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FOREWORD

Municipalities today are faced with a myriad of 
problems not present before the advent of the twentieth 
century. Many of these stem from the tremendous tech
nological advancements our society has made. One of these 
advancements is the development of manned flight. Another 
is the automobile.

While not posing as many problems as the latter, 
air transportation has placed considerable burdens on many 
municipalities in regard to landing facilities and their 
operation, maintenance and control. As in the days of ex
panding railroads, no city desires to be left off the main 
line of transportation. Now, however, a city must be 
willing and able to provide more than a depot. It must be 
prepared to spend money to provide suitable landing and 
storage facilities in order to attract both airlines and 
unscheduled air transportation to the community. In addi
tion, many industries today are connected with aviation, 
and the facilities for air transportation must be present 
and adequate to induce these industries to settle and pro
vide payrolls in the community.

The purpose of this study is first to see how this 
problem of providing adequate air facilities has been 
handled by the City of Tucson, Arizona, especially since

ill



1948, under the direction of the Tucson Airport Authority, 
and second, to study the status of the Authority as a unit 
of local government.



CHAPTER I

HISTORY OF AVIATION FACILITIES IN TUCSON

In the early days of aviation, facilities, like the 
planes themselves, were quite crude. All that was needed 
was a fairly level, cleared area and a windsock. In Tucson, 
interest in aviation had been heightened by the performance 
of "Hamilton the Bird Man". On February 19, 1910, Charles 
K. Hamilton, one of the first aerial "barnstormers" came to 
Tucson to put on his show. Though the crowd was smaller 
than expected, some 2,000 citizens converged on the old 
Elysian Grove, a baseball field on the corner of Mission and 
Main Streets, to witness the exhibition. The "Bird Man" 
thrilled the spectators with the sight of a man actually 
flying.1

In the years following, more and more Tucsonans be
came interested in the new sport of flying and prevailed upon 
the late Judge William H. Sawtelle to allow them to level 
some of his land on North Oracle Road for use as a landing 
strip. This was the first airport to serve the City of 
Tucson. This strip had no connection with the city govern
ment and was used only by the few private planes in the area.

•̂Arizona Daily Star, October 25, 1951.
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Shortly after World War I, Tucson experienced a 

small building boom, and Judge Sawtelle decided to sub
divide his property.^ This, of course, left the aviation 
enthusiasts without a landing field and steps were taken to 
secure a new site.

Late in 1918, five of these enthusiasts began plans 
to construct an airport of their own, to make up for the 
loss of their old strip. These five men were Harry A. Holbert, 
Herbert C. Chambers, Kirke T. Moore, Pete Waggoner and Charles 
Mayse.̂  An eighty-acre site was selected at South Sixth 
Avenue and Irvington Hoad and construction began immediately.
In those days airport construction meant merely leveling off 
a strip and throwing up a shack and a windsock, and in 
January, 1919, "Swede" Myerhoff landed the first plane on 
the city’s first real airfield.^

The new field was busy from the start with a squadron 
of four DeHaviland aeroplanes arriving from Fort Worth, Texas 
en route to San Diego, California on January 31, 1919.5 In 
that same year the city purchased what was then called Mayse 
Field from the five developers.® This made the Tucson Municipal 
Airport the nation’s first municipally-owned airport.? * 4

OMansfield, Monte, Interview, April 5, 1959.
5Arizona Daily Star, August 1, 1947.
4Ibid.
^Arizona Prospector, January 51, 1919.
®Mansfield, Interview, April 3, 1959.
^Arizona Dally Star, May 1, 1951.



5
In the early 1920*5 a construction program was 

started and one hangar was constructed. This hangar, inci
dentally, still stands at the Tucson Rodeo Grounds, the site 
of the old airport. A second hangar was constructed in 1924 
and on September 22 of that year some 20,000 people flocked 
to Tucson Airport to watch the first "Round the World" flyers 
land after their successful circumnavigation of the earth 
by air*8

By the end of 1924 it became apparent that a new 
site for the municipal airport must be found. Larger and 
faster planes were being developed and the 80-acre site on 
South Sixth was rapidly becoming too small to handle these 
newer airplanes.

This situation was resolved early in 1925 when the 
city acquired a section of land on South A1vernon, just north 
of the Southern Pacific Tracks, for the purpose of constructing 
a new municipal airport to replace the now inadequate Mayse 
Field.9

In March of that year a refueling station was erected 
on the new site by Staff Sergeant Dewey Simpson of the United 
States Army Air Corps after the city had agreed to a joint 
operation with the Army.^8 This may seem strange to us today,

gIbid., January 19, 1958.
9Ibid., August 1, 1947.
10Ibid., August 4, 1957.



4
with the strict separation of civil and military aeronautics, 
but at that time the greater proportion of flying was done 
under the auspices of the United States Army. In this agree
ment the city furnished the land and the Army agreed to con
struct the buildings.

In late 1925 the Army moved a hangar from Nogales, 
Arizona, and later constructed a larger hangar along with 
an administration building and a meteorological station.il

The first widely-known figure to use the new munic
ipal airport was Charles A. Lindberg, who landed on Novem
ber 22, 1927. On November 1, 1925 the new field was given 
a name. The city council upon recommendation of the City 
Aviation Commission, which had handled the operation of the 
Rodeo Grounds site and would handle the new port, gave the 
field a name— Davis-Monthan Airport. This was in honor of 
two Tucson aviators. Lieutenant Samuel H. Davis and Lieutenant 
Oscar Monthan, who lost their lives in World War 1.1^

In 1928, boundary lights for the new field were 
installed, in hopes of getting scheduled air transport service 
to Tucson. The move was successful and on August 4, 1929, 
the "giant, fourteen-passenger plane” of Standard Airlines 
landed in Tucson at 11:15 a.m. to initiate scheduled air

^ Ibid. , August 1, 1947.
12Tucson Citizen, November 1, 1925



5
service to Tucson, "both east and w e s t " T h e  first flight 
was piloted by Jack Frye, later President of Standard Air
lines and Trans-World Airlines. In January, 1930, Tucson 
acquired feeder service as Scenic Airways Valley Airline 
initiated daily service between Tucson and Phoenix.^

By June of 1930 the municipal airport was finally 
completed, with all lights, radio towers, and operation 
buildings in. Word was also received that Tucson would be

l£a regular stop on the air mail service.
The operation of Davis-Monthan was a joint civil 

and military project with the municipal terminal at the 
southwest corner of the site. The civil administration of 
the field was handled by a non-partisan Airport Commission, 
appointed by the mayor with approval by the council. In 
1929 the commission appointed, with consent of the council,
C. B. "Bert" Cosgrove, as Tucson’s first airport manager. He 
received a salary of $150 per month for his duties.Cosgrove 
was appointed for another two-year term in 1931 but was not 
re-appointed at its expiration as it was felt his duties 
were not heavy enough to warrant the continuance of the 
p o s i t i o n . F r o m  1933 on,the civil managerial duties were

--------13----*Arizona Daily Star, August 4, 1929.
l^Ibid., January 51, 1950.
15Tu c son Daily Citizen, June 15, 1930.
l^Tucson Airport Authority, The Story of the Tucson Airport Authority, p. 4, 1958. --- *--- ---------------
l?Tucson Daily Citizen, September 17, 1931.



handled by the representative of American Airlines, succes
sor to Standard Airlines.

This seems a rather loose way to run an airport, and 
it was. However, most of the services, such as fire, police 
and maintenance were provided by the Army, thereby relieving 
the city of most of its normal duties.

The name of the municipal airport was changed in 
1931* On November 3 of that year the City Council approved 
a recommendation of the Aviation Commission that the name 
be changed from Davis-Monthan to Tucson Airport.However, 
after the Army took full charge of the field in 1941, the 
name was changed by the War Department back to Davis-Monthan, 
as it remains today.

In 1939 the storm clouds of war were gathering and 
it was rapidly becoming evident that the airplane would play 
a larger role in any new major war. It was felt by many 
that the major asset of Arizona, its sunny climate all year 
around, would also be an asset to the United States Army Air 
Corps in training of pilots and storage of aircraft. In 1959 
the aviation committee of the Chamber of Commerce decided to 
make every attempt to induce the Army to set up a full scale 
base near Tucson.

This proposal was approved by the entire chamber, and 
the aviation committee, headed by Chairman Monte Mansfield,

Arizona Daily Star. November 4, 1931.
l^Ibid., December 2, 1941.
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7
was ordered to confer with the city government on the 
possibility of attracting large Army payrolls to-the Tucson 
area. The city fathers, after much discussion, agreed to 
the committee’s plan and endorsed its efforts to secure an 
Air Force base at the municipal airport.^0

The aviation committee then proceeded to draw up a 
lengthy brochure on the advantages of a Tucson site and 
sent Chairman Mansfield to Washington to confer with Secre
tary of War Johnson and Colonel Frank Kennedy, Air Division 
head. The offer consisted of 17,000 acres of land on a 
99-year lease basis with a $1.00 option.21 All in all, 
Mansfield had to make five trips to Washington Jand needed 
considerable assistance from Senator Carl Hayden to interest 
the War Department in the Tucson site.22 jt was not until 
February of 1941 that the Army decided to accept the city’s
offer.23

In the meantime the city had not been idle. A site 
for a new municipal airport had been selected in early 1940. 
By May of 1941, negotiations had been completed with the 
State Land Department for 4,195 acres of land, just south 
of Valencia Road and east of the Nogales Highway. After the

90vMansfield, Interview, April 3, 1959.
^iRudgin, Al, Interview, June 7, 1959.
22Mansfield, Interview, April 5, 1959.
23Arizona Daily Star, February 9, 1941.



8
site had been purchased. Hud gin Air Service, one of the 
tenants at the old airport moved to what was then called 
Municipal No. 2. As the fist tenant, Hudgin was given the 
honorific title of mamger of the new field in July of 1941.
He was to continue at this post until September of 1948.
The airlines stayed at Municipal No. 1 because of the paved 
runways available there. After the Army took complete charge 
and renamed the field Davis-Monthan Air Force Base, the air
lines, through the intercession of President Smith of 
American Airlines, new Deputy Commander-In-Chief of the De
fense Air Transport Service, were allowed to stay until 
comparable facilities could be provided by the city.24

On December 7, 1941 the United States was attacked 
by the Japanese Ehipire at Pearl Harbor, and entered into 
World War II. Seeing an opportunity to bring more payrolls 
to the Tucson area, the city government induced the Consol
idated Vultee Aircraft Company to select Tucson as its site 
for a modification center. Part of the new airport was leased 
to the Federal Government for 25 years and the government 
agreed to provide suitable plant and security facilities for 
Consolidated Vultee in connection with aircraft modification.^5

During the war. Consolidated Vultee employed as many 
as 4,000 people and modified over 5,000 aircraft, mainly

^Martin, Phil J., Interview, April 6, 1959.
2^Arizona Daily Star, March 2, 1948.
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B-24 Marauder Bombers, for combat. At the conclusion of 
the war the modification contracts were cancelled and 
Consolidated Vultee ended its Tucson operation.

During the war the government spent some $6,600,000 
installing three 112,000 square foot hangars, a control 
tower, auxiliary buildings, runways, and wells.27 The site 
and its improvements lay idle, except for private flying, for 
three years. In this period the city entered into a series 
of negotiations with the Federal Government and the War 
Assets Administration for the improvements.

The history of these negotiations is a study in it
self. It points out the lack of a free flow of information 
between different levels of government when these levels are 
attempting to solve a mutual problem, and how this lack of 
information make s even a good city government look quite 
ridiculous at times. It is this series of negotiations which 
we shall explore next. 26

26Ibid., October 15, 1948.
27Ibid., March 2, 1948



CHAPTER II
THE ACQUISITION OF TUCSON MUNICIPAL AIRPORT

After the end of the Second World War the United 
States Government was left with a large amount of surplus 
materials and property. Using rare foresight, Congress, in 
June, 1944, had passed the Surplus Property Act.^ This act 
provided for the disposal, by a War Assets Administration, 
of all surplus property acquired for the war effort.

As mentioned in the preceding chapter, the Federal 
Government had leased part of the new municipal airport, 
which the City had acquired in anticipation of full-scale 
Army control over Davis-Monthan. The Government, in pro
viding facilities for Consolidated Vultee Aircraft Company, 
had erected three gigantic hangars and many miscellaneous 
buildings. It had constructed runways and aprons, drilled 
wells, installed pumps and cooling systems and set up fire 
and police facilities.

Early in 1947 the War Assets Administration offered 
these $6,600,000 worth of improvements and the remainder of 
the Federal Government’s lease agreement to the City of 
Tucson for a price of $100,000. The terms were to consist of

58 Stat., 765.

10



11
$10,000 down with the remainder to be paid at 3 per cent, 
interest over a period of ten years. On March 15, 1947, the 
City Aviation Commission recommended that the city adopt 
this liberal offer and. purchase ’’Municipal Airport No. 2”.̂

In July of that year the City Council adopted the 
recommendation and filed an application with the W.A.A. 
accepting their terms. On August 2, this application was 
approved by the Y/ar Assets Administration, with one excep
tion. The W.A.A. demanded a 4 per cent, interest rate in
stead of the 3 per cent, offered by the city.* 2 With this 
one small exception all had gone smoothly in the negotia
tions for the improvements at "No. 2". This, however, was 
merely the calm before the storm that was to break just 
three days later with the Arizona Daily Star’s announcement 
that the airport improvements and the remainder of the 
Federal Government’s lease could be acquired without cost 
to the City of Tucson. The Star reported that "a bill 
broadening the provisions of the federal law under which 
the facilities would be acquired has been signed by President 
Truman".4 This was Public Law 289.

Public Law 289 originated as Senate Bill 364, an 
Armed Services Committee bill amending the Surplus Property

^Arizona Daily Star, December 51, 1947.
2Ibid., August 3, 1947.
“Ibid., August 5, 1947
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Act of 1944. On June 26, 1947, it was introduced by Senator 
Baldwin of the foregoing committee. Its preamble describes 
it as Ma bill to expedite the disposition of government 
surplus airports, airport facilities and equipment and to 
insure their disposition in such manner as will best 
encourage and foster the development of civilian aviation 
and preserve for national defense purposes a strong, effi
cient and properly maintained system of public airports.

The bill was unanimously approved by the committee, 
after an amendment, sponsored by Senator Wayne Morse, had 
been included which would limit the use of the airport 
facilities. The Morse amendment inserted subsection 2 (A), 
which stated: "No property disposed of...shall be leased,
sold or disposed of by the grantee for other than airport 
purposes without the written consent of the Administrator 
of Civil Aeronautics.It was this amendment which gave 
the City of Tucson much of its trouble in negotiations.

The bill was explained on July 3, and as amended, 
was passed by voice vote and sent to the House. The House 
added one minor amendment dealing with form and returned the 
bill to the Senate, which concurred in the addition and sent 
the bill to the President. The bill was signed by President 
Truman on July 30, 1947, and became Public Law 289.? * 6 7

^Congressional Record, Vol. 93, p. 7680.
6Ibid., p. 8222.
761 Stat., 678.
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The effects of the legislation were threefold.

First, It offered, free of charge, surplus airports to organs 
of state and local government; second, it provided that in 
event of national emergency the United States would have the 
right to take over any facilities so granted; third, the 
Administrator of Civil Aeronautics was granted broad dis
cretionary power in determining industrial uses of facili
ties.

The first news of this enactment came on August 5.
The bill had been in the legislative process since June 26, 
and before that, it had been in the Armed Services Committee. 
It seems strange that the City of Tucson came so close to 
paying out §100,000, at interest, for a plant which it might 
be able to acquire for nothing. In fact, it was only the 
insistence of the War Assets Administration on 4 per cent, 
interest that saved the city from a firm commitment to put 
out the money. This is the first example of a glaring lack 
of inter-governmental communication.

One week after the news of Public Lav/ 289 was 
received, the City Council met to decide whether to go ahead 
on the former course of purchasing the improvements or 
waiting until the new law had been clarified by the Civil 
Aeronautics Administration. The city decided to adopt a 
’’wait and see" attitude.®

®Arizona Daily Star, August 12, 1947.
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However, on August 26, City Manager Phil J. Martin, 

Jr., received an ultimatum from the War Assets Administration 
demanding acceptance of a change in interest rates on the 
City's old offer to purchase ’’Municipal No. 2”. Martin 
wired the W.A.A. a qualified acceptance of the change in 
rates but also informed the agency that the City wished to 
amend its application so as to take advantage of the new 
law.® Word was received the next day from Representative 
John R. Murdock of Arizona saying he had been advised by 
the Washington office of the War Assets Administration that 
the City would not be forced into taking the property at 
the original offer without an opportunity to amend its 
applicat ion. On September 15, the offer was returned by 
the W.A.A. for possible amendment.

This was the situation in mid-September, at least 
between the City and the Federal Government. Inside the 
City the situation was not as clear. There were two sets 
of opinions on what should be done with Tucson Municipal 
Airport No. 2.

One opinion, that held by the Chamber of Commerce 
and its aviation committee, was that the City should take 
over the government improvements on the new site, even if 
forced to spend the $100,000 originally offered. The other

9Ibid., August 27, 1947.
10Ibid., August 28, 1947.
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opinion, as represented by William R. Mathews, editor of 
the Arizona Daily Star, was that the city should continue to 
use Davis-Monthan Field because of the high upkeep of 
"Municipal No. 2", which the Star felt was a "white elephant"-^- 

The major difference of opinion between these two 
power groups was over finances. Getting the field in shape 
for commercial transportation would cost $87,000. The C.A.A. 
had tentatively allocated $52,000 in funds for an adequate 
administration building and an improved lighting system.
Total cost to the City of Tucson would be $35,000.^

City Manager, Phil Martin, Jr., estimated the 
revenue from the new airport at $25,000 for the current 
fiscal year. Operating costs were estimated at ^63,000 for 
the part-year basis after acquisition.This would leave 
a deficit for the first year of $58,000.

On a full-year basis the fixed and permanent ex
penses would amount to $85,930. If revenue did not increase 
the City would be left with a yearly deficit of over $60,000.14 
The crux of the argument lay, then, in the ability to 
attract tenants to occupy hangars Ho. 2 and 3 and part of 
Ho. 1. Revenue with optimum rentals was estimated at

l^Mathews, W. R., Editorial, Arizona Daily Star,August 16, 1947.
12Arizona Daily Star, August 15, 1947. 
l^Ibid., August 27, 1947. 
l^Ibid., October 18, 1947.
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§158,488.^ This, however, was dependent upon the C.A.A.'s 
interpretation of the Morse Amendment, if the city were to 
acquire the facility under the new legislation.

This was the third argument, advanced by the W.A.A., 
and a few Tucsonans. If the City were to utilize the plant 
fully without harmful restrictions, it should purchase it. 
The last organized promotion of this idea, on the local 
level, ended on October 10, when the aviation committee of 
the Chamber of Commerce voted to advise the' City to use 
Public Law 289 in acquiring the improvements.^®

In late September the City Council met with Major 
G. M. Pike, Real Property Supervisor for the War Assets 
Administration. Major Pike further compounded an already 
confused situation by telling Mayor E. T. Houston that the 
City of Tucson had already purchased improvements at 
Municipal Airport Ho. 2","regardless of what anyone might ' 
think”.15 * 17 Pike said the W.A.A. expected the City to com
plete arrangements in 90 days to take over the old modifi
cation center. City Attorney T. J. Elliot offered dif
ferent data showing the City was not bound to purchase as 
was originally agreed.

15Ibid., August 27, 1947.
l®Ibld., October 11, 1947.
17Ibid., September 25, 1947
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The argument in favor of continued use of Davis- 

Monthan Air Force Base as a municipal airport was stilled 
in mid-November when the Bureau of Land Management of the 
Department of Interior denied the City’s request for re
newal of a lease agreement with the Government for the 
southwest portion of the base. However, Colonel J. C. Selser, 
Commanding Officer at Davis-Monthan, advised the City that 
the Air Force had no objection to American Airlines' use of 
the field on a temporary basis.

The City’s choice was now narrowed to "No. 2" or 
nothing. If the City wished to have an airport the only 
real question left was whether to purchase the facility or 
use Public Law 289. Realizing the need for a concrete 
decision in the matter. Mayor Houston called a special 
meeting of the City Council with representatives of the War 
Assets Administration, the Civil Aeronautics Administration, 
and the City Aviation Commission to "discuss in detail the 
acquisition of Tucson Modification Center"

The emergency session, designed to reach a concrete 
decision, met November 20, and ended with Mayor Houston 
asking for a three-month extension of the W.A.A. deadline 
of December 11. The meeting was not a failure, however, as 
it brought to light many hitherto unknown facts concerning

IQlbid., November 16, 1947.
l^Ibid., November 18, 1947.



acquisition of the modification center. First, it became 
clear that even the top heads of the C.A.A. did not know 
to what use some of the buildings involved might be put. 
Second, if the city took the field under Public Law 289, 
certain restrictions would be imposed by the C.A.A. on the 
use of the buildings. However, the C.A.A. representatives 
could shed no light on what those restrictions might be. 
Third, the War Assets Administration, represented by Major 
Pike, still insisted the City was bound to take over the 
Airport, either by pur chase or under the new law. Fourth, 
the City lacked funds to maintain the Airport even if it got 
it for nothing since no funds were included for the Airport 
in the budget.

The financial problem was laid to the State Budget 
Limitation Law prohibiting more than a 10 per cent, increase 
over a previous year’s budget. Therefore, revenue taken in 
at the port would go into the general fund, but expenditures 
could only be made from money already allotted to other 
departments.

The only solution to the City’s financial problem 
was offered by Roy Drachman of the City Aviation Commission. 
Whether the Airport was acquired for nothing or by purchase, 
it could be immediately leased to an outside operator, 
probably the Chamber of Commerce. This would relieve the 
City of including funds in its budget to run the facility.

20Ibid., November 21, 1947.

18



19
This tentative solution, offered November 20, 1947, 

was the first mention of what was to become the Tucson 
Airport Authority.

A further boost for acquisition under Public Law 
289 was given by the Civil Aeronautics Administration in a 
letter to Mayor HoustonoiDecember 4. The C.A.A. promised 
that a broad interpretation of the term Mindustrial purposes" 
would be given so that some uses might develop that could be 
considered borderline. "It is our interpretation of Public 
Law 289", wrote Charles S. Benson, C.A.A. District Airport 
Engineer, "that in the event these buildings cannot be fully 
utilized without the development of industrial uses, this 
interpretation will permit the City to develop and encourage 
industrial commitments".^*

Pressure was also applied to the City by American 
Airlines. The airline was granted an extension to use 
Davis-Monthan Field until March 31, 1948. American Airlines 
wired the City Manager that it is "imperative that facilities 
previously discussed be provided at Tucson No. 2 Airport as 
expeditiously as possible.".22

In early February the City Aviation Commission, 
which had recommended that the City acquire the facility 
under Public Law 289, reviewed the situation and brought

23-Ibld., December 5, 1947.
^Ibid., December 31, 1947.
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out some interesting new points. The Commission was informed 
by the C.A.A. that the law required that revenues and 
operating funds for the airport must be kept in a separate 
account. Under the City Charter all revenues had to go into 
the general fund. Thus, the City could not qualify for 
acquisition under Public Law 289.23

This left only two solutions to the problem of 
acquisition--either the city had to purchase the improve
ments as originally offered, or the City could take the 
facility under the new law and immediately lease it to an 
outside operator as suggested in the November 20 meeting.
The situation was complicated by the fact that if the City 
purchased the site, a special levy had to be approved by the 
State Tax Commission, and the 10 per cent, budget increase 
law must be modified by the legislature.

The Commission set up a sub-committee to study the 
possibility of forming a non-profit corporation to operate 
the Airport. Under this plan, funds could be kept separate 
from the general fund, and therefore, meet the Federal 
requirements.Thus, the Authority idea got another boost.

With time running out on the extension granted the 
City by the War Assets Administration, Mayor Houston called 
a special executive session of the City Council for Thursday,

23%bid., February 5, 1948.
24Ibid
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February 26, 1948, to hear various:- views concerning acqui
sition. Representatives of Chamber of Commerce and the Civil 
Aeronautics Administration met with City heads in what was 
termed by the Arizona Daily Star as a "heated discussion".^ 
Bob Schmidt of the C.A.A., later Tucson Airport Manager, 
told the group that there had been "too damn much monkeying 
around" on the acquisition question and that the City had 
better"bake up its mind one way or another".26 Schmidt 
said he had never before encountered "such confusion, uproar 
and delay" and threatened that if it continued it might 
lead to the Federal Government’s selling all the buildings 
at the former modification center and delivering the "bare 
airport" back to Tucson.2?

Whether it was Schmidt’s insistence or the fact 
that time was running out for the City, the City Council, 
at its next regular meeting, Monday, March 1, voted unani
mously to take over Municipal Airport Mo. 2 under U. S.
Public Law 289.28 At the same time Mayor Houston appointed 
three councilmen to a special committee to work toward 
setting up a non-profit transportation corporation. This 
corporation would manage the airfield and therefore take its

25Ibid., March 2, 1948.
26Ibid.
27Ibid.
28Ibid
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operation out of City hands and eliminate the need for 
taking operating costs out of the City budget. Councilman 
Dr. S. T. Adams, Forrest Priser and J. 0. Niemann and City

pQManager Martin were named to the special committee.
Thirty days after the decision to take the airport. 

Mayor Houston was authorized to sign an application to the 
W.A.A. for acquisition of all buildings and personal property 
on Tucson Municipal Airport No. 2, at no cost.30 This 
application differed from the one tendered in July, 1947, in 
one other important respect. . The original application, 
under which the City offered §100,000, excluded some §50,000 
worth of personal property J It was not until this late 
date that Major Pike of the W.A.A. gave the City this 
information. The application was accepted April 19, 1948, 
and the City was back in the airport business.

This final decision culminated nine months of 
negotiations, sometimes confused, sometimes hectic, between 
the City and Federal agencies— negotiations which demon
strated the need for improved communication between the 
different levels of government.

First, the City was unaware of the possibility of 
acquiring the airport at no cost when it made its appli
cation to the War Assets Administration. It was not informed 29

29Ibid.
50Ibid., March 30, 1948



25
by Senators Hayden or MacFarland, or by Representative 
Murdock, of the existence or progress of Senate Bill 564.
It was not informed by the War Assets Administration, set 
up by the Surplus Property Act of 1944, of this important 
amendment to that act—-even though it was already law when 
that agency accepted the City's application for acquisition 
on August 2, 1947,

Second, the lack of agreement between the field 
agents and the head offices of the C.A.A. and the W.A.A. 
confused and lengthened the negotiations. The statements 
of Major Pike and the field representatives of the C.A.A. 
concerning status and use of the buildings, confused the 
situation rather than helped it.

Third, there is evidence of a lack of knowledge 
within the City government. Why was an offer made to 
purchase with no funds set aside in the budget to purchase, 
let alone put the facility in operating condition and run 
it? Why was it not discovered earlier than February, 1948- 
that the City charter regulations concerning money conflicted 
with Public Law 289 so as to make the City ineligible to 
operate the port? The answer can only be inefficiency at 
the local level with a lack of effective inter-departmental 
communication.

Fourth, the City was evidently expected to guess 
exactly what it was bidding for, as indicated by the W.A.A.*s 
statement of March, 1948 that some #50,000 worth of personal
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property was neglected in the original application.

Local opposition to acquisition also tended to 
slow the negotiations. However, by the time the final 
papers were signed all major opposition to the project 
had faded. In fact, Mr. Mathews, of the Star, an early 
opponent of acquisition, called the completed arrangements 
”a commendable program"^^ and "a good job, well started”

At least it was started, as now the City had the 
site, with $6,600,000 worth of improvements, and a group 
was being organized to run the port, once put in shape by 
the City.

^•Mathews, W. R., Editorial, Arizona Daily Star, March 5, 1948.
32Ibid., June 3, 1948.



FIGURE I
ESTIMATE OF FIRST YEAR COSTS AND PROSPECTIVE

TUCSON MUNICIPAL AIR PORTI

CO STS
FIELD OPERATION
Runway Repair and Lights 
Manager and Secretary 
Traffic Tower Maintenance 
Airport Area Personnel 
Utilities 
Water
TOTAL FIELD OPERATION COSTS
MODIFICATION PLANT
Assistant Airport Manager
Maintenance Crew
Fire Guard
Utilities
Miscellaneous
Insurance
TOTAL MODIFICATION PLANT COSTS 
TOTAL COSTS

REVENUES
Daily Land!ngs 
Airlines Space Rental 
Sky Chef Space Rental 
Sky Chef Concession 
Schools and Gas Sales
TOTAL REVENUES

TOTAL DEFICIT

^Arizona Dai ly Star, October 13, 1947.

REVENUES

$ 7,500.00
6,000.00

500.00 
17,800.00
2,600.00
800.00

$35,200.00

$ 3,000.00
15.600.00
10.500.00 
9,650.00 
2,000.00

10.000 .00

$50,730.00
$85,950.00

$ 4,548.00
4.700.00
4.340.00
1 ,000.00
9.496.00

$24,084.00

$61,846.00
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OPERATING STATEMENT, TUCSON MUNICIPAL AIRPORT 
OCTOBER 15, 1948 TO SEPTEMBER 30, 1949*

FIGURE II

COSTS

MAINTENANCE AND REPAIRS
Field Area
Hangars
Lighting
Utilities
Public Areas
Terminal Building
Siding Building and Machine

# 1,293.52 
1,249.07 
2,599.43 

916.99 
1,806.83 
4,366.21

Shop 2,165.94
TOTAL MAINTENANCE AND REPAIR COSTS #14,397.99
GENERAL AND ADMINISTRATIVE
Salaries and Wages 
Supplies and Materials 
Utilities 
Other Expenses

#28,863.90
2,866.09
13,083.60
6,988.17

TOTAL GENERAL AND ADMINISTRATIVE COSTS $51,801.76
REVENUES

Rental of Hangars 
Flight Fees
Other Aviation Revenues 
Terminal Building Rentals 
Concessions
Management Sales and Services 
Miscellaneous Revenues

#13,482.69
8,371.26
1,795.00
3,173.75
7,866.29
12,988.27
1,037.96

TOTAL REVENUES $48,715.22

TOTAL DEFICIT #17,484.53

~-Tucson Airport Authority, Annual Report, 
September 30, 1949.
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OPERATING STATEMENT, TUCSON MUNICIPAL AIRPORT 
OCTOBER 1, 1957 TO SEPTEMBER 30, 1958*

COSTS

FIGURE III

MAINTENANCE AND REPAIRS
Field Area $22,076.26
Hangars U,587.08
Lighting 791.02
Utilities 2,606.^9Public Areas 7,676.52
Terminal Building 2^,933.86
Siding Buildings and Machine Shop 5,850.09Service Equipment 13,122.16
TOTAL MAINTENANCE AND REPAIR 'COSTS $81,643.48
GENERAL AND ADMINISTRATIVE
Salaries and Wages $88,868.94Supplies and Materials ,3,151.09Contractual Services. 47,177.63Other.Expenses 95,842.18
TOTAL GENERAL AND ADMINISTRATIVE COSTS $235,039.84
TOTAL OPERATING COSTS $316,683.32

REVENUES
Rental of Hangars $61,755.27Flight Fees 45,000.00
Other Aviation Revenues 16,112.69Terminal Building Rentals 22,083.56Concessions 80,563.07Management Sales and Services 251,760.55Miscellaneous Revenues 4 ,242.16
TOTAL REVENUES $481,517.30
NET INCOME BEFORE DEPRECIATION $164,833.98
DEPRECIATION 159.000.61
NET INCOME FOR THE YEAR $ 5.833.37

*Tucson Airport Authority, Annual Report. September 30, 1958•



CHAPTER III

FORMATION, STATUS, AND GROWTH OF THE AUTHORITY

The several alternatives facing the City at the 
start of negotiations for "Municipal No. 2" were effec
tively narrowed down to one real choice. This was to 
acquire the improvements and then lease the entire site 
to an out side agency. In accordance with this solution. 
Mayor Houston had appointed a special Council sub-committee 
to work with the aviation committee of the Chamber of 
Commerce to set up such an agency.

On March 25, 1948, this agency' was established as 
the Tucson Airport Authority, a non-profit civic corpora
tion. At the opening of the organizational meeting,
Monte Mansfield was elected temporary chairman and 
C. Edgar Goyette was named temporary secretary. As the 
articles of incorporation were already prepared, there 
was little debate and the meeting ended with almost 
complete approval of the proposed articles* Altogether, 
fifteen members of the Chamber of Commerce were listed as 
officers and incorporators. These were Monte Mansfield, 
Matt Baird, Frederick Stofft, C. E. Goyette, Louis Felix,
J. B. O'Dowd, Leon Levy, C. Wayne Clampitt, W. A. Small,
J. M. Proctor, Harold Steinfeld, J. F. Houston, L. P. 
Hermes, Henry Jaasted, and Lee Little.

28
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The major purpose of the Authority was "the develop

ment and promotion of transportation and commerce by air 
in the state of Arizona...and encouragement of all forms 
of air transportation into and out of the City of Tucson".^ 
The Articles were approved by the Arizona Corporation 
Commission on April 12, and the Tucson Airport Authority 
was ready for business.

Before the newly created Authority could take over 
the operation of the field, the City had to put it in 
condition for commercial transportation. The first problem 
was money. This was partially resolved by the State Tax 
Commission when it approved, on April 12, Tucson’s 
emergency request for permission to spend $200,506 over 
and above its budget. Of this total, $67,000 was to be 
allocated for improvements, repairs and alterations of 
the airport.2

On April 29 the Civil Aeronautics Administration 
recommended to Congress that a grant of $52,000 be made 
to the City of Tucson to pay part of the cost of convert
ing hangar No. 1 into a terminal and for overhauling the 
field lighting system. This was to produce the rest of 
the money needed.

1Tucson Airport Authority, The Story of the Tucson Airport Authority, p. 5.
^Arizona Daily Star, April 13, 1948.
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The engineering firm of Blanton and Cole, however, 

estimated on May 12 that the cost of conversion would come 
to $121,000*® At its next meeting the council requested 
the C.A.A. to ask Congress for an increase of $12,792 
above the $52,000 grant already recommended.^ The C.A.A. 
complied and the money problem was temporarily solved.

On June 1, 1948 the City of Tucson took over custody 
and accountability for the airport pending transfer of 
title by the War Assets Administration.* 4 5 6 The title was 
transferred two months later and the City of Tucson now 
owned the airport and all improvements. Bids for modifi
cation of buildings were called for on June 1. On 
June 25 the contract was awarded to the M. I. Pose 
Construction Company of Tucson with a low bid of $102,995, 
considerably less than the $121,000 previously estimated.®

In August, 1948 the Air Force notified the City that 
all commercial operations at Da vi s - Mon than Air Force Base 
must cease by October 15. This meant that American Airlines, 
Sky Chef Restaurant, the Weather Bureau and the C.A.A. 
must be moved to the new airport by that date. October 15

2Ibid., April 30, 1948.
4Ibid., May 13, 1948.
5Ibid., May 18, 1948.
6Ibid., June 2, 1948.
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was therefore set as the target date for official transfer 
of the field to the new Airport Authority.

Modification work at the new airport was progressing 
rapidly and by mid-September the field was ready for 
operation. On September 1, 1948 the T.A.A. hired Robert 
W. F. Schmidt, former Superintendent of Airports for the 
C.A.A., as Airport Manager.^ Schmidt spent his first 
month and a half working with city officials on a lease 
agreement and administrative change-over of the airport.

Negotiations between the Authority and the City 
concerning a lease agreement were completed by early 
October. The way was paved for final approval by the 
enactment on October 13 of Ordinance No. 1173, authorizing 
Mayor E. T. Houston, on behalf of the City, to enter into 
the proposed base agreement with the Tucson Airport 
Authority.7 8 The next day the City and Authority executed 
a twenty-five year lease agreement for the new Municipal 
Airport. The Authority was now in business.

The lease provided for rental payments to the City 
of $1.00 per year for the first four years. After, that 
time the rental was to consist of all gross operating 
revenues of the Authority, remaining after deducting the 
following items:

7Ibid., June 26, 1948.
®Schmidt, R. W. F., Interview, November 18, 1958.
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(1) The expense of the Authority directly attribu
table to the operation and maintenance of the airport and 
air terminal, without deduction, allowance, or provision 
for depreciation.

(2) Interest at the coupon or stated rate upon 
outstanding Authority bonds issued for airport and air 
terminal purposes.

(3) Amounts required to be paid into sinking funds 
annually for the redemption of sinking fund bonds issued 
for airport and air terminal purposes.

(4) Amounts required for serial maturities of bonds 
issued for airport and air terminal purposes.’

(5) Amounts required to pay principal and interest 
on all other outstanding obligations incurred or assumed 
by the Authority for airport and air terminal purposes.

(6) Amortization (upon a 25-year basis) of Authority 
funds, but not interest (other than bonds and other 
obligation proceeds or Federal, state, or city grants) 
expended upon capital improvements at the airport or air 
terminal.

(7) A reasonable amount for operating and maintenance 
reserves.®

The lease also included provisions concerning 
approval of biennial budgets for the Authority by the City, 9

9Tucson Airport Authority, o£. cit., p. 9.
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an option on the part of the Authority to extend the lease 
agreement for an extra twenty-five years, the Authority’s 
duty to make repairs when needed, bids on all expenditures 
in excess of $2,500, annual accounting to the City, police 
and fire protection to be supplied by the Authority,
Federal aid and the City's willingness to cooperate in 
securing such aid, and termination of the lease by either 
party.

On June 21, 1951 the Authority informed the City that 
it wished to extend the lease for the additional twenty- 
five year period as specified in the original agreement.
On July 16 this move was approved by the Council. This 
made the new date of expiration October 15, 1998.

October 15, 1948, the day after the lease agreement 
was signed, marked the official opening of the new Tucson 
Municipal Airport. An American Airlines DC-6 taxied up to 
the new teminal that morning and was met by numerous 
dignitaries. After the commemorating ceremonies were over, 
the new Authority sat down and got to work on the problem 
of putting the huge operation in the black.

Before continuing it would be wise to discuss the 
legal status of the Tucson Airport Authority. Certain facts 
concerning the Authority were immediately apparent. These 
were that: (1) The Authority was a closed, non-profit
civic corporation, incorporated under Arizona law for the 
purpose of owning and operating airports and landing
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fields and developing aviation in general in Southern 
Arizona. (2) Membership in the Authority was by vote of 
the existing members, with a three-fourths vote necessary 
to elect. (3) The Authority had entered into a lease 
agreement with the City of Tucson to operate Tucson Munic
ipal Airport. (Ij.) Ihe only real ties to the City in the 
lease were in budgeting and accounting as long as the 
airport was operated for the use and benefit of the public. 
However, until decisions by the State of Arizona and 
agencies of the federal government had been reached, the 
exact legal status of the Authority was in doubt.

The first relevant decision affecting the T.A.A. 
came from the U. S. Treasury Department. On December 6, 
19^9* in a letter to Authority President Monte Mansfield, 
Deputy Commissioner C. W. Stone informed the Authority that" 
"it is the opinion of this office that you are an activity 
of the City of Tucson, a political subdivision of the State 
of Arizona and you are not, therefore, subject to Federal 
income tax."^

The next clarification of status came in March, 1952 
when House Bill 221 of the second session of the Twentieth 
Arizona Legislature was signed into law. This bill pro
vided that:

10Ibid.. p. 11.
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Any county or incorporated city or town shall have 

power to:...Enter into agreements,...with any person, 
firm, or corporation engaged in the air transpor
tation industry, for the establishment or maintenance 
of airports,...Whenever any incorporated city shall 
have leased land owned by it to a non-profit corpora
tion for airport purposes pursuant to a lease agreement 
...each such lease agreement as it now exists or may 
hereafter be amended is validated, confirmed and de
clared to be binding and effective in accordance with 
its terms and every non-profit corporation which is a 
lessee pursuant to any such lease agreement is hereby 
found, determined and declared to be a validly organized 
and existing body politic and corporate carrying out 
its corporate purposes in all respects for the benefit 
of the people of the State of Arizona,...and every such 
non-profit corporation is further declared to be exempt 
from property taxation by the State of Arizona or by 
any other agency thereof, and validly to possess and 
exercise police powers and other governmental powers on 
the terms, restrictions and agreements provided in said 
lease agreement, and such non-profit corporation may 
issue bonds and incur obligations and pledge its revenues 
as security for the payment thereof...11

In line with this act of the legislature, George
E. Duemler of the U. S. Department of Labor informed the
Authority on January 20, 1953 that "That legislative act
gives the Tucson Airport Authority the status of a political
subdivision of the State of Arizona so that it properly
should not be an employer as that term is defined in
section 3(d) of the Pair Labor Standards Act".^

This status of a public agency of the State of
Arizona has been also confirmed by the State Attorney

11Ibid., p. 17.
Ibid., p. 21.12
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General's office,^ the State Land Department,^ .and the 
Arizona Supreme Court.^ In addition the Bureau of Internal 
Revenue, In May, 1956, held "that the Interest on the obli
gations to be issued by the Authority will be excludable 
from the gross income of the recipient for federal income 
tax purposes.

From these rulings, opinions, and other data it 
seems safe to draw the following conclusions concerning 
the legal status of the Tucson Airport Authority:

(1) While a closed corporation, it is an organ of 
local government in every respect except that it lacks the 
power to tax.

(2) While the Authority appears to be a private 
corporation with a public purpose, it is "a public arm of 
the State and its officers perform a public rather than 
private function".^

(3) While tied to the City of Tucson in regard to 
Tucson Municipal Airport, the Authority is an agency of the 
state in dealing with the federal government and other state 
agencies.

13Ibid., p. 23.
•̂ Ibld.
15Hertz Drive-Ur-Self System v. Tucson Airport 

Authority. 8l Ariz. 60 (1956).
^Tucson Airport Authority, op. cit., p. 26. 
^ Hertz v. T.A.A.. 8l Ariz., 82 (1956).
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After taking over Tucson Municipal Airport on 

October 15, 1948 the Authority faced new problems. There 
were many unforseen expenses, resulting from the condition 
of the hangars which had lain idle since 1945. In the 
words of Fred Stofft, past president of the Authority,
"The roof leaked, the wiring was shot, and the runway
needed improvement-- we had to play it by ear for some
time" .-*-8

A related problem was that of money— -money to 
provide the needed repairs and to cover the operating 
expenses. This was solved by sale of ^22,000 worth of 
five-year, 4. per cent, revenue bonds. These bonds were 
quickly sold and the money problem was solved for the 
moment. Another source of income developed when the 
Authority, on November 15, 1948, began the sale of gaso
line to airport tenants and private aircraft.-*-®

To produce the revenue to both pay off the bond 
issue and to provide a continuing source of revenue, it 
was necessary to attract businesses to rent the huge 
hangars and other buildings. The T.A.A. was helped by a 
favorable ruling of the Civil Aeronautics Administration 
early in 1949 opening all space to any form of business as 
long as the revenues went to aviation. By 1950 the

-*-®Stofft, F. R., Interview, April 21, 1959. 
l^Tucson Airport Authority, ojd. cit., p. 3.
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Authority had such tenants as a roller rink, a plating 
works, a model boat-kit plant, Canada Dry Bottling Company, 
Burr-Leigh Company, Wooster Felt Pad Company, and Tucson 
Aviation Company.^0

In April of 1950 the "big renter" which the T.A.A. 
had been seeking was located. On April 19, 1950, Grand 
Central Aircraft Company of Glendale, California signed a 
ten-year lease with the Authority and took over hangars 
No. 2 and 5. Grand Central had received a government 
contract amounting to $6,250,000 to modify B-29 long-range 
bombers. The first flight test was held October 16, 1950.
It was a success and employment rose from eighty-eight to 
5,000 men and women from the Tucson area.21

In June of 1950, Frontier Airlines, a merger of 
Monarch Airlines, Challenger Airlines, and Arizona Airways, 
was awarded the feeder line service to and from Tucson and 
joined American Airlines as Tucson’s second airline.

In late 1950 negotiations were started with the Hughes 
Aircraft Corporation for a Tucson plant site. The T.A.A. 
made every effort to induce Hughes to settle in Tucson. The 
Authority spent $460,000 in attracting the new plant. It 
built water lines to the site, a one and one-half mile 
railway spur, sewer lines, fences, and a two and one-half

^Arizona Daily Star. February 24, 1955.
21Ibid.
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mile road across airport property. It also paid $75,000 
to the Tucson Gas, Electric Light and Power Company for half 
the cost of putting in power lines to the site. In addition, 
the Authority deeded 2,430 acres of land to the Hughes 
Company for $121,500. This is a cost of only $50 per acre.22 

The negotiations were successful and on February 2, 
1951 the ground was broken for the $9 million Hughes Plant. 
The plant was occupied November 15, 1951 and almost imme
diately added 1,500 new employees. By 1955 over 3,000 
were employed by Hughes.22

In October of the same year Grand Central won 
another modification contract from the Federal Government, 
this time for modifying B-47 jet bombers. In conjunction 
with this contract the Federal Government supplied the 
Authority with funds for a 5,700 foot runway addition, in 
order to allow the jets to take off and land. Work was 
started in March of 1952, and when completed gave the Tucson 
Municipal Airport a 12,000 foot runway, the longest civil 
runway in the United States.24

With the close of the Korean War, the Grand Central 
contracts were cancelled and the Company was forced to close 
its Tucson operation. Another renter for the major hangars 
was sought. Negotiations were started in late 1953 with

22Ibid.
23ibid.
24Ibid.



40
numerous aircraft companies. Most, however, felt the 
hangars too large for their operations. No special induce
ments were used in securing a new tenant; all the T.A.A. 
had to offer was two large hangars, part of a third, and 
the improvements made by Grand Central, which would be a 
cost to a new tenant as they would have to be purchased 
with the unexpired portion of the lease. Even with these 
adverse factors the hangars were soon occupied once more.
In April, 1954, Douglas Aircraft Corporation, of Santa 
Monica, California purchased the Grand Central lease and 
most of its local assets at a cost of approximately 
$1,500,000.^ Douglas then signed a lease with the Authority, 
at a lower return than provided by Grand Central but with 
more expected stability.26

Douglas was attracted by available facilities, the 
long runway for work on jets, the large hangars, and the 
existence of a ready pool of skilled labor. There was a 
considerable selling job done by the Authority, but there 
were no monetary inducements as had been offered to Hughes.27

In fact Hughes Aircraft has been the only company 
which has received concessions from the T.A.A. In early

25ciawson, Ben, Plant Manager, Douglas Aircraft 
Corporation, Interview, June 5, 1959.

26The stability hoped for by the Authority has not 
developed- as Douglas plans to end all Tucson operations by September, 1959.

27Clawson, Interview, June 5, 1959.
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1956, Hughes and the Authority came to an agreement concern
ing the expansion of the Hughes Tucson plant* Under this 
agreement the Authority would construct, at a cost of 
approximately $1,000,000, a new building, on T.A.A. land, 
to house a modern warehouse. This building would be leased 
to Hughes Aircraft for a period of ten years. All funds to 
be used for construction of the building were to be borrowed 
through the issuance of long term revenue notes maturing in 
not more than ten years.28 The new addition was completed 
by early IS58. In retrospect, it seems that this was a very 
wise move on the part of the Authority for today Hughes is 
the state's largest private employer, employing over 5,500 
Tucsonans.29

In October, 1948 the T.A.A. inherited seven tenants, 
American Airlines, Sky Chef Restaurant, Hudgin Air Service, 
Tucson Aviation Company, and others. Today the T.A.A. has 
contractual arrangements with twenty-two tenants and 
concessionaires, not including straight rentals of hangar, 
storage, and tie-down space. It seems a credit to the 
Authority that of all the tenants it has or has had, it has 
only had to offer financial inducements to one firm--Hughes 
Aircraft Company. * 29

28Tucson Airport Authority, o£. cit., p. 26.
29Tucson Airport Authority, The Matter of the

Southern Transcontinental Service Case, before the Civil Aeronautics Board, p. 5.
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The tenants who were attracted to the field cite such 

reasons as, "The Authority is run on a businesslike basis, 
and this is a growing airport in a growing t o w n " a n d  
"This is a virgin business. The growth potential here is 
double barreled; both in the City and aviation".*^ Good 
management, climate, availability of labor, and location 
were other reasons cited by tenants of the Authority as to 
why they settled on Tucson Municipal Airport.

In any event the Authority, either through financial 
inducements, good management, or the other reasons noted 
above, has been successful in expanding the airport through 
the attraction of new aviation industry. Revenues from 
hangar rentals increased a total of $48,272.58 in the ten- 
year period of 1948 to 1958.32 jn the same period, flight 
fees increased a total of $36,628.74, and rentals in the 
terminal building a total of $18,909.81. In addition, the 
deficit total shown the first year has, since 1950, been 
erased and replaced by a consistent profit.33

30Hixon, William, President, Mercury Flying Service, 
Interview, June 1, 1959.

31DonaId, Henry, President, Donald Aircraft Company, Interview, June 3, 1959.
32por a breakdown of costs and revenues for periods 

1948-1949 and 1957-1958, see Figures 2 and 3.
33The rather low net profit figure shown in Figure 3 

is misleading as the policy of the Authority has been to put 
most of the income into improvements.
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In attempting to attract new industry to Tucson 

Municipal Airport, mainly industries concerned with occu
pancy of hangars number 1, 2 and 3, the Authority has set 
up a committee structure to handle the negotiations.
Handling the physical side of negotiations is an operations 
committee, which surveys all field operations and makes 
recommendations concerning field improvements, parking 
facilities, runway lighting, and leases. A finance commit
tee handles the biennial budget and approval of major expend 
itures beyond the budgeted amounts. The major part of the 
negotiations are handled by a special projects committee 
whose duty is to contact prospective major tenants and enter 
into contract negotiations with these prospective tenants. 
This committee also works closely with the first two in the 
negotiating stage. Rounding out the committee structure is 
a public relations committee, whose duties are self-explana
tory.

The committees are chosen by the President of the 
Authority, with approval of the Board of Directors. At 
least one Director is on each committee, and each member is 
on at least one committee.

Aside from the attraction of new industry and 
perhaps more important, to the City as a whole, was the

^Stofft, F. R., Interview, July 14, 1959.
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acquisition, by the Authority, of greater air service to 
and from the City of Tucson. Until 1956, American Airlines 
held a virtual monopoly over Tucson long distance air 
transportation. Self-assured in its position, American had 
allowed customer service to deteriorate, refused to handle 
certain shipments, such as live animals, and offered no 
coach service into and out of Tucson. It was felt that 
American needed a competitor in order to spur it to better
service.35

In late 1955 negotiations were initiated with 
Trans World Airlines to provide four schedules a day, three 
of them coach, to such points as Los Angeles, Wichita,
New York, and Washington. T.W.A. was receptive to the idea, 
but the plan still had to be approved by the Civil Aeronau
tics Board, the Federal agency in charge of granting routes.

A preliminary hearing was held in Tucson on January U, 
1956 by C.A.B. examiner William J. Madden. At this hearing 
T.A.A. officials, city officials, and interested citizens 
testified in favor of the move with American Airlines 
opposed. The C.A.B. counsel had previously recommended 
adoption of the plan, and examiner Madden did the same after 
the January hearing in Tucson.36

3°Tucson Airport Authority, The Service to Tucson 
Case, before the Civil Aeronautics Board, p. 2.

36%bid., p. 5.



The institution of increased service was approved 
by the C.A.B. in March, 1956, and on December 1, 1956 the 
first T.W.A. flight landed at Tucson Municipal Airport.
Tucson now had two major airlines and one feeder line to 
service the City and Southern Arizona.

In late 1957 the growing importance of Fort 
Huachuca to the Tucson trade area prompted Millard "Babe" 
Clements, President of Tucson Aviation Company, to apply 
with the C.A.B. for local air service to Phoenix, Nogales, 
and Fort Huachuca under the name Apache Airlines. This was 
granted, and on January 26, 1957 service was started to 
these points. Today Apache offers twenty-four schedules a 
day to these and other Southern Arizona points.

It is evident that the Tucson Airport Authority has, 
in the past ten years, displaced the earlier fears of 1947-48 
that it would be impossible to acquire enough tenants to 
provide a steady source of income. In addition, the Authority 
has been successful in securing increased air service to the 
Tucson and Southern Arizona area.

Aside from the development of Tucson Municipal 
Airport the T.A.A. has attempted to acquire other fields 
in order to weave a pattern of facilities of differing size 
and function to serve the Tucson area. The first step in 
this direction was taken in July, 1951. In that month the 
Authority, acting as an agent for the City of Tucson entered

45



into negotiations with the State Land Department for the 
idle Ryan Field, 16 miles southwest of Tucson, on the Ajo 
Road.

Ryan Field had been taken over by the Army Air 
Force in World War II for use as a pilot training center.
It had been turned over to the State by the War Assets 
Administration under Public Law 289 on October b» 19^9, and 
had lain idle until 1951*

The negotiations were successful and on August 1, 
the T.A.A. and the State entered into a ten-year lease for 
the field. Although the Authority was immediately success
ful in leasing five of the buildings to two new tenants in 
the first three weeks, it soon became apparent that the 
short term of the lease agreement was a barrier to long- 
range development.

As a consequence, in May, 195U the Authority applied 
for a ninety-nine year lease, as an agency of the State of 
Arizona. The new lease application was approved by the 
State Land Department, and was formally signed on July l6.^

The new agreement called for a rental to the State 
of, ”$.05 (five cents) per acre per annum plus 10$ (ten 
per cent.) of the new profits".3® Since 1954 the development 37 38

37 Tucson Airport Authority, The Story of the Tucson 
Airport Authority, p. 23.

38Ibid.
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of Ryan Field as an auxiliary to Tucson Municipal Airport

30has progressed, but not as rapidly as was hoped for. ^
In a 1954 court case between the City of Tucson and 

the Authority over the rent due the City, the Pima County 
Superior Court determined that the revenues from Ryan Field 
were not to be figured in the rent due the City of Tucson. 
This was because the Authority had acted as an agency of 
the State in leasing that field.

On two other occasions the T.A.A. has attempted to 
acquire other sites in its plan of area-wide development, 
but has been unsuccessful. As of now the Authority is 
negotiating with Arthur Pack, owner of the Freeway Airport, 
on Tucson’s North side, but no conclusive agreement has been 
reached.

Since October, 1948# the Authority has also made 
many physical improvements on Tucson Municipal Airport. The 
latest and most prominent is the new Tucson tower. The tower 
was completed in 1958 at a cost of about $650,000 and houses 
the administrative offices of the T.A.A., the U. S. Weather 
Bureau, the C.A.A.-F.A.A., and flight line services for 
transient aircraft.

The earliest improvement under Authority auspices 
was the construction, in February 1951# of a fire station, 39 *

39In 1958 Ryan Field showed a net loss of $7,212.
^Stofft, F. R., Interview, April 21, 1959*
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maintenance shops, a ramada, and car storage facilities.
Soon after, the length of the major runway, number 12-30, 
was increased from 6,300 to 12,000 feet, giving it a sea 
level equivalent length of 8,571 feet.^ In 1957-1958 
a taxiway was constructed, paralleling the long runway for 
the full 12,000 foot distance.

Since 1951 the Authority has been steadily con
structing a series of additional hangars. Hangars No. 4,
6, 7, 8, and 9 have been erected in these years. The most 
expensive and most modern is hangar No. 8 on the east side 
of the field which cost ^110,000.^  It is presently leased 
to Mercury Flying Service Company. The most recent addi
tions are under the title of hangar no. 9. These are really 
a number of small plane-ports, on the west side of the field, 
which are rented to owners of private aircraft.

Another major physical improvement has been the 
acquisition of approximately 400 acres of land, over a 
period of years,to provide space for the projected extension 
of runway 12-30 from 12,000 to 15,000 feet. The last parcel 
of this land, consisting of sixty acres, was acquired in 
1958 at a cost of $180,000.43 The year 1958 also brought * 42

41Schmidt, R. W. F., Interview, July 15, 1959.
42Ibid.
4^Minutes of the annual meeting of the Tucson 

Airport Authority, January 12, 1959.
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the completion of the new Air National Guard installation, 
costing over $2 million. This, however, cost the Authority 
nothing as the entire cost was met by the Federal Government.

Other major improvements have been the east side 
drainage canal, part of the cost of which v/as; borne by the 
Air National Guard, improved runway lighting, the surfacing 
of an access road from the Tower to South Tucson Boulevard 
and as was mentioned above, the new Hughes warehouse.

There have been many changes in Tucson Municipal 
Airport since the Authority took possession. The question 
which naturally arises is: how have they been paid for?
Most of the cost of the improved features was borne by the 
Authority. Money was budgeted from estimated revenues, 
accrued revenues, and bond issues. However, many of these 
improvements would still be in the planning stage if not 
for such government programs as: DLAND, DC LA and FAAP.^
These initials designate the federal aid programs which 
materially affected the growth of Tucson Municipal Airport.

Federal aid to airports is not new. As far back 
as the late 1620* s the Federal Government has been aiding 
airports at the local level. In February, 1930 the Davis- 
Monthan Airport in Tucson received a total of ^6,705 for the 
erection of radio towers south of the airport and for 44

44DLAND stands for Development of Landing Areas for National Defense. DCLA stands for Development of Civil 
Landing Areas. FAAF stands for Federal Aid-Airports Program.
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improved runway lighting.^ However, this was a direct 
grant, with no matching funds necessary, as the City and 
the Army both occupied Davls-Monthan Airport* It was not 
until 191*6 that the tie between armed forces utility and 
aid to airports was broken. Prior to this time, all airport 
aid had to be closely related to national defense*

The first systematic system of federal aid to 
airports was instituted in 19l*0 as a result of the growing 
fear of impending war. In that year. Congress set up the 
DLAND program or the Development of Landing Areas for 
National Defense, under the newly formed (1938) Civil 
Aeronautics Administration.

Under this plan, the Administrator of Civil Aeronau
tics, in conjunction with the War and Navy Departments, 
would select fields, or prospective fields, which would 
validly fall under the provisions of the program, i.e., 
essential to national defense. The C.A.A. would then work 
directly with the municipality, up to the extent of available 
appropriations, in paving and improving runways. In essence, 
the city or town owned the land, and the C.A.A. would have 
it paved or improve existing runways.^ It was under this 
program that the 6,300 foot runway at Tucson Municipal Air
port was constructed in 19i*l. * *

^Arizona Daily Star, February 17, 1930.
^Schmidt, R. W. F., Interview, July 15?, 1959*
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DLAND expired June 30, 1945, but its place was taken 

by another aid program. This program, passed by Congress 
in 1944 was called DCLA or Development of Civil Landing 
Areas. This was merely an interim program, set up on the 
same basis as DLAND, and designed to finish work in process 
under the former program.

In early 194 5, with World War II drawing to a close 
with a promise of an Allied Victory, a number of Congress
men felt that the wartime aid programs should be continued 
on a broader and more permanent basis. A proponent of this 
idea. Senator Pat McCarren of Nevada, on January 6, 1945 
introduced Senate Bill 2. S. B. 2 provided for a "national 
airport program on which one billion dollars would be 
expended by Federal, State and local governments to allow 
construction or improvement of the 6,000 airports recommended 
by the C.A.A.’s national airport p l a n . A  comparable bill 
was also introduced in the House.

The bill was sent to Senator McCarren*s Commerce 
Committee and was reported cut by a unanimous favorable vote 
on April 20.^  The heart of the McCarren bill was in 
sections 4 and 5. 47 48 49

47Ibid.
48Congressional Record, Vol. 91, p. 79.
49Ibid., p. 5943
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Section 4 provided that "In order to bring about 

the establishment of a nationwide system of public airports 
...the Administrator (of Civil Aeronautics) is hereby 
authorized...to make grants of funds to the States, their 
political subdivisions and other non-Federal public agencies 
for the development of public airports as hereinafter 
provided".^ Section 4 also set the Federal share at 50 per 
cent, of the allowable costs of each project.

Section 5 set up a total Federal appropriation of 
$500 million over a span of five years with not more than 
$100 million to be spent each year. Another important 
feature of the bill called for 65 per cent, of the funds to 
be channeled to the states for development of class 3 and 
smaller airports. The remaining 35 per cent, was to go to 
municipalities and other non-Federal public agencies for 
development of class 4 and larger airports. It was over 
this feature of the bill that the major debate was to rage.

In the past and especially during the emergencies 
of the depression and World War II, Congress has not 
hesitated to make loans and grants directly to municipal 
governments for a variety of purposes. Little by little a 
pattern of direct Federal-municipal relationships had been 
established. Many people felt that to some extent the 50

50lbid., p. 4111
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state governments were being "short-circuited"*^1

The fact that the Federal Government had established 
a working relationship with municipalities in the field of 
aviation is not strange. Airports, as opposed to highways are 
local in nature rather than state-wide. Airports had not, in 
the past, been provided by the states; in fact only 0.5 per 
cent, of the total annual capital expenditures on airports, 
since 1939> had been from state funds.^ Obviously state 
interest in aviation had lagged considerably behind that of 
the Federal government and municipalities.

However, with the Increase in the amount of Federal 
grants-in-aid channeled through the states for such purposes 
as education, forestry, and highways, new state agencies had 
been established to handle these grants. Also in the mid- 
forties there was a growing recognition of the responsibility 
of the states toward future aviation development.^ Bearing 
this out, it was noted in debate on S. B. 2 that by 1945 
only four states did not have an agency set up which was com
petent to handle airport funds.^ Another factor in the move

5lMacDonald, A. F., American City Government and Administration, p. 87* ——— — — —
'^Llndholm, R. W., Public Finance of Air Transporta

tion, p. 29•
53^Ibid., p. 30.

ongresslonal Record, Vol. 91# p. 9728.
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to have all Federal airport aid directed through the state was 
the distaste of the advocates of strict federalism, with an 
emphasis on "states rights", for a nation-local relationship 
bypassing the states.

The Senate deliberations on the bill reached their 
height in a three-day debate from September 10-12. This 
debate saw the passage of the Brewster Amendment, which 
provided that all aid funds be allocated, under the C.A.A. 
National Airport Plan, to an appropriate state agency. It 
appeared the tradition of Federal-municipal relations in 
the field of aviation was finished as the amended bill passed 
the Senate on September 12 and was sent to the House.

In the House, the sponsors of H. B. 3ol£, the bill
comparable to S. B. 2, agreed to consider the bill already
passed by the upper house. After considerable debate over
both the major issue which concerned the Senate and lesser 
: - 

issues, S. B. 2 passed the House by voice vote on October 18,
191+5# considerably amended.^ The House amendments put the
Federal-local relationship feature back in the bill, though
to a lesser degree than in the original McCarren bill. The
House version also called for a lower yearly appropriation
and provided that funds be allocated on a basis of area and
population, with a small amount at the discretion of the C.A.A.

55Ibid", P- 9730.
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The Senate did not concur in the amendments and the 

bill was forced into a conference committee composed of 
House and Senate members. The bill was not sent back to 
the respective houses until after the second session of the 
79th Congress had convened. The bill as revised by the 
conference committee was taken up and passed by the House 
on April 2, 1946. The Senate took similar action, after 
more deliberation, on April 30, by a vote of 49-32.

The final bill, as approved by both houses, was 
closer to the House version than the Senate bill. The most 
important features were:

(1) A national plan for the development of public 
airports to be drawn up annually by the head of the C.A.A.

(2) A seven-year plan, rather than five as origin
ally proposed, calling for total appropriations of $500 
million with no more than $100 million to be spent in any 
one year.

(3) The elimination of a straight 50 per cent, 
grant on all airport projects. The new act provided that 
only type 3 or lower airports would always receive 50 per 
cent, grants. The per cent, for type 4 and larger would be 
determined by the C.A.A. Administrator.

(4) The states right idea was retained, in a sense,
in Section 9,(b), which stated: "Nothing in this act shall
authorize the submission of a project application by any
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municipal or public agency if such is prohibited by state 
law".56 57

(5) In addition, the grants were to be apportioned 
among the states on a basis of area and population, although 
25 per cent, of the funds were to be allocated at the 
discretion of the Administrator.

(6) This was modified by the fact that under the 
revised act either states, municipalities, or agencies 
could apply for improvements to all types of airports.

After final passage by the Senate, the bill was 
sent to President Truman who signed it on May 15, 1946, 
making it. Public Law 377.^

We have seen the important provisions of the Federal 
Aid-Airports Act, but how does FAAP (Federal Aid-Airports 
Program) actually operate?

Each year the Federal Aviation Agency which since 
1958 has taken the place of the C.A.A., draws up a national 
airport plan, as specified in the original act. Selections 
of airports are made from suggestions by the regional F.A.A. 
offices. Some aid in the selection is given by interested 
state aviation agencies. The major test for being included 
is that the airport must be publicly owned.58 Once all

56Ibid., Vol. 92, p. 2975.
57Ibid., p. 4234.
58schmidt, R. W. F., Interview, July 15, 1959.
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airports desiring aid for projects are selected, the program 
is drawn up to fit the appropriation request.

The appropriation request is then sent to the Bureau 
of the Budget, which always has some changes— usually 
deleting many items. Once the request is approved by the 
Bureau of the Budget, the F.A.A. officials appear before 
appropriations committees to defend their revised budget. 
Here too the budget is usually cut. Once approved by 
Congress an entirely new program must be redrawn to fit the 
new limits. In 1955, under the first Eisenhower adminis
tration, the appropriations were not voted and there was no 
FAAP for fiscal year 1954.

In drawing up the new program, priority of projects 
is the main factor. First priority goes to safety improve
ments, such as length, clearance, paving, and lighting of 
runways. Second priority goes to land acquisition and at 
the bottom is building and improvement of terminals.^ 
Generally only top priority projects receive aid.

If the airport receiving aid is type 4 or higher 
then the head of the F.A.A. decides what per cent, of the 
project cost up to 50, will be granted. The airport must 
be financially able to cover the balance and must submit to 
whatever technical specifications and controls may be v 
demanded by the F.A.A.

59 Ibid.
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Tucson Municipal Airport has benefited greatly from 

the various aid programs. As we have mentioned, the runways 
were originally paved under the old DLAND program. Since 
October, 1948, under FAAP, the Authority has received over 
$2 million in Federal aid funds. This has helped pay for 
the runway extension in 1951, paving and lighting the taxi
way in 1957-1958, the drainage canal and access road in 
1957 and covered $214,500 of the cost of the new Tucson 
tower. With the exception of the tower costs, nearly all of 
the grants have been on a fifty-fifty matching basis.^0 

The Authority today is not as concerned with the 
availability of FAAP funds as it was in the past. The new 
terminal building on the east side of the field is the next 
project the Authority plans to undertake. Since terminals 
are low priority items in terms of Federal aid, it seems 
true that, in the words of Executive Director Schmidt, the 
"presence or absence of Federal aid will not make much 
difference to this field."61

In its ten-year history the Tucson Airport Authority 
has made many advances. Its status as an organ of local 
government has been established by numerous decisions of 
Federal and State agencies and the Arizona Supreme Court.

^ Arizona Daily Star, March 21, 1958.
Glgchmidt, R. W. F., Interview, July 15, 1958.
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The Authority has, mainly through good management and 
progressive thinking, been able to attract profitable new 
industry to the Tucson area. It has served the City well 
by fighting for improved air service to and from Tucson 
besides bringing in T.W.A. The Authority has taken the step 
toward a long-range pattern of airports to serve the Tucson 
area with the acquisition of Ryan Field. It has made 
physical improvements on the plant itself with many more to 
come. These things benefit Tucson, and are ample justifi
cation for the existence of the Tucson Airport Authority.
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COMPARATIVE STATISTICS*

TUCSON MUNICIPAL AIRPORT REVENUE - AND BALANCE, 1949-1958.
Net profit or

FIGURE 4

Fiscal year ending September 30: Revenues loss before

1949 #48,715.22
depreciation.
(#17,484.53)

1950 78,968.05 (£6,300.30)
1951 251,298.67 116,567.92
1952 294,525.00 53,962.54
1955 312,296.76 117,124.28
1954 174,425.58 (27,707.22)
1955 187,114.43 2,641.69
1956 385,860.94 178,945.63
1957 400,952.60 125,278.66
1958 481,517.30 164,855.98

TUCSON MUNICIPAL AIRPORT AIRCRAFT MOVEMENTS, 1949-1958. 
Fiscal year ending September 50:

1949 - 68,040 1954 - 72,867
1950 - 74,069 1955 - 81,443
1951 - 85,220 1956 - 90,261
1952 - 72,872 1957 -117,208
1955 - 83,571 1958 -128,948

"Source: Tucson Airport Authority.



CHAPTER IV

THE ADMINISTRATION OF TUCSON MUNICIPAL AIRPORT
AND RYAN FIELD

Heading the administration of Tucson Municipal 
Airport and Ryan Field is the nine-man Board of Directors 
of the Tucson Airport Authority, which is elected by the 
total active membership at the yearly meeting each January*
At present there are thirty-one active members of the 
Authority. The Board consists of a president, two vice- 
presidents, a secretary, a treasurer, and four directors. 
Board members are elected for staggered, three-year terms, 
with three positions open each year. Serving in an ex 
officio capacity, if he has not been elected as a member, 
is the immediate past president of the Board.

The function of the Board is to act as a policy
making body. It initiates policy itself and acts upon 
programs, projects and policies recommended by the various 
T.A.A. committees and the executive director. The Board 
hires, and may fire, the executive director and the Board's 
two staff aides, the legal counsel and the auditor. All 
other personnel decisions are left to the executive director.

The position of executive director was created in 
March, 1959• The purpose of creating this position was to 
move T.A.A. and T.M.A. Manager Robert W. F. Schmidt, who

6l
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had been with the Authority since September, 1948# into a 
position where he could devote complete time to long-range 
fiscal and physical planning. In that month the Board also 
raised Assistant Manager Charles Broman to the status of 
Manager of Tucson Municipal Airport.^

Under the new organization plan the executive 
director is given the widest possible latitude for the 
exercise of his independent judgment in order to:

(1) Carry out the policies, programs, and projects 
evolved by the Board of Directors,

(2) Direct the formulation of and recommend to the 
Board of Directors, such policies, programs and projects 
as may require the consideration, action, or approval of 
that body.

(3) Direct the over-all management of Tucson 
Municipal Airport, Ryan Field, and other facilities which 
the Authority may acquire and operate, and maintain them by 
appointing suitable managers,

(4) Devote as much time as possible to long-term 
Authority objectives of fiscal and physical planning, 
including promotional effort designed to develop improved 
service, better facilities, and more revenue,

(5) Represent the Authority in proceedings, hearings, 
and conferences where long-term objectives can best be served,

^Regular board meeting minutes of the Tucson Airport 
Authority, March 2, 1959•
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(6) Supervise staff personnel not specifically 

assigned to Tucson Municipal Airport, Ryan Field, or other 
facilities.%

The executive director, though serving at the 
pleasure of the Board, possesses complete power to hire and 
fire any or all personnel. Much of this power, however, is 
delegated to the more immediate executives. The present 
salary of the executive director is #19,200 per year.

Aiding the executive director, in a staff capacity, 
are an executive assistant and an administrative assistant. 
The post of executive assistant was also created in March, 
1959. This was for the purpose of providing a "right hand 
man" for the executive director, "who could not only help 
him, but fill in in his absence and keep things going in 
the event that something happened to him which would remove 
him from the scene temporarily or permanently".^

The executive assistant, being a staff aide, has
limited discretionary judgment in carrying out his duties 
which are to:

(1) Develop and maintain a file of descriptive and 
statistical data for exhibits, briefs and testimony for use 
in economic proceedings before the Civil Aeronautics Board 
and other bodies.

^Schmidt, R. W. F., Interview, July 18, 1959.
^Regular board meeting minutes of the Tucson Airport Authority, March 2, 1959.
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(2) Establish and maintain liaison with scheduled 

air carriers, especially with respect to improvement of 
service by such carriers and to work with counsel in this 
field when retained by the Authority.

(3) Maintain a transient aircraft survey and 
tabulate all the pertinent facts and figures from this 
survey.

(4) Assist the executive director in the discharge 
of his duties as directed by him, with particular emphasis 
on details and research.

(5) Cooperate with the Manager of Tucson Municipal 
Airport and the Manager of Ryan Field by ascertaining that 
assignments are understood, that research services and 
detailed data are made available to them, and by acting as 
liaison between them and the executive director.^

Though in most organizations this position would be 
entitled "administrative assistant", the title "executive 
assistant" is used to avoid conflicting with the title of 
the executive director's other staff aide. As the duties 
of the administrative assistant show, the position more 
closely resembles that of an executive secretary. The 
duties of the administrative assistant are mainly to:

(1) Take and transcribe dictation and notes at 
meetings and conferences and to compose and type letters

^Schmidt, R. W. F., Interview, July 18, 1959.
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and memoranda on own initiative or from verbal instructions.

(2) Supervise the work of other clerical employees 
in the general office.

(5) Assist the manager and other department heads 
and personnel with clerical, and other work.

(4) Receive visitors and arrange interviews.
(5) Open mail and route correspondence to the correct 

person or department and to see that information reaches
the proper person.

(6) Serve as the cashier in the absence of the 
regular cashier and serve as the payroll clerk in the 
absence of the bookkeeper.

(7) Serve as needed by the T.A.A. as a Notary 
Public and as a service to the general public.

(8) Keep all personnel records.^
Directly under the executive director are the

managers of Tucson Municipal Airport and Ryan Field.
Although on an organization chart these positions would 
seem comparable, there is one important difference. Because 
there is less need for an administrative organization at 
Ryan Field, the manager need spend only two-fifthsof his 
work week there. While in his capacity as manager he is 
the equal of the Manager of Tucson Municipal Airport.
However, during the other three-fifths of his work week he

5Ibid.
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aids the Municipal Airport Manager.

Both managers, while engaged in a managerial 
capacity, have much the same powers and duties. Although 
under the general direction of the executive director, 
they have been delegated sufficient authority to make final 
decisions in nearly all matters pertaining to day-by-day 
routine operations. The duties of the managers are to:

(1) Carry out all policies, programs, and projects 
handed down by the Board of Directors or as otherwise 
instructed by the executive director.

(2) Direct the formulation of and recommend to 
the executive director, such policies, programs, and 
projects as may require the consideration, action, or 
approval of the executive director.

(3) Direct the over-all management of their 
respective airports by designating appropriate assistants, 
deputies, and supervisors and fixing their areas of respon
sibility.

(4) Devote as much time as possible to day-to-day 
operation and maintenance and attempt to produce the most 
efficient patterns of public convenience, necessity, safety, 
and service.

(5) Represent the T.A.A. at civic, professional, 
and trade meetings where the dissemination of information 
pertinent to airport management is of primary importance.

(6) Establish and maintain liaison with all airport
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tenants through their chief executive or managerial officers*

(7) Cooperate with Authority staff personnel not 
assigned to recurring airport functions, with respect to 
long-term planning for the Authority as related to their 
respective airports.®

The Ryan Field staff can be covered quickly. Under 
the Ryan Field Manager are only two employees, which is 
indicative of why he need spend only two days a week at that 
field. The employees are a resident supervisor and a care
taker. They handle all sales of aviation oil and gasoline, 
maintenance, security, rental of private storage, custodial 
duties, and repairs.

The large Tucson Municipal Airport is a different 
story. What with four airlines, a large number of tenants 
and concessionaires, and thousands of private planes landing 
each year, there must be a fine division of labor on the 
line and a fairly large staff organization to assist the 
manager.

The manager's staff consists of a secretary, who, 
besides doing clerical work, handles the switchboard, a 
bookkeeper, a half-time relief operator, an airport engineer, 
a general aviation representative and a cashier. The 
secretary, bookkeeper, cashier, and relief operator make up 
the clerical staff and are under the direction of the

6Ibid.
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administrative assistant to the executive director. The 
status and duties of the other two positions warrant more 
consideration as they sometimes more closely resemble line 
positions than staff.

The airport engineer, while under general direction 
of the manager, also works closely with the executive 
director and has broad latitude for independent judgment.
His major duties are to:

(1) Develop and maintain a file of drawings, maps, 
and statistics covering area, capacity, and performance of 
all facilities, structures, and utilities as they currently 
exist and are expanded and modified.

(2) Prepare plans and specifications in the develop
ment of all capital outlay improvement projects.

(5) Inspect all construction work being performed 
by outside agencies or contractors.

(4) Keep and revise all descriptive data comprising 
records of real property interests, Including leased areas 
and structures, and easements, either granted or obtained,

(5) Keep all inventory records of personal property 
other than expendable material and tools.

(6) Act as purchasing agent, maintaining files of 
transactions and price indexes for use in bookkeeping and 
budget and cost estimates.

(7) Represent the Authority at planning conferences, 
study groups, hearings, and other meetings pertaining to
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physical plant development and improvement.

(S) Assist all line departments to insure consider
ation of all engineering aspects on the longest practicable 
projection at the lowest possible cost.^

To the casual observer it might seem that numbers
(3), (6) and (7) reflect line duties. However, as Pfiffner
points out, "Staff people are in the heart of the action.
The staff frequently aids the line by working with it, but 
without infringing upon the latter1s authority and responsi
bility".® Authority and responsibility, or in another 
word, command, is the proper test between a line and staff 
position. It is evident .that the aviation engineer or, as 
we shall see, the general aviation representative, does not 
occupy a position of command, no matter how large the sphere 
of independent judgment. Therefore, they are properly 
classified as staff personnel.

The general aviation representative is primarily 
concerned with general aviation groups and individuals 
rather than with scheduled airline transportation. In 
addition he is the chief public relations man for both the 
Authority and the Municipal Airport. His duties are to:

(1) Develop and maintain a file of descriptive 
and statistical data suited for press releases, pamphlets, 
television,and radio interviews.

7Ibid.
®Pfiffner, John K., Public Administration, pp. 85-6.



(2) Prepare and distribute the above data.
(3) Assist the staff and department heads in 

greeting, entertaining, arranging accommodations and 
service, scheduling interviews by press, television, and 
radio representatives, for general aviation representatives.

(4) Establish and maintain liaison with general 
aviation groups and organizations.

(5) Represent the Authority at fly-ins,^ locally 
and statewide, as frequently as needed and, upon direction, 
to represent the Authority or arrange its representation 
at national or regional meetings of this type.

(6) Cooperate with all local agencies, groups, or 
organizations in executing programs and projects to the 
extent the AuthorityTs interests are involved.

(7) Coordinate all above activities with the 
Superintendent of Operations and the F.A.A. to insure 
rendering the best possible service.

The general aviation representative has recently 
assumed the position of cashier as a supplement to his 
duties. As a cashier he receives cash revenue from the 
different departments, provides change and petty cash, 
and prepares all bank deposits.

^The term "fly-in" is used to designate the meeting, 
by air, of any group of private aviators who wish to meet at 
an airport for a group function.

"^Schmidt, R. W. P., Interview, July 18, 1959.
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The actual operation of Tucson Municipal Airport is 

broken,down into three departments: The Departments of
Security, Operations, and Maintenance. Each department is 
headed by a superintendent, who receives a salary of ^6,000 
per year and has a wide range of discretion in matters con
cerning his department.

The Department of Security has charge of the water 
supply, police protection, the parking garage and lot, and 
the fire department, which is headed by a fire chief. The 
superintendent, besides being general head of the department, 
serves as chief of police for the Authority. His department 
consists of nine men and works on a twenty-four hour basis.
His major duties are as follows:

(1) Supervise the activities of the fire and police 
divisions of his department as they pertain to daily and 
periodic assignments and routine performance of checks, 
inspections, and patrols.

(2) Initiate requisitions for materials and equip
ment for the performance of all activities and duties under 
his jurisdiction to insure a steady flow of items needed to 
carry out all programs and projects.

(3) Keep daily logs of out-of-the-ordinary incidents, 
investigate and make reports of auto and aircraft accidents 
and other irregularities.

(4) Inspect all public areas of the airport at 
least once each week and more frequently if special events
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or factors such as storms, construction, or accidents may 
have influenced the general safety of the public.

(5) Supervise the handling of non-highway petroleum 
products and the sale of both highway and non-highway 
petroleum products to tenants of the Authority.

(6) Respond to all emergencies, either in person 
or by delegation, in a manner consistent with the nature of 
the call, whether on or off duty.la

under the Superintendent of Security is a fire
chief who heads the Authority Fire Department. In filling 
this position the Authority makes every effort to secure a 
qualified and experienced fire-fighter who can be counted 
on to use his best judgment in the exercise of his duties, 
which are to:

(1) Supervise the activities of the fire division 
as they pertain to daily and periodic assignments, checks, 
inspections and patrols.

(2) Act as police in the absence of regular police 
and carry out their duties as much as possible.

(5) Coordinate fire fighting and prevention 
procedures with other similar groups on or adjacent to 
Tucson Municipal Airport.

(4) Respond to all emergencies, either in person 
or by delegation, in a manner consistent with the nature of

11Ibid.
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the call, whether on or off duty.

The Operations Department, also known as "night- 
line" , also works on a twenty-four hour basis and consists 
of a nine-man work force. This department has charge of 
air petroleum sales and service, private hangar rentals and 
customer service. While the duties of the Operations and 
Security Departments are not foreign to each other, in the 
past the physical plant arrangement has been such that it 
tended to produce a sense of independence, bordering on 
indifference, to the other's duties.^ mhe Authority, seeing 
the need for greater cooperation,has attempted to encourage 
an attitude of interdependence and cooperation between these 
two departments.

As head of the Operations Department, the superin
tendent is required to:

(1) Supervise the sale of aviation petroleum 
products and related items and services, including the 
rental of aircraft hangar, parking, and tie-down space.

(2) Supervise the maintenance of all equipment and 
rolling stock needed to deliver the products or services to 
the customers.

(3) Initiate requisitions for materials and

12Ibid.
l^With the present physical plant arrangement the 

security personnel are mainly concerned with the east side 
where the terminal building is located and the operations 
men are mainly concerned with private plane servicing at 
the new west side tower building.
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equipment for the performance of all activities under his 
jurisdiction to insure a steady flow of items needed to carry 
out all programs and projects.

(4) Initiate orders for petroleum and allied 
products for resale, to insure availability of products and 
services at all times.

(5) Respond to all emergencies in person or by 
delegation in a manner consistent with the nature of the 
call, whether on or off duty.14

The last department, the Department of Maintenance, 
is also the largest, employing fifteen men with a normal 
quota of sixteen. This department is broken into two 
divisions: general maintenance and custodial, the latter
headed by an assistant superintendent.

Under general maintenance, which is directly 
headed by a superintendent, falls the physical plant, roads, 
streets, runways, buildings (other than cleaning), distri
bution of water and electricity, and the operation of wells 
and pumps. The prime duty of the superintendent is to see 
that all these areas are sufficiently maintained to the 
best of his abilities. His other duties are to:

(1) Initiate requisitions for materials and equip
ment for the performance of all activities and duties under 
his jurisdiction to insure a steady flow of items needed to 
carry out all programs and projects.

14Schmidt, R. \W P., Interview, July 18, 1959
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(2) Keep and revise as needed all records of 

personal property and material classified as expendable and 
assist the airport engineer in maintaining records of non
expendable personal property and marking or identifying the 
same as Authority property.

(3) Submit recommendations upon his own initiative 
for improving existing ways and means of maintenance and for 
the establishment of regular or special maintenance or 
rehabilitation for newly constructed or acquired areas or 
facilities.

(4) Respond to all emergencies in person or by 
delegation in a manner consistent with the nature of the 
call, whether on or off duty.^

Heading, as we have mentioned, the custodial division, 
which is on a twenty-four hour basis, is the Assistant Super
intendent of Maintenance. Also known as terminal foreman, 
his duties may be quickly summarized. He is required to:

(1) Set up work schedules for, and supervise all 
janitorial work in the airline terminal, the transient 
terminal, and all other assigned areas.

(2) Requisition, accept, store, allocate and 
distribute all janitorial supplies and equipment for use in 
the above areas.

(3) Service all coin-operated machines, including

15Ibid.
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collections and compiling reports as required.

(4) Aid the superintendent with recommendations for 
improving existing methods of janitorial maintenance, 
especially as pertains to newly acquired areas, facilities 
or structures.^

The Tucson Airport Authority, in operating Tucson 
Municipal Airport and Ryan Field, employs a total work 
force of fifty persons.1? Of this total, thirteen serve 
in an executive capacity, six engage in line operations, 
and seven have staff duties.

The positions at all levels are filled from existing 
applications on file with the Authority. At the higher 
executive levels, it is usually known well in advance who 
will fill a prospective vacancy. Either it is someone 
already in the organization or one whom the Authority has 
been trying to get from some other locality.

At the lower levels the jobs are filled from those 
who have made application in the past. In an emergency 
situation the facilities of the U. S. Employment Service and 
Kelly Girls Inc. are used to fill the emergency vacancies.

16Ibid.
•^At the time of this writing, only forty-eight were 

employed, with two vacancies.
^^Schmidt, R. 7/. F., Interview, July 18, 1959.
19Kelly Girls Inc. is an organization specializing 

in providing trained clerical help for temporary positions.
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In an attempt to analyze the administrative structure 

of the Tucson Airport Authority, one major fact stands out. 
Dominating the entire administrative organization is the 
position of executive director. This post was especially 
tailored to fit the former T.A.A. Manager R. W. F. Schmidt 
and to free him from routine tasks for long-range planning. 
From the efficient personnel and the growth of the facility, 
both In a physical and fiscal sense, the conclusion may be 
reached that Mr. Schmidt is a very capable administrator.

However, one might take exception to the one-man 
type of organization centered around him if it were not for 
two Important facts. There is, first of all, an executive 
assistant, who is prepared to take over the long-range 
duties at any time, either temporarily or permanently. In 
addition, both airport managers have been selected with 
care and both are members of the American Association of 
Airport Executives, an organization dedicated to improved 
airport administration. These facts, plus the large areas 
of control rightly delegated to the respective managers, 
point out that the effectiveness of the organization does 
not depend upon the mood or physical condition of the 
executive director, as a quick glance at the organization 
chart might indicate.

This practice of delegating areas of control extends 
to the departmental level and thus frees the respective 
managers from many routine duties while fostering a spirit
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of self-reliance at the lower levels. The division of 
function at the departmental level also appears to have 
been made with sound administrative practices in mind.
There is not a department for every conceivable job and 
the functions of each department are reasonably separate 
from those of the others with a resulting minimum of dupli
cation of effort.

In only one position do the duties and relationships 
tend to flow together. This is the position of administra
tive assistant. The administrative assistant is not only 
part of the staff of the executive director, but serves 
as the clerical secretary to the Board of Directors and also 
is in charge of the office staff of the Manager of Tucson 
Municipal Airport. It is evident from observation that this 
multiplicity of duties works well at present. In the future, 
however, when a larger office staff may be needed, such a 
job may well be too much for one individual to handle 
efficiently.

All things considered, such as size, functions, and 
age, the administrative structure of the Authority’s opera
tions seems to be well thought out and definitive as to duty 
and function. It is not improbable that much of the success 
of the Tucson Airport Authority since 1948 can be laid to the 
efficiency of its administrative organization.



CHAPTER V

FUTURE GOALS OF THE AUTHORITY

In any activity, private, public, governmental, or 
corporative, long-range plans must be made if the activity 
is to keep up with the times and advance itself. This is 
true of the Tucson Airport Authority. The preceding 
chapters have dealt with the Authority’s origins, its 
growth and development, its status, and its administration. 
What of its plans for the future? In order to determine in 
which areas the Authority plans to expand and where it 
plans to slow operations, a detailed study must be made of 
its long-range planning. This planning concerns not only 
Tucson Municipal Airport, but Ryan Field and area-wide 
development of a number of auxiliary fields.

The job of directing long-range fiscal and physical 
planning belongs to the executive director. In this capacity 
he is aided by his executive and administrative assistants, 
the airport engineer, the managers of Tucson Municipal 
Airport and Ryan Field, and their supervisory personnel.
All suggestions and recommendations are channeled to the 
executive director who attempts to make long-range physical 
plans, keeping in mind the revenue situation.

Once a plan is formulated it is checked by the 
aviation engineer for practicability. It must then be

79
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correlated with income potential and other prospective 
revenues. After these stages are passed, the plan is 
presented to the Board of Directors. Usually the Board will 
respect the expert knowledge of the director and his staff 
and tentatively approves most of the items. In the last 
analysis, however, it is up to the Board to make the final 
decision on any item included in the master plan.'*'

After an item has been approved by the Board it is 
given a prospective starting date in relation to other 
items. This date is by no means final, as long-range plan
ning is not a definite thing. Items are continually being 
added to, and deleted from, the master plan. This is due 
to new developments, such as commercial jet transportation, 
changing costs, and new ideas. However, all the improve
ments made by the Authority in recent years were once only 
ideas or scheduled items on the master plan.

Present plans for Ryan Field are dependent upon the 
acquisition of new industry. If a new, fairly large, 
industry is attracted to Ryan Field, it will "boom the 
place". If not, then proposed improvements to the facil
ity will have to be postponed.

Since 1957 the Authority has been engaged in making 
progressive improvements at Ryan. In March of that year 
the Board voted $20,000 to put long-range plans for Ryan

^Monroe, T. L., Executive Assistant, T.A.A., Interview, 
July 20, 1959.

2Ibid.
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Field into motion. Approximately one-half of the projected 
improvements have been completed to date.

The completed items include renovation of the rest 
rooms, recovering the reservoir, a newly installed and 
lighted wind-tee, lights at the main gate, installation of 
new fuel pumps for airplane service, and the clearing and 
oiling of the runways. Projects as yet in the planning 
stage include a new pump house, paving of the runways, and 
a field night-lighting system. The last two projects, which 
are most important and expensive, have been delayed until 
the Authority can determine whether Ryan Field will be able 
to pay its own way in the future.

At Tucson Municipal Airport the results of long- 
range planning are clearly evident with many more projects 
either in progress, authorized, or proposed. Two projects 
already in progress are the lighting of the full 12,000 
foot length of the taxiway which parallels the major runway, 
and the construction of a new, 2.2 million dollar, engineer
ing laboratory by Hughes Aircraft Company. The taxiway 
lighting project, half the cost of which is borne by the 
Federal Government under an FAAP grant, will cost a total 
of $64,400 and will complete the lighting of the major 
landing and take-off area. This project is expected to be 
completed by the end of IS59.

The new Hughes laboratory, unlike the Hughes ware
house, which is also on T.A.A. land, is being built by
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Hughes itself. In the 1956-57 negotiations, which culminated 
in the Authority building a one million dollar warehouse 
and leasing it to Hughes Aircraft on a ten-year basis, a 
laboratory project was also discussed but was dropped. 
Negotiations continued on a different basis, however, as 
Hughes wished to lease the land and build its own building. 
After a year of discussion, the T.A.A. finally agreed to 
lease twenty acres of land near the Hughes plant for the 
construction of a laboratory to house engineers engaged in 
guided missile research.

The lease covers twenty-five years, with an option, 
on the part of Hughes, to renew for an additional fourteen 
years. Monthly rental to the T.A.A. will be £4,000 for the 
first ten years, increasing to $6,000 the next fifteen 
years. Any rental agreement beyond that will be based on 
current valuation by the county assessor. Ground was broken 
for the project on May 1, 1959 and completion is expected by 
mid-October, 1959.^

The next project planned by the Authority concerns 
the development of the east side of the airport. Foremost 
in the minds of all Authority personnel is the proposed 
terminal building. Expected to cost three and a half million 
dollars, the new terminal has already been designed by 
architect Terry Atkinson. The Authority hopes to stqrt work

^Tucson Daily Citizen, May 1, 1959.
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on the terminal , which will be located 1,000 feet southeast 
of the present control tower, early in 1960.

Present plans call for a three-level, multi-purpose 
building with a semi-circular auto ramp to the second level 
and twin concourses on the runway side, extending from the 
ground level. Also on the ground level, but in front of the 
terminal, will be parking facilities for 1,000 automobiles. 
Provisions have been made in the plans so that the parking 
area can be eventually double-decked, raising available space 
to 1,500 cars.

Inside the building, the ground level will be used 
for baggage pickup and waiting rooms. The second level, 
served by escalators and the auto ramp from the ground level, 
will house the major terminal functions such as ticket 
offices, barber shop, beauty shop, magazine counter, air 
insurance, a coffee shop, and a restaurant. The third level 
will be the observation deck and cocktail lounge. When 
completed it is expected that the new terminal will be second 
to none in the United States for beauty, efficiency, and 
convenience.^

A multi-unit, major motel, adjacent to the terminal 
building is also planned for development of the terminal 
area. This project will not, however, be started until a 
much later date.; When the terminal is completed, the old

July.20, 1959.McLean, F. M., Airport Engineer, T. A. A., Interview,
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terminal in hangar No. 1 will be turned over to whoever is 
then occupying the three major hangars.

Another development on the east side of the field 
concerns transient pilots. In March, 1959 the Board of 
Directors was told that an average of twelve persons or 
groups per day go into town from the tower building. In 
informing the Board of this fact. Manager Broman pointed 
out that he felt that a Mtwelve-unit motel, coupled with a 
small lunch counter would end complaints of transient pilots 
who had to go to the west-side terminal for a meal and into 
town for lodgings".5 The Board agreed to the suggestion 
and allotted $50,000 for this project. At present, pre
liminary plans are now being drawn up by the architects.
Also, in the long-range plan for the tower area development 
is a swimming pool near the transient pilot's motel.

In the movement to shift most operations to the 
east side of the airport, the Authority has also given 
tentative approval to the construction of four new base- 
operations hangars for airport tenants and for five rows of 
"T” hangars for private plane storage. The new hangars, 
located immediately north of the tower, will replace private 
operations and storage now located near the present terminal.

Another improvement which is expected to be completed 
about the same time as the terminal building, is the extension

^Regular board meeting minutes of the Tucson Airoort Authority, March 2, 1959.
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of the east-side drainage canal to a point southeast of the 
new terminal. An interesting sidelight to the extension of 
the canal is the proposed amusement and recreation area to 
be located north of the present MDerby Downs". Although 
not committing itself to any date, the Authority "eventually" 
hopes to build a small lake at the end of the drainage 
canal. The lake will be supplied with water from wells and 
runoff from the canal. Surrounding the lake will be a 
full-scale amusement park and picnic facilities. In 
addition, a miniature railroad will take visitors on a tour 
of the lake and park area, the terminal, and the tower 
building.

The other major area of long-range planning is more 
relevant to airport operation. This is the area of future 
runway projects. Most important to the Authority is the ex
tension of runway 12-3 0, the major northwest-southeast runway, 
from its present length of 12,000 feet to 1^,000 feet. This 
is because the standard temperature, sea level equivalent length 
of the present runway is only 8,571 feet. Extension to 15,000 
feet would increase the sea level equivalent length to 10,714 
feet which would be competitive with sea level airports.^
This project has received top priority from the Authority and 
will be the next runway project undertaken.

6Ibid.
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Upon completion of the extension, two other projects 

will be started. One is the construction of a warm-up pad 
at the end of the 5,000 foot extension to runway 12-50.
The other is installation of high-speed jet turn-offs on a 
forty-five degree -angle between the runway and taxiway. It 
is hoped that FAAP grants can be secured to aid in comple
tion of these projects.

Two of the major complaints of private pilots and 
air charter services at Tucson Municipal Airport have been 
that the Authority has paid too much attention to runway 
12-50 for the benefit of the airlines and the Air Force 
National Guard and not enough to 5-21, the other runway, 
and that it should provide an auxiliary strip parallel to 
12-50 for the use of light planes.7

These complaints will no longer exist a few years 
from now. Included on the master plan is a proposed 
extension of runway 5-21 from 6,000 feet to 7,000 feet and 
the construction of a 4,000-foot light plane runway paral
leling runway 12-50.

The estimated cost of all the improvements mentioned 
above adds up to a grand total of £7,756,752.68, some of 
which has already been spent. The recent taxiway extension 
cost the T.A.A. approximately $165,000 and the taxiway 
lighting project has already been allocated $52,400.8

^Dekin, John, Interview, June 5, 1959.
®McLean, F. M., Interview, July 20, 1959.
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One of the major reasons for the inclusion of such 

a great number of items which are of prime benefit to the 
private, transient pilot and traveler, has been the transient 
aircraft survey which is handled by the executive assistant. 
This survey is taken every five years to determine the net 
worth of transient aircraft to the Authority and the Tucson 
community.

The information for this survey is obtained from 
survey cards made available to each transient aircraft 
being serviced. The cards are filled out and left at the 
tower desk where they are forwarded to the executive assist
ant. At the end of each five-year period the total number 
of cards turned in is balanced against the total number of 
transient aircraft stopping at Tucson Municipal Airport and 
a percentage is figured. The cards have spaces where de
tailed expenditures may be noted. These figures are totalled 
and a dollar average is figured along with the percentage 
of cards bearing similar expenditures.

By applying the dollar averages to the relative 
percentages of the total number of transient civil aircraft 
using the airport, it is possible to arrive at approximate 
figures on how much money is brought into Tucson by tran
sient aircraft. The results of the latest survey show that 
transient air travelers spent approximately $5,644,578 in
Tucson in the past ten years.9 Of this total, approximately

; ' ■ -

9Tucson Airport Authority, Transient Aircraft Survey. p. 3.
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§2,984,109 was spent for aircraft service, §336,195 went 
for transportation, §656,497 was spent on lodging, §656,901 
went for meals, and §320,418 was spent for entertainment. 
Tucson merchants benefitted to the extent of §665,433, and 
even physicians and pharmacists benefitted to a lesser
degree.

These totals have prompted the Authority to include 
such items as a transient motel, restaurant, and swimming 
pool in the master plan. As figures show, the larger bite 
the Authority can take out of the five and a half million 
dollar total, the more revenue it will have to finance other 
projects.

One other part of the Authority’s long-range plans 
concerns the acquisition of new auxiliary fields in the 
Tucson area. At present, activity in this area has come to 
a halt. Negotiations are still in progress with Arthur Pack, 
owner of Freeway Airport, but the indications are that, at 
least for the next few years, the northside airport will 
remain a private operation. No other plans for long-range 
development in this area have been made at this date.

Since its inception in March, 1948 the Tucson 
Airport Authority has endeavored to promote, develop, and 
encourage all forms of air transportation into and out of 
the City of Tucson. Founded because, actually, there was no

10Ibid.
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other practical way the City could acquire the Federal 
Government’s improvements at what is now Tucson Municipal 
Airport, the Authority has done a remarkable job in its 
ten-year history.

Through its efforts as many as 9,000 new jobs, 
during periods of peak employment, have been added to the 
Tucson economy through the attraction of new i n d u s t r y . I t  
has attracted permanent smaller industry to provide a steady 
source of revenue. It has made considerable effort to bring 
in new and improved transportation service, succeeding with 
the acquisition of Trans-WorId Airways, Frontier Airlines, 
and Apache Airways. At present it is attempting to secure 
greater service to the Southeastern United States either 
through increased American Airlines schedules or the addition 
of a new carrier. It has enacted a program of long-range 
development of Tucson Municipal Airport, the fruits of which 
are already evident. It has started, with the acquisition 
and development of Ryan Field, a program of area-wide 
development. In addition, it has shown a consistent profit 
figure, paying a satisfactory rental to the City of Tucson, 
since 1950.

The question still remains, however, whether the 
City could have done as well with the municipal airport

"^Hughes with 5,500, Douglas with 5,000 and 
approximately 500 employed in other industries at Tucson 
Municipal Airport.

l)nlv. of Arizona Library
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without an independent airport authority. Unquestionably, 
the operation of the airport by an outside operator has 
saved the City a great deal of trouble and effort. The 
question of vhether the City would have done as well is moot. 
No comparable data would ever be available to answer such 
a question. It would be wise, however, to assay the 
advantages and disadvantages of government corporations such 
as the Tucson Airport Authority.

A government corporation has the prime advantage 
of flexibility. The freedom to exercise managerial 
initiative and creativity is inherent in the government 
corporation, especially in regard to personnel and fiscal 
activities."^

Another advantage of a corporation such as the 
Authority is freedom from partisan political control.
Since it is not connected with city government, and is 
governed by a Board of Directors elected from a closed 
membership, the Authority staff does not have to worry 
about the shifting sands of politics. This allows 
considerably greater freedom in the field of long-range 
planning. In addition, it is claimed that this form of 
arrangement tends to attract men from the business world 
who would not go into anything connected with partisan
politics.

1 PBartholomew, Paul C., Public Administration, p. 27.
15Ibid.
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Freedom from political control also implies a lack 

of popular control. The people of the City must use the 
airport if they are to travel by air. Should they not also 
have a voice in the operation of the facility they must 
use? Might there not be abuses of power even in a "non
profit" corporation, such as giving lucrative jobs for 
improving the airport to members of the corporation? It is 
possible that such cases as these might develop but they 
would be rare. The government corporation, though private 
in form, has public duties to perform and the press and 
disgruntled competitors would soon make such dealings 
public. In the case of the Tucson Airport Authority, an 
annual audit of all receipts and expenditures must be 
furnished the City of Tucson. In addition, a budget for 
the Authority’s expanses must be approved by the City every 
two years. These arrangements, incorporated in the lease 
agreement, tend to guard against any abuse of power on the 
part of the Authority’s Board of Directors.

The operation of an airport is a technical business; 
also, it involves the making of many compromise decisions 
regarding the desires of cargo carriers and passenger 
carriers, chartered carriers and airlines, small-plane users 
and large-plane users, spectators and customers, and, finally, 
between public interest and private interest.14 It seems

•^Lindholm, R. W., Public Finance of Air Transportation. p. 44.



best that these technical decisions be thrashed out around 
the directorsf table rather than in the daily newspaper.

Considering its growth, development, and forward- 
looking administration, the Tucson Airport Authority makes 
a fine case for the use of the corporate device, at least 
in the field of aviation. In the ten years since it started 
operations, the Authority has successfully proven its worth 
to the City of Tucson and Southern Arizona.

92
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Cagnier, J., President, Carina Manufacturing Company.

June 2, 1959.
Clawson, Ben, Plant Manager, Douglas Aircraft Corporation. June 3, 1959.
Cook, Archie, Assistant Manager, Tucson Aviation Company. 

June 2, 1959.
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Dekin, John. June 3, 1959.
Donald, Henry, President, Donald Aircraft Company. June 3, 

1959.
Hixon, William, Manager, Mercurv Flying Service, June 1,

1959.
Holbert, Mrs. Harry A. April 15, 1959.
Hudgin, Al, President, Hudgin Air Service. June 7, 1959.
Hudgin, Paylon, Vice-president, Hudgin Air Service. June 2, 

1959.
McLean, F. M., Airport Engineer, Tucson Airport Authority.

July 20, 1959.
Mansfield, Monte, President, Tucson Airport Authority, 1948- 

1952. April 5, 1959.
Martin, Phil J., Manager, City of Tucson, 1946-1951. April 6, 

1959.
Mathews, William R., Editor, Arizona Daily Star, April 18, 

1959.
Monroe, T. L., Executive Assistant, Tucson Airport Authority. 

July 20, 1959.
Hiemann, J. 0., Councilman, City of Tucson, 1933-1950; Mayor, 

1950-1951. April 23, 1959.
Schmidt, Robert W. F., Manager, Tucson Airport Authority,

1948-1959; Executive Director, 1959. November 18, 1958, 
June 5, 1959, July 15, 1959, July 18, 1959.

Sprung, Russel, President, Sprung Aviation Company. June 2, 1959.
Stofft, F. R., President, Tucson Airport Authority, 1956- 

1959. April 21, 1959, July 14, 1959.


