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TO : Members, Airports Advisory Committee
FROM ¢ 3Ixecutive Secretary, Alrports Advisory Committee

SUBJICTt Status of Aircraft Development with Respect to
Runway ILength Requirements,

Attached 1s a copy of "Status of Aircraft Development with
respect to runway lsngth requirements®, which is furnished
for your information and comments.

I have been directed to point out that this study has been
prepared by certain aeronautical engineers within the CAA:
and does not necessarily reflect the policy of the OAA,

[Tl W oo

» Robert NN, Cook



[attadn 3/7/53]

This i1s a study prepared by certain
aeronautical enginesrs within the CAA
and does not necessarily reflect the
policy of the CAA on this subject,

STATUS OF AIRCRAFT DIVILOPMINT WITH
R3ISPICT TO RUNWAY LINGTH RIQUIRIAMINTS

Propared for presentation to
CAA Airports Advisory Committee
March 1952

TS0~N6a, which defines runway strength and dimensional standards for
airports utilized in air carrier operations, has among its objectives
those of informing agencies concerned with airport development of the
runway characteristics for which Federal funis may be applicable under
the Federal Alrport Act, and of indicating to aircraft mamufacturers
and operators the dimensional characteristics of runways eventually

to be made available, The runway dimensions and the correction factors
currently specified for altitude, temperature and runway gradient are
based upon requirements of transport alrcraft existing and foreseen at
ths time the TSO was introduced in 1947,

Over the past few ycars development of the gas turbine and its applica—
tion in turbo-prop and turbo-jot powerplants has provided aircraft
designers with propulsion powers far sxceeding those anticipated through
normal development of the conventional piston engins, and many who have
witnessed the take~off and landing of aircraft specifically designzd to
utilize this new form of propulsion have had reason to ponder the applica-
bility of our current runway standards to the jet transports of the
future, With new concepts of aircraft design and performances made possible
by the gas turbine it appearsd desirable to re—asssss our runway standards
and an investigation of aircraft developments with respect to runway
requirsments accordingly was undertaken,

In the sarly stages of the study it became evident that it would Pe un~
wise at this time to propose specific changes to the currsnt runway
standards to accommodate turbine—powsrsd aireraft even if the nsed for
such changss was indicated and the study thersfors was dirscted toward
ascertaining the trend in runway requirements rather than specific

runway lengths, This conclusion was based primarily upon two factors,
First, the gas turbins powerplant as we know it today is in a comparatively
sarly stags of development, and, exespt at flight speseds and altitudes
appreciably abowe the present day level for sconomic transport operation,
such powerplants cannot compete with the conventional piston =ngine~
propsllsy combination., However, technological improvements which promise
to alter that picture appsar to be reasonably certain of attainmsnt within
the foreseeabls future, Secondly, the Civil Air Regulations governing

the certification and opsration of Jest—-type transports ars still in the
process of formulation and it is not unrsasonable to assums that the
Regulations finally promlgated may differ in many respscts from our
current ones in regard to factors influencing runway rsquirements,
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The runwey lsngths with which we are here concernsd are those
apnropriate to Transport Category alrcraft operated in accordance
with the opsrating rules of ths Civil Air Regulations and as such
are grsater than the lsngths required for normal day-to-day
opsrations by amounts calculated to provide a reasonable margin

of safety under smergenecy opsrating conditions, Such runwey lsngths
for currsntly certificatad aircraft ares published in CAA Approved
Airplans Flight Manuals., For aircraft other than thoss currently
certificated, ¢nd with which we are hers primarily concernzd, data
is avallabls primarily fronm two sources, that is, the military
sorvices and the alrcraft manufactursrs, Although ths prepondserance
of operational sxperisnce with Jst—powersd ailreraft has besn
accurmlated by the nmilitary services, a wilde divergsncs sxists
betwesn civil and military requiremsnts with rsspeet both to
opsrational rsquirements and to aircraft characteristics which influsncs
runway raquiraments, To provide a valid comparison it would be
n3cessary to convert the psrformance data of military alrcraft to
c¢ivil standards and consideration of the factors involvsd in that
task indicatsd that the assumptions and sxtrapolations involved wers
of such magnituds as to rsnder results of questionable valus.

There remainsd, therefore, as the primary soures of information the data
conpliled by various alrcraft manufacturers in the testing of current
sxpsrimental aircraft and in connection with design studies, Such
data is pressnted in condanssd form in documents describing individual
proposals for transport aircraft of advancsd type. Without exeeption
the proposed turbine-powered aircraft and the estimatsd performance
are predicated upon the availability of powerplants possessing

thrust and fuel consumption characteristics axecslling thoss of jJst
engines in ssrvice today, but represent ths considered opinion of
design enginsers of what may reasonably bs achieved in the forasssable
future,

Standard sea levsl take—off and landing runwsy langths dictatsd by

ths currsnt Civil Air Regulations and compiled from sources describsd
above ars tabulated in Tables I, II, end III for repressntative piston~
engined aircraft, turbo-prop and turbo-jet aircraft, respectively., The
sérvice classifications noted in ths tables are those in which current
alrcraft actually ars sngaged and the service anticipatad for proposed
alrcraft,

Fgon sxamination of Tabls I it will be noted that the runway langths
required by currently certificatsd aircraft with conventional piston
engine powerplants are gensrally commensuraete with the TSH standards
for the typs of service for which such aircraft ars ussd when operated
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at maximum weightse. However, large aircraft quite frequently aro
operated in a class of service involving flight distances
conslderably shorter than those for which the alrcraft wes
primarily designed., In such service the oper=ting weights generally
are limited not by take—off but by landing consider-tions at the
alrport of destination and it is evident from Table I that the TSC
standards are adequate for landing at the maximum permissible

- landing weight for the majority of the aircraft listeda

For piston engine alrcraft now in the experimental or design stage;
particularly those airecraft intended for trunk line service, runway
requirements 300 to 580 feet greater than the TSO standards may

be anticipated, Those airecraft, the Martin 4OW4(A) and the Convair
340, are developments of the earlier models 202 and 240 in which
the gross welghts are to be incressed to the extent that the run-
way requirements will exceed the TSC stsndsards, Turther, the
design of those aircraft, together with the small spresad between
maximum permissible take—off and landing weights, will permit
practical utilization of the maximum gross weight on short-haul
flights appropriate to trunk line oper-tions, The trunk line
stendard runway length of 4200 feet therefore will immose =n economic
penalty on those =2ircraft in the specific type of service for which
they are intended,

With regard to turbine-powered aircr=ft, both turbo-prop and turbo-
Jet, the effect of such powerplants upon runway length requirements
may be generalized to some extent from our present knowledge of

the operating characteristics of gas turbines, In common with

the piston engine the useful output of the gas turbine decremses
with increasing altitude, but, unlike the supercharged piston engine
in which the sea level output is maintained constant over an
appreciable altitude range, it appears impracticzble at this time

to Poost the gas turbine for altitude operotion because of the vast
quantities of air consumeds The output of the gas turbine thus

not only drops off directly from sea level but does so at a faster
rate than does the piston engine. At an operating altitude of 35

or 40 thousand feet, therefore, the output of the gas turbine is

a smaller percentage of the sea level value than 1s normally the
case for the plston engine, Cn the other hand, the most economic
operation of gas—~turbine aircraft is obtoined at altitudes and
flight speeds appreclably greater than is the case for plston—engined
airerafte In line with the above 1t appears that turbine-powered
trensport aircraft designed with sufficient power to reslize the
economies of high-altitude high-—speed flight will, at sea level, under
stondard atmoespheric conditions, inherently possese such an exceds
of power that take-off runway recuirements should present no problem.
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Operations under "hot—-day" conditions, however, will be much more
critical with turbine powerplants then with piston engines, For

the current types of jet engines the drop off in output with rising
atmospheric temperzture 1g approximately three times the rate
experienced with piston engines, and with the higher turbine
operating temperatures sought as a means of improving thrust and
fuel consumption characterigtics, the effects of atmospheric temperature
“will be even more pronounced, Although 1t does not =ppear at this
time that the takeoff performance will be the determining factor in
regard to stendard sea level runwsy recuirements it is evident that
the runway correctlon factors currently specified for altitude and
temperature will require re-sgsessment for turbine-powered transport
alreraft, ‘

There 1s no reason to believe that the effects of runway gradient upon
the teke-off performance of a turbine-powered aircraft will differ
from that of an equivelent piston-engined aircraft., However,

inasmuch as this effect is primarily influenced by talke—-off speed

and initial c¢limb, occasionsl re—assessment to assure that the
specified gradient correction factor adequately provides for the

most modern aircraft would appear to be in order.

Examination of the probable landing reouirements of turbine-powered
alrcraft leads only to the conclusion, in view of the take—off
considerations discussed above, that the landing performance will

be the determining factor. 'fith solution of the powerplant control
problem currently plaguing the turbo-prop, it is ressonable to

assume that landing distances will be comparsble to those of equivalent
plston-engined alrcraft, but landing distances of somewhat greater
length can be anticipated for the turbo-—jet because of the absence

of propellers to aid in deceleration,

The turbo—prop aircratt listed in Teble II are basiczlly current air—
frames with turbo—prop installations and i1t will be noted that the
most pessimistic of the estimated take—off runwsy length recuirements,
that quoted for the Convair 340(T), is but 120 feet greater than the
corresponding TSC standard. The estimated landing rumray recuire—
ments also are within the TSC standards except for the Convair 340(T)
for which a distance of 5980 feet, or 1780 feet in excess of the
standard, 1s quoteds For each of the alrcraft listed the landing
runway length is greater than the runway length required for take—off,

The jet aircraft listed in Table III are proposed designs advanced by
aircraft mamufacturers as the result of extensive design studies.
From an examination of Table III it is evident that the estimated
take-off runway lengths for future jet transport aircrsft foreseen

at this time are well within the TSC standards whereas the landing
runvay lengths in all probability will exceed those standards by

some smzll mergin,
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If, as indicated from gen=ral considerations and tentatively
confirmed by Tables 11 and III, the landing distance bescomes the
determining factor in runway length rsquiremsnts for turbine—
powersd aircraft, major repsrcussions in the airport program may

be anticipated when such alrcraft are placsd in widespread ssr¥ice,
Landing runway lengths required for current piston—enginad air-
eraft gensrally are shortsr than the taks—off runway lsngths. As
praviously noted the ovsrating wsights of aircraft when utilized

in short—hsul opsrations, gensrally arz limited not by taks-—off

but by landing requirements. With the comparatively small fusl
burn—~off appropriate to such flights the operational teke—off weight
is only slightly greatsr than the maximun permissibdle landing
weight and the take—off runway requiremsnts are correspondingly low.
It is therefore possible to conduct short—-haul opsrations, without
encountering weight psnalties, from runways considerably shorter
then the maximum length spscified for ths airplans, and ons of the
most potent arguments for enlarging runways to that maximum lsngth
is thereby invalidated. Sincs 1t is svident that current transvort
aircraft havs besn designed to permit operation at maximum weights
from runways generally conforming to the TS0 standards, and there
are indications that the standards will play a similar role in the
design of future airdraft, should the landing runwey requiremsent
become the detsrmining factor it is highly probable that svery
airport of destination which is unahle to accommodate the aircraft
at maximum nermissible landing weight will automatically immose a
penalty upon the opsrating weight and payload of ths flight, It

is extremely doubtful that undsr such conditlons runway lsagths
shortar than the appropriate standard will be tolsrated and
accelaration of ths airport program to bring all alr carrier airports
into conpliunce with the TS0 standards thersfor:s may be anticipated.
Fortunately, howevar, means for improving the ground dsceleration
characteristics of ailrcraft are avallable or forsseen and it is
reaonable to assums that such devices will be applied to the fullest
exteont psrmitted by operating considerations or by the Civil Air
Regulations should landing runway requiremsnts actually bscome
eritical, Such deceleration ailds includs anti-skid devicss which
psrmit optlmum braking, parachute droguss and reverse thrust from
propellers or from jst sngines,

Ths discussion to this point has been confinsd to the affsct of
alrcraft developments upon runway length, but it should bs recognized
that the eostablishment of fixed runway standards has a corollary

effect upon aircraft design and developmsnt, In a number of respacts
aircraft design features conducive to sconomy of operation in flight
contrast with those necessitatsd by take—off and landing considerations.
If continued rise in airplans opsrating efflciency is to be encouraged
it 1s ossential that sstablished runwsy standards impose no undue
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restriction or limitation upon the gains to be realiged through
teéhnological advancements, Although the current TSO standards
are based upon runway lengths requirsd by conventional aircraft

at a stage of development now considerably excesded, those standards
have in fact become acceoptad design criteria for aircraft
incorporating nsw concepts of aerodynamics and propulsion, It is
therefors not surprising that the runway lsngths indicated for
such now aircraft ars in gensral conformity with the TSO standards,
but such conformity provides no assurance that alrcraft designed
to those standards are realizing thsir full potentialitiss, 1In
the ideal case aircraft design should be integrated with the
economics of airline opsration and airport construction such that
for esach class of service an sconomic halance is achieved betwean
airplane operating efficisncy and required runwey length. This
ideal is almost impossibls of attainmsnt because of the many
variables involved, but in view of the radical developments now in
the offing an approach to the determination of runway standards
through such considerations conceivably could result in significant
contributions to our air transport structure.

Ths date and discussion of the forsgoing may be summarizaed in the
following conclusionss

1. Standard ssa level runwey requirements of transport
aircraft envisioned at this time are gensrally commensurats
with ths TS0 standards, excspt for proposed niston—engined
aircraft intendsd for trunk-—line ssrvice.

2. Upward revision of current runway corrsction factors for
altitude and temperaturs may be anticipated for turbine—
engined aircraft. Gradisnt correction factors apply
more equally to all typss of aircraft, but since the
magnitude of this factor is influsnced by take—off spsed
and initial climb, occasional re—assessment is recommendad.

3. Runway requirsments for landing rather than for taks—off
may become the detsrmining fector for future transport
aircrait. Acceleration of the airport vprogram to bring

" all air carrier airports into compliance with the TSO
standards may be anticipated as a rssult,

)

4, With future trensport aircraft embodying nsw concepts
of asrodynamics and propulsion, determination of runway
standards through comprehensive analysis of all factors
involved appears to be in order,
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TABLE I
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TABIE II
TURBO~-PROP AIRCRAFT

Martin Convair ‘ Lockheed

}z Alrplene f0L(T) 340(T) 1249 B
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TABLE III
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DEPARTHEIT OF COILIERCE
CIVIL AEROWAUTICS ADMINISTRATION
REGIOI FPIVE
Kansas City 6, Missouri

November 29, 1949
TOs All Personnel, Airports Division

FROU3 Chief, Airports Division

SUBJECTS Policy Covering Mumber of Runwsys — Federal-aid Airport Projects

Supplementing my memorsndum of November 22, 1949, there is quoted below the text
of a memorandum from the Administrator, dated November 25, 1949, with further
informstion on the subject of the policy concerning the number of runwayss

"It is essential that our program for improving navigational aids and
terminal facilities increase the =cceptance rate of present and new
airports., Therefore, it is my aim to construct traffic-bearing run-
ways to provide for the maximum degree of utilization., To attain
this objective the policy has been established which will govern CAA
participation under the Tederal Airport Act.

"Class I (personal) airports: CAA will participate in the construction
or improvement of only one runway or landing strip on new or existing
alrports of this class, ZExceptions will be made only vhere it can be
demonstrated conclusively that traffic volume requires more than one
runway or landing strip. (Where so demonstrated and approved, any
additional runway or landing strip must be so located a2s to previde
maximum traffic utility,)

UClass II and larger airports: CAA will participate in the construc-
tion of an additional new runway or runways provided that such runway
or runways are necessary to expedite traffic and so located as to pro-

vide similtaneous use,

WFor airport planning purposes CAA will participate in the scquisition
of land in excess of that required to comply with the basic policy set
forth above when determined necessary for normal expected expansion.

foxceptions to the above policy will be congidered by the Washington
Office when justified as necessary by the Regional Administrator.

"For the purpose of clarification and guidence it is desired to emphasize
that this policy does not, because of contractusl cormitments, affect

already approved projects,

The limitations imposed directly by this policy are confined to the
construction of new or additional runvays except on Class I (personal)
airvorts, Therefore, any improvements to existing runways do not con-
stitute deviations from the nolicy and will not reouire Washington
approval, However, compliance with the spirit of the policy indicates
the need for a thorough study of those improvements where expensive
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construction is involved. The basis of this policy is that additional
runvays which provide only wind coverage or minor conveniences without
increasing traffic capacity, do not hazvé sufficient value to justify
the cost of construction. The operational advantazes of these exist-
ing runways may be sufficient to Jjustify the cost of some additional
improvements.,

Uadditional land to be purchased to nrovide for expected expansion will
be based upon the spplication of this policy to the traffic demands as
of a later date, It is not contemplated that we will participate in the
purchase of land for additional runways merely to provide wind coverszge.

"The approval of a master plan or the progremming of a project does not,

constitute approval. However, where either oralor yritten approval has
been given to detailed plans for a specific programmed project, we will
carry out our commitments if the sponsor so desires,

"The policy does not state or infer that the usage of more than one run-
way on an airport has insufficient value to justify the cost of mein-
tenance, Therefore, it does not authorize in any way the relief of our
agreements with the sponsors for maintenance of runweys. It does, how-
ever, leave open to consideration chenges in the master plans of exist~-
ing airports wvhich may leal to the =zbandonment of certaina runways or their
modification to other usages such as taxiways, aprons or parking areas.
The policy statement must be used as a guide to our thinking in the
evaluation of airport projects, It does not relieve the personnel of
the CAA from the responsibility of applying constructive study and
anslysis in the planning ani design of airpert projects.¥

/ Vi s /
Mo A e Y7 EAL e ert (€
Herbert H, Howell, 5510




On the basis of economics, it is believed that the federal zovermment
is justifie’ in its position known as "the single rumway polioy" but this
position hes bees misinterpreted witn respeot to recommendstions concerning
aligmment and land acquisition. As the Committee understands the pasition,.
therelis no objeoction to the provision of runways on twe or more aligmments
8o as to provide further wind coverage although the federal attitude is
Cstill predicated on éraffic needs. I communities feel that more rumways
are requireq for iocal conditions, other than thoaé demanded by traffic,
1t becomes appérent that they must normally provide the funds therefor.
deeral.funQS»must necessarily be limited to primsry runway construction ﬁt
the gréatest possible number of sites. However, in the case of land
acquisition, the federai government should encourare and participate in. the
purchase of sufficient lands for multiple runways even thoughvthe gowern=
ment mey not anticipate assisting in the cost of added runways. Since the
federal governnent is limitin: its participation to primary rumways, it is
‘belioved that more recognition should be given the problem of ever-increasing
gross weights of aircraft to svold the costs and'dangers of malntenance and

reconstruction.
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CAA POLICY AND REGULATIONS FOR ADMIN ISTERING THE FEDERAT=AID AIRPORT PROGRAM

Since the overall revision of Part 550 of the Regulations in 1949, there
have been 15 amendmenis to this Part of the Regulations. The majority of these
amendmonts resulted from the emactment of seversl amendments to the Federal
Airport Act., The first amenément was pursuant to Public Law 183, 8lst Congress.
Thig amendment provided that ~ Grant Agreement could be increased dy not more
than 104, As e matter of policy. the funds from any amendment under Public

Law 183 must be for an unforeseen contingeney.

Public Law 227, 8lst Congress. provided that the Federal share of costs
for the 1nstall’atllon of high intensity lighting on designated instrument
léiﬂ.iné; runveys by 75% of the cost. The purpose of this amendment was to pro=-
vide high=intensity lishting on more airports than otherwise would have been
at 50% of the Federal share of costs. Regisnal Administrator designates the

Instrument runvay or runaways.

An !.mporfant amendment to the Regulations was added, vhereby semi=final
peyments were permitted in cases where land scquisition is delayed or suspended,
as weil as vhen construvetion work is deleyed or suspended for zny apprecisble
length of time. This permits the payment for 211 costs of land and construction

work up to the point of the semi=finel oudit,

Public Law 912. 8lst Congress, provided that the United Statest share of
land acquisition costs be the same as all other project coste, except those of

installing hizk-intensity lichting, (50=50 for land)

Regulatisn 550.3(2)(5) provided that no project will be approved for the
scouisition of land which has been or will be donated $o the Sponsor, vhere
the Sponsor is requesting 2 grant on the basis of the velue of such land,

unlesg, (1) subseaugn$ to the enzactmens of the Act the Soonsor ha;__; a.pgomplished
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Since the overall revision of Part 550 of the Resulations in 1949, there
have been 15 amendments to this Part of the Regulations, The majority of these
amendments resulted from the enactment of seversl zmendments to the Federsl
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at 50% of the Federal share of costs. Regirnal Administrator designates the

Ins‘trument runvey or runvays.

An important amendment to the Regulations was added, vhereby semi=final
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Public Law 912, 8lst Congress, provided thet the United Stotes® share of
land acquisition costs be tlﬂe game 28 all other project coste. except those of

installing hish-intensity lichting., (50-50 for land)

Regulation 550.3(2)(5) provided that no projoct will be ~pproved for the
accuisition of land vhich has been or will be donated to the Sponsor, vhere
the Sponsor is roquesting = grant on the basgsis of the waluc of such land,

unlesss (1) subsecuent to the enactment of the iect the Soonsor hag apcomplished




.oy

VARG (g mp 4 s 8 e

other items of airport development or has entered into a Grant Agreement
therefor, or the construction or alteration of hangars at an expense to the
Sponsor ecuslling or exceeding the United States? share of the valus of the
donated land; (2) the prodecé also includes other items of airport development.
the estimated cost of which would require 2 Sponsor's contribution equalling
or oxceeding the United States® share of the estimated vaolue of the donated
land; or (3) the sponsor agrees. as vart of the Grant Agreement for such

project, to aceomplish other 1toms of airport development or the constiruction

or alteration of hangars, the expenss to the sponsor equalling or exceeding

the United States® share of the estimated value of the donated land. This
Regulation x-:_a.s'&ésigned to prevent the approval of any future projects involving

doﬁaf_:i_ons of lend which might result in so~called "cash dividends.®

- In 2ddition, e have included two additional classes of projects wfzich are
not eligible for zrant payments: (1) the purchase nrice or value of arw land \
gold or donated to the sponsor by another public agency: (2) that portion of the
pm'é;lase price or value of land sold or donated to the sponsor by any ageney

or person. nublic or privats, which represents the value of alrport improvements

made. with the funds of any public agency.

‘'The Department of Labor has recently issued new Regulations whieh will
require that the CAA revise and amend all of its labor regulations now contained
in Part 550, The major additions will provide that the sponsor and the CAA may
withhold funds or suspend all psyments .. if the contractor fails to pay wagle

required by the contract. The CAA and the spoasor will swpervise this phase

of the vork by examinations of the reporta made by the svonsor, and by discus=

siong with representatives of the sponser, CAA mersomnel shall moke investiga~
tinns of the labor conditions and practices as they mey consider adviseble in

the ecircumstanges, In ~1) pnses there shall be dlscussions with the resident
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representatives of the contracter znd with representatives of the emmloyees

of the contractor as may be necessary to ascertain that they are sufficiently
familisr with the labor provisions of the contractor. Supervision and inspac-
tiéh regerding lobor provisions of the contracts shall be made during ths visits

for construction inspection purposes and at such other times as may be considered

2dvisable or necesgary.

Ve know that many cities would like to construct office or other space Iin
excess of that recuired for normel airport operations with a view to making
the edditional space evailable for nom=airport uses, In that event, the CAA
may approve a project for the consiruetion of the entire facility provided,
'hotvéver. that the Federal perticipation in the cost of such construction will
be limited to the United States® share of the allowable project cost of thet.

portion of the tuilding needed for airport purposes. We do this by including

2 special provision in the Graant Agreement.

The present Regulations provide, amoné; other things. that the following
items of airport development are eligible for Tederal ald: construction,
alteration and repair of administration, terminal ~nd service buildings: airport
control tower structures; shops for repair and maintenance of alrport equipment,
plant 2nd structures; seaplane ramn and doclzy and other buildings and struciures
nscessary for the proper use, overation, menagemont and maintenance of an sirport
as g public facility., other than hangars srd living ouwarters.

However, after a letter from the Bureau of the Budget dated September 8,
1950, our policy 1s to make zrants for =zirport construction projects for runvays,
texivays, oprons. ond lighting at terminal tyne airports of the highest priority
from the standpoint of traffic density and anticipé.ted nationzl defense needs,

and grants for smaller airports be deferred unless justified by specilel elir-

cumstanees, ani further, srants for gons@uctiodof buildin=g Dbe dei’erred
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whare existing struetures cen furnish the nininum service remired. In view .

of the limited funds sveileble far sirpor® develepment. ony sugcesiions you

ney offar es o the meet offective utilization of fhese Tunds will he gratefully

resoived.

"Sinee ths O0ffice of Alrports was set wp s nme 12 j,rs;nl‘s azo within the Ci;ri],
hary mutie:; Mministratinn @ hove Ybean requegted by many swming o -*anciaa of
eirports to make recormendatlons bto them on ratos and charmes, relisble opera=
tore. angimernr firms to employ for the nreprretion of nlanas =nd 3}}661‘!’16&“
.tions. ete. o heve comeistently rf.f::‘”:':-.inm from disang: -3 ap Trnitos =»nd cherges
except Natinnsl averages. ete,, but i% ling 2lso htean sur firm voliey not to
recoﬁmend any specific snglosaring firm or architect Tor the nreparation of
plans 91'- smecij.t’iefzti’-anﬂ, or a0y one operator or =ny particul-r c:mcaasionai!o.
hen we receive such reguests ii:. hag besn onr poliay to furnish tho namss c.f at
least thres or more raelinble -nd remuilable firme from which the sponsors mi'.ght
solect the one which they desire to dn business with, Ths ssme has besn true

regerding any oiher opsrafion in connectisn with the airpert. In regnrd to the

. prepazration of plans and ecpecificatlons, we pr p-ra rnd keep current standerd

specifications ior grading. naving, lighting, ete., vhich nre furnished to the
SroNsors as mere v—:,zirle;,. excan b lighting specifieations which et be stendar!
in 9.11 atates . These =pecificetions can be used as wrikten or they mvy be
changea. to fit loecal conditions, Onr specificatisneg are asynll=lile to =~ny firm,
individual. or commmiiy., As to concesnlons pnd conceasions ires.. we have
syrilable the names nf {irms vho ave engaged in certain concessinons which ve
peke avnileble to any sirport owner uonon racuest, Hovever, in no case dn we
reconmend any nAr ticular nnu% ‘3.” Veny nirpert ownorg disnsres with the CAA
nolicy +hen we ill not racarmend nerticulrr firms for on antivity or rates =nd

‘ B a3 o il - y 0 o
ghaweas, This dlsarrecient 1= aopzslisn for bad ve Tha OFfize of




Alrports hos %token the pozition that these are matters which shonld be handled
by the airport ovmers, I 'wmuld lilze ta sglc $his Committee 17 they think thia

o R L T - Rowes  wMaan bl e e sral
ie = wise policy or &f this policy should be changed,

g heve another vnoliey which st timee ~ives ms concern, This volicy is
that we nermit ovmers of airportic develoned with Feder-l funics tob anerate those
g.irporta under resulatinones wvhich are in some instances restrictive and whieh
prevent use tc individuals or sgencles unlesg cortaln conditions are mat, such
#5,.in some cases the requirements for two~way radic. no training, minimum
finzneial 1nves‘tment for fixed-~baso operction, =nd others, At times, complaints
are received in the 0r'fice of Alrports ageinst this policy. Ye would like for

" you to edvise vhether you think this policy should be changed end. if so. how?

A new policy has been esteblished for the prosramming of our funds for ths
- Fiseal Yeer 1953; that 1s. no new alrports are is be undertaken regardless of

the slze or conditions. Thias pc],léy vea 8stablished by the Secretary of Commerce,

Ye rro required by the Federal Adrport Act o prepare a lntional Alrpord
Plan and revise it ruomaally. It has been our nolicy in tho nresaratlon of this
lan to carry out the intent of Congress %o the best of our gbility with the
limited fumie =27l mersonnel for this type of vork, It was the intent of Congraecs
+vhen the Federzl Alrport Act wes pagsed to plan for airporte %o take care of the
needs of all types of aviabiong that iz, cormercisl and srivate flying. Our
1951 National Afrport Plzn included approximately 4900 lanling fields and air-
ports which we.in the Office of M.rports‘, bel:levg that will be needed to complets
a National system of eirports for the continental United States. Recently w2
have been criticised (Yot by cbrg:ross but by others within the executive branch
of the Tedersl Govermnent) and cusstionsd gbout the inclusion of a2 lot of small

dinsnmi i oaatat " Niaind Tani ~% 3 s e - T il o s R S B 2 = 7
rirports and l=nd i ields in ~mr Plan., Tha iatisnel Alrport ilon will not be




submitted to Congress end glven out to the pblic in the future, as it hes boen
in the pret. in view of ths fact that it bas been misunderstood by mezy com=
munities ms they hrve jumed to the conclusion that funds had been set uwp far
the construction of such facilities for thelr communities. I would 1like to
pose this problem te the Committee = MShould our datisnal Aizport Plaﬁ incluis
21l of the lorge and smell type a.ir'poi'ts which va feel are nseded for o metions
\-ri’d.e system of airports %o tele care of =1l types of flyingz, that is. alrplanes
from Cube to DO-6's. in aceordsnce with the intent of Congresa® or "Should the
FPlan bs revised to include only the large Terminal type aiz'y;m'ta 'vrith a fow
sma,]_.ler a.irports which gre reouired for the immedinte future’. Ae the law is
"praséntly Qriﬁtanr the Plan shall teke into saccount the noeds of all types of

flyinz, both commerclal and general avintion usages. (Read inkent of (fonp:r‘ass)

I would 1ilzs to pese one mora ovestion to the Commiitee 1n regsrd to the
preperatisn of tho FWatisnel Airnort Plen = 8Shauld the Office af Alrports con~
tinue to mrevare the Plsn in recordance '-ri‘-fzh the lzw nnd talte inte consideration
tha needs of =l1) fynes of avintion, thot 1s, studiee conducted Dy state sero-
naubies offieclala, loesl pleonning commisglons, stulles by owr own Planning
engineersg. recommeniations from the Civil Aerencubics Basrd an? the militery? or
"Should we endezvor to establish a eriterir vhereby Airports to be incluled in
the Plen 1f thore ar¢ = certoin number of p‘eoplé in the cormunity with a cortain

number of alrplanes cond aviation activity®,
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FOLICY RELATIVF TCO KILYTARY USEACE (F CIVIL ATRPORTS

After the edvent of the Korean incident, the CAL wnd the Air Forve
ixmgdiately rot topether and esteblished certain policies and precedures
poverning the utilization of eivil afrports by the military. Major policies
tstzblished at Lhat ‘b’lm. included a policy that the military depurlments would
only utiliee civil rirporta where existing civil setivities would te Lhe least
disrupted, =nd ‘the militrry departpents vould consult with CA) and ebt=ir the ‘
use ol airports havings facilitles not bYelny used by civil aviztion,

’f?lese orocednres were disrupted by the President's declaration of emergency
ix;. December 1950. By that decluration, the Govermment acquired the ripht to
use civil hir;;ort-a under the terms of AP-l Agrecments and Surplua Property
Disposal Afreerents. This ripght granted the Uovernwen® cither the éxclusive
or nan-axclusive contrel =nd possession of swch tacilities. Vxpended programs
of the Air Foree 2nd Navy Deportments called for the use of many clvil airports,
some on an exclusive bagis, obhers on a limited civil besis, and, Mnnlly, scme
with no limitation on civil aviztion.

It has been the policy of the CAA that eivil fecilitics snaui'é be used
jointly by the mililary and civil aviation. lHowever, in excepticnal cages,
this policy could be waived., While this policy is shared by tne Lepartment of
Defense, in carrying it out certain sepments of the Cefense Depnrtment {eel that
exclusive use, coentrol and possession of ‘F@cilities are necessary bto fulfill a
mission. This has created uncertoinlies in the airport (ield, XIn order to
coordinate civil =nd military activities at civil airports, the Airpert Use
Panel is representing the civil and military interests. 1In all cases, to dale,
this Panel nas been able to solve diff'fcult and controversisl cases involving

use of civil airports. In carryiny out the fwctions of the Adzinistrator of
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Civil Aeronacuvtics, this Administration is initially smd directly responsible
for the development of civil serumeutics in the United Stetes and abroad.
As a result of the various airport development prbrrams svthorived by the Conpress
and admiﬁistezﬁd by this Administration, simeable Federsl end local funds have
been expended primerily in the inmterest of civil aviation. IU is the opinion
oi' tQis Administration that civil airports are capable of handling #£11 types
of air traffic. As you know, civil aviastion has becowe and is essential to the
pational economy, both in neace and war, and noe is an intepral part of our
.vﬁational defense. IV is incumbent upon CAA, therefore, toc perform its responsi-
bilities in,a_mannbr'which will permit the prowth and development of eivil
-évfétioﬁ to the preatest extent possible. Such developmenl cannot be'@b?ained
witnoq{ civil airports. While certein conflicts exist between the e¢ivil and
military interests in various airporbts, they cen be reduced to » winimum by
thorough and advanced plamming =nd understanding.
Consequentiy, it is the poliecy of the CAA to consult with and adwise the
public agencies cwning airports of their rishis 2nd oblipstions under the Surplus
Property Dispeoacl Instruments and AP-l Apreements apd also of the immordsance
of maintaining civil alrports snd civil facilities adequete for civil aviation.
It is our policy, ~#nd will continue to be our poliecy, to sdvise and consult with the
military departments concerned. In carrying cut this policy, the safely factor,
of course, is of primary concern. Where it iz shown that a guestior ol salety
is involved, #n eirport may be wlthdrawn from clvil use for a limited pericd of time,
In executing this policy, the CAA will:
1. Upon request and throuph official channels of liaison, furnish te the military
agencies the benefit of our technical advice ond £11 information nnd daba
available to this Administration, both in ihe Repions and in Washinpton,

necessary in the initial planning sand selecticp of those eivil sirports




required Tor militarv use.

2. lake available all pertinent data regarding the present and anticipated
volume of traffic in the foreseeable “ntures data concerning the physical
acpects of the sirports and their sdaptability to militars uge; end any

other service or in/ormeticon required in this connection.

1

3. 4ssist the representatives desigmated b+ the military to inspect Lhose
civil airports beinr considered for military use, provided, notice is piven

"sufficiently in advance to arrange for appropriaste GAA representation,

L.‘AUpbn the fiﬁal selection of & civil airport for military use, furnish competent
consultation to the military representatives resporsible for e ﬂrpparptiep
of the directives for the acquisition of these facilities, if such consulta-
tion is desired, and will support the military to whatever extent necessary

in effecting those recommendations made by autherized CiA persommel.

Tt is believed that many conflicts between eivil and military interests
can be prevented if personnel of this administration are alforded sn epportunity
to consult with the military represcntatives responsible for the preparation of
e directives relative Lo the militery zecuisition of civil airports,. It is
hoped that rrronpements can be worked out with all of the military departments
concerned, assuring CAA participstion znd arranpements whereby coples of such
directives will he furnished to soproprizte CAA officials at the sape time they
are forwmerded to the apency representinr the military, We car then bernefil by
heving a knowledre of the conterts of such directives in the final nepotiztions

with the owniﬁp apency amvl the mwilitary.
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Using the above principles as a guide, it is the opinion of this Administratién
thaf, in most cases, both the military snd civil aviation interests can be
protected,.without undue interference with each other, by the public agency
enteriﬁ; into an airport use agreement with the militery for as long a term
as mutually desired, orovided, the public agency retains control and management
of the landing area snd those other areas not required exclusiyely for military
pﬁrposes. The owner should reserve at least the minimum ground space required
for'the civil activities to be accommodated on the airport during the period of
militzrv nse, and should be responsible for the maintenance of these and all
.other éreas under its Jjurisdiction and management. The owner should cperate the
lahding area as @ public landing area and, to thet end, provide the rilitary
, tpe same serviées as those furnished other users, With the exceoticn of maintenance
charges, th% matter hf fees and cherges for military use of civil aifports should
be left to ﬁhe airport owner and the military agency involved. liith respect ﬁo
mainteqance charges, it is the policy of the CAL to furnish all desired
agsistance to the militery apency and to advise the airport owner as ray be
necessary to preserve the utility of the airport for civil use.

In this connecticn, the CA2 has prepared a list stating iﬁ four categories
which airports, in our ovinion, should be used for the purposes stated.

A fﬁrﬁ of airport use agreenment has been drafted by a working group of the
Airport Use Panel. This agreement was transmitted to you prior to the meeting.
Although you will note that the agreement was drafted in conjunction with repre-
sentatives of the CAA, the CAA position relative to such agreement has not been
established. . I wonit po into detail about the previsions of the agreerent since
I am sure you heve studied them thoroughly. The Administrator wishes the
Committee to meke recommendations with respect to the use apreement and its
provisions in order that the CAA position may be established. In line with the

recommendations of bthe .Conmmittee, thie CAA would then be in ¢ bett=r nositior
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to discuss the entire agreement with the military depsrtments. Although I
will not discuss which provisions the Office of Airports is concernmed sbout,
it ié'wgll to bear in mind thzat thiis document is not in any waj, shape or form
a2 document of the CAA. It also should be understood that the Administralor is
reguesting the comments of the Cormittee, nol 2¢ 3 member of the Alirport Use
Panel, but as the Administrator of Civil ‘eroneubics. 1t 4s our firm conviction
that if é stahdafd form of agréement could be devised which would be satisfactory
to tﬁe military as well as to the civil spgencies, rany, if not most, of our
problems will be resolved. If a standard forr of agreement is accepted by the
parties concernéd; it will have the fdll support of the Cih, and instructions
' wiii be issued to our field persomnel to that effect.

1L is believed that in relatively few cases involving military use of
airports circumstances will arise which would require this Administration to
object to such use, notwithstanding the provisioné of the agreemerts entered into
by Lhe Government and the owning apency. Conceivably, they would apply to airports
at which the additions1l military traffic would cause saturation of =2ir or pround
lspacevunder existing or foreseeable future conditions, or wher circumstances
are such that civil actlvities, essential to. the national defense s#nd eccnomy,
would be displaced. |

If the Committee hes ary additional suggestiors or recommendations on this

subject, it is our wish that you let us have the benefit of them.






