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INTRODUCTION

The Twin Cities area has an opportunity to become a world air center. This can
happen only if a system of airports is developed which is among the best in the coun-

. try to attract international flights and provide facilities for the growing aviation
needs of the area.

_,Air transportation and new airports are of vital importance to the future of the
; state and the metropolitan area. They can greatly assist in attracting high-quality
industry and employment and provide an essential service to people and commerce. We
~ are on the vergemof new breakthroughs and growth in aviation comparable to those
which led to the-jet age._ As a result, a new generation of airports is coming as
~ different from Wold-Chamberlain as the jet is from the DC-3. We cannot afford to

" miss the opportunities these present, or forego the possibility for this area to
become a world air center.

A long lead time is required to build a major airport, and given its impcertance
it is critical that it not be further delayed. This means we must avoid unnecessary

controversies. This, in turn, means we must come to grips early with the necessary -
weontroversies and policy questions.

The Twin €ities has developed a reputation in the past for its unusually good
aviation facilities. These facilities are so good, in fact, that they are considered
a model by others._ The extensive integrated system of separate secondary airports
has encouraged the growth of general aviation and resulted in substantially more lo-
cally based aircraft per capita than other cities. Likewise, the development of
Wold-Chamberlain has provided the area with an excellent major airport which has

accommodated the growing commercial aviation industry and attracted the headquarters
" and overhaul bases of two major airlines.

(i’ The excellent reputation of the airport system is in jeopardy today as the area
is faced with decisions about developing a new major airport and additional secondary
_ . ~fields. The current controversy over a new major airport is indicative of breakdowns
- in the plannlng process, of significant changes in the machinery for making airport
decisions and is symptomatic of basic public policy issues not yet publicly discussed.
. Some of the discussion (controversy, if you will) that is part of the decision
. -. 1s now under way...studies of alternative sites, consideration of the impact on the
env1ronment noise, origins and destinations of users, and air space. We sense that

-some of these are not moving, and some unnecessary ones loom whzch may further delay
" a decision. .

Our report is not addressed to these site questions, but is directed to policy
questions just on the horizon that will be important to an early resolution of the
present issues and the future girport system. They include: The absence of finance

; decisions and their effect on slowing up planning decisions; the lack of guidance
‘from the state regarding the statewide transportation/aviation system; shortcomings
1n the organizational relationship between state and metropolitan agencies involved
in airport planning and development; and the impact of tax policies on airport pro-

perty on local government. Our report essentially railses these "warnings" now, in
hopes that by handling them soon, we will get to the goal faster.

The current/s1tuation is disturbing to the MAC, the Metropolitan Council, the
. | state, the airlines, those affected by noise from Wold—Chamberlain, and the local
. govermments within which airports may be developed. No one is certain about the
(;; outcome. The pwklic cannot tolerate such a situation. We must have a speedy, sound
-%7 decision and make the ‘*“ﬂoes necessary to insure.that this will not happen again.
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SUMMARY OF BASIC FINDINGS AND CONCLUSIONS

Financing the Develqﬁment of Airports

The present policy of financing airport development in the Twin Cities area by
payments from airport users is exerting a powerful and perhaps detrimental influence,
now, both on the question of whether the new facility should be an addition to, or a
replacement for, Wold-Chamberlain Field as the area 's major commercial field; and on
the question of where the new facility ought to be located.

*# At the heart of the dilemma is the future of Wold-Chamberlain Field.
This airport is still under construction. Yet it is already becoming
obsolescent--gs a result of the growth in traffic, innovations in air-
port design, and the growing pressure to get its noise out of nearby
residential areas. A new airport must be started promptly. But because
no new facility can be ready within 10-12 years, Wold-Chamberlain must
be completed. Thus, we will be having to repay the $130 million or more
in principal "and interest that will have been borrowed to build this -

airport, at the same time we are beginning to build and to pay for the
new one. : : ‘

Airports are presently paid for by airlines, and other users. The
Metropolitan Airports Commission (MAC) has moved as rapidly as possible
to terminate the original property tax support for its activities, and

to get onto a user-charge system. Generally, for the expansion of the
airport system, we support such an arrangement.

It is the outstanding debt at Wold-Chamberlain that presents a special
problem. There is strong pressure to get major commercial traffic out
of this field--from the airlines, who want operations centralized at
one facility, and from the Metropolitan Council and others seeking an
early end to the noise. The MAC is virtually compelled to resist such
a solution, however. It now depends on Wold-Chamberlain for the cash
flow to support all its operations. And so far, in all the talk about
closing Wold-Chamberlain, no ome has indicated what would be the alter—
. native source of revenue. As much as $50 million of debt on general
~ and special use facilities will remain unpaid even by 1980. Without
h reconsideration of the system for financing these two airports, there-
fore, it will be difficult if not impossible to get--particularly on
the part of the MAC--a dispassionate and open-minded discussion of the
arguments for taking commercial traffic off Wold-Chamberlain.

To remove the pressure thus set up on the system .and site decisions, we recom-
mend the MAC provide the necessary information and the Metropolitan Council begin an

exploration of the issue of finance, including the possibility of public support for

a portion of the outstanding debt. This need not, and should not, mean a return to

the property tax. The revenue, if needed, should come from a non-property source--
preferably, from a direct charge on passengers. The proceeds of a tax on each
departing passenger, together with the residual value in the Wold-Chamberlain facil-
ity after a new airport is built, could well be sufficient to permit the basic deci-
sions about a new facility to be made on the merits, without being dictated by the

unpaid debt at Wold-Chamberlain.

- Tre—



SUMMARY OF BASIC FINDINGS AND CONCLUSIONS (continued)

Afirport Planning

Other important decisions, about additional secondary fields, will be needed
shortly. It is critical that the basic defects in the arrangements for airport

planning, exposed by the current controversy over "the Ham Lake proposal”, be reme-
died- immediately. _ -

* The controversy over the MAC's proposal has been a classic demonstration
of the inadequacies of the independent-agency approach to decision-making.
The non-aviation comsiderations, which produced the suspension of the
MAC's plan, must be introduced at the beginning, rather than at the end,
of the planning process, and cleared through ;he Metropolitan Council.

The interests of the state must be asserted earlier and more vigorously
in the decisions about the airport system. The critical role so far not
filled by the state, which must be filled, is not the ownership or opera-
" tion of this local airport system, or the determination of specifically
where within the Twin Cities area an airport ought to be located. The
need is, rather, to identify clearly--as a basis for airport plavning
here--how the metropolitan system fits into the state airport system
« . . and what relationships there must be between aviation and other
modes of transportation. This requires streng, positive policy guidance
from the state through a state aviation plan spelling out what is needed
together with criteria to be used in evaluating fuading requests. The
state can greatly assist and be most effective in resolving some of the
questions about future statewide airport system and expedite decisions
about a major airport if it will concentrate on development of such a

plan and leave the routine operating decisions at the local 1evel where
they are presently handled.

The job of securing compatible uses close around a new airport will
continue to be a problem. The Metropolitan Airports Commission has
been ineffective in exercising the powers given it in 1943. Responsi-
bility for this land-use program should be transferred to the Metropol-~
itan Council.

N

We recommend the Minnesota Legislature ctarify these planning respon31b111t1es
; at the 1971 session.

Agencies ‘involved in airport plamning and review should adopt policies and per-
form the work necessary to finish incomplete required plans and guidelines and the
involvement of all interested parties early in the planning discussion.

~
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SUMMARY OF BASIC FINDINGS AND CONCLUSIONS (continued)

Organization for Airport Operations

As a metropolitan agency, the MAC should be transformed into a service com-
mission under the Metropolitan Council, consistent with the legislatlve policy
expressed in 1969 on the organization of other areawide operating programs.

* Suburban representation in decisions about airports is vital. This

should be secured both through the Metropolitan Council and through
. a broadening of membership on the MAC itself. We recommend a com-
mission of five memberé, four-appointed by the Metropolitan Council,

and one by the governor. -All should be residents of the seven-
county area.

The reorganized MAC should build the airports, run them, initiate

specific proposals for new airports, and promote the development of
aviation in the area. Its plans and budgets should be subject to

h review in the manner provided for other service commission operations.

As a part of the transfer of jurisdiction, Minneapolis and St. Paul

should be reimbursed by MAC revenues, over a number of years, for

past property tax payments toward the development and operation of
the present airports.

Policies of Loéal Taxation at Aiyports

Piece by piece we have created a mixture of tax policies 1imiting the finan-
cial resources available to local goverument from airport development. In the
course of developlng a new atrport we must remake these policies to recognize the

metropolitan character of the facility and move to make them more consistent w1th
those of the state.

[

“ % The tax subsidy to non-air transportatlon property at alrports should _
be eliminated.

Taxes collected from property at the new airport should first be used
to cushion the temporary loss of tax base to any affected units of
local government, with the remaining funds distributed to counties
and school districts on the basis of a formula established by the

Council. An averagé mill rate of counties and school districts
should be impoéed on airport property.

Tax rewards from development surroundlng major airports should be
shared by all units of local government in the area. The Council
“should be responsible for eonvening these units, conducting studies

and obtaining agreements on a tax~sharing plan.
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_ secondary fields for general aviation.
- the major airport to relieve it of general aviation traffic.
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I. FINANCING AIRPORT DEVELOPMENT

N

The dependence of the Metropolitan Airports Commission (MAC) on user revenues
from its airports, and the limitations these place on consideration which can be
given to alternative site locations for a major airport, have become increasingly
important to an understanding of the current impasse over this decisien. The use of
air space, noise, and ground conditions are the focus of the present discussion.
However, there are strong indications that financial issues, such as the outstanding
debt on Wold-Chamberlain, the dependence om user revenues by the MAC to retire this
debt, the timing of development of the new major airport, and the underwriting of
bénds for development of such an airport, have limited the latitude of the MAC in
seriously considering all alternative airport sites and considering whether there

- should be only one major airport. Althpugh the parties in the current-dispute
assumed that financing the new airport must be considered in the future, this issue

~_has been raised in the recent discussion as it relates to.the future of Wold. We

/were unable to find any evidence that this subject has been resolved or even publicly
discussed. The lack of financial decisions is therefore of immediate concern. This
subject must move to the forefront of the current discussions if we are to aveid

further delays in arriving at the important decisions about where and when to-develop
a major airport. )

N\

A. BACKGROUND
‘The Metropolitan Airports Commission is the specigl—purposé agency charged by .
thgfLegislature in 1943 with "developing the full potentialities of the metropolitan
area in this state as an aviation center". In fulfilling this charge, the MAC has
developed a major airport for commercial aviation at Wold-Chamberlain, plus five

These secondary fields act as satellites to

] : This system has.pro-
vided sufficient airport facilities for the aeronautical activity of the metropoli~
tan area in the past 20 years.

A In'l967 the MAC, while féviewing the Federal Aviation Agency (FAA) forecasts of
future increases in air transportation, determined that Wold-~Chamberlain would not
have sufficient capacity to meet the demands in 1980. It then began to review its

,/earlier plans for the airport system and to plan for a pew major airport. In search-,

.. ing for a site for this airport, there are indications in the statements of the exe-

cutive director and th§ chairman which suggest that the MAC staff was concerned with
finding not only a desirable location but also one which the MAC staff and its con-

sultants estimated the MAC could finance, given the anticipated sources of income and
their outstanding obligations. ‘

, , These sources are substantially different from those
used to! develop Wold-Chamberlain ‘ : '

5
/Q,;’r"
/

1. -Past financing gf'airport develbpment:was initially based on public tax support.’

. gons%derable local public financial support was used in the early development of
<?he alrpqu system. Part of the agreement leading to the establishment’of‘thg_MAC
was that Minneapolis and St. Paul would initially contribute the airfields they oper-
ated-to the MAC. Thus the 614 acres of Minneapolis Park Board land on which Wold--
Chamberlain was constructed, plus the 540 acres of Holman Field owned by St. Paul,

were turned over to the MAC for airport use. In addition to these land grants, the
federal government, over a p

1 of period of years, turned over 505 acres of land under the.
control of the Veterans Adwinistration to the MAC for Wold-Chamberlain. These ini-
Fial land grapts launched the MAC in the development of -Wold-Chamberlain and permitted

~

™~
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part of its subsequent expansion to accommodate the jet aireraft presently used -in
commercial aviation.

A second major feature of this public financial support was the underwriting of
< bonds issued by the MAC by the full faith and eredit of -the tax base of Minneapolis
and St. Paul, plus tax contributions from property in these. cities ‘to_ retire some of
the bonds and meet defic1ts in the operating costs of the airport.\ S ,
. The law establishlng the MAC gave it the power to issue municipal bonds to cover
,the ‘capital costs 'of development: These .tax-exempt bonds are underwritten by the
full faith and credit of the tax base of the two central cities. The property in
these cities is subjeét to taxation for bond payment in an annual amount.not less .
than 5%Z in excess of ‘the net amount required to pay prlncipal and, interest on the ~
* bonds for the coming year after the application of other monies pledged to such
annual repayment (M.S. Sec.. 360.117). From 1948 to 1958 municipal general obligation

bonds totaling $10,239,700 were issued by the MAC and retired from taxes levied-on
the property of the two cities. o i . N

Local public support for the alrport ‘was also pro\uded to the MAC to, cover its
operating deficits. In this case, the law permits the MAC to levy up/to one nill
each year on the taxable propertles in the two citiés to cover operating expenses of
the MAC, beyond what they are able to recover from charges to.the users and other
miscellaneous income (M.S. Sec. 360. 116). Aithough the operations of the MAC are

now self-sustaining, thé property taxpayers of the two cities paid $2 914, 000 from .
1944 61 for this purpose. . -

The MAC has also received substantial amounts from state and federal grants-in- .
aid in addition to- the local property tax support for the airport. “These are limited ~
to a share of the land acquisition and construction costs of specified facilities at

call airports. From 1949-68 federal aids totaled $13,580,907, whilestate aids
,totaled $4,182,092. These aids can be expected to continue in the future @nd-will
-assist in defraying part of the cost of constructing new airports. The amount of
these grants, however, which might become available is untertain, and will be known

\
only following the appropriations by_Congress and the State Leglslature‘

<

2. Financing for airports has increasingly come from the users1 N

B The past ten years have seen a substantial expan31on of. Wold-Chamberlain and -

: also a change in the capital financing system. The MAC~p011cy for many years, most
recently enunciated by the Commission in 1962, has been that the establishment, deve-
lopment and operation of the Commission's -airport system should to-the extent possi-
ble, be on such a basis as will -avoid going to the Minneapolis and St. Paul . -taxpayers

" to finance the same. As a result, bonds continued to be underwritten by the two
cities but were increasingly retired-from rental and use charges to the airport users,

.~ 80 that by 1966 the bonds became self -liquidating from these charges. T ~

The bonding authorlty of the MAC has been gradually increased from the initial -
. §15 million to the current $125 million. Tne move to retire these bonds from user.
charges was also reflected in the bond authorizations, so that not more than $20° -
million could be retired from taxes collected from property in the two cities. Ano-
p ther significant change was that bonds were used to finance not only public facili-

.~ ties—-land acquisition, runways and the terminal--but ‘also prlvately used fac111t1es
- such as hangars and overhaul bases,

\
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From 1948 to 1968 the local public support to development of the airport has
totaled $17,407,000 in taxes from Minneapolis and St. Paul for debt service on the
tax-supported general obligation bonds. At the present time, a total of $12, 960,000
of these bonds remains outstanding. However, in the recently concluded negotiations
over user fees, the airlines have agreed to increase their charges so that these
bonds will be retired from use fees rather than taxes on property. As a result;
the capital facilities under the MAC are presently self-supporting, and no Zonger
charged against the property taxpayers of the two cities. *

The current development costs and operation of the present system of airports )
are supported by contracts with the airport users, various fees and taxes collected -
by the MAC, and from federal and state grants for construction. These include lease
and use agreements with airport users.and concessionaires, landing fees on commer-
cial aviation, fuel charges to general aviation, taxes levied by the MAC on the tax-
able property at Wold-Chamberlain, and miscellaneous income from violation fines,
the observation deck, parking meters, pay toilets and locker rentals. The 1967
revenues of the MAC totaled $5,338,302, with operating expenses of $2,914,038, and
debt service and construction costs of $2,266,437. The MAC presently expects as a

result of recent agreements that the atrport system—-zts operation and construction--
will be selflsustazntng.

3. A commitment to finance the construction of a new major airport and payment of
' the debt on Wold-Chamberlain has not been received from the users. \

In January, 1968, -the MAC proposed advancing the date for re-negotiation of the
user fees and rental portions of the main base agreement and the terminal building
lease to the airline negotiating committee. These agreements are the major source
of funds to the MAC for its operations and debt service. The objective of this pro-
posal was to increase the cash flow of the MAC to enable it to retain revenues to
finance the airport developments it felt should be instituted in anticipation of
future airport needs. These developments were to include the following: A $10-
million expansion of the terminal parking facilities and public use spaces at Wold-
Chamberlain agreed to by the airlines, the payment of the remaining $12,960,000 in
non-deductible bonds funded from taxes paid by the property taxpayers in Minneapolis
and St. Paul, plus the acquisition and development of land for an airport to relieve
QbZdLC%amberZatn Field. The MAC noted that although revenues from existing. agree-

ments were sufficient to finance operations of the airport system, they did not per-
mit the MAC to accumulate a reserve.

The MAC maintained it was unable to fund the terminal developments from the
$20 million in non-self-liquidating bonds, as these were already issued. Terminal
development, it said, would have to be funded from self-liquidating bonds the MAC
would issue, but they could not be sold until the MAC had‘a cash flow sufficient to
retire them. Likewise, this cash flow would have to be substantially increased to

fund the proposed development of a nmew major airport and to relieve the two central
cities of the debt service.they were paying.

7

In 1967, the staff of the MAC'had begun planning studies of vafious locations.
for a second airport to supplement some segments of the commercial airline activity
at Wold-Chamberlain. The need for this airport had been suggested by the FAA and
the Air Transport Association in 1967 studies covering the needs for air transporta-
tion in the metropolitan area. These studies indicated that the design capacity of-
Wold-Chamberlain would be reached prior to 1977 and recommended the MAC plan to
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_major airport,
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develop an airport that would relieve the operations at Wold~Chamberlain. The FAA
“further suggested the Anoka County Airport be expanded as this reliever facllity.
Development of a major airport to the north was also suggested by past studies -
dating back to 1943 conducted by the MAC and by the actions of the MAC in develop-
ing _a large site at the Anoka County Airport (Janes Field) in 1950, 1953 and 1961.°
Continued expansion at this airport, in the opinion of the staff, was less desirable,
however, than development of a new site at Ham Lake, as they felt the tall TV antenna
farm proposed to the southeast of Anoka County Airport, “to which the MAC had earlier
.objected, plus the large amount of space needed for an adequate buffer zone, sugges-
, ted that a new site be developed. The proposal for a new airpdrt was announced in
November, 1967, and these thoughts were formally commnnigeted to the MAC in February,
1968, with the recommendation that a. public hearing be held to ascertain the need
for future airport facilities and whether they should be developed in Anoka County.

The hearings were held on April 22 1968, and continued ‘amid growing critlclsm, ]
throughout -the year on four’ separate occasions until December, 1968.  During this
time, the airlines negotiating committee (a group\con51sting of airline and MAC-
representatives who handle airport financing agreements) met intermittently. without
success to discuss the reopening of negotiations proposed to increase the use fees ~
and terminal rentals. In November, 1968, the MAC reiterated its objective of in-

 creasing its cash flow by increases in fees to be computed on the basis of compen-

~gatory rental charges and by providing ‘that concession revenues be. available to the
MAC rather than used as an offset to airline payument for the’ terminal. It further
recommended that terminal area projects, including baggage area-improvements, ‘the

development of a parking ramp, and an underground entrance from the parking area, be
deferred until agreements could be revised.

. o~ - ~. s
~ . - {

e
_ Negotiations between the MAC and the airlines continued during 1969 and were
finally concluded in May and August of this year. They essentially provided for

what the MAC requested. The agreements extend for .five years, from July 1, 1968,
until July 1, 1973, : ’ ~ , ) ,

{ ~ . - N - —
< ~

The issues and questions related to financtng'the development of a new magor
airport are not settled in these recent agreements with the girlines. Instead, it
appears that the MAC will only have, income to meet the local contribution for grantg-

in-aid sufficient- to begin acquisition.of land’ and initial .development of a new
It is the expectation of the MAC that in the next serles of negotia-
~tions, in 1973 or thereafter--when the date for air carrier-use of the airport is -
established~——the matter of the major development and the funding of this will be -

settled. Thus, the critical decision about how development of the new major airport
"will be financed has been\deferred by the MAC.

~

p " B. PROBLEMS N -
Agreement with, the airlines in the next round of negotiatlons for financing the
development costs of a new major airport will require prior dec131ons by the-public
on the airport system. However, decisions about -the system plan’ are, as we will
show, affected and limited by the arrangements for financing.. A policy of financing -
a new major airport out of airport incomes, for example, almost certainly would tend -
to require the continued operation of two major airports or the sale of the existing
one even though it may be needed for the alrport system. The problem of inflexibi-

lity im financing, therefore emerges as a central problem in the ‘decisions still
hanging before this community. - o o ~ i

\\ R - . L X .
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outstanding debt has been paid.
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1. There is a general consensus that a new major airport will be needed to provide

adequate facilities for increasing commercial aviation and to alleviate disturb-

ances from noise.

The growth experienced by commercial aviation in the past few years suggests
that Wold-Chamberlain will be unable to handle all of. the commercial activity in
this area much beyond 1980. Federal Aviation Agency forecasts indicate that satu:g-
tion could be reached by 1977. Proposals have been made for possibly relieving -
Wold-Chamberlain of some of its general aviation activity, but even if this were
done, such relief probably would last for only a period of time. The present site
of Wold-Chamberlain cannot be expanded at a reasonable cost to accommodate addi-
tional parallel runways needed to handle the increased traffic. Both the Metropol-
itan Council and the MAC agree that a new major airport will be needed simply to
provide adequate facilities for commercial aviation in the 1980's.

A second major influence on the conclusion that a new major airport-is needed
is the increasing noise levels from-Wold-Chamberlain in the approach zones to the
airport. Substantial opposition to the continued use of Wold-Chamberlain is coming
from an increasing number of residents in these noise zones. This has reached such
proportions that the Minneapolis City Council has passed an ordinance prohibiting
training flights over the city and the use of a major runway when winds are less
than 10 knots. As the traffic into Wold-Chamberlain increases in the coming years,

.it appears likely that the frequency of noise disturbances will increase and that®

without technological breakthroughs the level of noise will also increase. A reso-

lution of this problem would suggest that a new major airport with adequate land
use controls be developed in the near future.

A public policy decision is needed which could result in construction of a new
major _airport before Wold-Chamberlain actually realizes its capacity; or before the
However, attempts to obtain this decision in the
near future are complicated by the issues of whether there should be one or two:
major airports and how the outstanding debt at Wold-Chamberlain can be retired
without continuing the use of Wold-Chamberlain and its income.

2. Strong arguments have been made against the operation of two _major commercial

airports. The decision that there should be only one major airport will limit
the use of Wold-Chamberlain and the income from it. ‘ ‘

‘

Some of the airlines have indicated that they would move all tﬁeirfoperations
to a new airport once it was operational, because of the efficienicies of a single
site. Concern has been expressed over the transportation implications of a split
operation between two major airports and the difficulties that might be encountered
in transferring passengers and/or cargo, as well as keeping the transfer time be-
twveen connecting flights to a minimum. A decjsion that there should be only one

major commercial airport would limit thé use of Wold-Chamberlain and the income -
‘that would-be generated at this facility. = , \

. The concern about assuring that the air traffic into Wold-Chamberlain be com-
patible with the surrounding residential development would also suggest that a

major portion of the traffic handled by jet aircraft would also move to the new
major site, .
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3. If the decision is that a major airport must be operational within the next .

ten years, a difficult financial problem w111 “be created about how to retire
the debt at Wold-Chamberlain.

\ v

N

The timing of development of.a new major airport is a key issue which remains
unresolved. There are indications from the MAC that the new airport should be
operational in five to ten years, while the airlines have alternatively suggested *
possible dates from 1973 to 1990. A determination of what this date should be is
needed, as it will significantly affect financing arrangements that might be made,
the cost of airport development, and provide answers to questions about when relief
from noise can be anticipated and whether the metropolitan area will be able to,, -
avoid problems of airport congestion presently experienced by a number of cities.

Before it is possible to arrive at the timlng decision, agreement is needed on
the followtng items:

(

* An estimate of when Wold-Chanberlain wiIl reach saturation.

- %* The noise levels and noise zones from Wold—Chamberlain which. are
) -anticipated and tolerable.

. The outstanding debt Of Wold-Chamberlain must be retired and provisions for
-this included in the financing of the new airport. The present debt, including
principal and interest, on facilities at Wold~-Chamberlain is $115,863,038. Addi-
tional construction presently contemplated would further raise this debt approx1—
mately $13-$15 million. A substantial portion of this debt is in special facilities
such as overhaul bases used by the airlines. “Under -the present repayment schedule, -~
“outstanding bonds will be retired in 1996 with a debt totaling $74,447,777 in 1975,
and $48,281,827 in 1980. In 1980 approximately half of the debt will be in special
facilities. With a decision that a new major airport is needed, a way must be
found to handle this financial problem. The possibility of a decision that. commer~

cial aviatién be fioved at an early date to a new airport requires that the financ1al
implications be thought out now. . )

8

1
~ » K

4, The MAC fears thet ¢losing Wold-Chamberlain to commercial operations will not

provide it with income to retire the debt at Wold-Chamberlain or even permit.
' Wold—Chamberlain to continue in use as an airport for mon-commercial traffic.
) The MAG, in prOposing a new major airport, has heen concerned not only that
. adequate facilities are provided to handle the increased demand for aviation facili-
ties, but also that its financing sources are protected. At the present time,.the
major source of income to the MAC is from charges to the users at Wold—Chamberlain.
It is anticipated that these charges will continue in the future to fund the opera-
ting costs of the MAC and, until a new airport is operational, will prayide. suffi—
cient income to cover the cost of start-up bonds for a new major airport.” Later
agreements with the airlines are also expected to provide income to cover the sub-::-
- stantial capital cost of the new airport. However; the MAC is faced with a sericus

question about how the debt service payments at Wold-Chamberlain will be met if the
alrport does not continue as a major commercial field.

-

Recent suggestions to alleviate the financial problems associated with the
outstanding debt at the airport have been to close Wold-Chamberlain and to sell or
lease the land. This possible\solution, however, raises, important questions about -

L
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the airport system and financing\plans of the MAC including ;he future use of
“ Wold~Chamberlain or the need for a substitute field to perform the functions the
¥ MAC aﬁticipates for this airport. Answers to phe‘follcwing questlans must be
provided: o -

(1) What increases in general aviation traffic are expected? To what extent
" will the use of larger instrumented aircraft in general aviation affgct
the airport system? What technological advances can be anticipated in
~ passenger aircraft within the next 15 years, such as development of
“noiseless aircraft or short/vertical takeoff landing alrcraft?
(2) Can the increased general aviation traffic be handled at existing
fields? Can existing fields be expanded to accommodate instrumented

\ landing systems or anticipated developments in aircraft used in general
or commercial aviatiom? :

N

’

(3) What will be the use~of Wold-Chamberlain following development of a new
major airport? Will there be a need to develop a major secondary field
to handle the increased general aviation traffic, the larger -instrumented
‘aircraft, military aviation traffic, or likeély technological developments
if Wold is not available? What is the anticipated cost of such a-field?

How would this compare in all respects with the contipued use of Wold-
Chamberlain? - < ’ '

(4) What is the projected income at Wold~Chamberlain as a major .secondary
field or at a comparable secondary field at existing or increased fees?

¥ (5) What capital can be anticipated from the sale or leasing of all or, a
L ‘portion of Wold-Chamberlain which may not be needed if the airport is
‘ |~ not necessary or if its function changes? Will this capital be needed
for funding a new major secondary field to substitute for Wold, or will

S it be available to retire the debt at Wold-Chamberlain .or to cover“?art
- of the cost of the new major airport? = ,

The answers to these questions will go a long way toward providing a clearer
picture of the dimensions of the financial problem, the possible alternatives for
funding the debt, and greatly clarify the airport system plan of the MAG.

5. The MAC is not.considering the use of public funds to_finance the outstanding
. 'debt at Wold-Chamberlain and is thereby limiting its options in planning
= b ~ a site. : ' ’ :

for

Ve

' - The MAC, in the attempt to reduce the public support from the taxpayers of
- Minneapolis and St. Paul, has increasingly moved to user charges to fund.the opera-
tions and development of the airport system--to the point where they are presently’
dependent upon_these for most of their income. ~ This position poses difficulties
when considering alternative possibilities. in developing a new major airport. It :
is possible that in working through the issues of debt retirement at Wold-Chamberlain,
the need for a major secondary field, and the future use of Wold-Chamberlain, there
will be a difficulty in finding the necessary funds to develop an airport system
.adequate to provide for the aviation needs of the future. Although it is premature .
to suggest that public support may be needed until the extent of this system and
{; the {inancial plans are developed, it is not unrealistic to consider Ly

.
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such a possibility. For example, if . the decision were made that a new major air-
port is needed in the near future to alleviate the present noise problem and pro-~
vide adequate airport facilities, the users of Wold-Chamberlain would mot be finan-
cially able or willing to accept the cost of this development plus the cost of debt
retirement at Wold-Chamberlain.. In this case, the public desire to\move ahead with
this development would suggest the public assume a portion of the cost of debt re-
tirement as it shared in the initial development of the present airport system,-
This possibility, however, is not practically available to the MAC, since at present
it could fall back only on the property taxpayers of the two central cities.

6. Present base for public financtng of the airport svstem is inadequate and too
narrowly based. . . .

-
- .

The present base for public financing of the airport system is limited to the
tax base of Minneapolis and St. Paul and the,property taxpayers of the two cities.
Taxes may be levied to cover the deficits in operating the airport and the debt
service on $20 million in bonds for capital facilities or land acquisition. The
tax base of the two cities is also used to underwrite all of the bonds of the MAC.
This base is too narrow and inadequate to handle the airport system of the future,

and results in settlng up barriers to effective planning and management of the air-
port system. .

Present provisiomsof the MACMiaw permittiné'it to levy taxes for operating
deficits are outmoded. Although they may have been reasonable during the infancy
of the aviation industry, the present practices of the MAC and those of other major

airports throughout the country suggest that the use of pub11c funds for a:[l’Port
operations -is no longer needed: : '

The use of -the tax base to underwrite MAC bonds is a way of providing a low- = -

cost, low-risk method of financing airport capital development. However, the pre-’
sent law limits this support to the tax base of the two central cities. This prac~
tice is highly questionable in light of" the fact that the major airport--indeed,

the entire airport system--is located in and serves the metropolltan area. This
geographic limitation could pose problems in the attempt to increase the bond author-
izations of the MAC needed to .construct a new major airport and‘additional satel-
lites. The MAC law presently permits the agency to issue up to $125 million in -
bonds for land acquisition and capital construction of facilities at airports.

This amount will not even be sufficient to construct a new major airport estimated
to cost in excess of $250 million. . -Undoubtedly, requests for increased authoriza-
tion will be forthcomlng as-we move into construction. of the airport. However,
these 'requests might well be seriously questioned, because only a portion of the
tax base of the metropolitan area can be used to underwrite them, while the Ffacility
will serve the entire area. Part of this difflculty also revolyves around the fact _
tha€~membership on the MAC is limited to the two central cities. Clearly, the -
issues of expanding the tax base used for underwriting bonds and the- broadening of
public financial support for the MAC is tied to changing the membershlp of the MAC.

 This topic will be taken up in Section III. . -

~

The limitation on -public. financial support of airport development to the pro-
perty tax also poses difficulties. In the discussion 'over the financial problems’
associated with funding .the debt, on Wold—Chamberlain it was noted that public funds
may be needed. However, the present law limits this funding to the property tax.
This. tax source 1s severely burdened, as it is the priﬁary source of funds to meet

the 1ncre351ng demands and costs of municipal, school and county services. The use -
3 .
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of the property tax to support even the limited purpose of fundlng the debt at Wold~
Chamberlain is also undesirable, as it is unable to place the burden most directly
on those who use this service or benefit from it.. The present users of commercial
aviation tend to largely be individuals in the higher income groups and industries
which manufacture items with a high value per unit. Even with expanded air service |
at lower cost these groups are likely to continue as the primary users. Public
finaneial support for airport development should be in-the form of some non-property

tax which will be metropolitan—w1de in scope and be borne by those who most directly,
use this service.

C. RECOMMENDATIONS
1. We recommend that the Metropolitan Council broaden its review of MAC plans for )
a new major airport to include what is perhaps the most critical issue: That of’
airport finance and the extent the system of finance has imposed limitations on
consideration of alternative airport sites and the timing of comstructiom.

We recommend that the Metropolitan €ouncil explore the need for public funding
of a portion of the outstanding debt on Wold-Chamberlain as a way of unlocking
the current impasse over location of a new major airport. In doing this the

Council should determine this need in light of its publlc evaluation of the
following: - -

(1)

The need to continue Wold-Chamberlain.or develop a substitute major
secondary field to handle increased general aviation traffic, larger
instrumented airecraft and likely passenger aircraft ‘developments auti—

cipated in the future. /

(2) The way the outstanding debt at Wold—Chamberlaln can be retired,
~ including possfble sources of income or capltal which can be used.
(3) The timing of construction of the new major airport as it-will affect<
the adequacy of the airport system to handle anticipated increases in’ /
traffic, the relief from noise disturbances experienced by people liv-

ing within the present approach zomnes, and the cost of alrport comstruc-
. tion and debt retirement.

We recommend that, 1f the Mettopolitan Council determines thatfpublic funding
is needed, any proposed source of- public funding be from a non-property tax
source. We would prefer to see a direct charge on passengers who directly

benefit from the airport or, if this is not possible, from the limited income .
8roup which most uses or benefits from aviation.

We recommend that the Legislature in the next session, amend the MAC law’ to
provide that bonds issued by the MAC be underwritten by the tax base of the -
seven—county metropolitan area. Provisions of the present law which permit the

MAC to-levy taxes on Minneapolis and St. Paul for operating deficits should
also be eliminated.

™~
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o D. DISCUSSION OF RECOMMENDATIONS
1. The Métropolltan Council should broaden its review of MAC plans for a new maior
> airport to include the critical issue of airport finance.

L . oL <

Financial considerations in the development of an airport system, as in
other planning decisions, are frequently of great importance. The extent to
which these considerations have played an important part in.the MAC's planning
efforts in locating a second major airport must be knowWn in order to have a
balanced understanding of all factors leading to.the MAC's recommendation. * The
debt on Wold-Chamberlain and the MAC's dependence on user revenues from it to-
retire this suggest that the MAC may have been limited in its consideration of
all sites. In addition, these financial considerations may have a serious
effect on the decision about when thé new airport should be operational and
unless xesolved, can be expected to pose major problems in future negotiatlons
over user charges to fund the substantial construction at this field. -I? 18

essential that the MAC promde the necessary finanetal mfomatwn for this -
review to occur. -

~ . <

~ The Metropolitan Council has not involved itself in these financial issues,
as they have not been presented to the Council for their consideration., Never-
theless, consideration of these financial problems is important to .the entire
planning process and could have considerable effect an the -future development
of the airport system which, in turn, will have considerable’ impact on the

development of the metropolitan area and on the ab111ty of this area to direct‘
its future growth and development.

N _ ~

2. The Metropolitan Council should explore the need for public fundlng of a portion .
of the outstanding debt on WOld—Chamberlaln.

~

One of the central financial problems identified in the planning of a new .
major airport is the retirement of the debt on Wold-Chamberlain. At the present T
time, this debt is $115,863,038. Under the present repayment schedule, these o
bonds will be retired in 1996 a date well beyond present projections of meed r
~ for a new major airport. . Various alternative methods of retiring this debt have - - -
been suggested--from the sale or lease of Wold-Chamberlain, income from charges ;
on the users who will remain at the airport, to continued charges to the airlines.
In exploring the need for public funding of a portion of this outstanding debty ,
‘the Metropolitan Council must consider and evaluate the need to continue Wold- -
Chamberlain or to develop a substitute major secondary field, the possible ways ,
in which the outstanding debt at Wold=Chamberlain can be retired, and the desired . -
timing of construction 6f the new major airport. It is entirely possible-that,
when these factors are balanced, projected-income from Wold-Chamberlain or capif
tal from the sale or lease of all or a portion of Wold-Chamberlainy plus agree~

ments with the airlines, will be inadequate to pay for the outstanding obllga— ,,/
tions. =

It is essential that the Metropolitan Council determine this need for pub-, 5
lic funding as it is the only public agency with a sufficiently broad base to =~ _
propose some alternate source of financing.  The MAC, as the airport plannlng .
and operating organization, appears to have great difficulty in resolving these '
financial questions, because of its intimate role and dual responsibility of -
initiating plans plus devising varlous means for financ1ng them. The MAC, con
\sistent with its past policies and gradual attempts to. change the cystem of fin-
ancing, has suggested that the present practice of users paying for the airport B
be continued, and that they pay not only for the development of a new Major air- y
port but alse for the retirement of the outstanding debt at Wold-Chamberlatn.

e

—
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Although the practice of users paying for airport development may b? feas-
ible in the actual funding of the new major airport, a separate issue arises over
how the debt at Wold-Chamberlain should be retired. Since the airport system
serves the entire metropolitan area, any proposed source of funding should not
depend upon the present law and the recourse to the property tax base of the two
central cities. It is understandable, however, that the MAC would have consider-
able difficulty in proposing any other source, given the present composition of
its board, which is limited to representation from.the two central cities.

3. Any proposed source of public funding should be from a non-property tax source
and preferably from a direct charge on passengers or on the limited inqome group
which most uses or benefits from aviatiom. - : -

The limitations on use of the property tax, particularly to fund new pro-
grams, are well known. This tax has seen substantial increases throughout the
metropolitan area, as it is the major source of funding for local government
and schools. The demands for increased public services and their rising costs,
which will likely place even greater burdens on the property tak, suggest that /
the Metropolitan Council consider various non-property taxes if it determines

that public funding of a portion of the outstanding ‘debt at Wold-Chamberlain is
necessary. ‘ o

In exploring possible non-property fundlng sources, the Council should
investigate the possibility of direct charges on passengers, as they are the
most direct beneficiaries of the airport. Such a passenger gate fee could be
anticipated to produce substantial income and would have the benefit of being
directly related to the service provided. It is likely.that a small charge on

{ airline passengers would produce sufficient income to provide whatever funds

T may be necessary. It has been estimated that in 1975 there will be ten millien
pasgengers, and in 1980 seventeen million, moving through Wold~Chamberlain or a
new major airport. At fifty cents per departing passenger, it is possible that
$2,500,000 mlgh; be collected in 1975 and $4,250,000 in 1980.

This recommendation follows the proposal of Secretary John Volpe of the
Départment of Transportation in his presentation before Congress on the admin-
istration's airport aid bill. He stated that "where concession revenues are
not adequate, it would be entirely appropriate for the airport operators to
impose small charges directly on the airline passengers; such charges should be
imposed only where there is agreement with the airlines serving the airport that
improvements to be financed by the charges are necéssary to provide services to
the passengers."

In the event that direct charges on users of the airport are not possible,
the Metropolitan Council should look at various tax sources which would prefer—-
ably be collected from the limited income group which uses and directly benefits

,from aviation. Possibilities include certain excise taxes such as hotel-motel,
a metropolitan income tax, or a metropolitan sales tax.

4. Bonds issued by_the MAC should be underwritten by the tax base of the metro-
_ politan area, and present provisions for fundlng operating deficits should be
changed ~
‘;gg ) The Present narrow base of support for bonds issued by the MAC should be

broadened from the two central cities to the entire metropolitan area, since

M

~



-12- i . L

~

the airport system serves the entire metropolitan area. It is possible that
unless this change is made there will be serious question about increasing the
bond authorizations of the MAC which will be needed to fund a new major airport,
even though the risk to the taxpayers in Minneapolis and St.-Paul may be very
low. :

o PN

The use of revenue bonds supported by the full faith and credit of the

tax base would .continue this past practice but provide that the taxpayers of
the metropolitan area, rather than just those in the two central cities, handle
the debt service .of the MAC in the event that contracting users dpfaulted in >

their payments. The underwriting of revenue bonds with the tax base provides a‘g
” - low-cost, low-risk incentive to users to develop adequate facilities at the

:ﬁajor airport. It enables the MAC to receive the benefits of loger-cost muni-
cipal bond financing and the airlines to -construct major facilities at the air-
port at a lower cost than they would be able to receive in the private bond

market. This incentive is offered by a number of major airports in the country \'

and may be necessary if this area wishes to remain competitive.

It has been suggested that a broadened tax base to include the entire
metropolitan area would result in a bond rating for these bonds below the cur-
rent AA of the MAC and therefore higher interest charges. Follow1ng "discussions
with bond consultants, we have determined that a decline in the rating 1s pos-
sible but that it probably would be only a small amount. :

The move to broaden the base of support for bonds issued by the MAC raises
the issue of the past contributions by taxpayers of Minneapolis and St. Paul in
retiring some of the past bonds. It is our conclusicn that recognition of this
past contribution should be made, not only in decisions about how to breadén

this tax base but also in proposals for change in the membership of the MAC.-
This topic will be further discussed.in Section III.

The elimination of present provisions of the MAC law which permit it to
levy up to one mill on property in Minneapolis and St. Paul is recommended.
Airport operations have been self-sustaining from charges to the users since
1961. This practice of user fee financing of airport operations is prevalent
throughout the country as indicated by responses frem airport managers in ten
major airports we have surveyed. In none of these are property taxes or other
taxes used to absorb part of the cost of operation. The public funding of .

operating deficits arose during the infancy of the aviation industry but with
its healthy development are presently outmoded.

—
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II. AIRPORT PLANNING s .

" The subject of airport planning encompasses both the way decisions are made

‘about airport development--the efforts which go into deciding how many" airports are

needed, where to locate them, and the type of facilities to provide-—and the control
of land uses surrounding airports to assure that the airport.is compatible with its

neighbors. Therefore, this general topic has been divided into two parts to aid in

an understanding of these essentially different activities.

i

Part 1 - PLANNING FOR_ATIRPORT DEVELOPMENT

The /process for airport planning is presently not adequately working. A review

of the airport: planning activities of responsible agencies, and the Ham Lake experi-
ence, point to gaps within the process, to a general lack of information and of pub-

- lished long-range plans. All of the agencies and parties were not invoIved in the

early planning efforts directed to development of a major airport.

Preliminary plans for the airport system’in the metropolitan area were only
published by the MAC after the announcement on Ham Lake. ' A state planycoordinating
airport development is lacking, and the airport sections of the.development guide
for the area still have not been prepared and adopted by the Metropolitan Council to

provide guidance to the MAC. The resulting uncertainties and confusion about what

airports need to.be developed and about their location and function have .caused con-
siderable dlfflculty for local areas in planning the development of land uses, uti-
lities and highways, and seriously raise the question of whether this area will have
alrports sufficient to meet the aviation needs of the future.
~ Two major policy issues are posed in an examlnatlon of the present planning
process. They focus on the relationship of a special-purpose district (MAC) to ‘the

.general planning agency (Metropolitan Council) and the relatlonship of both of these

to the State and its role in airport planning.

A. BACKGROUND .
Airport planning involves a number of public agencies‘and private interests who
are either legally involved or interested in certain aspects of the planning for

airports. An understandlng of how this operates requires a 1ook at the responsibi-
lities and roles of each of them.

als for the development of airports, and operates them.

The MAC is the public’ corporation (spec1a1 dlstrlct) charged with promoting air
navigation and transportation in and through _the state "and with development of the
full potentialities of the metropolitan area as an aviation center. It is granted
powers to acquire, construct, develop, extend, maintain and operate airport systems
essential to the development of air navigation and transportation in and through the
state. In performing this™ task the MAC is to assure the inclusion of the state in
national and international systems of air transportation.

The plannlng for airport development by the MAG is outlined in prOV1sions per—

‘taining to the acquisition of new airports or expansion of existing airports. In

these cases, before the MAC may acquire land for a.new airport it must take into

7 consideration the objectives of - the act, the use to be ‘made -of the new airport, the

\

Metropolitan Airports Commission (MAC) initiates alrport planning, makes propos-

~
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effect the acquisition or establishment of the new airport will have upon the resi-
dents and properties in the area surrounding such an airport, the adequacy of pre-
sent alrport facilities in the 25-mile area over which the MAC has jurisdiction,
the nature of the terrain, whether there are areas available for expansion, and
whether the adjoining area is free of obstructions. The MAC must hold a public
héaring in the process of arriv1ng at this determination.

‘The staff involved in planning is small and under the direction of the Director
of Properties. Many of the engineering, ‘financial and aeronautical studies are per-
formed by outside consultants. In summary, the MAC is the primary public agency
responsible for planning and developing airports within the metropolitan area. Per-
mission is granted to other municipalities and to private interests to develop their
own airports if they are not judged by the MAC to be in conflict with the1r airports.

. In preparing plans for the new major airport proposed by the MAC for Ham Lake,
the MAC followed provisions outlined in the law. Although it did not have a pub-
lished long-range development plan, the MAC, as the initiating body, developed plans™
for a second major airport with the assistance of consultants and then called for -
the required public hearing, which was held in April, 1968. A

- . -

' ~

2. Metropolitan Council (MC) prepares a development guide for the metropolitan area,

, xeviews and approves plans for alrport development, and reviews federal funding
requests for- pro1ects.

The Metropolitan Council is a general-purpose planning.organization concerned
with the overall development of the seven-county metropolitan area. It was estab-
lished by the State Legislature in 1967 and succeeded the Twin City Metropolitan
Planning Commission (MPC). One of its responsibilities is the development of
» comprehensive development guide which is to recognize and encompass physical,
soctal and economic needs of the metropolitan area, plus those future developments
which will have ‘an impact on the entire area, including the necessity for -.and loca-

“tion of . a‘brports. In carrying out these assigned tasks, the Council was given the
, power to review all long-térm comprehensive plans of each independent agency,
including-the Metropolitan Airports Commission. The plans of the MAC are to be sub-
mitted to the Metropolitan Council before any action is taken -to place the plans
into effect. Requests for projects funded by the federal government must be reviewed

by the MC. The Council also appoints one of its members to serve on ‘the airport
commission without a vote.

\.\ AN K

Under procedures outlined in the Metropolitan Council Act, the MAC submitted
its plan for a new major airport at Ham Lake to the Council on February 24, 1969. .
The MC was then given 60 days to review this plan and to notify the MAC whether its
plan was consistent with the comprehensive development guide for the metropolitan
area.” The plan was formally reviewed by the MC staff and its Development Guide
apd Referral Committees with the recommendation that the plan be turned down await-
ing additional information from the MAC. This was affirmed by the Metropolitan
Council on April 24, 1969. The MAC then moved to provide the Council with more
information on zoning and air space questions and re-submitted its proposal on
May 30. However, amid continuing criticism and dispute between the airlines, the
MAC ‘and the Metropolitan Council, the MAC reconsidered and asked the Counc1l to
‘halt its review procedure on the second request on June 4. It is presently a party

with the MAC, the Governor's office,--and the airlines in attempting as a group to
Tresolve the dispute over the ‘major airport.

P ~
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3. State Aeronautics Department (SAD) reviews and approves all state and federal
funding requests and prepares the state airport plan.

oo

The State Aeronautics Department (SAD) was established in 1943 at the same\g?mg
as the MAC. Its purpose is to "further public interest and safety in aeronautics'.r
The department, which is funded from the dedicated State Airport Fund, is charged
with "promotion of safety in aeronautics, promotion of a statewide system of atr-
ports; cooperation with political subdivisions and others engaged in aeronautics, i
establishment of uniform safety regulations, cooperation with federal authorities v
_in development of a national system of civil aviation, coordination of the federal
apronautic activities with those of the state, providing technical services to muni-
_ . cipalities in the construction, maintenance, or operation of an airport, and the
" . designation, design, and establishment, expansion or modification of a state airways
T system which will best serve the interests of the state." -
f ~ Some of the many services provided by this department include the inspection
- of airports, installation and maintenance of navigational aids, aviation-services
such as public relations, maps and flight and navigation seminars, the marking of
gall structures, and provisipn of flight services to state officials.

One important function of\the State Aeronautics Department related to airport .
= ~ development is its power to review and approve all requests for state and federal
' _ grants=in-aid for airport conmstruction. Airports which are constructed in the state
with the assistance of the State Aeronautics Department must be contained in the

state atrport plan prepared by the State Aeronautics Department. In reviewing the
= request for funds, the SAD looks at the technical, safety, aeronautical and engineer-,
5 ing considerations, and the financial solvency of the proposal. It does not review
\i_ other general planning considerations concerned with the site, such as the problems

~surrounding land uses, or the effect on the environment.

5 _The relationship between the SAD and the MAC is very limited. The SAD does not
s inspect airports under the control of the MAC, nor does it provide technical assist-
N ance -as it dogs to other municipalities or airport authorities. The relationship,

. to the extent ‘that it exists, is primarily in the handling of applications for state
and federal ,airport construction aids. ' ' Ty

o ‘ ) The inigial plans of the MAC for devélopmgnt of a major airport at Ham Lake =
I weteqsupported by t?e SAD. Although a formal request for state or federal aid was
- not made, the Commissioner of Aeronautics voiced his support for the MAC's proposal

-~ and for the early acquisition of land at the public hearing in April, 1968.

B ‘Federal Aviation Agency (FAA) prepares a national airport p

‘ : lan and provides
'construction aids to airport authorities. ’ ‘

!

~The FAA is the federal agency concerned with air ‘space utilization, throughout

country and with the funding of airport improvements with federal airport aids.

FAA has ‘developed and published a national airport plan for a number of years,

requests for funds must be for projects listed within ‘this plan. In addition,

_ the FAA provides assistance to local airport authorities through studies of expand-
~ .. 1ing alrport needs and recommendations for specific improvements at existing airports.

~ All applications for federal airport aids in Minnesota are channeled “through the

é;: State Aerongutics Department to the area FAA. They must then go to the regionél

’\officz;and fipally the national office, where a decision dbout what will be' funded
is made. '

-the
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The FAA was requested by the MAC to express its views concerning develcpment of
a second major airport_in the Anoka CounLv area. These views were expressed at var—
jous times in 1967 and at the hearing in 1968, where the FAA noted that their analy-
sis of the system in the Twin Cities area indicated that the capacity of Wold-
- Chamberlain Field would be reached prior to 1977. They further concluded that the
only logical airport that could be expanded £br use by large aircraft was the Anoka
County Alrport- Concern by the FAA for air traffic control and air space utiliza-

tion suggested that a site on the north side of the metropolitan area would be the
best possible location.

5. Mnnicipal planning commissions develop land use plans_including land used or
reserved for airports in their communities.

-

Ao,

s Municipalities in Minnesota are granted the power to control land uses within
their boundaries. City planning commissions are established to develop long-range
plans for land use development, including airports, and to control the various types
of land uses by means of zoning. These powers are also granted to some counties but
not to townships. Generally these local planning agencies enter the airport plan-
ning process at a very late date" follcwing the decision by the airport authority and
other approval agencies that land is to be acquired in a specific location within
one or more of these municipalities. In the process of arriving at this decision,
local planning agencies may be consulted. One of the notable features of the present
law, however, is that most airports are planned for areas which are not presently
incorporated and are therefore not included in the plans of municipalities.

The-MAC announcément of its plan to locate a second major airport in northern
Anoka County came as a Substantiai surprise to the local plamners and agencies whose
programs would be dnevitably affected by the decision. Only a few weeks before the
announcement, a planning report had been submitted to a group of northern Anoka ’
County communities within which portions of the airport were to be located. The
consultants in the course of preparing the report had asked the MAC about its plans
,qnd had/concluded that; "Itris not expected that a major airport will be developed
in northern Anoka County." No freeways leading to the site appeared on engineers'
maps -and pfficials of the sewer district and the municipalities found themselves
equally“in the dark )

6. Private aviation interests review and agree to capital improvements which they
_fund, and negotiate with the MAC over use charges and rentals..

—

As users of the airport, both commercial and general aviation interests are
actively involved in plans for airport development. Since airport development and
the operating costs are supported by fees and charges to these users, they become
“active parties in the decisions about what airport will be developed particularly
at the time of negotiation over these various charges. GCenerally, commercial avia-
tion interests are highly organized at the major airports and representéd on major
policy issues by an airline which is generally the major airline operating out of
that airport. Airlines operating at Wold-Chamberlain are also members of the

irline Technical Committee which reviews and agrees to proposals for capital
improvements at Wold-Chamberlain and major operating policies and the Airline
" Negotiating Committee which negotiates the use fee charges and terminal ‘rentals
with the MAC. In addltion, trade associations of commercial and general aviation
interests are active in promoting and reviewing national and state legislation as
" well as in performing studies on the development of major airports.
!
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In the discussions over a new major airport, the commercial aviation interests
were not directly consulted at an early stage in the planning process. The airiine
representative of the industry in this area is Northwest Airlines. The opposition
of the airlines to development of a major airport at Ham Lake was first amnounced
in October, 1968, following three hearings held by the MAC. Subsequent meetings

_ were held with the airlines in December at a public hearing for the airlines, but

‘- opposition continued, reaching a peak in May, 1969, after the MAC refused to approve
plans of Northwest Airlines/for proposed expansion programs to handle their 747
jets.. The airlines were then asked by the Governor to be a party to continued.dis-
cussions with the MAC and the Metropolitan Council, in June, 1969, following the

request by the MAC to halt review of its second request for approval of the Ham
Lake site to the Metropolitan Council.

B. PROBLEMS -~ }

There is serious doubt that the present planning process will be able to ade-
quately plan and make decisions about developing airports to provide for the future
aviation needs in a manner which is consistent with the development objectives of
the metropolitan area. Deficiencies in the present planuing process center on the
lack of mecheanisms requiring the early participation by all review agencies in the

deve]onment of prelimivary plans, as well as policies assuring that interested
agencies” and parties are invited to voice their concern at an early date. These
statements are made in light of our observations about  the planning process sur-
rounding the proposed Ham Lake second major airport and the current impasse in
arriving at a decision about where this airport should be located.

_ The Metropolitan Airports Commission since its creation has aggressively
planned the development of an integrated airport system. Most of its planning for

new sites occurred in the early years of the Commission's operations--from 1%44 to

1952. -Since then, planning has centered almost entirely on éxpansion of existing
sites. This system of otie major alrport and five satellite fields has largely
provided for the aviation needs of. the Twin Cities metropolitan area. However, the
substantial growth in ‘aviation in the past ten years, and anticipated developments
within the aviation industry, suggest that substantial additional airport facili-

ties at new locations will be needed in the future.

~

1, All of‘the responsible agencies and;parties are not involved in the early ~

planning of proposed airports. , -

e

It is épparent from the public hearings on Ham Lake aéd the subsequent expres-
sions of concern by private citizens and a number of governmental agencies, as well
as the aviation' interests, that:there was a lack of close communication and coordi-
naticn between aly agenc1es which should have been involved in discussions at an
egrly stage. . Each of the agencles has followed requirements outlined.by law, but-
this has not been adequate -to assure that major land use and environmental implica-
tions, financing issues, and the timing of the proposed conmstruction were serlously
reviewed with interested parties or agencies in the early planning process. Although

- the key agencies\are presently involved in the attempt to resolve many of these dif--

ferences, considerable confusion ‘and uncertainty coptinue and suggest that the pre-

‘sent planning process will be inadequate to perform the planning necessary for the
airports-of the future. '

—~
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One example of the lack of communication and coordination under the present
arrangement is the sporadic contact between the staffs and members of the MAC and
the Metropolitan Council (MC).  The first reference to airport planning by the metro-
politan planners was made in 1960 in the Metropolitan Planning Commission (MEC)
report on transportation. This report simply outlined the existing system and noted
the ultimate plans of the MAC for expansion of  Anoka County Airport as a center for
~air freight. Problems associated with land uses” surrounding airports were identi-. -
" fied, but this report simply reflected the then existing plans of the MAC. The next
\apparent contact between the staffs of these two agencies came in 1967, just prior
t6 the “establishment of the Metropolitan Council. In this case, a highway request °
had come on referral to the MPC, and the MAC had indicated an interest in an inter-
change to fac1litate service to what the MAC staff suggested was to be an expanded
Anoka County field.: In late November, 1967, following announcement by “the MAC of
plans for the second.aitrport, the MAC briefed the Council staff and Council repre-
sentatives from the districts affected, as wéll as the chairman of the Council.

There had been no discussion of this site prior to that time between the staffs.
Thege briefings occurred shortly after the organization of the Council. ’ The staff
of the Council did not then become d1rectly inwolved, as they were assigned.to.other
studies, and it was assumed that the Council's interest would.only become effective
when the project was submitted for. their approval / ~

. It was _not until’ June 18,y1968 after the initial set of public hearlngs by the
‘MAC, when the Governor Wwrote to the ‘MC indicating his interest, that the MC staff
was again assigned. to the airport question and "an alrport committee was organized by
the MC. On November 12, 1968, the MC submitted a report to the MAC requesting addi-
tional studied and informatlon from the MAC. In March, 1969, work between the Coun- ~
cil staff and the MAC was started again following the formal submission of the
request for approval of the Ham Lake site by the!MAC to the MC. During this time,
the Council staff assisted MC committees in formulating policies on site location
and development, 'as well. as major airporf site, location:critéria including. The
-system, role and site capacity, alr space, airport and affected land development,
accessibility to users, natural resources, site engineering and costs, and support
services. On the basis of these criteria, nine proposed sites -for the néw major
airport plus Wold-Chamberlain were reviewed, resulting in the recommendation that 7
the air carrier airport porticn of the systeri plan prepared by the MAC ‘be suspendeéd

pending the clarification of the proposed role and function of wold—Chamberlain and
the new airport after as well as before 19806.

N -~

~

) A second example of the lack of coordination and communication in the present
airport /planning process is illustrated by the conflwtmg statements from various
state agencies, such as the\Department of Aeronautics and the Conservation Depart-
ment, and the apparent lack of knawledge on the part of some of these departments
-Lhat the MAC wasaproposzng~afmagor atrport whtch might affeet thezr znterests

The State Aeronautics Department apparently was the only state agency aware of .
the MAC's proposal for a new major airport. It was not until after the first hear-.
1ng that the State Conservation Department voiced objections to. the location of an
‘airport at Ham Lake because of its effect -on the Carlos Avery Game Refuge. Other
major concerns, such as the effect on underground water table levels and the trans-
portation system—-—at least to the extent that state interests are involved——were not...
voiced or directly communicated in the pubiic hearings.

~

-

.There does‘not aDDear to be any single state agency charged with coggunicatlng
w1th state agencies to assure that all departments are informed of:-the MAC p‘ans R

c ~ \ -
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The SAD is charged only with seeklng to coordinate the aeronautrcal activities of
the federal, state and local bodies, and does not appear to be concerned with these
- other-considerations.. Other departments react only after they discover and deter-
.mine the implications of these plans on their concerms.
& 13
J Zé The Metropolitan Council does not have a _development guide identifying what

factors, important to_ development of the area, .must be considered by the MAC
s in planning for alrports.\

N

One of the shortcomlngs of the planning process involved in Ham Lake was the
“lack of airport site criteria in the form of guidelines defined by the Metropolitan
. Council which could have given direction-to the planning studies of the MAC. The
statute establishing the Council gives it the authority to independently undertake
studies related to the location of airports. These studies had not been done by.
the Metropolitan Planning Commission nor during the first months of the Council's
operation, when the MAC was preparing plans for Ham Lake. It is also noteworthy,

however, that the MAC did not apparently publicly encourage either of the two plan-
ning bodies to assist-them by spelllng out these consideratlons.

[ ~

i Following the organization of the Metr0politan Council most of its time and
effort were dedicated to specific assignments from the Leg1slature and considera-
tion of the development guide--where concern about ‘the location of airports would
be incorporated--was postponed. The. portion of the development guide pertaining to

_airports still is not developed and there is llttle indication that the Council is
engaged in such studies other -than as they pertain to. the immediate issue of resolv-
“ing the problems associated with 1ocat1ng a new major airport.
.gy, There are no. assurances, under the present law; that the MAC would have to
, take MC guidelines into ﬂonszderatzon, sznce it does not have to obtain approval
ﬂ/ from the Couneil prior to the last step in the planning process--the calling of a
. publie heartng This only encourages conflict and resort to the only mechanism for
resolvrng these differences which is presenting the case to thé State Legislature.
o The State_does not have an alrport plan spelling out how airport development in
_— . the metropolitan area 1is related to airports throughout the state and how they
serve the economic_and transvortatron ob1ectives of the state.

~ .~ ~

A ma]or ‘issue has emerged in the role of the state in.the plann1ng and develop-
ment of a coordinated system of airports to serve the economic and transportation
- objectives of the 'state, Concern has been-expressed about whether present airports
or those proposed in the state will most encourage economic development of outstate
communities by providing a high level .of air service to outstate industries and in
R so doing attract additional- development. The number of cairports, the level of ser-
- vice which desirably should be provided, and the.coordination of service between -
- secondary airports and the’ central hub are all important to this discussion. Final-
_ 1y, possible state, financial support to. encourage- this airport development is sug-
gested as necessary to achieve these objectives. 'All of these are aspects of signi-
ficant state aviation planning pol1c1es. :

Vo

‘The problem does not focus on how airports are operated but‘rather whether the_

" system of airports in the state is adequate. Therefqre, it would appear reasonable

€;«_ that a solution of these problems be directed to the present .deficiencies of the -
.- state ‘role in the alrport plannlng proeess. g
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The State Aeronautics Department {s the state agency charged with developing a

"\ system of airways and assisting in the coordination of federal and municipal propes-

 .als for airport development. However, neither the-SAD nor any other state agency.

- or organizatien is charged with developing an airport plan which integrates the
-broader economic and transportation objectives of the state or one which spells out
how airport development should be ‘coordinated. Instead, the SAD orily has a series }
of reports about proposed improvements and an interim plan published -in April, 1969.

. The interim plan lists some general ideas about where airports should be
located and the size of the populations which should have air service available to
them. It does not provide guidelines to the Metropolitan Council or ‘the MAC in N
development of airports in the metropolitan area but very largely incorporates the
MAC's proposals. It does not identify state criteria which would be important in
review of these projects or indicate how the development of: airports in this area
are to be coordinated with the state airport system.

{

- For example, the 1969 interim state aviation plan notes that the Twin Cities
area should have a new major airport by the middle of the 1970's. The plan further

. - ' observes that the MAC has conducted severel site studies and held public hearings

i concluding that there-is a need for a second major airport to meet ‘the future pre-
requisites of a large air transportation center for passengers and cargo, and that
the MAC's finding is that the begt available site is locatéd north of the Twin

Cities near Ham Lake in Anoka County. The SAD then concludes that it has assumed
that a second major airport will be developed by 1980. R

;

In terms of secondary .facilities the plan takes note of the growth in general
aviation and proposes that seven secondary fields be constructed within the metro-
pelitan area by 1980. The economic and transportation interests of theistate impor-
tant to airport development have not been identified or integrated with airport pro-— .

posals, and guidelines which might be devised to formulate a coordinated airport.
system meeting these objectives. o

I
- B “ ; \ N

The solution to this planning problem requires assigning respon31bility for
"development of a comprehensive airport development'plan to a state agency such as
~the State Planning Agency or a state organization created- for this purpose. Since
the problem is one of statewide planning, the state organization seélected or created
» should be primarily concerned with this issue and not an existing agency such as
the MAC, which makes proposals for airport development and operates the major alr-
ports only in the metropolitan area. The operation of airports which is not a state-
" wide problem should remain at the local level. .Likewise, decisions about the speci-~ -
fic-location of airport sites should be made at the local level as they involve ~

issues which most directly affect the immediate area, its land uses, transportation

system and general environmént. N ) .

~

~

4, Long-range comprehensive airport system plans for the metropolitan area. do not
- .~ exist. .

i

~ , - ‘Ine various deficiencies in the present planning process are<clearly iliustra-~ A
ted not only in the Ham Lake issue but alse in proposals for development of addi- .
tional satellite airports to both relieve -and supplement the present system. The
present proposals for additional satellite fields made by the various aeronautical /

) agencies differ substantially. Numerous land use and financing issues have not

been discussed, with the net result %“at we are without any definitive plan for
 satellite airport development. ’

P’
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The MAC did not have a published long-range system plan before it proposed Ham
Lake and only developed a summary of such a plan at the time it submitted the Ham
Lake proposal to the MC in 1969. A review of proposals for .additional satellite
fields by the MAC, the SAD, the MC and the FAA indicates that there are. substantial

differences between agencies about the number of airports needed and their locations.

The 1968 federal airport plan for 1969 to 1973 suggests that two additional satel-
lite fields are needed within the seven-county ‘area--ome in the vicinity. of Anoka
and the other in the area west of Minneapolis. The SAD interim plan 1969 to 1980,
however, recommends seven new secondary fields or lapnding strips within the seven-
county area. These should be generally located in the vicinity of Anoka, Waconxa,
Farmington, Hastings, Maple Plain, Belle Plaine, and Forest Lake. The MAC's propos-
als contained in a proposed airport system plan 1970-1980, published in Januaty,
1969, recommends the development of three additional secondary fields--two in west-
ern Hennepin County and one in south-central washingtoﬁ County. The Metropolitan
Council, as noted earlier, has not completed studies related to airport locationo

- . and does not appear to be currently engaged in such éfforts.

5. Local planning agencies ‘and municipalities are not consulted and often uncertain
- about what is proposed for airport development in their communities.

AN

One of the effects of the lack of long-range airport planning is the confusion
and uncertainty faced by local planning commissions in providing for land for air-
ports in their plans ‘and assuring that surrounding land uses will be compatible with

‘the airports. Although this may not be important in the gmasently undeveloped areas

where airports will probably be located, it is extremely i portant to land use plan-—
ning in 'the areas around existing airports. For example, much of the work and the
conclusions in the consultant's plan for northern Anoka County was called into ques-
ticn with the announcement by the MAC that it was proposing a major airport in the
area. Likewise, substantial and costly revisions to utility and tramsportation sys-
tems would be necessary because of this major change in basic assumptions to plams
in the area. 1In addition, unless there is agreement about the ultimate size of

_existing airports and the types of aircraft they will handle, it is difficult—-in

fact, nearly impossible--for local planning agencies to establish land uses which
will be complementary to the airports.

These uncertainties also encourage, local plamnning agencies to direct the loca-
tion and development of airports by designating substantial amounts of land surround- -
ing the airports for industrial uses in the hope that the airports will be expanded _
and their use changed, thereby benefiting the tax base of local municipalities and
school. districts. One example of the effect of this lack of planning is the village -

. plan for land use in Eden Prairie surrounding Flying Cloud Airport. Although the

MAC has suggested that the present-use of Flying Cloud will not be changed there is
some uncertainty felt by those associated with village planning that uses of this
airport will change to include some air cargo and corporate use not present at the’
existing airport. The land use map‘of Eden Prairie shaws a relocation of a major |
highway to the east to permit runway expansion and industrial zoning for afr cargo
movement. Tn part, this may represent the wishes of developers and potential users -
of this land, but it also reflects a lack of certainty about the MAC's plans..

~
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C. RECOMMENDATIONS .

We recomend the Legislature essentially reverse the existing procedures in the ©

- airport planning process by providing for approval of the MAC's airport develop~
ment proposals by the Metropolitan Coungil before all legal steps aye taken, in- \
cluding the calling of a public hearing by the MAC. Currently, approval by the\ h

Council comes at the end of the process. -

oy

We. recommend the Legislature insure the state's interest in airport development,
is adequately represented by developing a state airport plan which’ will provide.
overall planning guidance to local airport planning, development and Operating
agencies. A state agency should be assigned responsibility for development of a
plan containing broad gyidelines for coordinated airport development which is
related to the economic and transportation objectives of the state and criteria
to be used in,evaluating funding requests. This agency should also be, responsi—
ble for contacting all affected state agencies about airport plans in the metro-
politan area and for communicating the state's interest to the Metropolitan -
Council and the MAC early in the pianning process. Three possible agencies are:

the State Planning Agency, the State Aeronautics Department, or a new agency : A
created for this purpose. :

We recommend the MAC be reorganized by changing its membership and the way. it is ‘
selected to. increase the possibility that the development objectives of the met--
ropolitan area and the guidelines of the Metropolitan Council are considered in -
airport planning. This proposal will be more fully discussed in Section I{l.

We recommend that agenciesiinvolved in airport planning or its review adopt poli-
cies and perform the work necessary to assure completion of required. plans or
guidelines and the involvement of all interested parties early "in the planning

~

i

A.

discussions. This is not happening today.

zonlng of land uses surroundlng airports.

\Slons at an early date.

More spec1t1ca11y we recommend,that:
The State Aeronautics Department, the«Metropolitan Council, and the MAC
proceed to prepare or complete the state airport plan the airport por- "
tions of the development guide, and the“airport system plan. It is" 1mpor
tant that policies be adopted -to insure continuous information flow between’

these agencies to expedite agreement on airport plans and guidelines for.
the metropolitan “area. . :

- P ~

‘The Metropolitan Counc11 assist the MAC in studies related to land use,

the coordination of surface transportation and environmental factors’
important to the location of airportsy and the MAC assist the Council in
outlining aeronautical factors important -in ‘airport planning and the

-

,\Policies be adopted by the Metropolltan Council and the MAC thch will

insure that all interested public agencies and private parties are made
aware of planning proposals and invited to participate in these dlscus—

T
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- o D. DISCUSSION OF RECOMMENDATIONS
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1. We recommend the Lepislature essentially reverse the existing procedures im the

alrport planning process by providing for approval of the MAC's airport development
proﬁqsals by the Metropolitan Council before sll legal steps are taken, including
the calling of a public hearing by the MAC. - s

I
\
~

The current steps in the planning process leave the entire initiative, for

developing airport proposals’ in the MAC and require that they arrive at. a ten- - -

tative decision, . call a public hearing, -and then make their final deciS?on» )
before forwarding the proposal to the Metropolitan Council for its review and
approval. This procedure does not encourage the MAC to communicate with the .

Council about the way in which its proposals may be consistent with the guide- .

‘lines established by the Council or attempt to determine considerations ifpor-
tant to the Council 4n airport planning prior to the final decision of the MAC.
This procedure results jin producing the conflict we presently see in the contro-
- versy over location of a new major airport. Reversal of.this procedure should
go a long way to increasing the communication between the MAC and the Council
in airport planning and result in resolving differences between these agencies

prior to the final legal steps, including a public héaring by the MAC, before
“land acquisition begins. Lo ' S =

— ~ I
2. We recommend that the Legislature insure that the state's interest in airport

" be satisfied if the state will identi

development is adequately represented by assigning responsibility to a state agency

D
for development of a state airport plan containing broad guidelines for coordinated * :

airport. development related to the economic and transportation objectives of the -
state together with criteria to be ‘used in evaluating funding requests. : 7

It has been suggested that the Eevelopﬁént, opéfations and\bwnetshipbofax

) airports should become a state responsibility rather than remain'easentiallﬁ\a
local one in order to assure that a coordinated -system of airports is developed
throughout, the state consistent with its economic and.transportation objectives.

- We are convinced that.such a' sweeping approach to state support and control of
‘airports 1is not needed or desirable.
fy its interests and objectives and spell

N : ,

these out in a plan.

- ‘ A. The present state policy assigns respomsibility for airport
development to loedl wnits of.government.-

N

~In the metropolitan area, the MAC was established to develop and operate a
system of public use airports. One example of the’state policy which indicates
how airport development is related to the state’s interests and yet is adminis-

“tered at the local level is the statement in the MAC law that "airport systems
established.by the MAC are essential to the developmenf/of aif\hévigatipn and
transportation in and through the state...and as such...benefit the people of
the-state and render a general public service.” “The MAC in fulfilling the state
objectives was created as a special district and¢c0f§orat16n~chaiged with deve-
loping the full potentialities of the metropolitan area as an aviation center.
It was given powers to "acquire, construct,“&eveibp, extend, maintain and .operate
airport systems within 25 miles of the city halls of Minneapolis and St. Paul.

~

and operate

- -
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The appropriate interests of the state can

The policy of having local units of govgrnment’or’pfivéte ente}priséadevélop ,
airports is the prevailing policy of most states. Only Alaska and '

\\
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been noted.
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Rhode Island own and operate the airports in their states. Other states assume this
function for only a few small airports in remote locations, for areas which cannot
finance or manage alrports, or for areas where: proposed airports are not contained

in federal airport plans and federal airport aids are not available. In these limi-
‘ted cases, the State Aeronautics Departments may directly provide this service.

~ ~ -~
B. The state should continue to delegate responsibility for atrport
development to competent. lccal units of govermment. It should take

over the development and operation of airports only when certain
conditions are present.

The prevailing practice of most states in placing this responsibility at the
local level and in directly developing and operating airports only for a limited
number of airports suggests that there are situations under which this should rest
with the state rather than the local unit. We would see three possible conditions
under which a transfer of this responsibility might be made. These include: Situ-
ations where this function is beyond the competence of the local area; where finap- -
cing-~including state and federal aids--is not adequate; where an emergency field
is needed; or where the state has an organization with the engineering, aeronautical
and administrative capabilities into which existing airport operations could be

merged. In the absence of these, it is difficult to accept the position that the
state should change its basic policy

The competence of Zocal units of govermnent to handle awport
development and operation in their areas has not been questioned.

The MAC and the many units of local government that build airports around the
state have demonstrated their competence to develop and operate airports which pre-
sently serve most of the state. Within the past 25 years, the number of public use
municipal airportp has increased from 3 to 128. Undoubtedly, many of the municipal~
ities which have ‘developed airports were able to' do so in part because of the assist-
ance provided by the state. However, it is noteworthy that the substantial number
of local areas have organized to provide airport facilities and that all but six
communities in the state with 1960 populations of over 3,000 presently have some
type of airport. Major deficiencies in the operation of these airports have not

In the metropolitan area, particularly, the MAC has developed an excel-

lent reputation in the oreration of their airports and in the early development of
the present system. .

AY

Finaneing airport development has been adequate in the metropolitan
area and in many outstate commumtmes.

e N s
Financing of airport development has not been a proglem in the Twin Cities
area. Funds for airport development throughout the state have come génerally ~
from three sources: The local governmental unit, the state, and the federal.
government. .Under the Federal Aid to Airports Act the federal govermment pro-
vides up to 30% of funds for. specified items of airport development on.airports
in the federal airport plan. These funds are channeled through and administered
by the State Department of Aeronautics. The state generally provides an .addi-
tional 25% of the funds, leaving the local burden at 25%. The state's-share is
sometimes adjusted according to needs and available funds. This arrangement
generally has assisted the financing of airports, particularly outside of the
metropolitan area. The airport system developed and operated by the MAC, ‘how- .

~

.ever, has been adequately financed, with only 19% of the total cost provided by

~
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federal aids and only 5% by state aids. A substantial portion of the cost of1
development of Wold-Chamberlain has come from user charges and the early loca
tax contributions of the two central cities, together with original land con-
tributions. The federal and state aids, however, have‘gubstantially contribu%eﬁ
proportionately more to the development costs of secondary fields than the ?ajor
airport. There is no indication by the MAC that the cost of dgvelqpigg addi-
tional \airports, including a new major one in the metropolitan “area,-is beyond. }
the resources available to them presently or in the future. It is expected that
state aids will continue to fund some portion of the cost of‘deve}opment, but it
has not been suggested that this will be a substantial part of the total cost.

If the state were to assume control of these operations it would have to assume

financial responsibility for them--something which is not necessary, particulgrly
in light of greater outstate needs. R

Since 1945, the state has provided financial assistance to local communi-
ties to build and improve airports and other aviation facilities. Revenues
collected from aircraft registration, the airline flight property tax, and an
aviation fuel tax have been dedicated in a state airport fund to be used for

~airport improvement, the construction of air navigation facilities, and the

repayment of certificates of indebtedness. The use of these gunds has been
gradually broadened, as recently as 1967, when municipalities were granted
assistance in acquiring land for airports, constructing hangars, and for snow
removal. In the event that the state should decide that additional funds are
necessary to develop additional airports or to improve and upgrade existing ones,
the state can eontinue to exercise its influence and meet its%obggqttves by
inereasing its finaneial contribution without taking on the additional burdeﬁ \
of operating the airports. The decisions about what is needed and the-state's -
objectives, however, must first be spelled out in a state airport plan. Such'a
plan encompassing these conside;ations has not been developed or adopted by the
state. - ' -

~

The state does not have an existing agency or the capability to
assume responsibility for the development and operation of airports.

At the present time, the State Aeronautics Department consists of only 24
members, assigntd to handle such diverse services' as aviation safety and hazard
control; licensing of commercial operations; providing technical assistance to
municipalities in planning, financing, building and inspection of airports;
presenting the state's case in route hearings; installation-of navigational aids;
operation of state-owned aircraft; accident investigation; and enforcement of
state aeronautical regulations. Only one planner and two assistants from other . -°
departments are assigned to development of the present interim stéte\aeronauti—
cal plan. This department, which provides many aviation services, is clearly
not equipped to handle -all of the decisions essential to operation of all air-

In the absence of finding
the competence of local areas,
that the state has the ability
iing case for state control of

that airpoft development and operation are beyond
that financing-of airports is inadequate, and.

to handle this function, we do not-find a compel-
airport devefopment and opecration.

~
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C. The role for the state in aﬂrnort plonning and ngﬂgigpmgni_ﬁhauld

be in developing a plan which would spell out its znferests,and
provide guidance to_ local azrport aqenczes.

The major problem for the state, at the present time, is not in the opera-
tion of airports, their initial development, or site location, but/rather the
identification of the state's broad objectives for airport development and the
relationship of these to the economic and transportation objectives of the .
-state. The plan should spell out the way in which airports should be coordina-
ted to serve the broad state interests, the broad areas to be served standards ;
of airport construction needed to provide a desired level of service and criteria R

- to be used in evaluating funding requests.- The lack of ‘such a plan suggests that

- an existing agency, such as the State Planning Agency, the State Aeronautics
Department, or one created for this purpose, be charged with developing the state
plan. Once we have a state plan, the state will be able to effectively influence
development through its review and administration of requests for state grants-

in-aid and its comments and administration of federal grants—in—aid whlch must be -~
channeled through it.

The agency selected for this function should not be an existing local air- '/, b
port planning and operating organlzation such as the MAC, as respon31bility for .

these functions should remain at the local level- as long as theslocal organiza-
tion is capable of handl1ng them.

\

Within the broad guidelines developed by, the state, decisions about the
specific location of an airport should be made at the local level, since the. s
immediate land use, -transportation and environmental eiffects of airport develop-
. ment can best be determined by the local level which is most directly affected
3 by specific locational decisions. Some decisions about:the location of airports .
in the metropolitan area will affect ajirports serving ‘outstate communities. This

situvation, however, can be met by guidelines adopted 1n a state plan which wBuld
indicate how airports are related to each other.

5
. \
)

A second major difficulty encountered in the present: state role is the com~
munication between state agenciés and the local planning, agencies jnvolved .in-
airport plannlng. At the present time, there does not appear to be any central
"agency which can be contacted by ‘the MAC or the Metropolitan Council that would
in turn notify all the affected state agencies about airport plans of the metro—/
politan aréa. Likewise, there is no ‘agency charoed with communicating the state'’s .
interests to. the Metropolitan Council and the MAC early in the planning process.
It would seem reasonable that an agency be _assigned this responsibility and that
this agency preferably be the one also charged with development of the state air-
port plan. This Tecommendation would go a long way toward both clarifying the
state's role and assuring that state interest in the development of airports is )
considered by the local planning and operating agencies making airport proposals. :
3. We recommend the MAC bhe reorganlzed by changing its membership and the way it 1s
selected to increase the possibility that the development objectives of the metro- X
politan area and the guidelines of the. Metropolitan Council are considered in alrvort .
planning. - ,

o -

The present membership of the MAC creates an obstacle to comprehensive air-. )
- port planning. This planning Should include. the brosder wee~iderations -of land~
use, transportation and environmental_ﬁactors, and the deyelopmenL ~“Wimctlves of
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the metropolitan area, as well as aeronautical factors. Its member§ are entlre}y
from the two central cities and for the most part are elected offic1é?s who lack
the time necessary to pursue major policy questions in planning for aleort’. ]
development. TIn addition, under the present arrangement, therexls/lim%ted liai~
son between the members of the MAC and those of the Metropolitan Counc%liétpe
general planning agency for the metropolitan area. The lack of this llalson -
makes it difficult for the MAC. members to provide direction tc the MAC staff in
assuring that information asbout the aviation needs of the metropolitan area and
the aeronautical factors important in planning are communicated to the Me?ro—
politan‘Council and that the guidelines established by the Council are being
considered by the MAC staff in the development of airport proposals. Our recom-

mendation about how the MAC should be reorganized is more fully discusseq ip th?/
next section. h

4. Ve recommend that agencies involved in aigport_planﬁing_pr its’review adopt
policies and perform the work necessary to assure completion of required plans or ~

guidelines and the involvement of all interested parties early in the p¥§nnigg dis-
cussion. ) .

One of the major defects of the present planning process is that pla?s a?d
guidelines required by present laws have not been completed. This situatx9n is
further complicated by the independence of agencies and the lack of communica-

tion between them and their involvement of all interested parties early in the
planning discussion. ‘ N e

4A. The Stafe Aeronautics Department, the Metropolitan Council, and the MAC should

proceed to prepare or comvlete the state airport plan, the airport po;;ions of the
development guide, and the airport system plan. : ’

These basic plans and guldelines are presently lacking. - They are essen-
tial to development of an airport plan and to the planning process as they
reflect the considerations important to each of these agencies. It is important
that these agencies get on with the job of completing their work and in the pro-
cess_freely exchange information to reduce misunderstandings and possible con-
flict over airport developmeng and their location in the future.

N N ~N
4B. The Metropolitan Council should assist the MAC in studies related to land use,
the coordination of service tragsbortation, and environmental factors important to
the location of airports, and the MAC should assist the Council in outlininz aero-

nautical factors important in airport planning and the zoning of land uses surround-
ing airports. N -

The open communication and exchange of information between the special-
purpose agency and the genaral planning agency is essential both in the develop-
ment of guidelines and proposals for airports. This exchange would be greatly
facilitated if both agenc¢ies would adopt policies and provide assistance to the
other in their areas of competence. The broad land use, transportation and
environmental factors important to the Council and their effect on alrport plan-

- ning must be understood by the MAC in its development of airport proposals. .
Likewise, aeronautical factors such as air space utilization, land requirements,
and facilities needed for air transportation should be understood by the Council
in developing their guidelines. These aeronautical. factors are also important in

land use zoning surrounding airports to the extent that they-identify noise cor-
ridors and possible conflicting uses. T

- -
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4C.. _Policies should be adopted by the Metropolitan Céﬁnc*l and the MAC which will

.assure that all interested public agencies and private parties are made aware of

planning proposals and invited to participate in these discussions at an early -

aate . -

The lack of communication and coordination in the planning for a new
major airport was most apparent in the protests that were registered by
state agencies, the airline industry, and the action of the Metropolitan
Council suspending the MAC's proposal on the basis of inadequate information.
It is reasonable to assume that all of these 1nterested\parties who must
either provide financing, approval of plans, or will likely be significantly
affected by airport location decisions, be involved in the discussions leading
up to this decision. Policy statements from the agencies involved, particu-
larly the Metropolitan Council and the MAC, together with the development of
mechanisms by them to assure this involvement. at an early date, would greatly

assist the planning process and increase the possibilities of reducing con-
~flict in making these decisions.. :

N
~
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. Part 2 - CONTROL OF LAND USES -AROUND AIRPORTS

/

The need to control the height of structures and the land uses surrounding aif-
ports to assure the safety of air transportation and the compatipility of the air<
port with its neighbors is obvious and attested to by all aerondutical experts. Yet
- the present laws, especially those directed to control of land uses, are not adequate

or workable as they depend on cooperative arrangements betwean airportféuthorities/
and adjacent municipalities which are seeking to maximize their tax base. The
approach proposed for handling this problem at a new major airport has considerable

‘promise but it is limited to this airport and does not provide for control of large _
areas affected by noise. h

o -

A. BACKGROUND
The~present concern by large numbers of residents in the area surrounding
Wold-Chamberlain is the most obvious local example of what will happen if land uses
‘surrounding airports are not controlled. The increasing noise levels at Wold- -
-Chamberlain are of such grave concern that they will severely limit the use of ~
Wold-Chamberlain and may require removal of jet traffic even before_ the airport has
reached its capacity. .This situation has developed in part because of technological
advancements in air carrier transportation, but also because of the inadequate pro-
visions for control of land uses surrounding airports. ' ~
Regulations controlling the development of land surrounding airports -are of two
kinds: ‘Height limitations and land use zoning. The controls which may be exercised
include airport zoning regulations by the airport authority or by municipalities,
FAA air space regulations, or the exercise of the power of eminent -domain by the
[{ airport authority. These regulations are permitted under the state zoning law, the
0 . state airport zoning law, and the Metropolitan Airports Commission law.
P \ \

1. Height limitations on structures is presently regulated\b§ the FAA.

Height limitations on structures surrounding an airport may be limited by the

MAC in its exercise of the state airport zoning law or by municipalities using the
same law or the state zoning law, /

~

The state airport zoning law permits the MAC to adopt airport zoning regula-
to restrict the height of structures and the land uses permitted withim its

" territorial limits for a distance of two miles under approach zones and in other
areas for only one mile beyond the airport boundary. This power is granted to pre-
vent the creation or establishment of airport hazards, the conservation of property
values, and the encouragement of the most appropriate uses of the land. Approval of

- such zoning regulations by the State Aeronautics Department is. required. ’

=3

.tions

\
- : The only action by the MAC to adopt height regulations came in 1964 in a reac-
tion to a proposal to construct a tall television antenna farm near the Anoka County
Airport. The MAC adopted a zoning 6rdinancé‘iimiting the height of its structures
N around each of the airports within the metropolitan area. The inaction by the
State Aeronautics Commissioner in approving this ordinance resulted “in the ‘case of
- Minneapolis-St. Paul MAC vs. McCabe in 1965. 1In its opinion, the Supreme Court
stated that the MAC was authorized by statute to adopt zoning ordinances in airport
hazard areas within 25 miles of the city hall of either of the two adjoining cities.
However, at the time that this opinion was delivered, the FAA had also instituted
regulations over the use of air space limiting the height of structures,\and the

\
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MAC decided to leave this ¢ontrol in the hands of the FAA by not-again forwarding
their ordinance to the SAD for approval. The FAA regulations are contained in ,
Form 71, part-77, and require that anyone building a structure within a certain
distance of -an airport must get clearance from the FAA to use the air space. Re-
quests for tall structures within these areas must be filed with the local FAA

comments., Finally, construction can proceed only‘if a permit is granted

2. Land use around airports is primarily controlled by arquiring a limited amount
} of the land surrounding airports.

Control of land uses surrounding a1rports, particularly in noise zones at the
ends of runways, is practically non~existent. Although the MAC has the power to
zone land uses for up to two miles in these approach zones or for one mile beyond

. the airport boundary, it has not exerc1sed this power. Instead, its policy is to

work .with the adjacent municipality in the attempt to encourage them to control
these land uses. However it is questionable whether any attempts at this encour-

" agement have actually worked, as the MAC has resorted to using its power of eminent
" domain to acquire conflicting land uses.: One example of how the present system

does not operate was the purchase by the MAC of a plumbing establishment off the
end of-the main northwest-southeast runway at Wold-Chamberlain to avoid its being

rezoned by Minneapolis ‘and developed for multiple housing. In this situation, Minj

neapolis was not favorably disposed to significantly controlling land uses to

-assure that development would be compatible with the airport. Although there have

been differences between members of the MAC over whether the exercise of the state .

airport zoning law would constitute a taking, the MAC has never attempted to deter-
mine this through a court test.

~ 7

~

A ‘recent innovation in the control of land uses in the area surrounding a new
major airport was the passage by the Legislature in 1969 of the Airport Development
Area Control Act. This act provides that an area three to five miles beyond ‘the

‘boundaries~of the airport be designated as the .airport development area by the -

Metropolitan Council. The existing zoning of such lands will be frozen when the
site for this airport is selected. The Metropolitan Council must then adopt cri-
teria and guidellnes for the regulation and use of property within this development

'»area. Within 120 days -after the Council has adopted such guidelines, each govern-

ment within the airport development area must submit its land-use and development
controlrmeasures to the Council for review. The Council must then approve these
with whatever changes the Counc11 determines are necessary.

t

e

AN

- . ~ B. PROBLEMS ' ‘ E -

1. Present laws permlttlng control over land uses surroundlng airports by airport

authorities, munic1galities, and the State Aeronautics Department are not ade—
quate or workable.

Control of land uses surrounding airports to assure compatible uses is essen-

»tial to minimize the conflict between the airport and its neighbors. The present

law, other than in the recent Airport Deveionment Area Control Act, which applies

only to the new ﬁaJOr airport, is inadequate. The MAC has acted to control land

uses only to a limited extent and then only by its exercise of the power of eminent
. domain. This, is a costly and obviously 1nadequate measure of control in noise zones

which extend mileS'beyond the ends of the runways.

-~ - Vi

[N - -
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The reluctance of the MAC to exercise its limited land use zoning powers can
be understood in part because the members of the MAC are public officials in the
two cities which would be affected by such zcning controls. In the final analysis,
‘however, it is questionable whether land use zoning should be performed by a special~-
/PUIPOSE agency whose primarv interests and capabilities are in aeronautics. If the X
MAC were to funétion as a land use planning agency, it is p083101e that comnsiderable
amounts ‘of land would lie practically unused, as demonstrated'by the present uses
. made of lands agquired by the MAC for buffer zones surrounding Wold—Chamber}ain.
, , |
7
( Municipalities surrounding existing airports generally have not demonstrated
that -they will ‘adequately control land uses to assure this compatibility. This is
understandable in light of the concern by the municipality that it develop land

within its boundarles to the highestand best uses in order to increase its tax
base. p

The State Aeronautics Department has ‘the power, under the state alrport zoning
law, to establish minimum standards for airport zoning regulations. Although the
- zoning around airports for both height limitations and land use is initially

- reserved. to ‘the local municipality, if the municipality does not zone, the SAD has

‘the power to go in and perform this. However, the policy of the SAD has been pri-
marily to assist ﬁunicipalities in drawing up ordinances and to provide technical
assistance, rather than exercise its full powers. It has not required any of the
municipalities or the Metropolitan Airports Commission to adopt zoning ordinances:
regulating ‘the height of buildings or land uses in the approach zones to aitports.

3. - The approach to land use control outlined in the Airport Development Area Con-
trol Act has ‘considerable promise but is limited to a rew major airport and

. does mnot provide.for controls over large areas affected by noise from the
i airgort. <

The approach suggested by the Airport Development Area Control Act of 1969 has
"“considerable merit and, with modifications, should provide a way for remedying many
of the present shortcomlngs in attempts at land use control and be the most advanced

~ mechanism of its kind in the country. However, before this can be accomplished, the
limitation of this act to the new major airport should-be eliminated so that all
alrport areas will fall within its operation. Different criteria may then have’to
be developed in the application of the._law to already existing airports. The pre-

! sent three to five mile limitation on the area which will be affected by the act may

; result-im control of only a portion of the area at the ends of runways wh1ch will be
serlously affected.

C. RECOMMENDATION

1. The Airport Development Area Control Act should be amended to cover the area
surrounding all existing and future airports, apd the boundaries of the airport
development area, particularly at all major airports, should be expanded to
assure compatibility of land uses in the noise corridors as determined by the

Metropolitan Council. The present-limitations of three miles and up to five
~m11es in natural resource areas should be. removed.

~
j ’
’
-
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_— . D. DISCUSSION OF RECOMMENDATION

The past experience in this metropolitan area, particularly at Wold-Chawberlain,

" more than adequately demonstrates the need for adequate land use controls. Although
the problems of conflict between the airport and its neighbors may not be serious at

secondary airports because of the. smaller aircraft operating out of these airports,

any possible interference and conflict with land uses should be.noted and controlled.
It i's likely that the‘airport area zones surroundlng the secondary airports would be

of limited size and not present the same types of problems as can be anticipated at

larger airports. Including the existing and future secondary fields under the pro-

visions .of the Airport Development Area Control Act would tend to fix the uses of -

the airport and firm up the thinking of the MAC and the MC, which would be helpful.
— / - .

! The zoning of land uses, rather than their acquisition, as a way of controlling

development may result in a substantial savings in cost to the public for the air-

_port users. At a minimum,—this approach should be employed until the courts deter-
‘mine otherwise.

_The A1rport Development Area Control Act was passed after the MAC had made its
proposal for a new airpott. Part of the 15,000 acres were to provide the needed
buffer between the airport and adjacent uses. Expansion of the area encompassed
w1thin<the airport develcpment zone (ADZ) should enable the MAC to acquire only that

" amount of ,Iand necessary for airport uses. The possible savings-in land costs sug-

gest that, at a minimum, the. ‘boundaries of the ADZ should be expanded to encompass
at least the differenee in_area between the original 15,000 acres proposed for ac-
qulsition by the MAC and ‘any 1educed amount requlred by the MAC. h

-

Studies by consultants to the MAC suggest that the noise corridors from the
new major airport ‘will extend a minimum of five to nine miles beyond the ends of
the runways:_ It-would be a tragedy if the type of control over-land uses envi-
sioned by the Airport Development Area Control Act did not extend to cover at least
the most serious of these noise exposure contours. .Since the contours are very
1rregular in shape, specified distances should not be substituted for those within .
the act, but instead the boundaries of- this area Should be determined by the Metro—
politan Couricil in consultation with, the MAC.

; N ~ < -
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III. ORGANIZATIONAAND POWERS, OF THE METROPOLITAN AIRPORIS«COMMISSION

‘ The Metropolltan Airports Commlsqlon (MAC) is a special-district unit of gov-
ernment established by the Legislature in 1943, with general jurisdiction for all’

. aeronautical purpoSes within a 35-mile radius of the city halls of Minneapolis and

St. Paul. The MAC statdte was' a milestone in joining ‘the efforts of the two sepa-
rate cities to cooperate .in the development of a far-sighted system of alrports——
one which has been nationally recognlzed as most forward-looking in economically
and safely providing for the growing aviation needs -of a metropolitan area. The
present system of six alrports has functioned effectively to encourage the early
development 'of a vigorous air carrier-and general aviation industry in this area.

Thi$ achievement, which is.a credit to the forward-looking persons associated with

it over the years, is not without problems and some serious questions concerned
with whether the present- organization is suited to handle this function in the
future. These questions arise in light of the substantial growth in all forms of
aviation, the major: technolggical advances, and in particular the substantial growth
in the population, and the geographic size of the metropolitan area. In spite of

changes-within the industry and the metropolitan area, the MAC law has remained un-
changed.

The significant questions and the problems identlfled with the present MAC law

‘are most closely related t6 provisions concerned with the membership of the MAC, its.

/~3urlsd1ctlon, its limlted/flnancial base, and its relationship to governmental agen-

cies established since 1943, particularly the Metropolitan Council.

~ ~ A. BACKGROUND

~

1. Membership of the MAC is made up of representatlves of the two central citles
and a chairman from outside of the metropolltan arsa. :

The membership of the MAC reflécts the "old" 1940's definition of the metro-
politan area and the agrecement between Minneapolis and St. Paul to merge their
interests in separate airport devélopment by creating a body with metropolitan-
wide scope but with membership from only the two cities. The MAC is composed of
nine members: Six de31gnated publlc officials from the two cities, including the
mayors af each city or a qualified voter appointed by him, two councilmen from St.
‘Paul and one from Minneapolis appointed by .their councils, - ‘and a member of the Park

A

and 'Recreation Board in Minneapolis ap901nted by the board; two citizen members,

one each from the two cities, appointed by the mayor in St. Paul and by the city
council in Minneapolis; plus one member appointed by the Governor who is a voter
of a’ county not contiguous to either Hennepin or Ramsey County. The Governor's -

N The terms of offlce vary, with the chairman serving for four years and.each of
the citizen comm1381oners for six years. The elected public officials, except for
the mayors, serve for six years, unless they cease to hold city-office to which

they were elected, and in such case -a successor is appointed to fill the unexplred
term. The mayors serve for the1r term in office. ~

X Meetings of the Commgssion are held on the first and third Mondays each month
and\generally are wellrattended These meetings®are devoted mostly to operational
issues, 1ncluding the approval of purchaseés, contracts and payrolls. Only a limited

amount of time is spent in discussion of major policy questions or im the long-range
plans for airport development In this sense, the MAC-operates as a management

) comm,ttee p‘mmamly tnvolved in review of the operation of the atrport system.
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J Compensation is provided for all commissioners, with the chairman receiving £50

for every meeting not to exceed $2000 per yedr, and the other eight~commissioners‘
receiving $25 for each meeting not to exceed $1000 per year. -

2.

Establishment of the‘Metr;polltan Council significantly altered the powers of

the MAC to independently plan and develop airports.’

/

The Metropolitan Council Act in 1967 required that all comprehensive airport

plans of the MAC must be submitted to the Metropolitan Council for their review to
determlne if the plans are consistent with the Council's plan for the eccnomic deve-
" lopment -of the area. If the Council does not agree, it may suspend:the plans and
request additional!’ information. In the event that it is not possible to arrive at

an agreement, the Council must thenfsubmit a report to the next se351on of ‘the
Legislature.

~ ~—

The Council reviews airport funding requests of the MAC for projects to be

" funded by the federal government under Section 204 of the Federal Housing Act. The

, Council may comment on these requests to the Federal Aviation Agency. It does not

have a comparable power to review and comment upon projects to be funded with state

airport aids. ~

- A third power of-the ﬁbtropolitan Council is to\devélop a comprehensive develop-

ment guide to encompass the physical, sacial or economic needs of the metropolitan
area and those future developments which will have an impact on the entire area, in-

cluding the necessity for and location of airports.

i

The Metropolitan Council, as the general planning organization for the metro-

-politan area, is directed by a 15-member board appointed by the Governor. Members
serving on the Council represent specific designated areas of the metropolitan area
of approximately equal ponulation. : )

The relationship between the Metropolitan Council and ‘the MAC has been formal- -

ized only to the extent that a Council member is assigned as a non-voting member of
‘the MAC. .In this capacity, the designated member is recégnized as an observer for °

“the Council but does not formally participate in the business or deliberations of
the MAC. The planning staffs of the Metropolitan Council and the MAC are completely

separate. Durlng the planning of the Ham Lake proposal by the MAC there-was limited
liaison between these two bodies in spite of the- requirement that the Metropolitan
Council review MAC plans on the ba51s of ‘criteria which dlffered substantially from

those important to -the MAC.

Il

l

’ . , B. PROBLEMS

The Metropolitan Airports‘Commission*—the first agency to cartry with it

recognition of the metropolitan area--needs to become a truly metropolitan agency

providing what is acknowledged to be a metropolitan.service, namely, facilities

for air transportation. “Although the law gave the MAC Jurlsdiction and responsi-

bllity for airport development 1nitia11y in the area 25 miles,’ and in 1969 up to
35 miles, from the city halls of Minneapolis and St. Paul, it limited membership
on the Commission to members from the two central cities, and further limited
any public/contribution for airport development to taxes collected from-property
in the two cities. These limitations are unrealistic in light of the developlng
pattern for handling areawide serv1ces, the increasing objections to lack

~. . —
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of representation frqm suburban areas, the lack of concern by the MAC for the land

" use, environmental and fiscal implications of airport development on the metropoli-

tan area, and the fipancial constraints which might be placed on future development

. from the present tax base used to underwrite bonds issued by the MAC.

1. Half of the population of the metropolitan area within which all but one of
" the airports are located lack a voice in airport decisions.

\

Areas outside of the two central cities lack a voice in the decisions of the
MAC in spite of the metropolitan services provided and the effect-of its decisions -

on many municipalities and people living outside of the two cities.

All but one of the airports developed by the MAC are located outside of the
- boundaries of Minneapolis and St. Paul, yet the residents in these areas and their
concerns about noise levels, removal of land from the tax base of communities in
" the erpansiou of airports, and conflicts between the airports and surrounding land
uses cannot be directly voiced to the MAC, since they lack any répresentation. One
example of the effect of this lack of: representation is the type of discussion and
the considerations reflected by MAC commissioners in ‘arriving at the decision on
Ham Lake. In this case), there was considerable concern and opposition to develop-
ment of an airport at Ham Lake voiced by a number- of residents and support from
public officials in the affected aread. The only opportunity which these residents
and public officials had in presenting- their positions was by way of public hear-

'f ings held after the staff' and the MAC had completed the planning and arrived at

~

~

C 2.

“ their tentative decision. It is reasonable to conclude that if a mechanism existed
to assure that these interests would be considered in the early planning of the

* ~ alrport, much of thefc0ntroversy over Ham Lake would have been avoided.

A second example illustrative of the effects of this lack of representation is
the efforts by the Richfield and Spring Lake Park school districts to obtain tax
replacements from the state for ‘the loss of tax base in the expansion of Wold-
Chamberlain and Anoka County airports. The attitude of the MAC has basically been
that these issues are not of great importance to them, as they do not fall within
the requirements of the MAC law. However, if the residents and public officials
representing local units of government in these areas had a voice in the MAC deci-
sions, it is likely -that the MAC would have had to consider the implications of -

their decisions on the financial resources available to local units of government -
and thereby become a party to the resolution of this prob1em.

- ~

Evidence of the concern about the lack of representation on the -MAC was seen
in the past legislative session, when three separate bills authored by 13 metropoli-
tan area representatives, primarily from the suburbs, were introduced in the House.
‘Two of these bills were concerned solely with the composition of the membership of
the MAC. Although noné of these bills was passed, they are nevertheless a reflec-
tion of the growing concern about the membership of the MAC.

. .

3 Elected‘members lack sufficient time to devote to‘matters before the MAC.

’

Present elected officials on the MAC often ‘are unable to adequately direct sub-
stantial time to consideration.of matters before the MAC. Testlmony of four of the
- present six elected members noted that-these public officials were primarily occu-
pied with the duties of their offices and that, although they could attend the
meetings, they often were unable to suffic1ently background themselves on policy.
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area i1s not needed for aviation purposes and is otherwise not compelling.
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matters. This difficulty is understandable in light of the many hats that some of
these officials must wear and the numerous boards and commissions op which they
serve. These obligations often result in members being unable to spend even the
amount of time that they would feel was adequate or necessary. One of the effects _
of this lack of time is to inctrease the dependence of many members on the assessment

and recommendations of the staff or of other members, particularly ‘the chairman, who
may have more time.

B
3, Requirement for chairman to come from outside metropolitan area is not needed. ’

The requirement that the chairman must come from a county outside of the metro-
politan area is unnecessary and burdensome. This requirement demands that the chair-
man, if he is to be familiar with the ongoing policy problems of the MAC, must spend
a considerable amount of time in commuting between his home and the MAC. In additiom,.
the requirement does not guarantee that the -chairman will have a metropolitan area

_ perspective. The original purpose in having the chairman from outside. the metropoli- N

tan area, primarily to arbltrate differences between the two rival cities, ‘is no
longer necessary, as numerous examples of cooperation, both on the MAC and in the

A joint activity of Minneapolis and St. Paul on questions of sewage, transportationﬁ

and the development of the Metropolitan Council indicate that the problem is mo . _
longer the difficulty it was at one time. - : %

4. Designated jurisdiction of MAC is outmoded as a way of identifying the
metropolitan area or the area of aeronautical activity important to it.

LN . o~ -

_ A circular area, 35 miles from the city halls of Minneapolis and St. Paul, is
an outmoded way of designating the jurisdictional boundaries of the MAC. It was a '
definition which was adequate for its time, before the metropolitan area was gener-
ally identified for a number of ‘other purposes to generally encompass.seven counties.
Even though the jurisdiction of the MAC was expanded in 1969 from 25 to 35 miles to
enable consideration .of possible major airport sites beyond the, 25-mile limit, all
of the present and proposed airports recommended by the Federal Aviation Agency, the
State Aeronautics Department, and the MAC intended to serve the metropolitan area
lie' within the boundaries of the seven counties. - The continued use of this 35-mile

-~

~

‘5. The present organization of the WACFHoes not encourage it to be concerned about
land use, environment or the fiscal implications of airport development on the
metropolitan area. _

' \
N The present organizatlon of the MAC does not assure the cogrdination of planning

efforts in airport development or the consideration of. metropolltan objectives in the
location and development of airports, which are essentially metropolitan facilities.
The establishment of the MAC as a special~purpose district in 1943 was reflective of
the interest in assuring that this metropolitan area would have facilities to provide -
for the emerging air transportation industry. Therefore, the primary objectives of
the MAC were to acquire sites and construct airports adequate to provide for this
growing need. The increasing awareness within this metropolitan area and the state’
of the interrelated and important functions of }and use, service transportation §=
tems, and environmental factors have made it increasingly apparent that airport -
planning--ds with other major metropolitan facility planning--must be performed
within a broader framework than that provided under the present MAC law.
- ~

The Metropolitan Council represents an attempt to provide this broader frame-—

work for the plamning of metropolitan-type facilities. Its membership is broadly

representative of-the entire metropolitan area, and its concerns touch on all aspects
affecting metropolltan development.

- . oy
. /
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for federal funding of construction pr93ects.
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' At the present time, the MAC and the Metropolitan Council stand apart as two
separate agencies with slight communication and virtually no coordination in their
planning efforts. The lack of communication between the staffs of the MAC and the
Metropolitan Council, or between their boards, is illustrative of the actual separ-
ateness of these agencies even in areas of mutual interest, Although the Metropo-
litan Council member is a non-voting member of the MAC, his function appears to be

largely that of an observer and to some extent a 11aison between the two bodies.

However, he is not a full partic1pant in the deliberations of the MAC

Under the present arrangement between the Metr0p011tan Council and the MAC,
important questions such as ‘those of airport finance are not reviewed by the Metro-
politan Council. This review is limited only to airport plans and spec1fic requests

-

LThe present relationship’ between the/MAG and the Metropolitan Counc11 is such’
that, even when additional information on aeronautical factors important in airport
plannirig is desired, thz Council has had to resort to suspending the proposals of
the MAC in order to obtain such information or to have the desired studies comple~-
ted. Part of this may result from a lack of understandipg on the part of the staff

_of the MAC as to what exact informatiod is desired, but it may also reflect an

~

attitude that the MAC is autonomous and ‘should not be questioned on its evaluations,

> especially in its areas of expertise. The lack of communication, understanding and

coordinatioun would suggest that this relationship between the MAC and the Metropo-.
litan Council be substantially altered. s ¥

6. The present organization of the MAC is inconsistent¢ with the developing pattern

of legislative coordinaticn of areawide services.

The present organization of the MAC, although it may have been adequate for
Ats time, is no longer suited to independently handle airport planning. Since the:
creation of the MAC there has been an increasing awareness of a number of problems
and functions which can no longer be handled by individual mumnicipalities or even’
by the joint efforts of a couple of them. This awareness resulted in 1957 in the
establishment of the Metropolitan Planning Commission and was followed in 1967 with
the Metropolitan Council. These organizations have provided the metropolltan area
with a mechanism for determining what the areawide problems are, and thoee particu-

lar functions or services which should be 'handled by an areawide agency. In response

to the recognition of these problems; the Legislature has further established agen-

cies or service boards with areawide responsibllitles, membership andpfinancial ;
resources in tran31t, sewers and parks. i

7. Past tax pavyments by Minneapolis and St Paul may pose dtfficulties in . -

reorganizing the MAC. . . - a

N

The MAC, as was noted earlier in the discussion on finance (Section I) may
levy each year, without the approval of Minneapolis and St. Paul, a direct annual
tax on all taxable property in the two cities to retire the principal and interest
on—non—deductlble general obligation bonds. Since 1949, the property taxpayers of
’ the two cities have paid $17,407,000 in debt service on these bonds. Simllarly,
taxpayers in the two cities, from 1944 to 1961, were called upon to support a por-
tion of the operating costs of the airport system. . At this time, the MAC was able

to levy up to one mill on property taxes to caver operating def1c1ts amounting to
$2,914,000.

N
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" culties in using the tax base or tax resources permitted in the 1940°'s. T
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The total tax payments by the two cities in support\of‘the initial construction
end early operations of the airport may pose a problem in discussions about changing,
the mewbership of the MAC or broadening the tax base supporting the bonds issued by
the MAC. Although some officials might view Wold-Chamberlain and the MAC system as
a system owned by the two cities, this in fact is not, true. The MAC has obviously -
provided a service not only for the two central cities but for the entire metroppli-~
tan area. Only approximately one-sixth of the cost of developing this system has P
come from tax paid by taxpayers of the two cities, while the remainder has come from
user charges and from federal and state grants-in-aid. c

Although tax payments by the ;wo central cities are no longer made to the MAC, .
this does not suggest that the present arrangement will comtinue in the future. It .
is possible that public funding of a portion of the cost of development may be neces- A
sary, and that, even if this is not, continued public ‘funding of the bonds issued by
the MAC will be necessary in the development of a new major airport. The present tax
base of Minneapolis and St. Paul should not be exclusively required to absorb .the
risk involved in underwriting this substantial amount of bonds, nor should they be
expected to exclusively provide all of the public funds which might be needed. The
development of the airport system of the 197G's should not be impeded by the diffi- X

I
~

/C. RECOMMENDATIONS - .
1. We recommend that the MAC be reorganized by the Legislature and made a commission
under the Metropolitan Council. The existing powers and functions of the MAC
should be continued, but the membership, jurisdiction and operation of the MAC
should be changed as follows. -

- A. - The MAC should consist of five members who are residents of the - )
metropolitan area--four gppointed by the chairman of the Metropoli- .
tan Council with the consent and approval of the Council, and one

appeinted by the Governor to represent the state’s interests. The ~
chairman should be elected by the Commission from among its members. ’
Members should not hold oublic elective office after assuming these - '
positions. , N

~.

R

B. Members should serve four-year staggered terms w1th service limited :
to two succeSqive terms

C. The‘jurisdiction of the MAC should extend over the metropolitan area
as presently or in the future defined in the Metropolitan Council»Act.

D. Operating and capital budgets of the MAC should be-submitted to the
- Metropolitan Council, in accordance with procedural guidelines estab-
lished by the Council, for their approval. )
2. We recommend that in reorganizing the MAC and in broadening the tax base support—
ing MAC bonds to the métropolitan_area, the past payments from taxpayers in Min-
neapolis and St. Paul be recognized by the Legislature and prov1sion for their -~ =
repayment be made to these cities over a period of time. This payment should
“total only the amount of actual taxes paid and deSIrably be considered an expense

3 -~

— of the MAC to be paid by thlS _agency. j - h -
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D. DISCUSSION OF RECOMMENDATIONS

1A.

The MAC should be reorganized and made a commigsion under the Metrogolitane

Council. , ’

Our recommendation that the MAC become a commission under the Meﬁropoliton

“Council will correct the major problems presently associated with the MAC in the

areas of planning, representation, and a broader tax base for airport development
bonds. At the same time, it will assure that the strengths of the MAC in the
management of alrport operations and its concern with aeronautical interests ‘will
be preserved. ~ The many functions related to airport operations should continue
to be reviewed and ‘approved by a board charged with these responsibilities.
These functions include: The letting of contracts, awarding leases and approving
major purchases, the setting of fees and charges; adopting regulations, hiring
and supervising personnel; decisions on the adequacy of air route systems serving
the metropolitan area and the MAC's position in route cases; plus the initial

preparation of plans for airport development and the carrying out of these plans
in actual construction.

'

In making the MAC a commission under the Metropolitan Council, broader
representation is assured, since the Council is made up of members from equal -
sized districts throughout the metropolitan area. - Under our concept, all major
policy questions would -be submitted to the Metropolitan Council for their appro-
wval. Therefore, the Metropolitan Council would effectively become a body con-
cerned with the larger issues of ailrport development by providing direction to
the MAC with its major guidelines and by determining the way in which airport

development is related to other types of development occurring within thefmetrO*

politan area. {

N

It might be suggested that the membership of the Metropolitan €ouncil is .
not any more representative of people in the metropolitan area than the MAC,
since its members are appointed by the Governor. However, these members are
selected from throughout the metropolitan area and serve as representatives to -

the same extent as the six present members of the MAC who are elected to munici- -

pal offices and secondarily serwve on the MAC. There is a greater likelihood

that the interests of mun}cipalities,\counties and interested citizens in areas |

outside of thé two central cities would be voiced on the Metropolitan Couhcil .
than they are presently able to be represented on the MAC. When the Metropoli-

tan Council is elected, the case for representatlon through this body will be
even more compelling.

-

The MAC should consist of five members who are residents of the metropolitan

area—four appointed by

the chairman of the Council and one appointed by the Governor.

A board the size of the present MAC will not be required to handle the
essentially ‘management and program policy-making functions envisioned for the
reorganized MAC. Instead, it would seen possible for this work to be handled
by a smaller. board consisting of five members. Four of these members should be
appointed by the chairman of the Metropolitan Counqil with the consent and
approval of the Counc11 and one appointed by the vaernor to represent the

- gstate's interest.

AN

The selection of four members by the chairman of the Metropolitan Council
will assure that the MAC 1s cognizant of the major policies of the Metropolitan

A
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Council in the planning for airport development and in their operations: This

should eliminate the present difficulties over planning and result in closer co-

ordination between airport development and general comptehensive development in 4
. the metropolltan area. - : T

!

, The app01ntment of a single member from the metropolitan area by the Gover-

N nor is seen as necessary to assure that the state's interests are adequately
represented and presented in the decisions of»the MAC. This representative

. should be viewed as the link between the state's airport plannlng and its avia-
tion policies. This approach of having a~member appointed by the Governor to °

" voice the state's interests is preferablé to making the MAC a statew1de agency.

. It will enable the state to direct attention of the MAC to the state's interests -
early in the planning process, and at the same. time permit the metropolitdn area -~
to make decisions related to the lccation and develppment of an airport s&stem
which will primarily serve the mettopolitan area. :

Selectlon of the chalrman by members of the Comm1331on will provide the
Commission with its own leader and public spokesman. This arrangement recognizes
the separate board status of the Commission and it is felt will encourage‘lt to
handle its duties and to take the 1nitiative in proposing major policies and
plans to the Council.
v
- Since the MAC will be largely a management and program policy committee, it ’
N is unlikely that the members will be required to spend more than part of their T
time on MAC business. The experience of present elected members of the MAC, who £~
find they ‘lack the time to devote to MAC business, suggests that members should -
_not hold elective office. Since the primary concern of the MAC will be airport _
development and operation within the metropolitan area, it is degirable that all
members on the MAC live w1th1n the metropolitan area. The limited but important
. policy-making functions envisioned for the MAC suggest that these members would
not have to be selected to repréesent equal-sized districts.  However, it {s pro-
. bable, and desirable, that in the process of making appointments seats be ade- -

quately distributed among the various parts of the seven-county area.
;

o

~

- ‘ -
H ~ { N

Members selected to serve on the:MAC desirably should come from diverse,
-broad backgrounds, with considérable experience in management and an interest in
aviation. The MAC as an opetating agency should have the expertise. and kiowledge
o + of individuals presently successful in handling management responsibilities. ‘In

addltlon it is -important that these members have-an interest in aviation to givek
- them some familiarity'with the unique features of this operation. Hovever, it is
« important that the members not represent the special interests in aviatiom, such

;' as commercial carriers or general aviation, but instead have a generalist back— - v
ground with an interest in aviation. g

The compensation of members of the MAC should be commensurate with the pay s
of members of service boards under the Metropolitan Council. Compengsation of

members recognizes the expense and time which members serving on these service »
boards must dedicate to their\a551gnments. - :

~ ~

N

~

1B. Members should serve stagpered four~year terms, with service 1im1ted to two
successive terms R —

‘i ‘ \ o . ) ) ! Lo . ' T

- It is likely that it will take some time for members to acqualnt themselves
with the . functions- of the MAC and their role. Therefore, 1t,would be de51rable

~
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that members' terms extend for more than two years and that the Commission have
some members who remain on the MAC when new members are appointed. Howeyer,
there are also problems associated with long-time service and difficulties in
changing policies when members sit on boards for a long period. of time. There-
fore, we are recommending that the terms be staggered and extend for four years

to provide for a cont1nu1tv of membership but that serv1ce be limlted to two
successive terms.

1€. Jurisdiction of the MAC should extend over the’ metrggglitan area as presently “

or in the future defined in the Metropolitan Council Act.

Under our proposal, the jurisdiction of the MAC would be the same as that
-of the Metropolitan Council. This change from the cufrent 35-mile radius from
the city halls of Minneapolis ‘and St. Paul to the.seven-county area.will not
materially result in any significant change. The only difference will be the
removal of small portions of Wright and Isanti Counties from the area of juris-
~diction, as these counties are presently not within the. seven—county metropcll—
tan area. // )
It is possible that 1f airports were constructed on the periphery of the
seven counties the airport development area surrounding airports could extend

7

into adjoining counties, but this 1s handled by the Metropelitan Couneil and -

municipalities rather than the MAC. Likewise, flight patterns will probably
also be over adjoining counties and others in the state, but these are handled
by the FAA. The jurisdiction of the MAC is important only in terms of the air-
ports operating within this area and to define this area within which the' MAC
can develop their system. Limiting the jurisdiction of the MAC to the 'seven-
county area will provide sufficient area for devélopme;nt of airports presently
anticipated as needed by the MAC, SAD and FAA for the metropolitan area.

1D.  Operating and capital budgets of the MAC should bé submitted to the Metro~

politan Council, in accordance w1th procedural guidelines established by the -

Council, for their approval.

The designation of the Metropolitan Council as the primary policy-making
-body on airport location and development suggests that the Metropolitan-Council '
have not only the prerogative of choosing members for the MAC but also the oppor-
tunity of reviewing and passing upon its operating and capital budgets. As was
noted earlier in the discussion on airport finance, the Metropolitan Council is
presently not familiar with the system for airport finance. Since the budgets
of any agency frequently reflect the major policies of that agency, it is impor-

“tant that these budgets be for more than one year to provide the longer time

frame needed in planning. They should then be reviewed and approved by the

general-purpose metropolitan organization to assure that they are consistent
w1th metropolitan policies.

—

2. Past payments from taxpayers in Minneapolis and St. Paul should be recognized
and provision made for their repayment over a period of time.

The proposal to reorganize the MAC and to broaden its tax-base for bonds
immediately raises the question about how this can be accomplished and particu-
larly the issue of what recognition, if any, should be given to the two central -
cities for their previous tax contributions for operating deficits and debt re-
tirement. We recommend that these past paymeuts be recognized by the Législature

N

;
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and provision for their reprayment be made over a pericd of time.\ Although the
two central cities have substantially benefited from the development of Wold-
Chamberlaln, this benefit cannot be measured as-it extended ot only to them \
‘but to the entire metropolitan area.
: The amount of .repayment to the two cities should not exceeﬁkthe amount of
actual taxes they have paid. This totals approximately $20 million. Although

. 1t has been suggested that the cities should be compensated for the appreciated

value of their payments, this does not seem either fezsible or realistic. ' The
actual tax payments to the MAC were made not from allocations by the cities dir-

ectly, but instead were an additional tax on the property taxpayers living within

the cities. This tax was small, but could have slightly influenced the municipal—
ities and school districts in keeping their expenditures at a lower figure than
they would have deemed desirable., Therefore, it would seem reasonable that the
amount of compensation be limited to the total amount paid in taxes by the two
central cities.

~

The source of\funding for this repayment should be from those who most .dir-

“ectly benefit from aviation. A precedent was established in the recent use fee

and terminal contracts between the MAC and the airlines in which the airlines
agreed to pick up by increased payments the remaining.$12 million in outstanding
non~deductible generzl obligation bouds. With this precedent we are recommend-
ing that the repayment be considered an obligation pf the MAC to be paid. by this,
agency from whatever airport income scurces they would deem desirable.

\a
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IV. LOCAL TAXATION OF ATRPORTS - 7

Significant public policy questions, not yet discussed, about the jurisdiction

and tax base of an 1ncrea31ng nurmber of units of local government, the tax burden

of the aviation industry, =znd the public financial resources of the metropolltan
area, are posed in the development of a new major airport and additional secondary
fields. These questions center on the removal of taxable property from the tax
‘base of existing units of local government, the limited taxing authority of school
districts over taxable development on major airports, the detachment of major air-
‘ports from existing municipalities, and the taxation of development in the area
- surrounding the airport. The inconsistencies between the general state tax poli-
cies and the use of the local property tax to confer a benefit on airport users at.
‘the 'major airport, together with the difficulties experienced in t' present poli-
cies at existing airports, suggest that this subject be thoroughly explored by the
Metropolitan Council and the Legislature before the next session. -

The demonstrated ability &6f the Legislature and the Metropolitan Council to

anticipate the tax implications of development in the area surrounding the airport

in the last session suggest that a similar examination of the present shortcomings

and the implications of dirport development on the public financial resources of
affected units of local government and of the metropolitan area is possible at this
time. The ability of the metropolltan area to. develop an airport system which will -
mect the aviation needs and the development objectives of the area can be signifi-
cantly affected by these tax considerations and therefore must be considered as we

move toward decisions on the development of a new major .airport and additional
secondary fields.

-

A. BACKGROUND - e

The present policies and practices regarding local taxation at airports are
made up of many parts, including the tax status of land and structures owned by
the MAC, the tax status of taxable property on the airport and in the area surroundé-

ing the airport, and the rates of taxation in both areas_as well as the dlstrlbutlon
of taxerevenues

£ ~

1. Most of the proverty at MAG airports is tax:exem§t and removed from the tax
base of local governments. : - :

All the land and most of the 1mprovements at airports operated by the MAC are
tax exempt. This results because the MAC is a unit of, government and--consistent

‘with the policy in Minnesota--property which it owns or acquires is not subject to °
taxation by any units of government. One of the effects of airport development has |
been the removal of substantial amounts of land and some improvements from the tax ~

base of many units of local .government. However, in some cases, espec1ally at the -~

major airport, this tax loss may eventually be offset by subsequent development in

the area surrounding the airport. Therefore, the tax loss from removal of land

from the tax base of units of local government in the area of a major airport may

be only temporary, .until economic development encouraged by the airport increases

the tax base of these affected units. To a large extent, this economic_attraction

‘is much slower or altogether lacking at secondary airports, with the result that

", affected units of local government may have to rely on more limited property tax
resources or seek assistance from the state to offset these losses. This situation P

is’1llustrated in the case of the Spring Lake Park school district, where removal

of land from the tax base in the expan31on of Anoka County Airport resulted in a

! i
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.request to the Legislature for revenue to replace a portion of this loss. This was
granted in the 1965 session in a law which provided that $15,000 be paid annuaily-
to the school district from the State Airport and General Revenue Funds in lieu of
- taxes on real property acquired by the MAC. Even though the principle of paying
for.a part of the tax loss resulting from removal of a portion of the tax base of
school districts was established in this instance, it has not been applied to other
school districts similarly affected by secondary airport development and expansion.
The 1968 market value of land and improvements owned by the MAC whlch are tax
exempt is as follows:

"Wold-Chamberlain $100,000,000
/ Flying Cloud 131,825 P
: : Crystal - ‘ 514,845
Holman Field 6,546,285 N : )
. Anoka 2,003,955 . 7 .
Lake Elmo 116,367

N
2. Tax policies applying to taxable property at airports differ between major and
secondary airports. ' i ‘

~

The local taxation policies on taxable property at airports differ substan- :
tially between the secondary or satellite fields and the major airports. The gener-
al policy is that secondary airports will be treated for local tax purposes in the
same manner as other development occurring within the municipality, school dlstrlct
or county, whereas a separate set of rules limiting the wiits of governhment which
may levy taxes on property at the majer airports, the agency responsible for “deter-
mzntng taxable value, and the\tncorporated status of the airports, all apply to the
major airports.

A. Policies of local taxation at secondary airports —-- The local taxation
policies which apply to secondary airports are comparable to those applying to all
“commercial and industrial property within taxing districts. Generally, the taxable
property at these airports consists almost entirely of hangars owned by private
interests. These hangars, which are on property leased from the MAC, are viewed as
personal property and assessed by the local municipal or county assessor. This
. Eroperty is part of the tax base of each governmental unit within which it lies.

roperty at such airports is, therefore, subject to the tax levies of many over-
" lapping units of government--municipalities, school districts, counties, and speeclsl
_ districts. As with other property in the tax districts, such property is subject to
the mill levies of the individual units of governmeant up to the limit allowed the
tax district. Taxes ccllected from this property at the secondary airports are
distributed to the individual units.of government in the same manner as other pro~‘
perty w1th1n the jurisdiction of individual taxlng districts.

" The MAC at these secondary a1rports is only an operating agency and all taxa-.

_ ble property remains within the JUIlSdlCthn of the individual units of government.
The 1968 market value of taxabie property at the satellite fields, as best we could
determine from the local and county assessors, is as follows:

~

Flying Cleud ’ $ 1,075,635 : —
T Crystal 478,327 . - ’
Holman Field , 150,000 approx.
Anoka 274,893
. Lake Elmo 254,145

\ . - - N
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- tax loss from acquisition c¢f land by the MAC.

- Although the revenue to\local units of government from these secondary’ air—
ports is not substantial, nevertheless this income, _to some extent, may offset the

—

B. Pollcies of local taxation at maijor-airports ~— The tax policies applying
to’ taxable property at the major airports are distinctively d1fferent from: those at
secondary airports and from the- general tax po11c1es of the state in terms of the
corporate status of the airport, the issue of what property is taxable, and which”
units of government may levy taxes on this property.

r

What is taxable? o T T
N a

~  Generally, the leasehold value of real and personal property owned-by pr1vate

intereésts at the major airports is taxable. 'At Wold- Chamberlain, taxable property

consists of. leaseholds assessed as real property and the personal property of the

airlines and other private 1nterests. ] g ' , )

N
~

. | . . l .
~The valuation of leaseholds for tax purposes at Wold-Chamberlain has been dis-

'phted by the airlines since 1964, The issue centers on. the question of whether

buildings financed and built by the MAC and then leased ‘to the airlines are subject
to local property taxes, and, if so; how this_value is to be detérmined.- The sub-

- ject has been‘before the courts and the Legislature, Presently it is in the dis-

trict court awaiting a decision zbout how to determine the valde, after a decision
by the Supreme Court that the leasehold interest in rezl estate was subject to an
ad valorem tax based om the value of the leasechold.
N ¢ \ ™
Who d%termines the value? . < e ‘

\ . X | K ; }
A ‘ , - - Y

*  The value oE real and personal property is determined by the.State Tax Commis-
sioner at Wold-Chamberlain and not by the local or county assessors. In 1968, the
total market value of property at Wold-Chamberlain amounted to,$51 000 ,000, and the
assessed value was §5, 094 383. |

;
{
i

¢

Which units of local gevermment con Zevu taxes?,

. /‘

Ohe of the most significant differehces between local taxatlon at the major

_airports and the general statewide pol1cy is the limitation placed on the units of

government which may levy ‘taxes on this property. Major airports, since 1953, are ¢

\detathed from existing municipalities and school districts. Therefore, Wold-

Chamberlain was detached from the municipalities of Minneapolis and Richfield and

L from the Richfield School bistrict, and incorporated as a separate municipality

under the MAC. One of the eff ects of this detachment _was the reclassification of
the Richfield Scheol District sc that it, ,Wwas no 1onger entitled to state; transporta-

tion aid. This detachment also resulted in the loss of tax base to the school~dls~
‘trict and the City of. Richfield. (Minmeapolis did pot 16sefany tax base as the

property was owned by the Park Board.) , \ e
The loss of tax base to the school district was recognized by the Legislature
in an addition to the MAC law that authorized payment in the ‘form of school district

> aid out of the Income Tax Fund, according to an author1zation formula. The school

district has not received the author1zed compensation in any year-(1969-$247,750)

 but instead the amount appropriated and allowed by the Legislature at each session-

(1969-$145 000) A ‘comparable compensation for loss of tax base to the municipal-
ity was not prov1ded since it yas felt that the MAC was prov1d1ng municipal- type

N . e , ~—
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. g0 to these units.

~ Richfield.

\

v

.

" services to the airport users and Wold-Chamberlain did not use the services of

Subsequent agreements between ‘the MAC and Richfield have resulted in

" . ) » payment jof a utility fee for sewage service sufficient to pay for the cost’ of ‘the

1 The. detachment -of Wold-Chamberiain ' .
from éxisting municipalities and school dﬂetrzcus has resulted in the taxable
property at the airport being considered as part of the tax base only for Henneptn

| County, Wold-Chamberlain (MAC), and the Metropolitan Council, and therefore subject

-

/

. 1nterceptor and prior special assessments

, ‘toa substqnttally lower total tax Zevg than property oubszde the aquorth

The MAC, as the municipallty at WOld—Chamberlain, has the power to 1evy a tax

tion and maintenance of roads, streets and parking -areas.
statutory mill limitation but has agreed in the main base lease with Northwest
The actual 1ev1es of the MAC since 1964

. Airlines (1956) to a 11m1t 0f 60 mills.

have been~

Year -

1964
11965
1966

© 1967 7
1968~

) 1969,

N

~

Assessed Value

’.'§ 3,998,026

4,274,924
4,229 462
4,565,981
4,663,480
5,026,695

.
/

yil

N

\I

Certified Levy

$ 229,326
229,306

41,871
40,545
41,225

274,442

. . -
3. Distributlon of tax revenLes from the_airport.

]

—on taxable prOperty to pay the cost of police, ‘fire protection, and the construc—
The MAC does not have a

/\ N

Tax M*ll Legg

57.36

53.64
9.90
8.88
8.84

54.62

The tax *evenues from the secondary airports and Wold-Chambérlain aré returned
to the unit of government permitted to levy taxes in the amoynt raised by this levy.
At Wold-Chamberlaln these include, only Hennepln County, the MAC, and the MetLOPOLl*
- tan Council.

\

~

, ~

-
-

/R Distrlbution of tax revenues in the area‘surrounding,éirports.

T
A

- Any development occurring withln the area surroundlng/airoorts is part.of the

tax base of local units of government within which it falls and all taxes levied ~
This is the ‘prevailing state policy : '

l

N

A 31gn1fieant’hhange in- the present policy is antielpated by the 1969 Alrport
Deveiopment Area Control Act, where the local units cf government may share the tax
revenues from:' ‘development occurring w1th1n this three to five mile area outgide the
Government units in the area are requlredfto jointly study and- dec1de upon
a plan for ‘the sharing of property tax revenues and.if 80/ by number agree upon a

‘airport.’

plan it shall be put into effect.

(—

- B.’

-

N T

N

PROBLEMS -

\

1. Airport develgpment may_result in remov1na a portion of the tax base of some

units of local govérnment without assessing the impact cn fiscal resources: of

I N

- /

T

these units or providi n’ any- offsettln

ayments for this loss.

A

The acquisition of land by the MAC in the development or expan51onﬁof airports T

resultg\ln removal of some of the’ tax base of local units of government.

iy

e

>

The extent

IaN
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of the tax loss will depend upon the amount of land acquired and the percentage of
the munic1paiity, school district or county which is affected. Since most mew air-
port development of either major or secondary fields is in areas which ayxe presently
gundeveloped the total amount is not likely to_be very-substantial other than in a
major airport. \For example,<the estimated taxes levied on property in the proposed
. area for the Ham Lake -airport in 1968 by the city of Blaine, Ham Lake township, the
o Anoka—Hennepin “School District #11, and Anoka County totaled $70,178. This was )

pryes .

bafore the announced/dec151on of the MAC. s

. , ! ] '
N “The loss of tax base from land acqulred by the MAC should be offset to some |
- degree by .a reduction in the need for<pub11c services. However, it is ‘possible -
that these ‘'losses in revenue will be in excess-of reductions im expenditures in
_communities with secondary fields for .a long period of time since there is only
¢ .. limited development in the surrounding area which is attracted by the airport. How-
R . ever, at a major airport the period of time is likely to be shorter .as considerable
o : surrounding taxable development can be anticipated to make. up-this difference within
ayfew years in some communities-rparticularly those with the major freeways Ahat
" “connect the airport to the already developed portions of -the metropolltan area.
- At the present time, there ar€ no provisions for offsetting this temporary loss
at major. airports or the longer term losses at secondary airports. One of the
N -\effects of the lack of reco"nltion of this reduction in tax base is that it- sets up

. _- pressures by the local units to obtain some compensatlon from the state. This was
oo the case with the Spring Lake Park School District. ‘ L

N - A Second shortcoming of the present pollcy is that without any provislon for

’ {~e offsettlng the p0331b1e tax loss, there is no mechanism established to measure the

entent of this loss or the period of time in which ‘this occurs. As a result, even
thHough a new maJOr airport is likely in the long rum -to result in substantial in-
creases in the tax base of surrounding units of local government, we are w1thout
" any méthod for measuring ‘the increases in taxable value resu1t1ng from the alrportﬂ
which could be used to offset any tax loss. Likewise, no agency is assigned respon—

: 31b111ty for making this type of‘determlnation. , .
( . i - ~ . 7
N 2 . . - 7 .o
, 2. Present policy of local taxation at mejor airports is inconsistent with the
N general;pollgy of the state and their detachment reduces the financial resources

available to' affected school districts.
b

) Generally, the state policy on local taxation is to permit all units of loecal

N -

case of Wold—Chamherlaln and future major a1rports, however, this property is.re-
~ moved from taxation by school distriets. The effect of this removal is to ‘reduce
- thé financial’ resources available to the affected school district and to substanti-
ally reduce the local tax burden on the property owners at the alrport. As a

rresult the local tax policy at major airports is used to confer a substantial bene-
 fit'on the airport users.
. e (| - -

School . dlstricts, under the present law, are compensated from the state income '
tax when property of a major airport is- detached from the: school\dlstrict. This
payment is supposed to equal the amount that would be produced by a tax on the de- -
tached- properties at the current tax rate for school purposes in'the school district.

— However, in the case of the Richfield School District, this formula has not been
év; ™ followed and imstead the State Legislature has made a separate “appropriation each
~ séssion to.cover this compensation. This situation is undesirable in the same

A

N .

~

/

gpvernment to levy taxes on. the taxable property within their jurisdictions. In the .

\
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manner that the lack of provision for dffsetting tax losses -has resulted in‘continu=~-

ing efforts by the- school district to persuade_the Legisiature to appropriate the
full amount authorized by the state law. ) - -

¥\_ The ‘taxation policiEs employed’at major airports ‘are also inconsistent with
those applied at -secondary -airports where taxable. property, remains within the .

Jurisdictlon of existing municipallties and 'school districts and subject to their

tax levies. It is understandabie that it would\be undesirable ‘to permit the vari-.
able .tax rates of these local ‘taxing areas to determine the development on a major
airport. . However, the present policy of removing this land from the jurisdiction

of local units of government is equally unfair as d remedy since it results in

denying tax resources to these units even to the.extent of the tax\base losses they

{

“have sustained or, the expenditures they have incurred as a- result’of the. impact of

the airport. - . | AN . , Lo~
/ ¢ o . . ¢ ° ~
3. Detachment 'of a‘large amount of land from ex1st1ng munlcipalities can _result

\ in creation of locsl municipalities which are not v1able or become tax haveng.

. N A

[ The\detachment of land for aKmajor airport ‘and the incorporation-of this area
under- the MAC appears. to be a reasonable way of developing an organization to pro-
vide municipal-type services needed at the major airport. This approach seems par-

ticularly reasonable in light of the fact that\magor airports are likely to ‘be’

\

developed ifn areas which lack either_ a well-organized municipal government or one -

" which-is faced with a_number of problems resulting from its early development. ‘The

detachment “is -also a qay to. eliminaté the competing interests of municipalities fov

."Tand - development which might favor them at the expense of the development plan of
“the-MAC for.the airport. However, ‘it is entirely possible that the detachment of

the airport-from existipg municipalities could result in~leaving fragments of muni-

, cipalities on the fringes of the airport which would lack the financial resources -

necessary to provide municipa1~type‘services, or mun1c1palit1es which could be
favorably :situated in. terms of development and thereby become tax havens. This

- possible fragmentation of existing municipalitles is a problem.which should be™

'recognized by the -Minnésota Nhniclpal Commission and the Metropolltan Council and
provision made for the possible apnexation or- consolidation of the mqnicipalltles
or townshlps to ad301n1ng municipalltiest, - . ‘ \

Y ~
s

4. Xo consideration is being, given to the tax polieies which should be followed -
g ‘at.a new maior~airport in spite of probiems experIenced at WOld—Chamberlain.

Th/’present p031tion of the MAC suggests that current tax policies employed at

* Wold-Chamberlain will be operative at a néw major airport. The current tax poli-
A ciés were outlined by the counsel 6f the MAC at the public hearing on April 22,
: L968. There Is no indication from the MAC-to suggest that ‘this agency will seek

any changes in these present policies to remedy the® ‘problems previously identified.
Likewise, the Metropolitan Council has not discussed this sﬂbject and does not have,
a position on what pollcies of local taxation should be followed at a new major

_airport. ‘ : ~ - -

- H . N
. - —- e - I
—

\Alrport.Development Area Control Act has considerableé merit but responsibility
. for initiating the required stud1es and a’mechanism for arrlying at agreement
over’such ‘a plan’is lacking 4n the present law. - - -

s - <

K

The Alrport Development Area Control Act recommends that tax revenues from the -

’development area be shared among units of local government in the area.. These,

N

v T ) . L

~ N N o - - 3 =

NS

"The tlax-sharing in the area’surroundlng the new maJor/airport anticipated by the,
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units are required ‘to Jointly study and decide upon a tax-sharing plan, and if 80%
by number agree upon the plan it will be put into effect. The two shortcoemings of
the law are that it ‘does not assign responsibility to any unit of government or
agency for convening the units -and initiating the studies or provide a mechanism
for arriving at agreement. This situation-raises the p0881b1l1ty that, even though
the’' idea of tax—sharing in this development area is anticipated by the current law,
‘it might never come to be, since the parties involved might not get together, or

“their differences could result in an impasse without agreement.

7

— o 4 4

Y
The difficulty of’possibly convenirng all of the goverhmental units and of get-

ting the 80% to agree on a specdific plan is illustrated in the<number of local units
: whlch could lie w1th1n the 'three to five mile development area surrounding the pro-
- posed Ham Lake airport\ This aréa could include ten municipalltles, three school
districts, one county, two hospital-districts, ’and one watershed district. Only a
small portion of some of these units would lie within the development area, but

agreement by at; least 11 of them would be necessary before any taw—sharlng plan
could go into effect‘

i B | o, ™ . 1 B
) k : C. RECOMMENDATIONS g T - Ve a
We recommend the Legislature adopt pOllCiEa for Tocal taxation of taxable pro—
perty on the new major alrport\which Wlll recognize the metropolitan character
of a new dirport, theypublic financial resource implications of airport develop-
ment on.local government and move in the direction of making local taxation at

. major airports more consistent with the gemeral policy of the state. More spe-

Mcifically we recommend these policies contain the)follow1ng features:

i T\i A
A. Taﬁable property onpthe airport be ‘subject to a composite mill levy rate
~determined By the Metropolitan Council. This rate should‘be made up of
the Iév1eé cf the MAC a2s the municipality and the average mill levies of

counties and school districts in the metropolitan area.

Vi

“B. Taxable property should be_classified into two types:

~ (1) Air txanSportation property . i i
\ (2) Non-air transportation property o ’ N A

—

The composite tax levy rate apnlled to air transportation property
_ should consist of all parts except 'the average mill levies of school

dlSttl%tS. i s~ - 1 o
[ - . v . ~ . N
C.- Taxes collected from taxable property at the new airport should be dis-
_tributed in accordance with the following principles: | VT
\ ~, I :

-

Lo .
(1) Any loss in tax base to existing units of 1 cal government from
- development of & hew airport should be offset from revenue col-

B , lected from the taxable property at the airport. These losses
should be only temporary and decline as development occurs in
the airport development area resultlng in offsetting increases

in tax base and revenues to affected units of government. The
Metropolitan Council-should be assigned responsibility for deter-
mining the extent of this growth and the increase in local reve-

) \ " nues, which can be uséd to offset the payments for tax losses.

. A ~

e
=
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L o (2) Taxes remaining after payment of the loss of tax base should
R - o be distributed ‘to the counties ‘and school districts in the
o ; vmetropolitan area on the basis of a formula adopted by the
\Metropolitan Council. 3 . . _

N e \
. ‘ j ; Ny l -

- 2. We recommend)that the Metropo itan Council be de51gnated by the Legislature to
. .~ - convene the units of ldcal govérnment in the airport.development. area and cou-
) \ duct the studies directed. to obtaining agreement for-a plan for tax-sharing in

- this area.. In therevent that 80% of the_units are unable to agree to this . . s

A -plan, further provisions for arbitrating the diffefences should be included in
~ ' the present law. - .

— . ' : o4

Ve

~.

D. DISCUSSION OF REﬁbMMENDATIONS/ ‘5 S -
. i B / . - [
1A. Taxable propérty at the major airport should be subiect to a composite mill <
levy rate'determined by the Metropolitan Council made up. of the levies of the MAC. -

and- the avera ge mlll levies of éounties and school districts in the metropolitan -
13 \ N . [N
area. \ , , -

. i — -~ : L/ . v R / .
- ~ o . N 1 - . \
~ . ;.

- ~ The use of a comp031te\mill levy" rate;based on the average mill 1ev1es of -
COunties and/school dlstflctS‘in the metropolitan area recognlzes the metropoli-

tan nharacter of <the airport which 1s to be .built' by a metropolltan agency whose
bonds are underwritten by the tax base of the entire metropolitan area.

-
~

\ ~

-

~ x N
/ 2 . :

2 o . ) The.average -mill levy which would go into the comp031te rate would mot in-
LS N clude an average for the municipalities in the metropolitan area -since the MAC

~ would function_as the municipality at the airport. ' The existing municipalities -
o .~ from which the airport is detached would not be required to provide _any services
; . to the: airport as these would be_ handled by the MAC. o

2~
N -

N S The composite m111 rate based on the average of‘mill 1evies in ¢ounties an
. N school districts in the, metropolitan area would provide a way of avoiding the o0
S problen of variable tax rates from overlapping school ‘districts which could re-—
sult 1n setting up pressures‘affecting ‘the plan for airport -development,

~

N

. 1B. The tax levy ‘rate applied to air transportation propertv should consist of

orily the MAC levy-and the average mill levies of counties in the metropolitan area.
. = X T ; ) i

- N ) v : ) -

. In applying the composite mill levy, a- distinction should be made between

- property conpected with-air transportation and property not directly connected B

~ with air transportation, This is not-the current policy followed at Wold-

o Chamberlaln. At a minimum, a distinctien .should be made between air: transporta«
tion uses and other types. to limit the tax benefit to dir transportatlon uses —
thereby making policies of local taxation at the airport more consistent with

. a the general policies of the state. Under the present.policy, excess land at a
. . -new airport which might be developed for compatible industrial or commerc1a1
S - uses not connécted with air transportation would not fully contribut% to the -
: support of local government and thereby‘haveAtax advantages not available to
comparable industries-or commerce located outside/of the airport: Some evidence

i\, , . ' of the p0531b111t1es are posed at Wold-;hamberlaln where gas stations, buiddings
T " for car 'rentals and a hotel proposed a few years ago receive a tax break the ey
’ - same as airltnes by nnot being subject to school mﬁil levies. - S -
| ~ ' . -, AN

.
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]
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N . The benefit conferred on the air transportation industry at Wold-Chamber-
a 5 g - lain is substantial. This benefit is primarily conferred by means of relieving
¢ it of the full burden of local property taxationm. Although this is an important
issue, we did mnot attempt to determive if this-benefit to the air transportation
\ industry is equitable or .needed to assure that fac111ties for air transportation
a O in the metropolitan area are competitive with other areas of the country or

. whether a distinction should further be made for tax purposes between facilities
such as hangars needed by“all airlines to opetate at the airport and those faci-

lities such ‘as overhaul bases that»may be more freely located at various air—

N - /ports in the country Similarly, wé did not attempt to determine whether the
! means used to grant th1s benefit wés the most des1rab1e or if other rapproaches,
i/“ . : such as a special classlfication for the particular types 6f facilities reducing

. S the total value sub]ect to the fu11 compOSite mill levy, -would be preferable.

1C. Taxes collected from property at a new naqor airport should be first distriha-
ted to offset the’ 1oss of tax base to units of local government, with any remaining
( amount dlstributed £o_the county and’ school districts in the metropolitan area., _ )

: N
The actual losses.of tax base to ex1sting\un1ts/of‘1ocal governrent should
be compensated from revenue collected from taxes on the airport.. The present’
S pollcy of ignoring these losses in the tax base and of having to react to pres—
: sures from school -districts for replacement has resulted in a very undesirable
situation and the’use of a mixture of funding sources -in the state inciuding

¢ - the income tax fund, aviation fund, and general revenue' fund, to replace these
S losses. It should be kept in mind, howevery that substantial taxable develop-
£ . ment is likely to occur around the airport in many communi ties -and with the
&

~ ' sharing of thesé revenues all units which may have lost some ‘tax base will be

receiving somz portion of the increase in taxes collected From this area. To

- . the extent that these increases occur, they: should be offset against -any tax
>~ " loss payments. - The measurement of these increases in taxes collected on devel-

—

. opment resulting from the airport area should be determinea/by the Metropolitan - .-
r Council - ‘
A Taxes collecdted from property at the major airport should be distributed -

to the counties and school districts in the metropolitan area follow1ng payment B
for loss of tax base on the basis of a formula adopted by the Metropolitan

Lo Council. The distribution of revenues to the counties and school districts in

- the metropolitan area follows from the fact that the composite mill levy is ey
largely made up of the averages of these districts.\ We did not attempt to -

- determine what the distribution should actually be or whether it should go
largely to.the counties and school dlstrlcts within the area: 1n\which the air-
port is located. Other factors, such as-the degree of disparity between school
districts and counties within the metropolitan area, might be considered in

B -making this determlnatlon, Therefore, we, are recommending that these taxes be”
distributed on' the basis of a formula adopted by the Metropolitan Council. .

4
2. The Metropolitan Counc11 should convene the unlts of local government in the

" airport development area and conduct the studies/dlrected to obtaining agreement
for a plan for tax—eharing, . 7

: ~

v .
~

{L: 2 “The Metropolitan—Councll iS/seen as the appropriate agency for convenlng the- ~

g local units of government and conducting the necessary studies as it is the .
only neutral party within the metropolitan area with resources needed to per-
;form,this service, Although it mlght be argued “that the county should handle

- AN
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this respon51bility, the county is one of the units of (local government in
this 51tuation and could therefore be viewed as an

wise, associatlons of municipalities or school districts would have%dlffibulty'
—try1no to bring together other units of government that did not beleng to their

-52_’ 
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5

interested party"

Like-

group and might equally be seen as interested parties in these deliberations.

The Metropolltan Council should perform this service and be given-the power to
\ arbitrate tpe differences between the parties in the event that a voluntary .

*agreement dannot be achieved.

~ ,,4
-, Y -
~ N -
-~ - 7
A N 7 <
C B .
!
N { e
" I
1 W 7/
- ~N
( ‘r .
N 5 P
« ~—
N ~ !
, N
> T
- R N
I ) ! .
o r - AR -~
N ~
vy (
\ - - ~ po
1 ey
v
N
N
- .
N
N "~ _ o
N N
N ) t
N -
o J - N
- N
- o~ N
N N
~ > I /\
7 - i ~
£ ]
™
o - ~ v -
4 BRI v ‘
~ . N .
\ - \, -
, 7 -~
7 i N
i K AN =
~ -
: ¢ B
o \\ ~ N = . Yo
|
. . , -
. -
~ ~
I / -
L N -
Y
7
¥ ~ ~ —
; J -
N -
N -
¥ .
- ~ N /
P ~. - ¢
~ ~
. -
v N
N = N
> i ~
~
L R
. v
- N \ N
- -~
~N A -
. N B
N
- \ -
. ~
( NN - ; _
’ . A
N . ., - N
= oy
\ J /
B f ~

~
- ‘
’
p
i ~
A
s
N
NN
-~ [
\
\
-
P
. N
= . AN
< «
N
-~
e
N
~
° L
N
!
5 ;
)
P -

-
Fan
’
/
\
T
1
~
A
P
-
.



&

7

) nection with the makeup of the board, the adequacy of the 25- . “

, \ ;
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"~ WORK OF THE COMMITTEE \
\ . \v ST \( . . \\

Background
The Cltlzens League has had a contlnulng interest in basic questions of plan-
ning, governmental organization and local government finance for the Twin Cities |
‘are€a. Tts research committees have studied and reported on areawide problems with
sewage dlsposal, surface transportation planning, mass -rapid transit, parks and -
open Space waste\qisposal and area revenue ‘needs as related to /arban development.»
Interest in airport development and the organizatlon responsible “for this

function was discussed in a 1968 report on’ "Metropelitan Policy and Metropolitan
_Development". This report recommended service commissions subordinate to the Metro-
politan Council be created and assigned responsibility.for developlng and operating
major areawide systems' including waste disposal, parks and opeh space, environmental
protection, and airports. It noted that ‘the transfer of the Metropqlitan Airports N
Commission (MAC) from an independent spec1al district to a service comm1551on raised
many problems., These result from the fact that, whlle airports are dn areawide
operation, the ownership of the facilities and the membership oy the “commission

. rests with the two central citiés.' It was suggested that finan ial problems asso-
‘ciated with this transfer, the 25-mile serv1ce«1im1t of the MAC, and ‘the repreSent-
ative character of its board be considered in detail, , - s

T~ A4
Following this report the Citizens League Board of* Directors authorized the’ .

formation of a research committee with the fdllowipg a551gnment.'

~ N N .
— s
N "Review the statute setting forth the organization, powers»and ‘
o duties of the Metropolitan Airports Commission, and the history -

of its operation under this 1aw. Consider:any problems in con-

, mile service limit, and -whether the MAC should exercise a re~ - -
-sponsibility for all aviation in the sevenrcounty area. Review
S~ long-range ‘plans for additional facilities, regulation of devel-
-opment around alrports, and the role of the MAC as a developer - A
of industrial parks. ' Consider the relatlonshlp between the MAC -

s .+ + and other metropolitan agencies." " -

N < o N -
Membership - \ \
- : | fTy
. A total of 20 members actively partic1pated in the work of/the committee. The -
. chairman was Waverly Smith, executive wice-president, St. Paul Insurance Companies.
Other members were: Newton A. Ablahat, Dwight E. Bartlett \Jr., George F. Bauman,
William A. Braddock, Donald P.:Brown, Robert C. Burton, Gary M. Dahl, Paul Farseth,
Mrs. Bavid Graven, Wells Jewett, Kenneth H. Lee, D. Kenneth Lindgren, Jr., William o
Messerli, John Mohr, John Richter, Everett J. Swanson‘\Mrs. Paul Van Valkenburg;
Roy M. Weir, and Robert E. Willow. The committee was. a351sted by Clarence -~
Shallbetter of the Citizens League staff.

/o L ' :'”
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Commi*tee/Procedures

S\

. The committee began meeting February 13, 1969. A total of 28 meetings weré
held, fost of them 2-3 hour evening sessions, until October 6, 1969. Detailed
minutes of each meeting were prepared of both the presentations made to the commIt~

‘ tee and its deliberations. These minutes, often running 5-6 pages, 'Single—spaced*
were circulated to committee members, individuals who appeared before the committee |

‘and a large number of officials and individuals interested in airport develqpment / o

in the Twin Cities. "' ; - .

v

" The early meetings of the committee occurred after the MAC heatlngs on a protw N
/ posed new major airport were concluded and the issue was before- the Metropolitan;
" Council for their review. The Legislature was in session and bills directed to
the state's role in airport development and the membership of the MAC were belng N -
discussed. The committee attempted to obtain an undefstanding from the varlous
parties and interests involved in these controversies -as they were related to its
charge. Following is a list of the resource people who met with theﬁcommitteef ~

Lawrence M, ‘Hall -~ - Chairman, Metropoiitan Airports Commission (MAC) . -

AN

( Henry G. Kuitu '— Executive Director, MAC . ) -
Leonard Ramberg - Past member, MAC ° . o
Gordon Shepard - Legal counsel MAC | Co - ’ :
George Penmock - Member, Metropolitan Council, and Council member on MAC
Robert Einsweiler, - Director of. Planning, MetrOpollfan Counc1l PR
~Lawrence E. McCabe - State Commissioner of Aeronautics
2 "R. O. Zlegler - Area manager, Federal Aviation Agency (FAA) :
~'_  Benjamin Griggs —1V1ce—president Northwest Airllnes E 27 -~
» James Dalglish , - St. Paul Commissioner.and member of MAC .
Thomas Byrne - Mayor of St. Paul and member.of MAC. ~ Y
Ernest Lindstrom - State Representative from Richfield - B ¢ .
Sherman Booeri - Executive Director, Minnesota Aviation Trades Association - N
Norman Mitchell~ . .= Director, Bu31ness and Corporate Aircraft Assoe%ation \’\
Hal Rodenbterg ° _~ Instrument Flight Training, Inc. . , .
Vie Vacanti . _ [ - DePonti Aviation Co., Inc. -
Gerald Zavadil _ '~ DePonti Aviatiom Co., Inc. » A N
5 Arthur Naftalin — Mayor of Minneapolis -and member of MAC - ~ 7
. . - Dean Meredith ~-St. Paul Commissioner and member of -MAC R N
“Joseph Graw - State Representative from’Bloomington b — <7
* - —

Committee members/were supplied with copies of the MAC and state airport
~ zoning laws, Statements from the MAC April 22, 1968, public hearing, the airport .-
- systems plan of the MAC, interim state airport plan, and the Metropolitan Council's
' evaluation of the findings, conclusions and orders of the MAC. - The committee also
was kept informed of policy statements by<the U. S. Bepartment of Transportation -
_ and of developments in the Minnesota Legislature. Communlcatlons were exchanged
-with airport managers in- ten major metropolltan areas about airport gianning,
finance and/taxatipn practices. ‘ \

The staff of the committee received excellent cooperation from ‘staff members. o
of the various agencies and the legal counsel of the MAC. _Informatiém r quests were,
handled promptly and generous assistance was provided ‘in supplying documents. The
committee is deeply grateful for this assistance. \ oo
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