FINANCIAL FEASIBILITY
CAPITAL IMPROVEMENT PLAN
This chapter documents the strategy to implement, fund, and finance the recommended 20-year project
improvements for Rogue Valley International Medford Airport (MFR). The Airport Capital Improvement
Plan (CIP) provides guidance for continued maintenance, upgrade, and expansion of MFR facilities in a
fiscally responsible manner and within realistic Airport financial capabilities. This analysis also supports the
MFR
-in-aid programming. This chapter is prepared
using guidance from FAA Order 5100.38D, AIP Handbook, and FAA Order 5100.39A, Airports Improvement
Plan, and contains the following sections.
Capital Improvement Approach
Project Cost Estimates
Capital Improvement Program
Financial Plan Development
Implementation Guide
Auto Parking and Circulation Financial Model

Capital Improvement Plan Approach
The following process was used to prepare the CIP.
Gathering and reviewing key Airport documents related to historical financial results, capital
improvement plans, operating budgets, regulatory requirements, County and Airport policies, airline
agreements and other operating agreements with Airport users
Interviewing key Airport officials to gain an understanding of the existing operating and financial
environment, relationships with the airlines and overall management philosophy
Reviewing the Aviation Demand Forecasts previously developed in Chapter 2 of the Master Plan
Developing the CIP project cost estimates and a phasing plan anticipated for the projects necessary
to implement the Preferred Alternative identified in Chapter 5, including the anticipated planning
period and the financial requirements for the recommended improvement projects
Reviewing the Capital Improvement Program project cost estimates and development schedules
anticipated for the planning period and projecting the overall financial requirements for the program
Determining and analyzing the sources and timing of capital funds available to meet the financial
requirements for operating the Airport and financing the Capital Improvement Program
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Analyzing historical operations and maintenance expenses, developing operations and maintenance
expense growth assumptions, reviewing assumptions with Airport management, and projecting future
operations and maintenance expenses for the planning period
Analyzing historical revenue sources, developing revenue growth assumptions, reviewing
assumptions with Airport management, and projecting future airline and non-airline revenues for the
planning period
Completing results of the review in a Financial Analysis Summary that evaluates the financial
reasonableness of the Capital Improvement Program
Identifying the required planning and zoning, environmental l, design, funding, and ongoing operation
and maintenance considerations to develop an Implementation Guide

Cost Estimates
Cost estimates help MFR and the Federal Aviation Administration (FAA) understand potential cost
obligations. The cost estimates are developed only for projects eligible for funding under the FAA Airport
Improvement Program (AIP). Professional engineers and architects have developed cost estimates for
each project contained in the 20-year CIP based on 2020 dollars. For projects occurring beyond 2020, the
estimators adjusted costs with an inflation rate of three percent per year. Project costs have contingencies
added to account for unknowns at the planning level of design. The contingency amount varies by project
but is generally set between 10 and 30 percent depending on the term in which the projects are located.
Costs for planning, environmental review, design, and construction management are included as
appropriate. Table 6-1: shows each project and estimated costs.
Table 6-1:

Improvement Project Cost Estimates
Total Estimated Project Cost
(2020 Dollars)

Improvement Projects
Short-Term
Hangar Taxilane Reconstruction - Phase II
Pavement Condition Index Survey
Stormwater Treatment Facility and Taxiway B3 Removal
Planned EA 2021 (East Side Apron Expansion, Construct New
Taxilanes, Taxiway A3 Removal, Construct New East Apron Taxiway)
Acquire Aircraft Rescue and Firefighting (ARFF)
Runway 14/32 Seal Coat
East Side Apron Expansion Environmental
Expand GA Apron - Phase I
East Side Apron Expansion - Phase I
Documented Categorical Exclusion (CATEX)
Pavement Condition Index Survey
Documented CATEX
Resiliency Study
Documented CATEX
Expand GA Apron - Phase II
East Side Apron Expansion - Phase II
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$1,200,000
$100,000
$4,925,000
$550,000
$875,000
$1,980,000
$450,000
$5,540,000
$5,580,000
$35,000
$100,000
$350,000
$200,000
$35,000
$5,780,000
$9,330,000

Terminal Concept & Budget Report - Phase I
Planned Environmental Assessment (EA) 2024
(2020-2024) Short - Term Subtotal
Mid-Term
Construct New Taxilanes
Taxiway and Apron Seal Coat
Runway 14/32 Lighting and Mag Var
Rehabilitate/Maintenance GA Apron
Taxiway A3 Removal, Construct New East Apron Taxiway
Acquire Snow Removal Equipment
Terminal Expansion Design - Phase I
Terminal Expansion Construction - Phase I
Taxiway A Seal Coat
Pavement Condition Index Survey
Planned 2027 Environmental Assessment (IALS, North GA Apron)
Intermediate Approach Lighting System Installation
North GA Apron
Master Plan
(2025-2029) Mid - Term Subtotal
Long-Term
Pavement Condition Index
Parking Structure Design - Phase I
Documented CATEX
Rehabilitate Runway 14/32
Planned 2031 Environmental Assessment (Bypass Taxiway Design
and Construction-Runway End 14,ARFF Facility Construction)
Holding Bay Design and Construction - Runway End 14
Parking Structure Construction - Phase I
Pavement Condition Index Survey
Deicing Pad Design and Construction - Runway End 32
ARFF Facility Design
ARFF Facility Construction
Planned 2035 Environmental Assessment (Parallel RW Land
Purchase Environmental, Terminal Expansion Design - Phase II,
Terminal Expansion Construction - Phase II)
Pavement Condition Index Survey
Terminal Concept & Budget Report - Phase II
Parallel RW Land Purchase Environmental
Documented CATEX (Rehabilitate Taxiway A North)
Rehabilitate Taxiway A North
Terminal Expansion Design - Phase II
Terminal Expansion Construction - Phase II
Environmental Assessment (Parallel RW Land Acquisition)
Parallel RW Land Purchase
Documented CATEX (Rehabilitate Taxiway A South)
Rehabilitate Taxiway A South
Pavement Condition Index Survey
Master Plan
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$300,000
$500,000
$37,330,000
$4,000,000
$800,000
$3,100,000
$5,510,000
$12,550,000
$790,000
$5,380,484
$37,663,388
$1,340,000
$100,000
$575,000
$900,000
$4,230,000
$1,500,000
$76,938,872
$100,000
$4,589,000
$45,000
$6,030,000
$500,000
$1,760,000
$41,301,000
$100,000
$1,740,000
$1,168,125
$8,176,875
$600,000
$100,000
$481,000
$80,000
$50,000
$1,990,000
$1,325,844
$9,280,906
$600,000
$2,607,500
$50,000
$1,950,000
$100,000
$1,500,000

Planned 2039 Environmental Assessment (Runway - Parallel
Taxiway Design, Runway Parallel Taxiway Construction - Phase I,
Runway -Parallel Taxiway Construction - Phase II)
Parking Structure Design - Phase II
Parking Structure Construction - Phase II
Runway-Parallel Taxiway Design
Runway-Parallel Taxiway Construction - Phase I
Runway-Parallel Taxiway Construction - Phase II
Terminal Expansion Phase Design - Phase III
Terminal Expansion Phase Construction - Phase III
Perimeter Road
(2030-2039) Long - Term Subtotal
Total

$762,500
$936,000
$8,424,000
$2,458,105
$21,244,158
$23,177,737
$1,160,093
$8,120,648
$3,350,000
$155,858,490
$270,127,363

Capital Improvement Plan
Project phasing prioritizes projects through a priority ranking system based on development needs. The
s highest priority to projects that currently do not meet FAA
standards and must be constructed to meet standards to maintain safety, security, and efficiency. Projects
in the higher priority categories are considered to have more urgency and are placed in the beginning term.
Those projects with lower priorities are placed in latter terms. Several projects identified in this CIP can be
phased over multiple years. This approach helps distribute capital costs more evenly and allows MFR to
implement improvements as demand materializes. Project phasing supports accelerating or delaying
project implementation in response to economic conditions and changing airport user needs.
Future demand for airport facilities is difficult to predict accurately, especially during the latter stages of the
20-year planning period. Therefore, emphasis is placed on the initial portion of the planning period. In this
phase, projections are more definable, and the magnitude of program accomplishment is more pronounced.

Project Phasing
The CIP project phasing includes projects identified as eligible for AIP funding. Ineligible projects will be
paid for with local money or through other non-AIP sources. The components of each period of the CIP are
described in the following sections:
Short-Term Projects (2020-2024)
Mid-Term Projects (2025-2029)
Long-Term Projects (2030-2039)

Short-Term Projects
Table 6-2: provides a sequencing and cost for each project. Short - term projects include expansion of both
the General Aviation (GA) and the east apron, expansion of the runway, and maintenance of the taxiway
pavement. Figure 6-1: illustrates the location of these projects on the airfield.
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Table 6-2:
Project
No.
1
2
3
4

Short-Term Preferred Development Project Cost Estimates
Project
Runway 14/32 Seal Coat
Expand GA Apron - Phase I
East Side Apron Expansion - Phase I
Expand GA Apron - Phase II
Short-Term Total

Note

Estimated Project Cost
(Millions of 2020 Dollars)
$2.0
$5.5
$5.6
$5.8
$18.9

Project costs are rounded.

Figure 6-1:

Short-Term Preferred Development Projects

Mid-Term Projects
The mid-term projects are anticipated to be implemented following the completion of the construction of the
new East Apron Taxiway. The removal of Taxiway A3 and construction of the new East Apron Taxiway
projects should satisfy FAA requirements for crossing in the middle third of the runway. Mid-term projects
include the first phase of the terminal expansion, likely to be a two-year construction. The North GA apron
project includes development of a flight school, hangars, a fuel station, and aircraft tie downs. Table 6-3:
identifies the mid-term projects with cost estimates, and Figure 6-2: illustrates the project location.
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Table 6-3:

Mid-Term Preferred Development Project Cost Estimates

Project
No.
5
6
7
8
9
10
11
Note

Project

Taxiway A3 Removal, Construct new East Apron Taxiway
Runway 14/32 Lighting and Mag Var
Terminal Expansion Construction - Phase I
Taxiway and Apron Seal Coat
Taxiway A Seal Coat
Construct New Taxilanes
Rehabilitate GA Apron
Mid - Term Total
Project costs are rounded.

Figure 6-2:

Estimated Project Cost
(Millions of 2020 Dollars)
$12.6
$3.1
$38.0
$0.8
$1.3
$4.0
$5.5
$65.3

Mid-Term Preferred Development Projects

Long-Term Projects
Long-term projects focus on holding bays on Runway End 14 to support traffic flow with the future use of
the GA flight school. The Runway End 32 holding bay and de-ice pad should serve as a dual-purpose space
depending on the time of year and weather conditions. Most of the year, the holding bay can be used to
allow aircraft to conduct runups, but it can be a designated de-icing pad during inclement weather. Phase I
of the parking structure construction is anticipated to begin during the long-term CIP. This phase is to
include a four-level parking garage located 300 feet from the terminal. During Phase II, parking structure
construction will be to complete the long-term parking segment of the garage. The project is anticipated to
be complete in 2040. The ARFF facility project includes the relocation of the ARFF facility to the central GA
area and demolition of existing facility. The design and construction of Phase I and Phase II of the Parallel
Runway is a long-term project intended to preserve the airspace for future development. Table 6-4:
identifies the long-term projects with cost estimates, and Figure 6-3: illustrates the project location.

6-6

Table 6-4:
Project
No.
12
13
14
15
16
17
18
19
20
21
22
23
24
25
Note

Long-Term Preferred Development Project Cost Estimates
Project

North GA Apron
Rehabilitate Runway 14/32
Holding Bay Design and Construction - Runway End 14
Parking Structure Construction - Phase I
Deicing Pad Design and Construction - Runway End 32
ARFF Facility Construction
Rehabilitate Taxiway A North
Terminal Expansion Construction - Phase II
Rehabilitate Taxiway A South
Parking Structure Construction - Phase II
Runway- Parallel Taxiway Construction - Phase I
Runway- Parallel Taxiway Construction - Phase II
Perimeter Road
Helicopter Landing Strip
Long - Term Total
Project costs are rounded.

Figure 6-3:

Long-Term Preferred Development Projects
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Estimated Project Cost
(Millions of 2020 Dollars)
$4.2
$6.0
$1.8
$41.3
$1.7
$8.2
$2.0
$9.3
$2.0
$8.4
$21.5
$23.2
$3.4
$0.1
$133.1

Funding Sources
Funding sources for future development projects depend on a variety of factors that include AIP eligibility,
the ultimate type and use of facilities to be developed, debt capacity of MFR, the availability of other
financing sources, and the priorities for scheduling project completion. For planning purposes, assumptions
have been made related to the funding sources of each project. The following funding sources provide
background and context when reviewing the financial feasibility of proposed improvements.
Federal Funding
State Funding
Local Funding

Federal Funding
The FAA provides funding for airport improvements through the Aviation Trust Fund (ATF), which is
financed by aviation system user fees and taxes (e.g., airline passenger tax, aircraft parts taxes, fuel taxes,
and aircraft registration fees). The AIP provides the mechanism to reinvest the ATF at FAA-eligible airports.
FAA Order 5100.38D, Airport Improvement Program Handbook (AIP Handbook), describes AIP funding
eligibility. Since Oregon has more than five percent of its geographic acreage comprised of unappropriated
and unreserved public lands and nontaxable Indian lands, the AIP program allows a higher-than-normal
federal percentage match for AIP-eligible projects. The adjusted formula provides for an FAA contribution
of 93.75 percent compared to a normal contribution of 90 percent. The AIP grants require MFR to contribute
a local match of 6.25 percent.
Entitlements
The amount of entitlement is determined by airport size and the number of passenger enplanements. The
FAA National Plan of Integrated Airport Systems (NPIAS) defines MFR as a primary small-hub airport,
meaning it is a commercial service airport with more than 10,000 annual passenger enplanements. The
NPIAS identifies airports eligible for AIP funding and estimates the amount of AIP funds needed to fund
projects that will update airports to current FAA standards and increase capacity as needed. Primary
airports are eligible for annual primary entitlement funding under the AIP. The total amount of primary
entitlement funding depends on the number of enplaning passengers (passenger entitlements) and the
volume of landed cargo (cargo entitlement). The AIP Handbook defines how the FAA calculates primary
entitlement.
Discretionary
Projects eligible for AIP funding may receive discretionary funding if the total cost exceeds costs covered
by entitlement funds. Discretionary funds are not guaranteed, and their approval is established through a
project priority ranking methodology used by the FAA to award grants, at their prerogative, based upon a
projects that have placed high in priority towards enhancing safety, security, and capacity and would be
difficult to fund otherwise. Dollar amounts vary and can be significant compared to non-primary entitlement
funds. The amount dedicated to any one airport is determined by its demonstrated and documented need
compared to the needs at other airports within the NPIAS.
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State Funding
The Oregon Department of Aviation (ODA) administers all state aviation grant programs. The Statewide
Capital Improvement Plan (SCIP) is a partnership with the FAA and MFR to assist with the following funding
options:
Maintaining the five-year ACIP
Capturing yearly and projected needs
Coordinating Joint Planning Conferences (JPC)
Managing the software to track FAA funding for state aviation needs
ODA also provides grants to assist capital improvement projects such as the Critical Oregon Airport Relief
(COAR). MFR is eligible to apply for the COAR grant, only to a maximum amount of $150,000. The grants
are determined by categories
with the NPIAS.

Local Funding
Local funds include, but are not limited to, airport revenues from leases, fuel surcharges, landing fees,
property taxes, percentage of transient room tax, and grant funding. MFR uses local funds to provide the
6.25 percent match on AIP-eligible projects and to pay for projects that are not eligible for or do not compete
well for AIP funding.
Passenger Facility Charges (PFCs)
The Aviation Safety and Capacity Expansion Act of 1990 established the authority for commercial service
airports to apply to the FAA for imposing and using a Passenger Facility Charge (PFC) of up to $3.00 per
eligible enplaned passenger. With the passage of AIR-21 in June 2000, airports could apply for an increase
in the PFC collection amount from $3.00 per eligible enplaned passenger to $4.50. The proceeds from
PFCs are eligible to be used for AIP eligible projects and for certain additional projects that preserve or
enhance capacity, safety or security; mitigate the effects of aircraft noise; or enhance airline competition.
PFCs may also be used to pay debt service on bonds (including principal, interest and issue costs) and
other indebtedness incurred to carry out eligible projects. In addition to funding future planned projects, the
legislation permits airports to collect PFCs to reimburse the eligible costs of projects that began on or after
November 5, 1990.
MFR currently collects PFC revenues in an approved open application at the $4.50 collection level. MFR
plans to submit a new application for additional PFC eligible capital projects identified in the Master Plan
and to continue collection without interruption of its collection authority.
Customer Facility Charges (CFCs)
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Rental car companies that provide services to commercial passengers at the airports they serve collect
CFCs on behalf of, and for the benefit of, the airports where they operate. The charge is typically based on
a fee per rental car transaction day that is added to rental car contracts. CFCs are required to be used for
the financing, designing, constructing, operating, and maintaining of consolidated car rental facilities and
common use transportation equipment and facilities that are used to transport the customer between the
consolidated car rental facilities and other airport facilities.
MFR currently collects a CFC of $3.00 per rental car transaction day to support capital expenditures for
improving and expanding rental car facilities. The Master Plan CIP includes projects to construct a parking
structure, to expand a surface lot, and to relocate rental cars (offices and customer counters) from the
existing terminal building. The implementation analysis assumes that CFCs will be used on a pay-as-yougo basis to fund approximately $46 million in project costs during Long-Term (Phase I) parking construction
and approximately $9.3 million in the Long-Term (Phase II) of parking construction.

Financial Plan Development
The primary objective of the Financial Implementation Analysis for MFR Master Plan is to evaluate the
Airport's capability to fund the Capital Improvement Program (CIP) and to finance Airport operations. The
program is planned for implementation through three phases of development including a five-year ShortTerm period (2020-2024), a five-year Mid-Term period (2025-2029) and a ten-year Long-Term period
(2030-2039). The analysis includes development of a detailed Financial Implementation Plan. Objectives
for developing the Financial Implementation Plan include presenting the results of the implementation
evaluation and providing practical guidelines for matching an appropriate amount and timing of financial
sources with the planned use of funds.

Governmental Organization and Administration
Jackson County, Oregon
ounty
MFR and is responsible for its
overall maintenance and operation. The County is governed by a Board of Commissioners consisting of
three independently elected members serving staggered four-year terms. The County Administrator
oversees the day-to-day operations of the County. The Airport Director is responsible for
dayto-day operations, supervision of the administrative, security and maintenance staff, and reports to the
County Administrator
managers are responsible for policy
implementation, capital planning, financial planning and control, operations and maintenance, and
personnel supervision.

Accounting and Budgeting Practices
Accounting records for the Airport are maintained for the County by Airport Finance and Administration
staff. The financial records for the Airport are maintained in a separate enterprise fund, and the services
provided include monthly reports, accounts payable, payroll processing, processing and payment of
purchase orders, and preparation of work papers for the annual audit.
The financial statements are reported using the economic resources measurement focus and the accrual
basis of accounting. The accrual basis of accounting is used in which revenues are recognized when earned
and expenses are recognized when the liability is incurred.
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ntrol. In compliance
with Oregon budget law, all funds are budgeted using the current financial resources measurement focus.
For Jackson County, this means that the modified accrual basis of accounting is used for all funds.
Differences between the basis of accounting and budgeting are most notable in the treatment of beginning
fund balances for all funds, and the treatment of capital outlays, vacation accruals, and debt service in
proprietary funds. The Airport develops a budget for its operating revenues, operations and maintenance
expenses, capital outlays and funding sources. That budget is then submitted to and evaluated by the
budget is presented to the Board of Commissioners for approval and adoption. Revisions to the budget
must be approved by the Board of Commissioners.

Aviation Forecasts
In Chapter 2 of the Master Plan, aviation activity forecasts are developed to estimate potential future activity
levels. These forecasts are then used in Chapter 3 to determine if existing Airport facilities have the capacity
to meet future demand or if facility modifications are needed. These forecasts, which include passenger
enplanements, total aircraft operations and commercial aircraft operations, aid in the development and
prioritization of the projects included in the CIP. The forecasts are important in the projection of various
capital funding sources described below. Specifically, AIP entitlement funds, Passenger Facility Charges,
and several operating revenues, described later in this Chapter, are projected based on these forecasts.
The forecasts were developed prior to the impact of the COVID-19 pandemic. For purposes of the Financial
Implementation Plan, the enplanement forecast in the Short-Term was modified to reflect the estimated
impact on 2020 enplanements and the anticipated recovery of those enplanements to the originally forecast
levels by the end of the Short-Term.

Capital Funding Sources
In recent years, the Airport has used a combination of FAA Airport Improvement Program (AIP) entitlement
and discretionary grants, Passenger Facility Charges, Oregon State grants and cash reserves/net operating
revenues to fund capital improvements. These funding sources, as well as additional sources of capital
-year
planning period.

Airport Improvement Grants and Other Federal Funding
The Airport receives grants from the Federal Aviation Administration (FAA) to finance the eligible costs of
certain capital improvements. These federal grants are allocated to commercial passenger service airports
through the Airport Improvement Program (AIP). AIP grants include passenger entitlement grants, which
are allocated among airports by a formula that is based on passenger enplanements, and discretionary
grants, which are awarded in accordance with FAA guidelines
Under current AIP authorization legislation, in the State of Oregon, eligible projects are funded on a 93.75
percent AIP grant / 6.25 percent local match basis for small and non-hub airports. Small-Hub airports
(currently those with annual enplanements between approximately 468,000 and 2,340,000 passengers)
can accumulate and carryover up to three years of unspent entitlements plus the current year before the
awards are revoked. In 2020, the Airport had no unspent entitlements to carryover for use in 2020 and had
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already committed approximately $254 thousand of future entitlement funds to projects under previous
grants. The implementation analysis assumes the application of annual AIP passenger entitlement funds
will be about $13.9 million during the Short-Term planning period, $17.2 million during the Mid-Term and
$36.6 million during the Long-Term.
The approval of AIP discretionary funding is based on a project eligibility ranking method the FAA uses to
importance to the national air
transportation system. Based on early discussions between the Airport and the FAA, it is reasonable to
assume that the Airport will receive discretionary funding during the planning period for higher priority,
eligible projects. The implementation analysis assumes that $4.3 million of AIP discretionary funds will be
required during the Short-Term to fund two phases of expansion of the general aviation apron at MFR. The
implementation analysis also assumes that AIP discretionary grants of $22 million will be available to fund
a second phase of expansion to the east side apron as well as the removal and replacement of Taxiway
A3 during the five-year Mid-Term period. In the Long-Term, $14.5 million in discretionary funds are
assumed for north general aviation apron, the rehabilitation of Runway 14-32 and the construction of an
ARFF facility. Since the future availability of AIP discretionary grants is not certain until an actual grant is
awarded, it should be noted that any CIP projects that have discretionary funds indicated as a funding
source in the Financial Implementation Plan may need to be delayed until such funds actually become
available.
The implementation analysis further assumes that the current AIP program will continue to be extended
through 2039 and that future program authorizations will provide substantially similar funding levels as it
currently does and as it has historically provided since the program was established in 1982.
On March 27, 2020, the Coronavirus Aid, Relief and Economic Security Act (CARES Act) was enacted and
included $9.5 billion in supplemental funding for airports. The funds were allocated to airports based on
formulas specified in the Act and calculated by the FAA. Under the Act, the funds can be used for any lawful
purpose on which airport revenues can be used (in accordance with Airport Sponsor Grant Assurances and
FAA policies), including capital and operating costs of the airport. MFR was allotted and awarded $15.1
million in CARES funding.
will be utilized for operations and maintenance expenses. Additionally, the CARES Act separately provided
the FAA funding for all 2020 AIP grants to be 100 percent federally funded with no local match requirements.
This provision provided MFR with $98 thousand in funds to match its 2020 AIP grant.
On December 27, 2020, the Coronavirus Response and Relief Supplemental Appropriation Act (CRRSA)
was enacted, providing another $2 billion in federal funds as economic relief to eligible U.S. airports and
eligible concessions at those airports to prevent, prepare for, and respond to the ongoing coronavirus public
health emergency. MFR was allotted $3.6 million in CRRSA funding, which it also anticipates will be used
for operational activities.
On March 11, 2021, the American Rescue Plan Act of 2021 (ARPA) was enacted, providing another $8
billion in funds as economic assistance to eligible U.S. airports to prevent, prepare for, and respond to the
determined by the FAA. When the allotment is determined, management anticipates that it will also be used
for operational activities.
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Oregon State Grants
In 2015, the Oregon State Legislature increased the tax on aviation fuels to fund the Aviation System Action
Program (ASAP). The ASAP program provides funding for three programs, one of which is the Critical
Oregon Airport Relief (COAR) grant program which assists airports with FAA AIP grant match requirements,
makes grants for emergency preparedness and infrastructure projects, and makes grants for aviation
related economic development. The maximum grant request per application is $150,000. The ASAP project
has a sunset date of January 1, 2022.
The implementation analysis assumes that $150 thousand of COAR grant funds will be available during the
Short-Term to fund a portion of the stormwater treatment facility and $121 thousand will be available to
fund a portion of a resiliency study in the Mid-Term. No COAR funds were assumed to be used in the LongTerm. Since the future availability of these or similar State grants is not certain until an actual grant is
awarded, it should be noted that any CIP projects that have such funds indicated as a funding source in the
Financial Implementation Plan may need to be delayed until such funds become available.
Passenger Facility Charges
The proceeds from PFCs can be used for AIP-eligible projects and for certain additional projects that
preserve or enhance capacity, safety, and security; mitigate the effects of aircraft noise; or enhance airline
competition. PFCs may also be used to pay debt service on bonds (including principal, interest, and issue
costs) and other indebtedness incurred to carry out eligible projects. In addition to funding future planned
projects, the legislation permits airports to collect PFCs to reimburse the eligible costs of projects that began
on or after November 5, 1990.
MFR currently collects PFC revenues in an approved open application at the $4.50 collection level. It plans
to submit new applications for additional PFC-eligible capital projects identified in the Master Plan and to
continue collection without interruption of its collection authority. The implementation analysis assumes that
the Airport will submit additional PFC applications and amendments, as required, to ensure that the
collection of PFC revenues continues beyond the authorized expiration date through the end of the 20-year
planning period in 2039.
At the beginning of 2020, the Airport had $5.1 million of unliquidated (beginning balance) PFCs. PFC
collections at the $4.50 level were estimated to yield only approximately $1.0 million in 2020 (due to the
s negative impact on enplanements). Enplanements are anticipated to recover to pre-pandemic
levels by the end of the Short-Term in 2024, resulting in PFCs returning to a level of approximately $2.1
million per year. The implementation analysis assumes that PFC collections will be used on a pay-as-yougo basis for projects included in the 20-year CIP to fund approximately $1.9 million in eligible project costs
during the Short-Term, $8.6 million in the Mid-Term and $4.1 million in the Long-Term. These pay-as-yougo PFCs will be used to fund the required local match on various AIP grants, to fund the acquisition of
ARFF equipment and to fund a portion of the eligible planning, design and construction related to the
terminal expansion projects.
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In addition to using PFCs on a pay-as-you-go basis, the Airport is currently using PFCs to fund a portion of
its existing debt service related to a previous terminal expansion and improvement project. A total of
approximately $13.1 million of PFCs will be required through 2037 to fund those existing debt service
payments.
The implementation analysis then assumes that during the Mid-Term, the Airport will issue approximately
$25.0 million in new debt to provide partial funding for the Terminal Expansion project to be serviced with
PFC funds. The anticipated terms of the debt, as reflected in Attachment A Schedule 6-3a (provided at
the end of Chapter 6), would be 25 years at a 5 percent rate of interest and 2 percent debt issue costs.
Annual debt service payments of approximately $2.0 million would be funded through annual PFC
collections. During the Mid- and Long-Term periods of the planning study, PFC revenues would be used to
fund approximately $11.3 million in principal payments and approximately $16 million to fund the PFC
eligible financing and interest costs.
Airport Cash Serviced Debt Issue and Debt Service Coverage
Debt financing is often used by airports to fund capital improvement projects. The type and term of debt
financing is dependent on the airport and its governing body. In addition to the $25.0 million in PFC funded
debt described above, the Financial Implementation Analysis assumes an additional $35.0 million of debt
proceeds will be secured during the Long-Term to be used to partially fund the Parking Structure project.
The Implementation Analysis assumes the terms of the debt, as reflected in Attachment A Schedule 6-3b
, would be 25 years at a 5 percent rate of interest and 2 percent debt issue costs. Annual debt service
payments of approximately $2.7 million would likely be funded with revenues generated from the parking
structure and lots.

fund the debt service payments but to also meet any required debt service coverage ratio requirement. A
typical debt service coverage ratio for airport revenue bonds would be 1.25. This means that the sum of net
revenues and other sources of cash flow generated by the Airport and available to pay debt service must
equal at least 1.25 times the annual debt service required during that year. Considering annual debt service
requirements for both the PFC funded and Airport cash funded debt issues, the resulting debt service
coverage ratio ranges from 2.41 to 2.00 during the Mid and Long-Term planning periods. These ratios
exceed the typical revenue bond minimum of 1.25 as well as a financially prudent minimum level of 1.5.*
Other Capital Contributions
Certain on-airport development p
governing body or other federal, state, and private third-party entities. This is frequently the case for general
aviation or private use development where a third party will assume the capital development costs of a
hangar, and in exchange, the Airport receives rent through a ground lease.
The implementation analysis assumes other capital contributions during the Short-Term planning period in
the amount of approximately $1.9 million for the U.S. Forest Service apron rehabilitation.
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Rental Car Customer Facility Charges
In the last several years, rental car Customer Facility Charges (CFCs) have become common financing
tools for landside improvements at airports in the U.S. Such charges are collected by rental car companies
that provide services to commercial passengers at the airports they serve. CFCs are collected by the rental
car companies on behalf of, and for the benefit of, the airports where they operate. The charge is typically
based on a fee per rental car transaction day that is added to rental car contracts.
MFR currently collects a CFC of $3.00 per transaction day. The CFC fee is to be used to support the
planning, design and construction of various landside and passenger terminal improvements at the Airport
including facilities used by the rental car companies as well as for other valid Airport purposes. Unlike other
funding sources, the implementation analysis does not apply CFCs to fund specific capital projects. Instead,
the analysis assumes that CFCs will be used to support the cash flow needs of the overall capital program.
on enplanements). As enplanements and rental car activities recover, CFCs are expected to grow to about
$1.1 million per year by the end of the Long-Term planning period. The capital financial plan projects that
approximately $2.8 million in CFC revenue will be available to support cash flow during the Short-Term,
$3.5 million in the Mid-Term and $10.5 million in the Long-Term.
Airport Cash Reserves and Net Operating Revenue
reserves, and future net operating revenues can be an important source of funds for the
implementation of projects included in the CIP. Net operating revenues represent the remaining funds
available from the generation of operating revenues less payment of operating expenses as well as any
ed through other sources such as PFCs.
The projection of Operating Expenses and Operating Revenues is further discussed later in this Chapter.
At the beginning of 2020, the Airport had accumulated about $32.2 million in unrestricted cash reserves
available for operations and capital project funding. During the Short-Term, an additional $27.5 million in
net operating revenues are anticipated to be generated, which includes the COVID relief funds described
above. An additional $16.2 million in net operating revenues are estimated to be generated during the MidTerm and $60.5 million in the Long-Term.
The implementation analysis assumes that Airport cash reserves/net operating cash flow will be used during
the planning period to fund $110.3 million in project costs. This will include projects or project components
which are ineligible for federal funding, or projects which federal funding may not be available or sufficient
to fund all eligible costs. The implementation analysis assumes $5.7 million during the Short-Term, $27
million in the Mid-Term and $77.6 million in the Long-Term. The majority of these costs relate to the terminal
expansion projects in the Mid-Term and Long-Term as well as the construction of a parking structure in the
Long-Term.
Other Unidentified Funding
The traditional airport capital funding sources described in the preceding paragraphs are insufficient in
amount and timing to finance certain capital projects planned for implementation during the Long-Term
planning period. These projects include the environmental assessment, design and two phases of
construction of an additional parallel runway and taxiway.
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Consequently, non-traditional funding sources will be needed to finance the cost of projects totaling about
$71.7 million during the Long-Term planning period. The source of this non-traditional funding has not yet
been determined and represents a shortfall for the capital project implementation plan. This funding shortfall
could potentially be provided by sources such as future private third-party funding, federal economic
stimulus or infrastructure grants, County and local economic development funding, and other possible
sources that are not certain at this time. If other funding sources cannot be identified and obtained in the
time frames needed, the associated projects will have to be modified, delayed or cancelled until such
funding can be identified. Consequently, this source of capital funding has been referenced in the Financial

Financial Analysis and Implementation Plan
This analysis, along with the Schedules presented at the end of Chapter 6, provides the results of evaluating
the financial reasonableness of implementing the Master Plan Capital Improvement Program during the
planning period from 2020 through 2039.

Estimated Project Costs and Development Schedule
The CIP Estimated Project Costs and Development Schedule is derived from previous results of the Master
Plan analysis. The CIP for capital expansion and improvement projects is projected on an annual basis for
the Short-Term planning period from 2020 through 2024, in total for the Mid-Term planning period from
2025 through 2029 and in total for the Long-Term planning period from 2030 through 2039. Projects in the
Mid-Term and Long-Term are presented in total, not by specific year, to provide flexibility for changes or
adjustments to the timing and priority of projects based on the needs of the Airport as it progresses through
the planning periods. For each of these planning periods, Attachment A Schedule 6-1 presents the Capital
Improvement Program including estimated costs and anticipated development schedule for the identified
projects.
As shown in Attachment A Schedule 6-1, the total estimated cost of projects is $266,893,877 in 2020
base year dollars. The estimated costs for projects scheduled during the period 2021 through 2039 are
adjusted by an assumed three percent rate of annual inflation. The resulting total project costs escalated
for inflation are $383,303,973 Table 6-5: below presents a summary of the Schedule and provides a
comparison of 2020 base year costs with escalated costs adjusted for inflation for each of the planning
periods.
Table 6-5:

Base Year and Total Escalated Costs for the Master Plan Capital Improvement
Program

Planning Periods
Short-Term Projects (2020-2024)
Mid-Term Projects (2025-2029)
Long-Term Projects (2030-2039)
Total Project Costs

2020 Base Year Costs
$ 26,154,015
82,403,872
158,335,990
$ 266,893,877

Table Notes: Addition errors are due to rounding of calculated amounts.
Table Source: Leibowitz & Horton AMC Analysis
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Total Escalated Costs
$ 27,929,073
105,178,812
250,196,088
$ 383,303,973

Sources and Uses of Capital Funding
Funding sources for the CIP depend on many factors, including AIP and PFC project eligibility, the ultimate
type and use of facilities to be developed, management's current and desired levels of the Airport's airline
cost per enplaned passenger, the availability of other financing sources and the priorities for scheduling
project completion. For example, airfield projects such as runways and taxiways are typically eligible for
AIP and PFC funding, so such projects are primarily funded by those sources and do not require use of
airport-generated funds. However, revenue-producing projects such as parking facilities or nonaeronautical development projects are not eligible for AIP or PFC funding, so such projects are typically
funded with airport net operating revenues. For master planning purposes, assumptions were made related
to the funding source of each capital improvement.
Attachment A Schedule 6-2 lists each of the CIP projects, their estimated costs (escalated for inflation)
and the assumed funding sources and amounts. During the 20-year planning period, it was assumed that
AIP entitlement grants would partially fund a variety of airfield projects such as runway, taxiway, apron and
lighting rehabilitation and expansion projects; deicing pads and hold bays; support facilities including
stormwater treatment facilities and ARFF facilities; acquisition of snow removal equipment; land acquisition;
construction of a perimeter road; and various pavement, environmental and planning studies. It was
assumed that AIP discretionary grants would also provide funding for apron expansions, the removal and
replacement of Taxiway A3, the rehabilitation of Runway 14-32 and the construction of a new ARFF facility.
Oregon State funds were assumed to fund a portion of the stormwater treatment facility and a resiliency
study. PFC revenues were assumed to fund the local match of most AIP projects as well as provide funding
for the acquisition of ARFF equipment, and a large portion of the eligible planning, design and construction
related to the terminal expansion projects. PFC backed debt will also be required to fund the terminal
expansion project in the Mid-Term. Other capital contributions will fund a U.S. Forest Service apron
expansion. Available cash reserves, net operating revenue and debt proceeds were assumed to fund
projects or project components which are ineligible for federal funding, or projects which federal funding
may not be available or sufficient to fund all eligible costs. Most of these costs relate to the terminal
expansion projects and the construction of a parking structure but also included various pavement
maintenance projects such as seal coats. In the Long-Term planning period, funding shortfalls exist for the
environmental assessment, design and two phases of construction of an additional parallel runway and
taxiway.
An overall summary of the sources of capital funding by type and uses of capital funding by planning period
for the CIP is presented in Table 6-6: below. The Table summarizes the uses of capital funding into eight
categories. The projects included in the CIP have been categorized as described below.
Runway/Taxiway Improvements This category includes all projects related to the construction,
extension, reconstruction or rehabilitation of runways, taxiways, deicing pads and holding bays. This
includes airfield pavements used by both commercial service aircraft as well as general aviation
aircraft. This also includes projects related to airfield lighting and approach lighting systems.
Terminal Building Improvements and Expansion
This category includes improvements to the
terminal building including the planned future expansions of the building.
Roadways, Parking & Related Landside Improvements This category includes the construction or
rehabilitation of the terminal parking facilities as well as an airport perimeter road.
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General Aviation Facility Improvements
This category includes improvements to the general
aviation areas, specifically the construction, expansion or rehabilitation of aprons and taxilanes.
Land Acquisition

This category includes the acquisition of land.

Equipment This category includes the acquisition of snow removal equipment and aircraft rescue
and fire-fighting equipment.
Support Buildings and Facilities This category includes projects related to the improvements to
airport support buildings such as ARFF facilities and stormwater treatment facilities.
Other Improvements This category includes various improvements not otherwise categorized within
the preceding categories. At MFR, these include various planning, environmental and pavement
studies.
Table 6-6:

Sources and Uses of Capital Funding for the Master Plan Capital Improvement
Program
Short-Term
(2020-2024)

Mid-Term
(2025-2029)

Long-Term
(2030-2039)

Totals

Sources of Capital Funding
AIP Entitlement Grants

$3,895,853

$17,190,845

$36,632,115

$67,718,813

AIP Discretionary Grants

$ 4,260,787

$21,989,632

$14,494,368

$40,744,787

CARES Act Capital Funds

$98,313

$0

$0

$98,313

$150,000

121,183

0

271,183

$1,918,266

$8,581,496

$4,068,252

$14,568,014

$0

$30,319,267

$10,698,697

$41,017,964

$1,870,000

$0

$0

$1,870,000

$5,735,854

$26,976,388

$112,636,155

$145,348,397

$27,929,073

$105,178,812

$178,529,587

$311,637,472

0

0

71,666,501

71,666,501

$27,929,073

$105,178,812

$250,196,088

$383,303,973

Runway/Taxiway Improvements
Terminal Building Improvements and
Expansion
Roadways, Parking & Related Landside
Improvements

$2,100,582

$21,328,221

$91,284,790

$114,713,593

$0

$57,481,155

$41,507,865

$98,989,020

$0

$0

$88,637,758

$88,637,758

General Aviation Facility Improvements

$19,932,947

$21,922,018

$5,384,819

$47,239,784

0

0

3,944,078

3,944,078

$956,136

$484,732

$0

$1,440,868

$4,285,634

$0

$14,135,151

$18,420,785

$653,774

$3,962,686

$5,301,627

$9,918,087

$27,929,073
$105,178,812
Total Uses of Capital Funding
Table Notes: Addition errors are due to rounding of calculated amounts.

$250,196,088

$383,303,973

Oregon State Grants
Passenger Facility Charges

PayGo

Passenger Facility Charges

Debt

Other Capital Contributions
Cash Reserves/Net Operating
Revenues
Total Available Sources of Capital
Funding
Other Unidentified Funding
Total Required Sources of Funding
Uses of Capital Funding

Land Acquisition
Equipment
Support Buildings and Facilities
Other Improvements

Table Source: Leibowitz & Horton AMC Analysis
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Projected Operations and Maintenance Expenses
Operations and maintenance expense projections for the Short-Term (2020 to 2024), the Mid-Term (2025
to 2029) and the Long-Term (2030 to 2039) planning periods are based on the A
and 2022 preliminary budget, the anticipated impacts of inflation, aviation traffic increases, facility
improvements and the recent experience of other airports with similar levels of aviation activity.

Operations and Maintenance Expense Projection Assumptions
Operations and maintenance expense growth assumptions, as reflected in Attachment A Schedule 6-4,
2018 through 2020, estimated amounts for 2021 and preliminary budget amounts for 2022 provide a
comparison with expenses that are projected for the period 2023 through 2039.
Operations and maintenance expenses at MFR include salaries as well as supplies, repairs and
maintenance, utilities, insurance and professional services. For all of the expense categories reflected on
Attachment A Schedule 6-4, projections are based on 2022 preliminary budget amounts with an assumed
three percent annual rate of inflation beginning in 2023.

Projection of Operations and Maintenance Expenses and Operating Expenses per
Enplaned Passenger
The projection of operations and maintenance expenses is provided in Attachment A Schedule 6-4. As
shown in the Schedule, total expenses are expected to grow from $10,536,568 budgeted in 2022 to
$11,178,245 projected in 2024 and a total of $48,619,621 reflecting an overall growth rate of 7.2 percent
per year during the Short-Term planning period. Mid-Term expenses are projected to total $61,127,225
reflecting a three percent annual growth rate for the five-year period 2025-2029 and Long-Term expenses
are projected to total $153,013,087 reflecting a 3 percent annual growth rate for the 10-year period 20302039.
Attachment A Schedule 6-4 also provides a comparison
passenger versus small-hub airports.
increase from $14.95 for 2019 to an average of $20.50 during the Long-Term planning period. Over the
same period of time, the overall small-hub industry average grows from $18.80 in 2019 to $20.35 during
the Long-Term (Source: Small-Hub Airports, FAA Operating and Financial Summary Report #127 and FAA
Air Carrier Activity Information System enplanement database). Historically, operating expenses per
enplaned passenger at MFR have been below the small-hub average. These comparisons show that
budgeted and projected operating expenses at MFR are expected to trend closely to the small-hub average
once the passenger levels have returned to their pre-pandemic levels. This is the result of the cost-effective
management and conservative budgeting practices used by the Airport.

Projected Operating Revenues
Operating revenue projections for the Short-Term (2020 to 2024), the Mid-Term (2025 to 2029) and the
Longbudget, current/planned rates and charges methodology, current leasing practices, the anticipated impacts
of inflation, aviation traffic increases, facility expansions and the recent experience of other airports with
similar levels of aviation activity.
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Operating Revenue Projection Assumptions
Operating revenue growth assumptions, as reflected in Attachment A Schedule 6-5 , were developed to
Actual amounts for 2018 through 2020,
estimated amounts for 2021 and preliminary budget amounts for 2022 provide a comparison with revenues
that are projected for the period 2023 through 2039.
This analysis organizes revenues into categories for airline revenues, non-airline revenues and nonoperating revenues. Annual revenue growth assumptions for the period 2023 through 2039 are provided in
the following sections.
Airline Revenues.
Airline Revenues, which include landing fees and terminal rents, have in recent years accounted for
operating revenues. Beginning in 2023, landing fee
three percent
annual rate of inflation plus increases in aircraft landed weight assuming one half the annual growth rate of
forecast passenger enplanements. Terminal rent projections are based on the 2022 preliminary budget with
growth at a three percent annual inflation rate thereafter. Based on these projections, airline revenues will
continue to represent approxima
Non-Airline Revenues.
Non-Airline Revenues generally include other operating revenues generated from the day-to day activities
of the Airport. These include public parking revenues, concession revenues, land and building leases (for
both aeronautical and non-aeronautical facilities), FBO revenues and other various fees and rentals. These
revenues have, in recent years, accounted for approximately twooperating revenues.
Non2022 preliminary budget with growth thereafter at a three percent annual rate of inflation plus increases in
aircraft landed weight assuming one half the annual growth rate of forecast passenger enplanements:
Landing Fees

Cargo, General Aviation and Military

Fuel Fees
Non2022 preliminary budget with growth at a three percent annual inflation rate plus the annual rate of forecast
enplanement growth:
Rental Car Concession Fees
Parking Lot Income
Ground Transportation Fees
Restaurant Contracts
Retail Store Contract
Vending Machine Revenues
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Non-Airline revenue projections beginning in 2023 for the remaining categories of operating revenues are
three percent annual inflation rate
thereafter.
Non-Operating Revenues.
Non-Operating revenues generally consist of interest income, sale of fixed asset and other revenues not
traditionally derived from the operating activities of the Airport. Non-operating revenue projections
y budget and are assumed to remain flat
throughout the planning period.
As previously described, the Airport was allotted $15.1 million in funding under the CARES Act, which the
Airport partially used to support operations in 2020. Additionally, the Airport received an allotment of
CRRSA funds in the amount of $3.6 million. The Airport anticipates using the balances of its CARES and
CRRSA grants to fund operating and maintenance expenses through 2024.
Projection of Operating Revenues, Airline Cost Per Enplaned Passenger and Operating Revenues
per Enplaned Passenger
The projection of operating revenues is provided in Attachment A Schedule 6-5. As shown in the
Schedule, airline revenues are expected to grow from $4,006,494 budgeted for 2022 to $4,595,980
projected for 2024 with a total of $20,350,682 during the five-year Short-Term planning period. During the
five-year Mid-Term period, airline revenues are projected to total $26,163,184 and during the ten-year LongTerm period, revenues are projected to total $68,404,304. The compound annual growth rate for airline
revenues is 3.3 percent during the 20-year planning period. Non-Airline revenues are expected to increase
from $6,452,823 budgeted for 2022 to $8,415,986 projected for 2024 with a total of $36,326,460 during the
Short-Term period. During the Mid-Term period, non-airline revenues are projected to total $51,382,102
and during the Long-Term period, non-airline revenues are projected to total $144,920,457. The compound
annual growth rate for non-airline revenues is 3.1 percent. Total Airport revenues (including non-operating
revenues) are expected to increase from $16,791,064 budgeted for 2022 to $17,138,905 projected for 2024
with a total of $77,649,927 during the Short-Term period. This includes the various COVID-19 relief funds
anticipated to be used for operations and maintenance during the Short-Term. During the Mid-Term period,
revenues are projected to total $79,045,286 and during the Long-Term period, revenues are projected to
total $216,324,761. The compound annual growth rate for total Airport revenues is 2.2 percent.
Attachment A Schedule 6-5
passenger (CPEP) versus the industry average for small-hub airports. The airline CPEP (all airline fees and
rentals divided by enplaned passengers) is a measure that airlines use to compare their cost of operations
from $7.89 in 2019 to
$8.53 by 2024 after enplanements are anticipated to have recovered back to the pre-COVID levels in 2019.
The CPEP average by the end of the Long-Term planning period is projected to be $9.16. Over the same
period, the overall small-hub industry average grows from $7.42 in 2019 to $8.04 during the Long-Term
(Source: Small-Hub airports, FAA Operating and Financial Summary Report #127 and FAA Air Carrier
Activity Information System enplanement database).
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Prior to the COVID-19 pandemic, airline rates and charges at MFR were on par with the small-hub industry
average. As the industry recovers from the pandemic, Airport management should continue to monitor
airline rates in comparison with the small-hub industry average and other comparable peer airports and
adjust these rates to reflect operating and capital cost recovery as much as reasonably possible while
remaining competitive with similarly sized airports.
Attachment A Schedule 6-5
enplaned passenger versus the average for other smallper enplaned passenger is projected to decline slightly from $25.77 in 2019 to $24.15 projected in 2024 as
the Airport recovers from the pandemic. By the end of the Long-Term planning period, total operating
revenues are projected to grow to $28.58 per enplaned passenger. Over the same period, the overall smallhub industry average grows from $27.44 in 2019 to $29.71 during the Long-Term (Source: Small-Hub
airports, FAA Operating and Financial Summary Report #127 and FAA Air Carrier Activity Information
System enplanement database). These comparisons show that both airline and non-airline revenues are
comparable with the small-hub industry averages throughout the planning period.
MFR has diverse sources of non-airline revenues including aeronautical and non-aeronautical land/ground
rents and building rents and terminal related revenues such as concessions, advertising, parking, and rental
car concessions. Upon more detailed analysis, it does not appear that specific categories of non-airline
revenues are significantly below that of small-hub industry averages.
-airline user fees and rental rates should
be reviewed and adjusted over time to achieve as much full cost recovery as reasonably possible and to
establish rates that are reasonably comparable with other airports having similar levels of aviation activity.

Financial Analysis Schedules
Financial analysis Schedules 6-1 through 6-6 are presented on the following pages and described below.
Schedule 6-1 Estimated Project Costs and Development Schedule: This schedule presents the CIP
including estimated costs and anticipated development schedule for individual projects in the
program. The schedule provides practical approaches for matching capital expenditure amounts with
capital funding availability in the Short-Term, Mid-Term, and Long-Term planning periods. This
schedule also applies inflation adjustments to provide escalated development costs for projects
implemented throughout the entire 20-year planning period.
Schedule 6-2 Projected Capital Funding Sources: This schedule lists each of the CIP projects, their
estimated costs (escalated for inflation) and the assumed funding sources and amounts. The
schedule applies specific capital funding sources to each individual project in the capital program.
Schedules 6-3ab PFC Serviced Debt Issue and County Debt Issue (Parking Structure). These
schedules provide the details of the debt issues which are expected to be required in the Mid Term
for the terminal expansion (serviced with PFCs) and the Long Term for the parking structure (serviced
with airport cash). The schedules include the anticipated terms of the loans and the resulting annual
debt service requirements including associated financing and interest costs.
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Schedule 6-4 Actual, Estimated, Budgeted and Projected Operations & Maintenance Expenses:
This schedule reflects the past three years of actual operations and maintenance expenses,
estimates for 2021, preliminary budget for 2022 operations and maintenance expenses, and
projections of these expenses through the Short-Term, Mid-Term, and Long-Term planning periods.
This sch
the average of other small-hub airports.
Schedule 6-5 Actual, Estimated, Budgeted and Projected Operating Revenues: This schedule
reflects the past three years of actual operating revenues, estimates for 2021, preliminary budget for
2022 operating revenues, and projections of these revenues through the Short-Term, Mid-Term, and
Long-Term planning periods. These revenues are organized into categories for airline revenues, nonairline revenues and noncost per enplaned passenger and operating revenues per enplaned passenger with other small-hub
airport averages.
Schedule 6-6 Estimated, Budgeted and Projected Net Revenues, Capital Funding and Capital
Expenditures: This Financial Plan Summary includes a Capital Cash Flow section that presents a
summary of projected capital funding (from Schedule 6-2) and scheduled capital expenditures (from
Schedule 6-1) with the cash flow that results from implementing the Master Plan Capital Improvement
Program. It also includes an Operating Cash Flow section that summarizes totals for operating
revenues (from Schedule 6-5) and operating expenses (from Schedule 6-4) with the addition of
beginning cash reserve balances to provide the cash flow that results from these activities.

Implementation Guide
The Implementation Plan is intended to provide MFR with a range of considerations that should be
considered as the preferred development projects move from concept to construction. The Implementation
Guide will focus on the next 10 years of capital projects beyond the 2020 CIP.

Aeronautical Sites
A guide is developed for each capital project that identifies the required administration, planning and zoning,
environmental, design, funding, construction, and ongoing operation and maintenance considerations. The
guide is to facilitate future environmental review and funding justification requirements. Considerations for
each project are summarized in Table 6-7: through Table 6-15: .
Table 6-7:

Runway 14/32 Seal Coat

Category
Administrative
Planning and
Zoning
Environmental

Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects that AIP funding is being requested for before implementation.
The project must be included in the FAA approved ALP.
The project is programmed as a maintenance project scheduled for FY2021. The project
conforms to the existing zoning.
Environmental is anticipated to be a Categorical Exclusion (CATEX). No further action is needed
with environmental requirements.
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Design includes rubber removal, slurry seal, and new markings for Runway 14/32 and connector
taxiways.
Funding is anticipated to be provided through the Oregon State grant program and local match.
The project cost is $1.9 million dollars. MFR can apply for the COAR grant to help fund this
project. The remaining amount will be paid by MFR.
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAMS during construction periods.
engineering consultant.
The pavement is evaluated periodically by the airport every three years through the Pavement
Management Program (PMP). The pavement is maintained and updated when it reaches a
Pavement Condition Index (PCI) of 70 or below or has another circumstance in which the
pavement needs to be addressed sooner.

Design
Funding

Construction

Operation and
Maintenance

Table 6-8:

Expand General Aviation Apron-Phase I

Category
Administrative
Planning and
Zoning
Environmental
Design
Funding
Construction
Operation and
Maintenance

Table 6-9:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects that AIP funding is being requested for before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement construction project scheduled for FY2022. The
project conforms to the existing zoning.
Environmental review has been conducted resulting in an Environmental Assessment (EA) in
2018. The EA determines whether a federal action has the potential to cause significant
environmental effects.
Design includes relocation of the Automated Surface Observing Systems and the construction of
new taxilanes.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. The project cost is $5.5 million dollars. The remaining amount could be requested through
AIP funding (discretionary).
Expansion will be conducted in two phases, Phase I (2020) and Phase II (2024).
The Airport evaluates the pavement every three years through the Pavement Management
Program (PMP). The pavement is maintained and updated when it reaches a Pavement
Condition Index (PCI) of 70 or below or has another circumstance in which the pavement needs
to be addressed sooner.

East Side Apron Expansion- Phase I
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. Since the FAA must approve projects that AIP funding is being requested for before
implementation, the project must be included in the FAA approved ALP.
The project is programmed as a pavement construction project scheduled for FY2023. The
project conforms to the existing zoning.
Environmental evaluation is anticipated to be an Environmental Assessment (EA) in 2021. The
EA determines whether a federal action has the potential to cause significant environmental
effects.
The project is designed to accommodate USFS Contract VLAT / Super Tanker parking.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. Project cost is $5.5 million dollars. The remaining amount could be requested through
AIP funding (discretionary).
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Construction
Operation and
Maintenance

Table 6-10:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Construction

Operation and
Maintenance

Table 6-11:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Construction

The expansion will be conducted in two phases, Phase I (2023) and Phase II (2024).
The Airport evaluates the pavement every three years through the Pavement Management
Program (PMP). The pavement is maintained and updated when it reaches a Pavement
Condition Index (PCI) of 70 or below or has another circumstance in which the pavement needs
to be addressed sooner.

Construct New Taxilanes
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with the tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement construction project scheduled for FY2023. The
project conforms to the existing zoning.
Environmental evaluation is anticipated to result in an Environmental Assessment (EA) in 2021.
The EA determines whether a federal action has the potential to cause significant environmental
effects.
Design includes construction of new taxilanes in north GA development area, and Taxiway C
extension with two taxilane connections.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. The project cost is $4 million dollars. The remaining amount could be requested through
AIP funding (discretionary).
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
The Airport evaluates the pavement every three years through the Pavement Management
Program (PMP). The pavement is maintained and updated when it reaches a Pavement
Condition Index (PCI) of 70 or below or has another circumstance in which the pavement needs
to be addressed sooner.

Taxiway and Apron Seal Coat
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement maintenance project scheduled for FY2023. The
project conforms to the existing zoning.
Environmental is anticipated to be a Categorical Exclusion (CATEX). No further action is needed
with environmental requirements.
Design includes crack seal, slurry seal, and pavement markings for Taxiways B, B1, C, C1, and
the Cargo Apron.
Funding is anticipated to be provided through the Oregon State grant program and local match.
The project cost is $800,000 dollars. MFR can apply for the COAR grant to help fund this project.
The remaining amount will be paid for by MFR.
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
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Operation and
Maintenance

Table 6-12:
Category
Administrative
Planning and
Zoning
Environmental
Design

Funding

Construction

Operation and
Maintenance

Table 6-13:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Construction

The Airport evaluates the pavement every three years through the Pavement Management
Program (PMP). The pavement is maintained and updated when it reaches a Pavement
Condition Index (PCI) of 70 or below or has another circumstance in which the pavement needs
to be addressed sooner.

Runway 14/32 Lighting and Magnetic Variance
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement maintenance project scheduled for FY2023. The
project conforms to the existing zoning.
Environmental is anticipated to be a Categorical Exclusion (CATEX). No further action is needed
with environmental requirements.
Design includes replacement of HIRL system including edge, centerline, touchdown zone, and
threshold; new circuits, CCR(s), and relocation of Electrical Equipment Building; replace all signs
and markings for Mag Var to RW 15/33.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. The project cost is $3.1 million dollars. The remaining amount could be requested through
AIP funding (discretionary).
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
The Airport evaluates pavement every three years through the Pavement Management Program
(PMP). The pavement is maintained and updated when it reaches a Pavement Condition Index
(PCI) of 70 or below or has another circumstance in which the pavement needs to be addressed
sooner.

Rehabilitate GA Apron
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement maintenance project scheduled for FY2023. The
project conforms to the existing zoning.
Environmental is anticipated to be a Categorical Exclusion (CATEX). No further action is needed
with environmental requirements.
Design includes a grind and overlay AC surface areas adjacent to PWC and Millionaire ramp
Funding is anticipated to be provided through the Oregon State grant program and local match.
The project cost is $5.5 million dollars. MFR can apply for the COAR grant to help fund this
project. MFR will pay the remaining amount.
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
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Operation and
Maintenance

Table 6-14:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Construction
Operation and
Maintenance

Table 6-15:
Category
Administrative
Planning and
Zoning
Environmental
Design
Funding

Construction
Operation and
Maintenance

The Airport evaluates the pavement every three years through the Pavement Management
Program (PMP). The pavement is maintained and updated when it reaches a Pavement
Condition Index (PCI) of 70 or below or has another circumstance in which it needs to be
addressed sooner.

Expand GA Apron- Phase II
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement construction project scheduled for FY2024. The
project conforms to the existing zoning.
Environmental review has been conducted with the result of an Environmental Assessment (EA)
in 2018. The EA determines whether a federal action has the potential to cause significant
environmental effects.
Design includes expanding the GA Apron adjacent to Twy C1 and constructing new taxilanes.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. The project cost is $5.7 million dollars. The remaining amount could be requested through
AIP funding (discretionary).
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
The Airport evaluates pavement every three years through the Pavement Management Program
(PMP). The pavement is maintained and updated when it reaches a Pavement Condition Index
(PCI) of 70 or below or has another circumstance in which it needs to be addressed sooner.

Taxiway A3 Removal, Construct new East Apron Taxiway
Considerations
MFR is required to provide a CIP project list including cost estimates for the five-year CIP to the
FAA. FAA must approve projects for which AIP funding is being requested before implementation.
If approved MFR should coordinate project planning and implementation with tenants. The
project must be included in the FAA approved ALP.
The project is programmed as a pavement construction project scheduled for FY2024. The
project conforms to the existing zoning.
Environmental evaluation is anticipated to result in an Environmental Assessment (EA) in 2021.
The EA determines whether a federal action has the potential to cause significant environmental
effects.
Design includes Taxiway A3 removal, construction of a new Taxiway D/D2 route to east apron
and eliminates high energy crossing on Runway 14/32.
Funding is anticipated to be provided through the FAA AIP grant program (entitlements) and local
match. The project cost is $12.5 million dollars. The remaining amount could be requested
through AIP funding (discretionary).
The construction is anticipated to begin and end in FY2021. During construction MFR will provide
NOTAM
engineering consultant.
The Airport evaluates pavement every three years through the Pavement Management Program
(PMP). The pavement is maintained and updated when it reaches a Pavement Condition Index
(PCI) of 70 or below or has another circumstance in which it needs to be addressed sooner.
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Non-Aeronautical Sites
MFR has a total of 15 non-aeronautical sites, which were outlined in Chapter 3 Facility Requirements.
The zoning of these parcels is predominantly light Industrial (I-L) and general Industrial use (G-L), with two
parcels zoned for commercial uses (C-C and C-R) at the intersection of Biddle Road and Lawnsdale Road.
Three of the parcels are inside or partially inside the airport fence line. Table 6-16:
non-aeronautical sites, including zooming type and acreage. Figure 6-4: provides a location map identifying
each site location.
Table 6-16:
Site #
1
2
3
4
5
6
8
9
10
11
12
13
14
15

Rogue Valley International-Medford Airport - Non-Aeronautical Sites

Taxlot
362W36D141
362W36D1300
362W36D1300
5 Taxlots
371W062702
371W062401
371W07400
371W07400
371W07400
371W18BB3200
371W18A4200;
371W18DB100
372W01D800;
372W01D100
372W01D800;
372W01D100
372W01A9000

Address
306 Bateman Drive
~5100 Table Rock Road
~300 E. Vilas Road
N Runway Drive
Crater Lake Highway
Biddle Road
1000 Terminal Loop Pky 12
1000 Terminal Loop Pky 12
1000 Terminal Loop Pky 12
Biddle Road
Btwn Whittle Ave. and Corona
Ave.

Zoning
G-L (General Industrial)
I-L (Light Industrial)
I-L (Light Industrial)
G-L (General Industrial)
I-L (Light Industrial)
I-L (Light Industrial)
I-L (Light Industrial)
C-C (Community Comm.)
C-R (Regional Comm.)
I-L (Light Industrial)
I-L (Light Industrial)

47.1

Biddle Road

I-L (Light Industrial)

~2.0

Biddle Road

I-L (Light Industrial)

~11.5

131 NW Shulz Road

I-L (Light Industrial)
TOTAL
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Acreage
16.0
~1.0
~2.0
4.7
38.1
16.5
~7.5
~1.0
~7.8
1.6

3.6
~160.4

Figure 6-4:

Non-Aeronautical Sites Map

The sites have the potential to provide a sustained income stream that can support ongoing operations and
improvements at the airport. A series of schematic development programs were developed for the sites in
Chapter 3, as well as estimates of supportable land values under these programs. Each of the programs
is consistent with current entitlements on the sites, and few of the sites would require significant off-site
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improvements if developed. As a result, these sites are not expected to require any substantial capital
improvements over the period.
Disposition of the properties was assumed to be largely through land leases, which were calculated based
on an annualized return on underlying property value. Leased property is typically not as well received in
the market as fee simple purchases, but they can still be competitive if the lease term is long enough. A
developer or firm evaluating a land lease option must be able to generate adequate returns during the lease
period, as the land and improvements would revert to the landowner. Lenders also tend to prefer land lease
terms that are roughly double the amortization period of any improvements, allowing them to recover value
from improvements used as collateral. Longer available lease terms would increase marketability of the
properties. Other usage options such as yard space are easily accommodated on lease land, as the limited
nature of improvements mitigates some of these issues, but these uses typically support lower values.
Any or all of the sites could be made available to the market as soon as acceptable disposition terms are
established. The properties could be directly listed by MFR, and/or listed through a brokerage firm. The
airport would have the ability to be aggressive in pricing to spur quicker absorption of a site or to attract a
highly desirable tenant. As noted, an outright sale is often favored in the market, and if required for a specific
tenant or use any proceeds can be designated to acquire equivalent assets. Land swaps are another
mechanism that could be considered in lieu of an outright sale.

Site Specific Conclusions
The following is an overview of the 15 sites evaluated, with recommendations with respect to strategic
marketing and implementation actions. Table 6-17: table summarizes key implementation characteristics.

Site One
This site is a 16-acre parcel zoned Ga range of industrial uses, and disposition is expected to be to a user or developer for industrial use.
Indicated residual land values in the current market would range from $3.48 to $6.50 per square foot
assuming acquisition of the property. The site has public infrastructure and roadways in place to support
development.
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Table 6-17:

Site One- Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements, with limited impact
from the Runway Protection Zone.
No environmental reviews or mitigation measures are expected.
Development of this site is not dependent upon any off-site improvements. The location
at the northern edge of the runway could lead to potential conflicts in later planning
efforts.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $2.4 to $4.5 million. If
leased, the property is expected to yield between $121,200 to $430,400 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market quickly, likely in 2021. The marketing time
would be highly uncertain and finding a lessee could take up to a decade or more. The
Medford area has a significant inventory of available land, and a land lease option
would likely meet some market resistance.

Site Two
Site Two is an irregularly shaped parcel approximately 1 acre in size. The site is zoned as I-L (Light
Industrial), which allows for industrial and office development.
Table 6-18:

Site Two, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site is not dependent upon any off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $151,000 to $283,000. If
leased, the property is expected to yield between $7,600 to $26,900 annually in 2020
dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately. The marketing time would be
highly uncertain. The Medford area has a significant inventory of available land, and a
land lease option would likely meet some market resistance.

general abundance of industrial land would extend expected marketing time for the property.

6-31

Site Three
Site Three is a roughly 2-acre property, with a narrow wedge shape due to the RPZ overlay on the west
developed in conjunction with adjacent parcels. The site is zoned as I-L, which allows for industrial and
office development.
Table 6-19:

Site Three, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site is not dependent upon any off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. If leased, the property is expected to yield between $15,000 to $53,000
annually in 2020 dollars, but likely at the lower end of that range due to configuration.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately. The marketing time would be
highly uncertain.

Site Four
This site is 4.7-acres, although the effective development envelope would likely be impacted by access
easements. The site has frontage and access from N. Runway Drive and can accommodate multiple
smaller tenants or one or two larger tenants.
Table 6-20:

Site Four, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding

Operation and
Maintenance

Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site is not dependent upon any off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $720,000 to $1.3 million. If
leased, the property is expected to yield between $36,000 to $128,000 annually in
2020 dollars. The property could be marketed directly by MFR or through a brokerage
firm.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market quickly, likely in 2021. The marketing time
would be highly uncertain and finding a lessee could take up to a decade or more. The
Medford area has a significant inventory of available land, and a land lease option
would likely meet some market resistance. The airport would have the ability to be
aggressive in pricing to spur quicker absorption of the site and/or to attract a highly
desirable tenant.
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Site Five
Site Five is a 38.11-acre parcel east of the Airport and adjacent to Site Six to the south. Access is via a
frontage road and Coker Butte Road to the Crater Lake Highway (Highway 62) to the east. The site is zoned
I-L, which allows for industrial and office development.
The site has the potential to be developed in a coordinated with the adjacent parcel, providing for a roughly
55-acre opportunity. A second access point for the development from the north would likely be necessary.
Table 6-21:

Site Five, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding

Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would require extension of infrastructure and roadway through
the site under an industrial park scenario, as well as extended marketing time due to
scale.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $2.3 to $4.3 million. If
leased, the property is expected to yield between $115,500 to $410,000 annually in
2020 dollars. Realizing the estimated value is likely only possible if developed in
coordination with Site Six, otherwise access is quite poor and there are few solutions
available.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately. The marketing time would be
highly uncertain due to scale and land lease limitations.

Site Six
Site Six is a 16.5-acre site located at the terminus of Coker Butte Road, which passes under the Rogue
Valley Expressway. Access is not strong and a second access point from the north may be beneficial. Our
opinion is that this parcel would be best developed jointly with Site Five, likely in an industrial park format.
Developing this property would entail considerable improvement costs for Coker Butte Road to the east,
and a second access point would be necessary but difficult to achieve without combining this site with Site
Five at a minimum.
Table 6-22:

Site Six, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would require extension of infrastructure and roadway through
the site the site under and industrial park scenario.
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Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $1.0 to $1.9 million. If
leased, the property is expected to yield between $50,000 to $180,000 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately. The marketing time would be
highly uncertain due to scale and land lease limitations.

Funding
Operation and
Maintenance
Other

Site Eight
Site Eight is an approximately 7.5-acre parcel, with frontage on Biddle, Lawnsdale, and Bullock Roads. The
likely developable portions are both east and west of the existing improvements, with a combined net
developable area estimated at roughly 6.2-acres. The configuration of the site would likely require a series
of smaller development parcels.
Table 6-23:

Site Eight, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding

Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would not require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $944,000 to $2.5 million. If
leased, the property is expected to yield between $47,200 to $239,000 annually in
2020 dollars. The property could be marketed directly by MFR or through a brokerage
firm.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately. The airport would have the ability
to be aggressive in pricing to spur quicker absorption of the site and/or to attract a
highly desirable tenant.

Site Nine
Site Nine is located at the southeast quadrant of the intersection of signalized intersection of Biddle Road
and Lawnsdale Road. The site is an approximately 1-acre parcel and is one of only two airport-owned
parcels zoned for commercial use (Community Commercial). The most likely development program for this
site is expected to be retail space, with likely uses on the site including a gas station. As with the remainder
of the sites, the property is likely to appeal to a more limited market if available only for lease, with the value
likely discounted in the market vis-à-vis properties available for sale.
Table 6-24:

Site Nine, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
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Design

Development of this site is not expected to require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $780,000 to $1.5 million. If
leased, the property is expected to yield between $74,200 to $141,000 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Funding
Operation and
Maintenance
Other

Site Ten
Site Ten is an approximately 7.8-acre site at the northeast quadrant of the intersection of Biddle Road and
Lawnsdale Road, immediately north of Site Nine. Zoning on the site is C-R (Regional Commercial), which
allows a broad range of commercial developments. The site is expected to develop with retail and
hospitality, capitalizing on visibility and access advantages. Access and visibility are excellent, and the hotel
site offers pedestrian access to the airport terminal. This is a key advantage that cannot be replicated
elsewhere in the market. Development of this site would likely benefit from a master developer to coordinate
the mix of uses anticipated.
Table 6-25:

Site Ten, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site is not expected to require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $5.5 to $8.0 million. If
leased, the property is expected to yield between $275,000 to $500,000 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Site Eleven
Site Eleven is a 1.63-acre parcel zoned I-L. The site has excellent accessibility, with a signalized
intersection at Crater Lake Highway just south via Bullock Road and Biddle Road to the northwest. Industrial
uses likely represent the highest and best use of the property. Both single story flex buildings and selfstorage are likely strong use candidates.
Indicted residual land values in the current market would range from $247,000 to $462,000 for the site,
assuming fee simple acquisition of the property. Public infrastructure and roadways are in place to support
the development program. Residual land values reflect the maximum supportable value based on
assumptions used, and the actual market clearing land price would tend to be lower. If land is leased, the
property is likely to appeal to a more limited market, with the value likely discounted in the market vis-à-vis
properties available for sale.
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Table 6-26:

Site Eleven, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would not require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $247,000 to $462,000. If
leased, the property is expected to yield between $12,400 to $43,800 annually in 2020
dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Site Twelve
Site Twelve is a 47-acre site zoned I-L. Roughly 6 acres of this site are under discussion as a future City
public works site. The remainder of this site has potential as a low-rise office business park, that might
include industrial uses, office, or flex space.
Table 6-27:

Site Twelve, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would likely require significant offsite improvements to provide
access from the north to Crater Lake Highway. In addition, an interior road network
would increase costs and reduce the net leasable land area.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $4.2 to $8.0 million. If
leased, the property is expected to yield between $215,000 to $760,000 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Due to the scale of the site, likely development is assumed to be a master-planned business park. A masterplanned business park at this location would need to rely on access from the north, as the surrounding
streets are designed as local access for residential neighborhoods.

Site Thirteen
Site Thirteen is an approximately 2-acre parcel zoned I-L. The site has limited value as a stand-alone parcel
and is likely most valuable to the larger property adjacent to the west. Development might eventually occur
in conjunction with these parcels, but it is unlikely the site would develop on its own due to slope,
configuration, and access constraints.
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Table 6-28:

Site Thirteen, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design

Funding

Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would not require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $300,000 to $570,000, but
development constraints would reduce market value. If leased, the property is
expected to yield between $15,000 to $54,000 annually in 2020 dollars, likely at the
lower end of this range. The property is likely only valuable if developed in conjunction
with the property to the west.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately, but there would likely be limited
interest until the adjacent property develops.

Site Fourteen
Site Fourteen has an estimated 8.5 acres zoned I-L that is developable. The vacant portion of this site is
accessible from Cirrus Drive. The site could be valuable to businesses that benefit from proximity to the
active areas of the airport.
Table 6-29:

Site Fourteen, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would not require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $1.3 to $2.4 million. If
leased, the property is expected to yield between $65,000 to $230,000 annually in
2020 dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Site Fifteen
Site Fifteen is a rectangular parcel of which roughly 2.2 acres is zoned I-L and assumed to be developable.
Access to the site is via Schultz Road. The most likely development form on this site is light industrial or
warehouse and distribution.
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Table 6-30:

Site Fifteen, Implementation Matrix

Category
Administrative
Planning and Zoning
Environmental
Design
Funding
Operation and
Maintenance
Other

Considerations
The purpose for this project would be to generate a sustainable revenue stream from
this property.
The anticipated use would be consistent with existing entitlements.
No environmental reviews or mitigation measures are expected.
Development of this site would not require significant off-site improvements.
Disposition of this site through a land lease would not require any significant funding
from MFR. The indicated value of the property ranges from $340,000 to $622,000. If
leased, the property is expected to yield between $17,000 to $60,000 annually in 2020
dollars.
Ongoing costs would be limited to maintenance prior to disposition, with costs after
disposition related to managing the lease.
The site could be released to the market immediately.

Summary of Site Alternatives
The 15 sites evaluated represent just over 160 acres of property for non-aeronautical uses, with zoning that
is largely industrial with the exception of Sites Nine and Ten. The combined estimated supportable residual
land value for the sites ranges from $20.5 to $37.5 million in current 2020 dollars (assuming the sites are
available for fee simple purchase). Table 6-31: summarizes the sites and implementation constraints:
Table 6-31:

1
2
3
4
5
6
8
9
10

Summary of Non-Aeronautical Sites, Implementation Matrix

Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue
Ongoing
Revenue

Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning
Consistent
w/Zoning

None
Anticipated
None
Anticipated
None
Anticipated
None
Anticipated
None
Anticipated
None
Anticipated)
None
Anticipated
None
Anticipated
None
Anticipated

No Offsites

Not Required

No Offsites

Not Required

No Offsites

Not Required

No Offsites

Not Required

Internal Road
Network
Internal Road
Network

Not Required
Not Required

No Offsites

Not Required

No Offsites

Not Required

No Offsites

Not Required
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Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.

No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint
No Time
Constraint

Ongoing
Revenue
Ongoing
Revenue

Consistent
w/Zoning
Consistent
w/Zoning

None
Anticipated
None
Anticipated

13

Ongoing
Revenue

Consistent
w/Zoning

14

Ongoing
Revenue

15

Ongoing
Revenue

11
12

Not Required

Lease
Mgmt.
Lease
Mgmt.
Lease
Mgmt.

No Time
Constraint
No Time
Constraint
No Time
Constraint

No Offsites

Not Required

Lease
Mgmt.

No Time
Constraint

No Offsites

Not Required

Lease
Mgmt.

No Time
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Converting these properties into an ongoing revenue stream would require marketing and leasing the
properties to public- and private-sector users.
Leased land typically trades at a discount vis-à-vis outright sale, as there is a more limited market for this
type of property and no reversion value for the developer. Marketing of these properties would be enhanced
by lease terms that can provide control of the property for an adequate period to recover investments and
protect lenders. The Medford metro area has a significant inventory of available industrial and commercial
land, and the pace of property absorption is difficult to project. MFR has the ability to accelerate absorption
or attract a targeted tenant through favorable terms. In the interim, costs associated with the sites would be
associated with routine maintenance. This can represent a considerable expense for a portfolio of sites this
size.

Auto Parking and Circulation Financial Model
This section presents an overview of the anticipated impact of future parking demand growth and
construction of the Alternative Two
A detailed version of the Financial Model is presented in Attachment B. Given the anticipated growth in
enplanements at MFR over the next 20 years, from half a million enplanements in 2018 to one million
enplanements in 2040, MFR will require additional parking capacity around the year 2030, with more
additional capacity necessary in 2040. The Alternative Two parking structure provides this additional
capacity 380 rental car spaces and 1,745 long-term public spaces in a single, two-phased structure built
on a portion of the existing long-term parking lot, as shown in the Figure 6-5: below.
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Figure 6-5:

Alternative Two

Site Plan 2020

Historical Data
Data provided by MFR and its parking operator, SP+, indicated that, from 2017-2019, the parking system
generated between $2.2 million and $2.7 million in net income on $3.35 million and $3.96 million,
respectively, in revenue. Table 6-32: provides a detailed breakdown of revenue by parking facility and type
of parking, along with operating and capital expenses associated with the parking facilities.
Table 6-32:

Historical Parking System Financials, 2017-2019
2017

Revenue
Short-Term Parking
Long-Term Parking
Tenant Permit Parking¹
Discounts/Shorts
Total Net Parking Revenue
Expenses
Fixed Management Fee
Percent Management Fee
Credit Card Processing Fees²
Total Operating Expenses
Net Operating Income
Capital Projects³
Parking System Net Income

2018

2019

$627,485
$2,729,311
$10,000
($14,342)
$3,352,455

$649,144
$3,097,112
$10,000
($11,254)
$3,745,002

$702,499
$3,270,306
$10,000
($18,259)
$3,964,547

$198,764
$30,708
$80,459
$309,931
$3,042,524
$858,267
$2,184,257

$213,456
$16,426
$89,880
$319,762
$3,425,240
$932,469
$2,492,771

$227,494
$95,149
$322,643
$3,641,903
$932,469
$2,709,435
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Financial Projection Assumptions
In addition to using historical data as a baseline, several assumptions were made in order to project future
parking revenues, operating expenses, construction cost and maintenance at MFR. The assumptions are
broken down into four categories listed below. A more detailed description of these assumptions is provided
in Attachment B.

Revenue
The volume of both short- and long-term paid parking transactions will grow at the same rate as the annual
projected growth in enplanements: 4.92 percent from 2020-2025, 3.47 percent from 2026-2030, 2.80
percent from 2031-2035, and 1.79 percent from 2036-2040.

Operating Expense
Future operating expense assumptions for the MFR parking system were derived largely from the historical
per space costs paid to the current parking operator, as well as industry benchmarks for the cost to operate
structured parking. Each surface parking space was assumed to cost approximately 115 to operate in 2021,
based on the 2019 Fixed Management Fee paid to the parking operator, escalated by 2.50 percent annually
to account for inflation

Construction Cost and Financing
The cost of designing and constructing the proposed Alternative 2 parking garage will be approximately
$26,000 per space in 2020 dollars; this includes $22,000 per space for construction plus 18 percent for soft
costs including design, engineering and testing fees, construction contingencies, etc.

Capital Repair and Maintenance
Based on industry best practices for parking facilities in similar climates to MFR, an amount of $50 per
surface lot space per year has been assumed to be set aside for future repair and replacement of these
facilities. Additionally, after the garage is constructed, an amount of $125 per space per year has been
assumed to be set aside for future capital projects related to this facility.

Parking System Financial Projections Summary
Based on the assumed phasing of additional parking supply, projections of enplanement growth, historical
parking demand, revenue, and expense data provided by MFR and its parking operator, as well as the
above assumptions, financial projections were developed to demonstrate the potential long-term financial
will grow from the approximately $4 million generated in 2019 to more than $10 million by 2040, with net
operating income growing from $3.6 million to almost $8.3MM over the same period. Financing the
construction of the Alternative 2 parking structure in 2030, as well as the expansion in 2040, is expected to
significantly reduce the net income generated by the parking system. However, despite these costs, the
financial model predicts that the net income generated by the MFR parking system will range from
approximately $2.1 million to $6.2 million annually through 2040.
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SUMMARY
The Financial Plan Summary presented in Schedule 6-6 at the end of Chapter 6 includes a Capital Cash
Flow section that presents a summary of projected capital funding (from Schedule 6-2) and scheduled
capital expenditures (from Schedule 6-1) with the cash flow that results from implementing the Master Plan
Capital Improvement Program. Schedule 6-6 also includes an Operating Cash Flow section that
summarizes totals for operating revenues (from Schedule 6-5) and operating expenses (from Schedule 64) with the addition of beginning cash reserve balances to provide the cash flow that results from these
activities.
In Schedule 6-1 of the Financial Implementation Analysis, practical approaches were provided for
scheduling capital expenditures to match the availability of capital funding. Schedule 6-2 provided practical
approaches for matching specific capital funding sources with each of the identified projects. As shown in
Schedule 6-6, positive year-end cash reserves are projected throughout the 20-year planning period 2020
to 2039. Additionally, the projected year-end cash balances are expected to remain at minimum acceptable
levels to the Airport as determined necessary to provide the required resources to meet operating cost
needs, to allow for unforeseen circumstances, and to provide protection resulting from unexpected
fluctuations of revenue sources.
Based on the assumptions underlying the Financial Implementation Analysis summarized in the Capital
Cash Flow section of Schedule 6-6, implementation of projects in the Master Plan CIP that are scheduled
throughout the planning period are projected to be financially reasonable if the Airport can identify
approximately $71.7 million in funding for projects with Other Unidentified Funding. If funding sources are
not available for these projects and other alternative sources cannot be identified, then development of
these projects will not be feasible during the implementation period that is currently planned and these
projects would need to be modified, delayed or cancelled until such time as a funding source is secured.
The COVID-19 outbreak in the United States has caused significant business as well as tourism disruption
to the aviation industry through travel restrictions, stay-at-home orders, quarantine requirements, and an
increased reliance on teleconferencing. While the disruption may be short term, there is considerable
uncertainty around the duration and longer-term impacts on the aviation industry. The Financial
Implementation Analysis reflects the negative impact of the virus in the 2020-to-2024-time frame and also
assumes a reasonable economic recovery for MFR by the end of the Short-Term planning period.
The aviation activity forecasts included in this Master Plan were prepared and approved prior to the COVID19 impact and are still considered valid for the purposes of this study. For purposes of the Financial
Implementation Plan, the enplanement forecast in the Short-Term was modified to reflect the estimated
impact on 2020 enplanements and the anticipated recovery of those enplanements to the originally forecast
levels by the end of the Short-Term. The Financial Implementation Analysis relies on achievement of the
aviation activity and passenger enplanement forecasts. If the actual aviation activity varies temporarily from
the projected levels of activity, the adverse impact on the capital program may not be significant. However,
if decreased traffic levels occur and persist, implementation of all the proposed projects may not be
financially feasible. It should also be noted, however, that if the forecast activity levels are not met, then a
number of the planned capital improvements may be canceled or deferred as necessary.
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Additionally, implementation of capital projects during the 2020-2039 planning period that have AIP
discretionary, or Oregon State grants indicated as a funding source are subject to the availability of those
grants, which are provided at the sole discretion of the FAA or the State. If the identified portion of these
funding sources is not awarded by the respective agency or entity, then these projects may need to be
delayed until funding is available or until alternative funding is identified.
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