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CHAPTER 1  Airport Master Plan 

      Update Summary  
 

 

 

  

1.0 OVERVIEW 

  

On August 24, 2005, the Defense Base 

Realignment and Closure Commission 

voted to close Naval Air Station 

Brunswick (NASB) located in Brunswick, 

Maine, and move its aircraft operations to 

Jacksonville, Florida.  NASB was officially 

decommissioned at the conclusion of an 

on-site ceremony on May 31, 2011.  The 

responsibility for redeveloping NASB was 

assigned to the Midcoast Regional 

Redevelopment Authority (MRRA), which 

was created by an act of the Maine 

legislature to implement the 

redevelopment plans for the base and to 

provide management of the property. 

 

During its tenure as a Naval Air Station, the airport had developed extensive facilities and 

equipment.  Although many buildings remain, some of the facilities simply do not meet the 

needs of a civilian field.  Some of the equipment has either been removed or is considered 

not suitable.   

 

The new civil field, Brunswick Executive Airport (BXM), was left with an abundance of 

essential airport infrastructure when the field was transferred via a Public Benefit 

Conveyance (PBC).  Some of those facilities are excess to the needs of the current general 

aviation user and will not be needed based on expected future demand.  Examples of some 

of the extra facilities include the former Navy jet fuel farm as well as an almost new air traffic 

control tower and excess concrete apron and ramp.  Additional assets that are either in the 

process of being modified to suit the new civil purpose of the field or those that need to be 

budgeted for modification in the future are discussed later in this report.  

 

Brunswick Executive Airport 

Brunswick, Maine 
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2.0 PURPOSE OF STUDY 

 

Although the various elements of this study have evolved, the overall objective has 

remained constant.  The purpose of this study is to provide MRRA with guidance for future 

airport developments that will meet the most likely aviation demand while encouraging 

community participation and environmental compatibility in cooperation with the safety and 

design standard requirements of the Federal Aviation Administration (FAA) and Maine 

Department of Transportation – Mobility Management Division, Bureau of Transportation 

Systems Planning (MaineDOT).  This study builds on information from previous studies, 

updates pertinent information when necessary, and makes assumptions based on 

professional aviation expectations with assistance from stakeholders.  Ultimately, this study 

serves as a useful and flexible tool for MRRA in the development of facilities at BXM. 

 

At the onset of this project, stakeholders agreed that flexibility within the scope of work’s 

elements was critical and necessary to its success.  This report is not a comprehensive 

Airport Master Plan, rather a ‘nuts and bolts’ development plan intended to guide MRRA 

regarding the most effective use of Military Airports Program resources for the next 5 years.   

 

 

3.0 AIRPORT LAYOUT PLAN UPDATE 

 

The Airport Layout Plan Update (ALPU) in essence acts as a graphic inventory effort.  The 

illustrations, provided as Appendix A to this report, provide a visual representation of 

current BXM facilities as well as anticipated developments for the next five years.  The future 

developments depicted on the ALPU were determined as the result of this and previous 

studies conducted for BXM.   

 

 

4.0 CAPITAL IMPROVEMENT PLAN / DEVELOPMENT PLAN 

 

A staging plan and a financial plan are required to achieve the development plan identified 

on the ALPU.  The staging plan considers the demand-driven need for facilities, and 

necessary improvements to meet FAA standards.  The financial feasibility of construction 

was considered when determining the Capital Improvement Plan (CIP).   

 

The CIP represents a schedule and cost estimate for implementing the development plan.  

The CIP must be viewed as a constantly evolving document.  Additionally, planning for BXM 

should remain flexible and incorporate annually updated estimates of costs and priorities. 

 

The CIP is structured in a manner that presents a logical sequence of improvements, while 

attempting to reflect funding available from the Military Airport Program (MAP), the Airport 

Improvement Program (AIP) as well as state (Maine DOT), and sponsor funding.  BXM’s 

most recent CIP is provided in Exhibit 1-1, with a summary of each project provided after 

the exhibit. 
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Exhibit 1-1 BXM CIP 

 

 
 

In addition to the projects listed on the CIP table (Exhibit 1-1), there was funding left in 

grants awarded on estimates in 2011.  The FAA allowed the funds to be reallocated to 

projects identified during the data gathering and facility inspections in this Master Planning 

process.  The 2011 projects are funded with 2011 grant funds and will be completed in 

Total Project Entitlement FAA Share

MaineDOT 

Share MRRA Share

2013 Design, Permit Stormwater Drainage Improvements            200,000            180,000              10,000              10,000 

2013 Terminal Building - Renovate and Make ADA Compliant         1,060,000            954,000              53,000              53,000 

2013 Hangar 5 Boiler Replacement            250,000            225,000              12,500              12,500 

2013 Construct SRE Building - Design Only            125,000            112,500                6,250                6,250 

2013 Crack Sealing and Repair              95,200            150,000              85,680                4,760                4,760 

2013 Hangar 5 Roof            102,400              92,160                5,120                5,120 

2013 Fire Protection Building Renovation - Design Only            137,000            100,010                6,850              30,140 

        1,969,600            150,000         1,749,350              98,480            121,770 

2014 Bid & Construct Stormwater Drainage Improvements            600,000            540,000              30,000              30,000 

2014 Bid & Construct SRE Building            900,000            810,000              45,000              45,000 

2014 Bid & Construct Fire Protection Building Renovation            500,000            373,500              20,750            105,750 

2014 Pavement Maintenance            166,667            150,000            150,000                8,333                8,333 

2014 Phase II tree clearing            140,000            126,000                7,000                7,000 

2014 Hangars 4, 5 & 6 Renovations         1,300,000         1,170,000              65,000              65,000 

        3,606,667            150,000         3,169,500            176,083            261,083 

2015 New Access Gate and Access Control System            130,000            117,000                6,500                6,500 

2015 Acquire SRE            250,000            225,000              12,500              12,500 

2015 Map Airport Electrical System              50,000              45,000                2,500                2,500 

2015 Utility Metering            400,000            360,000              20,000              20,000 

2015 Fence Improvements - Wildlife Deterrant            300,000            270,000              15,000              15,000 

2015 Remove Runway 1R-19L Centerline Lights            450,000            405,000              22,500              22,500 

2015 Pavement Repairs and Maintenance         1,250,000            150,000         1,125,000              62,500              62,500 

        2,830,000            150,000         2,547,000            141,500            141,500 

2016 Pavement Maintenance            166,667            150,000            150,000                8,333                8,333 

2016 GA Box Hangar         3,000,000         2,700,000            150,000            150,000 

        3,166,667            150,000         2,850,000            158,333            158,333 

2017 Expand & Repave Airport Parking Lots         2,000,000         1,800,000            100,000            100,000 

2017 Pavement Repairs (including parking apron)         1,500,000         1,350,000              75,000              75,000 

        3,500,000                       -         3,150,000            175,000            175,000 

2018 New power pedestals for tiedowns on GA ramp            150,000            135,000                7,500                7,500 

2018 Pavement Maintenance            166,667            150,000            150,000                8,333                8,333 

2018 Airfield Pavement Removal         2,000,000         1,800,000            100,000            100,000 

        2,316,667            150,000         2,085,000            115,833            115,833 

total for 2013 through 2018 17,389,601     750,000          15,550,851     865,230          973,520          
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2014.  These additional 2011 funded projects will be described prior to discussing 2013 -

2019 projects. 

 

4.1 Demolition Projects – 2011a 

 

A demolition project has been planned consisting of multiple tasks, all involving the removal 

and/or demolition of existing facilities or features determined to be no longer needed or an 

impediment to operations.  The Airport Lighting System (ALS) for Runway 19L will be 

removed because it is outdated and expensive to maintain.  The blast pad pavement at the 

approach end of Runway 19L is alo scheduled for removal.  Lastly, trees on airport property 

off the end of Runway 19L and 19R while not penetrating the 20:1 surface required for the 

vertically guided GPS approach are penetrating the 34:1 Part 77 imaginary surfaces and are 

scheduled for removal.  Appendix B illustrates the trees in relation to the imaginary 

surfaces.. 

 

4.2 New Electrical Vault and Demolition of Building # 209 – 2011a 

 

Various airport lighting and landing aids need to be adjusted, relocated, and/or updated in 

order to meet FAA standards as well as meet the needs of the civilian flying public at BXM.  

During a site visit in November 2011, Building # 209, which is the existing airfield electrical 

vault, was structurally evaluated and determined to be unsuitable for renovation.  A new 

electrical vault will be constructed inside the airport fence across the street from the existing 

vault to house power cables, regulators and transformers for the airport lighting systems.  

Building # 49 (which formerly housed the obsolete NATO 1R ALS controls) and building 209 

will be demolished after the new vault is constructed and necessary airfield lighting controls 

and components are relocated.  

 

4.3 Design, Permit Stormwater Drainage Improvements – 2013 

 

A separate drainage and stormwater study with extensive site evaluations by engineers 

revealed that current airport drainage was in need of preventative maintenance and 

upgrades.  This study also updated the Airport’s Stormwater, Pollution Prevention Plan 

(SWPPP).  Design and permit only for BXM’s stormwater drainage improvements are 

scheduled for 2013, construction of the repairs will be performed in 2014 

 

4.4 Terminal Building – 2013  

 

Due to size, location, previous use and configuration, Building # 200 was determined 

through consensus to be the best option for BXM’s terminal building.  A planning meeting 

held in late November 2012 with project stakeholders determined that no MAP funds would 

be made available for revenue producing areas of the terminal building restoration.  

Improvements that will be eligible included landside and airside ramps to comply with the 

Americans with Disabilities Act (ADA) as well as ADA improvements to existing first floor 

bathrooms.  An elevator will be installed if funding allows.  Only areas accessible and used 

by the flying public will be eligible for funding.  These eligible areas include flight planning 
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areas, waiting areas, egress routes and bathrooms.  Appendix C depicts the planned layout 

of the terminal building renovations. 

 

4.5 Design Snow Removal Equipment Building – 2013 

 

The Navy had a dedicated Snow Removal Equipment (SRE) building at Brunswick but it 

was larger than needed for the new civilian field and has been leased to a non-aeronautical 

user.  The FAA encourages and provides funding for the construction of an SRE facility in 

order to protect and properly maintain SRE as well as related equipment and supplies.   

 

4.6 Crack Sealing and Crack Repair – 2013 

 

Regular crack sealing and crack repair is part of an airport’s pavement maintenance 

program in order to prolong pavement life.  Sealing cracks in asphalt surfaced areas is an 

effective means of preventing moisture from infiltrating pavement.  Moisture can weaken the 

structural subsurface layers and is a primary cause of pavement deterioration.  Crack 

sealing and repair is scheduled for most years of BXM’s CIP and will be funded initially by 

the airports annual non-primary entitlement funding. 

 

4.7 Hangar 5 Roof and Boiler Repair and Replacement, Building 295 Fire Suppression 

System Analysis and Updgrade (Design Only)– 2013 

 

The airport determined and a site visit by engineers and subcontractors confirmed that 

Hangar 5’s roof was in need of repair.  Hangar 5 is currently leased to two tenants.  

Additionally, none of four natural gas boilers were functioning properly.  The boilers were not 

operational at the time of the site visit.  MRRA has replaced two of the nonfunctioning units.  

The necessary roof and boiler repairs are scheduled for Hangar 5 in 2013.  In addition, an 

analysis and design for renovations to the fire suppression boost pumps located in building 

295 will be completed. 

 

4.8 Construct SRE Storage and Maintenance Facility – 2014 

 

BXM has purchased three pieces of SRE since it became a civilian airfield in 2011.  

Guidance provided by FAA in Advisory Circular (AC) 150/5220-20, Airport Snow and Ice 

Control Equipment was followed in procuring the necessary SRE.  BXM’s existing SRE 

consists of a loader, a powered blower, and a truck with blade and sander.  In 2014, a new 

facility will be constructed to house and protect these and other valuable pieces of SRE 

equipment. 

 

4.9 Bid and Construct Stormwater Drainage Improvements – 2014 

 

The design and permitting discussed in section 4.3 above in this report will be bid and 

constructed in 2014. 
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4.10 Fire Protection Building Repairs, Building # 295 – 2014 

 

Building # 295 is a water reservoir and pump house for fire protection purposes.  BXM will 

continue to utilize the pump house to store water.  However, the building is in need of 

repairs and the pumps may need to be replaced on a rotating basis.  

 

4.11 Pavement Maintenance – 2014 

  

The ends of both runways are constructed of concrete slabs.  The joints connecting these 

slabs will be repaired or replace and areas of failing concrete will be repaired. 

 

4.12 Phase II Tree Clearing - 2014 

 

Tree on airport property that were identified as obstructions will be removed.  This project 

will complete the work started in project 4.1 above. 

 

4.13 Hangar 4, 5 and 6 Renovations - 2014 

 

This project will focus on the hangar doors on all three buildings.  The doors in Hangar 4 are 

in poor material condition and will be replaced.  The Hangar 5 doors require additional 

insulation and sealing to improve the energy efficiency of the building.  Hangar 6 has state-

of-the-art Mega Doors.  However, these doors have not been fitted with fall arrest systems 

on the door mullions.  This major safety issue will be corrected. 

 

4.14 New Access Gates and Security Monitoring System and Fence Improvements – 

Wildlife Deterrent – 2015 

 

As a general aviation (GA) airport, BXM is advised to follow Transportation Safety 

Administration’s (TSA’s) best practices provided in ‘Security Guidelines for General Aviation 

Airports’.  Recommended facilities include wildlife/security fencing around the perimeter of 

aircraft operating areas (AOA) such as ramps, taxiways, and runways as well as the 

development of a system of secured gates to allow only authorized personnel into those 

AOA’s.  Since the area around the airport is habitat for wildlife such as coyote and deer, the 

fencing and gate projects will help prevent access to BXM’s AOA by unwanted personnel 

and wildlife.  The installation of a Security Monitoring System is also recommended by TSA 

and is scheduled for installation at BXM in 2015. 

 

4.15 Acquire Additional SRE - 2015 

 

The Airport will acquire an additional Truck, Blade, and possibly a broom to assist in snow 

removal efforts in 2015. 

 

4.16 Utility Metering – 2015 
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This project scheduled in 2015 calls for the establishment of tenant specific utility meters in 

whichever multi-tenant buildings it is feasible.  The task enables existing and future tenants 

the ability to track their own individual electricity, water, and gas usage as opposed to 

attempting to appropriately split the bill every month for these services with other tenants 

leasing space in the same building.  

 

4.17 Fence Improvements – Wildlife Deterrent – 2015 

 

Additional wildlife fencing improvements will be completed in 2015 in accordance with the 

USDA Wildlife Hazard Management Plan. 

 

4.18 Remove Runway 1R/19L Centerline Lights - 2015 

 

The runway centerline lights are not required to support the approaches to the airport.  

Removal of these lights will reduce maintenance requirements and improve efficiency of 

snow removal operations. 

 

4.19 Pavement Repairs – 2015 

 

Various pavement repairs are programmed for 2015, including the pavement surrounding 

and including the rails for the hangar doors for the previously removed Hangar 3.  Additional 

other pavement repairs determined by the Pavement Study to be a priority are programmed 

for 2015. 

 

4.20 Construct General Aviation Box Hangar - 2016 

 

Use of the large aircraft maintenance hangar for storage of smaller General Aviation (GA) 

aircraft is inefficient and is not the highest and best use of these facilities.  A properly sized 

and located GA Hangar will reduce utility and maintenance costs related to GA aircraft 

support. 

 

4.21 Airfield Pavement Repairs –Parking Apron – 2016 

 

Various pavement repairs are programmed for 2016, including repairs to some of the 

concrete parking apron areas.  Additional other pavement repairs determined by the 

Pavement Study to be a priority are programmed for 2016. 

 

4.22 Airfield Pavement Repairs - 2017 

 

Several sections of airfield pavement will be scheduled for maintenance or removal in 2017.  

These segments were selected due to their relatively poor condition, or simply because they 

will go unused at BXM.  The removal of unnecessary pavement is also advantageous from 

an environmental perspective.  Environmental incentives for removal of pavement include 
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the reduction of stormwater runoff and increased promotion of natural groundwater 

recharge.  

 

4.23 Expand and Repave Airport parking lots – 2017 

 

Additional vehicle parking, namely for BXM’s terminal building, will be required by 2017 

based on expected growth and use of the terminal area.  Repaving of various parking lots is 

also scheduled for 2017.   

 

4.24 Airfield Pavement Removal – 2018 

 

Additional excess pavement will be removed as part of a project in 2018.  Pavement 

identified in the pavement management plan as excess should be removed as funding is 

available to do so. 

 

4.25 New Power Pedestals for Tie-downs on GA Ramp – 2018 

 

In northern climates, many owners of 4 and 6 cylinder single engine airplanes who do not 

hangar their planes have installed electrical resistance engine preheat systems.   These 

systems vary in their operating characteristics but usually involve a number of electrically 

heated pads, probes or bands that are attached, inserted, or clamped to the oil pan, engine 

block and cylinders to warm the engine and the engine oil when the ambient temperature is 

below freezing.  A warm engine is easier to start and causes less wear as the dissimilar 

engine metals are closer to their normal operating temperatures instead of being cold 

soaked.  Installing power pedestals near transient or based aircraft parking will allow owners 

with equipped aircraft to run extension cords to the electrical connection attached to their 

engine to get the needed preheat.  This system is not a replacement for a heated hangar as 

the interior and avionics are also susceptible to cold soaking malfunctions but it will work 

well for the transient who is only staying for a day or so.  

 

4.26 Airfield Pavement Repairs - 2018 

 

Various pavement repairs are programmed for 2018, including repairs to some of the 

concrete parking apron areas.  Additional other pavement repairs determined by the 

Pavement Study to be a priority are programmed for 2018. 

 

 

5.0 ADDITIONAL UPDATES TO THE AIRPORT LAYOUT PLAN 

 

5.1 Alteration to Use of Facilities 

 

There are several BXM parcels and facilities that were depicted on the first BXM airport 

layout plan as reserved for future aeronautical revenue generation.  Now that the Airport has 

had time to refine the expected uses of some of these facilities a number of them have been 

re-designated as permanent non-aeronautical revenue generation parcels on the ALP.  
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MRRA has determined these facilities and parcels to be in excess of expected aeronautical 

use due to their location on the airfield and/or their configuration.  All parcels re-designated 

for permanent non-aeronautical use will have to be formally “released” by the FAA from the 

aeronautical use restrictions placed on the parcels in the Public Benefit Conveyance Deed.  

The process for releasing the parcels is found in chapter 22 of the FAA Order 5190.6B, 

Airport Compliance Manual. These parcels/facilities to be released for permanent non 

aeronautical use include: 

 

 An area south of the apron that includes Building #’s 553, 554, 555, 611 and 153.  

The buildings have no aeronautical value and will be rented to non-aeronautical 

users to generate revenue.  Building # 553 has been leased to Maine Tool and 

Machine and building 153 is under lease to the Brunswick Sewer District.  A 

developer has expressed an interest in building a renewable energy anaerobic 

digester on open ground south of the ramp just north of Orion Street.  The Sponsor 

has obtained a release request to allow a long term non-aeronautical use at this 

location 

 

 The building and auto parking around Building  554 will be leased to a high tech firm 

needing an electronically “clean Sensitive Compartmented Information Facility 

(SCIF)”. 

 

 Buildings 250 and 86 and the auto parking lots around them are being marketed for 

hi-tech manufacturing or research and development incubator space.  Building 250 is 

a multistory office and maintenance facility.  Building 86 is a single story building with 

garage doors and is suitable for manufacturing.  The sponsor has obtained a Lease 

in Furtherance of Conveyance (LIFOC) for building 250 and Hangar 4from the Navy 

in order to facilitate reuse of those facilities. 

 

 The off-airport parcel of land along the east side of Orion Ave and extending from 

Seahawk Ave on the north to  Burbank Ave on the south and including Buildings 

209, 9, and 225 will be used for permanent non-aeronautical revenue generation.  

Note that Building # 209 is the current electrical vault for the airfield lighting system 

and will be replaced in 2013 with a new vault to be located adjacent to the future 

SRE building within the fence. 

 

 The area of the former Navy fuel farm on the eastern end of the former east-west 

closed runway has been designated as a permanent non-aeronautical revenue 

generation area and will be marketed to business park developers.  The area just to 

the west of the former Navy fuel farm along the closed east-west runway and north 

towards the approach end of 19L includes sensitive nesting bird habitat and will be 

designated as a permanent non-aeronautical revenue generation area.  The habitat 

will remain protected and the grasslands managed by the airport. 
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 Two small parcels north of Bath Rd east of the Runway Protection Zone for 19L and 

one small Parcel north of Bath Rd and west of the RPZ for Runway 19R have been 

designated as permanent non-aeronautical use and are being marketed as a lease 

area for compatible development. 

 

 The former “red zone” also called a hot spot to the west of Taxiway E has been 

identified for future non-aeronautical revenue generation. 

 

5.2  Air Traffic Control Tower 

 

The Navy constructed an air traffic control tower (ATCT) on the west end of the former east-

west runway.  Initially the FAA intended to acquire the facility under a public benefit 

conveyance (PBC).  The FAA has reversed its decision to acquire the tower and it will now 

be transferred by the Navy to the Airport.  The Airport will market the high tech lower portion 

of the building to a suitable aviation or non-aeronautical user.  The use has not been 

determined.  Now that the tower is being transferred to the airport, airport management 

wanted to insure access to the parcel from existing airport property to avoid have the parcel 

be an island with no access from the field.  Discussions with the Town of Brunswick resulted 

in a swap of equal values of land between the Town and the Sponsor.  The Airport will get 

access to the Tower parcel and the Town will get additional open space buffer land on the 

southwest side of the field. 

 

5.3 Runway Protection Zones 

 

As shown at the end of this summary in Exhibit 1-2, there are dimensional changes to the 

runway protection zones that are reasonably expected to occur based on anticipated 

improvements to instrument approach procedures now or in the future.  Once the MALSR 

approach light system is installed, the approach minima for the ILS to 1R may be lowered to 

200 feet and ½ mile visibility.  This will increase the ultimate length of the RPZ on the 1R 

approach end from 1700 feet to 2500 feet with a corresponding increase in the outer width.  

It is also important to consider the long term operational capability of the outboard runway, 

1L/19R.  The outboard runway condition is described in more detail in the Pavement 

Management Plan that accompanies this report but at some point in the future, when the 

inboard runway conditions require reconstruction, a decision may be required to abandon 

one runway and only maintain one.  If the outboard is selected as the future runway then 

APV approaches and possibly the ILS and ALS will need to be relocated and redesigned for 

that runway.  Therefore, to protect future options, the ultimate RPZ on the 1L approach end 

is maintained for an instrument approach with less than ¾ mile visibility. 

 

5.4 19L ALS and Instrument Approach Minima 

 

Although an Approach Light System (ALS) to 19L could possibly reduce the instrument 

approach visibility minima from ¾ mile to ½ mile for the approach to 19L, airport 

management is concerned that the ALS would increase the operational costs and possibly 

create confusion.  A MALSR ALS is scheduled for installation to improve the minima on 
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Runway 1R and both systems would be activated by the same pilot controlled lighting 

system.  Therefore, the intent is to install just one new MALSR approach lighting system on 

the ILS approach end to Runway 1R.  Runway end identifier lights (REILs) were installed on 

the 19L approach end in 2012. 

 

5.5 Terminal Improvements 

 

Building 200 has been examined in detail and is the most likely structure to house the 

General Aviation Terminal as well as some of the FBO activities and airport management 

offices.  The central location and the fact that it was a terminal building previously lend to its 

obvious selection for GA terminal use.  Numerous discussions and meetings have been held 

with FAA and MaineDOT to provide direction on the eligibility of space for renovation 

funding.  In particular the building needs to comply with the Americans with Disabilities Act 

(ADA) so that the public can access the building.  This will require ramps on the exterior, 

ADA accessible bathrooms and possibly an elevator to the second floor.  Additional 

improvements will be primarily cosmetic and HVAC.   

 

5.7 FOST Parcels 

 

The Airport property has been transferred from Department of Defense (NAVY) to MRRA 

through a very controlled, environmentally sensitive process.  Parcels of the field were 

analyzed for potential contaminants and only when the parcels passed strict environmental 

standards imposed by EPA and Maine DEP were they allowed to be transferred.  Parcels 

remaining to be transferred pending a Finding of Suitability for Transfer (FOST) are depicted 

on the ALP update. 

 

The following sections will provide further details of the Master Plan Update.  
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Exhibit 1-2 Runway Data Table 

 

ITEM           RUNWAY 01R/19L RUNWAY 01L/19R 

  EXISTING ULTIMATE EXISTING ULTIMATE 

FAR PART 77 
CATEGORY 

PRECISION INSTRUMENT 
RUNWAY (PIR) SAME VISUAL 

PRECISION INSTRUMENT 
RUNWAY (PIR) 

                  

  RUNWAY 01R RUNWAY 19L 
RUNWAY 

01R 
RUNWAY 

19L 
RUNWAY 

01L RUNWAY 19R 
RUNWAY 

01L 
RUNWAY 

19R 

DISPLACED 
THRESHOLD N/A N/A SAME SAME N/A N/A SAME SAME 

APPROACH 
SURFACE SLOPE 34:1 * 20:1 SAME * SAME 20:1 20:1 SAME SAME 

APPROACH 
MINIMUMS 300FT / 3/4 MILE 

300FT / 3/4 
MILE  

200 FT / 1/2 
MILE SAME 

1,000FT / 3 
MILES (VIS) 

1,000FT / 3 
MILES (VIS) 

200 FT / 1/2 
MILE 

300FT / 3/4 
MILE  

VISUAL 
APPROACH AIDS 

IACC TYPE  BP / 
PAPI  ALSF-1 / PAPI  

MALSR / 
PAPI / PCL  PAPI / PCL PAPI  PAPI  

MALSR / 
PAPI / PCL PAPI / PCL 

INSTRUMENT 
APPROACH AIDS ILS  

PRECISION 
LPV 

ILS / 
PRECISION 

LPV SAME NONE NONE 

ILS / 
PRECISION 

LPV LPV 

RUNWAY 
LIGHTING HIRL / CL  HIRL / CL  HIRL / PCL 

HIRL / REIL 
/ PCL HIRL  HIRL  HIRL/REIL HIRL/REIL 

RUNWAY 
MARKING 

PRECISION 
(NON-STD) * 

PRECISION 
(NON-STD) * 

PRECISION 
(STD) 

PRECISION 
(STD) 

PRECISION 
(NON-STD) 

* 
PRECISION 
(NON-STD) * 

PRECISION 
(STD) 

PRECISION 
(STD) 

RUNWAY OBJECT 
FREE AREA 
(ROFA)                 

       LENGTH 
BEYOND 
RUNWAY END 1,000' 1,000' SAME SAME 1,000' 1,000' SAME SAME 

       WIDTH 800' 800' SAME SAME 800' 800' SAME SAME 

RUNWAY SAFETY 
AREA (RSA)                 

       LENGTH 
BEYOND 
RUNWAY END 1,000' 1,000' SAME SAME 1,000' 1,000' SAME SAME 

       WIDTH 500' 500' SAME SAME 500' 500' SAME SAME 

RUNWAY END 
ELEVATION (MSL) 62.3' 74.3' SAME SAME 64.3' 75.0' SAME SAME 

DISPLACED THLD 
ELEVATION (MSL) N/A N/A N/A N/A N/A N/A N/A N/A 

TDZ ELEVATION 
(MSL) 64'  75' SAME SAME N/A 75'  SAME SAME 

RUNWAY 
PROTECTION 
ZONE (RPZ)                 

      INNER WIDTH 1,000' 1,000' 1,000' SAME 500' 500' 1,000' 1,000' 

      OUTER WIDTH 1,510' 1,510' 1,750' SAME 1,010' 1,010' 1,750' 1,510' 

      LENGTH 1,700' 1,700' 2,500' SAME 1,700' 1,700' 2,500' 1,700' 

 



 
________________________________________________________________________________________________________________________________________________________ 

 

______________________________________________________________________ 
   

 2-1  

 
 

CHAPTER 2  Forecasts 

 

 

 

 

 

1.0 OVERVIEW 

 

Forecasting future aviation activity is a critical element in facilitating planning and 

determining ultimate airside facilities at any airport.  Good forecasting relies on 

many factors, but is heavily dependent on accurate historic data which is 

unavailable at an airport like Brunswick, open less than two years.  Traditional 

forecasting methodology was not conducted as part of this development plan for 

Brunswick Executive Airport for the following key reasons. 

 

 Historic aviation activity at Brunswick has no relevance to future 

activities as the airport was converted from a Naval Air Station to a 

civilian field on April 2, 2011.  The Naval Air Station’s historic activity 

has no bearing on the new civilian airfield. 

 A reasonable and likely forecast of aviation activity was developed 

as part of the 2009 Airport Master Plan. 

 

The FAA-approved forecasts provided as part of Brunswick Executive Airport’s 

2009 Master Plan are summarized, updated when necessary, and provided in this 

chapter. 

 

 

2.0 BRUNSWICK AVIATION ACTIVITY FORECASTS 

 

The forecasts provided in Table 2-1 were taken directly out of the 2009 Master 

Plan for Brunswick.  The aviation activity forecasts were heavily based on historic 

figures from Portsmouth International Airport at Pease, specifically trends observed 

in the years immediately following the base’s transfer.  While the goal of 

establishing a large aircraft Maintenance, Repair, and Overhaul activity (MRO) 

base at BXM to take advantage of the large hangars remains, that market is very 

competitive so the current focus is on the General Aviation (GA) market.  Later 

estimates in the forecast were developed using operations per based aircraft 

(OPBA) methodology with 450 OPBA as the assumed total annual number of 

takeoffs and landings for each of the based aircraft. 
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Table 2-1    
Brunswick Aviation Activity Forecasts 

    
Year Based Aircraft Operations  

2011-12 20 9,000  

2016 50 22,500  

2021 67 30,200  

2026 84 37,800  

2031 101 45,500  

Source: Hoyle, Tanner & Associates, Inc., 2009 

Note: Based aircraft figures rounded to the nearest whole aircraft, and operations figures rounded to 
nearest 100. 

 

 

Management from Flightlevel Aviation, Brunswick Executive Airport’s fixed base 

operator (FBO), indicated that the airport has twenty-seven based aircraft as of 

December 2013.  Nineteen of these based aircraft are currently hangared 

communally using a portion of the very large Hangar 6 or are tied down outside of 

Hangar 6.  The remaining 8 aircraft are stored in rented T-Hangar units at the 

airport.  The FBO indicated that it has implemented a marketing strategy to 

promote itself to the flying public as well as the benefits provided by the Brunswick 

Executive Airport.  Five of the 8 T-hangar tenants relocated their aircraft to 

Brunswick when construction of the T-hangar was completed in the summer of 

2013. 

 

FAA Aerospace GA Forecasts published in the updated FAA’s FY 2013-2033 

Terminal Area Forecast reflect a decrease in the annual percent of growth from the 

FY 2009-2025 data that was used in the original Master Plan forecast effort.  This 

decrease from the previous forecast is largely attributed to the economic recession 

that has impacted all segments of the aviation industry.  However, the 2013-2033 

expected annual growth remains only slightly less positive than previously forecast 

with continued growth in the higher end, GA turbine sector, which is BXM’s 

targeted primary clientele. 

Annual growth of active GA aircraft overall declined more than expected since the 
2009 Master Plan according to FAA Aerospace Forecast.  Nevertheless, forecast 
aviation activity at Brunswick Executive Airport remains positive.  According to the 
FAA Aerospace Forecast Fiscal Years 2013-2033 , “although the slow growth of 
the U.S. economy and the European recession has dampened the near term 
prospect for general aviation, the long-term outlook remains favorable.  We see 
growth in business aviation demand over the long term driven by a growing U.S. 
and world economy especially in the turbo jet, turboprop and turbine rotorcraft 
markets.  As the fleet grows, the number of general aviation hours flown is 

http://www.faa.gov/about/office_org/headquarters_offices/apl/aviation_forecasts/aerospace_forecasts/2013-2033/media/2013_Forecast.pdf
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projected to increase an average of 1.5 percent a year through 2033.  General 
aviation industry began to show signs of recovery in 2012, especially with strong 
growth in rotorcraft and the agricultural aircraft segment of the turboprop deliveries, 
as well as a modest growth in the single-engine piston sector.  Slow economic 
recovery and economic uncertainties continued to impact the turbojet and multi-
engine piston deliveries.  Based on figures released by the General Aviation 
Manufacturers Association (GAMA), U.S. manufacturers of general aviation aircraft 
delivered 1,514 aircraft in CY 2012, 3.3 percent more than CY 2011.  This 
translates into the second year of increase in shipments.  Data were revised from 
all segments, but most significantly from agricultural aircraft producers.  This 
revealed an increase of 9.8 percent in total deliveries in CY 2011, as opposed to a 
decline as previously estimated.  Overall piston deliveries remained in essence flat 
with an increase of 0.3 percent, with single-engine deliveries up 0.9 percent and 
the much smaller multi-engine category down 6.0 percent.  In the turbine 
categories, revised data showed turbojet deliveries did not fall in 2011 and were in 
fact unchanged.  However, the latest available data recorded a decline of 4.7 
percent in 2012.  According to the revised GAMA data, turboprop deliveries were 
up by 76.3 percent in 2011 and continued to increase by an estimated 16.2 percent 
in 2012, even though a substantial portion of the deliveries were for the export 
market. 

The FAA forecasts the fleet and hours flown for single-engine piston aircraft, multi-

engine piston, turboprops, turbojets, piston and turbine powered rotorcraft, light 

sport, experimental and “other” (which consists of gliders and lighter than air 

vehicles).  

After growing rapidly for most of the past decade, and then slowing over the past 

few years, the most recent shipment activity indicates a cautiously optimistic 

outlook that the hard impact of the recession on the business jet market is coming 

to an end.  The forecast calls for robust growth in the long term outlook, driven by 

higher corporate profits and the growth of worldwide GDP, though at rates lower 

than those predicted last year.  Additionally, continued concerns about safety, 

security, and flight delays keep business aviation attractive relative to commercial 

air travel.  As the industry experts and prior year’s survey results report a 

significant portion of piston aircraft hours are also used for business purposes, we 

predict business usage of general aviation aircraft will expand at a faster pace than 

that for personal and recreational use.  Increased demand, especially for 

agricultural use turboprop aircraft also contributes to increased turbine fleet and 

hours.  

 

The active general aviation fleet is projected to increase at an average annual rate 

of 0.5 percent over the 21-year forecast period, growing from an estimated 220,670 

in 2012 to 246,375 aircraft by 2033.  The more expensive and sophisticated 

turbine-powered fleet(including rotorcraft) is projected to grow at an average of 2.8 
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percent a year over the forecast period, with the turbine jet portion increasing at 3.5 

percent a year, reaching a total of 24,620 by 2033. 

 

 

3.0 GENERAL AND CORPORATE AVIATION 

 

While it is very early in the Airport’s limited lifespan as a civilian field, it is important 

to look at a breakdown of GA aircraft types that have used the field since it opened 

for civilian traffic in April of 2011.  The users of the field give an indication of the 

types and capacity of fuel tanks and mobile refuelers needed as well as support 

equipment such as aircraft tugs and line crew.  Jets and turboprops are typically 

more labor intensive as they are fueled from mobile refuelers or are tugged to and 

from a fixed fueling station to reduce the starting cycles on the engines.  Additional 

engine start cycles lead to earlier required engine maintenance and overhauls.  

The turbines and jets generally also consume more fuel than reciprocating engine 

aircraft.  In addition, the FBO and to a lesser extent the Airport makes a significant 

percentage of its revenue from fuel sales.  The mark-up or profit on jet fuel is 

typically 50 to 100% higher than on the aviation gasoline consumed by the 

reciprocating engine aircraft.   

 

For the twelve month period from 1/1/2013 until 12/31/2013 of the 1,641 IFR flight 

plans recorded by the FAA Traffic Flow Management System:  

 

 50.% or 839 were Jet    

 28.1% or 470 were Single Engine Land (SEL) - Piston 

 19.9% or  332 were Turboprop – SEL or MEL 

 1.4% or 23 were MEL Piston 

 0.4% or 7 were unidentified 

 

This split between AVGAS users and jet fuel is shown in another fashion in Table 

2-2.  In 2013, 83% of all the fuel sold during this time frame was to turbine or jet 

powered aircraft.  Again, this is the preferred target clientele for an executive 

airport so it appears that the intended user is being served. 

 

Two important points need to be emphasized.  FlightAware only captures data from 

aircraft on instrument flight plans.  Secondly, although most jet and turboprop 

operators are highly encouraged by insurance and internal operating procedures to 

file and fly using instrument procedures, many single engine and light twin 

operators are likely to not file a flight plan when the weather is good and therefore 

it is not possible to collect accurate operations data from those users at a non-

towered airport like Brunswick.  In particular, local based aircraft owners taking 
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local warm-up flights or transient pilots coming to Brunswick in nice weather for fly-

ins and airshows will not be counted.  These operations are estimated using the 

previous OPBA assumption. 

 

 
 

Brunswick is actively pursuing additional based aircraft and has constructed 

appropriately sized T-hangars for potential users who have expressed interest in 

renting individual hangars instead of sharing space in the large, former military 

hangars.  The true driver of aviation economic development is the slowly 

rebounding economy reflected by the intensity of the corporate and business 

development around the field.  Additional successful corporations and businesses 

relocating or locating in the mid-coast region with time critical transportation needs 

will generate more users and more based and transient aircraft.  Time will tell if the 

slowly improving economy will lift all airports, including Brunswick Executive.   

Table 2-2

Aviation Fuel Sold in Gallons

JET A AVGAS TOTAL

2013 166,759  33,258    200,017  

Percent 83.37% 16.63%

Source: FlighLevel Aviation 2014 
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CHAPTER 3  Facilities Requirements  
 

 

 

 

 

1.0 OVERVIEW 

 

Brunswick Executive Airport was left with an abundance of important airport 

infrastructure when the field was transferred via a Public Benefit Conveyance (PBC).  

Some of those facilities are excess to the needs of the current general aviation user 

and will not be needed based on expected future demand as described in the 

previous chapter.  Examples of some of the extra facilities include the former Navy 

jet fuel farm and acres of excess concrete apron and ramp.  Additional assets that 

are either in the process of being modified to suit the new mission of the field or 

those that need to be budgeted for modification in the future are further identified 

below. 

 

 

2.0 AIRFIELD AND AIRSPACE 

 

With two existing parallel 8000 foot long runways supported by a Category 1 

Instrument Landing System (ILS) to 1R and GPS (LPV) approaches to both runway 

ends, 19L and 1R, the airfield and associated airspace will have no foreseeable 

capacity limitations.  It is likely that to reduce the operations and maintenance costs 

associated with runway plowing and lighting, the sponsor will elect to only operate 

the inboard runway for the foreseeable future unless the second runway is needed 

during fly-ins or airshows.  The decision to determine which runway will remain viable 

in the long term will be deferred until the pavement warrants reconstruction.  While it 

is unlikely that the airport will have an operational need to maintain both runways in 

the future there are advantages and disadvantages associated with operating either 

the inboard (1R/19L) or the outboard (1L/19R).  It is premature and beyond the 

scope of this study to quantify the alternatives and make recommendations regarding 

which runway should remain, long term.  For airspace protection and Runway 

Protection Zone (RPZ) dimensions it is assumed that a vertically guided precision 

approach with minimums below ¾ mile will remain to either or both runway 1 ends 

and a vertically guided approach with minimums above ¾ mile will be established to 

either or both 19 ends.  These dimensions are depicted graphically on the Airport 

Layout Plan and defined in the runway data table on the plan.  The asphalt interiors 
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of Runway 1R-19L and 1L-19R were resurfaced in 2001 and 2004 respectively and 

were evaluated in 2006 to be in excellent condition.  Hoyle Tanner reviewed prior 

Navy studies during the initial Master Planning effort in 2009 and concluded that the 

Runway strength is: 
 

 Single wheel gear aircraft – 75,000 Pounds 

 Dual Wheel Gear Aircraft – 200,000 Pounds 

 Dual Tandem Gear Aircraft – 400,000 Pounds 

 
 

This design strength is sufficient to accommodate all forecast aircraft traffic during 

the planning period.  Yearly crack sealing to prolong the life of the pavement and 

minor maintenance to repair damage caused by snow removal will have to be 

completed.   The Navy completed a pavement analysis in 2006.  An updated 

Pavement Maintenance Plan was completed as part of this study and is included as 

Appendix D.    

 

 
Runway Visual Aids 

The inboard runway, Runway 1R – 19L 

is equipped with a non-functioning 

NATO approach light system to the 1R 

end served by the ILS and an equally 

non-functional but FAA standard ALSF-1 

approach light system to 19L.  The 

obsolete, non-standard approach light 

system to 1R is scheduled to be 

replaced with a standard Medium 

Intensity Approach Lighting System with 

Runway Alignment Indicator Lights 

(MALSR).  The ALSF-1 to the 19L end 

will be removed as its ¼ mile 

improvement to the Precision LPV 

instrument approach visibility minima is 

not justified by the cost to maintain and 

operate the system.  Without a control 

tower to control the lights for the runway in use, it is costly to operate two approach 

light systems each time a pilot activates the pilot controlled lighting to energize the 

runway and approach lights.  Runway end identifier lights (REILS) have been 

 NATO ALS to 1R 

 ALSF1 to 19L 
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installed on the 19L end to reduce cost and complexity but still provide pilots with 

additional visual cues.   

 

The existing Precision Approach Path Indicators (PAPI) 

for both Runways 1R/1L and 19R/19L have become 

unreliable and have reached the end of their useful life.  

The PAPI’s on the inboard runway will be replaced.  

New lighting controls will allow the pilot to activate the 

PAPIs with the existing radio click activated control 

system.  This is another attempt to reduce operating 

costs.  A segmented circle indicating the non-standard 

traffic pattern with an illuminated windcone has been 

installed to the east of the parallel taxiway approximately 

1000 feet from the Runway 19L end.   

 

Airfield Related Infrastructure 

 

A new AWOS A-V system has been 

installed but it has some significant 

limitations.  The AWOS provides pilots 

within a radio range of approximately 

20 miles from the airport with FAA 

certified altimeter setting and visibility 

required to fly to the lowest minimums 

on the instrument approaches.  The 

AWOS also provides pilots with 

advisory weather information including 

wind direction, speed and gust speeds, 

cloud ceiling, temp, dew point, relative 

humidity, density altitude, con-

densation altitude, and wind chill.  A 

major drawback of the system is that the data is only available to pilots during 

preflight via the manufacturer’s website http://www.digiwx-kbxm.com/ instead of via 

the FAA’s National Airspace Data Interchange Network (NADIN) system that feeds 

airport weather from airports around the country to the many flight planning internet 

services used by a majority of pilots and corporate dispatchers.  It is hoped that as 

the FAA and NWS computerized polling catches up with currently available 

technology the weather data will be available from the NWS weather internet sites.  

Another drawback of the system is that pilots in the plane have to initiate 

interrogation of the system by activating the radio on the CTAF/UNICOM frequency 

with two clicks of the microphone.  The AWOS receiver “hears” this break in squelch 

and responds with a verbal transmission providing all the weather information 

REILS 

http://www.digiwx-kbxm.com/
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previously mentioned.  Unfortunately, the radio transmissions required to activate the 

AWOS are also received by the pilot controlled runway lights and the lights are 

turned on.  A software fix to this is being researched.  If it is remedied, the lights will 

no longer activate whenever the AWOS is interrogated, thereby reducing the 

electrical costs during daylight and visual weather conditions when the lights are not 

needed.  Another issue is when multiple planes are in the airport flight pattern and 

the radio traffic between pilots is more active.  The AWOS and pilot controlled 

lighting receivers cannot discern differences between voice transmissions and 

AWOS or PCL activation transmissions.  If the AWOS and PCL receiver “hears” the 

squelch break the required number of times within the minimum number of seconds 

the transmitter will broadcast AWOS weather information “on top of” the pilots trying 

to communicate with the FBO or providing safety of flight pattern advisory 

announcements and the runway lights come on.  This situation can be rectified by 

moving the weather and pilot controlled lighting receiver systems to a separate, 

discrete frequency.  Unfortunately, to date, the FAA non-federal coordinator and 

frequency allocation offices have been unable to permit another frequency for this 

purpose. 

 

It is very unlikely that traffic at Brunswick will ever rise to the level requiring the 

services of an air traffic control tower.  That could change if a large flight school or 

military flight training program is located at the field.  The lack of Class D tower 

controlled airspace increases the hazard if pilots were to use both runways 

simultaneously.  Even in visual conditions, an overshoot from the base to final on 

one runway could put the aircraft in a position to hazard an aircraft in the pattern for 

the other runway.  For this safety reason alone it is unlikely the airport will open both 

runways at the same time.   

 

Taxiways and stub taxiways have been named and marked to the current FAA 

standards.  The taxiways are designed to handle the same loads as the runways so 

strength and width currently exceed the needs of the forecast users. 

 

Runway incursions are a significant hazard, particularly at non-towered fields like 

BXM with a mix of high-speed jet, turboprop, and slower single engine GA traffic.  A 

runway incursion can be the inadvertent access to a runway by an aircraft or vehicle 

while another aircraft is on approach or departure.  The runway markings and 

signage is being updated to include hold signs at the proper intersections.  In 

addition, paint will be added or pavement removed to reduce the hazards of an 

aircraft taxiing directly from an apron across the parallel taxiway and on to the active 

runway without having to make a turn.  This type of taxiway orientation is a 

documented hazard known to be responsible for runway incursions.  The hazardous 

areas are depicted in the graphic on the next page. 
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3.0 AIRPORT BUILDINGS 

 

A site visit was conducted by civil, structural, electrical, and mechanical engineers on 

November 11, 2011.  Additional visits were made on subsequent dates to get more 

detailed information on specific structures.  A summary of the site visit findings and 

recommendations are found in Appendix E.  Specific current and future uses 

envisioned by the Sponsor for specific buildings are discussed in the following 

paragraphs.  

 

Hangar # 4 is designated to remain for aeronautical use once the Navy completes its 

investigation for remaining hazardous materials and issues a Finding of Suitability for 

Transfer (FOST) determination after consultation with environmental agencies.  The 

sponsor currently has a Lease in Furtherance of Conveyance (LIFOC) for Hangar 4 

and Building 250. The hangar is being marketed by the airport to aeronautical users 

including possible FBO’s and aircraft owners.   

 

Hangar # 5 is designated for temporary non aeronautical revenue generation and 

future aeronautical use.  This large hangar has been marketed to international 

Maintenance, Repair, and Overhaul (MRO) operators interested in establishing an 

MRO facility in Maine.  Discussions have occurred with interested parties about the 

possibility of expanding the hangar to increase the depth and height in order to 

accommodate widebody aircraft maintenance.  This hangar modification was 

described and depicted in the initial 2009 Airport Master Plan and is carried forward 

in this plan.  To date, no decision to modify the hangar has been made.  A building 

evaluation revealed the need to replace two of the 4 boilers in the hangar and repair 

the roof.  A copy of the roof evaluation and repair recommendation is included in 

Appendix F. 
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Hangar # 6 remains designated for an MRO operator or a group of aeronautical 

users.  Currently Kestrel Aeroworks, a division of Kestrel Aircraft Company leases 

half of the newest hangar on the airport and works on interior avionics overhauls and 

completions for high-end personal and corporate aircraft.  The other half of the 

hangar is currently shared by Tempus Jets, a major MRO, and the airport FBO, 

FlightLevel Aviation.  Tempus Jets has options on the entire east half of the building.  

The sponsor anticipates moving the FBO aircraft storage to Hangar 5 North in 2014.    

 

Nested T-Hangars - Many airplane owners prefer to be the sole person having 

access to their airplanes.  This restricted access prevents the occasional dings and 

dents commonly referred to as “hangar rash” that inevitably occurs when multiple 

aircraft are stored or “stacked” in group or gang hangars such as Hangar #’s 4, 5, 

and 6.  By limiting access and responsibility for aircraft ground handling the owner 

limits how potential damage can occur.  Aircraft owners are willing to pay for this 

protection by owning or renting a private hangar and limiting who has access.   

With this in mind, the BXM airport sponsor has encouraged this master plan to depict 

a series of fully nested T-Hangars that will be available for aircraft owners to rent 

from the airport.  The first 10 unit hangar has been completed and is nearing full 

occupancy.  Additional 10 unit complexes are depicted on the plan as well as some 

modified joined condominium style box hangars along Orion Street designed for 

larger corporate aviation hangars with small, attached offices and bathrooms.   

 

Terminal - The former Navy terminal and operations building was in Building # 200.  

This building is a two story structure with an older air traffic control tower cab on the 
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north end.  It formerly housed operations, weather, radar, air traffic control, dispatch, 

pilot planning areas, lounges and administrative office space.  The building is in need 

of Americans with Disabilities Act (ADA) updates as well as cosmetic and HVAC 

updates but is centrally located and has been identified in previous master planning 

efforts as the most likely site for a GA terminal.  The building is larger than the typical 

terminal found at a general aviation airport.  A pilot/passenger forecast was prepared 

using assumed peak day operations to help determine square footage requirements 

and eligibility.  A copy of that forecast and terminal sizing discussion is included in 

APPENDIX G.  The sponsor is in the process of renovating and updating the interior 

of the building for both aeronautical purposes and non-aeronautical revenue 

generation.   

 

Building # 292 – The former Airport Rescue and Firefighting Facility was the 

preferred alternative to become the airports Snow Removal Equipment (SRE) 

Storage Building.  A structural evaluation of the building and a sizing study 

concluded that modifying the building would be too costly and the plan was 

abandoned.  The sponsor is currently evaluating alternative locations for construction 

of a new SRE building.  Building 292 is now available for aeronautical reuse.  A 

change to the ALP would be required before a non-aeronautical reuse could be 

considered. 

 

Building # 49 - South ALS Vault – Demolished   Building # 49 was the south end 

electrical vault that was used to power the NATO approach light system for Runway 

1R.  The building was larger than required for an approach light system vault and 

outside the protective airport fence.  This building has been demolished and will be 

replaced with a modern precast electrical vault inside the airport property when the 

new MALSR approach light system is installed. 

 

Building # 209 - Electrical Vault – To be demolished   The vault housing the 

airport lighting control systems, regulators, and emergency generator has been 

determined to be structurally in need of repair.  It is also in a location outside the 

protective airfield fence and in an area where non-aeronautical use is more suitable.  

For these reasons the vault will be demolished and a new one will be built with all 

new regulators and approach light system controls inside the fence north of Building 

# 292.  A copy of the structural analysis of the existing building is found in 

APPENDIX E. 

 

Building # 295 – Fire Suppression Reservoir and Boost Pumps - Building # 295 

houses the large underground water reservoir that provides the fire suppression for 

Hangar #’s 4, 5, 6 and also the new Mölnlycke manufacturing building.  If a fire 

suppression system in any of the serviced buildings activates it sends a signal to the 

diesel powered boost pumps at the reservoir, which then provides boosted water 
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pressure to satisfy the fire suppression demands in the building.  This structure will 

need to be maintained and improved at some time in the future.  

 

Airport Buildings to be utilized for long-term non-aeronautical revenue 

Generation – A number of former Navy buildings on the airport are excess to the 

aeronautical needs of the airport but will contribute to the financial sustainability of 

the airport if they can be leased for aviation compatible long-term use.  Building #’s 

45, 86, 153, 231, 250, 252, 553, 554, 555, and 638 are all available for long-term 

leases.  They are depicted in permanent non-aeronautical revenue generation areas 

on the ALP.   

 

Airport Buildings to be demolished by others – A number of buildings have been 

determined by the MRRA to be excess to the airports needs or obsolete.  They are 

on parcels depicted on the ALP for permanent non-aeronautical revenue generation 

and will be demolished to make land available for additional revenue producing 

development to support the airport.  Building #’s 9, 225, and 611 are included in the 

demolition category.  

 

Airport Land - There is also undeveloped land inside the airport boundary 

designated for permanent non-aeronautical development to assist the airport in 

becoming financially self-sustaining.  These parcels are clearly delineated and called 

out on the ALP.  As developers come forward, the airport will work with the 

Brunswick Planning Board and then file 7460 aeronautical evaluations through the 

FAA obstruction evaluation website to confirm that the proposed development is 

compatible with the airport.  This land includes parcels south of the Hangar # 5 ramp, 

land formerly used by the Navy for the aviation fuel farm, and parcels east of Orion 

Street. 

 

 

4.0 AIRPORT SUPPORT INFRASTRUCTURE 

 

Controlled Access – The airport operating area needs to be controlled to prevent 

untrained or unauthorized personnel and vehicles from accessing the aprons, 

taxiways, and runways.  The primary control method at most GA airports includes 

supervised access through airport-monitored buildings and card or keypad controlled 

personnel and vehicle gates.  This allows airport management to provide training to 

authorized personnel prior to issuing the access cards and in some systems allows 

recording and reporting of access to determine usage.  The Sponsor is installing or 

replacing four motorized card controlled vehicle access gates.  The airport manager 

will be able to issue gate control cards to individuals for the specific airfield areas to 

which the person requires access. 
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Public Parking – There are numerous paved parking areas immediately adjacent to 

the airport buildings and to the east of Orion Street.  The Airport Terminal Area Plan 

depicts these areas and also depicts a future expansion of the parking area east of 

the Terminal Building should additional parking become necessary. 

 

Utilities 

Electrical – Numerous airport buildings were evaluated to determine the 

complexity and technical feasibility of segregating or separately metering 

different portions of buildings depending on the lease areas of specific 

tenants.  In general it was determined that individual metering of electricity 

will be challenging and will have to be examined in greater detail as each 

building presents different obstacles.  For instance, while it may be fairly easy 

to measure and meter heat usage by different users in a multi-bay building 

like Hangar # 5, the electrical metering will be more problematic as there are 

multiple panels and sub-panels feeding different portions of the bays and 

office spaces. 

 

 Water – Most buildings currently do not have separate water meters so 

MRRA will be evaluating the necessity of installing meters.  Again, individual 

buildings may be metered without much difficulty but it will be more 

challenging and in some cases very difficult to meter multiple tenants in a 

large building like Hangar #’s 5 or 6.  It is likely that MRRA will choose to 

negotiate water fees with users based on square footage of leased premises.  

It is probable that those users requiring the additional fire suppression 

capacity provided by the reservoir and pumps in Building # 295 will be 

required to pay a surcharge for that extra capacity and protection.  This study 

included flow and pressure tests for the existing water supply and fire 

hydrants.  A copy of the water study results are found in APPENDIX I. 

 

Sewer – Unlike most sewer districts which charge the user sewer fees based 

on the amount of metered potable water entering the user’s area of 

responsibility, the sewer fees at Brunswick are established by measuring the 

effluent stream entering the treatment facility.  While this would appear to be 

a fair arrangement it has been determined that there is a very large amount of 

non-metered, non-potable groundwater or storm drainage that is entering the 

sewer lines prior to being metered at the outflow point.  MRRA is conducting 

an inflow and infiltration study to determine the sources of the additional 

water in an attempt to not only reduce sewerage fees but also to determine if 

sewerage is possibly leaking from the system as well.  That study is being 

done by others and is not part of this report. 
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5.0 AIRPORT DRAINAGE STUDY AND STORMWATER POLLUTION PREVENTION PLAN 

(SWPPP) 

 

Drainage – This Master Plan Update included a very extensive review of existing 

Navy drainage diagrams.  When it became apparent that the drawings provided were 

not sufficient to properly ascertain the catchment areas and flows required to 

produce an accurate Storm Water and Pollution Prevention Plan (SWPPP), trained 

GIS personnel with submeter GPS survey equipment were sent to collect and collate 

accurate drainage locations and invert data.  In addition, portions of the culverts and 

underdrain systems at the airfield were inspected using specialized cameras to 

investigate suspect drainage pipes.  The results of the drainage study will determine 

the recommended drainage maintenance actions needed in the FY 2014 

construction project.  The full SWPPP is a separate chapter attached to the drainage 

study document at Appendix J. 

 

 

6.0 WILDLIFE HAZARD ASSESSMENT 

 

The airport determined from sightings, sounds, and scat on the runways that 

significant wildlife activity was occurring on the airfield.  The US Department of 

Agriculture, Wildlife Services division was engaged to conduct a yearlong wildlife 

hazard assessment.  Upon beginning the survey it became apparent that some 

amount of immediate depredation would be required to reduce the population of 

coyotes on the field to reduce the risk of an aircraft hitting an animal.  The final 

wildlife assessment with management recommendations will be published after this 

Master Plan Update is completed.  A copy of the preliminary bird and animal 

observations from the twelve-month survey is attached as Appendix K. 

 

 


