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2024 - 2025 BUDGET

Budget Message

The following is the 2024-2025 Frankfort Dow Memorial Field (FKS) Operating
Budget as proposed by the Frankfort City-County Airport Authority (FCCAA) in
accordance with the State of Michigan Public Act of 1968 - The Uniform
Budgeting and Accounting Act, as amended.

This document outlines issues and trends for the new fiscal year and includes the

Michigan Department of Transportation Aeronautics (MDOT) economic impact
report.

The budget provides a blueprint of the FCCAA's efforts to meet the project goals
addressed in the ACIP and obtaining an un-provisional General Utility License
through the State of Michigan’s Bureau of Aeronautics. This document is a

communication tool to assist the FCCAA in being accountable and financially
transparent.

The 2024-2025 budget is balanced, obligations and ACIP is fully funded. The
FCCAA's policies stress the importance of a balanced budget, meaning at the

end of the fiscal year, revenues do not exceed expenditures and available fund
balance.
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As published in the July 18, 1935, edition of the Benzie Banner:

"The sloping take-off runway and surrounding fields of Frankfort's new airport
would make it the best landing spot in northern Michigan.” This statement was
issued by Col. Floyd Evans, director of the state aeronautical board, in his
periodical bulletin to airports throughout the state of Michigan. Col. Evans was
one of the main speakers at the dedication ceremony of the Frankfort airport
Saturday.

Preliminary to the ceremony was the Coast Guard drill starting at 1:30 o-clock.
Rev. Harry Smart, of Frankfort gave the dedication prayer an hour later. Speakers,
in addition to Col. Evans, were Mayor E. R. Luedtke and M. D. Van Wagoner, state
highway commissioner.

Twenty planes individually and commercially owned glided down onto the
stubble field from all sections of the state Saturday to have a part in the
dedication maneuvers. Tiny monocoupes, graceful, streamlined speed planes,
and huge trimotors roared and zoomed over fields that only a short time before
had known only the commands of a farmer to his horses. It was a breathtaking
sight to behold the airships flying about boldly, like pioneers blazing new trails
in the wilderness.

The airport was brought to this community through the combined efforts of
Crystal Lake Township, the City of Frankfort, and the state department of
aeronautics, which gave splendid cooperation throughout.  Far-seeing
businessmen of this resort region expect to have soon a regular run of planes
carrying resorters to and from this section and the big cities. John Vette, who
with his partner, Lew Huck, from Detroit, will use the field as a landing place for
their biplane all summer, is using his influence on a friend in Chicago to establish
a commercial run.

E. H. Raichel, member of the city commission of Frankfort and manager of Crystal
Canning company, was appointed by the state department as manager of the
airport. A plot of ground one hundred acres in area, in the side and bottom of a
small valley outside of Frankfort, the landing field is relatively level, sloping, and
entirely free of rocks and trees. It was purchased by the city and county
governments and cleared as a CWA project.”
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Frankfort City-County Airport Authority

In 1996, the City of Frankfort and Benzie County agreed to form the Frankfort
City-County Airport Authority. Prior to that date, the Marina and Airport
Authority, of the City of Frankfort, administered the airport. The City-County
Memorandum of Understanding states that the Authority is “an intra-county
authority, financed through voluntary funding by constituent entities or voter-
approved county-wide millage.”

In 2006, after a series of township resolutions, Crystal Lake Township entered
FCCAA membership. The current board consists of two members appointed by
the City of Frankfort, two members appointed by the County of Benzie, two
members appointed by Crystal Lake Township and one member by the FCCAA
board.
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The “City of Utica,” designed by Stanley W. Smith, at the 1938 Glider Contest.
Frankfort has been a soaring mecca since the early 1930’s. The city is the home
of the sailplane company, which manufactured the first designated military
training glider. The area also hosted two national soaring meets and numerous
Midwest gliding contests.



The development of the budget for FCCAA is the annual financial plan. It
defines what projects and operations the Authority is funding for the
budget year beginning July 1. It determines what revenues are available
and how the money will be spent.

The FCCAA currently follows a modified accrual accounting basis to
develop its annual budget. In the accounting method, revenue is recorded
inthe year itis earned and expenditures are recorded in the year when the
services are performed.

Factors:

Airports are as unique in appearance as they are in function and vary as
much as the airplanes that use them. At FKS, a smaller, general aviation
airport, the needs are simple, and the primary goal is functionality.
Operating on finite resources dictates the need to prioritize.

FKS budget covers the day-to-day operations that include labor,
scheduled and unscheduled repairs of buildings and equipment, snow
removal in the winter and grass cutting in the summer, and airfield
expenses that pertain to very specialized equipment.

FKS strives to become a self-sufficient airport, generating income from its
various revenue sources.

FKS is held to specific guidelines and is part of a larger network described
as the national transportation system.

This structure is referred to as the National Plan of Integrated Airports
System (NPIAS) that identifies existing and proposed airports that are
critical to the national transportation system. The focus is to provide a
comprehensive plan to ensure a productive national economy and
international competitiveness.



To best use all the national aviation resources, planning must ensure the
safest, most efficient, and environmentally responsible aviation system in
the world that meets the needs of the traveling public.

The NPIAS falls under the regulatory arm of the Federal Aviation
Administration (FAA). The FAA provides guidance to airports, helping and
guiding them to remain eligible for federal funding.

The guidance focuses on several specific areas to include principles of
safety, efficiency, affordability to both the users and government, flexible
and expandable while remaining compatible, adaptable, versatile, and
integrated.

Approximately 4,940 public-use airports are included in the NPIAS. This
system also provides a framework for airports to follow when requesting
funding of specific development projects.
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The FAA, following legislation, may provide funding to assist an airport in
completing the identified projects. The primary funding source for the FAA
is the Airport Improvement Program (AIP). AIP provides grants to airports
to fund qualified projects. AIP funding splits into two categories and types



of funding according to AIP legislation: apportioned funds, known as
entitlement funding, and discretionary funding.

Entitlement grants are distributed to eligible airports at distinct levels
determined by the passenger traffic that travels through the airport.

Airports having passenger counts of 10,000 or more enplanements per
year qualify for an annual grant of $1-million in funding for approved
projects; airports with less than 10,000 passengers are eligible for an
annual grant of $150,000 that could also be used on approved projects.
These funds are provided at a 90% federal, 5% state and 5% local split.

Discretionary funding is another part of the AIP program, but these funds
are what remains after the entitlement funds are distributed. These funds
are divided among various projects relating to noise mitigation,
environmental, Military Airports Program (MAP), and other approved
projects.

FKS, in the last few years, has qualified for the annual $150,000 under the
entitlement segment of the AIP, and has recently been successful at getting
funds through both MAP and Discretionary programs for projects that
require additional funds.

When requesting any funding from the AIP, an airport will provide the FAA
with an ACIP that will look to the future as far out as ten years. The ACIP will
list the projects that the airport is requesting money for and include the
estimated cost and justification.

The FAA reviews the plan and compares the airport’s priorities against their
official ranking system that identifies thirty-two specific items by
importance, starting with runways as number one.

Every project will go through a vetting process to ensure it remains in the
national goals and ranking for importance.

FKS's planned project for the coming years will be to eliminate the debt
obligation from the 2023 avigation easement settlement.



Date of Payment Payment Principal Interest  Remaining
Principal
Balance
Jan. 12,2024 $390,000 $1,635,000
Nov. 1, 2024 $1,524,932 $1,443,862 $81,070 $191,068
Nov. 1, 2025 $204,443 $191,068 $13,375 $0

In Jan. of 2024, the Michigan Aeronautics Commission (MAC) approved a
grant in the amount of $497,788 to FKS. The grant consists of 2022, 2023,
and 2024 allocations of Bipartisan Infrastructure Law (BIL) of Airport
Infrastructure Grants (AIG) in the amounts of $159,000.00, $145,000.00,
and $144,000.00, respectively. Federal grants are matched by the State of
Michigan by five percent or $24,894.00 and by the FCCAA of five percent
or $24,894.00.

In May of 2024, the FAA awarded FKS $691,792 from their supplemental
discretionary grant program.

The Authority will use the grant money for reimbursement of legal,
professional and bond fees accrued for the air easement relating to the
2023 avigation settlement.



REVENUES

State and Federal Grants

Local Government Appropriations
Hangar Rentals

Tower Leases

Fuel Sales

Charges for Services, Misc. Income
TOTAL REVENUES

EXPENDITURES
Project Commitments
General Operating
Hangar Maintenance
Tower Fees

Fuel Costs, Fees

Professional Contracts and Services
TOTAL EXPENDITURES

Change in Net Position
Fund Balance, Beginning of Year

Projected Fund Balance, End of Year
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316,000
45,000
58,000
37,000
60,000

7,300

523,300

316,000
90,000
27,000
27,000
57,700
30,000

547,700

(24,400)
205,720
181,320



REVENUES 2022-2023 2023-2024 2024-2025

Actual Projected Budget
Grants, $13,000 $1,543,251 $316,000
Federal and State
State $0 $225,720 $0
Reimbursement
Local Government $39,000 $39,000 $45,000
Appropriations
Hangar Rentals $56,906 $55,000 $58,000
Tower Leases $35,264 $38,400 $37,000
Fuel Sales $51,262 $60,000 $60,000
Charges for $6,288 $4,145 $6,000
Services
Miscellaneous, $8,083 $500 $1,300
Interest
TOTAL $209,803 $1,966,016 $523,300

e |Local government appropriations consist of $15,000 from the City
of Frankfort, Benzie County and Crystal Lake Township.
e FKS has twenty-three (23) airplane hangars for rent. All are occupied.
e The Authority leases tower space to a communications business.
e Aviation fuel is available for sale at FKS.
e FKS charges landing fees for aircraft.
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Revenues

Fuel
12%

Tower

Hangar
11%

Grants
60%

Services

1%
Local /

Misc.

The $45,000 invested into FKS, by local governments, is rewarded by a local
economic return of $1,032,000 as detailed on pages 16 and 17.
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EXPENSES

Project
Commitments

General
Operating

Professional
Services

Fuel

Communication
Tower

Hangars

TOTAL

As an alternative to voluntary appropriations, per the Community Airports Act
206 of 1957, the FCCAA may levy an ad valorem property tax on taxable
property, within Benzie County, at a rate of not to exceed 1-mill, upon approval
of the majority of the electors in Benzie County voting on the question.

A county-wide tax rate of 0.0300 mills (3-cents of taxes for every $1,000 of taxable
value) would be sufficient to cover a FCCAA budget of $50,000 per year. For
example, a taxable value of $150,000 would generate $4.50 per year of tax

revenue.

2022-2023
Actual
$0
$151,081

$85,084

$53,052

$24,956

$7,000

$321,173

2023-2024
Projected

$1,577,081

$1,845,281
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$78,900

$95,000

$61,000

$26,200

$8,000

2024-2025
Budget
$316,000
$20,000

$30,000

$57,700

$27,000

$27,000

$547,700



Expenses

Hangars

Professional 5%

5%

Fuel
11%

Tower
5%

Projects
58%

General
Operations
16%

FKS has struggled with deficits and rising costs; needing to do more with less.
The Authority is confronting this dilemma by looking at the processes to evaluate
wasteful, inefficient, and unnecessary steps to become more efficient,
responsive, and satisfying to citizens and airport users. The Board's goal is to
think dynamically, work towards continuous improvement and ensure that FKS

adds value to the community.



Operations:

Hangar Income
(Hangar Utilities)
(Hangar Repairs)
Tower Income
(Tower Fees)

(Tower Utilities)

Fuel Sales

(Fuel Costs)

(Fuel Farm Maint.)
(Taxes)

(Fees)

User Income

Misc. Income
(Admin. Salary, FICA
(Maintenance Wages, FICA

(Insurance

)

)

)

(Equipment Repairs)
(Weather System)
(Professional Development)
(Terminal Utilities)
(Supplies)
Non-Operations:

Grant Income

(Project Commitments)
(Professional Services)
Voluntary Appropriations:
City of Frankfort

Crystal Lake Township
Benzie County

Beginning Fund Balance
Fund Balance Gain (Loss)
Ending Fund Balance

58,000
(7,000)
(20,000)

31,000

39,000
(25,800)
(1,200)

10,000

60,000
(50,800)
(3,500)
(1,900)
(1,500)

2,300

6,000
1,300
(39,000
(5,000
(15,000

)
)
)
(14,500)
)
)
)
)

(82,700)

316,000
(316,000)
(30,000)

(30,000)

15,000
15,000
15,000

45,000

15

205,720
(24,400)
181,320



A study by CDM Smith with Airport Solutions Group, LLC, City Point Partners,
LLC, and Think Argus, collected information from a variety of sources, all of which
served as the input for an economic impact model. This model estimated each
airport's impact generated by aviation activities occurring directly on the
airports, such as operations by aircraft maintenance businesses, flight schools,
as well as capital improvement projects.

ECONOMIC IMPACT MODEL + = Total Impacts
Capital Improvement On-Airport Impacts Visitor Impacts
* Consultants * FBOs e Hotel Stay
¢ Engineers ¢ Aircraft Repair ¢ Dining
e Construction * Flight Schools ¢ Entertainment

-~ " . wry ﬁ
N _l R . :
Auto y - . » b ,,,,,,,,,,, =llllIl==ln
Repair B Ly Shipping
N 4 -

Doctor
Visit Tuition

Payments

Groceries
Internet
Service

Utility Bills
Mortgage

The benefits of an airport go beyond what is seen on the airfield. As the diagram
shows, there is a great deal of economic activity that takes place beyond the
airport fence. Expenditures by the airport and businesses/government agencies
from the airport trickle through the economy, influencing people and businesses
nearby. For example, when an aircraft mechanic working on the airport
purchases local goods and services, such as gas or groceries, that spending
circulates through the local economy by supporting the jobs and payroll of other
businesses and thereby generates additional economic activity that is referred
to as multiplier impacts. Additionally, visitors flying to the area typically spend
money in the local community. The total impacts reflect all the economic activity,
not just what can be witnessed on the airport.
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Michigan Department of Transportation - Office of Aeronautics

FRANKFORT CBA Community Benefits Assessment

Airport Role in Economy

Airport: Frankfort Dow Memorial F MASP Tier Tier 2 Evaluated for Year: 2022

City: Frankfort MASP ARC B-II

Current FAA ARC B-I Activity Data

County:h 2Zr:ie Airport Features Total Operations: 5,441

Ownership: i 2

Scenarcr Curent Pimar Runwey Lengh L W

e A Bangia Primary Runway Width 75 Total Cargo Tons: =

Run Date: 10/9/2023 8:03:59 AM Instrument Approach NPI |
Jobs Income ($) Output ($)

Direct Effect Local  State Local State Local State

1. Airport (incl. FBO and air related tenants) 2 2 $118,000 $118,000 $0 $0

2. Airport Tenants: non-air related 1 1 $7,000 $7,000 $54,000 $54,000

3. Off-Site: Supported by Visitor Spending 11 11 $239,000 $239,000 $760,000 $760,000

4, Off-Site: Staff or Cargo Reliant 0 0 $0 $0 $0 $0

Supplier and income re-spending effects*

5 -due to Airport and Related Activities* ¥ 0 0 $0 $0 $0 $0

6 -due to Visitor Spending 3 5 $57,000 $166,000 $218,000 $563,000

7. -due to Reliance on Air Transport 0 0 $0 $0 $0 $0

8. Total Impact from Airport Activities 17 19 $421,000 $530,000 $1,032,000 $1,377,000

Tax Generated by Aviation-Related Activity At-Airport Off-Site

9. State Income Tax $3,000 $10,000

10. State Sales Tax 43,000 $79,000

11. Tax generated by fuel sales $325

Annual Capital Expenditures

Total Federal $ State $ Local $
2022 Budget: $91,135 $66,246 $12,445 $12,444
2017 MASP Goals: Other Attributes
Serve Significant Population Centers Tier 3
Serve Significant Business Centers Tier 3
Serve Significant Tourism/Convention Centers  Tier 2
Provide Access to the General Population Tier 3
Provide Adequate Land Area Coverage Tier 3
Preserve Regional Capacity Tier 3
Serve Seasonally Isolated Areas Tier 3
Inclusion in NPIAS

¥ on the Service-area economy as defined by the user
** Supplier and income re-spending effects pertain only to air-related and air support activities

ARC = Airport Reference Code
NPIAS = National Plan of Integrated Airport Systems
Average visitor spending (per visitor): $192.00

Visitor spending source: Prosperity Region
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Prem&Newhof

Enginecrs s Surveyors s Environmeneal s Laboratory

Memorandum

Date: October 25, 2023

To: Ms. Kamnie Zeits

Company: Sondee, Racine & Doren, PLC
From: John A Stroo, P.E.

Project#: 2190466
Re: Summary of Airport Improvement Program (AIP) funding

The Airport Improvement Program (AIP) provides grants to airport sponsors (owners) for
the planning and development of public-use airports included in the National Plan of
Integrated Airport Systems (NPIAS). The origin of AIP was established in 1970 under
the Airport and Airway Development Act to promote the development of a national
airports system. This act created the Airport and Airway Trust Fund. The Trust Fund
collects revenue from various aviation-user taxes on passenger tickets, air freight and
aviation fuel, aviation fees and other sources. The program was renamed as AIP in 1982
but continues to be funded through the Airport and Airway Trust fund.

The current program authorization was enacted in 2018 and was set to expire on
September 30, 2023. The US House of Representatives passed a reauthorization bill
increasing AIP funding in July 2023. Reauthorization going through the Senate process.
The most recent AAT fund balance was reported by FAA as $14.80 billion
(https://www_faa.gov/about/budget/aatf) at the end of FY21.

Frankfort Memorial Dow Airport meets the criteria for NPIAS funding as a general
aviation airport. The 2018 AIP authorization (as with previous ones) allocated $150.000
per year to general aviation airports. This allocation 1s generally referenced as
Entitlement Funds. Entitlement funds provided to general aviation airport sponsors are
limited to 90% of the total grant amount. The remaining 10% must be matched by other
funding sources. This results in total funding of $166,666.67 per year. Frankfort currently
has about $389,000 in AIP funding available from 2022 and previous years.

The Government of the United States passed the Infrastructure Investment and Jobs Act
in 2021. This act 1s frequently referenced as the Bipartisan Infrastructure Law (BIL). As
part of this law, NPIAS airports were allocated additional funding based on the airport’s
role 1n the national airspace system. A formula for determining funding amounts was
included in the bill. However, exact funding amounts were not. Funding for Frankfort
was set at $159,000 1n 2022 and $145,000 in 2023. Michigan Department of
Transportation, Office of Aeronautics (MDOT AERO) assumes funding will be
apprommately $150,000 per year for the remaining three years of the law. These funds
also require a local 10% match. We were informed by MDOT that Frankfort’s BIL funds
currently available as well as future BIL funds may be allocated by MDOT to Frankfort
to pay the Consent Agreement including to make bond payments for any bond issued to
pay a portion of the Consent Agreement.

3355 Evergreen Drive NE  Grand Raplds MI 49525 t 616-364-8491 f. 616-364-6955 www.preinnewhof.com
Usars/coury2k Desktop! Airport Prosentaion FW_ memo regarding FAA funding process - Framkdort fmem 2023 10 25 ATP funding docx
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Ms. Karrie Zeits
October 25, 2023

Page 2

The State of Michigan has implemented a law genenically called the “Channeling Act”.
This law requires the State of Michigan to apply for and accept grants from various
departments of the federal government. Local government entities. including airports,
must submit grant applications to the State which in turn submits them to the federal
government.

The Federal Aviation Administration (FAA) also has a program called the “State Block
Grant Program™ where a division of the State government assumes many of the functions
of the FAA. Michigan 1s part of the FAA State Block Grant program and the Michigan
Department of Transportation, Office of Aeronautics (MDOT AERO) assumes some of
the FAA functions.

One of the assumed responsibilities is the receipt and distribution of grant funding from
AIP, BIL and all other federal grants. Airport sponsors (legal airport owners) must submit
an airport capital improvement program to AERO each year to before making a funding
request for the next year. A project must be on the ACIP to receive funding the following
year. MDOT incorporates multiple general aviation airport requests into one funding
application. Historically, multiple funding applications were made by MDOT to FAA
each year. Recently, FAA has been seeking modifications to the process and limit MDOT
to one flmdmg request per year. Once the funding request 1s recerved, FAA begins
processing the request for issuance of the state block grant. Once the state block grant is
executed, MDOT receives the federal funding and dispenses it to individual airport
sponsors. MDOT has not yet requested Frankfort’s entitlement funds from 2023 and 2024
from FAA. We were informed by MDOT of their intent to request those funds as soon as
practical.

For land or easement acquisitions, the property agreement must be ready for closure or
similar legal milestone (Consent Agreement) before funding will be allocated. A request
for funding (typically reimbursement) is submitted to AERO. The request is reviewed for
compliance and completeness with respect to FAA funding eligibility and submitted to
the Michigan Aeronautics Commission (MAC) for approval. The MAC meets six times
per year. Funding requests are due one month before each meeting. The request for
funding of the Consent Agreement for Parcels E32 and E36 was submitted to MDOT 1in
October 2023 and 1s expected to be on the November 2023 MAC meeting agenda for
approval. We were informed by MDOT that Frankfort’s AIP entitlement funds currently
available as well as future entitlement funds will be allocated by MDOT to Frankfort to
pay the Consent Agreement including to make bond payments for any bond issued to pay
a portion of the Consent Agreement.

MAC typically approves projects without adding additional stipulations. In my
expenience, MAC has not denied funding to any project that 1s eligible for funding. After
approval by MDOT, a sponsor contract (grant) is sent to the airport sponsor for
execution. MDOT needs approximately two weeks to 1ssue sponsor contracts following
the MAC meeting. It can take one day to four weeks for a sponsor to execute the sponsor
contract. Once executed by the sponsor, 1t typically takes MDOT another two weeks to
complete the execution and make funding available.

Availability of funding in any given year 1s normally dependent on when the US
Congress appropnates funding to FAA. Politics can become a factor and divide or delay
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Ms. Karrie Zeits
October 25, 2023
Page 3

appropriation. AERO did not receive the 2023 State Block Grant from FAA until late in
the federal fiscal year. This is not the first-time appropriation has been delayed. To
mitigate the impact of delayed appropriations in the future, Prein&Newhof recommends
using September 30 (the last day of the federal fiscal year) as the date when federal
funding becomes available.
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Airport Improvement Program History

The Federal Government initiated a grants-in-aid program shortly after the end of World War 11 to
promote the development of a system of civil airports to meet U.S. aviation needs. This early program,
the Federal-Aid Airport Program (FAAP), was established with the passage of the Federal Airport Act
of 1946 and funded from the general fund of the Department of Treasury. The FAAP grants could be
used for basic airport development, including airfield construction, passenger terminals, entrance roads,
and land needed for the airport.

Airport and Airway Development Act of 1970: The Airport and Airway Development Act of 1970
(P.L. 91-258, enacted May 21, 1970) established a more comprehensive program. This act provided
grant assistance for airport planning under the Planning Grant Program and for airport development
under the Airport Development Aid Program (ADAP). The source of funds was a newly established
Airport and Airway Trust Fund that derives its revenues from aviation user taxes on items such as
airline fares, airfreight, and aviation fuels. The act was amended several times and was extended 1 year
before expiring on September 30, 1981.

The Airport and Airway Improvement Act of 1982: The Airport and Airway Improvement Act of
1982 (title V of the Tax Equity and Fiscal Responsibility Act of 1982, P.L. 97-248, enacted September
3, 1982) established the successor grant program, the Airport Improvement Program (AIP). The AIP
provides assistance under a single program for airport planning and development with user taxes from
the Airport and Airway Trust Fund. This 1982 act also provides funds to conduct noise compatibility
planning and to implement noise compatibility programs that are authorized by the Aviation Safety and
Noise Abatement Act of 1979 (P.L. 96- 193, enacted February 18, 1980).

The Airport and Airway Improvement Act has been amended several times. The first amendment,

enacted barely 1 month after the initial statute, was the Continuing Appropriations Act (P.L. 97-276,
enacted October 2, 1982). It provided authority to convert unused apportioned funds for use in the award
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of discretionary grants. The Surface Transportation Assistance Act (P.L. 97-424, enacted January 6,
1983) increased the annual authorizations for the AIP for
FY 1983 through FY 1985.

The Airport and Airway Safety and Capacity Expansion Act of 1987: The Airport and Airway
Safety and Capacity Expansion Act of 1987 (P.L. 100-223, enacted December 30, 1987) extended AIP
grant authority for 5 years. It authorized $1.7 billion each fiscal year through 1990, $1.8 billion for FY
1991, and $1.9 billion for FY 1992. This act also authorized FAA to use the LOI process to finance
high priority capacity projects with funds that become available in future fiscal years. Another
provision of the 1987 amendment authorized an SBGP in three states during FY 1990 and FY 1991.
The FAA initiated this program with Illinois, Missouri, and North Carolina. The amendment also
established a DBE Program to help small business concerns owned and controlled by socially and
economically disadvantaged individuals. Under the statutory authority establishing the DBE Program,
not less than

10 percent of AIP funds made available yearly for approved construction projects must be awarded to
DBE firms and individuals. However, subsequent Supreme Court decisions and the resultant revisions
to the DOT’s DBE regulations require DBE goals to be “narrowly tailored.” Therefore, DBE goals
must be based on demonstrable evidence of the relative availability of DBEs ready, willing, and able
to participate in DOT-assisted contracts.

The Aviation Safety and Capacity Expansion Act of 1990: The Aviation Safety and Capacity
Expansion Act of 1990 (P.L. 101-508, enacted November 5, 1990) allowed public agencies controlling
commercial service airports to charge a $1, $2, or $3 passenger facility charge to enplaning passengers
using the airport. The act required that public agencies wanting to impose such PFCs must apply to FAA
for such authority and meet regulatory requirements spelled out in the legislation and the implementing
regulation title 14 CFR, part 158, issued by FAA in

May 1991.

The Airport and Airway Safety, Capacity, Noise Improvement, and Intermodal Transportation
Act of 1992: The Airport and Airway Safety, Capacity, Noise Improvement, and Intermodal
Transportation Act of 1992 (P.L. 102-581, enacted October 31, 1992) authorized the extension of the
AIP at a funding level of $2.025 million through FY 1993. This act included several changes in the
AIP. The primary changes include the expanded eligibility of development under the MAP, as well as
eligibility for the relocation of air traffic control towers and navigational aids (including radar) if they
impede other projects funded under the AIP, the eligibility of land, paving, drainage, aircraft deicing
equipment, and structures for centralized aircraft deicing areas. Additionally, projects are to comply
with the Americans with Disabilities Act of 1990, the Clean Air Act, and the Federal Water Pollution
Control Act. The act also increased the number of states that may participate in the SBGP from three to
seven and extended that program through FY 1996. In 1993, the FAA added Michigan, New Jersey,
Texas, and Wisconsin to the program.

The AIP Temporary Extension Act of 1994: The AIP Temporary Extension Act of 1994 (P.L. 103-
260, enacted May 26, 1994) extended the authorization of the AIP until June 30, 1994. This act
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stipulated that the minimum amount to be apportioned to a primary airport based on passenger
boardings would be $500,000. The act also modified the percentage of the AIP funds that must be set
aside for reliever airports (reduced from 10 percent to 5 percent), commercial service nonprimary
airports (reduced from 2.5 percent to 1.5 percent), and system planning projects (increased from 0.5
percent to 0.75 percent). It also provided a minimum level of discretionary funds after August 1, 1994,
If the discretionary funds remaining after all formulas and set-asides were calculated were less than
$325 million, all set-asides and apportionments (except Alaska supplemental funds) must be reduced
by equal percentages to provide this minimum level of discretionary funds. Eligibility for terminal
development was expanded to allow the use of discretionary funds at reliever airports and non-hub
primary airports.

Codification of Certain U.S. Transportation Laws at Title 49 U.S.C.: Codification of Certain

U.S. Transportation Laws at title 49 U.S.C. (P.L. 103-272, enacted July 5, 1994) repealed the Airport
and Airway Improvement Act of 1982, as amended, and the Aviation Safety and Noise Abatement Act
of 1979, as amended, and recodified them without substantive change at title 49 U.S.C., section 47101,
et seqg. Several notable name changes were contained in the recodification language. The term
“enplanements” was replaced with the term “passenger boardings.” The codification also uses the term
“passenger facility fees” instead of “passenger facility charges.” These terms, when used in a
discussion of legislative provisions and program objectives, are interchangeable.

The Federal Aviation Administration Authorization Act of 1994: The Federal Aviation
Administration Authorization Act of 1994 (P.L. 103-305, enacted August 23, 1994) extended the AIP
until September 30, 1996. This act increased the number of airports that can be designated in the MAP
from 12 to 15 but required that FAA identify projects at newly designated airports that would reduce
delays at airports with 20,000 hours of delay or more. It also expanded AIP eligibility to include
universal access control and explosives detection security devices. This act also imposed a requirement
for several actions by FAA and airport sponsors related to airport rates and charges and airport revenue
diversion.

The Federal Aviation Reauthorization Act of 1996: The Federal Aviation Reauthorization Act of
1996 (P.L. 104-264, enacted October 9, 1996) extended the AIP until September 30, 1998. Various
changes were made to the formula computation of primary and cargo entitlements, State
Apportionment, and discretionary set-asides. Specifically, under primary airport entitlements, the
formula was adjusted by changing the credit for the number of enplaning passengers over 500,000 from
$0.65 to: (1) $0.65 for the passengers from 500,000 up to 1 million, and (2) $0.50 for each passenger
over 1 million. Cargo entitlements were decreased from 3.5 percent of the AIP to 2.5 percent of the
AlP.

State Apportionments were increased from 12 percent of the AIP to 18.5 percent, with the previous set-
asides for reliever and nonprimary commercial service airports removed. The eligibility for use of State
Apportionments was expanded to include nonprimary commercial service airports. The system planning
set-aside was also eliminated.
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The noise and MAP set-aside computations were also changed from 12.5 percent and 2.5 percent of the
total AIP, respectively, to 31 percent and 4 percent of the discretionary fund. In addition, previously
there was a minimum level of $325 million for the discretionary fund after subtraction of the various
apportioned funds and set-asides. This act changed the minimum discretionary fund level to $148
million plus the total amount required from the discretionary fund to carry out in the fiscal year LOIs
issued prior to January 1, 1996.

Three new pilot programs for innovative financing techniques, pavement maintenance, and privatization
of airports were added to the program. Other changes included changes to the MAP in the number of
airports under the program, criteria for selection, project eligibility, and permission to extend MAP
participants for an additional 5-year period.

The SBGP was formally adopted by removing the designation of “pilot” and the number of participating
states was increased first to seven states in 1993 and then to nine states in 1998. Following enactment,
the FAA added Pennsylvania and Tennessee to the program.

The act also aligned the PFC Program and the AIP to permit both to be used for funding projects to
comply with Federal mandates and to relocate navigational aids and air traffic control towers. However,
these relocations would be eligible only when needed in conjunction with approved airport
development using the AIP or PFC funding. Finally, new provisions for revenue diversion enforcement
were added to the FAA's authority.

1999 AIP Extensions: During FY 1999, four separate public laws extended the AIP through September
30, 1999:

1. Initial Extension. P.L. 105-277, enacted October 21, 1998, extended the AIP for a 6-month period
ending March 31, 1999. The AIP contract authority was established at $1.205 billion, and the
obligation limitation was established at $975 million. This public law created new project
eligibility, during FY 1999 only, for assessments of turn of the century (Y2K) CY 2000 processing
capabilities for airport technology systems.

2. Second Extension. P.L. 106-6, enacted March 31, 1999, extended the AIP for a 2-month period
until May 31, 1999, increasing the contract authority by $402 million and the obligation limitation
to $1.3 billion or an additional $325 million. In addition, the public law relocated the small hub
fund from the discretionary fund to the small airport fund. Further, the law removed a cap of $300
million that was placed on the discretionary fund.

3. Third Extension. P.L. 106-31, enacted May 21, 1999, extended the AIP until August 6, 1999. It
increased the AIP contract authority by $443 million and increased the obligation limitation for FY
1999 by $360 million to a total of $1.66 billion. The law further restored discretionary set-aside for
the MAP, which was inadvertently permitted to expire.
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4. Final Extension. P.L. 106-59, enacted September 29, 1999, extended the AIP to September 30,
1999. This law increased the AIP contract authority to $2.41 billion, an increase of $360 million.
The obligation limitation was increased to $1.95 billion, an increase of $290 million.

The Wendell H. Ford Aviation Investment and Reform Act of the 21st Century (AIR-21):
P.L. 106-181, enacted November 5, 2000, reauthorized the AIP through FY 2003. AIR-21 instituted
many changes to the program, including changes to funding levels, revised criteria for program
eligibility, and expanded pilot programs. Some of these changes were as follows:
1. The authorized AIP funding level significantly increased in FY 2001 to a level of $3.2 billion,
growing to $3.4 billion in FY 2003.
2. Formula changes became effective in FY 2000 without regard to the total AIP level, including:

a. The minimum passenger entitlement increases from $500,000 to $650,000.

b. A cargo entitlement increases from 2.5 percent of the AIP to 3 percent; and

c. A set-aside increases for noise compatibility planning and projects from 31 percent of
discretionary funds to 34 percent.

3. The following changes would be made to the AIP formula if the amounts made available to the
AIP through the appropriations process equal or exceed $3.2 billion in FY 2001 and beyond:

a.Passenger entitlements determined by formula would double.
b. Minimum passenger entitlements would increase to $1 million; and
c.Maximum passenger entitlements would increase from $22 million to $26 million.

4.  State Apportionment increased from 18.5 percent to 20 percent with each nonprimary
airport entitled to an individual apportionment based on the lesser of one-fifth of the airport’s 5-
year capital needs as identified in the FAA’s NPIAS or $150,000. The remainder is distributed
to states based on the proportions of both the land area of each state to the total land area of all
states and the population of each state to the population of all states.

5. A new “super reliever” airport set-aside was established. An amount equal to two-thirds of
1 percent is to be made available for grants to airport sponsors of reliever airports based on four
criteria:

a.More than 75,000 annual operations.

b. A minimum usable runway length of 5,000 feet.
c.A precision instrument landing procedure; and
d. A minimum number of based aircraft as determined by the Secretary of
Transportation or has been designated by the Secretary of Transportation as a reliever
airport. (This set- aside is not provided if the AIP is less than $3.2 billion.)
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6.  Two new pilot programs were established—one for low emission vehicles and supporting
infrastructure and another for projects implemented through design build contracts. AIR-21 also
extended the innovative finance pilot program and made the pavement maintenance pilot
program permanent.

7. The maximum allowable PFC increased from $3 to $4 or $4.50. A large or medium hub
airport that imposes a PFC at the $4 or $4.50 level would be obliged to increase its passenger
entitlement turnback from 50 percent to 75 percent.

8.  Qualifications for a large or medium hub airport to qualify for the higher PFC (above $3)
changed, requiring sponsors of these airports to show that the projects proposed for funding
would make significant contributions by:

a.Improving safety or security.
b.Increasing air carrier competition.
c.Reducing current or anticipated congestion; or

d. Reducing aviation noise impacts.
9.  The number of states eligible to participate in the SBGP increased from 9 to 10.

The Aviation and Transportation Security Act: The Aviation and Transportation Security Act
(ATSA) (P.L. 107-71, enacted November 19, 2001) amended title 49 U.S.C. to make eligible any
additional security related activity required by law or the Secretary of Transportation. This new
eligibility was broad and could include operational costs that had previously not been eligible under the
AIP. The period of eligibility was for FY 2002 only and could include only the additional costs from
September 11, 2001, to September 30, 2002.

Section 119(a)(1) of the ATSA provided for use of FY 2001 or FY 2002 entitlements on any nonprimary
airport activity, including operational activities where the airfield had been the subject of security
restrictions defined by Notice to Airmen FDC 1/0618. This section made eligible for the AIP in FY
2002 payments for “debt service on indebtedness incurred to carry out a project at an airport owned or
controlled by the sponsor or at a privately owned or operated airport passenger terminal financed by
indebtedness incurred by the sponsor if the Secretary determines that such payments are necessary to
prevent a default on the indebtedness.” This provision applied to both publicly owned projects and
privately owned or operated passenger terminal buildings, including those on AlP-eligible airports that
might be under private ownership. No airport requested any AIP funding under this provision.

Finally, ATSA amended title 49 U.S.C., section 47102(3), to include the replacement of baggage
conveyor systems and reconfiguration of terminal baggage areas that are undertaken by an airport
owner or operator and that the Secretary of Transportation determines are necessary to install bulk
explosive detection systems. The effect of this amendment made this development AlP-eligible (it was
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already PFC eligible). Unlike other provisions of the ATSA, eligibility for this item was not limited to
FY 2002.

Emergency Funding for Costs of New Security Requirements Resulting from Terrorist Attacks of
September 11, 2001: The DOD’s Supplemental 2002 Appropriations Act (P.L. 107- 117, enacted
January 10, 2002) appropriated $175 million to FAA to reimburse airports for direct costs to comply
with new security requirements because of terrorist attacks on

September 11, 2001. On March 8, 2002, the Secretary of Transportation announced the allocation of
these funds to 317 eligible airports. The funds helped defray costs associated with additional law
enforcement personnel, airport surveillance, and the revalidation of all airport- issued and approved
identification.

The specific allocations were as follows:
1. Non-hub airports — 184 airports received $35.6 million.

Small hub airports — 67 airports received $28.3 million; and
3. Large and medium hub airports — 66 airports received $111.1 million.

N

The Vision 100-Century of Aviation Reauthorization Act: The Vision 100-Century of Aviation
Reauthorization Act (Vision 100), P.L. 108-176, enacted December 12, 2003, provided.

funding for the AIP from FY 2004 through FY 2007. The new legislation also contained changes

to the basic requirements and guidelines under which FAA implemented the AIP, including
numerous provisions to assist smaller airports and to streamline the environmental review of airport
projects.

Several sections of Vision 100 are summarized below:

1.  Section 123 established a pilot program for streamlining approvals under the PFC Program

for non-hub airports. Under this pilot program, FAA deemed a PFC approval request approved

unless the Agency objects within 30 days. In addition, changes were made to requirements for:
a. air carrier consultation.

public comment and Federal Register notice.

application content.

air carrier financial management.

debt service.

military charters.

low emission vehicles; and

the Air Traffic Modernization Program.

S@ o ao0T

2. Section 141 expanded the AIP eligibility for routine pavement maintenance to non-hub
airports. Under AIR-21, pavement maintenance was made eligible for nonprimary airports.
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3. Section 142 (3)(B)(ii) limited eligibility for projects to accommodate bulk explosive
detection systems to passenger entitlements. However, since FY 2003, the annual FAA
appropriation legislation has prohibited use of any AIP funds for this purpose.

4.  Section 148 consolidated various considerations for making discretionary grants into one
section and added two more considerations. These two new considerations restrict FAA in giving
discretionary grants to the projects with the highest numerical priority rating first and to decide
that a project would be commenced within 6 months or within the same fiscal year, whichever is
later.

5. Section 149 contained provisions for nonprimary airports to better use the entitlements
granted under AIR-21 by allowing these airports to share their entitlements with other airports in
the same state or geographic area; airports may also perform work prior to a grant and be
reimbursed later using their nonprimary entitlements. Under this provision, FAA could also
provide grants on a multiyear basis similar to larger airports. Airports were also permitted to use
these nonprimary entitlements for terminal development work. Finally, this section allows
nonprimary airports to use the entitlements for limited revenue producing aeronautical facilities
if they demonstrated that all of their airside needs had been adequately financed.

6.  Section 150 extended the use of nonprimary airports’ entitlements from 3 years to 4 years.

7.  Section 152 established a pilot program for the purchase of development rights of privately
owned airports by state or local public entities.

8.  Section 156 extended title 49 U.S.C., section 47135, Innovative Financing Techniques.
During FY 2004 through FY 2008, the extension allowed an additional 20 airport development
projects at small and non-hub airports, as well as any nonprimary commercial service or general
aviation airport.

9.  Section 159 expanded the AIP and the PFC eligibility to include facilities needed to support
low emission vehicles and other air quality improvements, including gate electrification and low
emission vehicles. It further added a pilot program for the retrofit of conventional fuel burning
ground support equipment to lower emission equipment.

10. Section 160 permits AIP grants to be provided to local governments for land use
compatibility planning and projects if the local airport does not have an existing and current FAR

part 150 NCP.

11. Section 161 increased the Federal share of projects at small hubs and smaller airports from 90
percent to 95 percent until 2008.
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12. Section 424 added a requirement that a large or medium hub airport must disclose to FAA if it has
been unable to provide access in the previous 6 months. Such disclosure must be provided on
February 1 or August 1 of the year for any inability occurring in the previous 6 months.

FY 2005 Response to Hurricane Damage: The President signed into law the Military Construction
Appropriations and Emergency Hurricane Supplemental Appropriations Act, 2005 (P.L. 108-324,
enacted October 13, 2004) as part of the FY 2005 Military Construction Appropriations Act. Public law
authorized emergency capital funding to compensate airport sponsors for capital costs for replacement
or repair of public-use facilities, as well as emergency funding for other Federal agencies. The airport
emergency funding had to be directly related to damages caused by Hurricanes Charley, Frances, Ivan,
or Jeanne and was distributed at the discretion of the FAA Administrator.

Similarly, on October 7, 2005, the President signed P.L. 109-87, which authorized the Secretary of
Transportation to provide grants-in-aid for emergency repairs to airports damaged by Hurricanes
Katrina and Rita. The law specified that such emergency aid be funded from FY 2005 and FY 2006
unobligated funds already appropriated to the AIP. The law also waived all Federal matching share
requirements.

2008 AIP Extensions: During FY 2008, two separate public laws extended Vision 100 through
September 30, 2008:

1. Initial Extension. The Airport and Airway Extension Act of 2008 (P.L. 110-190, enacted February
28, 2008) extended the AIP for a 9-month period ending June 30, 2008. The extension required that
the entitlements be calculated as though the total amount of the AIP. Available for grants was $3.675
billion and then reduced by 25 percent. The impact of this directive was to invoke the doubled
entitlement formulas created during the AIR-21 authorization.

2. Second Extension. The Federal Aviation Administration Extension Act of 2008 (P.L. 110-253,
enacted June 30, 2008) provided the AIP contract authority for the remainder of the fiscal year
through September 30, 2008. The total amount of the AIP contract authority was $3.675 billion.

The two short-term extensions in FY 2008 resulted in a record level of unused and returned airport
entitlement funding totaling $623 million—up 33 percent from FY 2007. This protected entitlement
funding is made available in the subsequent fiscal year from discretionary funds and, therefore, reduces
the amount of discretionary funding available for other projects. This illustrates the disruptive nature
of staggered AIP allocations on construction scheduling due to financial delays and cause priority
aviation projects to be deferred.

Deferral of an increasing number of projects to future years could undoubtedly result in higher
construction costs, even if only due to inflation. Furthermore, even if airport sponsors decide to utilize
their reduced entitlement funding by phasing projects over 2 years or more, construction costs would
increase because contractors would have to repeatedly mobilize their crews.
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In the past, Congress always acted to fully fund and authorize the AIP before the conclusion of any
given fiscal year. However, providing AIP funding through short-term extensions could significantly
delay many projects because the funding arrives too late to take advantage of a full construction season.
Therefore, project costs increase due to a contractor’s uncertainty of cost escalations that may occur
over two construction seasons. In FY 2008, the full funding levels for the AIP were not known until
early July 2008, causing many airports to lose their entire construction season for projects funded with
the AIP in the fourth quarter of the fiscal year. This was especially true of airports in northern-tier states
with very short construction seasons.

Continuous short-term extensions increase airport sponsor and FAA grant management costs because
they increase the number of grants issued. In FY 2008, due to the 2-program year, FAA issued 500
additional development grants. Each of these grants has significant ongoing oversight implications that
last for years after the grant is initially issued. Additionally, the financial risk of the program increases
as FAA and airport sponsors expedite the grant process on a greater number of grants, potentially
increasing the number or errors.

2009 AIP Extensions: During FY 2009, two separate public laws extended Vision 100 through
September 30, 20009:

1. Initial Extension. P.L. 110-330 provided a 6-month AIP authorization through March 31,
2009. This extension allowed the AIP prorated entitlements to be apportioned at the full
percentage rate.

2. Second Extension. P.L. 111-12 extended the AIP for another 6-month period to the end of
the fiscal year.

The FY 2009 obligation limitation of grant funds after non-grant considerations, such as program
administration, provided $3.385 billion in available funds for AIP obligations. The AIP funding
provided $129.8 million for the administrative expenses of the FAA’s Office of Airports, the SCASDP,
the ACRP, and the Airport Technology Research program. The AIP net funding amount available for
new AIP grants totaled $3.385 billion.:

2010 AIP Extensions: During FY 2010, six separate public laws extended Vision 100 through
September 30, 2010, and provided a total of $3.515 billion in contract authority:

1. Initial Extension: P.L. 111-69, enacted October 1, 2009, extended the authorization
through December 31, 2009, and authorized $1 billion in AIP funding.

2. Second Extension: P.L. 111-116, enacted December 16, 2009, extended the authorization

through March 31, 2010. P.L. 111-116 authorized an additional $1 billion and included
instructions allowing entitlements to be apportioned and the grant program to begin.
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3. Third Extension: P.L. 111-153, enacted March 31, 2010, was the third extension to the
AIP in FY 2010, extending the authorization through April 30, 2010, and authorizing an
additional $3.3 million in AIP funding.

4.  Fourth Extension: P.L. 111-161, enacted April 30, 2010, extended AIP for a fourth time
through July 3, 2010, and authorized an additional $6.9 million in AIP funding.
5. Fifth Extension: P.L. 111-197, enacted July 2, 2010, extended the AIP for a fifth time
through August 1, 2010, and brought the total AIP funding authorized in FY 2010 to $3.515
billion.

6. Final Extension: P.L. 111-216, enacted August 1, 2010, was the sixth and final extension
of the authorization in FY 2010, extending the authorization through the end of the fiscal year,
September 30, 2010.

2011 AIP Extensions: During FY 2011, six separate public laws extended Vision 100 through
September 30, 2011, and provided a total of $3.515 billion in contract authority.

1. Initial Extension: P.L. 111-329, enacted December 22, 2010, extended the authorization
through March 31, 2011, and authorized $1.85 billion in contract authority.

2. Second Extension: P.L. 112-7, enacted March 31, 2011, extended the authorization
through May 31, 2011, and authorized an additional $973.8 million.

3. Third Extension: P.L. 112-16, enacted May 31, 2011, extended the authorization through
June 30, 2011, and authorized an additional $169.5 million.

1 This amount is the total AIP amount authorized by legislation less administrative expenses, ACRP expenses, and Airport
Technology Research expenses (see table 4 for a breakdown of these expenses and chapters 13 and 15 for further details).

4.  Fourth Extension: P.L. 112-21, enacted June 29, 2011, extended the authorization through
July 22, 2011, and authorized an additional $204.6 million.

5.  Fifth Extension: P.L. 112-27, enacted August 5, 2011, extended AIP through September
16, 2011, and authorized an additional $539.2 million.>

6. Final Extension: P.L. 112-30, enacted September 16, 2011, authorized an additional
$134.8 million through the end of the fiscal year, September 30, 2011, and brought the total
contract authority in FY 2011 to $3.515 billion.

FAA Modernization and Reform Act of 2012: The FAA Modernization and Reform Act of 2012
(FMRA), P.L. 112-95, enacted February 14, 2012, amended title 49 of the United States Code to
authorize appropriations for the Federal Aviation Administration for fiscal years 2012 through 2015, to
streamline programs, create efficiencies, reduce waste, and improve aviation safety and capacity, to
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provide stable funding for the national aviation system, and for other purposes. Under FMRA, AIP was
extended through September 30, 2015, and the annual contract authority for AIP was set at $3.35 billion
through the end of FY 2015.

Some of the changes are highlighted below:

1. FMRAdid not renew the temporary increase in the Federal share to 95 percent of the project
cost at smaller airports that was established in Vision 100. As a result, the Federal share for
projects located at smaller airports will revert back to 90 percent as required by existing statute.
2. Section 132(a) makes changes regarding the eligibility of terminal gate power, heating, and
air conditioning facilities and equipment.

3. Section 132(c) of FMRA defines a general aviation airport as a public airport that is located
in a state that, as determined by the Secretary, does not have scheduled service or has scheduled
service with less than 2,500 passenger boardings each year.

4.  Section 135(a) restricts the use of AIP funds for the cost of relocation of airport-owned
facilities.

5. Section 135(b) makes program changes regarding the disposal of land acquired with AIP
grant funds.

6. Section 136 of FMRA includes changes associated with residential through-the-fence
agreements. FMRA requires that and Airport Layout Plan (ALP) must show all existing and
proposed access points used to taxi aircraft across the airport’s property boundary.

7. Section 137 of FMRA allows airports that have transitioned.

8.  Section 138(b) of FMRA includes a new provision that allows airports to incorporate energy
efficiency measures into eligible airport building projects.

9.  Section 138(d) clarifies the types of Sponsor-owned revenue producing projects that are
eligible at nonprimary airports.

2 The FAA’s Office of Airports was furloughed from July 23 — August 4, 2011, which caused the gap between No. 4 and 5
extensions.

10. Section 139 of FMRA updates the statutory language regarding veteran’s preference to
include Persian Gulf War veterans, Afghanistan-lraq War veterans, and small business concerns
owned and controlled by disabled veterans.
11. Section 141 of FMRA authorizes the FAA to create a limited virtual primary program
consistent with the requirement provided in the law.
12. Section 145 of FMRA caps the noise set aside at $300 million. The noise set aside is still
calculated as 35 percent of the Discretionary Program, but is now limited to no more than

$300 million per fiscal year.
13. Section 147 of FMRA increases the statutory limitation on the maximum AIP funding for
construction, improvement, or relocation of a contract tower that is part of the FAA Contract
Tower program. The total amount of AIP funds that may be applied over the life of the contract
tower was raised from $1.5 million to $2 million.
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14. Section 149 permits a private airport owner to use certain proceeds from the sale of the
airport to a public sponsor for non-airport purposes.

15. Section 154 of FMRA adds a recommendation that FAA prioritize the review of
construction projects located in cold weather states.

16. Section 152(f) of FMRA restores priority for public airports to receive Federal real property
made surplus under the BRAC process.

17. Section 156 of FMRA increased the number of airports that can participate in the airport
privatization program from 5 to 10.

18.  Section 813allows sponsors of general aviation airports, as defined by the statute, to use
certain revenues derived from or generated by mineral extraction, production, lease, or other
means for federal, state, or local transportation infrastructure projects carried out by the airport
sponsor or by a governing body within the geographical limits of the airport sponsor’s
jurisdiction.

19. Section 817 shifts the authority to release land conveyed pursuant to section 16 of the
Federal Airport Act of 1946 (FAAP) and section 23 of the Airport and Airway Development Act
of 1970 (ADAP) from the U.S. Congress to the Secretary.

20. Section 825 of FMRA requires any congressional earmark that is older than 9 years and is
over 90 percent unobligated to be rescinded.

Reducing Flight Delays Act of 2013: The Reducing Flight Delays Act of 2013, P.L. 113-9, enacted
May 1, 2013, authorized the Secretary to transfer to any FAA appropriations account (such as the one
for air traffic control operations) an amount from funds otherwise made available for discretionary
grants-in-aid under the airport improvement program or any other FAA program. This authority applied
to fiscal year 2013 only. The Act made any transferred amount available immediately for obligation
and expenditure as directly appropriated budget authority and prohibits such transfers unless the
Secretary notifies Congress at least five days in advance.

FAA Extension, Safety, and Security Act of 2016: The FAA Extension, Safety, and Security Act

of 2016, P.L. 114-190, enacted July 15, 2016, authorized the extension of the AIP through fiscal year
2017, ending September 30, 2017.
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