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Preface

In 1986, the first edition of Airport Planning & Management pioneered an inno-
vative structure for a basic airport principles course designed for several similar,
yet distinct, markets: the college student enrolled in an aviation program, as well
as someone in the field of airport management or operations who is seeking fur-
ther education. Since that time, four editions of the text were published, each
edition reflecting updates that have occurred in the constantly evolving aviation
industry. The response of both professors and students over the years has been
gratifying. Airport Planning & Management and its accompanying test bank have
been more widely used than any other teaching material for an airport course.

In the seventeen years since the first edition of this text was published, the
world of civil aviation, including airport management, has witnessed tremen-
dous changes in technology, structure, and political environments. The airline
industry adjusted to major regulatory change, experienced economic woes, ex-
perienced record economic prosperity, and most recently has begun to adjust to
an entirely new economic and political environment. Similarly, general aviation
has witnessed a rebirth in activity and technological developments. In addition,
the world of airport management has continued to evolve into more of a scien-
tific discipline, applying theories of operations, economics, finance, and public
administration to adapt to ever-changing environments.

An important change has been the addition of a co-author, Dr. Seth Young,
whom I have had the pleasure of working with for the past five years as a fel-
low professor at Embry-Riddle Aeronautical University. Dr. Young has a Ph.D.
in civil and environmental engineering/transportation from the University of
California, Berkeley, is an accredited certified member of the American Associ-
ation of Airport Executives, and is a certified instrument-rated FAA private pilot.
Prior to his career at Embry-Riddle, Dr. Young was an airport management con-
sultant, participating on airport planning projects throughout the United States.
Dr. Young’s expertise in the area of airport planning, operations, and manage-
ment brings a new dimension to this book.

We have made our best attempt to bring the fifth edition of Airport Planning &
Management to a new standard of quality as a resource for current and future
airport managers. We have worked hard to enhance the best and proven elements

Xiii
Copyright © 2004, 2000, 1996, 1992, 1986 by The McGraw-Hill Companies, Inc. Click here or terms of use.



Xiv Preface

of the earlier editions while adding new perspectives, theories, and information
gained from our respective teaching, research, and aviation experiences. The
whole text has been critically revised, updated, and reorganized. In addition, sig-
nificant text has been added and rewritten. Clear and interesting communication
has been a priority, as in past editions.

Recognizing that a course in airport planning and management is normally a stu-
dent’s first exposure to the field, this text provides a significant amount of intro-
ductory material. While no one text can be the exhaustive source on any
particular topic, this text attempts to provide a body of information that will allow
students to gain knowledge of the various facets of airport planning and manage-
ment at a fundamental, yet also comprehensively rich, level. The focus of this text
is to build a solid foundation of understanding of all the elements that are of con-
cern to airport management. Influenced by our combined experience of over 40
years in teaching aviation management at the college level, we believe that the in-
formation contained in this text is commensurate with university level study.

It is recognized that instructors will supplement the material found in this text
with current case studies, examples drawn from their own experiences, timely
news sources, and industry and academic journals. Students are encouraged to
explore and keep abreast of current periodicals, such as Airport, Airport Busi-
ness, Air Transport World, and Aviation Week and Space Technology. It is
hoped that the ability to reason accurately and objectively about problems fac-
ing airports and the development of a lasting interest in airport planning and
management will be two valuable byproducts of the text’s basic objectives.

Organization of the Fifth Edition

The three years since the publication of the fourth edition of this text has
seen perhaps the most dramatic changes in civil aviation, and particularly air-
port management, since the development of the industry one hundred years
ago. Not coincidentally, the fifth edition of Airport Planning & Management
is a result of the text’s most significant revisions since first publication.

The text has been reorganized into four sections: Airports and Airport Systems,
The Components of the Airport, Airport Operations and Financial Management,
and Airport Public Administration and Planning. Each section is designed to
address airport planning and management from specific perspectives.

Part I: Airports and airport systems

Part I provides an overview of airports from a systems perspective and pro-
vides background and historical information regarding the development of air-
ports and the rules that airport management must adhere to. Within this section
are three chapters.
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Chapter 1: Airports and airport systems: An introduction provides a com-
prehensive overview of airports in the United States, the national ad-
ministrative structure of airports, and provides basic definitions which
describe airports and types of airport activity.

Chapter 2: Airport and airport systems: Organization and administration
describes the public and private ownership and administrative structures
that exist for civil use airports in the United States and internationally. A
comprehensive sample of employment positions that exist at airports is
presented, as are descriptions of the duties of the airport manager, and
an introduction to the public relations issues facing airport management.

Chapter 3: Airports and airport systems: A bistorical and legislative perspec-
tive includes an account of the development of airports within the civil
aviation system that has been thoroughly reviewed and updated through
early 2003, including the latest legislation regarding airport funding, and,
of course, airport security.

Part II: The components of the airport

Part II has been written to provide the airport management student, as well as
the new airport management employee, with a comprehensive information
source describing the facilities that exist within an airport’s property. This sec-
tion may be valuable not only as a text but also as a reference guide for those
not in academic study. Within this section are three chapters.

Chapter 4: The airfield describes the facilities that exist on an airport to facil-
itate the operation of aircraft, including a full description of runways, taxi-
ways, and navigational aids, along with associated signage, lighting, and
markings. Much of the information contained in this chapter is sourced
directly from the Federal Aviation Administration’s Airman’s Information
Manual, a guide designed to provide pilots of civil aircraft with full descrip-
tions of the aviation environment.

Chapter 5: Airspace and air traffic control provides a fundamental, yet de-
tailed, description of the national airspace and air traffic control system,
as it relates to airport management. A brief history of air traffic control is
provided, as is a description of the management structure of the current
air traffic control system. The basics of air traffic control are described,
including the various classes of airspace and the rules by which they are
operated. In addition, a description of the current and future planned
enhancements to the air traffic control system is provided, to allow the
airport manager to best prepare for the future of air traffic control.

Chapter 6: Airport terminals and ground access describes the infrastructure
used to facilitate the transfer of passengers and cargo between aircraft
and their ultimate origins and destinations within a metropolitan area.
The chapter includes a historical account of the development of airport
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terminals, a description of the various airport terminal geometries that
have been constructed, the components of the airport terminal, includ-
ing aircraft aprons and gates, passenger processing facilities, and vehicle
access facilities, such as roadways, curbsides, parking lots, and public
transit systems.

Part I1I: Airport operations and financial management

Part III has been designed to provide the airport management student with fun-
damental concepts and regulations that govern airport planning and manage-
ment. This section combines operations defined by federal regulations with
fundamental theory to describe how airport operations work. This section con-
tains three chapters.

Chapter 7: Airport operations management under FAR Part 139 combines

much of the information found in earlier editions of this text into one
chapter, formatted to act as a description of Federal Aviation Regulations
Part 139—Certification and Operations, Land Airports Serving Certain
Air Carriers, commonly understood as the fundamental set of regulations
governing the management of commercial service airports. This chapter
describes the need for an airport certification manual, and discusses
issues concerning airfield pavement management, air rescue and fire
fighting, snow and ice control, safety inspections, airport emergency
plans, and wildlife hazard management.

Chapter 8: Airport security, an entirely new chapter to this text, describes the

historical, current, and possible future of the operation of an airport from
a security perspective. Historical accounts of airport-security-related
events are described, as is a comprehensive analysis of the events of
September 11, 2001. The Transportation Security Administration and the
associated regulations that affect airport management are discussed. In
addition, current and future technologies that may be used to enhance
airport security are described.

Chapter 9: Airport financial management presents the various strategies

that exist to account and pay for the land, labor, and capital required to
maintain financially stable airport operations and development. Airport
accounting strategies are described, as are issues concerning airport in-
surance, revenue generating strategies, airport budgeting, and airport
funding and financing strategies.

Part IV: Airport public administration and planning

Part IV is designed to compliment the text by presenting information regarding
the administrative side of airport management, including the public adminis-
trative issues that concern airports, and the planning concepts that are applied
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to prepare the airport for future activity. This section is designed not only to
give the student a basic understanding of these issues, but to also prepare the
student for more advanced studies in airport planning and design, and airport
finance and public administration. This section contains four chapters.

Chapter 10: The economic, political, and social role of airports describes the

impacts that airports have on their surrounding communities, including
the economic benefits of additional transportation service and associated
economic activity and the environmental impacts such as noise, air and
water quality, and industrialization. In addition, the political role of air-
port management when dealing with tenants of the airport and the out-
side community is described.

Chapter 11: Airport system and master planning describes the strategies

employed on local, regional, and national levels to prepare airports
for future aviation activity. The chapter describes system planning on
national and regional levels, and focuses on airport master planning,
including demand forecasting, airport layout plans, runway orienta-
tion, land use planning, obstruction clearances, terminal area plans,
and economic evaluation of planning alternatives. This chapter is de-
signed to prepare the university level student for more advanced study
in airport planning and design.

Chapter 12: Airport capacity and delay has been enhanced from previous

editions by adding updated information regarding the latest develop-
ments in regulations and technologies that affect airport capacity and de-
lay. In addition, this chapter introduces fundamental concepts that
govern the laws of airport capacity and delay.

Chapter 13: The future of airport management concludes the text by present-

ing issues that may potentially have significant impacts on the future of air-
port planning and management. Included in this chapter are descriptions of
new aircraft technologies, ranging from super-jumbo aircraft to small aircraft
transportation systems. The text concludes with a brief discussion regarding
the needs of future airport managers to further educate themselves in the
many facets of management, particularly from a business perspective, as air-
ports further develop as efficient business focused operating systems.

Learning tools

The purpose of this book is to help students learn the basic ingredients in the
process of planning and managing an airport and also to provide a reference for
those currently in the business of airport management. Towards these ends, we
have employed various learning tools that recur throughout the text, including:

e Chapter outlines: Each chapter opens with an outline of the major topics

to be covered.
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Chapter objectives: After the outline, each chapter includes the broad
objectives that the student should be able to accomplish upon complet-
ing the chapter.

e Figures, tables, and pictures: Within each chapter are graphical repre-
sentations of the material to compliment the text.

e Logical organization and frequent headings: The material covered has
been put in a systematic framework so that the reader can find continu-
ity and logic in the flow of the text.

e Key terms: Each chapter concludes with a list of key terms and other
references used in the text. The terms may also be found in a glossary
at the end of the text.

e Review questions: A series of questions posed for review and discussion
follow at the end of each chapter. These questions are intended to
encourage the student to summarize and further discuss the informa-
tion learned from reading the chapter material.

o Suggested readings: A list of suggested reading is included after the end
of each chapter for those who wish to pursue the material covered in
more depth.

e Glossary: All key terms appearing at the end of each chapter, as well as
many other terms used in the text and other of significance in airport
planning and management, are included in the glossary.

e Complete index: The text includes a complete index to help the reader
find needed information.

Supplemental materials on CD ROM

The material contained in this text is supplemented for instructors with a CD ROM
containing a test bank in Microsoft Word format, with over 1,000 questions in
true/false, multiple choice, and fill-in-the-blank format, covering all chapters of the
text. In addition, the CD ROM contains outlines of each chapter, as well as color
graphics of many images found with in the text, in Microsoft Power Point format.

It is hoped that this latest edition of Airport Planning & Management continues
to meet the needs of students, instructors, and those already in the airport man-
agement industry as they seek fundamental knowledge of concern to airport
planners and managers. As always, we welcome any feedback from our readers.
Learning about the exciting world of airport planning and management should
be educational and enjoyable. As university professors, industry professionals,
and authors, we hope that we have contributed to this mission with this text.

Alex Wells
Seth Young
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Airports and airport systems:
An introduction

Outline

¢ Introduction
e Airports in the United States—An overview
¢ The national administrative structure of airports
e Airport management on an international level
e The National Plan of Integrated Airport Systems
e Commercial service airports
¢ General aviation airports
e Reliever airports
e The rules that govern airport management

e Organizations that influence airport regulatory policies

Objectives

The objectives of this section are to educate the reader with information to:

¢ Discuss the ownership characteristics of airports in the United States
and internationally.

¢ Describe the National Plan of Integrated Airport Systems (NPIAS) and
its application to categorizing public-use airports in the United States.

e Describe the governmental administrative organizations in the United
States that oversee airports.

¢ Identify federal regulations and advisory circulars that influence airport
operations.

3
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4 Airports and airport systems: An introduction

Introduction

It is often said that managing an airport is like being mayor of a city. Similar to
a city, an airport is comprised of a huge variety of facilities, systems, users,
workers, rules, and regulations. Also, just as cities thrive on trade and com-
merce with other cities, airports are successful in part by their ability to suc-
cessfully be the location where passengers and cargo travel to and from other
airports. Furthermore, just as cities find their place as part of its county’s, state’s,
and country’s economy, airports, too, must operate successfully as part of the
nation’s system of airports. In this chapter, the airport system in the United
States will be described in a number of ways. First, the national airport system,
as a whole, will be described. Next, the various facilities that make up the air-
port system will be described. Finally, the various rules and regulations that
govern the airport system will be described.

Airports in the United States—An overview

The United States has by far the greatest number of airports in the world. More
than half the world’s airports and more than two-thirds of the world’s 400
busiest airports are located in the United States. There are more than 19,000
civil landing areas in the United States, including heliports, seaplane bases, and
“fixed-wing” landing facilities. Most of these facilities are privately owned, and
for private use only. Such facilities include helipads operated at hospitals and
office buildings, private lakes for seaplane operations, and, most common,
small private airstrips that accommodate the local owners of small aircraft op-
erations. Many of these facilities are nothing more than a cleared area known
as a “grass strip.” Nevertheless, they are recognized and registered as civil-use
landing areas and are, at least, operationally part of the United States system of
airports.

There are approximately 5,400 airports that are open for use to the general
public. Of these, approximately 4,150 are equipped with at least one paved
and lighted runway. Of the 5,400 public-use airports in the United States, ap-
proximately 4,200 are publicly owned, either by the local municipality, county,
state, or by an “authority” made up of municipal, county, and/or state officials.
The remaining 1,200 are privately owned, either by individuals, corporations,
or private airport management companies (Fig. 1-1).

A few states, notably Alaska, Hawaii, and Rhode Island, own all the airports
within the state, operating as a broad airport system. The federal government
used to operate three airports, including Ronald Reagan Washington National
Airport and Washington Dulles International Airport, but ownership has since
been transferred to an independent public authority known as the Metropoli-
tan Washington Airports Authority (MWAA). Today, the federal government
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Number of Airports by Ownership and Use
(January 2001)

19,306
Total U.S. Airports

5,314 13,992
Open to Public Closed to Public

4,160 1,154
Public Owned Private Owned

Figure 1-1. Number of U.S. airports by ownership and use.

(Figure courtesy FAA)
owns and manages one airport at Pomona (Atlantic City), New Jersey. The air-

port is part of the Federal Aviation Administration’s Technical Center.

Many airports in the United States were originally owned by the federal govern-
ment, specifically the military, because they were created for military use during
World Wars I and II. Since then, many such airports were transferred to local mu-
nicipal ownership. The transfers of most of these airports were made with pro-
visions that permit the federal government to recapture its interest under certain
conditions and also to review and approve any transfer of formal federal prop-
erties destined for nonairport use. Approximately 600 civil airports have these en-
cumbrances. In addition, Army, Air Force Reserve, and National Guard units
operate out of many civil airports, usually under some type of lease arrange-
ments. These airports are known as joint-use civil-military airports.

The vast majority of the public-use civil airports in the United States, whether
publicly or privately owned, are actually quite small, each serving a very small
portion of the nation’s number of aircraft operations (takeoffs and landings)
and even a smaller portion of the total number of commercial air transportation
passengers. Much of the activity that occurs at these airports includes opera-
tions in small aircraft for recreational purposes, flight training, and transporta-
tion by individuals and small private groups. Although most of the flying public
rarely, if ever, utilizes many of these airports, the smaller airport facilities play
a vital role in the United States system of airports (Fig. 1-2).

Airports are often described by their levels of activity. The activity, services,
and investment levels vary greatly among the nation’s airports. The most com-
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Figure 1-2. Many airports are no more than private grass Strips.
(Photo by Seth Young)

mon measures used to describe the level of activity at an airport are the num-
ber of passengers served, the amount of cargo carried, and the number of op-
erations performed at the airport.

The number of passengers served at an airport is typically used to measure the
level of activity at airports which predominately serve commercial passengers
traveling on the world’s air carriers. Measuring passenger activity provides air-
port management with information that will allow for the proper planning and
management for facilities used by passengers, including passenger terminals,
parking garages, gate areas, and concessions.

Specifically, the term enplanements (or enplaned passengers) is used to de-
scribe the number of passengers that board an aircraft at an airport. Annual en-
planements are often used to measure the amount of airport activity, and even
evaluate the amount of funding to be provided for improvement projects. The
term deplanements (or deplaned passengers) is used to describe the number
of passengers that deplane an aircraft at an airport.

The term fotal passengers is used to describe the number of passengers that ei-
ther board or deplane an aircraft at an airport. At many airports, the number of

www.EngineeringBooksPDF.com
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total passengers is roughly double the number of annual enplanements. How-
ever, at airports where the majority of passengers are transfer passengers, the
number of passengers is more than double the number of enplanements. This is
because transfer passengers are counted twice, once when deplaning their arriv-
ing flight, and then again when boarding their next flight. Because of this distor-
tion, passenger volumes are not often used to estimate passenger activity at an
airport, although the largest airports serving as airline hubs often use the pas-
senger volumes to advertise their grandeur. To remove this bias, most official
measures of airport passenger activity are given in terms of enplanements.

Cargo activity is typically used to measure the level of activity at airports that
handle freight and mail. Airports located near major seaports, railroad hubs,
and large metropolitan areas, as well as airports served by the nation’s cargo
carriers (such as FedEx and UPS) accommodate thousands of tons of cargo an-
nually.

The number of aircraft operations is used as a measure of activity at all air-
portts, but is the primary measure of activity at general aviation airports. An air-
craft operation is defined as a takeoff or a landing. When an aircraft makes a
landing and then immediately takes off again, it is known as a “touch and go”
and is counted as two operations. This activity is common at many general avi-
ation airports where there is a significant amount of flight training. When an
aircraft takes off and lands at an airport without landing at any other airport,
the aircraft is said to be performing local operations. An itinerant operation
is a flight that takes off from one airport and lands at another.

Another, albeit, indirect measure of airport activity is identified by the number
of aircraft “based” at the airport. A based aircraft is an aircraft that is registered
as a “resident” of the airport. Typically, the owner of such an aircraft will pay
a monthly or annual fee to park the aircraft at the airport, either outside in a
designated aircraft parking area or in an indoor hangar facility. The number of
based aircraft is used to indirectly measure activity primarily at smaller airports
where private “general” aviation is dominant. At airports that primarily handle
the air carriers, relatively few aircraft are actually based.

Operations and based aircraft are measures of activity that influence the plan-
ning and management primarily of the airside of airports, such as the planning
and management of runways, taxiways, navigational aids, gates, and aircraft
parking areas.

In general, airport management measure the activity levels of their airports on
the basis of all levels of passenger, cargo, operations, and based aircraft activ-
ity; virtually all airports, especially the largest airports in the nation, accommo-
date passengers and cargo, as well as air carrier and private aircraft operations.
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The national administrative structure of airports

All civil-use airports, large and small, in one way or another, utilize the United
States’ Civil Aviation System. The civil aviation system is an integral part of the
United States’ transportation infrastructure. This vital infrastructure is adminis-
tered through the United States Department of Transportation (DOT), led
by the secretary of transportation (Fig. 1-3).

The DOT is divided into several administrations that oversee the various modes
of national and regional transportation in the United States. Such administra-
tions include:

FHWA—The Federal Highway Administration

FMCSA—The Federal Motor Carrier Safety Administration
FRA—The Federal Railroad Administration

FRA—The Federal Transit Administration

MARAD—The Maritime Administration

NHTSA—The National Highway Traffic Safety Administration
USCG—The United States Coast Guard

The administration that oversees civil aviation is the Federal Aviation Ad-
ministration (FAA). The FAA’s primary mission is to oversee the safety of civil
aviation. The FAA is responsible for the rating and certification of pilots and for
the certification of airports, particularly those serving commercial air carriers.
The FAA operates the nation’s air traffic control system, including most air traf-
fic control towers found at airports, and owns, installs, and maintains visual
and electronic navigational aids found on and around airports. In addition, the
FAA administers the majority of the rules that govern civil aviation and airport
operations, as well as plays a large role in the funding of airports for improve-
ment and expansion. The FAA is led by an administrator who is appointed by
the secretary of transportation for a 5-year term.

The FAA is headquartered in Washington, D.C. Headquarter offices within the
FAA include the offices of Air Traffic Services (ATS), Office of Security and Haz-
ardous Matericals (ASH), Commercial Space Transportation (AST), Regulation
and Certification (AVR), Research and Acquisitions (ARA), and Airports (ARP).

Within the Office of Airports lies the Office of Airport Safety and Standards
(AAS) and the Office of Planning and Programming (APP). It is in these offices
where Federal Aviation Regulations and policies specific to airports are admin-
istered.

The FAA is also divided into nine geographic regions, as illustrated in Fig. 1-4.
Within each region are two or more Airport District Offices (ADOs). ADOs
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keep in contact with airports within their respective regions to ensure compli-
ance with federal regulations and to assist airport management in safe and ef-
ficient airport operations as well as in airport planning.

Many civil-use airports, including those that are not directly administered by the
FAA, may be under the administrative control of their individual states, which in
turn have their own departments of transportation and associated offices and re-
gions. Airport management at individual airports should be familiar with all fed-
eral, state, and even local levels of administration that govern their facilities.

Airport management on an international level

Internationally, the recommended standards for the operation and manage-
ment of civil-use airports are provided by the International Civil Aviation
Organization (ICAO). ICAO, headquartered in Montreal, Quebec, Canada, is
a membership-based organization, comprised of 188 contracting states that
span the world. ICAO came into existence as a part of the 1944 Chicago Con-
vention on International Civil Aviation for the purpose of providing a source of
communication and standardization among participating states with respect to
civil aviation operations. ICAO publishes a series of recommended policies and
regulations to be applied by individual states in the management of their air-
ports and civil aviation systems.
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In most individual countries, airports are managed directly by the federal gov-
ernment, most often under the ministry of transport. In some countries, in-
cluding the United States, many airports are privately owned and operated,
although, despite private ownership, they are still subject to much of the coun-
try’s regulations regarding aviation operations.

The National Plan of Integrated Airport Systems

Since 1970, the Federal Aviation Administration has recognized a subset of the
5,400 public-use airports in the United States as being vital to serving the pub-
lic needs for air transportation, either directly or indirectly, and may be made
eligible for federal funding to maintain their facilities. The National Airport
System Plan (NASP) was the first such plan, which recognized approximately
3,200 such airports. In addition, the NASP categorized these airports on the ba-
sis of each airport’s number of annual enplanements and the type of service
provided. The NASP categorized airports as being “commercial service air-
ports” if the airport enplaned at least 2,500 passengers annually on commer-
cial air carriers or charter aircraft. Commercial service airports were
subcategorized as “air carrier” airports and “commuter” airports, depending on
the type of service dominant at a given airport. Airports that enplaned less
than 2,500 passengers annually were classified as “general aviation airports.”
In 1983, the final year of the NASP, a total of 780 commercial service airports
(635 air carrier airports and 145 commuter airports) and 2,423 general aviation
airports were recognized under the NASP.

With the passage of the Airport and Airway Act of 1982, the FAA was charged
with preparing a new version of the NASP, to be called the National Plan of
Integrated Airport Systems (NPIAS). The NPIAS revised the method of
classifying airports, primarily to reflect the extreme growth in annual en-
planements that a relative few of the largest airports were experiencing at the
time. As of 2002, a total of 3,364 airports in the United States were included
in the NPIAS.

The categories of airports listed in the NPIAS are:
1. Primary commercial service airports
2. Commercial service airports
3. General aviation airports
4. Reliever airports

Figure 1-5 provides a geographic illustration of NPIAS airports throughout the
United States (numbers include Alaska and Hawaii, although not illustrated).
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1. 546 Airports — commercial service account for:
100% of enplanements
22% of general aviation aircraft
82% of NPIAS cost
67% of the population resides within 20 miles
of these airports

2. 806 Airports — 546 commercial service and
260 relievers account for:
100% of enplanements
49% of general aviation aircraft
87% of NPIAS cost
78% of the population resides within 20 miles
of these airports

3. 1,273 Airports — 546 commercial service,
260 relievers, and 466 general aviation
airports with over 50 aircraft account for:

100% of enplanements

69% of general aviation aircraft

91% of NPIAS cost
85% of the population resides within 20 miles
of these airports

4. 1,867 Airports — 546 commercial service,
260 relievers, and 1,061 general aviation
airports with over 25 aircraft account for:

100% of enplanements

79% of general aviation aircraft

94% of NPIAS cost
85% of the population resides within 20 miles
of these airports

5. 3,364 NPIAS Airports — commercial service,
relievers, and general aviation airports account
for:

100% of enplanements
86% of general aviation aircraft
100% of NPIAS cost
98% of the population resides within 20 miles
of these airports

Figure 1-5. NPIAS airports by classification. Fiue couresy Fan)

Commercial service airports

Commercial service airports are those airports that accommodate scheduled
air carrier service, provided by the world’s certificated air carriers. Virtually all of
the 650 million passengers that boarded commercial aircraft in 2001 began, trans-
ferred through, and ended their trips at commercial service airports. Commercial
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service airports operate under very specific regulations enforced by the Federal
Aviation Administration, Transportation Security Administration, as well as state
and local governments. In addition, other federal and local administrations, such
as the Environmental Protection Agency, and local economic development orga-
nizations, indirectly affect how commercial service airports operate. The goal of
commercial service airports, of course, is to provide for the safe and efficient
movement of passengers and cargo between population centers through the na-
tion’s aviation system. In 2002, there were a total of 546 commercial service air-
ports throughout the United States striving to fulfill this mission.

Primary commercial service airports are categorized in the NPIAS as those
public-use airports enplaning at least 10,000 passengers annually in the United
States. In 2002, there were 422 airports (less than 3 percent of the nation’s to-
tal airports) categorized as primary commercial service airports.

Within this exclusive group of airports, the range of airport size and activity
level is very wide, and the distribution of passenger enplanements is highly
skewed. About half the primary commercial service airports handle relatively
little traffic; the vast majority of passengers are enplaned through relatively few
very large airports. This phenomenon is a direct result of the airline routing
strategy, known as the “hub and spoke” system that was adopted by several of
the nation’s largest carriers. In fact, the top five airports in the United States, in
terms of annual enplanements, boarded nearly 25 percent of all the passengers
in the United States. The top two airports, Chicago O’Hare Field and the Harts-
field Atlanta International Airport, enplaned nearly 70 million (over 10 percent)
of the nation’s commercial air travelers in 2002 (Fig. 1-6).

Because of this wide range of size within the primary commercial service air-
port category, the NPIAS subcategorizes these airports into “hub” classifica-
tions. It should be noted that the term “hub” used by the FAA in the NPIAS is
very different than the term used by the airline industry. Whereas the airline in-
dustry uses the term “hub” as an airport where the majority of an airline’s pas-
sengers will transfer between flights to reach their ultimate destinations, the
FAA defines hub strictly by the number of annual enplaned passengers to use
the airport. Furthermore, if there is more than one airport in a standard met-
ropolitan statistical area (SMSA), the total number of enplaned passengers
of the airports within the SMSA is used to determine the airport’s “hub” classi-
fication (Fig. 1-7).

The hub classifications used by the FAA in the NPIAS are:
1. Large hubs
2. Medium hubs

3. Small hubs
4. Nonhubs
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2000 total 1930 total  Percent

enplaned enplaned  change

Rank passengers Rank passengers  1950-00

Allanla, GA (Harlsfield (nll) 1 38,255,778 3 22,665,665 69
Chizago. IL (O'Hare Intl) ) 30,888,484 1 25,636,383 2@
Dallas/Ft. Worth, TX {Daflas/F1. Worth Intl) 3 27 241,040 2 22,895,267 22
Los Angeles, CA (Los Angeles Inll.) q 25.109,923 4 18,438,056 36
Denver, CO (Denver Intl.) § 17 643,261 (1 11,951,839 A7
Phoenly, AZ (Phoenix Sky Harbor Intl) 6 17,229215 7 10,727,494 61
Detroit, MI [Wayne County) 7 16,820,968 ] 9,603 078 7
Las Vegas, NV {McCarran Intl.) B 16,738,908 18 7,796,218 115
IMinneagelis, MN (Minneapolis-St. Paul Inll.) ] 16,710,197 16 8,837,228 69
San Franciseo, CA (San Francisco Inll.) 10 16,664,359 5 13,474,929 24
Heuston, TX (George Bush Inlercontinental) 11 15,814,702 20 7,543,899 110
Newark, MJ (Mewark) 12 15,205,447 10 9,853,925 54
1. Louls, MO (Lambert-SLLouis Muni) 13 15.101.246 13 9,332,091 62
Orlando, FL {Orlando Intl.) i 13,465,706 19 7,677,769 7%
Sealtie, Wh (Seattie-Tacoma Intl.) 15 13,308,253 21 7,385,594 &0
Miami, FL {Miami lnll} 16 12,654,506 14 9,226,103 37
Bosten, MA {Logan Intl.) 17 11,505,983 12 9,549,585 20
New York, NY (La Guardia) 18 11,425,705 8 10,725,465 s
Philadelphia, PA (Philagelphia Inil.) 19 10,873,074 P 6,970,820 67
New York, NY (John F. Kennedy Intl.) 20 10,648,410 1 9,687,068 10
Charicite, NC (Douglas Muni.) 21 10.377.837 22 7,076,954 A7
Cinginnali, OH (Greater Cncinnati) 22 9,862,765 32 3,907,625 155
Balimare, MD (Ballimore-Washinglon Int) 23 8979425 2 4,420,425 103
Salt Lake City, UT (Salt Leke City Intl) pl] 8,700,973 25 5,358,178 61
Henolulu, Hi {Henelidu Inll) 25 B 684 853 15 9,002.217 -4
Pillsburgh, PA (Grealer Pillsburgh) 26 8,650,976 17 7,912,294 9
San Diego, CA (San Diego Inil-Lindbergh) 27 7,624,519 26 5,260,907 45
Tampa, FL (Tampa Intl.) 28 7430829 7 4,781,020 55
MiamilFL. Lauderdale, FL (FL Lauderdale-Hollywood Intl.) 29 7,140,518 34 3,675,357 &
Washinglen, DC (Reagan Nalional) 30 6,983,212 23 7,034,693 -1
Chicago, IL (Midway) 31 5872213 37 3547040 o7
Washinglen, DC {Dulles Inll) a2 23 28 4,448 592 49
Foriland, OR {Poriland Inll} 33 6,558,859 42 3025345 "7
Cleveland, OH (Hopkins Inll)) 34 5,154,084 35 3,836,050 &0
San Jese, CA (San Jose Muni.) 35 65,044,278 1 3,128,393 a3
Kansas City, MO (Kansas Gity IniL) 36 5,748,758 40 3,358,116 71
Oakland, CA (O=kand Melropolitan Inll) a7 5,126,648 A4 2,670,788 02
Memphis, TN (Memphis Inll.) 8 4,877,238 33 3,887,208 28
Ralzigh-Durham, NC (Raleigh-Curhamn) 39 4,838,779 30 4,361,369 11
San Juan, PR (Luis Munoz Marin Inil.) 40 4,834,258 36 3,618,080 3

Figure 1-6. Top 40 busiest U.S. airports in terms of passenger
enplﬂnements. (Figure courtesy U.S. Bureau of Transportation Statistics)

Large hubs are those airports that account for at least 1 percent of the total
annual passenger enplanements in the United States. In 2002, there were 31
large hub airports in the NPIAS. These 31 large hub airports accounted for
70 percent of all passenger enplanements in the United States. Medium
hubs are those airports that account for at least 0.25 percent but less than 1
percent of the total annual passenger enplanements. In 2002, there were 37
airports classified as medium hubs. Small hubs are defined as those airports
accommodating greater than 0.05 percent but less than 0.25 percent of an-
nual U.S. enplanements. Seventy-four NPIAS airports were categorized as
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small hubs. Nonhubs are those airports that enplane at least 10,000 annual
enplanements but less than 0.05 percent of the annual total U.S. enplane-
ments. In 2002, 280 primary commercial service airports fell into the nonhub
category.

Airports that handle at least 2,500 but less than 10,000 annual enplanements are
categorized as nonprimary commercial service airports, or simply commercial
service airports. In 2002, there were 124 nonprimary commercial service air-
ports included in the NPIAS.

General aviation airports

Those airports with fewer than 2,500 annual enplaned passengers and those
used exclusively by private business aircraft not providing commercial air car-
rier passenger service are categorized as general aviation (GA) airports. Al-
though there are over 13,000 airports that fit this category, only a subset is
included in the NPIAS. There is typically at least one general aviation airport in
the NPIAS for every county in the United States. In addition, any general avia-
tion airport that has at least 10 aircraft based at the airport and is located at least
20 miles away from the next nearest NPIAS airport is usually included in the
NPIAS. In 2002, a total of 2,558 general aviation airports were included in the
NPIAS.

Whereas commercial service airports accommodate virtually of the enplaned
commercial passengers in the United States, general aviation airports account
for the majority of aircraft operations. General aviation airports accommodate
aviation operations of all kinds, from flight training, to aerial agricultural oper-
ations, to corporate passenger travel, to charter flights using the largest of civil
aircraft. Pipeline patrol, search and rescue operations, medical transport, busi-
ness and executive flying in fixed-wing aircraft and helicopters, charters, air
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taxis, flight training, personal transportation, and the many other industrial
commercial and recreational uses of airplanes and helicopters take advantage
of general aviation airports.

Similar to commercial service airports, general aviation airports vary widely in
their characteristics. Many general aviation airports are small facilities, with typ-
ically a single runway long enough to accommodate only small aircraft, and are
limited in their facilities. These small airports primarily serve as a base for a few
aircraft.

Other general aviation airports have facilities and activity that rival their com-
mercial service counterparts. These airports have multiple runways, at least one
long enough to accommodate corporate and larger-size jet aircraft, and have a
full spectrum of maintenance, fueling, and other service facilities. Many such
general aviation airports even have rental car, restaurant, and hotel services to
accommodate their customers.

An important aspect of general aviation airports is that they serve many func-
tions for a wide variety of airports. Some GA airports provide isolated commu-
nities with valuable links to other population centers. This is particularly true
in areas of Alaska where communities are often unreachable except by air, al-
though many other parts of the United States, particularly in the west also de-
pend heavily on general aviation as a mode of transportation. In such areas, the
GA airport is sometimes the only means of supplying communities with neces-
sities. In addition, the GA airport acts as the vital link to many emergency ser-
vices.

The principal function of general aviation airports, however, is to provide fa-
cilities for privately owned aircraft to be used for business and personal activi-
ties. In most recent years, there has been a significant increase in the amount
of small business jet aircraft using general aviation airports. Because of this
growth, general aviation airports are continuously seeking to upgrade their fa-
cilities, from extending runways, to providing more services, to meeting the
needs of the corporate jet traveler.

A general aviation airport is generally categorized as being either a basic util-
ity or general utility facility. Basic utility airports are designed to accommo-
date most single-engine and small twin-engine propeller-driven aircraft. These
types of aircraft accommodate approximately 95 percent of the general aviation
aircraft fleet. General utility airports can accommodate larger aircraft, as well as
the lighter, smaller aircraft handled by basic utility airports.

Figure 1-8 identifies the busiest airports in the United States in terms of itiner-
ant general aviation activity. Most of these airports fall in the general utility
category. As illustrated in Fig. 1-8, several of these airports do also serve
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Fiscal Year 2001
i FACILITY NAME STATE TOTAL ITINERANT AlR alR
AIRPORT GA CARRIER CARRIER%
OFS oPs OFS TOTAL
VHY Van Nuys CA 443,179 295,915 o 0.00%
DAB  Daytona Beach Intl FL 371,508 298512 4,140 1,11%
TEB Teterboro N 267,794 202,538 179 0.07%
SFB Oztanda/Sanford FL 393.027 170,644 6,279 1.60%
FXE Fort Landerdale Exec. Intl FL 247,239 170,377 ] 0.00%
BFIL Seattle/Boeing Field WA 317,341 166,684 10,148 3.20%
LGB Long Beach/DPaugherty Field CA 362,014 154,355 9,913 2.1
MMU  Morrictawn 4] 240,931 150,447 o 0.00%
wT Fhoenix,/Deer Valley AL 338,830 148111 0 0,00%
SHA Santa Ana/John Wayne CA 385,742 147,933 £5,568 22,18%
AFA Denver/Centennial (1] 165,319 147,124 L 0.00%
ORL  Orlando Executive FL 207,367 143,204 ¢ 0.00%
OakK Metropolitan Gakland Int'l Ca 403,399 142,945 158,210 319.22%
POX  Atlamta/DeKalb Peachtree GA 214,011 137,349 @ 0.00%
ADS Dallas/Addisen Field ix 160,151 135,154 7o 0.04%
CREQ Carlsbad fMeClellan Palomar CA 232,252 134,861 0 0.00%
PIK Pontiac/0akland Co. Intl MI 296,597 134,797 [i2ird 0.20%
VER  Mero Beach FL 274,301 131,758 5 0.00%
FFZ Mesa/Falcon Field AL 27441 128,762 177 0,07%
MYF  San Diego/Montgomery Field CA 218,762 126,157 16 0.01%
RVS  Tulsa/Riverside 0% 258,334 125,656 4 0,00%
Msp Minneapolis-St. Paul Int'l MN 512,102 125,483 265,413 51.83%
POC Ea Verne/Brackett Freld CA 232,574 120,804 k| 0.00%
W Fort Warth/Meacham % 251,182 120,355 In4 0,14%
HFN White Plains/Westchester BY 212,465 117,650 12,801 6.02%
PWE  Chicago/Palwaukee 1L 173,461 116,670 0 0.00%
Fal Palm Beach Intl FL 223,406 116,041 60,231 26.96%
BED Bodford Hanscom Feld A 210,448 114,931 180 0.09%
SDL Scottsdale AL 191,663 110,595 13 0.01%
FIR Fort Pierce EL 193,085 0B, 564 1 0,00%
PRC Prescott AL 31521 108,226 4 0.00%
DPA Chicago/DuPage IL 193,503 105,254 o 0.00%
SEQ Sarasata Bradenton FL 167,596 105,172 9423 5.86%
SAT San Antonio Int'l % 236,423 103,168 Ta5aT 3L,97%
PAE Everett Paine Field WA 212,559 102,310 3830 1.80%
[ Wichita/Mid Continent K 212,995 101,381 18,509 B.88%
HEF Manassas Regional VA 131,860 101,376 1 D.00%%
FRG  Farmingdale/Republic NY 206,780 101,258 19 0.01%
LAL  Lakelané/Linder Regional fL 203,006 99,940 2 0.00%
sus Spirit of St, Louds Field M0 207,401 99,423 a5 0.04%
DAL Dallas/Love Field ™ 249,823 97.532 101,571 40.66%
CMA  Camarille Ca 178,638 97,222 3 0.00%
COW  Caldwell/Essex County Nl 176,922 95,588 0 0.004%
PE St. Petersburg-Clearwater FL 221,857 94,090 1231 3.26%
PNE  Nartheast Philadelphia PA 151,224 92.512 0 0,005
HOU  Houston Hobby T 248,111 92,007 121,943 49,15%
TOA Torrance cA 169,310 91,991 0 0.00%
FCM Minneapolis/Flying Cloud MN 181,608 91,912 0 0.00%
SMO Sama Moniea CA 155,647 91,469 o 0.00%
GFK Grand Forks ND 258 653 91,330 3,078 1.10%
Note: Ranked by Itinesant GA Operalions

TOP S0 U.S. AIRPORTS BASED ON
ITINERANT GENERAL AVIATION OPERATIONS

Figure 1-8. Busiest 50 airports in terms of itinerant general
aviation Operﬂtions. (Figure courtesy National Business Aviation Association)
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commercial service operations, and are thus identified in the NPIAS as pri-
mary commercial service or commercial service airports. Others, however,
have no commercial service, and are thus considered general aviation or reliever
airports in the NPIAS.

Reliever airports

Reliever airports comprise a special category of general aviation airports.
Reliever airports, generally located within a relatively short distance (less
than 50 miles) of primary commercial service airports, are specifically desig-
nated by the NPIAS as “general aviation-type airports that provide relief to
congested major airports.” To be classified as a reliever airport, the airport
must have at least 50 aircraft based at the airport or handle at least 25,000 itin-
erant operations or 35,000 local operations annually, either currently or
within the last 2 years. Reliever airports are located within an SMSA with a
population of at least 500,000 or where passenger enplanements at the near-
est commercial service airport exceed 250,000 annually. As the name sug-
gests, reliever airports are intended to encourage general aviation traffic to
use the facility rather than the busier commercial service airport, which may
be experiencing delays, by providing facilities of similar quality and conve-
nience to those available at the commercial service airports.

In many major metropolitan areas, reliever airports account for a majority of
airport operations. In the Atlanta, Georgia, SMSA, for example, the 11 desig-
nated reliever airports account for more operations than occur annually at the
Hartsfield Atlanta International Airport, the nation’s busiest commercial service
airport. Of the general aviation airports recognized in the NPIAS, 260 have
been classified as reliever airports. These airports are home to over 38 percent
of all general aviation aircraft.

The more than 15,000 general aviation airports not formally included in the
NPIAS are still recognized by the United States as public-use general aviation
airports. However, those airports not formally in the NPIAS are not eligible for
federal money for airport improvements. Of the 1,900 airports open to the
public but not in the NPIAS, most do not meet the minimum entry criteria of
having at least 10 based aircraft or they may be located within 20 miles of an
airport already in the NPIAS, or are located at inadequate sites and cannot be
expanded and improved to provide safe and efficient airport facilities. These
airports are often included in state and local airport plans, and thus receive
some levels of financial support. The more than 12,000 civil landing areas that
are privately owned and not open to the general public are not included in the
NPIAS, and are not funded by any public entity. They are considered part of
the national airport system, however, because each facility is used to access
the rest of the nation’s system of air transportation, airways, and airports.
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Many of the difficulties in planning a national airport system arise from its size
and diversity. Each airport has unique issues, and each airport operator—al-
though constrained by laws, regulations, and custom—is essentially an inde-
pendent decision maker. Although airports collectively form a national system,
the NPIAS system is not entirely centrally planned and managed. The FAA’s
role in planning the system has traditionally been one of gathering and report-
ing information on individual airport decisions and discouraging redundant de-
velopment.

Since 1970, national airport plans have been prepared by FAA regional offices,
working in conjunction with local airport management. The NPIAS presents an
inventory of the projected capital needs of more than 3,200 airports “in which
there is a potential federal interest and on which federal funds may be spent.”
Because funds available from federal and local sources are sufficient to com-
plete only a fraction of the eligible projects, many of the airport improvements
included in the NPIAS are never undertaken.

The NPIAS has been criticized on three principal points. First, it is not really a
plan, in the sense that it does not present time phasing or assign priorities to
projects. The FAA has attempted to meet this criticism by categorizing projects
and needs according to three levels of program objectives: Level I—maintain
the existing system; level II—bring airports up to standards; and level III—ex-
pand the system. Some, however, see this categorization as inadequate.

Furthermore, the criteria for the selection of the airports and projects to be in-
cluded in the plan have come under criticism. Some have argued that most of
the 3,300-plus airports in the NPIAS are not truly of national interest and that
criteria should be made more stringent to reduce the number to a more man-
ageable set. On the other hand, there are those who contend that the plan can-
not be of national scope unless it contains all publicly owned airports. It is
argued that because the NPIAS lists only development projects eligible for fed-
eral aid and not those that would be financed solely by state, local, and private
sources, the total airport development needs are understated by the plan.

A final criticism is that the NPIAS deals strictly with the development needs of
individual airports, with little regard to regional and intermodal coordination.
This issue has become a sensitive one, especially with the growth of competi-
tion between airports within given metropolitan areas, and even between air-
ports on a national level.

The rules that govern airport management

As with any system intended for use by the public, a complex system of fed-
eral, state, and often local regulations have been put in place by legislation to
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ensure the safe and efficient operation of public-use airports. All airports in-
cluded in the NPIAS are subject to a variety of Federal Aviation Regulations
(FAR). FAR’s are found in Title 14 of the United States Code of Federal Regu-
lations (CFR) (14 CFR—Aeronautics and Space). The 14 CFR series is made up
of over 100 chapters, known as parts, each of which provide regulatory man-
dates that govern various elements of the civil aviation system, including regu-
lations for pilots, general aviation and commercial flight operations, and, of
course, airport operations and management. Within airport management, regu-
lations regarding airport operations, environmental policies, financial policies,
administrative policies, airport planning, and other issues of direct concern to
airports are covered.

Although all Federal Aviation Regulations are important to airport management,
the following FARs are of specific importance to airport management, opera-
tions, and planning, and will be referenced in detail in this text:

FAR Part 1 Definitions and Abbreviations

FAR Part 11 General Rulemaking Procedures

FAR Part 36 Noise Standards: Aircraft Type and Airworthiness
Certification

FAR Part 71 Designation of Class A, Class B, Class C, Class D, and
Class E Airspace Areas; Airways, Routes, and Reporting
Points

FAR Part 73 Special Use Airspace

FAR Part 77 Objects Affecting Navigable Airspace

FAR Part 91 General Operating and Flight Rules

FAR Part 93 Special Air Traffic Rules and Airport Traffic Patterns
FAR Part 97 Standard Instrument Approach Procedures

FAR Part 121 Operating Requirements: Domestic, Flag, and Supple-
mental Air Carrier Operations

FAR Part 129 Operations: Foreign Air Carriers and Foreign Operators
of U.S. Registered Aircraft Engaged in Common Carriage

FAR Part 139 Certification and Operations: Land Airports Serving Cer-
tain Air Carriers

FAR Part 150 Airport Noise and Compatibility Planning
FAR Part 151 Federal Aid to Airports

FAR Part 152 Airport Aid Program

FAR Part 156 State Block Grant Pilot Program

FAR Part 157 Notice of Construction, Alteration, Activation, and Deac-
tivation of Airports
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FAR Part 158 Passenger Facility Charges

FAR Part 161 Notice and Approval of Airport Noise and Access Restric-
tions

FAR Part 169 Expenditure of Federal Funds for Nonmilitary Airports or

Air Navigation Facilities Thereon (for airports not oper-
ated under Federal Aviation Administration regulations)

In addition to the 14 CFR series, regulations regarding the security of airport
and other civil aviation operations are published under Title 49 of the Code of
Federal Regulations (49 CFR—Transportation) and are known as Transporta-
tion Security Regulations (TSRs). TSRs are enforced by the Transportation
Security Administration (TSA). TSRs of specific importance to airport manage-
ment include:

49 CFR Part 1500
49 CFR Part 1502
49 CFR Part 1503
49 CFR Part 1510

Applicability, Terms, and Abbreviations
Organization, Functions, and Procedures
Investigative and Enforcement Procedures

Passenger Civil Aviation Security Service Fees

49 CFR Part 1511
49 CFR Part 1520

Aviation Security Infrastructure Fee

Protection of Security Information (replaced FAR Part
19D

Civil Aviation Security: General Rules

Airport Security (replaced FAR Part 107)

Aircraft Operator Security: Air Carriers and Commer-
cial Operators (replaced FAR Part 108)

49 CFR Part 1540
49 CFR Part 1542
49 CFR Part 1544

49 CFR Part 1546 Foreign Air Carrier Security (replaced parts of FAR

Part 129)
Indirect Air Carrier Security (replaced FAR Part 109)

Aircraft Security Under General Operating and Flight
Rules (replaced parts of FAR Part 91)

49 CFR Part 1549
49 CFR Part 1550

The volume of TSRs came into effect on November 19, 2001, with the signing
of the Aviation and Transportation Security Act. As recently as early 2003, se-
curity regulations and policies under the Transportation Security Administration
have been in a constant state of change, as the civil aviation industry adapts to
increased threats of terrorism.

To assist airport management and other aviation operations in understanding
and applying procedures dictated by federal regulations, the FAA makes avail-
able a series of advisory circulars (ACs) associated with each regulation and
policies. The advisory circulars specific to airports are compiled into the 150
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Series of Advisory Circulars. There are over 100 current and historical advisory
circulars in the 150 series available to airport management. Those advisory cir-
culars of particular general interest to airport management are referenced
throughout this text. Some of these include:

AC 150/5000-5C Designated U.S. International Airports

AC 150/5020-1 Noise Control and Compatibility Planning for Air-
ports

AC 150/5060-5 Airport Capacity and Delay

AC 150/5070-6A Airport Master Plans

AC 150/5190-5 Exclusive Rights and Minimum Standards for Com-

mercial Aeronautical Activities
AC 150/5200-28B Notices to Airmen (NOTAMS) for Airport Operators
AC 150/5200-30A Airport Winter Safety and Operations
AC 150/5200-31A Airport Emergency Plan
AC 150/5300-13 Airport Design
AC 150/5325-4A Runway Length Requirements for Airport Design
AC 150/5340-1H Standards for Airport Markings
AC 150/5360-12C Airport Signing and Graphics

AC 150/5360-13 Planning and Design Guidelines for Airport Termi-
nal Facilities

AC 150/5360-14 Access to Airports by Individuals with Disabilities

Advisory circulars are constantly updated and often changed. The latest available
advisory circulars as well as FARs may be found by contacting the Federal Avia-
tion Administration. The latest information regarding transportation security reg-
ulations may be found by contacting the Transportation Security Administration.

Airports are also subject to state and local civil regulations specific to the airport’s
metropolitan area. In addition, airport management itself may impose regulations
and policies governing the operation and administration of the airport. Each air-
port is encouraged to have a published set of rules and regulations covering all
the applicable federal, state, local, and individual airport policies to be made
available for all employees and airport users on an as-needed basis.

Organizations that influence airport regulatory
policies
There are many national organizational and regional organizations that are

deeply interested in the operation of airports. Most of these organizations are
interested in developing and preserving airports because of their role in the na-
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tional air transportation system and their value to the areas they serve. The pri-
mary goal of these groups is to provide political support for their causes with
hopes to influence federal, state, and local laws concerning airports and avia-
tion operations in their favor. In addition, these groups provide statistics and in-
formational publications and provide guest speakers and information sessions
to assist airport management and other members of the aviation community in
order to provide support for civil aviation.

Each of these organizations is particularly concerned with the interests of their
constituents; however there are numerous times when they close ranks and
work together for mutual goals affecting the aviation community in general.
The following is a brief listing of the most prominent associations. A complete
listing can be found in the World Aviation Directory published by McGraw-Hill.
These organizations, by virtue of the alphabetic acronyms they are most com-
monly referred by, make up the “alphabet soup” of aviation-related support or-
ganizations.

e Aerospace Industries Association (AIA)—founded 1919. Member com-
panies represent the primary manufacturers of military and large com-
mercial aircraft, engines, accessories, rockets, spacecraft, and related
items.

e Aircraft Owners & Pilots Association (AOPA)—founded 1939. With
almost 400,000 members, AOPA represents the interests of general
aviation pilots. AOPA provides insurance plans, flight planning, and
other services, as well as sponsors large fly-in meetings. In addition
the AOPA’s Airport Support Network plays a large role in the support
and development of all airports, with particular support to smaller
general aviation airports.

e Air Line Pilots Association (ALPA)}—founded 1931. The Air Line Pilots
Association is the oldest and largest airline pilots’ union, supporting the
interests of the commercial pilots and commercial air carrier airports.

o Airports Council International—North America (ACI-NA)—founded
1991. First established as the Airport Operators Council in 1947, the
ACI-NA considers itself the “voice of airports” representing local, re-
gional, and state governing bodies that own and operate commercial
airports throughout the United States and Canada. As of 2003, 725
member airports throughout belong to ACI-NA. The mission of the
ACI-NA is to identify, develop, and enhance common policies and pro-
grams for the enhancement and promotion of airports and their man-
agement that are effective, efficient, and responsive to consumer and
community needs.

e Air Transport Association of America (ATA)—founded 1936. The ATA
represents the nation’s certificated air carriers in a broad spectrum of
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technical and economic issues. Promotes safety, industrywide pro-
grams, policies, and public understanding of airlines.

American Association of Airport Executives (AAAE)—founded 1928. A
division of the Aeronautical Chamber of Commerce at its inception, the
AAAE became an independent entity in 1939. Membership includes in-
dividual representatives from airports of all sizes throughout the United
States, as well as partners in the aviation industry and academia.

Aviation Distributors and Manufacturers Association (ADMA)—

Sfounded 1943. Represents the interests of a wide variety of aviation

firms including fixed-base operators (FBOs) who serve general aviation
operations and aircraft component part manufacturers. The ADMA is a
strong proponent of aviation education.

Experimental Aircraft Association (EAA)—founded 1953. The EAA,
with over 700 local chapters, promotes the interests of homebuilt and
sport aircraft owners. EAA hosts two of the world’s largest fly-in con-
ventions each year, at Oshkosh, Wisconsin, and Lakeland, Florida.
Flight Safety Foundation (FSF)—founded 1947. The primary function
of the FSF is to promote air transport safety. Its members include air-
port and airline executives and consultants.

General Aviation Manufacturers Association (GAMA)—founded 1970.
GAMA’s members include manufacturers of general aviation aircraft,
engines, accessories, and avionics equipment. GAMA is a strong propo-
nent of general aviation airports.

Helicopter Association International (HAD—/founded 1948. Members
of HAI represent over 1,500 member organizations in 51 countries that
operate, manufacture, and support civil helicopter operations.

International Air Transport Association (IATA)—founded 1945. TATA
is an association of more than 220 international air carriers whose main
functions include coordination of airline fares and operations. IATA an-
nually assesses international airports for their service quality and pub-
lishes their findings industrywide.

National Agricultural Aviation Association (NAAA)—founded 1967.

As the voice of the aerial application industry, NAAA represents the in-
terests of agricultural aviation operators. The NAAA represents over
1,250 members including owners of aerial application businesses; pi-
lots; manufacturers of aircraft, engines, and equipment; and those in re-
lated businesses.

National Air Transportation Association (NATA)—founded 1941. First
known as the National Aviation Training Association and later Trades
Association, NATA represents the interests of fixed-base operators, air
taxi services, and related suppliers and manufacturers.
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e National Association of State Aviation Olfficials (NASAO)—founded
1931. The NASAO represents departments of transportation and state
aviation departments and commissions from 50 states, Puerto Rico, and
Guam. NASAO encourages cooperation and mutual aid among local,
state, and federal governments.

® National Business Aviation Association (NBAA)—founded 1947. The
NBAA represents the aviation interests of over 7,400 companies that
own or operate general aviation aircraft as an aid to the conduct of
their business, or are involved with some other aspect of business avia-
tion.

e Professional Aviation Maintenance Association (PAMA)—founded
1972. PAMA promotes the interest of airframe and power plant (A&P)
technicians.

e Regional Airline Association (RAA)—founded 1971. The RAA repre-
sents the interests of short- and medium-haul scheduled passenger air
carriers, known as “regional airlines,” and cargo carriers.

Concluding remarks

As described in these introductory remarks, the complex system of civil airports
is made up of individual airport facilities of varying sizes, serving various pur-
poses, all organized into plans of regional, national, and international levels.
The range of rules, regulations, and policies, administered from varying levels
of government, cover the full spectrum of airport and aviation system opera-
tions. Furthermore, a large number of professional and industry organizations
play a large part in influencing the policies by which airport management must
operate their facilities. By understanding where an airport manager’s airport
falls within the civil aviation system, what rules must be followed, and what
sources of support and assistance exist, the task of efficiently managing the
complex system that is an airport, becomes highly facilitated.

Key terms

joint-use civil-military airports
enplanements

deplanements

transfer passengers

aircraft operations

local operations

itinerant operations

based aircraft
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Department of Transportation (DOT)

Federal Aviation Administration (FAA)

Airport District Office (ADO)

International Civil Aviation Organization (ICAO)
National Airport System Plan (NASP)

National Plan of Integrated Airport Systems (NPIAS)

commercial service airport

primary commercial service airport

standard metropolitan statistical area (SMSA)

large hub

medium hub
small hub

nonhub

general aviation (GA) airport

basic utility facility

general utility facility

reliever airport

Federal Aviation Regulations (FAR)

Code of Federal Regulations (CFR)
Transportation Security Regulations (TSR)

advisory circulars (AC)

Questions for review and discussion

1.
2.
3.

How many airports exist in the United States?

Who owns airports in the United States?

What is the difference between a private airport and a public-use air-
port?

What are the different types of airports in the United States, as de-
scribed in the NASP?

. What are the leading airports in the United States in terms of enplaned

passengers?

. What are the leading airports in the United States in terms of aircraft

operations?
What are the different hub classifications described in the NPIAS?
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8. What are the requirements necessary for an airport to be classified as a
reliever airport?
9. What purposes do general aviation airports serve?

10. What federal agencies exist in part to support and supervise airport op-
erations?

11. What independent professional agencies exist to support airports?
12. What specific rules and regulations are used to operate airports?

13. What are advisory circulars? What purpose do they serve for airport
management?
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Airports and airport systems:
Organization and administration

Outline

e Airport ownership and operation
e Airport privatization
e The airport organization chart
¢ Job descriptions
e Airport management as a career
¢ Duties of an airport manager
¢ Education and training
e The airport manager and public relations
e The airport and its public

e Public relations objectives

Objectives

The objectives of this section are to educate the reader with information to:
¢ Discuss the ownership structures of airports.
e Identify the various jobs that exist at airports.
e Understand an airport organization chart.
¢ Discuss airport management as a potential career.

¢ Understand the public relations issues that are associated with airport
management.
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Introduction

Whether privately owned or part of a public system, there are fundamental
characteristics of the administrative and organizational structure of an airport.
The number of people employed at a given airport can range from as few as
one, at the smallest of general aviation facilities, to as many as 50,000 at the
world’s largest airport authorities.

Those airports that employ fewer numbers of people expect these people to
accept a wider range of responsibilities. For example, an airport management
employee at a small airport might be responsible for maintaining the airfield,
managing finances, and maintaining good relations with the local public. At the
larger airports, employees are typically given very specific responsibilities for a
particular segment of airport management.

Airport ownership and operation

Public airports in the United States are owned and operated under a variety of
organizational and jurisdictional arrangements. Usually, ownership and opera-
tion coincide: commercial airports might be owned and operated by a city,
county, or state; by the federal government; or by more than one jurisdiction
(a city and a county). In some cases, a commercial airport is owned by one or
more of these governmental entities but operated by a separate public body,
such as an airport authority specifically created for the purpose of managing
the airport. Regardless of ownership, legal responsibility for day-to-day opera-
tion and administration can be vested in any of five kinds of governmental or
public entities: a municipal or county government, a multipurpose port au-
thority, an airport authority, a state government, or the federal government.

A typical municipally operated airport is city owned and run as a depart-
ment of the city, with policy direction by the city council and, in some cases,
by a separate airport commission or advisory board. County-run airports are
similarly organized. Under this type of public operation, airport policy deci-
sions are generally made in the broader context of city or county public in-
vestment needs, budgetary constraints, and development goals.

Some commercial airports in the United States are run by multipurpose port au-
thorities. Port authorities are legally chartered institutions with the status of
public corporations that operate a variety of publicly owned facilities, such as
harbors, airports, toll roads, and bridges. In managing the properties under
their jurisdiction, port authorities have extensive independence from the state
and local governments. Their financial independence rests largely on the
power to issue their own debt, in the form of revenue bonds, and on
the breadth of their revenue bases, which might include fees and charges from
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marine terminals and airports as well as proceeds (bridge or tunnel tolls) from
other port authority properties. In addition, some port authorities have the
power to tax within the port district, although it is rarely exercised.

Another type of arrangement is the single-purpose airport authority. Similar in
structure and in legal charter to port authorities, these single-purpose authorities
also have considerable independence from the state or local governments, which
often retain ownership of the airport or airports operated by the authority. Like
multipurpose port authorities, airport authorities have the power to issue their
own debt for financing capital development, and in a few cases, the power to
tax. Compared to port authorities, however, they must rely on a much narrower
base of revenues to run a financially self-sustaining enterprise.

Since the early 1950s, there has been a gradual transition from city- and
county-controlled airports to the independent single or multipurpose authori-
ties. The predominant form is still municipally owned and operated, particu-
larly the smaller commercial and GA airports; however, there are reasons for
this transition:

e Many airport market or service areas have outgrown the political juris-
diction whose responsibility the airport entails. In some cases there is
considerable, actual or potential, tax liability to a rather limited area. In
these cases the creation of an authority to “spread the potential or ac-
tual tax support” for the airport might be recommended. By spreading
the tax base of support for the airport, more equitable treatment of the
individual taxpayer can result and the taxpayers supporting the airport
in most cases more nearly match the actual users of the facility.

e Another advantage of authority control of an airport is that such an or-
ganization allows the board to concentrate and specialize on airport
matters.

¢ Aviation authorities can also provide efficiency of operation and
economies of scale when several political jurisdictions, each with sepa-
rate airport responsibilities, choose to combine these under one board.
This has been done quite successfully in many areas of the country.
Normally, the staff required by an airport authority will be quite small
compared to the personnel requirements of a city or county govern-
ment. This factor generally results in better coordination with the air-
port management team.

¢ Authorities can also provide on-scene decision makers, rates, and
charges unclouded by off-airport costs, and with less political impact
on the business of running the airport.

State-operated airports are typically managed by the state’s department of
transportation. Either general obligation or revenue bonding might be used to
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raise investment capital, and state taxes on aviation fuel might be applied to
capital improvement projects.

Although several states run their own commercial airports, only a handful of
large- and medium-size commercial airports are operated in this way, pri-
marily in Alaska, Connecticut, Hawaii, Maryland, and Rhode Island. The fed-
eral government owns and operates the airport at Pomona (Atlantic City),
New Jersey, which is part of the FAA Technical Center. The FAA manages
this facility with capital development financed through congressional
appropriations.

Several airports in the United States are managed by private companies gen-
erally operating under a fixed-fee contract with a local government. By con-
trast, many U.S. airports are managed by the local government, but contract
out a significant number of airport functions to private contractors, including
janitorial, security, maintenance, and concession management. Neither of
these situations is particularly controversial, nor are the economics of these
airports unusual.

Airport privatization

Privatization refers to shifting governmental functions and responsibilities, in
whole or in part, to the private sector. The most extensive privatizations in-
volve the sale or lease of public assets.

Airport privatization, in particular, typically involves the lease of airport prop-
erty and/or facilities to a private company to build, operate, and/or manage
commercial services offered at the airport. No commercial airport property in
the United States has been completely sold to a private entity. Long-term oper-
ating leases are the standard privatization contract. Only in the United King-
dom have outright sales of airport property been completed.

Although no U.S. commercial airport has been sold to a private entity, publicly
owned airports have extensive private sector involvement. Most services now
performed at large commercial airports, such as airline ticketing, baggage han-
dling, cleaning, retail concessions, and ground transportation, are provided by
private firms. Some estimates indicate as many as 90 percent of the people
working at the nation’s largest airports are employed by private firms. The re-
maining 10 percent of the employees are local and state government person-
nel performing administrative or public safety duties; federal employees, such
as FAA air traffic controllers and TSA security screeners; or other public em-
ployees, primarily military personnel. Airports have been increasingly depen-
dent on the private sector to provide services as a way to reduce costs and
improve the quality and the range of services offered.



Airport privatization 33

In the mid-1990s some public administrations contracted with private firms to
manage their airports; most notably, in 1995, the Indianapolis Airport Author-
ity contracted with a private firm, the British Airports Authority, to manage its
system of airports, including the Indianapolis International Airport. Since 1995,
several, but not many, airports have been contracted out for full private man-
agement. More commonly a portion of the airport, such as an airport terminal,
concessions, parking, and so forth, has been subcontracted for management by
private sector firms.

Airports are, however, relying more on private financing for capital develop-
ment. Airports have sought to diversify their sources of capital development
funding, including the amount of private sector financing. Traditionally, air-
ports have relied on the airlines and federal grants to finance their operations
and development. However, in recent years, airports, especially the larger
ones, have sought to decrease their reliance on airlines while increasing rev-
enue from other sources. Nonairline revenue, such as concession receipts, now
account for more than 50 percent of the total revenue larger airports receive.

In most other countries, the national government owns and operates airports.
However, a growing number of countries, including Canada and Australia,
have been exploring ways to more extensively involve the private sector as a
way to provide capital for development and improve efficiency. These privati-
zation activities range from contracting out services and infrastructure devel-
opment, in a role similar to private sector activities at U.S. airports, to the sale
or lease of nationally owned airports.

For example, Mexico passed legislation in 1995 to lease 58 major airports on a
long-term basis. Most countries’ privatization efforts do not transfer ownership
of airports to the private sector, but involve long-term leases, management con-
tracts, the sale of minority shares in individual airports, or the development of
runways or terminals by the private sector. Only the United Kingdom has sold
major airports to the private sector. To privatize, the United Kingdom sold the
government corporation British Airports Authority (BAA) and the seven major
airports it operated (including London’s Heathrow and Gatwick Airports) in a
$2.5 billion public share offering. Proceeds from this sale were used to reduce
the national debt. Even after privatization, the airports have remained subject
to government regulation of airline access, airport charges to airlines, safety, se-
curity, and environmental protection. The government also maintains a right to
veto new investments in, or divestitures of, airports. BAA has generated profits
every year since it assumed ownership of the United Kingdom’s major airports
in 1987.

Several factors have motivated interest in expanding the role of the private sec-
tor at commercial airports in the United States. First, privatization advocates
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believe that private firms would provide additional capital for development.
Second, proponents believe that privatized airports would be more profitable
because the private sector would operate them more efficiently. Last, advocates
believe that privatization would financially benefit all levels of government by
reducing demand on public funds and increasing the tax base.

In 1997, the FAA implemented the Pilot Program on Private Ownership of Air-
ports, under which five public-use airports would be operated under a private
management group. The airports selected to participate in the program include
Stewart International Airport in Newburgh, New York; Brown Field in San
Diego, California; Rafael Hernandez Airport in Aguadilla, Puerto Rico; New Or-
leans Lakefront Airport in New Orleans, Louisiana; and Niagara Falls Interna-
tional Airport in Niagara Falls, New York. The program has been met with
limited success, with only Stewart International Airport fully completing the pri-
vatization process.

The enthusiasm toward full airport privatization has appeared to wane since
the late 1990s, as the overall economy of the United States has declined. How-
ever, the concepts that drive private enterprises toward competitive and effi-
cient operations is becoming embraced by publicly owned and managed
airports. As a result, more efficient organizational structures and management
responsibilities have resulted in more streamlined and efficient airport man-
agement organizational structures.

The airport organization chart

An organization chart shows the formal authority relationships between su-
periors and subordinates at various levels, as well as the formal channels of
communication within the organization. It provides a framework within which
the management functions can be carried out. The chart aids employees to
perceive more clearly their positions in the organization in relation to others
and how and where managers and workers fit into the overall organizational
structure.

Airport management organization charts range from the very simple to the very
complex, depending primarily on the size, ownership, and management struc-
ture of the airport.

The organization chart is a static model of an airport’s management structure;
that is, it shows how the airport is organized at a given point in time. This is a
major limitation of the chart, because airports operate in a dynamic environ-
ment and thus must continually adapt to changing conditions. Some old posi-
tions might no longer be required, or new positions might have to be created
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in order that new objectives can be reached; therefore, it is necessary that the
chart be revised and updated periodically to reflect these changing conditions.

The duties, policies, and theories that govern the job of airport management
vary widely over time. In addition, many such policies vary from airport to air-
port on the basis of individual airport operating characteristics. As a result, it is
difficult to say that any organization chart is typical or that the chart of one air-
port at any particular time is the one still in effect even a few months later;
however, all airports do have certain common functional areas into which air-
port activities are divided. Understandably, the larger the airport, the greater
the specialization of tasks and the greater the departmentalization. Figure 2-1
shows the major functional areas and typical managerial job titles for a com-
mercial airport.

Job descriptions

The following is a brief job description for each position shown in Fig. 2-1.

Alnpont suthority, aiport baand
oF city/eourly COMIMISianirs
1

| Alrpon Director
I I . I |
Asastisnt direclor Assislant dwector | | accisiant director | | Assistant director
finance and plarning and oparahons maintanance
administration enginaernng
Parmsonnal || Chial-airside || Buddings and |
Manager oparations | facditses chiod
| [ Cher | | [Chierunosde] L[ Growa |
accountant | operatons chial
!____'__._ -
— :::'Er’ll:]':]:" || Sacuirity | | Waehicls
chiaf chiepd
L] Chief |
purchasing | o FECH SCUR,
o s
———
Public |
= relations
g

Figure 2-1. T)pical airport management organization chart.
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Airport director. The airport director is responsible for the overall day-to-
day operation of the airport. He or she reports directly to the airport authority,
the airport board, or governmental commission charged with the development
and administration of the airport. This individual directs, coordinates, and re-
views through subordinate supervisors, all aircraft operations, building and
field maintenance, construction plans, community relations, and financial and
personnel matters at the airport. The airport director also:

e Supervises and coordinates with airline, general aviation, and military
tenants use of airport facilities.

e Reviews airport tenant activities for compliance with terms of leases
and other agreements.

e Supervises enforcement of aircraft air and ground traffic and other ap-
plicable regulations.

¢ Confers with airlines, tenants, the FAA, and others regarding airport
regulations, facilities, and related matters.

e Participates in planning for increased aircraft and passenger volume
and facilities expansion.

e Determines and recommends airport staffing requirements.
e Compiles and submits for review an annual airport budget.

e Coordinates airport activities with construction, maintenance, and
other work done by departmental staff, tenants, public utilities, and
contractors.

e Promotes acceptance of airport-oriented activities in surrounding com-
munities.
Assistant director—finance and administration The assistant director—
finance and administration is charged with the responsibility for overall
matters concerning finance, personnel, purchasing, facilities management, and
office management. Specifically, this individual’s duties include:
e Fiscal planning and budget administration.

e Accomplishment of basic finance functions such as accounts receivable
and payable, auditing, and payroll.

¢ Administration of the purchasing function.

e Administration and use of real property including negotiation of tenant
leases and inventory control.

e Personnel functions including compensation, employee relations, and
training.
¢ Adequate telephone and mail service.

e Public relations.
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Personnel manager The personnel manager is responsible for adminis-

tering

the airport personnel program. In such capacity, this individual’s duties

include:

Dealing with personnel problems involving position classification, com-
pensation, recruitment, placement, transfers, layoffs, promotions, leaves
of absence, supervisor-subordinate relationships, and working conditions.

Serving as equal rights and equal opportunity officer for the airport.
Handling worker’s compensation cases.

Evaluating the organization pattern, reviewing and recommending pro-
posed departmental organizational changes, and preparing position de-
scriptions.

Conferring with employees and their supervisors on personnel problems.
Preparing personnel documents and maintaining personnel records.
Interviewing or supervising the interviewing of applicants for airport
positions.

Chief accountant The chief accountant is responsible for financial plan-

ning,
clude:

budgeting, accounting, payroll, and auditing. The principal duties in-

Coordinating, consolidating, and presentation of financial plans.

Administering basic accounts such as general accounts, cost account-
ing, and accounts receivable and payable.

Administering budget; reviewing and analyzing actual performance at
budget review sessions.

Supervising all receipts and disbursements.

Administering payroll.

Conducting periodic internal audit of all airport functions.

Facilities chief The facilities chief establishes criteria and procedures for
the administration of all airport property. In this capacity, he or she is respon-
sible for inventory control of all equipment and facilities. Principal duties and
responsibilities of this individual include:

Identification and control of all property and equipment including peri-
odic audits.

Evaluating and making recommendations concerning the most efficient
use of airport real property utilization.

Soliciting tenants and concessionaires.
Developing policy and rate structure applicable to use of property by
tenants and concessionaires.
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e Coordinating with purchasing and legal staff concerning tenant and
concessionaire leases.

Chief purchasing agent The chief purchasing agent directs the procure-
ment of materials and services to support the airport; he or she prepares, ne-
gotiates, interprets, and administers contracts with vendors. This individual’s
principal duties include:

e Coordinating requirements for materials and services to be purchased.
e Purchasing all materials and services.

e Establishing bidding policies and procedures.

Working closely with the facilities’ chief and legal staff regarding con-
tracts associated with purchasing equipment.

Manager of public relations The manager of public relations is the
chief liaison officer between the airport and the surrounding community. In
this capacity, he or she is responsible for all public relations activities including
the development of advertising and publicity concerning the airport. This indi-
vidual is also responsible for handling all noise and other environmental mat-
ters. Principal duties include:

¢ Consulting with and advising airport management regarding public re-
lations policies and practices.

e Coordinating all publicity releases to the various media.

e Supervising all airport guides and information booths.

¢ Coordinating VIP visits to the airport.

e Receiving and analyzing all public complaints regarding such things as
noise and other environmental concerns.

e Preparing answers to complaints and advising management as appro-
priate.

e Sponsoring activities and special events to generate goodwill and pub-
lic acceptance.

Assistant director—planning and engineering The assistant director—
planning and engineering provides technical assistance to all airport organi-
zations, and ensures the engineering integrity of construction, alteration, and
installation programs. This individual also establishes industrial safety stan-
dards. Principal duties and responsibilities include:

¢ Developing standards and specifications for construction, alteration,
and installation programs; monitors such programs to ensure compli-
ance therewith.

e Reviewing all construction plans to determine technical integrity and
conformance to aesthetic design standards.
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Developing and publishing standards and procedures for industrial
safety.

Participating in the negotiation of construction contracts.

Assistant director—operations The assistant director—operations is
responsible for all airside and landside operations including security, and
crash, fire, and rescue operations. Principal duties include:

Directing the operations and security programs for the airport.
Coordinating and supervising security activities with field maintenance

personnel, police and fire departments, federal agencies, and airport
tenants.

Recommending and assisting in promulgating operational rules and
procedures.

Supervising investigations of violations of airport regulations.
Preparing annual operations budget.

Directing monitoring of noise levels and coordinating noise level studies.
Participating in special programs relating to or affecting airport opera-
tions, such as studies of height limits around airport property and stud-
ies of noise control.

Chief—airside operations The chief—airside operations is responsible
for all airfield operations. In this capacity, principal duties include:

Enforcing operating and security rules, regulations, and procedures
concerning landing, taxiing, parking, servicing loading and unloading
of aircraft, operation of vehicular traffic on the airfield, airline activities,
and emergency situations.

Inspecting conditions of airfield lighting, runways, taxiways, and ramp
areas.

Correcting hazardous conditions.

Coordinating airfield activities with maintenance and security personnel.

Assisting in all airfield emergency calls and disasters by notifying con-
trol tower to close runways, directing maintenance personnel, directing
security officers in crowd control, and overseeing other safety consider-
ations and activities necessary to resume normal airport operations.
Investigating and reporting on complaints and disrupted airport opera-
tions, including unscheduled plane arrivals, aircraft accidents, rule and
procedure violations, airline activities, and other operations of the airport.
Assigning gate and parking spaces to all aircraft.

Coordinating special arrangements for arrivals and departures of impor-
tant persons.
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Completing all report forms pertaining to operations activities on as-
signed shifts.

Assisting in directing noise level studies with other departmental per-
sonnel.

Chief—landside operations The chief—landside operations is respon-
sible for all landside operations. In this capacity, principal duties include:

Enforcing operating and security rules, regulations, and procedures
concerning buildings, access roads, and parking facilities.

Exercising authority to halt hazardous or unauthorized activities by ten-
ants, employees, or the public in violation of safety regulations and
procedures.

Answering inquiries and explaining terminal use procedures and safety
regulations to tenants.

Coordinating terminal building and other facility activities with mainte-
nance and security personnel.

Coordinating all parking facility activities with tenants and transit com-
panies.

Preparing personal injury and property damage reports and general in-
cident reports.

Completing all report forms pertaining to operations activities on as-
signed shifts.

Security chief The security chief enforces interior security, traffic, and
safety rules and regulations and participates in law enforcement activities at the
airport. This individual also works closely with federal security officials as-
signed to the airport. Principal duties include:

Enforcing ordinances and regulations pertaining to parking, traffic con-
trol, safety, and property protection.

Patrolling facilities to prevent trespass and unauthorized or hazardous use.
Preventing public entry into dangerous or restricted areas.

Issuing citations and warnings for violations of specific provisions of
airport rules and regulations.

Securing gates and locks and watching buildings and facilities for indica-
tions of fire, dangerous conditions, unauthorized entry, and vandalism.
Responding to emergencies and taking immediate action to control
crowds, direct traffic, assist the injured, and turn in alarms.
Responding to calls for police service; participating in arrests; appre-
hending, or assisting members of the police department in apprehend-
ing, law violators.
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Providing information to the public regarding locations and operations
of the airport.

Assigning uniformed and armed personnel to patrol and stand watch,
on a 24-hour basis, to protect and safeguard all persons in the airport
and property on the airport.

Aircraft rescue/fire fighting chief The aircraft rescue/fire fighting
chief develops procedures and implements accident, fire, and disaster plans.
Principal duties include:

Conducting a training (continuing) program for all aircraft rescue, fire
fighting personnel.

Developing and implementing all aircraft rescue and fire fighting pro-
grams.

Staffing and operating all aircraft rescue and fire fighting equipment on
the airport.

Inspecting and testing all types of fixed fire prevention and extinguish-
ing equipment on the airport.

Inspecting all facilities for fire and/or safety hazards.

Assistant director—maintenance The assistant director—mainte-
nance is responsible for planning, coordinating, directing, and reviewing the
maintenance of buildings, facilities, vehicles, and utilities. Principal duties in-

clude:

Developing, directing, and coordinating policies, programs, procedures,
standards, and schedules for buildings, utilities, vehicle maintenance,
and field facilities.

Coordinating work done by tenants and contractors.

Inspecting maintenance work for compliance with plans, specifications,
and applicable laws.

Making recommendations as to adequacy, sufficiency, and condition of
buildings, facilities, and vehicles.

Overseeing maintenance contracts.

Buildings and facilities chief The buildings and facilities chief is re-
sponsible for ensuring that buildings are adequately maintained with a mini-

mum

of cost. Types of maintenance required are primarily electrical,

mechanical, plumbing, painting, carpentry, masonry, and cement work. Princi-
pal duties include:

Developing an approved maintenance schedule for all building mainte-
nance requirements.

¢ Assigning qualified personnel to perform maintenance.
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e Inspecting work for adequacy and compliance with requirements.

¢ Developing special maintenance methods where necessary.

Grounds chief The grounds chief is responsible for ensuring that the
grounds are maintained in good repair and that the landscape is adequately
maintained. Principal duties include:

e Developing approved schedules for maintaining all airport surface ar-
eas including paving, landscaping, and drainage systems.
e Assigning qualified personnel to accomplish ground maintenance.

e Inspecting work for adequacy and compliance with maintenance stan-
dards.

Vebicle chief The vehicle chief is responsible for the maintenance of all ve-
hicles utilized by the airport. Vehicle maintenance includes tune-up, minor
maintenance, washing and polishing, tires and batteries, lubrication, and fuel-
ing. Principal duties include:

e Developing an approved vehicle maintenance schedule.
e Coordinating schedule with users of airport vehicles.
e Assigning qualified personnel to perform maintenance.
e Inspecting all work to determine compliance with established mainte-
nance standards.
e Coordinating with purchasing to obtain vendor services as required.
e Maintaining vehicle usage and maintenance records.
e Coordinating with purchasing in developing a vehicle disposal and re-
placement program.
Although the aforementioned positions represent a typical managerial structure
at a commercial airport, there are numerous employees with a wide variety of

job skills reporting to them. Some of the typical job titles found at major air-
ports include the following:

Accountant Buyer

Administrative assistant Carpenter
Air-conditioning mechanic Cement finisher
Airport guide Civil engineer

Airport noise abatement officer Construction inspector
Architect Contract analyst
Auditor Custodian

Auto mechanic Drafter

Bus driver Electrician
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Elevator mechanic

Equipment mechanic
Equipment operator

Facility planner

Financial analyst

Firefighter

Groundskeeper

Heavy-duty equipment operator
Industrial engineer

Maintenance and construction
laborer

Maintenance foreman
Operations assistant
Painter

Personnel representative

Plasterer

Plumber

Public relations representative
Secretary

Security officer

Sheet metal mechanic
Software engineer

Student intern

Supervisor of operations
Tilesetter

Toolroom keeper

Traffic painter and sign poster
Tree surgeon

Truck operator

Welder

Window cleaner

Airport management as a career

There are many career paths within the field of airport management as evidenced
by the wide variety of job descriptions under the previous section. Even the job
of airport manager varies greatly. At one extreme is the manager of a large met-
ropolitan airport, an appointee or civil service employee of the city government
or airport authority, who heads a large staff of assistants and specialists through
which he or she manages a highly complex organization. At the other extreme is
the owner-manager of a small private field near a rural community. The latter
might combine activities as airport manager with work in some other business.

Between these two extremes is the manager of a municipally owned or pri-
vately owned airport where there are a limited number of scheduled airline
flights each day. Based at the airport are several fixed-base operators (FBOs)
and a number of aircraft owned by individuals and corporations. The typical
manager of a medium-size airport deals with all segments of the aviation com-
munity including the airlines, general aviation, and federal and state agencies.

In the early days of aviation, an individual could become an airport manager if
he or she was a pilot and had several years of experience in some segment of
the industry. Although the individual had to be able to manage the operation
for the owner, his or her experience was likely to be in some area of flying
rather than in business management.
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Today an airport manager must be primarily a skilled and experienced execu-
tive with a broad background in all facets of aviation and management in gen-
eral. It is no longer necessary that the manager be a pilot. Almost every airport
manager’s job situation is unique in some major respects because of the wide
variety of size of airport and type of ownership and operation. There are also
wide variations in government procedures in different communities. This
sometimes causes the responsibilities, salaries, and authority of airport man-
agers to be completely different from one city to the next. Even the job title
varies. Director of aviation, airport superintendent, executive director, airport
director, general manager, and other titles are often used instead of airport
manager.

Duties of an airport manager

An airport manager is often part landlord and part business executive. As a
landlord, the safe condition and operation of the airport is the manager’s great-
est responsibility. The maintenance of the airport buildings and land is also im-
portant. As a business executive, the manager is in charge of public relations;
financial planning; profitable and efficient day-to-day operation; and coordina-
tion of airline, concession, and airport facilities to best serve the tenants and
flying public.

The airport manager’s primary duty is the safe and efficient operation of the air-
port and all its facilities regardless of its size. However, at least in the larger
commercial airports, the manager does not have direct control over most flying
activities. He or she must deal with all groups and individuals who use the air-
port facilities. These include representatives of the airlines that schedule flights,
maintain and service their aircraft, and process passengers; all segments of the
general aviation community, including FBOs and individual and corporate
owners and operators of aircraft; and the government-employed staffs of the air
traffic control facilities, customs, and so forth.

All of these groups can be regarded as tenants of the airport, carrying on their
independent activities. Besides dealing with the companies and individuals di-
rectly concerned with flying, the manager is in contact with concessionaires
who operate restaurants, shops, and parking facilities, and with the traveling
public.

The size of the airport and the services it offers its tenants and the public play
an important part in determining the airport manager’s specific duties. Some of
these duties were enumerated earlier in this chapter under job descriptions. A
manager must formulate fiscal policy, secure new business, recommend and
enforce field rules and regulations, make provisions for handling spectators
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and passengers, oversee construction projects, see that the airport is adequately
policed and that airplane and automobile traffic is regulated.

The manager interprets the functions and activities of the airport to the city or
other local government and to the public; he or she is a public relations expert
as well as a business manager. This public relations function is extremely im-
portant and will be taken up at the end of this chapter in a separate section.

Not all of these duties are required of all managers of airports. Many airports
are too small to have FAA-staffed control towers; others have no scheduled air-
line flights. In these airports the job is simpler, but the manager must usually
do all of the work personally. In large airports, the manager has many assistants
and supervises the work

The job of airport manager is obviously not completed between 9 and 5. The
hours are often irregular and most managers have some weekend and holiday
work. They will often have to work at night. In emergency situations they will
usually work additional hours. Difficult weather conditions, labor problems,
personnel irregularities, and flight schedule changes are only some of the
things that will affect job hours. Even when not actually working, most airport
managers are on call.

Education and training

The major requirement for the job of airport manager is business and adminis-
trative ability; this means the ability to make decisions, to coordinate details, to
direct the work of others, and to work smoothly with many kinds of people.
Perhaps the best college program to follow is one that leads to a degree in avi-
ation management. College courses in engineering; management; accounting;
finance and economics; business and aviation law; and airline, general avia-
tion, and airport management are good preparation for a career in airport man-
agement. Many schools that are members of the University Aviation Association
(UAA) offer programs and courses that can be applied to the problems of man-
aging an airport.

A number of the primary airports in the United States have 1- or 2-year intern-
ship programs that train college graduates for various aspects of airport man-
agement. Other individuals have started at a small GA airport where they
become involved in all aspects of airport management—from maintenance and
repair to attending city commission meetings. Some college graduates have
taken jobs with aviation or airport consulting firms and after several years have
moved into airport management. Many others have acquired experience in
some other area of aviation before entering the field.
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Because the position of airport manager is the top job in most airports, ad-
vancement generally comes by changing jobs—usually by working for a larger
airport. In a large metropolitan airport, an individual usually works up from
managing various departments to become an assistant manager or director and
finally manager or director.

The important public service an airport provides along with its economic ad-
vantages to a community has caused city governments to recognize the need
for professional management of airports. To meet the need, the American As-
sociation of Airport Executives (AAAE) initiated a program of accreditation for
those currently employed in airport management. A minimum of 3 years of
work experience in airport management, an original paper on an airport prob-
lem, and the completion of a comprehensive examination are the major re-
quirements of the accreditation program. The applicant must also be at least 21
years of age and of good moral character. Once an airport manager has com-
pleted these requirements the person may use the initials A.A.E. (Accredited
Airport Executive) after his or her name and is eligible to vote at the business
meetings of the American Association of Airport Executives. The airport man-
aged by the person may be designated as an AAAE field.

For those not currently employed at an airport, the AAAE offers a Certified
Member (C.M.) certification. The C.M. certification may be achieved by com-
pleting the comprehensive written examination with a passing score.

Many career opportunities in airport management should become available in
the years ahead because of expansion of facilities and attrition. As the number
of new airports increases and the facilities of many existing airports expand,
new managerial positions will be created. Many of these will not be top jobs,
but the airport of the future will require assistant managers specializing in one
part of the huge operation. Also, qualified people will be needed to replace
those who retire.

Because the job of managing a medium-to-large commercial airport is a fasci-
nating one that requires high qualifications, there will be tough competition for
jobs; however, the motivated individual with a solid educational background
and varied experience in the fields of aviation and management will find open-
ings in a field of work that is and will remain comparatively small—but one
that provides an interesting and challenging profession.

The airport manager and public relations

Unquestionably, one of the most important and challenging aspects of an air-
port manager’s job is that of public relations. Public relations is the manage-
ment function that attempts to create goodwill for an organization and its
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products, services, or ideals with groups of people who can affect its present
and future welfare. The most advanced type of public relations not only at-
tempts to create goodwill for the organization as it exists, but also helps for-
mulate policies, if needed, that of themselves result in a favorable reaction.

Aviation and airports have such great impact on our lives, and on the life of our
nation, that it is difficult to find a person who has no knowledge or opinion of
airports. Despite the tremendous growth in all segments of aviation over the
past 25 years, and the resulting challenges, problems, and opportunities, avia-
tion has not been exempted from the controversies that inevitably are part of
any endeavor affecting or touching the lives of a large number of people. This
controversy is the reason why every opinion, whether positive or negative, will
be a strong one. The net result is that every airport has an image—either good
or bad.

The great problems of airports are always related to the original and elemental
images resulting from the collective opinions of the public. These images are
really the balancing or compensating factors that correspond with the problems
the public encounters with airports. These images are deposits representing the
accumulated experience of jet noise, hours of struggle to reach the airport on
clogged highways under construction, the frustration of trying to find a close-
in parking place, the lines to obtain tickets, the time waiting for luggage, and
other inconveniences.

In this respect, some of the public will have an image of the airport as a very
exciting place that makes major contributions to our society through commer-
cial channels, and even more valuable contributions of a personal nature, by
offering a means to efficient travel, and thus greater personal development and
greater enjoyment of life. Despite the hundreds of positive impacts of aviation,
negative images do arise. Perhaps such negative images result from the fact that
the industry has been so intent on the technological aspects of resolving prob-
lems that it has overlooked the less tangible components. The industry has the
technology and resources to resolve many of the problems of the airport-air-
way system; however, the important link or catalyst in bringing together tech-
nology and community opinion is the airport public relations effort.

Both the airport and the community have a responsibility to work together to
solve their mutual problems, attain desired goals, and ultimately achieve a bet-
ter community. It takes continuing contributions—and sometimes sacrifices as
well—to the general welfare on the part of individual citizens and the aviation
industry to earn the opportunities and rewards of a good community for the
public. This two-way relationship has its problems too. Many are spawned by
misunderstanding that can arise and grow to disproportionate size, and in our
context, result in a negative image for the airport and a loss of public confi-
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dence in the aviation industry. Ensuring that problems are met head-on, with
full and explicit information made continuously available to the public to pre-
vent misunderstanding, is the point at which airport public relations enters the
picture.

Regardless of the size of an airport, there are several basic principles underly-
ing the public relations process:

Every airport and every company and interest on the airport has public
relations, whether or not it does anything about them.

Public goodwill is the greatest asset that can be enjoyed by any airport,
and public opinion is the most powerful force. Public opinion that is
informed and supplied with facts and fair interpretation might be sym-
pathetic. Public opinion that is misinformed or uninformed will proba-
bly be hostile and damaging to an airport.

The basic ingredient of good relations for any airport is integrity. With-
out it, there can be no successful public relations.

Airport policies and programs that are not in the public interest have
no chance of final success.

Airport public relations can never be some kind of program that is
used only to respond to a negative situation. Good public relations
have to be earned through continuing effort.

Airport public relations go far beyond press relations and publicity.
Public relations must interpret the airport interests to the public, and
should be a two-way flow with input and interpretation of public opin-
ion to airport management and community leadership. Public relations
must use many means of reaching the various segments of the public
interested in airport operations, and must try to instill the public rela-
tions spirit into all facets of the airport’s operation.

The airport and its public

Basically, every airport has four “publics” with which it deals, and despite the
wide variance in size and scope of activities of airports, these publics are basi-
cally the same for all airports:

e The external business public. These are the past, present, and future

airport customers for all the services offered on an airport. It includes
all segments of the business, government, educational, and general fly-
ing public.

The external general public. These are the local citizens and taxpay-
ers, many of whom have never been to the airport but who vote on
airport issues or who represent citizen groups with particular concerns.
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o The internal business public. These are the businesses and enterprises
whose interests are tied directly to the airport—the airlines, FBOs,
other members of the general aviation community, government offi-
cials, and other aviation and travel-oriented local businesses and trade
organizations, and the employees of all of these enterprises.

e The internal employee public. 'This group includes everyone who
works for the airport and its parent organization.

These are the most important airport publics. These are the sources of vital in-
formation that management must have in order to know what and how it is do-
ing, and they are the ones who must be informed and persuaded if any airport
objective is to be achieved.

Public relations objectives
The primary objectives of an airport’s public relations activities are as follows:

¢ Establishing the airport in the minds of the external public as a facility
that is dedicated to serving the public interest: Many airports work
closely with the local chamber of commerce in developing a brochure
or pamphlet citing various accomplishments and activities at the airport
that would be of interest to the local business community and the com-
munity in general.

e Communicating with the external public with the goal of establishing
and building goodwill: The airport manager and other members of his
or her staff often serve as guest speakers at various civic and social or-
ganizations. They also become active members of local or civic organi-
zations in order to informally promote the airport and determine the
pulse of the community. Public announcements of new developments
at the airport are made through all media. This is a continuing part of
the communications process.

¢ Answering general and environmental complaints on an individual ba-
sis: It is important that the airport develop a good rapport with its
neighbors and concerned citizen groups. Working closely with the air-
lines and other internal business publics, airport management attempts
to work out such problems as noise by changing traffic patterns and
adjusting hours of flight operation. Tours of the airport are given to
various community groups in order for them to get a better understand-
ing of operations. Civic-oriented activities are also conducted at the air-
port to improve relations with airport neighbors and address their
concerns. Citizen participation in airport planning and public hearings
is another means by which airport management is continually apprised
of community feelings about airport-related activities.
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e Establishing good working relationships with internal business publics
whose interests are similar to those of airport management.

e Promoting programs designed to enhance and improve employee
morale.

Like any other facility that serves the total community, an airport requires total
community understanding. A well-executed public relations program can make
the community aware of the airport and its benefits and create an atmosphere
of acceptance. Attitudes are not changed overnight, so the public relations ef-
fort must be a continuous campaign to build understanding and develop atti-
tudes of acceptance.

Concluding remarks

Each airport in the United States is unique in its organizational and administra-
tive structure. In addition, each airport is uniquely subject to rules, regulations,
and policies applicable to the airport’s operational characteristics, the owner-
ship structure, and the laws of the local municipality, region, and state in which
it’s located.

Conversely, each airport is subject to fundamental regulations mandated by the
Federal Aviation Administration, the Transportation Security Administration,
and state Departments of Transportation, and functions under basic organiza-
tional structures that allow for the safe and efficient movement of aircraft, pas-
sengers, and cargo in and around the airport.

The great challenge in airport management is to establish an ownership and or-
ganizational structure that meets the needs of each of the airport’s “publics,” from
direct users of the airport, to airport employees, to the local community. In ad-
dition, the ownership and organizational structure of an airport must be flexible
to adapt to the changing needs of the airport’s publics. This is not an easy task,
although it is one that maintains the excitement of airport management.
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assistant director—finance and administration

personnel manager

chief accountant

facilities chief

chief purchasing agent

manager of public relations
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assistant director—operations

chief—airside operations
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security chief

aircraft rescue/fire fighting chief

assistant director—maintenance
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Questions for review and discussion

Who typically owns airports in the United States?

Who typically owns airports in countries other than the United States?
What is privatization?

What is the difference between a port authority and an airport author-
ity form of airport ownership and operation?

What is the purpose of an organization chart?

What are the principal duties of a typical airport manager at a medium-
size commercial airport?

Why is public relations such an important function of airport manage-
ment?

What are some of the basic principles underlying the public relations
process at an airport?

What are the primary objectives of an airport’s public relations process?

What types of formal training and education programs exist for current
and future airport managers?
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Airports and airport systems: A
historical and legislative perspective

Outline

e Introduction
e The formative period of aviation and airports: 1903—-1938
e The birth of civil aviation: 1903-1913
e World War I: 1914-1918
e Early airmail service: 1919-1925
e The Air Commerce Act: 1926-1938
e The Civil Aeronautics Act: 1938-1939
e Airport growth: World War IT and the postwar period
e The Federal Airport Act: 1946
e Airport modernization: the early jet age
e The Airways Modernization Act of 1957
e The Federal Aviation Act of 1958

e The Department of Transportation

The Airport and Airway Development Act of 1970

The National Airport System Plan

The Airport and Airway Development Act Amendments of 1976
e Airport legislation after airline deregulation

e The Deregulation Acts of 1976 and 1978

e The Airport and Airway Improvement Act of 1982

e The Aviation Safety and Capacity Expansion Act of 1990
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Military Airport Program (MAP)

The Aviation Security Improvement Act of 1990

The Airport and Airway Safety, Capacity, Noise Improvement, and
Intermodal Transportation Act of 1992

The AIP Temporary Extension Act of 1994

The Federal Aviation Administration Act of 1994

The Federal Aviation Reauthorization Act of 1996

e Airports in the twenty-first century: from peacetime prosperity to terror
insecurity

AIR-21: The Wedell H. Ford Aviation Investment and Reform Act for
the 21st Century

The Aviation and Transportation Security Act of 2001

AIR-21 reauthorization

Objectives

The objectives of this section are to educate the reader with information to:

e Discuss the various acts of legislation that have influenced the
development and operation of airports since the early days of civil
aviation.

e Highlight several important political events that have influenced civil
aviation.

¢ Describe the development of national administrations that have regu-
lated civil aviation throughout its history.

e Describe the various funding programs that have existed to support air-
ports over the course of history.

e Discuss some of the current and future issues concerning airports and
how the U.S. government might address these issues.

Introduction

The relatively short but very rich history of civil aviation has made dramatic
impacts on society. The growth of civil aviation in general, and airports in par-
ticular, has paralleled industrial, technical, economic, and sociopolitical events
and has been associated with legislation to adapt to an ever-changing world.
This section highlights the growth of aviation and airports through a legisla-
tive perspective including decisions and other acts of Congress that have fi-
nancially, technically, economically, and politically regulated the industry
through its first 100 years.
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The formative period of aviation and airports:
1903-1938

The birth of civil aviation: 1903-1913

December 17, 1903, the day Orville and Wilbur Wright succeeded in achiev-
ing flight with a fixed-wing, heavier-than-air vehicle at Kitty Hawk, North
Carolina, has gone down in history as being the “birth of aviation.” Their first
airplane flight occurred on a large field, with sufficient room for the aircraft
to take off and land. There were no paved runways, gates, fuel facilities,
lights, or air traffic control. There was no terminal building and there was no
automobile-parking garage. There were no rules and regulations governing
the flight. That field in Kitty Hawk was, however, the first airport.

In the 10 years following the Wright brothers’ first flight, the aviation world
evolved in a very slow and hesitant manner, with most of the advances
focusing on improving aircraft technology, and much of the efforts trying to
promote the technology. Little, if any, consideration was focused on creating
facilities for aircraft to take off and land.

As a result, by 1912, there were only 20 recognized landing facilities in the coun-
try, all of which were privately owned and operated. The earliest operational
airfields date as far back as 1909, although they were generally indistinguishable
from, and often also functioned as, local athletic fields, parks, and golf courses.
Construction and maintenance of early airfields were, in general, considered lo-
cal responsibility, and with limited municipal funds, and the very low level of
aviation activity, priorities to build “airports” were understandably low.

World War I: 1914-1918

The outbreak of World War I in 1914 opened up initial opportunities for fixed-
wing aircraft to serve in a military capacity. The effort to use aviation as a mil-
itary force in World War I resulted in the production of thousands of aircraft
(most of which were produced and served in France, Germany, and England),
and hundreds of military pilots, to first fly reconnaissance and later fighting
missions. As a result, the U.S. military built 67 airports for the war effort. These
predominantly grass fields provided facilities to base, fuel, and maintain air-
craft, as well as provide sufficient room for takeoff and landing—but required
little other infrastructure. After the war, 25 of these military airfields remained
operational, and the rest were decommissioned.

Early airmail service: 1919-1925

After the end of World War I in 1918, many of the aircraft and airmen that had
served in the military turned their talents towards civil uses. One of the first
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civil applications of aviation was that of providing air transportation for the U.S.
mail. The first regular airmail route in the United States was established on May
15, 1918, between New York City and Washington, D.C. The service was con-
ducted jointly by the United States War Department and the Post Office De-
partment. The War Department operated and maintained the aircraft and
provided trained airmen, and the Post Office Department attended to the sort-
ing of the mail and its transportation to and from the airfield, and the loading
and discharge of the aircraft at the airfields. This joint arrangement lasted until
August 12, 1918, when the Post Office Department took exclusive responsibil-
ity for the development of the mail service on a larger scale (Fig. 3-1).

Communities suddenly became aware of the importance of having an aerial
connection to the rest of the country, and as a result, municipalities began con-
structing and operating local airports. By 1920, there were 145 municipally
owned airports. A nationwide airport system was beginning to form. Domestic
airmail service grew considerably between 1918 and 1925. Facilities for air
transportation had been established, and the desirability of continued direct
government operation or private operation under contract with the govern-
ment was widely discussed.

The policy of the U.S. government in the intercity transportation of mail had
traditionally been to arrange with the other, more popular and widely ac-
cepted means of intercity transportation at the time, railroads and steamships.
In order to facilitate the use of aviation to transport mail, similar formal

Figure 3-1. A Curtis [N4-H prepares to carry mail on a northward
ﬂigbtﬁ’om Wﬂsbingtoﬂ ’s Polo Field. (Photo courtesy Smithsonian Institution, National Air and Space Museum)
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arrangements needed to be made between the government and the airmail
carriers (Fig. 3-2).

The first formal airmail arrangement was ushered in with the Contract Air Mail
Act of 1925. This act, also known as the Kelly Act, authorized the postmaster
general to enter into formal contracts with private persons or companies for the
transportation of the mail by air. Contracts were let for a number of feeder and
auxiliary main lines during 1925 and 1926, and for the portions of the transcon-
tinental airmail route in 1927 (Fig. 3-2).

The Air Commerce Act: 1926-1938

The potential for growth of the airmail industry in particular, and in aviation ac-
tivity in general, resulted in the need to have aviation managed, controlled, and
regulated as a comprehensive system so that its potential for widespread
growth would be met. On May 20, 1926, President Calvin Coolidge signed the
Air Commerce Act of 1926 into law. The object of the Air Commerce Act was
to promote the development and stability of commercial aviation in order to at-
tract adequate capital into the business and to provide the fledgling industry

Figure 3-2. Pilots of National Air Transport, one of the companies that
would later become United Airlines, preparing for departure from
Cbl'CClgO s Mldw&ly Al?’pOﬁ in 1927. (Photo courtesy Landrum & Brown)
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with the assistance and legal basis necessary for its growth. The act made it the
duty of the secretary of commerce to encourage air commerce by establishing
civil airways and other navigational facilities to aid aerial navigation and air
commerce. Under the act, the Department of Commerce was charged with en-
couraging local and municipal development of airfields, for the purpose of eco-
nomic growth, and to contribute to the infrastructure that would allow the
growth of airmail service, as well as to provide safe landing facilities for the
newly formed U.S. Army Air Service.

The regulation of aviation provided for in the act included the licensing, in-
spection, and operation of aircraft; the marking of licensed and unlicensed air-
craft; the licensing of pilots and of mechanics engaged in aircraft work; and the
regulation of the use of public airways (Fig. 3-3).

In July 1927, a director of aeronautics was appointed who, under the general
direction of the assistant secretary of commerce for aeronautics, was in charge
of the work of the Department of Commerce in the administration of the Air
Commerce Act. By November 1929 it was necessary to decentralize the organi-
zation from the commerce department, primarily because of the increasing vol-
ume of work incident to the rapid development of aviation. Three assistants
and the staffs of employees of the divisions under their respective jurisdictions
were assigned to the assistant secretary of commerce for aeronautics. These in-
cluded a director of air regulation, a chief engineer of the airways division, and
a director of aeronautics development, to assist in aeronautical regulation and
promotion. The organization became known as the Aeronautics Branch of the
Department of Commerce.

Authority over civil aviation was further reassigned by executive order of the
president in 1933 to place the promotion and regulation of aeronautics in a
separately constituted bureau of the Department of Commerce. An administra-
tive order of the secretary of commerce provided for the establishment of the
Bureau of Air Commerce in 1934. The bureau consisted of two divisions, the
division of air navigation and the division of air regulation.

A revised plan of organization for the Bureau of Air Commerce, adopted in
April 1937, placed all the activities of the bureau under a director, aided by an
assistant director, with supervision over six principal divisions: airway engi-
neering, airway operation, safety and planning, administration and statistics,
certification and inspection, and regulation.

From 1926 until 1938, the federal government was prohibited by the Air Com-
merce Act of 1926 from participating directly in the establishment, operation, and
maintenance of airports. One exception to this law occurred, however, in re-
sponse to the great depression. The Civil Works Administration—from the autumn
of 1933 up until it was superseded by the Federal Emergency Relief Administra-
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of Commerce began pilot certification with this license,
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tion (FERA) in April of 1934—spent approximately $11.5 million establishing 585
new airports, mostly in smaller communities. The FERA spent its appropriation on
943 airport projects, mostly in smaller cities, with 55 new airports receiving aid.

In July 1935, the Works Progress Administration (WPA) took over the fed-
eral airport development work. Under the WPA, there was an emphasis on
spending for larger airports and projects of a more permanent nature. Under
the WPA, about half the expense for materials and equipment was borne by the
sponsors. The remainder of the expenses, including labor, was supplied by the
federal government.
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The Civil Aeronautics Act: 1938-1939

On June 23, 1938, the Civil Aeronautics Act of 1938 was approved by Presi-
dent Franklin Delano Roosevelt. This act substituted a single federal statute for
the several general statutes that had up to this time provided for the regulation
of civil aviation. The act placed all regulation of aviation and air transportation
into one authority. The act created an administrative agency consisting of three
partly autonomous bodies. The five-man Civil Aeronautics Authority was
principally concerned with the economic regulation of the new passenger air
carrier industry. The Air Safety Board was an independent body for the inves-
tigation of accidents. The administrator of civil aviation was concerned with
construction, operation, and maintenance of the airway system as a whole.

The transfer of responsibilities, personnel, property, and unexpended balances
of appropriations of the Bureau of Air Commerce to the Civil Aeronautics Au-
thority, effected in August 1938, under the provisions of the act, brought to a
close a 12-year period during which the development and regulation of civil
aviation was under the jurisdiction of the Department of Commerce.

During the first year and half of its existence, a number of organizational diffi-
culties arose within the Civil Aeronautics Authority. As a result, President Roo-
sevelt, acting within the authority granted to him in the Reorganization Act of
1939, reorganized the Civil Aeronautics Authority by creating two separate en-
tities. The five-man authority initially known as the Civil Aeronautics Authority
remained an independent operation and became known as the Civil Aero-
nautics Board (CAB). The Air Safety Board was abolished and its functions
given to the CAB. The administrator of the old Civil Aviation Authority became
the head of an office within the Department of Commerce known as the Civil
Aeronautics Administration (CAA). The duties of the original five-man au-
thority were unchanged, except that certain responsibilities, such as accident
investigation, previously handled by the Air Safety Board, were added. The ad-
ministrator, in addition to retaining the function of supervising construction,
maintenance, and operation of the airways, was required to undertake the ad-
ministration and enforcement of safety regulations, and the administration of
the laws with regard to aircraft operation. Subsequently, the administrator be-
came directly responsible to the secretary of commerce. The term CAA, which
originally identified the Civil Aeronautics Authority, became the common
moniker of the Civil Aeronautics Administration.

Airport growth: World War Il and the postwar period

Section 303 of the Civil Aeronautics Act of 1938 authorized the expenditure of
federal funds for construction of landing areas provided the administrator cer-
tified “that such a landing area was reasonably necessary for use in air commerce
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or in the interests of national defense.” When war broke out in Europe in Sep-
tember 1939, the administrator certified the necessity of federal aid because of
issues of national defense. As a result, Congress in 1940 authorized the appro-
priation of $40 million for the Development of Landing Areas for National
Defense (DLAND). Under DLAND, with the approval of the secretaries of war,
commerce, and the Navy, the CAA was authorized to construct no more than
250 airports. In actuality, in 1941, work on the construction of 200 airports be-
gan, with an additional 149 added to the program later in the year. Under this
program, government subdivisions furnished the land and agreed to operate
and maintain the improved field, and the essential landing facilities were de-
veloped by federal funds. The DLAND program was coordinated with the work
and funds of other programs and other government sources, including the U.S.
Army, throughout the war years.

In 1940, the Army Air Corps started an aggressive expansion program. This ex-
pansion quickly resulted in the need for a far greater number of airports than
was appropriated under the original DLAND. As a result, reauthorizations al-
lowed DLAND to expand to the construction of 504, then 608, and finally a to-
tal of 986 airports receiving aid.

During the war years the federal government, through the CAA, spent over
$353 million for the repair and construction of military landing areas in the con-
tinental United States, not including funds spent by the military. During the
same period, the CAA spent $9.5 million for the development of landing areas
in the United States solely for the use of civil aviation.

Many of the new airports constructed for the military during the war were
planned so as to be useful for civil aviation purposes after the war. As a result,
more than 500 airports constructed for the military by the CAA were declared
military surplus after the war ended and were subsequently handed over to the
authorities of cities, counties, and states for civil aviation use. An understand-
ing was reached between the federal government and the sponsor that the fa-
cilities would be available to the public without discrimination and to the
government in the event of a national emergency.

Section 302(c) of the Civil Aeronautics Act directed the civil aeronautics ad-
ministrator to make a field survey of the existing system of airports and to re-
port to Congress with recommendations as to future federal participation in
airport construction, improvement, development, operation, or maintenance.
To perform this survey, an advisory committee composed of representatives of
interested civil and military federal agencies, state aviation officials, airport
managers, airline representatives, and others, was appointed. The first survey
and report, made in 1939, did not result in congressional action, but a revised
plan and recommendations submitted in November 1944 were influential in
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calling attention to the private airport deficiencies of inadequate distribution
and inadequate facilities. This 1944 plan became known as the first National
Airport Plan (NAP). This first National Airport Plan formed the basis for air-
port system planning and federal funding programs for the construction and
improvement of airports in the United States.

The Federal Airport Act: 1946

After the war, Congress formalized legislation considering the National Airport
Plan and established the first formal continuous federal airport funding programs
with the signing of the Federal Airports Act of 1946 on May 13, 1946. It was
the purpose of the Federal Airport Act to formally recognize the civil-use airports
in the United States as a comprehensive system of airports, administered by the
Civil Aeronautics Administration. Small communities that had inherited surplus
military airfields, or that needed new airports to help develop their social and
economic structure, were theoretically supposed to benefit from this program.

Congress appropriated $500 million for airport aid over a 7-year period begin-
ning July 1, 1946, with no more than $100 million to be appropriated in any
one year. Of the total appropriations, 25 percent was placed in a discretionary
fund to be used as the civil aeronautics administrator saw fit for airport con-
struction. Half the remaining 75 percent was apportioned to the states, on the
basis of population, and the other half, on the basis of land area. The discre-
tionary fund allowed the administrator to choose the projects regardless of their
location. The funds appropriated were restricted to construction of operational
facilities such as runways and taxiways.

This federal aid program, known as the Federal-Aid Airport Program
(FAAP), provided that the federal government would pay as much as 50 per-
cent of the cost of moderate to major airport construction projects, with the bal-
ance of the costs paid by the airport sponsor, typically the local municipality,
county, or state. This policy worked well for larger cities, because they could
issue and sell bonds to pay for their share of major expenses. For smaller cities,
the burden of having to share 50 percent of the costs of a major project often
made airport construction prohibitive.

For an airport or governmental unit to be available for such aid, it was neces-
sary that the airport be considered part of the National Airport Plan. Under the
Federal Airport Act, the administrator had to take into account the needs of
both air commerce and private aviation, as well as technological development,
probable growth, and any other considerations found appropriate, when con-
sidering airports to be part of the National Airport Plan.

As a condition to funding approval of a project, the administrator had to re-
ceive in writing a guarantee that the following provisions would be adhered to:
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1. The airport would be available for public use without unjust discrimi-
nation.

2. The airport would be suitably operated and maintained.

3. The aerial approach would be cleared and protected and future hazards
would be prevented.

4. Proper zoning would be provided to restrict the use of land adjacent to
the airport.

5. All facilities developed from federal aid would be made available to the
military.

6. All project accounts would be kept in accordance with a standard
system.

7. All airport records would be available for inspection by an agent of the
administrator upon reasonable request.

The Federal-Aid Airport Program progressed from the paper to the construction
stage during 1947, and by February of the following year the CAA had made
133 grant offers to local sponsors totaling $13.3 million. This marked the be-
ginning of the federal government’s continuous and current participation in
construction of airport facilities.

On August 3, 1955, President Dwight Eisenhower signed Public Law 211, mak-
ing minor changes in the Federal-Aid Airport Program and removed the 1958
expiration date prescribed by the Federal Airport Act, as amended in 1950.
These changes established a 4-year program with authorizations amounting to
$63 million for each fiscal year 1957-1959, made all types and sizes of airports
eligible for aid, included airport buildings as eligible items of development, and
provided that funds apportioned yearly to states continue on the area-popula-
tion formula.

During its 24-year lifetime (1946-1969), the Federal-Aid Airport Program gen-
erated $1.2 billion in federal aid to airports, all of it drawn from the general
treasury. Most of the money, nearly $1 billion, was used to build runways, taxi-
ways, and roadways, while the rest was spent on land, terminal buildings, and
lighting systems. For all of its success, however, the program failed to anticipate
the travel boom beginning in the late 1950s, which overloaded the country’s
commercial air routes and prompted carriers to expand their fleets.

Airport modernization: The early jet age
The Airways Modernization Act of 1957

Recognizing that the demands on the federal government in the years ahead
would be substantial, the director of the Bureau of the Budget requested a
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review of aviation facilities problems in 1955, William B. Harding was ap-
pointed as a consultant to the director. Harding, in turn, solicited the help of a
number of prominent individuals in aviation to form his committee. In late De-
cember 1955, Harding submitted his report. Reporting that the need to improve
air traffic management had already reached critical proportions, the group rec-
ommended that an individual of national reputation, responsible directly to the
president, be appointed to provide full-time, high-level leadership in develop-
ing a program for solving the complex technical and organizational problems
facing the government and the aviation industry.

Following approval of the Harding Committee recommendations, President
Eisenhower appointed Edward P. Curtis as his special assistant for aviation fa-
cilities planning. His assignment was to direct and coordinate a “long-range
study of the nation’s requirements,” to develop “a comprehensive plan for
meeting in the most effective and economical manner the needs disclosed by
the study,” and “to formulate legislative, organizational, administrative, and
budgetary recommendations to implement the comprehensive plan.”

In 1956, a Trans World Airlines Super Constellation and a United Airlines Dou-
glas DC-7 collided in midair over the Grand Canyon, killing 128 people (Fig. 3-
4). As a result of this high-profile accident, the public outcry for reform leading
to a safer air traffic management system became louder and clearer. Further-
more, the threat made visible by the collision of two relatively slow piston air-
craft was projected to be far greater with the introduction of jet aircraft into the
civil aviation system.

On May 10, 1957, Curtis submitted his report entitled “Aviation Facilities Planning”
to the president. The report warned of “a crisis in the making” as a result of the
inability of the current airspace management system to cope with the complex
patterns of civil and military traffic that filled the sky. The growing congestion of
airspace was inhibiting defense and retarding the process of air commerce. Con-
cluding that many excellent plans for improving the nation’s aviation facilities had
failed in the past to mature because of the inability of our governmental organi-
zation to keep pace with aviation’s dynamic growth, Curtis recommended the es-
tablishment of an independent Federal Aviation Agency “into which are
consolidated all the essential management functions necessary to support the
common needs of the military and civil aviation of the United States.” Until such
a permanent organization could be created, Curtis recommended the creation of
an Airways Modernization Board as an independent office responsible for de-
veloping and consolidating the requirements for future systems of communica-
tions, navigation, and traffic control needed to accommodate U.S. air traffic.

Congress was receptive to this recommendation and passed the Airways Mod-
ernization Act of 1957 on August 14, 1957. The purpose of the act was “to
provide for the development and modernization of the national system of
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Figure 3-4. The wreckage of a United Airlines DC-7 after it collided with
a TWA Constellation over the Grand Canyon in Arizona on June 30,
1956 All 128people on botb plﬂﬂes were /eilled (Photo courtesy www.planecrashinfo.com)

navigation and traffic control facilities (many of which exist on the property of
civil airports) to serve present and future needs of civil and military aviation.”
The act further provided for its own expiration on June 30, 1960. Appointment
of Elwood R. Quesada as chairman of the Airways Modernization Board was
confirmed by the Senate on August 16, 1957.

The Federal Aviation Act of 1958

On May 20, 1958, a military jet trainer and a civilian transport plane collided
over Brunswick, Maryland, killing 12, the third major air disaster within a
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period of 31/2 months. This tragedy spurred governmental action to establish a
comprehensive Federal Aviation Agency. Instead of taking a predicted 2 or 3
years to create a single aviation agency, Congress immediately took action to
enact legislation. As a result, the Federal Aviation Act of 1958 was signed by
the president on August 23, 1958. Treating comprehensively the federal gov-
ernment’s role in fostering and regulating civil aeronautics and air commerce,
the new statute repealed the Air Commerce Act of 1926, the Civil Aeronautics
Act of 1938, the Airways Modernization Act of 1957, and those portions of the
various presidential reorganization plans dealing with civil aviation.

The law provided for the retention of the Civil Aeronautics Board as an inde-
pendent office including all its functions except the safety rule-making powers,
which were transferred to the new Federal Aviation Agency. The Federal Avi-
ation Agency was created with an administrator responsible to the president.
The agency incorporated the function of the Civil Aeronautics Administration
and the Airways Modernization Board.

Section 103 of the act concisely stated the administrator’s major powers and re-
sponsibilities:

1. The regulation of air commerce in such manner as to best promote its

development and safety and fulfill the requirements of national defense.

2. The promotion, encouragement, and development of civil aeronautics.

3. The control of the use of the navigable airspace of the United States and
the regulation of both civil and military operations in such airspace in
the interest of the safety and efficiency of both.

4. The consolidation of research and development with respect to air nav-
igation facilities, as well as the installation and operation thereof.

5. The development and operation of a common system of air traffic con-
trol and navigation for both military and civil aircraft.

On November 1, 1958, Elwood R. Quesada, special assistant to the president
for aviation matters and chairman of the Airways Modernization Board, became
the first administrator of the Federal Aviation Agency (Fig. 3-5).

The Department of Transportation: 1967

For many years it was argued that there had been unrestrained growth and
considerable duplication of federal activities regarding transportation. In 1960,
President Lyndon Johnson chose to deliver a special transportation message to
Congress. He focused in on the need for coordination of the national trans-
portation system, reorganization of transportation planning activities, and ac-
tive promotion of safety. In his address, President Johnson contended that the
U.S. transportation system lacked true coordination and that this resulted in
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Figure 3-5. On November 1, 1958, Elwood R. Quesada took the oath as
FAA ’Sfl'VSl‘ ﬂdml’nl’strﬂtor. (Photo courtesy FAA)

system inefficiencies. He advocated the creation of a federal department of
transportation to promote coordination of existing federal programs and to act
as a focal point for future research and development efforts in transportation.

Congressional hearings were held on several bills involving most of President
Johnson’s recommendations. Although some opposition was expressed to spe-
cific proposals, there was general support for creation of the Department of
Transportation (DOT). The legislation creating the DOT was approved on
October 15, 1966. DOT commenced operations on April 1, 1967, and Alan S.
Boyd was appointed the first secretary of transportation.

The agencies and functions transferred to the DOT that related to air trans-
portation included the Federal Aviation Agency in its entirety and the safety
functions of the Civil Aeronautics Board, including the responsibility for investi-
gating and determining the probable cause of aircraft accidents and safety func-
tions involving review on appeal of the suspension, modification, or denial of
certificates or licenses. The Federal Aviation Agency was placed under the DOT
and renamed the Federal Aviation Administration (FAA). The administrator of
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the FAA was still appointed by the president but from then on reported directly
to the secretary of transportation.

The act also created within the new department a five-member National Trans-
portation Safety Board (NTSB). The act charged the NTSB with (1) determin-
ing the cause or probable cause of transportation accidents and reporting the
fact, conditions, and circumstances relating to such accidents; and (2) reviewing
on appeal the suspension, amendment, modification, revocation, or denial of
any certificate or license issued by the secretary or by an administrator.

The Airport and Airway Development Act of 1970

The tremendous growth in all segments of aviation during the late 1960s put a
strain on the existing airway system. Air delays getting into and out of major
airports began to develop rapidly. Along with the delays in the air, congestion
was taking place in parking areas and terminal buildings. Public indignation at
the failure of the system to keep pace with the demand for air transportation
reached a peak in 1969. It was undoubtedly hastened by the widely publicized
touchdown of the first of the new family of wide-bodied jets, including the
Boeing 747. President Richard Nixon told Congress in 1969 that stacks of air-
planes over the nation’s airports were ample evidence that something needed
to be done.

It was evident that to reduce congestion, substantial amounts of money would
have to be invested in airway and airport improvements. For airports alone it
was estimated that $11 billion in new capital improvements would be required
for public airports in the 10-year period 1970-1980. The amount of money au-
thorized by the Federal Airport Act of 1946 was insufficient to assist in financ-
ing such a vast program. The normal and anticipated sources of revenue
available to public airports were also not sufficient to acquire the required
funds for capital expenditures.

Congress responded with an idea it borrowed from the interstate highway pro-
gram: a trust fund supported by taxes on people who used the national avia-
tion system. Such a mechanism, according to its proponents, would shift the
cost of increasing the system’s capacity from taxpayers to those groups that
benefited most directly: passengers, shippers, and aircraft owners.

On May 21, 1970, President Nixon signed a two-title law that was to run for 10
years. Title I was the Airport and Airway Development Act of 1970, and Ti-
tle IT was the Airport and Airway Revenue Act of 1970. The new legislation
assured a fund estimated at the time to generate more than $11 billion in funds
for airport and airway modernization during the decade. By establishing an
Airport and Airway Trust Fund, modeled on the existing successful High-
way Trust Fund, it freed airport and airway development from having to com-
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pete for general treasury funds, the basic reason for the funding uncertainties
and inadequacies of the past. Into the trust would go new revenues from avia-
tion user taxes levied by the Airport and Airway Revenue Act, and other funds
that Congress might choose to appropriate to meet authorized expenditures.

The Airport and Airway Trust Fund was funded by levies on aviation users, in-
cluding:

1. An 8 percent tax on domestic passenger fares

2. A $3 surcharge on passenger tickets for international flights originating
in the United States

3. A tax of 7 cents per gallon on both gasoline (Avgas) and jet fuel (Jet-A)
used by aircraft in noncommercial “general” aviation
4. A 5 percent tax on airfreight waybills

5. An annual registration fee of $25 on all civil aircraft, plus (1) in the case
of piston-powered aircraft weighing more than 2,500 pounds, 2 cents
per pound for each pound of maximum certificated takeoff weight; or
(2) in the case of turbine-powered aircraft, 3.5 cents per pound of max-
imum takeoff weight

The principal advantages to this user-fee approach to funding were that it (1)
provided a predictable and increasing source of income, more commensurate
with need; (2) permitted more effective and longer-range planning; and (3) as-
sured that the tax revenues generated by aviation would not be diverted to
nonaviation interests.

Two grant-in-aid programs were provided for under the Airport and Airway
Development Act: The Planning Grant Program (PGP) and the Airport De-
velopment Aid Program (ADAP). These grant programs were fund-matching
assistance programs in which the federal government paid a predetermined
share of approved airport planning and development project costs, and the air-
port owners at the various state and local levels, who were eligible to partici-
pate in the program, paid the remainder of the expenses. The act also provided
that the funding authority of the grant-in-aid programs would expire on June
30, 1975. The object of this was to see what, if any, changes needed to be made
before further funds were authorized for the remainder of the program.

The major weaknesses of the 1946 Federal Airport Act, which was repealed by
the 1970 Airport and Airway Development Act, were the overall inadequacy of
the resources provided, as well as the nature of the formula used for distribut-
ing those scarce resources. The annual authorization under the 1946 Act totaled
only $75 million, and of this total, less than $8 million were appropriated in a
truly discretionary manor, a funding level far too small to make any significant
impact on critical needs.
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By contrast, the Airport and Airway Development Act increased the total an-
nual authorizations by nearly four times for each of the first 5 years, to $280
million, and provided a distribution formula improved in the light of the expe-
rience of the Federal Airport Act. Of the $280 million, $250 million would be
available annually for modernization and improvement programs at air carrier
and reliever airports, and $30 million annually for general aviation airports (see
Table 3-1).

The National Airport System Plan

In its provisions concerning planning, the new legislation reflected not only
certain lessons of experience, but also the emergence of certain new planning
factors. For example, experience under the Federal Airport Act with the Na-
tional Airport Plan, which covered a period of 5 years and was revised annu-
ally, led to the requirement in the new law for a National Airport System
Plan (NASP). The NASP called for a 10-year program to be revised only as nec-
essary. Notable among factors explicitly mentioned for the secretary’s consid-
eration in relation to the NASP were, among others, (1) the relationship of each
airport to the local transportation system, to forecasted technological develop-
ments in aeronautics, and to developments forecasted in other modes of inter-
city transport; and (2) factors affecting the quality of the natural environment.
The NASP effectively defined the United States’ National Airspace System
(NAS).

Airway modernization also benefited from the increased funding authorized by
the Airport and Airway Development Act. Throughout the 1960s, appropria-
tions for airway facilities and equipment averaged $93 million per year. The
new legislation authorized “not less than” $250 million per year for the first 5
fiscal years for acquiring, establishing, and improving air navigation facilities. A

Table 3-1. ADAP Spending (millions), 1971-1975

FY Amount Amount Amount
Permitted Approved by Actually
under 1970 Act Congress Each Year Spent by FAA
(authorizations) (appropriations) (obligations)
1971 $280 $170 $170
1972 280 280 280
1973 280 280 207
1974 310 300 300
1975 310 335 335
Total $1,460 $1,365 $1,292

Source: FAA.
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principal beneficiary of this more-generous authorization would be the FAA’s
automation of the air traffic control system of the NAS.

ADAP funding under the act, for which the federal share for large and medium
air carrier hubs had been 50 percent, and for the smaller air carrier, general avi-
ation, and reliever airports, 75 percent, had initially been $280 million per year.
In 1973, under the amendments to the act of that year, the funding level rose
to $310 million.

Total ADAP funds obligated under the act over the 5-year period totaled nearly
$1.3 billion, a figure that exceeded by $100 million the $1.2 billion airport devel-
opment aid funds disbursed by the federal government in the entire 24-year his-
tory of the earlier Federal Aid to Airports Program. The $1.3 billion had made it
possible for the FAA to provide and fund a total of 2,434 ADAP projects during
the 5-year period. Of this number, 1,528 projects were completed at 520 air car-
rier airports, 757 projects at 624 general aviation airports, and 149 projects at 81
reliever airports. At air carrier airports, over $1.09 billion was expended, at gen-
eral aviation airports, $212.8 million, and at reliever airports, $61.6 million.

With this infusion of additional federal money, 85 new airports were built and
more than 1,000 others significantly improved. The improvement included the
construction of 178 new runways, 520 new taxiways, 201 runway extensions,
hundreds of miles of security fencing, and fleets of aircraft rescue and fire fight-
ing (ARFF) equipment. They also comprised some of the most advanced navi-
gational aid equipment available, including 28 Instrument Landing Systems
(ILS), 141 runway end identifier lighting systems (REIL), and 471 visual ap-
proach slope indicators (VASD).

The act had served its purpose well during its first 5 years. Nevertheless, as its
authority began drawing to a close, it was clear that the required review was
fortunate in its timing. With a sharp increase in air carrier and general aviation
operations, mounting environmental and terminal access problems, along with
increasing inflation, there was no time to be lost in getting a legislative review
underway.

The Airport and Airway Development Act Amendments of 1976

On July 12, 1976, President Gerald Ford signed into law the Airport and Air-
way Development Act Amendments of 1976. ADAP funding levels for the
remaining 5 years under the 1970 act were sharply increased.

Some of the important amendments included under the 1976 act were as fol-
lows:

1. Expanded the types of airport development projects eligible for ADAP fund-
ing. These now included (1) snow removal equipment, (2) noise suppressing
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equipment, (3) physical barriers and landscaping to diminish the effects of air-
craft noise, and (4) the acquisition of land to ensure environmental compati-
bility. Non-revenue-producing public-use terminal area facilities for the
movement of passengers and baggage at airports CAB certificated air carriers
also became eligible for ADAP funding, except that in such cases the federal
share would be greater than 50 percent.

2. Established the “commuter service airport,” a new carrier airport category
comprised of approximately 130 airports that served noncertificated air carriers,
and enplaned at least 2,500 passengers annually. This new airport category was
created in recognition of the substantial growth of commercial commuter ser-
vices during the previous 5-year period, their potential for future growth, and
the resulting need to assure airports serving them proper development funding.
3. Directed that the reliever airports in the National Airport System, previously
grouped for funding purposes with the air carrier airports, be included instead
with the general aviation airport category because, aside from their usefulness as
relievers, they functioned primarily as general aviation airports.

4. Increased the federal share for ADAP grants. For smaller commercial service
and general aviation airports, the federal share of funding was 90 percent for fis-
cal years 1976 through 1978, and 80 percent for fiscal years 1979 through 1980.
For the 67 largest commercial service airports in the National Airport System, shar-
ing of funding rose from 50 percent to 75 percent for the entire 5-year period.

5. Increased the federal share for PGP grants from 60.7 to 75 percent.

6. Ordered the preparation and publication of a major revision of the National
Airport System Plan by January 1, 1978. Last submitted to Congress in 1973, the
NASP comprised more than 4,000 locations, including 649 facilities served by
the certificated air carriers.

7. Directed the initiation of a series of studies having to do with (1) the feasi-
bility of “landbank-banking” as an expedient in airport development; (2) the
case for sound proofing public institutions located near airports; (3) the identi-
fication of places in the United states where major new airports would be
needed, and alternative approaches to their financing; and (4) the identification
of needed airports across the nation, which for economic reasons were threat-
ened with closure, with an analysis in the individual case of what could be
done to keep them open.

8. Authorized a 5-year appropriation (1976-1980) from the Airport and Airway
Trust Fund for disbursement in annual increments of the following sums: (1) up
to $1.1.5 billion to cover the costs of flight checking and maintaining the air
navigation facilities of the federal airway system; (2) $1.275 million to assist the
states in developing their own general aviation airport standards; and (3) $1.3
billion for the purpose of acquiring, establishing, and improving federal air
navigation facilities (see Table 3-2).

In signing the new legislation, President Ford stated, “The Airport and Airway
Development Act of 1976 will make possible the continuing modernization of



Airport legislature after airline deregulation 73

Table 3-2. ADAP Spending (millions), 1976-1980
FY Air Carrier Airports General Aviation Airports Total

1976 $435 $65 $500
1977 440 70 510
1978 405 75 540
1979 495 80 575
1980 525 85 610
Total $2,360 $375 $2,735
Source: FAA.

our airways, airports, and related facilities in communities throughout our
fifty states.”

Airport legislation after airline deregulation

The Deregulation Acts of 1976 and 1978

The passage of the Air Cargo Deregulation Act of 1976 and, more important,
the Airline Deregulation Act of 1978, signaled an end to the 40-year history
of economic regulation of the airline industry. Deregulation of airlines was part
of a general trend gaining momentum in the 1970s to reduce government reg-
ulation of private industry. By this time, many observers in Congress and else-
where had begun to doubt that federal regulation was encouraging orderly
competition and had come to suspect that the regulatory process was impos-
ing unnecessary costs and creating distortions in the marketplace. Even before
Congress passed the deregulation acts, the CAB itself had conducted a number
of experimental reductions of certain types of regulation in order to encourage
competition. With the 1978 act, the market was opened to new entrants, and
carriers gained much greater freedom to enter or leave markets, to change
routes, and to compete on the basis of price. The 1978 act also called for the
“sunset” of the CAB by the end of 1984, with transfer of its few remaining es-
sential functions to the DOT and other departments.

Airline deregulation has had a profound effect on the nation’s airports. Once air
carriers were permitted to change route strategies without CAB approval, many
less-profitable markets were dropped, confirming the fears of deregulation that
air service to smaller communities would suffer. Service to some smaller cities
continued under the Essential Air Service (EAS) provisions of the Deregulation
Act, provisions which provided subsidies to the last remaining carrier in a mar-
ket so as to prevent selected cities from losing air service altogether. In many
cases, small commuter carriers entered the markets abandoned by larger carriers.
In addition, the airlines’ new freedoms have greatly changed their relationships
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with airport operators, who can no longer depend on the stability of service by
the air carriers that serve their airports, must accommodate new entrants, and
must handle the unfortunate situations when existing air carriers decide to sig-
nificantly reduce or even completely remove operations from the market.

Perhaps the most profound impact of airline deregulation was the proliferation
of a hub and spoke routing strategy by most of the largest air carriers. Under a
hub and spoke routing strategy, air carriers arranged flight schedules and
routes so that a large number of aircraft would arrive from outlying spoke air-
ports, over a short period of time into a hub facility, where passengers would
deplane to transfer to aircraft bound for their final destinations. This routing
strategy afforded air carriers the ability to serve more markets with a given fleet
of aircraft and crew. Figure 3-6 illustrates the point-to-point route structures
reminiscent of prederegulation and Fig. 3-7 illustrates a route structure com-
mon to the hub and spoke route structure.

The hub and spoke route network resulted in significant increases in aircraft
operations and total passenger movements at those airports selected as hub fa-
cilities by the air carriers. Smaller spoke airports, on the other hand, often suf-
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fered from reduced service, particularly nonstop service, to destinations served
prior to airline deregulation.

Figure 3-8 illustrates the increase in passenger activity as a result of postdereg-
ulation hub and spoke strategies. Such increases in passenger and aircraft ac-
tivity resulted in the need for significant airport expansion in a very short
period of time.

The Airport and Airway Improvement Act of 1982

Between 1971 and 1980, the Airport and Airway Trust Fund received approxi-
mately $13.8 billion, of which $4.1 billion was invested in the airport system
through ADAP grants. The Airport and Airway Development Act expired in
1980. During fiscal years 1981 and 1982, the taxing provisions of the trust fund
were reduced and the funds raised were deposited in the General Fund and
Highway Trust Fund. Congress appropriated approximately $900 million over
these 2 years.

The expiration of ADAP funding compounded with the deregulated operations
of the major air carriers created new funding needs for airport improvements.
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In particular, airports that had recently become operating “hubs” for major air
carriers required funding for major expansions of airfields, terminals, and
ground access facilities. Interestingly, debate in Congress ensued regarding
whether or not these larger airports should receive federal aid at all on the
grounds that increased revenues from the extraordinary growth in airline ser-
vice should be sufficient to cover necessary improvements. This idea of “defed-
eralizing” the largest airports was eventually discarded, with the finding that
capital improvements required to accommodate the airlines’ hub and spoke
route networks far exceeded any projected increases in airport revenues. In
fact, the final version of the signed Airport and Airway Improvement Act of
1982 favored increased federal funding for these largest of airports.

The Airport and Airway Improvement Act of 1982 reestablished the operation
of the Airport and Airway Trust Fund, although with a revised schedule of user
fees. Operators of piston aircraft, for example, were required to pay 12 cents
per gallon for “avgas,” an increase of 5 cents over the 1970 tax rate. Turbine air-
craft paid 14 cents per gallon of jet fuel, an increase of 7 cents.

The act authorized a new capital grant program, called the Airport Improve-
ment Program (AIP). In basic philosophy, AIP was similar to ADAP. It was in-
tended to support a national system of integrated airports that recognizes the
role of large and small airports together in a national air transportation system.
Maximized joint use of underutilized, nonstrategic U.S. military airfields was also
encouraged.
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As part of the act, the NASP was reorganized as the National Plan of Inte-
grated Airport Systems (NPIAS). This reorganization added the categories
of large hub, medium hub, small hub, and nonhub to commercial service air-
ports. Airports were assigned a hub category on the basis of the percentage
of the total annual enplanements in the United States to occur at the airport.
AIP funding was appropriated on the basis of where airports fit within the
NPIAS.

The 1982 act also contained a provision to make funds available for noise com-
patibility planning and to carry out noise compatibility programs as authorized
by the Aviation Safety and Noise Abatement Act of 1979.

The Airport and Airway Improvement Act has been amended several times. In
October 1982, the Continuing Appropriations Act added a section provid-
ing authority to issue discretionary grants in lieu of unused apportioned funds
under certain circumstances, and the Surface Transportation Assistance
Act, passed in January 1983, increased the annual authorizations for the AIP for
fiscal years 1983 to 1985. Overall, the Airport and Airway Improvement Act of
1982 authorized a total of $4.8 billion in airport aid for fiscal years 1983 through
1987 (Table 3-3).

The Airport and Airway Safety and Capacity Expansion Act of 1987 ex-
tended the authority for the AIP for 5 years. The act authorized $1.7 billion
each fiscal year through 1990 and $1.8 billion each year for fiscal years 1991
and 1992. This act also authorized a new procedure in which an airport spon-
sor is advised of federal intentions to fund long-term, high-priority capacity
projects as appropriations allow and to reimburse sponsors for certain specified
work performed before a grant is received. This procedure is implemented
through a letter of intent issued to sponsors.

Another provision of the Airport and Airway Safety and Capacity Expansion Act
established a requirement that 10 percent of the funds made available under
the AIP be given to small business concerns owned and controlled by socially
and economically disadvantaged individuals, known as the Disadvantaged
Business Enterprise (DBE) Program.

The Aviation Safety and Capacity Expansion Act of 1990

Whereas AIP funding under the Airport and Airway Improvement Act had ben-
efited the largest of airports, smaller commercial service airports, especially
those that had experienced a decline in air service since airline deregulation,
suffered from stagnant and often decreasing levels of funding associated with
their stagnant and often declining enplanement levels. The argument was
posed that the largest hub airports could generate funding revenue on an indi-
vidual airport basis, perhaps through some sort of head tax.
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Airports had historically been permitted to impose head taxes on passengers
utilizing their facilities, until 1973 when Congress imposed blanket “antihead
tax” legislation. As early as 1978, efforts were made to lift the prohibition of
head tax legislation; however, this was partnered with the termination of any
other federal funding for larger airports.

In 1990, Secretary of Transportation Samuel R. Skinner embarked on creating
legislation to effectively remove the antihead tax without eliminating other cur-
rent levels of federal funding. In the spring of 1990, Secretary Skinner asked
Congress to enact legislation that would allow airports to impose passenger
facility charges (PFCs) of up to $3 per passenger as part of the extension of
the Airport and Airway Improvement Act programs. Having identified airport
capital improvement needs of $50 billion over the next 5 years, the Airport Op-
erators Council International (AOCID and the American Association of Airport
Executives (AAAE) mounted a major legislative campaign for PFCs.

In November 1990 Congress passed legislation authorizing PFCs as part of the
Aviation Safety and Capacity Expansion Act of 1990. Some of the impor-
tant provisions under the act were as follows:

1. The airport operator may propose collecting $1, $2, or $3 per enplaned
passenger, domestic or foreign. No intermediate amounts (e.g., $2.50)
are permitted.

2. PFCs will be collected by the air carriers.

3. PFCs are limited to no more than two charges on each leg of a round
trip at airports at which passengers enplaned an aircraft.

4. PFC revenue must be spent at the designated airport controlled by the
same body that imposes the fee.

5. The revenue from PFCs may be used to finance only the allowable costs
of any approved projects.

6. Revenues from PFCs can be used for airport planning and development
projects eligible for AIP funding. In addition, PFC revenue may be used
for the preparation of noise compatibility plans and measures.

7. The legislation requires that AIP funds apportioned to a large or medium
hub airport be reduced if a PFC is imposed at that airport.

As of December 2002, 309 airports collected PFCs totaling over $10.9 billion in
actual charges collected. Over 1,000 airport projects have been accepted for
participation in the program, with approved collection levels totaling over $30
billion.

As a result, the PFC program has been successful in allowing the largest hub
airports to achieve necessary levels of improvement funding by drawing less
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from AIP, thereby providing more AIP funds to be allocated to smaller airports
with fewer levels of enplaned passengers.

Military Airport Program (MAP)

Also authorized under the Aviation Safety and Capacity Expansion Act was
the Military Airport Program (MAP). The MAP is a special set-aside (cur-
rently 4 percent) of the discretionary portion of the AIP to be used for ca-
pacity- and/or conversion-related projects at current and former military
airports. The MAP allows the secretary of transportation to fund capital de-
velopment at current or former military airports that have been designated as
civil commercial or reliever airports in the NPIAS. Specifically, the criterion
requires that approved projects at any MAP location must be able to reduce
delays at an existing commercial service airport that has more than 20,000
hours of annual delays in commercial passenger aircraft takeoffs and land-
ings. The designated airports remain eligible to participate in the program for
5 fiscal years after their initial designation as participants. A maximum of 12
airports (now 15) was initially allowed for participation in the MAP during
any given year. Airports participating in the MAP support approved projects
such as land acquisition, airfield construction and improvements, lighting and
terminal developments, and other projects that facilitate the conversion of
military air bases to civil aviation facilities.

The FAA is continuing to pursue a series of initiatives with the Department of
Defense (DOD), individual states, and local governments for joint civil and mil-
itary use of existing military airfields, as well as the conversion of military air-
fields being closed by the DOD. Over 50 military airfields have closed or are
slated for closure since the MAP was authored. It is anticipated that approxi-
mately 40 of these airfields will be converted to civil airports. It has been esti-
mated that to replicate the infrastructure at these airfields would require a total
investment of nearly $50 billion. The small fraction of AIP funds that has been
allocated for the MAP will facilitate the conversion of these airfields at a much
lower level of investment.

The Aviation Security Improvement Act of 1990

In 1988, two independent deadly incidents involving sabotage of commercial
aircraft introduced two new threats to the security of civil aviation. On Decem-
ber 7, 1988, a disgruntled former employee of Pacific Southwest Airlines
boarded a PSA BAE 146-200 aircraft bound for San Francisco from Los Angeles,
killed the flight crew and crashed the aircraft, killing a total of 43 people. The
success of the killer’s intentions was attributed in part by his ability to access
the aircraft with a lethal weapon, despite existing security screening measures
at Los Angeles International Airport. On December 21, Pan American Airlines
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Flight 103, a Boeing 747, exploded over Lockerbie, Scotland, killing all on
board. The ensuing investigation revealed the cause of the explosion was a
bomb disguised in a radio/cassette player that was stowed in checked luggage
on the aircraft. The bomb was originally loaded onto an Air Malta Aircraft in
Malta and eventually transferred onto flight 103 from another Pan American air-
craft in London. The “passenger” associated with the explosive did not board
Pan Am 103. His only intention was to perform this act of terrorism.

As a result of these incidents, President George H. Bush established the Presi-
dent’s Commission on Aviation Security and Terrorism to assess the overall ef-
fectiveness of the U.S. Civil Aviation Security System. The outcome from the
commission’s report was the basis for establishing the Aviation Security Im-
provement Act of 1990.

The 1990 Aviation Security Improvement Act directed the FAA to accelerate ex-
plosives detection research and development. As a result, the FAA created a se-
curity research and development program intended to defeat the threat of
terrorism and criminal acts targeting aviation.

The Airport and Airway Safety, Capacity, Noise Improvement,
and Intermodal Transportation Act of 1992

The Airport and Airway Safety, Capacity, Noise Improvement, and Inter-
modal Transportation Act of 1992 authorized the extension of AIP at a fund-
ing level of $2.1 billion through 1993. The act also included a number of
changes in AIP funding. The primary changes included the expanded eligibil-
ity of development under the Military Airport Program; eligibility for relocation
of air traffic control towers and navigational aids (including radar) if they im-
pede other projects funded under the AIP; the eligibility of land, paving,
drainage, aircraft deicing equipment, and structures for centralized aircraft de-
icing areas; and to comply with the Americans with Disabilities Act of 1990, the
Clean Air Act, and the Federal Water Pollution Control Act. The act also in-
creased the number of states that may participate in the State Block Grant Pro-
gram from three to seven and extended that program through 1996.

The AIP Temporary Extension Act of 1994

The AIP Temporary Extension Act of 1994 extended the authorization for
AIP funding through June 1994. It provided that the minimum amount to be ap-
portioned to a primary airport on the basis of passenger enplanements would
be $500,000. The act also made modifications to the percentage of AIP funds
that must be set aside for reliever airports (reduced from 10 percent to 5 per-
cent); for commercial service, nonprimary airports (reduced from 2.5 percent to
1.5 percent); and for system planning projects (increased from 0.5 percent to
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7.5 percent). Eligibility for terminal development was expanded to allow the
use of discretionary funds at reliever airports and primary airports enplaning
less that 0.05 percent of annual national enplanements.

The Federal Aviation Administration Authorization Act of 1994

The Federal Aviation Administration Authorization Act of 1994 extended
AIP funding through September 1996. Significant changes to AIP included in-
creasing the number of airports that can be designated in the Military Airport
Program from 12 to 15, but required that FAA find that projects at newly desig-
nated airports will reduce delays at airports with 20,000 hours of delay or more,
expanded eligibility to include universal access control and explosives detec-
tion security devices, and required a number of actions by FAA and airport
sponsors regarding airport rates and charges and airport revenue diversion.

The Federal Aviation Reauthorization Act of 1996

The Federal Aviation Reauthorization Act of 1996 extended AIP through
September 1998. Various changes were made to the formula computation of
primary and cargo entitlements, state apportionment, and discretionary set-
asides. Specifically, under primary airport entitlements, the formula was ad-
justed by changing the credit for the number of enplaning passengers over
500,000 from $0.65 to $0.65 for the passengers from 500,000 up to 1 million and
$0.50 for each passenger over 1 million. Cargo entitlements were decreased
from 3.5 percent of AIP to 2.5 percent of AIP. The previous cap of 44 percent
of AIP for primary and cargo entitlements was removed.

State apportionments were increased from 12 percent of AIP to 18.5 percent,
with the previous set-asides for reliever and nonprimary commercial service
airports removed. The eligibility for use of state apportionments was expanded
to include nonprimary commercial service airports. The system planning set-
aside was also eliminated.

The noise and MAP set-aside computations were also changed from 12.5 per-
cent and 2.5 percent of total AIP, respectively, to 31 percent and 4 percent of
the discretionary fund. In addition, previously there was a minimum level of
$325 million for the discretionary fund after subtraction of the various appor-
tioned funds and set-asides. The new act changed the minimum level to $148
million over the payments necessary for letters of intent payments (for letters
of intent issued prior to January 1, 1996) from the discretionary fund.

Three new pilot programs for innovative financing techniques, pavement main-
tenance, and privatization of airports were added to the program. Other changes
included changes to the MAP in the number of airports under the program, cri-
teria for selection, project eligibility, and permission to extend MAP participants
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for an additional 5-year period. The state block grant program was formally
adopted by removing the designation of “pilot” and the number of participant
states was increased from seven to eight states in 1997 and to nine states in 1998.

The act also aligned PFC and AIP to permit both to be used for funding projects
to comply with federal mandates and to relocate navigational aids and air traffic
control towers. These relocations are eligible only when needed in conjunction
with approved airport development using AIP or PFC funding. Finally, new pro-
visions for revenue diversion enforcement were added to FAA’s authority.

Airports in the twenty-first century: From peacetime
prosperity to terror insecurity

The years following the 1996 reauthorization of AIP were a time of unparal-
leled economic prosperity in the United States. The information technology
revolution of the late 1990s coincided with record levels of commercial aviation
activity. Major carriers experienced exponential growth in revenues and bot-
tom line profits. Much of these revenues was reinvested by the airlines in the
form of increased numbers of aircraft, increased markets, and increased service
frequencies. Much of the new aircraft fleet being put into service was newly de-
signed regional jets, which were utilized by airlines to provide higher-fre-
quency service between major markets.

The rapid expansion of airline activity exceeded the pace of expansion and
modernization of air traffic control systems and many of the airports that served
the airlines. As a result, the commercial aviation industry experienced record
levels of congestion and delay. Much of the congestion was concentrated at the
largest “hub” airports and airports in major metropolitan areas (see Table 3-4).

Ironically, while many of the larger airports in the United States were experi-
encing record levels of congestion, many of the commercial service airports
serving smaller communities were having difficulty maintaining current levels
of service, particularly in the form of nonstop service to more than one or two
destinations, because the strategy of many major air carriers was to consolidate
operations toward feeding their individual hubs. As a result, the disparity be-
tween the needs of airports became extreme, with the larger airports struggling
for funding to accommodate increased demands and smaller airports struggling
for funding to attract much needed air service for their communities.

AIR-21: The Wendell H. Ford Aviation Investment and Reform Act
for the 21st Century

A lack of sufficient funding from current AIP provisions was cited as one of the
root causes of the slow pace of airport construction and development and air
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Table 3-4. Most Congested Airports, 2000

Airport Total Flights Percent Delayed No. of Delays
Newark 463,000 7.89 36,553
LaGuardia 368,311 7.73 28,474
O'Hare 897,290 5.48 49,202
San Francisco 441,606 4.79 21,187
JFK 355,677 3.80 13,547
Atlanta 909,840 3.59 32,737
Philadelphia 480,279 3.02 14,516
Boston 502,822 2.98 14,989
Phoenix 570,788 2.08 11,919
Detroit 559,509 2.05 11,522

Source: Federal Aviation Administration.

traffic control modernization. In response, Congress began developing legisla-
tion to increase funding levels and encourage infrastructure enhancements.

The resulting legislation, the Wendell H. Ford Aviation Investment and
Reform Act for the 21st Century, known as AIR-21, was signed into law on
April 5, 2000. AIR-21 increased annual levels of funding for aviation invest-
ments by $10 billion, with most of the funding to be appropriated toward air
traffic control modernizations and much needed airport construction and im-
provement projects. In addition, AIR-21 provided guaranteed funding for avia-
tion projects through legislative point-of-order provisions, effectively
protecting the full investment of aviation taxes and user fees into aviation im-
provements. The total authorized funding for federal aviation programs for the
3-year appropriation of the act totaled nearly $40 billion, with $33 billion of the
funding to be guaranteed from the aviation trust fund.

Funding provided through AIR-21 was designed to assist both the larger con-
gested and smaller underutilized airports. For larger airports, minimum levels
of annual AIP funding were doubled from $500,000 to $1 million per airport,
and the maximum amount of annual funding for a large airport was increased
from $22 million to $26 million. For smaller airports, minimum AIP funding
levels were also doubled. In addition, funds were guaranteed for improve-
ments at general aviation and reliever airports.

In addition, AIR-21 increased the cap on passenger facility charges, which were
increased from $3.00 to $4.50. This increase was intended to benefit both larger
and smaller airports. For larger airports, funds generated from increased PFC
charges would provide significant resources for airport improvements without
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drawing from AIP funds. As a result, more AIP resources could be allocated to
the smaller airports that draw less funding from PFCs because of their relatively
low enplanement levels.

Upon the passage of AIR-21, many airports embarked on plans for major capi-
tal improvement projects, totaling several billions of dollars in planned expen-
ditures (Table 3-5).

The Wendell Ford Aviation Reform Act was authorized for the fiscal years 2001
through 2003, a period projected to enjoy continued increased growth in de-
mand for air travel and economic activity in the United States.

A sharp downturn in the U.S. economy beginning in late 2000, spurred in part
by the “burst of the Internet industry bubble,” resulted in the commencement
of financially troubled times for many of the nation’s largest air carriers. This,
in turn, invoked concerns about the expansion plans of airports. Initially, how-
ever, the focus of the aviation industry in general, and airports in particular,
was to improve and modernize the system to reduce congestion and improve
system efficiency.

The Aviation and Transportation Security Act of 2001

Even though issues concerning the security of the civil aviation system in gen-
eral, and airports in particular, have been recognized and addressed with vari-
ous levels of intensity since the early days of civil aviation, no single event in
history did more to af