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s e c t i t n 
I INTRODUCTION 

CHAPTER 1. 
BACKGROUND AND 

GENERAL INFORMATION 

1. PURPOSE. The purpose of this advisory circu­
lar is to provide general guidance in preparing a State 
airport system plan. This guidance and related infor­
mation are intended to be used by individuals and 
organizations responsible for airport system planning 
and development and others that have a need or 
desire to better understand the State airport system 
planning process. It is specifically applicable to 
preparing State airport system plans under the FAA 
administered Planning Grant Program (PGP) of the 
Airport and Airway Development Act of 1970. 
The general guidance presented in this publication 

must be modified to meet the specific needs and 
requirements of each individual State. Each work 
statement presented in this publication shou)d be 
analyzed for its value in achieving the desired results 
of the planning effort. Many of the work statements 
presented might not apply to some of the less 
populated States, and additional work statements 
may be required for States having a high level of 
aviation activity. Thus, the optimum level of effort 
and depth of analysis to be provided in the planning 
process will be based on the value of the information 
to be gained versus the resources needed to obtain it. 
Past experience indicates that expensive simulations 
of uncomplicated airspace or development situations, 
excessive origin and destination survey work, and 
overly complicated demand/capacity analyses of low 
activity facilities often result in an unnecessary and 
costly level of effort. It should be noted that the level 
of detail for State system planning is usually less than 
that used for planning large metropolitan areas and 
far less than that used for master planning individual 
airports. 

Figure 1, a flow diagram of the State airport 
system planning process and chapter 2, an outline of 
a State airport system study, provide an overview of 
the State airport system planning effort. 

2. CANCELLATION. The Federal Aviation Ad­
ministration and the National Association of State 

Aviation Officials (NASAO) jointly developed this 
advisory circular which cancels the report entitled 
"Planning the State Airport System — December 
1968" which was also prepared by the FAA and 
NASAO, The availability of this report was an­
nounced by AC 150/5050-3, dated January 31, 1969. 
That advisory circular is hereby cancelled. 

OVERVIEW OF STATE 
AIRPORT SYSTEM PLANNING 

.i1fii,iWii'i)ilrri-r»-'̂ ^wi- *--t•'ihtiin 
ORGANIZE AMD FINANCE 

PLAN IMPLEMENTATION 

Figure 1. Overview of State Airport System Planning 

3. NEED FOR A STATE AIRPORT SYSTEM 
PLAN. The use of air transportation as a mover of 
people and goods has become a highly significant part 
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of our contemporary society. The rapidity of its 
growth within the last decade and that expected in 
the future serves to directly intensify this social 
significance. The total air transportation system is a 
complex inter-relationship of many variables but one 
of the foremost is the national network of airport 
facilities. In terms of social visibility and impact, the 
physical airport and its functions represent the 
normal concept of air transportation. Additionally, 
the airport is the variable most relevant and immedi­
ate to a community in terms of cost. The financial 
requirements of modern airport facilities have be­
come immense, while the demand for new and 
improved facilities has never been greater. As this 
demand multiplies, however, the competition for 
public funds steadily grows with new and different, 
but always more potential applications for such funds 
continually appearing. An appreciation of these 
trends highlights the conclusion that the development 
of the Nation's airport system is a matter warranting 
coordinated policy formulation at all involved levels 
of public administration. 
Airports are but one small link in our total 

transportation system, but this link can have a 
significant impact on the total transportation system. 
An airport can be an effective and efficient interface 
between air and ground travel, or it can be an 
inefficient bottleneck. It is only through good system 
planning, at all levels; that we can hope to provide the 
required airport facilities at the right time and place 
to minimize the adverse aspects of such development. 

State airport system planning is a means of 
directing and influencing many diverse airport devel­
opment projects in such a manner that the composite 
State airport system yields the maximum benefits to 
all slate citizens. The States have far too much at 
stake to simply react to an individual area's airport 
needs without carefully considering the effect of any 
proposed airport development on the major goals and 
objectives of the State. Since transportation is one of 
the more important components of State and regional 
development, it should be readily apparent that a 
good State airport system plan can be an effective 
tool in assisting State decision makers to direct and 
control the development of the State's resources. 

4. DEFINITIONS 
a. State Airport System Plan. The State airport 

system plan is a representation of the aviation 
facilities needed to meet the immediate and future air 
transportation needs of the State and achieve the 
overall goals of the State. It recommends the general 
location and characteristics of new airports and the 

nature of expansion for existing ones. It shows the 
timing and estimated cost of development, relates 
airport system planning to the economic development 
and environmental goals of the State and is accom­
plished in a comprehensive planning framework. It 
incorporates regional/metropolitan airport system 
planning and provides the basis for definitive and 
detailed individual airport planning. 

b. Regional Metropolitan Airport System Plan. 
The regional/metropolitan airport system plan is a 
representation of the aviation facilities required to 
meet the immediate and future air transportation 
needs of the regional/metropolitan area and is consid­
ered a subsystem of the State airport system. It 
recommends the extent, type, nature, general loca­
tion, estimated cost, and timing of airport develop­
ment required to meet the aviation needs of the 
regional/metropolitan area and provides the frame­
work for definitive and detailed individual airport 
master planning. 
Generally, regional/metropolitan areas with more 

than one publicly owned airport, and which are 
forecast to have a population of 500,000 or an annual 
passenger enplanement level of 250,000 during the 
20-year planning period, are planned on a system 
basis. This does not necessarily rule out system 
planning for multiple airport communities that will 
not attain these levels, nor does it indicate the need 
for system planning for communities that will. 

FAA Advisory Circular 150/5070-5, Planning the 
Metropolitan Airport System, provides considerable 
information that can be applied to Planning the State 
Airport System and is recommended reading for 
individuals involved in State airport system planning. 

c. Airport Master Plan. An airport master plan 
presents the planner's conception of the ultimate 
development of a specific airport. It effectively 
presents the research and logic from which the plan 
evolved, and artfully displays the plan in a graphic 
and written report. Master plans are applied to 
modernization and expansion of existing airports and 
to the site selection and planning of new airports, 
regardless of their size or functional role. Master 
planning is accomplished within the framework of a 
regional/metropolitan airport system plan, or a State 
airport system plan. 

FAA Advisory Circular 150/5070-6, Airport Mas­
ter Plans, provides considerable information that can 
be applied to Planning the State Airport System and 
is recommended reading for individuals involved in 
State airport system planning. 

d. National Airport System Plan. The National 
Airport System Plan sets forth, for at least a 10-ycar 
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period, the type and estimated cost of airport 
development considered by the Federal Government 
to be necessary to provide a system of public airports 
adequate to anticipate and meet the needs of civil 
aeronautics, to meet requirements in support of the 
national defense as determined by the Secretary of 
Defense, and to meet the special needs of the postal 
service. The plan shall include all types of airport 
development eligible for Federal aid under section 14 
of the Airport and Airway Development Act of 1970, 
terminal area development considered necessary to 
provide for the efficient accommodations of persons 
and goods at public airports, and the conduct of 
functions in operational support of the airport. 

5. PLANNING HORIZONS. The long-range time 
period for the plan should generally be 20 years and 
should include: airport, heliport, seaplane bases, and 
STOLport locations; recommended development, 
timing of development, and magnitude of costs. 
Precise development needs and costs should not be 
required, although a reasonable estimate of needs 
should be expected. Since it may take as long as 10 
years for a major airport to be established after its 
need has been identified, a 20-year horizon is not 
unrealistic. 

In establishing the length of time for the LONG-
RANGE planning period, consideration should be 
given to how long the long-range periods are for other 
State planning efforts such as the transportation and 
land use plans, with consistency as an objective. The 
INTERMEDIATE RANGE should be for a 10-year 
period and should more precisely determine develop­
ment requirements and associated cost estimates than 
specified in the LONG-RANGE planning period. 

The SHORT-RANGE period should be for 5 years 
and should include a detailed treatment of facility 
needs and cost estimates. The latter should be 
sufficiently accurate to permit financial planning and 
budgeting that is consistent with the airport financing 
programs and the local budgeting process at the State 
and Federal levels. 
Because of the reliance of demand forecasts on 

certain statistical data from the National Census, 
planning periods ending on the decade should be 
considered. Additionally, the horizon years for the 
FAA's National Airport System Plan and the DOT 
National Transportation Needs Study should be 
considered. 

6. AIRPORTS IN THE STATE SYSTEM. The 
State airport system plan should include all airports 
required to develop a comprehensive system of public 
airports which satisfy the needs of the people of all 
parts of the State. To accomplish this, qualifications 
for inclusion of locations may vary from State to 
State. For example, due to population distribution, 
geographic, or economic development factors com­
munities of 500 population may qualify for entry 
into the plan in certain states, whereas, more highly 
populated or industrial States may have more 
stringent qualifications. 

7. CLASSIFICATION OF AIRPORTS. Airports 
included in the State airport system plan should be 
classified in accordance with current FAA criteria for 
classifying airports (see FAA Advisory Circular 
150/5090-2, National Airport Classification System). 
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CHAPTER 2. 
TYPICAL OUTLINE F O R A 

STATE AIRPORT SYSTEM STUDY 

8. GENERAL. The study outline shown below 
should provide an overview of the State airport 
system study effort and the basis for developing a 
study outline to meet the specific needs of the 
individual States. If the study is to be prepared under 
the FAA administered Planning Grant Program, a 
preapplication conference with the appropriate FAA 
regional office should be held during the "Study 
Organization and Finance" phase of the planning 
process. The official application for Federal assistance 
in preparing the State airport system plan would be 
submitted after the "Developed Study Design" phase 
of the planning process. 

9. TYPICAL OUTLINE FOR A STATE AIR­
PORT SYSTEM STUDY. 

A. Study Organization and Finance: 

1. Organization and Procedures. 
2. Limitations. 
3. Funding. 

4. Means of Coordination. 

Q. Formulate Policies: 

1. Identification of Issues. 
2. Policy Objectives. 
3. Goals and Objectives. 
4. Political Considerations. 

C. Develop Study Design: 

1. Method of Analysis. 
2. Information Needed. 
3. Data Available. 
4. Procedures for Data Collection. 

5. Procedures for Interfacing Other Plans. 

D. Data Collection and Inventory: 

1. Airports -

a. Civil 

1) Air Carrier. 
2) General aviation. 

a) Publicly owned. 
b) Privately owned. 

b. Military. 
c. Expansion possibilities. 
d. General operating criteria. 

2. Airspace and Navaids. 
3. Aeronautical activity -

a. Air carrier 
1) Operations. 
2) Passengers. 
3) Cargo/mail. 
4) Local origins/destinations. 

b. General aviation operations, based aircraft, 
owner distribution. 

c. Air taxi operations/passengers. 
d. Military operations. 

4. Environmental factors. 
5. Comprehensive/land use plans. 
6. Transportation plans. 
7. Socio-economic factors. 
8. Applicable laws, ordinances, regulations. 
9. Financial resources. 

E. Analysis of Existing System: 

1. Aircraft characteristics. 
2. Airspace utilization. 
3. Airport locations and characteristics. 
4. Physical environment. 
5. Other transportation systems. 
6. Current air transportation demand. 
7. Demand versus capacity. 

8. Land use and noise considerations. 

F. Future Demand and System Requirements: 

1. Forecast air transportation demand. 
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2. Forecast aircraft and characteristics. 
3. Forecast airspace utilization. 
4. Forecast airport locations and characteristics. 
5. Linkages to other transportation systems. 
6. Environmental requirements. 
7. Other technology. 

C. Identify Future Aviation Systems. 

H. Evaluate Future Aviation Alternatives: 

1. Existing system expanded. 
2. Other alternative systems. 
3. Cost effectiveness. 

I. Airport System Plan: 

1. Physical facilities. 
2. Airspace and navaids. 
3. Financing. 
4. Responsibility. 
5. Plan format. 

J. Plan Implementation: 

1. Political considerations. 
2. Environmental considerations. 
3. Timing of projects. 
4. Financing. 
5. Land acquisition. 
6. Recommended legislation/regulations/land use 
controls. 
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CHAPTER 3. 
RELATION TO OTHER 

PLANNING ACTIV IT IES 

10. GENERAL. The Slate airport system plan 
should be properly coordinated and interfaced with 
appropriate metropolitan airport system plans, re­
gional airport system plans, individual airport master 
plans, the State comprehensive plan, and local com­
prehensive plans with particular emphasis given to 
dove-tailing the airport plans o f adjacent areas so as 
to provide a truly integrated Statewide airport system 
plan. Also, the State airport system plan must be 
appropriately coordinated with the airport planning 
efforts of adjacent States. Under the FAA Planning 
Grant Program, proposed regulations will require an 
appropriate system plan prior to the approval of a 
project for airport master planning in large or 
medium air traffic hubs (after 1973 for cstablishinga 
new airport and 1975 for an existing airpoit serving a 
large or medium air Ira file hub). Figure 2, the 
Building Blocks of Airport Planning, illustrates the 
basic relationship of Stale airport system planning to 
other major planning activities. 

1 1 . NATIONAL AIRPORT SYSTEM PLAN 
(NASP). An effective State plan should provide the 
basic airport development recommendations lor the 
FAA's National Airport System Plan. Therefore, a 
product of the State planning effort should be the 
development of information, in suitable format, for 
this purpose. A condition for financial assistance 
under the FAA administered Planning Grant Program 
is that specific FAA forms be completed by the 
sponsor for all airports which meet certain tests of 
national interest. The sponsor of a State airport 
system plan should consult with the appropriate FAA 
office for details concerning the N A S P data require­
ments of the FAA Planning Grant Program before 
finalizing the scope of work tor the planning effort. 

12. METROPOLITAN/REGIONAL SYSTEM 
PLANS. Individual system plans for large metropoli­
tan or regional areas should be integral components 
of the State system plan. If developed separately 
from the State plan, ihcy should be completely 
coordinated with it and should idled total con­
sistency with respect to basic planning elements such 

as the data base and activity forecasts and, insofar 
as possible, should be predicated on similar planning 
procedures. Ideally, the planning efforts should be 
performed concurrently. Refer to Section 2, Organ­
izing and Funding the Planning Effort, for guidance 
in structuring the planning process to produce an 
effective State/regional approach. 

13. MASTER PLANS. Individual airport master 
plans, which reflect the detailed planning of a single 
airport, are accomplished within the framework of 
the State or regional system plan- Ideally, master 
planning should take place after the system plans 
have been completed. However, the urgency of 
development needs at many locations dictates that 
individual airport planning be expedited irrespective 
of the existence of a system plan. Where master and 
system plans proceed concurrently, there must be 
effective coordination between the two. 

14. STATE COMPREHENSIVE PLAN­
NING. The airport system plan should be an integral 
part of the State comprehensive planning process and 
reflect the overall development goals of the State. 
Every consideration must be given to full coordina­
tion of State and regional land use and ground 
transportation planning with the Statewide airport 
system planning due to the vast amounts of land used 
by airports, their impact on adjacent land uses, and 
the need for effective interface with ground transpor­
tation. When airport development is coordinated with 
State and local comprehensive planning, it becomes 
an effective tool for achieving State development 
goals. 

15. NATIONAL TRANSPORTATION NEEDS 
STUDIES. The Department of Transportation has 
undertaken a National Transportation Needs Study 
which will be used as a basis for legislative and 
expenditure recommendations to the President and 
Congress. The report will contain nationwide esti-
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mates of transportation needs, capital improvements 
programs, analysis of federally funded transportation 
programs, and funding levels to determine what 
changes are required to better align Federal expendi­
tures with transportation requirements and an analy­
sis of the environmental consequences of the needs 

and capital improvement programs. 
The National Transportation Needs Study is not a 

substitute for the National Airport System Plan, State 
or metropolitan airport system plans, or airport 
master plans. Airport system and master plans should 
be used as a data source for the Needs Study. 

NATIONAL 
AIR 

POLICIES 

NATIONAL 
AIRPORT SYSTEI 

PLAN 

S T A T E / L O C A L ^ 
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TRANSPORTAT 
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^a*ittBis«dfe&a*,.i*>. 

STATE 
REGIONAL 

METROPOLITA 
AIRPORT SYSTEM 

PLANNING 

- - - 1 1 ' i -i "ifrMimftT '••-'Tillri'tTiTlrtiiiir i 

INDIVIDUAL 
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• ' . i l k . : . i ' f l * . . fMUla 

Figure 2. The Building Blocks of Airport Planning 
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CHAPTER 4. 
THE ROLE OF STATE GOVERNMENT 

16. GENERAL. While the short-term role and 
responsibility of the State, with respect to airport 
development and air transportation, will largely be 
determined by its existing aeronautics legislation, the 
long-term aviation goals of the State should not 
necessarily be restricted to the bounds of existing 
legislation. State decision makers should take an 
"active" approach to airport development; that is, 
they should view air transportation as a tool to be 
used in achieving the major goals of the State and not 
as a problem in itself that must be solved. 

Basically, it should be the State's role to look into 
the future and determine just how airport develop­
ment can best meet the overall goals of the State and 
then take whatever action is necessary to accomplish 
these goals. The State airport system planning process 
offers an excellent opportunity for a State to 
reevaluate its specific role in airport development and 

take necessary steps to realign its role to best meet 
the State's goals. Once the State has determined its 
airport role and responsibilities, such information 
should be widely publicized so that all interested 
individuals and organizations will clearly understand 
just who is responsible for what. 

17. UNIFICATION OF AIRPORT LEGIS­
LATIVE STRUCTURE. There is an immediate need 
for improved coordination and uniformity in the 
aeronautics and airport legislation existing at the 
State level. Efficient utilization of financial resources 
demand the establishment of an improved State 
system of funding priorities. The existing State 
aeronautics and airport laws should be a fundamental 
part of the policy-making process. All long-range 
plans and resultant strategies are only operative 
within the framework established by the statutory 

NEIGHBORING 
STATES STATE GOVERNMENT 

STATE . 
AGENCIES 

.FEDERAL 
AGENCIES 

FACT FINDING 
AND CRITERIA 
DEVELOPMENT 

AGENCIES 

PUBLIC LOCAL GOVERNMENTS 

PRIVATE INTERESTS 
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structure. The goal formulation and planning proce­
dures should not be the result of the legal possi­
bilities. Whether they be obligatory or permissive, the 
statutes should rather be shaped to the needs of the 
long-range policies and plans. It is the task of the 
States to work consistently in transforming the 
nature of airport legislation from being strictly 
regulatory to becoming strategically opportunistic. 
The development of a legal environment as a function 
of the opportunities accorded by goal-oriented air­
port planning is essential. Based on unified goals 
established at the State and municipal levels, airport 
legislation should be so structured that the develop­
ment of airport facilities aids in the achievement of 
desired metropolitan, regional, and State growth 
objectives. 

While it is impractical to develop an "ideal" 
legislative airport system, a study of various States* 
airport related power should be beneficial in formu­
lating the required statutory authority to meet the 
individual airport needs of a given State. With this in 
mind, Appendix I summarizes some of the informa­
tion contained in a review of the individual states, 
with emphasis focused primarily upon financial 
powers. 

18. OVERALL PROGRAM COORDINA­
TION. Considering the nature and extent to which 
an airport influences, and is affected by, its surround­
ing region, coordination in planning with related 
public and private agencies is essential. The airport 
policies and plans of the State and municipality 
should be made compatible with those objectives 
relative to total transportation planning, urban land 
use, environmental and conservation planning, fiscal 
and economic policy development, and the airport 
and aviation plans of adjoining geographic areas. 
While the airport system should be the major trans­
portation network under analysis, the interrelation­
ships of the airport to other transportation modes 
within the area must be carefully considered. The 
long-range planning process should have as a primary 
objective the integration of the airport program into a 
coordinated multi-modal transportation system which 
encompasses the needs for such services at the 
municipal, regional, and State level. Particular atten­
tion is justified in providing long-range plans for 
future airport access needs. The demands for airport 
services by all types of customers, including those of 
air cargo-generating industrial facilities, need to be 
related to the present and planned highway and rail 
systems serving the airports. A failure to adequately 
provide for such necessary intermodal networks has 
contributed to many contemporary problems of 

inefficient airport facilities and serious urban 
congestion. 
a. Transportation Coordination. There is clearly a 

need for consistent coordination of all related trans­
portation planning. State legislation creating multi­
modal authorities has been successfully initiated in 
several jurisdictions. The increasing importance of 
airport access planning will undoubtedly sustain and 
expand this trend, generating the need for new types 
of airport-related statutes. 

b. Urban Land-Use Coordination. The relatively 
recent trend toward systematic urban planning ac­
cented the need for strategic policy formulation 
regarding the development of urban land uses. When 
consideration is given to the fact that a major airport 
facility consumes thousands of acres of strategically 
located property, the need for coordinated planning 
is strongly reinforced. The airport must be suitable to 
its surroundings, with the reverse being equally true. 
The organizational structure for airport administra­
tion must be capable of providing sufficient land for 
present and projected demands, when such is needed. 
Acquisition, therefore, must be possible at a time 
considerably predating the initiation of construction. 
To insure the compatibility of the facilities with their 
surroundings, coordination at the local and State 
levels and between all relevant agencies is essential. 
State departments of conservation and development 
should be an immediate party to such coordination, 
as also should be those other agencies and organiza­
tions, both public and private, affected by the airport 
sponsor's acquisition, condemnation, and zoning 
functions. The latter function is a portion of the 
statute structure which should warrant particular 
policy development. The mechanics of the authority's 
zoning powers need to be explicitly related to the 
long-term goals of area development. The airport 
complex, as a user of expansive amounts of urban 
property, must be carefully integrated with its en­
compassing environment, and the zoning authority is 
the major tool for accomplishing such integration. 
The manner in which this authority is developed 
through the State statutes provides the foundation 
and constraints for its enactment at the municipal 
and regional levels. 
c. Economic Coordination. Of utmost impor­

tance is the evaluation of the airport in terms of the 
long-range economic development goals of the State 
and its municipalities. The nature and location of 
airports affect the economy of the surrounding 
service areas to an extent much greater than the 
initial investment of land acquisition and facilities 
construction. In addition to the very substantial 
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continuing purchases of labor and materials by the 
airport itself, the creation of a new transport center 
generates increased demand for the great variety of 
goods and services consumed by the travelers. An 
airport also promotes new industrial facilities that are 
attracted by the advantages of an economically 
beneficial distribution center, promotes surrounding 
commercial and residential land use development, and 
initiates a stream of dollar spending. 

Airports should be recognized not only as neces­
sary service facilities but also as powerful tools for 
applying economic development policies. Through 
coordinated planning programs, airports should be 
designed and located to provide the services necessi­
tated by aviation demand, while also aiding to achieve 
comprehensive economic development objectives. 
Such strategic applications of public investment are 
necessitated by the pluralistic demands of contempo­
rary society and must be promoted by the legislative 
statutes relating to the airport system. The granting 
of increased State financial participation to those 
municipal airport development programs whose 
impact is of a broad statewide scope is an existing 
reflection of this type of coordinated policy formula­
tion. A more widespread adoption of this type of 
legislative structure based on unified goal-oriented 
planning should be an emerging trend in the public 
administration of airports. 

19. GOAL ORIENTATION. The trend toward 
goal-oriented financial structures in the Federal stat­
utes needs to be extensively adopted in the airport 
legislation of nearly all States. Since an effective legal 
framework for airport financing is probably the 
paramount requirement for realistic implementation 
of the system development plan, this aspect of State 
legislation requires the greatest degree of coordinated 
goal-oriented planning. The principle that the attain­
ment of airport system objectives should be strategi­
cally aided through the relevant legislative structure 
must be particularly applied to those statutes dealing 
with the financing of the system. Significant, but 
isolated, examples of effective financial planning can 
be found in the existing statutes of a few States. 
These can be generally characterized as special-
purpose enabling legislation, created to fulfill an 

immediate legal need for a particular airport develop­
ment project. The goal-directed concept underlying 
such statutes is the type of philosophy which will be 
required for planned systems implementation, not 
only for isolated cases of individual airport programs, 
but for the coordinated development of all facilities 
justified by the adopted State plan. Financial con­
siderations should play a key role in the designing of 
a system plan to insure its economic feasibility, but 
once such feasibility has been established, the statutes 
relating to airport funding should not be a function 
of the inertia of tradition, but rather must be shaped 
by the effective implementation demands of the 
approved plan. A State airport system plan whose 
institution and effective management are constrained 
by an impotent statutory framework, becoming a 
plan defying implementation, has little real value. 

20. REVISION OF EXISTING STRUC­
TURES. These essential requirements for operation­
ally sound financial legislation will necessitate the 
revision of many of the existing structures at the 
State level. In addition to the high degree of 
expertise, impact, and recommended planning in­
volvement which exists at the local level, it will be 
necessary that there also be an accompanying high 
level of financial power authorized by the State. The 
State should extend to the municipalities those 
degrees of authority consistent with the funding 
requirements incident to the local roles in the 
development of the State system. The direct delega­
tion of taxing and bonding powers, without the 
accompanying necessity of referendum approval, to 
those municipal units acting individually or jointly in 
pursuit of the objectives of the State airport plan, will 
have to be a major trend of the very near future. 
Public cooperation and subsequent approval must be 
won through the consistent use of open, active, 
honest citizen and elected official involvement on 
information dissemination procedures. 

NOTE: A considerable amount of the material presented in 
this chapter was extracted from the American Academy of 
Transportation's report referenced in Appendix I, 
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CHAPTER 5. 
ORGANIZATION FOR THE 

PLANNING E F F O R T 

21. GENERAL. Organizational arrangements for 
the airport system planning process will vary from 
one state to another depending upon (1) the State's 
governmental organization; (2) the strength and 
effectiveness of the aviation organization; (3) the 
ability of the State to elicit cooperation from regional 
planning councils and individual airport management; 
and (4) the State role in development implementation. 

A most effective structure will be one that is 
capable of (1) establishing policy that is acceptable 
across the State and consistent with urban oriented 
airport policy; (2) bringing together for advisory and 
coordination purposes all appropriate aviation and 
non-aviation related interests; (3) assuring a planning 
process that is technically sound and responsive to 
policy and the coordinative process; (4) producing a 
plan that effectively integrates the individual 
metropolitan/regional airport system planning prod­
ucts so that the State plan has complete geographic 
coverage; and (5) establishing an acceptable frame­
work for individual airport master planning efforts. 

22. ORGANIZATION FUNCTIONS. In general, 
the organization will be structured to perform three 
principal functions, namely policy formulation, advice 
and coordination, and technical planning. 
a. Policy Formulation. The establishment of basic 

ground rules or policies is necessary to build the 
framework for the technical planning process. These 
policies must respond as nearly as possible to the 
desires, attitudes, and values of the citizenry and, at 
the same time, give full consideration to meeting the 
State's long-range air transportation requirements. 
Additionally, these general policies should directly 
relate to and be integrated with comprehensive 
planning policy. 

In formulating policy, it is necessary to work 
within the goals cited in Section 3, The Planning 

Process. This section also provides examples of the 
kinds of aviation-related goals which should be 
considered in developing a State airport system plan. 

The policy-making unit of the overall organiza­
tional structure is the key body whose decisions will 
most shape the effort and its end results. This body 
must be able to speak for the many political 
jurisdictions, insofar as statewide planning is con­
cerned. The policy group must be able to serve as an 
effective forum for discussion of the issues and 
should be able to present an acceptable majority 
position on the system plan that is finally selected. 

In serving as a forum for discussion of the issues, 
the policy body is responsible for the establishment 
of appropriate mechanisms by which all identifiable 
citizen viewpoints can be heard. Such mechanisms 
can take a number of forms, from broad citizen 
representation on planning boards, to advisory coun­
cils sitting in regularly on meetings of the policy 
body. The structuring of such mechanisms should be 
tailored to most effectively accomplish their purpose; 
that is, the incorporation of citizen viewpoints in the 
planning process. It should not be allowed to be a 
vehicle for volatile and unconstruclive actions. When 
appropriate, public hearings or public information 
meetings can be held for the purpose of involving the 
public in the planning process. 

Typical State bodies which could take the lead in 
policy direction are State Planning Offices, State 
Departments of Transportation, and State Offices of 
Economic Development. There should be direct 
participation at the policy level by representatives of 
regional planning councils, at least from those coun­
cils representing (he larger urban areas. The key to 
determining the makeup of the policy body will be 
measured by the ability of that body to speak for 
comprehensive planning activities at the State and 
regional levels. The power to conduct comprehensive 
planning and to integrate the specific functional 
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planning efforts (airports, highways, mass transit, rail, 
land use, etc.) with one another is essential for 
effective Statewide airport system planning. 

b. Advisory and Coordinative Efforts. In the 
planning process, the roles of aviation interests and 
appropriate non-aviation interests must be considered 
in structuring the organization. On the aviation side, 
communication with airport operators is an absolute 
necessity. Participation in terms of coordination, 
advice, and in many cases, staff support will be 
required. 
The FAA should be an element in the organiza­

tional structure insofar as coordination, approval, and 
financial and advisory assistance will be required. It is 
imperative that ground transportation planning agen­
cies be directly involved in the advisory and coordina­
tive function. Where the advisory and coordinative 
function in the organizational structure is assigned 
will depend on the individual organization. 

More than likely, it would be performed at the 
point in the organization where the technical 
planning function is accomplished. For example, if 
the technical planning is done by the State aviation 
agency, the advisory and coordinative efforts will 
probably take place below the policy level where the 
technical planning function is being carried on. On 
the other hand, if the staff of the policy body does 
the technical planning, the advisory and coordinative 
efforts would take place at that level. 

The following list represents the type of agencies 
the airport system planner must coordinate with: 

1) Other Aviation Organizations. Appropriate FAA 
office, aeronautics agencies in neighboring States, 
local airport owners, airport authorities, and ap­
propriate representatives of general aviation and 
air carriers. 

2) City, County, and Metropolitan Area Planning 
Agencies. Local and metropolitan area airport 
system plans may be developed by the appropriate 
agencies. These should become integral parts of 
the State's airport system plan. The State should 
stimulate the development of such plans and 
should coordinate the integration of these plans 
into the State airport system plan. 

3) Other Transportation Agencies. It is important 
that the State airport system plan be consistent 
with not only the more generalized plans for 
handling major traffic flows but also the detailed 
plans for roads and streets in the vicinity of each 
existing and proposed airport. Consideration 
should be given to mass transit facilities in terms 
of tracked vehicles or buses, limousines or taxis, 

emergency vehicles, and other types of people or 
goods movers which may be potentially used for 
connecting each airport with likely ground destina­
tions or origins of trips. The appropriate State 
agencies should be made aware of inadequacies of 
ground access to the State's airports. 

4) Economic Development Agencies. These would 
include Federal agencies such as the Economic 
Development Administration or the more recent 
multistate developmental "regions." At the State 
level, the industrial agencies should be involved. 
There may also be regional tourist/industry groups 
or local industrial development organizations 
(planning agencies may have knowledge of pro­
posed public, semi-public, or private investment 
which may influence airport needs). 

5) Land Use Planning Agencies. Because airports 
occupy large acreages of land and require rather 
sophisticated zoning protection around their pe­
rimeters for obstruction prevention and noise 
abatement purposes as well as mitigation of traffic 
congestion and other pollution, it is necessary that 
local and regional planners be involved in the 
development of airport plans. 

6) Conservation, Recreation, and Environment or 
Ecology Agencies. Federal, State, and county 
conservation, forest and park departments or 
agencies should be consulted. New dams may 
create lakes which over-flow existing or proposed 
airport land, or may create new recreation areas 
that should have airports. Public forests and 
parks can also affect and be affected by airport 
development. 

7) Budgetary Agencies. Since the methods of financ­
ing airport development vary from State to State, 
no specific guidelines for financing the develop­
ment programs are included in this document. As 
many states will be required to recommend 
methods of implementing the airport system plan, 
it is suggested that close coordination be main­
tained with the appropriate budgetary agencies on 
both the local and State levels. 

8) Private Interests. Sometimes users of airports also 
have definitive plans. For example, air carriers 
(including scheduled air taxis) may be planning 
equipment changes. Fixed-based operators or pri­
vate airport owners may have plans for substantial 
additions to their facilities, in areas surrounding 
airport sites, land owners might be contacted to 
determine potential property improvements they 
are contemplating. Operators of communication 
towers should also be consulted. 
c. Technical Planning. The technical planning 
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process begins with the inventory step, ending ini­
tially after the selection of a preferred alternative 
plan, but repeated during the continuing planning 
process. Normally, the technical planning will be 
done by an airport system planning staff administered 
by the policy body or the aviation agency within the 
framework of the State and regional comprehensive 
planning process. This organization will draw upon its 
own staff, other planning agency staffs (possibly 
those of the local airport operators and regional 
planning agencies), and will normally use a consultant 
firm or firms to do much of the technical planning. 

23. THE STATE ORGANIZATION. State gov-
ernments are organized in many forms and the 
location of the office concerned with State airport 
system planning also varies widely. Figures 3,4 and 5 
illustrate, in brief form, some of the more typical 
State organizations and the placement of planning 
within those organizations. 
The relationship of the office of planning with 

other State agencies or departments and with local 
planning agencies is very important. If, as illustrated 
in figure 3, the office of State planning coordination 
is an executive arm of the governor which is charged 
with all developmental planning for the State (com­
prehensive highways, airports, other transportation, 
economic growth, etc.), coordination is simplified. 
An organization of this type would tend to have the 
direct participation of the State's elected officials and 
would be very close to the point of decision making, 
i.e., the governor and the legislature. In addition, an 
office in this position could easily coordinate 
planning across all State departments as well as 
directly with metropolitan area officials and, in doing 
so, represent the wishes of the governor. This would 
appear to be the most desirable and functional 
arrangement. An alternative (not illustrated) which 
would have most of the same desirable characteristics 
is a line department charged with all State planning. 

Figure 4 illustrates the arrangement which offers 
several advantages but less than the organization in 
figure 3. In figure 4 the State department of 
transportation has a staff office charged with trans­
portation and related planning for all modes. A major 
disadvantage of this arrangement is the need to 
coordinate by agreement, or some other mechanism, 
with state offices concerned with other forms of 
planning on a line basis and the lack of clear decision 
point when these agencies disagree. 
The arrangement illustrated in figure 5 is probably 

most representative of State structures as they now 
exist. This structure requires a maximum of line 

coordination and personal persuasion between staffs 
to achieve the desired results in any single planning 
effort such as State airport systems. 

Regardless of the actual structure of the State 
planning organization, a substantive review by the 
State A-95 Clearinghouse should be a requirement of 
the governor before a systems plan would be con­
sidered finalized. The comments of this review should 
be accounted for in the recommended plan. 

24. STATE/REGIONAL STRATEGIES. In order 
to achieve a Statewide system plan which is geograph­
ically complete and which reflects the prerogative of 
local decision making in the large urban areas, 
workable mechanisms for achieving State/regional 
cooperation must be developed. The strategy selected 
for accomplishing the required cooperation may vary 
from one State to another. Ideally, the State should 
function as an "umbrella" agency in bringing together 
its efforts and those of the larger urban areas, with 
the policy body serving as the focus point. 
If individual regional efforts proceed on their own 

without clear and continuing coordination with the 
State effort, the final products will be piecemeal, 
fraught with redundancies, ill-timed, and overly 
costly. Thus, it is highly important that the States 
proceed immediately to organize for a Statewide 
planning process and seek the cooperation of regional 
planning bodies. If consultant services are to be used, 
a single consultant acceptable to the regional organi­
zations should be engaged if possible. The production 
of a Statewide plan with separately printed regional 
plans could adequately serve the needs of both State 
and local agencies. 

One strategy which can achieve an effective State 
planning process is where the regional planning 
bodies, in conjunction with the larger airport oper­
ators, contribute funds or services to the State effort, 
participate on the policy body, coordinate with the 
technical staff, and select the regional system most 
responsive to its needs for incorporation in the State 
plan. 
Another strategy has the State performing, in a 

phased sense, the activities leading to the planning 
decisions such as data collection, inventory, and 
demand forecasting with the regional planning bodies 
taking a demand allocated by the policy body and 
proceeding with determination of needs, development 
of alternative systems, and selection/adoption of the 
best alternative. The regional planning bodies would 
supply their own funds, use State funds, or any 
combination thereof. The State would accept the 
regional inputs in developing the Statewide plan. 

19 



the individual urban planning objectives. The State 
must provide the leadership in these kinds of situ­
ations and should insulate the Federal Government 
from direct involvement in decision making involving 
competitive interests at the local level. 

Figure 3. Executive Level Planning Office and State DOT 
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A most difficult area of resolution involves the 
potential decision on a single regional airport serving 
two urban areas. Here, the utmost in skill is needed to 
evoke a cooperative decision that will best serve the 
goals of the State, and at the same time, relate well to 
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CHAPTER 6. 
FUNDING THE 

PLANNING E F F O R T 

25. GENERAL. Section 13 of the Airport and 
Airway Development Act of 1970 (PL. 91-258), 
dated May 21, 1970, provides for planning grants to 
develop or update (1) airport master plans and (2) 
airport system plans. The total funds obligated for 
grants under this program may not exceed $75 
million and the amount obligated in any one fiscal 
year may not exceed $ 15 million. 

A grant under this program may be issued for up 
to two-thirds the costs incurred in accomplishment of 
the planning project. Not more than seven and 
one-half percent of the available funds may be 
expended in any one State, Puerto Rico, the Virgin 
Islands, or Guam. 

26. SPONSOR ELIGIBILITY. In order to spon­
sor an airport system planning project, the sponsor 
must qualify as a planning agency. By definition, this 
means any planning agency designated by the Secre­
tary of Transportation, which is authorized by the 
laws of the State (including the Commonwealth of 
Puerto Rico, the Virgin Islands, and Guam) or 
political subdivisions concerned to engage in areawide 
planning for the State or areas involved in the study. 
If a case should arise where more than one body 

applies for Federal funding for a State plan or for a 
similar area, and where identification of the appropri­
ate agency empowered to plan for the area in 
question is not clear, the Secretary shall exercise his 
discretion in designating the eligible applicant. Such 
designation will normally be predicated on selection 
of an agency which is best equipped to perform the 
study. 
When the applicant is a functional agency, such as 

the State aviation or transportation agency, the 
application should contain evidence that the appli­
cant is empowered to engage in planning and that 

approval to perform the study has been granted by 
the Statewide agency or by higher authority. Two or 
more bodies may act jointly as cpsponsors if at least 
one meets the applicable eligibility criteria. 

27. SUPPLEMENTAL FUNDING. 
a. Economic Development Administration 

(EDA). In ceitain areas of the country which are 
economically depressed, the EDA of the Department 
of Commerce has authorized the establishment of 
Economic Development Districts (EDD's). These dis­
tricts have representation from the towns and coun­
ties within their borders and have professional 
planning staffs. The districts are concerned with and 
promote economic development of all types. Some 
are assuming the roles of regional planning agencies. 

Under their authorizing legislation, EDD's are 
allowed to supplement other Federal funds. Airport 
planning can be included in the EDD's activities. 

b. Regional Development Commissions. The 
Appalachian Regional Development Act of 1965, 
which established the Appalachian Regional Commis­
sion, set the stage for large multi-state regional 
development commissions. Following the Appa­
lachian Act, Congress passed the Public Works and 
Economic Development Act of 1965 which allowed 
five more commissions to be established: Coastal 
Plains, Four Corners, Upper Great Lakes, New 
England, and Ozarks. These commissions are chaired 
by Federal and State co-chairmen and represent a 
significant joint Federal-State working relationship. 
These commissions, like the EDA, can supplenent 
other Federal grants. Transportation planning was 
recognized as a vital part of the Commissions' 
planning programs, and airport system planning is a 
vital part of the overall transportation planning 
effort. 
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section 
3 

THE PLANNING 
PROCESS-SYSTEM 
ANALYSIS 

CHAPTER 7. 
GOALS 

28. GOALS OF A STATE AIRPORT SYSTEM 
PLAN. Although each State must develop its own 
specific goals, objectives, evaluation criteria, and 
assign levels of priority, the primary goals of a State 
airport system plan, as viewed from a national level 
and stated in general terms are: 
a. To provide for the orderly and timely develop­

ment of a system of airports adequate to meet the 
aeronautical and air transportation needs of the State, 
its metropolitan areas, and the Nation in response to 
development and growth goals and patterns. 

b. To provide for the orderly allocation of land 
for airport purposes. 
c. To provide a basis for coordination of airport 

planning with all other State and regional planning. 
d. To provide a framework for airport develop­

ment programs consistent with short, intermediate, 
and long-range needs. 

e. To ensure compatibility with the content, 
format, standards, and criteria of the National Air­
port System Plan in order that applicable portions 
may be integrated into the national plan. 

f. To involve local. State, and national political 
and individual interests in the comprehensive and 
systems approach to airport planning and develop­
ment. 
g. To make possible long-range coordination of 

airport development, air navigation facilities, airspace 
use, and air traffic control procedures within the 
framework of State and metropolitan area compre­
hensive planning. 

h. To provide a product for use at the local level 
to assist in the development of regional/metropolitan 

system planning, master planning, and design engi­
neering. 

i. To identify the general location of all the 
airports (by type and size) and recommended devel­
opment (with estimated cost) that will be required to 
make air transportation reasonably accessible to the 
users in the State and which will be compatible with 
goals of the affected communities. 

j. To provide priorities for State resource alloca­
tion. 

Considerable attention must be given to reducing 
broad general goals to more explicit goals directly 
related to a State's needs. Then specific objectives for 
accomplishing such goals must be developed. These 
objectives should be stated in such a manner as to 
permit evaluation of progress toward achieving goals. 
The end results of the planning effort must 

recommend the general location and characteristics of 
new airports, the nature of expansion and character­
istics of existing ones, and the timing and estimated 
cost of proposed airport development required to 
meet the overall State goals. The plan must also 
present the pertinent backup information and data 
which were essential to the development of the 
system plan, a description of the various concepts and 
alternatives which were considered in establishing the 
plan, and provide a concise and descriptive report so 
that the impact and logic of its recommendations can 
be clearly understood by the primary system users 
and those authorities and public agencies which are 
charged with the approval, promotion, and funding of 
the improvements proposed in the system plan. 
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CHAPTER 8. 
DATA COLLECTION AND INVENTORY 

29. GENERAL. The airport system planner must 
define the existing airport system and evaluate the 
effectiveness of such a system before investigating the 
various means of meeting future airport requirements. 
One of the first steps in defining the existing airport 
system consists of collecting appropriate types of 
data on the airport and the area which the airport 
serves. However, before attempting to collect airport 
related data, the planner should review the types of 
data that are readily available and then determine 
just what data and information he will need to 
accomplish his objectives. The planner should know 
how all data will be used in the airport study before 
attempting to collect such data. Care should be 
taken to eliminate the collection of data that falls 
into the category of "nice to know, but not essen­
tial to the objectives of the study." It is recom­
mended that a series of data-sheets be developed for 
use in collecting the needed data. These data-sheets 
should assist the planner in standardizing his collec­
tion procedures and be beneficial in handling the 
data once it is collected. The format of these data 
sheets whould be tailored to the specific needs and 
requirements of each State with adequate consider­
ation given to data bank requirements. Appendix II 
contains a representative list of various airport plan­
ning parameters that should be reviewed for the 
purpose of determining what data will be needed 
for achieving the study's objectives. Appendix III 
lists various sources of aviation statistics. 

30. AIRPORT SYSTEM FACILITIES INVEN­
TORY. The FAA's Airport Master Record (FAA 
Form 5010-1) provides an effective means of gather­
ing selected information on existing airport facilities. 
In addition to the basic facility data shown on the 
front side of Form 5010-1, an airport layout sketch is 
normally shown on the back side of the form. The 
airport system planner should utilize the State's file 
of Airport Master Records in preparing the State 
airport system plan. There are numerous tabulations 
and comparisons that can be made from the data on 
the 5010-1. Typical information needed in a State 

airport system study might be a list of all airports 
that are lighted and have paved runways in excess of 
3200 feet. Such a list could be readily prepared by 
use of Form 5010-1. The airport system facilities 
inventory must also include data on aircraft, airspace, 
navigation aids, and environment and would contain 
the following types of data and should be presented 
in such a manner that the total airport system can be 
evaluated. (See Appendix II for additional informa­
tion on Data Collection and Inventory.) 
a. Airports. Data on ownership, location, eleva­

tion, runways, taxiways, acreage, terminals, layout 
plans, and service facilities (data from available 
sources on the amount of general aviation and air 
carrier aviation gas and jet fuel usage, including a 
description of users by category as domestic and 
overseas should be useful). 

b. Aircraft. Data on based aircraft, type of air­
craft, aircraft ownership, operations per unit of time, 
and for selected airports, airline, charter and private 
passengers, occupancy ratio, and freight handled. 
c. Airspace. Data on route identification, airspace 

requirements and restrictions under governmental 
control, aircraft per unit of time on airways routes, 
IFR procedures and approach zones. (In general, the 
more complex and difficult airspace situations will be 
analyzed in detail under a Metropolitan Airport 
System Plan or Master Plan.) 
d. Navigational Aids. Data on enroute and ter­

minal navaids (VOR, DME, VORTAC, ILS, ADF, 
RADAR, communication facilities, lighting, etc.). For 
enroute navaids data, prepare a base map showing 
State airports and overlays of the different navaids 
coverage, major route structures, and aviation desire 
lines. For terminal navaids, document (graphic or 
matrix) various navaids facilities at State airports. 
Existing navaids facility data can be obtained from 
aeronautical charts, airman's information manual, 
enroute charts, airport master record, and instrument 
approach charts. Local FAA personnel can also 
provide technical information on various navaids 
equipment capability and limitations. 

e. Surface Transportation. Data on airport access 
(highway lanes, rail, rapid transit, bus service, water, 
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NEW YORK — 474 ,136 passengers 

CHICAGO — 437,209 

DETROIT — 2 0 1 , 4 3 0 

WASHINGTON — 1 9 8 , 2 5 4 

PH ILADELPHIA—136 ,858 

ST. LOUIS — 1 3 0 , 2 8 0 

MIAMI — 1 2 4 . 1 2 4 

A T L A N T A — 1 1 7 , 5 3 9 

CLEVELAND — 1 1 3 , 1 3 7 

PITTSBURGH — 1 0 4 , 7 7 2 

LOS ANGELES — 1 0 4 , 2 7 2 

BOSTON — 95 ,638 

SAN FRANCISCO — 6 7 , 1 0 3 

TAMPA — 65 ,448 

DALLAS — 55,164 

KANSAS CITY — 49 ,842 

NASHVILLE — 4 7 , 1 7 5 

MEMPHIS — 45 ,018 

INDIANAPOLIS — 37,825 

H O U S T O N — 3 6 , 0 7 2 

TOP 20 DOMESTIC CITY PAIR SUMMARY 
With Origins or Destinations at Kentucky Airports 

( 1969 DATA) 

Source: Spindletop Remrch, Inc., 1971 

taxi, etc.), airport parking (public and employee), and 
approximate travel times between the airport and 
major airport traffic generators. Approximate number 
(and percentage in planning area) of people within 30 
and 60 min. normal driving time to any airport and 
air carrier served airport. (In general, the surface 
transportation aspect of airport planning will be dealt 
with in more detail under a metropolitan airport 
system plan or master plan.) 

f. Environment. Existing airports should be 
studied for the purpose of determining which airports 
have existing or potential environmental related 
problems (aircraft engine noise represents the current 
most significant airport environmental problem). For 
those airports that have or expect environmental 
problems, sufficient data must be collected to allow 
adequate analysis in recommending new airport devel* 
opment. Typical data that would be needed for 
airports having environmental problems might be data 
related to noise impact on wildlife refuges, hous­
ing developments, recreational areas, etc., near the 
airport. • 

31. PLANNING AND ECONOMIC DATA AF­
FECTING THE AIRPORT SYSTEM. The airport 
system planner should obtain and review available 
planning and economic data affecting the airport 
system and evaluate its adequacy in the development 
of the airport system plan. This information would 
include by county or planning region: 
a. Planning. Data on county population; growth 

trends; population characteristics; zoning require­
ments around airports; airport noise abatement proce­
dures; State, county, and regional transportation and 
land use plans; recreation plans; and travel statistics. 

b. Economic. Data on airport development costs, 
operating expenses and revenues, history and sources 
of grant from government, gross national product, 
county employment, income levels and distribution, 
land values, commercial and industrial activity, and 
State or regional economic development plans and 
goals. 

c. General. Data on county motor vehicle regis­
tration, air photos, available topography, climate, 
tourist and recreation activities, wildlife populations 
and habitats, historic areas, and other pertinent 
information. 

32. INVENTORY OF ORIGIN AND DESTINA­
TION (O&D) DATA. The airport system planner 
should inventory all available data on origin and 
destination of passengers and goods and evaluate the 
adequacy of the information with respect to airport-
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to-airport and portal-to-portal movement. The format 
of the O&D data gathered in future studies as an 
updating procedure in the continuing planning 
process should be considered. 
a. Existing Data. Obtain and research available 

information from Air Transport Association, Federal 
Aviation Administration, Federal Highway Adminis­
tration, State Highway Department, and Fixed-Base 
Operator air carrier records, and data on travel 
patterns from comprehensive transportation projects 
recently completed. 

b. Survey Data. If required, develop interview 
questionnaire forms suitable for obtaining sample 
O&D data and other information for general aviation, 
air taxi, and air carriers not readily available from 
existing sources. 

33. DATA AND CRITERIA EVALUATION. The 
objective of this item is to assemble the collected data 
in a tabulated and meaningful form to determine its 
completeness and compatibility when compared with 
the planning criteria. The following task should be 
carried out concurrently with the data collection and 
inventory work. 

a. Assemble all inventory information together in 
a meaningful form and establish procedures for data 
processing. 

b. Organize and classify all available data that can 
be incorporated later in the information data bank, 
data that is useful for informational use, data which 
can be discarded, and data which are incomplete and 
require supplementing. 

c. Identify all data by source and cross reference 
so that all data can be made available for various tasks 
in the form required. 

d. Evaluate all data for adequacy and compati­
bility with criteria needed for development of the 
State airport system plan. 

e. Where data are Incomplete and required during 
the various phases of the analysis of the existing and 
future system, establish the requisite criteria to 
obtain the information through the use of the 
questionnaire survey forms for this purpose, including 
O&D, typical weather, and other data required for 
use in airport capacity, and also other information 
pertinent to analysis and forecasting work elements 
of the State airport system plan development. 
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CHAPTER 9 
ANALYSIS OF EXISTING SYSTEM 

34. GENERAL. An analysis of the existing sys­
tem is essential in determining State airport develop­
ment needs. A review and analysis of existing and 
planned facilities against forecast demand will provide 
the basis for establishment of the Slate airport system 
development plans. Elements of work would include 
the following tasks. 

35. AIRCRAFT CHARACTERISTICS. Utilize 
the aircraft inventory data to summarize the perti­
nent performance characteristics and capability of 
selected general and commercial aircraft that are 
currently using State airports. Include in this sum­
mary runway requirements, fuel usage, noise levels, 
and passenger and cargo loading capabilities. Include 
in this summary characteristics of military aircraft, 
such as operations and type of aircraft, insofar as 
these factors affect the use of airspace near non-
military airports. 

36. AIRSPACE UTILIZATION AND NAVAIDS 
REQUIREMENTS. 
a. Summarize the current utilization of airspace 

on airway routes by general, commercial, and military 
use. Include peak use characteristics, airspace restric­
tions, the time and location of saturation conditions, 
and the air traffic control facilities and abilities. 
Enumerate numbers of aircraft in flight as a function 
of time, altitude, and location, and categorize in 
terms of type of aircraft, mission, and flight plan. 
Delineate the airway system in terms of enroute and 
terminal radio facilities and the procedures necessary 
to use them. The precision of this summary should be 
determined by the airspace complexity of the State 
or regional area. Normally, a high degree of detail 
airspace planning in the State planning process is not 
required. 

b. Utilize published FAA charts, Airman's Guide, 
and Jeppsen Charts to derive the airspace require­
ments. Include IFR approach and departure paths 
which must be protected. Record and analyze air 
traffic patterns as required. 
c. Establish, as a result of reviewing, the above 

documents and information, the airspace require­
ments for the existing airport system, taking into 

consideration both IFR/VFR airspace requirements. 
d. The airport system planner should coordinate 

airspace utilization studies with appropriate FAA 
personnel. 

e. Using the navaids data developed in the data 
collection and inventory process, analyze base map 
and overlays to determine areas and airports that lack 
adequate navaids and communication facilities. Deter­
mine type and general location of navaids required to 
meet existing aviation requirements. 

f. To obtain maximum utilization of existing 
navaids facilities, careful consideration should be 
given to establishing new instrument approaches from 
existing navaids (consult local FAA office for assist­
ance in planning new instrument approaches and 
detail information on navaids equipment capabilities). 
g. Indicate recommended navaids on State map 

and provide brief narrative justification of recom­
mended navaids. 

37. AIRPORT LOCATIONS AND CHARACTER­
ISTICS. Analyze the inventory data collected on the 
physical facilities and characteristics of airports, 
including their location and the relationship to the 
type of aircraft handled and the type of navigational 
aids in use. Compute airport capacity in terms of 
peak hour and annual movements. Evaluate capacity 
of airports in relation to airspace, runways, and 
taxiways for both IFR and VFR conditions. (Many of 
the smaller airports will not require a detailed 
capacity analysis due to the small number of existing 
or forecast operations.) 
a. For airports operating above 60 percent ca­

pacity, expressed as number of operations per unit of 
time, provide a delay analysis of aircraft operations if 
absolutely necessary in making major planning de­
cisions. 

b. Review the type of navigational aids, including 
instrument landing systems in current use. 
c. Estimate the capacity of airport terminals, 

parking facilities, and access facilities at selected 
airports, and summarize the baggage and cargo 
handling facilities and maintenance facility locations 
at the air carrier airports, and identify peaking 
characteristics of these operations. 
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Typical map showing geographical distribution of airports. 
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38. PHYSICAL ENVIRONMENT. Use available 
data to subjectively review the physical environment 
of selected airports and their geographical service 
areas in relation to topography, weather, intrusions of 
surrounding land uses, land use and noise factors, and 
other pertinent environmental characteristics. Poten­
tial environmental problems should be noted. De­
velop a State map showing environmentally sensitive 
areas and their relationship to State airports. (De­
tailed environmental impact statements are not re­
quired for State airport system plans prepared under 
the FAA Planning Grant Program.) 

39. OTHER TRANSPORTATION SYS­
TEMS. Review other modes of transportation such as 
auto, rail, and bus, and subjectively assess the 
significance of these modes as a determinant in choice 
of travel. 

40. CURRENT AIR TRANSPORTATION DE­
MAND. 
a. Identify current general aviation and air carrier 

travel desire patterns, passenger and cargo loadings, 
and investigate whether today's system is adequately 
meeting the demand. Analyze the following cate­
gories and characteristics to aid in determining 
current air transportation demand. 

1) General aviation to include number of pilots, 
O&D of selected passengers and aircraft, num­
bers and categories of aircraft, numbers of 
flights, characteristics of the flights, such as 
business, recreation, and training. 

2) Commercial aviation to include numbers of 
passengers, O&D of passengers and cargo, num­
ber of operations, and tons and classification of 
air freight. 

3) Military aviation to include number and types 
of aircraft, number of flights, characteristics of 
the flights, and mission priorities, insofar as this 
information can be ascertained from the mili­
tary. 

4) Planning and economic data related to aviation 
users, to include population, motor vehicle 
registrations, economics of the region, and 
geographical area served by airports. 

b. Analyze the demand for air transportation by 
expressing numbers of passengers, percent occupancy> 
volume of cargo, aircraft operations, populations, and 
origins and destinations, in terms of general aviation 
and commercial air activity. Include military air 
activity insofar as this demand affects airspace near 
civilian air activity. 

c. Determine the air activity in terms of annual 
demand, daily distribution during the busiest month, 
and peak hourly demands for both general and 
commercial aviation (VFR and IFR). 
d. Determine the relationship of current demand 

for air travel to population and other pertinent 
economic factors for use in projecting future demand 
from these same parameters. 
e. Analyze O&D data collected and inventoried 

from secondary information and the O&D sample 
surveys. Establish travel patterns for the various 
categories of general and commercial aviation for 
both passenger and cargo movements. Identify the 
available ultimate O&D of passengers and cargo, and 
also the airports of O&D now being used. Utilize this 
O&D information for depicting trip distributions on a 
portal-to-portal basis where existing available and 
derived data permits. Where O&D is inadequate, 
establish the travel patterns on an airport-to-airport 
basis so that in the future, as the O&D data are 
expanded, they can be incorporated in the continuing 
planning process. 

41. TRAVEL ANALYSIS. (As required to meet 
the goals and objectives of the individual States.) 
a. If a computer is utilized in analyzing travel 

patterns, adapt existing computer program packages 
and their component sub-routines so as to provide the 
"tools" necessary for handling the statistical data in 
the analysis of the demand, supply, and needs of the 
existing system, and also for later use in evaluating 
demand and supply of the future systems. 

b. Delineate the aviation study zones and sub-
zones within the State study area and the external 
major geographical areas outside the cordon limits of 
the study area. 
c. Identify the different types of aviation trips 

such as interstate, intrastate, and intra-regional trips, 
by category of trip to include general aviation and air 
carrier aircraft. 
d. At selected airports establish travel factors such 

as the usage of the airports by pilots and passengers, 
by category of air travel, and the corresponding usage 
for cargo movements at certain airports. 
e. Utilize the information gathered and evaluated 

in order to simulate the travel patterns and O&D of 
passengers and cargo. Obtain a balanced trip distribu­
tion tabulation of aviation trips between zonal pairs, 
together with an assignment of these trips to the 
aviation network. 

42. DEMAND VERSUS CAPACITY. 
a. Compare current demand for air transportation 
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to the capacity of existing systems of airports and 
identify whether today's airport system is adequately 
meeting the demand. 

b. Identify surpluses and deficiencies in the cur­
rent airport system. 

c. Establish preliminary objectives and criteria for 
effectively meeting current needs in the system. 

d. Relate the current needs with respect to the 
supply, approximate location, and type of physical 
facilities, including aspects of general aviation reliever 
airports, V/STOL requirements, and distribution of 
airline services. 

e. Within the framework of the preliminary objec­
tives, identify and establish the needs for physical 
facilities, airspace utilization and controls, ground 
transportation linkages, and environmental controls. 

f. Enumerate preliminary findings, conclusions, 
and recommendations which will be required in the 
initial review of the current aviation system and 
subsequently in the formulation of the programming 
and scheduling aspects of the implementation 
program. 

43. LAND USE AND NOISE CON SID ERA- * 
HONS. Prepare land use and noise guidelines and 
report material in order to aid in formulating neces­
sary legislation for land use and noise regulation 
pursuant to the implementation of the State airport 
system plan. The following tasks would be accom­
plished in the performance of this work: 
a. Provide summary descriptions of the noise and 

pertinent aircraft performance characteristics with 
provision for updating information as more definitive 
data become available. 

b. Develop a brief guide for use in outlining 
suggested procedures and measures that airports may 
take to help achieve compatible land use. 
c. Orientate the format of the land use control 

and noise data for later incorporation in the informa­
tion data bank. 
d. Prepare report material for recommendations 

pursuant to land use and noise regulations and 
legislation. 

e. Prepare report material for use in public infor­
mation meetings pursuant to land use and noise 
regulation and legislation. 

9 4 2 

9 0 0 -

(/) 800 -

g 7 0 0 - | 

rr 6 0 0 -

o 

5 0 0 -

o : ^ 
u i 

m 3 0 0 -

2 2 0 0 -

1 0 0 -

2 3 9 

7 0 3 

2 9 3 

410 
WWK-" 

TOTAL PUBLICLY PRIVATELY PRIVATE PRIVATE 
AIRPORTS OWNED OWNED OPEN TO NOT OPEN 

AIRPORTS AIRPORTS PUBLIC TO PUBLIC 

TEXAS AIRPORT DISTRIBUTION BY 
OWNERSHIP AND PUBLIC USE 

38 



CHAPTER 10. 
FORECAST DEMAND AND 
SYSTEM REQUIREMENTS 

44. GENERAL. Project future aviation demand 
and system requirements to horizon year activity 
levels (5, 10, and 20 years). Determine future air 
transportation demand for general aviation, air taxi, 
and air carrier type aviation and provide as one of the 
alternate system requirements the ultimate capacity 
of existing physical facilities expanded to their fullest 
capabilities. Future requirements should be estab­
lished within the context and format of the travel 
analysis procedures used for measuring existing sys­
tem demands and needs. The following paragraphs list 
major aspects of travel analysis and contain guidelines 
for the elements of work that should be considered. 
The forecast work tasks shown in this chapter are not 
intended to restrict the system planner to a single 
forecast methodology but should be helpful in 
determining the best forecast methodology and pro­
cedures to use in a particular situation. Additional 
information on aviation forecasting and some 
methods for developing these elements of work are 
presented in the FAA's Advisory Circulars Planning 
the Metropolitan Airport System (150/5070-5), Air­
port Master Plans (150/5070-6), and Aviation De­
mand and Airport Facility Requirement Forecasts for 
Medium Air Transportation Hubs Through 1980 
(January 1969). 

45. FORECAST AIR TRANSPORTATION DE­
MAND. Forecast the future air transportation de­
mand for general aviation, air taxi, and air carrier 
type of aviation for each aviation planning area. See 
Appendix III for sources of aviation statistics and 
Appendix IV for sources of socio-economic data. 
Military aviation demand will be ascertained from the 
military for use in analyzing future airspace require­
ments adjacent to civilian airports. 
a. Determine the growth relationships of future 

general aviation, air carrier, air taxi, and air cargo 
demand based on principal planning and economic 
determinants, using as a basis similar correlations 
established for current demand. These determinants 
would include population, income, employment, 
gross national product, and other appropriate factors, 
where adequate future information is available. 

b. Develop a set of growth factors of demand for 

the various aviation planning areas to be applied to 
the existing origin and destination (O&D) aviation 
planning area trip ends as input to the analysis 
process. 
c. Explore the demand relationships and suitably 

weigh the growth factors to take into account travel 
times, competing transportation modes, and other 
factors such as operating characteristics of aircraft, 
improved schedules, and accessibility to airports, 
where these can be adequately measured. 
d. Utilizing this analysis procedure, estimate the 

growth in air travel demand for passengers and air 
cargo, and associate this air activity demand with the 
horizon target years. 

e. Calculate the demand for air travel in the 
various planning areas by major categories of aviation 
and express the demand in terms of number of 
passengers, percent occupancy, volume of cargo, 
aircraft operations and other parameters such as 
number of general aviation pilots. 

f. Determine the demand for air activity in terms 
of annual demand, daily distribution for the busiest 
month, and peak hour demand, by different cate­
gories of aviation. 
g. Using the existing travel patterns and O&D 

information as a basis, analyze future planning and 
economic criteria to assess changes in future travel 
patterns. Use this analysis to modify, as necessary, 
the future trip distributions. 

h. Identify all information required to determine 
the distribution and assignment of future passenger 
and cargo air travel demands, including O&D, travel 
times, travel networks, number of passengers, number 
of general aviation pilots, and corresponding param­
eters for cargo movements for periods to which the 
forecasts apply. 

i. Obtain the overall aviation planning area and 
subarea trip distributions of future demand, and 
assign these volumes of trips to the future aviation 
network. 

j. Use the derived demand for future air travel to 
aid in forecasting requirements for physical facilities, 
including aircraft, airports, airspace, and navaids, and 
also in the later evaluation of future aviation alter­
nates. 
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k. Using as a basis the relationships previously 
established between existing air travel and volume of 
traffic on the access roads, determine overall similar 
requirements for future access needs. Use the results 
of this analysis to calculate capacity limitations for 
access needs at airports. 
1. Estimate the future demand for military avi­

ation in terms of parameters required to analyze the 
effects on airspace near civilian airports. 

46. FORECAST AIRCRAFT AND CHARAC­
TERISTICS. 

a. Enumerate the types, population, mix, per­
formance characteristics, and capabilities of signifi­
cant future aircraft which are likely to be in use in 
the horizon target years. 

b. Using the demand results of the travel analysis 
process, evaluate the usage of general aviation aircraft 
for air charter, business, and pleasure use, and the 
usage of air carrier aircraft recognizing future aircraft 
such as jumbo jets, SST's, stretched jets, airbus, and 
V/STOL. Consider also, new generation military 
aircraft insofar as these can be ascertained from the 
military for their effect on the future airspace 
utilization near non-military airports. 
c. Forecast the use of air taxi and general aviation 

aircraft by type of operation, business, recreational, 
and training flights. Investigate such factors as histori­
cal trends and Statewide and other developments 
which may substantially increase certain types of 
operations, such as increased use of corporate 
business aircraft. 
d. Forecast by type of operation and by aviation 

planning area the number of general aviation opera­
tions, considering such factors as availability of 
airports in the aviation planning area, economic and 
population trends, and the history and growth of 
general aviation operations nationally, Statewide, and 
regionally. 
e. Forecast air carrier operations in terms of 

magnitude recognizing total number of airline seats 
required to serve derived passenger projections, future 
size and mix of aircraft, acceptable occupancy ratios, 
and other factors. Define volume of operations on an 
annual, busiest day, and peak hour basis. 

f. Forecast air carrier cargo movements, tonnage, 
and characteristics, recognizing existing and future 
determined relationships between volume of air cargo 
and economic indicators, and recognising growth of 
air cargo aircraft type and size and average capacity 
of cargo aircraft. Define volume of movements on an 
annual, busiest day, and peak hour basis. 

47. FORECAST AIRSPACE UTILIZATION. 
a. Forecast the future airway route system based 

on the existing system and on possible route expan­
sions and reductions for domestic and international 
air carriers. This will provide the future airways 
network for distribution and assignment of trip 
volumes in the travel analysis process. 

b. Using the results of the travel analysis output, 
forecast and analyze future general aviation, air taxi, 
and air carrier airspace utilization, including airway 
routes, peak use characteristics, airspace restrictions, 
and identify the air traffic control procedures neces­
sary to effectively use the airspace. 

c. Identify and analyze specific problem areas in 
the airspace system. Include in the analysis instru­
ment approach needs, indications of where future 
IFR demands will be great enough to require im­
proved ATC capability for capacity reasons, future 
flight capability, aircraft traffic volumes by category, 
and capacity/delay calculations. 

d. Estimate airspace requirements and controls for 
the future general and commercial airport system, 
recognizing airspace usage related to 1FR/VFR pro­
cedures. 

e. Examine the future requirements of airspace by 
military aircraft as to the effect on general and 
commercial airspace requirements and usage. 

f. See Appendix II, Part 2, for additional informa­
tion on airspace utilization. 

48. FORECAST AIRPORT LOCATIONS AND 
CHARACTERISTICS. 

a. Forecast the possible alternate general locations 
and size of the physical airport facilities and their 
characteristics necessary to serve the anticipated 
demand for the future horizon target years. 

b. Investigate and forecast known plans for expan­
sion of existing airports and their physical facilities. 
This information will be used in the evaluation of 
future aviation alternates to determine the future 
capacity of the expanded airport system. 

49. FORECAST NAVIGATION AIDS REQUIRE­
MENTS. Determine general location and type of 
navaids required to meet the forecasted air transpor­
tation demand. This determination of navaids require­
ments should be an integral part of the overall process 
of determining airport facilities requirements. Particu­
lar attention should be given to locating new general 
aviation airports so that maximum use of existing 
navaids can be realized. An analysis of navaids 
requirements would normally include the following 
tasks: 
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a. Using the base map and overlays developed in 
the data collection and inventory process, indicate 
the proposed new airports, and determine additional 
navaids required to serve these airports. 
b. Using the forecast of aircraft operations, deter­

mine navaids required to meet forecasted demand at 
existing airports. 

c. Using the air transportation forecast, develop 
an air transportation desire diagram for use in 
analyzing future enroute requirements. 

d. Recommend future navaids requirements 
(graphic and/or matrix form) and give brief narrative 
justification of each recommendation. (The long 
range navaids recommendations should give adequate 
consideration to technological changes in navaids 
equipment and capabilities.) 

50. LINKAGES TO OTHER TRANSPORTA­
TION SYSTEMS. Investigate, where appropriate, the 

potential presence of other future transportation 
systems and interface facilities to provide access to 
airport facilities and the alternatives that are available 
to properly link the major airports with other 
transportation systems. 

5 1 . E N V I R O N M E N T A L REQUIRE­
MENTS. Summarize general considerations of noise, 
topography, possible encroachment by other land 
uses, and weather conditions that will have qualifying 
effects upon the location of new airports. 

52. OTHER TECHNOLOGY. Review other tech­
nologies for their possible impact on the aviation 
system, including ground transportation systems, 
communications systems, navigational aids, and new 
generations of general aviation, air taxi, and air carrier 
aircraft. 
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CHAPTER 11. 
IDENTIFY FUTURE 

AVIATION SYSTEMS 

53. GENERAL. This task addresses itself to the 
various alternates or configurations which con­
ceivably will meet the projected demands within 
defined objectives and criteria. Up to this point, the 
planning effort has been mainly concerned with 
collecting and generating data. With the possible 
exception of the O&D survey requirements, the 
program does not lend itself to incorporating the 
general public as a participant. This area, however, 
does afford the opportunity of involving the public, 
legislators, industry, and others that should be uti­
lized to the fullest for this purpose. 

54. FUTURE SYSTEMS. Enumerate preliminary 
objectives and criteria for future aviation systems and 
identify the best alternates to be evaluated for the 
adequacy in meeting future needs. The following 
identifications should be made: 

a. Identify the future demands for air travel as a 
function of air activity levels approximating the 
horizon target years. 

b. Identify the future forecasted supply of physi­
cal plant, including aircraft, airspace, navaids, and 
landing systems. 

c. Identify linkages to other transportation sys­
tems and environmental factors with respect to the 
influence of these factors on the demand for air 
travel. 
d. Identify the distribution and configuration of 

the best alternative Statewide airport systems, in­
cluding the existing expanded system. Recognize 
presently proposed Federal, State, regional, and local 
plans for developing existing and new airports, both 
general aviation and air carrier served airports, 
throughout the Statewide system. 

Include in the identification, as part of one of the 
alternative systems, a configuration of airports to 
serve V/STOL aircraft and a configuration of reliever 
airports to serve general aviation, including training 
flight operations. Consider also the possibility of 
airports to serve SST operations insofar as plans to 
use SST aircraft are realistic and can be ascertained 
for evaluation. 
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CHAPTER 12. 
E V A L U A T E FUTURE 

AVIATION A L T E R N A T I V E S 

55. GENERAL. The objective of this work is to 
evaluate the forecasted future demand, comparing 
these demands against the best alternative system of 
physical facilities, and thereby determining the rela­
tive feasibility of providing for future aviation needs. 
Elements of work include: 

56. EXISTING SYSTEM EXPANDED. 
a. Estimate the future capacity level of the exist­

ing airport system by calculating the ultimate capac­
ity of the existing supply of physical facilities 
expanded to their full capabilities. Include the im­
provement of present runways and tumoffs, adding 
new runways and turnoffs and the provision of other 
facilities such as IFR approach aids. Estimate the cost 
(by major category/airport) for expanded system. 

b. Analyze and compare the previously deter­
mined air travel demands against the existing ex* 
panded configuration of supply to determine overall 
surpluses and deficiencies in the system for the 
various horizon target years. 

c. Determine the need for additional new airports 
and/or related parts of the physical aviation system 
facilities, as measured by deficiencies in the system, 
including excess demand and excessive origin to 
airport travel times. 

d. Determine the need and effect on the system of 
closing airports as indicated by a deficiency in 
demand or functions. 
e. Evaluate airspace and navaids needs required by 

system effectuation. This will include instrument 
approach needs, indications of where IFR demands 
will be great enough to require improved ATC 
capability for capacity reasons, and indications where 
additional airway aids or capacity is needed. Base the 
results on airspace analysis in light of future aircraft 
and traffic volumes, future flight capability, meteor­
ological conditions, and conventional capacity/de­
lay/analysis. 

57. OTHER ALTERNATIVE SYSTEMS. 
a. Establish the best alternative configurations of 

airports and aviation systems to serve the excess 
forecasted demand, recognizing environmental re­
quirements and other factors such as competing 

modes of transportation, ground transportation link­
ages, and the possible rescheduling of air travel during 
off-peak periods. Prepare cost estimate of proposed 
airport development (by major category). 

b. Evaluate the forecasted demands against these 
alternative configurations of airport systems to deter­
mine surpluses and deficiencies. 

58. COST EFFECTIVENESS. Subject the exist­
ing expanded system and each of the selected 
alternate systems to a cost effectiveness evaluation so 
as to establish the relative feasibility and practicality 
of the various systems and their components. The 
depth of this evaluation should be sufficient to 
achieve the plan's objectives. 

a. Develop from the information base and subse­
quent analysis statistical data for use as input to the 
cost effectiveness evaluation. Input data to this 
evaluation would include number of pilots and 
passengers using selected airports by frequency of use 
and category of air travel, corresponding parameters 
for cargo movements at selected airports, and approx­
imate time period to which the above forecasts apply, 
together with airport characteristics, capital costs, 
and operating revenues and expenses. 

b. Evaluate the relative cost of delay to aircraft 
operations compared to the effectiveness of providing 
additional airport capacity. 

c. Evaluate the incremental capital cost, operating 
revenue, expenses, and effectiveness of providing 
additional airports. Consider in this analysis the effect 
on the demand at existing airports when new airports 
are provided to serve the horizon year activity levels. 

d. Determine approximate locations for additional 
airports to handle the excess demand by analyzing 
the excess volume of air traffic related to travel time 
to and from given airports. 
e. Evaluate the feasibility of providing additional 

airports or the closing of existing airports by measur­
ing the incremental gain or loss in effectiveness when 
compared with the incremental increase or decrease 
in cost. 

f. Evaluate total demand flow in and out of 
selected airports to determine if the total facility is 
over-utilized or under-utilized. 
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g. Analyze various horizon year types of demands, 
such as short haul and long haul, to determine the 
utilization of specific types of the system and record 
significant differences. 
j. Determine the magnitude of additional airport 

requirements as indicated by the excess volume of 
traffic for general and commercial aviation. 

59. SENSITIVITY ANALYSIS. On the basis of a 
subjective evaluation, assess the sensitivity of the 
location of new airports and the closing of existing 
airports compared to estimates of forecasted demand 
and future aircraft characteristics, travel time, airport 
capacity, and other factors such as airport capital 
costs, economic effects on property values adjacent 
to the airports, environmental impact, and reschedul­
ing of aircraft arrivals and departures to off-peak 
periods. 

60. COST REVENUE ANALYSIS. Identify, as a 
result of the cost effectiveness evaluations, the best 
alternate future system of airports related to fore­
casted demands for both general and commercial 
aviation, expressing this system in relation to air 
activity demand levels for the approximate horizon 
target years. Subject the best selected alternative 
supply of airports to a cost revenue analysis. 

a. Investigate the financial feasibility of proposed 
new airports by estimating revenues and costs and 
determine whether the rate of return is adequate over 
some future planning horizon. 

b. As a result of the cost revenue investigations, 
evaluate the economics of providing the alternate 
system of physical facilities and select for formula­
tion that aviation system and its service facilities 
which meet the objectives and needs of the State. 
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CHAPTER 13. 
AIRPORT SYSTEM PLAN 

61. GENERAL. The major work elements of this 
section formalize the selected airport system, define 
its components, and describe methods of accomplish­
ing the plan. This includes an optimum configuration 
of airports, the supporting airspace system and 
navaids, overall funding requirements for airport 
development, and the administrative and legislative 
requirements necessary to attain the best use of funds 
in relation to the most effective utilization of existing 
and proposed new airports. 

62. AVIATION PROGRAM. Accomplish the 
formalization of the selected airport system including 
the definition of its components and describe 
methods of accomplishing the plan. Include the 
following major elements of work: 

a. Physical Facilities. 

1) Review all previous work in data collection, 
analysis, forecasting, and evaluation of alternate 
aviation systems. Incorporate the conclusions 
resulting from these elements in the formulation 
of the State airport system plan, outlining 
recommendations for a configuration or system 
of airports in the State. 

2) Recommend an optimum configuration or sys­
tem of airports and other physical facilities that 
will satisfy the demand for air transportation as a 
Statewide system and within the context of the 
National Airport System Plan. 

3) Describe the number of airports, their general 
location, capital needs (by major category of 
development) using typical airport development 
costs (based on current dollar value), implemen­
tation, financing, legislation, and formulate re­
commendations thereto. 

4) Describe the effectiveness and impact of the 
system plan. 

5) Describe the flexibility in the plan and enumer­
ate where adjustments might be made pursuant 
to changing socio-economic conditions over the 
time span of the future horizon target years. 

6) Describe the plan, as developed in terms of 
aviation activity related to horizon year time 
periods, as distinct from absolute time periods. 

7) Formulate and construct the plan in such a 
manner so that future technological changes can 
be incorporated in the plan as they occur at a 
future time period. 

8) Describe the implications of alternate configura­
tions and components of the system such as 
V/STOL and reliever airports. 

9) Describe the effects of the introduction of new 
and improved vehicles and systems designed to 
satisfy specific service needs in terms of gener­
ating new demands for air travel. 

10) Describe the aviation system that is appropriate 
and adequate enough to absorb the additional 
induced demands which experience has shown 
will be forthcoming as elements of the system are 
constructed. 

11) Describe the number and approximate location 
of airports, their capacities, and other character­
istics pursuant to the system of physical 
facilities. 

b. Airspace and Navaids. Describe the airspace 
requirements and navaids needed to support the State 
airport system. This description should include 
graphic representation of new airways, navaids, and 
airport traffic areas and control zones. The plans 
should also explain what consideration and assump­
tions were made with respect to improved air traffic 
control procedures and services and improved naviga­
tional aids such as area navigation based on the 
VORTAC system. 
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c. Financing. 

1) Establish overall funding requirements for airport 
development including the possible acquisition of 
privately owned airports by public agencies. 

2) Describe the amount and sources of funds cur­
rently invested in capita) development at airports 
in the State. 

3) Delineate identifiable amounts and sources of 
capital funds for airport development in terms of 
those monies contributed by the Federal and State 
governments and also by use of public bond 
monies. 

4) Describe airport developments of a private nature 
which have occurred at publicly owned airports 
where ground leases have been obtained by fixed-
based operators and other tenants. 

5) Describe the investment sources of funds for 
airport development drawn from various sources, 
including Federal and State grants, general obliga­
tion and revenue bonds, recreational and park 
funds, general fund revenues, and airport deprecia­
tion reserve accounts. 

6) Describe potential new sources of funding for all 
aviation facilities. 

d. Responsibility. 

1) Describe the proposed diversity in ownership and 
administration of airports in the State. 

2) Describe the administrative and legislative require­
ments necessary to attain the best use of limited 
funds in relation to the most effective utilization 
of existing and proposed new airports. 

3) Describe the need for airport integration and 
coordination of airport functions and enumerate a 
suitable approach towards organizing airports into 
an adequate Statewide system. 

4) Identify the need for public ownership as a means 
of protecting airports in the Statewide system. 

5) Identify the responsibility for the accomplishment 
of each planned recommendation, recognizing the 
approximate location of airports, their construc­
tion, operation and maintenance requirements, 
and the needs of protection, acquisition, financing, 
and administration. 

6) Describe the goals and objectives of the program, 
the role of the State in aviation planning, and the 
state's responsibilities in context with the National 
Airport System Plan and the regional and county 
airport plans. 

63. PLAN FORMAT. Following coordination 

with other interested agencies and the opportunity 
for general public comment, the comprehensive State 
airport system plan should be printed and distributed 
and contain the plans for the location, cost, and 
timing of all phases of airport system development. 

a. Sample Guide. The sample guide in Appendix V 
is a skeleton form outlining only the basic format of 
each section of the plan. This outline should be 
expanded to meet the individual needs of each State. 
A State airport system plan will normally be com­
posed of two volumes. 

1 ) Volume 1 . State Airport System Plan (Summary 
Report) would be a summary document of the 
State plan that would be for public use and 
normally would be furnished to State legislatures, 
local political and coordinating bodies, interested 
individuals, and the FAA. The Summary Report 
should be concise, avoid highly technical discus­
sions, and be well illustrated. Illustrations should 
include a plan portrayal showing the locations and 
general configurations of each existing and new 
airport in the system for the three time periods 
and showing the projected land uses and ground 
transportation systems. 

2) Volume II. State Airport System Plan (Technical 
Supplement) would be a document which includes 
technical analyses and detailed information regard­
ing the locations in the plan. It would contain 
historical data, demand forecast, socio-economic 
data, cost estimates of recommended development 
(based on current dollar value), and other backup 
information pertinent to the development of the 
plan. This volume would be used at State level for 
continuing interagency coordination, for refine­
ment and updating prior to accomplishment of 
future plans, for discussion with individual airport 
owners on implementation actions, for FAA use as 
required, and any other purpose of the State. 

b. Updating the Plan. It is recommended that the 
plan be updated as necessary and re-issued at least 
every 5 years. Revisions may be made as required to 
account for important technological and socio-eco­
nomic changes. If possible, future revisions should 
utilize national census years for intermediate and 
long-range planning horizons. 

64. PROGRAM IMPLEMENTATION. This task 
should identify critical elements of implementation 
in terms of financial needs, fund participation, and 
implementation responsibilities. 
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Analyze and evaluate the Statewide system in 
terms of financial needs to meet the projected 
demands. Optimum course of funding action should 
be determined by analyzing each of the program parts 
on the basis of alternate development schedules 
compared to selected time increments, funding capac­
ity, and financing requirements. 

Analyze the benefits to users and non-users to 
determine justification of the fund participation 
required of State, Federal, and regional agencies. 

Establish a fiscal implementation program, predi­
cated upon defined responsibilities, designed to meet 
future aviation needs. The program should include 
recommendations for policy and legislative actions, 
administrative measures, scheduling and responsibility 
requirements for program continuity, and the man­
agement control functions for overall implementation 
of the continuing planning function. 

a. Financial Analysis Program. 

1) Establish a financial analysis program (manual or 
computerized) format for use as an accounting 
tool to permit financial analysis of the system 
plan. 

2) Establish the format of the program in a form 
which will be useful to the State as an overall 
guideline so that as the program proceeds during 
future years, further evaluations can be made using 
new fund sources or other inputs in the program; 
and so that it can be used in conjunction with 
present procedures for allocation of State funds as 
an aid in the rating of financing priorities. 

3) Develop procedures for analyzing each selected 
group of airports in terms of expenditures for the 
following categories: Land acquisition, airport 
facilities, navigational aids, and other physical 
plant. Incorporate also as input data, sources and 
projected amounts of revenue and financing capac­
ity, amount of anticipated Federal participation 
for eligible items, and the amount, if any, of State 
participation. 

4) Evaluate each selected group of airports or 
Statewide system of airports in terms of financial 
needs to meet the projected demand for the 
horizon target years. Summarize in the form of a 
tabulation a financial analysis in terms of each 
flow and funding requirement and the financing 
deficiencies.Prepare for certain groups of airports 
tabulations to show funding distribution based on 
total revenue from local, Federal, and industry 
sources, and total expenditure for each selected 
group of airports by counties or regions. 

5) Determine an optimum course of funding action 
by analyzing each of the program parts on the 
basis of alternative development schedules com­
pared to selected time increments, funding capac­
ity, and financing requirements, and establish the 
total financial requirement for the Statewide 
system in relation to the best development and 
implementation schedule. 

6) Analyze the amount of State financial participa­
tion involving funds, recognizing the financial 
needs, the fiscal restraints such as the amounts and 
sources of State and other revenues, and the 
amount of Federal monies available for certain 
specific requirements. Identify the State participa­
tion in terms of the State airport system plan and 
identify the other areas of financial participation 
needed for fund implementation of the whole 
program. 

7) Investigate priorities of funding requirements for 
State monies based upon overall Statewide needs 
and determine whether additional new sources of 
income to certain airports may be desirable to 
reduce the demands on the State funds and 
enumerate the most appropriate sources of these 
funds. 

b. Fund Participation. 

1) Analyze the benefits to air carriers through the 
provision of better and more frequent feeder 
service from outlying general aviation airports and 
the need for participation by air carriers in the 
Statewide program of improvements to airports. 

2) Analyze the close relationship between air travel 
and ground travel between airports to determine 
justification for additional participation by other 
State and Federal agencies involved in improving 
access to airports. 

3) Determine the fund participation required of 
State, Federal, and regional agencies as a means of 
providing for necessary improvements for access to 
airports. 

4) Based upon the financial analysis cost effectiveness 
attributable to airports, investigate potential reve­
nue sources which appear reasonable, and develop 
recommendations as a means of initiating their 
enactment. 

c. Implemention Responsibilities. 

1) Establish a fiscal program predicated upon defined 
responsibilities, designed to meet future aviation 
needs. Enumerate principal elements such as reve-
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nue, cost, expenditure needs, and program timing 
based on future aviation activity levels. Recom­
mend appropriate and practical funding patterns 
including a program of revenues and their alloca­
tion and identify procedures and responsibilities 
for implementation. 

2) Identify revenue needs, timing, and sources for 
planned recommendations that are determined to 
be a State responsibility. Establish a capital cost 

budget for meeting state responsibilities, recogniz­
ing programmed timing of accomplishments. 

3) Enumerate recommendations for implementation 
of the physical and policy elements of the State 
airports system plan. Include recommendations for 
policy and legislative actions, administrative meas­
ures, scheduling and responsibility requirements 
for program continuity, and the management 
control functions for overall implementation of 
the continuing planning function. 
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CHAPTER 14. 
INFORMATION DATA BANK 

(Manual or Computerized) 

65. GENERAL. Assemble the data in a form so as 
to permit reasonably rapid handling and retrieval of 
necessary data and in a form that will permit 
updating on a selected element basis. If a computer is 
to be used, develop the information data bank 
utilizing appropriate computer language and process 
so as to assure compatibility both now and in the 
future. The data bank should be designed to accom­
modate the independent data requirements of the 
different planning areas. The format and method of 
receipt of the data should be coordinated with other 
State agencies and regional agencies as needed. If 
possible, the data supplied by the regional agencies 
should be in a format suitable for direct inclusion in 
the State's data bank. 
It is recognized that many States do not currently 

need nor desire a computerized information data 
bank; therefore, those States that desire to develop a 
manual information system should do so. The need 
for an automated airport information system should 
be determined on an individual basis. 
a. As a first step, assemble all the collected and 

inventoried data in the various categories, identify the 
State computer facilities to be used later in the 
continuous planning process, and formulate method­
ology for receipt, updating, and retrieval of data 
information. 

b. Establish data bank categories of the data on an 
area index basis to include: 
1) Physical facilities file - to provide information 
relating to existing airports and their physical 
facilities. 

2) Demographic file - to provide planning and 
economic information to include statistical data 
on population, employment, and income. 

3) Financial file — to provide financial information 
with respect to airport costs and revenues. 

4) Travel file ~ to provide information relating to 

travel patterns. 
c. Establish the relative size of the data bank so as 

to determine the proper selection of the mode of 
storage. 

d. Develop the design of the data bank and 
organize the data files in such a way so as to permit 
recall of the data on various geographic levels with 
the aviation areas as the primary base. Include in the 
design of the data bank the file formats, input 
procedures, editing and error procedures, updating 
procedures, sort criteria, and general manipulation 
procedures and data output formats as appropriate. 

e. Obtain, classify, and code the physical socio­
economic and Iocational data of the study area. 
Prepare the specific data related to the whole aviation 
program, including airport facilities, aircraft charac­
teristics, planning and economic data, and O&D data 
for inputing into the data bank. 

f. Design the information retrieval and output 
module of the data bank so as to provide computer 
printouts of the stored data. 

g. Provide a complete listing of the stored data 
bank information in the form of tabulation printouts 
from the physical facilities file, the demographic file, 
the financial file, and the travel file. 

h. Describe the process required to incorporate 
data obtained from other sampling surveys which 
might be conducted in the future by State agencies 
which would be desirable input into the data bank. 
Such surveys could include: 
1) Aircraft movement at airports without towers 
from which itinerant flight patterns may be 
derived from the number of based aircraft. 

2) Noise sampling at airports with respect to certain 
aircraft types for which no extensive data and 
analysis are presently available. 

3) Relationship of noise and land use control. 
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CHAPTER 15. 
THE CONTINUING PLANNING PROCESS 

66. GENERAL. A continuing airport system plan­
ning process is necessary in order to respond to the 
air transportation needs of the State in a changing 
environment. Changes in State policies, inability to 
implement some elements in the original plan, ad­
vances in aviation technology, and revisions to com­
prehensive and surface transportation plans must be 
accounted for in the airports system planning process. 
Current, valid data concerning land use, travel, and 
transportation facilities must be maintained as well as 
a continuing validation of demand forecasts, airport 
operation and utilization, environmental impact, and 
financial capabilities. A continuing reappraisal of the 
organizational structure and its effectiveness in carry­
ing out the continuing planning function may also be 
appropriate. 
The essential ingredients of the continuing airport 

system planning process are surveillance, reappraisal, 
service, and a periodic report. 

67. SURVEILLANCE. The maintenance of avia­
tion demand, land use and environmental impact 
data, airport system, and surface transportation sys­
tem characteristics on a current basis is necessary; (1) 
to properly compare and evaluate the existing condi­
tions in relation to the forecasts made in developing 
the recommended plans and programs; and (2) to 
determine if the assumptions made previously are 
holding over time. Current estimates of changes in 
other State characteristics such as population, em­
ployment, or other socio-economic factors are re­
quired. A most important ingredient of the surveil­
lance program is the maintenance of information 
concerning the progress of airport development 
projects and how the complete projects are affecting 
demand characteristics and other airport-related ele­
ments. 
Direct indications of traffic growth can be deter­

mined from the airport operators, the FAA, and CAB 
through their annual statistical publications. 
Changes in land development policy should be 

identified in the detail necessary to evaluate their 
effect upon the future plans. These changes could be 
identified by recording new zoning ordinances, ap­
proved changes in existing ordinances, major zoning 

variances, new utility installations, transportation 
improvement projects, flood control, land reclama­
tion projects, etc. 
Other actions taken by local, State, and Federal 

governments, and major private developers, should be 
identified so that their effect can also be evaluated. 
These actions could include the approval of urban 
renewal projects, public housing, major subdivisions 
or industrial parks, water and sewer programs, open 
space, transit grants, and the action of local jurisdic­
tions on the adoption of the plan. The surveillance 
program should be conducted annually or semi-annu­
ally as each individual situation may dictate. 

68. RE-APPRAISAL. Re-appraisal is the system­
atic sequence of activities directed at maintaining the 
planning process as a valid and effective program. 
The surveillance program should provide informa­

tion on major changes of specific elements and signal 
the need for re-appraisal of the current plan in light 
of the changes. In any event, a re-appraisal of the plan 
would be indicated at least every 5 years. At that 
time, the forecast period should be pushed forward 
by 5 years. 
The re-appraisal, or plan re-evaluation, should 

consider all the elements of the original planning 
process, including a reconsideration of State policy 
objectives, the planning organization itself, and a 
restudy of the financial resources and the develop­
ment priorities. Also of importance will be an 
examination and updating of the technical procedures 
being used in light of the continually evolving 
transportation and comprehensive planning technol­
ogy. 
Should a major revision of the plan be indicated 

from the results of the re-appraisal, a new plan, 
following essentially the same steps as were used in 
developing the original plan, should be developed and 
adopted. 

69. SERVICE. One of the main objectives of the 
continuing airport system planning process is the 
development of the capability to provide needed 
planning data and assistance to those responsible for 
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plan implementation. The output derived from the 
planning forecasts and analyses has limited value until 
applied to the decision-making process. The service 
function should not be limited to the study partici­
pants; it should also include the other public and 
private sectors involved in State development and 
implementation programs. 
Such services might include: supplying current and 

forecast socio-economic, land use, and traffic data; 
preparation and updating of maps; publicizing study 
recommendations; detailed analysis of various ele­
ments of the recommended plan; assistance in the 
development of State and Federal needs estimates; 
assistance to operating agencies responsible for imple­
menting various proposals; and evaluation of alterna­
tive development plans that may be proposed from 
time to time. The true effectiveness of the planning 
process will ultimately be measured by the extent of 
its contribution to proper project selection and 
design. 

70. PERIODIC REPORT. The continuing airport 

system planning process should not be limited to 
technicians and to technical and policy committee 
members. The entire process should be given expo­
sure to demonstrate that the process is truly taking 
place and also to justify to the local citizens the 
continual expenditure of public funds. 
The report, prepared to coincide with completion 

of a surveillance program, should include a quantita­
tive summary of all surveillance items and, more 
importantly, should summarize the degree to which 
the process has been successful. This can be accom­
plished through several analyses. First, what has been 
the progress in implementing the recommended air­
port system plan? Is land development occurring in a 
pattern that is consistent with the land use plan? The 
answers to these questions will lead to a re-examina­
tion of the total comprehensive planning and also of 
the steps taken to implement these plans. 

In order to help coordinate private development 
with the construction of airport improvements, it is 
suggested that consideration be given to using the 
periodic report as a means of publishing results of the 
revised plan. 
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FINANCIAL AND R E L A T E D 

POWERS OF SELECTED STATES 

This section presents summaries of certain specific 
types of financial powers provided for in-State 
aeronautics and airport legislation. The primary 
emphasis throughout is upon directly legislated 
powers, as differentiated from potential powers 
granted through permissive legislation, but necessitat­
ing the substantiation of referendum approval. 
Emphasis here is also upon those legislated powers 
directly delegated to municipalities for airport devel­
opment at that level. 
With these dual purposes noted, the following 

discussion classifies selected State legislation into 
several categories. The specific categories presented in 
this section are: 

1 . State bonds for aeronautics development. 
2. Municipal bonds for aeronautics development. 
3. Municipal short-term notes for aeronautics de­
velopment. 

4. Municipal property taxation for aeronautics 
development. 

5. State aviation fuel taxes channeled to municipal 
airports. 

6. State taxes on commercial aircraft. 
7. State enplaned passenger fees. 
8. Eminent domain powers for aeronautics devel­
opment. 

State Bonds for Aeronautics Development 

1. Alaska - With airport development and admin­
istration being highly centralized at the State level, 
Alaska has legislated significant financial power for 
airport funding. State airport revenue bonds may be 
issued for financing airport acquisition, construction, 
and improvement. Terminal buildings are included as 
an eligible expenditure. These revenue bonds are 
limited to bearing 8 percent annual interest. The 
1970 total issue amounted to nearly $20 million. 
2. Kentucky - The State may issue airport 

revenue bonds when approved by the Governor. Such 
bonds are limited to a maximum maturity of 25 years 
and an annual interest rate not to exceed 6 percent. 

3. Minnesota — The State may issue airport 
bonds, termed "Minnesota Metropolitan Airports 
Certificates of Indebtedness," when so requested by 
the Governor. The limit on such bond issues out­
standing is set at SI million. These proceeds are to be 
used as financial assistance to municipal airports 
which are a part of the approved State airport plan. 
4. Ohio - The State may issue aeronautics bonds, 

the proceeds of which are distributed to county 
airport authorities in grants of a fixed and equal 
amount, subject to referendum approval. 
5. Virginia — State airport revenue bonds may be 

issued by the State-level agency, the Virginia Airports 
Authority. The bonds are limited to a maximum 
40-year maturity and annual interest of 6 percent. 

Municipal Bonds for Aeronautics Development 

Many States have provided for municipal airport 
financing through bond issues. Most, however, have 
restricted such financial power through the necessity 
of referendum approval. Those States listed below 
have legislation directly authorizing municipal airport 
bond issues, without the necessity of such local 
referendum. 

1. Illinois - County airport authorities in counties 
under 500,000 population are authorized to issue 
general obligation bonds up to a limit of 1 percent of 
the total assessed value of all taxable property within 
the county. Revenue bonds are also authorized for 
such county authorities up to 2 percent of the total 
assessed property value. Municipal airport authorities 
may issue airport revenue bonds up to 5 percent of 
the total assessed value within the municipality. 

2. Indiana - Municipalities may issue general 
obligation bonds of up to 5 percent of their total 
assessed property value for airport development. 

3. Minnesota - Significant bonding powers are 
legislated to metropolitan airport commissions, the 
latter being composed of two contiguous first-class 
cities. This special purpose legislation allows such an 
airport authority to issue general obligation bonds 
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with the full faith and credit of the cities pledged of 
up to $125 million outstanding. Such bonds are to 
carry 3- to 30-year maturities and a maximum annual 
interest rate of S percent. 
4. Nebraska - Both city airport authorities and 

county airport authorities are authorized to issue 
general obligation bonds. The frequency, price, and 
total amount of such bond issues are to be deter­
mined at the discretion of the authority board, 
presumably without referendum. 
5. Nevada - Municipal airport authorities may 

issue revenue bonds without referendum approval. 
6. New Mexico — Municipal airports are author­

ized to issue revenue bonds without referendum 
approval. Such airport revenue bonds are limited to 
bearing 6 percent interest per annum. 
7. North Dakota — Municipal airport authorities 

are permitted to issue revenue bonds bearing up to 7 
percent annual interest and restricted in total only by 
the statutory debt limitations of the municipality. 
8. Ohio — Regional airport authorities, composed 

of one or more counties may issue revenue bonds 
without referendum. Such bonds are to be limited to 
6 percent annual interest. 

Municipal Short-term Notes for Aeronautics Develop­
ment 

1. Massachusetts - All municipal authorities are 
permitted to issue 2-year notes in anticipation of a 
State or Federal assistance grant. 

2. Michigan - Community airport authorities, 
composed of two or more municipalities, may issue 
notes of 1-year maturity at up to 6 percent interest, 
for meeting current operating and maintenance ex­
penses. 
3. Nebraska - Both city and county airport 

authorities are permitted to issue "bond anticipation 
notes" of up to 30 months' duration and 7 percent 
interest per annum. The total amount of such notes is 
not to exceed the total of the authority's outstanding 
bonds. 

Municipal Property Taxation for Aeronautics Devel­
opment 

While many States have legislation permitting 
municipal tax levies for airport development, the 
emphasis in this section is upon those states whose 
legislation directly authorizes such tax levies without 
referendum approval. 

1. California - Airport district boards are 
authorized to levy an annual property tax of up to 2 
mills. County and city airport authorities may levy up 
to 3 mills. 

2. Florida - Special purpose legislation author­
izes the Hillsborough County Aviation Authority to 
levy up to 1.5 mills annually. The comprehensive 
Jacksonville Port Authority may levy tax funds to a 
total of $800,000 annually, exclusive of those neces­
sary for bond principal and interest. 

3. Illinois - Airport authorities of counties 
having less than 500,000 population may annually 
levy up to 2 mills for general purposes and up to 1.5 
mill for the payment of bond principal and interest. 
All municipal airport authorities may levy up to 0.75 
mill, exclusive of funds for bond repayment. 

4. Indiana — Municipal airport authorities may 
levy up to 0.1 mill annually. 

5. Iowa — Joint airport authorities may annually 
levy 1 mill. 

6. Michigan — Community airport authorities, 
composed of 2 or more municipalities, may levy up 
to 0.3 mill annually. 

7. Minnesota - A metropolitan airport commis­
sion of 2 contiguous first-class cities may annually 
levy up to 1 mill for general purposes and any 
necessary amount for payment of bond principal and 
interest. 

8. Montana — Municipal airport commissions are 
authorized to levy up to 2 mills annually. 

9. Nebraska — City and county airport authori­
ties are both authorized to levy up to 1 mill annually. 
Joint authorities may pool their levying powers. 

10. North Dakota - Municipal airport authorities 
may annually levy up to 4 mills for general purposes. 
Additional levies are authorized for any deficit 
occurring in airport bond principal and interest 
payment. 

11. South Dakota - A city airport authority may 
annually levy up to 2 mills. 

State Aviation Fuel Taxes Channeled to Municipal 
Airports 

A large majority of the States impose a tax on 
aviation fuel. The administration and disposition of 
such funds, however, vary widely, in some States the 
entire amount collected is refundable, while in others 
there is no direct benefit to aeronautics development. 
The several States noted below have been selected for 
emphasis because the proceeds or their aviation fuel 
taxes are directly channeled to municipal airport 
development, rather than being totally accumulated 
at the State level. 
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L Alaska - The proceeds of the State's tax on 
aviation fuels are allocated on the basis of 40 percent 
going to the State aviation fund and 60 percent 
remaining at the airport where the tax is collected. 

2. Arkansas - The State imposes a tax on all 
aviation fuel at 3 percent of sales. The proceeds 
are distributed to the municipalities for airport 
construction. 
3. Nevada - The proceeds of the State aviation 

fuel tax are allocated to the county's airport funds on 
a proportionate basis of fuel sales and consumption. 
4. New Hampshire - The proceeds of the State's 

4 cents per gallon aviation fuel tax are distributed to 
those municipalities having aeronautics funds on the 
basis of proportionate sales volume. 
5. Pennsylvania - Aviation fuel tax proceeds may 

be used by the State for extending financial assistance 
directly to municipal airport authorities. 
6. Utah - 75 percent of the total proceeds of the 

State's 4 cents per gallon aviation fuel tax is allocated 
to municipalities on the basis of the origin of the tax 
collections and the comparative consumption of 
aviation fuel. 

7. Wyoming - The unrefunded portions of the 
State's 4 cents per gallon aviation fuel tax are 
returned to the municipal airports at which the taxes 
are collected. 

State Taxes on Commercial Aircraft 

1. Montana - The State levies an annual tax on 
"airline flight property" which is based on the 
proportion of total time, tonnage, and revenue 
ton-miles accounted for within the State, as well as on 
the number of arrivals and departures. The proceeds 
of this tax are allocated to the municipalities based 
on the relative proportions of operations occurring 
within the State's municipalities. 

2. New York - The State levies an annual tax on 
commercial air carriers based on the percentage of 
total operations carried on within the State. 

3. South Dakota - There is an annual tax on 
airline flight property levied by the State. The 
proceeds of the tax are allocated to municipal 
airports having commerical service on the basis of 25 

percent equally distributed and 75 percent allocated 
on the basis of proportionate usage. 
4, Wisconsin - The State levies an annual tax on 

all air carrier (flight) property. 

State Enplaned Passenger Fees 

1. New Hampshire - All commercial air carriers 
using any airport financed wholly or partially through 
State funds are required to collect and pay to the 
State aeronautics fund the sum of $1 per passenger. 

2. Ohio - The State collects 4 percent of the 
gross sales of commercial air carriers made within the 
State. 

3. Oklahoma - The State levies a 3 percent sales 
tax on all airline tickets sold within the State. 
4. Virginia - State legislation authorizes the 

collection of an "enplaning service fee" of $1 per 
passenger. 

Eminent Domain Powers for Aeronautics Develop­
ment 

Nearly every State authorizes its municipalities to 
exercise powers of condemnation in order to acquire 
property for public airport development. The 
emphasis in this section is upon those States which 
provide for municipal condemnation beyond the legal 
boundaries of the municipality and upon one appa­
rently unique instance in which eminent domain 
powers are extended to commercial air carriers. 

1. Florida - Commercial air carriers are granted 
the power to condemn private property for the 
construction of airports and terminal facilities as long 
as the carrier takes full ownership of all rights to the 
property and not just a "particular right or estate." 

2. Kansas - A city may exercise its condemnation 
powers beyond its municipal boundaries for airport 
development. 

3. Georgia - Any municipality may condemn 
property outside its territorial boundaries for the 
establishment or enlargement of its airports. 

4. Michigan - Under certain conditions, a muni­
cipality may exercise its eminent domain powers 
outside its own county's boundary. 
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Part 1. General Data and Inventory 
Part 2. Airspace 



APPENDIX II 

Part 1. General Data and Inventory 

Once the goals and objectives of the State airport 
system planning effort are fairly well established, the 
planner should determine the information needed to 
achieve the desired objectives. After the planner has 
established what information is required, he must 
determine what data will best provide the needed 
information. Typical airport data elements and varia­
bles which might be used in developing an airport 
system plan are shown in Table A-l. It is suggested 
that the planner review Table A-l for the purpose of 
determining the specific data needed for his particular 
study and then develop a series of data sheets that 
can be used in collecting the desired data. 
It should be noted that the same information 

might be obtained from different data. The planner 
should thoroughly investigate the different sources of 
aviation data and the cost associated with collecting 
such data before firmly committing himself to the 
collection of selected data. Maximum utilization of 

the data and information obtained from FAA Form 
5010-1 (sample form shown in Figure II-l) should be 
made. The planner should also carefully review other 
recent plans for determining what existing data could 
be used in the airport planning effort. Figures 11-2 
through II-l 2 show typical methods of illustrating 
selected airport planning data. Figures II-l 3, 11-14, 
11-15, and 11-16 show typical graphic data that may 
be used in airport system planning. 
The airport system planner should indicate the 

level of accuracy required in the data collection 
process. It is likely that the level of accuracy will vary 
with the type of data collected. An example of this 
might be a State needing to know within ± 5 percent 
the number of aircraft operations at large- and 
medium-hub airports, ± 10 percent for the small 
hubs, and t 20 percent for the other selected airports 
(the percentage figures should not be taken as 
typical). 
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"ACTIVE" G E N E R A L AVIATION A I R C R A F T IN WISCONSIN 
(According to F A A records) 

December 31, 1964 

SOURCE: WISCONSIN STATE AIRPORT SYSTEM PLAN - 1968 

Figure 11-2. Typical Method of Illustrating Selected Airport Planning Data 

69 



AVERAGE MILES TRAVELED TO AIRPORT BY REGISTRANTS IN 
EACH WISCONSIN COUNTY - 1964 



AVERAGE HOURS F L O W N PER H O M E BASED AIRCRAFT 
BY WISCONSIN COUNTY - 1964 

SOURCE: WISCONSIN STATE AIRPORT SYSTEM PLAN - 1968 

Figure 11-4. Typical Method of Illustrating Selected Airport Planning Data 
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W I S C O N S I N I N T R A S T A T E R O U N D T R I P S 
B E T W E E N S T A T E ' S P L A N N I N G A R E A S - 1%4 

( G e n e r a l A v i a t i o n ) 

( 0 , 0 0 0 T R I P S 

3 , 0 0 0 T R I P S 

i . S O O T R I P S 

HUMBtn OF BOUND TfllPS 

SOURCE: WISCONSIN STATE AIRPORT SYSTEM PLAN - 1968 

Figure 11-5. Typical Method of Illustrating Selected Airport Planning Data 
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WISCONSIN INTRASTATE ROUND TRIPS BETWEEN COUNTIES- 1964 
BY MULTI-ENGINE (CLASSII-V) GENERAL AVIATION AIRCRAFT 

NOTE: INTERCOUNTY FLIGHTS THAT TOTALE 0 LESS THAN iO ROUNO 
TRIPS PER YEAR WEflE HOT INCLUDED 

SOURCE: WISCONSIN STATE AIRPORT SYSTEM PLAN - 1968 

Figure 11-6. Typical Method of Illustrating Selected Airport Planning Data 
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DISTRIBUTION OF PUBLIC-USE A I R P O R T S IN T E X A S — J A N U A R Y 1970. 

SOURCE: AIR TRANSPORTATION FOR TEXAS 

Figure 11-7. Typical Method of Illustrating Selected Airport Planning Data 
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Texas cities served by CAB carriers since 1948. 

SOURCE: AIR TRANSPORTATION FOR TEXAS 

Figure II-S. Typical Method of Illustrating Selected Airport Planning Data 
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METROPOLITAN 
INTERNATIONAL 

1967 1975 1980 1985 1990 2000 

ANNUAL AIRFIELD DEMAND VS CAPACITY 
SOURCE: LANDRUM AND BROWN 

Figure 11-10. Typical Method of Illustrating Selected Airport Planning Data 



METROPOLITAN 
INTERNATIONAL 

VFR PEAK HOUR DEMAND VS CAPACITY 
SOURCE: LAND RUM AND BROWN 

Figure II-l 1. Typical Method of Illustrating Selected Airport Planning Data 
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METROPOLITAN 
INTERNATIONAL 

1 9 6 7 1 9 7 5 1 9 8 0 1 9 8 5 1 9 9 0 2 0 0 0 

IFR PEAK HOUR DEMAND VS CAPACITY 
SOURCE: LANDRUM AND BROWN 

Figure II-l 2. Typical Method of Illustrating Selected Airport Planning Data 
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S T A T E H I G H W A Y P L A N 

WHOLESALE AND RETAIL TRADE CENTERS 

Dukrth-Sui 

Twin 
Cities 

fed I * * 

1 0 9 0 F U N C T I O N A L S Y S T E M S 

P R I N C I P A L A R T E R I A L 
P R I M A R Y A R T E R I A L 
S T A N D A R D A R T E R I A L 
M I N O R A R T E R I A L 

Metroooll* M B 

g| Primary Wholesale Center 

A Secondary Wholesale Center 

# Complete Shopping Center Milwaukee 

Oubuquel 

SFrnrort I Rocktord Chicago 

SOURCE: WISCONSIN DEPARTMENT OF TRANSPORTATION 

Figure 11-13. Typical Graphic Data That May Be Used in Airport System Planning 
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S T A T E H I G H W A Y P L A N 
MAJOR RECREATIONAL FACILITIES 

SOURCE. WISCONSIN DEPARTMENT OF TRANSPORTATION 

Figure 11-14. Typical Graphic Data That May Be Used in Airport System Planning 
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S T A T E H I G H W A Y P L A N 
MAJOR PORTS AND AIRPORTS 

SOURCE: WISCONSIN DEPARTMENT OF TRANSPORTATION 

Figure 11-15. Typical Graphic Data That May Be Used in Airport System Planning 
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S T A T E H I G H W A Y P L A N 
URBAN POPULATION PROJECTION 

FOR PLACES 5,000 AND OVER : 1990 

Cental. 0. J - ^ 1 , 1 * 1 o- : fcfl-

SOURCE: WISCONSIN DEPARTMENT OF TRANSPORTATION 

Figure II-l 6. Typical Graphic Data That May Be Used in Airport System Planning 
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TABLE A-1. TYPICAL AIRPORT DATA ELEMENTS 
AND V A R I A B L E S 

The following list of typical data elements and 
variables should be reviewed for the purpose of 
determining the specific type of data needed to meet 
the planning objectives of the individual States. 

IDENTIFICATION DATA 

Airport name. 
FAA site number. 
State identification number. 
Name of city associated with airport. 
County in which airport is located. 
Name of nearest city/town. 
Planning area (region, zone, etc.) in which airport 
is located. 
Classification of airport. 

AIRFIELD DATA 

Number of runways. 
Orientation of runways. 
Length of runways. 
Width of runways. 
Condition of runways. 
Obstructions. 
Wind coverage. 
Largest aircraft runway can accept. 
Airfield capacity (VFR & IFR). 
Taxiway configuration. 
Apron areas. 
Communications. 
Weather. 
Navigation aids. 
Approach & departure procedures. 
Landing minimum. 
Tower. 

PHYSICAL FACILITIES DATA 

Terminal (lobby, baggage, ticket, service, etc.). 
Hangars. 
Fixed-based operations. 
Fuel (historic data on fuel sales). 

Aircraft services (maintenance, radio, engine, air­
frame). 
Terminal parking facilities. 
Fixed-base operations parking facilities. 
Access roads. 
Utilities (water, gas, electricity, sewage, etc.). 
Crash equipment. 
Snow removal. 
Terminal capacity. 
Access road capacity. 

AIRCRAFT & OPERATIONS DATA 

Number of based aircraft (by type, ownership, 
etc.). 
Number of aircraft operations (air carrier, general 
aviation, VFR, IFR, etc.). 
Size of aircraft. 
Distribution of operations (busy hour, busy week, 
busy month, etc.). 
Load factor. 
Number of enplanements, deplanements. 
Average length of flight (air carrier & general 
aviation). 
Schedule of all air carrier & air taxi flights. 
Air cargo (tons, volume, etc.). 
Training flights. 
Availability of training area. 
STOL operations. 
Aircraft O-D. 

AIRPORT USER DATA 

Centroid of airport user. 
Passenger O-D, 
Aircraft owner O-D. 
Primary airport users. 
Passenger profile. 
Airport employee O-D. 
Number of airport employees. 
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ECONOMIC DATA 

Area served by airport. 
Mean area income. 
Income distribution of area. 
Number of autos registered. 
Number of schools. 
Age distribution of area residents. 
Gross area product. 
Import/export of products. 
Modal split. 
Taxes (sales, property, personal, State, local, etc.). 
Income for airport (rental, landing fees, sales, 
etc.). 
Expense of operating airport. 
Means of financing airport development and opera­
tions. 
Ability to issue bonds. 
Value of existing airport facilities and land. 
Previous federal aid. 
Eligible for federal aid. 
Previous State aid. 

ENVIRONMENTAL RELATED DATA 

General land use (airport property and adjacent 
airport). 
Noise impact. 
Air. 
Water. 
Recreation. 
Significant historical sites. 
Wildlife. 
Hospitals, schools, public meeting places, etc. 
Laws, ordinances that affect airport development. 

DATA FROM OTHER PLANNING EFFORTS 

Which airports have master plans (date of master 
plan). 
Which areas have an airport system plan. 
Which areas have a comprehensive development 
plan. 
State, region, and local transportation plans, 
State highway plans. 
Railroad plans. 
Mass transportation plans. 
State comprehensive plan. 
National plans. 

GRAPHIC DATA 

Airport layout drawing with vicinity map. 
Air photo of existing airport or proposed site. 
Land use map of airport area. 
County road map showing airport location. 

GENERAL STATISTICAL DATA 

Number and percent of communities with at least 
1,000 population within 30 min. driving time of an 
airport in the State system. Number and percentage 
of population residing in the entire State; and within 
30 and 60 min. of any airport; within 30 and 60 min. 
of any airport with scheduled service, including third 
level air carrier airports within 30 and 60 min. of any 
air carrier served airport. 
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APPENDIX II 

PART 2. AIRSPACE 

Although the majority of the detailed analysis of 
airspace requirements will be performed during 
metropolitan/regional airport system studies and air­
port master planning, the State airport system plan 
must consider airspace requirements in sufficient 
detail to allow reasonable projection of airport 
alternatives. The primary concern of the airport 
system planner, with respect to airspace, is how the 
use of airspace affects the capacity of the airport or 
airport system. 
For planning purposes, airspace requirements 

might be divided into the following three categories: 
(1) airport control zones and terminal control areas; 
(2) transition control areas; and (3) en route control 
areas. 

If the use of airspace is a Hrniting factor for airport 
capacity, it is generally because of incompatible IFR 
and/or VFR operations with adjacent airports. 
In preparing the State airport system plan, the 

planner should make an initial review of all airports 
with respect to airspace requirements. Such a review 
should consist of studying sectional aeronautical 
charts, approach and departure procedures, and other 
published data. Those airports that are relatively 
isolated and do not have a capacity problem can 
generally be eliminated from further airspace study. 
A graphic representation of airport control zones and 
transition control areas will be beneficial in analyzing 
airspace requirements of new airports. It is not 
anticipated that the airspace study of most airports 
will require a great deal of time during the system 
study. Once the system planner has collected the 
necessary data required for studying the airspace of 
the State airports, it is suggested that arrangements be 
made with local FAA personnel for reviewing and 
discussing airspace requirements and identifying se­
lected areas that might require additional airspace 
studies. 

It should be beneficial to the planning process if 

airspace and navigational aids be considered together 
since navaids play such a significant part in airspace 
utilization. It is also recommended that the individu­
als) responsible for the airspace and navaids study 
have as broad a background as possible in aviation 
(IFR flight experience should also be beneficial). 
Those areas that are experiencing airspace capacity 

problems (in any of the three categories) will require 
a more detailed analysis of possible alternatives. Close 
coordination of possible alternatives with the FAA 
will be required since any change in an operating 
system would have a direct influence on air traffic 
control. In the majority of cases, satisfactory solu­
tions to airspace problems can be worked out by 
conventional techniques of analysis, although there 
might be a need for some sort of air traffic simulation 
or computer analysis of airspace utilization at the 
large hub airports. It must be recognized that the 
detailed study of airspace utilization at the large 
airports is expensive and time consuming due to the 
vast amounts of data that must be collected if 
computer simulation techniques are used in such 
studies. 
Since the airport system study is concerned with 

the general location of new airports, detailed airspace 
studies for new airports are unnecessary. The system 
planner should only be reasonably confident that the 
general locations of a new airport will provide the 
required airspace. In the event that complicated 
airspace studies are required, it is suggested that a 
consultant familiar and experienced in the type of 
anticipated study be used. (There are several consul­
tants that have specialized experience in airspace 
studies and have developed various computer pro­
grams that might be modified to use in selected 
locations that would be beneficial to state planners.) 

FAA Order 7480.1 A, Guidelines for Airport 
Spacing and Traffic Pattern Airspace Areas, dated 
August 3, 1971, provides general guidelines to agency 
personnel for analyzing airspace requirements. 
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APPENDIX III 

SOURCES OF AVIATION STATISTICS 



Appendix III Sources of Aviation Statistics 

Subject Tabular Detail us*^**-*^--**^ 
i Area and Size 

Frequency 
Other 

ior» 

A. FORECASTS 
1. Government Aviation industry and air traffic-

activity at FAA towers: < 

Air carrier traffic, air carrier 
fleet, general aviation flying 
and aircraft fleet, domestic 
aviation fuel consumption, 
civil aircraft and engine pro­
duction, and operations. 

Aviation demand and airport 
facility requirements at large 
air traffic hubs: 

Aviation demand for each 
hub,1970, 1975, 1980. 
Includes methodology. 

Aviation facility require­
ments for each hub for 
1980. Includes method­
ology. 

Same as above but for 
medium air traffic hubs. 

National, 
Aviation 
industry 

FAA : 
towers-
air traffic; 
activity ̂  

Active general 
aviation air­
craft by FAA 
region 

9 year forecasts 

Annual 

22 Hubs 

35 Hubs 

August, 
1967 
only 

January 
1969 
only 



Subject 

2. Industry 

3. Consultants 

Tabular Detail 

Forecast of domestic pas­
senger traffic for scheduled air 
carrier service. 

mating-
r 
. Area and Size 
} Limitations : 

i teasjBs-3£;::-^.-i v . - : -

f Domestic v 
I trunk line 
: carriers 

Three (3) forecasts based upon? 
three different assumptions foe 
fares. > 

Forecasts for planning airport 
facilities: 

National aggregate and indi- ! 
vidual airport forecasts for 
passengers, cargo, and aircraft 
movements-1970,1975, 
1985. 

if 

General aviation history and 
forecasts for the general avia- ; 

tion fleet; distribution of * 
fleet in 75 top SMSA's; hours \ 
flown; aircraft movements; ''• 
airmen; and, economic impact/ 

Depends upon the method of 
economic analysis used by any 
particular consultant and the 
metropolitan area situation. 

Area 

Other 
Limitations 

Revenue 
passenger 
miles only. 

Frequency Source and Notes 

National, 
22 Hubs. 

National 

Variable 

Total only 
aircraft in 
SMSA distrib­
ution. Fore­
cast years 1970, 
1975,and 
1980. 

Irregular Forecast of Domestic Passenger Traffic 
for the Eleven Trunkline Carriers, 
Scheduled Service, 1968-1977, Bureau 
of Economics, Civil Aeronautics 
Board (CAB). 

Project by A TA Airline Airport Demand Forecasts, 
phases Air Transport Association (ATA).1 

1 This is a continuing joint Airport 
Demand Forecast Study by ATA, 
member airlines, and gov't./private 
contributors. 

April 1969, Fact Book on the Magnitude and 
only Economic Impact of General Avia­

tion, Aerospace Industries Associa­
tion (AIA).1 

' This report was condensed from a 
study of the general aviation industry 
which was prepared by an aviation 
consultant firm for the Utility Airplane 
Council of AIA. (Now the General 
Aviation Manufacturers Association) 

irregular Aviation-oriented consultant firms.1 

1 Desired aviation statistics for any 
particular metro, area are obtained 
either by an information search for 
what has been previously done by 
consultants or by a contracted research 
effort. 



Appendix III Sources of Aviation Statistics—Continued 

Subject Tabular Detail 

i Area 

B. AIRPORT t 
1, Airport ; Airport facilities listing by state 

facilities ' and county—(by airport and 
: associated city): 
f 
i Based aircraft, operations, run-
f way length, acres, fuel used, 
' etc. 

Area and Size 
Limitations 

11 FAA 
Regions, 
50 States, 
All coun­
ties, and 
Urban 
Places 

Other 
Limitations 

Frequency Source and Notes 

Annual Airport Facilities Listing by State and 
County, (Machine tabulation, Report 
No. AS-5010-5), Airports Service, 
Airports Planning Division, FAA. 

U.S. civil and joint-use airport : National, 
facilities on record with FAA, 50 States 
Dec. 31: ; 

Annual FAA Statistical Handbook of A viation, 
Office of Management Systems, 
I nfor mat inn and Sta tistics Division, 
FAA. 

Total facilities; Abandon­
ments; Lighting and paving 
data; Runway length; Popula­
tion size-group served. 

FAA Form 5010-1-Airport ] All airports 
master Record. i of record 

Annual 
Inspec­
tion 

Filed at FAA Headquarters, Regional 
and Area Offices 

2. Airports ; Appraisal of U.S. civil airport \ National, 50 ; Not all airports 
needs for commercial and States, All of record, 

j private flying: Cities, and Only ones 
? : Urban meeting 
; Airports by city and state. Places, NASP admis-

Recommended construction .'• Puerto sion criteria 
for 5-10 years. Improvements- , Rico and f 
runway, taxiways and other Virgin 

, airport safety requirements. ; Islands [; 
Airport development cost. i 

Bien- National Airport System Plan, Airport 
nially Service, Airports Planning Division, FAA. 



jt̂ ndix 111 Sources of Aviation Statiatics-Coritinued 

Subject Tabular Detail „, Frequency \ Source and Notes 
Area and Size Other 

Suite: ; afc :£ i .« a ': 

2- Airports 
cont'd. 

Federal-aid Airport Program and National, SO Annual 
Airport Development Aid Pro­
gram as of December 31 
Funds: 
Total, Federal, sponsor. 
Number of airports, 
projects. 

Listing of aircraft landing 
places: 

States, 
Puerto 
Rico and 
Virgin 
Islands 

50 States, 
Puerto 
Rico, 
Guam 
and 
Virgin 
Islands 

Annual 

FAA Statistical Handbook of A viation. 
Office of Management Services, Informa­
tion and Statistics Division, FAA; 

AOPA Airport Directory, Aircraft Owners 
and Pilot Association (AOPA). 

Analysis of results of the 1969 ' 1,408 air- Only public-
General Aviation public airport [ port base owned air-
financial survey, revenues, total ports 
expenses, development costs. . results only. \ 

A listing of public use airports, All quali-
which qualify for an FAA deter- '. fied public 
minatjon of the effect a struc- use air-
ture near an airport would have r ports, per 
on the safe and efficient use of FAR, 
airspace; as provided in FAR Part 77 i 
Part 77, Objects Affecting \ 
Navigable Airspace. \ ; 

September 
1979 
only 

Semi­
annual 

Monthly 

Monthly 

Report on FAA's 1969 General Aviation 
Public Airport Financial Survey, 
Airports Service, Airports Planning 
Division, FAA. 

(1) A irman's Information Manual, 
Part 2, Airport Director, Air Traffic 
Service, Flight Services Division, FAA. 

(2) Alaska Airman's Guide and Chart 
Supplement, Coast and Geodetic 
Survey, Dept. of Commerce. 

(3) Pacific Chart Supplement, Air Traffic 
Service, Flight Services Division, FAA. 



Appendix III Sources of Aviation Statistics-Continued 

Subject , Tabular Detail 
Area 

^ ^ ^ r - v i - i . ^ - j . - u ^ r ^ ^ ^ : ^ r f F r e q u e n c y 
• Area and Size Other 

Limitations Limitations 

Annual 

Source and Notes 

C. AIRCRAFT 
INVENTORY 
1. Active civil States ranked by active aircraft National, 

aircraft ownership per 1,000 sq. miles, ; Regional, 
per 10,000 population 50 States 

All Coun­
ties 

Civil aircraft: Eligible, ineligible : National, 
: Regional, 

50 States 
All Coun­
ties 

By year of manufacture: 

Active Aircraft annually registered 
\ with FAA, each of past 10 years: -

Annual 

Census of U.S. Civil Aircraft, as of Dec. 31, 
Office of Management Systems, Informa­
tion and Statistics Division, FAA. 

Ibid. 

Total; rank of State 

Active U.S. aircraft: National Annual Ibid. 
Regional, 
50 States, 
AllCoun-

' ties 

Total; aircarrier, December 31; 
general aviation—multi-engine, 
4-place single engine;rotocraft;[. 
all other. 



Appendix HI Sources of Aviation Statistics-Continued 

Subject Tabular Detail 

1. Active civil 
aircraft — Cont'd. 

Aircraft registered with FAA, 
December 31: 

Eligible: Total; air carrier; 
general aviation, by type 

Total; eligible: Current year 
and two prior years 

Eligible: Total; by year of 
manufacture: 

Area 

Area and Size 
l̂imitations 

Other 
timitatiqns 

National, 
50 States 
Puerto 
Rico and 
Virgin 
Islands 

Frequency 

Annual 

Source and Notes 

: s.a-"-^-n.;ni'. 

FAA Statistical Handbook of Aviation, 
Office of Management Systems, 
Information and Statistics Division, FAA. 

Per 1,000 sq. mi.: per 10,000 
"population 

Area of State (sq. mi.); average 
per 1,000 square miles. 

Summary of active aircraft by National, 
state and county 50 states 

General Aviation total based All air-
aircraft by base airport, by ports of 
actual use and primary use. record 

Registered general aviation National, 
aircraft by state: : 50 states 

' Total: class, inactive, active 

Annual U.S. Active Civil Aircraft by type and by 
region, state and county (machine tabula­
tion, Report No. 8050-13), Office of 
Management Systems, Information and 
Statistics Division, FAA. 

Annual Distribution of Registered aircraft within 
use categories by base airport (actual 
use/primary use), (machine tabulation, 
Reports No. MS 8050-18), Office of 
Management Systems, Information and 
Statistics Division, FAA. 

Annual Distribution of registered general aviation 
aircraft by year of manufacture, by air­
craft class within state, (machine tabula­
tion, Report No. MS 8050-31), Office 
of Management Systems, Information 
and Statistics Division, FAA. 



2. General 
Aviation 
based 
aii craft 

3. Air Taxi 

Registered general aviation 
aircraft (county data converted 
to a community data base): 

Total, single-engine, multi-
engine. 

Scheduled air carrier flight data 
by type of equipment 

FAA Form 5010-1 

Activities of scheduled air taxi 
Operators: No. of operators and 
aircraft 

D. ACTIVITY ' 
1. Certificatedi Aircraft departures: Total 

Airline I performed 
Operation̂  
(Includes f; 

passengers* 
& cargo) f 

Scheduled; nonscheduied; 

All SMSA's 
all Hubs, 
cities, and 
urban 
places 

Scheduled 
air 
carriers 

All airports 
of record 

Registered 
operators 

All sched­
uled ait 
carrier 
airports; 
Hubs 

All non-SMSA 
cities with 50 
or more based 
aircraft 

Only certifi­
cated route 
carriers 

November 
1968 
only 

Semi­
annual 

Annual 
Inspec­
tion 

Annual 

1 

Semi­
annual 

Registered General Aviation Aircraft by 
Community Size, Air Traffic Service, 
Executive Staff, FAA. 

Scheduled Air Carrier Flight Data by 
Type of Equipment (machine tabulation, 
Report No. EC 1800-1), Office of Avia­
tion Economics, Aviation Forecast 
Division, FAA. 

Filed at FAA Headquarters, Regional, and 
Area Offices 

Commuter Air Carrier Operators as of 
September 19—, Office of Management 
Systems, Information and Statistics, 
Division, FAA.1 

1 Scarcity of information for this category: 
Best private source is the National Air 
Taxi Conference or an individual airport 
survey. 

Airport Activity Statistics of 
Certificated Route Air Carriers, 
CAB and FAA. 



Subject 

FAA oper- [ 
ated tower; 
operations 

Appendix III Sources of Aviation Statistics—Continued 

Area 
Tabular Detail 

* On-line revenue traffic \ 

Passengers: enplanements: [' 

: Originations, scheduled service I 

'; i 
• Freight, express, and mail j 
I originations (tons) scheduled j 

| Area and Size; Other 
; Frequency Source and Notes 

Aircraft operations: 1 National, 5 Only airports ; Semi­
Regional with FAA- annual 

Total; itinerant; local; t States, operated 
instrument f Puerto T tower 

Rico, 
; Virgin f: I 

Islands, I 

f Cities ! 

I and Urban 'f 
Places 

\ = 

FAA flight service stations • National, Only airports * Semi­
and combined station-towers: , Regional ^ with FAA- annual 

States, t operated 
Total flight services; air­ - Puerto ] -
craft contacted; flight plans Rico, •: 

originated; pilot briefs; air­ Virgin 
port advisories; flight condi­ Islands, 
tion messages Cities and 

Urban 
Places • 

Daily tower operations: Tower , Monthly 
air carrier, general aviation, airports 
military i f 

FAA Air Traffic Activity, Office of 
Management Systems, Information 
and Statistics Division, FAA. 

FAA Air Traffic Activity, Office of 
Management Systems, Information and 
Statistics Division, FAA 

FAA Form 7230-1, Airport Traffic 
Record, Filed at airport towers, FAA.1 

1 Monthly totals sent to Air Traffic 
Service, Executive Staff, FAA, 
Washington, D.C. 



Appendix III Sources of Aviation Statistics—Continued 

Subject Tabular Detail 

Air taxi 
operations 
(includes 
passengers) 

General 
Aviation 
Operations 
at Non-
tower air­
ports (in­
cludes 
passen­
gers)1 

Peak day and peak hour at 
traffic control towers: 

air commerce airports, general 
aviation airports (includes 
methodology). 

Information on departures, 
passengers, fuel consumed, 
employment and similar data 
compiled to produce a profile 
of the air taxi industry. 

General aviation aircraft flight 
hours by airports 

General aviation occupant load 
factors, by kind of flying, by 
flight plans filed or not filed 

Area 

Area and Size Other 
Limitations limitations 
Tower 
airports 

Frequency Source and Notes 

National 

All airports 
of record 

Based 
upon 
accident 
records 
for 
general 
aviation 
flying, 
1964-
1968. 

Semi- Terminal Area Air Traffic Relationships, 
annual Office of Management Systems, 

Information and Statistics Division, 
? FAA. 

May 1968 1966 Census of Air Taxi Operators, 
only Office of Management Systems, 

Information and Statistics Division, 
FAA.1 

, 1 Scarcity of information for this 
: category. Best private source is the 
National Air Taxi Conference or an 
individual airport survey. 

Annual Distribution of registered general aviation 
aircraft hours within use categories by 
base airports (actual use/primary use), 
(machine tabulation. Reports No. MS 

• 8050-2 ), Office of Management Systems, 
Information and Statistics Division, FAA. 

Periodic 1970 study of general aviation flying 
occupant load factors, Office of 
Management Systems, Information and 
Statistics Division, FAA, 

1 Scarcity of information for this category, 
Best sources are FAA Form 5010-1, or by 
an individual airport survey. 



Appendix III Sources of Aviation Statistics—Continued 

Subject Tabular Detail 

5. Military i Military air traffic activity 
operations ^ 
at military \ 
bases * 

~ Area 
ii&&Ma&&(stt?tMi»iuii>Mi guiiliViii'i • .. 
i Area and Size } Other 
? limitations * Limitations 

; National, 
t military t 
? bases •' 

Frequency 

Annual 

Source and Notes 

Military Air Traffic Activity 
Report, Office of Management 
Systems, Information and 
Statistics Division, FAA. 

6. Demand D̂omestic and U.S. flag interna-

7. Scheduling 

E. REPORTS, 
PUBLICA-
TIONS AND 
SPECIAL 
TABULA­
TIONS 
1. Specific, 

individual 
locations 

tional origin and destination 
ŝurveys.1 

Scheduled 
air 
carriers 

Quarterly, 
Annual 
Semi­
annual 

; Arrivals and departures from and f National, 
• to all locations with scheduled ? Int'l. 

Bimonthly 

'̂airline service Cities, 
and 

i Urban 
' Places 

Origin and Destination Surveys, 
CAB/ATA 

1 Basis for reporting and the content 
for these O&D surveys change from 
time to time. For current information, 
contact Chief, Office of Carrier 
Accounts and Statistics, CAB, for 
purchase, contact Vice President, 
Finance and Accounting, ATA. 

Official Airlines Guide-Quick 
Reference Editions, R. H. Donnelly 
Corp. 

1 Desired aviation statistics for any 
particular metropolitan area can be 
obtained either by a diligent informa­
tion search for what has been previously 
done by others or by an individual 
research effort 



Appendix HI Sources of Aviation Statistics-Continued 

\ Area * 
Subject Tabular DetaH f&S^i&&^^ F̂requency Source and Notes 

Area and Size , Other | 
, Unt̂ ations. < Limitations i } 

' 21. Advisory circulars and special 
reports and tabulations by the 

v Federal Aviation Administration. 

i • II. Reports and publications of: 
• ', '< 

1 General > X '• • 0) Aerospace Industries Association 
. • i of America (AIA) 

i ; | (2) Airport Operators 
; i Council International (AOCI) 
\ (3) Air Transport Association (ATA) 
t : (4) Association of Local Transport 

Airlines (ALTA) 
; (5) Consultant firms 

; (6) Helicopter Association of America 
} i (7) International Air Transport 

' j Association (ATA) 
' ' , (8) National Air Taxi Conference 
i : { ) (NATC) 

(9) National Association of State 
i t Aviation Officials (NASAO) 

| j •• (10) National Business Aircraft 
' I Association (NBAA) 



APPENDIX IV 

SOURCES OF SOCIO-ECONOMIC D A T A 



Appendix IV Sources of Socio-Economic Data 

A. Guides to the Use of Federal and State Statistics 
1. Directory of Federal Statistics for Local Areas, U.S. Department of Com­

merce, Bureau of the Census, U.S. Government Printing Office. 
2. Measuring Markets, A Guide to the Use of Federal and State Statistical 

Data, Business and Defense Services Administration, Office of Marketing and 
Services, U.S. Government Printing Office. 

Part I-Describes some of the measurable characteristics and 
dimensions of a market. 
Part II—Lists the principal statistical series of interest. 
Part Ill-Provides a series of cases which illustrate how 
Government statistics can aid in measuring markets. 
Part IV-Bibliography-Lis ting of Government and non­
government materials which are useful in measuring 
markets, arranged by sources of statistical data, methods 
of analysis, bibliographies, and directories. 

3. Guide to U.S. Government Serials and Periodicals, 1969 Edition, 
Volumes 1 and 2: Copyright by John L. Andriot, Documents Index, Box 195, 
McLean, Virginia 22101. (Issued annually in March) 

B. Historical Trends 
1. Historical Statistics of the United States, Colonial Times to 1957: I960, 

the U.S. Bureau of the Census, U.S. Government Printing Office. 
2. Historical Statistics. . . Continuation to 1962 and Revisions: 1965, the 

U.S. Bureau of the Census, U.S. Government Printing Office. 
3. Long Term Economic Growth, 1860-1965: 1966, the U.S. Bureau of the 

Census, U.S. Government Printing Office. 

C. Market Statistics, Private Sources 
1. Sales Management (semimonthly, and Annual Survey of Buying Power). 

Sales Mgt., Inc., 630 Third Ave., New York, N.Y. 10017. 
2. Rand-McNally Commercial Atlas and Marketing Guide (Annual). Rand-

McNally and Co., 405 Park Avenue, New York, N.Y. 10022. 

D. Government Data 
1. Publications 
a. County and City Data Book, (latest) edition, by the U.S. Bureau of 

the Census, U.S. Government Printing Office, A statistical abstract supplement 

published after each decennial and quinquennial economic census. 
b. Congressional District Data Book (Districts of the 88th Congress) and 

updated by Supplements, Redistricted States. Data Book prepared 1963-U.S, 
Government Printing Office. Supplements-89t\i Congress 1965: 90th Congress 
1966, obtained on request from the Bureau of the Census, Washington, D.C. 
20233. 

2. Measurements 
Frequency of 

Measurement Publication Source 

Population 
(1) Population growth 

(2) Resident and civilian 
population 

(3) Land area 

(4) Population per square 
mile, urban and rural 

(5) Population age distribu­
tion 

(6) Resident population by 
age groups 

(7) Education distribution 

b. Income 
(1) Median family income 

by income size classes 

(2) Total and per capita 
personal income 

(3) Aggregate personal and 
per capita income by 
type of income and 
industrial source 

(4) Disposable personal 
income 

Decennial (all 
censuses) 

Annual 

Decennial (all 
censuses) 

Annual 

Decennial (all 
censuses) 

Decennial (all 
censuses) 

Annual 

Annual 

For selected years 

Federal Gov't., 
Bureau of the 
Census 

Federal Gov't., 
Bureau of the 
Census 

Federal Gov't., 
Office of Business 
Economics 

Federal Gov't., 
Office of Business 
Economics 



(5) Taxable income, Annual 
classified by size of 
adjusted income 

Federal Gov't., 
Internal Revenue 
Service 

c. Employment 
(1) Percent employment in 

white collar occupations 

(2) Percent unemployment 
rate 

(3) Employment and 
earnings statistics 

Decennial (all 
censuses) 

Annual 

Quinquennial (all 
censuses and 
Annual 

(4) Employment in Quinquennial (all 
agriculture censuses) 

(5) Employment in durable " 
goods manufacturing " 

Federal Gov't., 
Bureau of the 
Census 

Federal Gov't., 
Bureau of Labor 
Statistics 

Federal Gov't., 
Bureau of the 
Census and 
Bureau of Labor 
Statistics 

Federal Gov't., 
Bureau of the 
Census 

(6) Employment in non­
durable goods 
manufacturing 

(7) Employment in mineral 
industries 

(8) Employment in trans­
portation, communica­
tion and other public 
utilities 

(9) Employment in whole­
sale and retail trade 

(10) Employmen t in public 
administration 

d. Sales 
(1) Value added by 

manufacture 

(2) Value of shipments 
(3) Retail sales 

(4) Wholesale sales 

Quinquennial and 
Annual 

Quinquennial 
Quinquennial (all. 
censuses) 

Federal Gov't., 
Bureau of the 
Census 



APPENDIX V 

SAMPLE GUIDE FOR A STATE 
AIRPORT SYSTEM PLAN 



1. VOLUME 1. STATE AIRPORT SYSTEM PLAN -
SUMMARY REPORT. 

a. Chapter 1. Foreword. A foreword is a proper 
place to set forth the goals and objectives of the 
plan, general background, comment, historical 
review if needed, and facts that should be 
known by the reader at the outset. 

b. Chapter 2. Legal Authority for the Plan. The 
legal authority for a plan should be described 
and the relationship between the planning and 
implementing organizations should be dis­
cussed. 

c. Chapter 3. Contents of the Summary Report. 

1) Summary of contents, including reference to 
contents of Volume II. 

2) Explanation of differences and scope of 
short (5 years), intermediate (10 years), and 
long term (20 years) plans. 

3) Brief history of state aviation and back­
ground of state aviation programs. 

4) Future of State aviation and its role in 
economic and social progress. 

5) Priorities for state resource allocation (Vol­
ume I or II). See figure V-l for typical 
method of illustrating airport development 
priorities. 

6) Relation of the State'saviation role, policies, 
programs, and facilities to those of adjacent 
states and the Nation. 

7) Highlights of major air transportation, aero­
nautical developments, and problems within 
the State and Nation. 

8) Brief summary of statutes related to airport 
development such as control of tall struc­
tures, aircraft noise abatement, compatible 
land use controls, and financial resources. 

9) Existing system description - general de­
scription of airport system, how well it 
meets its current requirements. 

d. Chapter 4. The Development of a State Plan. 

1) General description of how data were col­
lected on existing aeronautical facilities, 
aviation statistics, and related State and local 
factors. Also, how other planning programs 
were considered. 

2) General description of entry criteria and the 
basis for same. 

3) General description of important planning 
assumptions which were used. 

4) Summary of forecasting methodologies and 
techniques. 

e. Chapter 5. The Plan, This chapter should 
contain a summary of planned development for 
the State airports (tabulation format) with 
estimated cost of development (based on cur­
rent dollar value), map identification of pro­
posed location of each facility by type and 
priorities for development. 

f. Chapter 6. Coordination. Evidence should be 
indicated that coordination of the State Airport 
System Plan with other plans, such as State 
comprehensive plans, highway plans, and re­
gional metropolitan and local land use plans has 
been accomplished, including a specific listing 
of agencies and individuals that are to receive a 
formal copy of the plan. Approvals, concur­
rences, and other comments should also be 
included as a result of prior circulation of the 
draft. Where appropriate, responses to com­
ments should also be added. 

g. Chapter 7. Airports and the Economy. The 
environmental and socio-economic assumptions 
and considerations of the plan should be 
covered in this chapter. 

h. Chapter 8. Implementation and Continuing 
Planning Program. This chapter should discuss 
costs and financing and should show how the 
planned development is to be accomplished. It 
should be designed primarily for the use of 
airport owners and/or sponsors so they may 
complete necessary advance planning of the 
proposed development and be assured that, 
within the limits of State and/or Federal funds 
available, requests for financial assistance will 
be approved. The plan should also discuss the 
procedures that will be used to update the plan 
and the planned time frame for updating. 

2. GRAPHICAL PRESENTATIONS FOR VOLUME 
I. The amount and types of graphic presentation 
will vary somewhat from State to State depending 
on allowable printing costs and individual taste. 
Quite early in the planning process, advice should 
be sought from individuals familiar with the 
techniques of report preparation, graphics, and 
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layout. Also, if photos are to be used, it is wise to 
collect them some time in advance so there will be 
a wide selection from which to choose. It is 
suggested that the following are best shown 
graphically: 

a. Inventory of Existing Resources. *State map(s) 
for each of the following: 

* 1) Existing airports, heliports, seaplane bases, 
both public and privately owned, serving the 
public. 

2) Aircraft population and distribution by 
symbols. 

3) Active pilots and distribution by symbols. 
4) Existing trunk, regional, intrastate, and 

scheduled air taxi (commuter-local 'service 
routes). 

5 ) Current surface travel routes. 
6) Recreation areas to be served by air. 
7) Existing Federal airways. 
8) Location and types of existing enroute 
navigational aids. 

9) Location and types of environmental sense-
fire areas (national parks, wildlife area, etc.). 

b. The State Plan. State maps showing: 

1) Existing airports and those needed in the 
different planning periods by class and sys­
tem role. (Note: It may be necessary to use a 
map for each before preparing a composite 
map or at least use coloring to illustrate the 
different categories comprising the entire 
system.) 

2) Present and future major surface travel 
routes needed to serve the State by the 
different planning periods. 

3) Proposed enroute navigational aids. 
4) Alternate new airport locations evaluated. 

Graphs showing forecasts for the state: 

a. Number of airports. 
b. Civil aircraft (transport and general avia­

tion). 
c. Air carrier/air taxi enplaned passengers. 
d. General aviation flying (by classification). 
e. Aircraft by type of operation. 

3. VOLUME II. STATE AIRPORT SYSTEM PLAN 
- TECHNICAL SUPPLEMENT. 

a. Chapter 1. Foreword. Relate to Volume I and 
state that the technical supplement contains the 
backup assumptions, derivations, and method­
ologies used in developing the plan. This vol­
ume should also \contain the inventory of 
existing airports. Specific reference should be 
made to individual or organization to contact 
for additional information regarding the plan. 

b. Chapter 2. Airports in the State System and 
Their Classification. As developed in Section 3 
of this document. (Include both existing and 
planned classification, if these are to change.) 

c. Chapter 3. Inventory of Existing Aeronautical 
Facilities. As developed using Chapter 8 of this 
document. 

d. Chapter 4. Coordination with other Planning 
Programs. As developed in Sections 1 & 2 of 
this document. 

e. Chapter 5. Sources of Aviation Statistics and 
Forecasts. 

f. Chapter 6. National, State, and Local Socio-
Economic Factors Affecting Amount of Aero­
nautical Activity. 

g. Chapter 7. Forecast of Aeronautical Activity. 
As developed using Chapter 10 of this docu­
ment. See figures V-2, V-3, V-4, and V-5 for 
typical methods of illustrating selected planning 
information. 

h. Chapter 8. Airport System Requirements. As 
developed using Section 4 of this document. 

i. Chapter 9. Requirements for Navigational Aids. 
Reference Section 3 of this document. 

j. Chapter 10. Inventory of Airports. Data sheets 
for each active civil airport in the state, 
cross-checked with FAA Airport Master 
Records (SOI0.1), aeronautical charts, and 
other recognized sources for the greatest possi­
ble accuracy. Surrounding land use information 
and maps may normally be obtained from 
responsible local comprehensive planning agen­
cies. Include maps, as appropriate, for each 
airport which shows major airport facilities as 
well as identification of surrounding land uses 
in the airport's immediate environs. 
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4. APPENDICES. Any information or data deemed 
necessary to support a specific approach to devel­
oping the plan or situation that may be of a 
controversial nature requiring additional detail. 

Note: The ranking individual responsibility for 
developing the State airport system plan should 

make sure that all detail backup information and 
supporting documentation, plus the master copy 
of the published plan, are properly indexed and 
stored for possible future use. If a consultant 
develops the plan, the project should not be closed 
until the appropriate backup material has been 
delivered to the State in an acceptable manner. 
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Priority Improvement Schedule 
Fiscal Year 1973 

Airport Improvement -V-
Rating^ Cost 

Standiford Runway Overlay 126.14 2,500,000 
U C Jetport Land Purchase 121.49 21,000,000 
UC Jetport Engineering 119.99 600,000 
Lexington Land Purchase 92.37 275,000 
Cincinnati Land Purchase; Site Leasing 88.45 6,250,000 
Cincinnati Access Road; Site Work 87.19 1,290.000 
Lexington Terminal 7287 2,250,000 
Cincinnati Aircraft Apron 71.29 4,500,000 
Cincinnati Terminal Work 68.95 18,000,000 
Lexington Auto Parking 63.87 15,000 
Cincinnati Auto Parking 61.4S 600,000 
Cincinnati Utilities Work 59.95 1,000,000 
Cincinnati Security Fence 59.59 250,000 
Paducah Land Purchase 57.44 100,000 
Paducah Light and Mark VFR Runway 51,44 45,000 
Owensboro Extend Runway 50.63 750,000 
Owensboro Navigational Aids 49.13 75,000 
Ashland Land Purchase; Site Prep. 48.68 24,400 
London Navigational Aids 47.87 94,500 
Somerset Land Purchase 47.64 6,700 
Elizabethtown Land Purchase 46.45 63,000 
London Parallel Taxiway 46.37 257,000 
Elizabethtown Build Access Road 44.35 233,000 
Richmond Land Purchase 43.44 63,000 
Ashland Extend Runway 43.28 230,430 

Danville Land Purchase 43.23 2,300 
Georgetown Pave and Light Runway 42.68 250,000 
Paducah Fire and Rescue Equipment 41.95 40,000 
Richmond Site Preparation 41.94 6,800 
Middlesboro Land Purchase 41.79 4,000 
Greenville-Central City Land Purchase 41.62 1,100 
Richmond Build Access Road 41.34 233,000 
Mt. Sterling Land Purchase 40.85 3,000 
Carrollton Land Purchase 40.78 63,000 
Hazard Land Purchase 40.64 123,000 
Elizabethtown Pave, Light Runway, Navaids 40.45 329,900 
Richmond Pave light Runway, Turnaround 40.44 277,100 
Olive Hill Land Purchase 40.29 900 
Mammoth Cave Land Purchase 40.15 55,000 
HkeviUe Build Access Road, Parking 40.15 350,000 
Somerset Parallel Taxi 40.14 100,000 

•RATING FACTOR BASED ON PRIORITY MODEL DEVELOPED SPECIFICALLY FOR THE STATE OF KENTUCKY 

Figure V-l. Typical Method of Illustrating State Airport Development Priorities 
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Based Aircraft Projections by Classification 
197S dui£flatk>G 

KcoruAy 
Airport 

C D E TRIAL 
Heary-Tlrta Uultt-Englnc Sinjlr-Entn* I97S 
BOBJKB Jer Under Under Baaed 

Over IZ.5O0 LU, 12,500 Lt» [2.400 Lie, Aatnfl 

1950 OjHilk*twn !990ClsaiflcaUoii 
C 

Heavy—Twin 
balneal Jet 

OKI 12,500 La. 

D 
MolDrEnfuni 
Under 

12.SO0U*. 
Under 

I2J00U». 

TOTAL 
1980 
Bared 
Aircraft 

C 
Heavy-Twin 
rhnineai let 

Over 12.500 Lt. 

D 

Under 
12^00 Urn. 

Stagle-Eiigtae 
Under 

12,500 Un. 

TOTAL 
1990 

PURCHASE ADD 
Pulton 
Kentucky Dun 
MjyfXd-GriTrr Comity 
Hurray 
Paduah 
Benton* 
rENNYRlLEADD 

Marion* 
CidlKUke Baity)' rirrrrrrirln MnhtrnhfTt County 
KopkcuvLik-Chnsttrn Cwflty 
Madijonruls 
ftinoeton-Caldwel] County 
Dawion Spflftaj* 
Lind Between the Laker* 
GREEN RIVER APP 
Hawravfllc-HaTKoek County 
Hendenon* 
Mortanfield 
Oweaaboto-Pariea County 
SlunEa 
Beaver Dam-Hartford 
BARREN RJVEA ADD 
Scomvflte* 
Tompltuiivillf * 
lesmmoth Care* 
BtnrEtns Green-Wattea County 
Glaifow 
RunelMDe-lotan County 
Fnnknn 

LINCOLN TRAIL ADD 
BaTdrtovn 
Elizabetatown-Htrdln County* 
HardlriAurf̂ rKAinndge County 
Lebaonô prinifiek] 
Rougn River 
Noun Reservoir* 
JEFFERSON ADD 

lAUnrtte-jtAodiford Field 
lxwtarfDe-BoWToan 
Louav&le-Jefrenon County Airport* 
NORTHERN KENTUCKY ADD 
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Figure V-2. Typical Method of Illustrating Based Aircraft Projections by Classification 



Practical Annual Capacity (PANCAP): Using Airport Capacity Criteria Used in Preparing the National Airport Plans 

Kentucky 
Qaalllcation Airport 

PURCHASE 
BIl Fulton 
G Kentucky Dam 
C Mayfidd-Giava County 
BT Murray 
AC Piducab 
Bll Beaton' 

PENNYRILE 
Bl Marion* 
Bll Cadiz (Lake Barkley)* 
Bl Bkton 
BD GreenviBe-Muhlentwrg County 
G Hopkuuville-Chratian County 

BT rAadjsonviue 
Bll Princeton-Csldwell County 
Bl Dawson Springs* 
Bll Lund Between the Lakes 

GREEN RIVER 
BU HawesviBe-Hancock County 
G Hendenon* 
Bl Morganfietd 

AC OwensDoro-Dariess County 
BU Sturju 
Bll Bearer Dam-Hartford* 

BARREN RIVER 
BU Scottsrilie* 
Bll Tompbrorille* 
BQ Mammoth Cave* 
AC Bowlinf Gnen-Wuren County 
G Glasgow 

BU RuseHville-Logan County 
Bl Edmonton* 

BD Franklm* 

LINCOLN TRAIL 
G BarrJstown 
G Elizabethtown-HanliD County 

BO HirdiluBUfg-BreekiiirideE County 
BD Lcbanon-Springftcld 
BO Rough Rrrer 
Bll Noun Reserroir* 

JEFFERSON 
CT Louinille-Srandiford Field 
G loinsrille-Bowman 

AC LodiriUo-JelTeTson County* 

NORTHERN KENTUCKY 
Bn WUliaimtown* 
AC Greater Cincinnati 
G Carrotlton* 

Bll Falmouth* 

BUFFALO TRACE 
G Flernjnj-Mzxon 
Bl Vaneebuis* 

Present Runway Configuration and Capacity 1990 Runway Confifjnaaon and Capacity 
ngJeR/W Single R/W Multiple R/W Multiple R/W Aircraft Aircraft 
UH.T/W •jirrmrredT/W Mln. T/W Implored T/W Mix: 4 VFR PANCAP Configuration Mix: % VFR PANCAP 

(1) <2) <3) (4) A:B.C:DA£ Pfcak Hour (000) (1-2-3-4) A:B:C:D*E Peak Hour (000) 

X 0:0:0:100 77 110 1 0:0:0:100 77 MO 
x 0:0:0:100 77 110 1 0:0:10:90 77 110 
X 0:0:0:100 77 110 1 0:0:10:90 77 no 
X 0:0:0:100 77 no 2 0:0:20:80 105 160 

X 0:0:20:80 83 130 4 0:10:20:70 81 155 
1 0:0:0:100 77 no 

1 0:0:0:100 77 110 
1 0:0:0:100 77 no 

X 0:0:0:100 77 110 1 0:0:0:100 77 100 
X 0:0:0:100 77 no 1 0:0:0:100 77 no 
X 0:0:0:100 77 no 1 0 0 : 1 0 : 9 0 77 no 
X 0:0:10:90 77 no 2 0:0:20:80 I0S 160 
X 0:0:0:100 77 110 1 0:0:0:100 77 no 
X 1 0:0:0:100 77 110 

1 0:0:0:100 77 110 

X 0:0:0:100 77 no 1 0:0:0:100 77 no 
X 0:0:0:100 77 110 1 0.0:10:90 77 no 
X 0:0:0:100 77 no 1 0:0:0:100 77 no 

X (h0:20:80 83 130 4 0:10:20:70 81 1SS 
X 0:0:0:100 225 320 4 0:0:0:100 22S 320 

1 0:0:0:100 77 no 

1 0 0 : 0 : 1 0 0 77 no 
t 0:0:0:100 77 no 
I 0:0:0:100 77 110 

X 0:0:20 SO 83 130 4 0:10:20:70 81 155 
X 0:0:10:90 no 150 2 0:0:10:90 110 ISO 

X 0:0:0:100 77 110 1 0:0:0:100 77 no 
1 0:0:0:100 77 no 
1 0:0:0:100 77 no 

X 0:0:0:100 77 110 2 0:0:10:90 115 160 
X 0:0:0:100 77 110 2 0:0:10:90 115 160 
X 0:0:0:100 77 110 1 0:0:0:100 77 no 
X 0:0:0:100 77 110 1 0 0 : 0 : 1 0 0 77 no 
X 0:0:0:100 77 110 1 0:0:0:100 77 no 
X 0:0:0:100 77 110 1 0:0:0:100 77 no 

X 20:40:20:20: 74 2 5 0 4 0:30:30.40 106 275 
X 0:0:10:90 13S 190 4 0:0:10:90 I3J 190 

4 60:20:20.0 ISO 560 

1 0.0:0:100 77 no 
X 20:40:20:20 105 440 4 40:40:20:0 105 470 

2 0:0:10:90 1 IS 160 
1 0:0:0:100 77 110 

1 0:0:0:100 77 no 
1 0:0:0:100 77 no 

Figure V-3. Typical Method of Illustrating Practical Annual Capacity of Selected Airports 



Name: Standiford Field 

County: Jefferson 

Location: 4Vi miles Southeast of center of city 

Elevation: 497 feet 

Existing Facilities and Services: R/W 1-19 7800 ft x 150 ft paved; 6-24 5000 ft x 150 ft paved; 11-29 paved 7250 ft x 150 ft 
lighting, fuel, scheduled air carrier service, manager, FBO. 

General Information: This facility expected to be converted into a general transport facility by 1980. Air carrier service 
to be assumed by new Louisville-Jefferson County airport. Critical aircraft DC-I0-30. 

SUMMARY DATA 

Socioeconomic 5 0 6 0 6 5 7 0 7 5 8 0 85 9 0 

Population * j y 680.0 732.0 777.0 825.0 868.0 911.0 954,0 
Number Employed* J / 239.0 309.0 335.0 
Motor Vehicle Registration* 1/ 237.0 303.0 370.0 439.0 508.0 577.0 646.0 
Covered Employment * t y 122.0 146.0 168.0 
Number w/ Income Over $10 , 000 ' (/ 4.1 26-7 77.9 99.4 133 5 167.5 201.6 
Cross Income Over $ 1 0 , 0 0 0 * * * y 0.19 0.47 1.3 1.6 2.3 2 r8 3.2 
Aggregate Recreation Demand it 

Operational 

Annual Operations (Total) * y 114.3 105.4 144.8 160.0 205.0 J60.0 325.0 
Itinerant Operations* |3Q.3 144.0 184,5 234.0 292.5 
Air Carrier Operations* 1/ 7S.6 54.4 81.3 89.4 0 0 Q 
Enplaned Passengers ** ,1/ 0.38 0.59 0.90 1,9 0.3 0.4 0.5 
Peak Hour Operations v .*/ t/ 50.0 64.0 82.0 104.0 130.0 
Critical Aircraft Operations* y u if 42.0 46.4 59.5 75.4 94.3 
Instrument Approaches* .V // 5.8 6.4 8.2 10.4 13.0 
Based Aircraft u ft 1/ 11.0 17.0 23.0 30.0 38.0 

IMPROVEMENT SCHEDULE 

Year Total 

7 3 Overlay o f R/W 11-29 (2250 ft) - $200,000; 
Overlay of R/W 1-9 and taxiway - $2,300,000. 

12,500,000 

7 4 
Extend R/W 1-19 1800 ft - $3,500,000. ,3,500,000 

7 5 
Bit overlay R/W 6-24 - $250,000. \ 250,000 

76-80 Extend taxiway C - $600,000; Removal of hazard - $60,000; 
Bit overlay o f East Ramp - $ 140,000; 
Shop (Bowman and Standiford) - $200,000. 11,000,000 

81-85 

86-90 

Not Avai lable 
GRAND TOTAL: $7,250,000 SCALE: * ( 0 0 0 ) ( 0 0 0 , 0 0 0 ) 

Figure V-4. Typical Method of Illustrating Recommended Development and Selected Airport Data 
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Figure V-5. Typical Method of Graphically Illustrating Recommended Airport Development 


