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Chapter Six 

FINANCIAL PLAN 
The analyses completed in previous 
chapters evaluated development needs 
at the airport over the next 20 years and 
beyond, based on forecast activity and 
operational efficiency. Next, an 
important element of the master 
planning process is the application of 
basic economic, financial, and 
management rationale to each 
development item so that the feasibility 
of each item contained in the plan can be 
assured. The purpose of this chapter is to 
provide financial management 
information and tools which will help 
make the master plan achievable and 
successful. 

The presentation of the financial plan 
and its feasibility has been organized 
into three sections. First, the airport 
development schedule is presented in 
narrative and graphic form.  Second, 
capital improvement funding sources on 
the federal, state, and local levels are 

identified and discussed. Last, the 
chapter presents a cash flow analysis 
which analyzes the financial feasibility of 
the recommended Capital Improve-ment 
Program (CIP). 

AIRPORT DEVELOPMENT 
SCHEDULES AND 
COST SUMMARIES 

Once the specific needs and 
improvements for the airport have been 
established, the next step is to determine 
a realistic schedule and the associated 
costs for implementing the plan. This 
section will examine the overall cost of 
each item in the development plan and 
present a development schedule. The 
recommended improvements are 
grouped by the planning horizon:  short 
term, intermediate term, and long term. 
Table 6A summarizes the key milestones 
for each of the three planning horizons. 
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TABLE 6A 
Planning Horizon Milestone Summary 
Johnson County Executive Airport 

2004 Short Term 
Intermediate 

Term Long Term 
ANNUAL 
OPERATIONS 
Total Itinerant 51,032 56,850 62,050 69,450 
Total Local 36,586 39,100 41,100 44,100 
Total Operations 87,618 95,950 103,150 113,550 
BASED AIRCRAFT 
Single Engine 203 226 243 266 
Multi-Engine 32 31 30 28 
Turboprop 14 16 18 20 
Jet 9 10 11 12 
Helicopters/Others 5 7 8 9 
Total Based Aircraft 263 290 310 335 
Total AIA's 827 980 1,220 1,700 

A key aspect of this planning document 
is the use of demand-based planning 
milestones.  The short term planning 
horizon contains items of highest 
priority. These items should be 
considered for development based on 
actual demand levels within the next 
five years.  As short term horizon 
activity levels are reached, it will then 
be time to program for the intermediate 
term based upon the next activity 
milestones.  Similarly, when the 
intermediate term milestones are 
reached, it will be time to program for 
the long term activity milestones. 

Most development items included in the 
recommended concept will need to 
follow demand indicators.  For example, 
the plan includes construction of new 
hangar aprons and taxilanes.  Based 
aircraft will be the indicator for 
additional hangar needs.  If based 
aircraft growth occurs as projected, 
additional hangars will need to be 
constructed  to meet the demand. If 

growth slows or does not occur as 
projected, hangar pavement projects can 
be delayed.  As a result, capital 
expenditures will be undertaken as 
needed, which leads to a responsible use 
of capital assets. Some development 
items do not depend on demand, such as 
pavement maintenance.  These types of 
projects typically are associated with 
day-to-day operations and should be 
monitored and identified by airport 
management. 

As a master plan is a conceptual 
document, implementation of these 
capital projects should only be 
undertaken after further refinement of 
their design and costs through 
architectural and engineering analyses. 
Moreover, some projects may require 
extensive infrastructure improvements. 
The financial plan addresses one 
possible solution to this concern, but 
any future development should include 
extensive analysis of the capacity of 
infrastructure to support the growth. 
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The cost estimates presented in this 
chapter have been increased to allow for 
contingencies that may arise on the 
project. Capital costs presented here 
should be viewed only as estimates 
subject to further refinement during 
design. Nevertheless, these estimates 
are considered sufficiently accurate for 
planning purposes.  Cost estimates for 
each of the development projects listed 
in the capital improvement plan are 
listed in current (2005) dollars. 
Exhibit 6A presents the proposed 
capital program for Johnson County 
Executive Airport (OJC). 

SHORT TERM IMPROVEMENTS 

It is difficult to determine from year to 
year exactly what capital projects will 
be needed and funded.  Many of the 
projects recommended for Johnson 
County Executive Airport will also be 
justified on actual demand.  As a result, 
the projects are grouped by planning 
horizon and by priority within each 
planning horizon.  Development of the 
CIP in this manner will give  airport 
management and the FAA the greatest 
flexibility to prioritize capital projects 
based on actual need. Short term 
improvements presented on Exhibit 
6A and depicted on Exhibit 6B are 
estimated at $7.7 million. The 
airport would be responsible for 
approximately $1.2 million of that 
investment. 

Short term improvements include the 
reconstruction of a number of public 
airport pavement surfaces.  Taxiway T2 
is in very poor condition and has a high 
potential for foreign object debris 

(FOD).  In an effort to maintain a safe 
and useable pavement, this pavement 
will need to be removed and replaced. 
Other high-priority pavement 
replacement projects include the east 
and west T-hangar pavement surfaces. 

Perhaps the most significant short term 
project is the reconstruction and 
extension of Taxiway B.  This taxiway 
needs to be shifted approximately 28 
feet to the east in order to meet FAA 
standards that call for a runway/ 
taxiway separation of at least 240 feet 
at Johnson County Executive Airport. 
This taxiway is also extended 
approximately 1,000 feet in order to 
provide east side access to the Runway 
36 threshold. When this project is 
undertaken, Taxiway E will be removed 
because, at its narrowest, it is only 25 
feet wide, where the taxiway width 
standard at the airport is 35 feet. 

The shifting and extension of Taxiway 
B will require additional fill dirt to 
bring the area up to grade.  This will 
likely add to the cost of the project but, 
with the removal of the old taxiway, 
some of this cost may be offset by using 
the removed pavement as base material 
for the new taxiway.  This possibility 
should be examined during design and 
engineering of this project. 

The existing omnidirectional approach 
lighting system (ODALS) system has 
been out of service for a number of 
years. The ODALS consists of  five 
lights that produce a sequential burst of 
light in a linear pattern approaching 
the runway end.  A simultaneous burst 
of light from two runway end 
identification lights to either side of the 
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runway threshold follow the ODALS 
sequence. The ODALS provides quick 
identification of the runway end and 
adds to operational safety. Replace-
ment of the ODALS is recommended in 
the short term. 

The northeast aircraft tie-down apron is 
in fair condition.  The pavement is 
showing some distress and some cracks 
are becoming unacceptably large.  The 
entire apron should be slurry-sealed. 
The apron serving the southeast T-
Hangar complex should also be slurry-
sealed as it is also in only fair condition. 

Short term facility development 
includes the addition of a T-hangar 
structure on the east side of the airport 
as presented on Exhibit 6B. As 
discussed, Executive Airport maintains 
a waiting list of over 100 aircraft, so 
new T-hangars are in high demand. 
Construction of this facility would 
require the relocation of an existing 
drainage route, creation of a drainage 
detention pond, and some fill dirt in 
order to bring the location up to grade. 
These projects are also presented on the 
CIP. 

Ongoing maintenance of airport 
surfaces is considered throughout the 
plan.  While the FAA provides 95 
percent funding for non-revenue capital 
projects such as pavement construction 
or rehabilitation, it is the responsibility 
of the airport to maintain the useful life 
of those pavements. The pavement 
management program study, conducted 
in conjunction with this master plan, 
estimates that $40,000 will be needed 
annually for ongoing maintenance at 
Johnson County Executive Airport. 

INTERMEDIATE TERM 
IMPROVEMENTS 

The intermediate term CIP considers 
the addition of a second T-hangar 
structure on the east side of the airport. 
Again due to the terrain, there is a need 
for some fill dirt in order to bring the 
ground up to grade.  Once this T-hangar 
project is complete, there is no other 
east side property available for airport 
management to develop.  There is only 
one conventional hangar pad available 
on the east side for private 
development. Thus, further landside 
expansion will shift to the west side of 
the airport. 

The master plan concept provides for 
additional west side public apron space 
to provide access to privately developed 
conventional or executive hangars.  A 
public apron of approximately 6,100 
square yards has been considered to the 
east of the current eastside FBO 
maintenance hangar.  This apron would 
allow access to additional conventional 
hangars as pictured in Exhibit 6B. It 
would also provide access to 
undeveloped land intended for a 
corporate operator or business to 
develop. 

Both runway ends are served by visual 
approach slope indicator lighting.  As 
previously discussed, airports serving 
business jets should upgrade these 
units to the precision approach path 
indicator. This is the last project 
considered in the intermediate term 
planning period. 
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PROJECT DESCRIPTION Project Cost FAA Share JCAC Share 
SHORT TERM PROGRAM (0-5 YEARS) 
1 
2 
3 
4 
5 
6 
7 
8 
9 

10 
11 
12 
13 

Taxiway T2 Reconstruction 
East T-Hangar Apron Reconstruction 
West T-Hangar Apron Reconstruction 
Relocate Taxiway B 
Extend Taxiway B 
Construct T-hangar Access Pavement 
Construct T-hangar Facility 
ODALS Replacement 
Northeast Slurry Seal 
Southeast Sluffy Seal 
Relocate Beacon 
Vehicle Replacement 
Pavement Maintenance 

213,000 
1,030,000 
1,354,000 

958,000 
1,895,000 

745,000 
560,000 
200,000 
265,000 
158,000 

50,000 
66,000 

200,000 

202,350 
978,500 

1,286,300 
910,100 

1,800,250 
707,750 

0 
190,000 
251,750 
150,100 

47,500 
0 
0 

10,650 
51,500 
67,700 
47,900 
94,750 
37,250 

560,000 
10,000 
13,250 

7,900 
2,500 

66,000 
200,000 

TOTAL SHORT TERM PROGRAM (0-5 YEARS) $7,694,000 $6,524,600 $1,169,400 
INTERMEDIATE TERM PROGRAM (6-10 YEARS) 
1 
2 
3 
4 
5 
6 

Construct T-hangar Access Pavement 
Construct T-hangar Facility 
Northwest Public Apron 
Replace VASIs with PAPI - 4 
Pavement Maintenance 
Vehicle Replacement 

537,000 
560,000 
540,000 
150,000 
200,000 

66,000 

510,150 
0 

437,000 
142,500 

0 
0 

26,850 
560,000 

23,000 
15,000 

200,000 
66,000 

TOTAL INTERMEDIATE TERM PROGRAM (6-10 YEARS) $2,053,000 $1,089,650 $890,850 
LONG TERM PROGRAM (11-20 YEARS) 
1 
2 
3 
4 
5 
6 

North Public Apron 
Public Parking 
Infrastructure Improvements for Corporate Aviation Parcels 
Overlay Runway 18-36 
Pavement Maintenance 
Vehicle Replacement 

1,150,000 
140,000 
100,000 

1,410,000 
400,000 
132,000 

921,500 
133,000 

0 
1,339,500 

0 
0 

48,500 
7,000 

100,000 
70,500 

400,000 
132,000 

TOTAL LONG TERM PROGRAM 3,332,000 2,394,000 758,000 
TOTAL PROGRAM COSTS $13,079,000 $10,008,250 $2,818,250 

Exhibit 6A 
CAPITAL IMPROVEMENT PROGRAM 
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Projects  included in the 
intermediate term have been 
estimated to cost $2.05 million, of 
which the airport would be 
responsible for $0.89 million in 
matching funds.  The intermediate 
CIP is presented on both Exhibits 
6A and 6B. 

LONG TERM IMPROVEMENTS 

Long term capital improvements 
continue landside development on the 
west side of the airport.  A new public 
apron is considered directly north of the 
existing fixed base operator (FBO). 
This apron encompasses approximately 
13,300 square yards. This apron 
includes widening the pavement leading 
from the runway to the northeastern-
most conventional hangars. This 
portion of pavement should be marked 
as a new taxiway, especially since the 
existing FBO maintenance hangar faces 
this potential taxiway.  By marking it 
as a taxiway, the potential for aircraft 
interaction would be reduced. 

Other long term projects include 
construction of a public parking lot to 
serve the new north end public apron 
and relocation of the airport beacon. 
The beacon would need to be moved if a 
corporate developer were to lease that 
land.  One potential location for the 
beacon is provided.  Consideration 
should be given to relocating the beacon 
to the top of the airport traffic control 
tower. 

The final project considered for the 
airport is either a concrete 
reconstruction or an asphalt overlay of 

the runway.  The runway was last 
reconstructed in the mid-1990s.  The 
useful life of aviation concrete is 
approximately 20 years depending on 
use and maintenance.  The decision to 
reconstruct or overlay should be based 
on circumstances at that time.  A 
concrete reconstruction is preferred but 
that would close the airport for a longer 
period of time and it would be more 
costly. Asphalt would require more 
regular maintenance but a single 
overlay could be finished in a shorter 
period of time and would initially be 
cheaper. 

Total long term projects are 
estimated to require an investment 
of $3.33 million.  Of that total, the 
J o h n s o n  C o u n t y  A i r p o r t  
Commission would be responsible 
for approximately $0.76 million. 

CAPITAL IMPROVEMENT 
SUMMARY 

All the airport improvements presented 
in the recommended concept are 
demand-based. These facilities should 
be constructed to serve an existing 
demand at the airport at that time. 
This plan does not support building 
facilities in order to attract activity (the 
“if you build it, they will come” 
scenario). Because the plan is demand-
based rather than time-based, it 
provides the airport management and 
the Johnson County Airport 
Commission with the flexibility to 
develop facilities as needed.  Should 
demand increase at a greater rate than 
is forecast, implementation of these 
improvements can be advanced. Should 
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demand slow, the life of the master plan 
is effectively increased. 

It should be noted that Johnson County 
Executive Airport maintains a waiting 
list for T-hangars that has over 100 
aircraft owners on it. The demand 
exists today for T-hangar space and new 
facilities would likely fill quickly.  The 
financial ability of the airport to take on 
the debt service for new T-hangars is 
the determining factor on when new T-
hangars would become available. 

The 20-year investment total is 
approximately $13.08 million, with 
$2.82 million of that total being the 
responsibility of the airport 
sponsor. 

CAPITAL IMPROVEMENTS 
FUNDING 

Financing capital improvements at the 
airport will not rely solely on the 
financial resources of the airport. 
Capital improvement funding is 
available through various grant-in-aid 
programs on both the state and federal 
levels.  The following discussion 
outlines key sources of funding 
potentially available for capital 
improvements at Johnson County 
Executive Airport. 

FEDERAL GRANTS 

Through federal legislation over the 
years, various grant-in-aid programs 
have been established to develop and 
maintain a system of public airports 
across the United States.  The purpose 

of this system and its federally-based 
funding is to maintain national defense 
and to promote interstate commerce. 
The most recent legislation affecting the 
federal funding was enacted in late 
2003 and is titled, Century of Aviation 
Reauthorization Act, or Vision 100. 

The four-year bill covers FAA fiscal 
years 2004, 2005, 2006, and 2007.  This 
bill presented similar funding levels to 
the previous bill - Air 21.  Airport 
Improvement Program (AIP) funding 
was authorized at $3.4 billion in 2004, 
$3.5 billion in 2005, $3.6 billion in 2006, 
and $3.7 billion in 2007. This bill 
provides the FAA the opportunity to 
plan for longer term projects versus one-
year reauthorizations. 

The source for Vision 100 funds is the 
Aviation Trust Fund. The Aviation 
Trust Fund was established in 1970 to 
provide funding for aviation capital 
investment programs (aviation 
development, facilities and equipment, 
and research and development).  The 
Aviation Trust Fund also finances the 
operation of the FAA.  It is funded by 
user fees including taxes on airline 
tickets, aviation fuel, and various 
aircraft parts. 

Funds are distributed each year by the 
FAA from appropriations by Congress. 
A portion of the annual distribution is 
to primary commercial service airports 
based upon enplanement levels.  If 
Congress appropriates the full amounts 
authorized by Vision 100, eligible 
general aviation airports could receive 
up to $150,000 of funding each year in 
Non-Primary Entitlement (NPE) funds 
(National Plan of Integrated Airport 
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Systems [NPIAS] inclusion is required 
for general aviation entitlement 
funding).  Johnson County Executive 
Airport qualifies for partial NPE 
funding as the NPIAS includes over 
$110,000 in yearly capital projects. 

The remaining AIP funds are 
distributed by the FAA based upon the 
priority of the project for which they 
have requested federal assistance 
through discretionary apportionments. 
A national priority ranking system is 
used to evaluate and rank each airport 
project. Those projects with the highest 
priority are given preference in funding. 

Under the AIP program, examples of 
eligible development projects include 
the airfield, public aprons, and access 
roads. Under current FAA funding 
policy, construction of some revenue-
generating facilities, such as T-hangars, 
may be eligible if all airside 
requirements have been met. 

Whereas entitlement monies are 
guaranteed on an annual basis, 
discretionary funds are not assured. If 
the combination of entitlement, 
discretionary, and airport sponsor 
match does not provide enough capital 
for planned development, projects may 
be delayed.  Other supplemental 
funding sources are described in the 
following subsections. 

STATE FUNDING PROGRAM 

In support of the state aviation system, 
the State of Kansas also participates in 
airport improvement projects.  The 
source for state airport improvement 

funds is the 1999 Kansas Compre-
hensive Transportation Program. This 
legislation provides $30 million ($3 
million per year) over the ten- year term 
of the funding allocation.  The Kansas 
Department of Transportation -
Division of Aviation is the distributor of 
those funds. 

Under the State of Kansas’ grant 
program, non-primary public use 
airports serving a community of greater 
than 10,000 people can receive 50 
percent funding.  The airport sponsor 
would be required to provide the 
remaining 50 percent match. Eligible 
projects include runways, taxiways, 
ramps, and aviation-related facilities 
and equipment.  The project must be 
the sponsor’s top priority and capable of 
being completed in one year (no phased 
projects). State funding cannot be used 
to match federal AIP grants. 

FAA FACILITIES AND 
EQUIPMENT PROGRAM 

The Airway Facilities Division of the 
FAA administers the national Facilities 
and Equipment (F&E) Program.  This 
annual program provides funding for 
the installation and maintenance of 
various navigational aids and 
equipment for the national airspace 
system and airports.  Under the F&E 
program, funding is provided for FAA 
airport traffic control towers, enroute 
navigational aids (such as a VOR), and 
on-airport navigational aids (such as 
REILs and approach lighting systems). 
As activity levels and other 
developments warrant, the airport may 
be considered by the FAA Airways 
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Facilities Division for the installation 
and maintenance of navigational aids 
through the F&E program. 

AIRPORT REVENUES 

The Johnson County Airport 
Commission (JCAC) is the quasi-
governmental entity responsible for the 
operation of both Johnson County 
Executive Airport and New Century 
AirCenter. The JCAC is responsible for 
management and operation of five “cost 
centers”.  They are Johnson County 
Executive Airport, New Century 
Airport, the New Century Business 
Park, the New Century water utility, 
and the New Century rail operations. 
Each of these cost-centers is on airport 
property and, as such, is subject to the 
various FAA grant assurances. 

One of the FAA grant assurances is that 
all revenue generated on airport 
property (i.e., from any of the five cost 
centers) is pledged exclusively to on-
airport property operations and 
improvements. It is, in fact, illegal to 
take any revenue generated on-airport 
property and transfer it to any other 
government department. However, it is 
perfectly acceptable to transfer funds 
between the various cost centers as 
necessary. 

The JCAC has set a goal for each of the 
five revenue cost centers to be 
economically self-sufficient.  Johnson 
County Executive Airport has a better 
than ten-year track record of being 
financially self- sufficient. A look at the 
2005 revenue and expenses associated 
with each cost center is presented in 
Table 6B. 

TABLE 6B 
Johnson County Airport Commission Cost Centers 
Johnson County Executive Airport 

2005 Revenue ($) 2005 Expenses ($) Income/(Loss)($) 
New Century Airport 670,000 618,000 52,000 
New Century Business Park 1,976,000 1,828,000 148,000 
New Century Water Utility 606,000 910,000 (304,000) 
New Century Rail Operations 409,000 278,000 131,000 
Johnson County Executive Airport 614,000 243,000 371,000 
Total 4,275,000 3,877,000 398,000 
Source: Airport Records 

Four of the five cost centers showed a 
net profit in 2005.  Only the water 
utility was in the negative for the year. 
Both airports were in the positive, and 
the five cost centers combined 
accounted for nearly $400,000 in gains. 
The positive revenues generated by all 
five cost centers can be reinvested  at 

any or all of the cost centers. Since 
most general aviation airports rely on 
subsidies from local airport sponsors, 
the Johnson County Airport 
Commission is in the enviable position 
of being able to provide matching funds 
from self-generated sources for federal 
capital improvement grants. 
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FINANCING OF 
DEVELOPMENT PROGRAM 

Earlier in this chapter, programmed 
expenditures were presented in current 
(2005) dollars.  Future expenditures 
were categorized according to assigned 
financing responsibilities, with the 
airport’s responsible expenditures the 
primary focus of these feasibility 
analyses.  In this section, the base costs 
assumed to be the financing 
responsibility of the airport, such as T-
hangar construction, are adjusted to 
reflect available funding to determine 
the projected local share of these 
proposed capital expenditures in 
current dollars.  Financing assumptions 
are then made, and the projected 
annual airport cost of these planned 
expenditures is estimated for 
incorporation into the cash flow 
analysis. 

At the outset, it must be emphasized 
that long term feasibility analyses such 
as these must be based on many 
assumptions. In practice, projects will 
be undertaken when demand actually 
warrants, thus changing underlying 
assumptions. Further, the actual 
financing of capital expenditures will be 
a function of airport circumstances at 
the time of project implementation (i.e., 
revenue-bond financing would likely not 
be used unless the actual level of 
airport earnings and reserves, along 
with entitlement and discretionary 
grants available at a particular time, 
were insufficient to meet project costs). 
As a result, the assumptions and 
analyses prepared for the master plan 
must be viewed in the context of their 
primary purpose: to  examine whether 

there is a reasonable expectation that 
recommended improvements will be 
financially feasible and implementable. 

The balance of project costs, after 
consideration has been given to the 
various grants available, must be 
funded through airport resources. 
Usually, this is accomplished through 
the use of airport earnings and reserves, 
to the extent possible, with the 
remaining costs financed through 
obligation bonding mechanisms. 

The airport is owned by Johnson 
County and operated by the Johnson 
County Airport Commission through 
the collection of various rates and 
charges from general aviation revenue 
sources.  These revenues are generated 
specifically by airport operations.  There 
are, however, restrictions on the use of 
revenues collected by the airport.  All 
receipts, excluding bond proceeds or 
related grants and interest, are 
irrevocably pledged to the punctual 
payment of operating and maintenance 
expenses, payment of debt service for as 
long as bonds remain outstanding, or to 
additions or improvements to airport 
facilities. Table 6C presents historical 
operating expenses and revenues for 
Johnson County Executive Airport over 
the past five years. 

Operating revenues at Johnson County 
Executive Airport include fuel flowage 
fees, T-hangar rental, ground leases, 
building leases, and other income.  As 
shown on Table 6C, revenues have 
exceeded expenses each of the previous 
five years.  Further historical analysis 
indicates that the airport has been 
profitable  every year since  1998. 
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Operating revenues do not include Airport Commission cost centers or 
grants received  or transfers from other county departments. 

TABLE 6C 
Historical Operating Revenue & Expenses 
Johnson County Executive Airport 

2001 2002 2003 2004 2005 
OPERATING REVENUES ($) 
Fuel Flowage Fees 36,772 46,479 56,672 56,580 70,560 
Sale of Sewer Services 1,440 1,740 1,815 1,830 1,620 
Building Rentals 49,883 46,666 46,666 47,081 40,682 
Land Rental 49,394 68,013 61,005 58,362 55,110 
Hangar Rentals 316,888 355,263 315,836 347,308 333,960 
Miscellaneous Revenue 91 215 0 0 0 
TOTAL REVENUES 454,468 518,376 481,994 511,161 501,932 
OPERATING EXPENSES ($) 
Personnel Services 218,298 210,188 169,813 156,307 143,015 
Contractual 33,038 37,113 36,196 41,729 35,097 
Materials and Supplies 9,687 10,700 5,394 11,428 21,949 
Debt Service 120,248 47,493 46,054 44,615 43,176 
TOTAL EXPENSES 381,271 305,494 257,457 254,079 243,237 
OPERATING INCOME 
(LOSS) 73,197 212,882 224,537 257,082 258,695 

Source: Johnson County Airport Commission Records 

The largest revenue center for the 
airport is the rental of T-hangars.  T-
hangar  renta l s  account  f or  
approximately 67 percent of overall 
revenue. The second largest revenue 
source is generated from fuel flowage 
fees. Other revenue streams include 
the rental of airport-owned buildings, 
land leases, and a small amount of 
revenue from the sale of sewer services 
to airport tenants. 

OPERATING EXPENSES 

Generalized operating expenses for 
Johnson County Executive Airport 
include personnel services, contractual 
obligations, materials and supplies, and 
debt service. Personnel service has 
historically been the largest expense 

center.  Debt service over the past 
several years has been decreasing, 
indicating that bonds and other debt 
are being paid off while new debt is not 
being added.  Contractual obligations 
has remained steady over the past five 
years. 

Personnel services typically relates to 
compensation, including benefits, for 
airport staff. Usually this expense will 
show a predictable increase over the 
years.  Materials and expenses is 
another expense that will typically 
show moderate increases. 

As is evident from Table 6C, the 
airport has operated in the positive over 
the past several years.  Most general 
aviation airports are not financially 
self-sufficient and require revenue 
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support from their sponsor.  Johnson 
County Executive Airport is able to 
generate sufficient revenue from airport 
operations such that transfers from 
other airport sponsor cost centers such 
as New Century AirCenter has not been 
necessary. 

The following section will analyze 
future revenues and expenses.  It is the 
goal of this subsection to provide airport 
management with information needed 
to maintain a self-sufficient financial 
position while continuing to invest in 
airport projects. 

FUTURE CASH FLOW 

Operating Revenues 

Revenues are anticipated to continue to 
grow with aviation activity and an 
overall positive economic outlook. As 
more aircraft base at the airport, 
additional revenues from hangar rent, 
land leases, and fuel sales, will increase 
proportionately. Revenues will also be 
bolstered by increases in transient 
aircraft activity that additionally 
increases fuel sales. 

Rates and fees should be increased 
based upon the consumer price index or 
other similar economic index.  Where 
airport fees are considered too low, 
additional increases should be 
undertaken to bring the fees up to 
current market standards. A review of 
airport rates and fees indicates that 
each of these is in line with current 
market standards.  As such, no 
immediate corrective action on the rates 
and fees is recommended. 

Land lease rates at Johnson County 
Executive Airport are between 18 and 
24 cents per square-foot per year. 
Factors such as the availability of 
utilities, and the proximity to taxiways 
account for the range of rates. These 
rates are considered to be within the 
going rates in the region.  For future 
cash flow analysis, an average of 21 
cents per square-foot is utilized.  Airside 
building leases average $6 per square-
foot per year. 

Previous projections show a potential 
increase in based aircraft from 263 
currently to 335 by the long term of the 
plan.  In order to accommodate this 
growth, a number of T-hangar facilities 
are considered to be constructed and the 
revenue generated from the rental rates 
is added as revenue to the cash flow 
analysis. 

It is difficult to determine when income 
that is categorized as miscellaneous will 
come to the airport.  In 2000, more than 
$10,000 fell in this category while there 
were no revenues in 2005.  This revenue 
category could include proceeds from an 
equipment auction or the value of some 
service performed, or anything that 
doesn’t readily fall into the common 
revenue sources.  For purposes of this 
economic snapshot, miscellaneous 
revenue is averaged to $1,000 per 
planning horizon. 

Cash flow projections indicate future 
revenues should rise at a greater rate 
than expenses.  Analysis presented in 
Table 6E indicates that the airport 
should be capable of continuing  the 
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trend of economic self sufficiency. been made as an average of each 
Revenue and expense  projections have planning horizon. 

TABLE 6E 
Annual Operating Revenue & Expense Projections (2005$) 
Johnson County Executive Airport 

SHORT TERM 
INTERMEDIATE 

TERM LONG TERM 
OPERATING REVENUES ($) 
Fuel Flowage Fees 94,915 148,491 280,290 
Sale of Sewer Services 1,706 1,850 2,067 
Building Rentals 45,174 53,127 66,494 
Land Rental 80,956 199,759 342,401 
Hangar Rentals 389,858 499,054 588,793 
Miscellaneous Revenue 1,000 1,000 1,000 
TOTAL REVENUES 613,609 903,282 1,281,045 
OPERATING EXPENSES ($) 
Personnel Services 169,059 218,568 312,805 
Contractual 37,637 41,961 48,739 
Materials and Supplies 28,471 42,242 73,764 
Debt Service 88,333 118,346 127,097 
TOTAL EXPENSES 323,500 421,117 562,404 
OPERATING INCOME (LOSS) 290,109 482,165 718,641 
Source: Coffman Associates analysis 

Operating Expenses 

Future expenses could vary depending 
upon the airport’s desire to develop, 
operate, and maintain additional 
hangars. Airport management has 
indicated a desire to construct T-
hangars in the future but to leave 
construction of executive and 
conventional hangars to private 
developers.  It is possible that revenue 
bonds would be necessary to fund T-
hangar construction.  Debt service on 
those bonds is considered for a 15-year 
ammortization life at 7.5 percent 
interest. The CIP considers local 
bonding for the development of T-
hangars but some of this cost may be 
eligible for FAA funding if all airside 
requirements are met. 

Historically, the airport has constructed 
T-hangars in two different sizes, either 
small or large.  The larger T-hangar 
units are able to house a slightly larger 
aircraft such as a twin-engine turboprop 
as opposed to a single-engine piston 
aircraft. Small T-hangar structures are 
assumed to have 16 individual storage 
units. Large T-hangar structures are 
assumed to have 14 individual units. 
Regardless of size of the individual 
units, an average cost of $560,000 is 
utilized for a T-hangar structure. 

In the short term, two small T-hangar 
structures supplying a total of 32 
storage units are considered.  The 
intermediate planning horizon 
considers the addition of one large T-
hangar  structure and one small 
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structure.  The long term horizon 
considers the possibility of filling out 
the northeast T-hangar complex by 
adding two large T-hangar structures 
and three small T-hangar structures. 

Further debt service includes short 
term acquisition of approximately 33 
acres to the southeast of the airport and 
nine acres to the northeast.  These two 
tracts are associated with the potential 
parallel runway and would be eligible 
for reimbursement from the FAA at the 
time when the land is utilized for 
airport operations (i.e., when the 
parallel runway is constructed).  The 
remaining property to the southeast 
(167 acres) is excluded from this airport 
expense analysis because that land is to 
be utilized for business park expansion. 
Thus, debt service includes the 
acquisition of a total of 42 acres at 
$25,000 per acre in the short term. 

Personnel expenses include salaries and 
benefits.  This category is assumed to 
increase by approximately five percent 
per year.  An additional employee is 
considered in the intermediate term of 
the plan at an annual salary of $50,000. 

Contractual expenses have declined 
steadily over the past ten years.  These 
expenses are likely to level out as there 
will always be a need for some expenses 
in this category. An average figure of 
$25,000 is utilized for the intermediate 
and long term planning horizons. 
Materials and supplies is an 
unavoidable expense and is projected to 
grow at the same eight percent rate as 
the past ten years. 

SUMMARY 

The best means to begin implement-
ation of the recommendations in this 
master plan is to first recognize that 
planning is a continuous process that 
does not end with completion and 
approval of this document.  Rather, the 
ability to continuously monitor the 
existing and forecast status of airport 
activity must be provided and 
maintained.  The issues upon which 
this master plan is based will remain 
valid for a number of years. The 
primary goal is for the airport to best 
serve the air transportation needs of the 
region, while continuing to be 
economically self-sufficient. 

The actual need for facilities is most 
appropriately established by airport 
activity levels rather than a specified 
date. For example, projections have 
been made as to when additional 
hangars may be needed at the airport. 
In reality, however, the time frame in 
which the development is needed may 
be substantially different.  Actual 
demand may be slower to develop than 
expected.  On the other hand, high 
levels of demand may establish the need 
to accelerate development.  Although 
every effort has been made in this 
master  p lanning process  to  
conservatively estimate when facility 
development may be needed, aviation 
demand will dictate when facility 
improvements need to be delayed or 
accelerated. 

The real value of a usable master plan 
is in  keeping  the issues and objectives 
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in the minds of the managers and 
decision-makers so that they are better 
able to recognize change and its effect. 
In addition to adjustments in aviation 
demand, decisions made as to when to 
undertake the  improvements  
recommended in this master plan will 
impact the period that the plan remains 
valid.  The format used in this plan is 
intended to reduce the need for formal 
and costly updates by simply adjusting 
the timing. Updating can be done by 
the manager, thereby improving the 
plan’s effectiveness. 

In summary, the planning process 
requires the airport management 
consistently monitor the progress of the 
airport in terms of aircraft operations 
and based aircraft. Analysis of aircraft 
demand is critical to the timing and 
need for new airport facilities.  The 
information obtained from continually 
monitoring airport activity will provide 
the data necessary to determine if the 
development schedule should be 
accelerated or decelerated. 
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