proves. 
 
 
 Acquire land for approach pro-

tection 
 
With the onset of improved instru-
ment approach procedures to Runways 
17-35 and 14-32, the proposed runway 
protection zones (RPZs) will further 
expand to include areas outside exist-
ing airport property.  As depicted on 
Exhibit 5A, 51.9 acres is planned for 
fee simple property acquisition on the 

south side of the airport extending to 
U.S. Highway 271.  This acquisition 
would secure not only the land within 
the ultimate RPZ, but also the land 
necessary to install the MALSR.  Cur-
rent land use in this area is dedicated 
for agricultural purposes in the form 
of farmland.  Other areas are vacant 
and associated with Little Sandy 
Creek.  It should be noted that an avi-
gation easement currently exists over 
11.9 acres of this area which allows 
control of designated airspace rights.  
While this type of land control can be 
effective, fee simple acquisition is the 
preferred alternative by the FAA and 
TxDOT. 
 
The ultimate RPZ associated with a ¾-
mile visibility instrument approach 
procedure on Runway 32 also extends 
outside existing airport property and 
encompasses approximately 4.1 acres 
of agricultural-related farmland.  The 
development plan calls for the airport 
to acquire control of this property by 
means of fee simple property acquisi-
tion.  This proposed acquisition, how-
ever, would only be needed if Runway 
32 were served by an approach having 
¾-mile visibility minimums. 
 
 
 Decrease the width of Runways 

17-35 and 14-32 to 100 feet and 
75 feet, respectively 

 
The critical design aircraft and ap-
proach visibility minimums determine 
runway width requirements as set 
forth by the FAA.  The existing critical 
design aircraft for Runway 17-35 falls 
within ARC B-II and the lowest visi-
bility minimum provided is ¾-mile as-
sociated with the GPS LPV instru-
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ment approach procedure.  The mini-
mum runway width standard for these 
conditions is 75 feet.  Future planning 
considers an ARC C/D-II runway 
served by ½-mile visibility approach 
minimums, in which a width of 100 
feet is required.  The current width of 
Runway 17-35 is 150 feet, which ex-
ceeds the existing and ultimate re-
quirements set forth by the FAA.  As 
such, the development plan supports 
an ultimate width of 100 feet on Run-
way 17-35.  In fact, the width of Run-
way 17-35 will be narrowed to 100 feet 
in a project currently under design for 
execution in 2011.   
 
Both of the crosswind runways at Cox 
Field Airport are also currently 150 
feet wide.  The FAA calls for a runway 
width of 75 feet to meet ARC B-II 
standards for visual runways and 
runways served by an instrument ap-
proach procedure with not lower than 
¾-mile visibility minimums.  As a re-
sult, the Master Plan Concept 
presents the ultimate crosswind Run-
way 14-32 as 75 feet wide.   
 
 
 Upgrade runway lighting and 

visual approach aids 
 
Currently, Runway 14-32 is not 
equipped with medium intensity run-
way lighting (MIRL), which limits its 
use to daytime operations only.  MIRL 
would provide pilots with positive 
identification of the runway and its 
alignment during nighttime and/or 
poor visibility conditions.  Further-
more, during these times if Runway 
17-35 would be closed for maintenance 
or emergencies, MIRL serving Runway 
14-32 would allow the airport to re-

main open.  As a result, MIRL has 
been planned for Runway 14-32 dur-
ing the long term planning period of 
this study.   
 
The Master Plan Concept includes the 
installation of runway end identifica-
tion lights (REILs) on each end of 
Runway 14-32.  This will provide pi-
lots with the improved ability to dis-
tinguish the runway ends during 
nighttime conditions.  REILs should 
be considered for all lighted runway 
ends not planned for a more sophisti-
cated approach lighting system.  As a 
result, REILs are recommended on 
Runway 14-32 in the event that MIRL 
is implemented.  Given that the devel-
opment plan depicts the installation of 
a MALSR on each end of Runway 17-
35, REILs are not planned for these 
runway ends.  It should be noted that 
REILs are low priority projects in 
TxDOT’s funding mechanism, and 
funding for these units may not be 
forthcoming.  Moreover, the design of 
a REIL to Runway 14 would require 
the use of shielding so as to not impair 
a pilot’s visual acuity while approach-
ing and landing on Runway 17.  
 
Runway 17-35 is currently served with 
visual approach aids in the form of a 
four-box precision approach path indi-
cator (PAPI-4) on Runway 17 and a 
VASI-4 on Runway 35.  Two-box PA-
PIs should be installed on each end of 
Runway 14-32 to further enhance air-
field operational efficiency and safety. 
 
 
 Strengthen Runway 17-35 to 

60,000 pounds SWL and Run-
way 14-32 to 30,000 pounds 
SWL 
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The current strength rating on Run-
ways 17-35 and 14-32 are 30,000 
pounds SWL and 26,000 SWL, respec-
tively.  The recommended develop-
ment plan includes improving pave-
ments on Runway 17-35 to obtain an 
ultimate SWL of 60,000 pounds and 
Runway 14-32 to obtain an ultimate 
SWL of 30,000 pounds.  This will meet 
the demands of future critical design 
aircraft within ARC C/D-II on Runway 
17-35 and ARC B-II on Runway 14-32.   
 
 
LANDSIDE DEVELOPMENT 
PLAN 
 
Landside components include aircraft 
storage hangars, aircraft parking 
aprons, hangar and apron access tax-
iways and taxilanes, fuel storage facil-
ities, terminal areas, and vehicle park-
ing lots which help provide the inter-
face between air and ground transpor-
tation modes.  Also, Cox Field Air-
port’s expansive property bounds offer 
the opportunity for non-aviation re-
lated development which would en-
hance the airport’s financial position.  
The primary goal of landside facility 
planning is to provide adequate air-
craft storage space to meet the fore-
cast need, while also maximizing op-
erational efficiencies and land uses.  
Achieving this goal yields a develop-
ment scheme which segregates air-
craft users (large vs. small aircraft). 
 
The landside plan for Cox Field Air-
port has been devised to efficiently ac-
commodate potential aviation demand 
and provide revenue enhancement

possibilities by designating the use of 
certain portions of airport property for 
aviation and non-aviation develop-
ment.  Future construction of landside 
facilities is anticipated to be done 
through a combination of private and 
public investments. 
 
The development of landside facilities 
will be demand-based.  In this man-
ner, the facilities will only be con-
structed if required by verifiable de-
mand.  For example, aircraft storage 
hangars will be constructed only if 
new based aircraft owners desire en-
closed aircraft storage.  The landside 
plan is based on projected needs that 
can change over time.  The landside 
plan is developed with flexibility in 
mind to ensure the orderly develop-
ment of the airport should this de-
mand materialize.  
 
The following list includes the major 
considerations for landside improve-
ments at Cox Field Airport throughout 
the planning period.  Exhibit 5A de-
picts the recommended landside de-
velopment plan for the airport. 
 
 Construct additional aircraft sto-

rage hangars; 
 
 Extend aircraft access at the air-

port farther west, providing for ad-
ditional aviation development 
should demand dictate; 

 
 Expand aviation support facilities 

in the form of additional fuel sto-
rage capacity; 
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 Designate non-aviation develop-
ment areas on the airport in the 
form of industrial and/or commer-
cial land uses to further enhance 
potential revenues; 

 
 Identify existing airport property 

on the east side of Runway 17-35 
for future development. 

 
 

Hangars and Aviation 
Development Areas 
 
The Master Plan Concept shows the 
location for potential hangar develop-
ment at the airport.  Table 5A 
presents the existing and ultimate air-
craft storage hangar area as deter-
mined previously in Chapter Three. 

TABLE 5A  
Hangar Space Planned  
Cox Field Airport  

  

Current 
Supply 

Estimate 

20-Year 
Supply 

Forecast 

Total 
20-Year 
Needed 

Provided 
In 

Master Plan 

Based Aircraft 56 83 27   

Hangar Area Requirements         
Total Hangar Storage/Maintenance Area 
(square feet) 117,250 147,025 29,775 172,400 

Source: Coffman Associates analysis         

 
 
As can be seen from the table, the 
Master Plan Concept provides approx-
imately 172,400 square feet of addi-
tional hangar storage space.  The need 
over the next 20 years is estimated at 
29,775 square feet should demand for 
based aircraft and annual aircraft op-
erations grow according to the fore-
casts presented in Chapter Two.  It 
should be noted that this includes 
space for aircraft storage and main-
tenance activities.  Therefore, the 
hangar layout presented represents a 
vision for the airport that extends 
beyond the scope of this Master Plan.  
The reason for this is to provide air-
port decision-makers with dedicated 
areas on the airport that should be re-
served for certain hangar types.   
 
In order for the hangar development 
to occur as illustrated on the Master

Plan Concept, the existing taxiway ex-
tending west from the main aircraft 
parking apron must be extended 
farther west to provide aircraft access 
to these development areas.  As pro-
posed, five separate executive-style 
hangars intended for private aircraft 
owners and/or aviation businesses and 
six storage hangars that could provide 
aircraft storage space similar to a T-
hangar or box hangar are located im-
mediately adjacent to the taxiway ex-
tension.  The plan also proposes a tax-
iway extending north from this area to 
provide access to a new hangar devel-
opment area.  The taxiway would al-
low access to additional executive-
style hangars and T-hangar or box 
hangars.  The hangars would each be 
provided their own apron area and 
access taxilane leading to the main 
taxiway. 
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As already mentioned, the proposed 
development called for on the Master 
Plan Concept would be provided 
access to the airfield from the same 
taxiway currently connecting to the 
main aircraft parking apron.  The 
primary reason for the singular tax-
iway access is that Little Sandy Creek 
traverses north to south through this 
area and, in essence, serves as a phys-
ical barrier between the existing ter-
minal area and hangar development to 
the west.  Given the significant envi-
ronmental and construction costs that 
would be associated with extending a 
new taxiway over the creek, the devel-
opment plan maximizes vacant space 
to the west of Little Sandy Creek in 
order to provide the airport with a 
more cost-effective layout to meet fu-
ture aviation demand, and in doing so, 
utilizes the existing taxiway that 
crosses the creek.  
 
With this being said, however, the 
construction of a new taxiway farther 
north that would connect Taxiway A 
to potential development west of Little 
Sandy Creek is proposed, as presented 
on Exhibit 5A.  Significant aviation 
demand at the airport would have to 
occur in order to warrant justification 
for this taxiway, which most likely 
would occur well beyond the 20-year 
planning period of this study.  None-
theless, it does provide the City of Par-
is with a vision for the continued de-
velopment of aviation-related facilities 
on the west side of the airport. 
 
In order to better segregate aircraft 
and vehicle activities, the Master Plan 
Concept calls for separate roadway 
access leading to proposed aviation 
development.  An access road extend-

ing east from Airport Road would pro-
vide dedicated vehicle access to the 
hangar areas.   
 
Also included on the development plan 
are two large areas dedicated for avia-
tion-related development on the west 
side of the airport.  North of the cur-
rent terminal area are approximately 
63 acres of airport property that could 
accommodate a variety of aviation ac-
tivities.  Moving farther south, across 
from Collier Drive, are an additional 
62 acres of existing property designed 
for aviation development.  Significant 
improvements will be needed for the 
utilization of these areas to include 
site preparations, taxiway and road-
way access, and utility extensions.  
Careful consideration should be given 
regarding the implementation of stag-
ing projects in these areas, which most 
likely will occur beyond the long term 
planning period of this Master Plan.  
While the recommended development 
plan designates the use of these areas 
for aviation-related activities, actual 
demand will dictate the timeline for 
future development. 
 
 
Aviation Support Facilities 
 
Currently, there is one fuel farm at 
the airport that consists of two under-
ground storage tanks: one dedicated 
for Avgas and one for Jet A fuel.  Both 
storage tanks have a capacity of 
10,000 gallons.  Future aircraft opera-
tional levels could warrant the need 
for additional fuel storage capacity 
during peak periods, especially in the 
form of Jet A fuel.  As a result, the ex-
pansion of the existing fuel farm to in-
clude the addition of 10,000 gallons of 
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additional capacity for Jet A fuel sto-
rage is planned.   
 
 
West-side Non-Aviation 
Development Parcels 
 
The Master Plan Concept also re-
serves land on the west side of the 
airport for non-aviation uses that 
could support commercial and/or in-
dustrial development.  These types of 
land use would be compatible with 
aviation activities conducted at the 
airport.  Two separate areas are de-
picted on the development plan, one 
comprising 42 acres and the other 92 
acres.  Located adjacent to Airport 
Road/FM Road 1508, these areas are 
provided direct access to desirable 
roadway infrastructure capable of 
handling large-scale commer-
cial/industrial uses.  Improved auto-
mobile access and utility infrastruc-
ture within these areas would be 
needed in order to accommodate non-
aviation land uses which could further 
enhance airport revenue support.  
 
 
East Landside Plan 
 
Given the significant amount of prop-
erty at Cox Field Airport, there is a 
large area of vacant land east of the 
existing runway system.  Agricultural-
related activities are currently being 
conducted over portions of these areas.  
As previously discussed, the develop-
ment plan depicts the closure and re-
moval of Runway 3-21, which would 
ultimately create even more developa-

ble property on the east side of the 
airport.  While forecast aviation de-
mand is expected to be met on the 
west side of the airport through the 
planning period of this study, the 
Master Plan Concept designates over 
700 acres of property for future avia-
tion and non-aviation related devel-
opment on the east side of the airport.   
 
Extensive utility infrastructure, tax-
iway construction, and vehicle access 
would be needed to prepare the east 
side of the airport for any type of de-
velopment.  As depicted on Exhibit 
5A, a roadway extending north from 
U.S. Highway 271 could provide access 
to the southern portion of this devel-
opment area.  Due to the location of 
crosswind Runway 14-32, access to the 
aviation and non-aviation develop-
ment areas comprising the northeast 
portion of Cox Field Airport could be 
obtained via FM Road 2121. 
 
 
SUMMARY 
 
The recommended Master Plan Con-
cept is designed to assist in making 
decisions on the future growth and de-
velopment of Cox Field Airport.  Flex-
ibility will be very important to future 
development at the airport, as activity 
may not occur as predicted.  The rec-
ommended plan provides the airport 
stakeholders with a general guide 
that, if followed, can maintain the air-
port’s long term viability and allow the 
airport to continue to provide air 
transportation service to the region. 


