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TRANSPORTATION TEAM 
Team Leaders: Erik Johnson, SACOG, (916) 340-6247, ejohnson@sacog.org 
  

Margie Namba, Granite Construction, (916) 207-7549, 
margie.namba@gcinc.com 

 
Fedolia “Sparky” Harris, City of Sacramento, (916) 808-2996, 
fharris@cityofsacramento.org 

 
Issue Contacts:  John Wheat, Sacramento County Department of Airports, (916) 806-5300 

 

AVIATION FUNDING AND POLICY PRIORITIES 
 

Requested Action: The Metro Chamber is requesting five things from Congress: 

1. Make useful investments in the NextGen System and include local airport operators in all 
levels of the development of NextGen to ensure greater system efficiencies 

2. Modernize the federal cap on the locally set Passenger Facility Charge (PFC) program by 
setting it at $8.50 and adjusting it periodically to offset the impacts of inflation. 

3. Fully protect the federal Airport Improvement Program by authorizing it at $3.35 billion and 
ensuring funds are not diverted for FAA operations. 

4. Enhance flexibility to mitigate environmental impacts at airports by streamlining National 
Environmental Policy Act (NEPA) requirements and increasing opportunities to expand 
sustainability effort 

5. Prohibit cost-shifting to airports for federal security responsibilities. 
 

Background: 

Make useful investments in the NextGen System 
Many airports – particularly those in areas of urban congestion, challenging terrain, or trying 
weather – are near or beyond their design capacities, leading to high delays, reduced levels of 
customer service, and significant adverse economic impacts. These airports act as bottlenecks on 
the entire national air transportation system.  Eliminating these bottlenecks – in part through 
NextGen improvements – is essential to all of us that travel or ship goods by air.  However, to 
achieve these benefits, it is critical that Congress and the FAA prioritize the rollout of NextGen 
programs and allow airport operators to have a seat at the table from inception to implementation 
of these capabilities.  
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 Airports of all sizes are eager to realize the benefits of NextGen capabilities to provide safety 
and environmental benefits as well as billions of dollars in efficiency savings – from large 
hub airports where NextGen promises to enhance airfield and airspace capacity and 
efficiency to non-hub and general aviation airports where NextGen promises to improve 
airspace access and reduce needs for conventional ground-based navigational aids. 
 

 Airport operators – who know the communities they serve best – must be involved in the 
development of all levels of NextGen in and around their airports.  From inception to 
implementation, airports should be part of the entire NextGen process to ensure the 
appropriate consideration of operational impacts, noise impacts, and other environmental 
impacts on the airports and their surrounding communities.  
 

 NextGen capabilities critical for airports include Required Navigational Performance 
(RNP)/Area Navigation (RNAV) flight procedures, improved surface management systems, 
and technologies that enhance all weather access to airports. 

 
Raise the federal cap on the Passenger Facility Charge (PFC) program to $8.50 
At a time when there is pressure to reduce federal spending, modernizing the PFC cap would provide 
airports around the country with the locally controlled self-help they need to finance critical 
infrastructure projects without relying on scarce federal funds.  
 
In 1990, Congress created the locally determined PFC to help airports of all sizes meet their capital 
needs to finance terminal, parking, and multimodal projects both directly and through the issuance 
of bonds. The PFC cap has not been adjusted since 2000, when Congress set it at $4.50. However, 
rising construction costs have eroded the purchasing power of the PFCs by about 50 percent.   
Modernizing the PFC to $8.50 now and indexing it for inflation would restore its original purchasing 
power, providing local communities the ability to set their individual PFC user fees based on locally 
determined needs for ensuring the safety and security of their airports. 
 
Over the next five years, airports will require over $75 billion to improve infrastructure to prevent 
passenger delays and congestion. Direct federal funding through the FAA’s Airport Improvement 
Program – which has declined 10 percent in the past six years – covers only a fraction of the total 
infrastructure projects required to upgrade and maintain our world-class aviation system.   Since 

mailto:cworden@metrochamber.org
http://www.metrochamber.org/


 

For additional information, please contact Chris Worden, Vice President of Public Policy  
cworden@metrochamber.org | (916) 321-9115 

 

www.metrochamber.org 
 

 

this is a locally determined fee collected at the point of sale, PFC user fees do not affect federal 
expenditures. 
 
 

 
Fully protect the Federal Airport Improvement Program 
The federal Airport Improvement Program (AIP) finances critical safety, security, and capacity 
projects at large, medium, and small airports across the country. Full federal funding for airport 
infrastructure projects is particularly important at a time when airports are artificially constrained 
from generating more local revenue from Passenger Facility Charges, which currently are capped at 
$4.50. It is important to note that the AIP program is supported entirely by users of the aviation 
system and no general fund revenues are used for AIP grants.  
 
AIP is a critical source of funding for airports of all sizes. Small airports around the country 
particularly rely on the federal program to fund critical projects at their facilities such as 
constructing and repairing runways, taxiways, and other airfield projects.  Large airports also 
depend on AIP funding – including discretionary funds and money distributed through the Letter of 
Intent Program – to help pay for large capacity-enhancing projects.  
 
The FAA estimates that there will be $42.5 billion in AIP-eligible projects between 2013 and 2017 or 
approximately $8.5 billion per year. The annual average is more than twice the $3.35 billion that 
Congress approved for AIP funds in Fiscal Year 2014. 
 
Despite enormous capital needs there has been downward pressure on AIP funding. In 2013, 
Congress diverted $253 million in AIP funding to end controller furloughs and to keep 149 contract 
towers open in the face of sequestration-related cuts. Fortunately, as a result of the Bipartisan 
Budget Act of 2013, Congress provided full funding for AIP of $3.35 billion in Fiscal Year 2014.  
 
Enhance flexibility to mitigate environmental impacts at airports  
Aviation forecasts continue to predict robust growth for the aviation industry, increasing attention 
on the environmental impacts of aircraft and airport operations. Several studies indicate that the 
environmental impacts associated with predicted growth in air travel demand may offset the 
environmental benefits already achieved. Understanding these concerns, airports continue to take 
proactive steps to better understand and mitigate those impacts to the natural environment and 
local community.  

 
Prohibit cost-shifting to airports for federal security responsibilities 
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Under permanent law, exit lane staffing is the responsibility of TSA at the 155 airports at which it 
performed those duties on December 1, 2013, and the agency must not be allowed to interpret the  
 
 
 
 
statute in a narrow way that effectively shifts exit lane staffing responsibility and costs to airport 
operators. 
 
In the face of ongoing budget constraints, the TSA and other federal agencies have attempted to 
shift federal responsibilities and costs to airport operators. Exit lane staffing and local law 
enforcement officer reimbursement are but two recent examples in which this has occurred.  
 
Congress, as part of the Bipartisan Budget Act of 2013, took affirmative action and confirmed in 
permanent law that exit lane staffing is the responsibility of TSA. Unfortunately, the agency now 
appears to be taking a creative interpretation of the statute, which has impacted ongoing 
infrastructure upgrades at airports. TSA has also steadily reduced the amount of money it is willing 
to reimburse airports for the performance of federal law enforcement functions conducted by local 
law enforcement authorities. 
 
TSA should adequately reimburse airports for the costs associated with meeting federal duties and 
requirements under the local law enforcement officer reimbursement program, and Congress should 
reject such efforts to shift federal responsibilities to local airport operators.  
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