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•REQUIREMENTS for future transportation to airports include increased demands not 
only by air passengers but also by other users of the airports such as airport and air
line personnel, sightseers, well-wishers, and employees of businesses located at or 
in the immediate vicinity of airports. Current planned highway capacity to airports will 
not be sufficient to meet forecast growth in airport usage. 

The current airport problems are a combination of interrelated problems of which 
getting people and freight to and from the airport is only one facet. Ground access times 
to airport facilities have not decreased at the same rate at which jet aircraft have re
duced flight times. This has resulted in a growing disparity between the time necessary 
to make the air flight and the total time nece,ssary for the trip. 

Airport operators, airlines, and federal and state agencies are currently looking at 
ways to reduce the processing time and delays occurring at the airport terminal. Im
proved ticketing and baggage handling and improved air traffic control procedures may 
improve the terminal delay and congestioD problems. It is, however, difficult to attack 
the airport access problem. Capital investments and costs resulting from improved 
passenger processing procedures are minimal in comparison to required expenditures 
to improve the ground access to the airport. In addition, the cost of airport improve
ments can be recouped through direct charges to the air traveler, the airlines, and 
other users of the airports. 

By comparison, the required highway investments necessary to adequately handle 
forecast peak-hour traffic volumes are extremely high and may result in substantial 
disruption and relocation in urban areas. Although airports are large generators of 
highway traffic, they do not bear a continuous high enough volume of traffic to amortize 
the tremendous cost of investment or to overcome the growing public resistance to fur
ther development of high-capacity road systems in urban areas. 

It is becoming evident that in many cases it will be financially and socially impos
sible to develop enough freeways to cope with the airport access problem or sufficient 
parking sites at the airport to meet the forecast demand for private automobile parking. 

MASS TRANSIT ALTERNATIVES 

Because of the investment costs and length of time required to develop fully opera
tional systems the so-called new technology systems are not feasible as a short-term 
solution. Four alternatives that appear to be feasible for existing airports or those 
currently under construction are (a) railroads and subways using separate rights-of
way; (b} railroads and subways using common rights- of-way with other rail traffic · (c) 
buses and limousines using separate highway rights-of-way· and (d ) buses and limou
sines using existing highways and city street systems. 

CURRENT PATTERNS IN AIRPORT ACCESS AND 
FEASIBILITY OF MASS TRANSIT 

Origin and destination studies of airport users indicate a wide geographic distribu
tion throughout the metropolitan areas. On the average only about 25 percent of air
line passengers come from or go to a central business district. Studies at Logan Air
port in Boston show that the rail link to the airport carries only 5 percent of the total 
passengers . Similarly, at Cleveland 10 percent of the enplaning passengers are carried 
by the airport subway spur line. The Cleveland line carries about 2,000 passengers, 
well-wishers, visitors. workers. and others to and from the airport a day. A subway 
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spur connected to a large hub airport such as Kennedy International in New York City is 
forecast to carry only 2,500 passengers during the peak hours. 

The peak-hour capacity of a subway system is 24,000 people or ten times the fore
cast demand. With low usage of the system, with the present modal-split patterns, and 
with high investment costs that cannot be adequately amortized through user revenues, , 
the investment in totally new separate mass transit systems was generally viewed by 
the conferees as not an economically justifiable solution to the access problem. 

Because of the continuing low-density decentralization patterns in urban areas, there 
is little probability that a high-capacity mass transit system over a fixed routing could 
induce the necessary modal shift away from automobiles. However, the investment 
required to connect existing railroad and subway facilities to airports is not of the same 
magnitude as that for creation of a totally new rail system. Therefore, the degree of 
demand for such services may justify investments in short spurs to airports that would 
interconnect with existing facilities. 

ADVANTAGES AND DISADVANTAGES OF MASS TRANSIT SYSTEMS 

There are a number of disadvantages of mass transit systems in comparison to pri
vate automobiles, rent-a-cars, and taxis. The use of an automobile to an airport offers 
door-to-door delivery on demand along with the capability of carrying the luggage. 
There is no transfer of vehicles from the time you enter the car until you reach the air
line terminal. The automobile has the disadvantage of high cost-for taxi fare, car 
1·ental perating and parking costs of the individual driver, or multiple round trips if 
the airline passenger is being driven to the airport. The automobile has the additional 
disadvantage of being sensitive to time delays caused by traffic congestion. If adequate 
parking facilities could be provided at the airport and if time in route were more pre
dictable and less sensitive to traffic congestion, the automobile would continue to be 
viewed as the most desirable mode of airport access because of the wide diversity of 
trip origins and automobile convenience. 

In comparison, the rail transit vehicle offers other advantages. Its advantages are 
that it is less sensitive to time delays and that it can haul a greater number of people 
over a facility of similar size to that of a highway. Because it is not sensitive to high
way congestion during peak traffic hours it may make better time in route. The rider 
also does not have the problem of parking in congested areas. Finally, it offers a gen
erally much lower cost for the service compared to the total operating and parking costs 
of automobiles, taxi fares, or rental car services. 

Its major disadvantage is that it is a fixed-route system, which requires high popu
lation densities in order to provide sufficient demand to economically justify investment 
and operating expenditures. It has fixed schedules r-~ th~r than a demand-actuated oper
ation. However, the departure times may be varied according to the level of demand 
instead of a fixed-time spacing. Although fixed-time scheduling is more predictable for 
the rider, it has high operational costs. The problem with demand scheduling is the 
lack of service in off-peak hours. Because it is a fixed-route system, stations may be 
remote from the ultimate destination of passengers who may require taxis or automobiles 
to reach their final destination. Likewise, because of route limitations, multiple trans
fers in route may be required. 

Unless the rail system to the airport is a totally separate entity or uses separate 
cars on common facilities, airport passengers will have to compete with other users of 
the transit system. The airport fraveler may have the additional burden of canying 
baggage. Even if there is special provision for handling baggage on the mass transit 
system, the bag-carrying passenger will have problems of loss and pilferage, transfers 
on the system, and difficulties in crowds. If the transit system is run on the basis of 
volume of demand, it is difficult for passengers to know schedules in order to plan their 
trips. 

The a irline traveler constitutes frequently less than one-third of the total traffic to 
an airport. The majority of the people who work at an airport live relatively close to 
the facility, and demand studies would have to be made to determine the justification 
of additional transit systems between home and work to determine if special rail services 
for this segment of airport traffic is economically feasible. 
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PRICING OF AIRPORT ACCESS 

Unless we are going to prevent people from driving their cars to the airport and force 
them to use mass transit facilities by government regulation, the principal inducement 
for using mass transit will be the price differential between transit and one of the forms 
of automobile transportation. The greater the differential is, logically, the greater the 
use of transit. 

In today's political and social climate, it is not reasonable to believe that government 
could win support of the concept of prohibiting the use of the automobile for access to 
airports. The air transportation industry would be severely affected by such a prohib
itive program, and it would not gain substantial voter support. The problems in trying 
to prevent automobiles from coming to the airport and substituting mass transit are the 
same as those involved in prohibition of automobiles in central business districts. 

The price differential between transit and automobile access to airports will have to 
be based primarily on the sensitivity of demand. Another problem in pricing mass 
transit is that transit prices are based on a per-user charge, whereas automobiles and 
frequently taxi charges are based on the price per trip regardless of the number of 
riders. 

POTENTIAL APPLICATIONS OF RAIL TRANSIT TO AIRPORTS 

The potential application of rail access to airports is extremely limited in the United 
States. There are currently about 523 points served by scheduled airlines. Of the total 
commercial airline passengers, 45 percent are enplaned at 10 cities and 96 percent are 
enplaned at 142 cities(l). By way of comparison, there are over 200 metropolitan 
areas in the United States with populations over 50,000 people. This means that there 
are relatively few cities that have the density of population and airport usage to warrant 
consideration of rail access . When New York City, with its high core density and high 
airport usage, forecasts a rail mass transit directional peak ridership of only 2,500 
people, the feasibility of rail access even in terms of an additional spur to existing 
trackage is remote for the vast majority of cities. 

BUS TRANSIT TO AIRPORTS AND DOWNTOWN TERMINALS 

Another alternative to rail transit to airports is special separate high-speed busways 
from the airport to a downtown terminal. The proposal for such a special busway for 
the new Kansas City International Airport was discussed at the conference. The pri
mary value of such a separate express busway system is that it is not impeded by peak
hour traffic congestion as are buses using local street and highway networks. The 
buses may operate at speeds equivalent to those of rail transit and thus make substantial re
ductions in ground transportation time . Bus systems also provide greater reliability 
for remote airline passenger check-in. 

Many of the aspects of a special busway system are similar to those of rail transit. 
It is designed primarily as a device for handling peak-hour airline passenger traffic 
during periods of high traffic congestion. Although airport employees may use the system, 
its primary justification is for expediting airline passenger travel. Airport buses would 
be specially designed to accommodate the airline traveler and his baggage. The regular 
buses for transporting airport employees and high-speed mail trucks might also use 
such a system. 

A number of systems are possible for distributing passengers to a downtown terminus 
using the exclusive bus way. One is the construction of a terminal at the end of the facility, 
which will perform the functions of passenger check-in, baggage handling, and automobile 
and transit interchange. The terminal can provide facilities for collector buses and 
transit systems as well as limited parking space. The passenger may enter the terminal, 
check his bags, and board a bus that will take him directly to the airport and to his air
line terminal. By utilizing this check-in service, the traveler may reduce anxiety over 
missing his flight at the airport or further concern with his baggage. However, there 
are a number of problems in utilizing satellite facilities that are causing airlines to 
review their willingness to underwrite such activities. Baggage not delivered directly 
to the airline passenger at the airport terminal must be re-sorted and forwarded to the 
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downtown satellite terminal. This multiple handling of baggage may cause passenger 
delay and increase the loss of baggage. Likewise, if airline passengers do use the remote 
terminal check-in facilities, they must be assured that once they have checked in they will 
not miss the scheduled departure time. Therefore, aircraft departure times will be con
tingent on the ability of the transit operators to maintain the bus service on schedule. 

Because of the problems of baggage handling and potential delays caused by urban 
traffic congestion, the alternative of having multiple urban satellite terminals with col
lector buses feeding into a central terminal at the end of the exclusive busway or into 
the airport via the busway does not appear to be feasible. The regular bus system in
terconnecting at the terminal will have to be used as the distributor system. If it is to 
divert a substantial number of automobile users, there will have to be adequate parking 
facilities within walking distance of the downtown terminal check-in point. 

Acquiring the necessary right-of-way will be one of the problems encountered in de
veloping these exclusive bus lanes. It is becoming increasingly difficult to develop 
freeways that are heavily used by all segments of the population. It will be even more 
difficult to relocate people for special rights-of-way for air travelers, who are still a 
special minority of the total population. 

Another mass transit alternative is the development of a satellite transit terminal in 
the central business district that relies on bus connections to the airport using existing 
city streets and freeways. The terminal would act as an intermodal transfer point col
lecting airline travelers and airport employees from other mass transit systems or 
from private automobiles or taxis. Such a system would result in the least disruption 
and relocation of the community and would require the least investment cost. However, 
it has the limitations of being subject to congestion delays on local streets and losing 
its reliability for connection with specific airline flights. Its principal advantage is that 
it may reduce the necessity for private automobile parking at airports and reduce air
port vehicular traffic congestion. 

PASSENGER PROBLEMS WITH TRANSIT SYSTEMS TO AIRPORTS 

The three principal problems involved with airline passengers' use of transit systems 
are (a) walking distance requirements; (b) baggage handling needs; and (c) knowledge of 
the transit system. 

Probably the greatest deterrent to the use of transit as a means of airport access is 
the number of transfers involved in using the system. The automobile driven to an air
port provides the airline passenger with the maximum comfort, minimum walk, and 
least anxiety compared with transit. If an air passenger uses transit where transfers 
are required, there is the danger of getting lost on the system, losing baggage, having 
to wait because of transfers, having to waik <.:urn,iderable distances carrying liaggage, 
finding inadequate seating and baggage-handling facilities on the transit vehicle, and 
losing time because of baggage handling and entering and exiting the vehicle. If mass 
transit facilities are to be utilized for airport access, every effort will have to be made 
to minimize the transfer requirements, to facilitate the comfort and reliability of the 
system, and to make it attractive in comparison with automobile access. 

In comparison to other needs for limited public funds, the importance of improving 
airport access for airline travelers has a comparatively low priority. Therefore, the 
air transportation industry is beginning to look to other alternatives to assist in solving 
the problem of ground access to airports and airport congestion problems. V/STOL 
aircraft and satellite airports that are less disruptive to the urban community and that 
can be financed through user charges are receiving increased attention. 

The problem of ground access to airports has received considerable attention during 
the past few years. A balanced transportation system of both private vehicles and public 
transportation is required. Balancing the system will have to be according to public 
demand, cost and benefits of alternative systems, and the impact that such transporta
tion systems will have on the urban environment. 
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