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TRANSIT COOPERATIVE RESEARCH PROGRAM

The nation’s growth and the need to meet mobility,
environmental, and energy objectives place demands on public
transit systems. Current systems, some of which are old and in need
of upgrading, must expand service area, increase service frequency,
and improve efficiency to serve these demands. Research is
necessary to solve operating problems, to adapt appropriate new
technologies from other industries, and to introduce innovationsinto
the transit industry. The Transit Cooperative Research Program
(TCRP) serves as one of the principal means by which the transit
industry can develop innovative near-term solutions to meet
demands placed on it.

The need for TCRP was originaly identified in TRB Special
Report 213—Research for Public Transit: New Directions,
published in 1987 and based on astudy sponsored by the Urban Mass
Transportation Administration—now the Federal Transit Admin-
igtration (FTA). A report by the American Public Transportation
Association (APTA), Transportation 2000, also recognized the need
for local, problem-solving research. TCRP, modeled after the
longstanding and successful National Cooperative Highway
Research Program, undertakes research and other technical activities
in response to the needs of transit service providers. The scope of
TCRP includes a variety of transit research fields including plan-
ning, service configuration, equipment, facilities, operations, human
resources, maintenance, policy, and administrative practices.

TCRP was established under FTA sponsorship in July 1992.
Proposed by the U.S. Department of Transportation, TCRP was
authorized as part of the Intermodal Surface Transportation
Efficiency Act of 1991 (ISTEA). On May 13, 1992, amemorandum
agreement outlining TCRP operating procedures was executed by
the three cooperating organizations: FTA; the National Academies,
acting through the Transportation Research Board (TRB); and
the Transit Development Corporation, Inc. (TDC), a nonprofit
educational and research organization established by APTA.
TDC isresponsiblefor forming theindependent governing board,
designated as the TCRP Oversight and Project Selection (TOPS)
Committee.

Research problem statementsfor TCRP are solicited periodically
but may be submitted to TRB by anyone at any time. It is the
responsibility of the TOPS Committee to formulate the research
program by identifying the highest priority projects. As part of the
evaluation, the TOPS Committee defines funding levels and
expected products.

Once selected, each project is assigned to an expert panel,
appointed by the Transportation Research Board. The panels prepare
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
cooperative research programs since 1962. As in other TRB activ-
ities, TCRP project panels serve voluntarily without compensation.

Because research cannot have the desired impact if products fail
to reach the intended audience, special emphasis is placed on
disseminating TCRP results to the intended end users of the
research: transit agencies, service providers, and suppliers. TRB
provides a series of research reports, syntheses of transit practice,
and other supporting material developed by TCRP research. APTA
will arrange for workshops, training aids, field visits, and other
activities to ensure that results are implemented by urban and rural
transit industry practitioners.

The TCRP provides a forum where transit agencies can
cooperatively address common operationa problems. The TCRP
results support and complement other ongoing transit research and
training programs.
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FOREWORD

By Dianne S. Schwager
Saff Officer
Transportation Research
Board

This report will be of interest to individuas involved in planning and implementing
improved public transportation access to large airports. The report presents the results of
the second phase of atwo-part research effort. Theresults of thefirst phase of the research
were published as TCRP Report 62: Improving Public Transportation Access to Large
Airports. The two reports provide considerable information and practical guidance.

Under TCRP Project B-18A, “Strategies for Improving Public Transportation
Accessto Large Airports,” the research team of Leigh Fisher Associates, Matthew A.
Coogan, and MarketSense prepared the report. In responseto the project objective, the
researchers identified strategies to improve public transportation access to large air-
ports through market-based planning and improved management of ground access to
airports.

TCRP Report 83: Strategiesfor Improving Public Transportation Accessto Large
Airports provides practical information on how to plan and improve public trans-
portation accessto large airports. Chapter 1 provides background on why this study is
important at this time, which is because congestion at large airports continues to
increase. Chapters 2, 3, and 4 present aspects of a market-based approach to planning
ground access services to airports. Specifically, Chapter 2 presents the results of
research on the characteristics of public ground transportation use to large U.S. air-
ports and describes the market environment in which these services operate. Chapter
3 examines the influence of demographic segmentation on the propensity to choose
public mode services to access airports, both in Europe and the United States. Chap-
ter 4 describes waysto increase the use of public transportation servicesfor work trips
by employees who work at airports.

Chapters 5, 6, and 7 examine management strategies for improving the quality
of public transportation services to large airports. Chapter 5 focuses on business
arrangements, such as open and exclusive agreements with transportation operators,
that effect the day-to-day operations of passenger ground transportation at airports.
Chapter 6 reviews avariety of strategiesfor accommodating baggage carried by trav-
elersen routeto and from airports, set in the context of increased priority for the secu-
rity of transportation operations. Chapter 7 examines new and evolving information
technology intended to provide intermodal information and ticketing options to air
travelers.

Chapter 8 integrates the entire report. This chapter summarizes key elements of the
previous seven chapters and presents a guidebook for a market-based strategy for
improving public transportation access to large airports. The six-step process outlined
in the guidebook includes (1) establishing public policy goals, (2) undertaking a pro-
gram for data gathering and system monitoring, (3) understanding the marketsrevealed
and their relationship to candidate solutions, (4) designing a program of services and



strategies, (5) managing the airport to encourage higher-occupancy-vehicle use for
ground access to airports, and (6) getting the word out. The report identifies additional
research opportunities associated with each of these areas.

An important conclusion presented in the report is that strong leadership, often
within airport management, and a willingness to spend the needed money are generally
both required to improve public transportation ground access to airports.
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STRATEGIES FOR IMPROVING PUBLIC
TRANSPORTATION ACCESS TO LARGE AIRPORTS

SUMMARY OVERVIEW AND REPORT STRUCTURE

This Summary presents a shortened description of the conclusions of TCRP Project
B-18A, which incorporates many of the concepts developed in TCRP Project B-18,
published in 2000 as TCRP Report 62: Improving Public Transportation Accessto Large
Airports (1). The eight chapters reflect four main themes: context; methods; strategies;
and guidance, in the form of a*“ guidebook.”

Context

Chapter 1 puts forth the key reasons for the study and the reasons for a policy inter-
est in the subject of airport ground access services in the United States. It presents a
brief summary of the major data presented in TCRP Report 62, which called for aplan-
ning process based on the reveal ed characteristics of the several submarketswithin each
largeairport’ soverall ground access market. Asit evolved, TCRP Project B-18A focused
more on the understanding of market segments than on the inherent characteristic of
any particular mode or technology.

Methods

Chapters 2, 3, and 4 present the basic method of market research proposed in the
Project B-18 program. Chapter 2 examines the relationship between trip-end density
and the access modes that are supported by a variety of market conditions. Chapter 3
adds the dimension of demographic market segmentation to the previous discussion of
geographic market segmentation. Chapter 4 expands the market research concept to
cover the critically important airport employee market.

Strategies

Chapters 5 and 6 examine strategies to improve the quality of public mode servicesto
large U.S. airports. Chapter 5 defines a series of strategies to better manage the airport,
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particularly for rubber-tired modes. Chapter 6 looks at a series of innovationsfor off-site
airport activities set against the public policy concern for safety and security. Chapter 7
addresses marketing, examining the issues of getting critical information to the market
segments that have been identified and targeted in the market-based planning process.

Guidance

Chapter 8 presents a* guidebook” summary of steps needed to undertake a market-
based planning process to improve public mode access, pulling together information
presented in the first seven chapters of the report. The chapter includes recommenda:
tions for further research.

A glossary of abbreviations, acronyms, and airports cited follows Chapter 8.

Chapter 1: A Planning Process Based on the Needs of the User
Context

Increasingly, transportation managers in the United States are dealing with close
interrelationships between modal services that have historically been seen, and man-
aged, as separate entities. The scale of trip generation at major airportsis of concern to
the regional transportation and environmental manager; the airport manager finds that
strategies for higher-occupancy ground access sol utions have become an accepted pre-
condition to the expansion and better use of the assets of the airport. Across the coun-
try, metropolitan planning organizations are becoming involved in problem solving for
thedifficult issue of public mode airport ground access. The chapter establishes asense
of scale for the amount of travel to airports and to other points of intermodal transfer
on a national scale. The extent to which air travel has become an integral part of the
U.S. travel experienceisdramatic. The American Travel Survey (ATS) describes about
365,000,000 annual total ground access trips to and from U.S. airports in the survey
year, 1995,

Growth

While the extent of growth of major U.S. airportsis clouded by the market reaction
to the events of September 11, 2001, and while any precise forecasts are clearly beyond
the scope of this study, there has been considerable consensus on the scale of growth
expected over time. The International Air Transport Association (IATA), based in
Geneva, believes that while the previous decade saw an increase in overall American
activity at arate of 3.7% per year, the next decade will see growth at 3.9%. While air
passenger activity in the Americastotaled 792 million passengersin 1996, IATA fore-
cast that 1.4 billion passengers would be carried in the year 2011 (2).

Asset Management

Throughout the United States, the provision of improved ground transportation
strategiesis seen as an integral component of plans to increase capacity and efficiency
at major airports. Over the last 2 years (since the publication of TCRP Report 62),
ground access strategies have been advanced in San Francisco, Los Angeles, Miami,
Portland (Oregon), Minneapolis, and Newark and at New York’s JFK airport. New
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combinations of services are being explored in Chicago (both at O’ Hare and Midway)
and at Dallas-Fort Worth, Baltimore-Washington, Seattle, and Dulles Airports.

Market Scale

Chapter 1 shows that the largest number of daily public mode airport access usersin
the United States is to San Francisco International Airport, with about 7,200 riders a
day accessing theairport. Thereiswide variation by airport in this selected sample. The
airport at San Francisco attracts more than five times the public transportation volume
of either New Y ork airport, which each attract some 1,400 public mode users per day.

Airportswith morethan 4,000 passengers choosing public mode servicesexist in San
Francisco, Los Angeles, Chicago (at O’ Hare), and Las Vegas. Thisimpliesthat a peak-
hour volume of between 400 and 800 persons arrive at thesefive large U.S. airportsin
an average peak hour. From the available data, large U.S. airports are experiencing a
wide variety of public mode volumes arriving at the airport, ranging from 100 to
800 per hour.

Mode Selection

For most metropolitan areas, a comprehensive program to improve public mode air-
port ground access services and to raise the overall vehicle-occupancy levels will
require a variety of modes and avariety of operational strategies. Modal technologies
from multiparty taxi sharing to regional rapid transit have all been found to be relevant
to the U.S. experience. For each of these services, the transportation planner must
match the characteristics of the supporting market with the characteristics of the can-
didate mode. In many cases, the capacity of agiven mode, such as express bus service,
has been considered a limiting factor in along-term role of airport ground transporta-
tion. However, invirtually all cases under consideration, the capacity of bus, light rail,
rapidtransit, or commuter isvastly higher than that required for airport rel ated services.
Asdiscussed in Chapter 1, the choice of airport access mode has more to do with pol-
icy decisions made for the rest of the regional transportation system than with any
capacity limitations inherent to any given mode.

Lessons Learned from Project B-18

In the United States, public modes of airport ground access are attaining smaller mar-
ket sharesthan in the rest of the world. The upper ranges of public transportation usein
most U.S. cities appear to be about 10% to 15%, even at airports with rail service. At
only four airports—San Francisco International, Boston-L ogan, Washington’s Reagan
National, and New Orleans—do public mode services capture more than 15% of the air-
port ground access market. And, significantly, the geographic areas experiencing the
greatest growth in airport use lie outside of the traditional central business district. The
datarevealed in Project B-18 clearly showsthat the national debate about airport access
should not focus on the basic “rail versus bus’ decision.

TCRP Report 62 examined successful international systemsin terms of service attri-
butes, most of which are not exclusive to one mode or another. The attributes of good
airport connection, good line-haul connectionsto downtown, good coverage beyond the
downtown, and the need to deal with baggage are all characteristicsof servicesthat could
be supplied with bus or rail. At the conclusion of Project B-18, it became clear to the
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project panel that anew planning process should be devel oped—one that did not focus
on the applicability of any one mode, or even debates about the relative characteris-
tics of modes, but a process in which the service attributes would be developed from
an understanding of the separate needs of the separate submarkets existing for differ-
ent ground access Services.

Chapter 2: Documenting Airport Market Conditions Supportive
of Public Ground Transportation Services

Context

Chapter 2 presents the results of research into patterns of public ground transporta-
tionuseat largeU. S. airportsand describesthe market environment in which these ser-
vices operate. Information from air passenger surveys conducted at 13 airportsis used
to determine where air passengers begin their ground transportation trip to the airport
and which modes they prefer. Public ground transportation servicestypically available
at large airports are organized into three categories and reviewed in detail. The three
categoriesaretraditional busor rail, shared door-to-door vans, and express bus service
from aregional collection point.

Structure

The chapter begins with a review of the terms used in describing airport ground
transportation markets and establishes a standard measure of ground transportation
activity called “trip-end density.” This measure combines the quantitative and geo-
graphic components that describe ground transportation markets and provides away to
compare ground transportation trip activity at different airports.

Based on the data available to this study, 13 large airports are described in terms of
land area and trip-end density. Densities are summarized into four categories and used
to compare the ground access markets at a number of airports. Comparison of airport
ground access markets reveals similaritiesin broad-scale patterns of trip activity. From
this exercise comes the recognition of the primary ground access market—a relatively
small area of an airport’s entire ground transportation service area that generates the
majority of the trips to the airport. The concept of a primary market is borrowed from
the field of marketing geography and is important to understanding the role of various
categories of ground transportation in serving an airport’ sground transportation market.

Findings

Theresearch findingsindicate that each ground transportation service category isasso-
ciated with or supported by aroughly defined range of air passenger activity. Table S-1
has been devel oped based on the empirical evidence available from air passenger sur-
veys. For each public ground transportation mode, Table S-1 lists the size of the pri-
mary market associated with the mode and the number of annualized air passengers
generated from the primary market area.

There is consistency in the range of air passengers supporting the public ground
transportation services reviewed in this study. Express bus service, either from down-
town or from aregional collection point, is dependent upon a market of roughly 1.2 to
1.6 million annual air passengers. Shared door-to-door modes serve geographic areas
generating 2.0 to 4.9 annua air passengers, and rail service is found in areas with
6.6 million to 8.2 million annual air passengers.



TABLE S1 Primary marketsassociated with public
ground transportation services

Size of
Primary Total Annualized
Market for Origin/Destination
Public M ode Air Passengers
Mode (square miles) (two-way trips)
) 6,600,000
Rail/Subway 60-90 8,200,000
Shared Door-to-
Door 60-450 2,000,000-4,900,000
Express Bus
(Regional) 275-550 1,200,000-1,600,000
Express Bus
(Downtown) 4 1,300,000
Multi-Stop Bus 75 1,000,000

Source: MarketSense, based on airport air passenger surveys.

Chapter 3: The Importance of Demographic Segmentation
Structure

Chapter 3 examines the influence of demographic segmentation on the propensity to
choose public mode services, both in Europe and in the United States. From the combi-
nation of Chapters 2 and 3 emerges the observation that geographic segmentation should
be undertaken first, followed by demographic segmentation. Chapter 3 is divided into
four sections:

1. The concepts of demographic and geographic market segmentation are reviewed.

2. Thevariationin mode share by demographic segment isfirst observed for theair-
port market as awhole.

3. The variation in mode share by demographic segment is observed for specific
geographic market areas that have been identified by a process of geographic
segmentation.

4. Therole of the demographic segmentsin the propensity to shift modesin response
to new services is documented.

Context

TCRP Project B-18 has advocated a planning processthat is built up from an under-
standing of the needs of the passenger rather than down from preconceived i deas about
what mode is “best” for airport ground access. There is no “one market” for airport
ground access services, but rather a series of market segments, each of which might
require a separately designed service response. Chapter 3 explores the influence of
demographic variables on the propensity to choose public mode services for these
market segments.

With abasic understanding of the geographic distribution of trip origins and with an
understanding of the modes historically supported by such market concentrations, the
process can further examine each of the targeted market in terms of four demographic
market segments:

1. Resident business,

2. Resident non-business,

3. Non-resident business, and
4. Non-resident non-business.
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The superimposition of the two levels of analysis should provide the analyst with an under-
standing of the scal e of the market in aggregate and of the propensity for various submarkets
to choose to consume the services.

Applying Demographic Segmentation

Chapter 3 examines the public mode shares in three cities, each of which has a
prime market area served by three separate airports. It examines the modal share pat-
terns by market segment for travel from inner London to London’ s three largest air-
ports: Heathrow, Gatwick, and Stansted. It examinesthe same mode-share patternsfrom
central Washington, D.C., to Baltimore-Washington International (BWI), Dulles, and
Reagan National Airports. It examines the mode-share patterns from Manhattan to
LaGuardia, JFK, and Newark Airports. In each case, acommon “prime market area’
has been defined that has significant traffic from all three regional airports. This strat-
ification will allow comparison among public mode-share patterns for services from a
constant origin area to regional airports. Within a given airport, it will alow for the
observation of differencesin mode choice stemming from differencesin the four demo-
graphic segments, for afixed set of geographic assumptions.

Conclusions

Market segmentation by geographic area and by demographic characteristics is a
powerful tool that allows the analyst to understand market conditions on a more dis-
aggregate basis. It allows the comparison of “apples with apples,” which in turn can
reveal pronounced differences in market behavior by parallel market groupsin differ-
ent citiesand in different continents. It allows many variablesto be held constant while
highlighting legitimate differences between target groups.

Most importantly, the application of the two levels of market segmentation allows
the transportation manager to carefully design servicesthat will attract more peopleinto
efficient, higher-occupancy modes for airport ground access. Although there are pro-
found differences in the level of public transportation use between the United States
and Europe, the tools of market research can be profitably used in both situations. Man-
agers from both continents can use these tools to improve their market strategies.

Chapter 4: Improving Public Mode Share for Employees
Structure

Chapter 4 describes ways to improve the public transportation mode share for
employees who work at an airport. The chapter begins with hypotheses of factors that
influence employee use of public transportation. The results of a survey of the current
situations at representative airports are then summarized. The findings from an exam-
ination of the summary are then used to discuss the key considerations for improving
employee public transportation mode share at airports.

Adeguate public transportation at airportsis good for business becauseit canincrease
the size of the potential labor pool. Airports offer a full range of job opportunities. A
large amount of both skilled and non-skilled labor is required by the airport operator,
airlines, and other tenants. Because airports are frequently located in suburban loca-
tions, the lower-paying non-skilled positions can sometimes be more difficult to fill.
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Public transportation that islinked to popul ations with low rates of automobile owner-
ship can make the airport a possible work location for those who rely on transit.

Determinant Factors

An examination of the potential trends indicated by the limited data and considera-
tion of basic transit planning principles led to hypotheses that included the following
four factors:

1. Theavailahility of transit service at the employee residences,

2. The accessibility of the employee’ s worksite to transit service,
3. The extent to which employees work non-traditional hours, and
4. Theavailability and cost of parking for employees.

Thesefactorswere used as a starting point to expand the available knowledge base for iden-
tifying ways to improve employee usage of public transportation at airports.

Challenges

There are a number challenges, however, to implementing successful public trans-
portation services for employees at an airport. First, airports are usualy located in sub-
urban locations, which can be difficult to serve with transit because of nearby lower pop-
ulation densities. Second, airports represent a unique operating environment. An airport
isa24 h—per—day operation with many work shift times differing from typical work shift
times. Third, there are multiple employers working under a variety of constraints and
regulations. Individual airports can have other unique challenges as well.

Chapter 5: Strategies for Improving the Management
of Airport Ground Access Services

Sructure

Chapter 5 describes management strategies frequently used by airport management to
ensure the safety and convenience of the traveling public at the airport and to encourage
the use of public transportation. The measures and business strategies used by airport
management to enhance public transportation service and operations and the hurdlesthat
are typically encountered are also addressed. The chapter describes the following:

+ Strategies used to manage ground transportation services on and off an airport,

« Use of business arrangements to improve service and balance demand with sup-
ply, and

 Constraints to the introduction of new public transportation services.

Goals

The goals of most airport operators include providing the traveling public with safe,
convenient, and efficient accessto al airport facilities and encouraging the use of public
transportation by airline passengers and employees in a manner that is consistent with
other goals of the airport and the community it serves. To accomplish these goals, airport
managers typically seek to manage and control public transportation and commercial
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ground transportation services operating at the airport to the extent permitted by local,
state, and federal laws.

Business Arrangements

Chapter 5 reviews a variety of business arrangements with ground transportation
operators used by airport management to ensure that the traveling public is provided a
high level of customer service and to encourage the use of public transportation. The
most common forms of business arrangements are open access, exclusive or semi-
exclusive concession agreements, and third-party management contracts. Increasingly,
airport managers appear to be establishing exclusive or semi-exclusive agreements
because with these arrangements (as described below), the airport operator has a bet-
ter ability to ensure service quality and performance and the operator has a greater
financial incentive to maintain the desired standards.

Open Systems

With open-access systems, any ground transportation operator, properly licensed by
the local regulatory authority, can pick up passengers at an airport. The primary bene-
fit of this system isthat any business, large or small, can serve the airport, thereby pro-
viding customers with options and promoting competitive fares and services. As such,
the system is often favored by small ground transportation operators who lobby |ocal
politicians to implement or maintain such arrangements.

Exclusive Agreements

Most airport managers have agreements with concessionaires to provide certain ser-
vices on an exclusive (e.g., a hotel or food and beverage operator) or semi-exclusive
(e.g., rental car companies) basis. These agreements specify the services that the com-
panies are allowed to offer at the airport, the manner in which the services are to be
offered, the prices or mark-up permitted, and the airport fees and charges.

Concession agreements allow airport management to ensure the appropriate balance
between supply and demand as the concessionaire can direct company-employed driv-
ers to serve or not to serve the airport as warranted. The concessionaire is responsible
for ensuring that the drivers/'employees are assigned an appropriate number of trips and
an opportunity to earn afair salary. In the absence of a concession agreement, alimited
number of options are available to airport management to balance supply and demand.

In addition to entering into contracts that require concessionaires to provide certain
ground transportation services, airport management may also enter into contracts that
requireathird-party contractor to manage and enforce ground transportation operations
at the airport. Although management of both airportsretain the responsihility for estab-
lishing policies, fees, and regulations, the third-party contractor can significantly influ-
ence the level of service provided to the traveling public.

Chapter 6: Baggage, Off-Airport Processing, and Security

Sructure

A major impediment to the choice of a public mode for ground access is the diffi-
culty in accommodating baggage. Chapter 6 reviewsawide variety of strategiesto dea
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with the challenge of baggage, set in the context of an increased priority for the secu-
rity of transportation operations. The chapter commences with a review of various
strategies from best case practices to deal with the problem of baggage, some of which
do assume off-site processing and others of which do not assume off-site processing.
A second theme of the chapter concerns the implications of the September 11, 2001,
terrorist attacks on airplanes on national policies toward dealing with security issues
that impact baggage handling and other aspects of airport ground access.

Srategies

Chapter 6 examines three categories of baggage-handling strategies: (1) those that do
assume off-airport baggage check-in services, (2) those that do not assume off-airport
baggage check-in services, and (3) hybrid combinations that provide for some but not
all desired services. Within the first category, strategies are examined in which the air-
lines provide the baggage processing as well as strategies in which a third party pro-
vides the baggage processing. Within the second category, strategies are reviewed to
improve baggage handling for dedicated airport ground access servicesand for services
shared with traditional fixed-route and schedule operations. Within the third category,
strategies are reviewed in which baggage check-in services are provided for some, but
not all segments of thetrip; strategies arereviewed in which some, but not all, baggage-
processing services are provided off-site.

Recent Constraints

The ability to process passenger baggage at remote locations (i.e., away from the ter-
mina building) was constrained by regulations established by the FAA prior to Sep-
tember 2001, with more stringent requirements subsequently imposed by the FAA and
Congress. For purposes of comparison, this chapter summarizesthefederal requirements
that existed prior to September 2001 and the requirements imposed by the Aviation and
Transportation Security Act and newly formed Transportation Security Administration.

The Emergency Security Amendment implemented by the FAA on September 12,
2001, imposed Alert Level 1V security measures on al U.S. airports. These measures,
most of which remain in effect at the time this report was prepared, include the Prohi-
bition of Remote Baggage Check at Hotels and Other L ocations regulation. This regu-
lation resulted in the temporary discontinuance of all the remote baggage-handing ser-
vices described in the chapter. At the time this report was prepared, major operators
were seeking amendments to security procedures to re-institute their remote baggage
check-in services.

In November 2001, the Aviation and Transportation Security Act was signed into
law. This act, which established the Transportation Security Administration (TSA),
requires that the TSA and the airlines (1) ensure either the inspection of all (100%) of
checked passenger baggage by staff, specially trained dogs, or explosive detection sys-
tems (EDS) or the implementation of baggage-reconciliation procedures that match al
baggage and airline passengerson board an aircraft (i.e., positive passenger bag match)
and (2) inspect all checked passenger baggage using EDS by the end of 2002 if equip-
ment isavailable. Prior to September 11, 2001, all checked baggage screening was per-
formed only for international flights originating or terminating in the United States and
for selected passengers on domestic flights.

Thus, to comply with these regulations, it would be necessary for aremote terminal
seeking to provide baggage check-in services (1) to provide 100% positive baggage
matching and (2) by the end of 2002, for the operator (or its designee) to install and
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supervise the operation of EDS equipment. At present, certified EDS equipment costs
more than $1 million per screening unit.

Hybrid Srategies

Between the option of no help to the customer and the full implementation of the
airline-operated downtown check-in facility, there exists a wide variety of “compro-
mise” or hybrid strategies, each of which should be examined by U.S. decisionmakers
contemplating adowntown airline-operated facility. The concept that athird party could
be authorized to deal with baggage issues has been taken to a high degree of effective-
nessin Switzerland and in Las Vegas.

For those U.S. citiesthat examine full downtown check-in terminals and reject them
because of cost, there are “compromise” or hybrid strategies that should be thoroughly
examined to deal with this constraining factor in public mode usage. The implementa-
tion of theairline-operated check-in at the Newark Airport Rail Station stands asagood
example of ahybrid strategy, giving help to the traveler for some, but not all, segments
of hisor her trip. The concept of outsourcing some of the job of baggage processing to
third parties should be explored. Similarly, finding cost-effective solutionsfor theinte-
gration of baggage onto dedicated buses should be a research priority.

Chapter 7: Getting Intermodal Information to the Customer
Structure

Chapter 7 examines the development of new and evolving information technology
to bring intermodal information and ticketing options to the traveler. It describes the
last phase of an integrated program of market-based improvements to airport ground
access public modes concerning the need to the get information about the services to
the customer. A series of more immediate, near-term strategies to improve passenger
information are reviewed in Chapter 5.

Context

TCRP Project B-18 recommended that market segmentation be undertaken at two
levels. submarkets need to be identified based on their geographic characteristics, and
these submarkets need to be further examined in terms of demographic segmentation.
Each of the market segments has separate constraints and distinct sensitivitiesto price
and service quality. Each of the market segments requires amarketing strategy designed
around the revealed needs of the user.

Timing of Information

Three mgjor timeframes accessing information can be defined. Passenger informa-
tion is needed

1. Atthetime of trip planning,
2. At thetime of trip commencement, and
3. Whileen route.
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The Need for Pre-trip Information

The study of airport ground access inherently focuses on the collection segment
(decision of mode and path to the airport) and on the distribution segment (decision of
mode and path fromthe airport to the destination). It is a characteristic of the choice of
the airline segment that the decision is made long before the day of departure, often
weeks before the trip is made, particularly if lower fares are sought. Thus, for those
marketing airport ground access services, it is considered highly desirable to sell the
ticket at the time of the purchase of the airline ticket. In this manner, the task of con-
vincing the traveler to purchase the ground access service is aready accomplished by
the time the traveler commences that trip segment.

Transit Passenger Information

In many cases, the potential users of public mode services ssmply do not know that
high-quality alternativesto the automobileor taxi exist. The U.S. transit industry isnow
inthe process of adopting highly effective origin-destination trip itinerary planning sys-
tems that show how any given trip, such as one to or from the airport, can be accom-
plished by public transportation. In Europe, these programs have been applied on a
nationwide, and even international, scale. Asyet, the full integration of ground trans-
portation information with aviation-based passenger information has yet to be imple-
mented anywhere.

Chapter 8: Putting It All Together: Six Steps in a Market-based Strategy
for Improving Airport Ground Access

Sructure

Chapter 8 presents a “guidebook” summary of the key elementsin the creation of a
market-based strategy for improving the quality of public mode servicesfrom U.S. air-
ports. This chapter reviews the key steps for improving public transportation access to
airports and summarizes portions of the content of the previous seven chapters. It is
intended to point the reader to best case U.S. practices that can be explored for addi-
tional information on each of the concepts. Six stepsin the processareaoutlined in this
chapter.

Step 1. Establish the public policy goals:
« Form the collaborative effort that will be needed for implementation, and
+ Understand the travel behavior of the longer-distance traveler.
Step 2. Undertake the program for data gathering and system monitoring:
« Design the survey to revea key market characteristics, and
» Emphasize accurate geography and market segmentation for both air passen-
gers and airport employees.
Step 3. Interpret the markets and their relationship to candidate modes:
« Understand the makeup of the overall airport market,
« Establish the target markets at several levels of trip-end density, and
+ Understand the precedents for market support of various modes and services.
Step 4. Design a program of services and strategies:
 Understand the quality attributes achieved by successful services,
» Match modes with markets, and
» Acknowledge the role for dedicated higher-cost services.
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Step 5. Manage the airport to encourage higher-occupancy use:
« Examine priorities and implications of curbside allocation and pricing, and
» Evauate the level of amenity experienced by the public-mode user.
Step 6. Get the word out:
« Provide basic service description to the users, and
» Develop programs for integrated passenger information and ticketing.

Conclusions

A major themethat emergesfrom thisanalysisisthe need for some party to take lead-
ership—very often that happensat thelevel of the airport management. The professional
ground access staffs at leading airports such as San Francisco International and BWI
take a pro-active role in examining the extent of coverage and in providing incentives
(such asthe granting of exclusiverightsto serve agiven ared). In each of these cases, it
is understood that there are costs associated with the establishment of high-quality ser-
vices; there are often costs associated with the continued subsidy of these services. In
nearly all of the best case practices, there have been financial coststo bear. Thereisno
working assumption that solutions to these problems will be without costs.

Chapter 8 concludeswith alisting of further research recommendationsfor each of the
six steps. A glossary of acronyms, abbreviations, and airports cited follows Chapter 8.
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A PLANNING PROCESS BASED ON THE NEEDS OF THE USER

CONTEXT OF CHAPTER 1

Thisreport presentsthe conclusionsof TCRP Project B-18A,
whichincorporates many of the conceptsdevelopedin TCRP
Project B-18, published in 2000 as TCRP Report 62: Improv-
ing Public Transportation Accessto Large Airports (1). The
research results are presented in thisfinal report in three sec-
tions. Chapter 1 puts forth the key reasons for the study and
the reasons for a policy interest in the subject of airport
ground access servicesin the United States. It presents abrief
summary of the major data presented in the B-18A project,
which called for a planning process based on the revealed
characteristics of the several submarketswithin eachlargeair-
port’s overall ground access market. This research focused
more on the understanding of market segments than on the
inherent characteristic of any particular mode or technology.
The chapter reviews the extent to which concern about the
quality of airport ground access has become an integral part
of the process of environmental and political approval of air-
port expansion and efficient use of key national assets. The
chapter reviews some basic facts concerning the characteris-
tics of candidate modes for use in a comprehensive airport
ground access strategy.

Report Structure

Chapters 2, 3, and 4 present the basic method of market
research undertaken in this project. Chapter 2 examines the
relationship between trip-end density and the access modes
that are supported by avariety of market conditions. Chapter
3 adds the dimension of demographic market segmentation
to the previous discussion of geographic market segmenta-
tion. Chapter 4 expands the market research concept to cover
the critically important airport employee market.

Chapters 5 and 6 examine strategies to improve the quality
of public mode services to large U.S. airports. Chapter 5
defines a series of strategiesto better manage the airport, par-
ticularly for rubber-tired modes. Chapter 6 |ooks at a series of
innovationsfor off-site airport activities set against the public
policy concern for safety and security. Chapter 7 address mar-
keting, examining theissues of getting critical information to
the market segmentsthat have been identified and targeted in
the market-based planning process.

Chapter 8 presents a summary of steps needed to under-
take amarket-based planning processto improve public mode
access, pulling together information originally presented in
the first seven chapters of the report.

A glossary of abbreviations, acronyms, and airports cited
follows Chapter 8.

AIRPORT GROUND ACCESS
AS A NATIONAL POLICY ISSUE

Airport Access as a Part
of Our National Travel Patterns

Increasingly, transportation managers in the United States
are dealing with close interrel ationships between modal ser-
vices that have historically been seen and managed as sepa-
rate entities. The scale of trip generation at major airportsis
of concern to the regional transportation and environmental
manager; the airport manager finds that strategiesfor higher-
occupancy ground access sol utions have become an accepted
precondition to the expansion and better utilization of the
assets of the airport. Across the country, metropolitan plan-
ning organizations (MPOs) are becoming involved in solv-
ing the difficult issue of public mode airport ground access.
To begin thisreview of the policy interest behind improving
airport ground access, it is important to establish a sense of
scale for the amount of travel to airports and to other points
of intermodal transfer on anational scale.

The extent to which air travel has become an integral part
of the U.S. travel experienceisdramatic. Understanding that
sense of scale hel psto establish the ubiquity of ground access
travel in larger metropolitan areas. The American Travel Sur-
vey (ATS) describes about 365 million annual ground access
trips to U.S. airports in the survey year. In the ATS, these
trips are categorized by whether they occur in the traveler's
area of residence or in the non-home portion of the longer-
distancetrip. In Project B-18, travelersin thefirst category are
described as “the resident market,” and those in the second
category are described as “the non-resident market” for pur-
chase of ground transportation services.

Figure 1-1 showsthe scale of the 365 milliontripstoall U.S.
airports, which can be compared with the scale of trip making
to long-distance bus stations (about 30 million trips) and the
volumes serving Amtrak (about 22 million annual trips).
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Source: American Travel Survey, 1995; Greyhound, and Amtrak.

Figure1-1. Accesstripstointermodal terminals.

Terminal Access in the Home Area

Looking at the mode of ground access selected from a
national aggregate perspective, ground access modes to all
three kinds of terminals are dominated by the private automo-
bile. Inthis“resident” market, those accessing abusor atrain
have a significantly higher propensity to select a mode other
than the private automobile, with combined mode shares for
taxi, limousine, and public mode at nearly 30% market share.

Figure 1-2 shows that bus, van, limousine, and rail capture
about 20% of the market to long-distance bus and rail termi-
nals, but capture only 8% of national travel to airports, exclud-
ing taxis. Unfortunately, the ATS does not alow private lim-
ousines to be examined separately from higher-occupancy
vans in this national overview. Project B-18 has obtained
airport-specific data that allows this important distinction
to be made in the analysis.

Terminal Access at the Non-Home End of the Trip

From a nationwide data perspective, it can be observed
that thelong-distancetravel er hasagreater propensity to pur-

chase aground access service while in the non-home portion
of the long-distance trip than while in his or her home area
Figure 1-3 shows market behavior in the other geographic
area, the none-home area. In the non-home area, the public
mode shareto the airport isnearly twice ashigh asinthehome
area. Non-home area public mode shares to long-distance
bus and rail terminals also are greater than in those in the
home area.

Just astheresidency status of thetraveler isrelevant to the
propensity to choose a ground access mode other than the
automobile, the purpose of the long-distance trip being taken
is also relevant.

Why Do Air Travelers Travel?

Airtravelersaremorelikely to betraveling for business pur-
poses than are long-distance travelers asawhole. Onboard the
commercial airplane, an average of 41% of air travelers are
traveling on business, compared with a national average of
only 22% of overall travel for this purpose (see Figure 1-4).

From anational perspective, the scale of air travel createsa
major category of travel for gaining access to and from air-
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Source: American Travel Survey, 1995.

Figure1-2. Access mode—resident market.
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Figure1-3. Access mode—non-residential market.

ports. The national data can support highly aggregate obser-
vationsabout changein ground access modal choice asafunc-
tion of residency and trip purpose. For these market research
efforts to be meaningful, however, the observations need to be
made on ametropolitan scale and to be based on an airport-by-
airport review of travel behavior. The combined efforts of
TCRP Projects B-18 and B-18A have created the ability to ob-
serve airport ground access patterns based on metropolitan-
scale airport-specific data sources.

AIRPORT ACCESS AS A REGIONAL ISSUE

Seen from the vantage point of the airport manager, air-
ports around the world are realizing that key decisionsto uti-
lize existing assets, and expand upon those assets, are often
interrel ated with approvalsthrough the environmental and the
local political processes. Airport managersin Los Angeles,
San Francisco, and Boston—Ilike managersin London, Zurich,
or Amsterdam—are understanding that key environmental
and political approval processesfor moreairport airside capac-

Trip Purpose: All Trips

Personal
business

14% Business

22%

Pleasure
64%

Source: American Travel Survey, 1995.

ity require a planning process that specifically addresses the
impacts of airport ground access.

Seen from the vantage point of the regional transportation
manager, travel-demand management strategies are being
implemented to deal with vehicle-miles of travel from major
activity centers. A large airport of greater than 45,000,000
passengers per year can be associated with the generation of
5,000,000 vehicle-miles of ground access travel per day; a
smaller airport of 5 million passengers per year can be asso-
ciated with 500,000 vehicle-miles of travel per day. A public
official charged with the creation of a congestion manage-
ment system cannot help but note the rate of traffic growth of
major airportsand their rolein theregional growth of vehicle-
milestraveled (VMT).

Visions of Growth over the Next Decades

Although the extent of growth of magjor U.S. airports is
clouded by the market reaction to the events of September 11,
2001, and although any precise forecasts are clearly beyond

Trip Purpose: Air Passengers
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Figure1-4. Trip purpose for air passengers versusall trips longer than

100 miles.
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the scope of this study, there has been considerable consen-
sus on the scale of growth expected over time. The Interna-
tional Air Transport Association (IATA), based in Geneva,
believes that while the previous decade saw an increase in
overall American activity at arate of 3.7% per year, the next
decade will see growth at 3.9%. Although air passenger
activity in the Americas totaled 792 million passengers in
1996, IATA forecasts that 1.4 billion passengers would be
carried in the year 2011 (2).

Some U.S. airports concur in these aggressiveforecasts. The
Southern California Association of Governments (SCAG), the
MPO for the Los Angeles area, forecasts aregional increase
at an annual rate of 4%, dealing as it does with a growing
market of services between Asia and the Americas. Over a
23-year period ending in 2020, Los Angeles authorities expect
to see a 94% growth rate for the region’s several airports.
Between 1960 and 2000, the airport experienced nearly a
10-fold increasein air passenger activity, handling morethan
60 million passengers per year. All of thisgrowthissetinthe
context of aprojectedincreasein therole of the other airports
intheregion, fromtheir original share of 12% of theregion’s
demand to 33% in the target year (3).

GROUND ACCESS ISSUES
AND AIRPORT ASSET MANAGEMENT

The need to acknowledge and deal with the problems of
ground access has become an accepted part of the process of
gaining environmental approvalsfor major growthinairports.
Environmental regulations deal with the air quality implica-
tions of transportation facilities, both those on-site and those
generated entirely off the airport. Issues that at one point
seemed separate are now seen in an integrated intermodal
systems perspective.

Throughout the United States, the provision of improved
ground transportation strategiesis seen as an integral compo-
nent of plans to increase capacity and efficiency at major air-
ports. Over the last 2 years (since the publication of TCRP
Report 62), ground access strategies have been advanced in
San Francisco, Los Angeles, Miami, Portland (Oregon), Min-
neapolis, and Newark and at New Y ork’s JFK. New combi-
nations of services are being explored in Chicago (at both
O'Hare and Midway) and at Dallas-Fort Worth, Baltimore-
Washington, Seattle, and Dulles Airports.

Los Angeles: Early Cooperation
with the Regional Planning Organization

The Regional Context

In Los Angeles, work is underway to ensure the coordina-
tion of aviation planning with the other components of the
region’s transportation strategy. At the MPO, a professional
and dedicated aviation staff works closely with other modal

specidists in the development of the Regiona Transporta-
tion Plan (RTP). According to SCAG,

“Theadopted Regional Aviation Plan needsto be supported by
complementary ground access programs and projects at exist-
ing and proposed regional commercial airports. The aviation
plan is a component of the Regiona Transportation Pan . . .
federally mandated long-range transportation plan . . .” (3).

In order to accommodate the projected air travel demand, the
Los Angeles aviation planning process focused attention on
two areas. In ahighly unusual rolefor an airport master plan-
ning process, attention was devoted to the possible use of
high-speed ground transportation services in redistributing
the demand away from Los Angeles International Airport
(LAX) toward other existing airports such as Palmdale and
El Toro. The development of the airport’s Master Plan has
likewise focused on the actions that the airport agency can
take to deal with ground access issues.

Master Plan Objectives

The development of all aternativesin the Master Plan took
place within a heightened policy awareness of the impor-
tance of higher-occupancy strategies and of the connection
with regional transit. Los Angeles World Airports (LAWA)
describes the three goal s of the Master Plan asfollows:

*« Maximizing access to and from regional transportation
systems,

« Providing opportunities for people to connect to mass tran-
sit systems, and

« Protecting neighborhoods by minimizing or mitigating any
impacts on local streets. (4)

The plan states that

In order to relieve traffic impacts on arearesidents and ease
congestion on surface streets and freeways around LAX,
LAWA is committed to a Master Plan that improves access
to and circulation around the airport and develops alterna-
tives to the increased use of single occupancy vehicles. (4)

Early Action Projects

Some of the ground access commitments are already under-
way and do not require delay until the approval of the Master
Plan environmental documentation. In October 1999, the
Board of Airport Commissioners approved an $18 million
programtoimprovetheexisting Van Nuys FlyAway busfacil-
ity by adding more than 500 spaces. In terms of the amenities,
the agency notes that they have “been working with the FAA
on amajor passenger convenience program . . . [under which]
patrons will be able to purchase their tickets, check their
bags and get their boarding passes right at the FlyAway Ter-
minal” (4). The agency expects that additional locations for



the program would be included in the mitigation program
included with thefinal environmental impact statement (EIS).

The need to preserve and expand upon the assets of the Los
Angeles International Airport has brought about a planning
process that was regional, rather than local, and multimodal,
rather than modal, in nature. Ongoing planning efforts are
examining the most efficient manner in which to create a
direct connection between the Green Line and the check-in
process, which iscurrently lacking. In short, the dominant air-
port in one of the nation’s most automobile-oriented citiesis
making a significant commitment to new rail and new airport
bus access, a policy commitment to “develop aternatives to
the continued use of single occupant automobiles’ (4).

Management Policies in San Francisco

In a situation directly parallel to that experienced in Los
Angeles, the management of the San Francisco International
Airport is now addressing the environmentally challenging
task of creating new runway capacity and examining thefuture
growth of the airport. Simultaneously with the discussion of
the expansion of thismajor regional asset, theairport adopted
aformal policy on the importance of managing the airport
to make public transport modeswork at the airport. The air-
port management has adopted a*“transit first” policy, which
includes aggressive marketing programs, a transportation
information program, acommuter check program, and auto-
mobile parking fees. John Costas, Deputy Airport Director,
describes the policy as “a systematic approach of physical
development, operational program and transit policies that
provides the most efficient and environmentally friendly
access to SFO [San Francisco International Airport]” (5).

Preparing for Growth at Boston-Logan Airport

The development of one of the most successful ground
transportation operations in the United States—the Logan
Express in Boston—al so occurred during a period when the
airport management was concerned with the environmental
impacts of continued airport growth. Specifically, develop-
ment of amajor commitment to an environmentally sensitive
public ground access policy occurred as the Massachusetts
Port Authority sought approval to change the terms of avery
restrictive constraint on the parking availableto air travelers.

Focusing on the Pick-Up/Drop-Off Problem

The development of a comprehensive ground access pol-
icy in Boston was first driven by the creation in 1975 of the
Logan Airport Parking Freeze. Over the following decade, it
became clear to many parties that the freeze on passenger
parking, but not on employee parking, was having the unin-
tended side effect of encouraging travelers to resort to the
pick-up/drop-off mode of access. The Massachusetts Port
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Authority (Massport) stated the following: “ One central goal
of the Freeze Amendment is to reduce the curbside pick-up
and drop-off of Logan passengers, since these involve multi-
ple ground trips per air passenger, and thusincreased burdens
on local and regional air quality.” Any change in the parking
freeze had to be approved by the Massachusetts Department
of Environmental Protection (DEP) and by the Environmen-
tal Protection Agency (6).

The Massachusetts DEP approved the changes in 1989 for
incorporation into modifications of the State Implementation
Plan under the Clean Air Act. Additionally, alocal environ-
mental group, the Conservation Law Foundation, offered to
monitor the situation or bring a lawsuit against the proposed
changes. In August 1989, Massport committed to the Conser-
vation Law Foundation to undertake efforts in two areas:
“reductions of employee parking at Logan, and price based
and non-price based encouragement of higher occupancy
modes’ (6).

Actions Taken to Support Airport Growth

During this period, Massport committed to a program of
monitoring the environmental performance of the system and
made major capital investment in the Logan Express pro-
gram with new terminals in Braintree, in Framingham, and,
later, in Woburn. Theresults of the program included achange
in parking-rate structure to charge higher fees for short-term
parkers, and adecreaseinlonger multiday rates. Spacesorig-
inally allocated to employees, with two or threeturnovers per
day, were changed to spaces allocated to passengers, turning
over once every 2 or 3 days. The net VMT generated by the
fixed number of spaces fell considerably. In addition, the
high rates charged for the passenger spaceswere used to sub-
sidize the off-airport strategies for the empl oyee spaces.

Theairport managers succeeded in maintaining thevital eco-
nomic activities of the airport by taking a proactive approach
tominimizing overall ground access—related VMT. Theinter-
connection between the proactive concern for airport ground
access and needed environmental approvals was unusual at
the time and has become more widely accepted today.

Environmental Approvals in London and Zurich

The need for definitive action to deal with the environ-
mental impacts of airport growth has been spelled out explic-
itly in environmental approvalsrecently issued in other cities,
including London and Zurich.

Conditions for the Approval
of Heathrow Terminal 5

At the end of 2001, the British Government signed off on
an environmental approval for the devel opment of Heathrow
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Terminal 5—an approval process decadesin devel opment. In
the long process of approval, it was made clear to the airport
owners that the extension of both the Heathrow Express and
the London Underground rail services to the new terminal
was a necessary precondition to opening the new terminal
once constructed. The approval of the project was actually
made more stringent than recommended by the public inquiry
process. The British Secretary of State noted that

.. . inaddition to imposing the conditions recommended by
the Inspector requiring the provision of both of these rail-
way extensions beforethe coreterminal building is opened,
the Secretary of State considersthat it isnecessary to impose
two further conditions preventing the main Terminal 5 per-
mission. . . . (7)

In this recommendation, the report resulting from the pub-
lic inquiry process went beyond the requirement that the
on-airport railways be built before the new terminal could be
opened. The Inquiry recommended further that new, addi-
tional service on a different line be initiated with four trains
per hour, in addition to the four trains operating at present.
Theairport owner was being asked to doubl e the existing ser-
vice on the Heathrow Express, on facilities not owned or
leased by the airport owner. The final recommendation pro-
vided the airport management with more flexibility while
making the approval’s link to another rail project quite
clear:

However, the Secretary of State expects BAA [the British
Airports Authority] to comply with their commitment to
encouragetheintroduction and use of additional public trans-
port services at Heathrow and to consider securing a four
trains an hour service linking Terminal 5 to St. Pancras and
the opening of the Gateway North Station, before Terminal
5isopened. (7)

In fact, the environmental and political approval of the mas-
siveterminal expansion project was, at least in part, theresult
of years of commitment by the airport management to deal
with off-airport environmental impacts, including theinvest-
ment of more than $600 million in the Heathrow Expressrail
system. The airport program, called “FreeFlow Heathrow,”
includesthe design and subsidization of new local bus routes
for employees working at the airport.

Linking Airport Expansion: Zurich

In Switzerland, the approval for a new airport expansion
program was made conditional upon the commitment of the
airport authority to make a significant improvement in the
overall public mode share for both passengers and employ-
ees. Until March 2000, the Zurich Airport was owned by the
local government (called a“ canton”), and every expenditure
had to be approved in a town-meeting-like process. At the

time of the referendum to approve the airport expansion proj-
ect, the airport had an overall public mode share of 34%. As
part of the political approval of the expansion project, theair-
port committed itself to raising that mode share to 42% by
the end of the period covered by the capital investment.
Thiscommitment hasbecomeadriving forceintheredesign
of the airport, including the decision to place all of the new
check-in facilities—60 stations—within the rail station and
the additions of shorter, more direct walking paths from bag-
gagepick-uptotherail station. The expansion program brings
about anew central busterminal with abus-only laneto serve
it. The agency has begun aprogram to subsidize specific local
bus services for local employees working at the airport (8).

Conclusion: Ground Access
and the Expansion Approval Process

Although it is possible to see airport growth and the use of
scarce assetsin avacuum, policymakersaround theworld are
undertaking significant capacity expansions by acknowledg-
ing the serious issue of off-airport environmental impacts
associated with ground-access patterns. Some, like the man-
agersat Oslo or Hong Kong International Airports, have had
the luxury of system design from aclean date, with smulta-
neous commitments to build arail system as part and parcel
of the airport investment program. But most airport man-
agers around the world must face working around the con-
straints of the existing operating airportsand, at onetime, must
undertake the retrofit of the airport and the introduction of
new public transportation services at the same time. In each
of these cases, the planning for the environmental mitigation
for the landside impacts of the expanded airport was consid-
ered anintegral el ement of the multimodal airport system plan-
ning effort.

BUILDING ON THE PREVIOUS
RESEARCH EFFORT

The analysis undertaken for TCRP Project B-18A builds
directly on the work undertaken for the predecessor study,
Project B-18, the results of which are published as TCRP
Report 62. Project B-18 reviewed the opportunity for rail,
bus, and van service at U.S. airports and the use of these ser-
vices by airline passengers at large airports in the United
States and overseas. Based on airline passenger mode share
data revealed in that data analysis, it is revealed that only
10 U.S. airports have public mode shares greater than 10%,
and only 3 of those 10 have public mode shares of greater
than 15%. Those most suited to choosing rail services are
passengers with trip ends in downtown areas (or other areas
well served by rail), with little or no baggage, who are famil-
iar with the rail service, and who can wak from the rail sta-
tion to their final destination.



Airports are among the largest activity centers in most
regions and often generate a greater number of trips than the
downtown of the largest city in the region. For many years,
transportation planners and airport operators have sought to
promote the use of efficient access modes by airline passen-
gersand airport employeesin order to reduce traffic volumes
on roadway's providing regional accessto airportsand interna
circulation at airports. Transportation plans in some commu-
nities have emphasized providing rail service to the airport;
other communities have emphasized bus and van service. Proj-
ect B-18 reviewed the opportunity for rail, bus, and van ser-
vice (i.e., shared-ride, door-to-door van service) at U.S. air-
portsand the use of busand rail servicesby airline passengers
at large airportsin the United States and overseas.

Definitions for TCRP Projects B-18 and B-18A

The data compiled in TCRP Project B-18 represent the
most recent data available on the use of transit by airline pas-
sengers at large airports (the top 40 U.S. airports ranked by
the number of originating passengers). The data have been
reviewed by theindividual airport operatorsand organized to
ensure a consistent use of definitions of ground transporta-
tion services. The definitions used are as follows.

1. Privatevehicles: vehiclesused to transport airline pas-
sengers or visitors (e.g., family members, employees,
friends, or clients), typically at no cost to the passenger,
that are privately owned and privately operated.

2. Rental cars: vehicles used to transport airline passen-
gersor visitorsthat are leased by the passenger (or vis-
itor) from an agency doing business at or near the air-
port and rented for the duration of the passenger’ strip.

3. Courtesy vehicles: door-to-door, shared-ride trans-
portation provided for customers of hotels, motels,
rental car agencies, parking lots (both those privately
operated and airport-operated) and other services. Ser-
viceis provided using a variety of vehicles, including
full-size buses, minibuses, vans, and station wagons.

4. Airline-crew vehicles: shared-ride transportation
between airports and hotels provided for airline-crew
members by the employer at no charge. Serviceispro-
vided using a variety of vehicles, including full-size
buses, minibuses, vans, and station wagons.

5. Taxicabs: privately operated door-to-door, on-demand
exclusive transportation (i.e., for asingle party, typi-
cally no morethan five persons). Faresareusually cal-
culated according to trip length and travel time using
ataximeter and according to rates established by acity
or county licensing agency (e.g., a taxicab commis-
sion or public services commission), but may also be
zone fares, flat fares (predetermined fares between
certain points such as the airport and downtown), or
negotiated fares.

10.

11.
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Town cars(on-demand limousines): privately oper-
ated, door-to-door, on-demand ground transportation
services that typically charge premium fares calcu-
|ated on aper-mile and per-hour basis, available at the
curbsides of some airports. These exclusive transporta-
tion servicesaretypically provided using luxury town
cars, sedans, or limousines.
Prearranged limousines: door-to-door services pro-
viding exclusive transportation requiring prior reser-
vations. Prearranged limousine services are typically
provided using luxury sedans or stretch vehicles, and
include private car services (“black cars’), luxury
limousine services, and suburban taxicabs (i.e., pre-
arranged taxicab service provided by an operator not
licensed to provide on-demand service at the airport).
Chartered busesand vans: door-to-door servicespro-
viding exclusive transportation requiring prior reserva
tions. Chartered bus or van services are provided using
buses, minibuses, and vans (seating eight or more pas-
sengers) and include tour buses, cruise-ship buses, and
other prearranged transportation for more than five
passengers.
Shared-ride, door-to-door vans: shared-ride, door-
to-door transportation services, which charge cus-
tomers a predetermined flat fare per passenger or
zone. Typically, transportation from the airport is
on-demand; transportation to the airport requires prior
reservations. Vehicles may be licensed as shared-ride
vans, airport-transfer vans, or, in some communities,
as taxicabs or prearranged/chartered vans. In most
communities, the service is operated using radio-
dispatched, eight-passenger vans.

Scheduled buses: scheduled service operating to

established stops or terminals, typically on a sched-

uled basis, along afixed route that charges a predeter-
mined flat fare per passenger or zone. In many com-
munities there are two classes of bus service:

» Express (including semi-express) transportation
between the airport and major destinations in the
region, often provided by aprivate operator licensed
by state or regional agencies but, in some commu-
nities, provided by a public operator. These ser-
vicesare sometimesreferredto as“airporters.” Proj-
ect B-18A will further differentiate between express
services from downtown and express services from
regional collection points.

+ Multistop transportation between the airport and
the region, typically operated by a public agency
(i.e., traditional bus service).

Rail service: fixed-route rail service operating to

established stops or terminals on a scheduled basis.

Customers are charged a predetermined flat fare per

passenger or zone. Typesof trainsused to providethis

service include light rail, commuter rail, and rapid
transit.
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Defining “ Public Modes”

For both Project B-18 and B-18A, public transportation
services are defined asthose that are available to the general
public and are intended to transport more than one passen-
ger or small group of passengers traveling together. The
term “public mode” is used interchangeably with the term
“public transportation” in the Project B-18 documents. Thus,
public transportation includes rail, express and multistop
buses, and shared-ride and door-to-door vans, but excludes
courtesy vehicles, prearranged limousines and charter buses
and vans, taxicabs, rental cars, and private cars. These excluded
modes are referred to as “private vehicles’ or “non-public
transportation.”

Use of Rail Service Reported in Project B-18

TCRP Report 62 documented that direct rail service (i.e,
those serviceswith stations at or within walking distance of the
terminal building) is available at eight airports in the United
States. As shown in Figure 1-5, the U.S. airport with the
largest share of rail ridership is Washington, D.C.’s Reagan
National, where 14% of all passengersuserail. At both Harts-
field Atlanta and Midway (Chicago), about 8% of all passen-
gersuserail; 4% userail at O'Hare (Chicago). Rail serviceis
used by fewer than 3% of all passengers at the other four air-
ports that have direct rail service (Baltimore/Washington,
Cleveland Hopkins, Philadelphia, and Lambert St. Louis
International Airports).

Direct rail service was analyzed at more than 16 citiesin
Europe and Asia. As shown in Figure 1-6, rail is used by
greater than 30% of the airline passengers at the airports serv-
ing Odo, Tokyo (Narita), Geneva, Zurich, and Munich (Franz
Josef Strauss). A larger proportion of passengers use rail at
European and Asian airportsthan at U.S. airports, with afew
exceptions (e.g., Paris Orly and Manchester).

Shuttle bus service to rail stations at or near airports is
available at 11 large U.S. airports. These airports include
those serving Fort Lauderdale, Los Angeles, Miami, Newark,
New York (John F. Kennedy International and LaGuardia
Airports), Oakland, San Francisco, San Jose, and Washing-
ton (Dulles International Airport). As shown in Figure 1-5,
the airportswith largest proportion of passengers using shut-
tle bus service to accessrail serviceto an airport are Boston-
Logan (5.5%) and Metropolitan Oakland (4.1%). At the
other nine airports, 1% or fewer of the passengers used rail
service.

Opportunity for Rail Service

Rail ridership isgreater at overseasairportsin part because
of thesignificant reliance on rail in European and Asian cities
asthe dominant form of public transportation and because of
the extensive intercity (or regiona) and intra-urban networks.

In several cities (e.g., Oslo, Geneva, Zurich, Munich, and
Frankfurt), rail serves as the feeder connection to long-haul
flights, much as commuter and other short-haul flights con-
nect to long-haul flights in the United States. For these and
other reasons, as discussed in subsequent paragraphs, many
of the factors that allow rail to attract large market shares at
the European and Asian airports are not directly transferable
to conditions in most cities in the United States.

In the United States, the market shares gained by public
mode services are lower than those found in Europe or Asia.
Public transportation use exceeds 15% at only three U.S. air-
ports—those serving San Francisco (21.0%); Boston (18.6%);
and Washington, D.C. (Reagan National) (17.5%). Public
transportation use by airline passengers exceeds 10% at the
airports serving New Orleans, Denver, Los Angeles, Las
Vegas, Seattle and Tacoma, Orlando, and Chicago (Midway).

Interpreting Project B-18 Results for the Rail
Market

Project B-18 reviewed awide variety of factors associated
with the success or lack of success of airport rail services
around theworld. Key factors affecting the use of rail service
have been shown to include the following

» Proportion of airline passengers with trip endsin
downtown or in the transit-rich core areas. For
example, at Reagan National Airport, about 33% of all
passengers have trips ends in the downtown area. Other
airports where large proportions of passengers have
downtown trip ends include those serving Boston,
Chicago, New York, and San Francisco. At most air-
ports, fewer than 15% of all airline passengers havetrip
endsin the downtown area. Thus, in most communities,
the geographic service area directly served by a down-
town rail service represents a relatively small percent-
age of thetotal airline passenger market.

+ Characteristicsof passenger market. Passengerswith
little or no checked bags are more likely to userail ser-
vice. Large family groups are less likely to use rail.
Thus, airports serving a high proportion of business
trips (e.g., Hartsfield Atlanta International and Reagan
Nationa Airports, where greater than 40% of the pas-
sengers are making business-related trips) are more
likely to attract rail users than those serving tourist des-
tinations (e.g., Las Vegas and Orlando, where fewer
than 30% of the passengers are making business-related
trips). The proportion of passengers familiar with
regional transit systems (e.g., understand the schedules
and how to purchase aticket) is also important.

» Regional travel time. The availability of direct service
between the airport and downtown (or major activity
centers) alowing passengers to avoid transfers or mul-
tiple stops is important. Passengers traveling between
the airport and downtown encounter 6 to 9 station stops



T I Ty ey

=

L L Ly 1

e e el
D

areys 19)IeN

LEGEND

Rail

Buses

- Shared-ride vans

Source: Leigh Fisher Associates, based on information provided by airport management.

Figure 1-5. Public transportation market share at large U.S. airports.
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Figure 1-6. Market shares of rail and bus at international airports.

at Washington, D.C.’s Reagan National Airport versus
15 or more stops on less successful rail systems. Asevi-
denced by the data, passengers tend to use rail service
when they are concerned about (1) unreliabletravel times
on access roadways or encountering traffic delays en-
routeto theairport and (2) the lack of convenient parking
at theairport and the need to search for an avail able space.
Ability towalk between station and destination. Pas-
sengers may find using rail service more attractive if
their final destination is within walking distance of the
station and less attractive (and less convenient) if they
must transfer to a second mode (e.g., abus or taxicab) to
travel to or from the station. The need for rail passengers
to wait for and transfer to a second mode may provide a
travel time advantage for door-to-door services.

Extent of regional coverage. A comprehensiverail net-
work, serving alarge catchment area, will serve alarger
potential market and provide passengerswith moretravel
opportunities (e.g., those who may wish to leave from
their place of work and return to their home) than does

arail system consisting of a single line between down-
town and the airport.

On-airport travel time. The time (and distance) pas-
sengers are required to travel between the station and
their gate is also important. It is easier to provide con-
venient rail service at airports that have a single termi-
nal (e.g. Hartsfield AtlantaInternational or Midway) than
at airports with multiple terminal buildings (e.g., JFK,
Boston-Logan, or Charles de Gaulle International Air-
ports) where passengers must use intermediate shuttle
buses or people moversto travel to the rail station.
Frequency of service. Waiting timesof 10 min are pre-
ferred. The rail service at one U.S. airport operates on
30-min headways while a taxicab ride downtown at the
same airport requires only 15 to 30 min. The availabil-
ity of late-night and weekend service is also important.
Availability of parking at transit stations. Many tran-
sit agencies prohibit overnight parking at stations, dis-
couraging passengers who may wish to leave their cars
at the rail station for their duration of their trips.



The upper values for the use of public transportation are
higher at European and Asian airports. Public transportation
market shares are higher than 35% at three European and two
Asian airports—the airports serving Oslo (63%), Hong Kong
(60%), Tokyo (59%), Geneva (45%), London (Heathrow)
(40%), and Munich (38%). It appears that these data are not
transferableto the United States because of the extensive pub-
lic transportation networks, limited highway access, regional
population densities, and the use of rail as afeeder service.

Use of Bus and Van Services

Figure 1-5 also depicts the use of bus and van service at
33 large U.S. airports. As shown, five of these airports have
public transportation market shares that are higher than the
airports with direct rail service or shuttle service connection
withrail (excluding Reagan National Airport). Theseairports
(and their public mode market share) include New Orleans
(16%), Denver (14%), LasVegasMcCarran (12.6%), Seattle-
Tacoma (12%), and Orlando (11.5%) International Airports.
At more than 10 airports, express buses are used by more
than 5% of the airline passengers. These airports include
those serving Baltimore, Boston, Denver, Indianapolis, Los
Angeles, Newark, New Orleans, New York (JFK Interna
tional and LaGuardia), Oakland, San Francisco, and Seattle.

Shared-ride, door-to-door services are used by more than
5% of the airline passengers at 7 of the 33 large airports.
These airports include those serving Los Angeles (12.5%),
San Francisco (12.0%), Orlando (11.5%), San Diego (9.0%),
Tampa (7.0%), Denver (6.3%), and Sacramento (5.0%).

Data available from European airports indicate that 10%
or greater of the passengers use bus services at the airports
serving Hong Kong (36%), Tokyo (23%), Oslo (20%), Lon-
don (Heathrow and Gatwick airports) (15%), Paris (Charles
de Gaulle) (11%), Brussels (10%), and Geneva (10%).

At severd of theseairports, publicly or privately sponsored
express buses serve specific markets (e.g., the Logan Express
in Boston and the Van Nuys FlyAway in Los Angeles). In
Europe, bus service is often coordinated with or operated by
the airlines (e.g., Lufthansaregional bus service at Frankfurt
or the Roissybus provided by Air France).

Opportunities for Bus and Van Services

TCRP Report 62 documented that airline passengersrepre-
sent a unique market that differs from traditional daily com-
muters. Compared with daily commuters, airline passengers
aretypically moretime-sensitive and less cost-sensitive, have
more baggage, use the transit system less often, and are more
likely to use the system outside of normal commute hours. It
isoften easier to design aspecia busor van serviceto respond
to thismarket than to try to adapt acommuter-oriented, multi-
stop bus (or rail) service to meet the needs of both daily com-
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muters and airline passengers. Door-to-door van and express
bus servicesare examples of airport accessmodesthat respond
to the desire of airline passengers for greater convenience
and faster travel timesthan aretypically offered by multistop
bus services. Many operators of rail service prefer not to have
airport-dedicated vehicles (e.g., with special baggage racks)
because these specia vehicles reduce their flexibility in the
use of equipment.

Bus and van services, particularly privately owned ser-
vices, operate in a different environment than do rail ser-
vices. Whileafew express bus servicesare publicly operated
or subsidized by an airport operator, most bus services and
all shared-ride van services are privately operated. Private
operators are required to (1) obtain an airport permit in order
to pick up passengers at an airport, (2) abide by airport reg-
ulations, and (3) pay established fees. Public transit agencies
are usually exempt from such airport fees and may even
receive subsidies from the airport operator.

Requirements for Successful Bus
and Van Servicesto Airports

Aswith rail systems, numerous studies have documented
the requirements for a successful bus and van transportation
service. At an airport, the key factors affecting the use of bus
and van services include the following.

» Door-to-door transportation. Many airline passengers
are willing to pay additional fares for the convenience
offered by door-to-door servicesbecausethey vauetravel
time (particularly reliable travel time) more highly than
they value travel costs. Such services also allow passen-
gersto avoid transferring between airport access modes.

» Expressbusservice. Express bus services, particularly
those that offer travel time savings and service from
intercept lots near regional access roads, have proven
attractive to specific airline passenger market segments.

» On-airport travel time. The time (and distance) that
passengers are required to travel between the terminal
and the boarding area are important considerations. As
with rail systems, a single airport terminal building
allows better levels of service (i.e., fewer stopsand faster
travel time) than does an airport with multipleterminals
or bus stops.

 Pick-up/drop-off locations. To best serve the needs of
passengers, drop-off locations should be located imme-
diately adjacent to ticket counters and pick-up should
occur next to baggage-claim areas, preferably in areas
reserved for buses, vans, and other commercial vehicles.

» Frequency of service. Theavailability of off-peak, late-
night, and weekend service is also important because
many airline passengers travel during non-commuter
hours (e.g., the peak hours at many airports are 11 A.Mm.
to 1 p.M. on weekdays).
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+ Regional travel time. Theavailability of high-occupancy
vehicle (HOV) lanes on airport access routes can allow
bus and van servicesto offer atravel time savings com-
pared with private vehicles. The abilitiesto stop at major
activity centers and to avoid the need to use a second
connecting travel mode at the non-airport end of thetrip
are advantages.

» Form of competition. The measures used to control
competition among bus, van, and other rubber-tired ser-
vices (e.g., taxicabs and limousines) are important. In an
open market, a legitimate operator offering high-quality
servicewill find it difficult to compete financially with an
operator who (1) uses vehiclesthat are improperly main-
tained and lack proper insurance and (2) uses owner-
operator driverswho lack proper training and are encour-
aged or required to improperly solicit business.

» Regional coverageand passenger characteristics. The
proportion of airline passengers whose trip ends is near
the bus stops or stationsis also important. The degree of
population density and automobile ownership may aso
influence the use of door-to-door service. For example,
the proportion of passengers using shared-ride vans at
San Francisco International Airport is much higher
than the proportions at Metropolitan Oakland or San Jose
International Airports, perhaps because of the greater
population densities and lower automobile-ownership
rate in San Francisco.

Although not addressed in detail in TCRP Report 62, airport
empl oyeesrepresent amajor potential market for busand rail
service. Many of the factors described above are a so applic-
able to employees. However, key considerations are (1) the
availahility of service to areas where employees live (which
are oftenin the opposite direction from downtown and thetra-
ditional transit corridors); (2) the frequency of service during
late night and weekends (because of employee working hours
and shifts); (3) the accessibility of employee worksiteto tran-
sit; and (4) the availability and cost of parking for employees.
These factors are explored in Chapter 4 of this report.

Lessons Learned: Planning
to Meet Market Needs

In the United States, airport ground access public modes
are attaining smaller market shares than in the rest of the
world. The upper ranges of public transportation usein most
U.S. cities appear to be about 10% to 15%, even at airports
with rail service. In only four airports—San Francisco Inter-
national, Boston-L ogan, Washington's Reagan National, and
New Orleans—do public mode services capture more than
15% of the airport ground access market. And, significantly,
the geographic areas experiencing the greatest growth in air-
port uselie outside of thetraditional central business district.
The data revealed in TCRP Project B-18 clearly shows that
the national debate about airport access should not focus on

the basic “rail versus bus’ decision. The research reveaded
the need to redefine the planning process to design services
based on the needs of the customer.

TCRP Report 62 examined the successful international
systemsin terms of service attributes, most of which are not
exclusive to one mode or another. The attributes of good air-
port connection, good line-haul connections to downtown,
good coverage beyond the downtown, and the need to deal
with baggage are all characteristics of servicesthat could be
supplied with bus or rail. At the conclusion of Project B-18,
it became clear to the project panel that a new planning
process should be devel oped—one that did not focus on the
applicability of any one mode, or even debates about therel-
ative characteristics of modes, but a processin which the ser-
vice attributes would be devel oped from an under standing of
the separate needs of the separate submarket existing at all
airports. TCRP Project B-18A work program was devel oped
in response to this policy direction from the project panel.

UNDERSTANDING THE SCALE
OF GROUND ACCESS MARKETS

U.S. airports have a wide variation in the scale of their
ground transportation issues. In order to support the devel-
opment of comprehensive ground access strategies, itisvalu-
able to establish a sense of scale to the problem because this
directly affects the kinds of modes and technologies that are
considered to solve the problem. Table 1-1 ranks the top
10 U.S. airportsin terms of their overall market share to pub-
lic modes, asreported in TCRP Report 62. A variety of airport
scalesareincluded inthetop 10, which doesinclude 2 airports
below 5 million annual passengers but does not include sev-
eral large airports with mode shares fewer than 10%.

Most airports describe their scale in terms of total airport
passenger movement, which includes both enplanementsand
deplanements. Airportsin Chicago and Atlantaare generally
described as airports with more than 60,000,000 passengers.
(Inthetechnical literature, thisis often referred to as“MAP’
for million airport passengers—e.g., “ Chicago and Atlanta
have more than 60 MAP.”)

TABLE 1-1 U.S. airportsranked by public mode
share

Airport Market Originating
Share Passengers
in Millions

San Francisco 21% 125
Boston 19% 10.4
Reagan National 17% 6.5
New Orleans 16% 4.1
Denver 14% 9.0
Los Angeles 13% 18.3
Las Vegas 13% 111
Seattle-Tacoma 12% 9.6
Orlando 11% 11.2
Chicago Midway 11% 4.5

Source: TCRP Report 62 (1).



The scale of airport ground access marketsis best seenin
terms of a daily volume from point origin to the airport and,
if possible, in terms of an hourly volume number. Thisreport
refers to ground access flows to the major airports for the
simple reason that the vast majority of airport ground access
surveys are collected in the airline departure function, for a
variety of reasons of survey accuracy and reliability.

The relationship between annual passenger activity figures
and hourly flows of persons on public modesisillustrated in
the following steps.

“Typical” Ground Flows for Large U.S. Airports

A “typical” airport access volume for public mode use
can be estimated from the available data. The stepsto cal-
culate an average daily ground access public mode volume
are straightforward.

Sep 1: From Passengers to Enplaning Passengers

The scale of an airport is generally categorized in terms
of annual total airport activity. For example, in 1998, Boston-
Logan was generally described as an airport of roughly
26,000,000 passengers. For the analysis of ground access,
itisfunctional to examine movementson onedirection; thus,
Boston could be just as well described as an airport of
13,000,000 enplanements.

Sep 2: From Total Enplanement
to Originating Passengers

Themost important step in observing the overall scale of the
ground access market isto delete the airplane-to-airplane con-
necting movements from the total enplanements. When thisis
done, Boston-Logan can be observed to have 10.4 million
originating passengers, making it the ninth-largest ground
access market in the United States. As such, we can useit asa
“typica” larger airport in our sample of about 20 airports.

Sep 3: From Annual to Daily
Originating Passengers

In Boston, 10.4 million passengers get to Logan Airport on
the ground transportation system per year. For an average
day, about 28,000 air passengers start their trips from Logan.
(In this case, 10.4 million is divided by 365 days. The ana
lyst also might choosea“design” day, in which casethedaily
volume would be higher.)

Sep 4: Applying the Airport-wide Mode Share

Thereare 10 U.S. airports with total mode share generally
between 10% and 20% share to al public modes, so a“typi-
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cal” successful public mode share might be set at 15%. Thus,
atypical volume of passengersarriving at atypical large U.S.
airport can be calculated at about 4,300 per day.

Sep 5: From Daily to Hourly Volume

Empirically we can observe that over that 24-h period,
about 10% of the daily passengers arrive in 1 peak hour.
(Thiswill vary sharply by airport.) Our “typical” large air-
port is attracting about 430 passengers per peak hour by all
public modes from all points of origin in the region.

Actual Public Mode Flows
at Selected Major U.S. Airports

The steps taken to create the typical public mode flow into
the airport can be applied to each U.S. airport for which the
datais available. Table 1-2 illustrates the sense of scale for
ground transportation users at selected U.S. airports. The
table showsthat thelargest number of daily public mode users
in the United Statesisto San Francisco International Airport,
with about 7,200 riders a day accessing the airport. Thereis
wide variation by airport in this selected sample. At present,
the airport at San Francisco attracts more than five times the
public transportation volume of either New York airport,
which each attract some 1,400 public mode users per day.

Airports with more than 4,000 passengers choosing public
mode services exist in San Francisco, Los Angeles, Chicago
(O'Hare), and Las Vegas. (Comparable datafor Atlantais not
available)) Thisimplies that a peak-hour volume of between
400 and 800 persons arrive at these five large U.S. airportsin
an average peak hour. From the available data, we can note
that large U.S. airportsare experiencing awide variety of pub-
lic mode volumes arriving at the airport, ranging from 100 to
800 per hour.

UNDERSTANDING THE SCALE
OF PUBLIC TRANSPORTATION CAPACITY

For most metropolitan areas, acomprehensive program to
improve public mode airport ground access services and to
raisethe overall vehicle-occupancy levelswill requireavari-
ety of modes and a variety of operational strategies. Modal
technologies from multiparty taxi sharing to regional rapid
transit have all been found to be relevant to the U.S. experi-
ence. For each of these services, the transportation planner
must match the characteristics of the supporting market with
the characteristics of the candidate mode. In many cases, the
capacity of a given mode, such as express bus service, has
been considered a limiting factor in a long-term role of air-
port ground transportation. However, in virtually all cases
under consideration, the capacity of bus, light rail, rapid tran-
sit, or commuter rail is vastly higher than that required for
airport-related services. As discussed below, the choice of
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TABLE 1-2 Selected airportsranked by number of public mode usersto airport

Daily Public Mode

Airport Volume to Airport
San Francisco 7,200
Los Angeles 6,500
Boston 5,400
Chicago-OiHare 4,000
Las Vegas 4,000
Denver 3,500
Orlando 3,400
Seattle-Tacoma 3,200
Reagan National 3,000
New Orleans 1,800
Chicago Midway 1,400
JFK New York 1,400
LGA New York 1,400

Public Mode Annual Originating
Market Share | Passengers in Millions
21% 125
13% 18.3
19% 104
9% 16.1
13% 111
14% 9.0
11% 11.2
12% 9.6
17% 6.5
16% 4.1
11% 45
8% 6.2
5% 10.2

Source: TCRP Report 62 (1).

airport access mode has more to do with policy decisions
made for the rest of the regional transportation system than
with any capacity limitations inherent to any given mode.

Capacity of Urban Rail Systems

There are many available sources documenting the capac-
ity of urban transportation systems. One good source of the
European view of modal capacity isthe book Transportation
and Town Planning by K. Liebbrand. Hiswork isbased on a
wide variety of European experiences, particularly in terms
of light-rail transit. The calculations of theoretical transit
capacities are summarized in Table 1-3 (in his calculations,
a 75% load factor was assumed). (9)

Inthe U.S. literature, agenera ruleisthat light-rail transit
is designed to serve a range between 3,000 and 15,000 pas-
sengers past a peak-load point. What emerges is arange for
light-rail capacity limits of 15,000 passengers per hour in the
U.S. literatureto more than 40,000 in the European literature.
Liebbrand calculates the capacity of a single car trolley
asvery similar to that of an articulated bus—roughly 19,000
persons per hour.

TABLE 1-3 Theoretical hourly capacity of urban transit
modes

Mode Length Headway Capacity
(in ft) (in sec) (in persons/h)

Articulated bus 60 24 18,600
Light rail 83 30 19,800
Articulated 135 375 25,200

light-rail

vehicle
Two units 270 45 42,000
Rapid transit 540 90 45,000

Capacity of Urban Bus Systems

Over the past decades, considerable technical work has
been undertaken to examine the upward potential of capac-
ity for carefully managed urban bus systems. A mgjor study
financed by the German government looked at the upper lim-
its of buses, including the examination of buses operated in
platoons. In the U.S. experience, marshaling stations to set
up such platoons have been built, but not used, in the Seattle
bustunnel. Using both U.S. and German data, the upper lim-
its of buses operating a tight platoon were estimated at
70,000 passengers per hour (see Table 1-4) (10).

Further study of the capacity of bus systemsis available
from the analysis of operations of the express bus lane on
[-495 in New Jersey. For example, in the analysis of ridership
from the New Jersey Waterfront to Manhattan, the expressbus
lane to the mouth of the Lincoln Tunnel wasforecast to carry
about 910 buses per hour. With buses carrying 50 seats each,
this assumption worked out to a capacity for one bus lane of
more than 45,000 passengers per hour, which issimilar to the
conclusion drawn earlier from theoretical studies (11).

Relevance of Capacity to Airport Access

The literature review concerning public transportation
capacity leads to the conclusion that capacity is simply not a

TABLE 1-4 Theoretical capacity of bus systems

Traffic Condition Buses per Passenger s per
Hour Hour
Observed values 175 9,000
Exclusive bus lane 573 25,000
Peak of peak in buslane 817 42,000
Experiments with platoons 1,450 70,000

SouRce: Liebbrand, 1964 (9).

Source: Bus Transit Systems, SNV 1982 (10).



relevant issue in the decision between a busway solution and
rail solution for airport-generated volumes. Liebbrand defines
the upwards capacity of both “light rail” and urban rapid tran-
sit as somewhere above 42,000 passengers per hour, whichis
about the same volume currently carried through the Lincoln
Tunnel’s express bus lane in northern New Jersey. Again,
when assumptions are changed, such as adding platooning to
abus system or an expresstrack to arail system, those upside
estimates of capacity can easily double.

What emerges from the literature is the irrelevance of
“capacity” numbers in the selection of a mode for airport
ground access. The earlier paragraphs noted that the “typi-
cal” large U.S. airport would attract fewer than 500 passen-
gers per hour. Creating a policy scenario in which the mode
share is doubled would result in 1,000 passengers per hour,
and so forth. It becomes clear that volumes this low can be
handled by virtually any mode now available to the transit
designer. (The capacity of the Vancouver Sky Train hasbeen
reported at 5,700 persons per hour [12].)

Factors That Are Determinant:
Regional Context and Transportation Policy

Inthe U.S. experience, the selection of amodeto servethe
dense-urban-market portion of the total airport market will
be influenced by many factors. The selection of mode to the
city center will be more influenced by the regional transporta-
tion policy than by the demands placed on the system by the
airport volumes. When aregion has made a commitment to
rail transit services in the affected corridor, a busway solu-
tion may be difficult, if not impossible, to implement. If a
region has invested in regiona priority lanes for buses, the
creation of a parallel right-of-way for airport rail may not
make sense. In effect, the choice of mode for aserviceto the
airport is more dominated by the regional commitment to a
given form of public transportation than it is by the demands
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placed on the system by the airport travelers. All of this
argues for the closest of cooperation between the airport
strategist and the established regional transportation plan-
ning process.

DEVELOPING A NEW APPROACH
TO AIRPORT GROUND ACCESS PLANNING

Project B-18 concluded that thereis no one market for air-
port ground transportation services: there are a series of
clearly definable submarkets, or market segments, each of
which requires specific servicesbased on the analysis of need.
Theresearch plan for Project B-18A was developed to create
a planning process based on the needs of the user, without
regard to initial assumptions about the appropriateness of any
given mode.

Based on lessons learned from the freight industry and
other trends in the management of transportation, it is clear
that the creation of amulti-element strategy for any large U.S.
airport must be based on the understanding of the needs of the
customers. Project B-18A’s work program was designed to
show how such a process could be created. The details of
implementation in local areas will vary depending upon the
needs revealed in that specific area.

The chapters that follow propose a specific program to
develop alternative strategies and actionsto improve the per-
formance of airport ground transportation by public mode.
The proposed process has been designed to develop plans
and strategies based upon the reveal ed needs of several mar-
ket groups at U.S. airports. This report presents national data
against which the analyst can observe the overall character-
istics of the market revealed by the data. Using quick com-
parisons with other U.S. airports, the overall nature of the
market can be categorized based on its patterns of ground
transportation trip-end density.
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CHAPTER 2

DOCUMENTING AIRPORT MARKET CONDITIONS SUPPORTIVE
OF PUBLIC GROUND TRANSPORTATION SERVICES

CONTEXT OF CHAPTER 2

Chapter 2 presents the results of research into patterns of
public ground transportation use at large U.S. airports and
describes the market environment in which these services
operate. Information from air passenger surveysconducted at
13 airports is used to determine where air passengers begin
their ground transportation trip to the airport and which
modesthey prefer. Public ground transportation servicestyp-
ically available at large airports are organized into three cat-
egories and reviewed in detail. The three categories are tra-
ditional busor rail, shared door-to-door vans, and express bus
service from aregional collection point.

This research supports the improvement of public ground
transportation services because it increases our knowledge
and understanding of the ground transportation customer and
his or her trip to the airport. Groundwork in market research
sets the stage for devel oping areadlistic planning approach to
improving airport ground transportation services and to con-
figuring transportation servicesthat are responsiveto the cus-
tomer and supportive of airport ground access objectives.

In the airport ground transportation environment, the mar-
ket has both aquantitative (i.e., number of ground accesstrips)
and geographic (i.e., origin location of ground access trips)
component. The combination of these two elementsinto one
measure provides a standard way of presenting market char-
acteristics. It also provides a means to evaluate the viability
of an airport market for a particular ground transportation
service and to compare it with similar services at other air-
ports. The purpose of this chapter is to provide evidence of
the combined quantitative and geographic characteristics of
airport marketsthat support public transportation modes cur-
rently in operation.

Summary

The chapter begins with a review of the terms used in
describing airport ground transportation markets and estab-
lishes a standard measure of ground transportation activity
called “trip-end density.” This measure combines the quanti-
tative and geographic components that describe ground trans-
portation markets and providesaway to compare ground trans-
portation trip activity at different airports.

Based on the data available to this study, 13 large airports
are described interms of land area and trip-end density. Den-
sities are summarized into four categories and used to com-
pare the ground access markets at anumber of airports. Com-
parison of airport ground access markets reveals similarities
in broad-scale patterns of trip activity. From this exercise
comes the recognition of the primary ground access market—
a relatively small area of an airport’s entire ground trans-
portation service area that generates the majority of the trips
to the airport. The concept of a primary market is borrowed
from the field of marketing geography and is important to
understanding the role of various categories of ground trans-
portationin serving an airport’ sground transportation market.

The next sections of the chapter are concerned with the
three categories of public ground transportation services. Dis-
cussion about each category progresses from general descrip-
tions of airport mode shares to specific examples of trip-end
density associated with each mode. First, mode shares are
provided for a selection of airports at which the particular
transportation service can be clearly identified (because of
variations between airports in the naming of various ground
transportation modes, it is not always possibleto do so). Sec-
ond, the market for each service category is discussed using
trip-end densities, the same measure used in describing the
entire airport ground access market. Whenever possible, the
characteristics of individual service operationswithin the gen-
eral categories are presented.

The chapter concludeswith asummary of theresearch find-
ings concerning the trip-end densities associated with public
ground transportation and a discussion of the implications of
the research for planning airport ground transportation ser-
vices. Additional recommendations are provided based onthe
research experience with data collected for this project.

TERMS USED TO DESCRIBE AIRPORT
GROUND TRANSPORTATION MARKETS

Trip Ends

For consistency in discussing airport ground transporta-
tion markets, a further refinement to the description of atrip
isneeded. A ground transportation trip can be more precisely
defined using the measure of trip ends. The definition of atrip



end is the origin or destination point of an air passenger’'s
ground accesstrip; onetrip end isat the airport and the second
trip end is located somewhere within the airport’s market or
service area. Therefore, each ground transportation trip made
to or froman airport by anair passenger involvestwo trip ends.
The discussion in this chapter concerns the non-airport end of
an air passenger’ sground accesstrip. To standardize the dis-
cussion, all referencesto air passenger trip ends are based on
average daily ground access trips made by departing air pas-
sengers only. The reason for discussing the one-way ground
access trip of departing air passengersis aresult of the sur-
vey methodology used by most airports whereby surveysare
administered to air passengers asthey wait for their flightsin
airline departure lounges.

Trip-End Density

The definition of an airport ground transportation market
has a geographic and a quantitative component. Geographi-
caly, it is a physical area surrounding an airport where air
passengers begin or end their ground transportation trip.
Quantitatively, it isthetotal number of ground transportation
trips made by air passengers from that area. A measure that
combines these two componentsis trip-end density. For this
study, it is the number of air passenger trip ends per square
mile of land area.

Trip Origin Zones/Zonal System

Information presented in this chapter is obtained from air-
port surveys conducted at 13 large U.S. airports—San Fran-
cisco International (SFO); Reagan National (DCA) serving
Washington, D.C.; LaGuardia (LGA) serving New Y ork;
John F. Kennedy International (JFK) also serving New Y ork;
Boston-Logan International (BOS); Los Angeles Interna-
tional (LAX); DullesInternationa (IAD) serving Washington,
D.C.; Sesdttle-Tacoma International (SEA); Denver Interna
tional (DIA); Tampa International (TPA); Newark Interna-
tional (EWR); Baltimore-Washington International (BWI);
and Portland International (PDX) in Oregon. The ground
access market for each airport is defined using the origin or
non-airport location where an air passenger begins hisor her
ground access trip. The land area associated with an airport
market or service area can be measured using a variety of
geographic units such as zip codes, census tracts, or traffic
zones. Regardless of the type of geographic information avail-
able, trip ends must be summarized using some system of
zonesin order to have the area dimensions needed for calcu-
lating trip-end densities. In the majority of airport surveys
available to this study, the zip code associated with each air
passenger’ s access trip was collected and recorded as part of
the survey database. For four airports—L os Angeles, Reagan
National, Dulles, and Baltimore-Washington—zip codeswere
not available in the survey database, and air passenger trip
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endswere summarized according to an aviation analysis zone
system unique to that region (Radam zones in Los Angeles
and aviation analysis zones in the Baltimore-Washington
region). Therefore, with the exception of four airports, the
geographic zone system used for analyzing access trip ends
isthe zip code.

AIR PASSENGER TRIP-END DENSITIES
ASSOCIATED WITH GROUND ACCESS
MARKETS

Not surprisingly, a wide range of trip-end densities is
found in the ground transportation markets associated with
large U.S. airports. Densities range from less than 1 trip end
in 100 square milesto morethan 2,000 trip endsin one square
mile using zip code zones. Comparing airport ground trans-
portation markets using this wide range of trip-end densities
would be difficult, so the trip-end densities are summarized
inasmaller number of categoriesin order to discern patterns.

In order to visualizetrip-density patterns on mapsfor each
airport, trip-end densities are summarized in four categories.
Using a geographic information system (GIS) software pro-
gram, trip-end densities by zip code are summarized accord-
ing to naturally occurring breaks in the density categories.
The result is a set of four categories. 50 or more, 5 to 50,
1to5, and lessthan 1. These categoriesare based on observed
patterns and changesin densitiesin airport ground transporta-
tion marketsrather than on an arbitrary summarization of trip
density information. Additional categoriescould be presented;
however, limiting the number of categoriesto four resultsin
recognizable patterns that can be compared among all of the
airports available for this study.

Summarizing airport ground access markets using the four
trip-end density categories provides abroad context in which
to begin research into public ground transportation modes at
different airports. Table 2-1 presents information about the
ground transportation markets for each of the 13 airportsin
this study. The market information provided in Table 2-1
(1999 population, trip ends, and land area) should not be used
to rank the airports in terms of size or market area coverage.
There are number of reasons for this caution. First, the sur-
vey data provided for each airport does not represent a com-
mon year; the year in which each survey was conducted is
noted under the airport name. Second, the estimated square
miles of land area and the number of air passenger trip ends
do not reflect the actual size of an airport’ s respective ground
transportation market. Rather, the numbers represent al air
passenger trip ends that could be successfully matched to zip
codes and theland area associated with these zip codes. In all
cases, there are a number of survey records that had no zip
code or other geographic information available. Third, trip-
end densities of lessthan 0.01 (one air passenger trip end per
100 square miles) are not included in the table. Including
trip-end densities of less than 0.01 would add very little to



TABLE 2-1 Ground access market areas

Airport Trip-End  Land Area  Number of 1999 Average

(Survey Density in Square Average Population ~ Trip-End

Year) Category Miles Daily Air Estimate Density

Passengers  (thousands) Within

Represented Category
New York .01-.09 2,490 130 1,064 .05
LaGuardia 14 4,340 3,700 6,509 .85
(2997) 549 715 8,150 7,555 11.00
50+ 29 11,700 1,615 409.00
New York .01-.09 3,400 200 913 .05
JFK 1-4 7,240 5,400 11,007 .70
(1997) 5 49 588 7,750 7,561 13.00
50+ 34 10,450 1,932 310.00

San

Francisco .01-.09 4,100 200 459 .05
(1998) 14 6,600 5,120 4,220 .80
549 6381 8,200 2,984 12.00
50+ 79 18,000 911 225.00
Boston- 01-.09 1,972 100 380 .05
Logan 14 5,800 5,700 3,711 1.00
(1999) 549 900 11,100 2,400 12.00
50+ 44 9,300 543 210.00
Newark 01-.09 2,605 120 530 .04
(1997) 14 8,200 6,900 11,244 .80
549 1,400 15,300 7,135 11.00
50+ 29 6,200 1,193 215.00
Seattle- 01-.09 12,100 400 241 .03
Tacoma 1-4 7,050 4,000 1,808 .60
(1996) 549 600 7,400 2,278 12.00
50+ 37 4,700 241 126.00
Denver 01-.09 5,050 200 83 .04
(1998) 14 7,600 9,100 1,045 1.20
549 800 11,900 1,420 15.00
50+ 86 8,600 320 100.00
Los Angeles 01-.09 2,393 90 131 .04
(1993) 14 5,315 5,030 4,974 1.00
549 1,382 21,040 8,597 15.00
50+ 169 12,970 1,518 77.00
Tampa 01-.09 819 50 115 .06
(1997) 14 4024 2,800 1,925 .70
549 460 6,300 1,226 14.00
50+ 24 3,025 81 126.00
Portland 01-.09 14,390 450 763 .03
(1996) 14 6,921 3,390 2,161 .50
549 415 5,115 1,213 12.00
50+ 10 650 72 66
Reagan 01-09 2,322 130 NA .06
National 14 3,769 3,270 NA .87
(1998) 549 439 5,665 NA 13.00
50+ 45 9,840 NA 216
Dulles 01-.09 2,775 135 NA .05
(1998) 14 3,950 3,170 NA .80
549 476 6,730 NA 14.00
50+ 39 4,280 NA 110
Baltimore- .01-.09 706 40 NA .06
Washington 14 6,324 5,825 NA .92
(1998) 549 590 6,625 NA 11.00
50+ 9 1,865 NA 205

Source: MarketSense, based on airport air passenger surveys.




the number of air passengers represented and include areas
on the extreme fringe of airport ground access markets.

A Comparison of Trip-End Density
and the Land Area

Thereisbroad similarity in the distribution of trip-end den-
sities for each of the 13 airports. To illustrate this point, two
graphs have been prepared based on the data in Table 2-1.
First, the number of air passenger trip ends and associated
land area at each airport are compressed from four into two
categories; areas having a density of five or more trip ends

100%
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per square mile and areas having less than five trip ends per
square mile. The results can be seen in Figures 2-1 and 2-2.
Figure 2-1 illustrates that the majority of air passengers start
their ground access trips from areas having five or moretrip
ends per square mile. Figure 2-2 illustrates that the majority
of the land area within a ground access market is composed
of areas with less than five trip ends per square mile.

The proportional relationship between trips ends and land
area for airport ground transportation markets is dramatic.
Figures 2-1 and 2-2 illustrate that a relatively small area of
land in each ground access market is associated with avery
high proportion of air passenger trip ends. In most cases,
approximately 60% to 80% of all air passenger trip ends are

80% -

60% -

Trip Ends

40% A

20% -

Percent of Air Passenger

0%

SFO DCA

LGA

JFK

BOS

LAX

IAD SEA

DIA. TPA EWR

BWI

PDX

O< 5 trip ends/sqg. mi. 05 or more trip ends/sqg. mi.

Source: MarketSense, based on airport air passenger surveys.

NoTe: SFO = San Francisco; DCA = Reagan National, Washington D.C.; LGA = LaGuardia, NY; JFK = John F. Kennedy, NY;
BOS = Boston-Logan; LAX = Los Angeles; IAD = Dulles, Washington D.C.; SEA = Seattle-Tacoma; DIA = Denver;
TPA = Tampa; EWR = Newark; BWI = Baltimore-Washington; and PDX = Portland, OR.

Figure2-1. Ground access market areas for 13 large U.S airports—air passenger trip ends.

s 100% -

o =

< 80% -

2

8 60% -

S 40%

c

S 20%

[0

o 0% . . . . . . . . . . . .
SFO DCA LGA JFK BOS LAX IAD SEA DIA TPA EWR BWI PDX

O< 5 trip ends/sq. mi. E5 or more trip ends/sqg.mi.

Source: MarketSense, based on airport air passenger surveys.

Note: SFO = San Francisco; DCA = Reagan National, Washington D.C.; LGA = LaGuardia, NY; JFK = John F. Kennedy, NY;
BOS = Boston-Logan; LAX = Los Angeles; IAD = Dulles, Washington D.C.; SEA = Seattle-Tacoma; DIA = Denver;
TPA = Tampa; EWR = Newark; BWI = Baltimore-Washington; and PDX = Portland, OR.

Figure 2-2. Ground access market areasfor 13 large U.S airports—and area.
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generated from an area equaling not more than 10% of the
total area associated with ground transportation trips to an
airport. All airport ground transportation markets exhibit this
general pattern to some degree. This observation has impli-
cations for designing airport ground transportation services
becauseit suggeststhat alarge proportion of all ground trans-
portation trips to an airport are generated from a relatively
small physical area. In planning airport ground transportation
services, the areawith five or more trip ends per square mile
should be the focus for maximizing mode share potential.

The Importance of Primary Ground
Transportation Markets

The previous section highlighted the significance of geo-
graphic areasin which trip-end densities equal or exceed 5trip
ends per square mile. A meaningful term that can be used to
describethis areaisthe “ primary market.” Borrowed from the
field of marketing geography, a primary market is defined as
“the areaassociated with at least 60% of al customers,” inthis
case, air passengers using ground trangportation. It is impor-
tant to the success of any ground access service to understand
where the majority of potential customersis located in order
to find the area that contains the highest concentration of
passengers. The share of air passengers using a particular
access mode from a given area will vary depending upon a
number of factors, one of which isthe origin location of pas-
sengers accesstrip totheairport. Identifying the primary mar-
ket for an entire airport is the first step in defining the mar-
kets for various public transportation modes.

Applying the definition of primary market to the four trip-
end density categories, we find that for al the airports, the
primary marker is described by the sum of thefirst two high-
est categories of trip-end densities. Therefore, primary mar-

ketsfor al of theairports under discussion have average den-
sities of fivetrip ends per square mile or higher. Asshownin
Table 2-2, primary markets account for 59% to 87% of all
trip ends and 2% to 17% of the land area associated with the
ground transportation service areaof an airport. For the major-
ity of airports, theland areain their primary market is between
400 and 950 square miles, the exceptions being Newark
(1,429 square miles), Los Angeles (1,551 square miles),
Tampa (484), and Portland (435). Table 2-2 summarizes the
characteristics of the primary ground transportation markets
for the 13 airports.

The concept of a primary market area is important for
understanding the service and operating environment of an
airport’s ground transportation network. It is also an impor-
tant concept to remember when evaluating the role of an
individual ground transportation service. The primary market
provides aframework for assessing operations and the poten-
tial demand for anew service and for comparing market char-
acteristics of a new service to those supporting existing ser-
vices. As we examine the three categories of ground access
services covered in this chapter, we will see that al of them
focus on areas with five or more trip ends per square mile,
that is, on primary ground transportation markets. Only one
service—the express bus operating from a regional collec-
tion point—can effectively serve areasoutside of an airport’s
primary ground access market.

TRIP-END DENSITIES ASSOCIATED WITH
FIXED-ROUTE AND SCHEDULE SERVICES

Airports with Rail Service

Rail isresponsiblefor transporting a significant proportion
of air travelers to Boston's General Edward Laurence Logan

TABLE 2-2 Primary ground transportation markets

Land Percent of Total Number Per cent of 1999
Area Ground of Air Total Air  Population
(square  Transportation Passenger Passenger Estimate
Airport miles) Market Area Trip Ends  Trip Ends (thousands)
LaGuardia 744 10% 19,850 84% 9,200
JFK 622 6% 18,200 76% 9,500
San 760 7% 26,200 83% 3,900
Francisco
Boston- 944 11% 20,400 78% 2,950
Logan
Newark 1,429 13% 21,500 75% 8,300
Seattle- 637 3% 12,100 2% 2,500
Tacoma
Denver 886 7% 20,500 69% 1,750
Los Angeles 1,551 17% 34,000 87% 10,100
Tampa 484 9% 9,325 7% 1,300
Portland 425 2% 5,765 60% 1,300
Reagan 484 7% 15,500 82% NA
National
Dulles 515 7% 11,010 7% NA
Baltimore- 599 8% 8,490 59% NA
Washington

Source: MarketSense, based on airport air passenger surveys.



International Airport and Washington, D.C.’sRonad Reagan
Washington Nationa Airport. In addition, a modest propor-
tion of air travelersflying out of Baltimore-Washington I nter-
national Airport useintercity Amtrak service from Washing-
ton, D.C. Information from air passenger surveys conducted
at each of these three airports indicates the airport mode
shares presented in Table 2-3. It should be noted that the
Boston and Baltimore-Washington regional surveyswere con-
ductedin April 1999 and May 1998, respectively, making the
mode share comparisons consistent in terms of the season of
the year.

From a comparison of mode shares at the three airports,
Metrorail service to Reagan National is the access mode of
choice for amost 12% of the airport’sair passengers and far
exceeds the rail mode shares found at the other two airports;
the Massachusetts Bay Transportation Authority (MBTA)
subway service to Boston-Logan is used by 7% of air pas-
sengers, and Amtrak service to Baltimore-Washington I nter-
national Airport is used by a modest 2% of air passengers.
These mode share comparisons are based on the entire ground
transportation market for each respective airport.

Primary Markets for Rail Service

Individual rail service mode sharesare quitedifferent at the
three airports after applying the definition of the primary mar-
ket and focusing on the specific areas within the entire mar-
ket that are responsible for the majority of rail users. Infor-
mation about the primary rail service markets for the three
airports are presented in Table 2-4. As defined, the primary
market for rail is that area of the respective airport ground
transportation market in Washington or Boston that generates
at least 60% of all air passenger trip ends by rail. For Wash-
ington and Boston, rail use is concentrated in urban areasin
which the respective ground transportation markets average
at least 125 trip ends per square mile. The trip-end density
associated with the primary Amtrak market for Baltimore-
Washington International Airport is considerably less at
25 trip ends per square mile; however, it is important to
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TABLE 2-3 Airportswith rail service mode shares

Reagan Boston- Baltimore-
Arrival Mode National L ogan Washington
Private car 28.7% 37.3% 57.3%
Rental car 10.3% 12.3% 19.1%
Taxi 31.5% 20.2% 8.0%
Airport bus/limo 9.8% 20.0% 9.6%
Metrorail (DCA)
Subway (BOS) 11.6% 7.1% 1.9%
Amtrak (BWI)
Hotel/motel courtesy 7.9% 2.0% 3.1%
Other 0.2% 11% 0.6%
100.0% 100.0% 100%

Source: MarketSense, based on the 1998 Baltimore-Washington Regional
Air Passenger Survey and the 1999 Logan International Airport Air Passenger
Survey.

remember that thisis an example of an intercity rail service
and may have different market characteristics than would a
metropolitan rail service. In Figures 2-3, 2-4, and 2-5, therail
market for each of the three airports is shown on trip-end
density maps. Figure 2-3 illustrates the ground access mar-
ket for Boston-Logan International Airport. The primary air-
port rail market, outlined as“MBTA Primary Subway Mar-
ket,” isan areathat generates 76% of al trips made by rail to
the airport. In Figure 2-4, the primary market for Metrorail
to Reagan National Airport is outlined on a map of the air-
port’s ground access market. It is an area that generates 72%
of al Metrorail trips to the airport. For both airports, the pri-
mary market for rail serviceincludes areasin the highest trip-
end density category extending along principal rail routes to
each airport. In Figure 2-5, the area of Washington that can
be considered the primary Amtrak market for Baltimore-
Washington International Airport isoutlined on amap show-
ing the total ground transportation market for the airport.

In both Washington and Boston, the primary rail market is
aredatively small areaof land that generates ahigh proportion
of al airport ground access trips by rail. The primary market
for Metrorail in Washington (92 square miles) isalmost twice
the size of the MBTA subway market in Boston (59 square
miles); yet, the trip-end densities for rail are very similar in

TABLE 2-4 Airportswith rail service primary geographic markets

Market Size Trip Endsper SquareMile
Ground
Trans.
TripEnds Areain
Rail Mode by All Square Non-
Airport Service Share Modes Miles  Total Resident Resident
Reagan Metro- 13% 11,500 92 125 30 95
National rail
Boston- MBTA 16% 8,900 59 151 79 72
Logan Subway
Baltimore- 14% 1,400 57 25 9 16
Washington Amtrak

Source: MarketSense, based on the 1999 Logan Air Passenger Survey and the 1998 Baltimore-
Washington Regional Air Passenger Survey.
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Figure2-3. Boston-Logan ground access market—MBTA primary market.

thetwo cities. Inlarge part, thisisthe reason Washington has
amuch higher rail mode share when compared with Boston
for the airport overall. It is interesting to note that the mode
share for Amtrak service to Baltimore's airport (14%) from
the primary Washington area market is very similar to the
other two examples of rail mode shares.

The Washington-Baltimore Regional Air Passenger Sur-
vey also asked passengers about their use of light rail and
Amtrak service to Baltimore-Washington International Air-
port. Light rail servicewasrelatively new at thetime of thesur-
vey, soitisunlikely that current use of the service isreflected
accurately in the survey findings. At the time of the survey,
light rail was used by 1.9% of air passengersto reach BWI.

Market Segments Using Rail

Although al air passenger market segmentsuserail at each
of the three airports, the distribution of use among the market

segments is different for Washington’s Metrorail, Boston's
MBTA subway, and Baltimore's Amtrak service. Table 2-5
providesrail use by market segment for the three airports. In
Washington, approximately 60% of Metrorail and 72% of
Amtrak users are visitorsto the region while in Boston, 60%
of MBTA rail users are residents of the region. The highest
proportion of rail usersto Reagan National isthe non-resident
air passenger on a business trip; the highest proportion in
Boston is the resident air passenger on anon-businesstrip.

These differences in use of rail by air passenger market
segments is likely due to the different focus of activities
found in the urban area served by rail in Washington and
Boston. The large student population of the Boston areais
a significant component of the resident non-business air
passengers using rail to access Boston-Logan Airport. In
contrast, the focus of government and tourist activities in
the areaswell served by the Washington Metrorail supports
high use of the mode by non-residents, both business and
non-business travelers alike.
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Figure2-4. Reagan National ground access market—Metrorail primary market.

Airports with Bus Service

Another form of fixed-route serviceisbus. Someairport bus
services from selected locations in urban downtowns are suc-
cessful in attracting significant numbers of air passengers;
however, public bus services with multiple stops do not per-
form well even in areas with high trip-end densities. Because
of the way in which responses to air passenger survey ques-
tionnaires are summarized, it isnot always possibleto separate
responses in the scheduled bus/van category into the separate
types of ground transportation services included in this cate-
gory. A few examplesareavailablefrom airport surveysavail-
able to this research project. For scheduled bus services, the
Grayline service from Seattle-Tacoma Airport to downtown
Segttle and the service to Manhattan from JFK Airport are used
as examples. For public multistop bus service, three examples
are provided: Portland International Airport, LaGuardia Air-
port, and JFK International Airport (busservicetotheairport
from the Howard Beach Subway Station). Table 2-6 provides

the mode shares for each of the airports. Scheduled bus ser-
vice averages from 1.8% to 2.5% for the Seattle and Man-
hattan servicesrespectively and in the three examples of pub-
lic multistop bus service presented, all of the mode sharesare
less than 2%.

Aspreviously noted with rail, it isimportant to ook at the
primary markets for public multistop bus and scheduled bus
services in order to fully appreciate their potential to trans-
port travelers to the airport. Measuring a ground transporta-
tion service' s ability to carry air passengers using entire air-
port mode shares obscuresthe true potential to serve selected
regions within a market.

Primary Markets for Public Multistop Bus Service

City bus service from Manhattan and Long Island to
LaGuardia and the combined A-train/bus service to JFK are
examples of public transportation servicesin operationin very
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Figure 2-5. Baltimore-Washington airport ground access market—Amitrak primary

mar ket.

high trip-end density locations. Asis shown in Table 2-7, the
mode share in the primary markets for these services is
approximately 3%, whichisonly dightly higher than the mode
share measured for the overall airport market. Figure 2-6
illustrates the market for public multistop bus service to
LaGuardiaairport and Figure 2-7 illustrates the same for the
A-train/bus combination service. Central Manhattan is the
primary market generating 60% of the passengers using pub-
lic busto theairport; an areaof Long Island between JFK and
LaGuardia accounts for another 10% of the market. For the
combination A-train and bus to JFK, Manhattan is also the
primary market, generating 67% of all passengers; an area of
Brooklyn generates another 10% of the market. Another
exampl e of public multistop bus serviceto an airport isfound
in Portland—Tri-County Metropolitan Transportation Dis-
trict of Oregon’s (Tri-Met’s) bus service. This service does
not perform much better in transporting air passengersto the
airport than either of the New Y ork services. Looking at the

primary market for the Portland Tri-Met bus service, one
finds a mode share of 5% (note that this is considerably
higher than the 0.6% mode share calculated for the entire air-
port market as shown in Table 2-6). In Figure 2-8, the pri-
mary market for Tri-Met busin Portland is outlined on amap
of Portland International Airport’s ground transportation
market.

Market Segments Using Public Multistop Bus

Not surprisingly, the mgjority of bus users are non-business
travelersat all three of the airports, asis shownin Table 2-8.
For both LaGuardia and JFK, the non-business traveler
accounts for the mgjority of air passengers using public bus
to access the airport, 73% and 89%, respectively. In Port-
land, 84% of travelers using multistop bus service are non-
business trips.
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TABLE 2-5 Composition of rail market by sesgment Scheduled Bus Service from Downtown Locations
Market ments .
59 Non- Examples of scheduled bus services from downtown loca-
. Resident Nog- Resident tionsinclude the Grayline Express from downtown Seattle to
Resident Non- Resident Non- :

Airport Service  Business Business Business  Business 216 a rp;or_f_ﬂnd eigjalse?s.fronldgwntown M aﬂhattan tl’? ‘JEK
Eoston— Subway 16% 2% 2% 0% irport. The scheduled airport bus services have a higher
Rogagn Metroral share of the airport ground transportation market compared
N;f’ffm 20% 20% 35% 25% with public multistop bus services (see Figure 2-9).
Baltimore- Amtrak/

Washington  MARC 9% 19% 29% 43%
Source: MarketSense, based on the 1999 Logan Air Passenger Survey and the Primary Markets for Scheduled Bus Service

1998 Baltimore-Washington Regional Air Passenger Survey.

Reviewing the primary markets for these services indi-
cates mode shares of 15% for the Seattle service and 7% for

TABLE 2-6 Airportswith local and scheduled bus service mode shares

New York New York Seattle-
Arrival Mode Portland LaGuardia JFK Tacoma
Private car 66.1% 36.8% 42.2% 56.8%
Rental car 17.9% 4.4% 2.9% 19.8%
Taxi 3.8% 28.5% 22.1% 3.1%
SChe.d“'ed airport 5.4% 3.4% 23% 6.0%
us/limo
Grayline Express
(SEA) NA NA 2.5% 1.8%
Manhattan (JFK)
Private limo 1.3% 21.9% 16.9% 0.7%
Shared limo 0.9% 3.0% 4.2%
Charter bus 0.1% 1.5% 3.7% 0.4%
Tri-Met bus (PDX)
City bus (LGA) 0.6% 1.7% 1.7% 0.9%
A-Train/bus (JFK)
Hotel courtesy bus 4.6% 0.8% 1.8% 5.3%
Other 0.2% 0.1% 0.9% 1.0%
100.0% 100.0% 100.0% 100.0%

Source: MarketSense, based on Port Authority of NY & NJ 1997 Air Passenger Survey,
1996 Portland International Airport Air Passenger Survey, and Port of Seattle 1996
Enplaning Air Passenger Survey.

TABLE 2-7 Airportswith multistop and scheduled bus service primary geographic

markets
Market Size Trip Ends per SquareMile
Ground
Trans. Trip  Areain
Bus Mode EndsbyAll Square Non-
Airport Service Share Modes Miles Total Resident Resident
Multistop Bus
Portland Tri-Met 5% 1,600 73 22 16 6
New Y ork City bus 3% 8,300 11 750 245 505
LaGuardia Manhattan
New Y ork A-train/Bus 3% 9,200 14 635 166 469
JFK Manhattan
Scheduled Bus
0,
NastYKork Manhattan 7% 9,200 14 635 166 469
Seattle- Grayline 15% 1,750 4 475 110 365
Tacoma Express

Source: MarketSense, based on Port Authority of NY & NJ 1997 Air Passenger Survey, 1996 Portland
International Airport Air Passenger Survey, and Port of Seattle 1996 Enplaning Air Passenger Survey.
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Source: MarketSense, based on the 1996 Portland International Airport Air Passenger Survey.

Figure2-6. Portland airport ground access market—Tri-Met bus primary

market.

the service from Manhattan to JFK (see Table 2-7). For New
York, the primary market for scheduled bus is the same as
that for public bus service. Scheduled bus service to an air-
port usually has alimited number of stopsat locations acces-
sibleto large numbers of air passengers. The primary markets
for scheduled bus in Manhattan and Seattle have very high
trip-end densities typically associated with downtown areas
of mgjor cities. In Manhattan, the trip-end density is 635, and
in Seattle, itis475 for the Grayline Express market (see Fig-
ure 2-9). These densities are primarily the result of high con-
centrations of non-resident destinations in downtown areas
of both cities.

Market Segments Using Scheduled Bus Service
from Downtown Locations

As is shown in Table 2-8, the non-resident portion of all
scheduled bus usersis greater than 75%. Consistent with the
large number of trip ends attributabl e to non-residents, almost

60% of al scheduled bus passengers from Manhattan are
non-resident travelers on non-business trips, and, in Seattle,
the majority of users are non-resident business (48%) and
non-business (38%) travelers alike.

TRIP-END DENSITIES ASSOCIATED WITH
SHARED DOOR-TO-DOOR SERVICES

Flexibly routed door-to-door serviceisacategory of ground
transportation identified by a pre-reserved pick-up of atrav-
eler from his or her place of origin. Typically, the service
provider operates a fleet of similarly painted vans; the vans
pick up individual travel parties and then run express to the
airport from the last pick-up location. Usualy, afixed fareis
charged by general region. On leaving the airport, atraveler
proceedsto the terminal curb from which these services oper-
ate and boards a vehicle with a number of other people (usu-
ally the maximum number of drop-offsor pick-upsislimited
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Source: MarketSense, based on the Port Authority of NY & NJ 1997 Air Passenger Survey.

Figure2-7. LaGuardia ground access market—local bus primary market.

to three or four). Each individua travel party is then driven
to her or her respective destination.

Airports with Shared Door-to-Door Services

Most large airports in the United States have one or more
shared door-to-door services in operation. At some airports,
anindividual operator isgranted exclusiverightsto servethe
ground transportation market; at other airports, a number of
shared door-to-door services arein operation. To effectively
study the market for this type of service, it is important to
identify theindividual markets associated with each door-to-
door operation. Airport passenger surveys are not consistent
in the way in which information about these services is
recorded. In some cases, door-to-door shared-ride services
are included in one category along with other unscheduled
ground access services such as private limousine. In other

cases, individual service operationsare not identified, but are
grouped together as one class of ground transportation. From
survey information available to this study, shared door-to-
door services could be clearly separated from other access
modes at four airports—San Francisco, Segttle, Boston, and
Los Angeles—and individual operators could be separated
out in only the Seattle and Boston airport surveys.

Asis shown in Table 2-9, door-to-door services capture
12.6% of the ground access market at San Francisco Inter-
national Airport. This mode share represents the proportion
of air passengers using door-to-door servicesfrom multiple
operators.

In Seattle, the survey category of shuttle/bus/van accounts
for 17.3% of al ground access passengers. This category can
be broken down into the categories of hotel courtesy, airporter
(which appearsin Table 2-9 as* Scheduled airport bug/limo™),
and shared-ride service because the Seattle airport survey
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Figure 2-8. JFK ground access market—A-train/bus primary market.

distinguishes individual service providers. Super Shuttle, the
door-to-door van service (Super Shuttle also operated sched-
uled service at the time of the survey), had 4.2% share of the
ground access market at the time of the Seattle airport survey.

The Boston-Logan Airport air passenger survey combines
all non-scheduled ground transportation servicesinto asingle
category called “door-to-door limo”; this category includes
shared door-to-door van services as well as reservation lim-
ousine services. In total, this category has approximately
10% of the ground access market. The survey allows further
division of the door-to-door limo category by individual ser-
vice provider. One of the providers, U.S. Shuttle, operates a
service similar in configuration to that of San Francisco’'s
door-to-door van services and Seattle’' s Super Shuttle service.
According to the Boston-Logan airport survey, the door-to-
door van service of U.S. Shuttle has approximately 1% of the

airport’ sground access market. Although a small proportion
of thetotal ground access market, U.S. Shuttle had the largest
market of any door-to-door van service in the Boston area at
the time of the airport survey.

In Los Angeles, door-to-door shared services had approxi-
meately 5% of the ground transportation at the time of the most
recent air passenger survey conducted in 1993. Thisinforma:
tionisnow amost 10 yearsold and may not reflect the role of
shared door-to-door services currently at Los Angeles Inter-
national Airport.

Primary Markets for Shared
Door-to-Door Services

Figures 2-10 through 2-13 illustrate the ground transporta-
tion marketsfor San Francisco, Seattle-Tacoma, Boston, and



TABLE 2-8 Composition of multistop and scheduled bus

market by segment

Market Segments
Resident Resident Non- Non-
Business Non- Resident Resident
Business Business Non-
Airport Business
Multistop Bus
LaGuardia 15% 39% 12% 34%
Kennedy (A- 1% 29% 7% 60%
train/bus)
Portland 14% 60% 2% 24%
Scheduled
Bus
Kennedy % 16% 18% 59%
Seanl € 0, 0, 0, 0,
Tacoma 7% 7% 48% 38%

Source: Port Authority of NY & NJ 1997 Air Passenger Survey, 1996 Portland
International Airport Air Passenger Survey, and Port of Seattle 1996 Enplaning

Air Passenger Survey.

Grayline Express
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Los Angeleswith the primary market for shared door-to-door
services outlined. As explained previously in this chapter, it
isthe primary market for aground transportation service that
illustrates the true potential of a mode to transport air pas-
sengersto the airport. The primary markets for door-to-door
services were developed by first plotting the entire distribu-
tion of air passenger trip ends for door-to-door van service at
each of the three airports. The areas with the highest propor-
tion of trips were selected and then outlined as shown on the
maps of each airport’s ground access market.

Based on thetrip-end density mapsfor thefour airports, the
primary markets for all examples of door-to-door operations
include areas in which densities exceed five trip ends per
square mile. The Los Angeles and San Francisco marketsrep-
resent multiple service providers while the Boston and Seat-
tle markets represent individual providers. Therefore, it isnot
possible to generalize about the relative size of primary mar-
ketsfor door-to-door services. The characteristics of the door-
to-door van market at each airport are provided in Table 2-10.
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Source: MarketSense, based on the Port of Seattle 1996 Enplaning Air Passenger Survey.

Figure2-9. Seattle-Tacoma airport ground access market—Grayline Express

primary market.
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TABLE 2-9 Airportswith shared door-to-door service mode shares

Arrival San Seattle- Boston- Los
Mode Francisco Tacoma L ogan Angeles
Private car 37.9% 56.8% 37.3% 49.4%
Rental car 19.8% 19.8% 12.3% 18.3%
Taxi 10.4% 3.1% 20.2% 5.5%
Scheduled airport 6.9% 7.7% 10.0% 7.3%
bus/limo*
Private limousine 3.7% 0.7% 8.8%° 1.7%
?;na;rlmgoor g 12.6% 4.2% 1.0%° 5.2%
Subway/rail NA NA 7.1% NA
Charter bus 1.0% 0.4% NA 4.5%
Local bus NA 0.9% 0.2% 1.3%
Hotel courtesy 6.5% 5.4% 2.0% 5.0%
Other 1.3% 1.0% 11% 1.8%
100.0% 100.0% 100.0% 100.0%

Source: MarketSense, based on airport air passenger surveys.

1 Includes express bus services.

2 Includes all shared door-to-door services except U.S Shuittle.
3 U.S. Shuttle shared door-to-door service only.
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Source: MarketSense, based on the 1998 SFO Air Passenger Ground Access Survey.

Figure2-10. San Francisco airport ground access market—door-to-door

SErvices.
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Figure2-11. Seattle-Tacoma airport ground access market—Super Shuttle

primary market.

The primary market for door-to-door servicesto San Fran-
cisco International Airport isthe city of San Francisco, where
trip-end densities are high and on average exceed 300 trip
ends per square mile. The mode share is 21%; however, it is
important to remember that this includes a number of door-
to-door operations. A high mode share of 19% for door-to-
door services is aso found in the Oakland area market
(which is outlined in Figure 2-10), where trip-end densities
average only 17 trip ends per square mile. These high mode
shares are in contrast to a 7% mode share for door-to-door
service from south of the airport in areas with trip-end den-
sities of morethan 20 trip ends per square mile. Although the
city of San Francisco isthe primary market for these services,
the market areas a ong the peninsulaand around Oakland are
presented because they illustrate market share differences
that occur in areaswith similar trip-end densities. Once again,
the inability to identify individual shared door-to-door ser-
vicesis obscuring the meaning of trip-end densitiesthat sup-
port this form of public airport ground transportation.

In Boston, Seattle, and Los Angeles, the mode share for
door-to-door services does not exceed 7% with densities of
approximately 15 to 50 trip ends per square mile in the pri-
mary markets. The lower end of thisrange of trip-end densi-
tiesistypically found adjacent to major highways and roads
serving the respective airport.

Market Segments Using Shared
Door-to-Door Services

The air passenger market segments using door-to-door ser-
vices vary by city athough, with the exception of Boston, the
least likely segment using this serviceisthe non-resident busi-
nesstraveler. In al markets except Boston, about 65% to 70%
of thetravelersusing this service are on non-businesstrips. In
San Francisco, it is the non-resident non-business traveler
who most uses this access mode; in the other cities, it isthe
resident non-business traveler. Boston’s U.S. Shuttle service
is an exception, the second highest use is by the non-resident
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Figure2-12. Boston-Logan ground access market—U.S. Shuttle primary

mar ket.

businesstravel segment. Table 2-11 provides a comparison of
the market segments using shared door-to-door services.

EXPRESS MODES FROM REGIONAL
COLLECTION POINTS

The operating characteristics of individual express bus
services may differ, but there areimportant service elements
in common contributing to their success. These serviceshave
frequent and reliable schedules, run express from a selected
regional location at aminimum distance of 10 milesfrom the
airport, and have an off-airport terminal location situated at
amajor regional roadway location.

Airports with Express Bus Service
from Regional Collection Points

There are three large airports where remote express bus
services have been successful in attracting asignificant share

of air passengers. The Marin Airporter serving San Francisco
Airport, the Van Nuys FlyAway serving Los Angeles Air-
port, and the Logan Express routes serving Boston-Logan
Airport are all examples of successful express bus operations
that serve some of the lower-density regions of their respec-
tive airports ground transportation markets. All three
services—the Van Nuys FlyAway, the Logan Express, and
the Marin Airporter—run express servicesfrom aremoteter-
minal at a distance of 10 to 20 miles from the airport. The
Marin Airporter has two additional stops upstream from its
Larkspur terminal; however, the majority of passengers use
the Larkspur Terminal. All three services operate 7 days a
week. The Van Nuys FlyAway operates 24 h per day, while
the Logan Expressand Marin Airporter operatefrom early in
the morning until late in the evening seven days aweek. All
of the services operate on 30-min headways. During peak
times additional buses are added on the Logan Express and
service isevery 15 min on the Van Nuys FlyAway.

Table 2-9 shows that these services are included in the cat-
egory of scheduled airport bus and limousine service and have
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Figure2-13. Los Angeles airport ground access market—door-to-door primary market.

TABLE 2-10 Airportswith shared door-to-door services primary geographic

markets
Market Size Trip Endsper SquareMile
Shared Ground
Door-to- Trans. Trip  Areain
Door Mode  EndsbyAll  Sguare Non-
Airport Service Share Modes Miles  Total  Resident Resident
City of
San San 21% 14,350 46 312 94 218
Francisco  Francisco
Sesttle- Super o
Tacoma Shuttle % 7,850 488 16 9 7
Boston Us. .
Logan Shuttle 6% 3,250 62 53 31 22
Los Los
Angeles 5% 29,100 1,075 27 12 15
Angeles area

Source: MarketSense, based on airport air passenger surveys.
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TABLE 2-11 Shared door-to-door service by market
segment

Market Segments
Resident Resident Non- Non-
Business Non- Resident Resident
Business Business Non-
Airport Business
Boston 19% 40% 32% 9%
San 18% 24% 18% 40%
Francisco
Seattle 21% 39% 14% 25%
Los Angeles 19% 39% 13% 29%

Source: MarketSense, based on airport air passenger surveys.

about 7% of theground transportation market at San Francisco
and Los Angeles airports to 10% at Boston-Logan Airport.
Thiscategory must be disaggregated in order to understand the
actual mode share experienced by each of the individua ser-
vices in their respective markets. In the case of the three ser-
vices, air passenger survey information could be tied to the

Marin Airporter

Primary Mark et

individual services and was supplemented by additional sur-
veys conducted specifically for the express bus services.

Primary Markets for Express Bus Service
from Regional Collection Points

Examining the primary markets for the individual express
bus services uncovers a similarity in mode shares and trip-
end densities supporting the operations. Figures 2-14, 2-15,
and 2-16 illustrate the primary markets for the Marin Air-
porter (San Francisco), the Framingham and Braintree L ogan
Express (Boston-L ogan), and the Van Nuys FlyAway (Los
Angeles). (There are two additional Logan Express services
in operation; however, one began service in 2001 and the
other rel ocated to anew site during the same period. Assuch,
the market characteristics of the two services are not repre-
sented in the air passenger survey information available to
this study and, therefore, could not be included in the current
discussion.)
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Source: MarketSense, based on the 1998 SFO Air Passenger Ground Access Survey.

Figure2-14. San Francisco airport ground access market—Marin Airporter

primary market.
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Figure 2-15. Boston-Logan ground access mar ket—Framingham Logan
Express and Braintree Logan Express primary markets.

The primary market for each express bus service includes
geographic areas linked by major regional roadways to the
remote terminal locations. In all cases, the express bus ter-
minal islocated within the geographic boundaries of the pri-
mary ground access market for the airport, and, because of
good highway access to the remote terminal sites, areas out-
side of the primary airport ground access market with low
trip-end densities are also served by the express bus opera-
tions. Because of the regional significance of the remote ter-
minal sites, the sites function as collection points for trips
starting in areas of low trip-end densities outside the primary
ground access market for each respective airport. Table 2-12
presents the characteristics of each express bus service.

Each individual service does not have more than a 2%
share of the entire airport ground access market; however,
whenwelook at the geographic areasthey are serving, wefind
that the services have a substantial portion of their respective
primary markets. The four services have a mode share rang-
ing from 17% to 31% of their primary markets. The physical
size of the areas they serve ranges from 264 square miles to

564 square miles. On average thetrip-end density in their pri-
mary markets is very low, from four to eight trip ends per
square mile.

Market Segments Using Express Bus Service

Because the terminal facility for each serviceis located at
adistance from the airport, these services are used primarily
by resident air travelers. Table 2-13 provides the market seg-
ment distribution of air passengers using the four services.

THE GEOGRAPHY OF PUBLIC GROUND
TRANSPORTATION TO AIRPORTS

Multipleformsof ground transportation are required to meet
the needs of the many travelers using today’s airports. Plan-
ning new or improved public transportation services requires
an understanding of the geographic markets supportive of
the particular modes under consideration. Summarizing the
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Figure 2-16. Los Angeles ground access market—Van Nuys FlyAway primary market.

geographic patterns of public transportation use at large air-
portsisaway of identifying these characteristics.

Most discussions of airport ground transportation focuson
the mode share for general categories of ground transporta
tion available at an airport. While thisis a valid measure of
how well ground transportation is serving an airport’s entire
ground access market, it is not agood measure of the market
potential for an individual service. It isimportant to link the
assessment of mode share to a realistic description of a ser-
vice's market areain order to develop market profiles com-
parable among airports.

The information presented in this chapter represents an
initial study of the market for public ground transportation
services to large airports. Research conducted into market
conditions supporting three basic categories of public ground
transportation leads to initial observations about the composi-
tion of airport ground transportation markets and the distribu-

tion of air passenger trip ends within those markets. The pub-
lic transportation services examined in this study are focused
on ageographic area of the airport ground transportation mar-
ket more appropriately called “the primary market.” Itisanarea
surrounding an airport inwhich at least 60% of al ground trans-
portation tripsto an airport are generated. Empirical datafrom
thisstudy indicatesthat primary ground transportation markets
for large airports circumscribe a geographic areain which trip
activity isfiveor more air passenger trip ends per square mile.

SUMMARY OF FINDINGS
Traditional Fixed-Route Services

Existing traditional rail services that can be considered
successful (mode shares of 15% or greater in their primary
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TABLE 2-12 Airportswith express bus services primary geographic markets

Market Size Trip EndsPer SquareMile
Ground
Trans. Trip  Areain
Express Bus Mode EndshyAll  Square
Airport Service Share Modes Miles  Total Resident Non-Resident
San Marin o
Francisco Airporter 31% 1,300 810 4 8 1
Boston- Braintree 18% 2,400 564 4 3 1
Logan Log. Exp.
Boston- Framingham 2506 1520 264 6 4 5
Logan Log. Exp.
Los Van Nuys 0
Angeles FlyAway 17% 3,600 460 8 5 3

Source: MarketSense, based on discussions with Marin Airporter management, the 1999 Logan Air Passenger
Survey, Braintree and Framingham Logan Express Surveys, and the 1993 Los Angeles Air Passenger Survey.

market) arelocated in urban areas with high trip-end densities.
Primary markets for the two successful services presented in
this research—Washington, D.C.’s Metrorail and Boston's
MBTA subway services—average 125 to 150 trip ends per
square mile in an area encompassing 60 to 100 square miles.
No successful examples of traditional multistop bus ser-
viceswere found in this study. Public multistop bus services
in New Y ork and Portland, Oregon, have mode shares of 3%
to 5% in their respective primary markets. Trip-end densities
associated with public multistop bus serviceshad avery wide
range, from dightly more than 20 trip ends per square mile
to morethan 600 trip ends per square mile, indicating that there
are other factors affecting the performance of this service.
Scheduled bus services operating from downtown loca-
tions and running express to the airport have considerably
higher mode shares in their respective primary markets. The
examplesincluded express service from downtown Seattleto
the airport with a 15% share of the market and express ser-
vicefrom Manhattan to JFK with a7% mode share. Very high
densities of 475 to 600 trip ends per square milefound in nar-
rowly defined urban downtowns support these services.

Shared Door-to-Door Services

Observations about market characteristics supportive of
shared door-to-door services are limited because of the man-
ner in which available survey information is recorded. From
examplesin this study, shared door-to-door services operate
in avariety of markets, in which densities range from 15 to
more than 300 trip ends per square mile. Mode sharesin pri-
mary marketsfor these servicesrange from 5% to 21%; how-
ever, the examples do not necessarily represent individual
services, making it difficult to understand the fundamental
market requirementsfor this category of public ground trans-
portation. The physical size of the primary marketsidentified
for shared door-to-door services also have avery widerange,
from 50 to 500 square milesin area.

Express Bus Service from a Regional
Collection Point

Express bus transportation operating from remote sub-
urban terminals serving San Francisco, Los Angeles, and

TABLE 2-13 Market segments using expr ess modes

Market Segments
Non-
Resident Non- Resident
Resident Non- Resident Non-
Airport Service Business Business Business Business
e Marin 33% 44% 5% 18%
rancisco Airporter
Boston- Braintree
Logan 48% 36% 5% 11%
Logan
Express
Framingham
Boston- Logan 25% 56% 6% 13%
Logan
Express
Los Van Nuys o o o o
Angeles FlyAway 18% 49% 8% 25%

Source: MarketSense, based on air passenger surveys.
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Boston-Logan International Airports are examples of suc-
cessful public ground transportation services. This category of
public transportation is the only example found in the current
research providing some measure of service to geographic
areas outside of primary airport ground transportation markets
in which trip-end densities are very low (less than five per
squaremile). All of the services operatefrom locationsthat are
at least 10 milesfrom the airportsthey serve and are located at
amajor regional collection point where the roadway network
funnel s automobile access trips destined for the airport.

Available market information for express bus services
indicates that the average density in the primary markets for
individual services ranges from four to eight trip ends per
square mile. The physical size of market areas for these ser-
vices range from approximately 250 to 500 square miles.
Mode shares of 17% to 31% in primary markets are the high-
est found among the three types of public ground transporta-
tion to airports.

A Hierarchy of Markets for Public Ground
Transportation Services

The research findings indicate that each ground transporta
tion service category is associated or supported by a roughly
defined range of air passenger activity. Table 2-14 has been
devel oped based on the empirical evidence availablefromair
passenger surveys. For each public ground transportation
mode, Table 2-14 lists the size of the primary market associ-
ated with the mode and the number of annualized air passen-
gers generated from the primary market area.

Thereis consistency in the range of air passengers support-
ing the public ground transportation services reviewed in this
study. Expresshusservice, either from downtown or aregional
collection point, is dependent upon amarket of roughly 1.2 to
1.6 million annual air passengers. Shared door-to-door modes
serve geographic areas generating 2.0 to 4.9 annual air pas-
sengers and rail service isfound in areas with 6.6 million to
8.2 million annual air passengers. These results provide a
genera indication of the air passenger activity supporting of
public ground transportation services at large airports and
point to therole of public transportation modesin the family
of ground transportation services needed to support a large
airport.

Defining the market conditions that support individual
public transportation services provides analogous models to

TABLE 2-14 Primary markets associated with public
ground transportation services

Size of Primary
Market for
PublicMode  Total Annualized Origin/Destination
Mode (square miles) Air Passenger s (two-way trips)
Rail/Subway 60-90 6,600,000-8,200,000
Shar egg;‘:or'to' 60-450 2,000,000-4,900,000
Express Bus .

(Regional) 275-550 1,200,000-1,600,000
Express Bus 4 1,300,000
(Downtown)

Multistop Bus 75 1,000,000

Source: MarketSense, based on airport air passenger surveys.

usein planning new or improved services for airport ground
transportation markets.

Priorities for Airport Data Collection

Information needed to describe and analyze the market for
public ground transportation services is not readily available
for most largeairports. At approximately half of the 30 largest
airportsin the United States, air passenger survey informa-
tioniscollected at irregular interval's, and the ground trans-
portation information that is collected is not summarized
using consistent terminology among airports. In some cases,
a public transportation mode is summarized in one category
along with other modes. The sample sizes used in surveying
individua airportsisdifferent, which affectsthelevel of detail
available for defining geographic markets. Without informa-
tion about the origin locations of airport ground transporta-
tion trips, it is not possible to develop meaningful measures
of market characteristics for public ground transportation
services, nor is it possible to compare the characteristics of
successful services at one airport with potential markets at
another airport.

The research effort required to administer air passenger
surveys does not represent a significant financial burden for
most large airports. An estimate of funds required to admin-
ister and processan air passenger survey at alargeairport with
sufficient detail to delineate geographic patterns of ground
transportation is in the range of $100,000 to $250,000. For
smaller airports, a smaller budget could be considered. Air-
port administrations should consider the benefits of develop-
ing geographic air passenger databases and the multiple plan-
ning uses that could be made of the information.




CHAPTER 3

51

THE IMPORTANCE OF DEMOGRAPHIC SEGMENTATION

CONTEXT OF CHAPTER 3

Effective planning for public transportation access to air-
ports should be built up from an understanding of the needs
of the passenger rather than down from preconceived ideas
about what modeis*“best” for airport ground access. Thereis
no one market for airport ground access services, but rather
a series of market segments, each of which might require a
separately designed service response. Chapter 3 now explores
the influence of demographic variables on the propensity to
choose public mode services for these market segments.

Chapter 2 hasreviewed the rel ationship between geographic
characteristics of the market and the market’ s ability to sup-
port various modes of airport ground access, focusing partic-
ularly on the density of thetrip ends at the non-airport end of
the ground access trip.

Chapter 3, building on that analysis, will review the demo-
graphic segmentation mechanisms proposed in TCRP Report
62 and apply them to airport markets in several cities. The
analysiswill examine the interaction of both elements of mar-
ket research: identifying strong marketsin terms of geographic
segmentation and in terms of demographic segmentation. The
methodology proposed suggests that the examination of pub-
lic mode markets for airport ground access should commence
with an examination of geography to determinethe geographic
areain which a given service makes sense; following that, an
examination for the influence of the demographic variablesin
that defined area should be undertaken.

Structure of the Chapter

This chapter is divided into four sections:

1. The concepts of demographic and geographic market
segmentation are reviewed.

2. The variation in mode share by demographic segment
isfirst observed for the airport market as awhole.

3. Thevariation in mode share by demographic segment is
observed for specific geographic market areas that have
beenidentified by aprocess of geographic segmentation.

4. Therole of the demographic segmentsin the propensity
to shift modesin responseto new servicesis documented.

BASIC CONCEPTS OF MARKET
SEGMENTATION IN AIRPORT ACCESS

The Importance of Submarkets

Thereisno single market for ground access servicesto air-
ports. there are a series of submarkets, or market segments,
that each have distinct and documentable characteristics. Very
often, it is necessary to create separate services for separate
market segments; usually, the form of marketing, pricing, and
promotion of services will vary by the market segment that is
being sought. In many of the case studies presented in TCRP
Report 62, high overal rates of public transportation market
sharewere attained asthe cumulative result of aseries of sep-
arate services, each designed to fit the needs and require-
ments of a specific market niche. At Tokyo's Narita Airport,
for example, three separate rail companies offer services at
three separateticket-pricelevels. At London’ s Heathrow Air-
port, the original combination of agood rapid transit service
plus tourist-oriented buses was augmented by the addition of
the higher-priced Heathrow Express premium rail service. In
Paris, French decisionmakers are now determining the best
strategy to add a new premium CGD Express to the existing
combination of commuter rail and specialty bus service from
Paris Charles de Gaulle Airport. In each case, demographic
characteristics in support of a given service were identified,
and the service was designed to serve those market-driven
requirements.

Geographic Segmentation

The logic of separate examination by geographic area
should be clear from the analysis in Chapter 2. For almost
any specific service, there will be areas that are well served
and areas that are poorly served. The use of aggregate geo-
graphic areas causes the behavior of thetravelerswith ahigh
propensity to choose the service to be lumped together with
the behavior of thosewho havelittlelogical chance of choos-
ing the service. This causes the analysis of average condi-
tions, which may conceal very real behavioral patternsin the
targeted group. In each case examined in this chapter, local
market researchers have undertaken atwo-step process: first,
they examine overall patterns to look for strong geographic
markets, and second, they apply a more fine-grained demo-
graphic segmentation for the specific market identified.
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Demographic Segmentation
Four-Cell Matrix

For any given geographic market area defined for analysis,
whether it be the entire ground access market for an airport or
ahighly localized submarket (such as airport to a convention
center/hotel area), TCRP Report 62 proposed the examination
of four demographic segments. The tripmakers are examined
through the application of a 2-dimensional matrix: simulta-
neoudly, the tripmakers are segmented (1) by their status of
residency and (2) by the purpose of their trip. The two levels
of residency are Resident or Non-resident of the catchment
areaof theairport. Thetwo levelsof trip purpose are Business
and Non-business. There are, of course, variations to these
definitions as applied around the world. The Non-business
category, for example, in many studiesislabeled as“leisure.”
Under such adefinition, atrip to afuneral or to collegewould
be categorized as a leisure trip; the term “non-business’ has
been adopted here because of its open-ended, inclusive defi-
nition. (Theterm“leisure” issometimesused in thistext when
referring to data originally defined by that word.)

When the dimension of residency is arrayed against the
dimension of trip purpose, the four market segments are com-
monly referred to as “the four-cell matrix,” asillustrated in
Figure 3.1. In this report, a standard graphic format has been
developed that expresses variation among the four seg-
mentsin avertical chart with four bars representing each seg-
ment; each bar can include several modes under examination.
The influence of each of the four segments on the propensity
to choose public mode services will be discussed and ana-
lyzed in this chapter. (In the graphic charts included in this
chapter, the four segments are usually shortened to Res Biz,
ResNon-biz, Non-resBiz, and Non-resNon-biz. Some graphs

% Resident Resident
» E Business Non-business
% & Segment Segment
o]
&
é -
x 'ﬁ Non-resident | Non-resident
e Business Non-business
g Segment Segment
z
Business Non-business
Trip Purpose

Figure3-1. Four-cell matrix of demographic
segmentation.

with difficult space requirementsarelabeled RB, RNB, NRB,
and NRNB.)

Impact of Residential Satus

Intermsof residential status, the Resident has more access
to hisor her personal automobile than doesthe Non-resident.
Resident travelers show high use of personal automobiles,
whether inthe “kiss-and-ride” or the“ park-and-ride” mode.
Non-residents have to purchase some form of transportation
for the airport ground trip (unless they are picked up by oth-
ers). In many cases examined in this chapter, the density pat-
terns of the residential areas are lower than the density pat-
terns of the major destination areas for visitors, negatively
influencing the Resident group’ s propensity to choose public
transportation services. On the other hand, residents of the
area may be more likely to know about superior services at
the airport and thus use them more.

Thus, the Resident segment, when compared with the Non-
resident, may be less prone to select public transportation
services because of lower trip-end density at the origin of
the trip and because of increased levels of personal auto-
mobile availability. At the sametime, the Resident segment
is more likely to be aware of the existence of relevant ser-
vices, supporting the use of public modes. For the Resident
group, both the location of housing and automobile avail-
ability pushes public mode share down while familiarity
can push it up.

Impact of Trip Purpose

The second component element of the four-cell matrix is
the dimension of trip purpose. The businesstraveler issimul-
taneously characterized by an increased sensitivity to time
and a decreased sensitivity to cost, revealing alow elasticity
with respect to timeand ahigh elasticity interms of cost. The
result is an increased amount of selectivity over the options,
with the business travel ers more likely than the non-business
to purchase superior public transportation services, which are
priced higher than competing modes. In the context of the
majority of services offered by the public modes, however,
the Business market segment most often has alower market
share to public transportation services.

Figure 3-2 showstheimpact of trip purposefor rail ground
access to the Zurich Airport, with the market share of the
Non-business category twice that of the Business category.
Additional analysis of the Zurich data suggests that as the
distance from the airport increases and the rel ative time supe-
riority of thetrain over the car increases, the rail mode share
of the business traveler increases to that of the leisure trav-
eler. Asrail becomes the superior good, the business travel-
ers choose it, with little constraint by price. But, overall, the
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Figure3-2. Variation by trip purpose—Zurich Airport.

Non-business market for public mode servicesis stronger in
Zurich than is the Business market.

In the following sections of this chapter, the four demo-
graphic market segmentswill be applied twice. First, the four
demographi c segmentswill be applied to the airport asawhole;
that is, they are applied without prior demographic segmenta-
tion. Second, the four demographic segments will be applied
to prime geographic market areasfor public transportation ser-
vices that were created by the process of geographic segmen-
tation. Our concern throughout is to understand the influence
of two separate factors—geography and demographics—on
the propensity to select public transportation services. Once
geographic conditions are held constant, it becomes possible
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to isolate the variation in market behavior ssemming from the
unique characteristics of the four demographic segments.

VARIATION BY DEMOGRAPHIC SEGMENT:
TOTAL AIRPORT MARKETS

Reagan National: Variance by Demographic
Segment (Total Airport)

As an introduction to the examination of the separate
behavior of the separate groups, Washington, D.C.’sReagan
National—the U.S. airport with the highest rail mode share
(12%)—can be used as a case study. Figure 3-3 shows the
variation in all mode shares by the four market segments. Of
the total number of air passengers at Reagan National Air-
port, 21% use public transportation services. The chart reveals
afundamental difference between the Resident and the Non-
resident market: the use of private automobiles. For the Res-
ident group as a whole, both business travelers and non-
businesstravelers accessthe airport by car for more than 55%
of the trips. In many U.S. airports, the Non-resident group
substitutes rental car for the private car. Reagan National is
unusua initsrelianceontaxis. Figure 3-3 showsthat taxi use
inthe Non-resident market varies sharply by trip purpose: the
Non-resident Business traveler chooses taxis at a rate twice
that of the Non-resident Non-business traveler.

Focusing more narrowly on the public transportation modes
at Reagan National, variations by market segment can be
observed in Figure 3-4. For public transportation as awhole,
the Non-resident Non-busi ness segment hasthe highest share,
with the shared-ride van capturing a considerably higher
share than the rail. For Metrorail, the strongest segment is
the Resident Non-business segment, with about 16% market
share. Interms of rail usage, the resident businesstraveler has
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Figure3-3. Variation by segment for Reagan National: total

airport market.
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Figure 3-4. Variation in public transportation by segment for Reagan National Airport.

a higher propensity to select rail than does the non-resident
businesstraveler.

V ariationsamong mode-choice patterns by market segment
for the total airport market have been examined at severd
major U.S. airports. In most airports where variation was
found, Non-business segments had a higher public mode share
than did business travelers, with resident business travelers
usually having the lowest. In several areas such as New Y ork
City, analysisof patternsfor theairport asawholerevealed lit-
tle variation in public mode shares. The following section of
Chapter 3 examinestheinfluence of geography onthevariation
by demographic segmentation. In order to better understand
the variation by segments attributable to demographic factors,
it is worthwhile to examine for variation within a specifically
defined geographic market, not for the airport as awhole.

Influence of Geography and Market Segment

In the analysis of factors that encourage the use of or dis-
courage the use of public modesin airport access, it is desir-
able to isolate those factors that stem from inherent differ-
ences in demographic makeup from those factors that reflect
the service availability by geographic area. In this section of
Chapter 3, the variation in market share by demographic seg-
ment will first be examined in terms of the total airport mar-
ket and then will be examined within the prime geographic
market areafor rail services. That prime geographic market
area is shown in the darkest gray in the center of the map
included in Figure 3-5. That figure also shows the general-
ized location of the three airports.

Looking at Total Airport Markets: London

The three London airports can be used to illustrate the
importance of understanding the influence of geographic con-

siderations when observing the differing market patterns of
the four demographic segments. All data describing market
share in London is based on the ongoing data collections of
the Civil Aviation Authority (CAA). Figures 3-6, 3-7, and 3-8
illustrate the extent of variation of mode shareto public trans-
portation by the four market segments. It might be concluded
from observing these three graphs that the individual mem-
ber of each demographic segment has a fundamentally dif-
ferent propensity to select public transportation services, based
on the demographic differences among segments. Looking
first at the mode share patterns for the total market areas of
each airport, the three London airports can be used as a case
study in interpretation of the available data. Later, the same
three airports will be reviewed in terms of variation by seg-
ment in their performance in their prime market areas.

Sansted: Total Airport

Figure 3-6 shows that Stansted Airport (which is the far-
thest airport from Inner London) has a public transportation
rate for the Non-resident Non-business segment that isnearly
four times that of the Resident Business segment, revealing
arange between 17% and 65%. Non-businessis stronger than
Business; Non-resident is stronger than Resident. Taken as
a whole, about 50% of the foreign leisure travelers using
Stansted choosethetrain, arate about twice ashigh astherate
of UK resident leisure travelers. Bus or coach use by the vis-
iting tourists is also higher than by any other segment.

Gatwick: Total Airport

At Gatwick, asimilar pattern to that at Stansted emerges,
asis shown in Figure 3-7. Overall public mode use is twice
as high for the Non-residents as it is for the Residents using



London Heathrow Airport
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London Stansted Airport
34 miles NE of London
served by bus and express

rail

and metro
London Gatwick Airport
28 miles south of London;
served by express rail
and commuter rail
SouRce: BAA.

Figure 3-5. The* Inner-London” market area and the “ Outer-London” market area for three

airports.

Gatwick. Rail services at Gatwick capture nearly 40% of the
Non-resident airline passengers while capturing only about
20% of the Resident market. Looking at the entire ground
access market, Residents traveling for leisure have low rates
of rail use compared with other segments, particularly interms
of the higher-priced Gatwick Expressservice, with about a5%
market share. Asin other airports, bus and coach are selected
more by the Non-residents than by the Residents.

Heathrow: Total Airport

Examination of the variation by market segmentation for
the airport as a whole reveals similar marked differences by
segment for Heathrow. From the data presented in Figure 3-8,
it is clear that, for the airport as whole, the non-resident has
agreater market share to public transportation services than

does the resident, with the Non-resident Non-business seg-
ment using public transportation at twice the rate of the Res-
ident Business segment. Non-businessis stronger than Busi-
ness; Non-resident is stronger than Resident. Buses are used
more by the Non-resident Non-business market than by any
other segment.

From the observation of these three London airports, one
might conclude that the non-resident air traveler in London
has a greater propensity to select the public modes than does
the resident. Before any conclusions are drawn about the
impact of demographic characteristics of modal choice, itis
worthwhile to review the impact of geographic distribution
of airport trips on these calculations. All three London air-
ports provide agood basisfor the examination of market pat-
tern through a two-step process: first, applying segmentation
by geography and second, applying segmentation by demo-
graphic category. Significantly more meaningful resultsare
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Figure 3-6. Variation by segment at Stansted.

generated when the variation by demographic segment is
examined for alimited geographic area.

Controlling for Variance Based on Geographic
Area of Origin

Stansted and Gatwick Airports can be used toillustrate the
influence of geographic distribution of origins on the modal
choice decisions by each market segment. Figure 3-9 has
been created to show the relationship between the origin pat-
terns of each segment, and each segment’s propensity to
choose rail. Figure 3-9 describes the access patterns at Lon-
don Stansted. Stansted is an airport that primarily serves a
market area other than London: of the UK Resident air pas-
sengersusing Stansted, only about 17% are coming from Inner
London.

From the data presented in Figure 3-9, it becomes clear
that the variation by segment in rail mode share is almost
entirely attributable to the propensity of that segment com-
ing from Inner London. Of theleisurevisitors, 53% are com-
ing from Inner London, gaining a57% mode sharetorail. By
contrast, only 20% of the Resident Business flyers are com-
ing from Inner London, which is reflected in a 22% mode
sharetorail. In short, therail mode variation by segment isbest
explained by thetravelers' propensity to be coming from the
prime market area, Inner London.

The results of the analysis of Figure 3-9 are extremely
important to the concept of a two-level process of market
analysis. Figure 3-9 shows the powerful correlation between
the propensity of each of the four demographic segments to
originatetheir outbound air trip from Inner London, and their
propensity to chooserail.
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Figure 3-7. Variation by segment at Gatwick.

Of those foreign tourists going to London, rail captures a
very high share of the submarket. By contrast, the leisure UK
traveler at Stansted overwhel mingly comes from areas other
than Inner London, and the rail market share for this group
correlatesdirectly with the low proportion coming from Inner
London. The two Business segments compose the middle
ranks of both orientation to downtown and rail mode share.
The data presented in Figure 3-9 is summarized as a bar
chart in Figure 3-10. In that graph, the vertical bars show rail
mode share while the connected points show the percent of
the segment that come from Inner London. The power of the
correlation between thetwo factorsisimmediately visiblein
Figure 3-10.

Gatwick Airport can also be used as a case study in the
importance of controlling for geography while examining
variation by the four demographic segments. Gatwick Air-
port isprimarily used by UK leisuretravelerswho do not live
in London. Of the largest segment (Resident Non-business),
only 15% are beginning their journey in Inner London, as
shown in Figure 3-11. Thislow market orientation to down-
town correlates directly into a very low mode share for rail
(11%) when seen in the context of the total airport ground
transportation market.

By contrast, Gatwick’s foreign visitors to London have a
much higher orientation to downtown, and their overall rail
sharereflectsthis directly. Of the foreign visiting tourists fly-
ing from Gatwick, nearly half (46%) are coming from Inner
London, resulting in a relatively high (39%) mode share to
rail for this group. Of the foreign business travelers, 38% are
coming from Inner London, which is reflected in the 36%
shareto rail. Figure 3-11 shows the mode share (expressed as
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Figure 3-8. Variation by segment at Heathrow.

bars) and the percent of originsfrom Inner London (expressed
as linked points).

This examination of the role of differences in origin loca
tions in influencing public mode choice supports the conclu-
sion of this chapter that the analysis of the impact of demo-
graphic factors on market decisions should be undertaken for
specific geographic markets of concern. Phrased differently,
geographic variables should be held asa constant in the exam-
ination of theinfluence of demographic variables. Therest of
this chapter will examine variations in public transportation
mode sharefor strong geographic market areas. In each case,
the task of defining the strong market area has been done by
the local analysts; this allows the examination of variation
attributable to differences in the demographic makeup of the
four market segments. In the British and U.S. cases, thiswill
involve the examination of the four demographic segments
of the four-cell matrix. Scandinavian data will be examined
in terms of an eight-cell matrix.

VARIATION BY DEMOGRAPHIC SEGMENT:
PRIME GEOGRAPHIC MARKETS

This section of Chapter 3 will examine the public sharesin
three cities, each of which has a prime market area served by
three separate airports. It will examine the modal share pat-
terns by market segment for travel from Inner London to Lon-
don’sthreelargest airports. Heathrow, Gatwick, and Stansted.

It will examine the same mode share patterns from central
Washington, D.C., to BWI, Dulles, and Reagan National Air-
ports. It will examine the mode share patterns from Manhat-
tan to LaGuardia, JFK, and Newark Airports. In each case, a
common “prime market area” has been defined that has sig-
nificant traffic from all three regional airports. This stratifica
tionwill allow comparison among public mode share patterns
for services from a constant origin area to regional airports.
Within a given airport, it will allow for the observation of
differences in mode choice stemming from differences in
the four demographic segments for a fixed set of geographic
assumptions.

London: A Prime Market Served
by Three Airports

Revisiting each of the London airports, we can see how the
market responds to services in specific geographic aress.

Inner London to Stansted

As shown in Figure 3-12, transportation services capture
79% of theair passenger travel ers between Stansted and | nner
London. Stansted is the farthest distance from Inner London
and hasthe highest mode sharetorail recorded in TCRP Proj-
ect B-18A. Looking at the submarkets, it is reveaed that the
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Stansted Airport

Relationship between Zone of Origin and Rail Mode Share:

Resident Non-Resident
Cell Definitions % from inner % from inner
London London
% Rail
Share % Rail
Share
Business 20% 33%
22% 35%
Non-Business 15% 53%
16% 57%

Source: CAA, 2000.

Figure 3-9.

segment for Stansted Airport.

Influence of trip origin on mode share by

Stansted rail service attracts robust mode shares from each of
the four segments. In general, Non-resident segments have
higher public transportation usage than do the Resident seg-
ments, but not to the extent implied by the data summarizing
the mode share pattern of the airport as awhole.

As noted earlier in this chapter, the Non-resident segments
have lower personal automobile availability and begin their
tripsin more central portionsof Inner London (azone of about
90 square miles). Most importantly, rail captures a high mar-
ket share for al four cells of the matrix, with Non-resident
showing the highest propensity to choose the rail services.
Morethan 85% of theforeign businesstravel ersgoing to Inner
London choosetherail, making this one of the highest market
segment capture rates revealed in the Project B-18A process.

Inner London to Gatwick

For the market between Gatwick and Inner London, pub-
lic transportation services capture 77% of the air passenger
trips, asis shown in Figure 3-13. Gatwick is located closer
to London than is Stansted, but farther than is Heathrow.
Similar to Stansted, rail services at Gatwick capture excep-
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Figure3-10. Originsfrom Inner London and rail mode share to

London Sansted Airport.
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Figure3-11. Originsfrom Inner London and rail mode share.
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Figure3-12. Variation by market segment: Stansted and
Inner London.

tionally strong portions of the market. To Gatwick, the busi-
ness traveler has a higher propensity to choose rail services
than does the leisure traveler. The resident of the United
Kingdom on leisure travel has the lowest propensity to
chooserail, with a market share of about 50% to rail. Of the
business travelers, the UK resident and the foreign visitor
alike select rail services for more that 75% of trips from
Inner London.

At Gatwick, the overall market shares revealed for all
business travelers are exceptionally high. The business trav-
eler from the United Kingdom acts in a manner very similar
to the foreign businesstraveler. Theleisure traveler from the
United Kingdom makes market choicesin amanner very sim-
ilar to the leisure traveler from abroad. Like Heathrow, Gat-
wick offerstwo major rail modes between Inner London and
the airport; the market choices between separate categories

70% -

59

90%

80%
70% -
60% -
50% -
40%
30% -
20% -
10% -
0% -

Biz .Non-biz Biz ‘Non-biz

HBus
HRail

UK Resident
Source: CAA, 2000.

Non-Resident

Figure 3-13. Variation by market segment Gatwick and
Inner London.

of high-quality rail services are discussed for both airports
later in this section.

In the cases of both Stansted and Gatwick, the superior
good is obvious, and the more affluent business traveler con-
sumes the superior good at arate higher than does the leisure
traveler at both airports. The rail isfaster, cheaper, and more
dependabl e than the taxi.

Inner London to Heathrow

For the closer-in Heathrow Airport, public transportation
services capture 54% of the air passenger market. From the
densely settled prime geographic area (approximately
90 square miles), private automobiles are used for fewer than
15% of the trips to the airport. Figure 3-14 shows that, in
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Figure3-14. Variation by market segment Heathrow and Inner

London.
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terms of total public transportation use to Heathrow from
Inner London, thereis not much variation over the four mar-
ket segments, generally around 50% of the market share. The
major market variations occur among the separate public
transportation modesto Heathrow. The Airbus, aservice that
connectsto hotel areasdowntown, playsavery minor rolefor
the UK residents market, but captures asolid 15% of the for-
eign tourist market.

Heathrow Airport is within a 50-min taxi ride to Inner
London, so the determination of the superior market choice
is more complicated than it is for Gatwick and Stansted. In
the Heathrow—to—Inner London market, the Non-resident
segments are not playing their expected role as the stronger
consumer of public transportation. Infact, when thetwo mar-
kets are compared with all modes it becomes clear that the
Non-resident segmentsat Heathrow have significantly greater
propensity to choose taxis than do the Resident segments.
Figure 3-15 shows that the foreign business visitor chooses
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Figure 3-15. Resident versus Non-resident: Heathrow to
Inner London.

the premium Heathrow Express less often than does the UK
business traveler, with significantly higher use of the taxi.
Given that both groups have financial capability to choose
the superior good, it is interesting that the visitor, with less
familiarity about the details of the transportation options
available, choosesthetaxi morethan theresident. Itisachal-
lenge for those marketing the Heathrow Express to make the
behavior of the visitor more like the behavior of the resident.

For the trip from Heathrow to Inner London, thereislittle
variation by segment in the total share to public transporta-
tion, but significant differences by segment in the selection
of modeswithin the overall category of public transportation.
The choices between very similar public modes can be ana-
lyzed using the four demographic segments, as is shown in
the following analyses for both Heathrow and Gatwick. At
Heathrow, the fast rail competes with the slower subway ser-
vice. At Gatwick afast dedicated airport train competes with
afast commuter train.

Conclusions from the London Case Study

Inner London is a strong market area for ground access
services from three airports. The definition of this common
market area allows for meaningful comparisons between the
services and their market characteristics.

The examination of how one geographic area—Inner
London—isserved by three airports hasrevealed some of the
highest public market shares documented in this project.
Similarly, there are geographic areas in the United States in
which use of public transportation servicesto airportsis sig-
nificantly higher than the national norm. The following sec-
tion examines strong marketsin Washington, D.C., and Man-
hattan, each of which is served by three major airports. Then,
strong market areas are observed for airports in Boston and
San Francisco.

VARIATION BY DEMOGRAPHIC SEGMENT:
PRIME U.S. MARKETS

This chapter is examining a two-phase process of market
segmentation, whichincludes ascreening for both geographic
characteristicsand demographic characteristics. Previous sec-
tions of this chapter have dealt with demographic segmenta-
tion as applied to the total market of the airport. As shown in
the case study of the three London airports, very often market
behavior is best explained by the examination of geographic
factors first and then by the application of demographic seg-
mentation on specialy defined geographic aress.

Thissection of the chapter will examine ground access ser-
vice to major market areas, in which trip-end densities are
supportive of public transportation services. First, airport
ground access patterns to Washington, D.C., and to Manhat-
tan will be examined. In each case, the market area is the



common origin zone for three separate airports. The analysis
will examine the extent to which demographic segmentation
does and does not reveal differences among the subgroupsfor
aspecific market area. In all cases, good public transportation
servicesdo exist. Using the definition established in the TCRP
Report 62, “public transportation” includes rail, scheduled
bus, and limo/van services operated for the purpose of shared-
ride service (1). Specifically excluded are charter buses and
hotel courtesy buses. (In the Washington data, private limou-
sine services were included in the original data collection
under the category of “limo/van.”)

Washington, D.C.: A Prime Market Served by
Three Airports

Many U.S. airports are offering services that perform
strongly in the markets they are designed to serve. Examining
the ground access patterns from three Washington-area air-
ports shows avariety of strategiesfor dealing with the specific
geographic and market challenges addressed. For this process,
the research team defined a 39-square mile areaaround Wash-
ington that had significant concentrations of trip-end clusters
for al three airports. The area describes major activity centers
in Washington, D.C., and Northern Virginia.

The total public transportation market share attained in
each of the airports seemsto reflect the factor of distance as
much as any other factor, including service quality. Air-
ports close to the central business district offer low taxi
fares, which compete favorably with public transportation
options. Thus, from a constant zone of origin for central
Washington, the farthest airport—BWI—has the highest
mode share to public transportation for air passengers, fol-
lowed by the second farthest—Dulles—with the closest air-
port—Reagan National—having the lowest mode share.
From this high-density central Washington market area, 39%
of those bound for BWI take public transportation, 28% of
those going to Dulles take public transportation, and 19%
of those going to Reagan National take public transportation.

Central Washington to BWI

Between BWI and central Washington, 39% of air pas-
sengers choose public transportation services. As shown in
Figure 3-16, air passengers between BWI and downtown
Washington, D.C. select the bus and van services over the
rail option for this 30-mile journey. Most variation among
the segments occurs in the selection of the bus and van
modes, with the train capturing about 10% of the market for
most segments. The resident leisure travelers select the bus
or van service over thetrains by afactor of about 4: 1; for the
resident business traveler, it isabout 2: 1 in favor of the bus
or van option. Consistent with most of the patterns examined
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Figure 3-16. Variation by market segment: central
Washington to BWM.

inthis chapter, the highest overall market to public transporta-
tion comes from the resident non-business traveler.

Central Washington to Dulles Airport

For the 26-mile journey from Dulles to central Washing-
ton, the system of buses and vans in the Washington Flyer
program captures about 28% of the air passenger trips, asis
shownin Figure 3-17. Inthe survey data, the option of Metro-
rail to West Falls Church with a connecting bus to Dulles
does not manage to achieve a full percent for any segment.
The meaning of the variation by market segment is unclear
because Resident Business appears in the data with a higher
mode share than does Resident Non-business, which isapat-
tern only seen with the use of high-cost options such as the
Heathrow Express. (Further phases of thisresearch effort will
attempt to separate out single-party limousines from the
broader “bug/limo” category to isolate that market more
effectively.)
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Figure3-17. Variation by market segment: central
Washington to Dulles.
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Central Washington to Reagan National Airport

With powerful competition from taxis, which capture 53%
of the market to immediately adjacent central Washington,
public transportation gets about 19% of the market from
central Washington to Reagan National. AsisshowninFig-
ure 3-18, the market is made up of rail passengers, with the
non-resident non-businesstravelersthe most likely to select
bus/van services from Reagan National Airport. Consistent
with the most common pattern revealed in this chapter, the
strongest demographic segment for rail and public trans-
portation is the Resident Non-business traveler. As noted
earlier in the observation of the patterns of the airport as a
whole, the non-resident business traveler isthe least likely
to choose the public options, with aremarkable 61% market
share to taxi.

Manhattan: A Prime Market Served
by Three Airports

The three New Y ork City—region airports are character-
ized by low use of public transportation services and unusu-
ally high use of privatelimousine services, alocal alternative
to taxicabs. For this analysis, a portion of Manhattan, gener-
ally south of the northern edge of Central Park, was deter-
mined to be ageographic zone with high trip densitiesfor all
three airports.

No New Y ork—areaairport has particularly high mode share
to public transportation from the high-density market area of
Manhattan, but the effect of distance noted in observations of
the London and Washington markets is again repeated here.
The airport with the farthest distance from Manhattan—
Newark—nhas the highest public share; the closest airport—
LaGuardia—has the lowest.
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Figure 3-18. Variation by market segment: central
Washington to Reagan National.

Manhattan to Newark Airport

Buses, vans, and a small amount of shared-ride vans cap-
ture 18% of the market between Manhattan and Newark Inter-
national Airport. The strongest pattern over thefour segments
isthat the Non-business market is stronger than the Business
market, with the Resident Non-business share twice that of the
Resident Business share, as is shown in Figure 3-19. In the
New Y ork—area, the business market is selecting the private
limousine over al other modes, including taxis. The business
versus non-business differences are far stronger than the dif-
ferences between resident and non-resident.

Manhattan to JFK Airport

In the market to serve Manhattan, JFK Airport has less
reliance on public transportation services than does Newark,
with about 13% to bus, rail, and shared ride vans. Although
the non-business traveler has a higher rate of transit use than
does the business traveler (as expected), the non-residents
have the highest overall propensity to take the busto JFK, as
is shown in Figure 3-20.

Manhattan to LaGuardia Airport

In one of the largest origin-destination markets in the
United States with one of the highest levels of airport trip-
end densities, Manhattan’'s public transportation services
achieve a mere 8% of the market share, asis shown in Fig-
ure 3-21. In terms of variation by demographic segment, the
most important dimension is trip purpose, in which the non-
business travelers have about twice the propensity to select
public mode services than do the business travelers.
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Figure 3-19. Variation by market segment: Newark to
Manhattan.



63

30%

25%

20%

15%

OShared
E Bus/limo

Mode Share

O"A" Train/bus

Res Non-
biz

Res Biz

10%
) j H i
0% ‘ \ \

Non-res

Non-res
Non-biz

Segment: To Manhattan

Source: PANYNJ, 1997.

Figure3-20. Variation by market segment: JFK to Manhattan.

Other Examples of Strong U.S. Market Areas
Central Boston to Boston-Logan Airport

Between Boston-L ogan Airport and the coreareaof Boston,
19% of air passengers choose either bus or other scheduled
services (including the bus or water-shuttle service). In this
transit-rich area, the variation among market patterns by the
separate demographic categories becomes more pronounced
than for the airport as a whole. To this core area, in which
MBTA rail services are centered, the Resident Non-business
market has ashareto public transportation of about 25%. The
Resident Non-business market selectsrail at arate morethan
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Figure3-21. Variation by market segment: LaGuardia
Airport to Manhattan.

four times that selected by the Resident Business market, as
is shown in Figure 3-22.

The performance of the Resident Non-business segment
in Boston's prime geographic market is very similar to the
performance of the same segment from Washington’s Rea-
gan National Airport. In both cases, the rail attracts nearly
30% of the market, with a sharp differential between the
Resident Business and Resident Non-business market pat-
terns. In the inner geographic area of Boston, students are
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Figure3-22. Variation by market segment: Boston-Logan
Airport to central Boston.
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highly represented in the Resident Non-busi ness category and
have high rates of transit usage. The low numbers of busesand
vans reflect the fact that most of these services are aimed at
markets farther from the airport.

Central San Francisco to San Francisco Airport

Public transportation services capture 29% of the market
between San Francisco International Airport and central San
Francisco. Figure 3-23 shows that these trips are primarily
by door-to-door van rather than by the scheduled bus ser-
vicesto downtown. The Non-business market selects public
transportation services at arate near 35% market share. There
isless variation in the use of scheduled service, which cap-
tures about 5% of share for every market segment. The non-
business travelers have a significantly higher propensity to
choose the door-to-door vans than do the business travelers
who chose taxis.

ADDITIONAL SEGMENTATION IN
SCANDINAVIA

In the analysis of market segmentation in Stockholm and
Oslo, market researchers have found it worthwhile to exam-
ine the international trip separately from the domestic trip.
What resultsis better ability to make comparisons among the
travel behavior of separate submarkets for airport ground
access services.
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Figure 3-23. Variation by market segment: San
Francisco Airport to central San Francisco.

Prime Market Area in Stockholm

Between Stockholm'’s Arlanda Airport and Stockholm’s
prime market area, greater than 45% of the air passengersuse
public transportation—in this case, busand rail services. The
method of analysis of market behavior for this market, how-
ever, isdifferent than that applied in other cities described in
this chapter. In those other cities, market analysts are using
thefour-cell segmentation to better understand how different
demographic segments respond to candidate service and mar-
keting strategies. Analysts working for the Arlanda Express
airport rail project have determined that one more dimension
should be added to the matrix, resulting in the creation of an
eight-cell matrix. (In fact, the Stockholm market research
program separates charter flights as a ninth market segment.
The analysis in this chapter will not deal with charter pas-
sengers.) The market analysts at the Arlanda Express apply
these eight segments to the “prime catchment area” and not
to the airport asawhole.

Inthefirst step of the two-phase process, the Swedish mar-
ket analysts established a prime catchment areabased entirely
on geography. The analysts of the market for the express
train defined a geographic zone in which there was alogica
possibility of taking the train. The express rail service oper-
ates between the airport, which isto the north of the city, and
the downtown main railway station. Thus, the catchment area
beginsat therail station and works southwards. Any zone that
would require “backtracking” is excluded from the prime
catchment area.

In the second phase, thefour initial market segmentswere
applied for the catchment area. The top half of Figure 3-24
shows that, in terms of total public transportation ridership,
Non-Resident is stronger than Resident and Non-business
is stronger than Business. Looking at the market patterns
for the higher-priced Arlanda Express, business travelers
choose the superior good (the train) more often than they
choose the bus. Non-business travel ers choose the bus more
often than therail.

The market research program of the Arlanda Express rail
service then further disaggregated the four market segments.
Each of the four market segments has been dividedinto inter-
national and domestic flights. Arlanda Express market ana-
lysts in Stockholm have established business plan goals for
improving the market share of therail service, aprogram that
is based on separate business strategies to reach the separate
market segments. Over the past 3 years, this market research
program has resulted in significant increases in market share
for therail service.

A key issue in the development of a marketing programis
thelocation of the intended customer. Getting the messageto
the potential user who lives outside of the country has been
amajor challenge for large international airports.

The eight-cell market segmentation system allows the
refinement of market research in two separate areas. First, it
allowsthe analysisof the market behavior of the non-resident
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Figure 3-24. Derivation of the eight-cell matrix in Stockholm.

of Stockholm who comes from aforeign country to be sepa-
rated from the non-resident of Stockholm who comes from
within the country. Second, it allows the comparison of the
resident of Stockholm who ison adomestic trip with the res-
ident of Stockholm who ison aninternational trip. Theinter-
national trip isoften characterized by longer trip duration and
agreater amount of baggage when compared with the domes-
tic air trip.

As shown in Figure 3-25, the additional level of segmen-
tation reveals some major differences in mode choice pat-
terns. In each of the original four segments, the passenger on
theinternational flight hasasignificantly lower propensity to
choose a public transportation service than does the passen-
ger of the domestic flight. Asexpected, the differenceis most
pronounced for the non-resident of Stockholm. Figure 3-25
shows, for example, that within the Non-Resident Business
segment, the air traveler with a domestic (i.e., Swedish) ori-
gin has twice the propensity to take public transportation for
ground access asthe air traveler with aforeign (i.e., interna
tional) origin. For the Non-resident Non-business segment,
the effect of the domestic versus international dimension is
similar in scale.
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Figure 3-25. Comparing mode shares of foreign and
Swedish visitors to Stockholm’s Arlanda Airport.
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Because of the precision availablethrough the eight-segment
process, this analysis has controlled for ground access desti-
nation (both groups are going to the prime catchment area),
has controlled for residential status (both groups do not live
inthisarea), and has controlled for trip purpose (both groups
aretraveling for business). The remaining factors to explain
the difference in mode choice are trip duration and general
familiarity with the system options. A marketing program
aimed at the international business visitor would attempt to
increase familiarity about the service offered.

From this set of observations, the market researchersin
Stockholm have determined that the international Non-
residential Business market is underperforming and that a
marketing program should be created to bring this segment
up to the goals established in the business plan. Figure 3-25
shows a detailed breakdown of the difference between the
two groups within the Non-residential Business cell. From
Figure 3-25, it can be observed that there is little difference
between the two groupsin the use of bus and that automabile
is not amajor mode for either group. Overwhelmingly, the
visitor from abroad is choosing the taxi at a rate (49%) that
is more than three times the rate (15%) of the visitor from
elsewhere in Sweden. Thisis a market pattern quite similar
to that of the businesstraveler’ s choice between the Heathrow
Express and the taxi.

The market segmentation process applied can influence
the design of the business strategy to improve market share
for thetargeted group. A program to increase the market share
for this group would not include a lower fare because this
group already is overwhelmingly choosing the higher-priced
taxi. An advertising campaign would emphasize the time
advantage of therail over thetaxi rather than the cost advan-
tage. By contrast, an advertising campaign toimprovethe Res-
ident Non-business market might be largely based on lower
pricing to better compete with the airport bus, which domi-
nates that market in Stockholm.

Prime Market Area in Oslo

Between the new Oslo International Airport and the City
of Oslo, 63% of all air passengers are selecting public trans-
portation services—in this case, bus and rail. Asin Stock-
holm, market researchers have chosen to focus attention on
the differences in ground transportation market behavior
between passengers on international versus passengers on
domestic flights. For this reason, market analysts for the
Oslo Airport Express commonly use afour-cell matrix that
isbased on trip purpose (business versus non-business) and
the destination of the flight (domestic versusinternational).
The reader should be aware that the graphics showing the
four segments used in Oslo do not correlate directly with
the four-cell approach taken in the rest of this chapter.

Looking at total shareto public transportation services, itis
seen that passengers traveling to domestic destinations have

greater than a 70% mode share while those traveling outside
the country have greater than a 60% mode share. Within each
of these categories, thereisamost no differentiation between
Business and Non-business segments in their propensity to
choose some form of public transportation services.

The robust performance of the Odlo rail systemisseenin
all the market segments examined by the managers of the
Oslo Airport Express. Figure 3-26 shows that, in general,
businesstravelerschoosethetrain at ahigher rate than did non-
businesstravelers; conversely, the Non-business market has a
higher propensity to choose the bus than does the Business
market. In addition, travelerswith domestic destinations (i.e.,
other citiesin Norway) have ahigher propensity to chooserail
than do those with foreign destinations. The strongest mar-
ket is for business travelers going to Norwegian cities; the
weakest market isfor non-businesstravelers making an inter-
national trip.

The eight-cell segmentation approach used in Stockholm
made possible the comparison of the market behavior of the
visitors from within the country with the market behavior of
visitorsfrom outside the country. In Stockholm, it was found
that the Non-resident from within the country had, by far, the
highest mode shareto rail of any segment examined. Similar
analysis has been prepared in Oslo to further examine the
characteristics of the Non-resident market.

At Oslo Airport, which hasthe highest market shareto rail
of any European airport, 67% of the travelers arriving from
Norwegian origins choose the rail; 50% of those from inter-
national origins choose the rail. Figure 3-27 shows that only
3% of all Norwegian visitorstake the very expensivetaxi ser-
vicewhile 11% of the foreigners chosethetaxi to downtown.
Thereislittle difference between the two groups in their pro-
pensity to select the bus services.

Managers of the Oslo system are now examining business
strategies to increase the market share of the international
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Figure3-26. Domestic and foreign travelersat Oslo’s
airport—variation by trip purpose and destination.
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Figure 3-27. Comparing mode shares of foreign and
Norwegian visitorsto Oslo’'s airport.

visitor, with theintention of increasing the foreign visitor mar-
ket share to become more similar to the domestic visitor mar-
ket share.

MODE SHIFT TO NEW SERVICES:
VARIATION BY MARKET SEGMENT

When amajor new service isimplemented, amajor policy
guestion concernsthe source of theriderson the new service.
Theriderswere diverted from some mode; at present thereis
very little “before and after” data to help the analyst under-
stand the real impact of the new service or facility. Demo-
graphic market segmentation can be applied to the question
of how mode shift was actually accomplished. Demographic
segmentation helps the analyst understand why the given
group was using the original mode and why that group was
susceptible to diversion to the newly implemented mode.

A limited amount of datais currently available on the sub-
ject of actual mode shift in response to new services. This
section of Chapter 3 reviews the known data on the modal
source of the new riders on the Heathrow Expressin London
and on the Arlanda Expressin Stockholm.

Source of New Riders: Heathrow Express

A major theme of this project has been the strategy of
offering the public an array of public transportation services
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to meet an array of needs of the separate submarkets. The
decision by the managers of Heathrow Airport to build the
Heathrow Express to augment the rail service already pro-
vided by the London Underground’'s Piccadilly Line is a
good example of a commitment to provide a variety of ser-
vicesaimed at avariety of markets.

As discussed in TCRP Report 62, the Heathrow Express
was designed to appeal to amarket willing to pay apremium
price for a premium service. The Heathrow Express offersa
15-min running time to downtown London, versus a45-min
running time by the existing Underground. For this service,
arelatively high priceis charged—£12—versus about £5 for
the Underground.

From the inception of the project, there has been much
speculation about the impact of the new service on the mode
shares of other services, particularly other public transporta-
tion modes. At thetime of thelast comprehensive survey, the
Heathrow Express was attracting about 9% of the total mar-
ket at Heathrow. Where had therail riders been diverted from?
What market segments were affected most?

An early theory was that the high-cost service would divert
riders from the taxis, but this has not happened. Comparing
before and after surveys, the use of taxishasactually increased
dlightly over this period. Surprisingly, the greatest changein
market share over this period has been the declinein the use
of the private car (parked, kiss-and-ride, and rentals). No
great change in ridership was noted for either the Under-
ground or the Airbus services. Figure 3-28 showsthe evident
source of the Heathrow Express riders for all market seg-
ments aggregated together. Figure 3-29 shows that there has
been more change in the automobile market than in the pub-
lic modes.

In order to understand how the separate market segments
were affected by theimplementation of the Heathrow Express
project, before and after market descriptionswere created for
three markets: UK residents traveling on business, UK resi-
dents traveling on leisure, and all air travelers coming from
beyond the United Kingdom. Figure 3-30 shows that the
clear majority of the UK residents were diverted from auto-
mobile use whiletheinternational travelerslowered their use
of the Airbus.

Tube
22%
ETube
Car HBus
56% OCar
Bus

22%

Source: Derived from CAA Surveys.

Figure 3-28. Previous modes of Heathrow Expressriders.
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Figure 3-29. Before and after: the change in market
shares resulting from the opening of the Heathrow Express.

Source of New Riders on the Stockholm
Arlanda Express

Beforethe opening of the Arlanda Express, the airport had
a high mode share to public transportation, with about 38%
of air passengers choosing the bus. In the fourth quarter of
2000, about 19% of passengers from the catchment areatook
the bus. The introduction of the Arlanda Express served to
increase the total market share to public transportation from

UK Resident Business

Tube

28%
Car
Ca;r Bus 83%
56% 5% Bus 18% OHire
0,
Hire 2% Bus |mCar
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Source: Derived from CAA Surveys.
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Figure3-31. Previous modes of Arlanda Express users.

the catchment areato 45%, with decreasesin the market share
for kiss-and-ride, park-and-ride, and taxi.

Figure 3-31 showsthat of theriderson the Arlanda Express,
about 70% were diverted from the bus and 30% were diverted
from automobiles (private, rented, and taxis). The source of
previous mode was calculated for the four market segments
under discussion in this chapter. Figure 3-32 shows a sum-
mary of the results of that analysis. In three of the four seg-
ments, the private car accounted for roughly one-fourth of
the previous mode; for the Non-residential market segment,
however, the private automobile has a higher mode sharein
2000, after the inauguration of the rail, than it did in 1999,
beforetherail’ sinauguration. In general, al the Swedish mar-
ket segments showed some diversion from the automobile
while theinternational visitor segments did not.

CONCLUSIONS

Market segmentation by geographic area and by demo-
graphic characteristicsis apowerful tool that allows the ana-
lyst to understand market conditions on amore disaggregate
basis. It allowsthe comparison of “appleswith apples,” which
in turn can reveal pronounced differences in market behavior
by parallel market groups in different cities and on different
continents. It allows many variablesto be held constant while
highlight legitimate differences among target groups. The
ability of the Scandinavian market researchers to compare
the travel behavior of out-of-town business visitors arriving
from within the country with the behavior of out-of-townvis-

All Non-UK Resident
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Figure 3-30. Previous modes of users of the Heathrow Express by market segment:

Where did they come from?
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Figure 3-32. Previous modes of Arlanda Express users by market segment.

itorsarriving from outside the country revealstheimportance
of familiarity with the system and calls for a specific mar-
keting solution aimed at the unfamiliar traveler.

Most importantly, the application of the two levels of
market segmentation allows the transportation manager to
carefully design services that will attract more people into

efficient, higher-occupancy modesfor airport ground access.
Although there are profound differencesin the level of pub-
lic transportation use between the United States and Europe,
thetools of market research can be profitably used in both sit-
uations. Managers from both continents can use these tools
to improve their market strategies.
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CHAPTER 4

IMPROVING PUBLIC MODE SHARE FOR EMPLOYEES

CONTEXT OF CHAPTER 4

Chapter 4 describes ways to improve the public trans-
portation mode share for employees who work at an airport.
The chapter begins with hypotheses of factors that influence
employee use of public transportation. The results of asurvey
of the current situations at representative airportsarethen sum-
marized. The findings from an examination of the summary
are then used to discuss the key considerations for improving
employee public transportation mode share at airports.

Objective and Challenge

Adeguate public transportation for employeesat airportsis
good for the environment. As shown in Table 4-1, airports
have large concentrations of employees. This concentration
can provide apotential market for cost-effective public trans-
portation. Effective public transportation can help to reduce
regional traffic congestion by providing employeeswith alter-
natives to the automobile for their journey to work.

Adeguate public transportation at airportsis aso good for
business becauseit can increase the size of the potential |abor
pool. Airports offer afull range of job opportunities. A large
number of both skilled and non-skilled labor is required by
the airport operator, airlines, and other tenants. Because air-
ports are frequently located in suburban locations, the lower-
paying non-skilled positions can sometimes be more difficult
tofill. Public transportation that islinked to populationswith
low rates of automobile ownership can make the airport a
possible work location for those who rely on transit.

There are anumber challenges, however, to implementing
successful public transportation services for employees at an
airport. First, airports are usually located in suburban loca-
tions, which can be difficult to serve with transit because of
nearby lower population densities. Second, airportsrepresent
a unigue operating environment. An airport is a 24 h—a—day
operation with many work shift times differing from typical
work shift times. Third, there are multiple employers work-
ing under avariety of constraints and regulations. Individual
airports can have other unique challenges as well.

An understanding of the potential public transportation mar-
ket is essential for implementing successful public transporta-
tion servicesthat meet employees needs. How many employ-

eesactually report towork each day? Where on the airport do
they work? When do they work? Why should they take public
transportation? The following sections provide some insights
into the factorsinfluencing employee mode choicethrough the
experiences at a number of airports.

FACTORS INFLUENCING EMPLOYEE USE
OF PUBLIC TRANSPORTATION—INITIAL
HYPOTHESES

Previousresearch onimproving public transportation access
to large airports revealed that available data on employee
usage of public transportation islimited. Datathat was avail-
able showed awide range for public transportation’ s share of
employees mode of accessto theairports. An examination of
the potential trends indicated by the limited data and consid-
eration of basic transit planning principles led to hypotheses
that included the following four factors:

1. The availability of transit service at employee resi-
dences—Is transit service to the airport reasonably
accessible in areas in which employees live? In many
communities, available public transportation links the
airport with the regional core or major activity centers.
Employee residences, however, may not be concen-
trated inthe corridors served by thislink—for example,
many employeesthat work at an airport liveinthedirec-
tion away from the regional core because housing is
less expensive and travel corridors are less congested.
Public transportation may not offer connections from
these areas to the airport.

2. The accessibility of the employee’ s worksite to transit
service—Does the transit service provide a convenient
connection to the employee’s final destination on the
airport? An airport has many employees working in
areas beyond the passenger terminal—for example,
ramp areas, cargo centers, aircraft maintenance facili-
ties, and other employment sites scattered around the
airport property.

3. The extent to which employees work non-traditional
work hours—Does the transit service offer convenient
frequencies of service when employees need to travel
to work? Many employees who work at airports have
working hours dictated by aircraft operational patterns



TABLE 4-1 Number of employees at selected airports

FAA Hub  Estimated 1998 Average

Airport Size Daily Employees
John F. Kennedy Large 41,000 (1987)*
Dallas/Fort Worth Large 40,000 (2000)*
O’Hare (Chicago) Large 40,000
Los Angeles Large 40,000
San Francisco Large 31,000
Phoenix Sky Harbor Large 23,665
Lambert-St. Louis Large 19,000
Denver Large 17,400
Boston-Logan Large 14,600 (2000)*
Bush Intercontinental/Houston Large 14,406
Salt Lake City Large 13,026
Seattle-Tacoma Large 11,375
Metropolitan Oakland Medium 10,500
Tampa Large 8,219
McCarran (Las Vegas) Large 8,000 (2000)*
Portland Medium 5,000
San Jose Medium 3,500
San Diego Large 3,000
Omaha Medium 2,500 (2000)*
Sacramento Medium 1,500 (2000)*
John Wayne (Orange County, CA)  Medium 1,000 (2000)*

*Nore: Datawas provided for 1998 unless otherwise noted.
Source: Leigh Fisher Associates, based on data provided by individual airport operators.

that are outside of thetypical 6t0 9 a.M. and 410 7 p.m.
commuter hours.

4. The availability and cost of parking for employees—
What is the cost the employee must pay for parking?
Although some airports are providing subsidized car
pools or transit passes, few employees pay “ market-rate
parking fees.”

Thesefactorswere used asastarting point to expand the avail-
able knowledgefor identifying waysto improve employee use
of public transportation at airports.

AIRPORT EMPLOYEE SURVEY RESULTS

This section describes the results of an Employee Public
Transportation Usage Survey that was sent to a variety of air-
ports. These airports were surveyed to help to provide insights
into thefactorsaffecting employee use of public transportation.

The survey was sent to selected airportsto supplement the
data gathered in the previous research. Surveys were tar-
geted to airportslocated in air quality non-attainment areas.
These airportswere selected because major employersin non-
attainment areas may be required to conduct and submit sur-
veys of employee travel patterns, which were expected to
provide the desired dataon employment and employeetravel
patterns. However, in some communities, the surveys and
trip reduction programs are the responsibility of the airlines
or other major airport tenants, not necessarily of the airport
operator, and thus data may not be readily available.

Surveys were distributed to the operators of 34 airports,
including 19 large hub airports and 15 medium-to-small hub
airports. The responses received equally represented the
large and medium-to-small hub airports. Approximately one-
third of the surveys was returned from both the large and
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medium-to-small airports. Onereason for the limited response
isthat there appearsto be little avail able data concerning the
number, characteristics, mode of access, or travel patterns of
employees at most airports. The information obtained, how-
ever, does provide useful insights. Theinformation requested
can be categorized into three areas: (1) characteristics of
existing public transportation service and use at the airport;
(2) characteristics of employees working at the airport; and
(3) operator’s opinions regarding the key factors affecting
the use of public transportation by the employees of the air-
port, airlines, and other tenants.

Transit Service Characteristics

Information from the survey responses concerning the
existing trangit service at the airport—such astype, frequency,
stop locations, and employee transit mode shares—is sum-
marized in Table 4-2.

Transit Service

AsshowninTable42, transit serviceto airportsistypically
limited in terms of the number of routes and the frequency of
service. Only O’ Hare (Chicago), Reagan National (Washing-
ton, D.C.), and Boston-Logan have relatively robust service
with the presence of arapid rail station on each airport.

LosAngelesInternational Airport hasasignificant amount
of service nearby, but the serviceisprovided to atransit cen-
ter and rail station that isremote from theterminal. Theroute
frequencies of the bus service aretypically limited to two per
hour for most routes. In addition, only two bus routes serve
thewest end of the airport, amajor employment center where
airline maintenance facilities and air cargo hubs are located.
Of the other airports that responded, only McCarran Interna-
tional (Las Vegas) and John Wayne (Orange County, Califor-
nia) Airports have bus service frequencies greater than two
buses per hour.

Transit Mode Share

The datain Table 4-3 shows that for airports with bus ser-
vice only, typical employee transit mode shares range from
approximately 2 to 5%. Most airportswith busservice only are
toward the lower end of the range. The exception is Denver
International Airport, which has a successful airport-oriented
bus system named “skyRide.” The skyRide service route
map is shown in Figure 4-1. The serviceis a“ semiexpress’
bus service with service directly from numerous free park-
and-ride lots to the Denver International Airport.

Airports with rail service on the airport that responded to
the survey have significantly higher employee transit mode
shares. Chicago-O’ Hare International Airport has the high-
est reported employee transit use, with greater than 23% of
employees commuting to work on atypical day using rail or



72

TABLE 4-2 Airport transit service characteristics summary

Airport No. of Transit Bus Freguency Rail
Routes per Route Frequency Number of Stops Other
per Route
Off- Off-

FAA Peak peal Peak  peak

Hub (trips (trips (trips  (trips On-

Sze per per per per Non- airport

(a) Bus Rail hour) hour) hour) hour) Terminal terminal Shuttle?
Birmingham (AL) S 0 0 n.a n.a n.a n.a na na No
Boston-Logan L 2 1 1-3 0-2 15 56 4 1 Yes
O'Hare (Chicago) L 3 1 1-2 1 810 68 1 1 Yes
Dallas /Fort Worth L 2 1) 12 1-2 2(c) 1) 2 4 Yes
Denver (d) L 8 0 1-2 0-2 na na 2 0 Yes
John Wayne M 2 0 2 1 na na 1 0 No
(Orange Co., CA)
McCarran (Las L 2 0 2-5 2-3 na na 1 2 No
Vegas)
Los Angeles (d) L 12(e) 1(b) 14() 4@ 9 4(f) 9 ? Yes
Louisville M 3 0 2 1-2 na na 1 1 No
Omaha M 0 0 n.a na na na na na No
Phoenix Sky Harbor L 2 0 4 2 na na 3 No
(d)
Reagan Washington
National L 1 2 4 6-8 12-20 6-8 1 0 Yes
Sacramento M 1 0 1 0-1 na na 2 0 Yes
Salt Lake City L 3 0 1-2 0-1 na na 1 3 No
Sedttle-Tacoma(d) L 6 0 1-3 1-2 n.a na 1 0 Yes
San Diego L 1 0 6 4-6 na na 3 0 No

NorEs:

(a) FAA hub size: S=small; M = medium; L = large.
(b) Remoterail station.

(c) Frequency based on shuttle bus to terminal from remote rail station.

(d) Information from prior research.
(e) Remote bus station.

(f) Linked to terminals with shuttle bus; frequency based on Metropolitan Transit Authority bus schedule.
Source: Leigh Fisher Associates based on data provided by individual airport operators.

bus (this information is based on the results of a 1990 sur-
vey). Most of these employees (20.7% of the 23.5%) userail.
Most of the rail use was reported by airport employees as
opposed to by airline employees. Of airport employees, 34%
reported that they used rail; 7% of airline employeesreported
that they used rail. Non-crew airline employees reported the
lowest transit usage of the three employee groups. At Boston-
Logan International Airport, Massport reports greater than
16% of the employees used transit, including 11% using rail.

Employee Characteristics

Information concerning the characteristics of employeesat
theairport—such asthe number of employees, work locations,
commute times, and employee parking cost—is summarized
in this section.

Number of Employees

Asindicated by the missing data pointsfor the number of
employees in Table 4-4, good information about the num-

ber of employees working at an airport or where they work
is not always available. An airport has numerous tenants,
with employees often working in dispersed locations on a
variety of shiftseach day. Typically, the primary meansfor
airport operatorsto track the number of employeesisthrough
security badges or parking permits. However, the number
of badges or permits issued does not necessarily relate to
the number of employees working on site over the course
of aday.

This difference is especially true when based and non-
based flight crew use the airport. Based flight crew may
“commute” to work on an airplane from another city. Based
flight crew often travel to the airport only once per week
although, if they drove, their cars will be parked in a space
for several days. Non-based flight crew may hold employee
badges or permits that alow them to use the airport to begin
their “commute’ to their base airport. Data in the O’ Hare
employee survey provide some quantitative insightsinto the
issue. Of the employees that responded to the survey, only
50% reported to work sometime on a given Wednesday.
Flight crew memberswere the lowest percentage, with fewer
than 20% reporting to work on a given day.
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TABLE 4-3 Airport employee public transportation mode shares

AIRPORT EMPLOYEE M ODE OF ACCESS
Public Transportation

FAA Local Express Private Subtotal— Non-

Hub bus bus bus/van Rail transit transit Total

Sze
Birmingham (AL) Small 0.0% 0.0% 0.0% 0.0%  0.0% 100.0%  100%
Boston-Logan Large 1.0% 4.5% 0.1% 11.0% 16.6% 83.4% 100%
O'Hare (Chicago) Large 0.4% 2.4% N/A 20.7% 23.5% 71.5% 100%
Dallas/Fort Worth Large 1.0% 1.0% 1.0% 1.0% 4.0% 96.0% 100%
Denver Large 0.0% 14.2% 0.0% 0.0% 14.2% 85.8% 100%
John Wayne Med. 1.0% 0.0% 1.0% 0.0% 2.0% 98.0% 100%
(Orange Co., CA)
McCarran Large 2.0%to 0.0% 0.0% 0.0% 2.0%to 95% to 100%
(Las Vegas) 5.0% 5.0% 98%
Los Angeles Large 0.0% 2.5% 0.0% 0.0% 2.5% 97.5% 100%
Louisville Med. na na n.a na n.a n.a n.a
Omaha Med. 0.0% 0.0% 0.0% 0.0%  0.0% 100.0%  100%
Phoenix Sky Harbor Large 1.7% 0.0% 0.0% 0.0% 1.7% 98.3% 100%
Sacramento Med. 1.0% 0.0% 0.0% 0.0% 1.0% 99.0% 100%
Sdt Lake City Large 1.0% 1.0% 0.0% 0.0% 2.0% 98.0% 100%
Seattle-Tacoma Large 2.0% 0.0% 0.0% 0.0% 2.0% 98.0% 100%
San Diego Large 2.0% 0.0% 0.0% 0.0% 2.0% 98.0% 100%

Source: Leigh Fisher Associates, based on data provided by individual airport operators.

Percentage of Employees Working
in Terminal Area

Based on typical data from the survey responses, 20 to
55% of employees at an airport do not work in the terminal
area. Thisinformation is important because it illustrates the
extent of dispersal of the employees across an airport. For
those empl oyees not working at theterminal, they will either
have to transfer to a circulator shuttle bus or have a transit
service that has a stop at their workplace.

As shown in Table 4-4, estimates for percentage of
employees working in the termina area ranged from 5 to
97%. Most of the estimates were grouped between 45 and
80% if data from the Louisville airport, where the United
Parcel Service hasamajor hub facility, isexcluded. It isdif-
ficult to obtain reliable data for the percentage of employees
working in the terminal area. The reported data was primar-
ily based on estimates by the airport operators.

Datafor Chicago-O’ Hare was obtained from a survey that
asked for the location the employee checked in. For atypical
day, 56% of all employeesworking on theairport reported to
the terminal. Of the non-airline employees, 51% did not
report to work in the terminal and yet, 34% of those employ-
ees arriving by rail used the station at the terminal (the only
station on the airport).

Employee Commute Times

A significant percentage of employees at an airport do not
travel during peak commuting times when transit service fre-

guenciesarethe highest. Thereported rangeis 10 to 90%, with
most responses being 70% or below. Airline crew employees
typically have the highest percentage of commute times out-
side normal commute hours.

Transit Service to Major Employers

The survey responsesindicate that when major employers
are present at an airport, scheduled public transit service is
typicaly provided. The frequency of the transit service may
not be high, but it is usually provided by the local transit
operator because of the concentration of employees.

Cost of Employee Parking

The survey responses confirm that the cost of employee
parking is low at airports (see Table 4-5). This parking cost
is especially low when the cost to the employee is consid-
ered. In the majority of cases, the employer paysfor parking.
The net cost to the employeeis typically less than $1.00 per
day and oftenisprovided free or at no chargeto the employee
because the cost is subsidized by the employer.

Transit Subsidies
A number of airports do partially subsidize the cost of tran-

sit for their employees. These include Boston-Logan, Sacra-
mento, Salt Lake City, and San Diego. Salt Lake City provides
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Figure4-1. Denver Regional Transportation District
skyRide route map.

transit passes that cover 50% of the cost to the employee.
Sacramento subsidizes $35.00 of the $55.00 cost of abus pass
for county employees only.

Comments on Key Factors

The survey solicited open-ended comments regarding fac-
torsthe respondentsfelt affected employee use of public trans-
portation. These comments were summarized and then clas-
sified into seven categories. The categories were developed
based on an analysis of the relationships between survey
results and characteristics of the public transportation systems
that exist at the airports.

The key factors affecting employee use of public trans-
portation, in order of the frequency of mention, can be clas-
sified into the following seven categories.

The comparativetravel time of transit with automobile;
The comparative comfort of transit with automobile;
The extent and adequacy of the transit service area;
The proximity and accessibility of transit service at both
trip ends;

Theavailability, cost, and convenience of parking at the
work site;

6. The extent and adequacy of transit service hours; and
7. The perceived safety of transit, particularly at night.

EalE S o
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Numbers 1, 2, and 7 were not directly represented in the ini-
tial factors hypothesized, but are similar to the characteristics
affecting airport passenger use of public transportation.

KEY CONSIDERATIONS FOR IMPROVING
EMPLOYEE PUBLIC TRANSPORTATION
MODE SHARE

Based on the seven categories discussed in the previous sec-
tion, this section describes the key considerations for improv-
ing employee transit mode share at airports.

Category 1: Comparative Travel Time of Transit
with Automobile

For the large majority of employees, public transportation
must compete with the convenience provided by the auto-
mobile mode of travel. Travel times on transit need to be
comparable with, not necessarily equal or lessthan, those by
automobile.

As demonstrated in places such as Denver and San Fran-
CiSCO, eXpress or semi-express service oriented to the airport
is an important aspect of improving employee public trans-
portation mode share. The Denver skyRide system provides
semi-express service for most routes. The long-standing
subscription bus program in San Francisco, operated by
United Airlinesfor employees at its Maintenance and Oper-
ations Center, provides an express service that allows
employees to be free of the driving task while still having a
relatively comparable travel time. Currently, there are
approximately 8,000 employees working at the facility.

The buses are privately owned and operate similarly to
large vanpools. In fact, the buses are part of a vanpool pro-
gram at the United facility that currently includes 130 van
pools transporting about 2,000 employees. In 2001, there
were two buses in operation. The number of buses declined
significantly when staggered work hours were introduced a
few years ago. The vanpools and buses are provided with a
convenient parking location, asis shown in Figure 4-2.

The freguency of serviceis aso an important considera-
tion in travel times. Service that is more frequent not only
reduces wait times for passengers, but also increases an
employee’s flexibility in terms of the timing of the trip to
work. Current experience with the light-rail line that termi-
nates at the Baltimore-Washington International Airport
terminal provides a casein point regarding frequency of ser-
vice. Anecdotal information for employee mode share indi-
cates that only about 1 to 2% of employees use the rail to
accesstheairport. Itislikely that the 17-min headway for the
service contributes to this limited mode share.

Category 2: Comparative Comfort of Transit
with Automobile

Public transportation is competing with automaobiles not
only intermsof travel time, but also in terms of comfort. The
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TABLE 4-4 Airport employment characteristics
Airport FAA  Estimated Estimated Estimated Estimated Other Major
Hub Number of  Percentage Percentage Percentage Employment Centers
Size Employees  of of of
On-site, Employees Employees  Employee
Typical Day Workingin Traveling Residences
Terminal During Served by
Area Commute Transit
Peaks
Number Number
of of
Centers Centers
with
Transit
Birmingham (AL) Smal na 50% 70% 0% 3 3
Boston-Logan Large 14,600 68% 78% na 2 2
O'Hare (Chicago) Large na 56% 48% na 3 1
Dallag/Fort Worth Large 40,000 na 90% 70% 2 2
John Wayne Med. 1,000 50% 70% 80% 0 na
(Orange Co., CA)
McCarran Large 8,000 85% 30% 90% 0 na
(Las Vegas)
Louisville Med. na 5% 10% na 1 1
Omaha Med. 2,500 45% 33% 0% 0 na
Sacramento Med. 1,500 80% 25% 50% 0 na
Salt Lake City Large na 75 80% 60% 75% 3 3
San Diego Large 3,000 97% 15% na 0 na

Source: Leigh Fisher Associates, based on data provided by individual airport operators.

experience at San Diego International Airport helpstoillus-
trate this point. Despite having relatively frequent bus service
(four to six buses per hour throughout the day), the employee
transit mode shareis 2%. The automobile-oriented culture of
theregion islikely a contributing factor.
Althoughitisdifficult for transit to compete with the com-
fort that automobiles provide, the comfort and amenities for
thetransit vehicle should be considered, where possible. Pas-

TABLE 4-5 Airport employee parking costs

sengers also perceive the need to transfer and wait as a sig-
nificant “discomfort.” Thus, the closer a service is to door-
to-door service, the higher the comfort level that will be
perceived. Boston-Logan International Airport’s successful
Logan Express bus service provides an over-the-road-coach
vehicle that travels from a park-and-ride lot directly to the
airport. Employees are currently entitled to free parking and
asignificant discount on the fare.

Airport FAA Employee Parking Transit Subsidy
Hub and/or Incentives?
Size
Cost per
Month Who Pays?
Birmingham (AL) Small $0 na No
Boston-Logan Large $0 to $70 Employer Yes
O'Hare (Chicago) Large na na na
Dallas/Fort Worth Large $0 n.a No (a)
John Wayne (Orange Med. $35 Varies by company No
Co., CA)
McCarran (Las Vegas) Large $0 to $25 na No
Louisville Med. $0 to $12 Employer No (b)
Omaha Med. $12 Employer No
Sacramento Med. $0 to $35 Varies Yes
Salt Lake City Large $0 na Yes
San Diego Large $8 to $50 50% employer, 50% employee Yes
(@ County employee rideshare program is available.
(b) Local MPO sponsors a vanpool program.

Source: Leigh Fisher Associates, based on data provided by individual airport operators.
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Figure4-2. Approximately 130 vanpools and 2
subscription buses transport greater than 25% of employees
at the United Airlines Maintenance and Operation Center
in San Francisco.

Category 3: Extent and Adequacy of the Transit
Service Area

All things being equal, the ultimate success of public trans-
portation for employee mode of access will be dependent
upon the extent and adequacy of the transit service area. The
significant transit mode shares at Boston-L ogan and Chicago-
O'Hare are largely due to the maturity and robustness of the
regional transit system to which the airport station is linked.
The maturity of the system provides good frequencies and
expansive regional coverage. Conversely, another reason for
the lower usage at Baltimore-Washington International Air-
port is the limited service area of the regiona rail network.
Currently, the network islimited toasinglelight-rail lineand
asingle heavy-rail line.

The Boston-Logan employee transit mode share is sup-
pressed because areas north of the airport are home to many
employees, but these areas are not well served by transit. This
latter point illustrates the importance of the adequacy of the
transit service areafor airport employees. Servicetotheairport
should be placed where employees who work at the airport
reside. Two of the routes of the skyRide system in Denver are
oriented to locations near the former site of the regional air-
port, Denver Stapleton International Airport. Ostensibly, this
is due to the concentration of employees who had located
near the old airport.

InLos Angeles, LAWA provides a convenient transporta-
tion link for airline passengers and employeesworking at L os
Angeles International Airport who live or have destinations
inthe San Fernando Valley. The Van Nuys FlyAway bus ser-
vice operates schedul ed express buses between the Van Nuys
Airport, located in the San Fernando Valley, and Los Ange-
les International Airport. Employees are provided with free

parking in a dedicated lot at the Van Nuys FlyAway termi-
nal. The buses operate 24 h per day with schedul es designed
to better meet the needs of employees. For example, busesto
Los Angeles International Airport operate at 15-min head-
ways during employee peak hours (4:45 A.m. to 8:00 A.M.).
Employeespay $1.75 each way, which isapproximately one-
half of the regular fare, but can receive a larger discount by
purchasing abook of tickets. Employees can purchase abook
of 42 one-way bus tickets for $47.00. In 1999, employee
ridership represented 20% of the tota ridership on the Fly-
Away service.

In addition to providing service to areas in which employ-
ees are known to reside, transit providers should consider tar-
geting serviceto areaswith potential employeeswho arelikely
to usetransit totravel to theairport. Thesewould be areas such
as those with lower rates of automobile ownership.

Category 4: Proximity and Accessibility
of Transit Service at Both Trip Ends

Convenient connections between the transit-vehicle door
and the work-site or home door are important for two pri-
mary reasons. First, for employeesto usethe service, the ser-
vice must be easy to use and accessible. Second, aconvenient
connection will improve travel time. On the home end of the
trip, experience at the airports in Denver and Boston illus-
trates how suburban areas can be well served with free park-
and-ride lots. The work end of the trip is just as important.
Most employees report to work in or near a terminal build-
ing; however, there are many who do not. An airport is a
large development with numerous employers scattered
around the site. The transit service should address the needs
of both groups of employees. Wherethere are significant con-
centrations of employees, transit service should be provided
directly tolocations near the concentrations. To minimizethe
travel time and transfer discomfort, itisbest if thefinal trans-
fer can be eliminated. This elimination will not always be
possible or desirable. In the latter case, on-airport shuttle bus
service should be provided to link the public transportation
system with the work sites for employees.

Category 5: Availability, Cost, and Convenience
of Parking at the Work Site

The availability, cost, and convenience of parking play a
significant role in the choice or consideration between transit
and automobile modes of access. Owing to conflicting land
uses, an increasing number of airport operators have located
employee parking lots to less-convenient remote sites; how-
ever, most operators provide space for ample employee park-
ing somewhere on the airport.

A few airports such as Boston-L ogan, LaGuardia, and San
Francisco have severely constrained siteswhere parking eco-



nomics begin to approach that of downtown areas, where
land is scarce and expensive. In these communities, despite
aggressive programs to encourage the use of public trans-
portation, large employee parking facilities are provided to
accommodate the needs of airport, airline, and other tenants.
For example, the available parking supply for employees
working at the United Airlines Maintenance and Operations
Center at San Francisco International Airport significantly
exceeds the demand. United is bound by employee labor
agreements that require parking for each employee. Some
incentivefor using public transportation or ridesharing is pro-
vided by reserving the closest, most-convenient spaces for
vanpools and buses. Much of the single-occupant automobile
parking is located a significant distance from the work site.

The typically low cost of parking for employeesisalso a
significant barrier to improving employee public transporta-
tion mode share. With free or low-cost parking, it is difficult
for transit to be competitive given thelonger travel timesand
lower-comfort levels compared with travel in a private vehi-
cle. Itisdifficult to increase the cost of parking paid by indi-
vidual employees at airports. The ability of the airport oper-
ator to control this cost varies from airport to airport. Some
airports have employee parking costs defined in their airline
use-and-lease agreements. Often, the airlines are bound by
employee labor agreements that specify availability, prox-
imity (or travel time), and cost of parking. At San Francisco
International Airport, United Airlines paysthe airport $20 to
$30 per month for each employee parking space.

Consequently, increased coststhat the airport operator may
wish to impose either are often unallowable or would need to
be paid by the employer and could not be passed onto the
employees. Thus, the net cost of parking that the employees
pay islow and is often free. Thelack of thisdisincentiveto the
automobileisamajor challenge. For example, at Washington-
Dulles|nternational Airport, employee parking costislimited
in the airline use-and-lease agreement to a “cost-recovery
basis.” The amount permitted to be charged for parking is
limited to cover such expenses as the cost of the shuttle bus
operations and the parking permit program. As at other air-
ports, these costs usually are paid by the employer.

Transit subsidies are offered by some airport operators to
selected groups of employees, such as airport employees.
Although this can help provide comparable costs, subsidies
can become expensive and require continuous monitoring to
prevent abuse. As an aternative to direct subsidies, the feder-
ally sponsored Commuter Check Program is available to eli-
gible employers, that is, those with more than 100 employees.
Commuter checks, up to amaximum of $100 per month (as of
an increase made in 2002), permit employees to save paying
taxes on the amount and save the employer payroll taxes. The
program does require the employers to incur administrative
costs either to operate the program or to hire a third-party
administrator. United Airlines operates acommuter check pro-
gram in Denver. Employees are required to turn in their park-
ing permit to receive $30 commuter checks each month.
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In some communities, employee discount programs are
offered by the private and public operators of scheduled bus
services. For example, in San Francisco, the Marin Airporter
offers 30-ticket discount commuter booksthat result in asav-
ings of greater than 50% when compared with full-fare tick-
ets. Similarly, as noted above, employeesriding the Van Nuys
FlyAway service can purchase abook of 42 one-way tickets
for $47 or approximately $1.12 for one way as compared
with the standard adult one-way fare of $3.50.

Another challengeto effectively using these typesof incen-
tives on alarge scale is the fact that an airport has multiple
employerswith afull range of employee types. Because sub-
sidies are frequently provided through employers, a compre-
hensive program requires significant coordination and com-
mitment by all parties.

Category 6: Extent and Adequacy
of Transit Service Hours

Tobeaviableoption for asignificant percentage of employ-
ees, the hours of operation for the transit service need to con-
sider the operating conditions at an airport. It is not unusual
for employee shift times to begin at 4:00 A.m. or 5:00 A.Mm.
and for other shift timesto end at 10:00 p.m. For transit to be
an option for employees, the service needs to be operating at
those times. In addition, the service needs to be operating at
aconvenient frequency. In Boston, early morning shuttle ser-
viceisprovided from nearby communities to supplement the
regional transit service that opens later than early morning
shifts. As noted previously, the Van Nuys FlyAway service
operates reduced headways beginning at 4:45 A.m.

Category 7: Perceived Safety of Transit,
Particularly at Night

Given the other challenges of comparable cost and conve-
nience, employees need to perceive the transit service and
waiting areas as safe throughout the operating hours. The pro-
vision of well-lit waiting areas, an obvious security presence,
and a late-night on-demand escort service are features that
can be used to help mitigate this concern.

CONCLUSION: THE IMPORTANCE OF
THE AIRPORT EMPLOYEE MARKET

The volume of workers at major U.S. airports varies from
1,000 workers in Orange County (California) to more than
40,000 in Chicago, Ddllas, and New Y ork. Similarly, themode
shares to public transportation range from insignificantly
low at many airportsto greater than 23% at Chicago-O’ Hare.
Therange of solutionsincludes servicesdesigned exclusively
for employees—such as those at Boston-Logan—to use of
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traditional rapid transit—such as that at Chicago-O’'Hare,
wherethemgjority of therail ridersare workersrather than air
passengers.

Chapter 4 has documented many of the unique character-
istics of this airport ground access market, noting problems
with thetime of work and with the dispersion of job locations
over airport property. In addition, the subsidization of park-
ing costsisacommon benefit offered to airport workers. The
content of the chapter emphasizes the need to design highly

specialized services to deal with the needs of airport work-
ers, as exemplified by the combination of vanpools and sub-
scription buses in operation at the United Airlines Mainte-
nance and Operations Center at San Francisco International
Airport. As noted throughout this report, the market for air-
port ground access servicesis composed of aseries of highly
definable submarkets. The San Francisco airport’s employee
services represent an excellent example of such ahighly tar-
geted program to deal with an important market segment.
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STRATEGIES FOR IMPROVING THE MANAGEMENT
OF AIRPORT GROUND ACCESS SERVICES

CONTEXT OF CHAPTER 5

Chapter 5 describes the management strategies frequently
used by airport management to ensure the safety and conve-
nience of the traveling public at the airport and to encourage
the use of public transportation. The measures and business
strategies used by airport management to enhance public
transportation service and operations and the hurdles that are
typically encountered are also addressed.

As defined in TCRP Report 62: Improving Public Trans-
portation Access to Large Airports, public transportation at
airportsincludes publicly operated buses and rail transit ser-
vices, privately operated scheduled buses and vans, and shared-
ride vans (1). Commercial ground transportation services
include all of these public transportation services plus cour-
tesy vans serving hotel and motels, rental car companies, and
parking lots; taxicabs; prearranged and on-demand limousine
or luxury car services; charter buses and vans; and air-crew
vehicles.

The Need to Manage Services

The goals of most airport operators include providing the
traveling public with safe, convenient, and efficient accessto
all airport facilities and encouraging the use of public trans-
portation by airline passengers and employees in a manner
that it is consistent with other goals of the airport and the
community it serves. To accomplish thesegoals, airport man-
agers seek to manage and control public transportation and
commercial ground transportation services operating at the
airport to the extent permitted by local, state, and federal
laws. It is necessary for airport managersto manage and con-
trol these services because

* In most communities, no single state or local agency is
responsible for enforcing the operations of al these
commercia ground transportation services.

* The state and local agencies responsible for enforcing
ground transportation servicestypically have (1) respon-
sibilities for multiple industries (e.g., public utilities,
towing services and bus and limousine services) and
(2) insufficient staff resources to inspect vehicles and
enforce the established rules.

» The providers of airport ground transportation services
aretypically amixture of public agencies and large and
small private businesses having a wide range of capa-
bilities, financial resources, andinterest in attracting busi-
ness by providing high levels of customer service.

+ Often, the owners of the ground transportation services
have little direct control over the behavior or actions of
the driversor operators who lease (or sublease) vehicles
and who have direct contact with airline passengers.

* Intheabsence of regulations (becausetherearefew insti-
tutional, legal, or financia barriers), airport ground trans-
portation services can bereadily initiated at U.S. airports
by individuals lacking sufficient financia resources (to
maintain their vehicles or market their services) or with-
out sufficient experiencein operations, customer service,
or other skills. If these operators are unabl e to attract suf-
ficient customerslegitimately, they may attempt to solicit
businessillegally, defer vehicle maintenance, or engage
in other improper activities that result in diverting cus-
tomers and revenues from other operators.

* |t can be difficult to introduce or promote new services
that do not easily come within the jurisdiction of exist-
ing regulating agencies or that can be challenged by
existing operators on the basis of need and necessity.

The following sections of Chapter 5 describe the following:

+ Strategies used to manage ground transportation services
on and off an airport,

* The use of business arrangements to improve service
and to balance demand with supply, and

+ Constraintsto theintroduction of new public transporta-
tion services.

AIRPORT GROUND TRANSPORTATION
MANAGEMENT STRATEGIES

The fundamentd strategy used by most airport managersto
control ground transportation services is to require that all
operators of commercial ground transportation services doing
business (i.e., picking up customers) at the airport enter into a
formal businessrelationship with the airport authority or oper-
ating agency. (In most communities, any vehicleisallowed to
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drop off passengers at the airport, but only authorized or per-
mitted vehiclesare allowed to pick up customers.) Typicaly,
commercia vehicle operators are required to obtain an air-
port permit in order to do business at the airport. By obtain-
ing and signing the airport permit, the commercial vehicle
operator indicates its willingness to abide by the rules and
regulations established by airport management and to pay
certain specified fees. Airport rulestypically regulate (1) the
use of airport roadways and other facilities; (2) the age, con-
dition, and minimum insurance coverage for the vehicles
used to transport customers; and (3) the behavior and appear-
ance of thedriversor representatives of the commercial vehi-
cle operators.

Airport Fees

Airport fees are typically imposed to recover the airport
management’ s costs of administrating the permits and pro-
viding and maintaining the airport facilities used by the com-
mercial vehicle operators. Commercial vehicle fees can also
be established to achieve other goals, such as the following:

+ Encourage the use of public transportation by reducing
or not charging fees—for example, most airport man-
agersdo not charge any feesto scheduled public busand
rail services picking up airport passengers and employ-
ees. In fact, airport managers can use such fees to con-
tribute to the cost of constructing facilities that serve
public transportation operators arelocated on the airport
and used exclusively to transport airport passengers and
employees.

» Achieve air-quality goals by encouraging the use of
low-emission vehicles or vehicles powered by alterna
tivefuels—for example, several airport managerswaive
permit fees for compressed natural gas—powered, door-
to-door shuttle vans.

+ Promoteefficient operations by restricting the number of
trips made by individual operators or by promoting con-
solidated operations by courtesy vehicles—for example,
at Los Angeles International Airport, the number of
courtesy-vehicle trips made by rental car companies is
restricted, and at San Francisco International Airport,
the number of hotel and motel courtesy-vehicle tripsis
restricted.

+ Encourage the efficient use of airport facilities by limit-
ing curbside dwell times or the number of circuits made
around airport roadways—for example, at Pittsburgh
International Airport, the length of time limousines are
alowed to remain parked along the curbside isrestricted,
and afineislevied on any vehicle exceeding these limits.

Curbside Allocation and Prioritization

Demand for curbside space at terminal buildings exceeds
the area available at most airports, particularly the space

available at the most active doorway entrances and at other
locations such as skycap podiums, where motorists prefer to
stop. Itisnecessary for airport managersto assign or alocate
the available curb space to specific classes of ground trans-
portation servicesto avoid chaos and congestion. When allo-
cating the available space, airport managers typically con-
sider the following key factors:

» Curbside requirements—The length of curb space
reguired by each class of service, which isafunction of
level of activity and operational needs.

» Customer service expectations—The expectations of
limousine customers. For example, limousine customer
expectations with respect to waiting times, walking dis-
tances, and the availability of baggage-handling assis-
tance typically differ from those of passengers riding
scheduled buses.

 Level of passenger and traffic activity—The volume of
passengers transported by each class of service and the
traffic volumes generated by each class of service.

» Operational needs—The amount of space required by
each class of vehicle to maneuver into and out of the
curbside area or the amount of space required for taxi-
cab queues or stacking areas—for exampl e, shuttle vans
can typically maneuver into and out of smaller spaces
more easily than can public transit buses or over-the-
road coaches such as those for charter services.

* Traffic operations and safety—For example, when eval-
uating which classes of service should be assigned to the
outer island at airports with both an inner curbside and
a(raised-island) outer curbside, consideration should be
given to the number of pedestrianswho will be crossing
the active roadways and to the implications on pedes-
trian safety and traffic delays.

» Management goals—These goals may include, for exam-
ple, encouraging the use of public transportation or pro-
viding preferential passenger pickup areas for operators
providing aspecific classof serviceon an exclusivebasis.

« Competition among operators—Thereis extensive com-
petition, both perceived and actual, among the providers
of different ground transportation services, with certain
operatorspreferring or demanding curb space adjacent to
their competitor(s). For example, door-to-door, shared-
ride van service operators prefer to be located near the
taxicab pickup areas because of the perception that they
are competing for the same on-demand customers.

Table5-1 presentsatypical prioritization of curbside space
developed using the above priorities. As shown, private vehi-
cles are freguently assigned the highest priority, followed
by shuttle buses serving airport-operated parking lots. Sched-
uled buses, shared-ride vans, and public transit vehicles are
assigned the highest priority at someairportsto encourage the
use of public transportation. Often there is a debate regarding
the appropriate allocation of the available curbside space.
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TABLE5-1 Typical curbside space allocation priorities

Priority for
Curbside Space
Allocation* Class of Service
1 Private vehicles
2 Shuttle buses to airport-operated parking lots and terminal connectors
3 Shuttle bus to rail station
4 Door-to-door, shared-ride vans (multi-occupant vehicles)
5 Prearranged limousines
6 Taxicabs
7 Courtesy vehicles operated by on-airport rental car companies
8 Courtesy vehicles operated by hotel s/motels
9 Scheduled vans and buses
10 Public transit buses
11 Courtesy vehicles operated by (private) parking lots
12 Charter buses and vans
13 Airline-crew vehicles
14 Shuttle buses to employee parking lots
15 Courtesy vehicles operated by off-airport rental car companies
16 Service vehicles
17 Small-package delivery/courier service vehicles
*The recommended priorities were established considering (1) customer convenience, (2) desire to
encourage public transportation services, (3) necessity, and (4) the traveling public's expectations of the
service provided by each class of vehicle.

Source: Leigh Fisher Associates, June 2001.

MEASURES TO ENCOURAGE USE
OF PUBLIC TRANSPORTATION

In addition to prioritizing available curb space, it is possi-
ble to encourage the use of public transportation by (1) pro-
viding aseparate roadway for commercial ground transporta
tion (e.g., commercia lanes or drives), (2) prioritizing or
reserving other portions of the terminal buildings, (3) devel-
oping transit hubs on the airport, or (4) acombination thereof.
These measures are described below.

Commercial Lanes

Separate roadways or commercia lanes and the adjacent
curbside areas are reserved for commercial vehiclesat several
airport terminals (e.g., at the airports serving Albuquerque,
Atlanta, Denver, Orlando, and Portland). Accessto these com-
mercia roadways is typically gate-controlled so that only
authorized vehicles can enter and pick up passengers. Drivers
of authorized vehicles must have proximity cards or radio fre-
guency identification system transponders (e.g., automated
vehicleidentification system tags) to activate the gates and
access the passenger pickup aress.

Prioritized Building Facilities

Providing staffed counters in baggage-claim areas and
passenger waiting areas or shelters can enhance the level of

service for public transportation customers. The operations
of public transportation services can be improved by provid-
ing direct connections between airport roadways and HOV
lanes or by reserving space to serve the needs of the transit
providers.

Transportation Countersin Baggage-Claim Areas. Access
to transportation or ticket counters, typically found in the
baggage-claim area, can benefit both potential customers and
the ground transportation providers. Counters can help pas-
sengers (1) identify available public transportation services;
(2) readily determine the optimum route, schedule, and fares;
and (3) purchase aticket before boarding the vehicle. Opera-
tors have found that staffed countersin the terminal can assist
inincreasing their market recognition, round-trip ticket sales,
and volume of walk-up business. Severa airport operatorslimit
the ground transportation providers that are allowed to staff
countersin the baggage-claim area, generally preferring those
with concession contracts or operating scheduled services.

Passenger Waiting Areas. To improve customer service,
several airport managers provide heated and air-conditioned
waiting areas with seating and other customer amenities
located either adjacent to the transportation counters (e.g.,
Minneapolis-St. Paul, Newark, and Philadel phia I nternational
Airports) or adjacent to the curbside pickup areas (e.g., Seattle-
Tacomalnternational Airport). Severa airports provide ground
transportation centers (GTCs) or intermodal centersin which
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the waiting and seating areas are located remotely from the
terminal building (e.g., Chicago-O’'Hare, New Orleans, and
Indianapolis International Airports). GTCs are described in
more detail |ater in this chapter.

HOV Lane Access. Public transportation operations, partic-
ularly travel speedsand travel-timereliability, are enhanced by
the availability of HOV or bus-only lanes linking the airport
with the city center or other major destinations. In some com-
munities, all commercial passenger vehicles are allowed to
use the HOV lane, including deadheading taxicabs and lim-
ousines, while in others, the roadways are reserved for bus
use only. Two examples of such facilities are as follows:

1. InPittsburgh, the West Busway—a5-mile-long, exclu-
sive bus roadway linking downtown Pittsburgh and
the Borough of Carnegie—is used by scheduled air-
port buses, including the express bus operated by Port
Authority Transit (a public agency). As of May 2001,
about one-half of the 2,400 busriders using the Busway
weretraveling to and from Pittsburgh International Air-
port. A typical bus shelter aong the West Busway is
shown in Figure 5-1.

2. In Connecticut, HOV lanes on I-91 link Bradley Inter-
national Airport with downtown Hartford, allowing
commercial ground transportation vehicles to bypass
congestion on 1-91.

Transit Hubs and Layover Points. Public bus schedules at
severa airportsare designed so that the airport curbside oper-
atesasatransit hub where busriders can transfer to buseson
other routes stopping at the airport. Such schedules improve
public transit access to the airport, but the large number of
non-airline passengers may add congestion at the terminal
building curbside area. Often, bus routes terminating at an
airport are scheduled to provide layover time (or recovery
time) so that drivers can take their scheduled break insidethe
terminal while the unattended bus remains parked at the

Photo: Matthew A. Coogan.

Figure5-1. Pittsburgh’s extensive network of busways
now serves the airport.

curbside. Airport managers can help enhance transit opera-
tions and service by working with public transit operators to
allocate the required space at amutually convenient location,
while recognizing the trade-offs between encouraging the
use of public transportation and promoting the efficient use
of curb space.

Customer Service Enhancements

GTCsor intermodal centers—in addition to transportation
or ticket counters and passenger waiting areas described
above—represent another example of a customer service
enhancement that has been or could be implemented by air-
port managers. A GTC issimilar to abusterminal or rail sta-
tion located near an airport terminal facility. Customer ser-
vicesprovided at aGTC may include covered boarding areas
for buses and vans; heated and air-conditioned waiting areas;
restrooms; ground transportation ticket salesand information
counters; kiosks, magazine stands, food and beverage ameni-
ties, and other passenger amenities; accessto rental car ready
areas, prior to September 11, 2001, airlineticketing and bag-
check areas; and baggage-claim facilities.

When located near the passenger terminal (to minimize
walking distances and level changes), a GTC can benefit the
traveling public and encourage the use of public transporta-
tion because it

» Allows commercial ground transportation passengers
(and vehicles) to make fewer stops, especialy at airports
with multiple terminals or multiple passenger pickup/
drop-off areas, thereby reducing passenger travel times,

 Reduces curbside requirements at the terminal buildings;

+ Reduces traffic volumes and vehicle-miles of travel on
terminal-area roads;

+ Makes it easier for passengers to recognize the entire
array of transportation choices and thereby compare
available service, fares, and travel times;

 Facilitates the provision of staffed transportation and
ticket sale counters and supports kiosks or small news
and food-and-beverage concessions;

 Providesacentral location for commercial vehicle stag-
ing and holding;

» Reducesthe operating costs of the public transportation
providers, especially at airports with multiple terminals
or multiple commercia vehicle stops; and

+ Can support or be combined with a consolidated rental
car customer service center.

At some airports, a GTC issimply asurface parking lot or a
portion of a parking structure reserved for certain commer-
cial ground transportation services (e.g., scheduled vans or
buses or courtesy vehicles). For example, at Indianapolisand
New Orleans International Airports, the waiting area—with
seating, counters, and other amenities—isprovided withinthe
parking structure. At Newark International Airport, asimilar



facility is provided at a people-mover station that connects
with thethree passenger terminalsand extends onto an Amtrak
station. At Chicago-O’Hare and Minneapolis-St. Paul Inter-
national Airports, the GTC provides additional amenities,
including concessions.

At Miami International Airport, planning and design are
under way for the Miami Intermodal Center, an ambitious
GTCthat will allow airline passengersto transfer to and from
variousregional rail systems (e.g., platforms serving Amtrak
and Tri-Rail and connections to Metrorail); scheduled buses
(including a bus depot serving Greyhound and Trailways
intercity routes); taxicabs; bicycles; and pedestrian ways. The
Miami Intermodal Center, illustrated in Figure 5-2, is being
planned to provide airline ticketing and baggage-handling
facilities, public parking, and a consolidated rental car cus-
tomer service center (containing space for 6,500 cars). An
automated people mover will link the Miami Intermodal Cen-
ter and the airport passenger terminal buildings, with poten-
tial connections to the Miami cruise-ship berths. The Miami
Intermodal Center is being funded, in part, through loans
advanced through the Transportation Infrastructure Finance
Act. Long-range plans for the center include a mixed-use
development encompassing office, hotel, retail, and enter-
tainment space.

Among the key factors required to encourage use of the
public transportation servicesat aGTC are short walking dis-
tances to and from the aircraft boarding gate areas (or the
availability of a reliable and comfortable link, such as an
automated people mover that provides single vehicle service
to and from the GTC) and passenger service equivalent to
that provided at the airline terminal. This level of passenger
service implies that passengers have the ability to check and
claim baggage at the GTC and do not need to carry their bags
long distances or on and off a people mover or shuttle bus.

Photo: Matthew A. Coogan.

Figure5-2. The Miami Intermodal Center will be built on
the site of this transfer point between Tri-Rail, car rental
services, and airport shuttle bus services.
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As will be discussed more fully in Chapter 6, prior to the
terrorist attacks on September 11, 2001, there were severa
challenges associated with the remote handling of airline
passenger baggage, including (1) the federal security require-
ments then in place (i.e., the need for positive control by
approved airline representatives); (2) questionsregarding the
responsibility and liability for lost or damaged baggage; and
(3) the ahility to check baggage at the trip origin destinations
off theairport (which impliesthe need for available additional
three-letter airport identifiers) such as BOS-Downtown, BOS-
Framingham, and so forth. Several of these challenges could
be addressed by

1. Advances in technology—for example, inexpensive,
disposable bag tags using radio-frequency identifica-
tion systems or other technologies to enhance airline
and user baggage tracking;

2. Operational programs—for example, thebaggage check-
in services offered at more than 20 Las V egas hotelsby
Certified Airline Passenger Services, afederally certi-
fied baggage-handling agent who allowed passengers,
paying a$6.00 fee, to check bagsto their final destina-
tion 2to 12 h in advance of their flight; and

3. Programs to allow the screening or inspection of all
checked and carry-on passenger baggage at the remote
site by airline representatives.

Among the security measuresimplemented by the FAA in
response to the events of September 11, 2001, was the pro-
hibition of al remote baggage check-in facilities. Prior to
September 11, 2001, in addition to the Las Vegas example,
therewere numerous sitesin the United Statessuch as GTCs,
hotels, off-airport rental car facilities, parking lots, railroad
stations, and cruise-ship terminals where the airlines (or air-
line representatives) accepted or checked in passenger bag-
gage. However, these remote baggage check-in serviceshave
been closed, and it is uncertain whether they will be permit-
ted to reopen.

The Aviation and Transportation Security Act, enacted in
November 2001, establishes national requirements for the
screening of airline passengersand their baggage. At thetime
thisreport is being completed, remote baggage check-in pro-
grams continue to be prohibited. At some future date, the
FAA could allow the remote check-in of passenger baggage,
particularly if the mandated baggage-screening procedures
and equipment were used at the remote site or if procedures
were established for the rechecking and screening of remotely
checked baggage.

Automated Traffic Monitoring
and Management Programs

Automated vehicleidentification (AVI) systemsare used at
more than 25 U.S. airports to improve the management of
commercial vehicle activity. AVI systems provide reliable
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dataon the volume of vehicletripshby location, date, and oper-
ator. Common AVI system applications at airports include
monitoring commercial vehicle activity, controlling access
to restricted areas, dispatching and controlling shuttle bus
operations, and providing shuttle bus passengerswith arrival
time and stop location information.

Asnoted in previous paragraphs, airport management fre-
guently seeksto promote the efficient use of airport facilities
(1) by restricting the number of trips made by individual
operators or promoting consolidated courtesy-vehicle opera-
tions, and (2) by limiting curbside dwell times or the number
of circuits made around airport roadways. AV1 systemsfacil-
itate these and other actions by allowing airport management
to establish palicies.

Restrictions on the Number of Trips

Airport management can restrict the number of hourly,
daily, or monthly trips made by an individual ground trans-
portation operator. These restrictions are enforced by using
the AVI system to record the number of vehicle trips each
operator makes and then to fine or penalize operators who
exceed the prescribed limits. As noted above, such restric-
tions have been established at Los Angeles and San Fran-
cisco International Airports.

Measures to Encourage Consolidated Operations

Management can promote consolidated courtesy-vehicle
operations by charging participating ground transportation
operators access fees (calculated on a per-trip basis) that are
substantially less (e.g., 25% to 50%) than the fees paid by
operators who are not participating. AV systems can record
the number of trips made by each operator and identify those
that are not participating. Access fees promoting the use of
consolidated hotel or motel courtesy vehicles have been
established at San Francisco International Airport.

Dwell-Time Restrictions

Limitations on the time acommercial vehicleis permitted
to remain parked at the curbside or remain on airport road-
ways (i.e., dwell times) can be established to encourage effi-
cient use of the curbside areas. AVI systems can be used to
measure when a vehicle enters and exits a curbside area (or
airport property) and to identify vehicles that exceed pre-
scribed limits, which are frequently established service class
and vehicle size. The resulting data can be used to fine or
penalize operators of vehiclesthat exceed the prescribed lim-
its. Dwell-time or overtime charges have been implemented
at severa airports including Orlando and Pittsburgh Interna-
tional Airports.

Restrictions on the Number of Circuits

Restrictions can be established on the maximum number
of permitted circuits that a commercia vehicle can make
around the airport roadway system within an established
period. These restrictions are intended to discourage drivers
of empty (or partially empty) vehicles from circling contin-
uously to advertise their service or seek additional passen-
gers. At LosAngeesInternational Airport, for example, door-
to-door vans are prohibited from making more than three
consecutive circuits. The AVI system automatically detects
any van exceeding this limit and provides documentation
supporting penalties and fines.

Restricted Access to Commercial Lanes

As noted above, at severa airports, access to commercial
lanes or commercial vehicle passenger pickup areas is
restricted to vehicles (or drivers) with airport-issued AVI
transponders. The use of AVI systems allows airport man-
agement to deactivate the transponders belonging to providers
who are, for example, in violation of airport rules, have not
paid airport fees, or have not maintained the required insur-
ance coverage.

Schedule Adherence

The AVI system can monitor the headways or trips per
hour or day made by each scheduled ground transportation
operator. Thisdata can be used to confirm adherence to posted
schedules or maintenance of established maximum passen-
ger wait times.

More Efficient Vehicle Dispatching

At airports at which AV transponders have been installed
on taxicabs and limousines, the AVI systems can be used to
dispatch taxicabs and prearranged limousines from aholding
area (or stack) to the appropriate curbside area and to ensure
the correct sequencing of these vehicles.

Traveler Information Systems

Chapter 7 will review the development of many new tech-
nologiesin thefield of intermodal passenger information sys-
tems. The development of new technologies to provide pas-
senger information acrossmodal and jurisdictional boundaries
is presented in that chapter, with a strong emphasis on sys-
tems currently under development, for later application to
immediate airport access services.

This section of Chapter 5 reviews a series of steps that
practitioners can take now to improve the overall quality of
information given to the airport users. Traveler information



systems are currently used by airline passengers, visitors,
employees, and others to plan and conduct their trips to and
from an airport efficiently, safely, and comfortably. For air-
line passengers, theairport isjust an intermodal transfer point,
not a final destination. Therefore, airline passengers often
require information that will be of assistance in completing
their entire journey from point of origin (e.g., place of resi-
dence or work) to their final destination.
Traveler information isintended to assist passengersin

Selecting from the available travel modes, travel paths,
and parking options at various points along the way;
Recognizing potential en route delays or congestion
points and identifying alternative paths or times of depar-
ture to the airport;

Deciding on the most reliable travel alternative; and
Determining whether their arriving or departing flight is
on time.

Traveler information should be available to passengers at
thetime of trip planning, at the time of trip commencement,
and whilethey are en routein the various stages of thelonger-
distance trip.

Primary Categories of Traveler Information
and Data Sources

The primary categories of traveler information relevant to
airport passengers and visitors are discussed below. Thetrav-
eler information needs of employees working at an airport
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are not addressed in this section because their needs are com-
parable with those of other employeesworking in the region.
The primary categories and available sources for traveler
information are as follows.

Flight Status. Passengersand visitorsare typically advised
to confirm the status of their flights prior to leaving home to
avoid unnecessary delays at the airport. All scheduled carri-
ers provide real-time arrival and departure times and often
the arrival or departure gates via their toll-free telephone
numbers and websites. Flight arrival and departuretimesand
gate assignments are also available through automated tele-
phone lines at some airports and on airport websites (e.g.,
www.flysfo.com) that provide both the toll-free telephone
number and hot-links for all airlines.

Ground Transportation Services. Prior to leaving home,
passengers select one of the available transportation modesto
accesstheairport as part of their initial trip planning. Passen-
gers are more likely to use public transportation if they are
aware of the potential options and can make informed deci-
sions based on accurate data on routes, fares, and schedules
or waiting times for the availabl e transportation services (see
Figure 5-3). Often airport websites provide links to websites
maintained by regional transit agencies, which frequently
contain trip planner software that, for any origin-destination
pair in the metropolitan area, describesthe available bus and
rail routes, schedules, travel time, and fares and allows the
passenger to select a preferred itinerary. However, few air-
port websites provide equivalent data for the privately oper-
ated public transportation services.
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Parking Availability and Rates (by Facility). Passengers
who decide to drive to and park at an airport use available
airport-operated or privately-operated parking facilities.
Typically, parking patrons select from the available options
based on information about space availability, costs, and
convenience (e.g., waiting timefor courtesy shuttle, walking
distances, or availability of covered spaces). Much of this
information is available through the Internet (e.g., parking
rates, general description of the parking garage, and lots). At
severa arports, current (or real-time) data describing space
availability, parking rates, and directions to the lots are also
available through automated telephone lines.

Driving Directions. Passengers unfamiliar with an airport
may require driving directions to the terminal, parking or
rental car facilities, or other areas (e.g., theair cargo or small
package delivery sites). Driving directionsare available from
multiple sources, including the Internet, maps and directions
provided by travel agencies and rental car companies, and
automated telephone lines.

Travel Conditions. Motorists can benefit from access to
current or real-timeinformation on traffic conditions, includ-
ing delays caused by incidents or construction, and advice on
alternative routes to avoid congestion points. Transit riders
can benefit from access to real-time information concerning
expected travel times or waiting times, actual arrival times of
scheduled vehicles, and information about system delays or
service interruptions. This information helps the traveler
assess the reliability of the travel aternatives. In most com-
munities, thisinformation is now available (or will be avail-
able soon) from websites maintained by local or state trans-
portation and transit agencies and from commercial radio and
television stations that also broadcast real-time traffic data.
Data for certain road segments are available through toll-
phone numbers.

Ground Transportation Services at the Destination Air-
port. As mentioned above, an airport is not usually a passen-
ger’sfinal destination. Most passengers decide how to travel
from their destination airport to alocal destination prior to
boarding an aircraft (or leaving home). Ideally, passengers
would have access to such travel information for their entire
trip via a trip planner comparable with the trip planner pro-
vided by local public transit agencies. Alternatively, passen-
gers can review data through websites provided by other air-
port managers.

Traveler Information Required During a Trip

Thefollowing paragraphs summarize the types of traveler
information required or desired by airport passengers and
visitors at various points along their tripsto and from the air-
port. The general types of information are relevant for all
travelers, but the specific information required may vary by

the passenger’ sfamiliarity with theairport environs(i.e., res-
ident versus non-resident passengers) and trip purpose (i.e.,
business versus non-business). The primary sources of this
data are described in the previous section.

* Prior to leaving home or office:

— Flight status (or delays) and gate number;

— Ground transportation services for travel to the air-
port (and from the destination airport to afinal desti-
nation), including communities served, routes, sched-
ules, fares, and reservation number (if required);

— Parking information by facility, including availability
of spaces, fees or rates, and directions;

— Driving directions to the airport; and

— Travel conditions, including expected travel timeand
schedule delays and real-time information regarding
delays caused by congestion, construction, or incidents.

» Enrouteto the airport:

— Real-time information about delays caused by con-
gestion, construction, or incidents and advisories as
to alternative routes available; and

— Flight status confirmation.

+ At theairport—enplaning passengers (or well-wishers):

— Termina and airline information and directions;

— Parking facility and space availability;

— Flight status and gate number (see Figure 5.4); and

— Ground transportation services at destination airport.

At the airport—deplaning passengers (or meeters and
greeters):

— Flight status and gate number (for meeters and
greeters);

— Ground transportation services (e.g., communities
served, fares and schedul es, route information, travel
time, and directions to stop or station);

Photo: Matthew A. Coogan.

Figure5-4. Real-time information on flight connectionsis
now provided by many airlines.



— Driving directions to off-airport destination; and
— Travel conditions, including expected travel times
and roadway congestion.

After leaving the airport, the traveler information needs of
passengers and visitorsare similar to those of other motorists
and transit passengers in acommunity.

BUSINESS ARRANGEMENTS AT AIRPORTS
TO IMPROVE SERVICE TO
THE TRAVELING PUBLIC

A variety of types of business arrangements with ground
transportation operators are used by airport management to
ensure that the traveling public is provided a high level of
customer service and to encourage the use of public trans-
portation. The most common types of business arrangements
are open access, exclusive or semi-exclusive concession
agreements, and third-party management contracts. Increas-
ingly, airport managers are establishing exclusive or semi-
exclusive agreements because with these arrangements, the
airport operator has a better ability to ensure service quality
and performance, and the operator has a greater financia
incentive to maintain the desired standards.

Open Access

With open-access systems, any ground transportation
operator, properly licensed by the local regulatory authority,
can pick up passengers at an airport. The primary benefit of
this system isthat any business, large or small, can serve the
airport, thereby providing customers with options and pro-
moting competitive fares and services. As such, the open-
access system is often favored by small ground transporta-
tion operators who lobby local politicians to implement or
maintain such arrangements. Open-access systems function
well in communities with multiple, well-operated transporta-
tion providers (e.g., multiple taxicab companies) and effec-
tive enforcement. Key concerns with an open-access system
include the following:

 Lack of control over service levels—Airport manage-
ment haslittle ability to control thelevel of service stan-
dards for vehicle maintenance or driver appearance and
knowledge because other agencies are responsible for
specifying and enforcing the minimum standards for
vehicles and drivers.

* Inability to balance supply and demand—n communi-
ties in which the number of providers exceeds passen-
ger demands (e.g., an excessive number of shared-ride
van operators), operatorswill experiencelong waitsand
earn lessrevenue. If drivers are unable to receive suffi-
cient revenues, they may be tempted to improperly solicit
passengers or engage in other illegal activities. Con-
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versely, in acommunity with little commercial ground
transportation service (e.g., few taxicabs), there may be
alack of service during late-night hours or when there
are requests for service at other locations (e.g., down-
town or a convention center).

Exclusive and Semi-exclusive
Concessions Agreements

Most airport managers have agreements with concession-
airesto provide certain services on an exclusive (e.g., ahotel
or food-and-beverage operator) or semi-exclusive (e.g., rental
car companies) basis. These agreements specify the services
that the companies are allowed to offer at the airport, the
manner in which they are to be offered, the prices or mark-
up permitted, and the airport fees and charges. The fees are
normally calculated on the basis of some measure of activity
(e.g., asapercentage of gross revenues or per deplaning pas-
senger) and include a required minimum annual guarantee.
Concession agreements are typically awarded through a bid
or proposal process that allows airport management to con-
sider the experience of the operator, the quality of serviceto
be provided, and the feesto be paid.

Exclusive or semi-exclusive concession agreements are
used to providetaxicab, limousine, shared-ridevan, and sched-
uled bus or van service at humerous airports. (Examples of
airports using these forms of business arrangements are pre-
sented in TCRP Report 62.)

Service Sandards

As part of a concession agreement, airport management
typically specifies the minimum required service standards.
Exampl es of these service standards that the provider awarded
the contract (i.e., the concessionaire) is required to maintain
include the following:

» Minimum hours of operation—For example, a conces-
sionaire may berequired to ensurethat vehiclesare wait-
ing at the airport from the time of thefirst arriving flight
until an hour after the last scheduled arriving flight.

 Adequate supply of vehicles—A concessionaire may be
required to ensure sufficient vehiclesto serve the expected
volume of deplaning customers at al times, particularly
at airportswith asmall market for public transportation.

+ Level of customer service—For example, the concession
agreement may specify the maximum waiting times, the
maximum number of en route stops, requirements for
transporting disabled passengers, acceptance of credit
cards, and requirements for schedule adherence.

» Faresor surcharges—The proposal or bid may require
that the concessionaire specify the fares to be charged
and any surcharges (e.g., for baggage).
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« Geographic areas to be served—The original request
for proposals or bids would typically specify the geo-
graphic area(s) that a concessionaire would be required
to serve, the area the concessionaire would be granted
the exclusive right to serve, or both.

+ Vehicle standards—The agreements typically specify
the required standards for vehicle safety (e.g., properly
functioning brakes, lights, and emissions controls); clean-
liness (e.g., prohibition of dents, rust, or torn or soiled
seats); convenience (e.g., air conditioning); two-way
radio; exterior signage or lettering; and a maximum age
of vehicle. The agreement may specify vehicle size or
capacity (e.g., number of seats) if these standards are not
specified by local regulatory authorities.

» Driver standards—Agreements typically establish or
support airport standards for expected driver behavior
(e.g., no solicitation); appearance (e.g., types of shirts,
shoes, and caps); personal hygiene; local knowledge; or
customer skills.

Balancing Supply and Demand

Concession agreementsallow airport management to ensure
the appropriate balance between supply and demand because
the concessionaire can direct company-employed drivers to
serve or not to serve the airport as warranted. The concession-
aireis responsible for ensuring that the drivers or employees
are assigned an appropriate number of trips and an opportu-
nity to earn a fair salary. In absence of a concession agree-
ment, a limited number of options are available to airport
management to balance supply and demand. These include
the following:

« Limiting the number of vehicles serving the airport each
day—Such limitations can be achieved by using odd-
even license plate programs that allow only half of the
authorized taxicabsto servetheairport or other measures.

+ Closing the entrance to the hold lot—This action effec-
tively closestheairport and prevents additional vehicles
(e.g., taxicabs) from entering the airport.

 Increasing the minimum standards—BYy establishing
higher standards for ground transportation providers
(e.g., aminimum fleet size or insurance requirements),
vehicles (e.g., a maximum age of vehicles), or driver
qualifications, airport management can discourage less-
qualified companies from serving the airport.

With a concession agreement, airport management typically
grantsthe concessionaire certain privileges, including access
to preferential curb space and ticket and information coun-
tersin the terminal building, and the exclusive right to pro-
vide service to certain geographic areas (e.g., downtown). If
the serviceisconsidered to be sufficiently lucrative, it is pos-
sible to require that the concessionaire support services that

arelesslucrative or are not self-supporting. For example, air-
port management can require the concessionaire awarded a
shared-ride van or taxicab contract also to operate or to pro-
vide a scheduled bus service to downtown or other destina-
tion. Such arrangements are particularly feasible in commu-
nitiesin which amajor corporation both ownsamajor taxicab
service and provides scheduled airport bus service or, ater-
natively, in communities that have established goalsfor dis-
advantaged business participation in airport services.

Third-Party Management Contracts

In addition to entering into contracts that require conces-
sionaires to provide certain ground transportation services,
airport management may also enter into contractsthat require
athird-party contractor to manage and enforce ground trans-
portation operations at the airport. For example, at San Fran-
cisco International Airport, athird-party contractor isrespon-
sible for dispatching shared-ride vans and taxicabs and for
controlling and monitoring charter buses and limousine oper-
ations. At Portland International Airport, a third-party con-
tractor is responsible for providing information, directing
passengers to ground transportation services, dispatching
taxicabs, and monitoring operations along the commercial
roadway. Although management of both airports retains the
responsibility for establishing policies, fees, and regulations,
thethird-party contractor can significantly influencethelevel
of service provided to the traveling public.

REGULATORY CONSTRAINTS TO
THE INTRODUCTION OF NEW SERVICES

The regulatory constraints encountered when introducing
new airport ground transportation services and the ability of
airport managers to regulate and promote public transporta-
tion services are described below.

Competition and Enforcement

One congtraint to introducing new public transportation ser-
vicesisthe perceived and actual competition among differing
classes of ground transportation services, the need to be able
to enforce regulations restricting and controlling ground
transportation services, and the overlap among the services
provided by each class of service. For example, consider
the implications when airport management eval uates which
ground transportation services should be allowed (or required)
to pick up and drop off passengers at aplanned GTC.

Private Vehicles

The primary purpose of a GTC is to serve commercial
ground transportation services. Therefore, it islikely that air-



line passengerstraveling in private vehicleswould be directed
to space at the terminal building curbsides—the GTC is
reserved for commercial ground transportation services.

Private Vehicles Versus Privately Owned
Limousines

Airline passengers traveling in privately owned or
corporate-provided limousines would normally expect to
receive alevel of service similar to that available to passen-
gerstraveling in private vehicles. Therefore, it is likely that
privately owned limousines would be directed to curb space
at the terminal building.

Privately Owned Versus Prearranged Limousines

If customers perceivethat being picked up and dropped of f
at the terminal provides a higher level of service and conve-
nience than being picked up and dropped off at the GTC, they
will request that privately owned limousine services stop at
the terminal building rather than at the GTC. Asit would be
difficult for police to readily distinguish between a privately
owned limousine and a prearranged limousine or town-car
service, it would be difficult for police to prevent privately
owned limousines or town-car services from stopping at the
terminal building curbsides. If police are unable to prevent,
or enforce regulations prohibiting, use of the terminal curb-
side by prearranged limousines, it is likely that these limou-
sines would be permitted to use the curbsides.

Prearranged Limousines Versus Taxicabs

Taxicab operators perceive limousines as competitors. If
prearranged limousinesare permitted to usetheterminal build-
ing curbsides, taxicab operatorswould likely pressureairport
management (or perhaps city or county government leaders)
to allow taxicabs to use the curbsides. The taxicab operators
would claim that they would lose customers to their com-
petitors (i.e., limousines), that customers would not accept
being dropped off or having to be picked up at the GTC, or
both. At airports that have planned GTCs, management has
agreed to allow taxicabsto drop off and pick up customers at
the terminal building curbside.

Taxicabs Versus Shared-Ride Vans

The operators of shared-ride vans perceive that they are
competing with taxicabs for on-demand customers. If taxi-
cab owners are permitted to drop off and pick up customers
at the terminals, the operators of shared-ride van services
would likely demand theright to provide equivalent services,
especidly if the operators perceive that customersval ue access
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totheterminal building over accesstothe GTC. Again, aswith
the taxicab operators, it is likely that the decision would
involve others besides airport management.

Shared-Ride Vans Versus Scheduled Vans
and Buses

The operators of scheduled vans and buses, particularly at
downtown locations, perceivethat they competewith the oper-
ators of shared-ride van services. The scheduled van operators
will likely resist picking up passengers at alocation that they
perceive provides an advantage to their competitors.

Courtesy Vehicles

Local rental cars, hotel and motels, and other operators of
courtesy vehicleswould aso likely demand that they be per-
mitted to drop off and pick up customers at the terminal
buildings rather than at a GTC.

Impacts

As aresult of the enforcement challenges and competitive
factors described above, management at several airports at
which GTCs are planned have determined that the only users
of the GTC would be public transit services and scheduled
busesand vans. All other transportation serviceswere directed
to pick up and drop off customers at the terminal building.
Such allocation decisions could discourage the use of public
transportation by airline passengers or employees, particu-
larly if bag-check or baggage-claim servicesare not available
at the GTC.

Federal Regulation of Interstate Service

Within U.S. DOT, two agencies have particular responsi-
bility for the regulation of public transportation servicesat air-
ports: the Surface Transportation Board (STB), established in
1996 when Congress terminated the Interstate Commerce
Commission (ICC), and the Federal Motor Carrier Safety
Administration (FMCSA), established in January 2000.

STB is responsible for the economic regulation of inter-
state surface transportation within the United States. Its mis-
sion isto ensure that competitive, efficient, and safe surface
transportation services are provided in amanner meeting the
needs of consumers, shippers, and receivers. STB has over-
sight of certain operational and financial matters for intercity
passenger bus companies including the companies’ structure,
registration, rates, and insurance coverage. When the [ICC was
terminated, certain functions or responsibilities were elimi-
nated (rather than being transferred to another agency), includ-
ing regulation of interstate airport bus service. Under the
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terminated responsibilities, ICC regulated such airport bus
services and determined that they were exempt from regula
tions established by airport operators.

FMCSA is responsible for preventing commercial motor
vehicle—related fatalities and injuries. FMCSA's responsi-
bilitiesinclude enforcing safety regulations, improving safety
information systems and commercia motor-vehicle technolo-
gies, and strengthening commercial motor vehicle equipment
and operating standards. Most vehicles used to provide public
transportation at airports are within the purview of FMCSA,
including vehicles capabl e of transporting 8 passengers (includ-
ing the driver) for compensation (e.g., shared-ride vans) or
transporting more than 15 passengers (including the driver)
for no compensation (e.g., courtesy vehicles).

Public transportation to airports is also affected by the
requirements of the Americans with Disabilities Act (ADA)
and the guidelines established by U.S. DOT for public buses,
over-the-road buses, and other buses and vans used for fixed-
route or for-hire service at airports. In effect, these regula-
tions specify that one-half of the major bus fleets must be lift-
equipped by 2006 and that the entire fleet must befully ADA
accessible by 2012.

Challenges of Introducing New Service

In most communities, it isnecessary to obtain state author-
ity to introduce a new door-to-door, shared-ride, or sched-
uled transportation service. Typically, the operator of the
new ground transportation service must

1. Describe where and how it will serve the public, includ-
ing the proposed fares or tariffs;

2. Demonstrate that the new service will serve the public
convenience, need and necessity (i.e., thereissufficient
demand for such service);

3. List al other routes that operate partially or wholly
within the proposed service areg;

4. Present abusiness plan indicating the expected revenues
and costs of operation; and

5. Provideafinancial statement and evidence of insurance.

In some instances, the operator must demonstrate that the
local public transit operator is unable to meet the transporta
tion needs of the public that will be served by the proposed
service or must describe the impact on existing public transit
services. The operator must typically providelettersfrom the
public (e.g., local communities) and evidenceto demonstrate
aneed and necessity for the proposed service. Existing oper-
atorsare permitted to file objectionsto the statements of need
tointroduce new services and to challenge the new operator’s
ability to sustain abusinesswithout adversely affecting exist-
ing businesses. The operator can only apply for an airport
permit after obtaining the required state or local operating
permits.

These procedures may present a significant hurdle for a
small operator, particularly an operator without a properly
defined business plan or service plan, without prior experi-
encein theindustry, and without sufficient capital resources.
Typicaly, airport management does not have programs to
support or assist new businesses seeking to initiate transpor-
tation service.
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