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Summary Findings

The general and commercial aviation airports that are part of the Texas Airport System Plan
(TASP) collectively generate thousands of jobs and support billions of dollars in economic
activity across the state. In the following, we report the findings of our analysis of the eco-
nomic impacts associated with the operations and capital improvement programs at these
airports. A separately published executive summary to this report offers a summary of our
findings. This report offers additional details and a description of our methodology. Fur-
ther details of the study can be found in the accompanying Technical Appendix.

In summary, we find:

e General aviation activities and expenditures associated with airports, business
activities of airport tenants, and visitor spending by itinerant pilots created $14.6
billion in economic activity in Texas in 2010, supporting over 56,600 jobs paying
$3.1 billion in salaries, wages, and benefits.

e Commercial aviation activities and related spending boosts statewide economic
activity by $44.9 billion, increases labor income by over $20 billion, and provides
over 700,000 jobs across the state.

e Combined, the TASP airports increase economic activity in Texas by $59.5 billion,
supports 771,000 jobs, and increases labor income by $23.2 billion.

e C(Capital spending associated with airport improvement programs from 2006
through 2010 totaled almost $2.3 billion. This spending created about $4.7
billion in statewide economic activity and supported over 37,000 job-years of
employment.

Economic Impacts of Texas Airport System Plan Airports

State of Texas, 2010
Description Impact
Economic Activity $59,510,557,000
Labor Income (salaries, wages, benefits) $23,231,069,000
Employment 771,355

Sources: UNT Center for Economic Development and Research, IMPLAN
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Introduction

The presence of a high quality network of publicly accessible airports supporting general
aviation activities in Texas has never been more important to the economic performance of
the state of Texas. Business and flight support activities at these airports generate billions
of dollars in economic activity, create jobs, and improve business operating efficiencies that
help Texas to attract and retain some of the nation’s best companies. In addition, Texas’
network of safe and efficient airports helps communities across the state attract business
and leisure visitors who contribute to local economies through spending on dining, lodg-
ing, entertainment, and retail purchases. Quantifying these impacts in studies conducted
in 2003 and 2006 has allowed the Aviation Division of the Texas Department of Transpor-
tation to better plan aviation support and infrastructure development projects spurring
economic growth across the state. The following reports the findings of the most recent
assessment of the economic impacts of general aviation and commercial airports that are
part of the Texas Airport System Plan (TASP).

The focus of this study is to specifically estimate the economic impacts of general aviation
airport activities on the state economy and to provide an assessment for many of the air-
ports of their impacts on their local economies. Because we focus on the impact of general
aviation activities and facilities on their host communities, the findings of the impact of
individual airports are not directly comparable to previous studies. Our methodological
approach for our estimates of statewide impacts of general aviation and related infrastruc-
ture and activities is also slightly different than previous analyses conducted in 2003 and
2006 Most importantly, in this analysis we include the economic impacts associated with
capital spending at the airports. Data on individual airport operations were gathered using
multi-media surveys, in-person visits, and secondary data sources. These data included
airport operations spending, airport employment, capital spending, and employment and/
or operating expenditures by airport tenants. Utilizing a publicly-available, well recognized
economic input-output model, we use the data gathered to assess how airport and tenant
related spending flow through the state economy creating additional economic activity

and jobs. In addition, airports were asked to identify community support and engagement
activities that, while not necessarily quantifiable, provide important contributions to their
host communities. Detailed findings for participating airports can be found in a series of
individual reports available for download on the Texas Department of Transportation Avia-
tion Division website at http://www.txdot.gov/business/aviation/

The Texas System of Airports

Figure 1 shows the system of public-access airports that are part of the TASP. These include
commercial service airports that host general aviation activities in addition to commer-

cial aviation, and publicly or privately owned general aviation airports. General aviation
includes all aviation activity except for scheduled passenger services, scheduled air cargo
services, and military flights. General aviation represents the lion’s share of global aviation
activities. The airports servicing general aviation activities range from major international
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airports, such as Dallas-Fort Worth International Airport and Houston’s George H.W. Bush
Intercontinental Airport, to privately-owned, unpaved airstrips. Public-use airports that
are not a part of the TASP are not included in this study.

Figure 1. Map of Texas Airport System Plan Airports
Source: Texas Department of Transportation, Aviation Division

Overview of the Texas Economy

The last half of the first decade of the 21st century proved to be a challenging time for the
Texas and national economies. After experiencing rapid growth during the 1990s, the de-
cade of the 2000s experienced the first recession in ten years sparked by the “tech-wreck”
and exacerbated by the economic shocks associated with the 9-11 terrorist attacks. This
was followed by a rapid increase in military spending and a housing and related consump-
tion binge that resulted in strong economic growth, low unemployment, and an expansion
of household wealth in the US. Unfortunately, much of the growth in housing value was
built on a basis of high-risk lending and myopic financial practices. When the housing
bubble burst and high risk loans and their related exotic financial instruments imploded,
a global financial system collapse came precariously close to reality and the US entered

its worst economic downturn since the Great Depression (see Figure 2). While the US

has technically been in recovery since the summer of 2009, employment growth has been
tepid, and the national unemployment rate stubbornly remained at or above nine percent
throughout 2010 (see Figure 3).
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Figure 2. US Gross Domestic Product Year over Year Percent Change
Source: US Bureau of Economic Analysis

Figure 3. Unemployment Rate, US and Texas
Source: US Bureau of Labor Statistics
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While the Texas economy has outperformed the US economy in recent years (see Figure 3
and Figure 4), the state has nonetheless been challenged by the Great Recession with hous-
ing construction and related-industry employment being particularly hard hit. Though
the state created net new jobs for 2010, job seekers are still finding limited opportunities
in most industries. The downturn in housing values and reduced retail spending resulting
from the recession resulted in lower revenues for state and local governments; however,
government payrolls increased throughout 2010. (Government sector employment in
Texas has since fallen.) While the good news has been a continued trend in private sec-
tor employment gains, state and local government budgets remain under stress. For this
reason, the economic activity created by state and federally-funded investments in general
aviation infrastructure - and the impacts of airport and airport tenant operations - is per-
haps more important to the state and local economies of Texas than ever before.

Figure 4. Texas Employment by Sector (000s)
Source: US Bureau of Labor Statistics
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Trends in General Aviation Activities

US General Aviation Activity Trends

The US recession expectedly has had an impact on general aviation activities across the
country. As shown in Figure 5, total hours flown based on Federal Aviation Administration
(FAA) records decreased from 2007 through 2009, the latest period available in this data
series. While there is some anecdotal evidence to suggest that general aviation activities
have stabilized since 2009, and perhaps started to grow again during the economic re-
covery, overall activity levels remain below pre-recession levels. Figure 6 examines hours
flown by use. While all categories of activity declined during the national recession, there
has been a longer running decline in personal flying.

Figure 5. General Aviation Hours Flown in the US (000s)
Source: Federal Aviation Administration, General Aviation and Part 135 Activity Surveys
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Figure 6. US General Aviation and On-Demand Hours Flown by Use (000s)
Source: Federal Aviation Administration, General Aviation and Part 135 Activity Surveys

Texas General Aviation Activity Trends

The data for Texas show a more mixed picture. Total general aviation and on-demand
hours flown during the 2001-2009 time period are very similar to national trends (see Fig-
ure 7). However, the number of active aircraft in Texas rebounded nicely after a substantial
drop as Texas entered economic recession (see Figure 8). This bodes well for an increase in
activity at general aviation airports as Texas continues to outperform the national economy.

Even though general aviation activities have declined in Texas since the state and nation
entered into the worst economic downturn in 80 years, the analysis described below shows
that general aviation and related facilities and activities continue to provide a tremendous
boost to the state economy and serve as important contributors to regional economic per-
formance.
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Figure 7. Total General Aviation Hours Flown (000s)
Source: Federal Aviation Administration, General Aviation and Part 135 Activity Surveys

Figure 8. Texas Active General Aviation Aircraft and Total Hours Flown
Source: Federal Aviation Administration, General Aviation and Part 135 Activity Surveys
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Methodology

In the following, we describe the methods and assumptions used in estimating the econom-
ic impacts of general aviation related activities in Texas. The data gathering phase consisted
of multi-modal surveys of airport managers, airport tenants, and itinerant pilots. We then
used these data to assess the economic impacts of activities and spending by these groups.

Airport Categories

In assessing the economic impact of the TASP, it is important to recognize key differences
among the airports. While our focus is on general aviation activities at public-use airports,
we have also included general aviation activities at commercial airports. The economic
impact of commercial air services is presented later in this report. The listing of airports
used to calculate the statewide impacts included in this analysis can be found in Appendix A

at the end of this report.

Several general aviation airports are grouped together for the economic impact analysis.
These mostly rural airports are typically limited service facilities with lower levels of activ-
ity. Many do not have dedicated staff and support the general aviation system by being a
base for recreational fliers with a few small business tenants. For purposes of this analysis,
these smaller activity facilities are labeled “Other Airports” and listed in Table 1:

Table 1
Other System Airports

Abernathy Municipal

Kent County

Mustang Beach

Hall-Miller Municipal

Giddings-Lee County

Edwards County

Stonewall County

Stanton Municipal

Mason County

Caldwell Municipal

The Carter Memorial

San Saba County Municipal

Childress Municipal

Colorado City

Sunray

Duval-Freer

Shamrock Municipal

Cypress River

Robert R Wells Jr

Real County

Marlin

Commerce Municipal

Miami-Roberts County

Throckmorton Municipal

Lampasas Upton County Avenger Field
Follett/Lipscomb County | Muleshoe Municipal T-Bar
Denver City Cochran County Winkler County

Madisonville Municipal

Navasota Municipal

Harrison Field of Knox City

Cuero Municipal

Newton Municipal

Major Samuel B Cornelius Field

Hallettsville Municipal

San Augustine County

Crane County
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Data Acquisition

Airport Managers

Airport managers provided a wide range of data regarding capital and operating expendi-
tures, descriptions of the nature of operations at their airports, activities supporting lo-

cal economic development, and community engagement and outreach. These data were
obtained using in-person interviews, mail surveys, and web-based survey instruments. A
copy of the Airport Managers survey questionnaire can be found in the accompanying tech-
nical appendix to this report. Managers were asked to report 2010 data on the following:

e Full- and Part-time employees

e Wages and benefits paid to airport employees

e Capital spending by year for the period 2006-2010
e Airport tenants and major users

e Aviation activities by type of activity

e Community engagement activities

Given tight resources at many municipalities and the resulting multi-faceted job duties of
airport managers - many of whom also have significant responsibilities in city or county ad-
ministration - fewer airports provided direct information for this analysis than experienced
in previous studies. However, the response rate approached 70 percent, which is very

high in economic impact research projects. Moreover, the diversity of responding airports,
based on size, number of operations, and location provide an excellent basis from which to
estimate operating characteristics of non-responding airports.

To estimate operating characteristics, such as airport employment, for non-responding
airports, we first categorized these airports based on operations levels using FAA 5010
data. We also considered broad locational characteristics such as population density. We
then calculated key operating expenditure estimates on a per-flight operation basis from a
group of operationally-similar airports that provided data for this analysis. We have includ-
ed these estimates for non-responding airports in assessing statewide economic impacts
but have not offered specific impact assessments for the airports for which we do not have
directly-reported operating data.

Capital spending at Texas’ general aviation airports provides critical investments in lo-
cal aviation infrastructure. However, many capital projects last more than one year or are
timed such that spending occurs in multiple fiscal years. Because of this, and to enhance
modeling accuracy, we asked airports to provide their capital spending for the single year
2010, and their projects over the 2006 through 2010 time period.

As shown in Table 2, total employment at general aviation airports and the general aviation
divisions of commercial airports is 851 for 2010. In 2010, capital spending at commercial,
commercial/reliever, and general aviation TASP airports totaled $563 million. Taking the
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longer view of capital spending, over the 2006 through 2010 period, TASP airports spent
almost $2.3 billion on capital projects.

Table 2
General Aviation Operations and Capital Spending at Texas Airports, 2010

Operations
Airport Type Spending Employment | Capital Spending
Commercial Service Airports $ 556,814,899 174 $ 428,354,046
General Aviation Airports $100,029,723 677 $ 134,666,878
Total $ 656,844,622 851 $563,020,924

Source: Airport Managers’ Surveys, CEDAR estimates.

Airport Tenants

Data for airport tenants was obtained through interviews, mail surveys, web-based surveys,
and secondary data sources. Starting with a list of airport tenants as reported in the 2005
study, we asked airport managers to update the list and to provide information on current
airport tenants. We then used this list to engage in a mail survey of these tenants asking for
information on sales, employment, and other data. The survey instrument sent to airport
tenants is included in the Technical Appendix. Data requested from airport tenants include:

e Type of business (FBO, aircraft maintenance, flight instruction, other)
e Full- and Part-time employment

e Wages, salaries, and benefits paid

e Capital expenditures by year for 2006 through 2010

e Operating expenditures

e Gross sales

Consistent with previous studies, the response rate was not nearly as robust as with airport
managers. Therefore, we relied on airport managers and secondary data sources to esti-
mate the number of jobs represented by each tenant in absence of a survey response. For
example, if we did not have a response from a given tenant based on the list provided by

an airport manager, we checked third party data sources to see if the firm is still in opera-
tion and to obtain an estimate of the number of jobs at that specific location. These data
sources included the AtoZ Database, Reference USA, and other web-based resources such as
company websites. In absence of information from airport managers, we used geographic
information systems, third party data providers, and web-based tools such as Google Earth
to identify airport tenant companies.
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Table 3 shows the most common industries/activities among TASP airport tenants for
2010.

Table 3

Most Common Industries/Activities by General Aviation Airport Tenants

Fixed Base Operators (FBOs)

Aircraft Maintenance & Repair

Flight Instruction

Air Taxis (on demand air services)

Medical Services (Air ambulance, medical evacuation)

Source: CEDAR
In total, tenants located at TASP airports had industry sales approaching $8.9 billion and

employed about 21,700 individuals in 2010 (see Table 4). These jobs, in turn, supported
thousands of other state jobs as will be described in the next section of this report.

Table 4
Texas General Aviation Airport Tenants Sales and Employment

Airport Type Industry Sales* Employment
Commercial Service Airports $2,667,961,000 6,867
General Aviation Airports $6,203,655,000 14,876
Total $8,871,616,000 21,743

* Estimated. Source: Tenant Surveys, CEDAR estimates.
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Itinerant Pilots

Airport managers were asked to distribute or otherwise make available spending surveys
to itinerant pilots visiting their facilities. The itinerant pilot questionnaire can be found in
the technical appendix to this report. Pilots could respond to the surveys by mail, fax, or
through a web-based survey program. These surveys asked pilots to report:

. Airport visited

. Number of travelers

. Type of aircraft

. Purpose of the trip

. Length of stay

. Expenditures
¢ Lodging
¢ Food and beverage
¢ Local transportation
¢ Retail /entertainment
¢ Aircraft services (fuel, etc)

More than 300 pilots responded to the survey, providing valuable data for estimating new
state and regional spending associated with general aviation activities in Texas. The sur-
vey responses from itinerant pilots cannot, by themselves, provide a reliable estimate of
the total number of transient operations (i.e., those carrying visitors to the area) for any
given airport. Therefore, the itinerant pilot surveys serve as one source of information for
estimating spending by state visitors that arrive via general aviation. The aviation team at
Wilbur Smith Associates, now a part of CDM, took a multi-source approach to estimating
total visitor spending associated with general aviation activities in the state of Texas.

Estimates of itinerant operations (those operations that operate outside the airport’s local
traffic area) were derived from the total operations estimates through the use of FAA 5010
data. The 5010 data provided estimates of operations in five categories - air carrier, air taxi,
local general aviation (typically flight training in the form of touch and goes), itinerant gen-
eral aviation, and military. By combining those categories that included visitors (itinerant
general aviation, air taxi at general aviation airports, air carrier at general aviation airports,
and military at airports without a based military air unit), a percentage of total operations
was determined from the 5010 data. This percentage was applied to the airport’s estimate
of total operations to determine the number of itinerant operations. For airports that did
not provide an estimate of total operations, the appropriate combined operations from the
5010 data was used for the airport’s itinerant operations. It was assumed that an airport’s
estimates of total operations were more accurate than 5010 data. In addition to the data
gathered from the pilot survey, a national database of general aviation visitor expenditures
was consulted. This data, derived from economic studies of hundreds of airports, was used
to validate the survey data from Texas and to confirm that average expenditures in Texas
were in line with similar airports throughout the United States.
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Based on the data reviewed, it is estimated that 33 percent of itinerant operations were
true transient operations that brought visitors to the region. Since every arriving aircraft
bringing visitors has a corresponding departure at the end of the trip, true transient op-
erations were cut in half to determine true transient arrivals. A summary of true transient
arrivals is shown in Table 5.

Table 5
True Transient Arrivals at Texas Airports, 2010
Itinerant True Transient
Airport Type Total Operations Operations Arrivals
Commercial Service Airports 3,039,183 747,255 123,296
General Aviation Airports 3,393,405 1,550,437 255,841
Total 6,432,588 2,297,693 379,137

Note: Rounding errors may be present. Source: Wilbur Smith Associates, September 2011

The spending behavior of the transient visitors is based on the survey data obtained from
the itinerant pilot survey. Since the spending habits of visitors are not the same at all air-
ports, and it was impractical to obtain valid survey results from every Texas airport, av-
erage numbers were used based on four categories of airports. The commercial service
airports and those designated as general aviation reliever airports by the FAA National Plan
of Integrated Airport Systems were put into one category. The remaining airports were split
into three tiers based on the number of jobs found on the airport, as was done in previous
studies of the Texas system. The tiers are based on the number of full time equivalent (FTE)
employees reported for each airport. Tier I airports employed more than 4.0 FTE employ-
ees. The number of employees at Tier II airports ranges from 0.6 to 4.0, and airports with
0.5 or fewer FTE employee are Tier IIl. Survey data from each of these categories of airports
resulted in the mean values shown in Table 6.

Table 6
Visitor Averages

Visitors per Days Stayed per | Spending per
Airport Category Aircraft Visitor Visitor per Day
Commercial/Reliever 3.5 1.5 $165
Tier I 2.6 0.9 $255
Tier II 2.8 0.6 $110
Tier I1I 2.2 1.2 $80

Note: Rounding errors may be present. Source: Wilbur Smith Associates, September 2011
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The spending per visitor per day estimate includes expenditures from all the types of
spending surveyed, with the exception of aircraft services. To avoid double counting these
expenditures, spending on aircraft services was excluded from visitor spending since the
impacts of these expenditures would be captured in the direct impacts associated with the
on-airport businesses providing these services.

These average values were used to estimate visitor spending at each Texas airport, accord-

ing to the category under which it was classified, starting with an estimate of the number of
visitors at airports in Texas, as shown in Table 7.

Table 7
General Aviation Visitors, 2010

Estimated
True Transient Visitors per General Aviation
Airport Type Arrivals Arrival Visitors
Commercial Service Airports 123,296 3.5 431,542
General Aviation Airports 255,841 3.0 755,859
Total 379,137 31 1,187,401

Note: Rounding errors may be present. Source: Wilbur Smith Associates, September 2011

Average spending values were then applied to the number of general aviation visitors to
obtain visitor expenditures. For example, a true transient aircraft visiting a Tier III airport
was estimated to have an average of 2.2 passengers staying 1.2 days, with each passenger
spending approximately $80 per day on goods and services not related to aviation, whereas
a visiting aircraft at a commercial/reliever airport was estimated to arrive with an average
of 3.5 passengers staying 1.5 days, with each passenger spending approximately $165 per
day on non-aviation goods and services.

Table 8 summarizes the estimated 2010 general aviation visitor expenditures for the TASP.

Table 8
General Aviation Visitor Expenditures at Texas Airports, 2010

General Aviation | Length of | Spending
Airport Type Visitors Stay per Day | Expenditures
Commercial Service Airports 431,542 1.5 $165 $106,806,600
General Aviation Airports 755,859 1.2 $190 $169,493,200
Total Impacts 1,187,401 1.3 $179 $276,299,300

Note: Rounding errors may be present. Source: Wilbur Smith Associates, September 2011
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As noted earlier, the survey of visiting pilots and passengers collected expenditure data by
type of spending. This data was used to estimate the percentage of spending in each cat-
egory and then applied to each airport’s overall spending to arrive at estimates of spending
in each category. Table 9 shows the expenditures by type of spending for Texas airports.

Table 9

General Aviation Visitor Expenditures by Type of Spending at Texas Airports, 2010
(in millions of $)

Food & Ground Retail &
Airport Type Lodging | Beverage | Transportation | Entertainment | Other
CF)mmeraal Service $42.8 $29.5 $15.2 $17.6 $1.7
Airports
General Aviation $69.5 $46.5 $16.3 $24.8 $12.5
Airports
Total Impacts $112.3 $76.0 $31.5 $42.4 $14.2

Note: Rounding errors may be present. Source: Wilbur Smith Associates, September 2011

The Analytical Model

The spending reported in the previous section represents an important contribution to
the Texas economy and local areas hosting a general aviation airport. However, the total
impacts of spending by airports, tenants, and transient visitors are much larger than their
spending alone. To estimate the impacts of general aviation related spending in Texas we
use an economic input-output model. Economic input-output models estimate how initial
spending and economic activity flow through a state or regional economy. In this analysis
we have estimated the total impacts of all general aviation related activities on the state of
Texas. As noted earlier, we also estimate the impacts of individual airports on their local
economies.

Figure 9 represents a production function for a hypothetical airport tenant that refurbishes
corporate aircraft interiors. The company purchases materials for their work, invests in
equipment, purchases electricity to run their equipment, hires employees, and purchases
services such as bookkeepers, advertising reps, and other professional services. This
spending represents the Direct Effects in an economic impact model.
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Figure 9. Production Function Example

Direct effects spending by the airports could include hiring employees, purchasing materi-
als and services for runway repairs, utilities to support operations, and a number of other
spending categories. Visitor spending in the local economy for lodging, food, and other
spending also represents direct effects in the model. Importantly, if direct effect spending
is not known, it can be estimated from employment levels. For any given industry, there is
arelationship between the number of employees at a firm and the amount of sales required
to support those employees. Therefore, economic input-output models typically allow sales
or employment to be used as inputs.

Indirect Effects address secondary spending supported by direct effect expenditures. For
example, the bookkeeping firm that is hired to keep the books for the aircraft interior re-
furbisher spends money to rent office space, hire employees, purchase office supplies, and
other business services. The office supply retailer that sells to the bookkeeper also hires
employees and other operating expenditures such as a janitorial service to clean the store.
The initial spending by the airport tenant spreads across the local or state economy like
ripples from tossing a rock into a pond. As the effects spread, they become smaller until
they have no additional impact.

Induced Effects add household spending to the economic impact assessment. The employ-
ees of the aircraft refurbisher, the bookkeeper, the office supply store, and the janitorial
service all spend a portion of their earnings in the economy for goods and services.
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The input-output model used for this analysis makes two critical adjustments to the spend-
ing data. First, adjustments are made so that household spending captured by the Induced
Effects is not double counted, such as when the household of an employee of the office
supply retailer buys school supplies from the office supply retailer. The second adjustment
accounts for spending in the Direct, Indirect, and Induced Effects that does not stay in the
state/local economy. For example, the leather used to cover the refurbished aircraft seats
could be manufactured in Italy, and thus that spending has very little impact on the state or
local economy, though there would likely be some impact from the local distribution and
transportation of the leather. For local areas, the impacts of a purchase in a county with a
large population and diverse economic base are expected to be larger than a similar pur-
chase in a smaller population county. Similarly, the state will capture a larger share of the
indirect and induced impacts compared to individual counties. When added together, the
sum of the direct, indirect, and induced effects is often greater than the initial spending,
which is the “multiplier” effect.

The economic input-output model used in this analysis is the IMPLAN model developed

by the Minnesota Implan Group. This model is widely used in academic and professional
research, including previous estimates of the economic impacts of general aviation in the
state of Texas. The IMPLAN model provides estimates of output, labor income, and employ-
ment.

¢ Output is essentially a measure of the value of transactions (spending).

e Labor Income includes salaries, wages, and benefits paid to employees plus propri-
etors’ income.

¢ Employment is expressed as jobs.

Operating and capital expenditures are treated somewhat differently in this analysis. Oper-
ating expenditures are recurring in nature, while capital projects provide temporary im-
pacts. Given that capital construction and renovation projects often last for more than one
year, we have separately estimated the economic impacts of airport capital spending over
the 2006 through 2010 period. Since capital spending in this component of the analysis
occurred over a multi-year period, our employment estimates focusing on capital projects
are expressed as job-years of employment, meaning one job lasting for one year. The ac-
tual number of jobs in any given year varies based on the particular activities occurring in
any given year. For most construction projects employment starts small during the design
phase, peaks during construction, and is much smaller during final finish-out/inspection
phases. For 2010 we include all spending, operating and capital, to more accurately show
the total impacts of the TASP airports. However, this means that the estimates of capital
spending impacts for the 2006 through 2010 period and the stated 2010 total impacts are
not additive.




The Economic Impact of General Aviation in Texas December 2011

The Economic Impacts of General and Commercial Aviation in Texas

General aviation and related activities at commercial and general aviation airports gener-
ate an impressive number of jobs and direct impacts. Based on our findings and estimates,
Texas’ general aviation activities from airport operations, tenant businesses, and visi-

tor spending represents about $9.4 billion in direct economic activity supporting almost
28,000 jobs. In addition, more than $134 million was spent on capital projects in 2010 at
these airports related to general aviation. These activities and spending create almost $14.6
billion in statewide economic activity supporting 56,600 jobs that pay in excess of $3.1 bil-
lion in salaries wages and benefits (see Table 10). Table 14 shows the impacts by airport on
their local economies.

Table 10

Economic Impacts of General Aviation and Related Activities
State of Texas, 2010

Description Impact
Economic Activity $14,582,332,000
Labor Income (salaries, wages, benefits) $ 3,127,309,000
Employment 56,635

Sources: UNT Center for Economic Development and Research, Wilbur Smith Associates, IMPLAN

In addition to general aviation activities, Texas’ commercial airports are huge engines for
economic growth in the state. Based on data gathered in this analysis and previous studies,
commercial airport operations and capital projects related spending generated almost $45
billion in economic activity in Texas for 2010. This activity supported about 715,000 state-
wide jobs paying over $20 billion in salaries, wages, and benefits (see Table 11). Table 15
details the impacts by commercial airports at the local level.

Table 11

Economic Impacts of Commercial Aviation and Related Activities
State of Texas, 2010

Description Impact
Economic Activity $44,928,225,000
Labor Income (salaries, wages, benefits) $20,103,760,000
Employment 714,720

Source