
 
 

FAA Provisions in the FAA Reauthorization Act of 2018 
 
DIVISION B—FAA REAUTHORIZATION ACT OF 2018 
 
TITLE I—AUTHORIZATIONS  
 
Subtitle A—Funding of FAA Programs  
 
Sec. 111. Airport planning and development and noise compatibility planning and programs. 
 
Funds the Airport Improvement Program (AIP) at $3.35 billion annually until 2023.   
 
Sec. 115. Adjustment to AIP program funding.  
 
Repeals provision in law allowing for extra AIP allocations under certain conditions, often called 
“pop-up authority.”   
 
Sec. 116. Funding for aviation programs.  
 
Repeals provision in law requiring maximum AIP allocations based on trust fund receipts, a 
provision first instituted in the 2012 FAA reauthorization bill when the trust fund balance was 
very low.    
 
Subtitle B—Passenger Facility Charges  
 
Sec. 121. Passenger facility charge modernization.  
 
While the bill keeps in place the current federal cap on the PFC of $4.50, it does allow airports 
to impose a $4.50 PFC under the same standards as a $3.00 or lower PFC, and provides a 
streamlined process for imposing/using PFCs at all size airports, as currently provided at non-
hubs.   
 
 
 



Sec. 122. Future aviation infrastructure and financing study.  
 
Directs DOT to engage a “qualified organization”—defined as an independent nonprofit 
organization that recommends solutions to public policy challenges through objective research 
and analysis”— to conduct a study and make recommendations on actions needed to upgrade 
and restore the national aviation infrastructure system, including airport infrastructure needs 
and existing financial resources for commercial service airports.  The qualified organization is to 
consult with non-hub airports, small hub airports, medium hub airports, large hub airports, 
airports with international service, non-primary airports, local elected officials, relevant labor 
organizations, passengers, and air carriers.  It also is to separately report on the infrastructure 
requirements of large hub airports.   
 
Sec. 123. Intermodal access projects.  
 
Directs FAA to within six months publish a final rule on PFC use for intermodal access projects 
consistent with the notice in the Federal Register on May 3, 2016 (81 Fed. Reg. 26611). 
 
Subtitle C—Airport Improvement Program Modifications  
 
Sec. 131. Grant assurances.  
 
Modifies certain AIP grant assurances: 
 

• Applies qualified-base selection criteria to all aspects of any project using AIP funds for 
any portion of the project. 

• Extends the competition disclosure requirements for large hub and medium hub 
airports until 2023. 

• Allows the construction of certain covered aircraft in hangars to be considered an 
aeronautical use. 

• Exempts certain community uses of airport land from federal restriction. 
 
Sec. 132. Mothers’ rooms.  
 
Requires medium- and large-hub airports to provide lactation areas for nursing mothers within 
each of their terminals. 
 
Sec. 133. Contract Tower Program.  
 
Increases the cap on the federal share of contract tower construction costs from $2 million to 
$4 million, and provides significant clarifications regarding the manner in which benefit-cost 
analyses of contract towers are to be conducted, including:  
 

• States that benefit-cost analyses for existing contract towers shall not be updated by the 
Secretary of Transportation unless annual aircraft traffic has decreased by more than 25 



percent from the prior year or by more than 60 percent cumulatively over the preceding 
three years.  
 

• Requires the Secretary to use actual wage, benefit, telecommunications, equipment, 
and travel costs in these benefit-cost analyses as opposed assumed costs.  It explicitly 
prohibits the Secretary from considering an array of costs in these analyses, including 
airway facilities costs, FAA facility and equipment depreciation, indirect overhead costs, 
and utility and janitorial costs paid directly by airports for the facility. 

 
• Directs the Secretary to add a “5 percentage point margin of error” to the benefit-cost 

ratio determination to account for “direct and indirect economic and other benefits.”    
 

• Provides a series of procedures for airport sponsors to appeal benefit-cost analyses 
performed by the Secretary and provides an 18-month grace period before payment is 
required from airports (i.e., before contract towers transition from the federal program 
to the cost share program) in the event such appeals are decided in the airport’s favor. 
 

• Exempts airports that have Part 121 air service and more than 25,000 operations in 
calendar year 2014 from contract tower cost-share requirements. 

 
Sec. 134. Government share of project costs.  
 
Ensures that multiphase projects for which an airport sponsor received grants in fiscal year 
2011 or earlier at a 95% federal share will continue to receive grants at the 95% share. 
 
Sec. 136. Use of State highway specifications.  
 
Allows state highway design standards to be used for runways at nonprimary airports serving 
aircraft that do not exceed 60,000 pounds. 
 
Sec. 137. Former military airports.  
 
Adds certain nonhub airports to the program. 
 
Sec. 138. Eligibility of CCTV projects for airport improvement program.  
 
Expands AIP eligibility to the procurement and installation of closed-circuit TV systems in public 
areas and the exterior of terminals. 
 
Sec. 139. State block grant program expansion.  
 
Increases the number of block grant states from 10 to 20. 
 
 



Sec. 140. Non-movement area surveillance pilot program.  
 
Creates a new pilot program under which up to five “eligible sponsors” would be able to receive 
AIP grants to acquire and install “qualifying non-movement area surveillance display systems 
and sensors.”  Such systems enable airport operators to monitor aircraft and ground vehicles in 
non-movement areas similar to the way that conventional radar systems enable air traffic 
controllers to monitor aircraft operations.  The section does restrict “eligible sponsors” to 
airports (1) where the FAA already has movement area surface surveillance systems (e.g., ASDE-
X) deployed, and (2) serving airlines that currently participate in the FAA’s collaborative 
decision making process.  The FAA Administrator is authorized to distribute grants of not more 
than $2 million per sponsor from AIP discretionary funds for this pilot program. 
 
Sec. 141. Property conveyance releases.  
 
Makes a technical correction to the conveyance of federal property to airports. 
 
Sec. 142. Study regarding technology usage at airports.  
 
Directs FAA to study technology installed within the U.S. aviation system developed by foreign 
entities (nations and companies.)   
 
Sec. 143. Study on airport revenue diversion.  
 
Directs GAO to study revenue diversion at grandfathered airports. 
 
Sec. 144. GAO study on the effect of granting an exclusive right of aeronautical services to an 
airport sponsor. 
 
Directs GAO to study the cases in which an airport sponsor has exercised an exclusive right 
(proprietary exclusive right) for FBO services. 
 
Sec. 145. Sense of Congress.  
 
Expresses desire for FAA and DOT to produce a smart airports initiative plan that focuses on 
creating a more consumer-friendly and digitally connected airport experience. 
 
Sec. 146. Critical airfield markings.  
 
Directs FAA to study the installation and durability of Type III and Type I glass beads applied to 
critical airfield markings.   
 
 
 
 



Sec. 147. General facilities authority.  
 
Allows an airport to transfer to the FAA eligible air traffic systems facilities/equipment if it was 
purchased with assistance of an AIP grant.   
 
Clarifies that the FAA is required to provide airports with adequate compensation for the 
provision of space on airport property, building construction, maintenance, utilities, or 
administrative support.    
 
Sec. 148. Recycling plans; uncategorized small airports.  
 
Clarifies a requirement in the 2012 FAA reauthorization bill for airports to include a recycling 
plan in their master plan.   
 
Specifies that grants for projects at unclassified airports must come out of any remaining funds 
in the GA apportionment of the budget, after all entitlement funds have been allocated to 
airports.  Eligible projects are: 1) primary runway pavement maintenance; 2) obstruction 
removal for the primary runway; 3) rehabilitation of the primary runway; and 4) safety projects. 
 
Sec. 149. Evaluation of airport master plans.  
 
Adds to DOT’s evaluation criteria consideration of an airport’s role in medical 
emergencies/evacuations and emergency disaster preparedness. 
 
Sec. 150. Definition of small business concern.  
 
Revises the definition to concur with current construction industry standards. 
 
Sec. 151. Small airport regulation relief. 
 
Enables airports to receive apportionments of AIP entitlements in Fiscal Years 2017 through 
2021 based on their Calendar Year 2012 enplanement levels if their enplanement levels fall 
below 10,000, provided that the airports had (1) 10,000 or more enplanements in CY 2012 and 
(2) scheduled air service in the fiscal year used to calculate the Fiscal Year 2017-2021 
apportionments. 
 
Sec. 152. Construction of certain control towers.  
 
Allows AIP funds to be used for contract tower construction. 
 
Sec. 154. Definition of airport development.  
 
Amends the definition of airport development to include mass grading and associated 
structural work at mountaintop airports. 



Sec. 155. General aviation airport expired funds.  
 
Allows expiring funds apportioned to general aviation airports to be distributed via a new 
discretionary program among other general aviation airports nationwide.   
 
Sec. 156. Priority review of construction projects in cold weather States.  
 
Instructs FAA to review construction projects as early as possible in states in which cold 
weather typically prevents construction from being carried out prior to May 1. 
 
Sec. 157. Minority and disadvantaged business participation.  
 
Aims to improve airport compliance and reporting with their minority and disadvantaged 
programs. 
 
Sec. 158. Supplemental discretionary funds.  
 
Authorizes a new discretionary grant program for all-size airports with an 80-percent federal 
share.  Since the new program would have to be funded by general fund revenue, not receipts 
from the trust fund, it is unlikely Congress would ever appropriate any money to this program.   
 
Sec. 159. State taxation. 
 
Seeks to clarify that state and local taxes/fees imposed on commercial entities at an airport 
may not be diverted away from the airport.  
 
Sec. 160. Airport investment partnership program.  
 
Expands the parameters of the airport privatization program by removing the cap of 10 airports 
in the program, allowing FAA to consider projects in which only part of a facility is privatized, 
allowing an airport operator to apply on behalf of multiple airports under its control in a single 
state, and allowing for a $750,000 planning grant to the airport operator.   
 
Sec. 161. Remote tower pilot program for rural and small communities.  
 
Establishes a pilot program for remote air traffic control towers to assess their operational 
benefits.  The pilot must include at least two different vendors of remote tower systems, at 
least one airport currently in the Contract Tower Program, and one airport that does not have 
an air traffic control tower.  Remote tower construction costs and associated air traffic control, 
communications, and related equipment costs would be considered airport development and 
hence eligible for AIP and PFC funding provided that remote tower components/structures are 
installed at the airport. 
 
 



Sec. 162. Airport access roads in remote locations.  
 
Allows for AIP funds to be used for the construction of facilities that house snow removal and 
firefighting equipment at specified airports. 
 
Sec. 163. Limited regulation of non-federally sponsored property.  
 
Curtails FAA’s role in approving the disposal, use, or leasing of non-airfield property, including 
any facilities thereon, or any portion of such land or facilities purchased without federal 
funding, except to:  (1) prevent interference with safe and efficient aircraft operations; (2) 
ensure the receipt of fair market value (in the context of a commercial transaction) for any use, 
lease, encumbrance, transfer, or disposal of such property, any facilities thereon, or any portion 
of such land or facilities; and (3) ensure that the airport does not pay more than fair market 
value (in the context of a commercial transaction) for the acquisition of any land or facilities 
thereon.   
 
Also explicitly limits the scope of FAA’s Airport Layout Plan (ALP) authority to ensuring the 
safety, utility, or efficiency of aircraft operations, the safety of people and property on the 
ground due to aircraft operations, and the protection of the value of federal property or past 
federal investments in the airport.   
 
Sec. 164. Seasonal airports.  
 
Categorizes certain seasonal airports as nonhubs for the purposes of AIP apportionment.   
 
Sec. 165. Amendments to definitions.  
 
Revises the definition of “airport development” – and thus AIP and PFC eligibility – regarding 
certain energy equipment and low-emission vehicles.   
 
Sec. 166. Pilot program sunsets.  
 
Repeals the Inherently Low-Emission Airport Vehicle Pilot Program and the Airport Ground 
Support Equipment Emissions Retrofit Pilot Program.  Airports in non-attainment areas can still 
use Voluntary Airport Low Emission Program (VALE) funds for similar projects.   
 
Sec. 167. Buy America requirements.  
 
Requires DOT to notice and detail any Buy America waivers prior to their issuance.  
 
 
 
 
 



Subtitle D—Airport Noise and Environmental Streamlining  
 
Sec. 171. Funding eligibility for airport energy efficiency assessments.  
 
Clarifies that airports may be reimbursed with grant funds for “costs incurred in conducting the 
assessment.”  Further clarifies that airport applicants for grant funds under this provision must 
certify that no safety projects will be deferred by prioritizing an energy efficiency assessment 
grant application. 
 
Sec. 172. Authorization of certain flights by stage 2 aircraft.  
 
Establishes a pilot program for the operation of Stage 2 aircraft between not more than 4 
medium hub or nonhub airports, with specific characteristics.    
 
Sec. 173. Alternative airplane noise metric evaluation deadline.  
 
Requires that the FAA complete an evaluation of alternative metrics to the current Day Night 
Level (DNL) 65 standard within one year of the date of enactment.  (Note, while related work is 
ongoing and is part of the FAA’s research roadmap, it is not sufficiently advanced for a 
meaningful alternative to be either identified or developed within one year.) 
  
Sec. 174. Updating airport noise exposure maps.  
 
Builds on the current requirement that a noise exposure map – for those airports that have one 
– must be updated when there is a change in the surrounding area, such as a significant new 
noncompatible use, or a change in the operation of the airport would significantly reduce noise 
over existing noncompatible uses.  Additional language has been added clarifying that if one of 
the listed changes occurs, an updated noise exposure map is only required if it either comes 
into effect during the forecast period of the existing noise exposure map, or during the 
implementation period of the airport operator’s noise compatibility program.  (Note, as many 
FAA regions and ADOs already have this policy in place, there would likely be minimal impact to 
airports resulting from this provision.) 
 
Sec. 175. Addressing community noise concerns.  
 
Requires the FAA to consider the feasibility of implementing dispersal headings for new RNAV 
departure procedures below 6,000 AGL if:  (1) the airport requests it, (2) it would not have 
safety of efficiency implications, and (3) it would not increase noise over other noise-sensitive 
areas.  (Note, while this provision provides airports with the opportunity to influence flight 
paths, it also may put airports into the uncomfortable position of having to decide whether and 
when to make such requests.) 
 
 
 



Sec. 176. Community involvement in FAA NextGen projects located in metroplexes.  
 
Requires the FAA to prepare a review (within 180 days) of FAA’s community involvement 
practices for NextGen projects located in Metroplex.  That review is to be followed by a report 
(within 60 days) containing:  (1) recommendations for improving community involvement for 
NextGen projects in Metroplexes; (2) discussion of how and when the FAA will engage airports 
and communities in PBN proposals, and (3) lessons learned from NextGen projects.  (Note, this 
provision may not be particularly impactful as FAA is moving away from Metroplex projects to 
single-site implementation, and FAA has already internally issued guidance on community 
engagement.) 
 
Sec. 177. Lead emissions.  
 
Requires a report, in conjunction with the National Academies of Science, related to the AvGas 
fuel used by general aviation aircraft.  The report would be required to look at:  (1) existing non-
leaded fuel alternatives that could be used by piston-powered aircraft; (2) ambient lead 
concentrations at and around airports with piston-powered GA aircraft are operated; and (3) 
possible mitigation measures such as increasing the size of or relocating run-up areas, imposing 
restrictions on aircraft using AvGas, or increasing the use of motor gasoline in piston-powered 
GA aircraft.    
 
Sec. 179. Airport noise mitigation and safety study.  
 
Requires the FAA to conduct a study to review and evaluate existing studies and analyses of the 
relationship between jet aircraft approach and takeoff speeds and corresponding noise impacts 
on communities surrounding airports.  It would also look at whether reduced approach or 
takeoff speeds would jeopardize aviation safety and/or: cause the National Airspace System 
(NAS) to operate less efficiently; impact capacity; and increase fuel burn.  (Note, this is work 
that the FAA is already funding through their ASCENT research program, and is currently being 
carried out through MIT’s work at BOS.) 
 
Sec. 180. Regional ombudsmen.  
 
Requires the FAA to designate an individual to be the Regional Ombudsman for each region.  
This individual would serve as a liaison with the public to address “issues regarding aircraft 
noise, pollution, and safety” and make recommendations to the Regional Administrators to 
address concerns raised by the public.  This individual would also be consulted on proposed 
changes in aircraft operations within the region, in order to minimize environmental impacts, 
including noise.  (Note, as the FAA is in the process of hiring regional noise specialists, those 
individuals would likely serve in this role.) 
 
 
 
 



Sec. 181. FAA leadership on civil supersonic aircraft.  
 
Directs the FAA Administrator to exercise leadership in the creation of Federal and international 
policies, regulations, and standards relating to the certification and safe and efficient operation 
of civil supersonic aircraft.  It directs the FAA to obtain aerospace industry stakeholders input 
regarding regulatory framework, and issues related to standards and regulations for the type 
certification and safe operation of civil supersonic aircraft, including noise certification.  This 
provision also directs FAA to exercise international leadership.  FAA is required to issue a noise 
of proposed rulemaking by March 31, 2020, for civil supersonic noise standards.  
 
(Note, while FAA is currently engaged in much of this work through ASCENT research projects, 
engagement with industry, and international leadership at ICAO, this provision appears to 
elevate the work in importance.  It also appears to provide for a path for civil supersonic aircraft 
to not be subject to the same emissions and noise levels that civil subsonic aircraft must meet.)  
 
Sec. 183. State standards for airport pavements.   
 
Directs the Secretary to provide technical assistance to States in developing standards for 
airfield pavements at non-primary use airports.  
 
Sec. 186. Stage 3 aircraft study.  
 
Directs GAO to undertake a review of the potential benefits, costs, and other impacts that 
would result from a phaseout of covered stage 3 aircraft.  The review must include: 
 

• Inventory of covered stage 3 aircraft 
• Benefits, costs, and impacts to a variety of stakeholders, including air carriers, GA 

operators, airports, communities surrounding airports, and the general public 
• Lessons learned from the phaseout of Stage 2 aircraft 
• Costs and logistical challenges associated with recertifying stage 3 aircraft capable of 

meeting Stage 4 noise levels 
• Stakeholder views on the feasibility and desirability of phasing out covered Stage 3 

aircraft 
 

(Note, at this point there are few (if any) currently operating aircraft that would be affected by 
such a phase out, so impacts on airports would be minimal.) 
 
Sec. 187. Aircraft noise exposure.  
 
Requires the FAA to conduct a review of the impact of noise exposure on communities around 
airports.  The FAA would be required to submit a report to Congress on their findings within 2 
years, including FAA’s recommendations for revisions to their land use compatibility guidelines 
in part 150 of title 14 CFR.  (Note, this section seems to reinforce what FAA is already doing and 



potentially accelerate it, i.e. the noise annoyance study and other ongoing research projects 
looking impacts of noise on sleep disturbances, health impacts, learning, etc.) 
 
Sec. 188. Study regarding day-night average sound levels.  
 
Directs the FAA to evaluate alternative metrics to the current average day-night level standard.  
(Note, this is similar to Section 173, except that it adds the requirement of consideration of 
actual noise sampling and other methods, and an accelerated schedule.) 
 
Sec. 189. Study on potential health and economic impacts of overflight noise.  
 
Requires the FAA to engage a university to conduct a health study in a number of metropolitan 
areas (Boston, Chicago, the District of Columbia, New York, the Northern California Metroplex, 
Phoenix, the Southern California Metroplex, Seattle, or such other area as may be identified by 
the FAA), focusing on “incremental health impacts on residents living partly or wholly 
underneath flight paths most frequently used by aircraft flying at an altitude lower than 10,000 
feet, including during takeoff or landing”; and “an assessment of the relationship between a 
perceived increase in aircraft noise, including as a result of a change in flight paths that 
increases the visibility of aircraft from a certain location, and an actual increase in aircraft noise, 
particularly in areas with high or variable levels of non-aircraft-related ambient noise.”  (Note, 
this study would be impactful regarding noise impacts, and would ideally need to be aligned 
with the other provisions that instruct evaluation of alternatives to the DNL metric.)   
 
Sec. 190. Environmental mitigation pilot program.  
 
Provides for FAA grants of up to $2.5M to six airports to carry out pilot environmental 
mitigation programs that would “measurably reduce or mitigate aviation impacts on noise, air 
quality, or water quality at the airport or within 5 miles of the airport.”  The federal share of 
this project would be up to 50%, and projects must be carried out by a consortium of entities 
that includes two or more of the following:  businesses, educational or research organizations, 
state or local governments, and/or federal laboratories. (Note, airports may benefit from this as 
a source of funding for innovative mitigation programs.) 
 
Sec. 192. Zero-emission vehicles and technology.  
 
Clarifies that only certain vehicles are eligible for funding under this pilot program – specifically 
vehicles used exclusively on airport property or to transport passengers and employees 
between the airport and nearby airport or intermodal surface-transportation facilities.   
 
 
 
 
 
 



TITLE III—SAFETY  
 
Subtitle A—General Provisions  
 
Sec. 313. Report on conspicuity needs for surface vehicles operating on the airside of air 
carrier served airports.  
 
Directs the FAA Administrator to conduct a study on the need for the FAA to prescribe 
conspicuity standards for airside ground vehicles at large, medium, and small hub airports. 
Requires the study to cover at least one airport of each of these three hub categories and for a 
final report on the study to be produced not later than July 1, 2019. 
  
Sec. 332. Performance standards for firefighting foams.  
 
Requires the FAA to amend its standards within three years so as to eliminate the requirement 
that airports use firefighting foams containing fluorinated compounds commonly called Per- 
and Polyfluoroalkyl Substances or Perflourinated Chemicals.  This provision opens the door to 
use of fluorine-free firefighting foams provided such foams can meet other performance 
standards specified in FAA Advisory Circular 150/5210-6D. 
 
Sec. 334. Runway safety. 
 
Within 6 months of enactment, requires the FAA to submit a report to Congress on improving 
runway safety that must consider: 
 

• Review of the benefits and risks associated with runway awareness and advisory 
systems; 

• Systems capable of detecting wrong surface alignment (e.g, wrong runway, 
taxiway/runway confusion) to determine if there is capability to detect imminent 
wrong-surface landings; 

• Information gathered from Airport Surveillance System Capability trials at San Francisco 
International Airport 

• FAA efforts to develop runway incursion metrics, runway incursion trends, and the 
effectiveness of runway incursion reduction initiatives. 

 
Subtitle B—Unmanned Aircraft Systems 
 
Extensive new provisions related to unmanned aircraft systems (UAS)—or drones in more 
commonly used parlance – including the following:   
 
Requires FAA to update of plans to integrate UAS into the National Airspace System within 270 
days of enactment. 
 
Incorporates prior legislative language regarding UAS test sites. 



Directs DOT to issue guidance regarding the operation of UAS by public entities (e.g, local and 
state governments, inclusive of public agency airport operators.)   
 
Provides special exceptions for operation of tethered UAS. 
 
Directs DOT to use risk-based approaches to determine if certain UAS may operate safely in the 
National Airspace System prior to completion of mandated comprehensive UAS plans and 
rulemaking. 
 
Replaces blanket regulatory exemptions for small UAS (less than 55 pounds) operated for 
recreational purposes with a more structured framework that includes: 
 

• That the UAS is operated in accordance with a community-based organization’s 
(presumably the Aircraft Modeling Association’s) set of safety guidelines “developed in 
coordination with the FAA.”   

• The UAS is flown within visual line of sight of the operator or designated visual observer 
that is in direct contact with the operator. 

• The UAS is operated in a manner that does not interfere with manned aircraft. 
• The UAS is flown in Class B, C, or D airspace only with prior authorization from the FAA. 
• The UAS is flown In Class G airspace not more than 400 feet above ground level and 

complies with all airspace restrictions and prohibitions. 
• The UAS is registered and marked in accordance with FAA requirements. 

 
Gives the FAA explicit authority to pursue enforcement action against any person who operates 
unmanned aircraft in a manner that endangers the safety of the National Airspace System. 
 
Requires FAA to work with DHS, the Defense Department and others to make sure 
counterdrone systems do not interfere with airport operations.  
 
Facilitates emergency exemptions for use of UAS in support of emergency response and 
disaster recovery efforts. 
 
Directs the FAA to develop a comprehensive strategy to “provide outreach to State and local 
governments and provide guidance for local law enforcement agencies and first responders” 
with respect to how to respond to public safety threats posed by UAS. 
 
Directs the FAA to establish a pilot program to utilize available remote detection technologies 
for UAS safety oversight, including enforcement actions and establish a national system for the 
public and law enforcement to report UAS safety violations. 
 
Directs the FAA to develop a plan for the certification, permitting, and authorization of UAS 
detection and “mitigation” systems.  Also establishes an Aviation Rulemaking Committee to 



provide recommendations regarding this plan.  And makes UAS detection and mitigation 
systems permitted under this plan eligible for AIP funding. 
 
TITLE IV—AIR SERVICE IMPROVEMENTS 
 
Subtitle C—Small Community Air Service  
 
Authorizes the EAS program at funding levels ranging from $155-$172 million during the 
duration of the bill.  Directs GAO to study past initiatives to reform the EAS program.  Sunsets 
the DOT program providing air carrier subsidies to noneligible places.  Directs the DOT Inspector 
General to review service and oversight of unsubsidized air carriers. 
 
Reauthorizes the Small Community Air Service program at $10 million per year and makes all 
current small hubs eligible.  Expands eligibility for projects that help restore scheduled 
passenger air service that has been canceled.  Establishes a new Regional Air Transportation 
Pilot Program with authorized funding of $4.8 million of the $10 million authorized that would 
provide operating assistance to air carriers in order to provide air service to communities not 
receiving sufficient air service.  The program is limited to three airports per year.  
 
TITLE V—MISCELLANEOUS 
 
Sec. 523. Contract Weather Observers. 
 
Extends the Contract Weather Observation Program through 2023. 
 
Sec. 570. Study on airport credit assistance. 
 
Directs the DOT Secretary to study the current federal credit and loan programs for expansion 
to airports.  We expect that this study would specifically look at expansion of TIFIA eligibility to 
airport projects and the impact that would have on the current TIFIA program. 
 
Sec. 578. Judicial review for proposed alternative environmental review and approval 
procedures.  
 
Reduces the number of states participating in the pilot program from 5 to 2, and reduces the 
period to apply for a federal judicial review from 2 years to 150 days after a DOT decision is 
made.   
 
Sec. 580. Spaceports.  
 
Directs DOT to establish an Office of Spaceports to provide guidance, support licensing activities 
for spaceports, and promote infrastructure improvements.  


