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THE SECRETARY OF TRANSPORTATION F
WASHINGTON, D.C. 20590 |

May 4, 1967

1he President
The White House
Washington, D. C. 20500

Dear Mr. President:

We respectfully transmit for your consideration a report and draft
legislation prepared by the Airports Task Force, established at
your direction in November 1966.

In establishing the Task Force, you recognized the critical nature
of the airport problem and the need for action now in order that we

~may meet the rapidly expanding demands in all phases of air

transportation. Because of the urgency of financing needed airport
development, the Task Force decided at an early date to limit its
inquiry to this issue with the recommendation that a reexamination
of national airport planning be undertaken on a high priority basis by
the Secretary of Transportation.

The Task Force has recommended establishment within the Department
of Transportation of a Federal Airport Corporation. The Corporation
would have as its purpose provision of Federal assistance through a
program of loans and loan guarantees for the construction, alteration
and improvement of airports, airport terminals and related facilities.
The Task Force believes that the proposed program, together with the
existing grant program administered under the Federal Airport Act,
would make sufficient resources available to the Nation's airports to
allow the expansion which must take place in the immediate future if
We are to avoid the danger of strangulation or breakdown in air trans-
portation. It would provide a mechanism for as suring that the Nation
has in place on a timely basis an adequate system for airpo rts.

o ol of course, be concerned with the budgetary implications of
¢ legislation which the Task Force has proposed. Implementation of

. the loan pProgram would require an initial appropriation from the Congress,




probably in the neighborhood of $500 million. Additional appropria-
tions would be necessary through the early years but the funds
appropriated for the loan program would ultimately be repaid to the
Treasury. There would be no requirement for appropriations in
support of the loan guarantee aspects of the program. Federal funds

would be necessary only in the event of default of a particular obliga-
tion.

The Task Force was unanimous in urging your early consideration of

the proposed legislation for submission to the Congress during the
present session.

We enclose a list of the members of your Airports Task Force, all of
whom have served with great understanding and dedication. We also
enclose a summary of the Task Force report which outlines the
magnitude of our present and future problems and sets forth the
conclusions and recommendations of the Task Force.

Respe tfully yours,

flalfod St

Charles S. Murphy
Secretary of Transportation Chairman, Civil Aeronautics PBoard

Co-Chairmen

Enclosures



Center for
Transportation




Center for

Transportation 7a:
TABLE OF CONTENTS

& & P8 B 8 S 8 S e S P B e s e e e e s g E s ® e e e .

- .'-,-'In: ® = @ -. - & 8 g - ® u " m ... s & = @ @ a ® = 8 - R e B e

& & 8 & © o = »

Nature and Scope of the Problem

= A REm -
MR

£ o e
ST N S . ..5" 3'?‘




¥ BERORUEL TION

This Task Force was established by the President for the purpose
of examining and recomimending a new approach to airport planning
and development. The Task Force Eas determined that a program for
making available additional financial resources for airporth development
is such an overriding consideration that it should receive primary
attention. Whilc a reexamination of national airport planning is
required, it is less urgent than getting currently needed development

projects initiated. Therefore, in order to submit recommendations

for financing to the President and, hopefully, secure legislation during
this session of Congress, the Task ¥Force decided to so limit its inquiry
with the recommendation that a reexamination of national airport plan-
ning be undertaken by the Department of Transportation, with an
assignment of high priority from the Secretary.

The airport conditions which gave rise to the President's concern
are apparent to even the most occasional air traveler. If his trip begins
or terminates at one of our major cities, it is quite likely to be marred
by delay on the roads leading to the airport, delay in parking his car,
delay in checking baggage, delay on the taxiway awaiting takeoff, delay
in the air awaiting a turn to land, and, finally, delay in getting his

baggage and leaving the airpart.-]i-/ This delay, which may often exceed

e ——————————————————
1/ One major domestic air carrier estimates that total departure and
arrival delays for its aircraft were 20,559 hours in 1966 (during

which there was a 43-day strike) which increased operating costs by
$5,920,627. This represents a substantial increase over the carrier's

estimate of 18, 905 hours in 1965 at a cost of $5,247, 728.
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the time spent in the air, is the product of congestion. Congestion 1s the
consequence of an unprecedented surge 1n the growth of air transportation.
Although cxisting delays might be described as "bad but tolerable, "
there 1s every rceason to believe they will shortly become intolcerable.
There are presently coming into the airline fleet a variety of so-called
'stretched” jets which will increase the seating capacity of existing
4-engine jets from 125 to over 200 and the capacity of the 2- and 3-engine
jets from 90 to 130. By 1969, the first '"jumbo' jet (the Boeing 747) with
a seating potential in excess of 350 is expected to enter service. There
are already 73 of these aircraft on order by U.S. carriers and 34 by
foreign flag carriers. By 1972, the British-French supersonic transport
""Concorde' is expected to be in service, to be joined by the U.S. SST in
1975. In the 1970-75 time period, the entry into service of the "airbus, "
a Z-engine, 250-seat short-range transport is likely. The introduction
in inter-city service of vertical and short takeoff and landing aircraft
(V/STOL) is also a potentiality for this time period. These dramatic
technological changes in air transportation are expected to accompany

and accelerate the equally dramatic changes already occurring in our

nation's travel habits.
The extent of this change in travel habits is easily perceived. In

the five-year period fiscal years 1962-66, the passengers enplaned by U. S.
2/

scheduled air carriers increased from 66. 6 million to 113. 9 million,—

Y
— This includes both domestic and international U.S. carriers. It does

not include enplanements by supplemental air carriers or foreign flag
carriers,

-u
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The passenger-miles flown by these carricers increased from 42.5 billion
to 76. 4 billion. Thc¢ mixture of the aircraft fleet required to provide this
transportation changed from a prcduminaﬁtly piston fleet in 1962 (67%) to
a predominantly turbinc-powered fleet at the end of 1966 (62%). The
predominance of air transportation as the prime intercity common car-
rier of passengers is evidenced by the fact that in 1966 the air carriers
accounted for six out of every ten intercity common carrier passenger-
miles. This 1s to be compared with only two out of ten in 1951.2/

This very healthy rate of passenger growth was exceeded by the rate
of growth of air cargo. In the same five-year period, revenue ton-miles
of cargo carried by U. S. certificate::l airlines doubled, increasing from
1. 6 billion to 3.5 billion. The ton-miles flown in 1966 were more than
five times the ton-miles flown in 1956. The rapid rate of growth in
recent years is attributable not only to the buoyant economic conditions,
but to the sharply reduced rates made possible by the economics of the
new cargo jets.

This growth in commercial aviation was paced by the growth 1n

general aviation, or non-airline flying. In the 1962-66 period, the gen-

eral aviation fleet increased from 84, 000 aircraft to 104, 000. The

3/ - :
— At the same time, the benefits of air transportation are being extended

to an ever-widening segment of the population. A 1966 survey conducted
by the Gallup Organization showed that 42 percent of the U.S. adult
population had flown on a commercial airliner; up from 34 percent just
two years earlier. If this growth trend continues, by next year a
majority of the adults of the United States will have taken an airline

trip, while 60 percent will have done so by 1970.
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increasce in the performance capability of this fleet was more dramatic,

however, as indicated by the four-fold increase in the turbinc-powered
component of the fleet. The pfoducfion and absorption into the {leet
during this period of 40,000 new aircraft with an average selling price
in 1966 of about $30,000 is another indication of the degree of improve-
ment in overall quality of the fleet. The hours flown by the general
sviation fleet increased 25 percent, rising from 14 million hours in
fiscal year 1962 to 17.5 million hm:;'rs in fiscal 1966. Business and com-
mercial flying accounted for 55 percent of the total. .

The impact of this past growth on our nation's airports can be
measured in two ways. The 71 percent increase in enplaned passengers
is one indicator of the strain placed on terminal building, parking, and
other passenger service facilities. The total aircraft operations handled
at airports with FAA traffic control service provides an indication of the
load placed on runways, taxiways, ramps, etc. Operations at these
airports increased 50 percent, rising from 27.4 million in 1962 to
41. 2 million in 1966.

The last five years of growth placed an unprecedented demand on
our nation's airports for additional facilities. This demand was met
through a capital investment program by Federal, state, and local
governments of $1.43 billion. Approximately 70 percent of this burden
was carried by local governments, 9 percent by the states, and 21 per-

C
ent by the Federal Government. Even with this huge investment we



have not succeeded in keceping pace with all of today's demand.. At best,
we have simply laid the basce for the growth which will occur over the
next ten years.

By 1977, passcnger cnplanements by U.S. certificated air carriCrs
are expected to triple, rising to 352 million. Passengcr-miles flown
<hould increase 3 1/2 times, rising to 266 billion. It 1s anticipated that
the rate of growth of air cargo will continue to exceed that of passengers,
reaching an annual volume on the order of 15 billion ton-miles by 1977.
The U.S. airline fleet is expected to increase to 3,500 aircraft, or
70 percent more than today's fleet -- and it will be virtually an all-jet
fleet, 1,000 new turbine-powered aircraft will be delivered to the airlines
between now and 1972, The value of these aircraft exceeds $7 billion.
Tatal airline capital expenditures for both flight and ground equipment
are exfected to total $17 billion during the next ten years.

The expectations for the next decade are fully as promising for the
growth of general aviation. The general aviation fleet should almost
double, reaching a total of 180, 000 aircraft. The turbine-powered
component of the fleet is expected to increase eight times, to an expected
level of 8,000. This fleet will be {lying a total of 35 million hours in
1977, double the hours flown in 1966. Given the higher performance capa-

bilitics of the 1977 fleet, the miles then flown by gencral aviation would

be substantia.lly more than double.
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t¢t which this growth will have on our airports,

total operations at alrports with FAA lowers will reach 139 million.

This compares with 4] million in 1966. The impact which 240 million

additional pdSseéngers would have on the currently congested terminals,

parking lots, and access Eoadss 1s self-evident.

This, in broad outline, is the airport problem which concerns the

President, and with which the Task IForce has attempted to deal.




II. DISCUSSION

A. Natrure and Scope of the Problem

- Viewed nationally, the "airport problem'" has many facets. The
problem is not the same at any two airports and, in many cascs, is not
even similar., There is a common genesis, however, and that is growth --

growth in the movements of aircraft, people, and goods and growth in the

size and performance capabilities of aircraft.
While the growth in the movements of aircraft, people, and goods
has been felt at all airports, it has become a critical capacity problem
at the large hub air carrier airports.éf Examining the growth in enplaned
passengers at six of our largest airports points this up. Between fiscal
years 1962 and 1966, the numbers of domestic enplaned passengers at
5/

these airports increased 77 percent on the average.— The number of

aircraft movements increased at a slower rate due to the replacement of

E/ A "large hub' is a metropolitan area enplaning 1 percent or more of
the national total of enplaned passengers. There are 22 such hubs
containing 28 air carrier airports.

5/

Chicago O'Hare increased from 4. 8 to 10. 0 million; New York's JFK
from 3.7 to 5. 3 million; Washington National from 2. 3 to 3.7 million:
Miami International from 1.6 to 2.5 million; San Francisco International
from 1.9 to 3.7 million; and L.os Angeles International from 3.1 to 5. 6
million. These figures do not include enplanements by supplemental
carriers or intra-state carriers. One of the latter, Pacific Southwest
Airways, enplaned 1. 7 million passengers at l.os Angeles and San
Francisco last year! It should also be noted that "enplanements' only
measure approximately half the passenger load placed on terminal

facilities. Total passengers handled would be about double the figures
cited.
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piston aircraft with the larger capacity jets but, even taking this factor
i‘n'to account, air carrier opcrations at these six airports incrcased an
avefage of 34 percent.

This increase in the movement of aircraft-and people at the large
hubs was not limited to the airlines. Looking at the four major airports
in the New York area, while air carrier operations were increasing by
187,000 (34 percent) from 1962-66, general aviation operations were
increasing by 142, 000 (37 percent).

At these and similar airports, this growth in travel has created
demands for larger terminal buildings, larger parking lots, more ramp
space, taxiways, and runways for aircraft -- in effect more of every-
thing required to handle aircraft, people, and goods.

This growth has also created a need for more airports. Given the
long lead time required to develop a major airport, work should be
started now on a fourth jetport in the New York area. The possible
requirement for a second jet airport at all large hubs in the 1975-80 time
period should be evaluated now. Such a requirement is already apparent
in the Los Angeles, Chicago, and Miami areas. To increase the capacity
at these and other large air carrier airports, there is also a need for
many new ''reliever' airports -~ alrports which will divert the smaller

general aviation aircraft from the air carrier airport.
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The growth in the size and performance capabilitics of aircraft has
pogcd a different set of problems. Due to the grecat capacity of the jumbo
jets, it 1s not sufficient simply to provide more of existing types of
[acilities. This aircraft creates a requirement for handling hundreds of
pecople at cach gate position, and for moving vastly larger amounts of
cargo in a manncer which is efficient but still compatible with mass pas-
senger handling. This will require the development of entirely new
concepts of terminal design which may not even be compatible with
existing facilities. In time, this problem will confront every airport

whose traffic potential makes it a candidate for jumbo jet service. This

would probably include at least thirty of the nation's airports by 1975.

T'he growth in technology poses a problem at the smaller airports

as well. In this case, it is a matter of the jet age having become common-

Place. The transition to jet equipment by the trunk carriers is substan-

tially completed. The impact of that transition on the large airports is

reflected in the development which has taken place in the last five years.
The same process is now underway at the smaller airports as a result
of the continuing transition of the trunks on their low-density routes and

the reequipment plans now beginning to be implemented by the local

S -, - - - s = -
€IVice carriers. The transition by local service carriers to jet

e 3 6f . . = . ; "
qupment../ in time will require extensive runway improvements at

Several hundred airports. In a similar fashion, the coming of age of
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is being felt in hundreds of our smaller NOn-2a1r carrier airports. At

1he_sc locations, the problem is one of upgrading facilities to i‘tccommodatc

the small business Jets and multi-engine piston and turboprop aircraft,

By Current Development Reguirements
1. National Rcquirements

The nation has critical airport needs but the needs are not critical

at every airport in the sense that failure to move immediately on every

Project will incur the risk of crippling the nation's air transportation

Ssystem. However, virtually every airport has development projects

Pending and these should be carried out in an orderly fashion. Before

Proceeding to a detailed examination of the more critical problem areas

which compel action now, it is desirable to place the total of these

national requirements in perspective,

There are 4, 015 alrports included in the current National Airport

Plan. Total development requirements at these airports for the five-

year period 1968-72 are estimated at $1.53 billion, excluding terminal

area needs. Of this total, $355 million is required for land acquisition,

$915 million for site preparation and paving, $113 million for lighting,

$16 million for safety buildings, and $130 million for miscellaneous

lmPTGVements‘
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of this iiurcraft will he on the lerminals, extensive work can be anticipated

to increase apron space, cnlarge pavement [1llcts, etc.

Estimates of terminal area requirements; which are not cligible for

Federal aid so not included in the National Airport Plan, have been made

by the industry. For the 1966-69 time period, the estimate was $760 mil-

lion. Adding this amount to the National Airport Plan estimate would

necessitated by the jumbo jets. If such costs were included, minimum

requirements through 1972 would appear to be on the order of $3 billion.
There can be no doubt as to théa financial strain created by these

requirements. In the five-year period 1961-65, during which there was

a2 major rebuilding program to accommodate the introduction of jet equip-

ment, airport construction expenditures in the United States totaled

$143 billion. To meet the requiren-lents forecasted, expenditures would

have to double! As stated earlier, all required development cannot be

considered critical and, undoubtedly, some desirable projects can be

deferred or scaled down. But even after making such adjustments, a

massive job remains to be done. This becomes more evident as one

€Xamines these national requirements in detail,
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2. Speccial Problem Arecas

- Of the $1.53 billion non-terminal development required in the 1968-72
period, approximatelf $352 million is required for 26 of the large hub

alr carrier airports, $302 million for the medium and small hub airports
served by trunk carriers, and $310 million for airports served exclu-
si?ely by local service carriers. Related to the air carrier requirements
is an additionai $104 million for construction of 74 new reliever airports.

Looking first at the large hubs, we find a requirement for new land
of 23,000 acres at a cost of $111 million, with the highest per acre price
exceeding $33, 000. The cost of new runways and taxiways is estimated
to be $102 million. These improvements are directed at meeting
increases in aircraft movements.

In the category of improvements necessary to meet the growth in
size and performance of aircraft at the large hubs are the widening,
¢xtension and strengthening of runways. These costs exceed $60 million.
The lighting costs for both new and improved runways, taxiways, and
aprons exceed $14 million. Finally, $64 million is required for miscel-
lancous improvements such as clearing and site preparation. The largest
Single item in this category is an estimated $42 million for site prepara-
tion of a fourth New York jetport. None of the costs beyond site

Pre€paration are included in the current National Airport Plan but the

total cost of developing this particular airport has been estimated at

more than $250 million!



13
The sccond special Problem arca involves those smaller air carrier

airports where the transition to jet aircraft by both trunk and local

service carriers has obsolesced existing runways. The total cost for

runway lengthening and strengthening at these 253 airports is estimated

at $260 million. There are two groups of airports in this category --

those now receiving jet service under restricted load conditions (62) and
those where jet service is expected by 1970 (191).—7—/ In the latter group
are numerous locations where expansion of existing airports is not :

possible so entirely new airports must be constructed,

In the first group are cities such as Grand Forks, Elmira, Des Moines,
and Chattanooga. Here the critical aircraft have become the B-727, DC-Q,‘
and BAC-111. Runway extensions, strengthening, and related improvements

at such locations generally exceed $l million per airport.

In the second group are cities such as Columbus (Ga.), Ottumwa,

Lawton, Nantucket, Macon, and Daytona Beach. Here the critical air-
craft will be the DC-9. Improvement costs range up to almost $2 million.
In those instances where new airports will be required, for example

Brunswick (Ga., ), Sarasota, Key West, and Mosinee, costs will range up

to $4 million.

The third special problem area is that of accommodating the growth

of general aviation at hub airports. This growth has created congestion

3 e —
—" In the local service carrier system, there are currently 263 airports

with weight or length restrictions which prevent full utilization of
certain types of aircraft already in the fleet.
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at a1r carrier airports and is duc primarily to the absence of suitable

alternative airports for gencral aviation use. Thus, the concept of the

"reliever" airport which will relieve congesti_on at the hub airport by
diverting gencral aviation users. As stated, the current Elan indicates
a nced for 74 new reliever airports, located in 27 different states. The
typical cost of airports in this category is about one-half million dollars,
exclusive of terminal facilities. Since they will relieve the high-facilityﬂl
cost air carrier hub airports such as those in Boston, New York, Detroit,
Chicago, Denver, Los Angeles, Miami and elsewhere, the relievers will
supply additional capacity at relatively much lower costs.

3. Post-1972 Requirements

Even if the nation is successful 1in accomplishing' the most urgent
development required in the next five years, there is no assurance of a
respite. Quite the contrary. As stated in the Introduction, current
forecasts show a continued healthy rate of growth in aviation through
1977. If the rate of growth should start to decline at that point, one can
still assume a large absolute growth will continue in the 1980-90 time
period. This fact serves to underscore the need for an entirely new and
more effective approach to anticipating aviation growth, determining the
resultant airport requirements, and carrying through with the necessary
development,

Meeting the requirements presently projected through 1972, will

not satisfy our airport needs for any substantial period beyond that date.
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The growth in aircraft operations projected for some of the key terminals
bears this out. Thus, it is ecstimated that air transportation demand
would require that John F. Kennedy International handle 753, 500 opcra-
tions annually by 1975. This is to be compared with the 438, 670 opcrations
handled at that airport in 1966. At Chicago's O'Hare, 1975 projections of
demand would require the handling of 999,500 operations annually, com-
pared wifh 562,975 in 1966. At Los Angeles International, projected
demand would result in 671, 500 opgrations by 1975, compared with
415, 433 in 1966. The estimates of 1975 demand would require that these
airports handle a staggering volume of domestic and international enpianed
passengers, increasing from 8.0 million to about 21 million at Kennedy,
from 7.2 million to about 19 million at Los Angeles, and from 10. 4 million
to about 27 million at O'Hare. Total passengers handled would be double
these amounts!

These projections of growth raise a central point which must be
made perfectly clear. The projections are estimates of the public's
demand for air transportation services in 1975. The question 1s whether
the facilities necessary to accommodate this demand will be built. This,
of course, is the reason for the existence of this Task Force. It is quite
obvious that the increases in aircraft operations, passengers, and cargo
projected for these terminals in 1975 can be handled only by timely and

substantial improvements tu.existing airports, and the creation of new
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airports. Thus, the growth will occur only if therec is affirmative action

by government and industry which permits it to occur!

el T__l}u Nf.;:ed for Financial Assistance

Having examined the magnitude of the airport development problem
confronting the nation, the questior.: must now be posed "Are cxisting
financial arrangements sufficient to cope with the problem?'" The
existing arrangements consist of predominantly local financing through
general obligation or revenue bonds, supported by Federal grants-in-
aid. User charges in some form (such as landing fees, rentals, con-
cessions, tie~down charges, etc.) are imposed at most airports but only
at the larger airports are these charges sufficient to cover bond payments.

Publicly-owned airports have traditionally been heavily supported

by the Federal Government. The first direct appropriations were made

in 1940 under the Development of Landing Areas program. Under the
Surplus Property Act of 1944, hundreds of military airbases were given
to states and municipalities for use as public airports. Under the
Federal Airport Act of 1946, approximately $1 billion has been provided
through grants-in-aid. While this aid has been of substantial assistance,
it has amounted to no more than 22 percent of total airport expenditures
during the period. The balance has been provided by the airport OWNErs.
Although these methods of airport financing have not been unsuc-

cessful -- the nation does have a very good airport system by any

i il g e T W T e -3

a e i
- i e g e o T
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standard -- they have not been entirely adequate. The Task Force is
convinced they will be inadequate in the future. The rapidly rising

demands for local capital expenditures of all types 1s creating an unprecc-
dented squecze on the financial resources of our communities. Local
capital cxpenditures have increcased from $2. 7 billion in 1947 to $20 bil-
lion in 1965, or 7 1/2 times. By comparison, private business expcendi-
tures in non-residential structures and equipment have only tripled. It
is estimated that by 1975, there will be an annual requirement for local
capital expenditures in excess of $40 billion. Thus, the demand for
local resources will remain high.éx
While there is this great demand for resources, the airport, unlike
many other c-bject.s of local capital investment, is a revenue-producing
facility. Indeed, the larger airports are very good revenue producers.
The problem at these airports is not one of a long-run inability to finance
development but rather a short-run inability to obtain the financing

necessary to make the improvemerts, which are necessary to generate

more revenue. 1his short-run inability stems from local debt limitations

and restrictions accompanying outstanding bond issues. Artificial debt
ceillings are inappropriate when applied to viable, self-sustaining air-

ports. These restrictions are withkin the control of the local and state
ﬂ-—-—-_—._____—__—__-_-__—

8 |

-.-” State and L.ocal Public Facilitz Needs ftl}q F_inancing, Vol. 1, 1966,
page 35. Study Prepared for the Subcommittee on Economic Progress
of the Joint Economic Committee, Congress of the United States.
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1

| ocrnments and ¢z - : |
qOV : can be removed: Restrictions accom ‘
_ : ompanying existing
hond 1ssues gencr :
g ally arisc {rom the lender's desire to protect his

inter inhibita . )
1 est by inhibiting the airports ability to enter into subsequent

indebtedness.

In some cases, there is apparently insufficient local incentive for

planning and commitment on the urgent basis required to raise the very

d to accomplish large projects in short

ports, where revenues are insufficient to dis-

aue bonds, improvements _re usually financed through the

charge reve

obligation bonds or from other general tax sources.

npeliever! airports are in this category.

at Federal grants-in-aid have been most

1¢ is at t

. terms of inducing needed development.

essential 1

no reason to expect any improvement in the ability of

There 1S

these cemmunitie finance development through general taxation.

There may be mpportunities to increase and broaden the application of

+hus obtaining a more equitable balancing of the financial

usey charges;,

burden.
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171. CONCLUSIONS AND RECOMMENDATIONS

The Task Force concludes that: |

4

Maintenance of an effective air transportation system is vital to

our national well-being. The cificiency and comfort of the jet aircraft
have brought air transportation within the rcach of the vast majority of

our pcople and it now plays an indispensable role in their pursuit of
business and pleasure. If the benefits of the aircraift are not to be viti-

ated, the development of the nation's airports must keep pace. Action
must be taken now, by the Federal, state, and local governments and

all segments of the aviation industry to assure the timely completion of

the facilities needed to meet the demand for passenger and cargo services

hich already oxists and which will increase dramatically over the next
W

decade.

2>  The ~ation's larger airports have the capability, using internally

erated funds, 1O provide for their immediate and long-term develop-
gen

ent needs Federal assistance is required to provide financial arrange-
jgel "

ments which will permait them to uce the capabilities they possess to the
extent possible, and to do the job in a much shorter time period

fullest

. $han local authorities have been accustomed to considering in the past.
3. Given the increasing financial burdens being assumed by our
communities for a host of public facilities and services, many of which

are equally as urgent as airport facilities, it must be assumed that the

percentage of local general tax revenues being devoted to airports cannot
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pe significantly increaseq :

1S a supplement to local taxation
Such grants recogniy,

¢ that a national interest exists in providing air

Service to small cCommunities.,

In the final analysis, however, the most

direct beneficiaries of an airport are the passengers, shippers, and air-

craft operators who use it. To lessen the burden on tax and grant pro-

grams, user charges should be set at levels which reflect these benefits.
|

To meet the most urgent of the 'nation's airport needs and to provide

the means for coping with future requirements, the Task Force

recommends:

1. Legislation should be proposed to the Congress which would

tablish a Federal Airport Corporation within the Department of
esta

Transportation with the authority:

To make loans both to public and private organizations for
al

the purpose of developing new airports or imprcwing existing

airperts, including all facilities and lang related to the

operation of the airport;

interests in
land, project planning, engineering, and design costs, and
construction costs Pending completion of long-term financial
arrangements; and




"
3. Each stite should undertake ; review of debt—ceiling limitatione
as these affect the ability to finance airport development in the several
states. The state aviation commissions and locyl airport opcrators
should provide the lmpetus [or such a revicw in their Fespective states.,

4, Thoe Foederal

Alrport Corporation should explore wit), lending

5. The Secretary of Transportation should initiate a study within
the Department to improve airport planning. This should be a compre-
hensive study which examines not ::}nly the intercity network of airports
and their adequacy to meet future :El.ViatiDIl demand, but also the entire

. of the airp.c}rt 1n relation to its local environment, Thus, the
question

hould examine how Federal, state, and local efforts can be better
study sho

dinated to assure that the time advantages of an effective air transpor-
coordina

; system are not negated by ineffective ground access systems, and
tation

in light of the experience gained under the programs Proposed above ang

the nceceds existing at the time. Further extension of the Act should be
prcmised on a lung-range view of nationgl airpa_rt needs -- 3¢ least the
1970-80 time period -~ pot simply another three years,
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oi airports would not be able to take advantage of loans because of state
limitations on the amount of outstanding debt, the priority claimed by

existing debt, or inadequate revenues with which to repay a loan.

The Task Force, of course, recognizes that these problems exigt
but has concluded that a Federal loan program will be of substantial
value and that, once it is made available, ways will be found to utilize
it which do not exist at present. Several methods of providing added
inducement or avoiding existing limitations have been suggested. For
example, both the Federal loans and the loans guaranteed by the
Government could be unsecured with a maximum flexibility in the repay-
ment schedule. Interest might be capitalized during the construction
pericd and not payable until completion of construction. There could

also be a grace period after completion when no amortization of Principal

would be due. In addition, or alternatively, amortization might be less

than pro ra

-i-.l -1 - » L
ta curing the early years of operation with a corresponding




» the Gove 'nment debt might be
subordinated. /,
.

of the legislation, The Task Force

felt that any findings in this regard should be left to the discretion of

the Board of Directors.

reflects the majority view that where there is

at an airport, a loan Progr
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land; and its authority to set standards, terms, and conditions as 3

prerequisite to a loan.

airport, the Task Force considered this to be of a standby nature to b
e
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LIEGIGLATION RECOMMENDED BY THE
PRESIDENT 'S AIRPORT TASK FORCE

STATEMENT OF PURPOSE AND NEED FOR A BILL

"To create a Federal. Airport Corpora-
tion for the purpose of providing
Federal assistance in connection with
the construction, alteration, or im-
provement of airports, airport
terminals, and related facilities,
and for other purposes."

The purpose of the bill is to implement recommendations contained
in the May, 1967 report of the President's Airport Task Force.

The Task Force was directed by him to recommend a program for the planning
and development of a national system of civil airports adequate for the
present and future needs of air operations in the United States. The Tasx
Force concluded that the Department of Transportation possessed adequate
authority under existing law to formulate appropriate plans for airports
and terminal facilities for public use. It further concluded, however,
that additional legislation was needed to stimulate the development
program through providing for airport financing to undertake the necessary
construction and improvements.

Airline and general aviation operations play an ever increasingly
important role in the nation's economy. The report by the Task Force iﬁdi—
cates that today six out of every ten common carrier passenger miles between
clties is by air. Today's passenger volume may be expected to triple within
the next ten years, rising to 352 million. Air cargo is expected tu in-

s | . . .
rease al, an even gireater rate, and well may reach six to eipght Limes

s precent volume wlthin the next Len years. General aviation activities,
L8+, private flying and commercial flying other than scheduled

i‘£|
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Operavions, are li.lewice expanding. All of these factors point to a neeu
for soriltive acvivn vo cope with present and future airport needs.

The airport crigis is already at hand, and prompt action is necessary
ooth to prevent a future clogging of this vital line of commerce, and to
alleviave tne present situation. With respect to scheduled services, new
terninal racilitiez are needed to speed the loading and unloading of passen-
Lers anu carzo, anc extensive construction of landing areas is required. One
thousand new turbine-powered aircraft will be delivered to the airlines
Detween now and 1972. Of airports now receiving scheduled services, imnrove-
nents will Le required at 253 if present plans for jet service by 1970 are
©0 be realized. In the next ten years, the airline fleet is expecte& to
increase by T0p to a virtually all jet fleet of 3500 planes. Additional
runway ana verminal area construction must be undertaken to accormodate
tnese aircraftv and to provide the public with necessary transportation
service. [urthermore, liuprovements in existing facilities are necessary
e méeﬁ irnlediate cervice needs. Of the 611 airports served by the cer-
tificatec local service, Hawaiian, and Alaskan carriers--the ones prin-
Clpally serving the s.ualler cities--263 have weight or lenszth restrictions
whicn oiecluce Lneir full utilization by the aircraft now being utilZzed
Oy tuece carrier:. Unless exbensive construction is undertaken now,

115 ‘iore airporitl wi’l De added to this category in the next 12 monthco
1n 1izht of eguijssent now on order which will be placed in ooeration

aurin, that neriod.
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With respect to general aviation operations, the need for action 1s
‘also acute. Civil flying other than scheduled operations currently accounts
for more than 72 percent of all landings and takeoffs at airports where
the FAA operates control towers. The general aviation fleet is expected
to increase from the present 100,000 aircraft to 180,000 by 1977, and to
include some 8000 turbine-powered aircraft. While there are approximately
9500 civil airports in the 50 stateé, almost two-thirds of them are
privately owned with no assurance of continued operation in light of the
more profitable use to which the land involved can be put. Each such
airport which ceases to function results in a transfer of the aircraft
which used it to another, thus increasing actual and potentlal conges-
tion at other airports, and particularly those served by the public
carrieré.
The Report estimates that a total expenditure of $3 billion will
be required during the period 1963-72 to meet minimum airport and air-
port facility needs, and that many mere billions will be required within
the next ten years. Of these amounts, L0 percent will be required for
terminal building or terminal area development, ltems whichqpresehtly
are not eligible for assistance under the Federal Airport Act. Moreover,
on the basis of past experience, the necessary capital outlay for the next
five years will require the issuance and sale of some $2.4 billion in bomdis
the government instrumentalities opereting public airports (mostly municipalicies

1/ R recent survey oi a fairly representative cross-section ol airpurt

r;gnaf;err_lj_ent indicates that the percentapge distribution of airport capital
énaﬂﬂlﬂﬁ'was as follows: (1) approximately 13% general obligation bonde;
(2) 68% revenue bonds; and (3) 19% "other sourcec’.
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The report points out the difficulties which the cities encounter
in‘attempting to 1ssue bonds for airport construction, particularly with
respect to revenue bonds, and also points oﬁt that effortslto obtain
funds for ailrport developments must compete with similar efforts on the
part of other worthwhile objectives. The Task Force's conclusion is that
it 1s unlikely that the necessary financing will be obtained through these
traditional methods, and hence that the Federal government should stimulate
and assist the airport operators in seeking and obtaining the necessary
funds. At the same time, however, the Task Force recommended that; to the
extent feasible, the ultiﬁate costs of providing an adequate airport system
should be borne by the airport operators and users.

Accordingly, the Task Force recommended legislation to achieve these
purposes. Such legislation would assist the airport operators in ébtaining
the necessary construction funds either through direct government loans to
them or through government guarantee of loans obteined from private sources,
and also would provide for advances in appropriaste cases to insure prompt
institution of construction. The Task Force also recognized that local
governmental interests might not he able in 8ll instances to undertake the
development of airports necessary to thé-effective functioning of the air
comierce system, and that in some cases the Federal government might find
1t iccegsary to construct and operate such airports or to make loans to

Privete operators for thelr construction.

i =
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The instant bill would implement these recammendations by creating
a Federal Airport Corporation within the Department of Tranﬂpartétidﬁ.

The Corporation would Be empowered to méake and guarantee loans for the

construction, alteration or improvement of airports and terminal facilities

to governmental and private operatore of airports for public use. Where
found necessary or desirable by the Secretary of Transportation, the
Corporation would be authorized to construct, operate and maintain an
airport and related facilities.

The Corporation would be located within the Department of Transporta-
tion and with the approval of the Secretarf of Transportation would be
authorized to utilize the facilities and employees of the Department in
discharging its functions. It would be managed by a Board of Directors
consisting of the Secretary of Transportation; the Administrator cf the
Eederal Aviation Administration, the Chairman of the Civil Aeronautlcs
Board, and six other persons appointed by the President by and with the
advice of the Senate. Actions of the Board of Directors would be subject
to the approval of the Secretary. The Corporation would have the usual
powers of a government corporation. It also would have the power to
acquire, by condemnation or otherwise, lands and easements 1n alrspace
necessary to the construction and opﬁration of sirports by it, and to

utilize those powers to acquire similar properties and rights on behalf

of organizations receiving financial essistance under the Act.
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. The necessary funds for carrying out the Corporation's functions

| ‘would be provided by Congressional appropriations &nd credited to a

revolving funﬁ to be established in the Treasury for purposes of admin=
istering the over-all program. The Corporation would he placed under
Pa&‘ti@imtin Sales Act of 1966" so that its evidences of indebtedness

rough the Federal National Mortgage Association.
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LIEGISLATION RECOMMENDED RBY THR
PRESIDENT 'S ATRPORT TASK FORCE

A DILL

l'o creabe: a Federal Airport Corporation for the purpuse of providing
I'ederal assistance in connection with the construction, alteration,

or improvement of alrports, airport terminals, and related facilities,
and for other purposes.

Be it Enacted bz the Senate and House of'ReEresentatives of the

United States of

America in Congress assembled, That this Act may be
— - ] ongress assembled

cited an the "Federal Alrport Corporation Act!.
Declaration of Purpose
Sec. 2. The Congress hereby finds that the existing system of
civil airports and airport terminal facilities within the United States
1s rapidly becoming ilnadequate to meet the present and future need- for

civil aviation operations required in the interests of the foreign and

domestic commerce of the United States, of the Postal Service, and of the

hational defense; that there is a primary responsibility in the Federal

government'to,plan, encourage and assure a system of airports adequate

to meet those Needs; that financial assistance beyond that provide! under

existing laws is nnecessary to assure an adequate system of airports and

alrport terminal facilities; and that the costs Oof providing and

Mally-

taining such airports and facilities should, insofar as practicable, be

borne by airport operators and the users of airports,

Creation of Federal Airport Corporation

Sec. 3, For the purpose of implementing the national airport plan

developed by the Secretary of Transportatian_purﬁuant to his authority

under the Department of Iransportation Act and section 3 of the Federal
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Airport Act and otherwise assisting in the construction and operation
of airports for public use, there is hereby created as an agency of and
within the Department of Transportation.a body'canpuraté to be known as
the Federal Airport Corporation (hereinafter referred to as the "Corpora-
tion"). The principal office of the Corporation shall be located in the
District of Columbia, but the Corporation may establish offices in such
other place or places as it may deem necessary or appropriate in the
conduct‘of its business.

Management of Corporation

Sec. 4. (a) The management of the Corporation shall be vested
in a Board of Directors (hereinafter referred to as the "Board"). The
Board shall consist of the Secretary of Transportation (hereinafter
referred to as the "éecretary”), the Administrator of the Federal
Aviation Administration, and the.Chairman of the Civil: Aeronautics
Board, each of whom shall serve as an ex officio member, and six other
persons appointed by the President by and with the advice and consent
of the Senate to hold office at the pleasure of-the President, not more
than three of whom may be persons who are otherwise employed by the
Government of the United States. The Secretary shall serve as the
Chairmen of the Board. The Board shall elect the other officers of
the Corporation.

(b) The Board shall meet at least once each month, and at such

Other times as it may determine. Meetings of the Board may also be

called by the Secretary. Each ex officio member may designate an

officer of his agency to act for him as a member of the Board with
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respect to any matter there considered. A majority of the directors

shall constitute a quorum of the Board, and action shall be taken only

by a majority vote of those present. Actions of the Board shall be

subject to the approval of the Secretary.
(c) The directors of the Corporation who are employed by the

Federal Government shall receive ro additional compensation for their

services as such directors, but may be allowed necessary traveling and

subsistence expenses when engaged in business of the Corporation. The

members of the Board who are not employed by the Federal Government shall
be paid such compensation for their services, and allowed such necessary
traveling and subsistence expenses; &S the Secretary shall determine in
accordance with applicable law.
Funct;ions of Corporation
Sec. 5. (a) The Corporation is authorized, subject to such terms

and conditions as it shall prescribe, to purchase the securities and
obligations of, or make loans to, a.r;:,r State or political subdivision
thereof, or any private or public organization for the construction,
alteration, or improvement of airports for public use and related terminal
buildings and other airport facilities, including public parking areas,
airport roadways, hangars., cargo buildings, and related support systems,
within the United States, its Territories, and possessions, and for the

acquisition of lands adjacent to or in the immediate vicinity of such air-

ports, including any intcrest therein, or any easement through or any other

interest i ; ST i
N &lrspace; for the purpose of assuring that activities and onpera

tion ~ :
S conducted thereon will be compatible with normal airport operaiions,

if it finds that;
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(L) the »rojeel for which [financial asuislance is sought
wiLL be conuistent with the national airport plan developed by
the Secretary;

(2) the entity requesting the financial assistance will
comply with such standards, terms, and conditions as may be
prescribed by the Secretary or the Corporation concerning the
uses, physical characteristics; and features of the airport,
terminal, and related facilities; fees and charges for landing
and for other airport facilities; and the use of airport
recelpts for airport purposes;

(3) there is reasonable assurance of redemption of the
securities and obligations or repayment of the loan; and

(h) the amount of the financial assistange, together with

other funds avéilable, is adequate to assure complefion of the

project or achievement of the purposes for which the purchase or

loan is made.

T’he maturity date of any such securities, obligations or loans, including
all extensions and renewals thereof, shall not be later than 40 years after

their date of issuance, and all such securities, obligations or loans shall

bear interest at a rate not less than (i) a rate determined by the Secretary

Df‘UMETTﬁﬂﬁury talking into consideration the average market yield during the

:mnﬁﬁ1pu%¢eding the making of such loan on outstanding marketable obligations

of the United States with remaining periods to maturity comparable to the

avVairagr 1 4
¢rage maturities of such loans, adjusted to the nearest one-eighth of one

DCY cenbum e fraYy - . :
s plus (11) an allowance adequale in the Judpmenl of the Corpora-

ILijII [l} (" . 1 ;
over adminisliative costs and probable 1o
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(b) The Corporation 1s authorized to guarantee as an obligation
of the United States, subject_to such terms and conditions as 1t shall
prescribe and upon the findings specified in subsections (a) (1) through

(a) (4), any lender against loss of principal or interest on any
securities, obligations, OT loans -issued to finance any project within
the scope of subsection (a) of this section. The maturity date of

any such securiﬁieg, obligations or loans; including all extensSions and

renewals thereof, shall not be later than 4O years from their date of

& "

igsuance. The Corporation shall prescribe and collect from the entlity
issuing the securitles OT obligations, or from the institution making

the loan & reasonable annuai gusrantee fee in connection with any

guarantee under this Act.

(¢) In order to assist and ancourﬁge the sponsorship of airport
projects consistent with the national airport plan developed by the
Secretary, and the timely acquisition of land planned to be utilized
in connection with the future construction of éuch projects, the
Corporation is authorized to make advances to public agencies (as defined
in section 2(7) of the Federal Airport Act, .9 U.5.C, 1101(7)) which will
(1) cover the planning costs of engineering and architectural surveys,
designs, plans, workingidr&wings, specifications, or other actions
preliminary to and in preparation for the construction of airport
projects eligible for any type of assistance under this Act, including
8uch activities as may be necessary to meet the requirements of the

Secretary or the Corporation for c:btaihing such assistance, and

— el
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(2) enable the acquizition of 3 fee simple estate. or other interest in
such land, including any necessary easement through an interest in air-
space. No advance shall be made hereunder with respect to any project
unless 1t 1s planned to be constructed'witﬁin a reasonable period of time
and unless the public agency formally contracts with the Corpuration to
complete the plan or acquisition.promptly'and to repay such advances

or parts thereof when due with interest at the rate established for

loans under subsection (a) of this section.

(d) The Corporation is authorized, when it determines that the
construction of a project for which there is an urgent need may be unduly
delayed by reason of the time required by any public agency (as defined
in section 2(7) of the Federal Airport Act, 29 U.S.C. 1101(7)) to complete
31l activities necessary to obtain financial assistance under the
provisions of this section, to advance funds ©o such agency 1in
amounts reasonably required to permit the commencement of such con-
struction and the continuation thereof until final authorization of
the long-term program of financial assistance. Such an advance shall
not exceed one-half of the estimated net project cos£5. No advance shall
be made hereunder unless the public agency formally contracts with the

Corporation to complete promptly all activities necessary to obtain the
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this section until such advance is repaid.

(EJ The Corporation is authorized to construct, operate, and

"”h?ffﬂﬁﬂgﬂgaigp@rt and related facilities in any instance where the

an airport is necessary or desirable to meet the

1ture needs of air commerce; and
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(f) The Corporation is authorized to prescribe rules and reguiations
to carry out the purposes of this section; tﬁ provide the financial
assistance specified herein to any project in amounts which, together with |
other sources of financing, shall secure financing not 1o exceed the net
costs of the project; snd to advise and consult with the Secretary concern-
ing érants*which.Should be made under the Federal Airport Act. Financial
assistance pursusnt to this section shall in no way affect any exemption

from taxes imposed by the United States to which any securities pledged,

Q

guaranteed, or otherwise involved would otherwise be entitled.
Powers of Corporation

Sec. 6. TFor the purpose of carrying out its functions under this

Act, the Corporation =--

(1) shall have succession 1in its corporate name;

(2) may adopt and use a corporate seal, which shall be

judicially noticed;

(3) may sue and be sued in 1its corporate name;

(4) may adopt, amend, and repeal by-laws, rules and
regulations governing the manner in which its business may be
conducted and the powers vested in it may be exercised;

(5) may hold such hearings, sit and act at such times

and places, and take such testimony, as it deems advisable;
(6) may make and carry out such contracts or agreements
as are necessary or advisable in the conduct of its business;

(7T) may sell any notes, bonds, or other evidences of

indebtedness held by it in connection with any loans made

under this Act;

L0 S9
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(8) may acquire such real and personal property by purchase,
donation, lease; condemnation, or 6therwise in accordance with .
the laws of the United States, as 1t deems necessary for the
conduct of its business, and may sell, lease, or otherwise dispose
of such real and personal property. The revolving fund hereinafter
established shall be credited with receipts from the sale or ex-
change of property, and with gifts and bequests of money;

(9) shall have power; with respect to any airport constructed
by 1t, to acqulre by purchase, donation, lease, condemnation,
or otherwise in accordance with the laws of the United States;
lands adjacent to or in the immediate vicinity of such airport
for the purpose of assuring that gctivities and operations con-
ducted thereon will be compatible with normal airport operations;

(10) shall have pdwér,'with respect to any airport constructed
by it, or upon behalf of an entity receiving financial assittance
under this Act, to acquire by purchase, donation, lease, condemna-
tion, or otherwise in accordance with the laws of the United
States, any land, including any interest therein, or any easement

through, or any other interest in airspace, required for the

prosecution of & project: Provided, That such authority shall be

exercised in the case of airports not constructed by the Corporation
only if the entity receiving financial assistance is unable either
to acquire such lands or to acquire them with sufficient promDun=ss,

i

and such entity agrees to reimburse the Corporation for the costs o

i ™ i 1



cuch acquisition unless a loan or grant under the Federal Airport
Act is obtained with respect thereto;

(11) may settle ané gdjust claims held by it against other
persons or parties and by other persons or parties agéinst the

Corporation; and
(12) may carry out its functions through officers and
empioyees of the Department of Transportation with the approval
of ihe Secretary, or through such other officers and employees
appointed by it under the civil service and classification laws
gs may be necessary for the conduct of 1ts business.
Revolving Fund
Sec. 7. (a) There is hereby created within the Treasury a separate
Federal ﬂirpqrt'CQrparation fund (hereafter in this section called "the
fund") which shall be available to the Corporation without fiscal year
limitation as a revolving fund for the purposes of this Act. The amount
of any purrhases of evidence of indebtedness, loans or advances made from
vve fund, together with the amount of any expenditures under section 5(e)
i any fiscal year, shall not exceed limitations sfecified in appropriatbion:
B
Acts. A business-type budget for the fund shall be prepared, transmitted
o the Congress, considered, and enacted in the manner prescribed by law

(«rctions 102, 103, and 104 of the Government Corporation Control Act.

(4L U.S.C. 847-8L49)) for wholly-owned Government corporations.
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(b)(l) The Corporation, when authorized by an gppropriation Act,

may transfer to the fund available appropriations provided under SecC-
tion 12 to provide capital for the fund. All smounts received by the
Ccrporation as interest payments, guarantee fees or repayments of principal
onn evidences of indebtedness loans, fees, and other user charges, and any
octher moneys, property, or assets derived by it from its operations in
caonpection with this Act, including any moneys derived directly or indi-
rectly from the sale of assets, OT beneficial interests or participations
‘n assets, of the fund, shall be deposited in the fund.

(2) All purchases, loans, expenses, and payments pursuant to the
operations of the Corporation under this Act shall be paid from the fund,
including (but not limited to) expenses and payments of the Corporation
in connection with sale, under section 302(c) of the Federal National
fortgage Association Charter Act, of participations in obligations acquired
under this Act. From time to time, and at least at the close of each fiscal
vear, the Corporation shall pay from the fund into the Treasury as mis-
cellaneous receipts intefest on the cumulative amount of appropriations
available to the fund, less the average undisbursed cash balance in the
'und during the year. The rate of such interest shall be determined by
the Secretary of the Treasury, taking into consideration the average market
vield during the month preceding each fiscal year on outstanding obligations
of the United States of maturity comparable to the average maturity of loans

made from the fund. Interest payments may be deferred with the approval of

th . -
e Secretary of the Treasury, but any interest payments so deferred shall
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themselves bear interest.. IT at any time the Corporation determines that

moneys in the fund exceed the present and any reasonably pfospective future
requirements of the fund, such excess may te transferred to the general fund
of the Treasury.

sec. 8. The total amount of loans guaranteed by the Corporation pursu-

ant to section 5(b) shall not exceed 52 ,000,000,000 at any one time.

Sec. 9. Section 302(0) of the Federal National Mortgage Association

Charter Act, as amended, 18 further amended in paragraph (2) -

(1) by relettering subparagraphs "(D)", "(E)", and "(F)"
as "(E)", "(F)", and "(G)", respectively; and
(2) by inserting after subparagraph "(C)" the following:
"(D) The Federal Airport Corporation of the Depart-
ment of Transportation.”
Government Corporation Control Act
Sec. 10. Section 101 of the Government Corporation Control Act
(31 U.S.C. 846) is hereby amended by inserting after the words 'Farmers
Jome Corporetion" the words 'Federal Airport Corporation'.
Repﬁrts'ta Congress
Sec. 11. On or before the third day of Jeanuary of each year the
Corporation shall meke a report to the Congress describing its operations
under this Act during the preceding fiscal year, including detailed state-

ments of the airport development accomplished, and setting forth recommenda-

tione, if any, for legislation amending or supplementing this Act.
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Apprcpriation

Sec. 12. There are hereby authorized to be appropriated such sums

2s may be necessary to carry out the provisions of this Act, including

amounts for transfer to the fund as provided in section T«

e —

Misappropriation of Funds

Sec. 13. (a) All general penal'statutes relating to the larceny,

embezzlement, or conversion, of public moneys Qr'préperty‘cf the United

8

stgtes shall apply to the moneys and property ?f the Cgrporation.

(b) Any officer, agent; or eméloyee of the Unitéd States; or any
officer, agent, or emplcyée of any pﬂblic agencf, or anj person, aséocia—
tion, firm, or corporation who shall knowingly'm&ke any false Etafément,
false representation, or false report as to the character, quality, quanﬁity,
or cost of the materiel used or tb be used, or the quantity or guality of
the work performed or to be performed, or the costs thereqf, in connectiovn
with the submlssion of plans, maps, epecificetions, contracts; or estimates
of project costs for any project submitted to the Corporation for approval
under this Act or shall knowlngly meke any false éfatamént, false represen-
tation, or false report or claim for work or materlals for any project

approved by the Corporation under this Act, or ehall knowlngly make any
false statement or false representation in &any report required to be mac:le
under this Act, with the intent to defraud the United States shall, upon
conviction thereof, be punished by imprisonment, Tor not to exceed five

years or by a fine of not to exceed $10,000, or by both such fine and

imprisonment.
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(c) Any person who shall receive any compensation, rebate, or
reward, or shall enter into any conspiracy, collusion, oOr agreement;
express or implied, with intent to defraud the Corporation or wrongfully
and unlawfully to defeat its purposes, shall, on conviction thereof, be
fined not more than $5,000 or imprisoned not more than five years, oI

both.

Services and Facilities of Other Agenciesi

Sec. 14. The Corporation is authorized to use, with their consent,
the available services, equipment, ﬁersannel, and facilities of other
civilian or military agencies and instrumentalities of the Federal
Government, on a reimbursable basis when appropriate, and on a similar
basis to cooperate with such other agencies and inst;umﬁgtalities in the
establishment and use of services, equipment, and facilities of the
Corporation.

Existing Airport Programs

Sec. 15. Nothing in.this Act shgll affect the carrying out of the
Federal-aid airport program authorized by the Federal Airport Act; as
amended (49 U.S.C. 1101), but to the extent of any inconsistencies between

ithe provisions of the Acts, this Act shall control.
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