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CHAPTER 1 – INTRODUCTION 
This Master Plan Update for Corpus Christi International Airport (the 
Airport or CCIA) establishes a program for the improvement of 
existing facilities and the development of additional facilities over the 
next 20 years.  The Master Plan Update accounts for the numerous 
changes that have occurred in recent years and sets the course for 
development of the Airport to ensure that the available facilities can 
meet projected needs.  As a result, the Airport can continue to 
contribute to the overall economic growth of the Corpus Christi region 
and remain the aviation gateway to the south Texas coastal area.   

Given the substantial 
changes in the airline 
industry and the 
physical configuration 
of the Airport since 
1999, it is appropriate 
to update the Airport 
Master Plan. 

 
A comprehensive undertaking, the master plan process identifies the 
type and extent of facilities that are required to meet projections of 
aviation demand and evaluates a full range of alternatives for 
improving facilities consistent with forecast requirements.  All 
functions at the Airport are considered, including the airfield, terminal 
and related passenger facilities, cargo, general aviation, airport 
support, and access.  The planning process includes an extensive 
coordination effort with the many airport tenants, public agencies, 
citizen groups, and community leaders that have a stake in the future 
of the Airport. 

 

 

 

 

 

 

 

 Aviation Industry Background 
The Corpus Christi 
International Airport 
Master Plan Update 
provides: 

The aviation industry has undergone substantial changes since the last 
Master Plan Update for the Airport was completed in 1999.  
Nationwide, air passenger and cargo demand began slowing in 2001, 
following the boom years of the 1990s.  The events of September 11, 
2001 led to a further slowdown in aviation activity.  The aviation 
industry, which is strongly linked to economic conditions, was hit hard 
by a dramatic drop in air passenger and cargo demand.  From 2001 to 
2002, the U.S. experienced the negative economic impact of a 12 
percent decrease in airport economic related activity, including 
passenger activity, air cargo activity, and airport-related employment.1  
Additional security requirements also had an effect on passengers and 
air cargo shippers as new hurdles were placed in the system to ensure 
higher levels of confidence concerning the source and nature of 
individual travel and air shipments.   

 Direction for near-
term and long-term 
Airport development. 

 Financially realistic 
plans to meet 
regional aviation 
demand, economic 
needs and community 
vision. 

By 2004, the U.S. and world economic conditions stabilized and the 
aviation sector began a slow climb forward airline profitability with 
increased passengers and cargo loads.  The Airports Council 
International North America forecast a four percent increase in airport 

 

 

                                                 

 

1 Airports Council International North America, The Economic Impact of US 
Airports 2002. 
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economic related activity between 2003 and 2004.  Other changes in 
the aviation industry have included the continued growth of low fare 
airlines and the just-in-time air cargo segment.  The commercial 
aircraft fleet also is changing, with newer and quieter aircraft and the 
increased use of small jets rather than turboprops. 

As the Airport rebounds from the multi-year traffic slump, the updated 
Master Plan Update reflects these industry changes and provides a 
comprehensive evaluation of Airport needs, resulting in a clear and 
realistic plan for current and future growth.  

The Airport has experienced substantial physical changes over the past 
few years.  Since the adoption of the previous Master Plan Update, the 
Airport now has a new terminal building, a new covered parking lot, 
and new concession areas.  The aviation industry-wide changes are 
reflected in the enhanced Airport security measures, such as the 
addition of the bomb and drug-detecting canine units.  There is also an 
increased interest for international passenger service, and the Airport 
has recently completed facilities that would accommodate this activity.   

Significant facility 
improvements have 
occurred at the Airport 
since the last Master 
Plan Update was 
completed. 

Master Plan Update Goals and Objectives 
Master Plan Update goals and objectives were developed from the 
areas of importance established by City staff, the Airport Board, the 
Master Plan Advisory Committee, and key stakeholders in the region.  
The goals are intended to guide the Master Plan Update throughout the 
planning process.  The objectives facilitate the attainment of the goals 
and are used as guidance in developing specific recommendations in 
the Master Plan Update.  

Master Plan goals and 
objectives are used to 
focus the analysis to 
meet the specific needs 
of the Airport and the 
region.   

Goals 
The established goals for the Master Plan Update include the following 
planning direction: 

 Enhance airport safety and security; 
 Assist in continuing a financially self-sustaining airport; 
 Encourage additional air service;  
 Minimize environmental impacts; and 
 Support the economic growth of the Corpus Christi region. 

Objectives 
The following objectives were established for the Master Plan Update 
to achieve the project goals: 

 Develop plans for commercial/industrial development at the 
Airport to provide non-aeronautical revenues and regional 
economic development; 
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 Analyze the need for airfield improvements including a 
potential instrument landing system (ILS) upgrade, additional 
runway length and long-term capacity; 

The goals and objectives 
are identified to meet 
the needs of the region 
and the requirements of 
the Federal Aviation 
Administration.   

 Evaluate airport access, existing drainage and utility 
infrastructure and provide plans for future improvements; 

 Interface with the Port, highway and rail transportation modes 
to identify opportunities for cargo and cruise ship passenger 
activity, if applicable; 

 Evaluate the air service market and identify options to 
encourage additional air service; 

 Review existing City zoning and provide recommendations to 
maintain future noise/land use and height compatibility 
between the Airport and the community; 

 Provide Airport plans that meet regulatory requirements for 
airport safety and security; and 

 Prepare an Airport Layout Plan set that meets Federal Aviation 
Administration (FAA) requirements. 

Master Planning Process 
The overall objective of the Airport Master Plan Update is to produce 
a sound, long-range planning document that presents study findings in 
a clear and concise format, providing the Airport with a flexible tool 
that can be modified to respond to changes in the Airport’s growth 
over the 20-year planning period.  Figure 1-1 shows the steps used in 
the Master Plan Update process.  

 
Figure 1-1 Airport Master Planning Process 
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A database of existing Airport facilities, users, activity levels, and the 
socioeconomic and environmental setting will be compiled to 
represent a “snapshot” of the Airport and the region today.  The review 
of the community and environmental setting includes areas around the 
Airport that potentially could be affected by Airport operations.  Data 
collected during the inventory forms the foundation for subsequent 
technical analyses.    

Demand projections will be developed to forecast a range of potential 
activity that the Airport can realistically expect over the 20-year 
planning period.  The demand forecasts are prepared for the forecast 
horizon years of 2008, 2013 and 2023.  Additionally, these forecasts 
will be defined as Planning Activity Levels for use in adjusting the 
implementation of facility plans. 

Current and projected activity levels will be compared to the Airport’s 
operational capacity.  Using established FAA criteria, it will be 
determined whether the Airport’s existing airfield facilities are 
adequate to meet existing and future aviation requirements.  Existing 
facilities will be compared to aviation needs for the short-, 
intermediate-, and long-range planning periods to determine the time 
frame in which operational constraints could occur.  Facility surpluses 
and deficiencies will be identified. 

Alternatives for Airport facility improvements to meet projected 
activity levels will be developed and evaluated.  Development 
alternatives will include the airfield, passenger terminal area and 
commercial/industrial development areas. 

A Capital Improvement Program (CIP) will be prepared representing 
the culmination of the facility analysis and recommendations.  The 
CIP will include timing and cost estimates for proposed Airport 
improvement projects as recommended for implementation over the 
20-year planning horizon.  These projects will be tied to Planning 
Activity Levels to allow adjustment as demand levels vary from the 
forecast.  Equally important, the feasibility analyses and financial 
planning provide a basis for regular updates of the Airport’s capital 
and business plans, including the analysis of alternative scenarios. 

The Airport Master Plan 
Update will propose a 
Capital Improvement 
Program based on 
aviation requirements, 
facility evaluations, and 
alternative development 
concepts. 

 

 

 

 

 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 1-4 





 

CHAPTER 2 –  
INVENTORY OF EXISTING FACILITIES 
As an initial step in the Master Plan Update Study, this inventory of 
existing conditions was undertaken to assemble data pertinent to 
Corpus Christi International Airport and provide background 
information for subsequent portions of the Master Plan Update.  The 
inventory was conducted through field interviews and a review of 
existing information, reports and studies.  The existing conditions and 
facilities are described in the following sections: 

 Airport Profile; 
 Airspace and Air Traffic Control; 
 Airport Facilities; 
 Ground Transportation; and 
 Financial and Management Data. 

This data will be used in the subsequent sections of the Master Plan 
Update. 

Airport Profile 
The Airport provides key access to air transportation for the south 
Texas coastal region, including airline service, general aviation 
facilities and air freight service. 

Airport Location 
The Airport is located on more than 2,517 acres of land and lies 
approximately eight miles southwest from downtown Corpus Christi in 
Nueces County.  Figure 2-1 depicts the location of the Airport within 
south Texas and its proximity to the City of Corpus Christi. 

Located in south 
Texas, CCIA is an 
important regional air 
transportation facility. 

The Airport is easily accessed from the state highway system.  Direct 
access is provided by State Highway (SH) 44.  Approximately two 
miles east of the Airport, SH 44 intersects with SH 348, allowing 
convenient access to Interstate Highway 37, which provides access 
eastward to downtown and also westward to communities northwest of 
Corpus Christi.  SH 44 also connects with U.S. Highway 77 
approximately seven miles west of the Airport, which provides access 
to communities to the south and north of the region. 

Airport Ownership 
The Airport is owned and operated by the City of Corpus Christi.  
Day-to-day administration of the Airport is the responsibility of the 
Director of Aviation and the Department of Aviation.  The Airport 
Board, which consists of 10 members appointed by ordinance by the 
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City Council, advises the City Council, and recommends plans and 
expenditures for Airport operations and facilities.   

Figure 2-1 Airport Location 
CCIA provides excellent 
aviation access to 
recreational amenities 
associated with the Gulf 
of Mexico. 

 
Source: PB Aviation 

Airport Size 
The Airport served more than 410,000 enplaned passengers in 2004.  
In 2003, the Airport was ranked 11th busiest in Texas, and the 125th 
busiest in the United States.  Four major carriers serve the Airport and 
provide non-stop or connecting service to Dallas-Fort Worth, Houston, 
and Atlanta.   

Airspace and Air Traffic Control 
CCIA shares the regional 
airspace with many 
nearby civil and military 
airports. 

In general, the airspace surrounding the Airport is busy due to the 
presence of many other nearby airports. 

Airspace Classifications 
As shown on Figure 2-2, Class C airspace surrounds the Airport.  This 
area has a 20 nautical mile radius, within which pilots must be in radio 
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communication with Air Traffic Control (ATC) and aircraft must be 
equipped with an altitude-encoding transponder.  The inner area of this 
airspace, a vertical surface area with a ten-nautical-mile radius, 
includes the airspace from the surface to 4,000 feet above the Airport 
elevation.     

Figure 2-2 Regional Airspace 

 

Corpus Christi 
International Airport 

Source: Federal Aviation Administration, 2004 

 

Corpus Christi Naval Air Station’s airspace, a Special Airport Traffic 
Area with Class E Airspace, intersects with the Airport’s airspace 
approximately two miles from the Airport.  The ceiling of the Class D 
Airspace within this area is from the surface up to 2,500 feet.  Other 
airports that are within or adjacent to the Airport’s airspace include 
Cabaniss, Waldron, San Angelo, Dean (private), High Man Tower 
(private), Nueces County, Cuddihy (private), San Patricio County, 
Hunt, Ingleside, Rabb (private), and Bishop Airports.   

Military Operations Areas and Alert Areas, designated as 
Concentrated Student Jet Training Alert Areas A-632C and A-632B, 
intersect the Airport’s airspace to the southwest and southeast of the 

The regional airspace 
includes many Military 
Operations Areas. 
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area, respectively.  Civil air traffic in this area is advised to remain 
“particularly alert” during hours of flight activities.  It is important to 
note that Alert Area airspace is open to civil air traffic.  The published 
hours of use for Alert Area A-632B are 7:00 a.m. to 12:00 a.m., local 
time.  The published hours of use for Alert Area A-632C are Sunrise to 
12:00 a.m. Monday through Saturday, local time.  Both alert areas 
extend from the surface to flight level 180.  Alert Areas A-632A, A-
632D, and A-632F are in close proximity to the Airport’s airspace. 

Airport Traffic Control 
Air traffic control is the responsibility of the FAA ATC personnel at 
the Airport.  FAA ATC personnel direct air traffic on the ground at the 
Airport, with the exception of the terminal aprons, and in the 
immediate airspace up to approximately five miles horizontally from 
the control tower.  Constructed in 2001, the ATC tower is located on 
Airport property approximately 2,000 feet west of the approach end of 
Runway 31.   

The new Airport Traffic 
Control Tower at CCIA 
provides excellent 
visibility of the airfield 
and immediate vicinity 
airspace. 

 
Control of arrivals, departures, and overflights operating 10,000 feet 
and below and within an airspace that is 155 miles long and ranges in 
width from 20 to 75 miles is the responsibility of the Corpus Christi 
Terminal Radar Approach Control (TRACON) facility.  With 346,000 
instrument operations in 2003, the FAA Administrators Factbook for 
December 2003, noted the Corpus Christi approach as the 36th busiest 
TRACON in the U.S.   

The Corpus Christi ATC Tower/TRACON provides air traffic services 
within a 6,000 square mile area, including approach service to the Rio 
Grande Valley airports – Harlingen, McAllen Miller, Brownsville, 
Port Mansfield, Cameron County, Edinburg, and Westlaco airports.  A 
radar site, located just west of the Harlingen Airport, transmits 
information via telecommunications lines to the Corpus Christi 
TRACON facility. 

Weather and Atmospheric Conditions 
Surface wind conditions have a direct effect on the operations of an 
airport.  Runway orientation relative to the prevailing winds can affect 
the airfield capacity.  The ability for aircraft to land and take off safely 
can be affected by crosswinds (winds not aligned with the runway 
direction), and the effect of crosswinds on operations depends on the 
size of the aircraft and speed and direction of the wind.   

To determine the wind velocity and direction at the Airport, wind data 
were obtained and an all-weather wind rose was constructed as shown 
in Figure 2-3.  The wind data used in the wind rose were obtained 
from the National Climactic Data Center for the period January 1994 
through December 2003. 
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Figure 2-3 All-Weather Wind Rose 

 
Source: National Climactic Data Center 

Note: 
Due to magnetic declination, the difference between true north and magnetic north at Corpus 
Christi International Airport is 6.2○ East. Therefore, Runways 13-31 and 17-35 are plotted on 
the wind rose at 145○/315○ and 180○/360○ orientations. 

The desirable wind coverage for an airport is 95 percent, as established 
by the FAA.  This means that the crosswind component for all 
runways should not be exceeded more than five percent of the time.  
The crosswind component is calculated for varying wind velocities, 
ranging from 10.5 knots for small aircraft to 20 knots for large 
aircraft.   

Based on the wind analysis shown in Table 2-1, in all weather 
conditions combined, the aggregate wind coverage for both runways 
exceeds 95 percent for all crosswind calculations.  During visual 
weather conditions, the combined wind coverage also exceeds 95 
percent for all crosswind velocity calculations.  During instrument 
weather conditions, the combined coverage exceeds 95 percent for all 
but the 10.5 knot crosswind calculation, where it is only one percent 
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below the FAA target coverage.  Based on the wind analysis, no 
additional runway alignments are needed at the Airport to meet wind 
coverage requirements. 

 
The Airport has very 
good wind coverage 
based on the prevailing 
winds and existing 
runway alignments. 

Table 2-1 
WIND DATA SUMMARY 

Corpus Christi International Airport Master Plan Update 
ALL WEATHER WIND COVERAGE PERCENT 
Crosswind  10.5 Knots 13 Knots 16 Knots 20 Knots 
Runway 13-31 88.84 94.08 97.97 99.48 
Runway 17-35 85.24 92.89 98.25 99.72 
Combined Runways  95.97 98.54 99.66 99.96 
VFR WIND COVERAGE PERCENT 
Crosswind  10.5 Knots 13 Knots 16 Knots 20 Knots 
Runway 13-31 89.18 94.33 98.08 99.50 
Runway 17-35 84.86 92.70 98.23 99.73 
Combined Runways 96.05 98.59 99.68 99.96 
IFR WIND COVERAGE PERCENT 
Crosswind  10.5 Knots 13 Knots 16 Knots 20 Knots 
Runway 13-31 81.85 89.49 95.99 99.03 
Runway 17-35 87.58 94.08 98.20 99.55 
Combined Runways 94.02 97.41 99.27 99.94 
Source: National Climatic Data Center 
Weather Station No.: 72251 
Station Location: Corpus Christi International Airport 
Data Period: January 1994 to December 2003 
Wind Observations Recorded 24 hours a Day 
Total Annual Observations (all weather): 82,538 
 

The Corpus Christi area generally has very good weather conditions.  
Approximately 92 percent of the time, aircraft are able to operate 
under Visual Flight Rules (VFR) corresponding to Visual 
Meteorological Conditions (VMC).  The remaining time, Instrument 
Flight Rules (IFR) apply, corresponding to Instrument Meteorological 
Conditions (IMC).  Approximately 6.3 percent of the time, the cloud 
ceiling is below 1, 000 feet, but higher than 200 feet with visibility less 
than three miles but more than one-half mile.  Approximately 1.5 
percent of the time, the cloud ceiling is less than 200 feet and visibility 
is below one half mile. 

Airport Facilities 
The existing Airport facilities were identified and documented in the 
inventory to establish a database for the airfield, passenger terminal, 
parking, rental car, air cargo, general aviation, utilities, and airport 
support components of the Master Plan Update.  Figure 2-4 depicts 
the layout of existing facilities at the Airport.  Descriptions of the 
facilities that  

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 2-6 





 

are associated with each of these components of activity are described 
below. 

Airfield Facilities 
The Airport’s airfield facilities include runways, taxiways and aprons 
designed for the movement and parking of aircraft.  Figure 2-5 depicts 
the runways and taxiways at the Airport. 

The Airport has a two-
runway airfield with a 
system of connecting 
taxiways. 

Runways 
 

Table 2-2 presents a description of the runway system.  The Airport 
currently has two runways, Runway 13-31 and Runway 17-35, which 
are used by all aircraft.  Runway 13-31, 7,508 feet in length and 150 
feet in width, is the primary runway.  Runway 17-35 is 6,081 feet long 
by 150 feet wide.  Runway ends 13 and 35 have Category I (CAT I) 
Instrument Landing System (ILS) capability.  Runway ends 17 and 31 
have non-precision instrument approach capability. 

Both runways are equipped with High Intensity Runway Lighting 
(HIRL).  Approach lighting is in place for three of the four runway 
ends.  Runways 13, 31, and 35 each have Medium Intensity Approach 
Lighting System (MALSR) with runway alignment indicator lights.  
Runway 17 is equipped with an Omnidirectional Approach Light 
System (ODALS).  Visual approach slope guidance is provided with a 
four-box Visual Approach Slope Indicator (VASI-4) for Runway ends 
13, 31, and 17. 

Taxiways 
The existing taxiways, 75 feet in width, are asphalt with pavement 
strength of 170,000 pounds, Double Wheel Loading (DWL).  Taxiway 
A runs parallel to Runway 17-35 and Taxiway B runs parallel to 
Runway 13-31.  The entire airfield is visible from the control tower. 

Aprons 
The Airport has four aircraft parking aprons: 

 Commercial Apron; 
 East General Aviation Apron; 
 West General Aviation Apron; and 
 Specialty Hangar Apron. 

The commercial apron, consisting of approximately 45,000 square 
yards of Portland concrete cement and 44,000 square yards of 
asphaltic concrete, provides parking for airlines operating at the 
passenger terminal.  In conjunction with construction of the new 
terminal, the commercial apron was extended approximately 40 feet to 
the south.
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Table 2-2 
EXISTING RUNWAY DATA 

Corpus Christi International Airport Master Plan Update 
Runway 13-31 Runway 17-35 

Item 13 31 17 35 
Runway Length 7,508 ft. 6,081 ft. 
Runway Width 150 ft. 150 ft. 
Airport Reference Code (Design)* C-IV (Boeing 757) C-IV (Boeing 757)   
Effective Gradient (percentage) 0.03 0.02 
True Bearing N 44° 11' 14" W N 0° 53' 28" W 
Obstruction Clearance Slope  50:1 34:1  34:1  50:1 
Runway End Elevation (MSL) 43.51 40.90 40.87 39.67 
Runway End Coordinates N 27°46'37.23" N 27°45'43.92" N 27°46'46.74" N 27°45'46.54" 
  W97°30'48.21" W97°29'49.95" W97°29'43.75" W97°29'45.69" 
Runway Lighting HIRL HIRL HIRL HIRL 
Runway Marking Precision Precision Precision Precision 
Approach Category (FAR Part 77) PI (50:1) NPI (34:1) NPI (34:1) PI (50:1) 
Runway Surface Asphalt / Grooved Asphalt / Grooved 
Runway Pavement Strength (lbs.)     
     Single 150,000 lbs 150,000 lbs 

170,000 lbs 170,000 lbs      Dual 
245,000 lbs      Dual Tandem 245,000 lbs 

NAVAIDS ILS/DME/NDB LOC VORTAC ILS/DME 
VASI-4 VASI-4 VASI-4 N/A Visual Approach Aids 
MALSR MALSR ODALS MALSR Approach Lighting 

Source: FAA 5010 Form, PB Aviation, 2004 
* ARC C-IV recommended to maintain ultimate capability to accommodate Boeing 757 Aircraft. 

The east general aviation (GA) apron and west GA apron are for fixed-
base operator (FBO) use.  The east GA consists of approximately 
37,700 square yards of asphaltic concrete.  The west GA apron 
consists of approximately 50,100 square yards of asphaltic concrete. 

The special hangar apron is used for smaller aircraft and helicopters 
and consists of approximately 10,000 square yards of asphaltic 
concrete.  Occasionally, this apron is used to handle overflow aircraft 
parking during peak periods. 

Passenger Terminal Facilities 
The Hayden W. Head International Terminal, constructed in 2002, 
currently accommodates the commercial passenger airline operations 
of American Eagle, Continental Express, ASA Delta, and Southwest.  
Figure 2-6 illustrates the location of the terminal, including airline 
gate assignments and available passenger amenities.  Table 2-3 
summarizes the overall size and attributes of the terminal. 
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Table 2-3 

SUMMARY OF TERMINAL SPACE 
Corpus Christi International Airport Master Plan Update 

Total area (s.f.) 165,000 
Gates 6 
Ticketing/check-in positions 51 
Bag claim devices 2 
Security checkpoint stations 1 
Source: PB Aviation, 2004 

The original passenger terminal building opened around 1960 .  The 
original building deteriorated structurally, requiring replacement of the 
majority of the facility.  The new terminal that opened in November 
2002 includes ticketing areas, airline holdrooms, gift shop, car rental 
counters, baggage claim areas, and a restaurant.  There is currently one 
passenger security checkpoint station, with space available to add a 
second checkpoint station.  Table 2-4 lists the space allocated to major 
functions in the Terminal. 

Airport Terminal Functionality 
An assessment of existing terminal functionality was conducted in 
October 2004.  The assessment was performed through field 
observations and a review of existing tenant information, including 
airline schedules taken from the Airport and air carrier Websites. 

The major terminal facility components are arranged along an east-
west axis running parallel to the at-grade terminal roadways and 
intersecting at a central point between ticketing and baggage claim.  
The departures hall was built as the first space along the terminal 
roadway.  The arrivals hall is located beyond the ticket hall along the 
roadway.  The functions are arranged according to priority, with the 
ticketing function usually considered to be a higher priority due to the 
timeliness of the departing passenger process.   

The terminal layout 
provides good efficiency 
in terms of component 
location, adjacency, and 
passenger service. 
Passenger processing 
and walking distances 
are appropriate for a 
small hub airport 
terminal.  

Between and perpendicular to the departure and arrival halls is the 
central spine of the passenger concourse.  Passenger access to this 
second level space is via stairs, escalators and elevators from both 
halls at the main terminal entry.  

Ticket Hall 
The ticket hall contains 51 ticket counter check-in positions, of which 
four are self-check-in machines, two self-check-in machines for 
Southwest and two  self-check-in machines for American Eagle, with 
an additional four self-check-in machines located in front of 
Continental Express’s counters.  An additional two self check-in 
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Table 2-4 
TERMINAL SPACE UTILIZATION 

Corpus Christi International Airport Master Plan Update 

Tenant Space description 
Allocated space 
(square feet) Type of Space 

American Eagle Airlines Offices, ticket counter, queuing area 1,696 Airline 
  Holdroom space 1,905 
  Operations/Storage 446 
  Subtotal 4,047 

Continental Express Airlines Offices, ticket counter, queuing area 2,114  
  Holdroom space 1,896 
  Baggage 206 
  Maintenance/Cargo 1,562 
  Operations/Storage 856 
  Subtotal 4,520 

ASA Delta Airlines Offices, ticket counter, queuing area 1,957  
  Holdroom space 1,485 
  Operations/Storage 446 
  Subtotal 3,888 

Southwest Airlines Offices, ticket counter, queuing area 2,659  
  Holdroom space 2,293 
  Operations/Storage 428 
  Subtotal 5,380 

Vacant Offices, ticket counter, queuing area 1,696  
  Subtotal 1,696 

Vacant Offices, ticket counter, queuing area 2,152  
  Subtotal 2,152 

Vacant Offices, ticket counter, queuing area 1,793  
  Subtotal 1,793 

 TOTAL AIRLINE SPACE  23,904  
Rental car agencies (five) Rental car agency counters & offices 1,937 Concession 
Host Marriott Gift shop and storage 828  

 Non-leased restaurant area Food and beverage 2,948 

Other  Circulation, mechanical, storage, 
unassigned space 10,802  

TOTAL CONCESSION SPACE  16,515  
Airport Lobby, concourses 29,316 Public Space 
Airline joint use Baggage claim 4,469 Other 

  Baggage services 2,528 
 TSA Lower Level 3,752 
  Upper Level 3,171 

6,923 Subtotal   
11,858  Airport Security  
9,706   Maintenance, storage 

25,068   Airport operations 
89,868 TOTAL OTHER SPACE 

 

  
165,000 TOTAL TERMINAL BUILDING SPACE*  

Source: PGAL and PB Aviation; Corpus Christi International Airport, 2004 
*Detailed space breakdown does not add to total of building square footage due to rounding and small miscellaneous areas of the terminal that are 
unassigned to a specific category.  
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machines for Southwest Airlines are located on the upper level prior to 
security screening.  The positions have been built to correspond to 
airline ticket offices (ATO).   

 Vacant    6 positions 
 American Eagle  4 positions, 2 self-service 
 Southwest   8 positions, 2 self-service 
 Vacant    6 positions 
 City Counter   4 positions 
 Vacant    6 positions 
 ASA Delta Connection 6 positions 
 Continental Express  7 positions, 4 self-service 

Given the arrangement of the ATO, there is space for approximately 
three more carriers to serve the airport.  With a code share such as 
Continental Express and Northwest at the Airport today, more carriers 
can be accommodated within the existing leased or vacant spaces.  
With the development of the new international passenger processing 
facility at the concourse, there is also the potential for an international 
carrier to lease one of the spaces. 

Departing Passengers 
A limited observation of departing passenger activity at the ticket hall 
was conducted to determine a general pattern of activity for this 
function and for the checked baggage security screening process.  The 
observation period started with early morning departures, beginning at 
4:30 a.m., or approximately 90 minutes prior to the first departure. 

The majority of 
passengers arrive at the 
ticket hall from 
approximately 50 
minutes to 75 minutes 
prior to the scheduled 
time of departure for 
this period.  

The airlines have scheduled eight departures for the period from 6:00 
a.m. to 8:00 a.m., with Continental Express having two flights 
departing within twenty minutes of each other at 6:00 a.m. and 6:20 
a.m.  Passengers were observed to arrive at the departures hall as early 
as 4:30 a.m. for a 6:00 a.m. departure.   

 

A sample of departing passenger activity is shown in Figure 2-7 for 
the American Eagle Airlines 6:17 a.m. and 8:00 a.m. scheduled 
departures and Southwest Airlines 7:00 a.m. and 8:55 a.m. scheduled 
departures.  Passengers were counted when they entered the queue and 
the group size was noted.  The majority of Southwest passengers 
arrived at the ticket hall with sufficient time to check-in prior to their 
scheduled flight departure time. 
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Figure 2-7 Departing Passenger Check-In Activity 

 
Source:  PGAL, 2004 
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The ticket hall observations for departing passengers do not include 
those passengers who bypass ticketing and proceed directly to the 
gates.  These passengers were recorded in the security screening 
checkpoint observation but were not surveyed for their airline and 
flight information. 

Checked Baggage Security Screening 
Passengers checking baggage were directed to carry their bags to the 
security screening stations located adjacent to the ticket counters.  At 
these stations, bags are screened.  Since passengers are not required to 
wait with their bags while they are being screened, bags are left within 
a cordoned-off area and passengers proceed to their gates.  The 
security screening agents screen the bags at a constant rate, allowing a 
queue of bags to form until all have been cleared.  The number of 
checked bags for the observation period averaged 1.2 bags per 
passenger (see Figure 2-8). 
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Figure 2-8 Ticket Counter & Checked Bags Activity 
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re three checked baggage screening areas in the ticket hal

One is located between the Continental Express and ASA Delta 
Connection ticket counters, the second is adjacent to the Southwest 
ticket counter, and the third is adjacent to the American Eagle ticket
counters.  Each area has four examining tables.  The trace detection 
machines are located between each group of two tables for a total of 
six cabinets; however, not all cabinets contained machines.  There 
were a total of four machines distributed among the three screening 
areas.  The agents were observed to staff the screening areas with a 
minimum of two agents, increasing in number to three or four to meet 
a surge in demand in each area.   

Passenger Security Screening

machines are located between each group of two tables for a total of 
six cabinets; however, not all cabinets contained machines.  There 
were a total of four machines distributed among the three screening 
areas.  The agents were observed to staff the screening areas with a 
minimum of two agents, increasing in number to three or four to meet 
a surge in demand in each area.   

Passenger Security Screening
The passenger security screening checkpoint is lThe passenger security screening checkpoint is l
concourse level, along the west side of the concourse, and occupies 
only a portion of the main corridor.  There is one security screening 
checkpoint station consisting of a magnetometer and baggage 
screening device.  The passenger queue is set off to the side of the 
station and the passenger identification and boarding pass checkpo
is at the front of the queue immediately adjacent to the screening 
equipment.  Flight and security information display monitors are 
located directly above the checkpoint entrance. 

Figure 2-9 shows the activity levels for security screening during the 

concourse level, along the west side of the concourse, and occupies 
only a portion of the main corridor.  There is one security screening 
checkpoint station consisting of a magnetometer and baggage 
screening device.  The passenger queue is set off to the side of the 
station and the passenger identification and boarding pass checkpo
is at the front of the queue immediately adjacent to the screening 
equipment.  Flight and security information display monitors are 
located directly above the checkpoint entrance. 

Figure 2-9 shows the activity levels for security screening during the 
limited observation period. 

 

limited observation period. 

 

Source:  PGAL, 2004 
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Figure 2-9 Security Screening Activity 

4:30 a.m. to 6: servation 
period.  Passengers generally arrive at the checkpoint within the same 

rriving passengers 
al 
ed 
er 

 Gate 3 : Continental Express 

 

 

The observation period for the security screening checkpoint was from 
30 a.m. to correspond with the ticketing ob

period prior to their scheduled flight departure that was observed for 
ticketing and baggage check-in.  Passenger carry-on luggage was 
recorded at approximately 1.3 bags per passenger during this period.  
Passengers checking bags at the ticket counter averaged 0.4 carry-on 
bags per passenger for the same period. 

Aircraft Gates and Passenger Holdrooms 
As previously noted in Table 2-3, there are six aircraft gates at the 
Airport.  Four gates are currently leased by the carriers.  Gate 6 has 
been renovated to accommodate international a
through a dedicated corridor and stairs to the new ramp level Feder
Inspection Services facility.  Gate 4 is a ramp level holdroom access
from the concourse stairs adjacent to Gate 6.  The gates and passeng
holdrooms are dedicated leaseholds and are assigned as follows: 

 
 Gate 1 : ASA Delta Connection 
 Gate 2 : Southwest 

 Gate 5 : American Eagle 

Source:  PGAL, 2004 
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The ed to accommodate approximately 72 seats 
on average.  Gate 6 can accommodate the smaller regional jets at 50 
and e number of seats and gate holdroom 
area. 

 holdrooms are configur

 70 seats.  Table 2-5 shows th

 
Table 2-5 

 

PASSENGER HOLDROOMS 
Corpus Christi International Airport Master Plan Update 

Holdrooms 
Area 

(square fe
Tic

Operating 
Level Capacity 

Area/Occ* 

Level 
of 

Service et) (square feet) Seats 
ket Lift 

Gate 1 A 1,603 542 66 16.0 
Gate 2 2,284 535 89 19.7 A 
Gate 3 74 1,949 431 20.5 A 
Gate 5 1,856 656 78 15.4 A 
Gate 6 1,299 427 52 16.8 A 
Source: PGAL, 2004 

 seats. 

Concessions 
C CIA are currently limited to a news and gifts store 
a   The news and gift store is located on the 

e concourse, and the food service concession areas are 
re side of the terminal.  A food cart extension from the 

re 

ar 
.  Arriving passengers enter the hall from the concourse via 

 the entrance.   

lt and 60 feet of 

 nor did it take long to clear the devices; however, 
me 

Escorts, meeters and 
greeters typically wait 
for their parties at the 
concourse level and 

e 

The aircraft loading 
bridges are capable of 
handling larger aircraft 

f 
s 

than the regional jets; 
however, the capacity o
the passenger holdroom
may become a limiting 
factor in the future.   

 

*Area minus ticket lift divided by

oncessions at C
nd a full-service restaurant.

secure side of th
on the non-secu
full-service restaurant is located in front of the restaurant on the secu
side.  There are two snack vending machines and one beverage 
vending machine located in the arrivals hall adjacent to the baggage 
claim area. 

Arrivals Hall and Baggage Claim 
The arrivals hall contains two baggage claim devices and the rental c
concessions
escalators and an elevator adjacent to

The baggage claim area is located adjacent to the ramp apron along the 
south side of the arrivals hall.  There are two flat plate claim devices 
arranged in a “T” configuration and extending out into the space.  
Each device has approximately 24 feet of drop-off be
claim frontage.   

During the limited observation period, there was an overlap of late 
flight arrivals onto scheduled arrivals.  Despite the greater than usual 
number of flights, the devices and the claim area did not become 
overly congested,
with a higher demand during peak travel periods, this area will beco
more congested due to an increase in passengers claiming more bags 
and the combined effects of queuing for multiple flights. 

accompany them to th
arrival hall. 
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An oversize baggage claim chute, approximately six feet wide by fiv
feet deep, is located at the center of the baggage claim hall.  

Overall, the arrival bag claim space is approximately 6,940 square fee
including the drop-off area, with the claim devices occupy

e 

t 
ing 1,200 

senger, 

 
 

ent to handle the 

 
.  Table 2-6 summarizes the existing parking facilities at the 

Airport and Figure 2-10 depicts their location.  In late 2004, the 
parking spaces, creating a new 

square feet of the space.  The total capacity of the passenger queue 
area is approximately 70 passengers at 17 square feet per pas
which is considered to be a level of service “C” per International Air 
Transportation Association (IATA) standards. 

This capacity is sufficient to handle two simultaneous arrivals, based
upon a 70-seat regional jet at 80 percent load factor and two-thirds of
passengers claiming luggage.  Even with the larger B-737 aircraft 
flown by Southwest, one claim device is suffici
demand.   

Automobile Parking Facilities 
The Airport provides vehicle parking for passengers, visitors and
employees

 

Airport installed sun shades for 321 
category of parking.  

 
Table 2-6 

EXISTING PARKING FACILITIES 
Corpus Christi International Airport Master Plan Update 

gory Number of Spaces Cate
Short-term 452 
Covered 321 
Long-term 722 
Total Public Parking 1,495 
Employee Parking 115 
Source: Corpus Christi International Airport, 2004 

R e public parking facilities are set by City ordinance.  As of 
August 2004, rates for the short-term parking were $1.00 for each half 
hour up to a daily maximum of $10.00.  The long-term parking lot had 
r daily maximum of $7.00.  The 

g 

ound the Airport (e.g. Airport Rescue and Fire Fighting 
s at 

During the observation 
period, there were fewer 
passengers claiming 
bags as a percentage of 

 

The Airport recently 
created a new covered 
parking category which 
should be attractive to 

ates for th

ates of $1.00 for each hour up to a 

total passengers, thus 
allowing the smaller 
devices to handle the
larger aircraft. 

passengers. 

covered parking rates were $1.50 for each hour, with a daily maximum 
of $8.50. 

Employee parking is provided in two surface lots, one west of the 
Terminal and one east of the Terminal.  Additional employee parkin
(not counted in the table) is also provided at a number of facilities 
located ar
(ARFF) and FAA ATCT) which serve the employees and customer
those facilities. 
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Rental Car Facilities 
The rental car facilities in the terminal are approximately 1,708 square 
feet in size, containing rental counters and office space and are located 
at the arrivals hall directly across from the baggage claim devices.  
There are five companies, each leasing an equivalent amount of 
counter space at approximately fifteen feet in length.  The customer 
queue area is not included in their leases.  

Ready/return spaces are located adjacent to the east side of the 
Terminal.  As used by the existing companies, there are approximately 
211 ready/return spaces.  Vehicle maintenance and storage facilities 
are located on John Pinson Drive, north of the terminal.  Each 
company provides separate fuel, car wash, and repair facilities in that 
area.  As of September 2004, on-Airport operators included Avis, 
Advantage, Dollar, Hertz, and National at the Airport.  Budget, 
Enterprise, and Thrifty operate rental car facilities off-Airport. 

Air Cargo Facilities 
DHL recently constructed a 20,000 square foot building for warehouse 
and office space for the purpose of handling and storage of freight.  
UPS also conducts cargo operations at the Airport, but does not have 
an on-Airport facility.  The U.S. mail, carried by commercial aircraft, 
is handled through the baggage makeup service area for each airline. 

General Aviation Facilities 
General aviation services, including minor airframe and engine repair, 
aircraft painting, repair of aircraft electronic equipment, aircraft sales 
and rentals, charter and air taxi services, and flight training, are 
provided by two fixed-base operators (FBOs) – Mercury Air Center 
and Signature Flight Support. 

Mercury Air Center, located west of the Terminal, owns four hangars 
(55,200 square feet) which are occupied by 33 planes.  There are no 
aircraft utilized tie-downs in the Mercury lease area.  The hangar space 
at Mercury Air Center has reached capacity.  As of August 2004, 
Mercury was considering development of a future corporate hangar 
which would be able to meet the aircraft tail height requirements of 
their customers.  In addition, the emergency air ambulance service, 
HALO Flight, subleases space from Mercury Air Center.  Advantage 
Aircraft and FAA also sublease space from Mercury Air Center. 

Signature Flight Support, located east of the Terminal, occupies three 
hangars, which currently are 70 percent occupied.  There are no 
aircraft utilized tie-downs in the Signature lease area.  Signature Flight 
Support handles 54 total based aircraft which includes four jets, two 
turboprops, 11 twin-engine pistons, and 37 single-engine pistons.  
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Signature Flight Support is temporarily sharing automobile parking 

 
-7 

and 

facilities with Transportation Security Administration (TSA). 

Support Facilities 
A number of diverse facilities are required to support the movement of 
air passengers and aircraft at the Airport.  Facilities for the more 
prominent support functions at the Airport are described in the 
following subsections. 

Airport Rescue and Fire Fighting (ARFF) 
The ARFF station is located directly south of the commercial apron 
and passenger terminal building.  From this location, ARFF response 
time to the existing airfield is excellent.  The station can meet FAA 
ARFF index C, which is an average of five or more scheduled daily
departures of air carrier aircraft up to 159 feet in length.  Table 2
lists the inventory of ARFF vehicles along with their capacities 
condition. 

 
Table 2-7 

ARFF VEHICLE INVENTORY 
Corpus Christi International Airport Master Plan Update 

Vehicle Water 
Dry 

Chemical 
Type of Vehicle Year Condition 1 (Gallons) Foam (Pounds) 
Crash Truck 2001 Excellent 1500 210 500 
Crash Truck 1995 Excellent 1500 200 500 
Crash Truck 1989 Good 1500 205 700 
Crash Truck 1987 Poor 1000 130 500 
Suburban 
Command2 1991 Good N/A N/A N/A 

Rescue Support 
Vehicle3 1993 Good N/A N/A N/A 

Source: Corpus Christi International Airport, 2004 
1. Based on FAA approved listing from June 5, 2002. 
2. Unit is available to transport additional personnel to the scene. 
3. Unit is available to transport additional equipment/supplies. 

 

The ARFF station has six bays.  The facility has appropriate areas fo
operations, including office space, training facilities, sleeping quarters
and kitchen/dining areas.  During a field visit, it was noted that the 
vehicle bay door widths are relatively narrow.  The newer ARFF 

r 
 

 
ce to 

vehicles are wider than was prevalent at the time the ARFF station was
designed and constructed.  The narrow door widths are a hindran
ARFF vehicle response time and present an unwelcome opportunity 
for potential vehicle damage. 
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Fuel Storage and Delivery 
The fuel storage facilities are located above-ground at Mercury Air 

d at Signature Flight Support.  The fuel storage 
 in Table 2-8.  All of the older underground 

nter 
ling 

ntly holds a military fuel (three-year) contract. 

nd non-airline aircraft 

Center and undergroun
facilities are described
storage tanks installed in the 1960s at Signature Flight Support have 
been removed.  All underground storage tanks at Mercury Air Ce
were removed in 1989.  Signature Flight Support handles all fue
for the airlines and curre
Military fuel needs vary depending on training exercises and general 
levels of activity.  Fuel is delivered to airline a
via refueler trucks owned by each operator. 

 
Table 2-8 

FUEL STORAGE SUMMARY 
Corpus Christi International Airport Master Plan Update 

Type 
Mercury Air Center Signature Flight Support Tota

(gallons) (gallons) 
l 

(gallons) 
Jet fuel 12,000 36,000 48,000 
Avgas 10,000 12,000 22,000 
Auto Fuel   4,000 2,000   6,000 
Diesel 0   2,000 N/A 2,00
Source: PB Av

Airport Maintenance 
A tenance itie ted eral areas throughout 
t A large ar ppro nd of way 1
p roxima 7,26 re fee ace for field 
m  equipm orag  repair rvices such as 
mowing, landscaping and other grounds m nanc ctions
e is ha s we ted for terminal area grounds 
keeping activities. 

W ar, a small building provides about 
2 quipment, supplies and 
p

uilding maintenance administrative offices are located in 

try 

Airport maintenance 
facilities are located in 
various parts of the 
Airport, based on 
functional requirements 
and available space. 

iation, 2004 

irport main  facil s are loca in sev
he Airport.   hang near the a ach e  Run 7 
rovides app tely 1 3 squa t of sp
aintenance ent st e and  for se

ainte e fun  and 
quipment.  Th ngar i ll loca

est of the field maintenance hang
,110 square feet for electrical maintenance e
ersonnel. 

B
approximately 300 square feet at ramp level under Gate 2, including 
heating, ventilation, and air conditioning (HVAC) and plumbing 
maintenance activities and personnel.  This area is planned to be 
expanded to accommodate the carpentry personnel, although carpen
supplies and equipment will remain in the remote buildings. 
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The building custodial operations are also located at ramp level, under 
re 

ut 

 

0 square feet.   

tilities 
The Airport receives  Corpus Christi 
from the no with 
12,470-volt, 3 he th,
p l to and east tional Drive, is and chan
underground service f the FBO access r he power 
the northwest, parallel to and adjacent to Pinson Drive, is metered and 
changes to underground service before Pinson D ntersects 
T d.

The City of Corpus Christi provides water, sewer, and gas service.  A 
ich runs perpendicular to and north of the 

wer 
the east 

ll 

he 
nters the Airport north of the parking facilities from 

 
udes cable and fiber optic, which is provided to Airport 

ther 

vides 
adequate access and circulation. 

 

the restaurant concession area.  This area of approximately 250 squa
feet accommodates the cleaning crew and management, although 
cleaning supplies and equipment are distributed in closets througho
the terminal, as appropriate. 

Airport Administration 
The City of Corpus Christi Department of Aviation occupies office 
space in the Airport Terminal.  Department of Aviation administrative
and general services offices are located on the second level of the 
Terminal, consisting of approximately 11,81

U
power supplied by the City of

rth and northwest on overhead power lines, each 
-phase electricity.  T

of Interna
 power line from the nor

 metered 
 

ges to aralle
 north o oad.  T from 

rive i the 
erminal Loop Roa  

48-inch water main, wh
public parking facilities, and supplies water to the Airport.  Two eight-
inch feeds comprise a loop which circles the Terminal.  Sanitary se
departs from the Airport through a force main exiting toward 
from the Terminal.  A sanitary sewer pumping station collects a
sewage from the Terminal. 

The Airport receives gas from a four-inch high-pressure gas line.  T
four-inch gas line e
the east and extends to the south. 

Telephone services to the Airport are provided by Southwestern Bell. 
Service incl
Administrative offices, the Air Traffic Control Tower, and o
facilities.  

Ground Transportation 
Efficient ground access is essential for Airport operations.  The 
Airport’s existing ground transportation system currently pro
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Roads and Circulation 
The Airport is easily accessed from State Highway (SH) 44.  
International Drive, a two-lane (each side), one-way loop roadway
provides access between SH 44 and the Terminal.  In front of the 
Terminal, International Drive

, 

 widens to four lanes divided by a 
ately 500 feet of curb frontage in front of 

to 
 are 

located adjacent and parallel to the private vehicle lanes.  The 
al lanes are accessed through an automated pass gate, 

an 
 

ided into departures and arrivals with departures 

ce 

in the dedicated loading lane. 

 length of the terminal. 

is 
e access to the Airport from off-site locations.  As of 

August 2004, public transit services to the Airport from Robstown and 
e being considered.   

ted by the City of Corpus Christi 
Department of Aviation as a self-sufficient enterprise and is 
dministered by the Director of Aviation, pursuant to the authority 

median.  There is approxim
the terminal. 

The terminal curb is divided into private and commercial vehicle 
lanes.  The inner roadway private vehicle lanes are located closest 
the terminal and the outer roadway commercial vehicle lanes

commerci
restricting traffic to taxis and hotel shuttle vans.  There are two 
commercial lanes with a third separate, dedicated parking lane and 
curb.  The staging area east of the main pedestrian crossover lane c
accommodate approximately six shuttle vans.  The queuing area west
of the main passenger crossover is divided into two sections, the first 
capable of accommodating six taxicabs; the second, serving as a 
staging area, is capable of accommodating 12 taxicabs. 

The vehicle curb is div
running the length of the terminal along the ticketing hall.  The 
dedicated staging lane is one and one-half lanes wide, allowing spa
for loading and unloading at the curb.  The adjacent lanes serve as 
pull-out and by-pass lanes.  The departures curb can accommodate 
approximately 18 automobiles.  The private vehicle arrivals curb runs 
along the length of the arrivals hall and can accommodate 
approximately seven automobiles 

Pedestrian access to the Terminal is currently provided by crosswalks 
connecting the parking lots and terminal curbside area.  The Terminal 
also has sidewalks along the entire

Ground Transportation Providers 
Ground transportation service providers at the Airport include tax
that provid

to downtown Corpus Christi wer

Financial and Management Data 
The City’s airport system is opera

a
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delegated by the City Manager.  The Airport Board, as discussed 
 

ed in 

previously, recommends the Airport’s budget to City Council.

Revenues and Expenses 
Table 2-9 reflects the Airport’s Revenues and Expenses as defin
the City’s 2003 Comprehensive Annual Report. 

 
Table 2-9 

REVENUES AND EXPENSES 
Corpus Christi International Airport Master Plan Update 

FY 2002 Percentage FY 2003 Percentage  
Operating Revenues     
      Charges for services - net   $    5,682,694  $    6,899,451 
Operating Expenses     
      Personnel Services 43.16       3,284,603 48.01       3,606,680 
      Materials and Supplies     2.12              226,751   3.31          177,124 
      Contractual services 17.90       1,499,840 21.92       1,495,419 
      Other operating expenses   5.92           124,104   1.81          494,800 
      Uncollectible accounts   2.32            72,362   1.06          193,696 
      Depreciation 388,405 28.58       1,633,933 23.88       2,
TOTAL operating expenses       6,841,593        8,356,124  
 Non-operating Revenues (E  xpenses)    
      Investment income   3.69            40,921   0.43          155,002 
      Interest expense and fisca 3.67) l charges         (144,799) ( 1.53)       (574,598) (1
      Passenger facility charge 28.03 s          997,770 10.51       1,178,259 
      Passenger facility charge   0.89 s interest           173,526   1.83            37,511 
      Net gain on sale of assets                 9,750   0.10              1,975   0.05
      Recovery on damage clai    ---- ms               5,184   0.05            ---- 
      Contribution from other 81.01 governmental agencies        8,407,588 88.59       3,405,366 
TOTAL non-operating rev  enues (expenses)        9,489,940        4,203,515 
Income before transfers                  8,331,041        2,746,842 
Transfers In            ----          109,819 
Transfers Out ,004)          (878,642)        (888
TOTAL transfers         (878,642)        (778,182)  
     
Net Income          7,452,399        1,968,660 
     
Net assets at beginning of y  ear       57,429,380      64,881,779 
     
Net assets at end of year 6,850,439        64,881,779     6
Source: City of Corpus Christi, 2003 

t; 

 
In evaluating the financial data for the Airport, the following 
points are notable: 

 Total operating revenues increased in FY 2003 by 18 percen
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 Total operating expenses also increased by 18 percent over
2002; 

 FY 

 are the largest source of 
e Airport, composing 43.16 percent of 

y 55.7 percent in FY 
2003; and 

 Contribution r governmental agencies is the largest 
non  percent of the total FY 2003 

Current Leases 
able 2-10 summarizes various areas of the Airport which have been 

leased.  Table 2-9 reflects deta mation regarding specific 
igure 2-4 show  of no in s. 

 Personal Services (personnel)
operating expense at th
the total operating expenses for FY 2003; 

 Total non-operating revenues decreased b

from othe
-operating revenue with 81.01

non-operating revenues. 

T
iled infor

s the locationleases.  F n-term al lease area
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CHAPTER 3 – ACTIVITY FORECAST 
The Master Plan Update forecast of the aviation traffic at Corpus 
Christi International Airport provides the basis for determining 
physical facilities requirements.  The forecast objective is to identify 
the long-term trends for levels and types of aviation activity. 

A new forecast is vital to assure the Master Plan Update 
recommendations are based upon the most current data possible.  Two 
reasons suggest a review of aviation demand in the Corpus Christi 
market is timely.  First, the national aviation market has been in 
turmoil following the events of September 11, 2001 and only now 
appears to be returning to a growth trend.  Second, the number of 
passengers at the Airport has seen an unusual multi-year decline. 

Factors influencing the national aviation industry in the recent past 
have included: 

 Economic recession in the early part of the decade; 
 Suspension of commercial and general aviation air travel in the 
U.S. for a short period following the events of September 11, 
2001; 

 Issues of substantially increased security at all U.S. airports 
and the delay and inconvenience this causes passengers, as well 
as the increased cost to provide such security; 

 Threats of terrorism that have kept some people from flying; 
 Increased cost of jet fuel leading to increased operating cost for 

the airlines; 
 Bankruptcy or threat of bankruptcy for many of the major 

airlines and the continued growth of low fare airlines; and 
 The switch away from turboprop aircraft and growth of 
regional jet (RJ) operations. 

Specifically for the Airport, passenger traffic levels have experienced 
reductions in each of the last nine years.  Much of this local market 
downturn can be attributed to national factors; however, regional 
conditions have also contributed.  In 2004, the monthly traffic trends 
began to increase at the Airport.  National air passenger traffic has also 
been slowly increasing over the last several years, partly because 
airline fare wars have stimulated leisure travel.  The Airport traffic 
turn-around in 2004 may portend the end of the downward trend in 
passenger traffic as addressed in this chapter. 

This forecast is intended for use in planning the facility needs of the 
Airport.  The forecast will be used to identify runway, terminal, 
vehicle access/parking, air cargo, general aviation, and other facility 
requirements.  The concept is to identify the long-term trends in 

Many issues and events 
have led to a nationwide 
decrease in the 
propensity for 
commercial passenger 
air travel.  However, the 
FAA expects levels of 
air passengers to return 
to a growth pattern 
based on population and 
economic trends. 
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aviation activity and not the specific activity in any given year.  Of 
course, long-range capital improvement decisions at an airport are not 
based upon activity forecasts alone, but involve a continuous update of 
information concerning air traffic levels, airline requirements, 
environmental issues, financial considerations, stakeholder concerns, 
and other external factors. 

To forecast aviation activity, this analysis: 
 Identifies the Airport service region (Air Trade Area); 
 Provides economic and demographic data on the Air Trade 
Area, as well as other local economic indicators; 

 Identifies the current scheduled passenger service and 
compares the service to similar regional markets; 

 Presents the historical passenger aviation traffic at the Airport 
by airline and market; 

 Presents and analyzes the passenger origin and destination 
information; 

 Presents the passenger forecast assumptions and develops the 
projections; 

 Develops the air cargo forecast; 
 Identifies general aviation and military traffic projections; and 
 Calculates the aircraft operations projections. 

The forecast activity levels will be projected for the planning horizon 
years of 2008, 2013, 2018, and 2023.  The development of this 
aviation demand forecast was one of the first steps in the Master Plan 
process.  Since the time of forecast approval by the FAA and the 
completion of the remainder of this study, there is additional historical 
data available.  Therefore, historical activity tables have been updated 
and are included at the end of the chapter so the report can present a 
complete record of airport activity at the time of printing. 

Identification of the Air Trade Area 
The prime geographic region served by an airport is referred to as an 
Air Trade Area.  For purposes of this report, the Air Trade Area of the 
Airport is defined as the Corpus Christi, Texas Metropolitan Statistical 
Area (MSA), as shown in Figure 3-1.  This MSA is the official U.S. 
Census Bureau definition of the Corpus Christi market and consists of 
three counties: Aransas, Nueces, and San Patricio.  It is recognized that 
air passengers can and will come into the Air Trade Area from outside 
the MSA and local residents/visitors can use airports other than the 
Airport; however, the majority of air traffic demand is generated 
within the MSA. 

 

In general, the historical 
traffic, local economic 
indicators, national 
trends, and other factors 
will be used to develop 
projections of aviation 
activity at the Airport in 
the forecast period. 
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Figure 3-1 Air Trade Area 

 

Source: PB Aviation, 2004 

Five counties that are adjacent to the three MSA counties are identified 
in this report as the secondary market area.  These counties are 
important because they contribute passengers to the Airport.  Of the 
eight counties, the Air Trade Area, or primary market, represents 
approximately 76.6 percent of the total population and the secondary 
market represents approximately 23.4 percent.  The 2000 Census 
Bureau populations for the counties comprising the primary and 
secondary markets are shown in Table 3-1. 
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Table 3-1 

REGIONAL POPULATION IN 2000 
Corpus Christi International Airport Master Plan Update 

Area/County 2000 Population Share of Region 
Air Trade Area   
 Nueces       313,635  59.6% 
 San Patricio        67,138  12.7% 
 Aransas        22,497  4.3% 
 Subtotal       403,280  76.6% 
Secondary Market Area   
 Bee        32,359  6.1% 
 Jim Wells        39,326 7.5% 
 Kleberg        31,549  6.0% 
 Live Oak        12,309  2.3% 
 Refugio          7,828  1.5% 
 Subtotal       123,371 23.4% 
Total       526,651  100.0% 

Source: U.S. Census Bureau, 2004 

 

As shown in the table, Nueces County has over 50 percent of the 
region’s population.  No other commercial passenger service airports 
are located in the primary or secondary market area.  For the purposes 
of the remainder of this report, the analysis will focus only on the 
three-county MSA identified as the primary Air Trade Area, since this 
area predominantly generates the Airport demand. 

Demographic and Economic Background 
Demographic and economic factors provide the foundation for airline 
passenger service demand at the Airport.   

Population 
The population of the Air Trade Area is estimated at 409,480 in 2003.  
The area has grown at an average annual compound growth rate of 0.8 
percent between 1990 and 2003.  In comparison, both Texas and the 
United States grew at higher average annual growth rates (2.0 percent 
and 1.2 percent, respectively) in the same period. 

For the future, the Air Trade Area population is expected to continue 
to grow at a rate of 0.7 percent annually, while Texas and the United 
States are expected to grow at 1.6 percent and 1.0 percent, respectively 
(National Planning Association Data Services, Inc.).  Thus, the State of 
Texas population is growing at a rate over twice that of the Air Trade 
Area and much faster than that of the United States.  Figure 3-2 
presents the historic and forecast population of the Air Trade Area. 
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Figure 3-2 Air Trade Area Population 
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Source: National Planning Association Data Services, Inc. 

 
Since World War II, the State of Texas has seen extraordinary growth 
as evidenced by the increased population in the Dallas and Houston 
areas.  In more recent times, the population of the greater Austin area 
grew rapidly as many high technology firms settled in that region.  
Within the last ten years (1990-2000), the highest statewide percentage 
growth has been in the McAllen, Austin, and Laredo areas, while in 
absolute terms Dallas has seen the greatest increase in residents. 
 

The population of the State of Texas has grown by 22.8 percent 
between 1990 and 2000 versus 13.1 percent for the whole United 
States.  The Corpus Christi area has grown by 14.3 percent in the same 
period.  The growth of Texas MSAs in the 1990-2000 period are 
shown in Table 3-2. 

The significance of the historically greater-than-average population 
growth in Texas is the expectation that air travel will also grow at 
greater than average rates in the future, influencing air travel patterns. 

Employment 
An estimated 223,600 persons were employed in the Air Trade Area in 
2003.  The rate of growth in local employment was 1.7 percent 
between 1990 and 2003 versus 2.4 percent for Texas and 1.5 percent 
for the United States. 

 

 

Population growth 
typically is one of the 
principal driving factors 
for air service; therefore, 
it is a key element in 
this analysis.   
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Source: U.S. Census Bureau, 2004 

 

Through 2023, the Air Trade Area employment is projected to grow at 
a 1.2 percent average annual rate while Texas and the United States 
will grow at faster rates of 2.1 and 1.6 percent, respectively.  Therefore 
employment growth rates in the Air Trade Area will be similar to the 
U.S., but behind Texas.  The Air Trade Area employment is shown in 
Figure 3-3. 

 

Table 3-2 
TEXAS METROPOLITAN AREA POPULATION CHANGE, 1990-2000 

Corpus Christi International Airport Master Plan Update 
MSA Percent Change 
McAllen-Edinburg-Mission 48.5 
Austin-San Marcos 48.2 
Laredo 44.9 
Dallas 31.5 
Brownsville-Harlingen-San Benito 28.9 
Brazoria County 26.1 
Houston 25.8 
Fort Worth-Arlington 25.1 
Bryan-College Station 25.1 
Texas 22.8 
Killeen-Temple 22.6 
San Antonio 20.2 
Sherman-Denison 16.4 
Amarillo 16.2 
Galveston-Texas City 15.9 
Tyler 15.5 
El Paso 14.9 
Corpus Christi 14.3 
Victoria 13.1 
Waco 12.9 
Texarkana 9.4 
Lubbock 9.0 
Wichita Falls 7.8 
Longview-Marshall 7.7 
Beaumont-Port Arthur 6.6 
Abilene 5.8 
San Angelo 5.6 
Odessa-Midland 5.1 

The population in 
Texas has grown faster 
than the U.S. during the 
1990-2000 period.   
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Figure 3-3 Air Trade Area Employment 
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Source: NPA Data Services, Inc.

Total Earnings 
The combined earnings of all Air Trade Area residents have grown at a 
2.8 percent average annual rate in the 1990-2003 period.  This rate is 
much lower than Texas and slightly behind the United States. 

Through 2022, the Air Trade Area earnings are expected to grow at 2.5 
percent annually, while Texas will grow at a 3.5 percent and the 
United States will grow at 2.9 percent.  Figure 3-4 illustrates the 
earnings in the Air Trade Area. 

Per Capita Personal Income 
The per capita personal income within the Air Trade Area is lower 
than Texas and the United States.  Through 2022, this disparity 
between the Air Trade Area and the state/nation is expected to remain; 
however, the three geographic areas are expected to grow at 
comparable rates.  The historical and projected per capita income 
comparisons are shown in Figure 3-5. 

In general, the growth rates of the demographic and economic 
indicators, as shown in this section are lower for the Air Trade Area 
than the State of Texas; however, the Air Trade Area has similar 
growth projections to the United States as a whole. 

 

Employment growth in 
the Air Trade Area is 
expected to be similar 
to U.S. growth rates.   
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Figure 3-4 Air Trade Area Earnings1 
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1 Earnings are represented in thousands.

 

Figure 3-5 Per Capita Personal Income1 
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Other Economic Indicators 
According to the Corpus Christi Regional Economic Development 
Corporation, Corpus Christi area employment has become more 
diversified over the past decade.  Previously dependant on the energy 
sector (oil and gas), the military and agriculture, the area has increased 
employment in the health care, teleservices (call centers), and tourism 
among other industries. 

Corpus Christi is a 
regional hub for 
marketing, processing, 
packaging, and 
distributing agricultural 
commodities.  Notable 
expansion of 
employment within 
recent years has 
included the health care 
and teleservices 
industries. 

  

Earnings growth in the 
Air Trade Area is 
expected to be slightly 
lower than U.S. growth 
rates.   
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Traditionally, the Air Trade Area manufacturing employment has been 
related to petroleum refining and associated chemical industries.  A 
number of marine construction and service firms support oil and gas 
production fields in the Gulf of Mexico.  Several military bases are 
located in the region, which has attracted firms to maintain and repair 
aircraft and other military equipment.  Other manufacturing and 
service employers are located in the Corpus Christi region as shown in 
Table 3-3. 

The U.S. military has a strong presence in the region including two 
naval air stations, a naval station, and an army depot.  A Coast Guard 
ship repair facility is also located in the Air Trade Area.  Naval flight 
training occurs at the Naval Air Station (NAS)-Kingsville, NAS-
Corpus Christi and the Airport. 

The Port of Corpus Christi is the seventh largest in the U.S. in terms of 
total cargo tonnage throughput.  Approximately 90 percent of Port 
activity is petrochemical-related; however, the port has a cold storage 
facility for perishables and currently is building a container terminal 
capable of processing containerized shipments.  The types of 
shipments that pass through the Port are generally not suited for air 
shipment and there is little cargo interaction between the seaport and 
Airport. 

Current port initiatives include preparing for cruise-ferry service to 
Mexico that would handle both cargo and passengers.  The service 
would operate 1,000-passenger ships between Corpus Christi and Vera 
Cruz, Mexico.  Ultimately, there is a longer term potential for pleasure 
cruise ship activity similar to the type of service that has developed in 
Galveston, Texas.  The Port would need to implement facility 
infrastructure improvements to accommodate large cruise ships and 
their passengers.  The Airport may see an increase in air passengers if 
cruise activity develops; however, the majority of cruise ship 
passengers would likely drive to Corpus Christi as they do in 
Galveston. 

With extensive public seashore on the Gulf of Mexico and an average 
of 288 days of sunshine per year with an average annual temperature 
of 71 degrees Fahrenheit, Corpus Christi is a major beach and sun 
tourist destination.  According to the Chamber of Commerce, 
approximately five million tourists visit the Corpus Christi region 
every year.  The amount of money spent annually by these tourists is 
estimated at over one billion dollars. 

 

 

Corpus Christi is widely 
known as a major Gulf of 
Mexico tourist 
destination. 
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Table 3-3 
MAJOR INDUSTRIES AND EMPLOYERS IN THE CORPUS CHRISTI REGION 

Corpus Christi International Airport Master Plan Update 
NAME OF COMPANY PRODUCT/SERVICE NAME OF COMPANY PRODUCT/SERVICE 
Marine Fabrication Business Services 

Gulf Marine Fabricators  
Industrial and Marine 
Construction APAC Customer Service  Teleservices 

Kiewit Offshore Service  Offshore Rig Manufacturing First Data Corp.  Teleservices 
Bay Ltd.  Fabrication Central Power & Light  Electric Utilities 
Gulf Copper Ship Repair  Ship Repair Southwestern Bell  Telephone Services 
H & S Constructors  Fabrication Future Market Telecenter  Teleservices 
Refining/Petrochemical Graduate Loan Services  Financial Teleservices 
Celanese  Chemicals Millward Brown  Teleservices 
Sherwin Alumina  Alumina Food Processing 
Flint Hills Resources  Petroleum Refining H.E.B. Grocery  Foods 
CITGO Corpus Christi Refinery Petroleum Refining Whataburger, Inc  Fast Food Restaurants 

Valero Refining  Petroleum Refining Sam Kane Beef Processors  
Beef Processing & 
Packing 

Equistar  Petrochemical Manufacturing Sam Hausman Meat Packer Inc.  
Meat Processing & 
Packing 

Dupont  Fluorochemical Plant SSP/Circle K  
Food Processing & 
Wholesale Petroleum 

Trigeant Petroleum  Asphalt Health Care 
Manufacturing/Electronics Christus Spohn Health System  Hospital 
TT Electronics  Electronics Components Corpus Christi Medical Center  Hospital 
Elementis Chromium  Chromium Based Products Driscoll Children’s Hospital  Hospital 
De Dietrich USA  Glass Lined Pressure Vessels Military 
Exxene Corporation  Anti-Fog and Hard Coatings Naval Air Station Corpus Christi  Flight Training 
Tor Minerals International, Inc.  Pigments for Paint & Coatings Naval Station Ingleside  Mine Warfare 

Air Liquide  
Industrial, Medical, and Related 
Gas Corpus Christi Army Depot  Helicopter Repair 

American Dental Technologies  Dental Chairs Naval Air Station Kingsville  Flight Training 
Billy Pugh Company  Life Safety Equipment U.S. Coast Guard  Maritime Services 
Aviation Related Corporate Headquarters 
McTurbine, Inc.  Aircraft Engine Repair Bay Inc.  Industrial Construction 
Boeing Company  OEM Engine & Parts Whataburger, Inc.  Fast Food Restaurants 
Corpus Christi Army Depot  Helicopter Repair SSP/Circle K  Convenience Store 

G.E. Engine Services  OEM Engine & Parts Tor Minerals International, Inc.  
Pigments for Paint & 
Coatings 

Sikorsky  OEM Engine & Parts American Bank  Banking Service 
Vertex Aerospace  Aircraft Maintenance Graduate Loan Services  Financial Teleservice 
Source: Corpus Christi Regional Economic Development Corporation, 2004 

 

Corpus Christi’s Bayfront Plaza Convention Center was built in the 
1970s to support regional convention and meeting demands.  This 
center is now being expanded and renovated at a cost of $36 million to 
bolster Corpus Christi’s ability to attract more and larger conventions 
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and other events.  In total, the expanded convention center will be 
approximately 200,000 square feet. 

The two main barrier islands visited by tourists are Padre Island and 
Mustang Island.  It is widely known that Corpus Christi has some of 
the world’s best conditions for deep sea, wade and surf fishing; sailing 
and boating; and various other water sports including kiteboarding, 
windsurfing, jet skiing, and kayaking.  Corpus Christi claims the title 
of the “Windsurfing Capital of the Continental U.S.” and hosts the 
U.S. Open Windsurfing and Kiteboarding Regatta.  Corpus Christi is 
also home to the USS Lexington Museum, the Texas State Aquarium, 
the Corpus Christi Museum of Science and History, the Selena 
Museum, and the only Asian Cultures Museum and Educational 
Center in Texas, enhancing the area’s attraction as a tourist 
destination. 

Current Air Service 
The Airport currently has air service which is comparable to the 
national service level, but below the service level of similar airports in 
Texas. 

September 2004 Air Service 
The Airport currently has non-stop commercial passenger flights to 
three cities on four airlines.  The three cities are Atlanta, Dallas, and 
Houston and the airlines are American, Continental, Delta, and 
Southwest.1  The Houston market includes two airports, with 
Southwest serving William P. Hobby Airport and Continental serving 
Bush Intercontinental Airport.  There were 28 average daily weekday 
aircraft arrivals in the September schedule, as shown in Table 3-4. 

 
Table 3-4 

SEPTEMBER 2004 NON-STOP AIR SERVICE 
Corpus Christi International Airport Master Plan Update 

Origin/Destination Daily Flights Airline Aircraft Type 
Atlanta 3 Delta Regional Jet 
Dallas – DFW 0 Delta Regional Jet 
Dallas – DFW 9 American Regional Jet 
Houston – Bush 10 Continental Regional Jet 
Houston – Hobby 6 Southwest Mainline Jet 
Total 28   

Source: Official Airline Guide, September 2004 

                                                 
1 American Eagle, Continental Express, and ASA Delta serve the Airport directly; 
however, much passenger activity connects to the mainline service by these airlines 
at their respective hub airports.  These airlines are referred to as American, 
Continental, and Delta for continuity in this chapter. 
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The number of airlines, markets served, daily flights, and type of 
aircraft is subject to continuous change and is not under the control of 
the Airport.  The latest news for the Airport is the discontinuation of 
the Dallas service on Delta and the expansion of the daily Atlanta 
service from two flights to three. 

Comparison of Air Service to Texas Airports 
On a national basis, there is a rough one-to-one relationship between 
the population of a community and its number of originating annual air 
passengers.  That is, if one million persons lived in the community, 
approximately one million annual departing local air passengers would 
be expected.  For the state of Texas in 2003, the ratio of originating 
metropolitan area air passengers to population is 1.5 meaning that for 
each resident there was one and a half air trips and therefore Texas has 
a propensity to fly greater than the average state.  Recalculating the 
statewide ratio to include those persons who live in Texas, but outside 
a Metropolitan Statistical Area, the ratio drops slightly to 1.4. 

However, in Corpus Christi the originating passenger to enplanement 
ratio in 2003 was 0.9 indicating a lower propensity to fly and 
potentially a diversion of passengers to other airports.  The main 
reasons why the Corpus Christi area may have fewer air passengers 
than average include: 

 Lower Propensity to Travel – Several reasons exist to 
indicate the greater Corpus Christi area has a lower propensity 
to travel than other areas of the state, specifically: 

• The area has a lower per capita personal income 
than the state - this factor probably means the 
residents travel by air less than others in the state; 

• The local market is a tourist destination - however, 
the vast majority of the tourists arrive via surface 
transportation (auto, charter bus, recreational 
vehicle, etc.); and 

• Local industries are not particularly oriented toward 
air travel with the exception of the Navy whose 
personnel do travel more than typical residents. 

These factors are hard to quantify to an exact proportion of air 
passengers to residents; however, it is clear that the Airport Air 
Trade Area likely has a lower propensity to travel than the 
average Texas city. 

 Diversion of Air Passengers – Previous studies of local air 
passengers have indicated that many persons traveling to or 
from the Corpus Christi area have used the San Antonio 
International Airport (SAT).  This diversion of air passengers is 
difficult for the Airport to control but is a key factor in the 

Analysis of the historical 
traffic levels indicates 
that the number of air 
passengers at Corpus 
Christi is not as high as 
the levels of similar 
Texas cities. 

The Airport has had 
relatively low passenger 
enplanements over the 
last decade due to a 
lower propensity to 
travel, economic 
conditions, and more 
attractive air service in 
San Antonio. 
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forecast.  In recent years, average air fares (discussed below in 
the Historical Air Fares section) at the Airport have declined as 
compared with those at San Antonio; therefore, the reasons to 
drive to the San Antonio airport are less compelling.  The 2003 
average one-way fare in the Airport’s top 25 markets (weighted 
by the number of passengers to those markets) was $121 at the 
Airport versus $124 at San Antonio – a $6 per round-trip ticket 
difference.   
 
The number of airlines and availability of non-stop flights is 
clearly greater in San Antonio, but the Airport has service by 
low fare carrier Southwest and relatively easy connections are 
available on American, Continental, Delta, and Southwest to 
many principal markets.  More importantly, the driving 
distance to the airport in San Antonio is approximately 160 
miles and the trip is over two and a half hours.  For a business 
traveler, this driving time – combined with the flying time - 
makes it very hard to complete a one-day business trip to or 
from Corpus Christi when using the San Antonio airport.   

The conclusion of this Texas air service analysis is that the Corpus 
Christi air market appears to be independent of other Texas air markets 
and has not reached its air traffic potential as was demonstrated in the 
1980s and early 1990s.  The “standard” level of expected passengers is 
further indicated by examining each airport in Texas versus its 
metropolitan area population.  The airports of Texas are divided in this 
analysis into two groups – those that serve large or geographically 
remote cities and those that exist on the fringes of major cities where 
most persons drive to the airport located in the larger city. 

The large or independent cities and their airports are represented by 
locations such as Houston and Lubbock.  These cities (called Group One 
in this analysis) have ratios of originating passengers to population that 
range from 0.7 to 2.1 with an average of 1.7; as previously noted, Corpus 
Christi is in this group with a ratio of 0.9.  The small metro area fringe 
cities such as Killeen (only 50 miles from Austin) and College Station 
(approximately 100 miles from Houston) have originating passenger to 
population ratios of 0.1 to 0.4.  The table of Texas air passengers versus 
metro area size is presented in Table 3-5. 

Another factor that distinguishes the larger and smaller airports in 
Texas is the level of air service.  All the Group One cities have a 
multitude of airlines serving the airport which adds an increased 
variety of flight times and destinations.  These airports also have 
mainline jet or regional jet service in contrast to turboprops.  The 
smaller airports have limited airline service (and often higher fares), 
which drives passengers to the larger airports.  The level of air service 
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Table 3-5 

PASSENGER TO POPULATION RATIO AT TEXAS AIRPORTS 
Corpus Christi International Airport Master Plan Update 

Associated 
City(s) 

Originating 
Passengers 

Metro Area 
Population 

Originating 
Passengers 

Per Population 
Group One 

Dallas/Fort Worth* 11,011,940 5,475,715 2.0 
Houston* 8,051,380 4,968,811 1.6 
Austin 2,811,600 1,347,071 2.1 
San Antonio 2,782,930 1,786,138 1.6 
El Paso 1,267,780 695,123 1.8 
Harlingen/McAllen* 635,170 966,424 0.7 
Lubbock 485,780 254,327 1.9 
Midland/Odessa 382,040 237,132 1.6 
Amarillo 372,340 230,767 1.6 
Corpus Christi 344,410 404,610 0.9 
Group One Average 28,145,370 16,366,118 1.7 

Group Two 
Killeen 86,070 338,895 0.3 
Laredo 59,800 207,109 0.3 
College Station 58,180 189,095 0.3 
Tyler 54,610 180,725 0.3 
Brownsville 54,040 353,282 0.2 
Waco 51,090 217,133 0.2 
Beaumont 38,690 382,180 0.1 
Abilene 48,040 158,198 0.3 
San Angelo 45,350 105,006 0.4 
Wichita Falls 35,470 149,788 0.2 
Longview 21,600 196,741 0.1 
Victoria 11,290 112,522 0.1 
Group Two Average 564,230 2,590,674 0.2 
Total Texas 28,709,600 18,956,792 1.5 

Source: FAA and Census Bureau 
* Region is served by more than one airport and Originating Passengers are combined. 

 (as indicated by number of airlines, flights, etc.) is shown for airports 
similar in size to Corpus Christi in Table 3-6. 

This table focuses on the mid-sized Texas facilities similar to Corpus 
Christi.  Places like Austin, San Antonio, and El Paso have eight 
airlines or more and service to a greater number of cities, while the 
number of cities and airports served drops as airport size decreases.  
Airports below the size of Corpus Christi generally have only two 
airlines and service to two cities.  Also important, small city service 
(cities smaller than Corpus Christi) is often on turboprops versus the 
mainline jets or regional jets at the larger airports. 
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Table 3-6 

 CURRENT AIR SERVICE FOR MID-SIZED TEXAS AIRPORTS 
Corpus Christi International Airport Master Plan Update 

Market 
Non-Stop 

Cities 
Destination

Airports 
Daily 

Departures 
No. of 

Airlines 
Predominate 

Aircraft 
Austin 28 30 166 8 Mainline Jets & RJs 
San Antonio 34 36 155 9 Mainline Jets & RJs 
El Paso 15 17 82 8 Mainline Jets & RJs 
Harlingen 3 4 21 2 Mainline Jets & RJs 
McAllen 3 3 10 4 Mainline Jets & RJs 
Lubbock 6 7 31 4 Mainline Jets & RJs 
Midland/Odessa 6 8 26 3 Mainline Jets & RJs 
Amarillo 5 6 28 5 Mainline Jets & RJs 
Corpus Christi 3 4 32 4 Mainline Jets & RJs 
Killeen 2 2 17 2 Turboprops 
Laredo 2 2 7 2 RJs 
College Station 2 2 12 2 Turboprops 
Tyler 2 2 11 2 Turboprops 
Brownsville 1 1 5 1 RJs 
Source: Official Airline Guide, 2004 

Historical Passenger Air Traffic and Air Service 
Historical passenger levels at the Airport show a decline from 1997 to 
2003.  Southwest Airlines is the dominant carrier serving the airport. 

Historical Enplaned Passengers 
Table 3-7 shows the historical enplaned passengers for the years 1997-
2004. 

 

 

Table 3-7 
HISTORICAL PASSENGERS 

Corpus Christi International Airport Master Plan Update 
Year Total Passengers Percent Change 
1997 994,356 - 
1998 982,818 -1.2% 
1999 947,938 -3.5% 
2000 899,200 -5.1% 
2001 844,487 -6.1% 
2002 792,128 -6.2% 
2003 758,550 -4.2% 
2004 817,933 7.8% 

Source: Corpus Christi International Airport 
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Historical Passengers by Airline 
Southwest Airlines has the largest market share at the Airport and has 
held this position for the past six years.  Continental (including its 
affiliated commuter carriers) has had the second largest share for the 
past six years.  American (including its affiliates) has been number 
three.  Together these three airlines have carried more then 90 percent 
of the Airport passengers in each of the last six years.  Delta’s 
commuters and other carriers have a very small share of the market.  
The record of enplaned passengers at the Airport by airline is shown in 
Table 3-8 and displayed in Figure 3-6. 

 
Table 3-8 

ENPLANEMENT SHARE BY AIRLINE 
Corpus Christi International Airport Master Plan Update 

Airline 1999 2000 2001 2002 2003 2004 
Southwest 195,033 183,952 177,831 147,552 144,530 154,016 
Continental 143,477 139,576 136,403 125,550 117,648 127,303 
American 111,891 99,872 86,061 80,615 75,056 77,844 
Delta 21,511 23,946 20,500 40,372 41,599 48,837 
Charter/ Other 2,227 2,332 953 1,441 1,180 2,063 
TOTAL 474,139 449,678 421,748 395,530 380,013 410,063 

Source: Corpus Christi International Airport 

 

Figure 3-6 Enplanement Share by Airline (2004) 

 

Monthly Passenger Traffic 
Airlines generally prefer to serve markets consisting of business 
travelers rather than leisure travelers in order to, among other things, 
charge higher ticket prices.  Airlines also prefer to serve airports with 
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relatively consistent travel, allowing for a relatively fixed schedule 
throughout the year.  The monthly air passenger traffic is an indicator 
of the nature of a community’s air passenger traffic. 

The monthly enplaned passenger level for the Airport over the last 
seven years has been relatively stable as shown in Figure 3-7.  While 
each year may have a different number of enplanements, within each 
year the monthly enplanements follow a generally consistent pattern.  
The only noticeable change is the decrease in enplanements in 
September of 2001 due to the temporary closure of U.S. airspace to 
commercial and general aviation air travel. 

Figure 3-7 Historical Enplaned Passengers by Month 

Figure 3-7 shows that January and February generally have the least 
enplanements in most years, while June and July tend to have more 
enplanements.  However, no months have a statistically significant 
dominance or dearth of passengers.  This stable history indicates that 
the Airport is more of a business market with steady demand rather 
than a tourist market with extreme seasonal peaks.   

Air traffic levels at the Airport are shown to be slightly higher in the 
month of March (Easter/spring break; particularly in the month of 
March 1998) and June/July (summer vacation). This steady level of 
monthly travel is a positive sign for future passenger growth at the 
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Airport since airlines are more attracted to steady, business-type 
markets rather than serving a market for only a few months each year 
in a given season.  In addition, airport facilities may be easier to plan 
because passenger demand is steady throughout the year. 

According to the Chamber of Commerce, tourists to the greater Corpus 
Christi area are generally families and other visitors that opt to drive 
rather than fly.  The Corpus Christi beach market is traditionally from 
Texas and nearby states.  The local convention/business meeting 
market is also regional in nature, although this may change in the 
future. 

The Airport does not maintain records of daily traffic data; however, 
observations in the terminal indicate relatively stable traffic patterns.  
The airline schedule confirms the steadiness of traffic as most of the 
flights are scheduled to operate seven days per week.  The exception is 
Saturday because the flight schedule indicates a number of flights do 
not operate on that day, a typical indicator given that most Saturday 
flights are low-yield. 

Historical Origin and Destination (O&D) Passengers 
The FAA collects information on every tenth passenger ticket sold in 
the U.S. that provides information on airlines, ultimate 
origins/destinations, and fares.  Comparing historical O&D passengers 
at the Airport and between airports is potentially important to 
understand why passengers choose flights to/from Corpus Christi and 
the trends of passenger volumes. 

Total O&D Passengers 
The historical record of total passengers recorded in the O&D statistics 
for the Airport indicates a varied trend.  From 1979 to 1992 the 
Airport’s O&D passengers appeared to be in an upwards trend, until 
the early nineties, when the passenger trend began to decline.  These 
O&D passenger totals are shown in Figure 3-8. 

In addition, Figure 3-8 provides a calculated trend-line of passenger 
traffic over the 24 year period.  The trend-line indicates that 
passengers in the 1990s were above the statistical norm, but that 
passengers in the last four years appear to be below the long-term 
trend. 

 

The historical record of 
total passengers in the 
O&D statistics for the 
Airport indicates an 
upward trend from 1979 
to 1992 and declining 
activity from 1992 
through 2003. 
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Figure 3-8 Historical O&D Passengers 

0

200,000

400,000

600,000

800,000

1,000,000

1,200,000

1980 1983 1986 1989 1992 1995 1998 2001 2004

Year

O
&

D
 P

as
se

ng
er

s

Source: FAA

 

Historical Origin/Destination Passengers by Market 
O&D data defines where each air passenger actually begins and ends 
their air journey.  Therefore, this data excludes connecting points, such 
as Atlanta when a passenger whose travel between Corpus Christi and 
Charlotte, North Carolina includes a connection in Atlanta.  Provided 
by the FAA, this O&D information is useful in helping analyze 
existing and predict future passenger demand travel patterns. 

According to 2003 domestic O&D data, the Dallas/Fort Worth area 
was the largest single O&D market for Corpus Christi, attracting 
approximately 127,750 passengers or 18.6 percent of the Airport’s 
total O&D market share.  This figure counts passengers traveling both 
directions and averages 175 passengers arriving each day from 
Dallas/Fort Worth and 175 departing for Dallas/Fort Worth.  As noted, 
these passenger counts exclude those persons who travel to Dallas/Fort 
Worth International Airport or Dallas Love Field to change aircraft.  
The second largest market was Houston, which accounted for 111,030 
O&D passengers, 16.2 percent, or 152 per day, each way. 

Following these two markets, the volume of annual passengers drops 
dramatically.  New Orleans ranks as the third largest market for 
Corpus Christi, having 20,150 annual O&D passengers or 
approximately 28 per day each way.  The fourth and fifth markets are 
Las Vegas with 19,490 total passengers (27 per day, each way) and 
Chicago with 16,340 total passengers (22 per day, each way).  The 
largest 25 Corpus Christi O&D markets account for 65.2 percent of the 
traffic and are shown in Table 3-9. 
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Table 3-9 

TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
(Ranked by 2003 O&D Market Share) 

Corpus Christi International Airport Master Plan Update 

Rank Market 
2003 Domestic 

O&D Passengers 
2003 O&D 

Market Share 
Average Daily One-

Way Passengers 
1   Dallas/Fort Worth1 127,750  18.6% 175  
  Love Field 89,940  13.1% 123  
  Dallas/Ft Worth Int’l 37,810  5.5% 52  
2   Houston2 111,030  16.2% 152  
  Hobby Airport 78,400  11.4% 107  
  Bush Intercontinental 32,320  4.7% 44  
3   New Orleans 20,150  2.9% 28  
4   Las Vegas 19,490  2.8% 27  
5   Chicago3 16,340  2.4% 22  
  O'Hare Int’l 10,890  1.6% 15  
  Chicago Midway 5,450  0.8% 7  
6   New York/Newark4 13,570  2.0% 19  
  Newark Int’l 6,020  0.9% 8  
  La Guardia 6,950  1.0% 10  
  John F Kennedy Int’l 600  0.1% 1  
7   Baltimore/Wash I 12,650  1.8% 17  
8   Los Angeles 11,830  1.7% 16  
9   Atlanta 11,580  1.7% 16  
10   Washington5 10,860  1.6% 15  
  Ronald Reagan Nat 8,110  1.2% 11  
  Dulles Int’l 2,750  0.4% 4  
11   Orlando 10,760  1.6% 15  
12   Denver 10,300  1.5% 14  
13   San Diego 9,770  1.4% 13  
14   Phoenix 8,970  1.3% 12  
15   Tulsa 8,330  1.2% 11  
16   St Louis 8,290  1.2% 11  
17   Oklahoma City 8,170  1.2% 11  
18   Nashville 7,860  1.1% 11  
19   Kansas City 7,230  1.1% 10  
20   Norfolk 6,910  1.0% 9  
21   Lubbock 6,780  1.0% 9  
22   Albuquerque 6,760  1.0% 9  
23   Seattle/Tacoma 6,700  1.0% 9  
24   Austin 6,550  1.0% 9  
25   Jacksonville 6,400  0.9% 9  
          
 Top 25 Markets 475,030 65.2% 651 
 All Other Markets 211,610 34.8% 290  
  Total - All Markets 686,640 100.0% 941 

Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
(1) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(2) Houston markets include Hobby and Bush Intercontinental airports. 
(3) Chicago markets include O’Hare and Midway airports. 
(4) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(5) Washington D.C. markets include Reagan National and Dulles airports. 



 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-21 

Only three markets in the top 25 O&D passenger markets have non-
stop air service from the Airport.  Dallas, ranked first, and Houston, 
ranked second, have daily non-stops.  Atlanta, ranked ninth, also has 
two daily non-stops (as of September 2004).  While Atlanta accounted 
for only 11,580 true O&D passengers from Corpus Christi in 2003 (an 
average of 16 per day, each way), Atlanta Hartsfield-Jackson 
International Airport is the largest connecting hub in the world, giving 
passengers on these two flights many opportunities for connecting 
flights. 

Based on the 2003 traffic levels and passenger characteristics, only 
two markets – Dallas and Houston – actually generate sufficient O&D 
air traffic at Corpus Christi to warrant non-stop air service.  Using the 
third largest market of New Orleans as an example, an average of 28 
persons each day and each way desired to travel from Corpus Christi 
to New Orleans.  Assuming no one travels to New Orleans to connect 
to another flight, this level of passengers is sufficient to provide just 
over a 50 percent load factor on one 50 seat regional jet.  However, the 
likelihood that these 28 passengers are willing to travel at the same 
time is unlikely.  Therefore, market forces dictate that current air 
passengers traveling between New Orleans and Corpus Christi must 
connect in Houston or Dallas. 

Of the Airport’s 25 largest O&D markets, 20 are over 500 air miles 
from Corpus Christi.  Based on national studies of air travelers, trips 
over 500 miles are much more likely to be taken by air since the one-
way driving time is a minimum of seven or eight hours.  Given this 
time frame, driving on a one or two day business trip is more difficult.  
Nine of the top 25 O&D markets are over 1,000 miles from Corpus 
Christi, making driving an unlikely alternative for these markets. 

On the other hand, five of the top 25 O&D markets are within 500 
miles.  As noted, markets within 500 miles are more susceptible to 
travelers using their cars versus air travel.  These five busiest markets 
are listed below, including reasons travelers may switch from one 
travel mode to another. 

 Dallas/Fort Worth – By air, the distance is 353 miles or five 
to six hours of driving on the Interstate Highway system.  A 
family on vacation may consider driving this distance in order 
to save on the cost of airfare and allow more space for packing 
travel accessories.  However, this distance would be 
unattractive for a businessperson to drive on a day-trip.  The 
market is served by one-stop flights on Southwest and non-stop 
flights on American and Delta. 

 Houston – Located only 191 air miles from Corpus Christi, 
Houston is a susceptible market to substitute driving for flying.  
However, Southwest has frequent, low-fare service on this 
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route, making flying an attractive alternative and Continental 
has additional flights to Bush Intercontinental Airport.  Despite 
the relative proximity of Houston to Corpus Christi, previous 
CCIA surveys indicated that very few local residents drive 
from Corpus Christi to Houston in order to use those airports.  
Also important, the road between Corpus Christi and Houston 
is four lanes, but it is not up to Interstate standards. 

 New Orleans – New Orleans is 465 air miles from Corpus 
Christi.  In addition, the route between the two cities goes 
through Houston, which has significant congestion, making 
this drive more difficult.  In addition, some of the traffic 
between the two cities is related to the oil business, thereby 
increasing the business and the time-critical nature of this 
travel.  Air travel demand to/from New Orleans is expected to 
remain and/or increase because Southwest’s low-fare service 
stimulates demand on the route. 

 Lubbock – At 480 air miles, Lubbock is one of the markets 
within the 500-mile drive threshold that is extremely difficult 
to drive to in a short period.  However, with Southwest 
providing air service (via a connection in Houston), travel is 
stimulated. 

 Austin – At only 175 air miles (but 217 highway miles) and 
accessible via Interstate Highway, Austin, like Houston, is 
likely to compete for air travelers with the automobile.  
However, as Austin is the state capitol, there is considerable 
state-related business travel between the two cities. 

Examination of this O&D data provides other interesting information.  
First, Las Vegas is the fourth largest O&D market at the Airport.  Las 
Vegas is a largely discretionary market with vacationers traveling 
there from Corpus Christi.  Low fares and package tours typically 
stimulate this market, which is accessible on Southwest Airlines, as 
well as American and Continental.  Second, two Navy-related cities, 
San Diego and Norfolk, rank high in O&D traffic at Corpus Christi.  
Almost certainly, official or unofficial travel of Navy personnel is 
responsible for these two markets ranking so highly.  Washington, 
D.C. and Jacksonville, Florida may also benefit from Navy-related 
travel. 

Existing Air Service by Route 
The O&D data also identifies the airlines serving the passengers on 
each route.  In combination with the historical total volume of 
passengers, average fares, current air service, and other factors, this 
information provides a basis for the expectation of future air traffic.   
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The Dallas/Fort Worth area has two airports and is, as noted, the 
largest single market from the Airport; Love Field is served 
exclusively today by Southwest and the historical record shows almost 
all the passengers (99.2 percent) between Corpus Christi and Love 
Field were on Southwest.  Southwest serves Love Field with six one-
stops per day and this dominance by Southwest should continue.  
Dallas/Fort Worth International (DFW) is a major hub for American 
and was a minor hub for Delta.  The historical traffic reflects this split 
with American having 78.6 percent of the 2003 traffic and Delta 17.1 
percent.  American continues to expand its service at DFW while Delta 
is reducing service.  In general, competition is good for business and 
the Corpus Christi-Dallas market; with two major airlines serving the 
market (the hub of American and focus city of Southwest) the routes 
should continue to see aggressive competition. 

The Houston market is similarly split with Southwest dominating (100 
percent of the traffic) the Corpus Christi-Houston Hobby Airport route 
and Continental dominating (99.9 percent) the Corpus Christi-Bush 
Intercontinental Airport route.  With Bush Intercontinental being the 
largest hub of Continental and Hobby being a focus city of Southwest, 
intense competition is expected to remain on the Corpus Christi-
Houston route. 

The next two largest markets, based on 2003 O&D market share, New 
Orleans and Las Vegas, are both considered vacation destinations.  
The New Orleans market appears to be controlled by Southwest with 
73.0 percent of the passengers, while Continental, Delta, and 
American have 22.1, 3.0, and 1.9 percent, respectively.  Similarly, the 
Corpus Christi-Las Vegas market is primarily served by Southwest 
with 53.1 percent of the passengers.  Continental (32.6 percent), 
American (8.2 percent), and Delta (6.1 percent) round out the 
remaining Las Vegas traffic.  In the future, Southwest is expected to 
remain the largest airline on these leisure routes because of its lower 
fares and frequent service. 

The next markets in size are more business-oriented markets – 
Chicago and New York.  Again, each has several airports.  In Chicago, 
Continental and American roughly split the O’Hare market (43.5 and 
39.9 percent respectively) and Southwest dominates the Midway 
market with 87.9 percent of the passengers.  In the New York market, 
Continental has a hub at Newark so they have almost two-thirds (65.6 
percent) of these passengers.  At LaGuardia, Continental has almost 
half (47.3 percent) of the passengers, while American (34.1 percent) 
and Delta (18.0 percent) constitute the remainder.  Finally, at 
Kennedy, Delta, Continental, and American each have approximately 
one third of the market.  Southwest does not serve New York; 
therefore, the other three airlines that serve Corpus Christi (American, 
Continental, and Delta) are the major carriers to/from New York.  In 
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the future, competition is anticipated to increase in the Chicago-
Corpus Christi and New York-Corpus Christi markets because 
Southwest Airlines, or other carriers, will likely increase service in 
those markets. 

Passengers in the remaining largest O&D markets are split between the 
Airport’s airlines with Southwest and Continental, as the Airport’s two 
largest airlines, generally representing the highest share.  In only a few 
cases does one airline represent more then 60 percent of the 
passengers; these include Atlanta with Delta having 64.6 percent 
because of its non-stop service and Denver, where Continental has 
63.6 percent of the traffic. Within Texas, Southwest has over 60 
percent of the passengers to Lubbock (74.8 percent) and Austin (78.6 
percent). 

In conclusion, each of the four airlines serving the Airport generally 
competes on most routes.  There is no single carrier dominating a 
disproportionate number of markets, demonstrating the 
competitiveness of the Corpus Christi air market.  The distribution of 
service by airline to each of the Airport’s 25 largest markets is shown 
in Table 3 –10. 

Historical Air Fares 
In general, air fares have declined in the Corpus Christi market over 
the past 24 years in terms of real dollars.  This parallels the U.S. trend, 
and it is believed to be a vital component for stimulating air passenger 
demand.  FAA projections indicate that the nationwide trend of 
decreasing ticket prices is expected to continue.  The record of the 
Airport’s air fares in real dollars (correcting for inflation) is shown in 
Figure 3-9. 

As an alternative airport, San Antonio International is relatively 
accessible from Corpus Christi and offers good air service with 
competitive fares.  Because of these factors, it is important to examine 
the relationship of air fares at Corpus Christi and San Antonio.  The 
2003 statistics indicate that the average one-way airline fare to the 
Airport’s largest 25 markets (weighted by the number of passengers to 
those markets) is $121 versus $124 in San Antonio.  This $3 difference 
is nominal and represents a substantial improvement in the competitive 
position for Corpus Christi, compared with historic fare differences.   

 

 

 

 

 

Airline service at the 
Airport is not dominated 
by a single carrier, 
indicating the 
competitiveness of the 
market. 
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Table 3-10 

TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
Airline Market Share1  (Ranked by 2003 O&D Market Share) 

Corpus Christi International Airport Master Plan Update 

Rank Market 
Largest Market 

Share 
2nd Largest  

Market Share 
3rd Largest  

Market Share 
4th Largest  

Market Share 
1   Dallas/Fort Worth2         
  Love Field Southwest (99.2%) Continental (0.2%)     

 
 Dallas/Fort Worth 
Int’l American (78.6%) Delta (17.1%) Continental (4.1%) 

Midwest Express 
(0.2%) 

2   Houston3         
  Hobby Airport Southwest (100.0%)       
  Bush Intercontinental Continental (99.9%) Northwest (0.1%)     
3   New Orleans Southwest (73.0%) Continental (22.1%) Delta (3.0%) American (1.9%) 
4   Las Vegas Southwest (53.1%) Continental (32.6%) American (8.2%) Delta (6.1%) 
5   Chicago4         
  O'Hare Int’l Continental (43.5%) American (39.9%) Delta (15.4%) Northwest (0.9%) 

  Chicago Midway Southwest (87.9%) American (10.3%) Delta (1.3%) 
American Trans 
Air (0.4%) 

6   New York/Newark5         

  Newark Int’l Continental (65.6%) Delta (17.1%) American (16.6%) 
American Trans 
Air (0.2%) 

  La Guardia Continental (47.3%) American (34.1%) Delta (18.0%)   
  John F Kennedy Int’l Delta (35.0%) Continental (33.3%) American (31.7%)   
7   Baltimore/Wash I Southwest (39.1%) Continental (37.5%) American (13.4%) Delta (9.4%) 
8   Los Angeles Continental (40.2%) Southwest (29.8%) American (24.4%) Delta (5.1%) 
9   Atlanta Delta (64.6%) Continental (25.4%) American (9.7%) Northwest (0.3%) 
10   Washington6         
  Ronald Reagan Nat Continental (44.5%) American (34.4%) Delta (20.3%) Northwest (0.6%) 
  Dulles Int’l American (39.6%) Continental (34.2%) Delta (24.7%) Northwest (0.7%) 
11   Orlando Southwest (34.5%) Continental (34.1%) Delta (20.4%) American (11.1%) 
12   Denver Continental (63.6%) American (27.7%) Delta (5.4%) United (2.1%) 
13   San Diego American (52.9%) Continental (37.2%) Delta (4.3%) Southwest (4.1%) 
14   Phoenix Southwest (46.6%) Continental (33.1%) American (17.9%) Delta (1.8%) 
15   Tulsa Southwest (53.4%) Continental (24.4%) American (16.8%) Delta (5.4%) 
16   St Louis Southwest (52.1%) Continental (24.5%) American (22.6%) Northwest (0.5%) 
17   Oklahoma City Southwest (54.2%) American (20.8%) Continental (18.5%) Delta (6.5%) 
18   Nashville Southwest (59.7%) Continental (15.9%) American (15.3%) Delta (8.9%) 
19   Kansas City Continental (32.9%) American (29.7%) Southwest (28.5%) Delta (8.9%) 
20   Norfolk Continental (38.5%) Delta (30.1%) American (25.3%) Southwest (3.2%) 
21   Lubbock Southwest (74.8%) American (11.5%) Continental (9.6%) Delta (4.1%) 
22   Albuquerque Southwest (51.6%) Continental (25.6%) American (19.5%) Delta (3.3%) 
23   Seattle/Tacoma Continental (54.9%) American (31.9%) Delta (6.9%) Southwest (4.9%) 
24   Austin Southwest (78.6%) Continental (21.4%)     
25   Jacksonville Delta (45.8%) Continental (30.9%) WN (15.0%) American (8.3%) 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 and the Official Airline Guide (OAG) 
(1) Carriers contained in this market share matrix are the parent carrier and not necessarily the operator. 
(2) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(3) Houston markets include Hobby and Bush Intercontinental airports. 
(4) Chicago markets include O’Hare and Midway airports. 
(5) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(6) Washington D.C. markets include Reagan National and Dulles airports. 
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Figure 3-9 Average One-Way Fares from CCIA 
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An examination of the individual 32 airports that comprise the 
Airport’s largest 25 markets in 2003 indicates that ticket prices are 
slightly higher in Corpus Christi than San Antonio.  For 24 of the 
airports, Corpus Christi has higher fares and in eight markets the fare 
is lower.  In most cases, the Corpus Christi fare is within a few dollars 
of the San Antonio fare.  Only in the San Diego market is service from 
San Antonio significantly cheaper.  However, individual fares can be 
higher or lower depending on the timing and terms of purchase.  The 
record of fares of the Airport’s largest 25 markets compared to San 
Antonio is shown in Table 3-11. 

Houston Hobby is an airport dominated by Southwest Airlines and it 
serves other low cost airlines. Therefore, it is not surprising that 
Houston Hobby has one of the lowest average fares for the region 
based upon the 2003 statistics.  Hobby’s average ticket price in 2003 
was $100 versus a $121 average fare at the Airport.  Austin was also a 
very competitive market with an average fare of $126.  Bush 
Intercontinental Airport had an average fare of $156 to the same top 25 
markets.  The two smaller markets in southeast Texas that are similar 
to Corpus Christi in size – Harlingen and McAllen had average ticket 
prices of $100 and $154, respectively.  The Texas airport average fares 
to the Airport’s top 25 markets are shown in Table 3-12. 

 

While San Antonio 
previously enjoyed lower 
fares than Corpus 
Christi, this has become 
much more equal in 
recent years. 
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Table 3-11 

TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
Average Fare Comparison (Ranked by 2003 O&D Market Share) 

Corpus Christi International Airport Master Plan Update 
2003 Average Fare 

Rank 
  

Market Corpus Christi San Antonio 
1   Dallas/Fort Worth1     
  Love Field $90  $67  
  Dallas/Fort Worth Int’l $96  $74  
2   Houston2     
  Hobby Airport $73  $69  
  Bush Intercontinental $83  $80  
3   New Orleans $126  $95  
4   Las Vegas $129  $111  
5   Chicago3     
  O'Hare Int’l $167  $160  
  Chicago Midway $135  $138  
6   New York/Newark4     
  Newark Int’l $247  $261  
  La Guardia $230  $205  
  John F Kennedy Int’l $177  $207  
7   Baltimore/Wash I $162  $138  
8   Los Angeles $170  $139  
9   Atlanta $167  $189  
10   Washington5     
  Ronald Reagan Nat $172  $177  
  Dulles Int’l $231  $208  
11   Orlando $133  $128  
12   Denver $162  $164  
13   San Diego $205  $136  
14   Phoenix $150  $113  
15   Tulsa $139  $97  
16   St Louis $147  $145  
17   Oklahoma City $114  $99  
18   Nashville $126  $111  
19   Kansas City $148  $135  
20   Norfolk $325  $141  
21   Lubbock $119  $107  
22   Albuquerque $134  $124  
23   Seattle/Tacoma $190  $146  
24   Austin $83  $122  
25   Jacksonville $185  $144  
 Average Fare to Top 25 O&D6 $121  $124  

Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
(1) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(2) Houston markets include Hobby and Bush Intercontinental airports. 
(3) Chicago markets include O’Hare and Midway airports. 
(4) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(5) Washington D.C. markets include Reagan National and Dulles airports. 
(6) Calculated by dividing total revenues by total passengers in Corpus Christi’s Top 25 O&D markets. 
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Table 3-12 
TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 

Average Fare Comparison 
Corpus Christi International Airport Master Plan Update 

Market 2003 Average Fare 
Harlingen $100.26  
Houston Hobby $100.30  
Corpus Christi $121.50  
San Antonio $124.45  
Austin $126.18  
McAllen $153.91  
Bush Intercontinental $156.05  

Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 

In a comparison of fares to all markets at all Texas airports for 2003, 
the Airport’s average one-way fare (for all its markets and not just the 
top 25) is typical at $142.  However, because the Airport’s average 
one-way trip length is less than average at 880 miles, the cost to travel 
by mile (the yield) is higher at the Airport than many other Texas 
airports.  The average Airport one-way fare, trip length, and yield are 
shown in Table 3-13 in comparison to other Texas airports ranked by 
market size. 

Generally speaking, the average fares and average yields are lower for 
the large markets than the smaller markets.  This trend may be 
attributed to the fact that smaller markets are often served by legacy 
airlines and do not generate sufficient demand to attract low-fare 
carriers.  In addition, the smaller markets generally have fewer choices 
of airlines and markets thereby driving up the fares.  It also should be 
noted that the average one-way trip distance for the Texas airports 
appears to be in the thousand mile range.  The significant discrepancy 
is Love Field, which has been limited by the Wright Amendment and 
focusing on intra-Texas travel, has a very short average trip length.  
However, at 880 miles, the average trip distance for the Airport is 
shorter than most other Texas airports. 

Passenger Forecast 
The Airport has experienced declining passenger traffic over the past 
several years in the intra-Texas market, but continues to expand 
service to out of state markets.  Further, analysis of year-to-date 2004 
traffic statistics indicate that the entire passenger market has started to 
recover.  The passenger forecast represents a slow and modest 
recovery of traffic. 
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Table 3-13 
2003 AVERAGE FARES AND YIELDS FOR ALL TEXAS MARKETS 

Corpus Christi International Airport Master Plan Update 

Associated City Average Fare Average Trip Miles 
Yield per Mile 

(cents) 
Dallas-DFW $171 1,051 16.31 
Dallas-Love $76 372 20.39 
Houston-Bush $166 1,096 15.15 
Houston-Hobby $106 714 14.79 
Austin $138 1,053 13.13 
San Antonio $140 1,064 13.18 
El Paso $129 965 13.38 
Harlingen $111 731 15.18 
McAllen $176 1,144 15.38 
Lubbock $104 693 15.00 
Midland/Odessa $107 691 15.53 
Amarillo $116 747 15.19 
Corpus Christi $142 880 16.14 
Killeen $179 1,156 15.49 
Laredo $198 1,076 18.43 
College Station $182 1,052 17.31 
Tyler $169 1,020 16.61 
Brownsville $199 1,170 17.01 
Waco $165 1,065 15.49 
Beaumont $205 942 21.75 
Abilene $165 1,044 15.84 
San Angelo $173 1,094 15.80 
Wichita Falls $238 1,085 21.92 
Longview $175 1,040 16.83 
Victoria $170 1,022 16.63 
Source: FAA 2004 

Background on Passenger Traffic 
Over the past 12 years, the number of O&D passengers has declined 
24.8 percent at the Airport or an average annual decrease of 2.2 
percent.  Each year in the last nine years has seen a decrease, 
indicating what appears to be a structural change in the market.  Upon 
examination, that change appears to be a significant decrease in the 
intra-Texas passengers, while the number of out of state air passengers 
has remained relatively constant. 

Over the period from 1990 to 2003, the number of passengers using 
the Airport to travel within Texas has decreased from 259,370 to 
136,970 – almost a halving of the traffic.  This trend has been apparent  

 

 



 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-30 

 
Table 3-14 

COMPARISON OF INTRA-TEXAS TO TOTAL ORIGINATING ENPLANEMENTS 
Corpus Christi International Airport Master Plan Update 

  Intra-Texas  Out-of-State  TOTAL  

Year 
Enplaned 

Passengers 

Percent 
Change 

from Prev. 
Year 

Enplaned 
Passengers 

Percent 
Change 

from Prev. 
Year 

Enplaned 
Passengers 

Percent 
Change from 
Prev. Year 

1990 259,370   198,800   458,170   
1991 243,020  -6.3% 202,870  2.0% 445,890  -2.7% 
1992 262,630  8.1% 237,170  16.9% 499,800  12.1% 
1993 262,000  -0.2% 209,680  -11.6% 471,680  -5.6% 
1994 272,080  3.8% 219,880  4.9% 491,960  4.3% 
1995 263,240  -3.2% 215,880  -1.8% 479,120  -2.6% 
1996 240,250  -8.7% 224,740  4.1% 464,990  -2.9% 
1997 221,570  -7.8% 239,160  6.4% 460,730  -0.9% 
1998 213,380  -3.7% 236,950  -0.9% 450,330  -2.3% 
1999 198,850  -6.8% 238,020  0.5% 436,870  -3.0% 
2000 189,570  -4.7% 233,970  -1.7% 423,540  -3.1% 
2001 167,840  -11.5% 217,620  -7.0% 385,460  -9.0% 
2002 146,820  -12.5% 210,220  -3.4% 357,040  -7.4% 
2003 136,970  -6.7% 207,440  -1.3% 344,410  -3.5% 

Change (1990-2003)  -47.2%  4.3%  -24.8% 
Average Annual Growth -4.8%  0.3%  2.2% 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 

over the entire period with the most dramatic decline occurring in 
2001 and 2002.  In contrast, the out of state enplanements have 
increased within this period going from 198,800 in 1990 to 207,440 in 
2003.  The year-by-year totals for intra-Texas and out of state traffic 
are presented in Table 3-14. 

The exact reasons for these changes cannot be fully known; however, 
the following issues are believed to be key factors. 

 Nationwide, air passenger traffic has declined in the 2000-2003 
period as a recession reduced the numbers of passengers and 
the events of September 11, 2001 reduced all airline traffic.  
Therefore, the Airport passenger traffic has mirrored national 
trends. 

 The intra-Texas traffic was particularly hard hit in the most 
recent few years.  It appears that the inconvenience and cost of 
air travel caused many travelers on relatively short trips to 
switch to driving.  Previously, these persons were likely flyers 
on Southwest Airlines because of its low fares and frequent 
service; however, Southwest has stated their short-haul flights 
have seen dramatic drops in passengers.  For the Airport, its 
largest O&D markets were Dallas and Houston which 
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represented nearly 50 percent of the traffic in 1994 and which 
now account for less than 35 percent of the passengers. 

 The mainline jets of the legacy airlines (American, Continental, 
and Delta) were replaced with turboprop aircraft during the 
1980s and early 1990s, likely sending many passengers to San 
Antonio to utilize mainline jet equipment.  However, the 
legacy airlines have now switched to regional jets, providing a 
higher service level for many Corpus Christi flights. 

 Southwest has reduced the number of flights at Corpus Christi 
from an average of eight per day in 1995 to six per day in line 
with the overall reduction of frequencies on intra-Texas and 
other short-haul routes.  However, Southwest appears to have 
stabilized at six flights per day, all of which fly to Houston 
Hobby Airport before proceeding to Dallas Love Field. 

Detailed O&D information provides further proof of the declines in 
traffic to the closest local markets.  The largest annual decline of 
passengers in the last five years (1998-2003) has been 23,020 
passengers on the Corpus Christi-Houston Hobby route – this 
represents about seven percent of the Airport’s total traffic.  DFW 
International and Dallas Love Field have each lost approximately 
14,000 annual O&D passengers in the period.  Compounding this is 
the fact that average fares in the intra-Texas market have increased 
slightly faster than out of state markets.  The O&D passenger traffic 
and average fare data for specific markets are shown in Table 3-15. 

 
Table 3-15 

FIVE-YEAR CHANGES IN O&D PASSENGERS AND AVERAGE FARES 
Corpus Christi International Airport Master Plan Update 

 Domestic Outbound O&D Passengers Average Fares Paid by O&D Passengers 

  1998 2003 Difference 
Percent 
Change 1998 2003 Difference 

Percent 
Change 

Dallas/Fort Worth 32,780  18,890 (13,890) -42.4% $75.83 $96.57  $20.74  27.4% 
Love Field 60,060  45,600 (14,460) -24.1% $77.03 $89.97  $12.94  16.8% 
Houston Hobby 62,150  39,130 (23,020) -37.0% $67.78 $74.68  $6.90  10.2% 
Bush Intercontinental 26,760  16,160 (10,600) -39.6% $67.28 $84.46  $17.18  25.5% 
All Other Texas Markets 31,630  17,190 (14,440) -45.7% $104.96 $120.42  $15.46  14.7% 
Total - Intra-Texas Markets 213,380  136,970 (76,410) -35.8% $77.09 $89.58  $12.49  16.2% 
           
All Other Markets 236,950  207,440 (29,510) -12.5% $160.67 $176.58  $15.91  9.9% 
Total - All Markets 450,330  344,410 (105,920) -23.5% $121.06 $141.98  $20.92  17.3% 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
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Airline service information also supports the above reasoning because 
Southwest Airlines in the 1990s was expanding on the West Coast in 
search of higher fare passengers and in the late 1990s Southwest 
further extended to the East Coast.  More recently, Southwest has 
shifted from short haul flights to longer flights, including coast-to-
coast service.  This change has negatively affected intra-Texas flights 
such as those at the Airport. 

On a per-airline basis, the decline in passengers over the last 12 years 
presents a generally similar picture.  The largest drop in the number of 
passengers and percentage has been at American where total 
passengers have dropped approximately in half between 1990 and 
2003.  The loss of intra-Texas markets and switch away from mainline 
jets are the likely causes of this decline, as well as the introduction of 
Delta service between Corpus Christi and Dallas.  Southwest has been 
similarly hit hard in the period as much of their market was on intra-
Texas routes and the Wright Amendment reduces its ability to serve 
many out of state routes.  On the other hand, Continental and Delta 
have both grown in number of passengers in the period.  Both mainly 
serve out of state routes and are not focused on local routes.  The 
change in passengers by airline can be seen in Table 3-16. 

 
Table 3-16 

AVERAGE DAILY SCHEDULED SEATS AND PASSENGERS ENPLANED BY AIRLINE 
Corpus Christi International Airport Master Plan Update 

Southwest Continental American1 Delta 
Year Seats Passengers Seats Passengers Seats Passengers Seats Passengers 
1990 350,720  171,855  205,873 116,255  246,645 133,515  57,352 18,570  
1991 345,160  162,415  230,114 95,375  258,219 131,685  111,387 44,685  
1992 343,801  181,880  233,397 98,085  274,809 153,565  110,959 47,655  
1993 351,322  196,325  217,969 101,150  268,045 122,635  96,943 31,190  
1994 356,610  208,310  249,857 112,665  214,957 124,305  93,582 31,825  
1995 355,249  212,160  205,504 111,465  220,382 117,035  74,172 25,485  
1996 357,616  203,825  217,835 115,745  232,992 109,210  67,716 24,385  
1997 350,832  193,715  216,520 124,385  229,248 108,805  57,210 25,900  
1998 352,181  191,420  213,001 129,855  228,490 105,185  42,960 17,415  
1999 354,747  189,385  205,632 121,240  209,088 97,480  38,390 19,395  
2000 341,615  184,310  220,985 116,855  175,586 88,215  36,600 22,505  
2001 316,451  169,820  213,108 112,225  142,679 73,835  36,400 19,480  
2002 243,644  141,935  178,255 100,935  113,429 69,335  97,050 36,175  
2003 241,815  139,080  176,302 97,840  107,444 63,685  90,700 36,560  

Change (1990-2003) -32,775  -18,415  -69,830  17,990 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 and the Official Airlines Guide (OAG) 
(1) Includes data for TWA. 
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Table 3-16 also indicates the number of available seats provided by 
each airline.  The number of seats available is in rough proportion to 
the number of passengers.  The exception is Delta, which in most years 
has provided more seats than justified by the passenger loads.  Delta 
most likely is attempting to win market share from the three 
established airlines in Corpus Christi. 

With the recovery of the nation’s economy, the Airport has started to 
add passengers.  The passenger totals for each of the months in 2004 
were above the same month of the previous year.  The monthly 
passenger traffic for 2003 and 2004 are shown in Figure 3-10. 

 

Figure 3-10 Enplaned Passengers by Month, 2003 and 2004 
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Passenger enplanements for 2004 were 7.8 percent higher than 2003, a 
clear indicator of a trend change. 

Passenger Forecast Assumptions 
General assumptions of the long-term passenger forecast include: 

 Economic Growth – The continued strength of both the 
national and local economies are assumed. 

 Airline Competition – The public is typically better served if 
there is competition among numerous airlines.  Continued 
vigorous competition among airlines is assumed with free entry 
on routes and choice of carriers.  The existing airlines serving 
the Airport may not remain, but others are assumed to enter the 
market with similar service. 

2004 enplaned 
passengers were 7.8 
percent higher than 
2003, a significant 
change from previous 
trends. 
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 Decreasing Fares – Over the long-term, airline fares have 
decreased and this continued decrease (in real terms) is 
assumed to continue. 

 Fuel Cost and Availability – Continued availability and 
reasonable prices for jet fuel is a basic assumption for 
commercial air travel to continue.  Short-term disruptions of 
supply or price increases may occur however. 

 Environmental Issues – Impacts of noise, air quality, and 
similar issues are becoming more important to the operation of 
airports.  It is ironic that as people have become more 
dependent upon air travel, they have become less tolerant of 
the noise, pollution, and other impacts of the system’s 
operation.  It is assumed that a lessening of adverse impacts 
and continued environmental mitigation will occur over the 
forecast period. 

 Propensity to Travel – The final assumption is that the overall 
trend of the propensity or need to travel by air will continue to 
increase, recognizing that short haul travel may not assume the 
same rate of increase.  The reasons for choosing air 
transportation are numerous; therefore, a continued need for 
business, leisure, and other types of air travel is expected to 
continue.  In recent years, there has been a decrease in the 
proportion of business to leisure travel via air.  The low fares 
and the relative ease of air travel have made weekend getaways 
and shorter, but more frequent trips possible.  The overall trend 
of increasing air travel is expected to continue. 

The Airport has just completed construction of a new passenger 
terminal with six airline gates and ample ticket counter, bag claim, 
concession, and other space.  New parking, roadway, and other ground 
access improvements have also been implemented.  The new terminal 
will not, by itself, increase air travel demand; however, the passenger 
projections in this report are not expected to be constrained by Airport 
facilities in the short and medium term. 

Passenger Forecast 
A number of methods were evaluated in order to project the 
passengers at the Airport over the next 20 years.  However, the recent 
downward activity trend results in negative growth rates when 
traditional regression models are used.  Therefore, comparative 
analysis forecast methods were utilized, combined with analytical 
judgment.  The basic assumptions of the passenger forecast are: 

 The number of annual passengers at the Airport reached a low 
point in 2003 and a long-term upwards trend will resume; 
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 The economies of the Corpus Christi area, Texas, and the 
nation will continue to experience economic growth, which 
will cause overall passenger traffic to rise; 

 The number of airlines and markets served will remain 
relatively constant or will increase slightly in the forecast 
period. The air fare levels (in real dollars) at Corpus Christi 
will remain similar to today’s levels or decrease and fares at 
competing airports will not be significantly lower; 

 The number of passengers driving to/from other airports (such 
as San Antonio) will remain the same or decrease because the 
fares and service options between the Airport and other 
competing facilities will continue to be similar; and 

 The proportion of persons opting to drive to/from Corpus 
Christi and other Texas markets will remain similar. 

The FAA Aerospace Forecasts Fiscal Years 2004-2015, published in 
March 2004, projects a national average annual growth rate for 
passengers of 4.3 percent between 2003 and 2015.  For domestic 
passengers, the projected growth rate is 4.2 percent annually over the 
period.  The FAA Terminal Area Forecast for the Airport released in 
January 2004 indicates an average annual growth rate for passengers in 
the Corpus Christi market of 0.7 percent from 2003 to 2020.  The 1996 
Master Plan Update indicated an average annual growth rate between 
4.6 percent and 5.8 percent in the 2003 through 2023 period. 
Based on recent trends and socioeconomic data, the Master Plan 
Update projects that enplaned passengers at the Airport will increase at 
an average annual rate of 2.1 percent from 2004 through 2023.  This 
rate of growth is approximately half of that assumed by the FAA for 
national domestic passenger growth, reflecting some uncertainties in 
the Corpus Christi market.  This passenger forecast is presented in 
Table 3-17 and displayed in Figure 3-11. 

Table 3-17 
ENPLANED PASSENGER FORECAST 

Corpus Christi International Airport Master Plan Update 
ENPLANED PASSENGERS 

Forecast Year TAF1 
FAA U.S. 

(In Thousands) 
Master Plan 

Update 
2008 369,022 424,738 384,000 
2013 392,278 521,746 426,000 
2018 415,535 640,912 473,000 
2023 424,838 787,293 525,000 

Average Annual 
Growth Rate 1.2% 4.2% 2.1% 
Source: PB Aviation and FAA, 2004 
(1) Terminal Area Forecast by FAA 
 

 

Based on recent trends 
and analysis, it is 
expected that enplaned 
passengers will increase 
by an average annual 
rate of 2.4 percent over 
the Master Planning 
period. 
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Figure 3-11 Enplaned Passenger Forecast Comparison 

 

Air Cargo 
Typically, cargo that moves by air is either high value, time sensitive, 
low weight or some combination of these.  Cargo that moves by truck, 
rail or ship is usually heavier and less time sensitive.  However, air 
cargo typically is moved by truck for at least part of the journey. 

For longer journeys, air cargo needs to be consolidated into jet aircraft 
for economies of scale for transfer to the central hub location.  
Therefore, truck and feeder aircraft are involved in moving much of 
the air cargo to and from the greater Corpus Christi area. 

While most of the packages shipped overnight by FedEx, UPS, or 
DHL must use the Airport in order to meet the 10:30 a.m. delivery 
time deadline, many of the deferred (second or third day) delivery 
packages can be trucked to other nearby airports such as San Antonio 
or Houston.  Further, the heavyweight, bulky, or special-handling (for 
example, refrigerated) air cargo bound to or from Corpus Christi 
normally requires widebody aircraft, special ground handling 
equipment, or other services found at the largest airports (for example 
at Bush Intercontinental Airport), so it is trucked.  International 

Air cargo consists of air 
freight and air mail.  The 
Master Plan Update 
projects both segments 
of the air cargo market 
for the Airport. 
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shipments, in particular, are typically consolidated in Texas at either 
Dallas/Fort Worth or Bush Intercontinental before shipment. 

Four cities (or clusters of cities) are within approximately 250 miles of 
Corpus Christi and compete for its air cargo; these cities are San 
Antonio, Austin, Houston, and the Lower Rio Grande Valley 
(McAllen, Harlingen, and Brownsville).  Dallas is also close enough 
that a truck can reach it overnight or within four to five hours.  These 
other major Texas cities and the approximate driving distances from 
Corpus Christi are shown on Table 3-18. 

 
Table 3-18 

DRIVING DISTANCES TO LARGE, NEARBY CITIES 
Corpus Christi International Airport Master Plan Update 

City Driving Distance 
San Antonio 147 miles 
McAllen/Brownsville/Harlingen 152 miles 
Houston 211 miles 
Austin 217 miles 
Dallas 411 miles 
Source: Mapquest, 2003 

 

Generally speaking, air cargo companies use trucks for shipments 
within approximately 250 miles because they can usually meet their 
next day delivery guarantee with lower operating cost.  Because San 
Antonio, Austin, and Houston are within this 250-mile radius, 
shipments between these cities and Corpus Christi likely move by 
truck.  Additionally, air cargo to and from Corpus Christi also can be 
shipped by air to or from these cities and carried by truck the 
remaining distance.  This is because San Antonio and Houston are 
very large metropolitan areas with extensive air cargo service to 
multiple destinations on wide body aircraft.  This provides the air 
cargo airlines with economies of scale when they serve smaller 
airports with trucks or feeder aircraft.   

The Lower Rio Grande Valley airports are unique in that they have the 
demand for dedicated air cargo service to accommodate businesses 
just across the border in Mexico; such cargo includes auto parts, 
electronics, clothing, etc.  Therefore, these border cities have air cargo 
service that is atypical for cities of this size.  It is unknown whether 
cargo flights from the Valley cities have any impact upon Corpus 
Christi. 

The amount of air cargo “leakage” by truck from Corpus Christi 
cannot be quantified because each airline, freight forwarder, and/or 
shipper makes individual decisions regarding shipments and no central 
records are maintained.  However, a previous study done for the 
Airport indicates that approximately 80 percent of the local air cargo is 
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trucked to another airport.  Moreover, the average customer who 
tenders a package to a carrier for delivery generally has no knowledge 
as to which airports will be used to transfer the package. 

However, there are advantages for air cargo flights to use the Airport 
versus trucking cargo to San Antonio or Houston, including: 

 Easier highway access to and from the Airport, a large area of 
southeastern Texas, and guaranteed next-day access to a 
market area of potentially over one million residents; 

 Excellent, all-weather airfield facilities and adequate ramp 
space for air cargo aircraft; 

 Relatively low Airport fees, available 24-hour fuel service, and 
other services; 

 Available U.S. Customs service and potential Foreign Trade 
Zone access; 

 Potential to utilize existing hangar/cargo storage facilities or 
build new facilities to handle air cargo at reasonable rates; and 

 Accommodating regional economic development agencies 
willing to assist potential new operators. 

Therefore, the future for air cargo shipments appears bright with no 
major facility impediments and the central issue is the desire of the air 
cargo companies to consolidate at larger airports. 

Historical Air Cargo  
The amount of air cargo at the Airport has decreased from 5.7 million 
pounds in 1998 to 3.3 million pounds in 2003.  This decrease has been 
largely in the mail category which dropped from 2.2 million pounds to 
0.3 million pounds.  Freight, on the other hand, has only decreased 
slightly from 3.5 million pounds in 1998 to 2.9 million pounds in 
2003.  Three issues are believed responsible for the decrease in mail 
volume: 

 The U.S. Postal Service no longer ships certain types of mail 
by passenger aircraft because of new security requirements; 

 A new contract for carrying mail by aircraft was awarded to 
FedEx, which consolidated regional mail on flights to/from San 
Antonio and Houston; and 

 With the exception of Southwest Airlines, the Airport has had 
most of its larger passenger jets replaced with regional jets, 
which has increased the service level for passengers, but 
decreased the available air cargo lift capacity. 

The amount of enplaned and deplaned freight and mail for the past six 
years is shown on Table 3-19. 
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Table 3-19 
HISTORICAL AIR CARGO (IN POUNDS) 

Corpus Christi International Airport Master Plan Update 
Freight Mail Total Air Cargo 

Year Enplaned Deplaned Total Change Enplaned Deplaned Total Change Amount Change 
1998 1,308,475 2,162,740 3,471,215 0 765,874 1,430,947 2,196,821 0 5,668,036 0 
1999 1,217,654 2,134,026 3,351,680 -3% 389,497 344,298 733,795 -67% 4,085,475 -28% 
2000 1,164,493 2,081,542 3,246,035 -3% 455,675 570,668 1,026,343 40% 4,272,378 5% 
2001 1,216,671 1,757,588 2,974,259 -8% 224,462 165,342 389,804 -62% 3,364,063 -21% 
2002 1,042,671 1,702,127 2,744,798 -8% 95,069 175,925 270,994 -30% 3,015,792 -10% 
2003 1,051,277 1,884,531 2,935,808 7% 129,522 192,304 321,826 19% 3,257,634 8% 
Source: Corpus Christi International Airport, 2004 

 

Detailed analysis of the historical air cargo statistics indicate that 
freight volume has rebounded in 2003 after a series of annual declines 
and mail volume appears to have leveled off at approximately 300,000 
pounds per year over the last three years.  Year-to-date statistics for 
2004 (not shown) indicate a similar volume pattern to 2003. 

Based on actual traffic in 2003, the amount of freight and mail by 
month is relatively static.  The freight statistics indicate each month 
has between seven and ten percent of the annual volume, while the 
mail shows a range of between two and fourteen percent per month.  In 
total, air cargo volumes are relatively consistent, indicating a stable 
market as shown in Table 3-20. 

 
Table 3-20 

MONTHLY AIR CARGO IN 2003 (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 

Freight Mail Total Air Cargo 

Month 
 

Enplaned Deplaned Total 
Monthly 

Share Enplaned Deplaned Total 
Monthly 

Share Amount 
Monthly 

Share 
January 87,143 139,426 226,569 8% 6,464 19,284 25,748 8% 252,317 8% 
February 75,406 130,270 205,676 7% 5,873 12,608 18,481 6% 224,157 7% 
March 82,265 141,858 224,123 8% 11,373 15,273 26,646 8% 250,769 8% 
April 114,190 166,213 280,403 10% 17,498 23,051 40,549 13% 320,952 10% 
May 97,081 165,564 262,645 9% 13,726 21,357 35,083 11% 297,728 9% 
June 96,294 152,557 248,851 8% 13,320 23,049 36,369 11% 285,220 9% 
July 102,481 164,529 267,010 9% 3,336 7,172 10,508 3% 277,518 9% 
August 84,523 170,501 255,024 9% 2,760 4,452 7,212 2% 262,236 8% 
September 78,562 155,819 234,381 8% 11,395 4,992 16,387 5% 250,768 8% 
October 85,973 196,114 282,087 10% 23,782 20,436 44,218 14% 326,305 10% 
November 69,649 154,043 223,692 8% 11,068 26,495 37,563 12% 261,255 8% 
December 77,710 147,637 225,347 8% 8,927 14,135 23,062 7% 248,409 8% 
TOTAL 1,051,277 1,884,531 2,935,808   129,522 192,304 321,826   3,257,634   
Source: Corpus Christi International Airport, 2004 
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A stable monthly trend of air cargo makes it easier to plan air cargo 
facilities and portends similar traffic in the future.  Further, the trend is 
free of any very high or very low months, likely providing an 
indication the statistics are free of any unusual shipments that could 
skew forecast results. 

On a per-airline basis, air cargo shipments at the Airport are 
concentrated in three airlines – Southwest, DHL, and UPS.  While 
other airlines transport air cargo, their volumes are comparatively 
small.  The 2003 cargo volume by airline is shown on Table 3-21. 

 
Table 3-21 

2003 CARGO VOLUME BY CARRIER 
Corpus Christi International Airport Master Plan Update 

 Total Market Share 
Passenger Airlines   
American (Eagle) 48,531 1% 
Continental (Express) 133,892 4% 
Delta (ASA/Comair) 20,381 1% 
Southwest 1,085,771 33% 
All-Cargo Airlines   
DHL (Berry) 832,164 26% 
Ameriflight 1,186 0% 
UPS (AirNow) 1,135,709 35% 
Total all Carriers 3,257,634 100% 
Source: Corpus Christi International Airport, 2004 

Of the passenger airlines at the Airport only Southwest carries 
significant air cargo.  This is because only Southwest serves the 
Airport with mainline jets that have substantial cargo lift capability.  
The two largest all-cargo airlines at the Airport are DHL (formerly 
Airborne) and UPS.  The all-cargo airlines each fly turboprop feeder 
aircraft to a larger airport and transfer their packages to a larger 
aircraft. 

Air Cargo Forecast 
The historical trend of air cargo at the Airport has not been consistent 
with national trends.  While most airports have seen declines in air 
mail volume, most have seen freight traffic increases.  Notably, freight 
traffic at the Airport rebounded in 2003 and year-to-date results for 
2004 indicate moderate growth in air freight.  The primary forecast 
issue is the amount of air cargo originating or destined for greater 
Corpus Christi that is trucked to San Antonio or Houston. 

Based on the Master Plan Update analysis, it is believed that air cargo 
growth will resume at the Airport because: 

 Air freight volumes have been growing nationally at high rates 
due to changes in production methods and delivery habits, as 

Southwest Airlines, DHL 
and UPS carry most of 
the air cargo at the 
Airport. 
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well as expanded internet and mail consumer purchasing 
habits.  Therefore, national and regional air cargo demand is 
growing; 

 This increase in regional demand and the need to meet just-in-
time schedules will force the airlines to add capacity to the 
Airport; 

 Congestion on the highways to San Antonio and Houston 
ultimately may force some of the trucked cargo back to 
aircraft; and 

 Competition among the airlines to carry air cargo will lead to 
improvements in the total lift capacity at the Airport. 

It does appear that the volume of air mail at the Airport has been 
permanently reduced from the previous levels because of security 
concerns regarding the shipment of packages.  However, First Class 
mail still travels by aircraft and 2002 and 2003 air mail volume 
appears to reflect only the First Class product. 

Therefore, the result of this analysis is that the future air cargo growth 
is anticipated to be similar to national averages.  The FAA Aerospace 
Forecasts – Fiscal Years 2004-2015 projects that domestic air cargo 
Revenue Ton Miles (RTM) will grow at 3.5 percent annually.  A RTM 
is equivalent to pounds, if the average length of haul remains constant, 
which should be the case for the Airport over the forecast period.  This 
means that no significant changes would be expected in the cities with 
which Corpus Christi shippers regularly do business. 

Using the national 3.5 percent average growth rate over the 20 year 
forecast period, the pounds of air cargo shipped through the Airport 
are projected to almost double in the period as presented in Table  
3-22. 

 
Table 3-22 

AIR CARGO FORECAST (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 

Freight Mail 
Year Enplaned Deplaned Total Enplaned Deplaned Total 

Total 
Air Cargo 

2003 1,051,277 1,884,531 2,935,808 129,522 192,304 321,826 3,257,634 
Forecast             

2008 1,248,000 2,238,000 3,486,000 154,000 228,000 382,000 3,868,000 
2013 1,482,000 2,658,000 4,140,000 183,000 271,000 454,000 4,594,000 
2018 1,762,000 3,157,000 4,919,000 217,000 322,000 539,000 5,458,000 
2023 2,093,000 3,748,000 5,841,000 258,000 382,000 640,000 6,481,000 

Source: Corpus Christi International Airport and PB Aviation, 2004 
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For the future, mail should represent less than ten percent of the total 
volume of air cargo and deplaned freight and mail will exceed 
enplaned freight and mail. 

While not shown in the forecast, there is an expectation that the 
Airport may begin to receive service from scheduled jet cargo aircraft 
directly to the national air cargo hubs during the forecast period.  For 
example, this could be service to Memphis on FedEx, Louisville on 
UPS, or Wilmington (Ohio) on DHL.  Such non-stop service would 
almost certainly decrease the amount of truck shipments to Houston 
and San Antonio and more dramatically increase the air cargo volume 
at the Airport.  However, the likelihood and timing of this change are 
dependent on the carriers and market forces. 

Because much of today’s air cargo in and out of the greater Corpus 
Christi area is channeled through other airports, it is difficult to know 
how much air cargo volume could be recaptured at the Airport.  
However, a number of factors, including the double-digit growth rates 
for international and domestic air cargo, suggest that the Airport will 
reclaim all or part of the leakage in the forecast period, and possibly 
share in the future growth of air cargo volume to a greater extent than 
the typical airport.  The positive air cargo growth factors include: 

 The Airport is the sole commercial service facility serving a 
very large geographic area of south Texas and the service area 
overlaps with airports in Victoria, San Antonio, the Valley, and 
other points that could just as easily be served from Corpus 
Christi. 

 The industries in the Airport Air Trade Area are varied and 
increasingly dependent upon just-in-time shipments.  The oil 
refining, oilfield service, and aircraft repair/military support 
industries in the region are particularly likely to increase air 
cargo shipments in the future. 

 The Airport market area and South Texas are growing and 
relatively prosperous, with increasing population and industrial 
markets.  Road access to and from the Airport is convenient 
from all directions and trucks from the south, west, and north 
do not have to travel through the City of Corpus Christi to 
reach the Airport. 

 Some of the airports in the region that compete with the 
Airport may have growth constraints with airspace/runway 
capacity, limited land area, congested highway access, high 
costs or other issues.  The Airport is faced with none of these 
issues. 

 The amounts of international and domestic air cargo are 
forecast by independent analysts to grow rapidly in the years 
ahead, much faster than domestic passenger levels.  The 

Forecast air cargo 
tonnage is expected to 
almost double over the 
next 20 years.  Mail will 
continue to make up 
only a small percentage 
of the air cargo mix. 

In the future, it is 
expected that the 
Airport will have direct 
jet cargo service to 
national air cargo hubs.  
This will occur to handle 
increasing tonnage with 
greater efficiency for the 
cargo carriers. 
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Airport could be expected to particularly benefit from the 
continued success of the North American Free Trade Area 
(NAFTA), its proximity to Mexico and its location along air, 
road and rail routes to Mexico. 

 The current two-step process in which air cargo trucked or 
handled by feeder aircraft between Corpus Christi and larger 
cities is inefficient, costly, and time consuming.  In the future, 
direct, large aircraft service to and from the Airport is expected 
to replace the current system because the volume of traffic and 
current inefficiencies will warrant that action. 

While this forecast does not predict the Airport will necessarily see the 
immediate growth of its air cargo volume, the long-term projection is 
for solid growth and service improvements. 

Aircraft Operations and Fleet Mix 
This section will project the number of passenger, cargo, general 
aviation, and military flights at the Airport.  The previously identified 
enplaned passenger and air cargo forecasts are the basis for the 
projection of aircraft operations in these categories, while historical 
trends and other factors will be used to project the general aviation and 
military operations. 

Historical Operations 
The FAA published a 27-year, Federal fiscal year record (1976-2002) 
of aircraft operations at the Airport in its January 2004 Terminal Area 
Forecast.  The number of operations has varied in this period with the 
highest year being 162,006 operations in 1981 and the lowest being 
104,170 in 1987.  In the most recent years, the number of annual 
operations has been in the 120,000 range as shown in Table 3-23 (this 
is calendar year data provided to the Airport by the FAA Tower). 

 
Table 3-23 

HISTORICAL AIRCRAFT OPERATIONS 
Corpus Christi International Airport Master Plan Update 

Year 
Air 

Carrier 
Air Taxi and 

General Aviation Military TOTAL 
2000       11,987        58,378        58,766     129,131  
2001        8,719        57,073        57,766     123,558  
2002        4,904        54,483        58,151     117,538  
2003        4,616        50,465        65,950     121,031  

Source:  Corpus Christi International Airport, 2004 

These four years of statistics indicate a decrease in air carrier 
operations; however, this category includes only mainline (or 
traditionally narrowbody sized) jets, while regional jets are identified 
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under the air taxi/general aviation column.  The number of air 
taxi/general aviation operations has also shown a decrease, likely due 
to less general aviation flying versus the air taxi component.  An 
increase in military operations occurred in 2003, caused by use of the 
Airport to support the deployment of troops to Iraq. 

As noted, the total number of aircraft operations at the Airport has 
been relatively stable over the four-year period, which includes the 
2001-2002 period of national economic weakness and the 
corresponding decline in operations. 

FAA statistics aggregate commercial and private aircraft in the air taxi 
and general aviation category; for this analysis, four categories of 
aircraft operations (passenger, air cargo, general aviation, and military) 
will be projected because this data will be needed to establish the 
facility requirements for the Master Plan Update. 

Passenger Aircraft Operations 
The Airport is classified as a “spoke” in that all of its commercial 
passenger aircraft operations serve (or “feed”) a major airline hub.  
That is, from the Airport: 

 American provides service to its global hub at DFW; 
 Continental to its hub at Houston-Bush Intercontinental, 
 Delta to its hub in Atlanta; and 
 Southwest to its hub (or “focus city” in Southwest language) at 
Houston Hobby. 

Although the latest airline service announcement at the Airport was 
that Delta eliminated its DFW service and increased flights to Atlanta, 
this spoke type operation of scheduled commercial passenger airlines 
at the Airport is expected to continue. 

The aircraft used at the Airport today are regional jets by American, 
Continental, and Delta, while Southwest uses mainline jets.  At this 
time, there are no market forces or airline business trends that would 
cause a change in the type of aircraft in use at the Airport. 

Based on the type of aircraft in the fleet, aircraft on order and expected 
airline operating procedures, over the 20-year forecast period the total 
number of both mainline jets and regional jets are expected to increase.  
The average size of aircraft should also increase, while the load factor 
(persons on board versus seat capacity of the aircraft) should remain 
similar to today at an Airport average of 70 percent.  This results in the 
average annual growth of aircraft operations being 1.5 percent over the 
20-year period, while passenger enplanements grow at a 2.1 percent 
average annual rate. 

Passenger aircraft 
operations are forecast 
to increase by an 
average annual rate of 
1.5 percent over the 
planning period. 
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The current and projected number of scheduled commercial passenger 
operations are shown in Table 3-24. 

 
Table 3-24 

PASSENGER AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 

Forecast Annual Operations 
Aircraft Type 

Seat 
Capacity 

2004 
Projected 2008 2013 2018 2023 

Mainline Jets         
 Boeing 737-200/500 122 2,400 3,000 3,000 1,800 0 
 Boeing 737-300/700 137 1,200 1,200 1,800 3,200 5,400 
Regional Jets         
 ER3 44 4,600 4,800 4,200 3,600 3,600 
 CRJ/ERJ 50 7,800 7,800 9,000 9,600 9,600 
 CRJ 70 70 600 1,000 1,400 2,800 3,600 
TOTAL  16,600 17,800 19,400 21,000 22,200 
Average Annual Growth Rate  1.8% 1.7% 1.6% 1.1% 
Source: PB Aviation 

 

Table 3-24 identifies specific types of aircraft that are the most 
common at the Airport today.  Over the twenty-year planning period, 
other new or substitute types of aircraft could be introduced.  
However, the aircraft utilized are likely to have similar characteristics 
and seat capacity.  For example, the Airbus A-319 seats 119 persons in 
a typical configuration and could easily be substituted for a Boeing 
737-500.  Assumptions concerning airline aircraft trends include the 
following: 

 Mainline Jets - Over the planning period, the 122-seat 
capacity Boeing 737 aircraft in the 200 and 500 series will be 
phased out; the Boeing 737-200 is relatively old and should be 
out of the fleet prior to 2008.  The Boeing 737-300 will likely 
remain in the fleet until 2018 until fully replaced by the Boeing 
737-700.  Larger regional jets to be introduced over the next 20 
years will approximate the size of today’s mainline jets, and 
these are discussed below. 

 Regional Jets - Most of the 40 to 50 seat regional jets in 
today’s airline fleets are relatively new; therefore, their 
continued use throughout the forecast period is expected.  
However, for the future, 70 and 90 seat regional jets are likely 
to be added to airline fleets instead of the smaller 50 or less 
seat aircraft.  In general, airlines are expected to increase their 
aircraft size rather than number of flights.  However, in order 
to maintain sufficient flight frequency between the Airport and 
the airline hub cities, some smaller regional jets will continue 
to be used. 

It is expected that 
mainline jets will 
continue to serve the 
Airport and that larger 
regional jets will 
gradually enter the 
market. 
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 Turbo-Props - Turbo-prop aircraft are not currently present in 
the scheduled airline passenger aircraft fleet in the Corpus 
Christi market.  While turbo-prop aircraft provide the seat size 
and operating economics that appear ideal to serve Corpus 
Christi in some markets, passenger preference strongly leans 
toward jets.  It is highly unlikely that future air service using 
turbo-prop aircraft could be successful at the Airport, given the 
much lower passenger service level on these aircraft. 

 Charter Flights - Charter aircraft can include mainline jets, 
the same or similar to the Boeing 737-300 and Boeing 737-700 
in the mainline jet projection. 

 International Flights - Scheduled international service could 
be on any type of aircraft including turboprops; however, 40 to 
50 seat regional jets would be most likely to serve markets 
between the Airport and Mexico. 

In general, the forecast expects the same type of passenger aircraft that 
are utilizing the Airport today to continue to operate.  Wide-bodied 
aircraft are not included in the fleet mix because their large passenger 
capacity would not be profitable for the airlines, given the low load 
factors that would result in this market. 

All Cargo Aircraft Operations 
As noted in the air cargo forecast section, much of the air cargo 
transported to and from the Corpus Christi region moves by truck.  
Therefore, any change in the method of operation could have a 
dramatic change upon both the Airport’s volume of air cargo and 
number of all cargo flights. 

Currently, all cargo flights are on relatively small single or twin-
engine piston or turboprop aircraft.  The existing airlines typically add 
more flights as loads increase rather than adding larger aircraft.  This 
often results in numerous aircraft operations for a comparatively small 
amount of load.  Again, the type of aircraft and method of operation 
could cause major changes in the number of future operations. 

The Airport’s existing regularly scheduled all-cargo flights consist of 
weekday flights by Berry Aviation in support of DHL and AirNow in 
support of UPS.  These airlines each land approximately one aircraft 
per weekday, which generates an annual volume of 1,000 all-cargo 
operations.  Berry Aviation and AirNow fly aircraft that, in a 
passenger configuration seat 19 passengers and in all-cargo service can 
carry a maximum of approximately 5,000 pounds. 

With the national and local trends indicating strong growth in air 
cargo, a number of alternatives regarding all-cargo aircraft operations 
are available to accommodate the growth, including: 
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 The two current all-cargo operators can increase the number of 
daily flights; 

 The two current operators can substitute larger aircraft; and 
 Additional airlines (potentially FedEx) can add flights. 

In addition, the expected recapture of the air cargo now being shipped 
by truck from the Corpus Christi area could cause additional flights or 
use of larger aircraft.  Therefore, the future number of all-cargo 
aircraft at the Airport is subject to considerable uncertainty.  However, 
the baseline aircraft operations projection, based upon existing 
schedule and the cargo forecast, is presented in Table 3-25. 
 

Table 3-25 
CARGO AIRCRAFT OPERATIONS FORECAST 

Corpus Christi International Airport Master Plan Update 
Forecast Annual Operations 

Aircraft Type 
2003/2004 
Projected 2008 2013 2018 2023 

Turbo-Prop       1,100   1,100   1,100   1,600   1,100  
Mainline Jet            -          -        500        500      1,000  
TOTAL       1,100   1,100   1,600   2,100  2,100  

Source: PB Aviation 

 

The existing level of turbo-prop aircraft operations are expected to 
continue through 2008. By 2013, replacement of a turbo-prop aircraft 
with a daily mainline jet is anticipated to meet growing demand.  It is 
expected that this airplane would be a narrowbody, Boeing 727 or 
equivalent.  By 2018, 2,100 annual all-cargo aircraft operations are 
expected and this trend also is projected for the long-term. 

General Aviation 
The current number of general aviation operations at the Airport is 
approximately 36,400.  This number represents the total number of air 
taxi and general aviation operations counted by the FAA Tower minus 
the scheduled commercial passenger and all-cargo flights previously 
identified. 

On a nationwide basis, the number of general aviation aircraft 
operations has been in slow decline due to factors such as increases in 
aircraft, fuel and insurance costs, as well as additional avionics 
requirements.  For the future, the FAA expects general aviation traffic 
to recover slowly. 

However, the general aviation market is highly localized and consists 
of unique segments, each of which is likely to behave differently.  The 
segments of the general aviation market include: 

It is expected that some 
cargo trucked to other 
airports will be 
recaptured for shipment 
through Corpus Christi 
International Airport. 

Daily mainline jet cargo 
service to the Airport is 
expected by 2013. 
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 Small, fixed wing, piston powered, single engine aircraft that 
make up almost all the general aviation fleet and are used for 
pleasure flying, training, and occasional business use; 

 Fixed wing, piston powered, and multi-engine aircraft that are 
used mainly for pleasure flying with some training and 
business use; 

 Fixed wing, turbo-prop aircraft that are primarily in business 
use; 

 Corporate jets that are almost always for business use.  While 
this is the fastest growing segment of general aviation, it still 
represents, on a national basis, only a small segment of total 
general aviation operations; and 

 Helicopters, typically used for a mix of training, pleasure, and 
business travel, are large in number in the Corpus Christi area 
in order to service oil rigs in the Gulf of Mexico. 

The different types of general aviation aircraft have varying 
operational requirements and growth patterns.  Further, more than any 
other segment of airport users, general aviation aircraft can choose any 
airport in the region.  In fact, many single engine pilots prefer a less-
busy airport for their flying.  In addition, the petroleum service related 
helicopters do not necessarily need the extensive facilities and services 
offered at the Airport. 

Assuming no significant changes to the aviation market in the greater 
Corpus Christi area, the number of general aviation operations is 
expected to remain stable over the Master Plan Update period.  This 
projection is presented in Table 3-26. 

 
Table 3-26 

GENERAL AVIATION AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 

Forecast Annual Operations 
Aircraft Type 

2003/2004 
Projected 2008 2013 2018 2023 

General Aviation 36,400 36,400 36,400 36,400 36,400 
Source: PB Aviation 

 

The split between itinerant and local general aviation operations was 
81 percent and 19 percent, respectively, in 2002; the future traffic is 
expected to maintain a similar trend. 

During 2003 and 2004, the average number of based general aviation 
aircraft was distributed as follows: 

 Single engine piston - 70 percent 
 Twin engine piston - 20 percent 

General aviation 
operations are expected 
to remain static during 
the planning period. 
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 Turbo-props - 5 percent 
 Corporate jets - 5 percent 

Due to greater use of single engine piston aircraft for training, actual 
general aviation operations are likely to be skewed towards that type 
of aircraft.  In recent times, civilian helicopter operations have been 
infrequent. 

Military Operations 
The Airport is unusual in that over 50 percent of aircraft operations are 
military.  While the Airport has no based military aircraft, military 
aviation training bases surround it.  Historical FAA data indicates that 
the Airport has had over 50,000 military operations in almost every 
year since 1976. 

With the continuing demand for military pilots and the possible 
consolidation of pilot training to the Corpus Christi area, the level of 
military flights is expected to continue at the level of 68,000 
operations annually, based on data used in the TAF, as shown on 
Table 3-27.  In the last few years, deployment of an entire Army 
division through the Port of Corpus Christi to Iraq has increased 
military traffic.  Over 80 percent of the military operations are local, 
with the remaining 20 percent being itinerant.  While military 
operations will increase and decrease with geopolitical trends, this 
pattern of use is expected to continue. 

 
Table 3-27 

MILITARY AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 

Forecast Annual Operations 
Aircraft Type 

2003/2004 
Projected 2008 2013 2018 2023 

Military         64,000  68,000 68,000 68,000 68,000 
Source: PB Aviation 

 

Approximately 60 percent of the military operations are in the T-34, a 
single engine, turbo-prop used for pilot and recurring training.  
Eventually, the T-6 (a similar aircraft) will replace the T-34.  A single 
engine, jet trainer, the T-45 is another frequent visitor, as is the T-44 a 
twin engine turbo-prop, which is assigned to bases in the region as an 
advanced, multi-engine trainer and executive transport.  Less frequent 
use occurs from DC-9 and B 737 based cargo/passenger transports; F-
18 and other fighters; and Air Force T-1, T-37, and T-38 aircraft.  
Generally, military helicopters are not major users of the Airport, but 
2003 and 2004 were exceptions as Army helicopters staged at the 
field.  A substantial number of Coast Guard fixed wing and helicopters 

Military operations are 
forecast to remain static 
over the planning period, 
but may be higher or 
lower during a given 
year due to military 
mission requirements. 
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are based in South Texas; however, they typically use their own bases 
and not the airport.  Changing missions, base closures/consolidations, 
introduction of new types of aircraft, new training requirements, or 
other factors could change these patterns of military use. 

Operations Summary 
Over the 20-year planning period, the total aircraft operations are 
expected to increase slightly at the Airport.  The increase is in 
passenger and all-cargo flights, as general aviation and military flights 
are expected to remain stable.  The aircraft operations forecast is 
presented in Table 3-28. 

 
Table 3-28 

AIRCRAFT OPERATIONS FORECAST SUMMARY 
Corpus Christi International Airport Master Plan Update 

Year Passenger 1 All-Cargo 
General 
Aviation Military TOTAL 

2008 17,800 1,100 36,400 68,000 123,300 
2013 19,400 1,600 36,400 68,000 125,400 
2018 21,000 2,100 36,400 68,000 127,500 
2023 22,200 2,100 36,400 68,000 128,700 

Source: PB Aviation 

1 Includes scheduled domestic, international, and charter flights. 

 

This relatively slow growth of aircraft operations is similar to that 
predicted in the FAA Terminal Area Forecast.  However, the Airport 
serves a very large geographic area that is highly dependent upon air 
transportation.  Therefore, faster growth in the passenger, all-cargo, 
and general aviation operational categories is possible and periodic 
review of the activity is suggested.  In addition, the level of military 
activity could also vary significantly depending on issues out of 
control of the Airport itself. 

Peak-Period Projections 
Airport activity is not equally distributed over time.  Future peak 
passenger activity has been estimated in this section to assist in 
planning ticketing, gates, and other passenger volume related activity. 

Passenger Peaking 
Airports cannot afford to build facilities to accommodate the absolute 
peaks of passenger traffic that can occur, for example, around holiday 
periods.  Rather, terminal facilities are typically planned to 
accommodate the average day of the airport peak traffic month.  In 

The total aircraft 
operations at the Airport 
are expected to increase 
slightly over the 
planning period. 
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addition, the peak-hour of the day is identified for facility planning 
purposes. 

As previously noted, the Airport passenger traffic is relatively stable 
during each month of the year.  Because of this stability, over the past 
few years the peak passenger traffic month has varied between March, 
June, July, and August.  However, in the most recent year, June was 
the busiest month with 9.2 percent of the traffic. 

In order to determine peak activity levels, the peak month, average 
day, and peak hour have been calculated based upon the most recent 
trends.  This information is shown in Table 3-29. 

Table 3-29 
FORECAST PEAK-PERIOD PASSENGER ACTIVITY 

Corpus Christi International Airport Master Plan Update  
Enplaned Passengers Peak Hour Passengers1 

Year 
  
Annual 

Peak 
Month 

Average Day 
of Peak Month 

  
Enplanements 

  
Deplanements 

2008 384,000 35,300 1,200 280 230 
2013 426,000 39,200 1,300 310 260 
2018 473,000 43,500 1,500 380 330 
2023 525,000 48,300 1,600 430 380 

Source: PB Aviation 
(1) Enplaned and deplaned passenger peaks occur in different hours. 

The peak-hour passenger projections are based upon the peak-hour 
gate utilization discussed below. 

Passenger Aircraft Operational Peaks 
Currently on a typical day, the Airport has a maximum of four aircraft 
departures in the peak-hour, which is from 11 a.m. to 12 noon.  Four 
different hours per day see the peak arrival of three aircraft in a one-
hour period; these are the 10 a.m., 3 p.m., 4 p.m., and 11 p.m. hours.  
In the future, the number of peak-hour arriving and departing aircraft 
is expected to increase along with the size of aircraft.  The number of 
aircraft arrivals/departures at the passenger terminal is projected in 
Table 3-30. 

Table 3-30 
FORECAST PEAK-PERIOD GATE ACTIVITY 

Corpus Christi International Airport Master Plan Update 
Aircraft 

Year Arrivals Departures 
2008 3 4 
2013 3 4 
2018 4 5 
2023 5 6 

Source: PB Aviation 



 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-52 

Note that the number of Airport gates in use at any one time can be 
greater than that shown as some gates will be occupied by aircraft that 
arrived before the peak period.  In addition, the peak arrival and 
departure hours are not necessarily the same hour. 

Because air service at the Airport consists of out-and-back flights to 
and from airline hubs, there generally are fewer peaks during each day 
and a more constant flow of passengers.  On the other hand, the 
number of peak-hour flights depends on the number of hubs served.  
For example, the current airline schedule has four possible destinations 
from the Airport, specifically: Continental to Houston; Southwest to 
Houston; American to Dallas; and Delta to Atlanta.  Therefore, it is 
possible that four flights could arrive and four flights could depart in a 
peak-hour.   

Forecast Summary 
Table 3-31 presents the Master Plan Update forecast summary for 
Corpus Christi International Airport.  These activity levels will be used 
to determine the required facilities at the Airport. 

 
Table 3-31 

MASTER PLAN UPDATE FORECAST SUMMARY 
Corpus Christi International Airport Master Plan Update  

Year 
 Enplaned 
Passengers 

Total Air Cargo 
(pounds) 

Total Aircraft 
Operations 

2008 384,000 3,868,000 123,300 
2013 426,000 4,594,000 125,400 
2018 473,000 5,458,000 127,500 
2023 525,000 6,481,000 128,700 

Source: PB Aviation 

 

It is forecast that 
passenger enplanements 
will reach more than 
one-half million by the 
year 2023.  By that time, 
air cargo shipments 
should exceed 6.4 
million pounds and 
annual aircraft 
operations are expected 
to reach 128,700. 
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HISTORICAL DATA UPDATE 
This section provides an update to historical airport activity data 
presented earlier in this chapter.  This update is reflective of the timing 
of the master plan process, as the historical data and analysis presented 
earlier was compiled in 2004 and additional historical data is now 
available. 

Table 3-32 provides an update to Table 3-7. 

 

Table 3-33 provides an update to Table 3-8. 

 
Table 3-33 

UPDATED ENPLANEMENT SHARE BY AIRLINE 
Corpus Christi International Airport Master Plan Update 

Airline 1999 2000 2001 2002 2003 2004 2005 
Southwest 195,033 183,952 177,831 147,552 144,530 154,016 157,494 
Continental 143,477 139,576 136,403 125,550 117,648 127,303 139,492 
American 111,891 99,872 86,061 80,615 75,056 77,844 104,118 
Delta 21,511 23,946 20,500 40,372 41,599 48,837 30,481 
Charter/ Other 2,227 2,332 953 1,441 1,180 2,063 2,982 
TOTAL 474,139 449,678 421,748 395,530 380,013 410,063 434,567 

Source: Corpus Christi International Airport 
 

Figure 3-12 provides an update to the information contained in Figure 
3-6. 

Table 3-32 
UPDATED HISTORICAL PASSENGERS 

Corpus Christi International Airport Master Plan Update 
Year Total Passengers Percent Change 
1997 994,356 - 
1998 982,818 -1.2% 
1999 947,938 -3.5% 
2000 899,200 -5.1% 
2001 844,487 -6.1% 
2002 792,128 -6.2% 
2003 758,550 -4.2% 
2004 817,933 7.8% 
2005 868,184 6.0% 

Source: Corpus Christi International Airport 
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Figure 3-12 Enplanement Share by Airline (2005) 
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Source:  Corpus Christi International Airport 

 
Figure 3-13 provides an update to the information contained in Figure 
3-7. 

Figure 3-13 Historical Enplaned Passengers by Month 
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Source:  Corpus Christi International Airport 
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Table 3-34 provides an update to Table 3-19. 

 
Table 3-34 

UPDATED HISTORICAL AIR CARGO (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 

Freight Mail Total Air Cargo 
Year Enplaned Deplaned Total Change Enplaned Deplaned Total Change Amount Change 
1998 1,308,475 2,162,740 3,471,215 0 765,874 1,430,947 2,196,821 0 5,668,036 0 
1999 1,217,654 2,134,026 3,351,680 -3% 389,497 344,298 733,795 -67% 4,085,475 -28% 
2000 1,164,493 2,081,542 3,246,035 -3% 455,675 570,668 1,026,343 40% 4,272,378 5% 
2001 1,216,671 1,757,588 2,974,259 -8% 224,462 165,342 389,804 -62% 3,364,063 -21% 
2002 1,042,671 1,702,127 2,744,798 -8% 95,069 175,925 270,994 -30% 3,015,792 -10% 
2003 1,051,277 1,884,531 2,935,808 7% 129,522 192,304 321,826 19% 3,257,634 8% 
2004 1,069,768 1,921,811 2,991,579 2% 35,777 160,400 196,177 -39% 3,187,756 -2% 
2005 1,169,934 1,547,454 2,711,388 -9% 169 51,323 51,492 -74% 2,762,880 -13% 
Source: Corpus Christi International Airport 

 
Table 3-35 provides an update to Table 3-20. 

 
Table 3-35 

MONTHLY AIR CARGO IN 2005 (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 

Freight Mail Total Air Cargo 

Month 
 

Enplaned Deplaned Total 
Monthly 

Share Enplaned Deplaned Total 
Monthly 

Share Amount 
Monthly 

Share 
January 91,439 156,780 248,219 9% 166 15,038 15,204 30% 263,423 10% 
February 93,612 164,957 258,569 10% 0 6,004 6,004 12% 264,573 10% 
March 113,465 175,794 289,259 11% 0 3,019 3,019 6% 292,278 11% 
April 111,681 164,934 276,615 10% 0 1,949 1,949 4% 278,564 10% 
May 102,593 147,848 250,441 9% 0 1,657 1,657 3% 252,098 9% 
June 117,530 159,441 276,971 10% 0 1,445 1,445 3% 278,416 10% 
July 128,385 112,564 240,949 9% 0 1,167 1,167 2% 242,116 9% 
August 124,207 132,216 256,423 9% 3 1,688 1,691 3% 258,114 9% 
September 77,222 85,348 162,570 6% 0 1,708 1,708 3% 164,278 6% 
October 65,341 88,198 153,539 6% 0 6,303 6,303 12% 159,842 6% 
November 71,147 77,687 148,834 5% 0 6,317 6,317 12% 155,151 6% 
December 67,312 81,687 148,999 5% 0 5,028 5,028 10% 154,027 6% 
TOTAL 1,163,934 1,547,454 2,711,388  169 51,323 51,492  2,762,880  
Source: Corpus Christi International Airport 
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Table 3-36 provides an update to Table 3-21. 

 
Table 3-36 

2005 CARGO VOLUME BY CARRIER 
Corpus Christi International Airport Master Plan Update 

 Total Market Share 
Passenger Airlines   
American (Eagle) 4,295 0% 
Continental (Express) 82,585 3% 
Delta (ASA/Comair) 27,580 1% 
Southwest 1,856,892 26% 
All-Cargo Airlines   
DHL (Berry) 792,097 24% 
UPS (AirNow) 999,421 31% 
Total All Carriers 2,762,870 100% 
Source: Corpus Christi International Airport 

 

Table 3-37 provides an update to Table 3-23. 

 
Table 3-37 

UPDATED HISTORICAL AIRCRAFT OPERATIONS 
Corpus Christi International Airport Master Plan Update 

Year 
Air 

Carrier 
Air Taxi and 

General Aviation Military TOTAL 
2000       11,987        58,378        58,766     129,131  
2001        8,719        57,073        57,766     123,558  
2002        4,904        54,483        58,151     117,538  
2003        4,616        50,465        65,950     121,031  

2004 1 52,439       65,314     121,753  
2005 1 51,200       57,420     108,620  

 
1 In 2004 and 2005, operations for air carrier, air taxi, and general aviation were combined. 

Source:  Corpus Christi International Airport 

 





 

CHAPTER 4 –                                      
DEMAND/CAPACITY ANALYSIS AND 
FACILITY REQUIREMENTS 
The analysis of demand/capacity and facility requirements for the 
Master Plan Update determines the capabilities and conditions of the 
existing facilities and the need for improved or new facilities at the 
Airport.  The capacities of the Airport’s airfield, passenger terminal, 
ground transportation, and cargo and support systems are examined.  
Activity projections given in Chapter 3 are used to determine the types 
and quantities of facilities necessary to accommodate increasing levels 
of activity demand. 

The assessment of facilities requirements was performed for the 
following functional areas: 

 Airfield; 
 Terminal; 
 Ground Transportation; 
 Support Systems; and  
 Air Cargo. 

The timing for implementation of these facilities and/or improvements 
may be adjusted as necessary as the Airport monitors activity growth.  
The demand/capacity analysis focuses on determination of the capacity 
of existing facilities and identifies facilities that will be necessary if 
future demand levels are to be accommodated.  A following step in 
this Master Plan Update process, the alternatives analyses, will 
examine options for providing the additional or improved facilities. 

Planning Activity Levels 
A strategic planning 
approach is 
recommended, using 
Planning Activity 
Levels to allow 
adjustment of the 
Master Plan Update 
recommendations 
based on actual future 
activity levels.   

Forecasts of enplaned passengers, air cargo tonnage, and aircraft 
operations were developed earlier in the Master Plan Update and 
presented in Chapter 3 for the forecast horizon years.  However, many 
variables can affect the achievement of forecasts such as regional, 
national, and international economic conditions and local changes in 
airline service.  Many of the factors influencing future airport growth 
are difficult to predict precisely.  The actual activity levels for individual 
years might be either above or below the projected forecast line.  Such 
year-to-year variations are normal, however, the actual activity levels 
are expected to follow the overall trends projected for each forecast 
element.  
For these reasons, the forecasts presented in this Master Plan Update can 
be restated in terms of "Planning Activity Levels" (PALs).  This allows 
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the master planning process to be responsive to both the overall trends 
without specifying the exact year in which the PALs might occur.  
Future requirements for airport facilities are tied to future growth in the 
specific demand that "triggers" the requirement for expanding or 
upgrading specific facilities at the airport and not to a specific future 
year.  Table 4-1 depicts the PALs for the following major forecast 
activity components: 

 Enplaned Passengers; 
 Air Cargo Tonnage; and 
 Aircraft Operations. 

Table 4-1 
PLANNING ACTIVITY LEVELS 

Corpus Christi International Airport Master Plan Update 
 Planning Activity Levels 

Demand Component PAL 1 PAL 2 PAL 3 
Enplaned Passengers 426,000 473,000 525,000 
Total Cargo (freight and mail, pounds) 4,594,000 5,458,000 6,481,000 

 

Source: PB Aviation 
Total Aircraft Operations 125,400 127,500 128,700 

An important goal for the Airport is to maintain effective operational 
balance between the various airport functional elements.  Using the 
PALs to determine the need for enhancements to various system 
elements will allow the Airport to plan in a timely manner to meet 
demand and provide the necessary facility requirements. 

Using these PALs, proposed facility improvements can be accelerated 
or delayed, depending on actual future activity.  These PALs can also 
be referred to as short-term planning goals (PAL 1), medium-term 
planning goals (PAL 2), and long-term planning goals (PAL 3).   

It should be noted that the enplanements recorded in 2005 of 434,567 
exceeds PAL 1 due to record growth following nine consecutive years 
of enplanement declines.  However, in the same context, the total 
cargo and aircraft operations levels have not exceeded PAL 1.  Thus, 
the Airport can respond to specific areas of growth as required. 

Airfield Requirements 
The ability of an airfield to accommodate projected air traffic is an 
important element of every master plan update study.  The layout of 
the airfield must adhere to Federal requirements, provide operational 
safety, and facilitate air traffic management.  Airfield facilities require 
a significant amount of land.  Also, the configuration of an airfield is a 
major determinant of an airport’s impact on its surrounding 
communities. 
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An extensive analysis was undertaken to evaluate the capacity and 
capabilities of the airfield at CCIA.  The capacity of the airfield to 
accommodate projected levels of activity was evaluated by 
determining the theoretical capacity of the airfield, i.e., the number of 
operations that the current runway and taxiway configuration could be 
expected to accommodate.  The capability of the airfield to 
accommodate projected activity levels was ascertained through an 
examination of design standards and requirements for runway width, 
runway length, airfield safety areas, taxiways, and navigational aids. 

Airfield Capacity Methodology 
Existing 2003 and future 2023 estimates of airfield capacity were 
prepared for the current airfield and flight procedures using the 
methodologies outlined in the FAA Advisory Circular (AC) 150/5060-
5, Airport Capacity and Delay.  The analysis procedure prescribed in 
this AC uses various input parameters representing aircraft separation 
rules, aircraft mix, and runway layout to determine the minimum 
allowable time separations (or intervals) between aircraft using the 
runways at an airport.  The time intervals are computed for different 
types of operations (arrivals and departures), considering Air Traffic 
Control (ATC) rules, weather conditions, runway occupancy times, 
runway use configurations, aircraft operating characteristics, and wake 
turbulence effects.  The time intervals are then averaged and used to 
estimate hourly runway capacity.  Existing ATC procedures were 
assumed to remain consistent throughout the planning period. 

Airfield Capacity Analysis 
Airfield capacity has been defined in two ways.  One definition has 
been used extensively in the United States in the past: capacity is the 
number of aircraft operations during a specified time corresponding to 
a tolerable level of average delay; this is referred to as practical 
capacity.  Another definition of capacity is: the number of aircraft 
operations that an airfield can accommodate during a specified time 
while there is a continuous demand for service.  Continuous demand 
for service means that there are always aircraft ready to takeoff or 
land.  This definition has been referred to in several ways, namely as 
ultimate capacity, saturation capacity, or maximum throughput rate.  
An important difference in these two measures of capacity is that one 
is defined in terms of delay and the other assumes no delays occur. 

Capacity is most often expressed in hourly or annual measures.  For 
long-range planning efforts such as this Master Plan Update, the 
annual operating capacity or annual service volume (ASV) is used to 
measure an airport’s ability to process existing and future demand 
levels.  Hourly capacity is also analyzed in order to identify any peak-
hour issues that may arise. These are identified as: 

To evaluate airport 
capacity, operational 
factors and available 
facilities were 
analyzed. 
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 Hourly Capacity of Runways – the maximum number of 
aircraft operations that can take place on a runway system with 
a specific runway use configuration in a one-hour period. 

 Annual Service Volume – a reasonable estimate of the annual 
number of aircraft operations that an airport can accommodate.  
This accounts for differences in runway use strategies, aircraft 
fleet mix, weather conditions, operational peaking, etc., that 
would be encountered over a period of one year.  

Many factors influence the capacity of an airport, and some are more 
significant than others.  In general, capacity depends on the 
configuration of the airfield, the environment in which aircraft operate, 
availability and sophistication of aids to navigation, fleet mix, and air 
traffic control facilities and procedures. 

The airfield capacity analysis conducted for this Master Plan Update 
considers the following elements: 

 Airfield Layout; 
 Meteorology; 
 Aircraft Operational Fleet Mix; 
 Percentage of Arrivals; and 
 Touch-and-Go Operations. 

Factors such as runway configuration, weather, and fleet mix were 
reviewed to determine their influence on operational capacity.  
Calculated capacity was compared to projected demand to assess the 
potential need for airfield improvements. 

Airfield Layout and Runway Use Configuration 
The runway/taxiway configuration is the physical layout of the airfield 
system, including the number of runways, their orientation, and their 
locations relative to each other and to other landside facilities.  Each 
runway contributes differently to the available capacity based on 
location relative to other runways and individual wind coverage.   

Each runway/taxiway 
configuration has a 
different capacity due 
to operational 
limitations and 
restrictions.   Figure 4-1 shows the runway layout and the predominant runway 

operating configuration used at the Airport.  The Airport has two 
runways: 

 Runway 13-31 is 7,508 feet long by 150 feet wide; and 
 Runway 17-35 is 6,081 feet long by 150 feet wide. 
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Figure 4-1 Airfield Operating Configurations 
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Runways 13-31 and 17-35 are served by full-length parallel taxiways.  
Runway 13-31 is considered the primary runway.  Runway 17-35 is 
used more by general aviation aircraft and during periods of 
crosswinds.  Both runways can be used by all aircraft types, although 
the length of Runway 17-35 limits some aircraft operations. 

Both runways at CCIA 
can be used by all 
aircraft types, although 
the shorter runway, 
Runway 17-35, limits 
some aircraft 
operations. 

Aircraft operating from an airport generally need to takeoff and land 
into the wind (known as a headwind) in order to reduce takeoff and 
landing ground roll distance.  The runway use pattern at the Airport is 
divided into north flow and south flow. 

The runway layout at the Airport is an “open-V” configuration.  Like 
intersecting runways, open-V runways revert to a single runway when 
winds are strong from one direction.  When the winds are light, both 
runways may be used simultaneously.  The strategy which yields the 
highest capacity occurs when operations are away from the V (north 
flow), referred to as a diverging pattern.  When operations are toward 
the V (south flow), this case is referred to as a converging pattern.  A 
brief explanation of each runway use configuration is provided below. 

 North Flow – Under this configuration, aircraft arrive and 
depart on Runway ends 31 and 35.  

 South Flow – Under this configuration, aircraft arrive and 
depart on Runway ends 13 and 17.  

Another runway characteristic considered in the airfield capacity 
analysis is the availability of exit taxiways and the distance of each 
from the threshold.  Existing taxiway exits at the Airport are as 
follows: 
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 Runway 13-31 has six exits: beginning with the Runway 13 
end, the exits are located at the threshold, 2,250; 2,675; 3,500; 
5,580; and 7,508 feet from the end. 

 Runway 17-35 has five exits: beginning with the Runway 17 
end, the exits are located at the threshold, 2,070; 2,535; 4,470; 
and 6,081 feet from the end. 

Strategically located exits help reduce runway occupancy time and 
improve capacity.   

Meteorology 
Weather conditions, namely cloud ceiling and forward visibility, 
determine the ATC procedures that can be used at the Airport, and 
therefore are major determinants of runway capacity and aircraft delay.  
Aircraft operate under two distinct categories of operational flight 
rules: visual flight rules (VFR) and instrument flight rules (IFR).  
These flight rules are closely related to the two categories of weather 
conditions: Visual Meteorological Conditions (VMC) and Instrument 
Meteorological Conditions (IMC).  VMC exists during generally fair 
to good weather, and IMC exists during times of rain, low clouds, or 
reduced forward visibility.  By definition, IMC exists whenever 
forward visibility falls below three statute miles or the ceiling drops 
below 1,000 feet above ground level (AGL). The percentage of the 
runway use configuration under VMC and IMC at the Airport is listed 
in Table 4-2. 
 

Table 4-2 
RUNWAY USAGE 

Corpus Christi International Airport Master Plan Update 
Runway Use Configuration Percentage of Time in Use 
VMC1 (North Flow) 26.4% 
VMC2 (South Flow) 65.8% 
IMC1 (North Flow) 3.3% 
IMC2 (South Flow) 4.5% 

Source: PB Aviation, Wind Data (1994 – 2003) Analysis; Interview with CCIA ATC Tower personnel, 
February 2005 
 

CCIA has excellent 
weather with 92 
percent visual 
operating conditions.  
The airport operates in 
south flow most of the 
time. 

During VMC, aircraft may operate under VFR, and the pilot is 
primarily responsible for seeing and avoiding other aircraft and 
maintaining safe separation.  Aircraft operating under VFR typically 
navigate by orientation to geographic and other visual references. 
Additionally, compared to IFR, aircraft separation is reduced, and 
airspace and airfield capacity is increased. 

During IMC, aircraft operate under IFR, and ATC is primarily 
responsible for separation of aircraft and exercises positive control 
over aircraft.  Aircraft operating under IFR must meet certain 
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minimum equipment requirements, and pilots must also be specially 
certified and meet proficiency requirements.  IFR aircraft fly assigned 
routes and altitudes, and use a combination of radio navigation aids 
and vectors from ATC to navigate.  Additionally, aircraft separation is 
increased, resulting in reduced airspace and airfield capacity. 

Aircraft Operational Fleet Mix 
The fleet of aircraft using an airport affects its capacity because an 
aircraft’s speed and weight affect the length of time the aircraft 
occupies the runway and the spacing of aircraft using the runway.  
Aircraft separation must be increased when large aircraft utilize an 
airport because they cause significant wake turbulence.  The type of 
aircraft that use the runway (the fleet mix) is one of several key factors 
to determine the required minimum separation between aircraft. 

Consequently, the types or “mix” of aircraft directly affect runway 
capacities.  The aircraft mix is the relative percentage of operations 
conducted by each of the four classes of aircraft (A, B, C, and D) listed 
in Table 4-3.  The Airport’s mix index is obtained by calculating the 
percent of Class C aircraft plus three times the percent of Class D 
aircraft, (%C+%3D). 

Table 4-3 
AIRCRAFT CLASSIFICATIONS 

Corpus Christi International Airport Master Plan Update 
Aircraft 

Class 
Maximum Certificated Number of 

Engines 
Estimated Approach 

Speed (knots) Takeoff Weight (pounds) 
A 12,500 or less Single 95 

B 12,500 or less Multi 120 

C 12,500 – 300,00 Multi 130 

D Over 300,000 Multi 140 
Source: FAA Advisory Circular 150/5060-5 

Based on the existing flight operations, forecast future activity levels 
and aircraft types, Table 4-4 shows the aircraft fleet mixes used in this 
analysis. 

Percent of Arrivals 
The percent of all aircraft operations that are arrivals has an influence 
on the capacity of runways.  For example, a runway used exclusively 
for departures will have a different capacity than one used solely for 
arrivals.  Based on conversations with the CCIA ATC Tower 
personnel, arrivals and departures each constitute 50 percent of peak- 
hour operations at the Airport. 
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Table 4-4 

AIRCRAFT FLEET MIX 
Corpus Christi International Airport Master Plan Update 

Aircraft  (PAL 1) (PAL 2) (PAL 3) 
Class VMC      IMC VMC   IMC VMC   IMC VMC   IMC 

    
58.6%     21.5% 57.0%     21.2% 56.0%     20.8% 55.5%    20.6% A & B 
41.4%     78.5% 43.0%     78.8% 44.0%     79.2% 44.5%    79.4% C 

0%          0% 0%          0% 0%          0% 0%         0% D 
     

100%      100% 100%      100% 100%      100% 100%     100% Total 
41.4       78.5    43.0       78.8     44.0      79.2     44.5       79.4 Mix Index 

Source: PB Aviation, Projection of Activity, October 2004; Interview with CCIA ATC Tower personnel, 
February 2005 

Touch-and-Go Operations 
Touch-and-go operations are landings after which the aircraft 
continues to roll down the runway and takes off again.  Pilots 
conducting touch-and-go operations normally stay in the airport traffic 
pattern.  This procedure is usually a training activity.  Airport 
operational capacity can increase with the ratio of touch-and-go- 
operations to total operations; the reason for this increase is that the 
aircraft in the pattern are continually available for approaches.  
However, touch-and-go operations reduce the availability of the 
runway for other operations.  In instances where commercial 
operations constitute a substantive portion of the airport’s total 
operations, training by light aircraft can actually reduce airport 
capacity.  Touch-and-go operations at CCIA also include significant 
military activity.  During VMC conditions, touch-and-go operations at 
the Airport make up 55 percent of total operations.  During IMC 
conditions, 25 percent of total operations are touch-and-go operations. 

CCIA has significant 
touch-and-go 
operations from 
military and civilian 
pilot training activity.     

Peak-Hour Airfield Capacity 
Open-V runways have lower capacities than parallel runways.  This 
lower capacity occurs because aircraft on one runway must wait to 
land or takeoff until the aircraft on the second runway has either 
completed its landing or is clear of the first runway following takeoff. 
Strategically located runway exits can increase capacity because they 
reduce the time aircraft need to be on the actual runway (runway 
occupancy time).  The activity projections presented in Chapter 3 were 
used as part of the demand/capacity analysis.  Peak-hour capacity was 
calculated for each of the Airport’s runway operating configurations 
by utilizing the hourly capacity methodology presented in AC 
150/5060-5.  The input assumptions used for these calculations are 
summarized as follows: 
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 The existing airfield configuration was used; 
 It was assumed that the number of arrivals equals the number 
of departures during the peak-hour; 

 VMC and IMC fleet mixes were used as shown in Table 4-4; 
 Dry runway conditions were assumed; and 
 Touch-and-go operations were included as discussed above. 

Once the individual runway configuration’s peak-hour capacity was 
determined, a weighted airfield hourly capacity was derived.  The 
weighted hourly airfield capacity applies various factors to a runway 
configuration’s hourly capacity based on the percentage of time that 
those configurations are utilized.  The Airport’s weighted hourly 
capacity was calculated at 85 aircraft operations based on the 
percentage of VFR and IFR conditions.  Table 4-5 presents the airfield 
capacity for each runway operating configuration. 
 

Table 4-5 
HOURLY RUNWAY CAPACITY 

Corpus Christi International Airport Master Plan Update 
Runway Use Configuration Hourly Capacity (operations) 
VMC1 (North Flow) 111 
VMC2 (South Flow) 100 
IMC1 (North Flow) 56 
IMC2 (South Flow) 56 

Source: PB Aviation, Wind Data (1994 – 2003) Analysis; Interview with CCIA ATC Tower personnel, 
February 2005 CCIA can handle 100 or 

more aircraft 
operations per hour 
during visual weather, 
but less than 60 per 
hour when inclement 
weather conditions are 
present.  

Annual Service Volume 
Annual service volume (ASV) is an important indicator of an airport’s 
ability to meet demands placed on its airfield.  ASV combines the 
physical capacity of the airfield, as measured by its hourly capacity, 
with the characteristics of an airport’s users, as measured by peak-hour 
operations. 

To calculate ASV, the percentage of occurrence of different runway 
operating configurations and their associated hourly capacities must be 
specified.  These percentages, along with ASV weighting factors 
(derived from the capacity estimate), are used to compute a weighted 
hourly capacity.  Two additional factors—the ratio of annual demand 
to average daily demand in the peak month of the year (referred to as 
the D factor), and the ratio of average daily demand to average peak-
hour demand, for the peak month of the year (referred to as the H 
factor), are then used to calculate the ASV (see Table 4-6). 
The ASV for the existing airfield at the Airport is calculated to be 
255,000 operations.  In general, delays increase as the annual demand 
approaches and exceeds the ASV.  Annual demand in 2023 is forecast 
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Table 4-6 
AIRFIELD CAPACITY 

Corpus Christi International Airport Master Plan Update 
 Runway Use 

Percentage
Weighted Hourly Weighted Runway 

Use Percentage
Hourly Weighting 

1

 

Operational 
Configuration (P) 

Capacity 
(C) 

Factor2

(W) 
Capacity3 3  
(CPW) (PW)n n

      
VMC 1 26.4% 111 1 29.304 0.264 
VMC 2 65.8% 100 5 329.00 3.290 

      
IMC 1 3.3% 56 25 46.2 0.825 
IMC 2 4.5% 56 25 63.0 1.125 

      
Total 100%  467.504 5.504 

Source: PB Aviation, Analysis, FAA AC 150/5060-5. 
(1) Runway use percentages (P) were obtained from FAA ATC personnel. 
(2) ASV weighting factors (W) were assigned to each runway use configuration in accordance with Table 3-1 contained in FAA AC 150/5060-5. 

) is calculated by dividing CPW by PW, where: (3) The weighted hourly capacity (Cw
 + CPW  + …+ CPW                        CPW = the sum total of CPW1 2 n, and 

 + PW  + … + PW                        PW = the sum total of PW1 2 n 

    Thus:           CPW = 467.504 
                        PW = 5.504 
                        Cw = 84.9 
(4) Daily and Hourly demand ratios, (D) and (H) respectively, were calculated based on guidelines contained in FAA AC 150/5060-5. 
                         D = 300 
                         H=10 
(5) The annual Service Volume (ASV) is calculated as follows: 
                       ASV = (Cw)(H)(D) 
   Thus:           ASV = 255,000 
 

 

to be 118,700 operations (46.5 percent of ASV), indicating that the 
current airfield configuration will possess adequate annual capacity 
throughout the planning period.  Adequate capacity indicates that 
aircraft operating at the Airport will not experience significant delays. 

Long-Term Capacity Improvements 
When an airport’s demand reaches 60 percent of its capacity, 
enhancements should be planned, according to FAA guidelines.  When 
airport activity reaches 80 percent of the capacity, new airfield 
facilities should be constructed or demand management strategies 
should be in place.  The Airport is currently operating at 46.3 percent 
of capacity.  According to the forecast demand, the Airport will 
operate at 46.5 percent of capacity in 2023.  

CCIA can accom- 
modate 255,000 annual 
aircraft takeoffs and 
landings.   

 

CCIA has sufficient 
airside capacity to 
meet future demand 
requirements through 
PAL 3.     

Therefore, Corpus Christi International Airport has sufficient airfield 
and airspace capacity to meet projected demand through PAL 3.  
Beyond that horizon, there may be a need for airfield improvements 
and the Master Plan Update should reserve space for ultimate 
development concepts that can be reevaluated at a later date. 
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Geometric Design Requirements 
Guidance for the planning and design of the airfield is based on FAA 
Advisory Circulars that aim to maximize airport safety, economy, 
efficiency, and longevity.  For geometric design purposes, it is 
necessary to establish applicable design standards for future runway 
and taxiway development.   

Information from FAA AC 150/5300-13, Airport Design, was used to 
determine the Airport Reference Code (ARC) for the Airport.  The 
ARC is a coding system used to relate airport design criteria to the 
operational and physical characteristics of the aircraft intended to 
operate at an airport (see Table 4-7).  The ARC has two components 
that reflect an airport’s critical aircraft.  The first component, 
designated by a letter, is the approach category of the aircraft as 
defined by aircraft approach speed.  The second component, 
designated by a Roman numeral, is the airplane design group as 
determined by aircraft wingspan.  Generally, aircraft approach speed 
applies to runways and runway-related facilities, whereas, aircraft 
wingspan relates primarily to separation criteria involving taxiways 
and taxilanes. 
Standards at the Airport are based on the current and projected aircraft 
fleet.  It should be noted that the airfield will be designed to meet a 
variety of needs of many different aircraft.  As reflected in Table 4-7, 
Boeing 727 and 737 aircraft fall within an ARC of C-III.   

Forecasts prepared for the Airport indicate that the Boeing 727 will be 
the critical aircraft for the runway length requirements, which has an 
ARC of C-III.  However, the previous Airport Master Plan Update and 
Airport Layout Plan (ALP) had assigned a designation of ARC D-IV 
anticipating larger commercial aircraft to service the Corpus Christi 
market.  Although the air service market has changed significantly 
with great reliance on the regional jets and 150 seat - class commercial 
aircraft, this Master Plan Update recommends that the Airport’s ARC 
D-IV designation be retained for two reasons.  First, it is important for 
the Airport to retain the ability to accommodate future larger aircraft in 
an ever-changing dynamic industry, and second, due to the 
concentration of military activities in the Corpus Christi area, it is 
important to retain the military’s ability to safely use CCIA for troop 
transport aboard aircraft such as the MD-11. 

CCIA should retain its 
current ARC D-IV 
designation to 
accommodate future 
large aircraft in an 
ever-changing dynamic 
industry.   

The Airport’s role in the regional aviation system is important.  Over 
the long-term, a more conservative approach to designing the airfield 
will preserve the ultimate capability of the Airport.  Generally, the 
Airport meets this standard currently.  Table 4-8 shows the applicable 
FAA design criteria for Group D-IV aircraft. 
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Table 4-7 
FAA AIRCRAFT CLASSIFICATIONS 

Corpus Christi International Airport Master Plan Update 
FAA Aircraft Approach Category Classification 

Approach 
Category 

Approach Speed (knots) 

A Less than 91 
B 91 – 120 
C 121 – 140 
D 141 – 165 
E 166 or greater 

FAA Airplane Design Group Classification 
Airplane 

Design Group 
Wingspan (feet) Typical Aircraft 

I Less than 49 Learjet 35/36,  Cessna Citation 1 
II 49 but less than 79 Canadair RJ-100, Embraer RJ-145 
III 79 but less than 118 727, 737, MD80, DC9 
IV 118 but less than 171 757, 767 
V 171 but less than 214 747, A330, A340  
VI 214 but less than 262 Antonov AN-124, A380 

Source:  FAA Advisory Circular 150/5300-13 

 
 

Table 4-8 
D-IV AIRFIELD DESIGN REQUIREMENTS 

Corpus Christi International Airport Master Plan Update 
Design Criteria Group IV (ft.) 
Runway Width 150 
Runway Shoulder Width  25 
Runway Centerline to:  
 - Taxiway Centerline 400 
 - Aircraft Parking Area 500 
Runway Object Free Area (Width) 800 
 - Length Beyond Runway End 1,000 
Runway Obstacle Free Zone (Width) 400 
 - Length Beyond Runway End 200 
Runway Safety Area (Width) 500 
 - Length Beyond Runway End 1,000 
       - Length Prior to Landing Threshold 600 
Taxiway Width  75 
Taxiway Centerline to:  
 - Parallel Taxiway Centerline 215 
 - Fixed or Movable Object 129.5 
Taxiway Object Free Area (Width) 259 
Taxiway Safety Area (Width) 171 
Runway Blast Pad  
 - Length 200 
 - Width 200 

Source:  FAA Advisory Circular 150/5300-13, Ch. 9 
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Runway Length 
Selecting a design runway length is one of the most important 
elements of long-range airport planning.  The runway must be long 
enough to allow safe landings and takeoffs by current aircraft types as 
well as future aircraft that are expected to use the Airport on a regular 
basis.  The runway design length must accommodate differences in 
pilot skill, a variety of aircraft types, and other special operational 
requirements.  The following factors influence runway length 
requirements:  

 Performance characteristics of aircraft using the Airport; 
 Landing and takeoff gross weights of the critical aircraft; 
 Elevation of the Airport; 
 Average maximum air temperature at the Airport; and 
 Runway gradient. 

Other factors causing variations in required runway length are:  
humidity, winds, and the nature and condition of the runway surface.  
The following paragraphs describe the analysis of determining the 
recommended runway lengths for the Airport. 

Takeoff Runway Length Requirements 
Typically, aircraft require approximately twenty percent more runway 
length for takeoff than for landing.  Therefore, for planning purposes, 
the length of a runway is based on the takeoff length requirements of 
the selected design aircraft type.  

Based on FAA AC 150/5325-4B Runway Length Requirements for 
Runway Design, and the aircraft performance manuals from aircraft 
manufacturers, runway length requirements for takeoff operations 
were determined for the various categories of aircraft operators that are 
expected to utilize CCIA over the 20-year planning period.    

By utilizing PAL 2 and the PAL 3 activity levels, specific aircraft 
types have been selected that are anticipated to operate from CCIA on 
a regular basis over the 20-year planning period.  The performance 
characteristics of narrow-body turbojet aircraft (B727-200 and B737-
300), and regional jets (CRJ-100 and ERJ-145), operating at maximum 
gross takeoff weight, for both standard day, and hot day with a wet, 
smooth runway surface are depicted in Table 4-9. 

The results of this analysis indicate that the narrow-body aircraft 
B727-200 would require a runway length of approximately 10,000 feet 
and the B737-300 would require approximately 7,300 feet.  For the 
two typical regional jets, the RJ-100 would require approximately 
7,200 feet and the ERJ-145 would require approximately 6,400 feet. 
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Table 4-9 
CRITICAL AIRCRAFT TAKEOFF RUNWAY LENGTH REQUIREMENTS  

Corpus Christi International Airport Master Plan Update 
Runway Length (feet) Maximum. 

Takeoff 
Weight 

(pounds)  

 

Aircraft Type Extreme 
Hot DayStandard Day1   Hot Day2

3

B727-200 209,000 9,650 10,1504 11,850 

B737-700 154,500 7,000         7,350 8,250 

Canadair RJ-100 47,450 5,900         7,200 8,100 

Embraer RJ-145 42,328 5,5005 6,4006 7,750 
Sources:  PB Aviation, Analysis 
                Aircraft Operating Manuals 
                (1) 59° Fahrenheit at sea level   
                (2) Standard Day + 27° F (86° F) 
                (3) Standard Day + 51° F (110° F) 
                (4) Standard Day + 18° F (77° F) 
                (5) ISA Condition (0° C or 32° F)                

                (6) ISA + 20° C (68° F) 

Two issues that further affect the runway length requirement at the 
Airport include temperature and runway gradient.  Given the Airport’s 
location in south Texas, summertime temperatures are very high.  
Specifically, temperatures at the Airport during much of the summer 
period will be higher than the design hot day (86° F). 

With higher temperatures, a longer runway is required because high 
temperatures reflect lower air densities, resulting in lower output of 
thrust.  The increase in runway length is not linear with temperature. 
For planning purposes, the average increase in runway length with 
temperature varies from about 0.42 to 0.65 percent per degree 
Fahrenheit above the runway requirements at 59° F.  It is assumed that 
0.5 percent per degree Fahrenheit is used to determine runway length 
requirement when the temperature at the Airport is over the hot day 
temperature.  Given the high summer time temperatures at the Airport, 
an “extreme hot” aircraft performance has been calculated as shown in 
Table 4-9.  It should be noted that, for temperatures approaching 110° 
F, a runway length of more than 11,000 feet would be required for the 
B727 at maximum takeoff weight. 

The FAA uses an effective gradient which the difference in elevation 
between highest and lowest points on the actual runway profile divided 
by the length of the runway to adjust runway length requirement.  This 
factor is not used in this analysis because the effective gradients at the 
Airport are very small. 

With primary Runway 13-31 having a length of 7,508 feet, a runway 
extension requirement of 2,492 feet would be needed to meet the 
operating requirements of the B727-200 during hot day conditions.  
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The other three typical design aircraft types can operate safely from 
the current primary runway length. 

Potential Design Year Aircraft Operations 
The primary runway design criteria utilized by the FAA for justifying 
a specific runway length is 250 annual departures (approximately one 
departure per annual business day) by a specific group of aircraft types 
under maximum takeoff weight on a typical hot day (86° F). 

A review of specific existing and potential aviation segments that 
would operate on a regular basis from the Airport over the 20-year 
planning period includes the following major groups: 

 Scheduled Passenger Airlines; 
 Large Corporate Aircraft Operators; 
 Regional Air Cargo Charter Airlines; 
 Military International Charter Airlines; and 
 Military Training. 

Scheduled Passenger Airlines:  The Airport currently serves an air 
trade area of approximately 410,000 people.  For the design year 2023, 
it is projected that the air trade area will have a population of 450,000.   

With this projected stable population growth rate of 0.7 percent 
combined with the scheduled airlines relatively short flight times to 
Atlanta, Dallas, and Houston, it is anticipated that the existing level of 
scheduled air service would continue serving these regional 
destinations with turbojet aircraft types that can accommodate 50 to 
150 passengers. 

For PAL 3, runway length requirements for scheduled passenger 
service are based on the 50-passenger Canadair RJ which requires a 
runway length of 7,200 feet for takeoff, and the 126-passenger B737-
700 that has a runway takeoff length requirement of 7,350 feet.  CCIA 
primary Runway 13-31 is 7,508 feet long, therefore both the CRJ and 
the B737-700 should be able to operate under normal maximum 
takeoff weight/hot day operating conditions.   

The cross wind Runway 17-35 has a length of 6,081 feet which is a 
sufficient length for these two aircraft types under standard day (59° F, 
80 percent load) operating conditions.  For the times when Runway 
13-31 is closed for maintenance or reconstruction, an extension of 
Runway 17-35 to a length of 7,500 feet (1,419 foot extension) is 
considered prudent planning.  

In PAL 3, it is projected that the 50 passenger and the 150 passenger 
regional scheduled airline segment would have approximately 9,700 
departures per year.  In PAL 3 it is forecast that the scheduled service 
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segment would have 11,100 annual departures (30 departures per day 
on average) from the Airport. 

Large Corporate Aircraft Operators:  The Corpus Christi air trade 
area employment sector is dominated by the oil production support, 
ship building, chemical plant, and food processing industries.  These 
international manufacturing and equipment service companies 
typically utilize corporate jets on a regular basis for both 200 mile 
regional flights as well as 7,000 mile international flights to Europe 
and Asia.   

A recent trend in corporate aviation has been the growth in the concept 
of “Fractional Ownership.”  The fractional aircraft ownership 
alternative compared to the typical full aircraft ownership alternative 
allows corporations and individuals to purchase a “share” of one or 
more aircraft types.  This option provides the fractional owner the 
ability to utilize a wide range of aircraft types that would suit the 
specific range, destination airport runway length, and passenger load 
requirements for each trip.  

A typical corporate aircraft fractional ownership provider is NetJets 
Aviation (Woodbridge, N.J.).  NetJets leases a full range of corporate 
jets with the largest being the Boeing BBJ of which NetJets currently 
owns eight with plans to acquire an additional 12.  This derivative of 
the B737-800 typically accommodates 18 passengers, has a non-stop 
range of over 7,000 miles, and has a runway length requirement of 
7,000 feet maximum under maximum takeoff weight/hot day operating 
conditions.  

It is estimated that this large type of corporate jet would make up 
approximately two percent of general aviation operations by PAL 3.  
This would equate to the Boeing BBJ size corporate aircraft 
conducting approximately 300 annual departures in PAL 2 and 
increasing to 500 annual departures from the Airport in PAL 3 (one or 
two daily departures). 

Regional Air Cargo Charter Airlines:  The regional air cargo charter 
operators that would likely operate from the Airport in the short-term 
(PAL 1), the medium term (PAL 2), and the long-term (PAL 3) are 
expected to utilize second-generation scheduled airline aircraft types.  
These air cargo markets would include just-in-time support of the 
manufacturing industry, produce, seafood, and fresh flower 
distribution, and would feed the express freight airlines that operate 
from hubs such as Memphis (FedEx), Louisville (UPS), or 
Wilmington, Ohio (DHL).   

In PAL 2, the typical Corpus Christi regional air cargo operator is 
anticipated to use converted scheduled passenger airline B727-200 
narrow body aircraft and operate within a 1,000 mile range serving 
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markets in the US, Canada, and Mexico.  In the long-range PAL 3, the 
B727-200 will likely be retired from service and be replaced by the 
newer model converted passenger airline B737-300/400/500 narrow 
body aircraft types.  

Kitty Hawk (Dallas, Texas) is a typical regional air cargo operator that 
operates both converted B727-200s and B737-300s for air cargo 
charter purposes.  The B727-200 requires a runway length of 10,000 
feet and the B737-300 requires a runway length of 8,000 feet at 
maximum takeoff weight/hot day operating conditions.  It is projected 
that these types of narrow body air cargo aircraft would have 
approximately 300 departures per year in PAL 2 and approximately 
500 departures per year in PAL 3 from the Airport. 

International Military Charter Airlines:  With the close proximity 
of military bases to the Airport in combination with the U.S. military 
need to support operations on a worldwide basis, military charter 
operators such as Polar Air Cargo (Purchase, New York) would 
potentially be a typical charter airline that would support regional 
military troop and equipment transport needs on a regular basis.  

Polar operates B 747- 400 F wide body air cargo aircraft which have a 
range of over 4,000 miles and require a runway takeoff length of over 
10,000 feet under maximum takeoff weight/hot day operating 
conditions.  

It is projected that if the Airport had a primary runway length of 
10,000 feet, that international wide-body military charter aircraft such 
as the B 747-400 would operate from the Airport a minimum of 
approximately 12 annual departures in PAL 2 and 24 annual 
departures in PAL 3 (two departures per month on average). 

Military Training:  Of the projected 58,000 military operations at the 
Airport for PAL 3, it is anticipated that the Navy’s F-18 single seat 
fighter/attack aircraft type would utilize the Airport on a regular basis 
if the Airport had a minimum runway length of 8,000 feet.  If 
sufficient runway length is available, it is projected that potential F-18 
training and transient operations would total approximately 100 annual 
departures in PAL 2 and 200 annual departures from the Airport in 
PAL 3 (one departure every two or three days on average). 

Runway Length Analysis Summary 
Passenger Airlines:  As shown below in Table 4-10, the existing 
primary runway length of 7,508 feet can adequately support the PAL 
3, 150 passenger scheduled regional airline aircraft types (B737-700).  
For aircraft emergency and runway maintenance planning purposes, 
the cross-wind runway should be extended to 7,500 feet (1,419 foot 
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extension).  A system of two 7,500 foot runways will support the PAL 
3 level of 11,600 annual departures for this category of aircraft. 

Large Corporate Aircraft Operators:  Like the regional scheduled 
airlines, the Boeing BBJ large corporate aircraft can safely operate 
from the existing CCIA runway system with a projected 500 annual 
departures in the design year.  

Regional Air Cargo Charter Airlines:  The Corpus Christi regional 
air cargo airlines that would operate B727-200 aircraft types in PAL 2 
would require additional runway length.  The B737-300 aircraft types 
would require a runway length of approximately 8,000 feet.  With a 
projected 300 departures per year for the B727-200 in PAL 2, an 
extension of the Runway 13-31 appears to be justified based on the 
FAA minimum requirement of 250 annual departures. 

Military Charter:  The wide body aircraft types used by the military 
charter aircraft operators would require a minimum runway length of 
10,000 feet.  With a projected annual departure rate of only 200 annual 
departures, this runway length requirement may not be required 
without specific justification from potential operators. 

Military Training:  The Navy’s F-18s require a runway length of 
8,000 feet.  With only a projected 200 annual departures, this aircraft 
user category may not justify a runway extension, but combined with 
the regional air cargo B737-300 requirement for 500 annual 
departures, may help justify a 492 foot extension of the primary 
Runway 13-31 to a length of 8,000 feet. 

From this analysis, it appears that a runway length of 10,000 feet 
would be justified by PAL 2, but would no longer be justified by PAL 
3. 
 

Table 4-10 
FORECAST AIRCRAFT DEPARTURES AND RUNWAY LENGTH 

Corpus Christi International Airport Master Plan Update 
Projected Annual Aircraft Departures  

by Runway Length 
7,000 feet 8,000 feet 10,000 feet 

Aviation Segment Aircraft Type (PAL 1) (PAL 3) (PAL 1) (PAL 3) (PAL 2) (PAL 3) 
Passenger Airline B737-700, CRJ 9,700 11,100     
Corporate Jet BBJ 300 500     
Air Cargo B727-200     300  
Air Cargo B737-300    500   
Military Charter B 747-400     12 24 
Military Training F-18   100 200   
Total Annual Departures 10,000 11,600 100 700 312 24 

Source:  PB Aviation 
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Runway Length Recommendation 
Based on the above analysis, a length of 9,000 feet is recommended in 
the short-term to meet aircraft takeoff requirements during hot day 
conditions.  Runway 13-31 is the best candidate to meet this need. 

CCIA should have an 
available runway 
length of 9,000 feet.  
The additional length 
should be provided in 
the short-term (PAL 1). 

In addition it is recommended that Runway 17-35 be extended to 7,500 
feet to allow this runway to be an effective backup when Runway    
13-31 is closed for maintenance, repair or due to an operational 
incident. 

The runway length analysis identified the potential need for a 10,000 
foot runway to support cargo operations.  That need was based on the 
use of the B727-200F conducting 300 departures per year by PAL 2.  
However, it is expected that the B727-200F will be withdrawn from 
service by PAL 3 due to the age of the aircraft and will be replaced by 
the newer B737-300/400/500 series that require a runway takeoff 
length of 8,000 feet.  While the 300 annual departures by the B727-
200F meet minimum FAA requirements for justifying a 10,000-foot 
runway, this type of operation has not and currently does not exist at 
CCIA.  In addition, the age of the B727-200F and the predicted short 
duration of tenure in PAL 2 make it difficult to justify a 10,000-foot 
runway length in this Master Plan Update.  Furthermore, the physical 
airspace constraints imposed by naval outlying field (NOLF) Cabaniss 
Field to the south of CCIA preclude any runway extension of Runway 
13-31 south of the current Runway 31 threshold.  Therefore, the 
runway length analysis concludes with a long-term requirement of 
9,000-foot runway length which is justifiable and can be implemented 
without physical constraints.  Should circumstances change, the need 
for a runway length of 10,000 feet should be re-examined in an 
ensuing Master Plan Update.  At that time, further analysis and 
justification will be necessary. 

Runway Width 
The Airport’s runways, Runways 13-31 and 17-35 are currently 150 
feet wide.  This runway width meets Group IV design requirements.   

Airfield Safety Areas 
Airfield safety standards, based on FAA standards, include: 

 Runway Protection Zone (RPZ); 
• Runway Object Free Area (OFA); 
• Controlled Activity Area; 

 Runway Safety Area (RSA); 
 Obstacle Free Zone (OFZ); 
• Runway OFZ; 
• Inner Approach OFZ; and 
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• Inner-Transitional OFZ. 

Runway Protection Zone (RPZ) 
As depicted in Figure 4-2 and Table 4-11, the RPZ is an area on the 
ground that is trapezoidal in shape and is centered on the extended 
runway centerline.  The purpose of the area is to enhance the 
protection of people and property on the ground.  This is achieved 
through airport owner control of property located in RPZs.  The RPZ 
begins 200 feet beyond the end of the useable runway pavement/ 
threshold.  The dimensions of the RPZ are contingent on the size of 
aircraft operating on the runway as well as the type of approach 
capability.  Generally, as aircraft size increases and approach 
minimums decrease, the dimensions of the RPZ increase.   

Figure 4-2 Runway Protection Zone 

 
Source: FAA AC 150/5300-13 
Note: See Table 4-11 for note explanation. 

 
Table 4-11 

RPZ DIMENSIONS 
Corpus Christi International Airport Master Plan Update 

 

Runway W1 W2 L3 R4 5Q
13 1,000 1,750 2,500 1,000 800 
316 1,000 1,750 2,500 1,000 800 
176 1,000 1,750 2,500 1,000 800 
35 1,000 1,750 2,500 1,000 800 

Source: FAA AC 150/5300-13, Airport Design 
(1) W1: RPZ inner width 
(2) W2: RPZ outer width 
(3) L: RPZ length 
(4) R: Object Free Area length 
(5) Q: Object Free Area width 
(6) Runway ends 17 and 35 currently have a 34:1 approach slope, however it is recommended that an 

RPZ for a 50:1 approach slope be planned as shown in the table. 

The RPZ contains two sub-areas: the runway OFA and the controlled 
activity area.  These two sub-areas are described as follows: 
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 Runway OFA – The runway OFA is a two-dimensional 
ground area surrounding the runway.  FAA standards prohibit 
parking aircraft and objects, except Navigational Aids 
(NAVAIDs) and frangible objects with locations fixed by 
function, (e.g. RVR posts) within the OFA.  The OFA lengths 
for both runways extend 1,000 feet beyond the respective 
runway end and are 800 feet wide.  The runway system was 
reviewed and no prohibited objects in the runway OFAs were 
noted. 

 Controlled Activity Area – The controlled activity area is the 
portion of the RPZ that lies outside the runway OFA.  It is 
recommended that the Airport have positive control of this 
area.  It should be free of land uses that create glare, smoke, 
and activities that attract large amounts of people or wildlife.  
While it is desirable to clear all objects from this area, some 
uses are permitted if they are below the approach surface and 
do not interfere with NAVAIDs.  Golf courses (but not 
clubhouses) and certain agricultural operations, in particular, 
are permitted within the controlled activity area.  The 
controlled activity areas for all runway ends are located on the 
Airport’s property and are free of objects. 

Runway Safety Area 
The RSA is a critical 
two-dimensional safety 
area surrounding the 
runway.       

Based on FAA design criteria, the RSAs for the runways at the Airport 
are 500 feet in width and extend 1,000 feet beyond each runway end.  
The RSA must be: 

 Cleared, graded, and free of potentially hazardous surface 
variations; 

 Properly drained; 
 Capable of supporting ARFF equipment or an aircraft without 
causing damage to the aircraft under dry conditions; and 

 Free of objects, except for objects mounted on low-impact 
resistant supports whose location is fixed by function. 

Currently, no objects 
violate the runway 
OFZ, the inner-
approach OFZ, or the 
inner-transitional OFZ 
for the runways at the 
Airport.   

The RSA is the most stringently regulated surface associated with a 
runway.  Currently, there are no permanent violations to the RSAs for 
either existing runway.   

Obstacle Free Zone (OFZ) 
The OFZ, depicted in Figure 4-3, is a three-dimensional volume of 
airspace (as opposed to the RPZ, OFA, and RSA, which are two-
dimensional and at ground level) that supports the transition between 
ground and airborne aircraft operations.  The standards prohibit taxiing  
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Figure 4-3 Obstacle Free Zone 

Inner-approach OFZA A

B

B

Runway OFZ

Runway OFZ

Section A-A

Inner-transitional OFZ
Horizontal Surface
150 feet (45m)
above airport elevation

Inner-transitional OFZ

Runway end without an 
approach light system

Runway end with an 
approach light system

Inner-transitional OFZInner-transitional OFZ

Section B-B
Notes:

(1) The vertical scale is expanded

(2) OFZ for runways serving large airplanes with lower than 
3/4-statue mile (1,200 m) approach visibility minimums.

(3) H=0.13(S)-0.0022(E)
where
S=Windspan of the most demanding aircraft
E=Runway threshold elevation above sea level

Source: FAA AC 150/5300-13

H

50:1

 
and parked aircraft and other objects, except frangible NAVAIDs or 
fixed-function objects, from penetrating the OFZ. 

 Runway OFZ – The runway extends 200 feet beyond each end 
of the runway and measures 400 feet in width.   

 Inner-Approach OFZ – The inner-approach OFZ is a defined 
volume of airspace centered on the approach area that applies 
only to runways with approach lighting.  The inner-approach 
OFZ begins 200 feet from the runway threshold and extends 
200 feet beyond the last unit in the approach lighting system.  
It is the same width as the runway OFZ and rises at a slope of 
50:1 away from the runway for Runway 13 and 35; it rises at a 
slope of 34:1 away from the runway for Runway 31 and 17. 

 The Inner-Transitional OFZ – The inner-transitional OFZ is 
a defined volume of airspace along the sides of the runway 
OFZ and inner-approach OFZ.  It applies to runways with 
lower than the ¾-statute mile approach visibility minimums. 
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Taxiway Requirements 
The Airport’s existing taxiway system consists of two full-length 
parallel taxiways inboard of the runways and a series of angular and 
perpendicular runway exit taxiways for both Runways 13-31 and 17-
35.  Both parallel taxiways have a separation distance of 615 feet from 
both runway centerlines.  Runway 13-31 has six exits including three 
high-speed exits and Runway 17-35 has five exits including two high-
speed exists.  The exit locations are described above in Airfield Layout 
and Runway Use Configuration on Page 4-5.  

The airfield’s original design allows sufficient space for the potential 
construction of dual outboard parallel taxiways for both runways.  
These two potential new outboard parallel taxiways would be located 
400 feet from the centerline of each runway and only would be 
considered should future development necessitate the need.  The 
potential parallel taxiway system design complies with FAA Category 
I (CAT-I), II, and III ILS taxiway separation criteria for aircraft 
Design Group IV.   

FAA exit taxiway criteria for aircraft approach speed / design groups 
C-III and D-IV recommend that the primary aircraft arrival exits be 
located approximately 3,000 feet from the touchdown zone (1,000 feet 
from runway’s approach end) and the last exit should be 2,000 feet 
from the end of the runway.  Both CCIA runways are designed in 
compliance with these criteria.  The FAA also recommends that 
secondary exit taxiways should be located approximately 1,500 feet 
from the primary exit taxiways.  Both CCIA Runways 13-31 and 17-
35 also comply with this airfield design criteria. 

The FAA recommends that exit taxiways for general aviation aircraft 
be located approximately 1,500 feet to 2,000 feet from the runway 
ends.  The design of both Runways 13-31 and 17-35 comply with this 
general aviation airfield design criteria. 

The primary design consideration for runway exit locations relative to 
the location of the terminal apron area is to provide the least number of 
aircraft turns from the parallel taxiway system.  Two aircraft turns to 
reach the terminal apron from the parallel taxiway system are 
considered an optimum design for air carrier operational efficiency 
and safety.  Aircraft arrivals from all four existing CCIA runway ends 
to the terminal apron results in no more than two aircraft taxiing turns 
from the two parallel taxiways.  

For aircraft taxing safety considerations, a fewer number of runway 
and taxiway intersections results in less pilot confusion during low 
visibility operating conditions.  At CCIA, only two taxiway 
intersections have more than one taxiway crossing.  For arrivals from 
Runway 13-31, at taxiway intersection B-3, E, and B, the pilot has 
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clear visibility of the terminal apron which in turn lowers the chance of 
confusion during low visibility conditions.  For arrivals from Runway 
17-35, at taxiway intersection A-2, E, and A, the pilot also has clear 
visibility of the terminal apron.   

Related to peak-hour runway system capacity, each runway at CCIA 
has an IFR capacity of approximately 35-40 peak-hour operations 
which can adequately serve the design year peak-hour scheduled 
airline traffic demand.  Therefore no additional runway exit taxiways 
or parallel taxiways are required. 

Navigational Aids 
A major objective of the CCIA Airport Master Plan Update is to 
enhance the safe and efficient operation of Runway 13-31 and the 
Runway 17-35.  The primary facility requirements for enhancing the 
safe operation of the two runways are to remove all obstructions from 
the runway approach zones as well as provide a full range of visual 
and instrument NAVAIDs.  The CCIA runway system includes the 
following major NAVAIDs that are owned, operated, and maintained 
by the FAA: 

Category I ILS 
approach capacity is 
recommended for 
Runway end 17 to meet 
current airline 
operational needs.      

 Air Traffic Control Tower and Regional TRACON; 
 CAT-I Precision Approaches to Runway ends 13 and 35 (200 
feet decision height and ½ mile forward visibility); 

 Non Precision Approaches to Runway ends 17 and 31 (700 feet 
decision height and ¾ mile forward visibility); 

 Visual Approach Slope Indicator (VASI) Systems for Runway 
ends 13, 31 and 17; 

 Localizer for Runway end 31; 
 MALSR Approach Lighting Systems for Runway ends 13, 31, 
and 35; and 

 ODALS Approach Lighting System for Runway end 17. 

With balanced runway system wind coverage of over 95 percent 
combined with predominately good metrological weather conditions, 
air traffic typically selects a specific runway based on a combination 
of pilot request, runway length, and destination airport. 

The Airport is currently supported by instrument approaches to allow 
for nearly continuous operations in IMC weather.  Runway ends 13 
and 35 are currently supported by CAT-I Instrument Landing Systems 
(ILS).  Southwest Airline’s flights from Houston Hobby Airport 
typically arrive on Runway end 17, as described by ATC staff, which 
is currently a non-precision approach.  The Airport’s existing 
Navigational Aids (NAVAIDs) should be upgraded to provide CAT-I 
approach capability (i.e., down to 200 foot ceiling and ½ mile 
visibility) approach to Runway end 17 to facilitate airline needs. 
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The FAA criteria for establishing an instrument procedure (e.g., GPS, 
ILS, VOR, etc.) is described in FAA Order 8620.3B, which states that 
“…no minimum number of potential instrument approaches is 
specified; however, the responsible FAA office must determine that a 
public procedure will be beneficial to more than a single user or 
interest.  Reasonable need is deemed to exist when the instrument 
flight procedure will be used by:  (1) A certificated air carrier, air taxi, 
or commercial operator, or (2) Two or more aircraft operators whose 
activities are directly related to the commerce of the community.” 

Global positioning system (GPS) navigation uses signals transmitted 
by a series of satellites orbiting the earth.  All runways at the Airport 
are equipped with GPS approaches.  Recently, the FAA has 
determined that GPS service supplemented with wide area 
augmentation system (WAAS) has sufficient accuracy and signal 
integrity to be used for precision instrument approaches to airports.  
Therefore, a GPS CAT-I capable precision approach for Runway 17 
can be attained at a significantly lower cost than the installation and 
maintenance of an ILS. 

The VASI lighting system serving Runway ends 13, 31, and 17 
currently are being upgraded to a Precision Approach Path Indicator 
(PAPI) system.  Runway end 35, which is not equipped with any 
visual approach guidance system, should also be equipped with a PAPI 
system as well. 

To meet the Master Plan Update objective of providing the optimum 
level of safety and peak-hour capability under IFR conditions, specific 
navigational aids to be analyzed in later elements of the study will 
include the following: 

 CAT-I Capable Instrument Approach  to Runway End 17 − 
The installation a CAT-I precision approach capability for 
Runway end 17 can  provide aircraft approach minimums as 
low as of 200 feet ceiling  and  ½ mile visibility.  A GPS CAT 
1 precision approach would require runway visual range (RVR) 
and an approach lighting system such as a medium approach 
lighting system (MALS).  In addition, if an ILS system is 
considered, it will require a glide slope (GS) and a localizer 
(LOC).  Southwest Airlines flights from Houston Hobby 
Airport generally arrive on Runway end 17, as described by 
ATC staff, which is currently a non-precision approach.  With 
the significant use of Runway end 17 by the scheduled airlines, 
the proposed ILS for Runway end 17 will provide additional 
approach safety, as well as increase runway system capacity 
under IFR conditions. 

 PAPI System for Runway End 35 − Under a current project, 
the existing VASI system for Runway ends 13, 31 and 17 are 
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being replaced by PAPI systems.  The installation of a PAPI on 
Runway end 35 is recommended to increase the safety of visual 
approaches. 

 Runway Centerline Lighting for Runway 13-31 − Although 
meteorological conditions at CCIA do not warrant a complete 
CAT-II (100 feet decision) ILS, the Airport does experience 
periods of heavy fog especially in the morning hours.  It is 
recommended that centerline runway lighting be considered to 
allow the morning departures bank improved takeoff capability 
during these periods of low visibility. 

Terminal requirements 
for the forecast years 
are reviewed to ensure 
that CCIA can 
accommodate 
continuing growth and 
changes in passenger 
and airline needs.       

These three navigational aid improvements will help CCIA meet 
existing and future aircraft operating needs. 

Terminal Facility Requirements 
With the recent construction of the Hayden W. Head International 
Terminal, available terminal space exceeds current capacity 
requirements and provides good efficiency in terms of component 
location, adjacency, and passenger service.  However, future planning 
for the short-term (PAL 1), the medium-term (PAL 2), and the long-
term (PAL 3), is included for a complete Master Plan Update.  It 
should be noted that the future plans for the terminal include only 
minor improvements due to the recent construction of the terminal 
meeting the needs of current conditions and most conditions in the 
short-term (PAL 1) and the medium-term (PAL 2).  The summary 
table following the terminal facility requirement section further 
explains the terminal’s future needs.   

An assessment of future terminal facilities demand and capacity was 
conducted to project facility requirements based on the Master Plan 
Update forecast enplanements for each planning horizon.  The 
calculations have been performed using a comparative analysis of 
existing facilities supporting today’s operations along with industry 
standard planning guidelines such as space per passenger factors and 
the application of generally accepted planning rules.  Current airline 
schedules were used to evaluate the need for near-term component 
expansion and, in conjunction with the forecasts, to show the effect of 
airline scheduling on components that are operating at or above 
capacity today, most notably the security screening checkpoint and 
baggage claim devices.  This analysis generally represents a 
conservative estimate of demand and capacity. 

Flight Schedules 
Departures 
Future flight scheduling at Corpus Christi will have a direct effect on 
the demand levels for existing departures processing components, 
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especially when flights are scheduled closely together in the peak-
hour.  Generally, these components are showing operational resiliency 
with increased efficiency from self-service ticketing and on-line 
check-in services, allowing airlines to meet increasing demand with 
existing resources.  This effect, coupled with the additional ticketing 
and baggage check-in capacity in existing systems, provides enough 
flexibility to allow the present carriers to add departures during peak-
hours.  Additionally, passenger demand may be met with a new air 
carrier entering the market, utilizing available non-leased ticket 
counters. 

The current early morning departures bank has three flights that are 
spaced relatively evenly while the afternoon bank has three departures 
that are closely spaced.  Adding a fourth and fifth flight to either bank 
would reflect the projected peak-hour departing passenger levels for 
PAL 2 and PAL 3, respectively.  An important factor to consider in 
evaluating peak demand is when passengers arrive at the Airport for 
early morning and late afternoon departures.  Afternoon departing 
passengers typically arrive at the Airport over a longer period prior to 
their scheduled departure.  Therefore, additional flights during the 
morning bank may have a greater impact on facilities as passenger 
demand on facilities will be spread over a shorter time.  For the 
purposes of this study, the later afternoon passenger arrivals curve was 
used to determine future facility demand.  

Throughout the Master Plan Update period, it is expected that the 
aircraft types and peak-hour schedule will vary, as carriers respond to 
increased market demand.  Therefore, the peak-hour schedules are 
shown in multiple tables for clarity in displaying these trends. 

Table 4-12 shows the forecast flights and estimated peak-hour 
departing passengers for the Master Plan Update PAL 1 and PAL 2. 
 

Table 4-12 
PAL 1 AND PAL 2 PEAK-HOUR DEPARTING PASSENGERS 

Corpus Christi International Airport Master Plan Update 
PAL 1 PAL 2  

 

Aircraft Seats 80 Percent 
DLF1

Aircraft Seats 80 Percent 
DLF

STD2

1

CRJ 90 90 72 CRJ 90 90 72 5:00 p.m. 
B737 138 110 B737 138 110 5:10 p.m. 
CRJ 70 70 56 CRJ 90 90 72 5:20 p.m. 
CRJ 90 90 72 CRJ 90 90 72 5:30 p.m. 
   CRJ 70 70 56 5:40 p.m. 
Total 388 310  478 382  
Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(2)   Scheduled Time of Departure 
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Given the continual changes in the aviation industry, the actual aircraft 
size and number of flights may vary, as can the carriers serving the 
market and the destinations served.  The schedule for departures is 
included to show a possible extension of today’s departures during the 
peak-hour.  More closely spaced departures place a greater demand on 
facilities; however, the carriers have the ability to adjust schedules if 
needed.   

Table 4-13 shows the forecast flights and estimated peak-hour 
departing passengers for the Master Plan Update PAL 3. 
 

Table 4-13 
PAL 3 PEAK-HOUR DEPARTING PASSENGERS 

Corpus Christi International Airport Master Plan Update 
PAL 3 

 

Aircraft Seats 80 Percent DLF1 STD2

CRJ 90 90 72 5:00 p.m. 
B737 138 110 5:10 p.m. 
CRJ 90 90 72 5:20 p.m. 
CRJ 90 90 72 5:30 p.m. 
CRJ 70 70 56 5:40 p.m. 
CRJ 70 70 56 5:50 p.m. 
Total 548 438 
Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(2) Scheduled Time of Departure 

New entrant carrier service has been assumed for at least one of the 
flights under the PAL 3 schedule during the peak-hour.  This is 
derived from the above projections and the Master Plan Update 
forecast.  It is one of many different potential schedules but serves as 
the basis for evaluating facility demand and future component 
requirements. 

Arrivals 
Arriving leisure passenger populations typically place a heavier 
demand on baggage claim facilities than business passengers due to a 
higher number of bags per passenger and more passengers claiming 
bags.  Aircraft arrivals for each passenger category during 
corresponding peak-hours will yield different numbers of passengers 
claiming bags.  Scheduling flight arrivals at sufficient intervals can 
help to better utilize available baggage claim capacity; however, as 
demand increases, baggage delivery to the devices may not be able to 
keep pace with passenger queues.  The baggage claim queue area will 
become insufficient over time, and this may occur earlier in the 
planning period than later. 

As noted in the forecast, the cruise ship market in Corpus Christi will 
likely attract passengers that drive to the area, much like the Galveston 
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market.  However, the Airport should expect some activity from the 
cruise segment which places different demand on facilities.  For cruise 
ship passengers, the number of bags per passenger, bags checked, and 
passengers claiming will likely increase.  If this occurs, there are ways 
to handle the demand before having to increase the size and/or number 
of devices and corresponding building space (described in subsequent 
sections). 

Table 4-14 shows the additional flights and estimated number of peak-
hour arriving passengers for the Master Plan Update PAL 2 and PAL 
3. 

Table 4-14 
PAL 2 AND PAL 3 PEAK-HOUR ARRIVING PASSENGERS 

Corpus Christi International Airport Master Plan Update 
PAL 2 PAL 3  

 

Aircraft Seats 80 Percent 
DLF1

Aircraft Seats 80 Percent 
DLF

STA2

1

   CRJ 90 90 72 8:15 a.m. 
   CRJ 90 90 72 8:25 a.m. 
B737 138 110     B737 138 110 8:35 a.m. 
CRJ 90 90 72 CRJ 90 90 72 8:45 a.m. 
CRJ 90 90 72    8:55 a.m. 
Total 318 2543  408 3263  

Source: PGAL, 2005 
(1) Peak-Hour Terminating Passengers at 80 Percent Design Load Factor 
(2) Scheduled Time of Arrival 
(3) Table 3-29 shows 260 deplanements for 2013 and 330 deplanements for 2018.  This estimate is an 

overall total, assuming 100% load factor.  When calculating peak-hour arrivals, additional detail is 
factored in, such as aircraft specifications and number of seats, resulting in minor variances.  

These tables provide the number of flights and aircraft type required to 
meet the forecast for peak-hour deplaning passengers.  This number, in 
addition to the forecast inbound operations, is required to size arrivals 
functional components such as baggage claim requirements, 
restrooms, rental car needs, and other terminal facilities.   

Table 4-15 shows the additional flights and estimated number of peak-
hour arriving passengers for the Master Plan Update PAL 3.  

As with the peak-hour departing passenger numbers, the design load 
factor is set at 80 percent, a traditional planning standard.  The number 
of passengers claiming bags will be less, though, even for a 
terminating Airport such as Corpus Christi, with the exception of 
leisure travelers bound for onward travel aboard a cruise ship.  Under 
this circumstance, the design load factor may well be a lower limit 
unless other arrangements are made to allow luggage to be checked 
from the originating city directly to the ship dock, bypassing baggage 
claim altogether as has been done at some port cities.   
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Table 4-15 
PAL 3 PEAK-HOUR ARRIVING PASSENGERS 

Corpus Christi International Airport Master Plan Update 
PAL 3 

 

Aircraft Seats 80 Percent DLF1 STA2

CRJ 70 70 56 8:15 a.m. 
CRJ 90 90 72 8:25 a.m. 
B737 138 110 8:35 a.m. 
CRJ 90 90 72 8:45 a.m. 
CRJ 90 90 72 8:55 a.m. 
Total 478 3823

Source: PGAL, 2005 
(1) Peak-Hour Terminating Passengers at 80 Percent Design Load Factor 
(2) Scheduled Time of Arrival  
(3) Table 3-29 shows 380 deplanements for 2023.  This estimate is an overall total, assuming 100 

percent load factor.  When calculating peak-hour arrivals, additional detail is factored in, such as 
aircraft specifications and number of seats, resulting in minor variances.  

Functional Component Demand and Capacity 
Terminal component 
demand and capacity 
have been developed 
by reviewing areas of 
the terminal, observing 
passenger activity, and 
discussing with Airport 
staff and airlines how 
well the present 
facilities are 
functioning.       

Future terminal demand and program requirements for capacity are 
divided into their respective component facilities and are described in 
the following sections: 

 Ticket Hall; 
 Checked Baggage Security Screening; 
 Passenger Security Screening Checkpoint; 
 Aircraft Gates and Passenger Holdrooms; 
 Concessions and Rental Car; and 
 Arrivals Hall and Baggage Claim. 

Ticket Hall 
The ticketing and baggage check-in facilities have sufficient capacity 
to meet demand beyond PAL 2.  Ticket counter capacity is available 
for new market entrants or existing carrier expansion.  New carriers 
could utilize three existing blocks of ticket counter and Airline Ticket 
Office (ATO) support space.  For existing carriers, ticket counter 
positions are capable of handling more demand than they process 
today.  Increased efficiency from expanded self-service ticketing and 
check-in will also contribute to increase capacity and higher utilization 
through faster transaction times.  This will allow for an increase in the 
number of passengers processed without a corresponding increase in 
area requirements.   

At present, the airlines process passengers at a rate consistent with 
industry standards for a fairly high level of service.  There are many 
periods throughout the day during which an agent is available 
immediately or with minimal wait time.  The airlines currently have 
more ticket counter positions than are necessary to process departing 
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passenger demand, and future requirements can be absorbed in large 
part by this available capacity. 

Table 4-16 presents ticketing demand, counter and facility 
requirements for each of the planning activity levels. 

 
Table 4-16 

TICKET COUNTER COMPONENT REQUIREMENTS 
Corpus Christi International Airport Master Plan Update 

 Existing PAL 1 PAL 2 PAL 3 
Demand (PHOP P

1) 200 310 380 430 
Number of Positions 51 45 51 58 
Length (l.f.) 250 207 235 267 
Counter2 (s.f.) 3,990 3,003 3,637 4,136 
Queue (s.f.) 3,260 2,494 2,957 3,364 
ATO3 (s.f.) 10,624 9,461 10,624 12,082 
Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(2) City ticket counter not included 
(3) Airline Ticket Office 

Checked Baggage Security Screening 
There are three temporary stations at which bags are screened using 
Explosive Trace Detection (ETD) systems in front of the ticket 
counters.  This area will remain in operation until the TSA and the 
Airport institute different technology in an installation behind the 
ticket counters.  This could be achieved by expanding the ATO and 
moving the present operation or by installing in-line scanning devices.  
Since the present operation occupies ticket counter queue space, it will 
have to be moved at some point in the future, regardless of whether the 
projected growth is achieved by the present carriers or new entrant 
airlines.  It is important to plan for a change in baggage screening 
methodology and technology to reserve space for these changes.   

Table 4-17 presents screening space requirements for each of the 
planning activity levels for ETD screening. 

The figure shown for Explosive Detection Systems (EDS) includes 
area for baggage screening and make-up devices.  It is an estimate 
based upon a limited number of EDS devices, baggage conveyor, and 
make-up devices.  The current Airport Improvement Plan provides for 
terminal modifications for EDS equipment.  Terminal modifications 
will include extending airline offices to accommodate a minimum of 
two EDS, providing connecting baggage conveyor systems, and 
sufficient air conditioning to operate the equipment.  This will replace 
the ETD equipment that is currently being utilized by the TSA.  It will 
also relocate the  
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Table 4-17 
CHECKED BAGGAGE SCREENING COMPONENT REQUIREMENTS1

Corpus Christi International Airport Master Plan Update 
 Existing PAL 1 PAL 2 PAL 3 
Demand (PHOP P

2) 200 310 380 430 
Number of Positions3 12 16 16 16 
Length (l.f.) 72 96 96 96 
Bag Queue (s.f.) 214 289 289 289 
Screen Area (s.f.) 438 588 588 588 
Total (s.f.) 652 877 877 877 
EDS4 (s.f.)   12,000 12,000 
Source: PGAL, 2005 
(1) Future checked baggage screening facilities will not be located in front of the ticket counters.  

Existing checked baggage screening is in front of the ticket counters. 
(2) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(3) Number of bag examining tables 
(4) Explosive Detection Systems space includes baggage makeup devices 

 

equipment from the public area of the terminal to the back of the 
terminal in a non-public use area. 

Passenger Security Screening Checkpoint 
Passenger security screening facilities can be affected by an increase in 
departure activity as a result of additional flights, larger aircraft, or 
more closely scheduled departures.  This pressure is likely to occur 
earlier in the Master Plan Update period, given the current peaking 
from the afternoon departures bank. 

The passenger security screening area of the terminal was built with 
the capability of expansion to two processing stations.  In order to 
facilitate a second processing station at the passenger security 
screening area, queuing for both areas will need to be revisited.  
Currently queuing for the only processing station creates a switchback 
queuing line directly in front of the location of the future second 
processing station.  The passenger identification and boarding pass 
checkpoint also would have to be relocated in order to allow for this 
activity.  This will place additional demand on the concourse corridor 
with the passenger queue moving further back along the west wall. 

Table 4-18 presents  facility requirements for each of the planning 
activity levels for the passenger security screening checkpoint (SSCP).  
It should be noted that the current SSCP does not meet TSA Passenger 
Security Guidelines for processing passengers in ten minutes or less 
based upon the 2005 Peak-Hour Originating Passengers (175 
passengers per-hour processing per magnetometer).  

The following parameters were used to calculate capacity requirements 
for the SSCP: 
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Table 4-18 
SECURITY SCREENING COMPONENT REQUIREMENTS 

Corpus Christi International Airport Master Plan Update 
 Existing PAL 1 PAL 2 PAL 3 
Demand (PHOP P

1)        200 310 380 430 

 

WTMD2 13 2 3 3 
X-ray Scan 13 2 3 3 
Queue (number of passengers     39/69 05/24 01/10 04/27 
Avg/Maximum per SSCPP

4

5Queue (s.f.)        696 312 130 351 
Total SSCP4 (s.f.)     2,785 2,785 4,178 4,178 

  
Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(2) Walk-Thru Metal Detector 
(3) Existing facilities – TSA formulas indicate this number should be two (2) 
(4) Security Screening Checkpoint (total square footage required) 
(5) Not included in total SSCP square footage for 2005 
 

 Demand scale − In order to account for the relative random 
nature of passengers arriving at the Airport when compared to 
a steady flow, a surge factor of 1.2 was applied to the base 
demand. 

 Utilization factor − A conservative utilization factor was used 
to represent machine down-time and higher than average 
processing rates, such as when unusual or odd-size items 
require significant attention before being scanned through the 
X-ray machines.  This was set at 80 percent utilization.  
Industry experience indicates that X-ray machines will 
experience a 20 percent down or hold time during which 
another machine should be available in order to maintain 
minimum acceptable processing times.  Even at a 95 percent 
factor, a second machine should be available and ready to be 
used for normal operations. 

 Service rates − The service rate was set at 175 passengers and 
bags per hour per Walk Through Metal Detector (WTMD), or 
three per minute and twenty-one seconds per passenger on 
average.  Industry standards have historically placed this value 
at twice this number; however, the TSA service rates have 
decreased with the advent of more restrictive screening 
processes.  Throughput will improve with the development of 
advanced screening technology; however, the basic process 
will remain the same, that of passengers and baggage having to 
pass through automated devices, and individual variations can 
require more than the average per passenger allotted time. 

 Carry-on bags − The average number of carry-on bags per 
passenger was set at 1.3 bags based upon field observations at 
CCIA. 
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 Maximum queue time − The maximum acceptable time in 
queue was set at ten minutes per SSCP – TSA’s desired 
standard; however, it is not uncommon for passengers to 
experience wait times of 15 to 20 minutes during peak activity 
at U.S. airports. 

 Queue area − The area per passenger in queue was set at 13 
square feet per SSCP queue area in order to account for 
passengers with bags and those traveling together in groups.  
At 1.3 bags per passenger, the observations showed that almost 
all passengers carried a small bag, backpack, and briefcase or 
computer bag for personal items.  Approximately one-third of 
the passengers carried medium-sized luggage through the 
checkpoint.  

A second baggage machine and WTMD should be installed and 
operated during peak-hour operations today as CCIA does not meet 
minimum TSA standards of 10 minutes or less per SSCP queue.  This 
will meet passenger carry-on demand and the need to provide a good 
level of service for queuing passengers.  Passengers experience both a 
longer queue and wait time during the afternoon departures bank than 
at any other time of the day.  The service level will continue to 
experience downward pressure as passenger enplanements grow and 
additional flights are added to the peak-hour. 

Aircraft Gates and Passenger Holdrooms 
Table 4-19 presents facility requirements for each of the planning 
activity levels for the aircraft gate passenger departure lounge/ 
holdroom. 

Table 4-19 
AIRCRAFT GATE LOUNGE/HOLDROOM COMPONENT REQUIREMENTS 

Corpus Christi International Airport Master Plan Update Update 
 Existing PAL 1 PAL 2 PAL 3 

Demand (PHOP P

1) 200 310 380 430 
Existing (s.f.) 8,991 7,692 8,615 8,615 
Ticket Lift (s.f.) 4,273 2,164 2,424 2,424 
Lounge2 (s.f.) 4,718 5,528 6,191 6,191 
Lounge3 (Number of Passengers) 3,444 5,338 6,544 7,405 
Capacity4 (Number of Passengers) 263 325 364 364 
Area/Occ (s.f.)  22 18 16 14 
Occ (%) 76% 95% 104% 118%max 

Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor;   
(2) Existing area minus ticket lift space 
(3) Required areas not including ticket lift space 
(4) Capacity based on 80/20 seated/standing passenger weighted average of 17 s.f. per passenger (Source: Airport 

Development Reference manual, 9th Edition, January 2004) 
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The existing gate departure lounge area will handle the forecast 
passenger demand corresponding until PAL 3.  As traffic grows, there 
will likely be passenger overflow into other lounges and the concourse 
during the peak-hour.  If a carrier operates more than one flight during 
the peak-hour, additional passenger demand will be placed on its 
lounge area with adjacent lounges accommodating passenger 
overflow.  Flights departing after the peak-hour may also place 
additional passenger demand on the lounges if passengers arrive early 
for their flights.  A surge factor of 1.2 to 1.3 has been used in 
calculating the area requirement in order to account for these 
scenarios.   

Table 4-20 presents facility requirements for the aircraft gate 
passenger departure lounge for PAL 2 and PAL 3.  
 

Table 4-20 
AIRCRAFT GATE LOUNGE/HOLDROOM COMPONENT 

REQUIREMENTS 
ADJUSTED FOR OVERFLOW ORIGINATING PASSENGERS 

Corpus Christi International Airport Master Plan Update 
 PAL 2 PAL 3 

Demand (PHOP P

1) 380 430 
Existing (s.f.) 8,615 8,615 
Lounge2 (s.f.) 8,968 10,205 
Ticket Lift (s.f.) 2,424 2,800 
Lounge3 (s.f.) 6,544 7,405 
Overflow Passenger Space4 7,852 8,886 
Total5 (s.f.) 10,276 11,686 
Additional Requirement (s.f.) 1,661 3,071 
Source: PGAL, 2005 
(1) Peak-Hour Originating Passengers at 80 Percent Design Load Factor 
(2) Required area: sum of ticket lift and lounge areas 
(3) Required area not including ticket lift 
(4) Space for passengers occupying the departure lounges for out of peak-hour flights 
(5) Total assumes 80%/20% seated/standing passengers using a weighted average of 17 s.f. per 

passengers 

Concessions/Retail 
Concessions are located on both the non-secure and secure sides of the 
concourse and consist of a full-service restaurant, a coffee and pastry 
shop, and a fast food restaurant.  Open seating areas are located near 
the entrances to the coffee shop and fast food windows.  A news/ 
periodicals gift shop is located on the secure side of the concourse.   

Expansion of the concession/retail component is predicated on growth 
in existing stores while adding both secure and non-secure 
concessions.  The non-secure news/gifts store should begin as a 
modest space, primarily in the form of a newsstand.  This would be 
expanded over the Master Plan Update period, doubling in size to 
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provide more variety including specialty goods.  Additional 
concessions can include adding a specialty gift store.  

Table 4-21 presents demand, capacity and facility requirements for 
each of the planning activity levels for concessions/retail. 

 
Table 4-21 

CONCESSIONS/RETAIL COMPONENT REQUIREMENTS 
Corpus Christi International Airport Master Plan Update 

 Existing PAL 1 PAL 2 PAL 3 
Number of stores 4 4 6 8 
News/Gifts1 (s.f.) 378 639 804 1,208 
News/Gifts2 (s.f.) 0 229 458 917 
Fast Food & Coffee Shop 
(s.f.)

973 1,278 1,419 1,575 
2

Deli/Bar(s.f.)1 513 885 1160 1,523 
Common Area3 (s.f.) 650 1,200 1,500 1,800 
Full-Service (s.f.) 2 1,973 3,067 3,406 3,780 
Other4 (s.f.) 319 1,145 1,435 1,800 
Total (s.f.) 4,293 8,070 10,110 12,602 
Source: PGAL, 2005 
(1) Secure area concession 
(2) Non-secure area concession 
(3) Common seating area based on 15 s.f. per person 
(4) Concession storage space at ramp level and food preparation area, based on 20 percent of total 

The Airport has recently opened a deli style/bar on the secure side of 
the Airport.  As shown in the Table 4-21, planning to expand this 
deli/bar should begin in PAL 2.  The full-service restaurant is also 
shown to expand over the Master Plan Update period as this service 
matures, offering a higher value menu selection.   

Concession space is shown to more than triple during the Master Plan 
Update period from two percent of total building space to 
approximately seven percent of total building space.  

Arrivals Hall and Baggage Claim 

 

Meeters and greeters will typically meet their parties at the concourse 
level near the security screening checkpoint and accompany them to 
the arrivals hall and baggage claim.  This works well for the current 
operations, as there is sufficient concourse area for this activity.  Also, 
there is not enough space at the lower level for all meeters to queue 
around the escalators to await arriving passengers.  As space at the 
non-secure concourse is taken up by departures and arrivals processes, 
including expansion of queuing at the checkpoint and the increased 
flow of arriving passengers as they exit the secure concourse, either 
the arrivals hall or the concourse will have to be expanded to provide 
sufficient meeting space.  Without expansion, the meeters queuing to 
await their party will begin to block passenger flow throughout the 
concourse areas.   
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The arrivals hall is comprised of the east corridor and the lower level 
concourse in front of the rental car counters and baggage claim.  This 
area is large enough to accommodate overflow passengers and their 
escorts as they await delivery of their bags.  However, it also provides 
a corridor for passengers in-transit from the upper level concourse to 
the baggage claim area and as queue space for the rental car counters.  
The calculation of waiting and meeting space must be adjusted to 
allow for the free flow of passengers moving through the space to each 
of the functional components, including those passengers who have 
returned rental cars and are headed for the departures hall.  The 
baggage claim hall should be expanded sufficiently to accommodate 
escorts and passengers claiming and their luggage.   

During the near term, given the available space for baggage claim, 
some passengers will not immediately be able to access their bags due 
to crowding around the claim devices.  This primarily will occur when 
there are simultaneous flight arrivals.  A balance between the two 
existing devices will have to be maintained until the claim hall can be 
expanded. 

Table 4-22 presents facility requirements for each of the planning 
activity levels for the baggage claim area and facilities. 
 

Table 4-22 
BAGGAGE CLAIM COMPONENT REQUIREMENTS 

Corpus Christi International Airport Master Plan Update 
 Existing PAL 1 PAL 2 PAL 3 
Demand (PHTP P

1) 180 260 330 380 
Bag Claim Device (l.f.) 175 169 215 247 

2Bag Claim Area  (s.f.) 4,469 4,316 5,478 6,308 
Bag Claim Demand3 135 195 248 285 
Number of Escorts4 41 59 74 86 
Total Occupancy 176 254 322 371 
Source: PGAL, 2005 
(1) Peak-Hour Terminating Passengers at 80 Percent Design Load Factor 
(2) Passenger area per foot of claim device: 17 s.f. per passenger 
(3) Passengers claiming bags are estimated at 75 percent of peak-hour terminating passengers 
(4) Escorts represent 30 percent of passengers claiming bags 

The requirement for baggage claim hall and length of claim device 
frontage in PAL 3 is twice the existing capacity.  This space can be 
accommodated by expanding the building to the east, in the direction 
of the rental car parking lot.  In order to provide more space for 
passengers and their escorts in the arrivals hall, the rental car counters 
also can be moved to the east.  This would have the beneficial effects 
of opening the north face of the terminal to more daylight and 
providing a better view of the curb.   

Passengers who will be traveling onward to cruise ships will likely 
have more than the average 1.3 bags per passenger and may place an 
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extraordinary demand on the baggage claim devices.  If cruise activity 
yields a relatively high number of Airport passengers, the Airport, 
airlines, and cruise operators should collaborate on a baggage claim 
solution.  Some operators allow passengers to check their luggage at 
their origination city with the cruise ship operator claiming the bags on 
the airside and transporting them directly to the ship dock, where 
passengers reclaim them for check-in just prior to boarding the ship.  
In this arrangement, the bags are tagged at the originating city with 
special tags designating them for the cruise ship operator and are not 
delivered to the claim devices.  

However, it may be more prudent for passengers to handle their 
luggage given security concerns.  This would require that the bags be 
checked through baggage screening devices at the dock; however, it 
would reduce the possibility that some bags would not be screened and 
potential liability for the airport and air carriers. 

The terminal does have a dedicated space for tour group assembly, 
both for arriving and departing tours.  However, the space is not 
sufficient to accommodate passengers and their baggage other than 
carry-on luggage.  Some consideration to creating another area for this 
activity in the space currently occupied by the rental car counters or at 
the east end of the terminal within an expansion may be appropriate, 
particularly for use during seasonal peak travel periods. 

Rental Cars 
Rental car space in the terminal area consists of two components: the 
rental counter in the arrivals hall and parking adjacent to the terminal 
for rental car pick-up and drop-off.  The existing counters provide 
space for five companies.  Growth in this component is expected to 
remain stable throughout the Master Plan Update period for the 
number of companies offering service from the airport terminal.  
Similar to airline check-in, the rental car companies can achieve 
additional efficiency with check-in facilities located in the parking 
area.   

The terminal program 
requirements account 
for any required 
facilities to maintain 
functionality for the 
forecast Airport 
activity.       

Future expansion is anticipated to occur within the existing companies 
and is reflected in an increase in their counters and queue space.  With 
expansion of the arrivals and baggage claim halls, the rental car 
counters can be moved to the east in new construction, opening the 
space at the front of the terminal for other arrivals activities.  The 
rental car parking can be moved further to the east or to the north as 
part of a parking garage in the future. 

Table 4-23 presents facility requirements for each of the planning 
activity levels for rental car counter space. 
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Table 4-23 

RENTAL CAR COMPONENT REQUIREMENTS 
Corpus Christi International Airport Master Plan Update 

 Existing PAL 1 PAL2 PAL 3 
Arriving Passengers (PHTP)1 180 260 330 380 
Arriving Flights 3 3 4 5 
Rental Car Counter (l.f.) 75 75 90 105 
Rental Car Counter Area (s.f.) 675 675 810 945 
Queue2 (s.f.) 750 750 900 1,050 
Office (s.f.) 750 750 900 1,050 

Source: PGAL, 2005 
(1) Peak-Hour Terminating Passengers at 80 Percent Design Load Factor 
(2) Existing queue area is part of the arrivals hall 

Terminal Program Requirements 
As shown in Table 4-24, Terminal expansion will be necessary to 
meet the forecast demand.  By PAL 3, an additional 16,426 square feet 
of building space will be required.1

 
Table 4-24 

TERMINAL PROGRAM REQUIREMENTS SUMMARY 
Corpus Christi International Airport Master Plan Update 

Space Required for Demand (s.f.) Existing PAL 1 PAL 2 PAL 3 
19,582 17,874 14,958 17,218 Ticket Counter 

877 652 877 877 Checked Baggage Screening 
3,682 1,725 1,900 1,991 Security Screening 

 

Departures Lounge 8,991 7,692 10,276 11,686 
8,070 4,293 10,110 12,602 Concession/Retail 

Baggage Claim 6,159 6,006 7,628 8,778 
Rental Car 2,175 2,175 2,610 3,045 

Source: PGAL, 2005 
Note: Items designated in bold show PAL demand exceeding existing space 

Ground Transportation Requirements 
The capacities of the Airport’s circulation systems, including its 
roadways and terminal curbfront, are identified and compared to 
forecast demand.  The demand and capacity analysis addresses the 
location and timeframe for system improvements to achieve acceptable 
levels of service.  Future Airport ground access demand will be used to 
plan and evaluate future Airport ground transportation facilities. 

                                                 
1This is not the total square footage to be added to the terminal, but it is the measurable 
components that will vary based on demand during the planning years.  Table 4-26 may not 
add to the total of required additional square footage due to rounding and small 
miscellaneous areas of the terminal that are unassigned to a specific category. 
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Roads and Circulation System Requirements 
In general, airports have unique roadway characteristics that are 
related to their distinct ground circulation and roadway operations.  
Roadway characteristics such as capacities, speeds, and densities are 
very different from customary transportation thresholds and 
requirements.  For instance, airport roadways have lower capacities 
and speeds due to the significant amount of weaving and stopping of 
the general circulation flow.   

The Airport’s circulation system provides efficient access to the 
terminal and allows maneuverability to Airport facilities.  International 
Drive, a one-way loop roadway, provides two lanes (each side) for 
access to and from SH 44 and the Terminal.  The roadway widens 
from two lanes to four lanes divided by a median in the front of the 
Terminal, allowing for private and commercial vehicle lanes for the 
terminal curb.  The Airport’s circulation system can be characterized 
by clear sightlines and a lack of congestion.  The complete road 
system of service roads and security fencing appears to be adequate to 
meet the full build-out PAL 3 demand requirements. 

Public Transit Opportunities 
As of April 2006, ground transportation providers included Regional 
Transportation Authority (RTA) bus service, hotel and rental car 
shuttles, limousine services, and taxi services.  Typically, the majority 
of passengers prefer using private automobile transportation due to 
luggage constraints.  Public transit services to and from the Airport 
and the RTA Staples Street Bus Station across from City Hall occur 
regularly on weekdays between 6:30 am and 6:10 pm and on 
Saturdays between 7:55 am and 6:10 pm.  Public transit services to the 
Airport from Robstown also began in April, 2006.  The Robstown 
services, transporting passengers to or from Avenue A and 4th Street in 
Robstown, occur between 6:05 am and 7:55 pm.   

Additional transit service opportunities targeting business travelers 
would coincide with the majority of airport passengers, as shown in 
historical enplaned passengers, which indicates a stable history usually 
seen in more of a business market.  Transit services for these personnel 
would most likely be appropriate for trips to hotels and the recently 
expanded Bayfront Plaza Convention Center.  These transit services 
should be considered in addition to the recent public transit services 
currently being offered.   

Rental Car Parking 
Rental car operations consist of approximately 211 ready/return spaces 
and 1,708 square feet of terminal space.  Operating characteristics and 
space needs for ready/return spaces, maintenance operations, and fleet 
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storage differed among the individual rental car agencies and are 
presented for the facility as a whole because of the sensitivity of the 
individual operator information.  Activity at the rental car facility is 
reflective of business travel with the peak number of rentals taking 
place on Monday mornings while peak returns occur on Friday 
afternoons.  Therefore, storage requirements for vehicles peak over the 
weekend.   

Requirements for the agencies in place are based on their existing 
lease areas.  The rental car service/storage area operates at 
approximately 90 percent of capacity during the peak month, based on 
operator interviews.  This information, combined with projected 
passenger levels and current rental car parking ratios, was used to 
estimate requirements for rental car parking.   

Table 4-25 presents requirements for ready/return spaces.  These 
requirements assume that future rental car operations will remain 
consolidated as they are today.  As indicated, the rental car area will 
reach capacity by PAL 1.  By PAL 3, an additional 59 ready/return 
spaces will be required.  The required spaces addresses the overall 
need, and additional spaces in existing rental car facility storage areas 
can potentially be used to offset this need.  Future rental car operations 
may include a quick-turn-around facility, including a gas and car wash 
station. 
 

Table 4-25 
RENTAL CAR REQUIREMENTS 

Corpus Christi International Airport Master Plan Update 
Existing 
Spaces 

PAL 1 PAL 2 PAL 3  

Ready/Return Spaces 
Required 1 219 243 270 211 Ready/Return 
Surplus/(Deficit) (8) (32) (59) 

Source: PB Aviation 
(1) Based on 2004 general activity report; 50.1 percent enplanements and 49.9% deplanements from 

total passengers. 

Public Parking Capacity Requirements 
Public parking requirements for the forecast PALs were determined by 
applying industry standard ratios based on peak-hour passengers and 
adjusted accordingly to reflect actual parking demand.  It should be 
noted that these parking requirements were developed on the basis that 
the private automobile would remain the predominant mode of travel 
to and from the Airport. 

An analysis of historical parking data, provided by the Airport, 
indicated that the parking profile of the Airport is somewhat typical of 
airports that enplane less than one million annual passengers, with 
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exceptions unique to CCIA.  The exceptions include a higher demand 
for long-term parking above standard parking planning metrics and the 
recent addition of covered parking.  Increased demand for long-term 
parking was confirmed after reviewing historical parking data and 
through conversations with Airport staff.  The covered parking 
consists of a lightweight framed fabric structure that was erected over 
existing parking spaces.  This feature is appealing to customers who 
desire to park their cars under cover from the sun and rain and is an 
attractive amenity for CCIA, particularly during hot summer months.   

Currently, there are 1,497 public parking spaces, including 449 short-
term spaces (29.9 percent of total), 321 covered spaces (21.4 percent 
of total) and 727 long-term spaces (48.5 percent of total).  Based on 
2005 parking data, short-term parking is serving its intended purpose 
with 76 percent of users staying two hours or less in duration.  The 
average duration for long-term parking is 2.9 days, which is typical of 
the business traveler.  The average parking fee per car is $2.88 for 
short-term, $21.57 for long-term, and $18.29 for covered parking.  
However, as reported by CCIA, the short-term lot is underutilized; 
whereas, the covered and long-term lots cannot accommodate demand 
during busy periods.  Typically, airports reserve 20–30 percent of 
parking spaces closest to the terminal for short-term parking.  If the 
short-term is underutilized, then consideration should be given to 
reallocating a portion of the short-term spaces to covered or long-term 
uses, or use it for temporary overflow during peak-hours.   

CCIA will not have 
sufficient public 
parking capacity over 
the planning period.  
Property needs to be 
identified and reserved 
now for covered and 
long-term parking 
expansion.       

Standard planning ratios are typically applied to passenger forecasts to 
determine an airport’s parking demand.  General planning criteria from 
the FAA suggests using 1.5 spaces per peak-hour passenger.  While 
this standard is applicable for short-term parking calculations, it was 
adjusted to 2.5 spaces per peak-hour passengers to reflect actual long-
term parking demand at CCIA.  Covered parking, as further described 
in Chapter 2, is considered an independent category from short-term or 
long-term parking with its own separate pricing requirements.  While 
covered parking appeals to both short-term and long-term users, for 
the purposes of this analysis, covered parking is calculated using 2.5 
spaces per peak-hour passengers since covered uses. 

Parking requirements are presented in Table 4-26.  By PAL 2, 
additional long-term and covered parking spaces will be required; 
therefore, CCIA needs to identify and reserve areas for covered and 
long-term parking capacity requirements.  The preferred alternative in 
Chapter 5 presents recommendations for the location of these reserved 
areas.   
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Table 4-26 
PARKING REQUIREMENTS 

Corpus Christi International Airport Master Plan Update 
Required Spaces 

Category Existing Spaces PAL 1 PAL 2 PAL 3 
Short-Term 1 449 259 322 367 

2Long-Term 727 688 857 978 
Covered 2 321 306 381 435 

 

1 Calculated at 1.5 spaces per Peak-Hour Passenger 
Total Public Parking 1,497 1,253 1,560 1,780 

2 Calculated at 2.5 spaces per Peak-Hour Passenger 
Source: PB Aviation, 2006 

Employee Parking 
As noted in Chapter 2, employee parking is provided to the west of the 
terminal.  In total, 115 employee spaces are available.  In the future, 
the employee parking lot to the west of the terminal can be expanded 
to the southwest.  This can meet the needs of the Airport throughout 
the planning period.  Because the Airport operates with full and part-
time employees, spaces do not need to be provided for each employee.   

Ground Transportation Provider Staging Area 
The private vehicle curb is sufficient to handle current and future 
demand through the Master Plan Update period due to the availability 
of excellent existing infrastructure and the relatively slow growth in 
demand for this activity.  As the terminal is expanded to the east, the 
existing arrivals curb can be extended into the existing roadway just 
east of the existing curb.  

The commercial vehicle curb is sufficient to handle projected activity 
through PAL 2, given the projection of utilization.  Key factors 
affecting this component will be the potential impact from cruise ship 
passengers and increased group tour activity.  Van, shuttle, taxi, and 
limousine services will place a corresponding higher demand at the 
curb as a result of this activity.  If group tour bus grows strongly, curb 
requirements can be met by assigning buses to an area beyond the 
main curb (as a part of a terminal curb expansion) or to a separate 
dedicated curb located at the east end of the terminal.   

Since support facilities 
enable Airport services 
and operations to 
perform normally, it is 
important to assess 
their capacity and 
requirements for future 
activities.     

Support Facility Requirements 
Support facility requirements enable normal operation and services of 
the Airport to go uninterrupted.  It is, therefore, important to assess 
whether these facilities are capable of performing their respective 
activities, especially in case of emergency.   
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Airport Rescue and Firefighting 
The Airport Rescue and Firefighting Facilities requirements are 
outlined in Federal Aviation Regulation (FAR) Part 139 Subpart D – 
Operations.  The criteria was set forth by the FAA and ICAO Rescue 
and Firefighting Panel (RFFP II), which conducted studies that 
identified the practical as well as theoretical fire areas of an aircraft 
and the corresponding amounts of extinguishing agents required to 
extinguish the fires.  This data led to the identification of five airport 
classes known as an “Index” and the corresponding ARFF equipment 
requirements.  The applicable airport index is determined by the length 
of the longest aircraft operated by a passenger air carrier an average of 
five scheduled departures per day (compiled on an annual basis).  
Table 4-27 shows the five indices and the corresponding equipment 
requirements developed by both the FAA and ICAO. 
 

Table 4-27 
MINIMUM ARFF REQUIREMENTS UNDER FAR PART 139 

Corpus Christi International Airport Master Plan Update 
Required 

Number of 
Vehicles 

Aircraft 
Length 

Scheduled 
Departures 

Airport 
Index 

Agent + Water for Foam 

500 lbs DC1 or HALON 1211 
or 450 lbs DC and 100 gallons of 
water and commensurate quantity 
of AFFF

1 A < 90' ≥ 1 
2

≥   90',  <126’ ≥ 5 Index A and 1,500 gallons of 
water and commensurate quantity 
of AFFF 

1 or 2 

 

B ≥ 126’,  <159 < 5 

≥ 126',  <159’ ≥ 5 Index A and 3,000 gallons of 
water and commensurate quantity 
of AFFF 

2 or 3 C ≥ 159’,  <200’ < 5 

≥ 159',  <200' Index A and 4,000 gallons of 
water and commensurate quantity 
of AFFF 

3 D < 5 > 200’ 

Index A and 6,000 gallons of 
water and commensurate quantity 
of AFFF 

3 E ≥ 200' ≥ 5 

Source: FAR Part 139 
1) DC = Dry Chemical 
2) Aqueous Film Forming Foam 

The longest passenger aircraft projected to be operated at the Airport is 
the 737.  The 737 has a maximum length of 110.4 feet, therefore 
placing it into the Index B category.  For Index B the ARFF 
requirements as stated in Table 4-27 are one vehicle carrying at least 
500 pounds of sodium-based dry chemical or halon 1211, 1,500 
gallons of water, and the commensurate quantity of AFFF for foam 
production or two vehicles – one vehicle carrying 500 pounds of 

CCIA meets ARFF 
Index C and exceeds 
its current and future 
needs. 
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sodium-based dry chemical or halon 1211 and one vehicle carrying an 
amount of water and the commensurate quantity of AFFF so that the 
total quantity of water for foam production carried by both vehicles is 
at least 1,500 gallons.  At present, the Airport maintains extinguishing 
agents and vehicles that meet Index C requirements, exceeding current 
and future needs. 

The service requirements of FAR Part 139 also specify that at least one 
firefighting vehicle be capable of reaching the midpoint of the farthest 
runway from its assigned post, or reaching any other specified point of 
comparable distance on the movement area which is available to air 
carriers, and applying extinguishing agent within three minutes from 
the time of alarm.  Within four minutes from the time of alarm, all 
other required vehicles must reach the above point and begin 
application of extinguishing agent.  The Airport’s existing ARFF 
station is located so that response times to the midpoint of the two 
existing runways are well within allowable limits.   

As noted in Chapter 2, the narrow door widths of the ARFF station, 
which was designed and constructed before the current ARFF vehicle 
widths, present a hindrance to ARFF vehicle response time and allow 
for potential vehicle damage.  It is recommended that a modification 
project to the ARFF station be programmed to address this deficiency. 

Fuel Farms 
The Airport will need 
an additional 3,970 
gallons of jet fuel 
storage by 2023.       

Future jet fuel storage requirements for the Airport were calculated 
based on historic fuel sales and operations.  The combined FBO fuel 
storage capacity for Jet-A currently is 48,000 gallons.   

Typically, it is recommended that airports maintain a three-day supply 
of Jet-A, to allow airline service to continue even if there is an 
interruption in fuel supply.  Based on this recommendation, Table 4-
28 shows the amount of Jet-A storage needed currently and for PAL 3.  
Through the planning period this amount is projected to increase as 
both operations and the average gallons of fuel required per departure 
increase.  By PAL 3, an additional 3,970 gallons of jet fuel storage will 
be required.  This additional 2023 requirement can be stored in the 
existing fuel transfer trucks or in new or expanded fuel facilities 
developed by the FBOs. 
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Table 4-28 
JET FUEL STORAGE FACILITY REQUIREMENTS 
Corpus Christi International Airport Master Plan Update 

  Existing PAL 3 
 Peak Daily Average Day Departures1 109 118 

 

 Daily Demand (gallons) 16,000 17,323 
 Three-Day Reserve Requirement (gallons)2 48,000 51,970 
Sources:  PB Aviation 
(1) Aircraft requiring jet fuel only 
(2)  The Airport’s existing fuel storage (48,000 gallons) provides approximately 3 days of fuel storage 

Airport Maintenance 
Airport maintenance facilities are located throughout the Airport.  The 
largest maintenance facility is a large hangar near the approach of 
Runway end 17, which provides approximately 17,263 square feet of 
space for field maintenance equipment storage and repair services.  
Other maintenance facility areas, as described in Chapter 2, 
accommodate carpentry functions associated with building 
modifications and construction, HVAC and plumbing activities, and 
custodial operations. 

The requirements for airport maintenance space were developed 
through discussions with the maintenance staff.  Although there is 
currently no deficiency in space, there is a potential for the hangar 
being used for maintenance to be leased.  In order to reserve adequate 
space for future growth, it was assumed that all functions currently 
carried out by Airport Maintenance staff will continue to be located on 
the Airport, although some could be operated through third-party 
contracting.  Equipment maintenance storage needs should change in 
proportion to changes in airport activity.  However, without a demand 
for a new runway or major terminal expansion, additional maintenance 
facilities should be developed as needs increase. 

Flight Kitchens 
There is no flight kitchen located within the terminal acres.  Airlines at 
the Airport do not currently require food preparation.  It should be 
noted that the current airline trend is to provide fewer meals due to 
economic considerations, although some airlines are experimenting 
with offering meals to passengers for an additional charge.  These 
trends should be monitored as they have the potential to influence the 
future need for flight kitchen facilities.  There is sufficient space in the 
terminal area to meet this need, should it arise. 

General Aviation 
General Aviation (GA) hangars are built by FBOs and third-party 
developers in order to serve local and itinerant customers.  GA facility 
requirements were developed for the Airport based on projected 
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general aviation demand.  Facility needs were estimated for the 
following functional areas: 

 Aircraft Storage Buildings; and 
 Aircraft Parking Apron. 

Aircraft Storage Buildings 
Storage needs for general aviation reflect local climatic conditions, and 
the size and sophistication of the Airport’s based aircraft fleet.  
Typically, aircraft with higher values are more likely to be stored in 
larger, more secure facilities.  To project future hangar storage 
requirements, it was assumed that all based aircraft would continue to 
be stored in hangars.   

Space should be 
reserved for the 
development of two 
additional hangars that 
can accommodate 
corporate aircraft.       

Based on the projections presented in Chapter 3, the expectation is that 
the number of general aviation operations will to remain stable over 
the Master Plan Update period.  However, the Master Plan Update 
should reserve space for additional corporate hangars if demands for 
such facilities arise during the planning period.  Consequently, it is 
recommended that space be reserved for the construction of two 
corporate hangars (approximately 10,000 square feet each), which 
would support approximately 10 corporate-size aircraft. 

Aircraft Parking Apron  
An apron for aircraft parking is required for passenger loading and 
unloading of transient aircraft using the general aviation terminals and 
for parking aircraft that are not based at the Airport.  There are no 
aircraft utilized tie-downs at the Airport, primarily due to local 
weather conditions.  Based on FBO interviews, there is insufficient 
demand to warrant development of tie-downs or other non-hangar 
aircraft storage facilities.  

Helicopter Takeoff and Landing Area 
Designated helipad 
locations at CCIA are 
recommended to 
provide a marked and 
identified location for 
pilot guidance and 
enhance air traffic 
control procedures.       

FAA air traffic control personal have identified a need for helicopter 
takeoff and landing areas on both the east and west General Aviation 
aprons at the Airport.  The purpose of designated helipad locations is 
to facilitate the special operating requirements of helicopters as well as 
enhance air traffic safety by separating helicopter operations from 
fixed wing aircraft operations.   

Based on the heliport design guidelines described in AC 150/5390-2A, 
a helicopter takeoff and landing area will be identified on existing 
active taxiways that are located on both the east and west FBO apron 
areas.  These areas should consist of a painted 40-foot diameter circle 
with an “H” in the middle.  The circle may also include flush mounted 
lighting for night operations.  The areas should be visible from both 
the FAA control tower as well as from the FBO operations areas.  
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After the ATC directs the helicopter to the proposed landing area, an 
FBO will direct the helicopter to a designated helicopter parking area.  
For takeoff, the helicopter would taxi to the designated area and 
contact the control tower for departure instructions.   

The helicopter parking areas are typically located a safe distance from 
fixed wing aircraft parking areas in order to minimize the effects of 
rotor wash.  During the airport plans element of the study; 
recommended takeoff and landing areas, hover taxi routes from the 
runway system to the FBO aprons, and helicopter parking areas will be 
determined. 

Cargo Facility Requirements 
This analysis presents the requirements that will be necessary to 
accommodate the cargo volumes forecast in Chapter 3.  It is important 
for Airport management to monitor the growth in air cargo at the 
Airport and to use the Planning Activity Levels to adjust the cargo 
facility requirements as necessary. 

Air Cargo Building Requirements 
Sufficient air cargo 
storage facilities exist 
for the planning period; 
however, space should 
be reserved for 
expansion.       

The measure typically used to define the capacity and efficiency of an 
air cargo facility is “warehouse utilization rate.”  Warehouse 
utilization rates are expressed as square feet per annual enplaned ton of 
cargo.  Airmail and freight statistics that were reported by the airlines 
serving the Airport in 2004 totaled 1,629 enplaned tons.  Based on a 
total Airport air cargo facility space of 20,000 square feet, the current 
warehouse utilization rate is 12.2 square feet per annual enplaned ton 
of cargo at the Airport. 

The current warehouse utilization rate was compared to other midsize 
air cargo buildings and other industry-wide planning parameters to 
determine if existing facilities are well utilized.  The average midsize 
airport warehouse utilization rate is approximately 2.5 square feet per 
enplaned ton.  With the Airport’s PAL 3 air cargo projection of 3,241 
tons and the typical air cargo building requirement of 2.5 square feet 
per ton, there is a future requirement for 8,102 square feet.  However, 
at the current utilization rate of 12.2 square feet per ton, the future 
requirement would be 39,540 square feet to meet PAL 3 demand.  The 
actual need will likely be between these two values, and space will be 
reserved for cargo facility expansion. 

For the foreseeable future, air cargo facilities should be designed to 
provide a large degree of flexibility, recognizing that the industry still 
continually changes.  Actual space requirements will depend primarily 
on the need of individual carriers using the cargo facilities at the 
Airport and the type of cargo they process.  For example, the express 
integrator carriers deal with time sensitive express freight, which is 
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usually transported in full container loads passing through highly 
automated facilities.  In contrast, passenger carrier belly hold cargo 
typically moves in smaller lot sizes and in break-bulk form, requiring 
more storage space per annual ton. 

The degree of automation planned for a particular facility also affects 
warehouse space requirements.  At many airports, cargo warehouses 
have become storage facilities because of the inability to process and 
distribute cargo in a timely manner.  The majority of air cargo 
shipment time is spent in various ground systems (e.g., trucks). 

Air Cargo Apron Requirements 
The importance of adequate air cargo apron space that is directly 
adjacent to the face of the air cargo building cannot be over-
emphasized.  For marketability and operational efficiency, this air 
cargo facility design parameter is considered the primary factor used 
by air cargo operators when leasing space.   

The existing air cargo aircraft apron is large enough for small feeder 
aircraft only.  It is recommended that an appropriate-size apron be 
developed that can accommodate the types of aircraft forecast to serve 
the Airport. 

For long-range air cargo planning purposes, the critical air cargo 
facility design factor is the ability to park air cargo aircraft directly 
adjacent to the air cargo processing building.  For planning purposes 
an apron of approximately 17,800 square yards should be provided for 
five B757 size air cargo aircraft. This apron could support an 80,000 
square feet air cargo building (800 feet x 100 feet) or 200,000 annual 
tons of cargo. 

Truck Apron Requirements 
Landside truck facility design considerations should be addressed in 
the planning of new facilities because trucks are an integral part of the 
cargo business. Some general design considerations include: 

 Adequate turning radii at entrances to individual cargo lots; 
 Truck parking and maneuvering room to accommodate fleets 
of small vans and large over-the-road 45-and 54-foot tractor-
trailer trucks; 

 Large truck docking with suitable surface access roads; 
 Space to accommodate overnight tractor-trailer parking; and 
 Appropriately located and sized employee/customer parking. 

The pavement strength of the Airport roadways that are used by truck 
traffic will need to be sufficient to accommodate increasing truck 
volumes.   
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In preparing a site plan, particular attention must be given to the 
“working” area required by the carriers operating the freighters.  The 
area must include (in addition to the parking position of the truck) 
support equipment of all types:  conveyors, loaders, container 
transporters, trucks, tugs, container staging racks, and so on.   

The area reserved for freight truck and employee parking typically 
extends the length of the air cargo building.  Typically a truck apron 
depth of 100 feet is required to accommodate the maneuvering space 
for large trucks to back into the loading docks.  In addition, an 
additional 60 feet wide parking area is required for employee parking 
and freight truck staging areas. 

Summary 
Overall, the analysis of demand/capacity facility requirements 
indicates that many of the Airport’s systems will need additional 
capacity in order to meet forecast demands.  The requirements for 
additional facilities are summarized in Table 4-29 and the text 
following the table.  

Airfield 
The current airfield configuration possesses sufficient airfield and 
airspace capacity to meet the forecast demand through PAL 3, which is 
considered long-term planning.  No significant delays will be 
experienced by aircraft operating at the Airport.   

In the short-term, Runway 13-31 should be extended to 9,000 feet in 
length to meet aircraft takeoff requirements during hot day weather 
conditions.  In order for Runway 17-35 to be an effective backup for 
Runway 13-31, it should be extended to 7,500 feet in length.  During 
runway length alternative analysis, it may be deemed appropriate to 
consider additional runway exit locations and parallel extensions. 

Further extension of Runway 13-31 to 10,000 feet to accommodate 
long-range operational needs is not justified at this time.  The need for 
a 10,000-foot runway should be re-examined in the future should 
circumstances change. 

In order to provide optimum level of safety and peak-hour capability 
under IFR conditions, improvements to the Airport’s NAVAIDS 
should include the following: 

 CAT I  Capable GPS Approach for Runway end 17; 
 PAPI System for Runway end 35; and 
 Runway Centerline Lighting for Runway 13-31. 
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Table 4-29 
FACILITY REQUIREMENTS SUMMARY 

Corpus Christi International Airport Master Plan Update 
Required 

Current 
Capacity Facility PAL 1 PAL 2 PAL 3 

Airfield 
Runway 13-31 (Length in feet) 7,508 9,000       
Runway 17-35 (Length in feet) 6,081  7,500  
Terminal 
Ticket Counter Positions 51 45 51            58 
Checked Baggage Security 
Screening (no.) 12 16 16            16 
Walk-Thru Metal Detector 1 2 3              3 
X-ray 1 2 3              3 
Departing Flights 3 4 5              6 
Concessions (number of stores) 4 6 6               8 
Baggage Claim Device (l.f.) 175 169 215           247 
Ground Transportation 
Rental Car Ready/Return Spaces 211 219 243           270 
Total Public Parking Spaces 1495 639 710           788 
Vehicle Curb (feet) 500             606 
Support 
ARFF (# of stations) 1 1 1               1 
Jet Fuel 3-day Storage (gallons) 48,000        51,970 
GA Aircraft Storage (hangars) 7 8 9  
Cargo 

 

Air Cargo Facility (s.f.) 20,000   39,5401

Air Cargo Apron (s.y.) 390          3,135 
Source: PB Aviation, PGAL. 
(1)  Actual cargo facility needs will be determined by cargo facility operators. 

Terminal 
Many of the future requirements for the forecast demand can be 
absorbed into the existing terminal.  Due to the recent completion of 
the terminal, the majority of the expansion needs for the terminal will 
be required in the long-term planning phase.  Extra space should be 
reserved for changes in the checked baggage security screening 
methodology and technology; the current location is occupying ticket 
counter queue space will not be sufficient over the long-term.  The 
Passenger Security Screening Checkpoint will also need to be 
examined in the short-term since there is an immediate need for the 
second screening station.  

Forecast passenger demand can be handled by the existing gate 
departure lounge area until PAL 3.  At this point, there will be 
additional passenger demand placed on adjacent lounge areas resulting 
in crowded conditions.  It is recommended that a concourse extension, 
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including gate relocations, occur to the south of the existing concourse.  
Concessions should also be expanded throughout the planning period 
to include a secure side deli-style restaurant and a non-secure side 
newsstand. 

The baggage claim hall and arrivals hall will need to be expanded to 
accommodate escorts and passengers.  The baggage claim 
requirements for the long-term planning phase are expected to double 
from the current capacity. 

Utilities 
The City of Corpus Christi currently provides adequate water, sewer, 
and gas service.  A 48-inch water main, which runs perpendicular to 
and north of the public parking facilities; supplies water to the Airport.  
Two 8-inch feeds comprise a loop which circles the Terminal.  
Sanitary sewer departs from the Airport through a force main exiting 
toward the east from the Terminal.  A sanitary sewer pumping station 
collects all sewage from the Terminal.  These utilities, in addition to 
telephone service, gas and power will adequately meet the future needs 
of the Airport.   

Ground Transportation 
The roadway system at the Airport is excellent and can meet the PAL 
3, long-term planning demand requirements.  Additional rental car 
ready/return spaces will be required in the short-term planning phase.  
There is sufficient public parking (short-term and long-term) to meet 
the forecast demand throughout the planning years; however, property 
should be reserved for overflow parking during peak holiday periods.  
The vehicle curb is adequate to accommodate activity demand through 
PAL 2, the medium-term, after which the vehicle curb should be 
extended eastward into the existing roadway. 

Support 
Support facilities requiring improvements or additions in order to meet 
the forecast demand include ARFF, Fuel Farms, GA aircraft storage 
areas, and helicopter takeoff and landing areas. 

The ARFF exceeds FAA requirements of an Index C facility.  The 
station location allows for sufficient response time to both runways; 
however, the ARFF station should be modified to provide for wider 
doorways to avoid vehicle damage and enhanced response time.   

The required amount of Jet-A fuel is projected to increase due to 
operations and average gallons of fuel required per departure 
increasing.  The Airport will need a three-day reserve of 51,970 
gallons by PAL 3. 
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The Airport should reserve space for construction of two corporate 
hangars for GA aircraft storage in order to meet future demands.  
Designated helipads are recommended for the east and west GA 
aprons. 

Cargo 
Since the air cargo industry is subject to significant changes in traffic 
and technology, the Airport should continue to monitor growth in air 
cargo at the Airport. 

The Airport’s PAL 3 air cargo projection of 3,241 tons will require up 
to approximately 39,540 square feet of building space, depending on 
future warehouse utilization rates.  An apron of 3,135 square yards 
should be provided in the mid-term to meet the critical air cargo 
facility need of parking aircraft directly adjacent to the building.  

Conclusion 
The assessment of demand/capacity relationships and facility 
requirements clearly indicates the need to examine options for 
expanding the CCIA airfield to accommodate existing and forecast 
demand.  Additionally, terminal expansion concepts should be 
established.  These significant concerns are the focus of the next 
chapter of the Master Plan Update. 
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CHAPTER 5 –                                      
DEVELOPMENT ALTERNATIVES 
The preceding chapters have established projected activity levels at 
CCIA and have estimated the facilities that will be needed to 
accommodate this activity during the 20-year planning horizon.  As 
indicated, a number of improvements will be needed to accommodate 
projected growth.  As activity increases, it will be necessary to provide 
additional airfield facilities, passenger terminal facilities, and airport 
support and cargo facilities at the Airport.  Additionally, it is important 
to establish a direction for airfield facility expansion over the planning 
horizon and beyond.  Determining the best option for airfield 
expansion allows the Airport to reserve a platform for terminal 
facilities and optimal locations for other facilities that will be 
unaffected by future airfield changes, thus enabling secure and long-
lasting capital investments. 

This chapter examines the alternatives for providing additional 
airfield, terminal, and landside facilities that will be necessary to 
accommodate projected growth.  These alternatives are evaluated to 
determine the best method for meeting future demands, and a preferred 
airport development alternative is then formulated.  Having established 
the best method for meeting future aviation demands, the final section 
of this chapter examines opportunities for developing aviation-related 
revenue-producing uses at CCIA. 

Airfield Alternatives 
The airfield analysis begins with evaluation of preliminary alternatives 
using qualitative criteria developed from the vision and goals for the 
Airport.  This screening determines which, if any, of the alternatives 
meet the goals and objectives of the Airport, which alternatives should 
be eliminated from further consideration.  The alternatives not 
eliminated are subjected to detailed examination and quantitative 
evaluation designed to identify which options best meet the Airport’s 
future development needs.  Based on the results of the evaluation 
analysis, a preferred airfield alternative is selected. 

Identification of Alternatives 
When identifying the airfield alternatives, it is important that a long-
term plan, which meets airfield facility requirements, is established to 
allow passenger terminal and other airport facilities to be constructed 
and modified within the Airport’s property.   

In order to best meet the Airport’s needs, the airfield alternatives were 
identified according to short-term and long-term requirements. 

Development alternatives 
that can meet future 
aviation needs are 
evaluated in this Chapter 
to determine the best 
method for 
accommodating 
projected demand. 

Airfield alternatives 
undergo detailed 
examination and 
quantitative examination.  
Based on the analysis 
results, a preferred 
alternative is selected. 



 

As noted in Chapter 4, over the short term, an increase in runway 
length to 9,000 feet is recommended.  This can best be accomplished 
by extending Runway 13-31.  For the long term, an effective backup 
runway is needed because the length of Runway 17-35 is insufficient 
to meet airline needs.  A length of 7,500 feet is recommended for this 
backup runway. 
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Short-Term Airfield Alternatives 

Airfield Alternative A, Runway 13-31 North Extension with 
Relocated Threshold:  Alternative A provides an additional 1,862 
feet to the northern end of Runway end 13 and relocates the Runway 
end 31 threshold 370 feet to the north.  The purpose of the threshold 
relocation is to lessen the overlap of the safety areas at the southern 
end of Runways 13-31 and 17-35, while achieving the 9,000-foot 
runway length requirement.   

A total runway length of 9,000 feet is established for this alternative 
for Runway 13-31.  This alternative would require 62,000 square yards 
of new pavement.  NAVAIDS and visual aids would need to be 
relocated for Runway ends 13 and 31.  Approximately 15.8 acres of 
property would be acquired for that portion of the RPZ on the north 
side.  No taxiways would physically cross the runways.  Alternative A 
is shown in Figure 5-1. 

Airfield Alternative B, Runway 13-31 North Extension:  
Alternative B is an extension of Runway 13 to the north by 1,492 feet, 
establishing a total runway length of 9,000 feet.  For this alternative, 
52,716 square yards of new pavement would be constructed.  
NAVAIDS and visual aids will need to be relocated for Runway end 
13, and 7.7 acres of property would be acquired for that portion of the 
RPZ north of SH 44.  No taxiways would physically cross the 
runways.   

One significant difference between Alternative A and Alternative B, in 
regards to arrivals to Runway end 13, is the greater clearance over SH 
44 in Alternative B.  The 50:1 approach slope would clear SH 44 by 
19 feet in Alternative A and by 26 feet in Alternative B.  The 
clearances for both alternatives are acceptable and within FAA 
regulations, but Alternative B has a greater margin of safety.  Another 
difference between Alternatives A and B is the existing overlap of the 
runway safety areas does not change.  Although it is desirable not to 
have overlapping safety areas for non-intersecting runways, FAA has 
determined that at airports where there is no feasible alternative and  
have 24-hour ATCT services, an acceptable level of safety can be 
maintained.  Alternative B is shown in Figure 5-2. 
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Airfield Alternative C, Runway 13-31 South Extension:  
Alternative C provides an additional 1,492 feet to the south end of 
Runway 31, extending the total length of Runway 13-31 to 9,000 feet.  
Approximately 52,800 square yards of new pavement would be 
constructed.  NAVAIDS and visual aids would need to be relocated for 
Runway ends 31 and 35.  Approximately 3.9 acres would be acquired 
for the RPZ extending to the southeast of Runway end 31. 

Under this alternative, Taxiway B would cross Runway 17-35 and the 
extension of Runway 13-31 to the south would bisect the southern 
safety area of Runway 17-35.  Alternative C is shown in Figure 5-3. 

Long-Term Airfield Alternatives 
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Airfield Alternative D, New Parallel Runway:  Based on input from 
the Master Plan Update Advisory Team, the project team developed 
Alternative D to analyze the possibility of a potential parallel runway.  
Alternative D places a new parallel runway on the west side of the 
Airport, outboard of and parallel to Runway 13-31 and separated by a 
distance of 4,300 feet.  A similar alignment was included in the 
previous Master Plan Update but with a staggered threshold 1,800 feet 
south of Runway 13’s threshold.  This former alignment would have 
required a significant amount of land acquisition of approximately 
1,427 acres to the south and west. 

In Alternative D, the southern thresholds of the two parallel runways 
would be aligned and the new runway would extend 1,492 feet farther 
north than Runway 13-31, giving the new runway a total length of 
9,000 feet.  This location is mostly off existing airport property and 
would require approximately 549.6 acres to be acquired.  This 
alignment results in significant costs saving in land acquisition from 
the previous Master Plan Update’s parallel runway alignment.   

Approximately 356,500 square yards of new pavement would be 
constructed with Alternative D.  No relocations of NAVAIDS or 
visual aids would occur.  Several taxiways would physically cross 
Runway 13/31.  The existing overlap of the southern safety areas of 
Runways 13-31 and 17-35 would be retained.   Alternative D is shown 
in Figure 5-4. 

Airfield Alternative E, Runway 17-35 North Extension:  
Alternative E provides an additional 519 feet to the north end of 
Runway end 17, extending the total length of Runway 17-35 to 6,600 
feet.  This alternative would require approximately 42.5 acres to be 
acquired for the RPZ north of SH 44 and 14,900 square yards of new 
pavement.  NAVAIDS and visual aids will need to be relocated for 
Runway end 17.  No taxiways would physically cross the runways.   
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 However, the recommended runway length of 7,500 feet cannot be 
achieved in this alternative.  The existing overlap of the southern 
safety areas of Runways 13-31 and 17-35 would be retained.  
Alternative E is shown in Figure 5-5. 

Airfield Alternative F, Runway 17-35 South Extension:  Alternative 
F extends Runway 35 to the south by 1,419 feet, establishing a total 
runway length of 7,500 feet.  This extension enables Runway 17-35 to 
be utilized as an effective backup to Runway 13-31.  Approximately 
30.2 acres would be acquired for this alternative.  On Runway end 35, 
and the remainder would be required for road relocation.  An estimated 
60,688 square yards of new pavement would be constructed.  
NAVAIDS and visual aids will need to be relocated for Runway ends 
31 and 35.  Under this alternative, Taxiway A would cross Runway 
13-31, and Runway 17-35 would bisect Runway 13-31 southern safety 
area.  However, in contrast to Alternative E, the recommended runway 
length of 7,500 feet can be achieved and is a viable alternative for an 
airport with 24-hour ATCT services.  Alternative F is shown in Figure 
5-6. 

Preliminary Screening of Alternatives 
As further discussed in Chapter 1, an overall vision for the Airport was 
established at the start of the Master Plan Update.  The elements of this 
vision were used to evaluate the alternatives.  Additionally, the 
analysis of airfield alternatives was conducted in accordance with 
feedback from CCIA staff, the Master Plan Update Advisory Team, 
and discussions with FAA ATC personnel. 

Alternatives are 
evaluated using the 
Airport’s overall vision 
and discussions with 
CCIA staff, the Master 
Plan Advisory 
Committee, and FAA ATC 
personnel. Methodology 

Each of the alternatives were reviewed on a qualitative basis to 
determine which alternatives had the potential to meet the elements of 
the overall vision for the Airport and, therefore,  should be retained for 
further analysis.   

Screening Results 
The preliminary screening results are presented in Table 5-1.  
Alternative E does not meet the goals and objectives for the Airport 
because it cannot meet the requirement of 7,500 feet in length for 
Runway 17-35; therefore, it was eliminated from further consideration 
and evaluation.  The remaining alternatives, which all can meet the 
Airport’s goals and objectives, were retained for more detailed 
analysis. 
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Table 5-1 

PRELIMINARY SCREENING OF ALTERNATIVES 
Corpus Christi International Airport Master Plan Update 

Screening Criteria:  
Master Plan Update  
Goals and Objectives 

Alternative 
A 

Alternative 
B 

Alternative 
C 

Alternative 
D 

Alternative 
E 

Alternative 
F 

1.  Enhance Airport safety and  
     security Yes Yes Yes Yes Yes Yes 
2.  Assist in continuing a  
     financially self-sustaining  
     Airport Yes Yes Yes Yes No Yes 
3.  Encourage additional air  
     service Yes Yes Yes Yes No Yes 
4.  Minimize environmental  

Yes Yes Yes Yes Yes Yes      impacts 
5.  Support the economic growth  

Yes Yes Yes Yes No Yes     of the Corpus Christi region 

Source:  PB Aviation 
 
Evaluation of Airfield Alternatives 
A comprehensive set of evaluation criteria was developed by the 
project team, based on the vision for the Airport.  The intent was to 
ensure a thorough evaluation of each alternative, yielding the best 
alternative for short-term and long-term needs.  The criteria were 
developed within the following categories: 

 Operational; 

 Financial; and 

 Environmental. 

Operational  
During the evaluation process, the project team coordinated with FAA 
ATC personnel at CCIA to identify possible airfield and airspace impacts 
which would result from the alternatives.  FAA noted that the existing 
Localizer Approach to Runway end 31 is constrained by aircraft 
operations at nearby Cabaniss Field.  The approach procedure requires 
aircraft to maintain sufficient clearance over the traffic pattern altitude 
surrounding Cabaniss Field, and then fly a relatively steep approach 
(approximately 3.5 degrees) to the threshold of Runway end 31.  FAA 
indicated that any southern extension of Runway 13-31 would exacerbate 
this situation and that there is uncertainty about whether or not an 
approach could even be written for such a southern extension.  As evident 
in the following discussion, the potential conflict with Cabaniss Field is a 
predominant issue in the evaluation of airfield operations. 

Potential conflict with 
Cabaniss Field is a 
predominant issue in the 
evaluation of airfield 
operations. 
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Airfield Operations:   
Short-Term:  There are no operational issues with extending Runway 
end 13 to the north as depicted in Alternative A.  With relocation of 
the threshold on Runway end 31, however, Runway 31’s Safety Area 
would encompass the entrance/exit area of Taxiway A an area which is 
already partially encompassed by the Runway 17-35 safety area,  but  
would lessen though not eliminating the overlap of the safety areas at 
the southern end of Runways 13-31 and 17-35.  Aircraft waiting to 
depart on Runway end 31 are currently held short of the safety area by 
means of the runway hold position markings on Taxiway A, until 
receiving departure clearance.   Implementation of Alternative A 
includes construction work on both ends of Runway 13-31 which will 
impose temporary operational restrictions on Runway 35 during 
construction.   Alternative B avoids impacts to the operational aspect 
of Runway 35 during construction, as the Runway 31 threshold would 
not be relocated, but retains the current overlap of the southern runway 
safety areas.  In Alternative C, the extension of Runway 13-31 to the 
southeast will bisect the safety area of Runway 17-35 while imposing 
airspace restriction on Cabaniss Field and further exacerbate the 
approach constraints to Runway 31.  

 Long-Term:  Alternative D is optimal in terms of operational 
capability and constructability.  The only concern is the three 
connecting taxiways crossing Runway 13/31 necessary to 
providing access to the new parallel runway.  Only minimal 
operational disruptions would occur during construction when 
the connecting taxiways were extended from the new runway 
to the existing airfield.  The taxi and hold patterns on Runway 
ends 31 and 35 maintain their current capability.  This 
alternative presents a greater potential for air cargo operations.  
Alternative F would require that aircraft taxiing to and from the 
extended end of Runway 35 would be crossing Runway 13-31 
and would have to be held clear by ATCT of aircraft activity 
when Runway 13-31 is active.   

Airspace Operations: 
 Short-Term:  There are no airspace issues associated with 
Alternatives A and B because the runway extensions in these 
alternatives are to the north, away from Cabaniss Field.  The 
airspace concerns associated with Alternative C (in particular, 
extending Runway end 31 to the south) are problematic due to 
the Cabaniss Field airspace traffic pattern. 

In Alternative C, operations on both existing runways would be 
affected during the construction phase.  Once constructed, the 
airfield changes would result in substantial impairment to the 
airspace because of the proximity to Cabaniss Field. 
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 Long-Term:  Alternative D would not impact the Cabaniss 
Field airspace or impact exiting CCIA operations – flight 
patterns would continue as they are today.  This alternative also 
presents an opportunity for increasing touch-and-go operations 
from military and civilian pilot training activity.  There also are 
no airspace issues associated with Alternative F. 

Financial/Capital Cost Factors  
The preliminary development costs are not all-inclusive, but represent 
the major airfield development and construction items for each 
alternative.  These planning level costs estimates are sufficient to 
allow a comparison between the alternatives.   

 Short-Term:  Alternative C would incur the greatest 
representative total cost ($27,279,000) while Alternative B has 
the lowest comparative project cost ($12,812,000).  Alternative C 
costs are the highest due to land acquisition costs, higher 
NAVAID relocation costs, and road relocation costs related to 
the extension of Runway end 31.   

 Long-Term:  Alternative D has the highest project cost, more 
than twice the cost associated with Alternative F.   

Environmental Factors 
 Short-Term:  Alternative C would have the greatest impact on 
the environment due to the relocations/modifications required 
on public roads and roads on the Airport.  Alternative A 
includes relocation of the threshold and also involves moving 
the RPZ to the northwest. 

 Long-Term:  As expected, the land acquisition associated with 
a new runway (Alternative D) is significantly greater than the 
amount required for a runway extension (Alternative F).  The 
land required for the roadway and square footage associated 
with relocations/modifications to the transportation system are 
also significantly higher for Alternative D. 

Airfield Alternatives Analysis Results 
Table 5-2 and Table 5-3 compare each of the airfield alternatives with 
the selected criteria and conditions.  The quantitative score for each 
alternative was calculated or measured, as appropriate.  For those 
criteria that are qualitative, the relative favorability of each alternative 
is provided. 
 

The airfield alternatives 
were ranked in 
comparison to each other 
for each evaluation 
criterion.  Taking into 
account all criteria, the 
alternative with the 
lowest score represents 
the best alternative. 

The airfield alternatives were ranked in comparison to each other for 
each evaluation criterion.  The short-term alternatives were ranked on 
a scale of one to three (representing the three alternatives) and the 
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long-term alternatives were ranked on a scale of one to two 
(representing the two alternatives).  The lowest rank (one) was given 
to the most favorable airfield alternative for each criterion, such as the 
lowest construction cost or lowest level of airfield operational impacts.  
In the event of a tie, the value(s) that would have been in the ranking 
was skipped.  For example, if two alternatives were each ranked with a 
score of one for a given criterion, the remaining alternative would 
receive a ranking of three (the value of two would be skipped).  Using 
this system, the airfield alternative with the lowest score represents the 
best alternative, taking into account all of the criteria. 

Selection of Preferred Airfield Alternative 
Over the short-term, Alternative B would accomplish the Airport’s 
need for a longer runway, while minimizing operational conflicts 
construction costs, and environmental impacts, as compared to 
Alternatives A and C.  Alternative B is the preferred short-term 
alternative. 
Although Alternative D would incur greater capital cost and impacts to 
the affected environment, it is far superior from an operations and 
constructability standpoint.  In addition, it holds the potential for future 
use by the military operations that are forecast to occur.  However, 
total forecast operations at this time do not exceed existing airfield 
capacity; therefore, it is difficult to justify the costs associated with an 
additional runway.  Alternative F meets the requirement for creating 
an effective backup runway for Runway 13-31 and would be 
significantly more affordable while producing minimal impacts to 
airport operations and the environment.  Therefore Alternative F is 
recommended as the best long-term expansion option, given the 
current projections of future aircraft activity. 

Terminal Alternatives 
The City of Corpus Christi is very fortunate to have a new and well 
designed air passenger terminal that will serve the needs of its air 
traveling public well into the future.  Only limited expansion and 
improvement are required to meet the requirements of the planning 
period covered in this Master Plan Update.   

Six areas of the existing terminal require improvement over the 
planning period: 

 Checked baggage screening 

Only limited expansion 
and improvement are 
necessary to meet 
passenger terminal 
requirements over the 
planning period covered 
in this Master Plan 
Update. 

 Passenger security screening 
 Aircraft gates and passenger holdrooms 
 Concessions 
 Arrivals hall and baggage claim  
 Vehicle curb 
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Table 5-2 

SHORT-TERM ALTERNATIVE EVALUATION 
Corpus Christi International Airport Master Plan Update 

 Alternative A Alternative  B Alternative  C 

Evaluation Criteria   Evaluation 
Data Rank Evaluation 

Data Rank Evaluation 
Data Rank 

OPERATIONAL       
NAVAIDS and visual aids to 
be relocated  6  3  3  1 5  2 
Runway/Taxiway crossings 0  1  0  1 1  3 
Runway/Runway crossings 0  1  0  1 0  1 
Cabaniss airspace conflicts  No   1 No  1 Yes  3 

FINANCIAL1,4,5             
Land acquisition costs 
(excludes road relocation) $158,000  3 $77,000  2 $39,000  1 

$1,950,000  3 $800,000  1 $1,500,000  2 NAVAID relocation costs 
Airfield construction costs 
(new pavement) $13,891,000  3 $11,935,000  2 $11,740,000  1 

$0  1 $0  1 $14,000,000  3 Roadway construction costs 
TOTAL COST $15,999,000   $12,812,000   $27,279,000   

ENVIRONMENT2,5           
Land acquisition required for 
Airport (acres) 15.8  3 7.7  2 3.9  1 
Land acquisition required for 
roadway (acres) 0  1 0  1 94.4  3 

Relocations/modifications on 
public roads (sq. ft.) 0  1 0  1 300,000  3 
Relocations/modifications for 
on-airport roads (sq. ft.)  1  1  3 0 0 189,000 

CONSTRUCTION FEASIBILITY3            
Ease of phasing for 
construction (qualitative)  Moderate  2 Best  1 Worst  3 
Duration of construction 
(qualitative)  Moderate  2 Best  1 Worst  3 
Maintenance of aircraft 
traffic (qualitative)  Moderate  2 Best  1 Worst  3 

 28  18  TOTAL 

Source: PB Aviation 
(1) Cost assumptions include: $10,000 per acre of land acquisition; $225 per SY for airfield pavement (runway, taxiway, and apron); 

$30 per square foot of roadway construction. 
(2) Assumptions include: replacement of two-lane road with a 24-foot wide roadway; replacement of Airport perimeter road with 15-

foot wide roadway. 
(3) Based on professional judgment, including input from CCIA staff and FAA ATC staff. 

35 

(4) Costs do not include design fees and contingencies. 
(5) All land acquisition estimates and associated costs exclude 22.0 acres that are currently in the RPZ for Runway 17.  Potential 

acquisition of this acreage at some point in the future is not a differentiator among the alternatives. 
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Table 5-3 

LONG-TERM ALTERNATIVE EVALUATION 
Corpus Christi International Airport Master Plan Update 

 Alternative D Alternative F 

 Evaluation Criteria Evaluation 
Data Rank Evaluation 

Data Rank 

OPERATIONAL       
NAVAIDS and visual aids to be relocated  0  1 4  2 
Runway/Taxiway crossings 3  2 1  1 
Runway/Runway crossings 0  1 0  1 
Cabaniss airspace conflicts None  1 None  1 

FINANCIAL1,4,5         
Land acquisition costs (excludes road relocation) $5,496,000  2 $302,000  1 
NAVAID relocation/equipment costs $3,900,000  1 $5,900,000  2 
Airfield construction costs (new pavement) $37,174,000  2 $13,655,000  1 
Roadway construction costs $19,512,000  2 $13,311,000  1 

TOTAL COST $66,082,000   $33,168,000   

ENVIRONMENT2         
Land acquisition required for the Airport (acres) 549.6  2 30.2  1 
Land acquisition required for roadway (acres)  1  2 48.1 53.8 

 1  2 Relocations/modifications on public roads (sq. ft.) 218,400 271,200 
 2  1 Relocations/modifications on-airport roads (sq. ft.) 432,000 172,500 

CONSTRUCTION FEASIBILITY3         

 1  2 Ease of phasing for construction (qualitative)  Best Worst 
 1  2 Duration of construction impacts (qualitative)  Best Worst 

 1  2 Maintenance of aircraft traffic (qualitative)  Best Worst 
21 22  TOTAL  

Source: PB Aviation 
(1) Cost assumptions include: $10,000 per acre of land acquisition; $225 per SY for airfield pavement (runway, taxiway, and apron); 

$30 per square foot of roadway construction. 
(2) Assumptions include: replacement of two-lane road with a 24-foot wide roadway; replacement of Airport perimeter road with 15-

foot wide roadway. 
(3) Based on professional judgment, including input from CCIA staff and FAA ATC staff. 
(4) Costs do not include design fees or contingencies. 
(5) With the exception of Alternative F, all land acquisition estimates and associated costs exclude 22.0 acres that are currently in the 

RPZ for Runway 17.  Potential acquisition of this acreage at some point in the future is not a differentiator among the other 
alternatives. 

 

Improvements to these areas are based on peak-hour requirements, 
established previously in Chapter 4. 

CCIA’s terminal is designed for expansion which alleviates the need to 
look at a wide range of expansion concepts and eliminates any 
consideration of alternative locations.  The two major expansion needs 
discussed in this section pertain to the addition of aircraft gates and 
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passenger holdroom space and expansion of the Arrivals Hall and 
Baggage Claim facilities.  In both of these cases, the design of the 
terminal building provides a single, logical expansion option, thereby 
precluding a need to examine multiple alternatives. Similarly, a single 
concept is applicable for the other areas requiring expansion, except 
for Checked Baggage Screening where several improvement 
opportunities are possible.   

Checked Baggage Screening 
Five alternatives were examined for improving the screening of 
checked baggage at CCIA’s passenger terminal.  The alternatives 
differ in their location of the screening equipment and in the type of 
screening equipment that is used.  Together, the five alternatives 
provide the CCIA with a wide range of options for solving the checked 
baggage screening issue that currently exists at CCIA, as well as at 
other passenger terminals across the U.S. that were designed prior to 
the events of September 11, 2001 and changing security requirements 
and processes pertaining to checked baggage. 

Checked Baggage Screening Alternative A 
Five alternatives are 
examined for improving 
screening of checked 
baggage and provide 
options to meet security 
and processing 
requirements. 

Alternative A transfers the existing three temporary Explosive Trace 
Detection (ETD) systems from the area in front of the ticket counters 
to the existing Baggage Make-Up (BMU) area behind the air carriers 
offices.  This relocation removes the TSA baggage screening presence 
from in front of the ticket counter so that the passenger’s first contact 
is with an airline agent.   

While requiring some modification to the existing back-of-house BMU 
and airline office area, this option does not require the construction of 
a new BMU area behind the existing BMU area.  However, continuing 
to utilize shared ETD machines would make baggage screening 
significantly more difficult should one machine break down without a 
spare.  This option also requires the TSA agent(s) operating the 
machines to become the manual sortation mechanism.  Individual 
outbound baggage run-outs or indexing belts for each carrier would be 
possible.   

This option may be more TSA labor intensive than the current 
operation although it is the least costly and utilizes the same machines 
by the same number of people.  Nevertheless, this option will not be 
the most efficient as time progresses. 

Checked Baggage Screening Alternative B 
Alternative B removes the existing three temporary ETD systems and 
replaces them with the new Reveal CT-80 Explosive Detection 
Systems (EDS) in a ticket counter/bagwell position.   
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Utilizing a one-for-one CT-80 for each bagwell, this solution requires 
the modification of the existing ticket counters to accommodate the 
width of the machines, potentially reducing the available number of 
ticket counter positions available.  To accommodate the depth of the 
machines as well as bag queuing, the ticket counters would need to be 
moved forward (toward the curb).  In order to allow for shield alarms, 
directed searches or dump searches, one or multiple centralized TSA 
ETD or Level 3 Screening Area(s) would need to be constructed, back-
of-house, for this screening area.   

This option would provide equal or lower labor requirements for the 
TSA than the current situation.   

Checked Baggage Screening Alternative C 
Alternative C removes the existing three temporary ETD systems from 
the front of the ticket counters and replaces them with four new Reveal 
CT-80 EDS inline with the outbound baggage belt directly behind the 
ticket counters.  This option uses one EDS for each carrier (or one per 
outbound belt) turned 90 degrees and placed along the back wall with 
the outbound baggage belt running through the machine.   

By not requiring relocation of the ticket counters or a reduction in the 
available number of potential ticket counter positions, this option 
provides a relatively low-cost option for EDS screening.  However, 
similar to Alternate B above, this alternative also requires one or 
multiple centralized TSA ETD or Level 3 Screening Area(s) for shield 
alarms, directed and dump searches.  Also similar to Alternative B, 
Alternative C potentially provides equal or lower labor requirements 
for the TSA. 

Checked Baggage Screening Alternative D 
Alternative D removes the existing three temporary ETD systems from 
the front of the ticket counters and replaces them with a centralized 
EDS inline system.  Using the Reveal CT-80 with this option, the 
Airport could create one or two screening matrices allowing a greater 
reduction in machine numbers, a centralized baggage screening area, 
and a Level 3 or ETD screening area.   

The smaller Reveal machines could probably be contained within the 
existing terminal footprint but would require some type of new 
structure to be placed along the back wall of the current BMU facility.  
This shed would be used to protect and cover the new BMU conveyor 
and tug and cart staging area.   

Using minimal TSA staffing to provide Level 3 Screening, this option 
requires the fewest number of EDS machines.  Fairly sophisticated 
baggage sorting is an outcome of the centralized screening scenario 
and adds complexity to a current simple system.  This alternative can 
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be referred to as “mini-in-line” and provides a quicker process time of 
bags than Alternatives A, B, and C, and is less expensive than 
Alternative E. 

Checked Baggage Screening Alternative E 
Very similar to Alternate D above, this alternate removes the three 
existing temporary ETD systems from the front of the ticket counters 
and replaces them with a centralized EDS inline system.  Using GE or 
L3 equipment currently available in a single centralized screening 
matrix, the number of machines can be fewer due to the higher speed 
of these SUV-sized CT devices.   

Due to the size of the machines and the additional conveyer required 
for a single centralized system, it can be anticipated that a new BMU 
will be required and can be constructed on the back of the current 
BMU facility.  This additional space will allow for the Level One 
Screening Matrix (EDS), the Level Three Screening Matrix (EDT), 
post screening sortation and the eventual outbound conveyor devices 
as well as tug and cart staging areas.   

Requiring TSA staffing similar to Alternate D above, this option 
provides much higher speed of delivery and/or fewer EDS machines if 
the speed of screening is matched between the two options.  This 
alternative would provide the quickest bag processing procedures, but 
it is also the most costly option. 

Preferred Checked Baggage Screening Alterative 
As described above, either Alternatives D or E is preferable in 
comparison to Alternatives A through C.  Whether Alterative D or E is 
selected by the Airport for implementation is dependent upon 
availability of funding.  Figure 5-7 shows a conceptual depiction of 
the lean-to structure that would be built on the back of the BMU area 
that would facilitate either Alternatives D or E. 

Passenger Security Screening Checkpoint 
The current location of the Passenger Security Screening Checkpoint 
(PSSC) is well suited for security screening purposes.  However, 
additional equipment, security lanes, and queuing space are required 
over the planning period. 

Over the planning period, 
the PSSC will need 
additional equipment, 
security lines, and 
queuing space. Construction plans for the Airport’s existing terminal show a two-lane 

PSSC where a one-lane PSSC exists today.  As noted in Chapter 4, the 
peak-hour passenger load of 200 passengers requires two magneto-
meters (mags) and two X-rays to keep the average processing time for 
passengers under the TSA’s guidelines of ten minutes.  The current 
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 Figure 5-7 
Back-of-House In-Line Checked Baggage 

Screening Alternatives D and E 
 

 

 
 

PSSC is laid out for two lanes with only one lane worth of equipment.  
The addition of another mag and X-ray, along with appropriate TSA 
staffing, during peak-hour periods, will cut long queue times 
substantially and deliver far greater customer service than is currently 
offered. 

The projected peak-hour passenger load in PALs 2 and 3 will require 
the addition of a third PSSC lane.  This third lane can be added with 
minimal inconvenience.  Based on current technology, including the 
“puffer” ETD Mags, this third PSSC lane can be added by relocating 
the wall separating the current PSSC operation from the secure-to-non-
secure exit corridor and constructing another PSSC lane.  Even with 
the greater passenger numbers, the expected maximum number of 
customers waiting in queue should be less than currently experienced 
in peak-hour conditions with the one-lane configuration of the PSSC. 

Figure 5-8 shows a conceptual depiction of the existing PSSC area 
with three screening checkpoint stations. 

Aircraft Gates and Passenger Holdrooms 
The design of the new terminal allows for expansion to the south to 
accommodate additional passenger holdrooms and gates. 

PAL 2 will be the first 
time that projected peak-
hour originating 
passenger levels will 
exceed international 
standards for holdroom 
capacity. 

PAL 2 will be the first time the projected peak-hour originating 
passenger levels will exceed international standards for holdroom 
capacity.  Additional peak-hour flights by existing or new air carriers 
as well as flights departing relatively soon after the peak hour will 
place a greater demand on the lounge area for each gate during this 
time.   
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Figure 5-8 
 Passenger Security Screening Checkpoint Expansion 
 

 
 

The addition of 3,000 to 4,000 square feet of passenger holdroom and 
supporting space, in addition to two additional contact gates, will 
accommodate for projected peak-hour originating passengers for PAL 
2, as well as allowing for overflow into PAL 3.   

Once the expansion is complete, a total of seven contact gates, 
depending on aircraft size and parking requirements, will be provided.  
The expansion of the airside holdrooms will require the paving of 
additional ramp apron as well as the relocation of the taxiways on the 
south end of the current terminal. 

Figure 5-9 shows a conceptual depiction of the expanded terminal 
concourse and aircraft gates. 

Concessions 
The requirement for concession space is expected to more than triple 
during the planning period.  Retail concessions represent the strongest 
area of potential growth in the terminal today both in spatial allocation 
and potential revenue.  With primary restaurant service on the non-
secure side of the terminal, the greatest growth potential is secure 
concourse food and beverage.  The need for additional concession 
space has recently elevated in attention by the continuing reduction of 
in-flight food service.   

 

Well-planned additional 
concessions can assist 
in meeting the financial 
goals for the Airport. 

Counting only four concessions in 2005, the need for four additional 
concessions is projected by PAL 3.  Spatial needs and infrastructure 
support for concession space needs to be considered with any airside 
concourse expansion so that both the gate and holdroom capacities are 
met as well as square footage for concessions, including full-service 
secure-side food service. 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 5-21 



 

Figure 5-9 
Future Aircraft Gates and Passenger Holdroom Expansion 

 
 

 
 

Arrivals Hall and Baggage Claim 
The existing area for passengers and their escorts in the Baggage 
Claim area is approximately 3,000 square feet.  Chapter 4’s analyses 
of terminal requirements indicates that the existing area will be 
roughly one-half of its required size by PAL 3. Expanding the Arrivals 

Hall and Baggage Claim 
area to the east will 
accommodate the 
projected growth through 
PAL 3.  This will require 
movement of the rental 
car counters, which also 
provides space for new 
vendors. 

The expansion of the Arrivals Hall and Baggage Claim area is not well 
suited to a phased approach or a tiered solution.  Because the existing 
Baggage Claim is already supporting its peak-hour passenger traffic 
requirement, based on 2005 traffic (approximately 180 passengers), 
there is a current need for additional square footage.  Airlines adding 
additional service to the peak-hour period or providing larger 
equipment with increased seating availability can immediately put the 
Baggage Claim facilities in an overloaded situation.  This congestion 
will diminish the level of service experienced by the passenger. 

The most realistic and affordable option is expanding the Arrivals Hall 
and Baggage Claim area to the east, allowing room for two more flat-
plate claim units similar in size and shape to the current devices.  This 
expansion will accommodate the projected growth through PAL 3. 

Projected passenger growth will also recessitate increases in the Rental 
Car Counter and back-office area beginning in PAL 2 and 3.  The 
expansion of the Baggage Claim area will allow relocation of the 
existing rental car counters from their current location east into the 
expanded hall.  Relocation into the expanded hall will allow expanded 
counter and square footage opportunities, as well as provide space for 
new vendors. 
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The relocation of the Rental Car Counters will open the north facing 
glass storefront to the Baggage Claim area allowing more natural 
lighting into the hall and providing new and additional Meeter/Greeter 
space.   In the event that the City of Corpus Christi initiates cruise ship 
service out of the Port of Corpus Christi, Meeter/Greeter queuing area 
provides the opportunity for group assembly for both arriving and 
departing tours. 

Figure 5-10 shows a conceptual depiction of the expanded Baggage 
Claim area. 

 Figure 5-10  Expansion of Arrivals Hall and Baggage Claim Areas  

 

 

 
 
 
 
 
 

Vehicle Curb 
Based on the analysis of facility requirements, vehicle curb 
requirements are sufficient for both the private and commercial curbs 
at the Airport.  The private vehicle curb can accommodate current and 
future projected demand due to the excellent existing infrastructure 
and the relatively slow growth in demand for this activity. 

A need for additional commercial curb may arise by PAL 3.  Key 
factors affecting the need for additional growth on the commercial 
curb will be the impact, if any, from cruise ship passengers and 
increased tour activity.  Van, shuttle, taxi, and limousine services will 
place a higher demand on the commercial curb with the advent of 
cruise ship activity.  Increases in group tour bus activity could be 
accommodated on the expanded private vehicle curb immediately 
adjacent to the expanded Arrivals Hall and Baggage Claim.  Another 
option would be to create a separate, dedicated area along the east end 
of the expanded Baggage Claim area. 

Figure 5-11 show the future vehicle curb in relationship to the 
expanded Baggage Claim area. 
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 Figure 5-11 
Vehicle Curb Growth and Expansion  

 

 
 

 

Preferred Terminal Expansion Alternative 
The terminal expansion recommendations, shown in Figure 5-12, are 
based upon terminal growth in accordance with traffic projections.  
These recommendations are broken down by the Master Plan Update’s 
PALs.   

The Checked Baggage 
Screening and PSSC 
alternatives should be 
implemented in the short-
term to meet current 
passenger terminal 
needs. 

 Current (2005):   
• Checked Bag Screening:  Relocation of Checked Bag 

Screening from ticketing lobby to back-of-house in-line 
solution. 

• Passenger Security Screening Checkpoint:  Creation 
of a second screening lane at the existing checkpoint. 

 PAL 1: 
• Arrivals Hall and Baggage Claim:  Expansion of the 

existing Arrivals Hall and Baggage Claim area, 
including: 

 Relocation of rental car counters; 
 Two additional baggage claim devices; 
 Creation of Meeters/Greeters queuing area; and  
 Creation of group assembly area for cruise ship 

tours. 
 PAL 2: 

• Passenger Security Screening Checkpoint:  Creation 
of a third screening lane at the existing checkpoint. 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 5-24 





 

• Aircraft Gates and Passenger Holdrooms:  
Expansion of the departure lounge area to include two 
additional gates. 

• Concessions:  Creation of additional retail concession 
opportunities – 2 additional stores. 

 PAL 3: 
• Concessions/Retail:  Creation of additional 

concession/retail opportunities – 2 additional stores. 
• Vehicle Curb:  Expand the commercial vehicle curb to 

allow increased tour bus activity. 

Preferred Airport Development Alternative 
The Master Plan Update 
establishes a preferred 
alternative for the 
physical development of 
all the essential aviation 
facilities at CCIA. 

The preceding evaluations establish preferred alternatives for 
improving the airfield and the terminal building at CCIA to 
accommodate the growth in passengers and aircraft operations that is 
likely to occur over the planning period.  Having established the 
desired improvements for these two critical functions of the Airport, 
the next step in the Master Plan Update is to establish a preferred 
alternative for the physical development of all the essential aviation 
facilities at CCIA.   These other facilities are necessary to support the 
aviation mission of the Airport and include:  access and parking; 
cargo; and support facilities such as ARFF, fuel farm, and general 
aviation facilities.  Together, the recommendations for improving and 
expanding these facilities form the preferred Airport development 
alternative. 

Figure 5-13 depicts the preferred Airport development alternative for 
CCIA.  New or expanded facilities are depicted in color.  Development 
items in the preferred Airport development alternative are further 
described below. 

Airfield Runway 13-31 should be 
extended to 9,000 feet in 
length in the short-term 
(PAL 1) and Runway 17-
35 should be extended to 
7,500 feet in PAL 2. 

CCIA’s current airfield configuration possesses sufficient airfield and 
airspace capacity to meet future aircraft operations through the long-
term planning period, i.e., PAL 3.  No significant delays will be 
experienced by aircraft operating at the Airport.   

In the short-term time frame of PAL 1, Runway 13-31 should be 
extended to 9,000 feet in length to meet aircraft takeoff requirements 
during hot day weather conditions.   In PAL 2, the preferred alternative 
recommends the extension of Runway 17-35 to a full length of 7,500 
feet so that it can effectively serve as a backup to Runway 13-31.  
Drainage improvements will be required to support both of these 
runway extension projects. 
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In order to provide optimum level of safety and peak-hour capability 
under IFR conditions, improvements to the airfield’s NAVAIDs 
include the following: 

 CAT I  Capable GPS Approach for Runway 17; 
 PAPI System for Runway 35; and 
 Runway Centerline Lighting for Runway 13-31. 

As depicted in Figure 5-13, the extension of Runway 17-35 will 
require relocation of Joe Mireur Road and CCIA’s perimeter road as 
well as some land acquisition.  

Terminal 
Many of the future requirements can be absorbed into the existing 
terminal.  Moreover, the majority of the expansion needs for the 
terminal will not be required until the long-term PAL 3 planning stage. 

The majority of the 
expansion needs for the 
terminal will not be 
required until the long-
term PAL 3 planning 
stage. 

To meet the requirements of PAL 1, a solution is required to 
accommodate new technologies and security requirements for checked 
baggage security screening.  Temporary ETD equipment is occupying 
the airline ticket counter queue area, and space should be reserved for 
moving this function behind the ticket counters.  The Passenger 
Security Screening Checkpoint will also need to be redesigned in PAL 
1 because there is an immediate need for a second screening station.  

Projected passenger levels can be handled by the existing gate 
departure lounge area until PAL 3.  At this point, additional passenger 
demands will result in crowded conditions and will overflow into 
adjacent lounge areas.  An extension of the existing concourse is 
recommended to the south and will provide a total of seven contact 
gates. 

The Arrivals Hall and Baggage Claim area will need to be expanded 
by PAL 3 to accommodate increasing passengers and their 
meeters/greeters.  The baggage claim requirements for the long-term 
planning phase are expected to double from the current capacity. 

Concessions should also be expanded throughout the planning period.  
Future concession improvements should include a secure side deli-
style restaurant and a non-secure side newsstand. 

Access and Parking 
CCIA’s roadway system is excellent and can meet the PAL 3, long-
term planning demand requirements.  No further circulation 
improvements are depicted in the preferred development alternative.   

Fifty-nine additional rental car ready/return spaces will be required 
over the planning period.  The Airport is also considering a 
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consolidated rental car facility sometime in the future.  An area has 
been identified on the preferred Airport development alternative for 
this facility should it come to fruition.   

There is sufficient short-term parking to meet demand throughout the 
planning years; however, an additional 130 long-term and 75 covered 
parking spaces will be necessary beginning in PAL 2 and expanding in 
PAL 3 to an additional 54 and 121 covered and long-term spaces, 
respectively.  As illustrated in Figure 5-13, there is sufficient space for 
additional parking in the confines of the public parking area.   

An additional 130 long-
term and 75 covered 
parking spaces will be 
necessary beginning in 
PAL 2, which continued 
expansion in PAL 3. 

The vehicle curb at the passenger terminal building is adequate to 
accommodate activity demand through PAL 1, but an additional 100 
feet of curb will be required to accommodate commercial vehicles 
through PAL 3.  The additional curb space can be accommodated by 
extending the existing curb eastward concurrent with the expansion of 
the Arrivals Hall and Baggage Claim area. 

Cargo 
The demand for air cargo at CCIA is expected to increase 
significantly. Consequently, the preferred Airport development 
alternative designates a location to the north and west of the West 
Ramp, along John Pinson Drive, for cargo.  A building of 
approximately 39,540 square feet is depicted on the preferred Airport 
development alternative although the size of the facility will depend on 
warehouse utilization rates of the facility operator.  An apron of 3,135 
square yards should be provided to meet the critical air cargo facility 
need of parking aircraft directly adjacent to the building.  

Aviation Support Facilities 
Support facilities requiring improvements or additions in order to meet 
the forecasted demand include ARFF, fuel farms, general aviation 
aircraft storage areas, and helicopter takeoff and landing areas. 

The enhancements to the 
ARFF facility should be a 
PAL 1 priority. 

CCIA’s ARFF exceeds FAA requirements of an Index C facility and 
its location allows for sufficient response time to both runways.  
Consequently the preferred airport development alternative retains the 
ARFF in its current location with improvement in-place.  The ARFF 
station vehicle doors should be modified to provide for wider 
doorways to avoid vehicle damage and enhanced response time.  The 
enhancements to the ARFF facility should be a PAL 1 priority. 

The fuel farm’s storage capacity is sufficient through PAL 2, but an 
additional capacity of 4,000 gallons of Jet A will be required by PAL 
3.  As depicted in Figure 5-13, the two fuel farms can expand in place, 
one on the east apron and one on the west apron. 
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The preferred airport development alternative reserves space for 
expanding general aviation facilities.  For planning purposes, the 
preferred alternative assumes the construction of an additional 
corporate hangar at each planning activity level.  In reality, the hangars 
will be developed as demand is realized.   The preferred airport 
development alternative also depicts two helipads in the general 
aviation area, one each on the east and west aprons.  

Ultimate Development 
It is important to look beyond the 20-year development program of a 
Master Plan Update in order to provide flexibility for reacting to 
unforeseen changes in the aviation industry.  With this need in mind, 
the preferred Airport development alternative reserves the option for a 
parallel runway 4,300 feet west of Runway 13-31.  The parallel 
runway was proposed in the previous Master Plan Update for CCIA 
and is retained in this Master Plan Update.  The parallel runway would 
be constructed only when demand warrants.  The CCIA should 
continue its land acquisition program to accumulate the land needed 
for the parallel runway.  Figure 5-13 depicts the location of the future 
parallel runway. 

Commerical/Industrial Development Alternatives 
The preceding sections established a preferred alternative for CCIA’s 
essential aviation uses.  However, there is a significant amount of land 
available on Airport property that is not required for aviation essential 
uses.  This land can be developed with aviation-related uses which 
generate revenue and additional supportive activities for the Airport.  
This section identifies these properties and examines opportunities for 
commercial and industrial development, as well as other aviation-
related uses such as specialty cargo. 

The development 
alternative provides a 
range of potential land 
uses that would be 
appropriate for the 
Airport given current and 
projected economic 
trends. 

The development alternatives provide a range of potential land uses 
that would be appropriate for the Airport given current and projected 
economic trends.  The highest and best types of land uses for the 
undeveloped land are investigated for the purposes of generating 
revenue and stimulating economic growth.  Telephone interviews with 
Airport staff and the Regional Economic Development Corporation 
and reviews of existing and proposed development plans were key 
elements in determining favorable land uses. 

Developable Land 
The areas at CCIA that are appropriate for development of non-
aviation essential uses are depicted on Figure 5-14.  Of these 
properties, the primary parcels suitable for non-aviation related land 
uses are located to the north of the Airport, just south of SH 44 (Parcel 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 5-30 



 

A and Parcel B), and the northeast corner of Airport property (Parcel 
C), and a large parcel parallel to Runway 17-35 along Joe Mireur Road 
(Parcel D).  In order to evaluate factors that would constrain 
development of these parcels, the existing conditions, such as zoning, 
environmental, and accessibility, were reviewed for each property.  

Existing Zoning 
All of the properties identified as suitable for commercial and 
industrial development are currently zoned “I-3,” Heavy Industrial 
District.  This zoning is appropriate for some commercial development 
and nearly all industrial development that is proposed for the Airport.  

Proposed development of retail land uses, such as a hotel, will require 
a change in zoning to “B-3,” Business District, or “B-4,” General 
Business District, before development can proceed.  

Environmental Constraints 
The developable land east of Runway 17-35 is within the 100-year 
floodplain and currently serves as a drainage basin, which would affect 
Parcel C, located in the northeast portion of Airport property, and 
Parcel D, located east of and parallel to Runway 17-35.  Although this 
does present environmental concerns, as discussed in Chapter 6, these 
potential impacts can be mitigated during development.  Additional 
steps, as required by the U.S. Army Corps of Engineers, will need to 
be taken to meet requirements for development within the floodplain. 

Accessibility 
Given the prominent placement along SH 44 and more than sufficient 
ground transportation network surrounding the Airport, these 
properties maintain adequate visibility and accessibility.  Parcels A 
and B are also bound to the west by John Pinson Drive and dissected 
by International Drive.  Because International Drive is the entrance for 
the Airport, this is a highly desirable location for commercial 
businesses.  Parcel C has frontage along SH 44, and Parcel D has 
access to Joe Mireur road, which runs parallel to the developable land. 

Corpus Christi has 
experienced significant 
commercial and 
industrial growth in 
recent years; both of 
these types of 
development are 
desirable at the Airport. 

Utilities for these properties are readily accessible.  Water, sewer, and 
gas lines run along International Drive and John Pinson Drive, as well 
as extend from the passenger terminal perpendicular to Runway end 
17.  Gas lines also run along Glassen Road. 
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Market Potential for Land Development 
Corpus Christi has experienced significant growth over recent years.  
Eight major industries drive the regional economy: 
refining/petrochemical; inorganic chemicals; oil/gas production and 
exploration; military; port and maritime; tourism; medical and 
miscellaneous services.  Particularly, substantial growth has occurred 
in the health services area and related professions.  A considerable 
demand exists for commercial and light industrial facilities throughout 
the Corpus Christi region.  In addition, the City of Corpus Christi 
offers tax abatements and incentives to basic manufacturing or service 
facilities.  The Regional Economic Development Corporation also 
indicates that Corpus Christi is disadvantaged for not having available 
high-quality light industrial facilities over 50,000 square feet.   

Recent and proposed industrial activity is currently occurring at the 
Port of Corpus Christi.  The Port is opening approximately 1,000 acres 
for industrial development within their property confines.  This facility 
includes a $55 million road and rail system, which is currently being 
constructed.  It is estimated that nearly all 1,000 acres will be spoken 
for prior to completing the road, which is estimated to be finished in 
the next 18 months.   

In addition to regional economic trends, local market demands suggest 
that a hotel and convenience store would capture a need not currently 
being met.  These services would appeal to the travelers using the 
Airport, as well as travelers along SH 44. 

There is also market potential handling imports from Mexico, Central 
and South America, and possibly Asia, such as pharmaceuticals, cut 
flowers, and produce.  A facility for such international cargo handling 
would need both airside and ground access, as well as space for 
customs inspection. 

These examples show a high demand for commercial and industrial 
facilities in the Corpus Christi region.  In addition, the major industries 
driving the local economy could benefit from a commercial and/or 
industrial facility in close proximity to the Airport.  These types of 
development are appropriate and desirable at the Airport.   

The primary land uses 
proposed for the 
developable land on the 
northern and eastern 
portions of CCIA’s 
property are commercial 
and industrial, with some 
retail. 

Highest and Best Use for Developable Land 
Comparing the parcel analysis and market analysis, a highest and best 
use for the developable land can be identified.  The primary land uses 
proposed for the developable land on the northern and eastern portions 
of CCIA’s property are commercial and industrial, with some retail.   

A commercial business park, currently known as Corpus Christi 
International Business Centre is proposed for Parcel A, located to the 
west of the Airport entrance.  As of May 2006, the basic infrastructure 
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for this development has been completed.  The Airport is in 
negotiations with a Fortune 500 Company for a ground lease, which 
includes the company designing and building the commercial business 
park and securing tenants. 

Parcel B, located to the east of the Airport’s entrance, is appropriate 
for a hotel and convenience store.  The Airport is ready to issue a 
Request for Proposals for building the hotel on the property.  The 
approximate size and number of rooms of the proposed hotel were 
unknown as of May 2006.  The property in the northwest corner of 
Parcel B, along SH 44, is suitable for development of a convenience 
store.  This convenience store will serve Airport travelers, as well as 
travelers along SH 44.  The convenience store fills a void in the area. 

Parcel C, located in the northeast corner of Airport property, is bound 
by the Runway end 17 RPZ, SH 44, and is appropriate for a light 
industrial and commercial park.  The appropriate uses within the 
proposed flex office development include aviation-related services and 
possible avionics production. 

Given its flight line location, Parcel D is appropriate for specialty 
cargo facilities.  Figures 5-15 and 5-16 illustrate two concepts for 
arranging cargo activities on the site.  Specialty cargo development 
could include a cold-storage facility which would provide 
opportunities for pharmaceuticals, cut flowers, and produce.  Although 
the cold storage facility is highly desirable for the intended uses, it 
should be noted that this cargo facility should remain flexible and not 
be limited to cold storage.  Development of Parcel D will require 
relocation of Joe Mireur Road to the edge of the Airport’s property 
boundary.  In addition, this development would occur in the 
floodplain, and additional mitigation measures may be required. 
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CHAPTER 6 −                                        
ENVIRONMENTAL OVERVIEW 
The environmental review process is designed to provide a preliminary 
indication of environmental constraints and issues affected by 
implementation of the Corpus Christi International Airport (Airport or 
CCIA) Master Plan Update’s Preferred Alternative.  This review does not 
provide the depth of analysis and data that would be needed for an 
environmental assessment (EA) or an environmental impact statement 
(EIS).  At the time of project implementation, when demand warrants, the 
appropriate environmental documentation, such as an EA, must be 
completed.  The preparation of an EA or and EIS would require additional 
coordination with Federal, State, and local environmental agencies to 
secure the necessary approvals and permits to implement specific 
recommended development items.   

This Chapter provides a review of environmental resources that may be 
affected by the implementation of the Preferred Alternative.  To prepare 
this overview, coordination with relevant State and local agencies was 
undertaken to identify environmental issues and the potential need for 
further study.   

This Environmental 
Overview provides a 
brief indication of 
any environmental 
impacts that may be 
caused by 
implementation of 
the Preferred 
Alternative. 

The phasing plan presented in Chapter 7 identifies which projects within 
the Preferred Alternative would be implemented in the short-term (PAL 1), 
the medium-term (PAL 2) and the long-term (PAL 3).  The projects slated 
for the short-term, (PAL 1) would be included in the first environmental 
documentation, such as an EA.  The level of environmental documentation 
for the remaining projects will need to be evaluated closer to the time of 
implementation of those proposed improvements; however, a brief 
indication of the potential impacts are presented in this Chapter.   

Review of Preferred Alternative 
As mentioned in Chapter 5, the Preferred Alternative consists of many 
recommendations for future landside facilities including the terminal and 
rental car operations, airside facilities including a runway extension, and 
land use recommendations for future aviation and non-aviation 
development.  Aside from the large-scale projects, there are several 
smaller projects recommended in the Preferred Alternative that can be 
implemented without a significant level of environmental analysis.  Many 
of these projects are listed in FAA Order 1050.1E, Environmental Impacts, 
Policies and Procedures, as projects that can be categorically excluded and 
do not require an EA or an EIS.   
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According to FAA Order 1050.1E, projects are categorically excluded 
because they “do not individually or cumulatively have a significant effect 
on the human environment.”  Typical maintenance projects can be 
categorically excluded if the projects involve the installation, repair or 
upgrade of equipment necessary for the operation and safety of the airport.  
Projects recommended in the Master Plan Update for CCIA that meet this 
criteria include the installation of lighting and approach aids.  Typical 
small-scale construction projects can be categorically excluded if the 
projects involve the repair, replacement, or upgrading of grounds, 
infrastructure, buildings, or facilities that are generally minor in nature.  
Projects recommended in the Master Plan Update that meet this criteria 
include the replacement or reconstruction of terminal buildings or any 
facility where the location will be on the same site as the existing building.   

However, there are a few projects in each of the PALs that may require 
additional environmental analysis.  These projects include: 

 PAL 1 − Extension of Runway 13-31 1,492-feet to the north and 
associated extension of Taxiway B 1,492 feet. 

 PAL 2 − Extension of Runway 17-35 1,419 feet to the south and 
associated extension of Taxiway A 1,419 feet. 

 PAL 3 - Development of commercial/industrial areas on-Airport 
property 

The remainder of this Chapter includes an examination of all of the 
environmental impact categories evaluated as part of an EA, as prescribed 
in the guidelines provided in FAA Order 5050.4B, National Environmental 
Policy Act (NEPA) Implementing Instructions for Airport Projects, as 
required by NEPA of 1969.  The environmental impact categories in this 
Chapter are organized per FAA Order 5050.4B below. 

Noise 
The airport noise environment, including aircraft operations and ambient 
noise, is described using the Day-Night Average Sound Level (DNL).  The 
DNL metric includes all of the time-varying energy for an average 24-hour 
period, with a 10 decibel penalty applied to nighttime noise events (10 
p.m. to 6:59 a.m.).   

Aircraft noise impacts are assessed through the use of the FAA’s 
Integrated Noise Model (INM) Version 6.1.  This computer model is used 
to determine yearly average annual day aircraft noise impacts.  The INM 
produces noise contours – drawings depicting noise areas – based on input 
of the Airport’s activity and operational characteristics.  The following 
sections summarize the data used to produce noise contours for Corpus 
Christi International Airport. 
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Operational Levels 
Annual and average daily aircraft activities for the existing conditions and 
future conditions in PAL 1 and PAL 2 are provided in Table 6-1.  While 
total daily activity tends to vary throughout the year, the Master Plan 
Update noise analyses are based on an average annual day (i.e., annual 
totals divided by 365 days) of activity.  This is consistent with FAA 
advisory Circular 150/5020-1, Noise Control and Compatibility Planning 
for Airports.  

 
Table 6-1 

OPERATION LEVELS 
Corpus Christi International Airport Master Plan Update 

Existing PAL 1 PAL 2 Aircraft 
Category Annual Average Day Annual Average Day Annual Average Day

Passenger 16,600 45.5 19,400 53.2 22,200 60.8
Cargo 1,100 3.0 1,600 4.4 2,100 5.8
General 
Aviation 36,400 99.7 36,400 99.7 36,400 99.7
Military 64,000 175.3 58,000 158.9 58,000 158.9

Total 118,100 323.6 115,400 316.2 118,700 325.2
Sources: OAG data in 2005, Airport Records in 2005, and PB Aviation, interview with ATC Tower personnel and 
Activity Forecast 2005 

Fleet Mix 
Fleet mix refers the various categories of aircraft operating at an Airport.  
Information on CCIA’s existing fleet mix was obtained from Airport 
records, information provided by the ATC Tower, a review of aircraft 
equipment schedules from the Official Airline Guide, and discussions with 
the ATC Tower personnel.  The future fleet mix in PAL 1 and PAL 2 was 
based on the Activity Forecast in this study. 

Table 6-2 lists the aircraft fleet mix used in developing the Airport’s noise 
contours. 

Stage Length 
Stage length refers to the distance an aircraft travels.  Each stage is 
associated with a takeoff weight that represents a typical passenger and/or 
cargo load and fuel required for each trip.  The INM accounts for these 
various load factors based upon the initial distance traveled. 
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Table 6-2 
AIRCRAFT FLEET MIX  

Corpus Christi International Airport Master Plan Update 
 

Category/ 
Aircraft Types 

Noise 
Level 

Designator1

Existing 
Percent 
of Fleet 

PAL 1 
Percent 
of Fleet 

PAL 2 
Percent 
of Fleet 

Passenger 
B737-200 3 5.0% 0.0% 0.0% 
B737-500 3 9.5% 8.5% 0.0% 
B737-700 3 7.2% 17.5% 27.6% 
ERJ 135 3 27.7% 21.6% 16.2% 
ERJ  3 47.0% 45.2% 40.0% 
CRJ 70 3 3.6% 7.2% 16.2% 
Sub-total  100.0% 100.0% 100.0% 
Cargo 
Turbo-Prop N/A 100.0% 68.7% 52.4% 
Mainline Jet 3 0.0% 31.3% 47.6% 
Sub-total  100.0% 100.0% 100.0% 
General Aviation 
Single-engine Piston N/A 85.2% 85.0% 83.0% 
Twin-engine Piston N/A 2.6% 2.1% 1.4% 
Turbo-Prop N/A 2.4% 2.5% 2.6% 
Corporate Jet 3 8.8% 9.5% 12.3% 
Helicopter N/A 1.0% 0.9% 0.7% 
Subtotal  100.0% 100.0% 100.0% 
Military 
Single-engine Turbo-Prop N/A 60.0% 60.0% 60.0% 
Multi-engine Turbo-Prop N/A 1.0% 0.7% 0.3% 
Single-engine Jet N/A 20.0% 20.0% 20.0% 
Corporate Jet N/A 15.5% 16.3% 17.2% 
Helicopter N/A 3.5% 3.0% 2.5 % 
Sub-total  100.0% 100.0% 100.0% 
Sources:  PB Aviation, interviews with the ATC Tower personnel and Activity Forecast 2005 
1 For purpose of showing compliance with federal aircraft noise guidelines, FAR 36 assign a “noise Designator” 
(Stage 1, Stage 2, and Stage 3) for all transport category large airplane and turbojet powered aircraft. 
Note: Information on fleet mix provided by: ATC Tower personnel, Activity Forecast 2005, and interviews with 
FBO’s.   

 
Departure stage lengths indicate the range in nautical miles that an aircraft 
travels to reach its destination.  For example, a departure stage length of 1 
indicates a destination range of zero to 500 nautical miles while a 
departure stage of 2 refers to a destination distance of 500 to 1,000 nautical 
miles.  These stage lengths are determined by the INM User Manual 6.0.  
This is an important consideration in the noise analysis because longer 
stage lengths require more fuel which increases aircraft weight and takeoff 
roll and decreases climb performance.  This in turn affects aircraft noise on 
the ground. 
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Stage length for each aircraft type was determined through an analysis of 
airline schedules, discussions with the ATC Tower personnel and the 
Airport’s staff.  The existing and future stage lengths are 500 nautical 
miles or less (Stage 1).  Table 6-3 shows this situation. 
 

Table 6-3 
STAGE LENGTH PERCENTAGE 

Corpus Christi International Airport Master Plan Update 
Category Stage 1 Stage 2 Stage 3  Stage 4 Total 

Passenger  85% 15% 0% 0% 100% 
Cargo 100% 0% 0% 0% 100% 
General Aviation 30% 70% 0% 0% 100% 
Military 100% 0% 0% 0% 100% 
Sources:  PB Aviation, interviews with the ATC Tower personnel, OAG data, and FBO’s 
Note:  Stage lengths determined by INM User Manual 6.0.  September 199, Page 8-19 
Key:   Stage 1 = 0 – 500 nautical miles 
           Stage 2 = 500 – 1,000 nautical miles 
           Stage 3 = 1,000 – 1,500 nautical miles 
           Stage 4 = 1,500 nautical miles or more 

 
Day-Night Operations 
Evaluation of nighttime aircraft operations is important due to the 
increased sensitivity to noise occurring during sleeping hours.  To account 
for increased nighttime sensitivity, the INM applies a 10-decibel penalty to 
nighttime aircraft operations between the hours of 10:00 p.m. and 6:59 
a.m.  The 10-decibel penalty means that one nighttime sound event is 
equivalent to 10 daytime events of the same level. 

Table 6-4 provides a summary of the Airport’s day-night operation split. 
 

Table 6-4 
DAY-NIGHT OPERATIONS  

Corpus Christi International Airport Master Plan Update 
 

Aircraft Category 
Daytime1  

Percentage 
Nighttime2 

Percentage 
Passenger  87.1% 12.9% 
Cargo 100.0% 0.0% 
General Aviation 93.2% 6.8% 
Military 94.1% 5.9% 
Sources:  PB Aviation, interviews with the ATC Tower personnel 

1  Daytime = 7:00 a.m. to 9:59 p.m. 
2  Nighttime = 10:00 p.m. to 6:59 a.m. 

 
Run-up Operations 
INM uses a single directivity pattern to calculate noise around an airplane 
on a run-up pad.  The directivity pattern is symmetric around the 
longitudinal axis of the airplane.  The run-up noise level depends upon 
aircraft type, run-up pad location, heading of the airplane, average duration 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 6-5 



 

of the run-up event, and the number of times the run-up event occurs 
during the day and nighttime periods. 

Three run-up pads, located at the taxiways close to each runway end, are 
used at the Airport.  Run-up operations at the Airport occur often for GA 
and military aircraft.  Through discussing with ATC Tower personnel, it is 
assumed that all piston aircraft and 80 percent turbo-prop aircraft conduct 
run-up operations before taking off.  Unlike the run-up operation before 
taking off, the maintenance run-up operations at the Airport do not occur 
often (less one event per day).  Therefore, it is assumed that no 
maintenance run-up operations are included in this noise analysis.  In the 
future case (2023), an additional run-up pad at the taxiway close to 
Runway end 35 will be added in the noise model after the Runway 17-35 
extension.   

Operational Procedures 
Operations data, including runway utilization and aircraft flight tracks and 
their utilization, were gathered through a review of the previous FAR Part 
150 Noise Compatibility Program at the Airport prepared by Leigh Fisher 
Associates, meetings with ATC Tower personnel and the Airport’s staff. 

Runway Utilization 
Runway utilization refers to the percentage that aircraft depart and arrive 
on designated runways.  Tables 6-5 to 6-7 summarize the Airport’s 
average annual arrival, departure, and touch-and-go runway use. 
 

Table 6-5 
AVERAGE ANNUAL RUNWAY UTILIZATION – DEPARTURE  

Corpus Christi International Airport Master Plan Update 

Runway 
End 

Air 
Carrier Commuter 

Business 
Jet 

GA and 
Military –

heavy1
GA and 

Military-light2

13 48% 48% 48% 48% 48% 
31 4% 4% 4% 4% 4% 
17 32% 32% 32% 32% 32% 
35 16% 16% 16% 16% 16% 

Total 100% 100% 100% 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 

 

Flight Tracks 
A flight track is the projection on the ground of an aircraft’s path in the 
sky.  Because of meteorological conditions, aircraft types, stage lengths, 
and pilot judgment, no two flight tracks are exactly the same.  The flight 
tracks and their utilizations are listed in Tables 6-8 to 6-10.   

 
 

CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 6-6 



 

Table 6-6 
AVERAGE ANNUAL RUNWAY UTILIZATION – ARRIVAL  

Corpus Christi International Airport Master Plan Update 
Runway 

End 
Air 

Carrier Commuter  
Business 

Jet 
GA and Military 

–heavy1
GA and 

Military-light2

13 52% 56% 40% 40% 40% 
31 4% 4% 4% -- -- 
17 28% 24% 40% 40% 40% 
35 16% 16% 16% 20% 20% 

Total 100% 100% 100% 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 
 

Table 6-7 
AVERAGE ANNUAL RUNWAY UTILIZATION – TOUCH-AND-GO  

Corpus Christi International Airport Master Plan Update  

Runway 
End 

Air 
Carrier Commuter  

Business 
Jet 

GA and Military 
–heavy1

GA and 
Military-

light2

13 -- -- -- 48% 48% 
31 -- -- -- 4% 4% 
17 -- -- -- 32% 32% 
35 -- -- -- 16% 16% 

Total -- -- -- 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 
 

Noise Contours 
The activity and operational data gathered for the Airport were used as 
inputs to the INM.  Using the input file and its internal database, the model 
calculated existing and future noise exposure levels and produced noise 
contours reflecting noise impacts.  The existing noise contours encompass 
1.09 square miles in the DNL 65 dBA.  The future noise contours 
encompass 1.06 and 1.13 square miles in PAL 1 and PAL 2, respectively.   
The increased contour size in the future is a result of fleet mix changes.  In 
the future fleet mix, more passenger aircraft operations are projected and 
mainline jet cargo aircraft is expected to operate at the Airport.   

The noise contours are overlaid on a map of the Airport area to identify 
specific areas exposed to noise levels of DNL 65 dBA, 70 dBA, and 75 
dBA.  Figures 6-1 to 6-3 graphically depict the existing and future noise 
contours.  The short-term and long-term impacts of aircraft noise are 
associated with the land uses that are located under the noise contours.  
These land uses are discussed in the following section.   
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Table 6-8 
DEPARTURE FLIGHT TRACK USE BY AIRCRAFT CLASS 

Corpus Christi International Airport Master Plan Update 

Runway 
End 

Flight 
Tracks 

Air 
Carrier Commuter 

Business 
Jet 

GA and 
Military –

heavy1

GA and 
Military-

light2

13 D1 
D2 
D3 
D4 
D5 
D6 

-- 
-- 
   

24.0% 
-- 

24.0 

   2.4% 
4.8 

16.8 
-- 

24.0 
-- 

  19.2% 
-- 

2.4 
2.4 

19.2 
4.8 

   2.4% 
7.2 

16.8 
2.4 

14.4 
  4.8 

   9.6% 
9.6 
9.6 
2.4 
9.6 
7.2 

31 D1 
D2 
D3 
D4 

-- 
3.6 
0.4 
-- 

0.8 
1.2 
2.0 
-- 

0.8 
2.0 
0.8 
0.4 

1.2 
1.2 
1.2 
0.4 

1.2 
1.2 
1.2 
0.4 

17 D1 
D2 
D3 
D4 

HD1 

28.8 
-- 
-- 

3.2 
-- 

28.8 
-- 
-- 

3.2 
-- 

12.8 
3.2 
1.6 

14.4 
-- 

12.8 
4.8 
3.2 

11.2 
-- 

9.6 
9.6 
4.8 
8.0 
-- 

35 D1 
D2 
D3 

16.0 
-- 
-- 

4.8 
11.2 

-- 

7.2 
7.2 
1.6 

7.2 
7.2 
1.6 

7.2 
7.2 
1.6 

Total  100% 100% 100% 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 
 

 

Table 6-9 
ARRIVAL FLIGHT TRACK USE BY AIRCRAFT CLASS 

Corpus Christi International Airport Master Plan Update 

Runway 
End 

Flight 
Tracks 

Air 
Carrier Commuter 

Business 
Jet 

GA and 
Military –

heavy1

GA and 
Military-

light2

13 A1 
A2 
A3 
A4 

  15.6% 
  36.4 

--    
-- 

  16.8% 
     39.2 

--    
-- 

 18.8% 
   12.0 

8.0 
1.2 

 16.0% 
         16.0 

-- 
8.0 

   8.0% 
8.0 
8.0 

      16.0 
31 A1 

A2 
A3 

3.2 
0.8 
-- 

-- 
4.0 
-- 

-- 
3.0 
1.0 

-- 
-- 
-- 

-- 
-- 
-- 

17 A1 
A2 
A3 
A4 

HA1 

-- 
-- 

  28.0 
-- 
-- 

-- 
-- 

     24.0 
-- 
-- 

-- 
-- 

  40.0 
-- 
-- 

2.0 
2.0 

        34.0 
4.0 
-- 

4.0 
4.0 

      30.0 
4.0 
-- 

35 A1 
A2 
A3 
A4 
A5 

5.0 
8.0 
2.0 
1.0 
-- 

-- 
5.0 
8.0 
2.0 
1.0 

-- 
5.0 
8.0 
2.0 
1.0 

4.0 
4.0 
8.0 
2.0 
1.0 

4.0 
4.0 
8.0 
2.0 
1.0 

Total  100% 100% 100% 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 
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Table 6-10 
ARRIVAL FLIGHT TRACK USE BY AIRCRAFT CLASS  

Corpus Christi International Airport Master Plan Update 

Runway 
End 

Flight 
Tracks 

Air 
Carrier Commuter 

Business 
Jet 

GA and 
Military 
–heavy1

GA and 
Military-

light2 Helicopter 
13 TG1 -- -- -- 48.0 48.0 60.0 
31 TG1 -- -- -- 32.0 32.0 40.0 
17 TG1 -- -- -- 4.0 4.0 -- 
35 TG1 -- -- - 16.0 16.0 -- 

Total        100% 100% 100% 
Sources:  Leigh Fisher Associates, FAR Part 150 Noise Compatibility Program, January 2000 
1.  Multi-engine Turbo-prop and Single-engine Jet 
2.  Piston and Single-engine Turbo-prop 

 

Compatible Land Use 
From an environmental perspective, the compatibility of existing and 
planned land uses in the vicinity of an airport is usually associated with the 
extent of noise impacts related to the airport.   

Existing Land Use 
The City of Corpus Christi has been successful in maintaining land uses 
adjacent to the Airport which are considered compatible land uses for 
noise impacts.  The Airport is buffered by agricultural land uses, light 
industrial land uses, and transportation routes.  According to the City of 
Corpus Christi’s land use file, the majority of the land use outside the 
Airport property is considered vacant.   

There are no residential land uses within the existing or future 65 DNL 
noise contour, or its general vicinity.  The noise contours for existing 
conditions are overlaid on the City of Corpus Christi’s existing land use 
and are depicted on Figure 6-1.   

Future Land Use  
According to the City of Corpus Christi, the future land uses surrounding 
Airport property are industrial (heavy and light) and public.  The future 
land uses within the noise contours are identified by the City of Corpus 
Christi to be public use, industrial (heavy and light) and small sections of 
drainage corridors.  These land uses are considered compatible land uses 
for Airport activity and no future impacts with compatible land uses are 
anticipated.  

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 6-9 



���������	
��������	��
���	������

����������
����������������
����	������	���
 �!
������	���
"��	
��#
��$��%���&%��
���������������

&�����'���	
�������%��������	�
�(�)!�	���

*

+ ,+++ -+++ ���	

)��%��	����%��	

*��������	����

����������	�
����

���������	
�
������������������

.�-/�+.

�)&01����)*����)01
���������������������������������

�)21�.�,+

.3��*�
4+��*�

43��*�

��2�������5

��
2�
���
��
�5

���
�(�
��
��!
����
���
5

��
�4.
6��
�7�
���

���
��
��
�5

&0� #8�99



���������	
��������	��
���	������

����������
����������������
����	������	���
 �!
������	���
"��	
��#
��$��%���&%��
���������������

&�����'���	
�������%��������	�
�(�)!�	���

*

+ ,+++ -+++ ���	

)��%��	����%��	

*��������	����

����������	��
�

���������	

������������������

.�-/�+.

�)&01����)*����)01
���
����������������������������
���

�)21�.�,,

.3��*�
4+��*�

43��*�

��2�������5

��
2�
���
��
�5

���
�(�
��
��!
����
���
5

��
�4.
6��
�7�
���

���
��
��
�5

&0� #8�99



���������	
��������	��
���	������

����������
����������������
����	������	���
 �!
������	���
"��	
��#
��$��%���&%��
���������������

&�����'���	
�������%��������	�
�(�)!�	���

*

+ ,+++ -+++ ���	

)��%��	����%��	

*��������	����

����������	��
�

���������	

������������������

.�-/�+.

�)&01����)*����)01
���
����������������������������
���

�)21�.�,-

.3��*�
4+��*�

43��*�

��2�������5

��
2�
���
��
�5

���
�(�
��
��!
����
���
5

��
�4.
6��
�7�
���

���
��
��
�5

&0� #8�99



 

In PAL 1, the runway extension to Runway 13-31 results in a noise 
contour extending northwest,  (Figure 6-2); however, the additional area 
encompassed by the noise contours does not leave Airport property, and 
does not present an impact for future land use.   

The PAL 2 recommendation of extending Runway 17-35 results in 
extending the noise contours southwest, and slightly to the north over SH 
44, as shown in Figure 6-3.  Aside from the small area of the noise contour 
that reached SH 44, the remainder of the noise contours are completely 
within Airport property.   

The FAA has published guidelines for land use compatibility in Federal 
Aviation Regulation (FAR) Part 150.  The guidelines are depicted in Table 
6-11.  Incompatible land uses generally include residential areas and noise 
sensitive community facilities, such as schools, churches, hospitals, and 
libraries, located within the DNL 65 dBA contour.  The Airport’s existing, 
PAL 1 and PAL 2 noise contours do not include any land uses that are 
considered incompatible according to FAR Part 150 regulations.   

On-Airport Land Use 
The Preferred Alternative for the Master Plan Update also includes future 
land uses that are appropriate for commercial and industrial development 
on-Airport property.  As shown on Figure 5-14 in Chapter 5, Development 
Alternatives, the recommended development plan for off-Airport land uses 
includes: 

 Commercial park 
 Light industrial  
 Specialty cargo 
 Hotel and convenience store 

The Master Plan Update is recommending that the Airport use the 
significant amount of undeveloped land available on-Airport property that 
is not required for aviation essential uses.  This land can be developed with 
aviation-related uses which generate revenue and additional supportive 
activities for the Airport.   

This commercial and industrial development is compatible with the 
Airport’s operations.  This development is also consistent with the 
Port/Airport/Violet Area Development Plan, which recommends that 
commercial and industrial development should occur around the Airport.  
This Area Development Plan was prepared by the City of Corpus Christi’s 
Planning and Development Department (Amended February 28, 1995).   

Zoning 
According to the City of Corpus Christi’s zoning records, all of the Airport 
property is zoned “I-3” (Heavy Industrial).  As shown on Figure 6-4, 
Zoning, surrounding Airport property on the north is the zoning  
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Table 6-11 

LAND USE COMPATIBILITY WITH YEARLY DAY/NIGHT AVERAGE SOUND LEVELS* 
Corpus Christi International Airport Master Plan Update 

 Yearly Day/Night Average Sound Level (DNL) in Decibels 
Land Use Below 

65 
65-70 70-75 75-80 80-85 Over 85 

Residential  
Residential, other than mobile homes and 
transient lodgings 
Mobile home parks 
Transient lodgings 

Y 
 

Y 
Y 

N1

 
N 
N1

N1

 
N 
N1

N 
 

N 
N1

N 
 

N 
N 

N 
 

N 
N 

Public Use   
Schools 
Hospitals and nursing homes 
Churches, auditoriums, and concert halls 
Governmental services 
Transportation 
Parking 

Y 
Y 
Y 
Y 
Y 
Y 

N1

25 
25 
Y 
Y 
Y 

N1

30 
30 
25 
Y2

Y2

N 
N 
N 
30 
Y3

Y3

N 
N 
N 
N 
Y4

Y4

N 
N 
N 
N 
Y4

N 
Commercial Use   
Offices, business and professional 
Wholesale and retail-building materials, 
hardware and farm equipment 
Retail trade - general 
Utilities 
Communication 

Y 
Y 
 

Y 
Y 
Y 

Y 
Y 
 

Y 
Y 
Y 

25 
Y2

 
25 
Y2

25 

30 
Y3

 
30 
Y3

30 

N 
Y4

 
N 
Y4

N 

N 
N 
 

N 
N 
N 

Manufacturing and Production   
Manufacturing, general 
Photographic and optical 
Agriculture (except livestock) and forestry 
Livestock farming and breeding 
Mining and fishing, resource production and 
extraction 

Y 
Y 
Y 
Y 
Y 

Y 
Y 
Y6

Y6

Y 

Y2

25 
Y7

Y7

Y 

Y3

30 
Y8

N 
Y 

N 
N 
Y8

N 
Y 

N 
N 
Y8

N 
Y 
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Table 6-11 (Cont’d) 

LAND USE COMPATIBILITY WITH YEARLY DAY/NIGHT AVERAGE SOUND LEVELS* 
Corpus Christi International Airport Master Plan Update 

Recreational  
Outdoor sports arenas and spectator sports 
Outdoor music shells, amphitheaters 
Nature exhibits and zoos 
Amusements, parks, resorts and camps 
Golf courses, riding stables 

Y 
Y 
Y 
Y 
Y 

Y5

N 
Y 
Y 
Y 

Y5

N 
N 
Y 
25 

N 
N 
N 
N 
30 

N 
N 
N 
N 
N 

N 
N 
N 
N 
N 

Source:  Federal Aviation Regulations 14 CFR Part 150, effective January 18, 1985 
Key to this Table: 
SLUCM = Standard Land Use Coding Manual 
Y(Yes) = Land Use and related structures compatible without restrictions 
N(No) = Land Use and related structures are not compatible and should be prohibited 
NLR = Noise Level Reduction (outdoor to indoor) to be achieved through incorporation of noise attenuation into the design and construction of 
the structure 25, 30, or 35 = Land use and related structures generally compatible; measures to achieve NLR of 25, 30 or 35 dB must be 
incorporated into design and construction of structure 
Notes: 
1. Where the community determines that residential or school uses must be allowed, measures to achieve outdoor to indoor Noise Level 

Reduction (NLR) of at least 25 dB and 30 dB should be incorporated into building codes and be considered in individual approvals.   
Normal residential construction can be expected to provide a NLR of 20 dB, thus, the reduction requirements are often stated as 5, 10 or 15 
dB over standard construction and normally assume mechanical ventilation and closed windows year round.  However, the use of NLR 
criteria will not eliminate outdoor noise problems. 

2. Measures to achieve NLR 25 dB must be incorporated into the design and construction of portions of these buildings where the public is 
received, office areas, noise-sensitive areas or where the normal noise level is low. 

3. Measures to achieve NLR of 30 dB must be incorporated into the design and construction of portions of these buildings where the public is 
received, office areas, noise-sensitive areas or where the normal noise level is low. 

4. Measures to achieve NLR 35 dB must be incorporated into the design and construction of portions of these buildings where the public is 
received, office areas, noise-sensitive areas or where the normal level is low. 

5. Land use compatible provided special sound reinforcement systems are installed. 
6. Residential buildings require an NLR of 25. 
7. Residential buildings require an NLR of 30. 
8. Residential buildings not permitted. 

*The designations contained in this table do not constitute a federal determination that any use of land covered by the program is acceptable or 
unacceptable under federal, state, or local law.  The responsibility for determining the acceptable and permissible land uses and the relationship 
between specific properties and specific noise contours rests with the local authorities.  FAA determinations under Part 150 are not intended to 
substitute federally determined land uses for those determined to be appropriate by local authorities in response to locally determined needs and 
values in achieving noise compatible land uses. 
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classification “I-2” (Light Industrial), to the east is “I-2” and “FR” (Farm 
Rural) and the south and the west is “FR” and “R” (Residential).   

The area will not require any zoning changes with the implementation of 
the projects recommended in PAL 1 or PAL 2.  The extension of Runway 
13-31 in PAL 1 and the extension of Runway 17-35 in PAL 2 will not 
require any changes to the current zoning.  Long-term plans (longer than 
the 20-year planning horizon of this Master Plan Update) to expand the 
Airport to the south and west may encroach on the residentially zoned 
area.  Future plans for this area may require a zoning change. 

The PAL 3 recommendation for commercial and industrial development 
on-Airport property may require changes to zoning districts.  As 
mentioned in Chapter 5, all of the properties identified as suitable for 
commercial and industrial development are currently zoned “I-3,” Heavy 
Industrial District.  This zoning is appropriate for some commercial 
development and nearly all industrial development that is proposed for the 
Airport.  Proposed development of retail land uses, such as a hotel, will 
require a change in zoning to “B-3,” Business District, or “B-4,” General 
Business District, before development can proceed.  

Corpus Christi International Airport Zoning Ordinance 
The Corpus Christi International Airport Zoning Ordinance was enacted in 
1980 for the purposes of preventing the creation of hazards to air 
navigation in the areas surrounding the Airport.  The ordinance is 
administered by a Joint Airport Zoning Board comprised of representatives 
from Nueces County, San Patricio County and the City of Corpus Christi.  
Permits are required for new structures or for natural growth greater than 
50 feet on lands lying beneath the approach surfaces, transitional surfaces, 
horizontal surfaces, and conical surfaces, as these surfaces apply to the 
airfield at Corpus Christi International Airport.  These surfaces are defined 
in the ordinance and are generally consistent with those established in FAR 
Part 77.  The ordinance also restricts the use of land or water within these 
zones to the extent that the use would create electrical interference with 
navigational signals or ratio communication, making it difficult for pilots 
to distinguish between the Airport’s lights and other lights, result in glare 
in the eyes of pilots, impair visibility, create bird strike hazards or 
otherwise endanger or interfere with the landing, takeoff, or maneuvering 
of aircraft intending to use the Airport.  The ordinance and the associated 
zoning map need to be updated to include the airfield improvements 
recommended in this Master Plan Update. 

Social Impacts 
FAA Order 5050.4B states that the principal social impacts to be 
considered in the environmental assessment process are those associated 
with relocation, or any other community disruptions that may be caused by 
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the Airport development recommendations.  Types of social impacts 
considered include the following: 

 Relocation of any residence or business; 
 Surface transportation pattern alterations; 
 Disruption or division of established communities; 
 Disruption of orderly, planned development; and 
 Appreciable changes in employment. 

Implementation of the Preferred Alternative in the short-term does not 
cause any social impacts.  The commercial/industrial development that is 
recommended for the long-term may impact surface transportation routes 
around the Airport by re-locating or closing Joe Mireur Road, a minor 
transportation route located east of the Airport.  However, Joe Mireur Road 
is not considered a majority arterial route, is not located in an established 
community, and would not disrupt any planned development for the future.  
The impacts of relocating or closing Joe Mireur Road will need to be 
evaluated closer to the time of implementation of the commercial/ 
industrial development.  The commercial/industrial development may 
impact changes in employment (in a positive way); however, these positive 
impacts are discussed further in the Induced Socioeconomic section below.   

Induced Socioeconomic Impacts 
Induced or secondary impacts are those factors that affect surrounding 
communities, such as shifts in patterns of population movement and 
growth, public service demands, and changes in business and economic 
activity caused by the airport development.  Induced impacts would 
normally not be significant, except where they are also significant in other 
categories, especially noise, land use, or direct social impacts. 

The Preferred Alternative is not expected to result in any significant 
adverse impacts on shifts in patterns of population movement and growth, 
public service demands, or changes in business and economic activity.  
The commercial/industrial development that is recommended for the long-
term may have positive impacts on the business and economic activity 
located around the Airport.  Closer to the time of construction and 
operation of the commercial/industrial development, better predictions can 
be made concerning the new development’s economic activity.   

Air Quality 
Section 176(c) of the Clean Air Act Amendments of 1977 states that no 
Federal agency shall engage in, support in any way, or provide financial 
assistance for, license, permit, or approve any project which does not 
conform to a State Implementation Plan (SIP) after the project has been 
approved or promulgated under Section 110 of that Act.   
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The Clean Air Act (CAA), as amended, deals primarily with ground 
transportation-related activities such as highway improvement projects.  
The specific requirements for conforming to the CAA are detailed for all 
federally approved projects, and are listed below.   

Because the Corpus 
Christi Airshed is 
considered “in 
attainment” for air 
quality standards, it 
is not expected that 
the Preferred 
Alternative would 
cause an air quality 
impact.   

 Conforming to the SIP's purpose of eliminating or reducing the 
severity and number of violations of the National Ambient Air 
Quality Standards (NAAQS) and achieving expeditious attainment 
of such standards; and  

 Not causing or contributing to a new violation, increasing the 
frequency or severity of an existing violation, delaying attainment 
of a standard, or delaying a required emission reduction. 

According to the City of Corpus Christi, the Corpus Christi Airshed, 
comprised of Nueces and San Patricio counties, has been conducting an 
extensive research and planning program to ensure the area remains in 
compliance with EPA’s clean air standards for ozone under the National 
Ambient Air Quality Standard (NAAQS).  The area remains in attainment 
for clean air standards. 

It is not anticipated that projects slated for implementation in the short-
term will have any adverse impact on air quality.  This is because the 
proposed runway extension will increase the capability of the Airport to 
accommodate larger aircraft, but it will not directly result in significantly 
more aircraft operations.  A more detailed air quality analysis should be 
conducted as part of an EA to further analyze this issue. 

Projects slated for the long-term may require further analysis.  This 
analysis should be conducted closer to the time of implementation.   

Water Quality  
The Federal Water Pollution Control Act, as amended by the Clean Water 
Act of 1977 (commonly referred to as the Clean Water Act), provides the 
authority to establish water quality standards, control discharges into 
surface and subsurface waters, develop waste treatment management plans 
and practices, and issue permits for discharges (Section 402) and for 
dredged and fill material (Section 404). 

There are no existing streams or rivers located within the vicinity of the 
Airport.  There is a large drainage ditch that located parallel to Joe Mireur 
Road, which is discussed in the Stormwater section below.  It is not 
anticipated that any short-term or long-term projects recommended in the 
Preferred Alternative will adversely impact water quality.   

Stormwater 
The City of Corpus Christi has storm water drainage lines located 
throughout the entire city and located around the Airport.  Rain water 
flows off urban streets, parking lots, construction sites, and neighborhoods, 
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where it is then channeled into the City’s storm water drainage system of 
pipes and ditches. Its final destination is creeks, bays, lakes, and the Gulf 
of Mexico.  According to the City of Corpus Christi’s Stormwater 
Department, the ditches located around the Airport include major ditches, 
collector ditches, and natural ditches.   

It is not anticipated that any projects in PAL 1, PAL 2 or PAL 3 will 
adversely impact stormwater.  However, there is a major ditch located on 
the east portion of the Airport parallel to Runway 17-35 that may need 
future improvements if the commercial/industrial development occurs in 
PAL 3.  Prior to construction of the commercial/industrial development in 
PAL 3, further analysis of the capacity of the stormwater ditches should 
take place.  Additional discussion of the major drainage ditch located on 
the east portion of the Airport can be found in the Floodplain section of 
this Chapter.   

Wastewater 
The City of Corpus Christi has six wastewater treatment plants that serve 
as the collection point for sewers throughout the City.  Projects 
recommended in the Master Plan Update will not significantly increase the 
demand for wastewater removal; therefore an impact is not anticipated in 
this environmental category.   

Department of Transportation Act, Section 4(f) 
The Department of Transportation Act, Section 4(f), also known as Section 
303(C), states that any program or project which requires the use of any 
publicly owned land, including public parks, recreation areas, or any land 
from a historic site of national, state, or local significance, shall not be 
approved unless there is no feasible and prudent alternative to the use of 
such land, and such program includes all possible planning to minimize 
harm.   

Although the following parks and recreational areas are located within the 
vicinity of the Airport, the Preferred Alternative will not impact these 
areas in any way. 

There are no 
Section 4(f) 
impacts resulting 
from the Preferred 
Alternative.   

 Gollihar Park (located 7 miles southeast); 
 Price Ball Park (located 10 miles to the southeast); 
 Bill Witt Park (located 16 miles southeast); and 
 Patterson Park (located 8 miles northwest);  

Historic, Architectural, Archaeological and Cultural 
Resources 
Based on the National Historic Preservation Act of 1966 and the 
Archaeological and Historic Preservation Act of 1974, any undertaking 
which is Federally funded, permitted, or licensed is subject to Section 106 
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review to ensure that properties or data which have historic, scientific, 
prehistoric, archaeological, or paleontological significance are surveyed, 
recovered, or preserved.  Section 106 of the National Historic Preservation 
Act requires Federal agencies to take into account the effects of their 
undertakings on historic properties. 

According to the Texas Historical Commission Historic Sites Atlas 
(http://atlas.thc.state.tx.us), there are no historical markers, properties, or 
sites listed on the National Register within approximately three miles of 
the Airport.  The projects recommended in this Master Plan Update will 
not impact historic, archaeological, architectural, or cultural resources.   

Biotic Communities 
As outlined in FAA Order 5050.4B, “If the proposal would impact only 
man-dominated areas such as previously disturbed airport property, 
populated area, or farmland, it may be assumed that there would be no 
significant impact on biotic communities.” 

The biotic communities located around the Airport are not unique to 
Nueces County or the State of Texas, and are not known to provide habitat 
for threatened and endangered species.  The proposed projects in the 
Preferred Alternative are located in areas that have, in fact, been disturbed; 
therefore, impacts to biotic communities are not anticipated.  However, 
biotic surveys may be required as part of an EA to confirm the nature of 
existing resources and the potential for impacts.   

Endangered and Threatened Species of Flora and 
Fauna 
Section 7 of the Endangered Species Act, as amended, requires each 
Federal agency to ensure that “any action authorized, funded, or carried 
out by such agency is not likely to jeopardize the continued existence of 
any endangered species or threatened species or result in the destruction or 
adverse modification of habitat of such species which is determined by the 
Secretary, after consultation as appropriate with the affected States, to be 
critical, unless such agency has been granted an exemption for such action 
by the Committee...” 

There are no 
Federally-listed 
Endangered Species 
on or near Airport 
property; therefore, 
no impact will occur 
as a result from 
implementing the 
Preferred 
Alternative.   

According to the U.S. Fish and Wildlife Service, Region 2 Field Station, 
the species are listed for Nueces County, Texas are shown in Table 6-12. 
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Table 6-12 
FEDERALLY ENDANGERED SPECIES IN NUECES COUNTY, TEXAS 

Corpus Christi International Airport Master Plan Update 
Common Name Scientific Name Listing Status 
Brown pelican Pelecanus occidentalis E 
Green sea turtle Chelonia mydas E, T 
Gulf coast jaguarondi Herpailurus yagouaroundi cacomitli E 
Hawksbill sea turtle Eretmochelys imbricate E 
Kemp's ridley sea turtle Lepidochelys Kempii E 
Leatherback sea turtle Dermochelys coriacea E 
Loggerhead sea turtle Caretta caretta T 
Ocelot Leopardus pardalis E 
Piping Plover Charadrius melodus E, T 
Slender rush-pea Hoffmannseggia tenella E 
South Texas ambrosia Ambrosia cheiranthifolia E 
Source:  www.ifw2es.fws.gov/EndangeredSpecies 
Note:  E represents endangered species, T represents threatened species. 

 

However, no known threatened and endangered species occur on or around 
Airport property; therefore, no impacts to this category are anticipated.   

According to NWI 
maps and agency 
coordination, there 
are no known 
wetlands to occur 
on or around 
Airport property.   

Wetlands 
Department of Transportation Order 5660.1A, Preservation of Nation’s 
Wetlands, implements Executive Order 11990, Protection of Wetlands.  
The identification of wetlands is partially based upon soils identified as 
hydric by the National Resources Conservation Service (formerly known 
as Soil Conservation Service).  The U.S. Army Corps of Engineers 
(ACOE) define a wetland as having three characteristics: 

 Wetland Hydrology; 
 Hydric Soils; and 
 Characteristic Wetland Vegetation. 

According to National Wetlands Inventory (NWI) maps, there are no 
known wetland areas located on the Airport; therefore, no impacts are 
anticipated to occur.  Coordination also took place with the City of Corpus 
Christi, Office of Environmental Programs.  Based on this coordination, no 
wetland areas were identified.  However, there could be wetland areas 
located off-Airport property in the vicinity of the Airport that may be 
affected by future development.  Therefore, prior to development of off-
Airport property, field evaluations of wetlands may be needed as part of an 
EA. 

Floodplains 
Executive Order 11988, Floodplain Management, defines floodplains as 
“the lowland and relatively flat areas adjoining inland and coastal waters 
including flood prone areas of offshore islands, including at a minimum, 
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that area subject to a one percent or greater chance of flooding in any 
given year.”  In other words, the floodplain is an area that would be 
inundated by a 100-year flood.   

Based on the Federal Emergency Management Agency (FEMA) maps, the 
100-year floodplain of the Oso Creek Basin is located on the east portion 
of Airport property, off Joe Mireur Road.  The 100-year floodplain, is 
depicted on Figure 6-5 Floodplain Map.   

To plan for mitigation for development within the 100-year floodplain, 
coordination with the ACOE and FEMA will need to take place.  Prior to 
construction along Joe Mireur Road, which is recommended in the long-
term development plan for the Airport, raising the area out of the 100-year 
floodplain or providing a means to adequately drain the area in the event of 
a flood, such as expanding the existing drainage ditch off Joe Mireur Road 
may be required.   

Coastal Zone Management Program 
The National Oceanic and Atmospheric Administration (NOAA) 
Regulations (15 CFR Part 930) require an analysis of any action affecting 
the coastal areas along the Atlantic and Gulf Coasts.  The Airport is 
located approximately ten miles from the Corpus Christi Bay; however, 
improvement projects listed in the Airport Master Plan Update are not 
anticipated to impact the Bay.   

Coastal Barriers 
The Coastal Barriers Resources Act of 1982, PL 97-348 (CBRA), 
prohibits, with some exceptions, Federal financial assistance for projects 
within the Coastal Barrier Resources System which consists of 
undeveloped coastal barriers along the Atlantic and Gulf coasts.   

The Airport is located approximately ten miles inland from the coast.  The 
short-term and the long-term Preferred Alternatives do not have the 
potential to impact coastal barriers from this distance.  

Wild and Scenic Rivers 
The Wild and Scenic Rivers Act, P.L. 90-542 as amended, describes those 
rivers that are eligible to be protected under the act as free flowing and 
possessing “outstanding remarkable scenic, recreations, geologic, fish and 
wildlife, historic, cultural, or other similar values.”  According to the U.S. 
Department of Interior, National Park Service, the only river in Texas 
designated a scenic river is the Rio Grande, which is not located in the 
proximity of the Airport.   
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Prime and Unique Farmland 
The Farmland Protection Act (FPPA), P.L. 97-98, authorizes the 
Department of Agriculture (USDA) to develop criteria for identifying the 
effects of Federal programs on the conversion of farmland to 
nonagricultural uses.  The evaluation is based upon soils identified by the 
National Resource Conservation Service (NRCS).  Results from 
correspondence with the NRCS indicate that no prime farmland soils have 
been identified within the project area.   

According to the USDA, NRCS, there are no prime or unique farmlands 
located within the project area and implementation of the Preferred 
Alternative will not cause an impact to prime or unique farmland.   

Energy Supply and Natural Resources 

There are no prime 
or unique farmlands 
located within the 
adjacent vicinity of 
the Airport property.   

Electric services are provided to the Airport by Constellation New Energy.  
Water, sewer and gas services are provided to the Airport by the City of 
Corpus Christi.  It is not anticipated that the recommended projects in the 
Master Plan Update will significantly increase the demand for energy 
supply or natural resources.  Energy supply and demand impacts are 
typically related to terminal development, and given the minor 
improvements to the terminal for this Master Plan Update, an impact in 
this category is not anticipated.   

 

Light Emissions 
Light emission impacts relate to disturbances caused by light to non-
compatible land uses.  Light emission impacts are generally from the 
addition of navigational aids, aircraft lighting and lighting associated with 
landside ground movement facilities, such as parking light poles and create 
a light impact to residential areas.  The Master Plan Update recommended 
projects will not increase the light emissions from the Airport, and the 
closest residential units are not located within the vicinity of the 
recommended projects; therefore, a light emission impact is not 
anticipated.   

Solid Waste Impacts 
Solid waste that is generated at CCIA is sent to the Elliott Landfill, which 
is located approximately five miles from the Airport.  There is also the 
new Cefe Valenzuela Landfill that is located approximately eight miles 
from the Airport.  According to Airport staff, the Cefe Valenzuela Landfill 
is anticipated to open in the fall of 2006.   

The projects associated with the Preferred Alternative are not anticipated 
to significantly increase the production of solid waste.  Due to the adequate 
capacity in both landfills the removal and disposal of solid waste for the 
future will not cause a significant impact.   
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Construction Impacts 
According to FAA Order 1050.1E, construction impacts alone are rarely 
significant.  In an unusual circumstance where a construction impact 
would create significant consequences that cannot be mitigated, a more 
thorough analysis is needed, including consultations with those agencies 
that have concerns and the documentation of reasons why such impacts 
cannot be avoided or mitigated to insignificant levels.   

Due to the nature of construction activities, the impact, if any, is short-term 
in duration.  Potential impacts will be mitigated by implementing best 
management strategies to control construction related impacts from dust, 
water pollution, soil erosion from grading, and traffic impacts from 
construction vehicles.   

Hazardous Waste and Asbestos 
Following a 
federal and state 
hazardous waste 
database review, 
no locations were 
identified that 
posed a threat to 
development.   

A federal and state hazardous waste database review was conducted in 
2004 to identify potential hazardous waste locations within a one-mile 
radius of the Airport.  According to the results of the database review, 14 
locations were identified.  Ten of the 14 locations were located within 
Airport property and the remaining four locations were located within a 
half-mile radius.  The following table presents the four types of hazardous 
waste locations identified (see Table 6-13).   

Of the ten locations identified on Airport property, none of the locations 
were considered a hazard.  The locations identified were either closed 
cases or the locations identified occurred in the early 1990’s and posed no 
threat or hazard to adjacent waterways. 

Summary 
The Airport is situated in a predominantly open space/agricultural area, 
located approximately ten miles from the central downtown area and the 
Corpus Christi Bay.  Due to the location of the Airport, and the magnitude 
of the projects that are recommended in the Master Plan Update, 
significant environmental impacts are not anticipated as a result of 
implementation of the projects.   

As mentioned in the introduction of this Chapter, a phasing plan presented 
in Chapter 7 identifies which projects within the Preferred Alternative 
would be implemented in the short-term (PAL 1), the medium-term (PAL 
2) and the long-term (PAL 3).  The projects slated for the short-term would 
be included in the first environmental documentation, such as an EA.  
Following the completion on an EA, the FAA considers the documentation 
to be valid for three years.  If the projects that were analyzed in the EA 
have not commenced after three years, an update, or a re-evaluation 
analysis would need to take place.   
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Table 6-13 

HAZARDOUS WASTE DATABASE REVIEW 
Corpus Christi International Airport Master Plan Update 

 

Site Database Acronym 

Within 
Airport 

Property 

1 1 RCRISG, 2 PST, 2 LPST Yes 

2 2 RCRISG Yes 

3 1 RCRISG, 2 SPILLS Yes 

4 2 PST Yes 

5 1 PST Yes 

6 1 PST, 1 RCRISG Yes 

7 1 PST Yes 

8 3 LPST, 1 PST Yes 

9 1 SPILLS, 2 PST Yes 

10 3 SPILLS Yes 

1 SPILLS No 11 

1 LPST No 12 

1 LPST No 13 

1 LPST No 14 
Source: GeoSearch, Radius Report, August 31, 2004 

Notes: RCRISG - Resource Conservation & Recovery Act Information System-
Generator/Handler (Federal) 
LPST - Leaking Petroleum Storage Tanks (State) 
PST - Petroleum Storage Tanks (State) 
SPILLS - Spills Listings (State) 

 
 

For the projects that are recomendeded in PAL 2 and PAL 3, the level of 
environmental documentation will need to be evaluated closer to the time 
of implementation of those proposed improvements.    

Implementation of the short-term Preferred Alternative, which includes the 
extension of Runway 13-31, will require further environmental 
documentation, whether that be a Categorical Exclusion or an EA.  FAA 
Order 1050.1E, Paragraph 401 lists several actions that normally requires 
an EA.  Paragraph 401K states that an EA is normally required if,  
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“federal financial participation in, or unconditional airport layout plan 
approval of, the following categories of airport actions: 

 
1. Airport Location 
2. New Runway 
3. Major Runway Extension 

FAA will determine if the 1,492 foot extension of Runway 13-31 would be 
considered in this category and require an EA or require another level of 
environmental analysis.   
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CHAPTER 7 – AIRPORT DEVELOPMENT AND 
FINANCIAL PLAN 
The preceding Chapters of this Master Plan Update have identified 
aviation demand factors, existing facilities, and future facility needs.  
This Chapter will present the specific projects, costs, phasing, and 
financial issues of the proposed capital improvements. 

The Master Plan Update 
Airport Development 
Financial Plan contains 
the costs, phasing, and 
financial issues of the 
proposed capital 
improvements. 

This Chapter has two major sections.  The first section will present the 
capital costs of the Master Plan Update by project and phase.  The 
second section will identify the funding sources for the proposed 
improvements. 

 
This analysis indicates that funding for the proposed Master Plan 
Update improvements appears to be available if, as projected, aviation 
demand continues to increase.  These conditions and other 
assumptions will be identified later in this Chapter. 

 

 

This Chapter evaluates 
the conceptual ability of 
the Airport to fund the 
proposed improvements. 

Development Schedule and Costs 
This section will summarize the capital costs and identify the staging 
for each project.  For consistency with earlier Chapters, these capital 
costs are presented in terms of three Planning Activity Levels (PALs).  
These PALs are based on future activity levels, not the year of the 
aviation demand forecasts.  Further, each PAL and each project is 
potentially independent of the others.  For example, passenger growth 
could occur faster than air cargo growth, thus shifting priorities and the 
timing of certain projects.  However, on a conceptual basis, the three 
PALs are planned to meet short-term, medium-term, and long-term 
facility requirements. 

 

Because aviation demand may not increase as predicted, or other 
conditions might change, the staging of the projects in this Chapter 
should be viewed as “estimated.”  That is, projects should be planned 
and built as they are needed and not necessarily upon any pre-set 
schedule.  Further, due to the conceptual nature of a Master Plan 
Update, implementation of recommended capital projects would only 
occur following additional verification of the need, as well as 
refinement of their size, design, and costs through economic, 
engineering, and other analysis.  Finally, in today’s cost-conscious 
world, the benefits of safety, capacity, and/or other value(s) for each 
project would likely need to be clearly demonstrated to the FAA 
before implementation in the form of a benefit-cost analysis. 

As a result, the capital costs and phasing presented in this Chapter 
must be viewed as estimates reflecting today’s expenses and a Master 
Plan Update level of conceptual detail, subject to refinement before the 
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project is actually constructed.  However, a contingency has been 
included in the cost estimates providing sufficient accuracy for 
evaluating the likelihood of funding in the second section of this 
Chapter. 

Master Plan Update Capital Project Identification 
This section identifies the projects in the Master Plan Update capital 
program.  These are the projects shown on the Airport Layout Plan. 

The projects in the 
Master Plan Update 
capital program are 
presented in three PALs 
based on future activity 
levels and are shown on 
the Airport Layout Plan. 

The most significant (in cost) projects in PAL 1 are: 
 Extension of Runway 13-31 to the northwest 1,492 feet. 
 Extension of the Runway 13-31 taxiway to match the runway 
length. 

 Relocation of the checked baggage screening out of the ticket 
lobby.  

 Reconstruction of the west general aviation apron. 

The most significant projects in PAL 2 are: 
 Expansion of terminal concessions. 
 Extension of Runway 17-35 to the south 1,419 feet. 
 Extension of the Runway 17-35 taxiway to match the runway 
length. 

 Relocation of Joe Mireur Road including utilities. 
 Relocation of security fencing around the extended Runway end 35. 

The most significant projects in PAL 3 are: 
 Expansion of the terminal to add two aircraft gates and 
holdrooms. 

 Construction of an air cargo building. 

The identification of the proposed Master Plan Update capital projects 
includes the improvements identified in Chapter 5 (Development 
Alternatives) to meet future demand, to meet safety requirements, or to 
add capacity.  In addition, the Airport has an active capital 
improvement program to repair existing facilities and maintain the 
current level of service to users.  Further, third party and private 
developers may invest funds in capital types of projects during the 
planning period.  Other emergency or unplanned capital expenditures 
will likely also be made by the Airport.  The result is this document 
represents the expected capital expenditures of the Master Plan 
Update, but other capital expenditures may also occur during the 
planning period. 

The Airport’s internal capital planning process includes certain near-
term projects whose local share is funded in the Airport’s annual 
budget process and others presented to the FAA for approval and 
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funding.  Some of the projects presented to the FAA have been 
approved for funding, others tentatively approved, and the remainder 
are waiting funding or other types of approval.  Therefore, the capital 
development process is dynamic with projects moving from long-term 
Master Plan Update conceptual identification through a number of 
approval and funding steps until they are constructed.  This means that 
certain projects in PAL 1 may already be in some stage of the 
Airport’s or FAA’s planning process.  Further, the Airport has some 
non-FAA eligible projects that move on their own track as funds 
become available or as the need arises. 

One issue facing the Airport is that continued construction of paved 
areas or buildings may require further drainage improvements to move 
rainwater away from the Airport or eliminate potential ponding.  
Therefore, in addition to the specific projects listed in the Master Plan 
Update Capital Program, some general allowance for continued 
drainage improvements may need to be recognized.  While each 
runway, taxiway, apron, road, parking, or other project includes an 
allowance or contingency for necessary drainage-related 
improvements, potentially as much as $2 million per PAL may be 
necessary as a worst case scenario for additional drainage projects.  
Such drainage improvements, if part of airfield projects, are eligible 
for FAA funding.  This drainage allowance is part of the Airport’s 
internal planning process on as as-needed basis and is not separately 
identified in this Master Plan Update. 

Project Costs 
This section will present the capital cost estimates for the Master Plan 
Update capital projects.  These are presented by PAL as in the 
previous sections. 

Cost estimates for each proposed development project are presented in 
constant (or current year 2006) dollars.  Reasoning for this constant-
dollar assumption is as follows: 

 Inflation will likely occur; however, the level of inflation, 
particularly over the 20-year time-frame of a Master Plan 
Update, is difficult to estimate. 

 Timing of each project depends on future demand rather than the 
calendar; therefore, there is no exact point in time to locate each 
project. 

 Projects are easier to compare if the costs are presented in same-
year dollars. 

The cost estimates for each project have been developed by identifying 
the number of units to be constructed and the typical price per unit 
based upon the latest national average cost per unit.  Multiplying the 
number of units by the unit price provides the base cost.  For example, 
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if 50 square yards of apron pavement is needed and apron pavements 
costs approximately $100 per square yard; then the base project cost is 
$5,000. 

In addition, implementation fees of a total of 17.5 percent are added to 
each construction project; planning projects and land acquisition do 
not incur any type of implementation fees.  The components of the 
17.5 percent implementation fee are presented in Table 7-1. 
 

Table 7-1 
PROJECT IMPLEMENTATION FEE DETAIL 

Corpus Christi International Airport Master Plan Update 
Fee Level Type of Fee 

Architecture/Engineering Design 6.5 percent 
Field Inspection and Supervision 5.0 percent 
Geotechnical Investigation and Testing 4.0 percent 
Surveying 2.0 percent 
TOTAL IMPLEMENTATION FEES 17.5 percent 
Source:  PB Aviation 

In addition, a contingency fee of 20 percent is added to each project to 
allow for changes in scope or other unforeseen circumstances.  All 
projects including planning and land acquisition include this 
contingency allowance. 

The Master Plan Update projects are presented in three tables based on 
the three PALs.  Within each table are listed the project, number or 
units necessary for construction, type of unit (such as square yard of 
pavement), cost per unit, and total capital cost.  The “unit types” are 
defined as follows: 

 LS indicates Lump Sum 
 SY indicates Square Yard 
 PF indicates Perimeter Foot 
 LF indicates Linear Foot 
 SF indicates Square Foot 
 Gal indicates gallons of capacity 
 AC indicates Acre 

These project costs are attached for PAL 1, PAL 2, and PAL 3 as 
Tables 7-2, 7-3, and 7-4 respectively. 
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Estimated Construction Contingency Estimated
Unit Development Allowance Allowance Total

PAL 1 Development Items Units Type Unit Cost Cost 17.5 Percent 20 Percent Cost
Planning
EA RWY 13-31 Extension 1 LS $230,000 $230,000 $0 $46,000 $276,000
BCA RWY 13-31 Extension 1 LS $75,000 $75,000 $0 $15,000 $90,000
Helicopter Landing Area Siting Analysis 1 LS $50,000 $50,000 $0 $10,000 $60,000

Airside
PAPI System for RWY 35 1 LS $50,000 $50,000 $9,000 $10,000 $69,000
Extend RWY 13-31 - 1,492 feet to the north 24,867 SY $225 $5,595,000 $979,000 $1,119,000 $7,693,000
Shoulders for RWY 13-31 extension - 1,492 feet to the north 8,289 SY $115 $953,000 $167,000 $191,000 $1,311,000
Relocate RWY 13 MALSR 1 LS $150,000 $150,000 $26,000 $30,000 $206,000
Relocate /Replace RWY 13 VASI w/ PAPI 1 LS $50,000 $50,000 $9,000 $10,000 $69,000
Relocate RWY 31 Localizer 1 LS $150,000 $150,000 $26,000 $30,000 $206,000
Relocate RWY 13 Glide Slope 1 LS $150,000 $150,000 $26,000 $30,000 $206,000
Relocate RWY 13 Middle Marker 1 LS $150,000 $150,000 $26,000 $30,000 $206,000
Extend RWY 13-31 HIRLs 1,492 feet to the north 3,284 PF $20 $66,000 $12,000 $13,000 $91,000
Remark RWY 13-31 (Precision Instrument Runway - CAT-1) 67,140 SF $1 $67,000 $12,000 $13,000 $92,000

Extend TWY B 23,030 SY $225 $5,182,000 $907,000 $1,036,000 $7,125,000
Extend TWY B Lighting 3,134 PF $20 $63,000 $11,000 $13,000 $87,000
Mark TWY B Extension 20,727 SF $1 $21,000 $4,000 $4,000 $29,000

Rwy/Twy Signage 1,492 LF $33 $50,000 $9,000 $10,000 $69,000

Extend RWY 13-31 drainage ditch 1,492 feet north 1,492 LF $25 $37,000 $6,000 $7,000 $50,000

Terminal
Passenger Security Screening Checkpoint:  Creation of a second 
screening lane at the existing checkpoint. 1,387 SF $250 $347,000 $61,000 $69,000 $477,000

Checked Baggage Screening - Relocation of Checked Bag Screening 
from Ticketing Lobby to Back-Of-House In-Line solution. 12,000 SF $100 $1,200,000 $210,000 $240,000 $1,650,000

Parking
Short-Term SY $50 $0 $0 $0 $0
Covered SY $75 $0 $0 $0 $0
Long-Term SY $50 $0 $0 $0 $0
Employee SY $50 $0 $0 $0 $0
Rental Car 352 SY $50 $18,000 $3,000 $4,000 $25,000

Support Facilities
Modification to ARFF station door widths - widen doors to accommodate 
ARFF equipment 6 LS $100,000 $600,000 $105,000 $120,000 $825,000

Helicopter takeoff and landing area - designate and paint helo-pad 
location 2,500 SF $1 $3,000 $1,000 $1,000 $5,000

Fuel Storage Expansion Gal $0 $0 $0 $
GA Hangar Apron 1,111 S

0
Y $75 $83,000 $15,000 $17,000 $115,000

GA Conventional Hangar 10,000 SF $55 $550,000 $96,000 $110,000 $756,000
Cargo Apron SY $100 $0 $0 $0 $0
Cargo Buildings SF $65 $0 $0 $0 $0
Reconstruct West GA Apron 48,000 SY $100 $4,800,000 $840,000 $960,000 $6,600,000

Land Acquisition
7.7 Acres for RWY 13 Extension RPZ 7.7 AC $10,000 $77,000 $0 $15,000 $92,000

Commercial Development
Road Improvements LF $375 $0 $0 $0 $0
Utilities LF $200 $0 $0 $0 $0

Airfield Security
Security/Perimeter Fencing 4,000 LF $25 $100,000 $18,000 $20,000 $138,000
Security/Perimeter Road LF $150 $0 $0 $0 $0

PAL 1 Total Development Costs $20,867,000 $3,578,000 $4,173,000 $28,618,000
Source: PB Aviation
Note: Totals may not add due to rounding

Table 7-2
CAPITAL PROJECTS - PAL 1

Corpus Christi International Airport Master Plan Update

 

 



 

 

 
 

Estimated Construction Contingency Estimated
Unit Development Allowance Allowance Total

PAL 2 Development Items Units Type Unit Cost Cost 17.5 Percent 20 Percent Cost
Planning
EA RWY 17 CAT-1 Approach 1 LS $230,000 $230,000 $0 $46,000 $276,000

Airside
CAT-I GPS for RW 17 w/MALSF 1 LS $250,000 $250,000 $44,000 $50,000 $344,000

Extend Runway 17-35 1,419 to the south 23,650 SY $225 $5,321,000 $931,000 $1,064,000 $7,316,000
Relocate RWY 35 MALSR 1 LS $250,000 $250,000 $44,000 $50,000 $344,000
Relocate RWY 35 PAPI 1 LS $50,000 $50,000 $9,000 $10,000 $69,000
Relocate RWY 35 Localizer 1 LS $150,000 $150,000 $26,000 $30,000 $206,000
Extend RWY 17-35 HIRLs 1,492 feet to the south 3,138 PF $20 $63,000 $11,000 $13,000 $87,000
Remark RWY 17-35 (Precision Instrument Runway - CAT-
1) 63,855 SF $1 $64,000 $11,000 $13,000 $88,000

Extend TWY A 1,419 feet 37,038 SY $225 $8,334,000 $1,458,000 $1,667,000 $11,459,000
Extend TWY A Lighting 2,988 PF $20 $60,000 $11,000 $12,000 $83,000
Mark TWY A Extension 33,334 SF $1 $33,000 $6,000 $7,000 $46,000

Rwy/Twy Signage 1,419 LF $33 $47,000 $8,000 $9,000 $64,000

Terminal

Aircraft Gates & Passenger Holdrooms:  Expansion of the 
departure lounge area to include two additional gates. 1,661 SF $250

$415,000 $73,000 $83,000 $571,000
Two Jet Bridges 2 EA $400,000 $800,000 $140,000 $160,000 $1,100,000
Passenger Security Screening Checkpoint:  Creation of a 
third screening lane at the existing checkpoint. 1,387 SF $250 $347,000 $61,000 $69,000 $477,000
Concessions/Retail:  Creation of additional 
concession/retail opportunities – two additional stores. 2,040 SF $250 $510,000 $89,000 $102,000 $701,000
Arrivals Hall & Baggage Claim:  Expansion of the existing 
Arrivals Hall and Baggage Claim area and Rental Car 
Counter area.

1,904 SF $250
$476,000 $83,000 $95,000 $654,000

Vehicle Curb:  Expand the commercial vehicle curb to 
allow increased tour bus activity. 50 LF $200 $10,000 $2,000 $2,000 $14,000

Parking
Short-Term SY $50 $0 $0 $0 $
Covered 2,640 SY $75 $198,000 $35,000 $40,000 $273,000
Long-Term 5,720 SY $50 $286,000 $50,000 $57,000 $393,000
Emplo

0

yee SY $50 $0 $0 $0 $
Rental Car 1,056 SY $50 $53,000 $9,000 $11,000 $73,000

Support Facilities

0

Fuel Storage Expansion Gal $0 $0 $0 $
GA Hangar Apron 1,111 SY $75 $83,000 $15,000 $17,000 $115,000
GA Conventional Hangar 10,000 SF $55 $550,000 $96,000 $110,000 $756,000
Cargo Apron SY $100 $0 $0 $0 $0
Cargo Buildings SF $65 $0 $0 $0 $

Land Acquisition

0

0

22 Acres for RWY 17 RPZ Beyond SR 44 22 AC $10,000 $220,000 $0 $44,000 $264,000
62 Acres for RWY 35 Extension and Joe Mireur Road 62 AC $10,000 $620,000 $0 $124,000 $744,000

Commercial Development $0
Road Improvements - Relocation of Joe Miruer Road 30,133 LF $200 $6,027,000 $1,055,000 $1,205,000 $8,287,000
Utilities - Relocation of Joe Miruer Road 11,300 LF $200 $2,260,000 $396,000 $452,000 $3,108,000

Airfield Security
Security/Perimeter Fencing 10,000 LF $25 $250,000 $44,000 $50,000 $344,000
Security/Perimeter Fencing Runway 35 Extension 11,500 LF $150 $1,725,000 $302,000 $345,000 $2,372,000

PAL 2 Total Development Costs $29,682,000 $5,009,000 $5,937,000 $40,628,000
Source: PB Aviation
Note: Totals may not add due to rounding
Assumes jet bridges acquired by airline(s)

Table 7-3
CAPITAL PROJECTS - PAL 2

Corpus Christi International Airport Master Plan Update
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Estimated Construction Contingency Estimated
Unit Development Allowance Allowance Project

PAL 3 Development Items Units Type Unit Cost Cost 17.5 Percent 20 Percent Cost
Planning

Airside

Terminal
Ticket Counters 1,708 SF $250 $427,000 $75,000 $85,000 $587,000
Aircraft Gates & Passenger Holdrooms:  Expansion of 
the departure lounge area to include two additional 
gates.

3,071 SF $250 $768,000 $134,000 $154,000 $1,056,000

Two Jet Bridges 2 EA $400,000 $800,000 $140,000 $160,000 $1,100,000

Concessions/Retail:  Creation of additional 
concession/retail opportunities – two additional stores. 2,492 SF $250 $623,000 $109,000 $125,000 $857,000

Arrivals Hall & Baggage Claim:  Expansion of the 
existing Arrivals Hall and Baggage Claim area and 
Rental Car Counter area. 1,585 SF $250 $396,000 $69,000 $79,000 $544,000

Vehicle Curb:  Expand the commercial vehicle curb to 
allow increased tour bus activity. 50 LF $200 $10,000 $2,000 $2,000 $14,000

Parking
Short-Term SY $50 $0 $0 $0 $0
Covered 2,376 SY $75 $178,000 $31,000 $36,000 $245,000
Long-Term 5,324 SY $50 $266,000 $47,000 $53,000 $366,000
Employee SY $50 $0 $0 $0 $0
Rental Car 1,188 SY $50 $59,000 $10,000 $12,000 $81,000

Support Facilities
Maintenance Facilities SF $100 $0 $0 $0 $0
GA Hangar Apron SY $75 $0 $0 $0 $0
GA Conventional Hangar SF $55 $0 $0 $0 $0
Cargo Apron 2,745 SY $100 $275,000 $48,000 $55,000 $378,000
Cargo Buildings 19,540 SF $65 $1,270,000 $222,000 $254,000 $1,746,000
Fuel Storage Expansion 3,970 GAL $100 $397,000 $69,000 $79,000 $545,000

Land Acquisition AC $40,000 $0 $0 $0 $0

Commercial Development
Road Improvements LF $375 $0 $0 $0 $0
Utilities LF $200 $0 $0 $0 $0

Airfield Security
Security/Perimeter Fencing 3,000 LF $25 $75,000 $13,000 $15,000 $103,000
Security/Perimeter Road LF $150 $0 $0 $0 $0

PAL 3 Total Development Costs $5,544,000 $969,000 $1,109,000 $7,622,000
Source: PB Aviation
Note: Totals may not add due to rounding
Assumes jet bridges acquired by airline(s)

Table 7-4
CAPITAL PROJECTS - PAL 3

Corpus Christi International Airport Master Plan Update
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Master Plan Update Financial Issues 
The objective of this section is to analyze the financial logic of the 
proposed Master Plan Update capital improvement program.  The 
purpose is to verify that funds can be made available to construct the 
proposed improvements.  To accomplish this analysis, a review of the 
Airport’s financial structure and operating results were conducted.  
The results of this analysis are presented in the following sections: 

 Current Airport Financial Structure 
 Existing Airport Financial Condition 
 Potential Sources of Funds for Any Airport’s Capital Projects 
 Identification of Project Funding Eligibility 
 Impact of Capital Costs Upon Airport Finances 
 Other Issues of Funding Airport Capital Projects 

The conclusion of this analysis is that the proposed Master Plan 
Update capital projects can be funded.  The most important factor is 
that the FAA provides most of the cost of eligible airport capital 
projects and most of the proposed projects are FAA eligible.  This 
leaves a comparable smaller share for non-FAA funding.  In the near-
term, the Airport has committed its Passenger Facility Charges (PFCs) 
to repay the debt associated with construction of the new terminal.  
However, over the long-term, the situation will change as:  1) the 
terminal debt will be repaid or its share of Airport costs will be 
substantially reduced, and 2) the increased number of passengers 
and/or an increase in the level of PFCs will generate additional funds 
for new projects.  Finally, the Airport has excellent existing facilities 
with a new, well planned terminal and adequate airfield, so the long-
term capital projects identified in this Master Plan Update can be 
described as relatively modest from a cost perspective, easing the 
Airport’s ability to fund new projects. 

In reviewing the material provided in the remainder of this Chapter, it 
must be emphasized that the financial analysis for a Master Plan 
Update is necessarily limited in scope and detail.  The key issues 
identified are that a number of sources of funds will be needed and that 
FAA policy and Airport demand, as well as the availability of FAA 
funds, will likely have a greater impact than the financial condition of 
the Airport itself.  This report cannot predict the size and timing of 
bond issuances, if any, nor are the tenant fees or rates/charges 
predicted.  Rather, the conceptual ability of the Airport to support 
future capital improvements by a combination of financial techniques 
is verified. 

The Airport has excellent 
existing facilities with a 
new, well planned 
terminal and adequate 
airfield, so the long-term 
capital projects 
identified in this Master 
Plan Update can be 
described as relatively 
modest from a cost 
perspective, easing the 
Airport’s ability to fund 
new projects. 

Current Airport Financial Structure 
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The City of Corpus Christi owns, and through its Department of 
Aviation, operates the Corpus Christi International Airport.  A ten 
member board is appointed by the City Council to advise the City on 
Airport matters.  Day-to-day operating decisions for the Airport are 
made by the Director of Aviation under the authority delegated by the 
City Manager.  However, certain leases, contracts, major policy 
decisions, and other issues are reviewed by the board and taken to City 
Council for approval. 

In addition to the rules and requirements of the City of Corpus Christi, 
Nueces County, and the State of Texas, all public airports operate 
under the regulations of the FAA.  These FAA regulations are 
effective because the Airport has accepted grants from the FAA, 
thereby incurring certain rules and restrictions.  Certain other FAA 
regulations are effective because the Airport serves the public and is 
part of interstate commerce. 

The Airport operates as an enterprise fund of the City of Corpus 
Christi.  Therefore, the Airport’s finances are presented independently 
of other City functions.   

Existing Airport Financial Condition 
This section will review the Airport’s last three years financial results.  
In this period, the Airport has generated sufficient funds to pay its 
operating costs, debt service, and out-of-pocket costs of capital 
projects.  These capital project funds are generated by a number of 
sources including: 

In the past three years, 
the Airport has generated 
sufficient funds to pay its 
operating costs, debt 
service, and out-of-
pocket costs of capital 
projects.  Operating revenue less depreciation (a non-cash expense) 

 Passenger Facility Charges 
 FAA contributions 
 Investment income and other non-operating revenue 

The available operating funds for capital projects (including debt 
service principal) and other uses in the last three years has exceeded $4 
million per year as shown on Table 7-5.  This calculation excludes 
depreciation which is a non-cash expense, not related to the method 
airports fund their capital costs. 

Detailed analysis of the historical financials indicated that FAA Grants 
(listed as Government Contribution in the table) constitute the largest 
source of capital funding in the years shown.  In addition, PFCs and 
Airport funds were used.  However, a previous revenue bond issue was 
the principal source of funds to build the new terminal and related 
facilities which is being paid back with PFCs. 

 

 

Airport operating revenues are derived from a variety of sources with 
about one-third coming from charges to the scheduled commercial 
passenger airlines.  An even greater percentage comes from passenger 
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parking, rental cars, and in-terminal concessions.  Oil and gas leases 
have generated over $1 million per year and there are a number of 
miscellaneous sources that account for a small amount of operating 
revenue.  The last three years of operating revenue detail is presented 
in Table 7-6. 

The Airport has revenue bond debt service outstanding from the Series 
2000 Bonds and a previous City of Corpus Christi General Obligation 
bond issue.  The combined principal and interest for each year until 
2030 is approximately $1.6 million per year.  The detailed schedule of 
revenue bond principal and interest for the last three years is shown on 
Table 7-7. 
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Table 7-5 

STATEMENT OF REVENUES AND EXPENSES (GAAP) 
Corpus Christi International Airport Master Plan Update 

  2003 2004 2005 
Operating Revenues    
 Charges for Services – net $6,899,451 $7,555,096  $8,061,058 
 TOTAL OPERATING REVENUES $6,899,451 $7,555,096  $8,061,058 
     
Operating Expenses    
 Personal Services $3,606,680 $3,690,901  $3,849,410 
 Materials and Supplies 177,124 257,187  266,729 
 Contractual Services 1,495,419 1,398,976  1,438,682 
 Other Operating Expenses 494,800 725,740  792,903 
 Uncollectible Accounts 193,696 0  73,538 
 Depreciation 2,388,405 3,207,038  3,945,504 
 TOTAL OPERATING EXPENSES $8,356,124 $9,279,842  $10,366,766 
     
OPERATING INCOME (LOSS) ($1,456,673) ($1,724,746) ($2,305,708) 
 Note: Less Depreciation 2,388,405 3,207,038  3,945,504 
INCOME LESS DEPRECIATION $931,732 $1,482,292  $1,639,796 
     
Nonoperating Revenues (Expenses)    
 Investment Income $155,002 $191,628  $204,973 
 Interest Expense and Charges (574,598) (1,220,282) (1,235,239) 
 Passenger Facility Charges 1,178,259 1,561,016  1,680,265 
 Passenger Facility Charges-Interest 37,511 0  0 
 Net Gain on Sale of Assets 1,975 3,409  10,804 
 Recovery on Damage Claims 0 1,012  601 
 Government Contributions 3,405,366 2,781,645  2,789,868 
 Donations 0 22,375  5 
 TOTAL NONOPERATING REV. $4,203,515 $3,340,803  $3,451,277 
     
Transfers    
 Transfers in $109,819 $0  $0 
 Transfers Out (888,001) (889,727) (1,047,783) 
 TOTAL TRANSFERS ($778,182) ($889,727) ($1,047,783) 
     
NET INCOME $1,968,660 $726,330  $97,786 
     
NET INCOME LESS DEPRECIATION $4,357,065 $3,933,368  $4,043,290 
Source: City of Corpus Christi except 'Less Depreciation' amounts calculated by PB Aviation 
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Table 7-6 

DETAILED OPERATING REVENUE 
Corpus Christi International Airport Master Plan Update 

  2003 2004 2005 
Airline Payments    
 Landing Fees $616,032 $680,664  $671,762 
 Airline Space Rental 1,096,832 1,160,615  1,210,783 
 Apron Fees 265,598 288,437  288,502 
 Security Services 249,937 244,209  260,603 

Sub-Total Airline Payments $2,228,398 $2,373,925  $2,431,649 
Note: Airline share of revenue 33% 31% 30% 

     
Other Revenue    
 Fuel Flowage $75,793 $81,746  $83,741 
 Facility Use Fee 0 5,223  0 
 Cargo Facility Rental 11,822 39,857  32,766 
 Fed. Inspection Services 0 0  415 
 Resale - Elec. Power 28,013 37,587  45,411 
 FBO Revenue 58,975 63,258  61,140 
 Airline Janitorial Services 29,039 47,495  47,623 
 Baggage/Freight Handling 8,188 12,546  18,921 
 Agricultural Leases 36,841 34,806  35,861 
 Rent Commercial Non Aviation 213,937 178,884  210,425 
 Office Space Rent Tower 55,432 87,623  7,303 
 Resale Electricity Tower 2,516 0  0 
 Gift Shop Concessionaire 70,918 83,060  114,477 
 Auto Rental Concession 812,567 927,303  992,771 
 Insurance Concession 207 141  0 
 Limousine Concession 2,087 0  0 
 Restaurant Concession 74,376 72,750  73,760 
 Restaurant Fixed Fee 10,185 30,556  7,639 
 Seafood Concession 1,130 0  0 
 Automatic Teller Machines 12,349 11,877  13,968 
 Telephone Concession 3,144 3,240  854 
 Advertising Space Concession 42,887 52,400  52,007 
 Retail Concessions 0 0  0 
 Airport Badging Fees 21,988 18,757  13,608 
 TSA Check Point Fees 197,495 95,626  106,964 
 Terminal Space Rental Other 7,518 11,540  294,359 
 TSA-Build Out Fee 0 0  143,654 
 Parking Lot 1,359,107 1,480,016  1,454,013 
 Parking Fines - Airport 320 997  681 
 Premium Covered Parking 0 0  243,965 
 Rent-a-car Space Rental 62,588 77,828  74,569 
 Rent-a-car Parking 45,679 54,720  55,440 
 Rent-a-car Security Fee 106,096 184,164  199,801 
 Rent-a-car Facility Charge 0 97,913  0 
 Trash Hauling - Caterer 725 1,786  1,916 
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Table 7-6 (Continued) 
DETAILED OPERATING REVENUE 

Corpus Christi International Airport Master Plan Update 
 2003 2004 2005 
 Ground Transportation 36,957 41,879  54,316 
 Other Revenue 3,547 5,663  2,109 
 King's Point Unit 2 0 0  12 
 Interest on Investments 36,330 45,490  68,741 
 Net in FV of Investment 0 0  (1,250) 
 Interest Earned Interfund 0 2,228  2,146 
 Net Gain on Sale of Assets 0 1,645  11,703 
 Recovery on Damage Claims 0 1,012  601 
 Revenue Recovery 1,902 0  0 
 Oil and Gas Leases 1,025,486 1,233,727  1,160,411 
 Oil and Gas Leases-Other 47,178 103,460  24,520 
 Sale of Scrap 307 1,764  338 
 Purchase Discounts 108 0  19 
 Reimbursements - Other Gov. 2,563 0  0 
 Reimbursements - Bond Funds 4,470 0  0 

Sub-Total Other Revenue $4,510,773 $5,230,570  $5,711,718 
     

TOTAL OPERATING REVENUE $6,739,171 $7,604,495  $8,143,367 
Source: City of Corpus Christi except 'Less Depreciation' amounts calculated by PB Aviation 

 
Table 7-7 

HISTORICAL DEBT SERVICE SCHEDULE 
Corpus Christi International Airport Master Plan Update 

2003 2004 2005   
 Principal $380,000 $395,000  $415,000 
 Interest 1,206,824 1,188,964  1,170,399 
TOTAL DEBT SERVICE $1,586,824 $1,583,964  $1,585,399 
Source:  Airport 

 
This section has indicated the variety of sources that the Airport has to 
generate revenue and the level of existing debt.  In the three year 
period shown, the Airport has been able to pay its debt service and 
fund its capital requirements. 

Potential Sources of Funds for Any Airport’s Capital 
Projects There are a variety of 

funding sources for any 
airport’s capital 
improvements and each 
project is normally 
funded from several 
sources. 

There are a variety of fund sources for any airport’s capital 
improvements and each project is normally funded from several 
sources.  This section will identify the potential sources and certain 
rules or standards likely to apply. 

 FAA Grant Funding – Airport capital funding is principally 
provided by grants from the FAA.  The Airport and Airway 
Revenue Act of 1970 created the Airport and Airway Trust Fund 
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which establishes the requirements of these FAA grants.  Monies 
from this fund, which was established by the act, are designed to 
pay for a maximum of 95 percent of the cost of eligible projects. 

The FAA receives money from taxes on airline passengers, air 
cargo, aviation fuel, and certain other aviation-activity related 
sources to fund certain grants and other expenditures.  These 
trust funds taxes include: 

o A 7.5 percent tax on domestic passenger tickets. 
o A $3.20 per ticket segment fee on domestic passenger 

tickets except Alaska and Hawaii. 
o A $7.00 fee per passenger for domestic flights to/from 

Hawaii or Alaska. 
o A $14.10 charge for international passenger 

arrivals/departures. 
o A domestic air cargo tax of 6.25 percent. 
o A tax on commercial fuel of 4.3 cents per gallon. 

The original concept was that aviation user fees would pay for 
all or most of the cost of the FAA’s functions, such as air traffic 
control and the FAA’s share of airport capital improvements; 
however, the equation of revenues and expenses is not always in 
balance and the trust fund taxes are set to expire in 2007.  
Therefore, receipts of all eligible FAA grant funding cannot be 
guaranteed; however, other types of user charges (taxes) are 
expected to be available to airports if the FAA grant program is 
reduced. 

FAA entitlement grants are allocated each year based upon an 
airport’s passenger and cargo volume.  These “Entitlement 
Funds” are the first to be used for projects and in certain cases 
can be held on-account for up to three years.  In addition, the 
size or hub-type of an airport indicates the amount of Federal 
participation for projects that are eligible for Federal funding.  
Note that the Airport is classified by the FAA as a “Small Hub;” 
therefore, rules applicable to Small Hubs apply.  Airports can 
also be provided “Discretionary Grants” based upon need and 
priority.  As will be discussed, both Entitlement and 
Discretionary grants are needed to fund the capital projects 
identified in the Master Plan Update. 

For purposes of this analysis, all the Airport’s FAA eligible 
projects are assumed to be of high priority with full funding 
provided.  However, some delay in time and/or reduction of 
funds may be possible, but any such changes are difficult to 
predict, thus this analysis assumes all projects are fully funded. 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 7-14 



 

 State Grant Funding – Most states provide a local share of the 
cost of projects funded by the FAA.  However, Texas does not 
have such a program and generally limits its airport grants to 
general aviation airports. 

 Non-Aviation Federal and State Grants – Often Federal or 
state grants are provided for airport projects.  Examples of such 
grants are for inter-modal facilities, economic development 
initiatives, and environment projects.  However, highway and 
access improvements are the most common types of non-FAA 
related grants.  Due to the nature of the specific projects 
identified in this Master Plan Update, no other types of grants 
(that is, non-FAA) are identified; however, the possibility of 
such grants exists. 

 Passenger Facility Charges – Following approval by the FAA, 
airports can impose PFCs at levels of $2.00, $3.00, $4.00, and 
$4.50 per departing passenger.  Once a PFC is imposed, it is 
included in the price of an airline ticket that is collected by each 
airline.  The airlines receive a $0.11 fee for collecting the fee.   
PFC revenue can be used to fund pre-approved projects that meet 
the following criteria; 
1. Preserve or enhance the capacity, safety, or security of the air 

transportation system, 
2. Reduce noise or mitigate noise effects, or 
3. Furnish opportunities for enhanced competition between or 

among air carriers. 

PFCs cannot be used for other types of capital projects or to fund 
operating expenses.  It should be specifically noted that neither 
PFCs nor FAA grants can be used for most types of revenue 
producing space such as terminal concessions, public parking 
lots, rental car facilities, or exclusive airline space.  However, 
with approval, PFCs can be used for debt service on approved 
projects. 

 Airport Funds – The balance of funds not paid by other sources 
must be funded from airport sources.  Any airport has several 
potential sources of funds including: 

o Operating Funds – An airport can use current revenue 
to fund capital costs; however, it is not likely it would 
have sufficient amounts of cash on hand to fund large 
capital projects.  Certain planning studies, change 
orders, emergency projects, or similar small efforts may 
be funded each year depending upon meeting the terms 
of any airline use and lease agreement, as well as 
generating sufficient revenue.  Particularly during the 
planning or start-up phase of a project, operating funds 
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or any capital reserves (see below) are important to 
initiate work. 

o Capital Reserves – An airport can potentially fund all 
or parts of certain projects by setting up a reserve or 
using existing reserves.  Typically the airlines do not 
like to pre-fund projects; however, for airports this is a 
very cost effective way to pay for all or part of a capital 
projects. 

o Borrowing – Borrowing money provides cash flow to 
fund capital projects.  However, these funds must be 
replaced.  Choices for airport borrowing include 
financial institutions, such as banks or the bond market.  
Bank loans are often used for smaller airport projects or 
as a bridge between other financing methods.  General 
Obligation bonds such as those issued by cities or 
counties typically have the lowest interest rate and least 
restrictive terms, but Revenue Bonds supported solely 
from airport user fees are the more common financing 
vehicle for airports.  Note that the existing Airport debt 
is in the form of both General Obligation and Revenue 
bonds.  In all cases, it is airport user fees or other 
revenue that provide for the repayment of borrowings 
under terms the airport develops or as required by an 
airport-airline lease and use agreement. 

 Private/Other – There are several other sources of funding for 
airport capital projects and combinations of sources.  Most 
revenue producing areas of an airport are excluded from FAA 
funding, making the use of non-airport funding even more 
important.  Some of these other (often called third-party) sources 
of airport capital are listed below. 

o Tenants – The “traditional” source of funding for 
commercial facilities at airports is the future tenant who 
will actually use the facility.  Examples of tenant 
funded facilities include: build-out of terminal 
concessions, hotels, gas stations, rental car processing 
buildings, parking facilities, fuel farms, aircraft 
hangars, and FBO terminals.  Clearly if a private firm is 
going to occupy on-airport space and operate its 
business, it is likely to be willing to invest in that 
facility.  Further, the private firm is likely to have 
strong opinions as to the size/layout of the facility and 
quality of construction.  In some cases, the airlines 
themselves seek to construct their own concourse, flight 
kitchen, equipment building, or other facility. 
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o Leasing – Airports can also lease facilities or other 
assets from any number of lenders.  While more 
common with major equipment such as trucks, leasing 
is a valid source of capital if permitted by local law. 

o Privatization – For certain types of projects such as 
parking lots and hangars, the function can be privatized.  
In a few cases (such as Stewart Airport in New York) 
the entire airport has been privatized or the airport’s 
operation (as in the Indianapolis case) has been 
contracted to a private firm with strict minimum 
requirements for investment placed on the private firm.  
Airports in the U.S. have always been a mix of private 
and public functions and it is up to the airport to choose 
the mix most appropriate for its situation. 

In total, there are a number of sources of capital funds as 
identified above.  For simplicity, only the three most 
significant categories are further discussed, specifically, 
Federal (meaning FAA), Airport, and Private/Other. 

Identification of Project Funding Eligibility 
This section will present the eligibility of the proposed Master Plan 
Update capital projects for funding.  Each project was evaluated for 
potential funding with the FAA assumed to be paying for 95 percent of 
eligible projects, private funds being used as appropriate, and the 
Airport absorbing the remainder.  By PAL, the eligible funding for 
each project is presented on Tables 7-8, 7-9, and 7-10. 

Note again that Tables 7-8, 7-9, and 7-10 depict project eligibility 
based on current Federal and state grant eligibility criteria, and do not 
represent a commitment for funding by the respective funding sources. 

In summary, the total cost of the capital projects identified in the 
Master Plan Update is approximately $76.9 million.  This cost is 
summarized by PAL and eligible source in Table 7-11. 

Detailed below are the various ways the Airport’s Master Plan Update 
capital projects are expected to be funded. The total cost of the 

capital projects 
identified in the Master 
Plan Update is approxi-
mately $76.9 million.   

 FAA Funding – The total cost of the proposed 20-year 
development program is approximately $76.9 million.  Of this 
amount, approximately $63.9 million or 83 percent is eligible for 
FAA funding.  As previously noted, the Federal government 
collects taxes on aviation users that are “returned” to airports to 
fund capital projects.  While obtaining all these FAA funds is not 
automatic, upon application and justification, FAA funds can be 
obtained.  Therefore, 95 percent of eligible capital projects are 
shown as FAA funded. 
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Estimated Eligible Share of Development Costs
Project Other /

PAL 1 Development Items Cost Federal Airport Private
Planning
EA RWY 13-31 Extension $276,000 $262,000 $14,000
BCA RWY 13-31 Extension $90,000 $86,000 $5,000
Helicopter Landing Area Siting Analysis $60,000 $57,000 $3,000

Airside
PAPI System for RWY 35 $69,000 $66,000 $3,000
Extend RWY 13-31 - 1,492 feet to the north $7,693,000 $7,308,000 $385,000
Shoulders for RWY 13-31 extension - 1,492 feet to the north $1,311,000 $1,245,000 $66,000
Relocate RWY 13 MALSR $206,000 $196,000 $10,000
Relocate /Replace RWY 13 VASI w/ PAPI $69,000 $66,000 $3,000
Relocate RWY 31 Localizer $206,000 $196,000 $10,000
Relocate RWY 13 Glide Slope $206,000 $196,000 $10,000
Relocate RWY 13 Middle Marker $206,000 $196,000 $10,000
Extend RWY 13-31 HIRLs 1,492 feet to the north $91,000 $86,000 $5,000
Remark RWY 13-31 (Precision Instrument Runway - CAT-1) $92,000 $87,000 $5,000

Extend TWY B 1,492 feet $7,125,000 $6,769,000 $356,000
Extend TWY B Lighting $87,000 $83,000 $4,000
Mark TWY B Extension $29,000 $28,000 $1,000

Rwy/Twy Signage $69,000 $66,000 $3,000

Extend RWY 13-31 drainage ditch 1,492 feet north $50,000 $48,000 $3,000

Terminal
Passenger Security Screening Checkpoint:  Creation of a second 
screening lane at the existing checkpoint. $477,000 $453,000 $24,000

Checked Baggage Screening - Relocation of Checked Bag Screening from 
Ticketing Lobby to Back-Of-House In-Line solution. $1,650,000 $1,568,000 $83,000

Parking
Short-Term $0 $0 $0
Covered $0 $0 $0
Long-Term $0 $0 $0
Employee $0 $0 $0
Rental Car $25,000 $0 $25,000

Support Facilities
Modification to ARFF station door widths - widen doors to accommodate 
ARFF equipment $825,000 $784,000 $41,000

Helicopter takeoff and landing area - designate and paint helo-pad location $5,000 $5,000 $0

Fuel Storage Expansion $0 $0
GA Hangar Apron $115,000 $115,000
GA Conventional Hangar $756,000 $756,000
Cargo Apron $0 $0
Cargo Buildings $0 $0
Reconstruct West GA Apron $6,600,000 $6,270,000 $330,000

Land Acquisition
7.7 Acres for RWY 13 Extension RPZ $92,000 $87,000 $5,000

Commercial Development
Road Improvements $0 $0 $0
Utilities $0 $0 $0

Airfield Security
Security/Perimeter Fencing $138,000 $131,000 $7,000
Security/Perimeter Road $0 $0 $0

PAL 1 Total Development Costs $28,618,000 $26,339,000 $1,386,000 $896,000
Source: PB Aviation
Note: Totals may not add due to rounding

Table 7-8
SOURCE OF FUNDS - PAL 1
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Estimated Eligible Share of Development Costs
Project Other /

PAL 2 Development Items Cost Federal Airport Private
Planning
EA RWY 17 CAT-1 Approach $276,000 $262,000 $14,000

Airside
CAT-I GPS for RW 17 w/MALSF $344,000 $327,000 $17,000

Extend Runway 17-35 1,419 feet to the south $7,316,000 $6,950,000 $366,000
Relocate RWY 35 MALSR $344,000 $327,000 $17,000
Relocate RWY 35 PAPI $69,000 $66,000 $3,000
Relocate RWY 35 Localizer $206,000 $196,000 $10,000
Extend RWY 17-35 HIRLs 1,492 feet to the south $87,000 $83,000 $4,000
Remark RWY 17-35 (Precision Instrument Runway - CAT-
1) $88,000 $84,000 $4,000

Extend TWY A 1,419 feet $11,459,000 $10,886,000 $573,000
Extend TWY A Lighting $83,000 $79,000 $4,000
Mark TWY A Extension $46,000 $44,000 $2,000

Rwy/Twy Signage $64,000 $61,000 $3,000

Terminal

Aircraft Gates & Passenger Holdrooms:  Expansion of the 
departure lounge area to include two additional gates. $571,000 $542,000 $29,000

Two Jet Bridges $1,100,000 $0 $0 $1,100,000
Passenger Security Screening Checkpoint:  Creation of a 
third screening lane at the existing checkpoint. $477,000 $453,000 $24,000

Concessions/Retail:  Creation of additional 
concession/retail opportunities – two additional stores. $701,000 $0 $0 $701,000

Arrivals Hall & Baggage Claim:  Expansion of the existing 
Arrivals Hall and Baggage Claim area and Rental Car 
Counter area.

$654,000 $621,000 $33,000

Vehicle Curb:  Expand the commercial vehicle curb to 
allow increased tour bus activity. $14,000 $13,000 $1,000

Parking
Short-Term $0 $0 $0
Covered $273,000 $273,000 $0
Long-Term $393,000 $393,000 $0
Employee $0 $0 $0
Rental Car $73,000 $0 $73,000

Support Facilities
Fuel Storage Expansion $0 $0 $0
GA Hangar Apron $115,000 $0 $115,000
GA Conventional Hangar $756,000 $0 $756,000
Cargo Apron $0 $0 $0 $0
Cargo Buildings $0 $0 $0

Land Acquisition
22 Acres for RWY 17 RPZ Beyond SR 44 $264,000 $251,000 $13,000
62 Acres for RWY 35 Extension and Joe Mireur Road $744,000 $707,000 $37,000

Commercial Development
Road Improvements - Relocation of Joe Miruer Road $8,287,000 $7,873,000 $414,000
Utilities - Relocation of Joe Miruer Road $3,108,000 $2,953,000 $155,000

Airfield Security
Security/Perimeter Fencing $344,000 $327,000 $17,000
Security/Perimeter Fencing Runway 35 Extension $2,372,000 $2,253,000 $119,000

PAL 2 Total Development Costs $40,628,000 $35,358,000 $2,525,000 $2,745,000
Source: PB Aviation
Note: Totals may not add due to rounding
Assumes jet bridges acquired by airline(s)

Table 7-9
SOURCE OF FUNDS - PAL 2

Corpus Christi International Airport Master Plan Update
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Estimated Eligible Share of Development Costs
Project Other /

PAL 3 Development Items Cost Federal Airport Private
Planning

Airside

Terminal
Ticket Counters $587,000 $558,000 $29,000
Aircraft Gates & Passenger Holdrooms:  Expansion of 
the departure lounge area to include two additional 
gates.

$1,056,000 $1,003,000 $53,000

Two Jet Bridges $1,100,000 $0 $0 $1,100,000

Concessions/Retail:  Creation of additional 
concession/retail opportunities – two additional stores. $857,000 $0 $0 $857,000

Arrivals Hall & Baggage Claim:  Expansion of the 
existing Arrivals Hall and Baggage Claim area and 
Rental Car Counter area. $544,000 $517,000 $27,000

Vehicle Curb:  Expand the commercial vehicle curb to 
allow increased tour bus activity. $14,000 $13,000 $1,000

Parking
Short-Term $0 $0 $0 $0
Covered $245,000 $0 $245,000 $0
Long-Term $366,000 $0 $366,000 $0
Employee $0 $0 $0 $0
Rental Car $81,000 $0 $0 $81,000

Support Facilities
Maintenance Facilities $0 $0 $0
GA Hangar Apron $0 $0 $0 $0
GA Conventional Hangar $0 $0 $0 $0
Cargo Apron $378,000 $0 $0 $378,000
Cargo Buildings $1,746,000 $0 $0 $1,746,000
Fuel Storage Expansion $545,000 $0 $0 $545,000

Land Acquisition $0 $0 $0

Commercial Development
Road Improvements $0 $0 $0
Utilities $0 $0 $0

Airfield Security
Security/Perimeter Fencing $103,000 $98,000 $5,000
Security/Perimeter Road $0 $0 $0

PAL 3 Total Development Costs $7,622,000 $2,189,000 $726,000 $4,707,000
Source: PB Aviation
Note: Totals may not add due to rounding
Assumes jet bridges acquired by airline(s)

Table 7-10
SOURCE OF FUNDS - PAL 3
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Estimated
Project Other/

Classification Cost Federal Airport Private
PAL 1 28,618,000$  26,339,000$  1,386,000$  896,000$     
PAL 2 40,628,000$  35,358,000$  2,525,000$  2,745,000$  
PAL 3 $7,622,000 2,189,000$    726,000$     4,707,000$  
TOTAL 76,868,000$  63,886,000$  4,637,000$  8,348,000$  
Share 100% 83% 6% 11%
Source: PB Aviation
Note: Totals may not add due to rounding.

Eligible Share of Development Costs

Table 7-11
SUMMARY OF SOURCES OF CAPITAL FUNDING BY PAL

Corpus Christi International Airport

 
 

 State Funding – The State of Texas normally funds only general 
aviation type projects for non-commercial airports.  While 
certain of the Airport’s Master Plan Update capital projects 
might be eligible for funding, no state funding is assumed. 

 Private/Other Funding – Approximately $8.3 million or 11 
percent of the program is projected to be funded from private 
sources.  Traditionally at airports, all revenue generating private 
business functions are self-funded.  For the Airport’s capital 
program, this private funding includes: 

o Completion of retail space for terminal concessions 
o Rental car parking and related facilities 
o General aviation hangars and adjacent apron 
o Air cargo building and adjacent apron 
o Fuel storage facilities 

Other projects may be funded by private funds such as certain 
types of terminal expansion, airline equipment maintenance 
facilities, and catering facilities.  In addition, funds from other 
sources are sometimes available.  For example, offices or 
facilities for the Transportation Security Administration are, in 
some cases, funded by that agency particularly if they serve a 
regional function. 
Note that if the Airport chooses to fund one or more of the 
Private/Other projects, it should have a lease and revenue stream 
which will provide funds to pay-off debt or reimburse itself for 
the original capital cost. 

 Airport Funding – Capital funds not provided by Federal or 
state grants, as well as Private/Other sources must come from 
Airport sources.  For the proposed projects, this amounts to $4.6 
million out of $76.9 million.  Thus Airport funds represent 

 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 7-21 



 

construction spending and Airport improvement.  The impact on 
the tenant airline rates of obtaining the Airport share of project 
capital costs is further discussed in a separate section below. 

Impact of Capital Costs Upon Airport Finances 
As previously identified, the total “Airport share” of the 20-year 
Master Plan Update capital program cost is estimated at $4.6 million.  
This section will examine the potential impact of such a cost upon the 
Airport’s finances including airline rates and per passenger charges. 

This Airport funding share discussion is important because most 
airports are concerned about the availability of money to complete all 
their potential capital projects and about the impact such costs might 
have upon their user (typically airline) fees.  Thus these airport user 
fee or rate issues are very legitimate concerns; however, historically 
U.S. airports have been able to meet most types of demand with 
assistance from the FAA or innovative funding techniques.  For the 
future, the pressures upon the Federal, state, and local budgets, as well 
as the Airport itself, are likely to increase the funding concerns; 
therefore, this conceptual analysis Chapter is necessary is identify and 
examine potential funding issues. 

The principal internal sources that airports can utilize to fund capital 
projects can be classified in three general categories: PFCs, debt, or 
direct payment with operating funds or capital reserves.  Typically, 
there is a mix of sources for any given project; however, as a test of 
extremes, each source will be evaluated individually to stress the 
analysis of availability of funds. 

First, for analysis purposes, it is assumed the Airport does not fund its 
Master Plan Update capital projects with operating funds or existing 
reserves.  Historically some portion of capital costs are directly 
funded, particularly the planning, environmental, and financial/ 
business studies necessary before a large project is approved.  In fact, 
most project studies are directly funded with operating funds in order 
to obtain the information necessary before seeking FAA, airline, or 
other approvals.  Further, the cost of most day-to-day capital-related 
projects such as roof repair and ARFF vehicle purchase are normally 
included in an airport’s annual operating budget and paid with 
operating funds. 

Note that the Airport does have an existing cash reserve of 
approximately $3 million; however, these funds are only for 
emergency use in case of hurricane or other unanticipated disaster.  
The on-hand funds represent approximately six-months of operating 
expenses – a typical reserve for an airport.  It is suggested that the 
reserve continue to be increased, but it does provide a cushion for 
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cash-flow management and may improve the Airport’s ability to 
borrow funds. 

The remaining two sources of Airport funds for capital projects are 
discussed below.  But first, if the approximate $4.6 million in Airport-
funded capital cost is divided evenly over the 20-year implementation 
period; the annual cost is approximately $230,000.  Thus, the capital 
cost, on a yearly basis, appears to be a much more “reasonable” 
$230,000 amount than the entire $4.6 million.  Collection of additional 
capital funds by potential sources is discussed below. 

 Passenger Facility Charges – As of March 1, 2003, the Airport 
has been collecting a $4.50 PFC.  Assuming all 2006 passenger 
pay a $4.50 fee and full collection from the airlines, the Airport 
has potential PFC revenue of just under $2,000,000 this year.  
The Airport had 434,567 enplaned passengers in 2005.  For the 
first three months of 2006, passenger levels were up 2.6 percent.  
Assuming the entire year grows at that rate, 2006 will end with 
approximately 446,000 enplaned passengers.  The maximum 
PFC rate is $4.50, but the airlines are paid $0.11 as a collection 
fee; therefore, the net to the Airport is $4.39.  The existing PFC 
is committed to certain projects, but after these projects are paid-
off, this source of funds is available for additional projects. 

In fact, as of the end of January 2006, the Airport had authority 
to Impose and Use $43,362,585 of PFC revenue.  Of this 
$10,588,352 was already collected leaving a balance to be 
collected of $32,774,223.  Assuming passenger traffic continues 
to grow at an average annual rate of 2.6 percent, the existing 
Impose and Use authority will be paid in approximately 14 years 
or by the end of year 2020. 

Note that if passenger levels grow at a 2.6 percent annual rate, 
this results in approximately 12,000 additional passengers each 
year or over $50,000 per year in “new” potential PFC revenue.  
Of course, the amount of revenue grows each year as passengers 
increase, so that by the year 2030 when the existing revenue 
bond debt service is paid off, the potential annual PFC revenue is 
approximately $3.6 million annually and growing at a rate of 
approximately $100,000 per year. 

Analysis of the capital projects identified in the Master Plan 
Update for Airport funding indicates that most are PFC eligible; 
the principal exceptions are concession development and public 
parking expansion.  Thus, assuming the PFC regulations remain 
in effect, it appears that, over time, this source of funds can pay 
for the entire Airport share of the proposed Master Plan Update 
capital projects. 
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If PFCs were able to be used for all or most of the proposed 
Master Plan Update capital projects, then the airline cost per 
passenger charges would likely decrease significantly.  However, 
the date for PFC collection would be extended for several years. 

 Airport Debt – In the Fiscal Year 2006 rates and charges model, 
the “Airline Payments” are calculated at $2,452,948.  If the 
calendar year 2006 enplaned passengers number 446,000 as 
calculated above, the average airline cost per enplaned passenger 
is $5.50.  Based on actual 2005 statistics, the Airport’s airline 
cost per enplaned passenger was $5.60. 

Assuming everything else was equal and the entire $4.6 million 
20-year Master Plan Update capital program was spread out 
evenly, as noted above, the annual cost would be $230,000.  
With the 2006 passenger level, this would add approximately 
$0.52 to the airline cost per enplaned passenger. 

Assuming this calculation is done in the year 2010 when (based 
on a 2.6 percent average annual growth of passengers) the 
Airport will have approximately 500,000 enplaned passengers.  
The $230,000 capital amount results in a per passenger increase 
of approximately $0.46. 

However, over time with an increase in passengers, the parking, 
rental car, terminal concession, and other passenger related 
revenues are certain to increase.  Offsetting a portion of this 
increase in passenger revenue is a likely increase in operating 
costs.  But debt service is fixed, resulting in an anticipated yearly 
reduction in the airline cost per enplaned passenger allowing all 
or a portion of these proposed Master Plan Update projects to be 
implemented without raising the Airport’s cost per emplaned 
passenger.  Further, the Airport has the potential to increase 
parking and or other non-airline fees at a rate faster than inflation 
allowing the airline cost per enplaned passenger to be further 
reduced. 

The result is that issuing more debt appears to be another method 
of raising capital funds.  Further, new debt will likely not 
increase the airline cost per enplaned passenger if traffic levels 
continue to increase. 

Other Issues of Funding Airport Capital Projects 
In summary, the “traditional” sources of funding are available to fund 
the proposed Master Plan Update capital projects; these traditional 
sources are FAA grants, Private/Other funds, and Airport investment. 

However, there are a number of other reasons why this conceptual 
Master Plan Update financial plan appears logical.  The most 
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important reason is that the purpose of a Master Plan Update is to 
create an Airport Layout Plan; this Airport Layout Plan is designed to 
reserve facility development space and to identify land acquisition and 
potential capacity issues that might impact an airport in its long-term 
facility development.  Therefore, the Master Plan Update becomes 
what might be called a “place-holder” for potential projects, rather 
then a firm schedule of development.  These scheduling and other 
issues that indicate the conceptual nature of a Master Plan Update 
financial Chapter are presented below. 

 All Capital Projects are Demand Driven – Few if any of the 
projects identified in the Master Plan Update are needed 
immediately.  Thus, each major project will need further 
justification and detailed engineering before it is constructed on a 
demand, rather than time-driven, basis.  This justification process 
will force more detailed effort to verify the need and cost of each 
project before construction which will provide better and more 
current cost and need analysis, as well as justifying the financing 
and/or uncovering new funding mechanisms. 

 The Capital Plan is Flexible – This capital plan assumes that all 
types of Airport demand will grow equally or according to some 
pre-set forecast, and that current facilities will prove inadequate 
to support future traffic.  In reality, there will likely be some 
areas of Airport traffic that will grow, perhaps rapidly, and others 
that will not grow as fast.  Further, the Airport will likely be able 
to provide innovative steps to accommodate demand, rather than 
simply building more facilities.  For example, most terminals and 
airfields have been locally modified to suit the exact types and 
levels of demand without major capital expenditures.  Finally, 
the Airport can implement the most important projects and let the 
less important be delayed, proving a cushion for peaks in capital 
expenditures.  The result is that capital plan will be modified, as 
necessary, to meet the available funding. 

In addition to all of the 
“traditional” ways 
available for airports to 
receive grants or 
generate revenue from 
user fees, more and more 
innovative ways of 
airport capital funding 
continue to be 
developed.  These 
additional methods 
provide further flexibility 
to the Airport in seeking 
ways to fund necessary 
projects.   

 Partial or Staged Funding Is Possible – In a similar manner, 
certain types of projects can be initiated or partially completed to 
provide interim capacity without the full construction 
expenditures identified in the Master Plan Update capital cost 
estimate. 

 Innovative Financing Methods Are Possible – Finally, if the 
Airport has extensive needs for capital projects and no other 
funding appears available, innovative or non-traditional sources 
of funding might be used.  For example, the city or state could 
loan funds to be reimbursed by the FAA or airlines.  
Privatization of some parts of the Airport is also possible to 
generate revenue.  For example, several airports have leased their 
parking facilities for a payment that permits other projects to be 
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funded and the new parking lot operator to recover its payment 
over time from parking fees.  In another example, terminal 
facilities have been developed by airlines such as Southwest 
Airlines at Long Island’s McArthur Airport at Islip. 

There are a number of other reasons why the proposed Master Plan 
Update capital projects are likely to be funded.  The first is that the 
total estimated cost of the Master Plan Update capital program is 
approximately $76.9 million.  The identification of these expected 
funding sources provided the basis for finding the program could be 
funded as described below. 

 The FAA will fund the majority of costs (83 percent) leaving 
relatively smaller amounts from other sources, 

 Private funds are available for a portion (11 percent) of the 
remainder, and 

 A variety of ways to generate revenue are available to the 
Airport and the Airport has the legal authority to collect funds 
for necessary capital expenses. 

Two other attributes of the Master Plan Update project identification 
process provides further verification that capital funds will become 
available as necessary. 

 Aviation demand will drive the need for the projects, so none 
will be constructed and no funds will be required unless demand 
is apparent; and 

 The capital plan is flexible so that projects can be constructed as 
funds become available and/or the projects can be phased as 
needed and funding becomes available. 

In addition, the last two years have seen as resurgence of Airport 
passenger traffic after a number of years of decline.  This increase in 
passenger traffic provides incremental dollars over previous revenue 
for capital projects and reduces the airline cost per passenger allowing 
for new debt or other ways to fund projects. 

Further, the Airport controls its receipts of funds and management of 
the capital development schedule.  Specifically, the Airport Use and 
Lease Agreement provides the method for the Airport to generate 
capital funds through airline rates and charges and the Airport has the 
legal authority to charge users for services and generate funds to 
borrow or pay for improvements.  Finally, the Airport has the ability to 
implement a PFC. 

In addition to all of the “traditional” ways available for airports to 
receive grants or generate revenue from user fees, more and more 
innovative ways of airport capital funding continue to be developed.  
These additional methods provide further flexibility to the Airport in 
seeking ways to fund necessary projects. 
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Conclusion 

In conclusion, the total proposed Master Plan Update capital program 
is estimated to cost $76.9 million in 2006 dollars over 20 years.  The 
principal projects are two runway extensions and related airfield 
development.  All the proposed projects are based upon continued 
long-term growth in aviation activity. 

Conceptual analysis of 
the potential sources of 
capital funds for the 
Master Plan Update 
projects indicates that 
the money can be made 
available if demand 

Conceptual analysis of the potential sources of capital funds for the 
Master Plan Update projects indicates that the money can be made 
available if demand warrants.  FAA grants are the principal source of 
anticipated funding because most of the projects are eligible for 95 
percent FAA funding.  The source of the local or Airport share of these 
capital funds includes PFCs and requesting airline-approval of capital 
projects so they can be included in the annual budget.  Borrowing to 
pay for some or all of the projects is also an option. 

The exact impact on users will need to be calculated on an annual 
basis as projects are implemented, but, in general, the outlook is 
positive that the airline cost per enplaned passenger will remain below 
$6.00 at the Corpus Christi International Airport. 

Of course, Airport operations will continue during the planning period; 
therefore, the Airport will likely continue its existing careful 
management of its finances, including steps such as: 

 Controlling operating expenses. 
 Increasing non-airline revenue from, for example, public 
parking, concessions, and other users/tenants. 

 Seeking external grants to pay for all or part of future capital 
projects. 

 Increasing airline rates and charges, if warranted. 
 Taking other steps to limit growth of expenses and increase 
revenue. 

In this manner, the Airport is expected to retain its relatively low cost 
per passenger and thereby continue to attract new airline service. 
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CHAPTER 8  AIRPORT PLANS 
This Chapter depicts the existing and future planned facilities 
in an organized set of drawings.  This Chapter also describes in 
text the details of each drawing in the set.  The purpose of this 
Chapter is to presents the selected Airport development 
concept over the 20-year planning period for review and 
approval by the FAA.

The drawings have been prepared on a computer-aided drafting 
system (AutoCAD) for a higher degree of accuracy and 
manageability.  The plans will be used for preliminary 
information related to engineering design, and can be easily 
updated to reflect new development.  The plan set has been 
prepared on 24-inch x 36-inch reproducible sheets and include 
the following drawings: 

This Chapter 
presents the 
recommended
concept in a set of 
detailed drawings. 

Title Sheet 
Existing and Future Airport Layout Plan 
Airport Data Summary 
Terminal Area Plan 
Airspace Plan 
Plan and Profile of Approach Surfaces 
 On-Airport Land Use Plan 
 Existing Off-Airport Land Use Plan 
 Airport Property Map 
 Airport Aerial Photograph 

Reduced copies of these drawings are provided at the end of 
this Chapter.   

Title Sheet 
The Title Sheet includes the airport name, date of preparation, 
a vicinity map, and a drawing index of the plan set’s drawings. 

Existing and Future Airport Layout Plan 
The Airport Master Planning Update process culminates with 
FAA approval of the Airport Layout Plan, which serves as a 
blueprint for future Airport development.  This drawing 
graphically depicts the Airport as it existed in April 2006, and  
planned projects, as described in the capital improvements 
projects in Chapter 7.0, through the 20-year planning period. 
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The Airport Layout Plan is the most used plan sheet of the plan 
set.  The data depicted on this ALP follows the FAA ALP 
checklist and includes topography, airfield and landside 
facilities, runway protection zones, obstruction clearance lines, 
NAVAIDS and other significant airport data. This ALP has 
been prepared in accordance with FAA Advisory Circular 
150/5300-13, Airport Design.

Airport Data Sheet 
The Airport Data Summary drawing lists runway data, 
NAVAID data, wind data, modifications to standards, runway 
end and airport elevation data, as well as other information 
required by the FAA ALP checklist. 

Terminal Area Plan 
This drawing is an enlarged view of the existing and proposed 
facilities in the passenger terminal area and East and West GA 
hangars and aircraft aprons.  This drawing details such things 
as aircraft gate positions, employee, and public parking areas 
and aircraft parking aprons.

Airspace Plan 
This plan is based upon Federal Aviation Regulations (FAR) 
Part 77, Objects Affecting Navigable Airspace. Federal criteria 
have been established to protect an airport’s airspace and 
approaches to each runway.  This information is used by local 
planning and land use jurisdictions to control the height of 
objects within, relatively, forty thousand feet of the Airport. 
This plan will help jurisdictions determine if construction in 
the vicinity of the airport will penetrate existing or ultimate 
imaginary surfaces. 

The Part 77 Airspace Plan drawing is also used to indicate 
obstructions to the imaginary surfaces associated with the 
runways.  At airports such as Corpus Christi International 
Airport, which has precision and non-precision approaches, the 
most complete survey of obstructions within the imaginary 
surfaces is usually found on the Obstruction Chart (OC).  The 
OC is a large-scale illustration of the Airport and the Part 77 
surfaces associated with each runway.  The obstructions are 
surveyed and compiled by the National Ocean Service (NOS) 
of the U.S. Department of Commerce.  
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Plan and Profile of Approach Surfaces to 
Runways (two sheets) 
These two sheets show both plan and profile for each of the 
runway approaches as shown on the ALP.  For each of the four 
runway ends at the Airport, the runway protection zone (RPZ) 
and approach surfaces are depicted.  The purpose of these 
sheets is to locate and document both existing and proposed 
man-made structures, objects of natural growth, and terrain 
which represent obstructions to navigable airspace for the 
current and proposed runway ends. 

On-Airport Land Use 
The On-Airport Land Use Plan depicts the Master Plan 
Update’s vision of the existing and proposed aviation related 
and non-aviation related land uses.  This plan was developed to 
provide guidance to locating aviation related development in a 
logical and efficient way.  The major On-Airport land Use 
categories include: 

 Airfield−Includes aircraft operating areas, aprons, taxiways 
and runways 

 ATCT−Air Traffic Control tower 
 ARFF−Airport rescue and firefighting facility 
 Rental Car−existing facilities and proposed consolidated 

rental car areas 
 Parking−existing and proposed facilities for hourly, daily, 

and employee parking 
 Fuel farm 
 Existing and future RPZs 
 Aviation Related Commercial−including General Aviation/ 

FBO, air cargo, and related passenger services. 
 Non-Aviation Related Commercial−hotel site, light 

industrial, including planned land uses on airport property 
that create non-aviation revenue.   

Existing Off-Airport Land Use Plan 
The Off-Airport Land Use Plan provides information on the 
existing land uses in the vicinity of the Airport.  This aids in 
analyzing the compatibility of land uses particularly in the 
areas of the approaches to the Airport’s runways and areas 
exposed to significant levels of aircraft noise.  Also depicted on 
the Off-Airport Land Use Plan are the future Day/Night 
Average Sound Level (DNL) noise contours for 2023.  This 
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information should provide the Airport and the City of Corpus 
Christi decision makers with tools necessary to promote land 
use compatibility in the Airport environs.   

Airport Property Map/Exhibit A 
The Airport Property Map depicts the Exhibit A Federal 
Participation Map data that is required for FAA financial grant 
approvals.  The Airport Property Map for Corpus Christi 
international airport includes the following data: 

 Airport Property Boundary, Metes and Bounds 
 Parcel/Block Numbers 
 FAA Grant Participation 
 Federal Government Property Ownership 
 Easement Data  

Airport Aerial Photo 
The Airport Aerial Photograph depicts the property owned by 
the Corpus Christi International Airport and the adjacent 
community. 

Summary 
The Airport Layout Plan (ALP) set is designed to assist in 
making decisions relative to future development of the Airport. 
Flexibility will be a key to the future development since 
activity may not occur as forecasted.  The overall plan has been 
developed to include considerations, such as a parallel runway, 
beyond the 20-year planning period. 
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CHAPTER 3 – ACTIVITY FORECAST 
The Master Plan Update forecast of the aviation traffic at Corpus 
Christi International Airport provides the basis for determining 
physical facilities requirements.  The forecast objective is to identify 
the long-term trends for levels and types of aviation activity. 


A new forecast is vital to assure the Master Plan Update 
recommendations are based upon the most current data possible.  Two 
reasons suggest a review of aviation demand in the Corpus Christi 
market is timely.  First, the national aviation market has been in 
turmoil following the events of September 11, 2001 and only now 
appears to be returning to a growth trend.  Second, the number of 
passengers at the Airport has seen an unusual multi-year decline. 


Factors influencing the national aviation industry in the recent past 
have included: 


 Economic recession in the early part of the decade; 
 Suspension of commercial and general aviation air travel in the 
U.S. for a short period following the events of September 11, 
2001; 


 Issues of substantially increased security at all U.S. airports 
and the delay and inconvenience this causes passengers, as well 
as the increased cost to provide such security; 


 Threats of terrorism that have kept some people from flying; 
 Increased cost of jet fuel leading to increased operating cost for 


the airlines; 
 Bankruptcy or threat of bankruptcy for many of the major 


airlines and the continued growth of low fare airlines; and 
 The switch away from turboprop aircraft and growth of 
regional jet (RJ) operations. 


Specifically for the Airport, passenger traffic levels have experienced 
reductions in each of the last nine years.  Much of this local market 
downturn can be attributed to national factors; however, regional 
conditions have also contributed.  In 2004, the monthly traffic trends 
began to increase at the Airport.  National air passenger traffic has also 
been slowly increasing over the last several years, partly because 
airline fare wars have stimulated leisure travel.  The Airport traffic 
turn-around in 2004 may portend the end of the downward trend in 
passenger traffic as addressed in this chapter. 


This forecast is intended for use in planning the facility needs of the 
Airport.  The forecast will be used to identify runway, terminal, 
vehicle access/parking, air cargo, general aviation, and other facility 
requirements.  The concept is to identify the long-term trends in 


Many issues and events 
have led to a nationwide 
decrease in the 
propensity for 
commercial passenger 
air travel.  However, the 
FAA expects levels of 
air passengers to return 
to a growth pattern 
based on population and 
economic trends. 
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aviation activity and not the specific activity in any given year.  Of 
course, long-range capital improvement decisions at an airport are not 
based upon activity forecasts alone, but involve a continuous update of 
information concerning air traffic levels, airline requirements, 
environmental issues, financial considerations, stakeholder concerns, 
and other external factors. 


To forecast aviation activity, this analysis: 
 Identifies the Airport service region (Air Trade Area); 
 Provides economic and demographic data on the Air Trade 
Area, as well as other local economic indicators; 


 Identifies the current scheduled passenger service and 
compares the service to similar regional markets; 


 Presents the historical passenger aviation traffic at the Airport 
by airline and market; 


 Presents and analyzes the passenger origin and destination 
information; 


 Presents the passenger forecast assumptions and develops the 
projections; 


 Develops the air cargo forecast; 
 Identifies general aviation and military traffic projections; and 
 Calculates the aircraft operations projections. 


The forecast activity levels will be projected for the planning horizon 
years of 2008, 2013, 2018, and 2023.  The development of this 
aviation demand forecast was one of the first steps in the Master Plan 
process.  Since the time of forecast approval by the FAA and the 
completion of the remainder of this study, there is additional historical 
data available.  Therefore, historical activity tables have been updated 
and are included at the end of the chapter so the report can present a 
complete record of airport activity at the time of printing. 


Identification of the Air Trade Area 
The prime geographic region served by an airport is referred to as an 
Air Trade Area.  For purposes of this report, the Air Trade Area of the 
Airport is defined as the Corpus Christi, Texas Metropolitan Statistical 
Area (MSA), as shown in Figure 3-1.  This MSA is the official U.S. 
Census Bureau definition of the Corpus Christi market and consists of 
three counties: Aransas, Nueces, and San Patricio.  It is recognized that 
air passengers can and will come into the Air Trade Area from outside 
the MSA and local residents/visitors can use airports other than the 
Airport; however, the majority of air traffic demand is generated 
within the MSA. 


 


In general, the historical 
traffic, local economic 
indicators, national 
trends, and other factors 
will be used to develop 
projections of aviation 
activity at the Airport in 
the forecast period. 
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Figure 3-1 Air Trade Area 


 


Source: PB Aviation, 2004 


Five counties that are adjacent to the three MSA counties are identified 
in this report as the secondary market area.  These counties are 
important because they contribute passengers to the Airport.  Of the 
eight counties, the Air Trade Area, or primary market, represents 
approximately 76.6 percent of the total population and the secondary 
market represents approximately 23.4 percent.  The 2000 Census 
Bureau populations for the counties comprising the primary and 
secondary markets are shown in Table 3-1. 
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Table 3-1 


REGIONAL POPULATION IN 2000 
Corpus Christi International Airport Master Plan Update 


Area/County 2000 Population Share of Region 
Air Trade Area   
 Nueces       313,635  59.6% 
 San Patricio        67,138  12.7% 
 Aransas        22,497  4.3% 
 Subtotal       403,280  76.6% 
Secondary Market Area   
 Bee        32,359  6.1% 
 Jim Wells        39,326 7.5% 
 Kleberg        31,549  6.0% 
 Live Oak        12,309  2.3% 
 Refugio          7,828  1.5% 
 Subtotal       123,371 23.4% 
Total       526,651  100.0% 


Source: U.S. Census Bureau, 2004 


 


As shown in the table, Nueces County has over 50 percent of the 
region’s population.  No other commercial passenger service airports 
are located in the primary or secondary market area.  For the purposes 
of the remainder of this report, the analysis will focus only on the 
three-county MSA identified as the primary Air Trade Area, since this 
area predominantly generates the Airport demand. 


Demographic and Economic Background 
Demographic and economic factors provide the foundation for airline 
passenger service demand at the Airport.   


Population 
The population of the Air Trade Area is estimated at 409,480 in 2003.  
The area has grown at an average annual compound growth rate of 0.8 
percent between 1990 and 2003.  In comparison, both Texas and the 
United States grew at higher average annual growth rates (2.0 percent 
and 1.2 percent, respectively) in the same period. 


For the future, the Air Trade Area population is expected to continue 
to grow at a rate of 0.7 percent annually, while Texas and the United 
States are expected to grow at 1.6 percent and 1.0 percent, respectively 
(National Planning Association Data Services, Inc.).  Thus, the State of 
Texas population is growing at a rate over twice that of the Air Trade 
Area and much faster than that of the United States.  Figure 3-2 
presents the historic and forecast population of the Air Trade Area. 
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Figure 3-2 Air Trade Area Population 


0


50,000


100,000


150,000


200,000


250,000


300,000


350,000


400,000


450,000


500,000


19
90


19
91


19
92


19
93


19
94


19
95


19
96


19
97


19
98


19
99


20
00


20
01


20
02


20
03


20
08


20
13


20
18


20
23


Year


Po
pu


la
tio


n


Historical
Forecast


Source: National Planning Association Data Services, Inc. 


 
Since World War II, the State of Texas has seen extraordinary growth 
as evidenced by the increased population in the Dallas and Houston 
areas.  In more recent times, the population of the greater Austin area 
grew rapidly as many high technology firms settled in that region.  
Within the last ten years (1990-2000), the highest statewide percentage 
growth has been in the McAllen, Austin, and Laredo areas, while in 
absolute terms Dallas has seen the greatest increase in residents. 
 


The population of the State of Texas has grown by 22.8 percent 
between 1990 and 2000 versus 13.1 percent for the whole United 
States.  The Corpus Christi area has grown by 14.3 percent in the same 
period.  The growth of Texas MSAs in the 1990-2000 period are 
shown in Table 3-2. 


The significance of the historically greater-than-average population 
growth in Texas is the expectation that air travel will also grow at 
greater than average rates in the future, influencing air travel patterns. 


Employment 
An estimated 223,600 persons were employed in the Air Trade Area in 
2003.  The rate of growth in local employment was 1.7 percent 
between 1990 and 2003 versus 2.4 percent for Texas and 1.5 percent 
for the United States. 


 


 


Population growth 
typically is one of the 
principal driving factors 
for air service; therefore, 
it is a key element in 
this analysis.   
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Source: U.S. Census Bureau, 2004 


 


Through 2023, the Air Trade Area employment is projected to grow at 
a 1.2 percent average annual rate while Texas and the United States 
will grow at faster rates of 2.1 and 1.6 percent, respectively.  Therefore 
employment growth rates in the Air Trade Area will be similar to the 
U.S., but behind Texas.  The Air Trade Area employment is shown in 
Figure 3-3. 


 


Table 3-2 
TEXAS METROPOLITAN AREA POPULATION CHANGE, 1990-2000 


Corpus Christi International Airport Master Plan Update 
MSA Percent Change 
McAllen-Edinburg-Mission 48.5 
Austin-San Marcos 48.2 
Laredo 44.9 
Dallas 31.5 
Brownsville-Harlingen-San Benito 28.9 
Brazoria County 26.1 
Houston 25.8 
Fort Worth-Arlington 25.1 
Bryan-College Station 25.1 
Texas 22.8 
Killeen-Temple 22.6 
San Antonio 20.2 
Sherman-Denison 16.4 
Amarillo 16.2 
Galveston-Texas City 15.9 
Tyler 15.5 
El Paso 14.9 
Corpus Christi 14.3 
Victoria 13.1 
Waco 12.9 
Texarkana 9.4 
Lubbock 9.0 
Wichita Falls 7.8 
Longview-Marshall 7.7 
Beaumont-Port Arthur 6.6 
Abilene 5.8 
San Angelo 5.6 
Odessa-Midland 5.1 


The population in 
Texas has grown faster 
than the U.S. during the 
1990-2000 period.   
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Figure 3-3 Air Trade Area Employment 


0


50,000


100,000


150,000


200,000


250,000


300,000


19
90


19
91


19
92


19
93


19
94


19
95


19
96


19
97


19
98


19
99


20
00


20
01


20
02


20
03


20
08


20
13


20
18


20
23


Year


Jo
bs


Historical


Forecast


Source: NPA Data Services, Inc.


Total Earnings 
The combined earnings of all Air Trade Area residents have grown at a 
2.8 percent average annual rate in the 1990-2003 period.  This rate is 
much lower than Texas and slightly behind the United States. 


Through 2022, the Air Trade Area earnings are expected to grow at 2.5 
percent annually, while Texas will grow at a 3.5 percent and the 
United States will grow at 2.9 percent.  Figure 3-4 illustrates the 
earnings in the Air Trade Area. 


Per Capita Personal Income 
The per capita personal income within the Air Trade Area is lower 
than Texas and the United States.  Through 2022, this disparity 
between the Air Trade Area and the state/nation is expected to remain; 
however, the three geographic areas are expected to grow at 
comparable rates.  The historical and projected per capita income 
comparisons are shown in Figure 3-5. 


In general, the growth rates of the demographic and economic 
indicators, as shown in this section are lower for the Air Trade Area 
than the State of Texas; however, the Air Trade Area has similar 
growth projections to the United States as a whole. 


 


Employment growth in 
the Air Trade Area is 
expected to be similar 
to U.S. growth rates.   
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Figure 3-4 Air Trade Area Earnings1 
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Source: NPA Data Services, Inc. 
1 Earnings are represented in thousands.


 


Figure 3-5 Per Capita Personal Income1 
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Source: NPA Data Services, Inc.
1 PCPI is presented in 1996 Dollars.


 


Other Economic Indicators 
According to the Corpus Christi Regional Economic Development 
Corporation, Corpus Christi area employment has become more 
diversified over the past decade.  Previously dependant on the energy 
sector (oil and gas), the military and agriculture, the area has increased 
employment in the health care, teleservices (call centers), and tourism 
among other industries. 


Corpus Christi is a 
regional hub for 
marketing, processing, 
packaging, and 
distributing agricultural 
commodities.  Notable 
expansion of 
employment within 
recent years has 
included the health care 
and teleservices 
industries. 


  


Earnings growth in the 
Air Trade Area is 
expected to be slightly 
lower than U.S. growth 
rates.   
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Traditionally, the Air Trade Area manufacturing employment has been 
related to petroleum refining and associated chemical industries.  A 
number of marine construction and service firms support oil and gas 
production fields in the Gulf of Mexico.  Several military bases are 
located in the region, which has attracted firms to maintain and repair 
aircraft and other military equipment.  Other manufacturing and 
service employers are located in the Corpus Christi region as shown in 
Table 3-3. 


The U.S. military has a strong presence in the region including two 
naval air stations, a naval station, and an army depot.  A Coast Guard 
ship repair facility is also located in the Air Trade Area.  Naval flight 
training occurs at the Naval Air Station (NAS)-Kingsville, NAS-
Corpus Christi and the Airport. 


The Port of Corpus Christi is the seventh largest in the U.S. in terms of 
total cargo tonnage throughput.  Approximately 90 percent of Port 
activity is petrochemical-related; however, the port has a cold storage 
facility for perishables and currently is building a container terminal 
capable of processing containerized shipments.  The types of 
shipments that pass through the Port are generally not suited for air 
shipment and there is little cargo interaction between the seaport and 
Airport. 


Current port initiatives include preparing for cruise-ferry service to 
Mexico that would handle both cargo and passengers.  The service 
would operate 1,000-passenger ships between Corpus Christi and Vera 
Cruz, Mexico.  Ultimately, there is a longer term potential for pleasure 
cruise ship activity similar to the type of service that has developed in 
Galveston, Texas.  The Port would need to implement facility 
infrastructure improvements to accommodate large cruise ships and 
their passengers.  The Airport may see an increase in air passengers if 
cruise activity develops; however, the majority of cruise ship 
passengers would likely drive to Corpus Christi as they do in 
Galveston. 


With extensive public seashore on the Gulf of Mexico and an average 
of 288 days of sunshine per year with an average annual temperature 
of 71 degrees Fahrenheit, Corpus Christi is a major beach and sun 
tourist destination.  According to the Chamber of Commerce, 
approximately five million tourists visit the Corpus Christi region 
every year.  The amount of money spent annually by these tourists is 
estimated at over one billion dollars. 


 


 


Corpus Christi is widely 
known as a major Gulf of 
Mexico tourist 
destination. 
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Table 3-3 
MAJOR INDUSTRIES AND EMPLOYERS IN THE CORPUS CHRISTI REGION 


Corpus Christi International Airport Master Plan Update 
NAME OF COMPANY PRODUCT/SERVICE NAME OF COMPANY PRODUCT/SERVICE 
Marine Fabrication Business Services 


Gulf Marine Fabricators  
Industrial and Marine 
Construction APAC Customer Service  Teleservices 


Kiewit Offshore Service  Offshore Rig Manufacturing First Data Corp.  Teleservices 
Bay Ltd.  Fabrication Central Power & Light  Electric Utilities 
Gulf Copper Ship Repair  Ship Repair Southwestern Bell  Telephone Services 
H & S Constructors  Fabrication Future Market Telecenter  Teleservices 
Refining/Petrochemical Graduate Loan Services  Financial Teleservices 
Celanese  Chemicals Millward Brown  Teleservices 
Sherwin Alumina  Alumina Food Processing 
Flint Hills Resources  Petroleum Refining H.E.B. Grocery  Foods 
CITGO Corpus Christi Refinery Petroleum Refining Whataburger, Inc  Fast Food Restaurants 


Valero Refining  Petroleum Refining Sam Kane Beef Processors  
Beef Processing & 
Packing 


Equistar  Petrochemical Manufacturing Sam Hausman Meat Packer Inc.  
Meat Processing & 
Packing 


Dupont  Fluorochemical Plant SSP/Circle K  
Food Processing & 
Wholesale Petroleum 


Trigeant Petroleum  Asphalt Health Care 
Manufacturing/Electronics Christus Spohn Health System  Hospital 
TT Electronics  Electronics Components Corpus Christi Medical Center  Hospital 
Elementis Chromium  Chromium Based Products Driscoll Children’s Hospital  Hospital 
De Dietrich USA  Glass Lined Pressure Vessels Military 
Exxene Corporation  Anti-Fog and Hard Coatings Naval Air Station Corpus Christi  Flight Training 
Tor Minerals International, Inc.  Pigments for Paint & Coatings Naval Station Ingleside  Mine Warfare 


Air Liquide  
Industrial, Medical, and Related 
Gas Corpus Christi Army Depot  Helicopter Repair 


American Dental Technologies  Dental Chairs Naval Air Station Kingsville  Flight Training 
Billy Pugh Company  Life Safety Equipment U.S. Coast Guard  Maritime Services 
Aviation Related Corporate Headquarters 
McTurbine, Inc.  Aircraft Engine Repair Bay Inc.  Industrial Construction 
Boeing Company  OEM Engine & Parts Whataburger, Inc.  Fast Food Restaurants 
Corpus Christi Army Depot  Helicopter Repair SSP/Circle K  Convenience Store 


G.E. Engine Services  OEM Engine & Parts Tor Minerals International, Inc.  
Pigments for Paint & 
Coatings 


Sikorsky  OEM Engine & Parts American Bank  Banking Service 
Vertex Aerospace  Aircraft Maintenance Graduate Loan Services  Financial Teleservice 
Source: Corpus Christi Regional Economic Development Corporation, 2004 


 


Corpus Christi’s Bayfront Plaza Convention Center was built in the 
1970s to support regional convention and meeting demands.  This 
center is now being expanded and renovated at a cost of $36 million to 
bolster Corpus Christi’s ability to attract more and larger conventions 
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and other events.  In total, the expanded convention center will be 
approximately 200,000 square feet. 


The two main barrier islands visited by tourists are Padre Island and 
Mustang Island.  It is widely known that Corpus Christi has some of 
the world’s best conditions for deep sea, wade and surf fishing; sailing 
and boating; and various other water sports including kiteboarding, 
windsurfing, jet skiing, and kayaking.  Corpus Christi claims the title 
of the “Windsurfing Capital of the Continental U.S.” and hosts the 
U.S. Open Windsurfing and Kiteboarding Regatta.  Corpus Christi is 
also home to the USS Lexington Museum, the Texas State Aquarium, 
the Corpus Christi Museum of Science and History, the Selena 
Museum, and the only Asian Cultures Museum and Educational 
Center in Texas, enhancing the area’s attraction as a tourist 
destination. 


Current Air Service 
The Airport currently has air service which is comparable to the 
national service level, but below the service level of similar airports in 
Texas. 


September 2004 Air Service 
The Airport currently has non-stop commercial passenger flights to 
three cities on four airlines.  The three cities are Atlanta, Dallas, and 
Houston and the airlines are American, Continental, Delta, and 
Southwest.1  The Houston market includes two airports, with 
Southwest serving William P. Hobby Airport and Continental serving 
Bush Intercontinental Airport.  There were 28 average daily weekday 
aircraft arrivals in the September schedule, as shown in Table 3-4. 


 
Table 3-4 


SEPTEMBER 2004 NON-STOP AIR SERVICE 
Corpus Christi International Airport Master Plan Update 


Origin/Destination Daily Flights Airline Aircraft Type 
Atlanta 3 Delta Regional Jet 
Dallas – DFW 0 Delta Regional Jet 
Dallas – DFW 9 American Regional Jet 
Houston – Bush 10 Continental Regional Jet 
Houston – Hobby 6 Southwest Mainline Jet 
Total 28   


Source: Official Airline Guide, September 2004 


                                                 
1 American Eagle, Continental Express, and ASA Delta serve the Airport directly; 
however, much passenger activity connects to the mainline service by these airlines 
at their respective hub airports.  These airlines are referred to as American, 
Continental, and Delta for continuity in this chapter. 
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The number of airlines, markets served, daily flights, and type of 
aircraft is subject to continuous change and is not under the control of 
the Airport.  The latest news for the Airport is the discontinuation of 
the Dallas service on Delta and the expansion of the daily Atlanta 
service from two flights to three. 


Comparison of Air Service to Texas Airports 
On a national basis, there is a rough one-to-one relationship between 
the population of a community and its number of originating annual air 
passengers.  That is, if one million persons lived in the community, 
approximately one million annual departing local air passengers would 
be expected.  For the state of Texas in 2003, the ratio of originating 
metropolitan area air passengers to population is 1.5 meaning that for 
each resident there was one and a half air trips and therefore Texas has 
a propensity to fly greater than the average state.  Recalculating the 
statewide ratio to include those persons who live in Texas, but outside 
a Metropolitan Statistical Area, the ratio drops slightly to 1.4. 


However, in Corpus Christi the originating passenger to enplanement 
ratio in 2003 was 0.9 indicating a lower propensity to fly and 
potentially a diversion of passengers to other airports.  The main 
reasons why the Corpus Christi area may have fewer air passengers 
than average include: 


 Lower Propensity to Travel – Several reasons exist to 
indicate the greater Corpus Christi area has a lower propensity 
to travel than other areas of the state, specifically: 


• The area has a lower per capita personal income 
than the state - this factor probably means the 
residents travel by air less than others in the state; 


• The local market is a tourist destination - however, 
the vast majority of the tourists arrive via surface 
transportation (auto, charter bus, recreational 
vehicle, etc.); and 


• Local industries are not particularly oriented toward 
air travel with the exception of the Navy whose 
personnel do travel more than typical residents. 


These factors are hard to quantify to an exact proportion of air 
passengers to residents; however, it is clear that the Airport Air 
Trade Area likely has a lower propensity to travel than the 
average Texas city. 


 Diversion of Air Passengers – Previous studies of local air 
passengers have indicated that many persons traveling to or 
from the Corpus Christi area have used the San Antonio 
International Airport (SAT).  This diversion of air passengers is 
difficult for the Airport to control but is a key factor in the 


Analysis of the historical 
traffic levels indicates 
that the number of air 
passengers at Corpus 
Christi is not as high as 
the levels of similar 
Texas cities. 


The Airport has had 
relatively low passenger 
enplanements over the 
last decade due to a 
lower propensity to 
travel, economic 
conditions, and more 
attractive air service in 
San Antonio. 
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forecast.  In recent years, average air fares (discussed below in 
the Historical Air Fares section) at the Airport have declined as 
compared with those at San Antonio; therefore, the reasons to 
drive to the San Antonio airport are less compelling.  The 2003 
average one-way fare in the Airport’s top 25 markets (weighted 
by the number of passengers to those markets) was $121 at the 
Airport versus $124 at San Antonio – a $6 per round-trip ticket 
difference.   
 
The number of airlines and availability of non-stop flights is 
clearly greater in San Antonio, but the Airport has service by 
low fare carrier Southwest and relatively easy connections are 
available on American, Continental, Delta, and Southwest to 
many principal markets.  More importantly, the driving 
distance to the airport in San Antonio is approximately 160 
miles and the trip is over two and a half hours.  For a business 
traveler, this driving time – combined with the flying time - 
makes it very hard to complete a one-day business trip to or 
from Corpus Christi when using the San Antonio airport.   


The conclusion of this Texas air service analysis is that the Corpus 
Christi air market appears to be independent of other Texas air markets 
and has not reached its air traffic potential as was demonstrated in the 
1980s and early 1990s.  The “standard” level of expected passengers is 
further indicated by examining each airport in Texas versus its 
metropolitan area population.  The airports of Texas are divided in this 
analysis into two groups – those that serve large or geographically 
remote cities and those that exist on the fringes of major cities where 
most persons drive to the airport located in the larger city. 


The large or independent cities and their airports are represented by 
locations such as Houston and Lubbock.  These cities (called Group One 
in this analysis) have ratios of originating passengers to population that 
range from 0.7 to 2.1 with an average of 1.7; as previously noted, Corpus 
Christi is in this group with a ratio of 0.9.  The small metro area fringe 
cities such as Killeen (only 50 miles from Austin) and College Station 
(approximately 100 miles from Houston) have originating passenger to 
population ratios of 0.1 to 0.4.  The table of Texas air passengers versus 
metro area size is presented in Table 3-5. 


Another factor that distinguishes the larger and smaller airports in 
Texas is the level of air service.  All the Group One cities have a 
multitude of airlines serving the airport which adds an increased 
variety of flight times and destinations.  These airports also have 
mainline jet or regional jet service in contrast to turboprops.  The 
smaller airports have limited airline service (and often higher fares), 
which drives passengers to the larger airports.  The level of air service 
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Table 3-5 


PASSENGER TO POPULATION RATIO AT TEXAS AIRPORTS 
Corpus Christi International Airport Master Plan Update 


Associated 
City(s) 


Originating 
Passengers 


Metro Area 
Population 


Originating 
Passengers 


Per Population 
Group One 


Dallas/Fort Worth* 11,011,940 5,475,715 2.0 
Houston* 8,051,380 4,968,811 1.6 
Austin 2,811,600 1,347,071 2.1 
San Antonio 2,782,930 1,786,138 1.6 
El Paso 1,267,780 695,123 1.8 
Harlingen/McAllen* 635,170 966,424 0.7 
Lubbock 485,780 254,327 1.9 
Midland/Odessa 382,040 237,132 1.6 
Amarillo 372,340 230,767 1.6 
Corpus Christi 344,410 404,610 0.9 
Group One Average 28,145,370 16,366,118 1.7 


Group Two 
Killeen 86,070 338,895 0.3 
Laredo 59,800 207,109 0.3 
College Station 58,180 189,095 0.3 
Tyler 54,610 180,725 0.3 
Brownsville 54,040 353,282 0.2 
Waco 51,090 217,133 0.2 
Beaumont 38,690 382,180 0.1 
Abilene 48,040 158,198 0.3 
San Angelo 45,350 105,006 0.4 
Wichita Falls 35,470 149,788 0.2 
Longview 21,600 196,741 0.1 
Victoria 11,290 112,522 0.1 
Group Two Average 564,230 2,590,674 0.2 
Total Texas 28,709,600 18,956,792 1.5 


Source: FAA and Census Bureau 
* Region is served by more than one airport and Originating Passengers are combined. 


 (as indicated by number of airlines, flights, etc.) is shown for airports 
similar in size to Corpus Christi in Table 3-6. 


This table focuses on the mid-sized Texas facilities similar to Corpus 
Christi.  Places like Austin, San Antonio, and El Paso have eight 
airlines or more and service to a greater number of cities, while the 
number of cities and airports served drops as airport size decreases.  
Airports below the size of Corpus Christi generally have only two 
airlines and service to two cities.  Also important, small city service 
(cities smaller than Corpus Christi) is often on turboprops versus the 
mainline jets or regional jets at the larger airports. 
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Table 3-6 


 CURRENT AIR SERVICE FOR MID-SIZED TEXAS AIRPORTS 
Corpus Christi International Airport Master Plan Update 


Market 
Non-Stop 


Cities 
Destination


Airports 
Daily 


Departures 
No. of 


Airlines 
Predominate 


Aircraft 
Austin 28 30 166 8 Mainline Jets & RJs 
San Antonio 34 36 155 9 Mainline Jets & RJs 
El Paso 15 17 82 8 Mainline Jets & RJs 
Harlingen 3 4 21 2 Mainline Jets & RJs 
McAllen 3 3 10 4 Mainline Jets & RJs 
Lubbock 6 7 31 4 Mainline Jets & RJs 
Midland/Odessa 6 8 26 3 Mainline Jets & RJs 
Amarillo 5 6 28 5 Mainline Jets & RJs 
Corpus Christi 3 4 32 4 Mainline Jets & RJs 
Killeen 2 2 17 2 Turboprops 
Laredo 2 2 7 2 RJs 
College Station 2 2 12 2 Turboprops 
Tyler 2 2 11 2 Turboprops 
Brownsville 1 1 5 1 RJs 
Source: Official Airline Guide, 2004 


Historical Passenger Air Traffic and Air Service 
Historical passenger levels at the Airport show a decline from 1997 to 
2003.  Southwest Airlines is the dominant carrier serving the airport. 


Historical Enplaned Passengers 
Table 3-7 shows the historical enplaned passengers for the years 1997-
2004. 


 


 


Table 3-7 
HISTORICAL PASSENGERS 


Corpus Christi International Airport Master Plan Update 
Year Total Passengers Percent Change 
1997 994,356 - 
1998 982,818 -1.2% 
1999 947,938 -3.5% 
2000 899,200 -5.1% 
2001 844,487 -6.1% 
2002 792,128 -6.2% 
2003 758,550 -4.2% 
2004 817,933 7.8% 


Source: Corpus Christi International Airport 
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Historical Passengers by Airline 
Southwest Airlines has the largest market share at the Airport and has 
held this position for the past six years.  Continental (including its 
affiliated commuter carriers) has had the second largest share for the 
past six years.  American (including its affiliates) has been number 
three.  Together these three airlines have carried more then 90 percent 
of the Airport passengers in each of the last six years.  Delta’s 
commuters and other carriers have a very small share of the market.  
The record of enplaned passengers at the Airport by airline is shown in 
Table 3-8 and displayed in Figure 3-6. 


 
Table 3-8 


ENPLANEMENT SHARE BY AIRLINE 
Corpus Christi International Airport Master Plan Update 


Airline 1999 2000 2001 2002 2003 2004 
Southwest 195,033 183,952 177,831 147,552 144,530 154,016 
Continental 143,477 139,576 136,403 125,550 117,648 127,303 
American 111,891 99,872 86,061 80,615 75,056 77,844 
Delta 21,511 23,946 20,500 40,372 41,599 48,837 
Charter/ Other 2,227 2,332 953 1,441 1,180 2,063 
TOTAL 474,139 449,678 421,748 395,530 380,013 410,063 


Source: Corpus Christi International Airport 


 


Figure 3-6 Enplanement Share by Airline (2004) 


 


Monthly Passenger Traffic 
Airlines generally prefer to serve markets consisting of business 
travelers rather than leisure travelers in order to, among other things, 
charge higher ticket prices.  Airlines also prefer to serve airports with 
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Source: Corpus Christi International Airport
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relatively consistent travel, allowing for a relatively fixed schedule 
throughout the year.  The monthly air passenger traffic is an indicator 
of the nature of a community’s air passenger traffic. 


The monthly enplaned passenger level for the Airport over the last 
seven years has been relatively stable as shown in Figure 3-7.  While 
each year may have a different number of enplanements, within each 
year the monthly enplanements follow a generally consistent pattern.  
The only noticeable change is the decrease in enplanements in 
September of 2001 due to the temporary closure of U.S. airspace to 
commercial and general aviation air travel. 


Figure 3-7 Historical Enplaned Passengers by Month 


Figure 3-7 shows that January and February generally have the least 
enplanements in most years, while June and July tend to have more 
enplanements.  However, no months have a statistically significant 
dominance or dearth of passengers.  This stable history indicates that 
the Airport is more of a business market with steady demand rather 
than a tourist market with extreme seasonal peaks.   


Air traffic levels at the Airport are shown to be slightly higher in the 
month of March (Easter/spring break; particularly in the month of 
March 1998) and June/July (summer vacation). This steady level of 
monthly travel is a positive sign for future passenger growth at the 
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Airport since airlines are more attracted to steady, business-type 
markets rather than serving a market for only a few months each year 
in a given season.  In addition, airport facilities may be easier to plan 
because passenger demand is steady throughout the year. 


According to the Chamber of Commerce, tourists to the greater Corpus 
Christi area are generally families and other visitors that opt to drive 
rather than fly.  The Corpus Christi beach market is traditionally from 
Texas and nearby states.  The local convention/business meeting 
market is also regional in nature, although this may change in the 
future. 


The Airport does not maintain records of daily traffic data; however, 
observations in the terminal indicate relatively stable traffic patterns.  
The airline schedule confirms the steadiness of traffic as most of the 
flights are scheduled to operate seven days per week.  The exception is 
Saturday because the flight schedule indicates a number of flights do 
not operate on that day, a typical indicator given that most Saturday 
flights are low-yield. 


Historical Origin and Destination (O&D) Passengers 
The FAA collects information on every tenth passenger ticket sold in 
the U.S. that provides information on airlines, ultimate 
origins/destinations, and fares.  Comparing historical O&D passengers 
at the Airport and between airports is potentially important to 
understand why passengers choose flights to/from Corpus Christi and 
the trends of passenger volumes. 


Total O&D Passengers 
The historical record of total passengers recorded in the O&D statistics 
for the Airport indicates a varied trend.  From 1979 to 1992 the 
Airport’s O&D passengers appeared to be in an upwards trend, until 
the early nineties, when the passenger trend began to decline.  These 
O&D passenger totals are shown in Figure 3-8. 


In addition, Figure 3-8 provides a calculated trend-line of passenger 
traffic over the 24 year period.  The trend-line indicates that 
passengers in the 1990s were above the statistical norm, but that 
passengers in the last four years appear to be below the long-term 
trend. 


 


The historical record of 
total passengers in the 
O&D statistics for the 
Airport indicates an 
upward trend from 1979 
to 1992 and declining 
activity from 1992 
through 2003. 
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Figure 3-8 Historical O&D Passengers 
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Historical Origin/Destination Passengers by Market 
O&D data defines where each air passenger actually begins and ends 
their air journey.  Therefore, this data excludes connecting points, such 
as Atlanta when a passenger whose travel between Corpus Christi and 
Charlotte, North Carolina includes a connection in Atlanta.  Provided 
by the FAA, this O&D information is useful in helping analyze 
existing and predict future passenger demand travel patterns. 


According to 2003 domestic O&D data, the Dallas/Fort Worth area 
was the largest single O&D market for Corpus Christi, attracting 
approximately 127,750 passengers or 18.6 percent of the Airport’s 
total O&D market share.  This figure counts passengers traveling both 
directions and averages 175 passengers arriving each day from 
Dallas/Fort Worth and 175 departing for Dallas/Fort Worth.  As noted, 
these passenger counts exclude those persons who travel to Dallas/Fort 
Worth International Airport or Dallas Love Field to change aircraft.  
The second largest market was Houston, which accounted for 111,030 
O&D passengers, 16.2 percent, or 152 per day, each way. 


Following these two markets, the volume of annual passengers drops 
dramatically.  New Orleans ranks as the third largest market for 
Corpus Christi, having 20,150 annual O&D passengers or 
approximately 28 per day each way.  The fourth and fifth markets are 
Las Vegas with 19,490 total passengers (27 per day, each way) and 
Chicago with 16,340 total passengers (22 per day, each way).  The 
largest 25 Corpus Christi O&D markets account for 65.2 percent of the 
traffic and are shown in Table 3-9. 







 


 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-20 


 
Table 3-9 


TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
(Ranked by 2003 O&D Market Share) 


Corpus Christi International Airport Master Plan Update 


Rank Market 
2003 Domestic 


O&D Passengers 
2003 O&D 


Market Share 
Average Daily One-


Way Passengers 
1   Dallas/Fort Worth1 127,750  18.6% 175  
  Love Field 89,940  13.1% 123  
  Dallas/Ft Worth Int’l 37,810  5.5% 52  
2   Houston2 111,030  16.2% 152  
  Hobby Airport 78,400  11.4% 107  
  Bush Intercontinental 32,320  4.7% 44  
3   New Orleans 20,150  2.9% 28  
4   Las Vegas 19,490  2.8% 27  
5   Chicago3 16,340  2.4% 22  
  O'Hare Int’l 10,890  1.6% 15  
  Chicago Midway 5,450  0.8% 7  
6   New York/Newark4 13,570  2.0% 19  
  Newark Int’l 6,020  0.9% 8  
  La Guardia 6,950  1.0% 10  
  John F Kennedy Int’l 600  0.1% 1  
7   Baltimore/Wash I 12,650  1.8% 17  
8   Los Angeles 11,830  1.7% 16  
9   Atlanta 11,580  1.7% 16  
10   Washington5 10,860  1.6% 15  
  Ronald Reagan Nat 8,110  1.2% 11  
  Dulles Int’l 2,750  0.4% 4  
11   Orlando 10,760  1.6% 15  
12   Denver 10,300  1.5% 14  
13   San Diego 9,770  1.4% 13  
14   Phoenix 8,970  1.3% 12  
15   Tulsa 8,330  1.2% 11  
16   St Louis 8,290  1.2% 11  
17   Oklahoma City 8,170  1.2% 11  
18   Nashville 7,860  1.1% 11  
19   Kansas City 7,230  1.1% 10  
20   Norfolk 6,910  1.0% 9  
21   Lubbock 6,780  1.0% 9  
22   Albuquerque 6,760  1.0% 9  
23   Seattle/Tacoma 6,700  1.0% 9  
24   Austin 6,550  1.0% 9  
25   Jacksonville 6,400  0.9% 9  
          
 Top 25 Markets 475,030 65.2% 651 
 All Other Markets 211,610 34.8% 290  
  Total - All Markets 686,640 100.0% 941 


Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
(1) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(2) Houston markets include Hobby and Bush Intercontinental airports. 
(3) Chicago markets include O’Hare and Midway airports. 
(4) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(5) Washington D.C. markets include Reagan National and Dulles airports. 
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Only three markets in the top 25 O&D passenger markets have non-
stop air service from the Airport.  Dallas, ranked first, and Houston, 
ranked second, have daily non-stops.  Atlanta, ranked ninth, also has 
two daily non-stops (as of September 2004).  While Atlanta accounted 
for only 11,580 true O&D passengers from Corpus Christi in 2003 (an 
average of 16 per day, each way), Atlanta Hartsfield-Jackson 
International Airport is the largest connecting hub in the world, giving 
passengers on these two flights many opportunities for connecting 
flights. 


Based on the 2003 traffic levels and passenger characteristics, only 
two markets – Dallas and Houston – actually generate sufficient O&D 
air traffic at Corpus Christi to warrant non-stop air service.  Using the 
third largest market of New Orleans as an example, an average of 28 
persons each day and each way desired to travel from Corpus Christi 
to New Orleans.  Assuming no one travels to New Orleans to connect 
to another flight, this level of passengers is sufficient to provide just 
over a 50 percent load factor on one 50 seat regional jet.  However, the 
likelihood that these 28 passengers are willing to travel at the same 
time is unlikely.  Therefore, market forces dictate that current air 
passengers traveling between New Orleans and Corpus Christi must 
connect in Houston or Dallas. 


Of the Airport’s 25 largest O&D markets, 20 are over 500 air miles 
from Corpus Christi.  Based on national studies of air travelers, trips 
over 500 miles are much more likely to be taken by air since the one-
way driving time is a minimum of seven or eight hours.  Given this 
time frame, driving on a one or two day business trip is more difficult.  
Nine of the top 25 O&D markets are over 1,000 miles from Corpus 
Christi, making driving an unlikely alternative for these markets. 


On the other hand, five of the top 25 O&D markets are within 500 
miles.  As noted, markets within 500 miles are more susceptible to 
travelers using their cars versus air travel.  These five busiest markets 
are listed below, including reasons travelers may switch from one 
travel mode to another. 


 Dallas/Fort Worth – By air, the distance is 353 miles or five 
to six hours of driving on the Interstate Highway system.  A 
family on vacation may consider driving this distance in order 
to save on the cost of airfare and allow more space for packing 
travel accessories.  However, this distance would be 
unattractive for a businessperson to drive on a day-trip.  The 
market is served by one-stop flights on Southwest and non-stop 
flights on American and Delta. 


 Houston – Located only 191 air miles from Corpus Christi, 
Houston is a susceptible market to substitute driving for flying.  
However, Southwest has frequent, low-fare service on this 
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route, making flying an attractive alternative and Continental 
has additional flights to Bush Intercontinental Airport.  Despite 
the relative proximity of Houston to Corpus Christi, previous 
CCIA surveys indicated that very few local residents drive 
from Corpus Christi to Houston in order to use those airports.  
Also important, the road between Corpus Christi and Houston 
is four lanes, but it is not up to Interstate standards. 


 New Orleans – New Orleans is 465 air miles from Corpus 
Christi.  In addition, the route between the two cities goes 
through Houston, which has significant congestion, making 
this drive more difficult.  In addition, some of the traffic 
between the two cities is related to the oil business, thereby 
increasing the business and the time-critical nature of this 
travel.  Air travel demand to/from New Orleans is expected to 
remain and/or increase because Southwest’s low-fare service 
stimulates demand on the route. 


 Lubbock – At 480 air miles, Lubbock is one of the markets 
within the 500-mile drive threshold that is extremely difficult 
to drive to in a short period.  However, with Southwest 
providing air service (via a connection in Houston), travel is 
stimulated. 


 Austin – At only 175 air miles (but 217 highway miles) and 
accessible via Interstate Highway, Austin, like Houston, is 
likely to compete for air travelers with the automobile.  
However, as Austin is the state capitol, there is considerable 
state-related business travel between the two cities. 


Examination of this O&D data provides other interesting information.  
First, Las Vegas is the fourth largest O&D market at the Airport.  Las 
Vegas is a largely discretionary market with vacationers traveling 
there from Corpus Christi.  Low fares and package tours typically 
stimulate this market, which is accessible on Southwest Airlines, as 
well as American and Continental.  Second, two Navy-related cities, 
San Diego and Norfolk, rank high in O&D traffic at Corpus Christi.  
Almost certainly, official or unofficial travel of Navy personnel is 
responsible for these two markets ranking so highly.  Washington, 
D.C. and Jacksonville, Florida may also benefit from Navy-related 
travel. 


Existing Air Service by Route 
The O&D data also identifies the airlines serving the passengers on 
each route.  In combination with the historical total volume of 
passengers, average fares, current air service, and other factors, this 
information provides a basis for the expectation of future air traffic.   
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The Dallas/Fort Worth area has two airports and is, as noted, the 
largest single market from the Airport; Love Field is served 
exclusively today by Southwest and the historical record shows almost 
all the passengers (99.2 percent) between Corpus Christi and Love 
Field were on Southwest.  Southwest serves Love Field with six one-
stops per day and this dominance by Southwest should continue.  
Dallas/Fort Worth International (DFW) is a major hub for American 
and was a minor hub for Delta.  The historical traffic reflects this split 
with American having 78.6 percent of the 2003 traffic and Delta 17.1 
percent.  American continues to expand its service at DFW while Delta 
is reducing service.  In general, competition is good for business and 
the Corpus Christi-Dallas market; with two major airlines serving the 
market (the hub of American and focus city of Southwest) the routes 
should continue to see aggressive competition. 


The Houston market is similarly split with Southwest dominating (100 
percent of the traffic) the Corpus Christi-Houston Hobby Airport route 
and Continental dominating (99.9 percent) the Corpus Christi-Bush 
Intercontinental Airport route.  With Bush Intercontinental being the 
largest hub of Continental and Hobby being a focus city of Southwest, 
intense competition is expected to remain on the Corpus Christi-
Houston route. 


The next two largest markets, based on 2003 O&D market share, New 
Orleans and Las Vegas, are both considered vacation destinations.  
The New Orleans market appears to be controlled by Southwest with 
73.0 percent of the passengers, while Continental, Delta, and 
American have 22.1, 3.0, and 1.9 percent, respectively.  Similarly, the 
Corpus Christi-Las Vegas market is primarily served by Southwest 
with 53.1 percent of the passengers.  Continental (32.6 percent), 
American (8.2 percent), and Delta (6.1 percent) round out the 
remaining Las Vegas traffic.  In the future, Southwest is expected to 
remain the largest airline on these leisure routes because of its lower 
fares and frequent service. 


The next markets in size are more business-oriented markets – 
Chicago and New York.  Again, each has several airports.  In Chicago, 
Continental and American roughly split the O’Hare market (43.5 and 
39.9 percent respectively) and Southwest dominates the Midway 
market with 87.9 percent of the passengers.  In the New York market, 
Continental has a hub at Newark so they have almost two-thirds (65.6 
percent) of these passengers.  At LaGuardia, Continental has almost 
half (47.3 percent) of the passengers, while American (34.1 percent) 
and Delta (18.0 percent) constitute the remainder.  Finally, at 
Kennedy, Delta, Continental, and American each have approximately 
one third of the market.  Southwest does not serve New York; 
therefore, the other three airlines that serve Corpus Christi (American, 
Continental, and Delta) are the major carriers to/from New York.  In 







 


 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-24 


the future, competition is anticipated to increase in the Chicago-
Corpus Christi and New York-Corpus Christi markets because 
Southwest Airlines, or other carriers, will likely increase service in 
those markets. 


Passengers in the remaining largest O&D markets are split between the 
Airport’s airlines with Southwest and Continental, as the Airport’s two 
largest airlines, generally representing the highest share.  In only a few 
cases does one airline represent more then 60 percent of the 
passengers; these include Atlanta with Delta having 64.6 percent 
because of its non-stop service and Denver, where Continental has 
63.6 percent of the traffic. Within Texas, Southwest has over 60 
percent of the passengers to Lubbock (74.8 percent) and Austin (78.6 
percent). 


In conclusion, each of the four airlines serving the Airport generally 
competes on most routes.  There is no single carrier dominating a 
disproportionate number of markets, demonstrating the 
competitiveness of the Corpus Christi air market.  The distribution of 
service by airline to each of the Airport’s 25 largest markets is shown 
in Table 3 –10. 


Historical Air Fares 
In general, air fares have declined in the Corpus Christi market over 
the past 24 years in terms of real dollars.  This parallels the U.S. trend, 
and it is believed to be a vital component for stimulating air passenger 
demand.  FAA projections indicate that the nationwide trend of 
decreasing ticket prices is expected to continue.  The record of the 
Airport’s air fares in real dollars (correcting for inflation) is shown in 
Figure 3-9. 


As an alternative airport, San Antonio International is relatively 
accessible from Corpus Christi and offers good air service with 
competitive fares.  Because of these factors, it is important to examine 
the relationship of air fares at Corpus Christi and San Antonio.  The 
2003 statistics indicate that the average one-way airline fare to the 
Airport’s largest 25 markets (weighted by the number of passengers to 
those markets) is $121 versus $124 in San Antonio.  This $3 difference 
is nominal and represents a substantial improvement in the competitive 
position for Corpus Christi, compared with historic fare differences.   


 


 


 


 


 


Airline service at the 
Airport is not dominated 
by a single carrier, 
indicating the 
competitiveness of the 
market. 
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Table 3-10 


TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
Airline Market Share1  (Ranked by 2003 O&D Market Share) 


Corpus Christi International Airport Master Plan Update 


Rank Market 
Largest Market 


Share 
2nd Largest  


Market Share 
3rd Largest  


Market Share 
4th Largest  


Market Share 
1   Dallas/Fort Worth2         
  Love Field Southwest (99.2%) Continental (0.2%)     


 
 Dallas/Fort Worth 
Int’l American (78.6%) Delta (17.1%) Continental (4.1%) 


Midwest Express 
(0.2%) 


2   Houston3         
  Hobby Airport Southwest (100.0%)       
  Bush Intercontinental Continental (99.9%) Northwest (0.1%)     
3   New Orleans Southwest (73.0%) Continental (22.1%) Delta (3.0%) American (1.9%) 
4   Las Vegas Southwest (53.1%) Continental (32.6%) American (8.2%) Delta (6.1%) 
5   Chicago4         
  O'Hare Int’l Continental (43.5%) American (39.9%) Delta (15.4%) Northwest (0.9%) 


  Chicago Midway Southwest (87.9%) American (10.3%) Delta (1.3%) 
American Trans 
Air (0.4%) 


6   New York/Newark5         


  Newark Int’l Continental (65.6%) Delta (17.1%) American (16.6%) 
American Trans 
Air (0.2%) 


  La Guardia Continental (47.3%) American (34.1%) Delta (18.0%)   
  John F Kennedy Int’l Delta (35.0%) Continental (33.3%) American (31.7%)   
7   Baltimore/Wash I Southwest (39.1%) Continental (37.5%) American (13.4%) Delta (9.4%) 
8   Los Angeles Continental (40.2%) Southwest (29.8%) American (24.4%) Delta (5.1%) 
9   Atlanta Delta (64.6%) Continental (25.4%) American (9.7%) Northwest (0.3%) 
10   Washington6         
  Ronald Reagan Nat Continental (44.5%) American (34.4%) Delta (20.3%) Northwest (0.6%) 
  Dulles Int’l American (39.6%) Continental (34.2%) Delta (24.7%) Northwest (0.7%) 
11   Orlando Southwest (34.5%) Continental (34.1%) Delta (20.4%) American (11.1%) 
12   Denver Continental (63.6%) American (27.7%) Delta (5.4%) United (2.1%) 
13   San Diego American (52.9%) Continental (37.2%) Delta (4.3%) Southwest (4.1%) 
14   Phoenix Southwest (46.6%) Continental (33.1%) American (17.9%) Delta (1.8%) 
15   Tulsa Southwest (53.4%) Continental (24.4%) American (16.8%) Delta (5.4%) 
16   St Louis Southwest (52.1%) Continental (24.5%) American (22.6%) Northwest (0.5%) 
17   Oklahoma City Southwest (54.2%) American (20.8%) Continental (18.5%) Delta (6.5%) 
18   Nashville Southwest (59.7%) Continental (15.9%) American (15.3%) Delta (8.9%) 
19   Kansas City Continental (32.9%) American (29.7%) Southwest (28.5%) Delta (8.9%) 
20   Norfolk Continental (38.5%) Delta (30.1%) American (25.3%) Southwest (3.2%) 
21   Lubbock Southwest (74.8%) American (11.5%) Continental (9.6%) Delta (4.1%) 
22   Albuquerque Southwest (51.6%) Continental (25.6%) American (19.5%) Delta (3.3%) 
23   Seattle/Tacoma Continental (54.9%) American (31.9%) Delta (6.9%) Southwest (4.9%) 
24   Austin Southwest (78.6%) Continental (21.4%)     
25   Jacksonville Delta (45.8%) Continental (30.9%) WN (15.0%) American (8.3%) 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 and the Official Airline Guide (OAG) 
(1) Carriers contained in this market share matrix are the parent carrier and not necessarily the operator. 
(2) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(3) Houston markets include Hobby and Bush Intercontinental airports. 
(4) Chicago markets include O’Hare and Midway airports. 
(5) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(6) Washington D.C. markets include Reagan National and Dulles airports. 
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Figure 3-9 Average One-Way Fares from CCIA 
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An examination of the individual 32 airports that comprise the 
Airport’s largest 25 markets in 2003 indicates that ticket prices are 
slightly higher in Corpus Christi than San Antonio.  For 24 of the 
airports, Corpus Christi has higher fares and in eight markets the fare 
is lower.  In most cases, the Corpus Christi fare is within a few dollars 
of the San Antonio fare.  Only in the San Diego market is service from 
San Antonio significantly cheaper.  However, individual fares can be 
higher or lower depending on the timing and terms of purchase.  The 
record of fares of the Airport’s largest 25 markets compared to San 
Antonio is shown in Table 3-11. 


Houston Hobby is an airport dominated by Southwest Airlines and it 
serves other low cost airlines. Therefore, it is not surprising that 
Houston Hobby has one of the lowest average fares for the region 
based upon the 2003 statistics.  Hobby’s average ticket price in 2003 
was $100 versus a $121 average fare at the Airport.  Austin was also a 
very competitive market with an average fare of $126.  Bush 
Intercontinental Airport had an average fare of $156 to the same top 25 
markets.  The two smaller markets in southeast Texas that are similar 
to Corpus Christi in size – Harlingen and McAllen had average ticket 
prices of $100 and $154, respectively.  The Texas airport average fares 
to the Airport’s top 25 markets are shown in Table 3-12. 


 


While San Antonio 
previously enjoyed lower 
fares than Corpus 
Christi, this has become 
much more equal in 
recent years. 
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Table 3-11 


TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 
Average Fare Comparison (Ranked by 2003 O&D Market Share) 


Corpus Christi International Airport Master Plan Update 
2003 Average Fare 


Rank 
  


Market Corpus Christi San Antonio 
1   Dallas/Fort Worth1     
  Love Field $90  $67  
  Dallas/Fort Worth Int’l $96  $74  
2   Houston2     
  Hobby Airport $73  $69  
  Bush Intercontinental $83  $80  
3   New Orleans $126  $95  
4   Las Vegas $129  $111  
5   Chicago3     
  O'Hare Int’l $167  $160  
  Chicago Midway $135  $138  
6   New York/Newark4     
  Newark Int’l $247  $261  
  La Guardia $230  $205  
  John F Kennedy Int’l $177  $207  
7   Baltimore/Wash I $162  $138  
8   Los Angeles $170  $139  
9   Atlanta $167  $189  
10   Washington5     
  Ronald Reagan Nat $172  $177  
  Dulles Int’l $231  $208  
11   Orlando $133  $128  
12   Denver $162  $164  
13   San Diego $205  $136  
14   Phoenix $150  $113  
15   Tulsa $139  $97  
16   St Louis $147  $145  
17   Oklahoma City $114  $99  
18   Nashville $126  $111  
19   Kansas City $148  $135  
20   Norfolk $325  $141  
21   Lubbock $119  $107  
22   Albuquerque $134  $124  
23   Seattle/Tacoma $190  $146  
24   Austin $83  $122  
25   Jacksonville $185  $144  
 Average Fare to Top 25 O&D6 $121  $124  


Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
(1) Dallas markets include Love Field and Dallas/Fort Worth airports. 
(2) Houston markets include Hobby and Bush Intercontinental airports. 
(3) Chicago markets include O’Hare and Midway airports. 
(4) New York markets include John F. Kennedy, La Guardia, and Newark airports. 
(5) Washington D.C. markets include Reagan National and Dulles airports. 
(6) Calculated by dividing total revenues by total passengers in Corpus Christi’s Top 25 O&D markets. 
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Table 3-12 
TOP 25 ORIGIN & DESTINATION PASSENGER MARKETS 


Average Fare Comparison 
Corpus Christi International Airport Master Plan Update 


Market 2003 Average Fare 
Harlingen $100.26  
Houston Hobby $100.30  
Corpus Christi $121.50  
San Antonio $124.45  
Austin $126.18  
McAllen $153.91  
Bush Intercontinental $156.05  


Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 


In a comparison of fares to all markets at all Texas airports for 2003, 
the Airport’s average one-way fare (for all its markets and not just the 
top 25) is typical at $142.  However, because the Airport’s average 
one-way trip length is less than average at 880 miles, the cost to travel 
by mile (the yield) is higher at the Airport than many other Texas 
airports.  The average Airport one-way fare, trip length, and yield are 
shown in Table 3-13 in comparison to other Texas airports ranked by 
market size. 


Generally speaking, the average fares and average yields are lower for 
the large markets than the smaller markets.  This trend may be 
attributed to the fact that smaller markets are often served by legacy 
airlines and do not generate sufficient demand to attract low-fare 
carriers.  In addition, the smaller markets generally have fewer choices 
of airlines and markets thereby driving up the fares.  It also should be 
noted that the average one-way trip distance for the Texas airports 
appears to be in the thousand mile range.  The significant discrepancy 
is Love Field, which has been limited by the Wright Amendment and 
focusing on intra-Texas travel, has a very short average trip length.  
However, at 880 miles, the average trip distance for the Airport is 
shorter than most other Texas airports. 


Passenger Forecast 
The Airport has experienced declining passenger traffic over the past 
several years in the intra-Texas market, but continues to expand 
service to out of state markets.  Further, analysis of year-to-date 2004 
traffic statistics indicate that the entire passenger market has started to 
recover.  The passenger forecast represents a slow and modest 
recovery of traffic. 
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Table 3-13 
2003 AVERAGE FARES AND YIELDS FOR ALL TEXAS MARKETS 


Corpus Christi International Airport Master Plan Update 


Associated City Average Fare Average Trip Miles 
Yield per Mile 


(cents) 
Dallas-DFW $171 1,051 16.31 
Dallas-Love $76 372 20.39 
Houston-Bush $166 1,096 15.15 
Houston-Hobby $106 714 14.79 
Austin $138 1,053 13.13 
San Antonio $140 1,064 13.18 
El Paso $129 965 13.38 
Harlingen $111 731 15.18 
McAllen $176 1,144 15.38 
Lubbock $104 693 15.00 
Midland/Odessa $107 691 15.53 
Amarillo $116 747 15.19 
Corpus Christi $142 880 16.14 
Killeen $179 1,156 15.49 
Laredo $198 1,076 18.43 
College Station $182 1,052 17.31 
Tyler $169 1,020 16.61 
Brownsville $199 1,170 17.01 
Waco $165 1,065 15.49 
Beaumont $205 942 21.75 
Abilene $165 1,044 15.84 
San Angelo $173 1,094 15.80 
Wichita Falls $238 1,085 21.92 
Longview $175 1,040 16.83 
Victoria $170 1,022 16.63 
Source: FAA 2004 


Background on Passenger Traffic 
Over the past 12 years, the number of O&D passengers has declined 
24.8 percent at the Airport or an average annual decrease of 2.2 
percent.  Each year in the last nine years has seen a decrease, 
indicating what appears to be a structural change in the market.  Upon 
examination, that change appears to be a significant decrease in the 
intra-Texas passengers, while the number of out of state air passengers 
has remained relatively constant. 


Over the period from 1990 to 2003, the number of passengers using 
the Airport to travel within Texas has decreased from 259,370 to 
136,970 – almost a halving of the traffic.  This trend has been apparent  
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Table 3-14 


COMPARISON OF INTRA-TEXAS TO TOTAL ORIGINATING ENPLANEMENTS 
Corpus Christi International Airport Master Plan Update 


  Intra-Texas  Out-of-State  TOTAL  


Year 
Enplaned 


Passengers 


Percent 
Change 


from Prev. 
Year 


Enplaned 
Passengers 


Percent 
Change 


from Prev. 
Year 


Enplaned 
Passengers 


Percent 
Change from 
Prev. Year 


1990 259,370   198,800   458,170   
1991 243,020  -6.3% 202,870  2.0% 445,890  -2.7% 
1992 262,630  8.1% 237,170  16.9% 499,800  12.1% 
1993 262,000  -0.2% 209,680  -11.6% 471,680  -5.6% 
1994 272,080  3.8% 219,880  4.9% 491,960  4.3% 
1995 263,240  -3.2% 215,880  -1.8% 479,120  -2.6% 
1996 240,250  -8.7% 224,740  4.1% 464,990  -2.9% 
1997 221,570  -7.8% 239,160  6.4% 460,730  -0.9% 
1998 213,380  -3.7% 236,950  -0.9% 450,330  -2.3% 
1999 198,850  -6.8% 238,020  0.5% 436,870  -3.0% 
2000 189,570  -4.7% 233,970  -1.7% 423,540  -3.1% 
2001 167,840  -11.5% 217,620  -7.0% 385,460  -9.0% 
2002 146,820  -12.5% 210,220  -3.4% 357,040  -7.4% 
2003 136,970  -6.7% 207,440  -1.3% 344,410  -3.5% 


Change (1990-2003)  -47.2%  4.3%  -24.8% 
Average Annual Growth -4.8%  0.3%  2.2% 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 


over the entire period with the most dramatic decline occurring in 
2001 and 2002.  In contrast, the out of state enplanements have 
increased within this period going from 198,800 in 1990 to 207,440 in 
2003.  The year-by-year totals for intra-Texas and out of state traffic 
are presented in Table 3-14. 


The exact reasons for these changes cannot be fully known; however, 
the following issues are believed to be key factors. 


 Nationwide, air passenger traffic has declined in the 2000-2003 
period as a recession reduced the numbers of passengers and 
the events of September 11, 2001 reduced all airline traffic.  
Therefore, the Airport passenger traffic has mirrored national 
trends. 


 The intra-Texas traffic was particularly hard hit in the most 
recent few years.  It appears that the inconvenience and cost of 
air travel caused many travelers on relatively short trips to 
switch to driving.  Previously, these persons were likely flyers 
on Southwest Airlines because of its low fares and frequent 
service; however, Southwest has stated their short-haul flights 
have seen dramatic drops in passengers.  For the Airport, its 
largest O&D markets were Dallas and Houston which 
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represented nearly 50 percent of the traffic in 1994 and which 
now account for less than 35 percent of the passengers. 


 The mainline jets of the legacy airlines (American, Continental, 
and Delta) were replaced with turboprop aircraft during the 
1980s and early 1990s, likely sending many passengers to San 
Antonio to utilize mainline jet equipment.  However, the 
legacy airlines have now switched to regional jets, providing a 
higher service level for many Corpus Christi flights. 


 Southwest has reduced the number of flights at Corpus Christi 
from an average of eight per day in 1995 to six per day in line 
with the overall reduction of frequencies on intra-Texas and 
other short-haul routes.  However, Southwest appears to have 
stabilized at six flights per day, all of which fly to Houston 
Hobby Airport before proceeding to Dallas Love Field. 


Detailed O&D information provides further proof of the declines in 
traffic to the closest local markets.  The largest annual decline of 
passengers in the last five years (1998-2003) has been 23,020 
passengers on the Corpus Christi-Houston Hobby route – this 
represents about seven percent of the Airport’s total traffic.  DFW 
International and Dallas Love Field have each lost approximately 
14,000 annual O&D passengers in the period.  Compounding this is 
the fact that average fares in the intra-Texas market have increased 
slightly faster than out of state markets.  The O&D passenger traffic 
and average fare data for specific markets are shown in Table 3-15. 


 
Table 3-15 


FIVE-YEAR CHANGES IN O&D PASSENGERS AND AVERAGE FARES 
Corpus Christi International Airport Master Plan Update 


 Domestic Outbound O&D Passengers Average Fares Paid by O&D Passengers 


  1998 2003 Difference 
Percent 
Change 1998 2003 Difference 


Percent 
Change 


Dallas/Fort Worth 32,780  18,890 (13,890) -42.4% $75.83 $96.57  $20.74  27.4% 
Love Field 60,060  45,600 (14,460) -24.1% $77.03 $89.97  $12.94  16.8% 
Houston Hobby 62,150  39,130 (23,020) -37.0% $67.78 $74.68  $6.90  10.2% 
Bush Intercontinental 26,760  16,160 (10,600) -39.6% $67.28 $84.46  $17.18  25.5% 
All Other Texas Markets 31,630  17,190 (14,440) -45.7% $104.96 $120.42  $15.46  14.7% 
Total - Intra-Texas Markets 213,380  136,970 (76,410) -35.8% $77.09 $89.58  $12.49  16.2% 
           
All Other Markets 236,950  207,440 (29,510) -12.5% $160.67 $176.58  $15.91  9.9% 
Total - All Markets 450,330  344,410 (105,920) -23.5% $121.06 $141.98  $20.92  17.3% 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 
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Airline service information also supports the above reasoning because 
Southwest Airlines in the 1990s was expanding on the West Coast in 
search of higher fare passengers and in the late 1990s Southwest 
further extended to the East Coast.  More recently, Southwest has 
shifted from short haul flights to longer flights, including coast-to-
coast service.  This change has negatively affected intra-Texas flights 
such as those at the Airport. 


On a per-airline basis, the decline in passengers over the last 12 years 
presents a generally similar picture.  The largest drop in the number of 
passengers and percentage has been at American where total 
passengers have dropped approximately in half between 1990 and 
2003.  The loss of intra-Texas markets and switch away from mainline 
jets are the likely causes of this decline, as well as the introduction of 
Delta service between Corpus Christi and Dallas.  Southwest has been 
similarly hit hard in the period as much of their market was on intra-
Texas routes and the Wright Amendment reduces its ability to serve 
many out of state routes.  On the other hand, Continental and Delta 
have both grown in number of passengers in the period.  Both mainly 
serve out of state routes and are not focused on local routes.  The 
change in passengers by airline can be seen in Table 3-16. 


 
Table 3-16 


AVERAGE DAILY SCHEDULED SEATS AND PASSENGERS ENPLANED BY AIRLINE 
Corpus Christi International Airport Master Plan Update 


Southwest Continental American1 Delta 
Year Seats Passengers Seats Passengers Seats Passengers Seats Passengers 
1990 350,720  171,855  205,873 116,255  246,645 133,515  57,352 18,570  
1991 345,160  162,415  230,114 95,375  258,219 131,685  111,387 44,685  
1992 343,801  181,880  233,397 98,085  274,809 153,565  110,959 47,655  
1993 351,322  196,325  217,969 101,150  268,045 122,635  96,943 31,190  
1994 356,610  208,310  249,857 112,665  214,957 124,305  93,582 31,825  
1995 355,249  212,160  205,504 111,465  220,382 117,035  74,172 25,485  
1996 357,616  203,825  217,835 115,745  232,992 109,210  67,716 24,385  
1997 350,832  193,715  216,520 124,385  229,248 108,805  57,210 25,900  
1998 352,181  191,420  213,001 129,855  228,490 105,185  42,960 17,415  
1999 354,747  189,385  205,632 121,240  209,088 97,480  38,390 19,395  
2000 341,615  184,310  220,985 116,855  175,586 88,215  36,600 22,505  
2001 316,451  169,820  213,108 112,225  142,679 73,835  36,400 19,480  
2002 243,644  141,935  178,255 100,935  113,429 69,335  97,050 36,175  
2003 241,815  139,080  176,302 97,840  107,444 63,685  90,700 36,560  


Change (1990-2003) -32,775  -18,415  -69,830  17,990 
Source: Origin & Destination Survey of Airline Passenger Traffic, U.S. DOT, Table 8 and the Official Airlines Guide (OAG) 
(1) Includes data for TWA. 
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Table 3-16 also indicates the number of available seats provided by 
each airline.  The number of seats available is in rough proportion to 
the number of passengers.  The exception is Delta, which in most years 
has provided more seats than justified by the passenger loads.  Delta 
most likely is attempting to win market share from the three 
established airlines in Corpus Christi. 


With the recovery of the nation’s economy, the Airport has started to 
add passengers.  The passenger totals for each of the months in 2004 
were above the same month of the previous year.  The monthly 
passenger traffic for 2003 and 2004 are shown in Figure 3-10. 


 


Figure 3-10 Enplaned Passengers by Month, 2003 and 2004 
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Passenger enplanements for 2004 were 7.8 percent higher than 2003, a 
clear indicator of a trend change. 


Passenger Forecast Assumptions 
General assumptions of the long-term passenger forecast include: 


 Economic Growth – The continued strength of both the 
national and local economies are assumed. 


 Airline Competition – The public is typically better served if 
there is competition among numerous airlines.  Continued 
vigorous competition among airlines is assumed with free entry 
on routes and choice of carriers.  The existing airlines serving 
the Airport may not remain, but others are assumed to enter the 
market with similar service. 


2004 enplaned 
passengers were 7.8 
percent higher than 
2003, a significant 
change from previous 
trends. 
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 Decreasing Fares – Over the long-term, airline fares have 
decreased and this continued decrease (in real terms) is 
assumed to continue. 


 Fuel Cost and Availability – Continued availability and 
reasonable prices for jet fuel is a basic assumption for 
commercial air travel to continue.  Short-term disruptions of 
supply or price increases may occur however. 


 Environmental Issues – Impacts of noise, air quality, and 
similar issues are becoming more important to the operation of 
airports.  It is ironic that as people have become more 
dependent upon air travel, they have become less tolerant of 
the noise, pollution, and other impacts of the system’s 
operation.  It is assumed that a lessening of adverse impacts 
and continued environmental mitigation will occur over the 
forecast period. 


 Propensity to Travel – The final assumption is that the overall 
trend of the propensity or need to travel by air will continue to 
increase, recognizing that short haul travel may not assume the 
same rate of increase.  The reasons for choosing air 
transportation are numerous; therefore, a continued need for 
business, leisure, and other types of air travel is expected to 
continue.  In recent years, there has been a decrease in the 
proportion of business to leisure travel via air.  The low fares 
and the relative ease of air travel have made weekend getaways 
and shorter, but more frequent trips possible.  The overall trend 
of increasing air travel is expected to continue. 


The Airport has just completed construction of a new passenger 
terminal with six airline gates and ample ticket counter, bag claim, 
concession, and other space.  New parking, roadway, and other ground 
access improvements have also been implemented.  The new terminal 
will not, by itself, increase air travel demand; however, the passenger 
projections in this report are not expected to be constrained by Airport 
facilities in the short and medium term. 


Passenger Forecast 
A number of methods were evaluated in order to project the 
passengers at the Airport over the next 20 years.  However, the recent 
downward activity trend results in negative growth rates when 
traditional regression models are used.  Therefore, comparative 
analysis forecast methods were utilized, combined with analytical 
judgment.  The basic assumptions of the passenger forecast are: 


 The number of annual passengers at the Airport reached a low 
point in 2003 and a long-term upwards trend will resume; 
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 The economies of the Corpus Christi area, Texas, and the 
nation will continue to experience economic growth, which 
will cause overall passenger traffic to rise; 


 The number of airlines and markets served will remain 
relatively constant or will increase slightly in the forecast 
period. The air fare levels (in real dollars) at Corpus Christi 
will remain similar to today’s levels or decrease and fares at 
competing airports will not be significantly lower; 


 The number of passengers driving to/from other airports (such 
as San Antonio) will remain the same or decrease because the 
fares and service options between the Airport and other 
competing facilities will continue to be similar; and 


 The proportion of persons opting to drive to/from Corpus 
Christi and other Texas markets will remain similar. 


The FAA Aerospace Forecasts Fiscal Years 2004-2015, published in 
March 2004, projects a national average annual growth rate for 
passengers of 4.3 percent between 2003 and 2015.  For domestic 
passengers, the projected growth rate is 4.2 percent annually over the 
period.  The FAA Terminal Area Forecast for the Airport released in 
January 2004 indicates an average annual growth rate for passengers in 
the Corpus Christi market of 0.7 percent from 2003 to 2020.  The 1996 
Master Plan Update indicated an average annual growth rate between 
4.6 percent and 5.8 percent in the 2003 through 2023 period. 
Based on recent trends and socioeconomic data, the Master Plan 
Update projects that enplaned passengers at the Airport will increase at 
an average annual rate of 2.1 percent from 2004 through 2023.  This 
rate of growth is approximately half of that assumed by the FAA for 
national domestic passenger growth, reflecting some uncertainties in 
the Corpus Christi market.  This passenger forecast is presented in 
Table 3-17 and displayed in Figure 3-11. 


Table 3-17 
ENPLANED PASSENGER FORECAST 


Corpus Christi International Airport Master Plan Update 
ENPLANED PASSENGERS 


Forecast Year TAF1 
FAA U.S. 


(In Thousands) 
Master Plan 


Update 
2008 369,022 424,738 384,000 
2013 392,278 521,746 426,000 
2018 415,535 640,912 473,000 
2023 424,838 787,293 525,000 


Average Annual 
Growth Rate 1.2% 4.2% 2.1% 
Source: PB Aviation and FAA, 2004 
(1) Terminal Area Forecast by FAA 
 


 


Based on recent trends 
and analysis, it is 
expected that enplaned 
passengers will increase 
by an average annual 
rate of 2.4 percent over 
the Master Planning 
period. 
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Figure 3-11 Enplaned Passenger Forecast Comparison 


 


Air Cargo 
Typically, cargo that moves by air is either high value, time sensitive, 
low weight or some combination of these.  Cargo that moves by truck, 
rail or ship is usually heavier and less time sensitive.  However, air 
cargo typically is moved by truck for at least part of the journey. 


For longer journeys, air cargo needs to be consolidated into jet aircraft 
for economies of scale for transfer to the central hub location.  
Therefore, truck and feeder aircraft are involved in moving much of 
the air cargo to and from the greater Corpus Christi area. 


While most of the packages shipped overnight by FedEx, UPS, or 
DHL must use the Airport in order to meet the 10:30 a.m. delivery 
time deadline, many of the deferred (second or third day) delivery 
packages can be trucked to other nearby airports such as San Antonio 
or Houston.  Further, the heavyweight, bulky, or special-handling (for 
example, refrigerated) air cargo bound to or from Corpus Christi 
normally requires widebody aircraft, special ground handling 
equipment, or other services found at the largest airports (for example 
at Bush Intercontinental Airport), so it is trucked.  International 


Air cargo consists of air 
freight and air mail.  The 
Master Plan Update 
projects both segments 
of the air cargo market 
for the Airport. 
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shipments, in particular, are typically consolidated in Texas at either 
Dallas/Fort Worth or Bush Intercontinental before shipment. 


Four cities (or clusters of cities) are within approximately 250 miles of 
Corpus Christi and compete for its air cargo; these cities are San 
Antonio, Austin, Houston, and the Lower Rio Grande Valley 
(McAllen, Harlingen, and Brownsville).  Dallas is also close enough 
that a truck can reach it overnight or within four to five hours.  These 
other major Texas cities and the approximate driving distances from 
Corpus Christi are shown on Table 3-18. 


 
Table 3-18 


DRIVING DISTANCES TO LARGE, NEARBY CITIES 
Corpus Christi International Airport Master Plan Update 


City Driving Distance 
San Antonio 147 miles 
McAllen/Brownsville/Harlingen 152 miles 
Houston 211 miles 
Austin 217 miles 
Dallas 411 miles 
Source: Mapquest, 2003 


 


Generally speaking, air cargo companies use trucks for shipments 
within approximately 250 miles because they can usually meet their 
next day delivery guarantee with lower operating cost.  Because San 
Antonio, Austin, and Houston are within this 250-mile radius, 
shipments between these cities and Corpus Christi likely move by 
truck.  Additionally, air cargo to and from Corpus Christi also can be 
shipped by air to or from these cities and carried by truck the 
remaining distance.  This is because San Antonio and Houston are 
very large metropolitan areas with extensive air cargo service to 
multiple destinations on wide body aircraft.  This provides the air 
cargo airlines with economies of scale when they serve smaller 
airports with trucks or feeder aircraft.   


The Lower Rio Grande Valley airports are unique in that they have the 
demand for dedicated air cargo service to accommodate businesses 
just across the border in Mexico; such cargo includes auto parts, 
electronics, clothing, etc.  Therefore, these border cities have air cargo 
service that is atypical for cities of this size.  It is unknown whether 
cargo flights from the Valley cities have any impact upon Corpus 
Christi. 


The amount of air cargo “leakage” by truck from Corpus Christi 
cannot be quantified because each airline, freight forwarder, and/or 
shipper makes individual decisions regarding shipments and no central 
records are maintained.  However, a previous study done for the 
Airport indicates that approximately 80 percent of the local air cargo is 
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trucked to another airport.  Moreover, the average customer who 
tenders a package to a carrier for delivery generally has no knowledge 
as to which airports will be used to transfer the package. 


However, there are advantages for air cargo flights to use the Airport 
versus trucking cargo to San Antonio or Houston, including: 


 Easier highway access to and from the Airport, a large area of 
southeastern Texas, and guaranteed next-day access to a 
market area of potentially over one million residents; 


 Excellent, all-weather airfield facilities and adequate ramp 
space for air cargo aircraft; 


 Relatively low Airport fees, available 24-hour fuel service, and 
other services; 


 Available U.S. Customs service and potential Foreign Trade 
Zone access; 


 Potential to utilize existing hangar/cargo storage facilities or 
build new facilities to handle air cargo at reasonable rates; and 


 Accommodating regional economic development agencies 
willing to assist potential new operators. 


Therefore, the future for air cargo shipments appears bright with no 
major facility impediments and the central issue is the desire of the air 
cargo companies to consolidate at larger airports. 


Historical Air Cargo  
The amount of air cargo at the Airport has decreased from 5.7 million 
pounds in 1998 to 3.3 million pounds in 2003.  This decrease has been 
largely in the mail category which dropped from 2.2 million pounds to 
0.3 million pounds.  Freight, on the other hand, has only decreased 
slightly from 3.5 million pounds in 1998 to 2.9 million pounds in 
2003.  Three issues are believed responsible for the decrease in mail 
volume: 


 The U.S. Postal Service no longer ships certain types of mail 
by passenger aircraft because of new security requirements; 


 A new contract for carrying mail by aircraft was awarded to 
FedEx, which consolidated regional mail on flights to/from San 
Antonio and Houston; and 


 With the exception of Southwest Airlines, the Airport has had 
most of its larger passenger jets replaced with regional jets, 
which has increased the service level for passengers, but 
decreased the available air cargo lift capacity. 


The amount of enplaned and deplaned freight and mail for the past six 
years is shown on Table 3-19. 
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Table 3-19 
HISTORICAL AIR CARGO (IN POUNDS) 


Corpus Christi International Airport Master Plan Update 
Freight Mail Total Air Cargo 


Year Enplaned Deplaned Total Change Enplaned Deplaned Total Change Amount Change 
1998 1,308,475 2,162,740 3,471,215 0 765,874 1,430,947 2,196,821 0 5,668,036 0 
1999 1,217,654 2,134,026 3,351,680 -3% 389,497 344,298 733,795 -67% 4,085,475 -28% 
2000 1,164,493 2,081,542 3,246,035 -3% 455,675 570,668 1,026,343 40% 4,272,378 5% 
2001 1,216,671 1,757,588 2,974,259 -8% 224,462 165,342 389,804 -62% 3,364,063 -21% 
2002 1,042,671 1,702,127 2,744,798 -8% 95,069 175,925 270,994 -30% 3,015,792 -10% 
2003 1,051,277 1,884,531 2,935,808 7% 129,522 192,304 321,826 19% 3,257,634 8% 
Source: Corpus Christi International Airport, 2004 


 


Detailed analysis of the historical air cargo statistics indicate that 
freight volume has rebounded in 2003 after a series of annual declines 
and mail volume appears to have leveled off at approximately 300,000 
pounds per year over the last three years.  Year-to-date statistics for 
2004 (not shown) indicate a similar volume pattern to 2003. 


Based on actual traffic in 2003, the amount of freight and mail by 
month is relatively static.  The freight statistics indicate each month 
has between seven and ten percent of the annual volume, while the 
mail shows a range of between two and fourteen percent per month.  In 
total, air cargo volumes are relatively consistent, indicating a stable 
market as shown in Table 3-20. 


 
Table 3-20 


MONTHLY AIR CARGO IN 2003 (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 


Freight Mail Total Air Cargo 


Month 
 


Enplaned Deplaned Total 
Monthly 


Share Enplaned Deplaned Total 
Monthly 


Share Amount 
Monthly 


Share 
January 87,143 139,426 226,569 8% 6,464 19,284 25,748 8% 252,317 8% 
February 75,406 130,270 205,676 7% 5,873 12,608 18,481 6% 224,157 7% 
March 82,265 141,858 224,123 8% 11,373 15,273 26,646 8% 250,769 8% 
April 114,190 166,213 280,403 10% 17,498 23,051 40,549 13% 320,952 10% 
May 97,081 165,564 262,645 9% 13,726 21,357 35,083 11% 297,728 9% 
June 96,294 152,557 248,851 8% 13,320 23,049 36,369 11% 285,220 9% 
July 102,481 164,529 267,010 9% 3,336 7,172 10,508 3% 277,518 9% 
August 84,523 170,501 255,024 9% 2,760 4,452 7,212 2% 262,236 8% 
September 78,562 155,819 234,381 8% 11,395 4,992 16,387 5% 250,768 8% 
October 85,973 196,114 282,087 10% 23,782 20,436 44,218 14% 326,305 10% 
November 69,649 154,043 223,692 8% 11,068 26,495 37,563 12% 261,255 8% 
December 77,710 147,637 225,347 8% 8,927 14,135 23,062 7% 248,409 8% 
TOTAL 1,051,277 1,884,531 2,935,808   129,522 192,304 321,826   3,257,634   
Source: Corpus Christi International Airport, 2004 
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A stable monthly trend of air cargo makes it easier to plan air cargo 
facilities and portends similar traffic in the future.  Further, the trend is 
free of any very high or very low months, likely providing an 
indication the statistics are free of any unusual shipments that could 
skew forecast results. 


On a per-airline basis, air cargo shipments at the Airport are 
concentrated in three airlines – Southwest, DHL, and UPS.  While 
other airlines transport air cargo, their volumes are comparatively 
small.  The 2003 cargo volume by airline is shown on Table 3-21. 


 
Table 3-21 


2003 CARGO VOLUME BY CARRIER 
Corpus Christi International Airport Master Plan Update 


 Total Market Share 
Passenger Airlines   
American (Eagle) 48,531 1% 
Continental (Express) 133,892 4% 
Delta (ASA/Comair) 20,381 1% 
Southwest 1,085,771 33% 
All-Cargo Airlines   
DHL (Berry) 832,164 26% 
Ameriflight 1,186 0% 
UPS (AirNow) 1,135,709 35% 
Total all Carriers 3,257,634 100% 
Source: Corpus Christi International Airport, 2004 


Of the passenger airlines at the Airport only Southwest carries 
significant air cargo.  This is because only Southwest serves the 
Airport with mainline jets that have substantial cargo lift capability.  
The two largest all-cargo airlines at the Airport are DHL (formerly 
Airborne) and UPS.  The all-cargo airlines each fly turboprop feeder 
aircraft to a larger airport and transfer their packages to a larger 
aircraft. 


Air Cargo Forecast 
The historical trend of air cargo at the Airport has not been consistent 
with national trends.  While most airports have seen declines in air 
mail volume, most have seen freight traffic increases.  Notably, freight 
traffic at the Airport rebounded in 2003 and year-to-date results for 
2004 indicate moderate growth in air freight.  The primary forecast 
issue is the amount of air cargo originating or destined for greater 
Corpus Christi that is trucked to San Antonio or Houston. 


Based on the Master Plan Update analysis, it is believed that air cargo 
growth will resume at the Airport because: 


 Air freight volumes have been growing nationally at high rates 
due to changes in production methods and delivery habits, as 


Southwest Airlines, DHL 
and UPS carry most of 
the air cargo at the 
Airport. 
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well as expanded internet and mail consumer purchasing 
habits.  Therefore, national and regional air cargo demand is 
growing; 


 This increase in regional demand and the need to meet just-in-
time schedules will force the airlines to add capacity to the 
Airport; 


 Congestion on the highways to San Antonio and Houston 
ultimately may force some of the trucked cargo back to 
aircraft; and 


 Competition among the airlines to carry air cargo will lead to 
improvements in the total lift capacity at the Airport. 


It does appear that the volume of air mail at the Airport has been 
permanently reduced from the previous levels because of security 
concerns regarding the shipment of packages.  However, First Class 
mail still travels by aircraft and 2002 and 2003 air mail volume 
appears to reflect only the First Class product. 


Therefore, the result of this analysis is that the future air cargo growth 
is anticipated to be similar to national averages.  The FAA Aerospace 
Forecasts – Fiscal Years 2004-2015 projects that domestic air cargo 
Revenue Ton Miles (RTM) will grow at 3.5 percent annually.  A RTM 
is equivalent to pounds, if the average length of haul remains constant, 
which should be the case for the Airport over the forecast period.  This 
means that no significant changes would be expected in the cities with 
which Corpus Christi shippers regularly do business. 


Using the national 3.5 percent average growth rate over the 20 year 
forecast period, the pounds of air cargo shipped through the Airport 
are projected to almost double in the period as presented in Table  
3-22. 


 
Table 3-22 


AIR CARGO FORECAST (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 


Freight Mail 
Year Enplaned Deplaned Total Enplaned Deplaned Total 


Total 
Air Cargo 


2003 1,051,277 1,884,531 2,935,808 129,522 192,304 321,826 3,257,634 
Forecast             


2008 1,248,000 2,238,000 3,486,000 154,000 228,000 382,000 3,868,000 
2013 1,482,000 2,658,000 4,140,000 183,000 271,000 454,000 4,594,000 
2018 1,762,000 3,157,000 4,919,000 217,000 322,000 539,000 5,458,000 
2023 2,093,000 3,748,000 5,841,000 258,000 382,000 640,000 6,481,000 


Source: Corpus Christi International Airport and PB Aviation, 2004 
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For the future, mail should represent less than ten percent of the total 
volume of air cargo and deplaned freight and mail will exceed 
enplaned freight and mail. 


While not shown in the forecast, there is an expectation that the 
Airport may begin to receive service from scheduled jet cargo aircraft 
directly to the national air cargo hubs during the forecast period.  For 
example, this could be service to Memphis on FedEx, Louisville on 
UPS, or Wilmington (Ohio) on DHL.  Such non-stop service would 
almost certainly decrease the amount of truck shipments to Houston 
and San Antonio and more dramatically increase the air cargo volume 
at the Airport.  However, the likelihood and timing of this change are 
dependent on the carriers and market forces. 


Because much of today’s air cargo in and out of the greater Corpus 
Christi area is channeled through other airports, it is difficult to know 
how much air cargo volume could be recaptured at the Airport.  
However, a number of factors, including the double-digit growth rates 
for international and domestic air cargo, suggest that the Airport will 
reclaim all or part of the leakage in the forecast period, and possibly 
share in the future growth of air cargo volume to a greater extent than 
the typical airport.  The positive air cargo growth factors include: 


 The Airport is the sole commercial service facility serving a 
very large geographic area of south Texas and the service area 
overlaps with airports in Victoria, San Antonio, the Valley, and 
other points that could just as easily be served from Corpus 
Christi. 


 The industries in the Airport Air Trade Area are varied and 
increasingly dependent upon just-in-time shipments.  The oil 
refining, oilfield service, and aircraft repair/military support 
industries in the region are particularly likely to increase air 
cargo shipments in the future. 


 The Airport market area and South Texas are growing and 
relatively prosperous, with increasing population and industrial 
markets.  Road access to and from the Airport is convenient 
from all directions and trucks from the south, west, and north 
do not have to travel through the City of Corpus Christi to 
reach the Airport. 


 Some of the airports in the region that compete with the 
Airport may have growth constraints with airspace/runway 
capacity, limited land area, congested highway access, high 
costs or other issues.  The Airport is faced with none of these 
issues. 


 The amounts of international and domestic air cargo are 
forecast by independent analysts to grow rapidly in the years 
ahead, much faster than domestic passenger levels.  The 


Forecast air cargo 
tonnage is expected to 
almost double over the 
next 20 years.  Mail will 
continue to make up 
only a small percentage 
of the air cargo mix. 


In the future, it is 
expected that the 
Airport will have direct 
jet cargo service to 
national air cargo hubs.  
This will occur to handle 
increasing tonnage with 
greater efficiency for the 
cargo carriers. 
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Airport could be expected to particularly benefit from the 
continued success of the North American Free Trade Area 
(NAFTA), its proximity to Mexico and its location along air, 
road and rail routes to Mexico. 


 The current two-step process in which air cargo trucked or 
handled by feeder aircraft between Corpus Christi and larger 
cities is inefficient, costly, and time consuming.  In the future, 
direct, large aircraft service to and from the Airport is expected 
to replace the current system because the volume of traffic and 
current inefficiencies will warrant that action. 


While this forecast does not predict the Airport will necessarily see the 
immediate growth of its air cargo volume, the long-term projection is 
for solid growth and service improvements. 


Aircraft Operations and Fleet Mix 
This section will project the number of passenger, cargo, general 
aviation, and military flights at the Airport.  The previously identified 
enplaned passenger and air cargo forecasts are the basis for the 
projection of aircraft operations in these categories, while historical 
trends and other factors will be used to project the general aviation and 
military operations. 


Historical Operations 
The FAA published a 27-year, Federal fiscal year record (1976-2002) 
of aircraft operations at the Airport in its January 2004 Terminal Area 
Forecast.  The number of operations has varied in this period with the 
highest year being 162,006 operations in 1981 and the lowest being 
104,170 in 1987.  In the most recent years, the number of annual 
operations has been in the 120,000 range as shown in Table 3-23 (this 
is calendar year data provided to the Airport by the FAA Tower). 


 
Table 3-23 


HISTORICAL AIRCRAFT OPERATIONS 
Corpus Christi International Airport Master Plan Update 


Year 
Air 


Carrier 
Air Taxi and 


General Aviation Military TOTAL 
2000       11,987        58,378        58,766     129,131  
2001        8,719        57,073        57,766     123,558  
2002        4,904        54,483        58,151     117,538  
2003        4,616        50,465        65,950     121,031  


Source:  Corpus Christi International Airport, 2004 


These four years of statistics indicate a decrease in air carrier 
operations; however, this category includes only mainline (or 
traditionally narrowbody sized) jets, while regional jets are identified 
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under the air taxi/general aviation column.  The number of air 
taxi/general aviation operations has also shown a decrease, likely due 
to less general aviation flying versus the air taxi component.  An 
increase in military operations occurred in 2003, caused by use of the 
Airport to support the deployment of troops to Iraq. 


As noted, the total number of aircraft operations at the Airport has 
been relatively stable over the four-year period, which includes the 
2001-2002 period of national economic weakness and the 
corresponding decline in operations. 


FAA statistics aggregate commercial and private aircraft in the air taxi 
and general aviation category; for this analysis, four categories of 
aircraft operations (passenger, air cargo, general aviation, and military) 
will be projected because this data will be needed to establish the 
facility requirements for the Master Plan Update. 


Passenger Aircraft Operations 
The Airport is classified as a “spoke” in that all of its commercial 
passenger aircraft operations serve (or “feed”) a major airline hub.  
That is, from the Airport: 


 American provides service to its global hub at DFW; 
 Continental to its hub at Houston-Bush Intercontinental, 
 Delta to its hub in Atlanta; and 
 Southwest to its hub (or “focus city” in Southwest language) at 
Houston Hobby. 


Although the latest airline service announcement at the Airport was 
that Delta eliminated its DFW service and increased flights to Atlanta, 
this spoke type operation of scheduled commercial passenger airlines 
at the Airport is expected to continue. 


The aircraft used at the Airport today are regional jets by American, 
Continental, and Delta, while Southwest uses mainline jets.  At this 
time, there are no market forces or airline business trends that would 
cause a change in the type of aircraft in use at the Airport. 


Based on the type of aircraft in the fleet, aircraft on order and expected 
airline operating procedures, over the 20-year forecast period the total 
number of both mainline jets and regional jets are expected to increase.  
The average size of aircraft should also increase, while the load factor 
(persons on board versus seat capacity of the aircraft) should remain 
similar to today at an Airport average of 70 percent.  This results in the 
average annual growth of aircraft operations being 1.5 percent over the 
20-year period, while passenger enplanements grow at a 2.1 percent 
average annual rate. 


Passenger aircraft 
operations are forecast 
to increase by an 
average annual rate of 
1.5 percent over the 
planning period. 
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The current and projected number of scheduled commercial passenger 
operations are shown in Table 3-24. 


 
Table 3-24 


PASSENGER AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 


Forecast Annual Operations 
Aircraft Type 


Seat 
Capacity 


2004 
Projected 2008 2013 2018 2023 


Mainline Jets         
 Boeing 737-200/500 122 2,400 3,000 3,000 1,800 0 
 Boeing 737-300/700 137 1,200 1,200 1,800 3,200 5,400 
Regional Jets         
 ER3 44 4,600 4,800 4,200 3,600 3,600 
 CRJ/ERJ 50 7,800 7,800 9,000 9,600 9,600 
 CRJ 70 70 600 1,000 1,400 2,800 3,600 
TOTAL  16,600 17,800 19,400 21,000 22,200 
Average Annual Growth Rate  1.8% 1.7% 1.6% 1.1% 
Source: PB Aviation 


 


Table 3-24 identifies specific types of aircraft that are the most 
common at the Airport today.  Over the twenty-year planning period, 
other new or substitute types of aircraft could be introduced.  
However, the aircraft utilized are likely to have similar characteristics 
and seat capacity.  For example, the Airbus A-319 seats 119 persons in 
a typical configuration and could easily be substituted for a Boeing 
737-500.  Assumptions concerning airline aircraft trends include the 
following: 


 Mainline Jets - Over the planning period, the 122-seat 
capacity Boeing 737 aircraft in the 200 and 500 series will be 
phased out; the Boeing 737-200 is relatively old and should be 
out of the fleet prior to 2008.  The Boeing 737-300 will likely 
remain in the fleet until 2018 until fully replaced by the Boeing 
737-700.  Larger regional jets to be introduced over the next 20 
years will approximate the size of today’s mainline jets, and 
these are discussed below. 


 Regional Jets - Most of the 40 to 50 seat regional jets in 
today’s airline fleets are relatively new; therefore, their 
continued use throughout the forecast period is expected.  
However, for the future, 70 and 90 seat regional jets are likely 
to be added to airline fleets instead of the smaller 50 or less 
seat aircraft.  In general, airlines are expected to increase their 
aircraft size rather than number of flights.  However, in order 
to maintain sufficient flight frequency between the Airport and 
the airline hub cities, some smaller regional jets will continue 
to be used. 


It is expected that 
mainline jets will 
continue to serve the 
Airport and that larger 
regional jets will 
gradually enter the 
market. 







 


 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-46 


 Turbo-Props - Turbo-prop aircraft are not currently present in 
the scheduled airline passenger aircraft fleet in the Corpus 
Christi market.  While turbo-prop aircraft provide the seat size 
and operating economics that appear ideal to serve Corpus 
Christi in some markets, passenger preference strongly leans 
toward jets.  It is highly unlikely that future air service using 
turbo-prop aircraft could be successful at the Airport, given the 
much lower passenger service level on these aircraft. 


 Charter Flights - Charter aircraft can include mainline jets, 
the same or similar to the Boeing 737-300 and Boeing 737-700 
in the mainline jet projection. 


 International Flights - Scheduled international service could 
be on any type of aircraft including turboprops; however, 40 to 
50 seat regional jets would be most likely to serve markets 
between the Airport and Mexico. 


In general, the forecast expects the same type of passenger aircraft that 
are utilizing the Airport today to continue to operate.  Wide-bodied 
aircraft are not included in the fleet mix because their large passenger 
capacity would not be profitable for the airlines, given the low load 
factors that would result in this market. 


All Cargo Aircraft Operations 
As noted in the air cargo forecast section, much of the air cargo 
transported to and from the Corpus Christi region moves by truck.  
Therefore, any change in the method of operation could have a 
dramatic change upon both the Airport’s volume of air cargo and 
number of all cargo flights. 


Currently, all cargo flights are on relatively small single or twin-
engine piston or turboprop aircraft.  The existing airlines typically add 
more flights as loads increase rather than adding larger aircraft.  This 
often results in numerous aircraft operations for a comparatively small 
amount of load.  Again, the type of aircraft and method of operation 
could cause major changes in the number of future operations. 


The Airport’s existing regularly scheduled all-cargo flights consist of 
weekday flights by Berry Aviation in support of DHL and AirNow in 
support of UPS.  These airlines each land approximately one aircraft 
per weekday, which generates an annual volume of 1,000 all-cargo 
operations.  Berry Aviation and AirNow fly aircraft that, in a 
passenger configuration seat 19 passengers and in all-cargo service can 
carry a maximum of approximately 5,000 pounds. 


With the national and local trends indicating strong growth in air 
cargo, a number of alternatives regarding all-cargo aircraft operations 
are available to accommodate the growth, including: 
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 The two current all-cargo operators can increase the number of 
daily flights; 


 The two current operators can substitute larger aircraft; and 
 Additional airlines (potentially FedEx) can add flights. 


In addition, the expected recapture of the air cargo now being shipped 
by truck from the Corpus Christi area could cause additional flights or 
use of larger aircraft.  Therefore, the future number of all-cargo 
aircraft at the Airport is subject to considerable uncertainty.  However, 
the baseline aircraft operations projection, based upon existing 
schedule and the cargo forecast, is presented in Table 3-25. 
 


Table 3-25 
CARGO AIRCRAFT OPERATIONS FORECAST 


Corpus Christi International Airport Master Plan Update 
Forecast Annual Operations 


Aircraft Type 
2003/2004 
Projected 2008 2013 2018 2023 


Turbo-Prop       1,100   1,100   1,100   1,600   1,100  
Mainline Jet            -          -        500        500      1,000  
TOTAL       1,100   1,100   1,600   2,100  2,100  


Source: PB Aviation 


 


The existing level of turbo-prop aircraft operations are expected to 
continue through 2008. By 2013, replacement of a turbo-prop aircraft 
with a daily mainline jet is anticipated to meet growing demand.  It is 
expected that this airplane would be a narrowbody, Boeing 727 or 
equivalent.  By 2018, 2,100 annual all-cargo aircraft operations are 
expected and this trend also is projected for the long-term. 


General Aviation 
The current number of general aviation operations at the Airport is 
approximately 36,400.  This number represents the total number of air 
taxi and general aviation operations counted by the FAA Tower minus 
the scheduled commercial passenger and all-cargo flights previously 
identified. 


On a nationwide basis, the number of general aviation aircraft 
operations has been in slow decline due to factors such as increases in 
aircraft, fuel and insurance costs, as well as additional avionics 
requirements.  For the future, the FAA expects general aviation traffic 
to recover slowly. 


However, the general aviation market is highly localized and consists 
of unique segments, each of which is likely to behave differently.  The 
segments of the general aviation market include: 


It is expected that some 
cargo trucked to other 
airports will be 
recaptured for shipment 
through Corpus Christi 
International Airport. 


Daily mainline jet cargo 
service to the Airport is 
expected by 2013. 







 


 
CORPUS CHRISTI INTERNATIONAL AIRPORT PGAL/PB AVIATION 
MASTER PLAN UPDATE PAGE 3-48 


 Small, fixed wing, piston powered, single engine aircraft that 
make up almost all the general aviation fleet and are used for 
pleasure flying, training, and occasional business use; 


 Fixed wing, piston powered, and multi-engine aircraft that are 
used mainly for pleasure flying with some training and 
business use; 


 Fixed wing, turbo-prop aircraft that are primarily in business 
use; 


 Corporate jets that are almost always for business use.  While 
this is the fastest growing segment of general aviation, it still 
represents, on a national basis, only a small segment of total 
general aviation operations; and 


 Helicopters, typically used for a mix of training, pleasure, and 
business travel, are large in number in the Corpus Christi area 
in order to service oil rigs in the Gulf of Mexico. 


The different types of general aviation aircraft have varying 
operational requirements and growth patterns.  Further, more than any 
other segment of airport users, general aviation aircraft can choose any 
airport in the region.  In fact, many single engine pilots prefer a less-
busy airport for their flying.  In addition, the petroleum service related 
helicopters do not necessarily need the extensive facilities and services 
offered at the Airport. 


Assuming no significant changes to the aviation market in the greater 
Corpus Christi area, the number of general aviation operations is 
expected to remain stable over the Master Plan Update period.  This 
projection is presented in Table 3-26. 


 
Table 3-26 


GENERAL AVIATION AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 


Forecast Annual Operations 
Aircraft Type 


2003/2004 
Projected 2008 2013 2018 2023 


General Aviation 36,400 36,400 36,400 36,400 36,400 
Source: PB Aviation 


 


The split between itinerant and local general aviation operations was 
81 percent and 19 percent, respectively, in 2002; the future traffic is 
expected to maintain a similar trend. 


During 2003 and 2004, the average number of based general aviation 
aircraft was distributed as follows: 


 Single engine piston - 70 percent 
 Twin engine piston - 20 percent 


General aviation 
operations are expected 
to remain static during 
the planning period. 
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 Turbo-props - 5 percent 
 Corporate jets - 5 percent 


Due to greater use of single engine piston aircraft for training, actual 
general aviation operations are likely to be skewed towards that type 
of aircraft.  In recent times, civilian helicopter operations have been 
infrequent. 


Military Operations 
The Airport is unusual in that over 50 percent of aircraft operations are 
military.  While the Airport has no based military aircraft, military 
aviation training bases surround it.  Historical FAA data indicates that 
the Airport has had over 50,000 military operations in almost every 
year since 1976. 


With the continuing demand for military pilots and the possible 
consolidation of pilot training to the Corpus Christi area, the level of 
military flights is expected to continue at the level of 68,000 
operations annually, based on data used in the TAF, as shown on 
Table 3-27.  In the last few years, deployment of an entire Army 
division through the Port of Corpus Christi to Iraq has increased 
military traffic.  Over 80 percent of the military operations are local, 
with the remaining 20 percent being itinerant.  While military 
operations will increase and decrease with geopolitical trends, this 
pattern of use is expected to continue. 


 
Table 3-27 


MILITARY AIRCRAFT OPERATIONS FORECAST 
Corpus Christi International Airport Master Plan Update 


Forecast Annual Operations 
Aircraft Type 


2003/2004 
Projected 2008 2013 2018 2023 


Military         64,000  68,000 68,000 68,000 68,000 
Source: PB Aviation 


 


Approximately 60 percent of the military operations are in the T-34, a 
single engine, turbo-prop used for pilot and recurring training.  
Eventually, the T-6 (a similar aircraft) will replace the T-34.  A single 
engine, jet trainer, the T-45 is another frequent visitor, as is the T-44 a 
twin engine turbo-prop, which is assigned to bases in the region as an 
advanced, multi-engine trainer and executive transport.  Less frequent 
use occurs from DC-9 and B 737 based cargo/passenger transports; F-
18 and other fighters; and Air Force T-1, T-37, and T-38 aircraft.  
Generally, military helicopters are not major users of the Airport, but 
2003 and 2004 were exceptions as Army helicopters staged at the 
field.  A substantial number of Coast Guard fixed wing and helicopters 


Military operations are 
forecast to remain static 
over the planning period, 
but may be higher or 
lower during a given 
year due to military 
mission requirements. 
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are based in South Texas; however, they typically use their own bases 
and not the airport.  Changing missions, base closures/consolidations, 
introduction of new types of aircraft, new training requirements, or 
other factors could change these patterns of military use. 


Operations Summary 
Over the 20-year planning period, the total aircraft operations are 
expected to increase slightly at the Airport.  The increase is in 
passenger and all-cargo flights, as general aviation and military flights 
are expected to remain stable.  The aircraft operations forecast is 
presented in Table 3-28. 


 
Table 3-28 


AIRCRAFT OPERATIONS FORECAST SUMMARY 
Corpus Christi International Airport Master Plan Update 


Year Passenger 1 All-Cargo 
General 
Aviation Military TOTAL 


2008 17,800 1,100 36,400 68,000 123,300 
2013 19,400 1,600 36,400 68,000 125,400 
2018 21,000 2,100 36,400 68,000 127,500 
2023 22,200 2,100 36,400 68,000 128,700 


Source: PB Aviation 


1 Includes scheduled domestic, international, and charter flights. 


 


This relatively slow growth of aircraft operations is similar to that 
predicted in the FAA Terminal Area Forecast.  However, the Airport 
serves a very large geographic area that is highly dependent upon air 
transportation.  Therefore, faster growth in the passenger, all-cargo, 
and general aviation operational categories is possible and periodic 
review of the activity is suggested.  In addition, the level of military 
activity could also vary significantly depending on issues out of 
control of the Airport itself. 


Peak-Period Projections 
Airport activity is not equally distributed over time.  Future peak 
passenger activity has been estimated in this section to assist in 
planning ticketing, gates, and other passenger volume related activity. 


Passenger Peaking 
Airports cannot afford to build facilities to accommodate the absolute 
peaks of passenger traffic that can occur, for example, around holiday 
periods.  Rather, terminal facilities are typically planned to 
accommodate the average day of the airport peak traffic month.  In 


The total aircraft 
operations at the Airport 
are expected to increase 
slightly over the 
planning period. 
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addition, the peak-hour of the day is identified for facility planning 
purposes. 


As previously noted, the Airport passenger traffic is relatively stable 
during each month of the year.  Because of this stability, over the past 
few years the peak passenger traffic month has varied between March, 
June, July, and August.  However, in the most recent year, June was 
the busiest month with 9.2 percent of the traffic. 


In order to determine peak activity levels, the peak month, average 
day, and peak hour have been calculated based upon the most recent 
trends.  This information is shown in Table 3-29. 


Table 3-29 
FORECAST PEAK-PERIOD PASSENGER ACTIVITY 


Corpus Christi International Airport Master Plan Update  
Enplaned Passengers Peak Hour Passengers1 


Year 
  
Annual 


Peak 
Month 


Average Day 
of Peak Month 


  
Enplanements 


  
Deplanements 


2008 384,000 35,300 1,200 280 230 
2013 426,000 39,200 1,300 310 260 
2018 473,000 43,500 1,500 380 330 
2023 525,000 48,300 1,600 430 380 


Source: PB Aviation 
(1) Enplaned and deplaned passenger peaks occur in different hours. 


The peak-hour passenger projections are based upon the peak-hour 
gate utilization discussed below. 


Passenger Aircraft Operational Peaks 
Currently on a typical day, the Airport has a maximum of four aircraft 
departures in the peak-hour, which is from 11 a.m. to 12 noon.  Four 
different hours per day see the peak arrival of three aircraft in a one-
hour period; these are the 10 a.m., 3 p.m., 4 p.m., and 11 p.m. hours.  
In the future, the number of peak-hour arriving and departing aircraft 
is expected to increase along with the size of aircraft.  The number of 
aircraft arrivals/departures at the passenger terminal is projected in 
Table 3-30. 


Table 3-30 
FORECAST PEAK-PERIOD GATE ACTIVITY 


Corpus Christi International Airport Master Plan Update 
Aircraft 


Year Arrivals Departures 
2008 3 4 
2013 3 4 
2018 4 5 
2023 5 6 


Source: PB Aviation 
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Note that the number of Airport gates in use at any one time can be 
greater than that shown as some gates will be occupied by aircraft that 
arrived before the peak period.  In addition, the peak arrival and 
departure hours are not necessarily the same hour. 


Because air service at the Airport consists of out-and-back flights to 
and from airline hubs, there generally are fewer peaks during each day 
and a more constant flow of passengers.  On the other hand, the 
number of peak-hour flights depends on the number of hubs served.  
For example, the current airline schedule has four possible destinations 
from the Airport, specifically: Continental to Houston; Southwest to 
Houston; American to Dallas; and Delta to Atlanta.  Therefore, it is 
possible that four flights could arrive and four flights could depart in a 
peak-hour.   


Forecast Summary 
Table 3-31 presents the Master Plan Update forecast summary for 
Corpus Christi International Airport.  These activity levels will be used 
to determine the required facilities at the Airport. 


 
Table 3-31 


MASTER PLAN UPDATE FORECAST SUMMARY 
Corpus Christi International Airport Master Plan Update  


Year 
 Enplaned 
Passengers 


Total Air Cargo 
(pounds) 


Total Aircraft 
Operations 


2008 384,000 3,868,000 123,300 
2013 426,000 4,594,000 125,400 
2018 473,000 5,458,000 127,500 
2023 525,000 6,481,000 128,700 


Source: PB Aviation 


 


It is forecast that 
passenger enplanements 
will reach more than 
one-half million by the 
year 2023.  By that time, 
air cargo shipments 
should exceed 6.4 
million pounds and 
annual aircraft 
operations are expected 
to reach 128,700. 
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HISTORICAL DATA UPDATE 
This section provides an update to historical airport activity data 
presented earlier in this chapter.  This update is reflective of the timing 
of the master plan process, as the historical data and analysis presented 
earlier was compiled in 2004 and additional historical data is now 
available. 


Table 3-32 provides an update to Table 3-7. 


 


Table 3-33 provides an update to Table 3-8. 


 
Table 3-33 


UPDATED ENPLANEMENT SHARE BY AIRLINE 
Corpus Christi International Airport Master Plan Update 


Airline 1999 2000 2001 2002 2003 2004 2005 
Southwest 195,033 183,952 177,831 147,552 144,530 154,016 157,494 
Continental 143,477 139,576 136,403 125,550 117,648 127,303 139,492 
American 111,891 99,872 86,061 80,615 75,056 77,844 104,118 
Delta 21,511 23,946 20,500 40,372 41,599 48,837 30,481 
Charter/ Other 2,227 2,332 953 1,441 1,180 2,063 2,982 
TOTAL 474,139 449,678 421,748 395,530 380,013 410,063 434,567 


Source: Corpus Christi International Airport 
 


Figure 3-12 provides an update to the information contained in Figure 
3-6. 


Table 3-32 
UPDATED HISTORICAL PASSENGERS 


Corpus Christi International Airport Master Plan Update 
Year Total Passengers Percent Change 
1997 994,356 - 
1998 982,818 -1.2% 
1999 947,938 -3.5% 
2000 899,200 -5.1% 
2001 844,487 -6.1% 
2002 792,128 -6.2% 
2003 758,550 -4.2% 
2004 817,933 7.8% 
2005 868,184 6.0% 


Source: Corpus Christi International Airport 
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Figure 3-12 Enplanement Share by Airline (2005) 


Charter/Other
1%


Delta
7%


American
24%


Southwest
36%


Continental
32%


 
Source:  Corpus Christi International Airport 


 
Figure 3-13 provides an update to the information contained in Figure 
3-7. 


Figure 3-13 Historical Enplaned Passengers by Month 
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Source:  Corpus Christi International Airport 
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Table 3-34 provides an update to Table 3-19. 


 
Table 3-34 


UPDATED HISTORICAL AIR CARGO (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 


Freight Mail Total Air Cargo 
Year Enplaned Deplaned Total Change Enplaned Deplaned Total Change Amount Change 
1998 1,308,475 2,162,740 3,471,215 0 765,874 1,430,947 2,196,821 0 5,668,036 0 
1999 1,217,654 2,134,026 3,351,680 -3% 389,497 344,298 733,795 -67% 4,085,475 -28% 
2000 1,164,493 2,081,542 3,246,035 -3% 455,675 570,668 1,026,343 40% 4,272,378 5% 
2001 1,216,671 1,757,588 2,974,259 -8% 224,462 165,342 389,804 -62% 3,364,063 -21% 
2002 1,042,671 1,702,127 2,744,798 -8% 95,069 175,925 270,994 -30% 3,015,792 -10% 
2003 1,051,277 1,884,531 2,935,808 7% 129,522 192,304 321,826 19% 3,257,634 8% 
2004 1,069,768 1,921,811 2,991,579 2% 35,777 160,400 196,177 -39% 3,187,756 -2% 
2005 1,169,934 1,547,454 2,711,388 -9% 169 51,323 51,492 -74% 2,762,880 -13% 
Source: Corpus Christi International Airport 


 
Table 3-35 provides an update to Table 3-20. 


 
Table 3-35 


MONTHLY AIR CARGO IN 2005 (IN POUNDS) 
Corpus Christi International Airport Master Plan Update 


Freight Mail Total Air Cargo 


Month 
 


Enplaned Deplaned Total 
Monthly 


Share Enplaned Deplaned Total 
Monthly 


Share Amount 
Monthly 


Share 
January 91,439 156,780 248,219 9% 166 15,038 15,204 30% 263,423 10% 
February 93,612 164,957 258,569 10% 0 6,004 6,004 12% 264,573 10% 
March 113,465 175,794 289,259 11% 0 3,019 3,019 6% 292,278 11% 
April 111,681 164,934 276,615 10% 0 1,949 1,949 4% 278,564 10% 
May 102,593 147,848 250,441 9% 0 1,657 1,657 3% 252,098 9% 
June 117,530 159,441 276,971 10% 0 1,445 1,445 3% 278,416 10% 
July 128,385 112,564 240,949 9% 0 1,167 1,167 2% 242,116 9% 
August 124,207 132,216 256,423 9% 3 1,688 1,691 3% 258,114 9% 
September 77,222 85,348 162,570 6% 0 1,708 1,708 3% 164,278 6% 
October 65,341 88,198 153,539 6% 0 6,303 6,303 12% 159,842 6% 
November 71,147 77,687 148,834 5% 0 6,317 6,317 12% 155,151 6% 
December 67,312 81,687 148,999 5% 0 5,028 5,028 10% 154,027 6% 
TOTAL 1,163,934 1,547,454 2,711,388  169 51,323 51,492  2,762,880  
Source: Corpus Christi International Airport 
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Table 3-36 provides an update to Table 3-21. 


 
Table 3-36 


2005 CARGO VOLUME BY CARRIER 
Corpus Christi International Airport Master Plan Update 


 Total Market Share 
Passenger Airlines   
American (Eagle) 4,295 0% 
Continental (Express) 82,585 3% 
Delta (ASA/Comair) 27,580 1% 
Southwest 1,856,892 26% 
All-Cargo Airlines   
DHL (Berry) 792,097 24% 
UPS (AirNow) 999,421 31% 
Total All Carriers 2,762,870 100% 
Source: Corpus Christi International Airport 


 


Table 3-37 provides an update to Table 3-23. 


 
Table 3-37 


UPDATED HISTORICAL AIRCRAFT OPERATIONS 
Corpus Christi International Airport Master Plan Update 


Year 
Air 


Carrier 
Air Taxi and 


General Aviation Military TOTAL 
2000       11,987        58,378        58,766     129,131  
2001        8,719        57,073        57,766     123,558  
2002        4,904        54,483        58,151     117,538  
2003        4,616        50,465        65,950     121,031  


2004 1 52,439       65,314     121,753  
2005 1 51,200       57,420     108,620  


 
1 In 2004 and 2005, operations for air carrier, air taxi, and general aviation were combined. 


Source:  Corpus Christi International Airport 
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