
 

 

 

Section 8—Financial Plan 

Note:  In light of  the rapidly evolving situation related to the COVID-19 virus and its 

impact on global aviation, the aviation activity and financial projections and forecasts 

described herein are characterized by a high degree of  uncertainty.  Actual results 

may vary from the projections and forecasts, and the variance could be material.

 

This section describes the Financial Plan prepared for the T.F. Green Airport (the Airport) 

Master Plan project (Master Plan).  C&S Companies commissioned LeighFisher to prepare 

the Financial Plan, with a purpose to determine the financial feasibility of  the overall long-

term development program.  

The Financial Plan specifically considers the effects of  the Master Plan on Airport financial 

operations.  As such, where applicable, financial data associated with other airports in the 

system operated by the Rhode Island Airport Corporation (RIAC) may be presented in this 

section. The Financial Plan is presented for the time period FY 2020 through FY 2040, 

inclusive (the Airport’s fiscal year begins July 1 and ends June 30).  In general, the analysis 

presented herein indicates that funding the Master Plan is feasible subject to the assumptions 

described.  

Capitalized terms not otherwise defined in this Financial Plan have the meanings given in the 

Airport-Airline Use and Lease Agreements (Airline Agreement) and Master Indenture of  

Trust (Bond Indenture). 

RIAC has established goals related to the efficient and effective financial operation of  the 

Airport.  These goals include: 

Maintaining good relationships with the airlines operating at the Airport 

Maintaining reasonable levels of  certain key financial metrics in relation to “peer” 

airports and the industry in general 

The key financial metrics that the Airport focuses on are: 

Maintaining a debt service coverage ratio of  at least 1.50x 

Maintaining airline payments per enplanement (CPE) of  $6.50 or lower 

Leveraging no more than 85% of  the Airport’s passenger facility charge (PFC) revenue 

stream, and 



 

 

 

Maintaining a reasonable level of  debt per enplanement in comparison to peer airports 

These financial targets are illustrated in Figure 8.1. 

 

Table 8.1 provides the level of  each key financial metric at the Airport for FY 2019.  While 

the Airport’s FY 2019 CPE is higher than the financial target of  $6.50, it is management’s 

plan to reduce the CPE to $6.50 by FY 2024 and maintain a CPE of  $6.50 or lower 

thereafter.1 

The Financial Plan is presented for the time period FY 2020 through FY 2040.  A full set of  

financial exhibits can be found at the end of  this section.  In general, the analysis presented 

herein indicates that funding the Master Plan is feasible subject to the assumptions described 

                                                      
1 It was the intent of  the Airport to reach a $6.50 CPE in FY 2020.  With the onset of  the COVID-19 
virus and its impact on global aviation activity, the targeted CPE is not forecast to be achieved until 
traffic recovers to FY 2019 levels, assumed to be FY 2024 in the forecast presented. 



 

 

 

herein and meets the Airport’s established financial goals for maintaining an efficient and 

effective financial operation of  the Airport.  

As shown on Exhibit I, the Airport is forecast to achieve debt service coverage of  at least 

1.25x throughout the forecast period, meeting Bond Indenture requirements, and maintain 

debt service coverage in excess of  the 1.50x target in all years except FY 2020 and FY 2021.2  

The Airport’s CPE of  $9.63 in FY 2019 increases to a high of  approximately $25 in FY 

2021, before decreasing to a $6.50 CPE in FY 2024.  The Airport plans to utilize 

approximately $16m in Airport cash as “Additional Airline Credit” over the forecast period 

in order to maintain a $6.50 CPE throughout the remainder of  the forecast as shown in 

Exhibit F.3   

Following the forecast recovery of  enplanements to FY 2019 levels in FY 2024, the Airport 

continues to leverage less than 85% of  PFC revenue to pay PFC eligible debt service in 

every year except FY 2027 (87.7%) and maintains relatively low debt per enplanement before 

issuing debt in the FY 2039 to fund the South Concourse Expansion and New FIS Facility 

projects, at which time debt per enplanement begins increasing back to FY 2019 levels. 

The Rhode Island Commerce Corporation (Corporation), formerly the Rhode Island 

Economic Development Corporation, was created by an act (the Act) of  the General 

Assembly of  the state of  Rhode Island (the State) in 1974.  Per the Act, the purpose of  the 

Corporation is to promote the economic development of  the State through the acquisition 

and development of  real and personal property.  The Corporation is a governmental agency 

and public instrumentality of  the State and has the power to issue tax-exempt industrial 

development bonds and revenue bonds in order to accomplish its stated purpose.  The 

Corporation is governed by a board of  directors consisting of  13 members, including the 

Governor of  the State and 12 members appointed by the governor subject to the advice and 

consent of  the State Senate. 

                                                      
2 With the onset of  the COVID-19 virus and its impact on global aviation activity, the targeted 1.50x 
debt service coverage ratio is not forecast to be reached until FY 2022. 
3 It was the intent of  the Airport to reach a $6.50 CPE in FY 2020.  With the onset of  the COVID-19 
virus and its impact on global aviation activity, the targeted CPE is not forecasted to be achieved until 
traffic recovers to FY 2019 levels, or FY 2024 in the forecast presented. 



 

 

 

The Corporation created the Rhode Island Airport Corporation (RIAC) in 1992 as a 

subsidiary public corporation, governmental agency, and public instrumentality, having a 

distinct legal existence from the State and the Corporation.  RIAC is empowered to 

undertake the planning, development, management, acquisition, ownership, operation, 

repair, construction, reconstruction, rehabilitation, renovation, improvement, maintenance, 

development, sale, lease, or other disposition of  any airport facility in the State.  RIAC is not 

subject to federal, state, or local income taxes.  It operates on a fiscal year basis defined as 

the 12-month period ending June 30 (the Fiscal Year). 

RIAC is governed by a seven-member Board of  Directors appointed by the Governor of  

the State with the advice and consent of  the State Senate.  Directors serve four-year terms.  

RIAC does not have the authority to issue bonds or notes or borrow money without the 

approval of  the Corporation. 

RIAC and the State entered into a Lease and Operating Agreement (the Lease Agreement) 

effective July 1, 1993, under which RIAC assumed operating responsibility for six airports: 

T.F. Green Airport 

Block Island Airport 

Newport Airport 

North Central Airport 

Quonset Airport 

Westerly Airport 

Collectively, these six airports are referred to as the Airport System.  The term of  the Lease 

Agreement with the State expires on June 30, 2046.  RIAC pays the State $1.00 per year in 

rental fees.  

RIAC’s annual financial statements for the Airport System are prepared on an accrual basis.  

RIAC funds Airport operations and Capital Improvements with revenues generated from 

airline payments and other Airport revenues, PFC revenues, bond proceeds, and federal 

grants-in-aid.  According to RIAC, it maintains the financial records for the Airport in 

accordance with generally accepted accounting principles. 



 

 

 

The Master Indenture of  Trust (or Bond Indenture) specifies requirements for the financial 

operations of  the Airport System, including the Rate Covenant and Conditions for Issuing 

Additional Obligations, as described later in this chapter.  All of  the General Airport 

Revenue Bonds currently outstanding were issued with a parity pledge of  and lien on Net 

Revenues.  "Net Revenues" are defined in the Indenture to mean Revenues less amounts 

needed to pay T.F. Green Operation and Maintenance Expenses. 

The Master Indenture establishes certain funds and accounts and the priority for the flow of  

Revenues to such funds and accounts, as illustrated in Figure 8.2 on Page 8-7.  All Revenues 

are applied to funds and accounts in the order of  priority listed below.  Pledged PFC 

Revenue is deposited directly from the PFC Fund into the Bond Fund. 

1. Revenue Fund.  All Revenues are deposited into RIAC’s Revenue Fund.   

2. T.F. Green Operation and Maintenance Fund.  RIAC shall deposit an amount 

which, along with amounts remaining in the T.F. Green Operation and Maintenance 

Fund, is needed to pay the T.F. Green Operation and Maintenance Expenses. 

3. Bond Fund.  RIAC shall make monthly deposits into the Bond Fund for each series of  

Bonds the Net Revenues required for the payment of  the Debt Service Requirements on 

all outstanding obligations.  This includes amounts transferred from the related Pledged 

PFC account.    

4. Debt Service Reserve Fund.  RIAC shall deposit amounts necessary to meet the 

Reserve Requirement, which means for each series of  Bonds a deposit in the amount of  

either (a) 1/24th of  the amount necessary to restore the amount on deposit in the event 

that the Trustee had drawn upon the Account due to insufficient moneys in the Bond 

Fund, or (b) 1/6th of  the amount necessary to restore the amount on deposit in the 

event that the deficiency had occurred due to a loss in the investment of  the moneys in 

the Debt Service Reserve fund.  

5. T.F. Green Operation and Maintenance Reserve Account.  RIAC shall deposit 

amounts to fund any deficiency in the T.F. Green Operation and Maintenance Reserve 

Account, in the event that the account has been drawn upon. 

6. Repair and Rehabilitation Fund.  RIAC shall deposit amounts to fund any deficiency 

in the Repair and Rehabilitation Fund Reserve Requirement, in the event that the 

account has been drawn upon. 

7. Subordinated Indebtedness Fund.  RIAC shall deposit funds required by any 

resolution securing Subordinated Indebtedness to the extent that such amounts are not 

paid from other legally available funds. 



 

 

 

8. Airport Rebate Fund.  RIAC shall deposit funds to the Airport Rebate Fund in the 

amount required by each applicable Supplemental Indenture.  

9. Airport General Purpose Fund.  Any remaining funds are deposited into the Airport 

General Purpose Fund and are available for use by RIAC for any lawful purpose.  The 

Airport General Purpose Fund contains the following sub-accounts: 

9.1 General Account.  Available for any lawful purpose 

9.2 Outlying Airports’ Operation and Maintenance Account.  Amounts to pay 

operation and maintenance expenses for RIAC’s five general aviation airports 

9.3 General Obligation Bond Reimbursement Account.  Amounts to reimburse the 

State for payment associated with certain general obligation bonds issued by the 

State for improvements within in the Airport System per the Lease Agreement 

9.4 Capital Projects Account.  Amounts to pay the cost of  facilities at the Airport as 

authorized by RIAC. 



 

 

 

 

*An account exists for each Series of Bonds. 

Under Section 804, Rate Covenant of  the Master Indenture, RIAC covenants that it will set 

and adjust the rentals, rates, fees, and other charges for the use of  the Airport System to be 

at least sufficient to produce (i) Net Revenues, plus (ii) Pledged PFC Revenue, if  any, plus 

(iii) amounts transferred from the Airport General Purpose Fund to the Revenue Fund, if  

any, plus (iv) amounts on deposit in any Coverage Account at the beginning of  the current 

Fiscal Year, if  any (collectively, "Amounts Available to Pay Debt Service"), to provide for the 

greater of  either: 



 

 

 

a. The amounts needed for making the required deposits in the Fiscal Year of  RIAC to 

the Principal Accounts, the Interest Accounts, the Redemption Accounts, the Debt 

Service Reserve Fund, the Subordinated Indebtedness Fund (to the extent not 

otherwise paid from other legally available funds of  RIAC), and the Repair and 

Rehabilitation Fund; or 

b. An amount not less than 125% of  the aggregate Annual Debt Service with respect 

to Outstanding Bonds for such Fiscal Year of  RIAC. 

The Indenture further states that in any such calculation a capital gain resulting from any sale 

or revaluation of  investments shall be excluded from the definition of  Net Revenues.  

The Master Indenture allows for the issuance of  obligations in addition to the currently 

Outstanding Bonds, provided that certain conditions are met.  Section 214, Additional 

Bonds of  the Master Indenture specifies certain conditions that must be met before 

additional obligations secured by Net Revenues on a parity basis with Outstanding Bonds are 

issued.  These conditions require that, among other things, either of  the following 

conditions be met: 

a. An Airport Consultant has provided to the Trustee a certificate stating that, based 

upon reasonable assumptions set forth therein, Amounts Available to Pay Debt 

Service are projected to be not less than 125% of  the aggregate Annual Debt 

Service with respect to Outstanding Bonds (disregarding any Bonds that have been 

paid or discharged or will be paid or discharged immediately after the issuance of  

the Additional Bonds proposed to be issued) for each of  the next five (5) full Fiscal 

Years of  RIAC following issuance of  the Additional Bonds, or each full Fiscal Year 

of  RIAC from issuance of  the Additional Bonds through two (2) full Fiscal Years 

of  RIAC following completion of  the project or projects financed by the Additional 

Bonds proposed to be issued, whichever is later; provided, however, that if  

capitalized interest on any Bonds and proposed Additional Bonds is to be applied in 

the last Fiscal Year of  RIAC of  the period described in this sentence, the Airport 

Consultant shall extend the test through the first full Fiscal Year of  RIAC for which 

there is no longer capitalized interest, or 

b. An independent certified public accountant has provided to the Trustee a certificate 

stating that Amounts Available to Pay Debt Service in the most recent completed 

Fiscal Year of  RIAC or any consecutive twelve (12) month period out of  the last 

eighteen (18) months were not less than 125% of  (A) Annual Debt Service on 

Bonds Outstanding in such Fiscal Year of  RIAC or such period (disregarding any 

Bonds that have been paid or discharged or that will be paid or discharged 



 

 

 

immediately after the issuance of  such Additional Bonds proposed to be issued), 

plus (B) Maximum Annual Debt Service with respect to such Additional Bonds 

proposed to be issued. 

The Bond Indenture allows for the issuance of  refunding bonds and completion bonds so 

long as certain other conditions are met.  Future airport revenue bonds to be issued under 

the Master Indenture are expected to be a key funding source for certain Master Plan 

projects. 

As shown in Table 8.2, RIAC had $220.1 million of  general airport revenue bonds 

outstanding as of  June 30, 2019.  There are nine series outstanding.  All but one series will 

fully mature by 2040.   

This is equivalent to approximately $108 of  outstanding debt per enplanement (based on FY 

2019 enplanements – the last full year before the onset of  Covid-19 related impacts). 

RIAC also has a minimal amount of  general obligation bonds outstanding, which will fully 

mature by FY 2023.   

 



 

 

 

As shown in Figure 8.3, the annual debt service profile for currently outstanding Bonds 

(which totaled $24.7 million in FY 2019) reflects a gradual, yet significant, decline over the 

current decade.  This implies that there is significant capacity for issuing additional Bonds 

for purposes of  funding the Master Plan projects (assuming aviation activity levels recover to 

pre-Covid-19 levels as forecast). 

RIAC has applied, and intends to continue to apply, a significant share of  its PFC revenue 

stream to Bond debt service using a direct debt service offset structure, while staying under 

the 85% leverage target previously described.  During FY 2019, RIAC applied approximately 

$5.0 million of  its $8.4 million of  PFC revenues collected in FY 2019 to debt service in that 

year. 

RIAC and the airlines serving the Airport entered into Airport-Airline Use and Lease 

Agreements (collectively, the Airline Agreement), effective July 1, 2010, for a five-year term.  

The Airline Agreement was then extended for an additional five-year term through the end 

of  FY 2020, effective July 1, 2015.  Under the Airline Agreement, the Signatory Airlines pay 

Terminal Rental Rates calculated according to a commercial compensatory methodology.  



 

 

 

Landing fees are calculated according to a cost center residual methodology.  The Airline 

Agreement also includes provisions for (1) sharing of  net revenues after the payment of  

debt service between the Airport and the airlines, and (2) “extraordinary coverage 

protection” which permits RIAC to adjust airline rentals, fees, and charges upon 30 days 

written notice to the Signatory Airlines if  RIAC estimates it will not meet the Rate Covenant.   

The Signatory Airline Agreement was extended through June 31, 2021.  For purposes of  the 

Financial Plan forecasts, it was assumed that the provisions of  the Airline Agreement 

regarding the setting of  airline rentals, fees, and charges will remain materially unaltered 

throughout the forecast period. 

Under the Airline Agreement, RIAC has agreed to consult with the Signatory Airlines on an 

annual basis, or as otherwise necessary, regarding planned capital projects at the Airport 

(including projects that are part of  this Master Plan).  The decision to proceed with any 

planned capital projects is at the sole discretion of  RIAC. 

This Master Plan update involved the identification of  32 projects that were identified for 

the future development and maintenance of  the Airport over a period of  20 years, as 

described in Section 7.  Those projects, and an associated phasing and implementation plan, 

were prepared in the context of  the aviation activity forecasts described in Section 7.  The 

Master Plan projects were then merged with the Airport’s current 5-year ACIP.  The financial 

analysis described herein encompasses both the Master Plan and 5-year ACIP capital 

expenditures. 

Since the original activity forecasts for this Master Plan were developed, the global aviation 

industry has been impacted by the onset of  the COVID-19 virus, which emerged first in 

Wuhan, China, at the end of  2019 and quickly spread to most parts of  the world.   

In March 2020, the World Health Organization declared COVID-19 a global pandemic, 

prompting governmental actions to slow the spread of  the disease, including mandates for 

businesses to close and for people to remain at home.  These mandates have contributed to 

a severe contraction of  the global economy and a rapid increase in job losses.  This severe 

economic downturn, combined with continuing fears about contagion, has destroyed 

demand for air travel, at least in the short to medium term.  In response, air carriers have 

grounded most of  the world’s passenger airline fleets and drastically reduced air service.   



 

 

 

Recently, the U.S., state, and local governments around the country have begun planning a 

gradual return of  economic activity, including travel.  This should lead to a recovery in the 

economy followed by a recovery in aviation activity.  However, there is no clarity regarding 

the strength and timing of  the economic recovery.  Given that the virus has significantly 

impacted public confidence in the aviation system, there is also little visibility at this time 

regarding the trajectory of  a recovery in the system.  Some airports now expect that it will 

take three years or more for passenger levels to recover to 2019 levels.   

RIAC has evaluated a range of  potential activity recovery scenarios for the Airport and, for 

purposes of  the financial projections included in this document, has identified one scenario 

for evaluation.  This Master Plan aligns with aviation system-wide expectations, with the 

Airport’s enplanement forecast to recover to FY 2019 levels by FY 2024.  As illustrated in 

Figures 8.4 and 8.5, the updated base forecast represents a significant downward revision in 

total forecast enplanements (and a similar reduction in landed weight) over the Master Plan 

timeframe relative to the pre-COVID-19 base forecast.  Compared to the pre-COVID-19 

base forecast, the Airport would count more than 4 million fewer enplanements from FY 

2020 to FY 2023 and more than 16 million fewer enplanements from FY 2020 to FY 2040.   

 

In addition to the base landed weight growth forecast, RIAC has identified three projects, 

the South Side Cargo – Phase 1 (completion FY 2023), ‘North Ramp Cargo (completion FY 

2028), and South Side Cargo – Phase 2 (completion FY 2033) that will provide for additional 

cargo activity.  Corresponding increases in landed weight have been assumed in FY 2024, FY 

2029, and FY 2034, respectively.  



 

 

 

The impact of  the lower activity over a period of  years would be lower nonairline revenues 

resulting in lower operating cash flow from Airport operations.  Because of  the cost 

recovery nature of  the airline ratemaking methodology, airline revenues would not be as 

heavily impacted. 

Due to the lower activity forecast, for purposes of  the financial analysis the PALs have been 

deferred by approximately six years and the Master Plan projects have accordingly been 

pushed out by four to six years from the original phasing plan. 

Table 8.3 summarizes the Capital Program, with the major Master Plan projects separately 

identified.  The program totals $837.1 million of  capital spending between FY 2020 and FY 

2040.  There is a difference in the amounts between the Master Plan and the Financial Plan 

due to some projects being deferred beyond FY 2040 in relation to the Covid-19 related 

activity impact, as noted above. 

Table 8.3 also breaks out the Capital Improvement Program projects into the following 

three categories: 

5-year ACIP 

Renewal/replacement projects4, and  

Capacity enhancing projects. 

                                                      
4 Includes some additional renewal and replacement projects not originally identified as part 
of  master plan project list.  



 

 

 

   



 

 

 

Figure 8.6, Figure 8.7, and Figure 8.8 outline the phasing plan for the projects within 

each of  these three project categories.  

 



 

 

 

 

 Notes:   

1. Projects on this list have not been reviewed by the FAA for AIP funding eligibility. 

2. Not all projects noted will use AIP funding but are noted on this list for context and 

planning purposes as it relates to RIAC’s general purpose funds. 



 

 

 

 



 

 

 

RIAC is currently developing a General Aviation (GA) Strategic Business Plan which will 

include capital projects planning. Similar to the Master Plan, the GA Strategic Business Plan 

will focus on federal grant funded projects, and other projects will be demand driven based 

upon the need and condition.  

The InterLink includes consolidated facilities for Airport rental car operations; a train 

platform to provide access for commuter rail service south to Wickford, Rhode Island and 

north to both Providence and Boston; and a parking garage for rental car operators and rail 

commuters.  The InterLink operates under a separate Master Indenture than the General 

Airport Revenue Bonds. Any capital project funding requirements for the InterLink Facility 

would be funded from InterLink funds. RIAC has included $1,500,000 of  Interlink Garage 

Maintenance in the Master Plan renewal/replacement projects to be completed in FY 2027- 

FY 2029. 

There are five key funding sources identified for the Capital Improvement Program, 

including the Master Plan projects: 

Grants 

General airport revenue bonds (GARBs) 

Passenger facility charges (on a pay-as-you-go basis) 

Airport funds (i.e., funds generated from Airport operations)  

Third-party financing 

Typically, airports receive both AIP entitlement and discretionary grants for certain 

categories of  projects from the FAA.  Entitlement grants are allocated among airports on a 

formula basis, primarily driven by passenger numbers.  Discretionary grants determined are 

based on the nature of  specific project, and in particular, the contribution the project would 

make to enhancing the capacity of  the airport. 

In recent years, RIAC has received approximately $5 million per year of  entitlement grants 

and an average $10 million per year of  discretionary grants.  As T.F. Green is a small hub 



 

 

 

airport, the federal share of  project funding for eligible projects is 90%, with RIAC needing 

to contribute the matching 10% share from PFCs, airport cash, or bonds.  AIP grants are 

primarily dedicated to airfield or apron projects. 

For purposes of  this analysis, 5-year ACIP planned discretionary funding was assumed 

through FY 2026 with an average of  $10 million per year assumed thereafter.  Passenger and 

cargo entitlement grants were calculated in accordance with the FAA’s entitlement formula, 

with passenger entitlement grants ranging between $3.7 million and $5.1 million from FY 

2020 to FY 2028 and cargo entitlement grants increasing steadily from $100,000 in FY 2020 

to $149,000 in FY 2040.  Combined, forecasted grants decrease from $5.3 million in FY 

2020 to $3.8 million in FY 2023 in line with declines in enplanements due to COVID 19, 

before increasing back to $5.3 million in FY 2028 as traffic recovers.  The forecast then 

assumes the Airport’s hub status changing from small hub to medium hub.  As per federal 

regulation, an airport that is collecting a $4.50 PFC forfeits 75% of  its passenger entitlement 

funding upon reaching medium hub status.  This is assumed throughout the remainder of  

the forecast period.    

RIAC understands that discretionary dollars are subject to annual appropriations and 

regional needs and priority.  With the assumption of  the Airport going to medium hub status 

in 2029, entitlement dollars will decrease from $5.1 million to the $1.9 million range.  As 

such, there will be a need to make up the funding gap with discretionary funding.  Should 

PVD not change hub status, then the discretionary funding assumption of  $10 million per 

year would be more in line with $4 - $6 million per year. 

In March 2020, as a result of  the massive negative impact of  Covid-19 on the aviation 

industry, U.S. airports became eligible to receive $10 billion in U.S. federal government 

emergency aid under the terms of  the CARES Act.  These grants are not part of  the AIP, 

rather they are funds coming from the U.S. Treasury, albeit administered through the FAA’s 

Delphi system for distributing grants to airports.  RIAC has been awarded $24 million in 

emergency CARES funding, which is eligible to be spent for any lawful Airport purpose.   

RIAC intends to apply $24 million of  CARES money in equal annual installments of  $8.0 

million per year over the three-year period FY 2021 through FY 2023, primarily toward debt 

service. 



 

 

 

 

PFCs are revenues received from the $4.50 per flight segment charge levied on air tickets, 

collected by the airlines, and remitted to airports (net of  an $0.11 administrative fee).  

Revenues from PFCs can be leveraged, but can only be spent on certain categories of  

projects that are approved by the FAA.  Typically, PFCs are used as the grant matching share 

of  airfield improvements and on the public use areas of  terminals.  PFCs can also be applied 

to roadway and access projects. 

As of  July 11, 2019, RIAC has received approval for the collection and use of  $292.3 million 

of  PFCs under eight different applications, with a PFC collection expiration date of  January 

1, 2030.5  RIAC has used PFCs both to pay debt service on the PFC eligible portions of  

outstanding bonds and to directly fund project costs on a pay-as-you-go basis. 

In FY 2019, RIAC collected $8.4 million of  PFC revenue (including a small amount of  

interest income on PFC cash balances) and, as of  the start of  FY 2020, had a PFC cash 

balance of  $14.4 million. 

RIAC intends to apply PFC funds to several 5-year ACIP and Master Plan projects, including 

the Terminal Renovations, Taxiway T Mill and Overlay, and Construction on Taxiway C 

projects, as well as ongoing maintenance projects.  Those funds will be applied to the 

payment of  associated debt service as well as pay-as-you-go funding.  Overall, the Airport 

intends to apply $74.0 million of  PFCs on a pay-as-you-go basis over the 20-year period.  In 

the event where interim PFC funds balances are less than planned PFC spending, the 

Airport plans to use their Airport cash (equity) as a temporary funding source to be 

reimbursed upon receipt of  additional PFCs.   

                                                      
5 This expiration date is expected to be significantly impacted by traffic reductions due to Covid-19. 



 

 

 

Airport cash (equity) would be used to fund $55.9 million of  project costs over the 20-year 

period.  These funds – generated from Airport operating cash flows – would be applied to a 

wide range of  individual projects.  The Airport had an available discretionary cash balance 

of  $67.4 million at the start of  FY 2020 and is projected to generate substantial annual cash 

flows (between $10 million and $15 million per year) after traffic recovers from the Covid-19 

impacts. 

RIAC has also identified projects that could be funded by third parties, where RIAC would 

collect ground rentals, but other parties would finance, construct, and operate the project.  

These projects, which include the North Ramp Cargo and South Side Cargo Phases 1-3, 

would only be undertaken with third party involvement and would not be undertaken 

directly by RIAC.  

As noted earlier, RIAC is expected to have significant bond financing capacity available to 

fund Master Plan and other capital projects over the next 20 years (assuming a recovery to 

pre-COVID-19 activity levels over the next few years).   

The Financial Plan reflects future bond issuance sufficient to provide for $257 million of  

project funding over the 20-year period, mostly occurring over the later part of  the forecast.  

The result is a decrease in outstanding debt per enplanement to a low of  $32 in FY 2029 

from $108 in FY 2019 (reflecting the final maturity of  certain currently outstanding bond in 

the meantime), before increasing to $121 in FY 2039 and $118 in FY 2040.  The majority of  

these bond proceeds would be used to fund the South Concourse Expansion (21,000 sq. ft.), 

construction of  a New FIS Facility (60,000 sq. ft.), and construction of  a New South 

Parking Garage. 6 

RIAC also plans to utilize bond proceeds already on hand in the amount of  $9.3 million to 

fund certain projects over the FY 2021 to FY 2023 period.   

Development of  a feasible Finance Plan began with the identification of  projects to be 

funded by third-party funds.  The next focus was on application of  forecast grant funding 

available, followed by PFCs on a pay-as-you-go basis, Airport cash (equity), and finally the 

                                                      
6 The Airport plans to initiate large capital projects on an as needed basis upon forecasting to reach 
various planned activity levels (PALs).  These projects include, among others, the South Concourse 
Expansion, New FIS Facility, and New South Parking Garage. 



 

 

 

implementation of  both GARB- and PFC-funded debt.7  Development of  the Financial 

Plan was an iterative process, taking into account general AIP entitlement and PFC eligibility 

considerations, prevailing bond interest rates, the Bond Indenture flow of  funds,  the Airline 

Agreement, and the resulting forecasted key financial metrics in relation to Airport goals 

described earlier.  This process resulted in the following application of  funding:   

Grants.  Approximately $212 million in forecast grant funds available were applied between 

FY 2020 and FY 2040.  The Financial Plan applies most of  the Grant funding in the Airfield 

($139 million), including the  Runway 16-34 Reconstruction and Intersection of  16-34/5-23 

($30 million);  Runway 5-23 Reconstruction and Taxiway A, M, and N Reconstruction and 

Blast Pad ($12.8 million); and  Taxiway C to 400 Feet Separation ($32.9 million) projects. 

PFCs Pay-as-you-go.  PFC pay-as-you-go funding totaling $74 million was also focused 

mainly on Airfield projects, including $11 million on the Taxiway C to 400 Feet Separation 

project.  The PFC forecast also assumes $11 million of  routine major maintenance project 

costs (currently unidentified) during the last ten years of  the forecast.   

Airport Cash.  Airport cash in the amount of  $56 million is assumed to cover the cost of  

various projects across the 5-year ACIP and Master Plan projects, including $8 million on the 

New Belly Cargo and $7 million on the Terminal Baggage Handling Expansion – South 

projects.  The forecast also assumes an additional $32 million of  routine major maintenance 

project costs (currently unidentified) between FY 2027 and FY 2040.   

GARB Debt (including debt to be paid using PFC funds).  The forecast assumes $257 

million of  funding through additional debt issuances and $9.4 million of  funding using bond 

proceeds already on hand between FY 2020 and FY 2040.  Projects to be funded by debt 

include:   

 South Concourse Expansion - $75 million (total cost) 

 New FIS Facility - $60 million (total cost)  

 South Parking Garage - $103 million (total cost) 

 Reconfiguration of  Loop Road and Lot D Expansion - $10 million (total cost)  

Third Party Funding.  Third party funding was assumed for $238 million of  project costs, 

including the North Ramp Cargo Facility and Apron Expansion ($35 million);  South Side 

Cargo Facility Phases I, II, and III ($44 million, $44 million, and $49 million, respectively); 

 Hangar 2 Demolition and Construction of  New Corporate Hangars ($30 million); and 

 South Side Hard Stand Apron Phases I, II, and III ($11k million, $10 million, and $3 million, 

respectively) projects.  

                                                      
7 PFC Bonds were not required in order to develop a financially feasible forecast. 



 

 

 

The Financial Plan considered existing and forecast bond debt service, current market 

conditions related to COVID-19, short term operating expense and revenue assumptions 

provided by the RAIC, and a conservative forecast approach in determining the feasibility of  

the overall Capital Improvement Program.  

As shown in Figure 8.9 and discussed earlier, the annual debt service profile for currently 

outstanding Bonds reflects a gradual, yet significant, decline over the decade of  the FY 

2020s before falling to $3.2 million in annual debt service in FY 2040.   

The Financial Plan assumes that the Airport will be issuing Bonds to cover $257 million in 

project costs through FY 2040.  Combined debt service on existing and new Bonds less 

pledged PFC revenues decreases from approximately $20 million in FY 2018 and FY 2019, 

to between $15.0 and $16.5 million between FY 2021 to FY 2025.  The annual debt service 

remains below $15.0 million throughout the remainder of  the forecast dropping as low as 

$7.7 million in FY 2029.   

In FY 2039, additional debt is issued to fund the South Concourse Expansion and New FIS 

Facility using a two-year capitalized interest period in order to forgo debt service payments 

until occupancy of  the facilities.  As such, additional debt service requirements related to the 

South Concourse Expansion and New FIS Facility are not shown within the forecast period.  

PFC funds applied to debt service are forecast at approximately $7.0 million between FY 

2020 and FY 2023, $4.0-5.5 million between FY 2024 and FY 2030, and then less than $3.0 

million through the remainder of  the forecast.  The Airport also plans to use CARES Act 

funds to offset a portion of  debt service annually between FY 2021 and FY 2023. 



 

 

 

  

The Airport is projecting a slight reduction in expenses (inclusive of  GA direct expenses) 

from $31.5 million in FY 2019 to $31.4 million in both FY 2020 and FY 2021, as the Airport 

plans to maintain lower costs through the beginning of  the COVID-19 recovery period.  

Expenses are forecast to increase to $33.9 million in FY 2024, before increasing 3.0% 

annually through the remainder of  the forecast.  RIAC does expect any significant increases 

in expenses related to the Capital Improvement Program during the forecast period. 

The Airline Agreement grants certain rights and privileges to the Signatory Airlines, 

including the lease of  Terminal space and use of  other Airport facilities, in exchange for 

certain rentals and fees payable by the Signatory Airlines to RIAC. 

The Airline Agreement establishes procedures for the annual review and adjustment of  

Signatory Airline rentals, fees, and charges.  It also provides a procedure for a midyear 

adjustment to Signatory Airline rentals, fees, and charges if  such amounts vary by more than 

five percent (5%) from the projected total for any quarter.  Under the terms of  the Airline 

Agreement, RIAC also performs an annual reconciliation of  budgeted Signatory Airline 



 

 

 

rentals, fees, and charges to actual results.  Any aggregate credit or deficit is credited to the 

Signatory Airlines invoices or paid directly to RIAC in a lump sum, respectively. 

Non-Signatory Airlines' Landing Fee Rate, Apron Fee Rate, and Terminal Rental Rate are 

level at 125% of  the Signatory Airlines' rates. 

Terminal Rates.  Terminal Rates are calculated according to a commercial compensatory 

methodology.  A commercial compensatory methodology provides for an allocation of  the 

terminal building’s total operating expense, allocated debt service, capital outlays, 

amortization charges, and required fund deposits over the square feet of  leasable space; 

including ticket counter areas, hold-room, office, operations, baggage make-up, baggage 

claim, and concessions space.   

The Airline Agreement provides for the recovery of  Terminal costs through a Terminal 

Building Rental rate charged to the Signatory Airlines based on the square footage of  their 

leased premises.  The forecast Terminal Building Rental rate grows with expenses through 

FY 2025, at which time the rate decreases with a reduction in debt service.  The Terminal 

Building Rental rate remains in this range through the remainder of  the forecast period. 

Landing Fees.  The Landing Fee Rate and Apron Rental Rate are calculated according to a 

cost center residual cost methodology which essentially provides for a breakeven financial 

result in the Airfield cost center.   

In addition, RIAC management may choose to provide the airlines with a discretionary 

subsidy which reduces the Airfield Requirement in order to manage airline costs.  The 

Airfield Requirement is then divided by the total landed weight of  all aircraft using the 

airfield (measured in thousand-pound units of  landed weight) to arrive at the Landing Fee.   

The reduction in aviation activity related to COVID-19 creates some volatility in Landing 

Fee Rate over the recovery period, expected to last through FY 2023.  During this time, the 

Airport intends to use CARES Act funding in the amount of  $8 million per year in FY 2021, 

FY 2022, and FY 2023, to offset debt service and/or O&M expenses in order to mitigate the 

effect of  the forecast landed weight reductions.  This results in a slight increase in Landing 

Fee rate to $4.09 in FY 2021 before dropping to $2.87 in FY 2022 and remaining in that 

range throughout the remainder of  the forecast.     

Apron Fees.  The Apron Requirement is equal to five percent (5%) of  the Airfield allocated 

operation and maintenance expenses, operation and maintenance reserve fund, and debt 

service net of  PFCs.  The Apron Fee Rate is calculated by dividing the Apron Requirement 

by the total amount of  Apron rented space.   

Net Revenue Sharing.  Pursuant to the terms of  the Airline Agreement, RIAC shares with 

the Signatory Airlines certain annual Net Revenues of  the Airport System less required 



 

 

 

deposits, transfers, and certain other deductions (the Airline Net Revenue Sharing).  The 

distribution of  the Airline Net Revenue Sharing is based upon each Signatory Airline’s share 

of  enplaned passengers in a given Fiscal Year.  The amount of  Airline Net Revenue Sharing 

is determined in the following manner: 

1. RIAC retains the first $1,000,000 

2. Signatory Passenger Airlines share the next $600,000 

3. Signatory Airlines receive 40% and RIAC retains 60% of  amounts above the initial $1.6 

million. 

 

In addition to the Airline Net Revenue Sharing required under the Airline Agreement, RIAC 

management may choose to provide the airlines with supplemental discretionary revenue 

sharing from time to time in order to manage airline costs. 

As discussed previously, declines in enplanements due to COVID-19 are expected to lower 

nonairline revenues with the Airport assuming conservative growth through FY 2023 

resulting in lower operating cash flow from Airport operations.  In line with aviation system-

wide enplanement expectations, the Airport is then expecting to reach FY 2019 levels of  

non-airline revenues in FY 2024 with generally conservative growth thereafter. 

Forecast growth rates for non-airline revenue sources are tied to a combination of  the 

enplanement forecast, inflation assumptions, increases in parking rates, and other revenues 

enhancements.  The Airport plans to initiate parking rate increases every three years 

beginning in FY 2024 with an additional revenue increase in FY 2033 upon completion of  

the South Parking Garage project, a 5-level parking garage providing 2,800 additional 

parking spaces.  Other revenue enhancements are linked to the completion of  the, North 

Ramp Cargo (FY 2028), South Side Cargo (Phase 1 in 2023 and Phase 2 in 2033), and Belly 

Cargo (FY 2035) projects. 

Significant non-airline revenue sources include Parking ($18.0 million), Rental Car ($6.6 

million), Concessions ($4.6 million), and Tie Down and Hangar Rent ($1.3 million), equating 

to $30.8 million in non-airline revenue, or more than 75% of  non-airline revenue produced 

in FY 2019.  After an interim decline due to COVID-19 as discussed above, Parking, Rental 

Car, Concessions, and Tie Down and Hangar Rent are assumed to return to (or, in the case 

of  Parking, exceed) FY 2019 amounts in FY 2024, before increasing to $30.4 million, $8.0 

million, $7.0 million, and $2.2 million, respectively, by FY 2040.  GA Airports are forecast to 

account for an additional $4.1 million in nonairline revenue in FY 2040. 

 






















