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10. IMPLEMENTATION PLAN 
The Implementation Plan was developed to provide a comprehensive cost estimate and proposed schedule 

of the capital improvements in the Recommended Plan. 

Funding Sources 

The principal funding sources to finance airport capital improvement projects are:  (1) federal grants-in-aid, 

(2) commonwealth grants-in-aid, and (3) local revenue sources.  Projected funds for the implementation 

plan are presented as federal, State and local sources.   

Federal Funding 

The Federal funding program includes the Airport Improvement Program (AIP). The Airport Improvement 

Program (AIP) was created by the Airport and Airway Improvement Act of 1982 with the objective of 

providing financial assistance in the development of a nationwide system of public use airports adequate to 

meet the projected growth of civil aviation. AIP funds are allocated to airports as entitlement and 

discretionary funds.  Federal entitlement funds are awarded based on activity (enplanements or cargo) at 

respective airports.  Discretionary funds are awarded based on needs as determined by priorities of the 

FAA. 

Due to the demand for capital funding, a project priority ranking system is used to evaluate projects on the 

basis of consistent criteria. The FAA national priority system was developed for the allocation of 

discretionary funds and is designed to facilitate routine prioritization for the bulk of projects while allowing 

exceptions to handle special projects and those hard to classify.  Projects are favored which best carry out 

the purpose of the authorizing Act with emphasis on those that improve safety and assure the integrity of 

the system.14”

The FAA’s National Priority System uses four factors to calculate the priority rating number.  Those factors 

include the airport code, purpose, component and type.  The Airport code is used to identify the role and 

size of the airport.  The purpose identifies the objective of the proposed project, such as safety, capacity, 

reconstruction or environment.  The component identifies the physical area intended for development, such 

as runways, aprons or terminals.  The type identifies the actual work to be done, such as extensions, or 

resurfacing. 

Commonwealth Funding 

The Commonwealth awards state entitlement and discretionary funds through its 6-Year Airport Capital 

Improvement Program (ACIP).  Similar to AIP, entitlement funds are allocated to airport sponsors with 

14 FAA, Airport Improvement Program (AIP) Handbook, October 24, 1989. 
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scheduled air carrier service, while any air carrier, reliever or general aviation airport sponsor is eligible for 

discretionary funds.  

The Commonwealth’s Project Priority Evaluation is based on project type, facility usage, sponsor 

responsibility and bonus points.  Project type is comparable to the FAA’s project purpose in identifying the 

objective of the project.  Facility Usage accounts for activity at the airport and airport classification.  

Sponsor responsibility recognizes sponsors that address height zoning, maintenance and safety standards 

issues.  Bonus points are awarded for federal funding availability, economic development potential, 

attracting commercial service and special project considerations such as mandated projects, PFC funding or 

completed design.   

Local Funding 

Local sources of funds for Commercial Service airports may include airport revenues, bonds, or passenger 

facility charges (PFC).  Airport revenues include fees received from terminal rents, landing fees, ramp 

charges, concession fees, T-hangar rentals, fuel sales, ground leases or other fees imposed by the airport 

sponsor.  Bonds represent debt financing in which the repayment is supported through airport revenues of 

the airport sponsor or governing municipality.  Passenger Facility Charges (PFC) represent a fee imposed 

on each passenger boarding a commercial flight at an eligible airport.  PFC funds are dedicated to support 

federally approved capital improvement projects. 

In addition, the Virginia Resource Authority makes market rate loans available to airport sponsors. 

Traditionally, these loans are used for projects that are not eligible for federal or state funding. 

Allocation of Costs 

This analysis does not address the probability of a project actually receiving funding.  Rather, the allocation 

of costs between federal, state and local funds was determined entirely by the respective funding eligibility 

of each project.   

Projects eligible for federal and state funding include improvements to runways, taxiways, and aprons; 

environmental assessments, master plans, and airport layout studies, land acquisition, terminal buildings, 

visual aids, and lighting.  Following the events of September 11, a major focus has also been on security.  

Eligible projects usually preserve or improve safety, security or capacity of the airport and aviation system. 

Eligible projects also include those that mitigate noise or other environmental impacts due to the airport, 

and in some cases include projects which provide opportunity to enhance competition at the airport.  

Conversely, projects that are revenue producing or proprietary in nature for the exclusive use of 

management or tenants are not eligible for federal or state grants.  Some ineligible projects include 

restaurants, concession facilities, hangars, and airline leased spaces.  Though federal and state funding are 

similar, overall differences remain and must be addressed on an individual project basis. 
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The federal and state governments have established eligibility criteria for airports and capital projects to 

receive funding. Public agencies operating airports must typically assure that the facility will be open for 

public use, have an approved airport layout plan, and meet several other administrative and regulatory 

requirements of the government agencies.   

Unit Costs 

Unit costs were derived from existing project cost estimates and the recent historical experience of the 

consultant team and the Department of Aviation.  Unit costs for Ronald Reagan Washington National and 

Dulles International airports were provided by the Metropolitan Washington Airports Authority (MWAA) 

and represent the short-term needs of only those 13 capital categories considered for this plan.  The actual 

20-year needs for the MWAA airports is expected to be much higher, however per Title 58.1 of the Code of 

Virginia, the fiduciary responsibility of the Commonwealth to MWAA is limited to a maximum amount of 

two million dollars per year.  All costs are presented in constant 2002 dollars. 

Implementation Plan 

The Implementation Plan identifies a total of $2.78 billion of capital needs during the 20-year planning 

period ending in 2020.  Of this total, $1.89 billion reflects the 20-year needs of Ronald Reagan Washington 

National and Dulles International airports. This unconstrained analysis addresses capital needs only and 

does not consider potential funding levels.  Consequently, it is vital to note that the 20-year state share of 

$187.4 million represents the minimum state contribution if, and only if, all federally eligible projects 

received federal funding.  In reality, many eligible projects will not be federally funded, but due to their 

importance to the state, may become state projects.  Therefore the 20-year state contribution may 

realistically be much higher than $187.4 million shown in the analysis.  

The role of federal and state grants are key to the realization of the system plan.  The FAA agrees to pay 

ninety percent (90%) of eligible project costs when it awards grants.15  The Commonwealth of Virginia 

awards grants at eighty percent (80%) of the non-federal share, with the local airport sponsor to pay the 

balance of twenty percent (20%) of the non-federal share, or two percent of the eligible project costs.  In 

the absence of federal grants, in most instances the Department of Aviation awards state grants at eighty 

percent (80%) of eligible project cost, while the local sponsor must cover the remaining twenty percent 

(20%).  State funded terminal improvements are funded at 100 percent of non revenue producing space, up 

to 90 percent of the total project cost.  Projects ineligible for federal or state grants must be funded entirely 

with local funds.  

Near-term capital requirements for projects recommended by 2005 total $681 million, with a State share of 

$60 million.  Long-term capital requirements covering the period from 2006 to 2020 will require total 

funding of $2.1 billion with $127 million provided by the Commonwealth. 

15 Ninety percent applies to small hub, reliever and GA airports. Large or medium hub airports are awarded grants at 
75% of eligible project costs.  AIP-eligible terminal improvements are awarded at 75 percent for all airports. 
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The state shares of near- and long-term system capital requirements average approximately $9.4 million 

annually, significantly below the annual funding level provided by the Commonwealth for airport projects 

over the past five years.  However, the federal share of system capital requirements is $451 million through 

2005, and nearly $1.5 billion between 2006 and 2020.  Based on historic levels of federal funding provided 

for airport development in Virginia, there is expected to be a significant short-fall of available federal 

dollars.   

This is not unusual as the Commonwealth frequently absorbs a portion of the unmet federal funding for 

high priority projects.  In fact, the priority system used by the Department of Aviation on an annual basis to 

direct project funding and the six-year plan that is applied to identify near-term system development 

priorities are both designed to determine where funds will be assigned in the face of overall capital 

constraints. 

Although the Commonwealth may provide a portion of the unmet federal shares for high priority airport 

projects, there is still expected to be a shortfall in the total funding available for airport system 

development.  This shortfall is quite typical and the Department of Aviation has historically dealt with 

funding constraints by phasing projects and extending the timeframe during which recommended projects 

are funded and completed.  It is expected that similar strategies will be employed over the planning horizon 

to reconcile the available funding with the Commonwealth’s airport development requirements. 

In addition to the capital needs of the Commonwealth, obsolescence costs of existing improvements were 

determined for runway pavement and terminal buildings.  Runway pavements were assumed to be overlaid 

each ten years. Terminal buildings were assumed to receive a major rehabilitation at 25 years, and to have a 

functional life of 50 years. 

Table 1 provides detailed unconstrained costs by airport. Table 2 provides unconstrained costs by project 

type.  Table 3 is a summary table of costs by airport, and Table 4 provides a summary by service role. 

Maintenance Program and Facilities and Equipment Funding  

The Department of Aviation also provides funding to support maintenance, and facilities and equipment 

programs at Commonwealth airports.  The maintenance program is designed to provide grants for 

nonrecurring maintenance and to assist airport sponsors in implementing preventative maintenance that 

extends the useful life of facilities.  The facilities and equipment program funds the installation of 

electronic communication, navigation and information systems to enhance reliability and safety.   
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Historical funding expenditures, as detailed in the Department of Aviation Maintenance Program Funding 

Status Reports, were categorized in an effort to group them by the general purpose for which they were 

spent. For example, all expenditures for crack sealing, joint repairs, and seal coating were categorized as 

"Pavement" maintenance.  No differentiation was made with regard to the type or location of the pavement 

being repaired. Similarly, radio equipment, rotating beacons, and all lighting related to navigational 

equipment (i.e. PAPIs) were categorized as "Navaids/Communication". 

Program Funding Status Reports for FY 1993 through FY 2002 were used to sum expenditure categories 

for each fiscal year.  Once categorized and summed, the expenditures were graphed in order to display 

spending trends over the last decade.  Figure 1 depicts the results of this analysis.  

 

 

 

 

 

 

 

 

Estimation of Annual Pavement Maintenance Funding Needs 

The largest expense of the Maintenance Program is pavement maintenance.  Therefore, the annual cost to 

maintain pavement (runways, taxiways, and aprons) was estimated.  The expected service life of pavement 

was assumed to be 20 years, which represents the approximate amount of time for which pavement can be 

expected to meet the requirements for which it was intended in a cost effective manner.  Pavement ceases 

to be cost effective when it reaches the point at which it would be cheaper to replace than to maintain.  The 

cost to maintain pavement over its expected service life was divided by the number of years in the life cycle 

to determine that the annual amount of needed pavement maintenance is more than $900,000, as detailed in 

Table 5.  This is for pavement maintenance only.  Runway rehabilitation costs are capital expenditures and 

are included in Tables 1 through 4.  Given that the average historical expenditures for the last nine years 

was $416,000, ranging from a low of $235,000 in 1994 to a high of $599,000 in 1995, there is a substantial 

gap between historical expenditures and actual need.  
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