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ABSTRACT 

This study examines the supply and demand for terminal services in the fall of 1988 at the 97 

existing business service airports in the Texas Aeronautical Facilities Plan (TAFP). The business 

service class airports in the TAFP are those that have been designated for development to standards 

that will accommodate the needs of the business traveler using small jet aircraft. Terminal services 

provided to aircraft and aircraft occupants to facilitate their journey, are considered essential in 

meeting the needs of business aviation users. These services include the availability of fuel, 

ground transportation, travel information, waiting areas and flight planning facilities. 

To determine the status of terminal services at business service airports in Texas, surveys were 

mailed to the managers of each of the 97 airports. Managers were asked to identify which of the 

52 services described in the survey they currently provided. Managers was also given the 

opportunity to indicate if they felt a described service was not necessary. Responses were received 

from 96 of the 97 airports in time to be included in the tabulation. Airports are grouped according 

to the number of reported based aircraft. The responses to each of the 52 questions were tabulated 

and are presented graphically. A service score is used to measure the number of services offered 

by an airport. 

The airports with the largest numbers of based aircraft generally had the higher service scores. 

This distinction becomes more apparent when basic services,such as fueling, are separated from 

the more intensive support services such as restaurants and computerized flight planning. It was 

concluded that all airports would not be likely to provide all 52 services due to variation in the 

demand for the services. A methodology was formulated to estimate at what stage in the airport's 

development certain services should be provided. The methodology takes into consideration the 

number of based aircraft at an airport, the number of business-class aircraft (twins and jets), and 

the design classification of the airport (general transport to basic utility). 

The study concludes that while the provision of terminal services is the responsibility of the airport 

operator, the Texas Aeronautics Commission should encourage operators to provide these services 

as best possible. The methodology developed in the study can be used to identify the level of 

services to be recommended for each of the 97 airports. 
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I. PURPOSE OF THE STUDY 

The Texas Aeronautical Facilities Plan (TAFP) identifies those airports in the state airports system 

that are to be developed to design standards that will accommodate business jet aircraft. These 

airports are designated in the TAFP as "business service" facilities. Business service airports in 

urban areas may also perform a reliever function. The T AFP designates those airports as "reliever" 

facilities although their design is such that they will accommodate business jets. There are 79 

existing business service airports in the state system and 18 business service/reliever airports, 

including Meacham Field (the TAFP identifies Meacham as a nonprimary commercial service 

airport but it is currently functioning as a reliever). All of these airports will be referred to as 

business service airports in this technical note. 

Business service airports have been designated as such because they serve centers of economic 

activity throughout the state of Texas. The centers may have a service, manufacturing, agriculture 

or petroleum orientation. In most cases, the airports serve populations of at least 10,000. The 

objective of developing airports to business service standards is to provide access to these 

economic centers for the users of business aviation. 

The decentralization of manufacturing and distribution centers has opened up the possibility that 

new or relocated economic activity might settle in the state's smaller urban areas. This new 

economic activity is needed in many of the smaller communities that are trying to adjust to changes 

in the state's historical reliance on oil and agriculture. Decentralization is made possible by 

improvements in communication and transportation, including improvements to the nation's air 

transportation system. Business aviation, a growing segment of the air transportation industry, is 

an important factor in the decentralization of commerce. Companies which use their own or 

chartered aircraft are able to quickly move managers, parts and product among dispersed sites. 

Communities without the airport facilities to handle the small jet aircraft used by many such 

companies may be at a disadvantage in attracting new business. 

A major emphasis of the TAFP, therefore, is on capital improvements to business service airports. 

The improvements required to bring designated airports up to business service standards have been 

documented in the plan. More than $114 million over the next 20 years will be required to 

accomplish this task for business service airports. An additional $240 million will be required for 

reliever facilities. However, there is more to a business service airport than adequate runway 

length. 
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Once a business aircraft taxis up to the ramp at a business service airport, service becomes the 

primary concern of the aircraft's pilots and occupants. The aircraft will need fueling, the 

passengers will require ground transportation, and the pilots will want a place to prepare for their 

return trip and to comfortably await the return of their passengers. While perhaps not as important 

as providing the basic airside facilities, terminal services play an important role in making an 

airport useable by business aircraft. The services provided by an airport are also important in 

establishing a vistor's opinion of the airport and the community. 

II. THE SURVEY DESIGN 

It was felt that as part of the state system planning effort it would be useful to examine the level of 

services offered by business service airports. Although terminal services are presently not eligible 

for either federal or state funding, they are important to the successful implementation of the T AFP 

goals. To determine the existing level of terminal services at TAFP business service airports, the 

Texas Transportation Institute (TTl) and the Texas Aeronautics Commission (T AC) conducted a 

survey in the late fall of 1988. A questionnaire was mailed to the managers of each of the 97 

business service airports in the state system. Follow-up letters and phone calls resulted in 

responses from all but one of the airports. A copy of the survey form is included in Appendix A. 

Airport managers were asked to indicate which of 52 terminal services are available at their 

airports. Services may be provided by either the owner or an FBO, or by both. The 52 services 

were identified by the TTl and TAC staff as those that likely would be used by business aviation 

patrons at a major business service airport. It was expected that the number of services offered 

would vary with the demand for the services and the ability of an airport to provide them. Not all 

business service airports in the TAFP have been developed to full business service standards, as 

can be seen in Table 1. Therefore, many would not be likely to receive much business jet activity. 

At least one of the airports has no services on the field at this time. 

The persons completing the questionnaire were permitted to interpret for themselves the definition 

of the services listed. This may have led to some unexplainable variation in the responses. 

However, most of the services are easily definable by anyone involved with general aviation. 

Managers were given the opportunity to identify any of the 52 services which they felt were 

unnecessary. Only one respondent indicated that a service currently provided was unnecessary. 

All others indicated that the unnecessary services were those they did not provide. 



Table 1 
Current Design Standards 

of TAFP Business Service Airports 

Design Standards Consistent 
with Business Service Classification 

General Transport (GT) 

Basic Transport (BT) 

Extended Utility (EU) 

Designs Standards Not Consistent 
with Business Service Classification 

General Utility (GU) 

Basic Utility (BU) 

Survey Airports 
Meeting Design Standard 

7 

36 

18 

30 

6 

III. SERVICES OFFERED BY BUSINESS SERVICE AIRPORTS 
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The possible services that might be offered by business service airports can be grouped under four 

headings: 

airport access 

terminal facilities 

terminal services 

line services 

The services included under each of the headings are described in the following parapgraphs. 

Airport Access 

Airport access, although not a service, is an important element in making an airport useful to 

transient air travelers. Local users are obviously familiar with the location of the airport but the 

same is not true for visitors who must return to the airport from town. A sign in town indicating 

the road to the airport and a sign on the highway closest to the airport can be helpful to strangers 

trying to locate the airport, especially at night. It is important to remember that the flexibility 

offered by business aviation makes it likely that operations will take place before and after standard 

working hours. A lighted entrance sign can also be helpful at night. In addition, paved, lighted 

auto parking areas near the terminal are recommended. 
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Terminal Facilities 

Terminal Building. Business service airports should have an identifiable terminal building. The 

terminal could be located in a hangar if it is separate from other hangar activities. At airports with 

several buildings, a sign should direct visitors to the terminal facility. The terminal facility should 

be heated and air conditioned. An area where people can wait for arriving passengers or where 

passengers can wait for their aircraft to be readied should be provided. This area should not be in 

the airport or FBO office. A small conference room in the terminal makes the airport a possible 

meeting place for arriving travelers and their local contacts. Restrooms should be available to 

travelers 24 hours a day. 

Crew Area. One of the major characteristics of business aviation is that aircraft are generally 

piloted by professional crews. Flight crews frequently have the responsibility for arranging all 

aspects of a trip from rental cars to overnight accommodations. The flight crews, more than their 

passengers, are the business service airport's actual clients. Facilities and services should be 

available to make the flight crew's job easier. Flight crews often have long waits at the airport for 

their passengers to return. These waits may be part of a day that can stretch from early morning to 

late night. At airports with a sufficient number of flight crew patrons, a separate, quiet lounge area 

should be provided for the crews. At a minimum the lounge should have a TV and magazines. At 

busier airports, showers and sleeping quarters can make the flight crew's layover more 

comfortable. 

Flight Planning. Flight planning facilities should also be separate from terminal waiting and 

business areas. A quiet, preferably enclosed area, should be available for pilots to plan their return 

trips and make necessary telephone calls. 

Terminal Services 

Terminal services are the basic services available to business travelers and flight crews. At a 

minimum the terminal should be attended. Information about community lodging facilities, 

restaurants and driving directions should be available from the attendant or from terminal displays. 

The attendant should be able to make change for phone calls or vending machines, or a change 

machine should be provided. Public telephones should be accessible at all hours, not just during 

the hours the terminal is open. The sale of charts and aviation accessories is not necessary but is 

usually found at "full service" operations. 
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Food Service. Food service of some type should be available. In most cases only the busiest 

airports can support a restaurant. A snack bar is a more likely possibility. At a minimum, vending 

machines and a microwave oven !fuould be available for flight crews and passengers wanting a 

quick snack before continuing their journey. Flight crews may wish to arrange in-flight meals for 

their passengers. Airport operators can accommodate this need by making arrangements with local 

restaurants for catering or carry-out orders. Keeping local restaurant menus handy will facilitate 

this process. Ice should be available for flight crews requesting it. 

Flight Planning. The minimal flight planning services should include at toll-free line to the local 

FSS/AFSS. With the advent of AFSS and 1-800 numbers, this requires only a telephone. As an 

added service the airport might wish to provide free calls to IVRS or provide a computer accessed 

weather/flight planning service. Although business service pilots will have their own charts and 

approach plates, having this information available in the flight planning area will make their work 

easier. 

Transportation. Business travelers arriving by air normally will require ground transportation 

unless they are being met by their local contact. Flight crews will usually call ahead to arrange for 

ground transportation. At the busiest airports, rental cars may be available at the airport. At 

smaller airports, the airport operator should be willing to arrange for a rental car to be delivered to 

the airport. Small town auto dealers will often rent vehicles. Where car rentals are not a 

possibility, arrangements should be made with the local cab company to have a taxi meet the flight. 

If taxis are unavailable or unreliable, the airport operator should consider providing a courtesy 

vehicle for the visitors to use or to have them driven to and from their local destination. Air taxi 

service might be requested if arriving passengers have different return schedules or destinations. 

Line Services 

Line services are provided for the aircraft as it arrives and parks at the airport. On approach, the 

aircraft should be able to contact an attended UNICOM to receive wind speed and direction, the 

local altimeter, and on landing, taxiing instructions. Many of the aircraft used in business aviation 

are turbine-powered. Business service airports, therefore, should have Jet A fuel in addition to the 

lOOLL avgas used by most piston-engined aircraft. Oil may also be required and in some 

instances, the anti-bacterial agent Prist if the Jet A fuel does not already contain it. Other line 

services that may be required by business-type aircraft include oxygen tank refilling and auxiliary 

power units (APU) to start turbine-powered aircraft. Business service airports should also have 

people available to make minor repairs to transient aircraft. 
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Parking for transient aircraft should be secure. If tied-down on a ramp, the ramp should be 

lighted. If the airport is not attended around the clock, arrangements should be made for regular 

security checks during the night. During the winter, heated hangar space may be requested by 

overnighting flight crews. At busy airports, operating and parking areas for helicopters should be 

clearly identified. 

IV. THE SURVEY RESPONSE 

The survey responses were tabulated to show the percentage of respondents indicating whether 

they provided the service, did not provide the service, or did not believe the service was necessary. 

The number of services offered by each airport was also tabulated giving a "service score," ranging 

from a perfect 52 to zero. The distribution of the service scores among the 96 responding airports 

is illustrated in Figure 1. The mean for the distribution is 33.6; ie., the average airport indicated it 

offered 65 percent of the services identified in the questionnaire. The highest score was 50 and the 

lowest was 3. 

Figure 1 

DISTRIBUTION OF SERVICE SCORES 
OF RESPONDING AIRPORTS 
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Since it was believed that busier airports would be more likely to offer more of the services, the 

responses were categorized by the number of based aircraft at each airport. Four categories of 

based aircraft were used: 100 and .greater, 50-99 aircraft, 25-49 aircraft and 0-24 based aircraft. 

There are 22 airports in the first category, 19 in the second, 29 in the third and 26 in the 0-24 

category. The average airport had 77 based aircraft (median 42.5). The largest airport had 745 

based aircraft and one airport had no based aircraft. Figure 2 shows the distribution of the 96 

airports by number of based aircraft. [A test of the correlation between the service score and the 

number of based aircraft indicated a moderate relationship between the two with 20 percent of the 

variation in service scores explained by the number of based aircraft (r=.446) ]. 
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Figure 2 

NUMBER OF BASED AIRCRAFT ON 
SURVEYED AIRPORTS 
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The average scores for the airports in each of the based aircraft categories are shown in Figure 3. 

While it is true that the busier airports generally had higher scores, the airports with 50-99 based 

aircraft actually provided more services than the busiest airports. Airports in the 25-49 based 

aircraft category were not far behind the busiest airports in the number of services offered. 
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AVERAGE SERVICE SCORE BY BASED AIRCRAFT CATEGORY 
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Number of Based Aircraft 

Details of the responses to survey inquiries about the availability of each of the 52 services are 

included in the following section. 

V. TABULATION OF RESPONSES TO INDIVIDUAL QUESTIONS 

The responses to each question have been tabulated by based aircraft category and are presented 

graphically below. Responses have been grouped under the headings previously introduced and, 

where necessary, have been further subdivided for clarity. Responses indicating that a service was 

not necessary are discussed in the text. 
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Airport Access 

Overall, the larger airports are more likely to have a sign in town showing the way to the airport 

(Figure 4). The smaller airports, however, are more likely to have a sign on the highway near the 

airport than are the largest airports. This may be due to the more urban setting of the larger airports 

where signs on major highways are not as common. Less than half of the airports have an 

entrance sign that is lighted at night. The medium sized airports are more likely than the largest and 

smallest to have a sign. The great majority of the airports have paved parking lots while the larger 

airport lots are generally lighted. 

All respondents agreed that paved parking was desirable. The need for a lighted entrance sign was 

questioned by 7.3 percent of the respondents as was lighting for parking. The smaller airport 

operators more frequently questioned the need for these services, including 7.7 percent of the 

operators of the smallest airports who indicated that a sign in town was not needed. 
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Figure 4 
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Terminal Facilities 

A sign directing visitors to the terminal building is found at over 70 percent of the larger airports 

(Figure 5). Airports with few buildings on the airport may not need directional signs. Over 10 

percent of all respondents felt such a sign was not needed. Almost all terminal buildings have 

heating and air conditioning, and a public waiting area Only 2 respondents did not believe heating 

and air conditioning was necessary, while all agreed that a public waiting area should be provided. 

The response to the question of 24 hour accessibility to restrooms was somewhat surprising. Only 

43 percent of the airports have restrooms that can be used at all times. The need for 24 hour 

accessiblity was questioned by 7 percent of the managers. In many cases the respondents indicated 

that the restrooms were available during the hours of business, suggesting they could only be 

reached by going into the terminal building. This was true for even the larger airports. A partial 

solution to this might be entrances to the restroom facilities from both the inside and outside, 

permitting the inside entrance to be locked at night. 

Two-thirds of the airports have an enclosed area in the terminal that pilots can use for flight 

planning and calls to the AFSS or FSS. A conference room can be found in over half the terminal 

buildings. Three percent of the respondents indicated they believed that an enclosed flight planning 

area and a conference room were not necessary. 

Crew Lounge 

As shown in Figure 6, most of the airports, in all but the smallest category, have an area set aside 

as a crew lounge. In most cases, the lounge area is provided with magazines and a television. For 

some reason, the medium sized airports are more likely to have a crew lounge than the largest 

airports. Only one respondent did not feel a crew lounge was necessary. Shower and sleeping 

facilities are available at the larger airports although less than 25 percent of the largest airports 

provide them. Many respondents stated that shower and sleeping facilities were not needed (19 

and 23 percent, respectively). Nine percent of the managers of the largest airports felt that way, 

with negative responses increasing as airport size decreased. 
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Terminal Services 

The majority of the airports in all categories provide most of the terminal services shown in Figure 

7. The exception to this is a chang6 machine. Many respondents noted that a change machine was 

not necessary if an attendant was present to make change. Overall, only 20 percent said they have 

a change machine, while 24 percent said it isn't necessary. Almost 90 percent of the airports have 

an attendant in the terminal building and provide vistors with some basic information about the 

community. The sale of aviation charts and accessories varies with airport size. The larger 

airports generally make these sales compared to less than a third of the smallest airports. Three 

percent of the respondents felt the sale of these items was unnecessary. 

The availability of a public phone 24 hours a day should be a basic requirement for a business 

service airport. Ten of the airports responding did not meet this requirment, including two of the 

largest airports. All operators agreed that a 24 hour phone was necessary. 
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Food Service 

Vending machines are the only form of food service supported by more than half the airports as 

can be seen in Figure 8. A restaurant on the airport is relatively rare: only 12 among the 96 

airports. There are no restaurants in the 25-49 based aircraft category. Otherwise the probability 

of a restaurant declines with airport size. Snack bars are also not very common. Provisions for 

catering can be made by about 40 percent of the airports. Again, the airports in the 50-99 based 

aircraft category are more likely to arrange catering than are operators of the largest airports where 

the demand for catering could be expected to be higher. Ice is available at slightly more than half 

the airports with availability decreasing with airport size. 

The need for food service was questioned by many of the respondents (restaurants, 16 percent; 

snack bars, 12 percent; catering, 10 percent,), although the larger airport operators believed food 

service was needed. 

Figure 8 
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Flight Planning 

With the advent of Automated Flight Service Stations (AFSS) with 1-800 telephone numbers, all 

the airport operator has to do is provide a telephone in the flight planning area for a pilot to access 

weather information and file a flight plan. However, as can be seen in Figure 9, one out of ten 

airports do not provide this service. All respondents agreed that such a phone should be provided. 

The availability of a free phone to the AFSS or FSS varies little with airport size. The availability 

of computer generated weather and flight planning information does, on the other hand, depend on 

airport size. Approximately one third of the largest airports have this service available. Only 6 

percent felt it was not needed. All of the largest airport operators indicated the service was needed. 

VFR and IFR charts are available for reference at a majority of the airports. Approach plates are 

found at approximately half of the larger airports. Approximately 4 percent of the operators replied 

that having charts and plates available for reference was not necessary. 
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Ground Transportation 

The availability of ground transportation is good at the two largest categories of airports but 

declines with airport size as can been seen in Figure 10. An exception is the availability of rental 

cars which are more likely to be found at an airport with 50-99 based aircraft than at a larger 

airport. Courtesy cars are more prevelant than other forms of ground transportation at the smallest 

airports. Very few managers suggested that ground transportation availability was not important. 

The availability of air taxi service was not considered necessary by 7 percent of the respondents, 

principally the smaller operators. 
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Fuel Availability 

Only one airport among the 96 did !lot have fuel on the airport (Figure 11). All of the others sell at 

least lOOLL avgas. Jet A fuel is also sold at 83 percent of the airports. About 90 percent of the 

airports in the three largest categories sell Jet A. Fuel is not available at least 12 hours a day at 16 

airports, three of which are in the largest airport size category. Five percent of the respondents did 

not believe it was necessary to have line service available for twelve hours a day. Almost all 

agreed that fuel should be accessible 24 hours by making a phone call. Over 80 percent provide 

this service. Oil is generally available at all airports and the fuel additive Prist is available at most 

of the larger airports (several operators noted that their Jet A already contained Prist.) Seven 

percent felt the sale of Prist was unnecessary. 
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RESPONSE TO QUESTIONS CONCERNING 
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Other Line Services 

Minor repair on aircraft and/or avionics is generally available at all but the smallest airports as 

shown in Figure 12. Oxygen and APU (auxiliary power units) are more likely to be found at the 

larger facilities. The demand for oxygen tank refilling and APU starts is likely to increase with the 
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level of turbine aircraft activity. Smaller operators indicated these two services were not necessay 

at their airports. Air for aircraft tires in almost universally available. 
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RESPONSE TO QUESTIONS CONCERNING 
AVAILABILITY OF OTHER LINE SERVICES 

100+ 50-99 25-49 0-24 All 
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• Minor Repair • Oxygen IIlii APU D Air 

Airport Advisory Information 

Aircraft flying into all but the smallest business service airports should be able to contact a 

UNICOM for an airport advisory. In some cases, however, they will not be able to get some basic 

information from the UNICOM operator. Figure 13 indicates that at 16 percent of the airports, 

wind speed and direction information will not be available. The local altimeter reading will not be 

available over the airport UNICOM for 22 percent of the airports. Smaller airports are more likely 

not to provide this information. All respondents indicated they felt an airport should have a 

UNICOM and be able to provide wind speed/direction and the local altimeter reading. 
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RESPONSE TO QUESTIONS CONCERNING 
AVAILABILITY OF AIRPORT ADVISORY INFORMATION 
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• UNICOM 1111 Wind Speed/Direction 0 Local Altimeter 

Transient Aircraft Parking 

Only one of the 96 airports does not currently have tie-down space for transient aircraft. Hangar 

space is available at three-quarters of the airports. However, Figure 14 shows that almost one 

third of the airports do not provide 24-hour security for parked aircraft. Security is often better at 

the smaller airports which either have someone living on the field or have regular patroling by the 

local constabulary. On the other hand, the larger airports are more likely to have the ramps lighted 

at night for added security. All but one respondent indicated these security measures were 

necessary. Ramps with helipad markings can be found at 23 of the airports. Seven percent of the 

operators without helipad markings on their ramp said they felt the markings were unnecessary. 
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RESPONSE TO QUESTIONS CONCERNING 
TRANSIENT AIRCRAFT PARKING 
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VI. IDENTIFYING THE DEMAND FOR TERMINAL SERVICES 
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It is desirable that some recommendations be made regarding the services that should be available 

at the airports in the Texas Aeronautical Facilities Plan that have been classified as business service 

facilities. From the survey results presented above, it is clear, however, that all airports do not at 

present provide all of the services identified in this study. The clearest demarcation between 

business service airports is in their design classification (Table 1). Those airports that are not 

currently constructed to design standards that will accommodate most business jets could be 

expected not to have the full range of services required by jet aircraft crews. The second notable 

difference among the business service airports is in the level of aviation activity which has been 

measured, here, in terms of based aircraft. 

It should be noted that neither an airport's design standard nor its aviation activity level are perfect 

measures of the airport's need to provide a higher level of user services. Among the surveyed 

airports with 100 or more based aircraft, 36 percent do not meet the minimum design standard for a 

business service airport. On the other end of the activity spectrum, 38 percent of the airports with 

fewer than 25 based aircraft do meet the design standard for business service airports. 
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The best measure of the type of activity that might require the majority of the services surveyed in 

this study would be aircraft operations, in particular, operations by business class aircraft. 

Unfortunately this information is nt:>t available. An alternative to operations might be the number 

of based business-class aircraft, assuming that an airport with based business aircraft would 

provide many of the services required by business aviation. If it can be further assumed that 

business-class aircraft are generally multi-engined and jet aircraft, then the necessary information is 

available from the Airport Master Records Form 5010-1. 

Redefining Activity Levels 

A methodology was developed for combining an airport's current design standard and its current 

activity level into a measure that could be related to service levels. This was done by using the 

based aircraft information from the Airport Master Records. For the purpose of the evaluation, it 

was assumed that the number of based business class aircraft should weigh heavier in the 

methodology than other types of based aircraft, and that jet aircraft should have greater weight than 

twin-engined aircraft. Each based jet aircraft was given a weight of ten (10), each twin-engined 

aircraft was given a weight of five (5), and all other based aircraft were assigned a weight of one 

(1 ). For example, an airport with 2 based jets, 8 twins and 65 other aircraft would have a 

weighted activity score of 125 (2 x 10, plus 5 x 8, plus 65 x 1 = 125). 

To enter the airport design into the methodology, the weighted activity score was further weighted 

according to the design class. Airports with a higher design (Table 1) are capable of 

accommodating larger aircraft and, therefore, more of the potential users. These airports are also 

located where the potential for use is greater due to population and economic activity. Airports 

with a GT design received a weight of five (5), BT design a weight of four (4), EU a weight of 

three (3), GU a weight of two (2), and airports with a BU design were given a weight of one (1 ). 

The design class weight was then multiplied by the weighted activity score to give a combined 

service potential score. Using the previous example, if the airport has an Extended Utility (EU) 

design, its weighted activity score of 125 would be multiplied by 3, giving the airport a combined 

service potential score of 375. The scores of the 96 airports in the study are shown in Table 2. 

Score A in Table 2 is the Weighted Activity Score. Score B is the Combined Service Potential 

Score. The airports have been divided into four groups according to their service potential scores. 

The divisions were made arbitrarily but attempt to reflect the varying levels of development among 

the groups of airports. Airports with scores of 0-100 are in Group 1. Group 2 includes airports 
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Table 2 

AIRPORT SERVICE SCORES 

Airport by as~~2 ~i~(sl!ft Airport by aa~~Q ~i(~[sft 
Associated Single/ Multi Design Score Score Associated Single/ Multi Design Score Score 

CitY Other Eng Jet Std A a Cly Other Eng Jet Std A a 

GROUP 1 GROUP 3 
Hebbronville 0 0 0 EU 0 0 Terrell 101 5 0 GU 126 252 
Falfurrias 2 0 0 EU 2 6 Vernon 35 6 0 BT 65 260 
Winnie 3 0 0 GU 3 6 Borger 31 5 1 BT 66 264 
Mt. Vernon 7 0 0 BU 7 7 Jacksonville 29 10 1 EU 89 267 
Zapata 3 0 0 EU 3 9 Mineral Wells 42 6 0 BT 72 288 
Rio Grande City 6 2 0 BU 16 16 Marshall 28 7 1 BT 73 292 
Van Horn 9 0 0 GU 9 18 Brownwood 6 14 0 BT 76 304 
Eagle Pass 18 1 0 BU 23 23 Austin Executive 77 6 0 EU 107 321 
Marfa 26 1 0 BU 31 31 Nacogdoches 43 13 0 EU 108 324 
Canadian 13 4 0 BU 33 33 Lancaster 82 17 0 GU 167 334 
Carthage 15 4 0 BU 35 35 Ft. Stockton 45 8 0 BT 85 340 
Port Lavaca 8 1 0 EU 13 39 Rockport 40 9 0 BT 85 340 
Brady 15 1 0 GU 20 40 Ft. Worth Spinks 69 4 0 BT 89 356 
Carrizo Springs 5 1 0 BT 10 40 McGregor 55 8 0 BT 95 380 
Junction 14 2 0 GU 24 48 Pampa 30 12 1 BT 100 400 
Kountze 20 1 0 GU 25 50 McKinney 67 7 0 BT 102 408 
Dumas 19 2 0 GU 29 58 Plainview 93 23 0 GU 208 416 
Center 20 2 0 GU 30 60 Port Isabel 10 20 0 BT 110 440 
Palacios 11 1 0 BT 16 64 San Antonio Stinson 86 25 2 GU 231 462 
Mexia 18 3 0 GU 33 66 Midland Airpark 89 16 7 GU 239 478 
Beeville 19 1 1 GU 34 68 Uvalde 51 14 0 BT 121 484 
Gainesville 25 2 0 GU 35 70 Alice 22 18 1 BT 122 488 
Jasper 10 6 0 GU 40 80 Big Spring 54 10 2 BT 124 496 
Hereford 31 2 0 GU 41 82 Houston Gulf 122 10 0 EU 172 516 
Henderson 32- 2 0 GU 42 84 Wichita Falls 55 42 0 GU 265 530 
Pecos 17 1 0 BT 22 88 Galveston 112 6 0 BT 142 568 
Orange 33 3 0 GU 48 96 Del Rio 61 15 1 BT 146 584 
Sulphur Springs 23 2 0 EU 33 99 Kerrville 60 13 3 BT 155 620 

Sherman/Denison 69 8 2 GT 129 645 
GROUP 2 Lufkin 42 18 3 BT 162 648 
Cleveland 36 0 0 EU 36 108 Houston Clover Field 195 25 1 GU 330 660 
Graham 31 5 0 GU 56 112 Georgetown 117 33 6 GU 342 684 
Palestine 26 6 0 GU 56 112 San Marcos 94 14 1 BT 174 696 
Perryton 38 4 0 GU 58 116 Mesquite 118 23 0 EU 233 699 
Sweetwater 24 1 0 BT 29 116 New Braunfels 82 17 1 BT 177 708 
Ozona 20 2 1 EU 40 120 
Castroville 32 0 0 BT 32 128 GROUP 4 
Corsicana 48 0 0 EU 48 144 Arlington 223 40 0 GU 423 846 
Snyder 39 7 0 GU 74 148 Lake Jackson 78 15 2 GT 173 865 
Brenham 25 9 1 GU 80 160 Houston Andrau 75 35 5 EU 300 900 
Kingsville 10 4 1 BT 40 160 Cleburne 68 25 4 BT 233 932 
Paris 30 2 0 BT 40 160 Denton 99 33 0 BT 264 1056 
WacoTSTI 22 2 0 GT 32 160 Houston Hull 57 21 17 BT 332 1328 
Bay City 39 5 0 EU 64 192 Houston Southwest 75 40 6 BT 335 1340 
Breckenridge 51 9 0 GU 96 192 Odessa 220 50 0 EU 470 1410 
Huntsville 23 5 0 BT 48 192 Dallas Redbird 123 42 2 BT 353 1412 
Burnet 48 12 0 GU 108 216 Conroe 149 66 1 BT 489 1956 
Wharton 32 9 0 EU 77 231 Houston Ellington 50 10 40 GT 500 2500 
Greenville 33 3 0 GT 48 240 Houston Hooks 350 200 19 BT 1540 6160 

Ft. Worth Meacham 175 131 60 GT 1430 7150 
Addison 425 290 30 GT 2175 10875 

Score A = Weighted Activity Score, Score B = Combined Service Potential Score (see text for explanation.) 
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with scores of 101-250, Group 3 airports with scores of251-750 and Group 4 airports with scores 

greater than 751. 

Service Standards 

It remains to be determined which services are appropriate for the different levels of aviation 

activity, or as they are now defined, levels of service potential. The 52 services identified in the 

survey were divided into four groups. The services included in each group reflect the TAC{ITI's 

judgement as to which services should be provided as well as the survey's findings as to which 

services are being provided. Some services were considered to be basic for all business service 

airports. Others are associated with increasing demand for the services. Table 3 identifies the four 

levels of services. 

Table 3 

BUSINESS SERVICE AIRPORT SERVICE LEVELS 

Level 1 

Sign on highway 
Paved parking 
Building heating/AC 
Public waiting area 
24 hour restrooms 
Attendant 
Community information 

v I 2 

Sign in town 
Lighted parking 
Enclosed flight planning 
Vending machines 
Courtesy car 

l v I 

Lighted entance sign 
Terminal direction sign 
Crew lounge 
with TV 
with magazines 

Conference room 
Snack bar 
Catering 

Level 4 

Crew lounge 
with showers 
with sleeping quarters 

Restaurant 

24 hour public phone 
Phone to AFSS/FSS 
Fuel12 hours minimum 
Fuel 24 hours by phone 
100LL 
Oil 
Air 

Jet A 
Prist 
Minor repair 

Ice 
VFR/IFR charts 
Approach plates 
Sale of charts and accessories 
Taxi 
APU 

Change machine 
Oxygen 

Computerized weather/flight planning 
Car rental 
Air taxi 

UN I COM 
with wind speed/direction 
with local animeter 

Transient tie downs 

Transient hangar 
Security 

Ramp lighting 

Helipad markings 
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The four groups of airports classified by their combined service potential score in Table 2 can now 

be related to the four levels of services. Airports in Service Potential Group 1 should offer the 

basic services identified in Service. Level 1 from Table 3. Airports in Service Potential Group 2 

should provide the services from Level 1 plus the services from Level 2. Returning once again to 

the example used previously, an airport with a service potential score of 375 should offer the 

services identified in Levels 1, 2 and 3. The airport would not require the services of Level 4 until 

it is developed to a higher design standard and/or the number of business-class aircraft based at the 

airport increases. 

VII. CONCLUSIONS AND RECOMMENDATION 

Using the results of the survey and the methodology developed above, it is possible to evaluate the 

status of the 96 surveyed business service airports with respect to the recommended services for 

each airport's service potential. There are 18 recommended services for airports in Group 1, 28 

for Group 2 airports, 43 for Group 3 airports and 52 for the airports in Group 4. Table 4 shows 

the number of these services offered by each airport and the averages for each group. 

Overall, the airports currently provide better than 75 percent of the service recommended for each 

service potential group. The airports in Groups 3 and 4 don't do quite as well as the other airports. 

Of the 96 airports, only 18 offer all of the basic (Level 1) recommended services. However, the 

number of Level 1 services offered by each group does not vary by much. Groups 2, 3 and 4 

average 16 out of 18 services; Group 1 averages 15 basic services. As might be expected, as the 

service potential of the airport increases, the number of Level 2-4 services offered increases. 

The state has a very limited role in providing terminal services to business service airports. In the 

past the Texas Aeronautics Commission has assisted some airports with the cost of paving auto 

parking lots. Some thought has been given by the TAC to assisting airport sponsors with the cost 

of UNICOM facilities and/or providing computerized weather services. However, due to a lack of 

funding, assistance for these services is currently not under consideration. 

The responsibility for providing the majority of the services identified in this study is that of the 

airport operator. The TAC would like to encourage airport operators to provide as many of the 

services as practical. As the level of activity at an airport increases, it becomes more important that 

these services be offered. The schedule in Table 3, and the methodology presented in this section, 

can be used by airport operators to gauge the development of the airport's terminal services and 

facilities. 
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Table 4 
SERVICES OFFERED BY BUSINESS SERVICE AIRPORTS 

CATEGORIZED BY SERVICE POTENTIAL GROUP 

Airport by Level Level Level Level Airport by Level Level Level Level 
Associated 1 2 3 4 Comb. % Associated 1 2 3 4 Comb. % 

Q~ S!<2r~ ScQr~ S!<Qr~ S!<Qr~ Scor~ ld~al Qibl S!<2t'§ S!<Qr~ S!<2r~ S!<Qr~ Scor~ ld~a l 

GROUP 1 GROUP 3 
Mt. Vernon 18 7 7 1 18 100.0 Midland Airpark 18 10 14 5 42 97.7 
Marfa 18 9 12 6 18 100.0 Alice 17 10 13 3 40 93.0 
Carrizo Springs 18 6 4 1 18 100.0 Kerrvi lle 17 9 14 5 40 93.0 
Sulphur Springs 18 7 8 1 18 100.0 Ft. Stockton 18 8 13 5 39 90.7 
Falfurrias 17 6 3 1 17 94.4 McGregor 17 9 12 2 38 88.4 
Port Lavaca 17 9 5 1 17 94.4 Plainview 17 9 12 3 38 88.4 
Junction 17 7 4 1 17 94.4 Big Spring 17 9 12 2 38 88.4 
Dumas 17 7 8 1 17 94.4 Vernon 17 6 13 3 36 83.7 
Pecos 17 10 12 1 17 94.4 Borger 18 8 10 3 36 83.7 
Kountze 16 6 10 2 16 88.9 Austin Executive 16 7 13 5 36 83.7 
Mexia 16 2 5 1 16 88.9 Rockport 17 7 12 3 36 83.7 
Hereford 16 6 7 2 16 88.9 Pampa 17 8 11 2 36 83.7 
Carthage 15 5 4 1 15 83.3 Wichita Falls 17 8 11 4 36 83.7 
Center 15 6 8 2 15 83.3 Sherman/Denison 15 9 12 4 36 83.7 
Palacios 15 4 4 1 15 83.3 Lufkin 17 8 11 6 36 83.7 
Gainesvi lle 15 6 2 0 15 83.3 Del Rio 16 7 12 4 35 81.4 
Jasper 15 8 3 1 15 83.3 Marshall 16 7 11 3 34 79.1 
Hebbronville 14 5 0 1 14 77.8 Nacogdoches 17 8 9 3 34 79.1 
Zapata 14 2 1 0 14 77.8 Galveston 16 7 11 5 34 79.1 
Van Horn 14 5 1 0 14 77.8 Lancaster 17 8 8 2 33 76.7 
Eagle Pass 14 4 5 1 14 77.8 San Marcos 17 8 8 3 33 76.7 
Canadian 14 4 2 2 14 77.8 Terrell 16 10 6 1 32 74.4 
Henderson 14 5 9 0 14 77.8 San Antonio Stinson 16 8 8 4 32 74.4 
Brady 13 6 7 1 13 72.2 Uvalde 17 8 7 3 32 74.4 
Beeville 13 6 4 1 13 72.2 Port Isabel 15 7 9 4 31 72.1 
Orange 9 6 6 1 9 50.0 Mineral Wells 15 7 8 4 30 69.8 
Rio Grande City 7 1 5 0 7 38.9 Brownwood 16 5 9 2 · 30 69.8 
WI[][]~ j j j Q j 56 New Braunfels 16 5 9 4 30 69.8 
Group Avg 14.5 5.6 5 .3 1.1 14.5 80.8 McKinney 14 6 9 0 29 67.4 

Houston Gulf 15 7 7 3 29 67.4 
GROUP 2 Georgetown 15 4 10 3 29 67.4 
Ozona 18 9 8 2 27 96.4 Mesquite 17 5 6 1 28 65.1 
Breckenridge 18 9 11 4 27 96.4 Jacksonville 15 6 5 0 26 60.5 
Palestine 16 10 9 1 26 92.9 Houston Clover Field 13 6 5 1 24 55.8 
Brenham 16 10 13 2 26 92.9 Et. Wo!:lb S12io~~ jQ ~ ~ 2 l~ 4~.2 
Kingsville 17 9 8 1 26 92.9 Group Avg 16.1 7.4 9.8 3.1 33.3 77.5 
Bay City 17 9 12 3 26 92.9 
Perryton 18 7 6 1 25 89.3 GROUP 4 
Corsicana 17 8 12 1 25 89.3 Houston Hooks 17 9 15 9 50 96.2 
Snyder 17 8 8 2 25 89.3 Ft. Worth Meacham 18 10 14 7 49 94.2 
Paris 17 8 7 1 25 89.3 Addison 18 10 14 7 49 94.2 
Burnet 17 8 9 2 25 89.3 Houston Hull 18 10 12 6 46 88.5 
Huntsville 16 8 10 3 24 85.7 Conroe 17 9 13 6 45 86.5 
Castroville 16 7 11 2 23 82.1 Houston Southwest 18 8 14 4 44 84.6 
Waco TSTI 16 7 9 1 23 82.1 Lake Jackson 16 9 12 2 39 75.0 
Graham 15 7 2 0 22 78.6 Cleburne 16 10 10 3 39 75.0 
Wharton 17 5 8 1 22 78.6 Odessa 17 7 12 3 39 75.0 
Sweetwater 16 5 6 0 21 75.0 Houston Andrau 16 8 10 3 37 71.2 
Cleveland 15 4 5 0 19 67.9 Denton 16 10 9 1 36 69.2 
G~m£ill1:1 jQ 6 2 j 16 5Z l Houston Ellington 14 9 9 4 36 69.2 
Group Avg 16.3 7.6 8.2 1.5 23.8 85.2 Dallas Redbird 14 8 9 4 35 67.3 

&fjog!Q[] l~ a § ~ ~ ~z.z 
Group Avg 16.3 8.9 11.4 4.4 41.0 78.8 

Note: The combined score is the score for each level of service appropriate for the group the airport is in. 



VIII. APPENDIX A 

Airport: 

TERMINAL FACILITIES INVENTORY 
BUSINESS SERVICE CLASS AIRPORTS 

Person Making Inventory: 

Title: 

Phone: 
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Instructions: Please place a check in the appropriate box to indicate whether your airport 
currently has the service/facility noted. Also, mark the third box on each line if you 
believe the service/facility is not needed by an airport serving business/corporate aircraft 
users. 

Don't Not 
Have Have Needed 

AIRPORT ACCESS 

0 0 0 Sign in town showing direction to airport 

0 0 0 Sign on highway directing to airport 

0 0 0 Airport entrance sign, lighted 

0 0 0 Auto Parking 

0 0 0 Paved 

0 0 0 Lighted 

TERMINAL FACILITIES 

0 0 0 Directional signs 

0 0 0 Building heating/AC 

0 0 0 Public waiting area 

0 0 0 Public restrooms accessible 24 hours 

0 0 0 Crew lounge 

0 0 0 with TV 

0 0 0 with magazines 

0 0 0 with showers 

0 0 0 with sleeping quarters 

0 0 0 Flight planning area enclosed or remote 

0 0 0 Conference room 

Comments: 
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Airport: 

TERMINAL FACILITIES INVENTORY 
BUSINESS SERVICE CLASS AIRPORTS 

Don't Not 
Have Have Needed 

TERMINAL SERVICES 

0 0 0 Attendant 

0 0 0 Area map, community info 

0 0 0 Change machine 

Food 

0 0 0 Restaurant 

0 0 0 Snack bar 

0 0 0 Catering 

0 0 0 Vending machines 

0 0 0 Ice 

0 0 0 Public telephones accessible 24 hrs 

0 0 0 Flight planning 

0 0 0 Toll-free telephone to FSS or AFSS 

0 0 0 Computerized weather and flight planning 

0 0 0 VFR and IFR charts 

0 0 0 Approach plates 

0 0 0 Sale of charts and aviation accessories 

Transportation 

0 0 0 Courtesy car 

0 0 0 Taxi 

0 0 0 Car rental 

0 0 0 Air taxi 

Comments: 
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Airport: 

TERMINAL FACILITIES INVENTORY 
BUSINESS SERVICE CLASS AIRPORTS 

Don't Not 
Have Have Needed 

LINE SERVICES 

Line seiVices available 

0 0 0 Minumum of 12 hours per day 

0 0 0 24-hrs by phone 

0 0 0 Fuel 

0 0 0 lOOLL 

0 0 0 Jet A 

0 0 0 Oil 

0 0 0 Prist 

0 0 0 Minor engine/avionics repair 

0 0 0 Oxygen tank refill 

0 0 0 APU 

0 0 0 Air (tires) 

0 0 0 Unicorn 

0 0 0 Wind speed/direction 

0 0 0 Local altimeter 

Transient Aircraft Parking 

0 0 0 Tie-down 

0 0 0 Hangar 

0 0 0 Ramp lighting 

0 0 0 Security patrol when unattended 

0 0 0 Helipad markings 

Comments: 




