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AIRPORT COOPERATIVE RESEARCH PROGRAM

Airports are vital national resources. They serve a key role in trans-
portation of people and goods and in regional, national, and inter-
national commerce. They are where the nation’s aviation system
connects with other modes of transportation and where federal respon-
sibility for managing and regulating air traffic operations intersects
with the role of state and local governments that own and operate most
airports. Research is necessary to solve common operating problems,
to adapt appropriate new technologies from other industries, and to
introduce innovations into the airport industry. The Airport Coopera-
tive Research Program (ACRP) serves as one of the principal means by
which the airport industry can develop innovative near-term solutions
to meet demands placed on it.

The need for ACRP was identified in TRB Special Report 272: Airport
Research Needs: Cooperative Solutions in 2003, based on a study spon-
sored by the Federal Aviation Administration (FAA). The ACRP carries
out applied research on problems that are shared by airport operating
agencies and are not being adequately addressed by existing federal
research programs. It is modeled after the successful National Coopera-
tive Highway Research Program and Transit Cooperative Research Pro-
gram. The ACRP undertakes research and other technical activities in a
variety of airport subject areas, including design, construction, mainte-
nance, operations, safety, security, policy, planning, human resources,
and administration. The ACRP provides a forum where airport opera-
tors can cooperatively address common operational problems.

The ACRP was authorized in December 2003 as part of the Vision
100-Century of Aviation Reauthorization Act. The primary partici-
pants in the ACRP are (1) an independent governing board, the ACRP
Oversight Committee (AOC), appointed by the Secretary of the U.S.
Department of Transportation with representation from airport oper-
ating agencies, other stakeholders, and relevant industry organizations
such as the Airports Council International-North America (ACI-NA),
the American Association of Airport Executives (AAAE), the National
Association of State Aviation Officials (NASAQO), and the Air Transport
Association (ATA) as vital links to the airport community; (2) the TRB
as program manager and secretariat for the governing board; and
(3) the FAA as program sponsor. In October 2005, the FAA executed a
contract with the National Academies formally initiating the program.

The ACRP benefits from the cooperation and participation of airport
professionals, air carriers, shippers, state and local government officials,
equipment and service suppliers, other airport users, and research orga-
nizations. Each of these participants has different interests and respon-
sibilities, and each is an integral part of this cooperative research effort.

Research problem statements for the ACRP are solicited periodically
but may be submitted to the TRB by anyone at any time. It is the
responsibility of the AOC to formulate the research program by iden-
tifying the highest priority projects and defining funding levels and
expected products.

Once selected, each ACRP project is assigned to an expert panel,
appointed by the TRB. Panels include experienced practitioners and
research specialists; heavy emphasis is placed on including airport pro-
fessionals, the intended users of the research products. The panels pre-
pare project statements (requests for proposals), select contractors, and
provide technical guidance and counsel throughout the life of the
project. The process for developing research problem statements and
selecting research agencies has been used by TRB in managing cooper-
ative research programs since 1962. As in other TRB activities, ACRP
project panels serve voluntarily without compensation.

Primary emphasis is placed on disseminating ACRP results to the
intended end-users of the research: airport operating agencies, service
providers, and suppliers. The ACRP produces a series of research
reports for use by airport operators, local agencies, the FAA, and other
interested parties, and industry associations may arrange for work-
shops, training aids, field visits, and other activities to ensure that
results are implemented by airport-industry practitioners.
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FOREWORD

By Theresia H. Schatz
Staff Officer
Transportation Research Board

ACRP Report 33: Guidebook for Developing and Managing Airport Contracts provides
an intuitive, easy-to-use guidebook of best practices for developing, soliciting, and manag-
ing airport agreements and contracts for use by a variety of airports. This report responds
to the need for a single resource for examples of current airport best practices in preparing
and administering agreements. The agreements referenced in this guidebook range from
airline-related agreements to communication and utility service as well as common-use,
ground transportation, and concessions agreements for a variety of passenger services. An
accompanying CD-ROM provides sample agreements in each of these areas.

This report will be useful for administrators; finance, properties and contract services staff
at airports of all sizes; and other stakeholders involved in dealing with a variety of airport
agreements and contracts.

Airport operators are responsible for developing and managing a wide variety of aero-
nautical and non-aeronautical agreements. These include, but are not limited to, agreements
for airport use (both airline and non-airline), design and construction, commercial devel-
opment, commercial operations, management, intergovernmental relations, real estate,
maintenance and operations of buildings and grounds, utilities, administrative services,
military use, airport “through-the-fence” operations, common-use facilities, ground trans-
portation, and concessions for a variety of passenger services (i.e., rental car, parking, and
retail/food/beverage). In addition, with the constantly changing environment in the airline
industry, airports are becoming more responsible for services and programs that were
traditionally the responsibility of the airlines.

While large airports typically have full-time professional property- or business-management
offices to oversee the development, solicitation, award, administration, and overall management
of these contracts, many medium and small air carrier airports as well as many general
aviation airports do not. At these airports, the staff responsible for contracts may have other
responsibilities in addition to administering these airport agreements and are often not
aware of evolving trends or best practices for airports.

It is difficult to obtain templates for specific kinds of agreements and time-consuming to
learn proven techniques for administering airport agreements. However, within the airport
industry, several airports have developed and implemented creative programs. Other airports
can benefit from their experience and example. In addition, the operators of overseas airports
have developed and implemented contract procedures that are not widely known in the
United States. To obtain copies of agreements that represent “best practices,” airport operators
were required to contact their peers individually, as there was no clearinghouse or easily
accessible source for these documents. This report provides a consolidated location for such
information. This research effort was conducted by HNTB under ACRP Project 01-02.
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CHAPTER 1

Airline Agreements

Airline agreements have undergone significant changes in many areas in recent years. These
changes are in part due to changes in Federal regulations regarding use of space and calculation of
rentals and fees for use of the airport, changes in the way airlines do business, economic impacts
(e.g., airline bankruptcies and hub closures) and other significant regulatory, operational and eco-
nomic impacts. Trends have emerged and continue to emerge on issues driving the way airports and
airlines operate and relate to each other. Airports and airlines continue to attempt to cover those
emerging issues and trends in their airport/airline agreements, primarily through the major agree-
ment governing the airlines’ operations at the airport, commonly referred to as the Airline Use and
Lease Agreement or Signatory Airline Lease and Operating Agreement.

Key airline agreement provisions are as follows:

e Length of term

e Control of space

¢ Loading bridge ownership and maintenance

e Ability to accommodate new entrants and growing incumbents
o Affiliate definition and treatment

e Treatment of alliances

e Vacancy risk

e Privileges granted

¢ Defined obligations

e Maintenance, repair, and janitorial

e Reporting of activity

e Form and amount of payment security

e Insurance

e Assignments and subletting

e Handling agreements

e Rate making

e Billing, payments, and adjustments

e Aviation security

e MII approval for capital projects; formula for MII calculation
e Bankruptcy provisions

1.1 Length of Term

The strong trend in this area is for shorter term agreements. Gone are the days of the 20- or
30-year agreements that airports (and the financial markets) believed were required to support
bonds used to construct terminal and airfield facilities. Airports have discovered that they can still
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sell bonds without long-term leases. The most common lease term in the industry today is 5 years.
This is tied in part to the PFC requirement that leases for exclusive space can be no greater than
five years. In addition, as monumental changes take place in the airline industry (e.g., bankrupt-
cies, mergers, and hub closures) and the overall fluid airline economic picture, airports prefer the
greater flexibility of the shorter term (in addition to other flexibilities in the agreements).

Some airports have created even greater flexibility by including option terms in the agreement,
either airport unilateral or by mutual agreement.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PDX Airline Agreement for provisions regarding the extension of the agreement by
mutual agreement.

1.2 Control of Space

A strong trend in airline agreements is for the airport to have greater control over its facili-
ties. This is driven by (1) needs and requirements to maximize use of facilities, (2) an affirmative
obligation imposed by federal statute requiring airports to accommodate all carriers desiring to
operate at their airports; and (3) a desire to minimize costs that result from the construction of new
facilities and overall good husbandry of airport resources.

To increase their control, airports are shifting from exclusive-use premises to preferential and
common/joint-use premises. There are a multitude of combinations of these constructs which in
turn are driven by existing and projected airline activity, current space and planned construction
of additional space, historical anomalies, and the existence of a hub or heavily dominant carrier,
and other airport-specific drivers.

The general trend is for ticket counter and airline ticket office (ATO) space to be designated
preferential space. This gives the airport flexibility in accommodating changing dynamics. How-
ever, based on the particular circumstances, airports continue to lease ticket counters and ATO
space on an exclusive basis. This is motivated by availability of this type of space and airline con-
cerns about proprietary functions, labor agreements and security (e.g., ticket stock and check out
procedures). Every airport must customize its own requirements.

Gates (which include holdrooms, loading bridges, and apron parking) are most frequently leased
on a preferential or common-use basis. In addition, many airports have utilization requirements
related to the ability to lease a preferential gate.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL and BWT Airline Agreements for provisions regarding minimum gate utilization
requirements.

Many airports strive to have a combination of preferential-use gates (the majority of gates)
and common-use gates to create flexibility to accommodate new entrants and increased flight
activity by incumbent carriers.

Baggage claim and tug roadway space is most commonly leased on common/joint-use basis,
the notable exceptions being unit terminals or special facilities. The most frequently used formula
for allocation of costs in these areas is a 20/80 formula (20% based on number of carriers and 80%
based on deplaned passengers), however, many airports use a 10/90 formula. Generally, the air-
ports do not have a strong preference for any one formula; the decision is frequently driven by the
airlines’ preference.

One issue that has been largely resolved is how to count deplaned passengers (i.e., total deplaned
passengers versus deplaned destination passengers). The strong trend is for deplaned passengers
to be defined as deplaned destination passengers for purposes of calculating the airlines’ rela-
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tive share of the 80% (or 90%). The basis of this is logic and equity—deplaning connecting pas-
sengers do not use the baggage claim area.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL Airline Agreements for a definition of deplaned destination passenger.

Outbound baggage makeup space has changed character with the advent of baggage security
requirements. This space was historically more commonly designated exclusive or preferential.
With the advent of TSA-mandated baggage screening, this space in many airports has converted
to nonairline space used by TSA. Under current regulations, airports cannot charge the TSA for
the space but can charge for electric and other utilities and janitorial costs. The same change has
taken place with security checkpoints. Once commonly designated common-use airline space, the
security checkpoint is now TSA space with rental costs not recoverable, but utilities and janitor-
ial costs billable to the TSA.

Other types of space such as ATO and operations areas are variously classified as exclusive or
preferential. This determination is frequently driven by the availability of vacant space. VIP rooms
are generally classified as exclusive-use space.

For additional discussion of space control and accommodation, please refer to Section 1.4.

1.3 Loading Bridge Ownership and Maintenance

The trend is clearly a transition to airport ownership ofloading bridges. This trend ties with
the correlative trend to preferential use and common-use gates. Airport ownership of the bridges
enables the airport to more easily reassign space or implement accommodation and other
shared-use arrangements on gates.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL Airline Agreement for stating the long-term policy to own all passenger loading
bridges.

In many airports there has been a mixed ownership of loading bridges. Many airports have a
program to transition to full ownership via purchase of airline-owned bridges, airport replace-
ment of airline-owned bridges whose useful life has expired, and airport purchase of bridges for
newly constructed gates.

Maintenance of loading bridges varies considerably among airports, even those that own the
bridges. Some airports own and maintain all bridges regardless of ownership (CLT); some require
the airlines to maintain both airline and airport-owned bridges (IAD and DCA, STL). In others the
maintenance responsibility is determined by ownership (PDX, BWI). The maintenance responsi-
bility is a negotiated term driven by each airport’s respective preference for control of maintenance
standards, transfer of financial responsibility, staff availability, and other individual determinants.
Even where airlines maintain the bridges, airports can include language in the airline lease agree-
ment that controls the maintenance that airlines perform on bridges.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL Airline Agreement for provisions regarding airlines’ maintenance ofloading bridges.

1.4 Ability to Accommodate New Entrants
and Growing Incumbents

Airports’ desire to control the use of their facilities to accommodate new entrants and
growing incumbents has become a preeminent focus of airport sponsors and is a major ele-
ment of airline agreement negotiations. There are virtually as many methods of accomplishing

Airline Agreements
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this goal as there are airports. However many common themes and goals can be identified in this
critical area.

As indicated above, most airline agreements entered into in the last 10 years have classified
gate areas (including holdrooms, loading bridges, and aircraft parking apron) as preferential-
or common-use space. Example airports include AUS, BWI, PDX, PHL, SEA, SLC and STL.

Moreover, with the exception of PDX, all of the above listed airports also classify ticket counter
as preferential-use space. PDX has a combination of exclusive-, preferential-, and common-use
ticket counters with the obvious first choice for accommodation purposes being vacant or common-
use space. However, PDX has detailed provisions for the accommodation of requesting carriers
in exclusive- or preferential-use space if none is made available by the existing signatory carriers
upon request, including the right to take back underutilized premises.

Virtually all recent airline agreements contain language requiring accommodation of request-
ing airlines. These accommodation provisions are generally detailed and comprehensive and are
customized for each airport’s particular circumstances.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PDX, AUS, BWI, MWAA, and STL Airline Agreements for provisions regarding accom-
modation of other airlines.

1.5 Affiliate Definition and Treatment

Most airline lease agreements contain definitions of airline affiliates and provisions address-
ing the treatment of affiliates regarding benefits and restrictions. Affiliate definitions generally
include requirements that the affiliate be operating under a code share arrangement (or IATA flight
designator code) or is the parent or subsidiary of a signatory airline and is not selling seats in its
own name.

Most agreements require that the affiliate execute a nonsignatory operating agreement. The
PDX agreement requires that the signatory carrier pay all rents due from the affiliate and file all
activity reports on behalf of the affiliate. The PDX agreement also states that the affiliate’s activity
will count toward the signatory carrier’s activity, revenue sharing, and MII weight. Conversely, the
BWI agreement specifies that the affiliates activities and revenues are not counted for purposes of
an MII. Some agreements, such as the one for STL, require the signatory to pay the affiliate’s rents
and other fees if the affiliate defaults in payment.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PDX, BWI, STL, and AUS Airline Agreements for provisions regarding definition and
treatment of affiliates.

Generally, the benefits accruing to an affiliate include waiver of an equal share of the 20%
cost of common-use baggage areas and a waiver of a ground handling fee for handling by the
signatory carrier.

1.6 Treatment of Alliances

Many airport agreements do not contain any language regarding alliances. When alliances are
addressed either directly or indirectly by exclusionary language, it is generally to differentiate or
exclude an alliance from the definition of affiliate. This applies to what are commonly referred to
as “code share alliances” such as those created by the formation of the worldwide alliances (e.g.,
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Sky Team and Star Alliance). Some agreements contain a specific reference to the code share rela-
tionship by including a definition of “Partner” to cover the method of counting the code share
carrier’s operations for purposes of gate allocations.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL Airline Agreement for provisions regarding definition and treatment of alliance
partners.

1.7 Vacancy Risk

Vacancy risk is becoming of increasing importance to airports as airlines adjust space needs
due to mergers and economic vagaries. Airport agreements address the risk of space vacancy in
several ways. Residual agreements cover the risk of vacant space via the methodology of calcu-
lating rates by netting revenues from expenses and then dividing the net by an airline-leased
space denominator. Compensatory and commercial compensatory agreements generally do not
recover vacancy costs because the denominator used in calculating rates is leasable space and the
airport thereby bears the risk of unleased space. One way that airports can mitigate vacancy
risk is to create an additional weighted space category and allocate fewer operating and
maintenance expenses to that space category given that vacant space does not require as
much O&M costs.

1.8 Privileges Granted

Most airline agreements have lengthy and detailed descriptions of the privileges granted to the
signatory. These include the right to operate its flights, repair aircraft, sell tickets, train personnel,
purchase fuel, service equipment, operate radio and other communications, sell or exchange
equipment and products, operate VIP clubs, handle or be handled by other airlines or entities,
and prepare and distribute food and beverages (with limitations). There is normally a blanket
statement preceding the specific delineation of privileges that grants the airline the right to oper-
ate its air transportation business at the airport followed by a caveat that nothing be construed as
granting airline the right to operate a business separate from the operation of the air transporta-
tion business.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the STL, MWAA, PDX, PIT, and BWT Airline Agreements for provisions regarding the rights
granted to airlines for operations at the respective airport.

Most agreements exclude certain activities from airline rights and privileges. These prohibitions
often include the right to

e Sell food and beverages in the airport, except in VIP rooms. (The sale in VIP rooms is commonly
restricted to food provided by a vendor having a contract with the airport. The same source
restriction generally applies to food purchased for sale onboard aircraft.)

e Install pay phones.

e Install internet or wireless connectivity. (However, there is a trend toward permitting such
installation in exclusive space.)

e Land aircraft that exceed the design strength/capacity of the airport.

e Install cash machines.

e Install advertising.

¢ Enter into any agreement with any entity providing goods and services that does not have an
agreement with the airport.

Airline Agreements
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1.9 Defined Obligations

Airline agreements tend to have general provisions requiring the airport to operate and maintain
the airport in a first class (or other descriptive term) and businesslike manner. There is normally a
correlative obligation by the airline to operate its air transportation business prudently so as not to
interfere with any other user’s operations or those of the airport. In addition to these blanket state-
ments, many agreements specifically delineate the airport’s and airline’s respective obligations.
There is a trend away from affirmative fiscal obligations by the airport to obtain the maximum
amount of federal and state grants and to maximize concession revenue and other income.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PIT Airline Agreement for provisions regarding the obligations and responsibilities of the
airport authority with respect to airport operations including operation and maintenance of facil-
ities, security, maximization of concession revenues, obtaining uniform compliance by all tenants,
and charges to non-signatory airlines. Also see CRP-CD-81 for excerpts from the MWAA Airline
Agreement for provisions regarding the responsibilities of the airlines with respect to maintenance
of facilities and supervision of personnel.

1.10 Maintenance, Repair, and Janitorial

A general trend in agreements is a division of responsibilities between airports and airlines, based
on the leased status of the space and the character of the space or area. Virtually all agreements
require the airport to maintain the structure, roof, exterior, and utility systems up to the tenant’s
dedicated lines. The airport generally is responsible for all maintenance, repair, and cleaning of
public and common-use areas. There tends to be great diversity among airports regarding the
maintenance, repair, and janitorial services in airline-leased areas. The greater number of agree-
ments places this responsibility on the airlines in preferential- and exclusive-use space. However
some airports assume all maintenance, repair, and janitorial services for all airline areas in the ter-
minal and ramp and charge it to the airlines in the rates and charges. Each airport addresses this
area based on its overall philosophy, historical division of responsibility, preference for control of
the services, availability of staff, and financial considerations.

Most agreements have a narrative in the body of the agreement that describes the services in
more general terms and a support supplement in an exhibit that presents details in a matrix of
maintenance, repair, janitorial, and utility responsibilities in specified areas.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the AUS, MWAA, PDX, SEA, and BWT Airline Agreements for provisions and matrices out-
lining the allocation of responsibilities for maintenance of facilities and a sample RFP from AUS.

1.11 Reporting of Activity

Airline agreements generally have specific provisions outlining the methods of reporting vari-
ous airline activities. The requirements vary depending on the type of activity:

¢ Projections. Most agreements require the airlines to provide a projection of landed weight for
the next fiscal year in order to calculate estimated landing fees and sometimes common use
charges. The time period is generally 90 to 120 days prior to the expiration of the current fiscal
year.

e Actual activity. Most agreements require airlines to report their variable activity, including
landed weight and passenger activity within a specified period of time after the end of the pre-
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vious month. The time period generally varies between 5 and 15 days; however, there is a trend
toward requiring the submission of reports within 5 days of the previous month’s end.

Most airports require airlines to include the passenger activity of affiliates in their passenger
activity reports. Most airports permit the affiliate to file their own landed weight report. This
will depend on the agreement’s language regarding the treatment of affiliates (see Section 1.5).

Most agreements specify the format of the reports to be submitted and provide the form as an
exhibit to the agreement. The report can be submitted either as a hard copy or electronically via
email. However, there is a trend in the industry, as technology expands, to require reporting air-
line activity via an airport-proprietary electronic system. Many airports have or are considering
new electronic systems for activity reporting.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PDX, STL, and SEA Airline Agreements for provisions regarding activity reports and
information to be provided by airlines.

1.12 Form and Amount of Payment Security
Airline agreements generally take one of four approaches to the issue of payment security:

e No payment security is required in the agreement. These agreements do not specifically waive
the requirement, but rather are silent on the subject. This exclusion would be found in a resid-
ual agreement where the airport can recover the bad debt through the rates charged to other
airlines. For this reason, frequently in an airport/airline negotiation, the more financially sta-
ble airlines would request a payment security provision in order to minimize their risk of pay-
ing the costs of a bankrupt or defaulting airline.

e An absolute payment security is required. These agreements have a requirement for payment
security from the airline regardless of the airline’s payment history or good standing status.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the SEA Airline Agreement for provisions regarding the security deposit requirements.

e There is a slight variation on this approach in some airports where the rate making method-
ology is different in the various cost centers. For example, BWI requires payment security in
compensatory cost centers only (terminal and loading bridges).

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the BWI Airline Agreement for provisions regarding performance bond requirements.
¢ A form of payment security is required if the airline has not previously served the airport, has
not served the airport for a specified period of time (ranges from 12 to 24 months) or has been
late in making required payments.
See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the PDX, PIT, and MWAA Airline Agreements for provisions regarding security deposits
to be provided by airlines.

The form of payment security is generally specified as a performance or contract bond or a
letter of credit, with general language allowing any other form approved by the airport. Some
airports accept cash deposits but that is uncommon.

The amount of the payment security is generally 3 to 4 months’ of rents, other charges, and
landing fees. Some agreements require the bond amount to be updated annually or upon an
increase in an airline’s fees or if the security is depleted. Many agreements do not require the air-
port to escrow or pay interest on the payment security; others specifically exclude that require-
ment, as also evidenced in the SEA agreement.

Airline Agreements
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1.13 Insurance

Airport and airline insurance requirements are addressed in the following sections.

1.13.1 Airport Insurance

A recent 2007 ACI/NA Airport Operating/Use Agreement Insurance Requirements-Bench-
marking Survey (ACI Survey) revealed that only 44% of the airports that responded had airline
agreements that contained language requiring the airport to carry property insurance and only
35% required airport liability insurance. Of the airports that responded that the insurance was
required, most indicated that a limit was not specified. When a limit was indicated, it was gener-
ally replacement value.

See CRP-CD-81 (enclosed herein), Appendix to Chapter 1, Airline Agreements, for excerpts
from the MWAA Agreement for provisions regarding the authority’s insurance obligations.

As demonstrated by the lack of airport insurance requirements, it appears to be generally
assumed by airlines that the airports carry appropriate insurance coverage. This may change in the
future, due to a perception of enhanced risk, with airlines insisting on documentation of the air-
port’s coverage of the airlines’ insurable interests in the airport.

1.13.2 Airline Insurance

Many older airline agreements contain language no longer used in the insurance industry.
Examples of this include the terms “comprehensive general liability insurance” and “broad form
property endorsement.” Airports should consult with an insurance advisor when drafting a new
or amended airline agreement to make sure that both the language and coverage limits are
updated.

Few airports require no insurance coverage. Airports that require coverage have significantly
different requirements regarding types of insurance, coverage limits, and policy requirements.

Types of Insurance

Most airports require airline general liability insurance that covers all ground operations and
all airport premises and includes products/completed operations and personal injury. Some
general airline liability requirements in the agreements also include coverage for aircraft fueling
and environmental/pollution liability. Few require terrorism/war coverage. Most airline agree-
ments re