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INTRODUCTION AND BACKGROUND

This section of the Purpose and Need Working Paper provides background information and an
overview of the proposed plan to develop and operate a new Perishable Air Cargo Complex at
the Airglades Airport in Hendry County, Florida.

1.1

AIRGLADES AIRPORT

Airglades Airport is a general aviation, public‐use airport currently owned and operated by
Hendry County, Florida. The Airport is situated on approximately 2,500 acres of land adjacent to
State Route 80 / U.S. Highway 27, about seven miles west of Clewiston, 25 miles east of LaBelle,
and 85 miles north‐northwest of Miami, Florida. Figure 1 depicts the location of the Airglades
Airport.
Figure 1: Location Map

Source: CMT compiled using ESRI files, 2014.

The Airport, previously named Riddle Field, was initially developed as a training facility for
British pilots during World War II. The facility was decommissioned as a military facility in 1946,
turned over to the State of Florida and then ultimately to Hendry County. Despite the County’s
effort to maintain and expand its facilities at Airglades, aviation activity has remained relatively
constant over the last several decades. Hendry County also operates the LaBelle Airport, located
about 24 miles west of Airglades.
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AIRPORT PRIVATIZATION PILOT PROGRAM

FAA’s Airport Privatization website (FAA, 2013a) describes the Airport Privatization Pilot
Program (APPP) as follows.
Congress established FAAʹs Airport Privatization Pilot Program to explore privatization as a means of
generating access to various sources of private capital for airport improvement and development. Private
companies may own, manage, lease and develop public airports…. The Act authorized FAA to permit up to
10 public airport sponsors to sell or lease an airport with certain restrictions and to exempt the sponsor from
certain federal requirements that could otherwise make privatization impractical. The airport owner or lease
holder may be exempt from repayment of federal grants, return of property acquired with federal assistance,
and the use of proceeds from the airport’s sale or lease to be used exclusively for airport purposes. The pilot
program began in September 1997.

In 2010, the Hendry County Board of County Commissioners was approached by a private
developer interested in constructing a new perishable air cargo complex at the Airglades Airport.
Hendry County, recognizing the benefits that a major cargo facility at Airglades Airport would
bring to the county and the region, agreed to the concept of privatizing the airport.
Hendry County advanced the concept of potential private investment in Airglades through
submittal of a preliminary application to include the Airglades Airport in the FAA’s APPP. When
the initial concept of the APPP was introduced, Hendry County saw it as an opportunity to enable
the private sector, with the substantial levels of private capital and knowledge of the perishable
air cargo industry, to potentially make this project a reality.
The FAA informed Hendry County that its preliminary application was accepted on October 18,
2010. In its acceptance letter, the FAA also informed the County that it may select a private
operator that would seek to own or lease, develop, and operate the Airport under the terms of
the APPP and upon FAA’s approval of the Final APPP Application. Accordingly, Hendry County
selected the private developer, Airglades International Airport, LLC, (AIA).1 Hendry County
became the only general aviation airport to be admitted into the FAA’s APPP.
Hendry County and AIA have prepared two separate documents to further facilitate this project
in accordance with FAA’s APPP process. These documents consist of (1) a Management
Agreement to enable AIA to fully manage the Airglades Airport for a period of time and (2) a
Purchase and Sale Agreement to enable AIA to purchase Airglades Airport from Hendry County
1

The original group which elevated the concept for this project was Florida Cargo Fresh, Inc. (FCFI). This organization was formed
in early 2010 with an investor group comprised primarily of individuals associated with the South Florida agriculture industry.
The growth in interest and scope of the project made FCFI realize that in order to fully realize its potential, other key business
partners would be necessary in order to make this project a reality. United States Sugar Corporation (USSC) and Hilliard Brothers
of Florida (HBF), both agriculture‐based businesses with decades of experience and success, separately created a new entity named
SugarHill, expressly for the purpose of joining FCFI to form a new company to develop the Proposed Perishable Air Cargo Complex
at Airglades Airport. So, on February 14, 2012, FCFI joined with SugarHill to officially form the new company Airglades
International Airport, LLC, (AIA). In compliance with FAA’s APPP, Hendry County selected AIA as the private developer for the
proposed Perishable Air Cargo Complex at Airglades Airport.
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and fully develop the facility, subject to FAA’s final environmental determination and formal
approval of the APPP. The sale of the airport was the method agreed to by the County and the
private developer, as opposed to a lease arrangement. These two agreements have been reviewed
by FAA and the final documents will be included in the County’s Final APPP Application, which
is being prepared for submission to the FAA Office of Compliance.

1.3

BACKGROUND - PREVIOUS AND ONGOING INITIATIVES

Air cargo in South Florida is a critical component of the transportation network serving the
region, the State of Florida, and the nation. South Florida airports connect markets in the United
State to those in Central and South America, Europe, and beyond. Enhancing South Florida’s air
cargo system has been the subject of several transportation studies and system plans. Over this
same period, the development of a supplemental air cargo airport has also been promoted by
several different public and private entities at different locations in South Florida. Table 1
provides a summary of some of the previous and ongoing initiatives of federal, state, and local
entities, which help to frame the history and demonstrate the importance of this project. The
purpose of presenting the following information is also to establish the fact that the need for
additional air cargo facilities in Florida, and the idea of a supplemental air cargo airport in South
Florida, as well as supporting initiatives, have been identified and thoroughly evaluated by other
parties for many years.
Table 1: Previous and Ongoing Initiatives
Initiative/ Study
Title
Homestead Air
Force Base Reuse
Final
Supplemental EIS

Proposal for New
Air Cargo Airport

June 2014

Sources

U.S. Air
Force/FAA

Airspace Case
#2004‐ASO‐
281‐NRA

Year

Relationship to the Airglades Project

2000

Homestead AFB was evaluated in the Environmental Impact
Statement (EIS) (and Supplemental EIS) for several potential
reuses, including a commercial service airport. The FAA preferred
the commercial airport proposal because it would “provide
additional airport capacity for south Florida.” (USAF, 2000, p. 7)

2004

A proponent of a new air cargo airport filed a request with the
FAA for an airspace analysis for a location near Clewiston. Hendry
County objected due to potential conflicts with the operation of the
Airglades Airport. The County received no further information
regarding the FAA’s airspace analysis for the proposed air cargo
airport. The proposed airport site was not pursued further by the
project proponent.
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Table 1: Previous and Ongoing Initiatives
Initiative/ Study
Title

Sources

Year

Relationship to the Airglades Project
The Florida Air Cargo System Plan capacity analysis indicated that
“MIA will reach [its air cargo] capacity in 2013 unless new facilities
are constructed or throughput can be increased.” (Wilbur Smith,
2006, p. 6‐6) Key points made in the study include:
“On a statewide level, Florida is anticipated to reach air cargo
building capacity in 2018. It is important to note that this deficit
in air cargo building space is driven almost in entirety by Miami
International Airport’s projected capacity shortfall.” (Wilbur
Smith, 2006, p. 6‐46)

Florida Air Cargo
System Plan

State of
Florida/
Wilbur Smith

“It is also noteworthy to point out that only 20 percent of all
tonnage accommodated at MIA moves through warehouses on
the airport. The remaining 80 [percent] is accommodated at off‐
airport warehouses in the MIA vicinity and is trucked to the air
cargo ramp where it is loaded onto aircraft. Some air cargo
warehouses are as far away as the city of Medley which is 8 miles
northwest of the airport.” (Wilbur Smith, 2006, p. F‐14)
2006

“Should MIA be unable to accommodate forecasted demand,
there is the potential that freight would be diverted to alternate
Florida airports. (Wilbur Smith, 2006, p. 6‐46)
One of the recommendations in this report was to: encourage
development of satellite airports in southeast Florida to
accommodate long‐ term air cargo growth. .” (Wilbur Smith,
2006, p. 7‐33)

Regional
Intermodal
Logistics Center
for Port of Palm
Beach

Hilliard
Bros./U.S.
Sugar Corp.

2009

Florida Trade &
Logistics Study

FDOT/Florida
Chamber
Foundation

2010

June 2014

This study was published prior to the economic recession, which
caused a downturn in air cargo volumes in the late 2000s. It is
important to note that air cargo activity levels are presently back to
pre‐recession levels. In fact, perishable air cargo volumes at MIA are
growing at a much higher rate than before the recession (USA Trade
Online, 2014). Therefore, while the timeframes identified in this 2006
study for when MIA/Florida would reach its air cargo capacity may
have been delayed, many of the study conclusions regarding air
cargo capacity appear to still be valid.
This was a response to a request for proposals to determine
interest in a public/private partnership for the creation of a
Regional Intermodal Logistics Center at and around the Airglades
Airport. This site, which provides a unique opportunity to
combine a public air facility, existing rail service and an excellent
existing transportation network, was identified as a potential site
for Phase 2 by the Port of Palm Beach. (Wilson Miller, 2009)
This study explored Florida’s opportunities as a global hub for
trade and logistics. One of seven critical near‐term actions was:
“Identify investments needed to maintain and expand Miami
International Airport’s role as a global hub, as well as the
potential benefits of creating a second tier air cargo hub
elsewhere in Florida.” (Florida Chamber of Commerce, 2010, p.
32)
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Table 1: Previous and Ongoing Initiatives
Initiative/ Study
Title

Sources

Year

Relationship to the Airglades Project
The plan also states: “Future investments in runway and terminal
capacity, airport transfer and distribution center capacity, and
groundside cargo access will help Florida’s air cargo industry
position for the future.” (Florida Chamber of Commerce, 2010, p.
28)

U.S. 27
Transportation
Alternatives Study

FDOT

2012‐
2013

Office of Freight,
Logistics &
Passenger
Operations
Organization &
Activities Guide

FDOT

2012‐
2013

Florida: Made for
Trade Florida
Trade & Logistics
Study 2.0

FDOT/Florida
Chamber
Foundation

2013

Draft Miami
Strategic Airport
Master Planning
Study (SMP 2015‐
2050)

Miami‐Dade
County’s
System of
Airports

2011

This was a high‐level planning study for Strategic Intermodal
System (SIS) corridor development and provides the overall
framework for future development of the U.S. 27 corridor. This
study assessed the travel demand from people and goods moving
along the US 27 Corridor in the State of Florida against five
measures: transportation, freight movements, emergency
management, homeland security, and economic development.
(CDM Smith, 2012)
This study included consideration of the Airglades Airport and
the potential significant near‐term development for use as a
privatized niche market perishable cargo reliever airport. (CDM
Smith, 2012, p. 3‐6)
This study, completed in January 2013, discussed 14 alternative
transportation options available for implementation and “will
guide decisions about the future of US 27…” (CDM Smith, 2013)
In recognition of the significant role that freight mobility plays as
an economic driver for the state, an Office of Freight, Logistics and
Passenger Operations has been created. The FAA’s Airport
Privatization Pilot Program and the Airglades Airport was
referenced in this report as an example of Public‐Private
Partnerships and the potential for generating access to various
sources of private capital for airport improvement and
development. (FDOT, 2013a, p. 7)
This study builds on the 2010 Florida Trade & Logistics Study and
addressed the need to “Consider Creating an Inland Florida
Logistics and Manufacturing Corridor Partnership.” This study
also references inland airports with available land for growth,
including Airglades in Hendry County (Florida Chamber
Foundation, 2013, p. 45)
This ongoing draft study indicated the following constraints and
issues at MIA related to cargo activity and notes that “cargo
warehouses with airside access are currently at full capacity” and
“cargo operators currently use landside staging areas that are not
within their leaseholds.” (MDCSA, 2011, p. 28)

Source: Compiled by Crawford, Murphy & Tilly, Inc., 2014
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MODEL FOR A NEW PERISHABLE AIR CARGO COMPLEX

Hendry County and AIA propose the development of a modern, efficient perishable air cargo
facility at the Airglades Airport. Perishable commodities imported into the United States from
Central and South America through South Florida primarily include: 1) fish/crustaceans; 2) cut
flowers & bulbs; 3) fruits/vegetables; 4) edible preparations of meat & fish and 5) hybrid seeds.
The model is based on air cargo facilities that are designed to efficiently move perishable, shelf‐
life sensitive products from farm to market. Identifying a successful business model requires
coordination with and input from the different entities that constitute the perishable air cargo
community in South Florida. This owner‐user involvement and participation is what makes this
concept unique in the aviation industry. The model is based upon the following key foundational
principles:


Streamlined Facilities: Provide a “one stop shop” for perishable cargo imports,
exports, and regional distribution, with all functions (consolidated handling, cold
treatment, and inspections) at one site and under one roof;



Users Participate in the Design: Provide the perishable cargo community the
ability to assist in the design of the perishable cargo distribution complex, the
range and variety of services offered, and governance structure to manage the
complex.



Permanency: Provide a “permanent home” for a perishable cargo distribution
complex through the purchase of the Airglades Airport as allowed under the
“sale” provision of the APPP.



Equity Ownership & Management Participation: Provide the perishable cargo
community the opportunity for equity ownership and management participation
in the facilities.



Cooperation – Provide a more cooperative operation with better economies of
scale on behalf of the growers and shippers to reduce costs and increase quality.

Much of the focus for the Proposed Project is based upon the arrival, processing, and distribution
of perishable commodities entering the United States from Central and South America. Data
clearly shows the sustained growth of this critically important component of the cargo industry.
However, equally as important and critical to the success of the balance of trade is “filling” the
unloaded perishable air cargo airplanes with high value products, (i.e., computers, electronics,
machinery, parts, medical equipment, etc.) from the United States that are bound for international
markets.
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PROPOSED PROJECT

The Proposed Project is comprised of the development and operation of airfield infrastructure,
perishable cargo handling and distribution facilities, and related support facilities at the
Airglades Airport.
1.5.1

Direct Actions

The following are Direct Actions associated with the Proposed Project, which are the focus of the
EA. These direct actions are necessary development actions, which will be the basis for how
alternatives are identified and evaluated within the Environmental Assessment.




Construction and operation of a new Perishable Air Cargo Distribution Complex
by a Private Developer (up to approximately 550,000 square feet). Development of
this Distribution Complex includes:
o

New air cargo aircraft parking apron areas to support 10 wide‐body aircraft (up to
approximately 160,000 square yards)

o

Construction and operation of warehouse and cargo distribution facilities
(approximately 325,000 square feet)

o

Construction of access roads and automobile and truck parking facilities
(approximately 134,000 square yards), and

o

Site improvements, including stormwater management facilities, installation
of utilities, and development of related infrastructure

Construction and operation of a new air carrier runway (10,000 feet long by 150
feet wide) to predominantly serve international air cargo aircraft operations.
Development of the runway includes:

1.5.2

o

Acquisition of approximately 226 additional acres of land to accommodate
the new runway,

o

Construction of parallel and connecting taxiways,

o

Installation of Category III Instrument Landing System (ILS) and Approach
Light System (ALS), and

o

Modification to existing, and development of new, air traffic procedures
and instrument approach procedures

Connected Actions

The following development actions are connected to the direct actions listed above and would
not be implemented without them. These connected actions will be considered in the
environmental impact analysis, but will not be subject to the purpose and need and alternatives
evaluation:
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Establishing on‐site air cargo inspection services by the U.S. Department of
Agriculture, U.S. Customs and Border Protection, and Transportation Security
Administration



Construction and operation of additional warehouse and cargo distribution
facilities (approximately 600,000 square feet)



Construction and operation of a Maintenance, Repair, and Overhaul (MRO)
facilities (approximately 300,000 square feet), including an Aircraft Paint Facility
(approximately 120,000 square feet) and associated aircraft parking apron
(approximately 170,000 square yards)



Construction of additional Aviation‐Related/Cargo Industry Buildings
(approximately 586,000 square feet) and associated aircraft parking apron for these
additional aviation‐related facilities (140,000 square yards)



Construction of an Aircraft Rescue and Firefighting (ARFF) facility (approximately
17,000 square feet)



Construction of a Ground Support Equipment (GSE) facility (approximately
17,000 square feet)



Construction of an Air Traffic Control Tower (ATCT)



Construction of new fuel storage facilities, including aboveground storage tanks
and apron hydrant fueling

The proposed location and layout of the components of the Proposed Project are depicted in
Figure 2. A discussion of airside and landside development needs and required runway length
is provided in Appendix A of this Purpose and Need Working Paper.
The exact site layout and composition of support facilities cannot be accurately determined at this
time. Site development and facility requirements would be influenced by prevailing market
conditions, operational needs, and business decisions. In addition, the users of the Perishable Air
Cargo Complex and related support facilities (i.e., cargo operators, trucking companies,
inspection services) will be actively engaged throughout the design process to optimize the
location and layout of each facility. Therefore, the proposed layout and estimated facility sizes
depicted in Figure 2 are conceptual in nature. However, the project components would be
developed within the footprint of the area being assessed within the EA. Further, while
conceptual in its proposed layout, the development would be in conformance with the
conditionally approved Airport Layout Plan (ALP).
As a part of the development of the ALP Update for Airglades, representatives of Hendry
County, along with their privatization developer, worked with the FAA and Florida Department
of Transportation (FDOT) to make sure the proposed facilities shown on the ALP were in
compliance with appropriate Federal and state airport planning and design standards. These
same facilities are specifically depicted on the Future and Ultimate ALP Drawings, which were
conditionally approved by the FAA on January 6, 2012.
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Development Schedule and Potential Funding

The proposed airside and landside improvements are needed to accommodate the aviation
demand projected to occur at the new perishable air cargo complex between the anticipated 2018
opening year through 2023. Implementation of the Proposed Project, if approved, is expected to
begin in 2015.
The Proposed Project is expected to be constructed using a combination of private funding, FAA
Airport Improvement Program grants, Florida Department of Transportation (FDOT) grants, and
potential economic development and/or local funds. An estimate of probable development cost
for the major project elements and the likely sources of funding are summarized below.
[Cost and Potential Funding information to be developed]

1.6

REQUESTED FEDERAL ACTIONS

While the decision to site a new air cargo complex anywhere in the U.S., including the Airglades
Airport, is a decision reserved to the private sector and local authorities, implementation of such
a project requires federal (FAA) actions and approvals. The National Environmental Policy Act
(NEPA) requires federal agencies to consider environmental impacts when major Federal actions
have the potential to significantly affect the environment.
The FAA is responsible for complying with NEPA whenever an Airport Sponsor seeks approval
of an ALP or proposed airport projects necessitating an ALP revision that were not previously
identified on an ALP. The FAA reviewed the Proposed Project and the 2012 Airglades Airport
ALP and determined that an Environmental Assessment would be the most appropriate NEPA
document for the agency to fulfill its obligations under FAA Orders 1050.1E, Change 1 (FAA,
2006) and 5050.4B (FAA, 2006).
The specific Federal actions being requested through this EA are:

2



Unconditional approval2 of those portions of the Airglades Airport ALP that depict the
Proposed Project and its connected actions.



The Federal environmental approval necessary to proceed with processing of an
application(s) for Federal funding for those development items qualifying under the
former Airport and Airway Improvement Act of 1982, as amended, and recodified at 49
U.S. Code (USC) 47101, et seq.

The FAA’s “unconditional approval” of an ALP, or portions thereof, signals that: 1) the proposed ALP features are safe and
efficient, 2) the FAA has completed its environmental review, and 3) the FAA has authorized the Airport Sponsor or Project
Proponent to proceed with implementing the Proposed Project.
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Although other proposed development projects are depicted on the ALP, Hendry County, at this
time, is requesting unconditional approval only for the portions of the ALP depicting the
Proposed Project. The other proposed development projects depicted on the ALP will require
environmental analysis when determined to be reasonably foreseeable.
Figure 2: Proposed Project

Sources: Aerial photo from FDOT, 2014; CMT, 2014.
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PURPOSE AND NEED

This section of the Purpose and Need Working Paper describes the purpose of and the need for
the Proposed Project. This section also identifies the local objectives, and the project’s consistency
with national transportation policies.

2.1

PURPOSE OF THE PROPOSED PROJECT

The purpose of the Proposed Project is to develop a new Perishable Air Cargo Complex at the
Airglades Airport to help meet the demand for additional perishable air cargo facilities in
South Florida.
2.1.1

Develop a New Perishable Air Cargo Complex at Airglades Airport

The Proposed Project would provide the necessary airside and landside perishable air cargo
handling and distribution facilities at the Airglades Airport to meet the current and projected
demand for additional perishable air cargo facilities in South Florida. The Proposed Project will
provide modern and efficient perishable air cargo facilities to serve local, national, and
international markets. The decision to locate the proposed Perishable Air Cargo Complex at
Airglades Airport was based on several factors and benefits that the site offers, including the
following site conditions:


A site in southern Florida ‐ where over 70% of the perishable commodities
presently enter the United States.



A site with sufficient contiguous land available for development of the landside
facilities associated with a new Perishable Air Cargo Complex, including
supporting infrastructure necessary to meet the projected demand for perishable
air cargo entering South Florida.



A site with sufficient undeveloped land area to construct the required airfield
facilities for the perishable air cargo operation, including a minimum 10,000‐foot
primary runway, apron area and taxiways consistent with FAA siting
requirements.



A site with good highway access with sufficient capacity to meet the demand for
transporting perishable products to known markets in the U.S.



A site with minimal environmental constraints.



A site located in an area with the potential work force and/or the supporting
community infrastructure to operate the Perishable Air Cargo Complex and
supporting facilities.
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Construct Airfield Infrastructure Necessary to Support Air Cargo Aircraft
Operations at the Airglades Airport

The purpose of the Proposed Project is also to develop the airfield infrastructure necessary to
support international air cargo aircraft operations at the Airglades Airport, including
construction of a new 10,000‐foot primary runway, separated from the existing general aviation
facilities at Airglades.
To support the proposed Perishable Air Cargo Complex at Airglades, a runway length of 10,000
feet is recommended (see Appendix A – Runway Length Analysis). This length would
accommodate the critical air cargo aircraft anticipated to operate at the airport and support long‐
haul cargo operations to international destinations. The location and orientation of the proposed
air cargo runway will preserve the existing airfield and allow continued use of the airport by the
public for General Aviation use and aviation services.

2.2

NEED FOR THE PROPOSED PROJECT

This section describes the need for the Proposed Project.
2.2.1

Need for Additional Perishable Air Cargo Facilities in South Florida

Problem Statement: The Miami International Airport (MIA), the primary entry point for
perishable air cargo in the southeastern United States, is essentially built‐out and surrounded
by dense urban land use. Many air cargo operators at MIA use off‐airport facilities and many
of the area’s highways are congested. Produce growers, air cargo operators, and perishable
goods shippers have identified a need for additional perishable air cargo facilities in South
Florida.
In 2013, over 71% of all perishable commodities entering the United States were handled through
the Miami International Airport (MIA) (U.S. Census Bureau, 2014). Figure 3 depicts the growth
in perishable imports through the Miami Customs District3 by air from 1989 through 2013. The
annual average growth rate for this period was approximately 4.0%. Nearly all of the perishable
imports in the Miami Customs District during this period entered through MIA (U.S. Census
Bureau, 2014). Between 2009 and 2013, imports in these same perishable categories at MIA grew
at an even higher annual average rate of approximately 7.2%. (U.S. Census Bureau, 2014). A more
detailed tabulation of the historic perishable air cargo volumes and the associated perishable
cargo categories is presented in the Forecast Working Paper (CMT, 2014).

3

Includes air shipments to Miami International Airport and Fort Lauderdale‐Hollywood International Airport.

June 2014

12

DRAFT DELIBERATIVE PRODUCT

Airglades International Airport

Purpose and Need Working Paper

Figure 3: Historic Growth of Imports of Key Perishable Commodities in Miami

Note #1: Information available for 1989 to 2002 includes all Ports of Entry within the Miami Customs District (Air Shipments to MIA
and Fort Lauderdale-Hollywood International Airport).
Key Perishable Commodities: 1) Fish/Crustaceans; 2) Cut Flowers & Bulbs; 3) Fruits/Vegetables; 4) Edible Preparations of Meat &
Fish and 5) Hybrid Seeds
Sources: 2003 to 2013 Data -USA Trade Online (Foreign Trade Division of the U.S. Census Bureau), 2014 Subscription; Historic
Data (1989-2002)-Foreign Trade Division of the U.S. Census Bureau, May 2014.

Based on the Strategic Airport Master Planning (SMP) Study being conducted for the Miami‐
Dade County’s System of Airports (MDCSA, 2011a), growth in total air cargo volumes were
projected to more than double, or nearly triple, by 2035.
As depicted in Figure 4, the existing land uses surrounding MIA, on all sides, substantially impact
the ability to easily expand the airport beyond the existing property limits. For example, major
east‐west and north‐south six (6) to eight (8) lane roadways surround MIA. In addition, dense
land uses, including commercial and residential areas are directly north of the airport; industrial
areas are located to the west; commercial areas and significant drainage detention areas are
located to the south; and parkland and commercial development is located east of the airport. As
a result, future expansion of MIA outside of its existing property boundaries would be very
challenging.
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Figure 4 also depicts the existing on‐airport cargo facilities at MIA in relation to the airport
property limits. As shown in this figure, the existing facilities at MIA, including the airfield and
landside development in and around the cargo areas, have encompassed nearly all of the
available land area at the airport. According to the SMP Study, “cargo warehouses with airside
access are currently at full capacity.” (MDCSA, 2011b).
Figure 4: Miami International Airport Facilities

Doral

Source: CMT, 2014. Adapted from Strategic Airport Master Planning Study for Miami-Dade County’s System of Airports, MIA Cargo
Facilities and Needs Workshop, June 12th, 2011.

To supplement the on‐airport cargo facilities, numerous cargo warehouses are located off airport
property. The off‐airport cargo facilities are generally located west of MIA, extending
approximately one mile west into Doral, Florida. According to the 2006 Florida Air Cargo System
Plan, only 20 percent of MIA cargo tonnage (at that time) was accommodated on the airport. The
study noted that the “remaining 80 percent is accommodated at off‐airport warehouses in the
MIA vicinity and is trucked to the air cargo ramp where it is loaded onto aircraft. Some air cargo
warehouses are as far away as the city of Medley which is 8 miles northwest of the airport.”
(Wilbur Smith, 2006, p. F‐14).
Currently, trucks transport cargo from MIA to these warehouses for processing and/or storage
before being shipped to their destination. To alleviate the cargo truck congestion on the local road
network, an elevated roadway connecting MIA to the Palmetto Expressway, referred to as the

June 2014

14

DRAFT DELIBERATIVE PRODUCT

Airglades International Airport

Purpose and Need Working Paper

NW 25th Street Viaduct Project (East Segment), was completed in July 2011, which provides direct
access to the MIA cargo area for dedicated use by MIA air cargo truck traffic. The importance of
this $119 million roadway project was documented in two Miami‐Dade County memos (MDC,
2006) (MDC, 2011), stating “[t]he actual and anticipated growth in freight volume generated by
MIAʹs cargo development program results in a level of roadway congestion that threatens MIAʹs
ability to retain and grow its dominant share of the air‐cargo market…”. In a July 1, 2013 FDOT
E‐Newsletter (FDOT, 2013b), which provided an update on the progress of the NW 25th Street
Viaduct Project, the importance of travel time to the handling of perishable cargo was also
recognized, stating that “71% of all perishable cargo (90% of all flowers) that is imported to the
United States enters through MIA, making it critical that cargo trucks are able to get to and from
the airport in a timely fashion.”
The Viaduct Project (East Segment) has provided short‐term improvements to local roadway
congestion and improved access to and from the MIA cargo area located on the west side of the
airport. Although the delivery of time‐sensitive perishable products can leave the airport in a
more efficient manner, getting these products beyond the Miami region to their destinations is
still constrained. Most trucks exiting the MIA cargo area and the warehousing areas in Doral are
connecting to the Palmetto Expressway (SR 826), which carries over 240,000 vehicles per day
(FDOT, 2014). To validate the existing traffic conditions, the existing Level of Service (LOS)4 for
the section of Palmetto Expressway located north of the NW 25th Street Viaduct was calculated.5
Based on the analysis, this section of Palmetto Expressway is at an existing LOS F, which is
categorized as the “poorest traffic operation with extreme congestion”.
In 2008, a traffic analysis was conducted as part of an Environmental Assessment for the proposed
“Airport City Project” at MIA.6 According to this Traffic Impact Analysis (ATEC, 2008), the
projected 2030 LOS for nearly all of the major roadways around the airport were predicted to
reach LOS E or LOS F as depicted in Figure 5. According to this ATEC traffic study, the NW 25th
Street Viaduct project and numerous other planned regional roadway improvements were
included within the traffic model for the 2030 projected LOS. Therefore, even though trucks may
now be able to access the MIA cargo area more efficiently (as a result of the Viaduct Project), it is
the adjacent congested roadways that become “bottlenecks” for the delivery of perishable
products. This congestion and delays are not limited to the roadways in the immediate vicinity
of MIA. The 2012 Urban Mobility Report (TTI, 2012) indicated that the Miami Metropolitan Area
ranked 5th worst in the nation for travel delays in 2011. Specifically, truck congestion cost7 in
Miami was calculated at approximately $739 million dollars in 2011.
4

5

6

7

Level of service (LOS) categorizes the quality of traffic operation on a roadway with a six‐level, A to F rating system. LOS A is
defined as the best traffic operation, with no congestion; F is defined as the poorest traffic operation, with extreme congestion.
Existing LOS for Palmetto Expressway was calculated utilizing the following two data sources: (1) 2013 Quality/Level of
Service Handbook (FDOT, 2013c) and (2) FDOT Florida Traffic Online (2013) (FDOT, 2013d). The existing traffic volume was
compared to the theoretical maximum volumes that would be considered acceptable by Florida Department of Transportation
(FDOT) based on the type of highway facility and number of traffic lanes.
The “Airport City Project” was a planned multi‐phased Public‐Private Investment Partnership (PPIP) program at MIA, which
included the development of on‐airport parcels for non‐aeronautical use.
Truck Congestion Cost = Value of increased travel time and other operating costs of large trucks (estimated at $86.81 per hour
of truck time) and the extra diesel consumed (estimated using state average cost per gallon).
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Figure 5: 2030 Roadway Level of Service in Proximity of MIA

Miami International Airport
NW 25th Street

Source: Miami International Airport (MIA) – Traffic Impact Analysis Prepared for Miami Dade County Aviation Department (MDCAD),
Advanced Transportation Engineering Consultants (ATEC), April 2008.

Further demonstration of the need for the Proposed Project is provided in the previous and
ongoing studies and initiatives, which have indicated a need for additional capacity to
accommodate the growing demand for handling perishable air cargo entering South Florida.
Several of the studies, as previously summarized in Table 1 (Section 1.3), referenced various
issues such as: congestion, capacity concerns, and landside constraints; as well as potential
solutions such as use of second‐tier airports, development of satellite airports, investing in
additional runway capacity, use of existing airports (i.e., Homestead and Airglades), future
investments in cargo‐related facilities, and potential use of private‐public partnerships. As these
studies show, there is a recurring theme that indicates the need for additional air cargo
infrastructure in South Florida to support the growth in air cargo trade, including the import of
perishable commodities. These issues, as noted in the various studies conducted by FAA, FDOT,
Miami‐Dade County, and others, are expected to escalate, especially as the import of perishable
commodities into MIA continues to grow.
In summary, the need for additional perishable air cargo facilities in South Florida is
demonstrated by a combination of the following:
(1) The existing land uses at MIA, and in the vicinity of MIA, limit, to a large extent, the
ability to develop substantial new on‐airport air cargo processing facilities to
accommodate the projected cargo volumes.
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(2) The existing separation of cargo‐related facilities (off‐airport) and roadway
congestion around MIA affect timely handling of perishable product.
(3) Perishable air cargo shippers and handlers indicate the need to operate off‐airport
facilities creates operating inefficiencies and increased costs,
2.2.2

Need for a New 10,000-Foot Primary Runway

Problem Statement: The Airglades Airport currently has a 5,950‐foot runway that cannot
accommodate international air cargo flights that would be generated by the proposed
Perishable Air Cargo Complex. Further, the existing runway/taxiway system does not meet all
of the FAA design standards for the family of aircraft proposed to operate at the new facility.
A number of considerations are taken into account during the decision‐making process with
regard to runway length. In helping to determine a “balanced” approach, aircraft performance
metrics, development cost, land acquisition, and airport design standards are taken into account,
while maintaining appropriate requirements for safe operations. Aircraft performance related to
runway length analysis takes into consideration a number of factors including aircraft weight
(payload), stage lengths (flight distance), and weather conditions (wind speed, temperature, etc.).
A detailed analysis of runway length requirements was conducted as part of the Airglades
Airport Layout Plan (ALP) Update, which was reviewed and approved by FAA on January 6,
2012. As presented in the Forecast Working Paper for the Proposed Perishable Air Cargo
Complex and Related Development, the Boeing 747 was identified as the “critical aircraft” to be
accommodated throughout the 20‐plus year planning period for the Proposed Project at
Airglades. Approximately 1,134 annual operations by the Boeing 747 are projected at Airglades
by 2023 (within 5‐years of opening). The detailed analysis identified the following input
assumptions, which were incorporated into the runway length determination:
1) Specific Aircraft Equipment: Boeing 747‐400;
2) Stage Length or Flight Distance: 4,000 to 4,499 nautical miles; and
3) Load Factor or Amount of Freight as a percentage of Cargo Payload Capacity: 77%;
4) Operating on a Hot Day ‐ 90°; and
5) Takeoff Weight Range: 775,000 pounds to 825,000 pounds.
Based on these parameters, a runway length of 8,900’ to 11,000’ was recommended to
accommodate the Boeing 747‐400 under most operating conditions (weather, temperature, air
traffic routing, etc.). In addition to the Boeing 747 family of aircraft, other cargo aircraft
anticipated to operate at the proposed perishable air cargo complex include the Boeing 757, 767,
and 777, Airbus A330, and the McDonnell Douglas MD‐11 and MD‐80. All of these aircraft
require a runway length greater than the existing 5,950 runway at Airglades Airport.
Appendix A provides additional data and detailed analyses used to validate the runway length
requirements. To account for a wide range of operational considerations (temperature, payload,
route structure, etc.), a runway length of 10,000’ was deemed suitable to accommodate the Boeing
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747 (multiple variants) operations projected to occur at the new perishable air cargo complex
through year five (2023). In consultation with key perishable air cargo providers, an initial
runway length of 10,000’ would be sufficient to accommodate the anticipated demand through
2023. 8

2.3

LOCAL OBJECTIVES

2.3.1

Airport Sponsor’s Objective: Support Aviation Activity and Economic
Development

The objectives of Hendry County, the Airport Sponsor, are to provide aviation facilities at the
Airglades Airport that support economic development in Hendry County. The Airglades Airport
is located in a designated Rural Area of Economic Concern.9 Florida’s Rural Areas of Critical
Economic Concern are targeted areas for special economic development initiatives and funding
due to extraordinary economic hardships.
Given the Hendry County area’s agriculture‐based economy and depressed economic condition
(as compared to other Florida counties), the County has identified the need to develop its aviation
facilities and diversify the local economy. Developing the Airglades Airport will allow the
County to become economically competitive and will further local economic development goals.
The development of the proposed Perishable Air Cargo Complex at Airglades Airport is
anticipated to be a major economic generator for the region by creating jobs and business
opportunities, including agriculture related trade and logistic opportunities. This requires the
ability to provide aviation facilities to attract air cargo tenants and related support facilities.

8

9

There are provisions in place and noted on the FAA conditionally approved ALP that would facilitate the extension of proposed
Runway 18‐36 to a length of 11,700’ should the need arise. The extension of Runway 18‐36 is considered to be “demand driven”
and would be subject to the overall success of the proposed perishable air cargo complex. Any subsequent runway extension
would be subject to further environmental review outside of this Environmental Assessment (EA).
Florida Statutes, Title XIX, Chapter 288 defines Rural Areas of Economic Concern as a rural community, or a region composed of
rural communities, designated by the Governor, that has been adversely affected by an extraordinary economic event, severe or
chronic distress, or a natural disaster or that presents a unique economic development opportunity of regional impact. The Rural
Economic Development Initiative, known as “REDI,” was by the same statute to better serve Floridaʹs rural communities by
providing a more focused and coordinated effort among state and regional agencies that provide programs and services for rural
areas.
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Airport Sponsor’s Objective: Leverage Private Investment for Airport
Development

Leveraging private developer investment would help provide the financial base that Hendry
County could not provide on its own to develop large‐scale airport facilities, including a
perishable air cargo complex. Without the unique terms offered through the FAA’s Airport
Privatization Pilot Program, and the private investment necessary to facilitate the development,
this project would not proceed.
Project Proponent’s Objective: Need for Modern and Efficient Air Cargo Facilities

2.3.3

Not only do the studies presented in Table 1: Previous and Ongoing Initiatives highlight the
need for additional perishable air cargo capacity in South Florida, there is an expressed need for
a more efficient and modernized process for handling the imported perishable commodities.
The Project Proponent’s objective is to provide additional perishable air cargo facilities in South
Florida that are efficient and offer a higher level of service to the perishable good community.
The basis for this objective was substantiated in support letters and testimony received during
the EA Scoping process. Letters from businesses and representatives of the South Florida
perishable cargo community, who provide various perishable cargo‐related services on a regular
basis in the Miami area and who understand the need for a more efficient logistics and handling
process, are included in the EA Scoping Report (URS, 2013). Below is a highlight of some
statements made within the scoping letters.


Florida Perishables Trade Coalition Inc. – … as other opportunities for increased trade develop, our
industry will need sufficient capacity and efficient facilities and logistics processes across all modes
of transportation. Infrastructure improvements like those proposed for Airglades Airport may be
an important component part of the solution to maintain and expand Florida’s future perishable
commodity and international trade competitiveness.



Armellini Express Lines, Inc. – The perishable industry and its logistics process have changed
significantly and require a more efficient handling both in cost and time as compared to the existing
processes at Miami. This affects all participants in this process mainly the airlines, ground
transportation providers, such as Armellini and the consumer. Airglades clearly has the potential
to positively affect both of these issues.



Fresco Services – The efficiency of the existing handling model at MIA combined with an efficient
ground transportation service is what has prevented other cities from diverting this significant
cargo traffic to other northerly cities across the United States. For this reason and the economic
impact it generates, it is absolutely necessary that these efficiencies be maintained and improved.
The perishable product will continue to demand a greater efficiency and for various reasons
Airglades has the potential to play an important part.
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Following the EA scoping process, another letter of support for the Airglades Project was received
from the Florida Customs Brokers & Forwarders Association, Inc. (FCBF), the organization
“whose members serve many thousands of clients and customers, including the producers of air‐
shipped perishables.” (FCBF, 2014). The following are some excerpts from the FCBF letter:


It is the primary role of the forwarders and brokers to select routes, modes, and distribution facilities
that can expedite movement, minimize “breakage”, and preserve product integrity.



In fact, our interest in the Airglades project model has measurably grown in both intensity and
appreciation for its logic, user outreach, and it’s very unique user‐equity or “co‐operative” concept,
where the user is an integral component in the design and operation.



We believe Airglades is the only strategically located, truly intermodal and user sensitive model
currently on the horizon that can be on line and operational in the immediate future!

Based on a review of the letters received during the EA’s Scoping process and follow‐up
correspondence from FCBF, certain observations have become apparent. Representatives of the
Miami perishable community have indicated that, historically, the conventional air cargo logistics
and handling model at MIA was, over time, built upon a fragmented system. This approach is
essentially what has existed for the past several decades, particularly where available land area
for air cargo at MIA is at a premium due to surrounding land use development and the
dominance of passenger related services/activities. Presently, perishable products at MIA
typically navigate through a complex and circuitous flow through multiple airline facilities,
sometimes on‐ and off‐airport, with multiple handling companies, wholesalers, and trucking
companies serving multiple importers, wholesalers and shippers. This process introduces
inefficiencies, which in turn increases costs and handling times, and does not lend itself to the
efficient processing of time‐sensitive perishable products.

2.4

CONSISTENCY WITH FEDERAL TRANSPORTATION POLICIES

The FAA is charged with the implementation of Federal policies under its statutory authorities.
The National Transportation Policy was established by §502(b) of the 1990 amendments to the
Airport and Airway Improvement Act of 1982 (U.S. Congress, 1990) and is codified at 49 U.S.C.
§47101 (b) (49 USC 47101, 2006). In addition to the primary purpose and need for the Proposed
Project, the Proposed Project would also be responsive to key Federal Transportation Policies.
The following national policies in 49 U.S.C. §47101 (a) relate specifically to the Proposed Action
at Airglades Airport:
(4)

That appropriate provisions should be made to make the development and
enhancement of cargo hub airports easier;

(5)

To encourage the development of intermodal connections on airport property
between aeronautical and other transportation modes and systems to serve air
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transportation passengers and cargo efficiently and effectively and promote
economic development;
(7)

That airport construction and improvement projects that increase the capacity of
facilities to accommodate passenger and cargo traffic be undertaken to the
maximum feasible extent so that safety and efficiency increase and delays decrease.

The language of 49 U.S.C. §40101(b) further directs the Secretary of Transportation to consider
the following to be in the public interest in regard to air cargo transportation:
(1)
Encouraging and developing an expedited all‐cargo air transportation system
provided by private enterprise and responsive to:
(A)
(B)
(C)

The present and future needs of shippers;
The commerce of the United States; and
The national defense.

(2)

Encouraging and developing an integrated transportation system relying on
competitive market forces to decide the extent, variety, quality, and price of
services provided.

(3)

Providing services without unreasonable discrimination, unfair or deceptive
practices, or predatory pricing.

The proposed development of a new Perishable Air Cargo Complex at the Airglades Airport
would be responsive to the above referenced public policy objectives. It is within the context of
these policies that Hendry County has proposed to enter into an agreement with a private
developer to acquire the Airglades Airport and develop and operate a Perishable Air Cargo
Complex. The County has undertaken an EA to analyze and disclose the potential environmental
impacts associated with the Proposed Project, and to seek FAA’s environmental finding through
the NEPA process to implement the Proposed Project.
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RUNWAY LENGTH ANALYSIS
As introduced in Section 1.5 of this Purpose and Need Working Paper, and as further elaborated
in Section 2.2.2., a detailed analysis of runway length requirements for the critical aircraft (Boeing
747) was conducted during the initial planning process. This section provides additional
information associated with the analysis completed to determine the required runway length
needed at the Airglades Airport for the new perishable air cargo complex.
The airport planning manual for the Boeing 747 aircraft provides aircraft performance
information that was utilized in the runway length analysis. A number of considerations were
taken into account during the decision‐making process with regards to runway length. To
determine a “balanced” approach, aircraft performance metrics, development cost, land
acquisition, and airport design standards were taken into account, while maintaining appropriate
standards for safe operations. Aircraft performance related to runway length analysis takes into
consideration a number of factors including aircraft weight (payload), stage lengths (flight
distance), and weather conditions (wind speed, temperature, etc.).
Based on the forecast analysis as presented in the Airglades Forecast Working Paper,
approximately 1,134 annual operations by the Boeing 747 (multiple variants) are projected at
Airglades by 2023 (within 5‐years of opening). To gain a better understanding of the types of
Boeing 747 aircraft that could potentially operate at Airglades, a review of Boeing 747 departures
from Miami International Airport (MIA) to the Top 15 South and Central American Countries
that export perishable commodities into the United States through the MIA Port of Entry were
considered. This review provides a “representative” picture of Boeing 747 traffic that could occur
at Airglades. Table A‐1 identifies the
Table A‐1:
ratio of Boeing 747 departures from MIA
Boeing 747 Departures from MIA International Airport
by specific equipment type.
1
Top 15 South & Ce ntral Ame rican Countrie s

The Boeing 747‐400
represented
approximately 56% of all departures by
freight configured Boeing 747’s from
MIA in 2012. Therefore, the Boeing 747‐
400 was utilized as the representative
Boeing 747 aircraft to determine runway
length requirements. To assist in the
runway length analysis process, a
review and application of the “747
Airplane Characteristics for Airport
Planning” (Boeing 747, 2001a) (Boeing
747, 2001b) specific to the Boeing 747‐400
was conducted.
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(Fre ight Configure d)
Boeing 747 Equipment
Types

Number of
Departures

% of Departures

(2012)

Boe ing 747‐200/300

370

37%

Boe ing 747‐400

556

56%

75

7%

Boe ing 747‐400F
Total

1,001

100%

S ourc e: U.S . Department of Transportation:: Researc h and
Inno vative Tec hnolo gy Administratio n – Bureau of Transportation
S tatistic s, T‐100 S egment (All Carriers).
1

To p 15 S outh and Central Americ an Countries whic h Export

Perishable Commodities into the United S tates through the MIA
Port of Entry.
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A key consideration in determining
the necessary runway length to
accommodate Boeing 747‐400 is the
“stage length”, the distance aircraft fly
to their destination. To gain a better
understanding of the Boeing 747‐400
stage length requirements, an analysis
of departures from MIA to the Top 15
South
and
Central
American
Countries was conducted. Table A‐2
(U.S. DOT, 2013) identifies that
approximately 67% of departures by
the Boeing 747‐400 from MIA to the
Top 15 South and Central American
Countries occurred to locations with a
stage length of 4,000 to 4,449 miles
(Argentina, Brazil, and Chile)
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Table A‐2
Boeing 747‐400 Departures from MIA International Airport
Top 15 South & Ce ntral Ame rican Countrie s

1

(Fre ight Configure d)
Number of

Stage Length

Departures

(Flight Distance)

% of Departures

(2012)

1000‐1499 Mile s

28

5%

1500‐1999 Mile s

32

6%

2000‐2499 Mile s

93

17%

2500‐2999 Mile s

19

3%

3000‐3499 Mile s

13

2%

3500‐3999 Mile s

1

0%

4000‐4499 Mile s

370

67%

Total

556

100%

S ourc e: U.S . Department of Transportation:: Researc h and Innovative
Tec hnology Administration – Bureau of Transportation S tatistic s, T‐100
S egment (All Carriers).
1

Top 15 S outh and Central Americ an Countries whic h Export Perishable

Commodities into the United S tates through the MIA Port of Entry.

In addition to the stage length, it is
important to determine the “load
factor” or how much cargo is being
carried compared to the capacity of the
aircraft. This is a key component in
determining the aircraft takeoff weight
which is used to determine the runway
length
generally
required
to
accommodate the critical aircraft
(Boeing 747‐400). Based on 2012 MIA
data,
which
provides
a
“representation” of demand, the
Boeing 747 aircraft departing to
locations with a stage length of 4,000 to
4,449
miles
operated
at
an
approximately load factor of 77%
depending on the specific routes as
shown in Table A‐3.

Table A‐3
Boeing 747‐400 Departures from MIA International Airport
Top 15 South & Central American Countries

1

(Freight Configured)
Payload

Destination Country

Capacity

2

Freight

Load
3

Carried

Factor

Argentina

21,336,765 16,189,788

76%

Brazil

66,079,301 51,640,057

78%

Chile

9,271,470

Total & Average Load Factor

6,424,834

69%

96,687,536 74,254,679

77%

Source: U.S . Department of Transportation:: Research and Innovative
Technology Administration – Bureau of Transportation S tatistics, T‐100
Segment (All Carriers).
1

Top 15 S outh and Central American Countries which Export Perishable

Commodities into the United S tates through the MIA Port of Entry.
2

Equal to the certificated takeoff weight of an aircraft, less the empty

weight, less all justifiable aircraft equipment, and less the operating load
(consisting of minimum fuel load, oil, flight crew, stewardʹs supplies, etc.).

Based on this analysis, the “average” 3 Non‐S top S egment Freight Transported (pounds).
Boeing 747‐400 departs from MIA to
destinations with a stage length of 4,000 to 4,449 miles and has a load factor of approximately
77%. Utilizing these inputs, the takeoff weight for the “average” Boeing 747‐400 ranges from
775,000 to 825,000 pounds, depending of specific routes, weather conditions, and operating
procedures. Based on these parameters: A runway length of 8,900’ to 11,000’ is required (hot day
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= 90°) to accommodate the Boeing 747‐400 with a takeoff weight of 775,000 pounds and 825,000
pounds respectively.
Exhibit A‐1, Pages A‐8 to A‐10 of this Appendix A, provides the charts utilized from Boeing to
determine the appropriate runway length to accommodate the critical aircraft (Boeing 747‐400)
anticipated at Airglades throughout the 20‐year planning period.

AIRFIELD DEVELOPMENT
To accommodate the anticipated aviation demand as previously presented, new airfield
infrastructure is required including:


New 10,000 by 150‐foot Runway with parallel and connecting taxiway system



Navigational Aids (Instrument Landing Systems, Approach Lights, Etc.)



Land Acquisition to accommodate the proposed runway length

Runway and Taxiway System
Based on the aviation demand forecast and critical aircraft analysis presented in the Forecast
Working Paper, approximately 1,134 annual operations by the Boeing 747 (critical aircraft) are
projected at Airglades by 2023 (within 5‐years of opening). This represents slightly fewer than 7%
of the total forecasted number of perishable air cargo operations in 2018 at Airglades. To account
for a wide range of operational considerations (temperature, payload, route structure, etc.), a
runway length of 10,000’ was deemed suitable to accommodate the Boeing 747 during the Phase
1 (2018) development program. There are provisions in place and noted on the FAA conditionally
approved ALP, which depict the extension of Runway 18‐36 to a length of 11,700’ should the need
arise sometime in the future. The potential future extension of Runway 18‐36 is considered to be
“demand driven” and would be subject to the overall success of the proposed perishable air cargo
complex and would require additional NEPA analysis and disclosure. In consultation with key
perishable air cargo providers, an initial runway length of 10,000’ is sufficient to accommodate
the anticipated demand activity projected to occur at the new perishable air cargo complex
through year five (2023). The Propose Project would also include development of a full length
parallel taxiway system.1 (FAA, 2012, p. 89)
The proposed location and orientation of the new runway system (Runway 18‐36) was selected
as the preferred runway configuration to 1) accommodate the critical aircraft, 2) provide adequate
wind coverage (>95%), 3) minimize disruption to existing general aviation operations, 4) acquire
fee simple property from one owner, 5) accommodate the Runway Protection Zones (RPZ) on
airport property, 6) provide adequate on‐airport space to develop the propose for air cargo
facilities, and 7) provide a secure on‐airport location for processing of air cargo.
1

A full parallel 75‐foot wide taxiway meeting separation requirements (600‐foot taxiway to runway separation) is required for
precision approach procedures with visibility minimums less than ¾ statute mile, as proposed at Airglades Airport.
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Navigational Aids – Category II/III Instrument Landing Systems and Approach Lights
To accommodate the anticipated perishable air cargo aircraft arriving into Airglades, it is critical
that the proposed development include a Category II/III Instrument Landing Systems (ILS) to
ensure all‐weather access (the lowest approach minimums currently authorized by FAA) to the
facility. The Category II/III ILS provides both horizontal and vertical guidance to the runway
environment during low visibility conditions (fog, low clouds, heavy rains, etc.). As a component
of the Category II/III ILS, the proposed development program includes the installation of an
Approach Lighting Systems (ALS) to assist the pilot in identifying the runway at night and during
low visibility conditions.
Land Acquisition Required for Runway and Taxiway Construction
The placement of the proposed Runway 18/36 was established as far north on the existing airport
property such that the northern RPZ (Runway 18 end) would not encroach upon U.S. Route
27/State Route 80. Based on this runway placement, the northern RPZ and approximately 7,700
feet of the new runway can be constructed on existing airport property.
Approximately 226 acres of land would need to be acquired in fee simple to the south of the
current airport property line to construct the remaining 2,300 feet of Runway 18/36, in addition
to the southern RPZ. The proposed property acquisition would accommodate both the initial
(10,000 feet) and the ultimate Runway 18/36 length of 11,700 feet, including the required north
and south RPZs on airport property. The ultimate length of 11,700 feet was determined, in part,
by calculating the clearance requirement for an active railroad to the south (23 feet above the
railroad elevation) and then establishing the resulting Runway 18/36 runway length. In other
words, the clearance of the South Central Florida Express (SCFE) Railroad sets the southern limit
of the ultimate runway length.

LANDSIDE DEVELOPMENT
The proposed landside development needs for the proposed Perishable Air Cargo Complex
include:






Perishable Air Cargo Complex
o New Perishable Air Cargo Distribution Center – under one roof (up to
approximately 550,000 square feet)
o Aircraft apron to accommodate wide‐body aircraft (up to approximately 160,000
square yards)
Aircraft Maintenance, Repair, and Overhaul (MRO) facility (approximately 300,000
square feet)
o Aircraft Paint Facility (approximately 120,000 square feet)
o Aircraft apron for the MRO and Paint facility (170,000 square yards)
Support Facilities
o Air Traffic Control Tower (ATCT)
o Ground Support Equipment (GSE) storage (approximately 17,000 square feet)
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Aircraft Rescue and Firefighting (ARFF) facility (approximately 17,000 square feet)
Fuel facilities, including aboveground storage tanks and apron hydrant fueling
Warehouse and logistic distribution facilities (approximately 925,000 square feet)
Additional Aviation‐Related/Cargo Industry Buildings (approximately 586,000
square feet)
Aircraft apron for the Additional Aviation‐Related/Cargo Industry Building
(140,000 square yards)
Access roads and automobile and truck parking facilities (approximately 134,000
square yards)

Perishable Air Cargo Complex
AIA’s plan for Airglades is to provide an “under one roof, one‐stop shop” facility to support the
perishable community at one convenient and uncongested location. All of the inspection agencies
would be co‐located within the Perishable Air Cargo Complex to ensure the most efficient and
timely inspection of the perishable products entering and leaving the U.S. Landside development
required for the Perishable Air Cargo Complex consists of facilities necessary to accommodate
perishable cargo movements under one roof, including area for processing of cargo (breakdown,
sorting, etc.), warehousing for temporary storage, perishable queuing areas, truck‐transfer docks,
vehicle access and parking, ground service equipment (GSE) support, federal inspection services,
and administrative/office facilities. The perishable air cargo building is planned to be
approximately 550,000 square feet. As noted in Section 1.4, the owner/developer, in conjunction
with the perishable cargo community, would provide the specific design details, which would be
within, or less than, this estimated perishable building square footage.
In addition, the Perishable Air Cargo Complex includes aircraft parking aprons and access
taxiway connectors to accommodate the anticipated aviation demand. The aircraft parking apron
represented on the conditionally approved Airport Layout Plan, associated with the Perishable
Air Cargo Complex, is planned to accommodate up to 10 Boeing 747 aircraft at any given time,
or a combination of the representative aircraft now utilizing MIA that are anticipated to
commence operations at Airglades in 2018.
Aircraft Maintenance, Repair, and Overhaul (MRO) Facilities
Aircraft MRO facilities are required as part of this project to provide aircraft services needed to
attract, maintain, and support air cargo operations or other aviation industry business. In
addition to the periodic/ongoing maintenance of cargo aircraft that would be associated with the
perishable air cargo complex at Airglades, another more significant use of the MRO would
include minor to major overhaul for large aircraft within the world fleet.
Aviation demand attributed to the proposed MRO facility does not operate in the same manner
as perishable aviation demand. Meaning, aircraft arriving at Airglades to be serviced by the MRO
are not typically “turned around” the same day. Depending on the level of aircraft service being
completed by the MRO, an aircraft may stay on the airport for a number of days, weeks, or
months (light maintenance compared to a major overhaul). Therefore, “daily” demand generated
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by the MRO facility would likely fluctuate. For example aircraft modifications/conversions
require on average approximately 3 months; heavy checks require approximately 30 days; and
lighter maintenance (letter checks) require less time.
As presented in the Forecast Working Paper, the MRO activity is projected to generate
approximately 224 operations annually during the first full year of operation in 2018. By (2023,
approximately 388 operations are projected annually. This proposed level of activity is based on
discussions with an established MRO Operator in the Southeastern United States with a base of
operations in Florida.
To accommodate the proposed MRO operations, an enclosed aircraft hangar (approximately
300,000 square feet) is proposed. This facility would accommodate a range of aircraft including
the narrow‐body 737 and MD‐80 type aircraft for modifications/conversions; multiple wide‐body
aircraft similar to the Boeing 767 for airframe and/or power plant services; and
administrative/office facilities. In addition, the development of a paint shop is anticipated by the
MRO provider (approximately 120,000 square feet). Aircraft parking apron(s) and access taxiway
connectors are also included in the proposed MRO development.
Support Facilities
Additional facilities are required to support the forecast perishable air cargo operations including
fuel storage facilities with aboveground tanks (aircraft and motor vehicles), fuel transfer
infrastructure (hydrant fueling systems), an Aircraft Rescue and Firefighting (ARFF) facility
(approximately 17,000 square feet), an Air Traffic Control Tower (ATCT), Ground Support
Equipment (GSE) Storage (approximately 17,000 square feet), warehouse and logistic distribution
facilities (no airfield access) (approximately 925,000 square feet), additional aviation‐related
buildings (approximately 586,000), multiple vehicle parking lots and internal roadway systems
(approximately 134,000 square yards), aircraft parking aprons (approximately 310,000 square
yards), and site improvements such as drainage, detention and utilities. It should be noted that
certain support facilities could be common‐use facilities shared by the Perishable Air Cargo
Complex and the Aircraft MRO facilities.
The multiple facility improvements associated with the Proposed Project, noted in Section 1.5, are
depicted on the Future and/or Ultimate Airport Layout Drawings, which were conditionally‐
approved2 by FAA. The additional MRO and Warehousing facilities and associated apron area
are shown on the Ultimate Airport Layout Drawing are also included in the Proposed Project.

2

The FAA conditionally‐approved the ALP subject to all elements associated with the construction of Runway 18‐36 receiving
FAA’s prior written environmental approval.
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Aviation Demand Background

It is the intent of Airglades International Airport, LLC (AIA) to develop an innovative perishable
air cargo complex at the Airglades Airport through the Federal Aviation Administration (FAA)
Airport Privatization Pilot Program (APPP) which will provide a “One-Stop” shop for the
movement of high value perishable commodities entering the United States (U.S.). Today,
approximately 74% of all perishable commodities which enter the U.S. by air pass through the
Miami Customs District (MCD) 1; primarily the Miami International Airport (MIA). The proposed
Airglades perishable air cargo complex is proposed to be located approximately 80 miles from
MIA along U.S. Highway 27 (an established truck corridor).

The Airglades aviation demand projections presented within this document were developed
based on significant coordination with key project stakeholders (Airglades International Airport,
LLC. - AIA, Members of the Miami Perishable Community, and the Federal Aviation
Administration – FAA) and the “uniqueness” of the innovative Airglades development initiative
(focus on perishable commodities). In particular, the aviation demand projections were
developed based upon extensive input and communication with FAA’s project team which was
specifically established for the Airglades initiative.

1

The Miami, FL Customs District is comprised of the following ports of entry; Fort Pierce, Ft. Lauderdale International Airport, Key
West, Miami International Airport, Miami, Port Everglades, and West Palm Beach. U.S. Census Bureau - Foreign Trade Division.
USA Trade Online Subscription
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Below is a summary of the key refinements which have been incorporated into the aviation
demand projections for Airglades based upon coordination with FAA:


Detailed Historic Perishable Commodity Data (1989-2013) for the Miami Customs
District



Assessment of Perishable Commodity “Seasonality”



Application of Robust Statistical Analysis Methods & Economic Variables



Analysis of Existing Aircraft Fleet Mix (Dedicated Freighters) & Anticipated Aircraft
Fleet Mix Changes



Detailed Analysis of Existing Aviation Demand Arriving to Miami International
Airport (MIA) from the Top 15 Perishable Producing Countries

2.0

Approach to Aviation Demand Projections

The development of aviation demand projections for Airglades required a “unique” approach
and is based on extensive analysis through a multi-tier process. The following main steps were
conducted during the development of the aviation demand projections (20-year planning period):

2.1

1.

Establish the “Baseline” Perishable Commodity Demand2 for the Miami Customs
District (MCD)

2.

Determine the Aviation Demand Anticipated at Airglades including Aircraft Fleet Mix

“Baseline” Perishable Commodity Demand – Miami Customs District

Recognizing the unique initiative proposed at Airglades to create a dedicated perishable air cargo
complex, it is critical to establish the overall perishable commodity demand over the planning
period (2014-2038) anticipated within the Miami Customs District (MCD). It is important to note
that the Miami International Airport (MIA) is the predominant port of entry within the MCD for
perishable commodities arriving into the U.S. by air.
To establish the “baseline” perishable commodity demand for the MCD, a significant number of
forecast scenarios were established based on 1) historical trends, 2) previously approved forecast
projections for MIA, and 3) statistical analysis of economic variables. Detailed information
regarding each forecast scenario is provided in Section 3.0 including the level of statistical
analysis conducted as part of the overall process.

2

Perishable Commodity Groups include: 1) Fish & Crustaceans, 2) Cut Flowers & Bulbs, 3) Fruits/Vegetables, 4) Hybrid Seeds, and
5) Edible Preparations of Fish & Meat
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2.2

In order to develop the aviation demand projections for Airglades, significant project stakeholder
coordination was conducted and additional data analysis was completed in order to:


Establish the Airglades “Capture” Rate – this is the percentage of the projected MCD
perishable volume which is anticipated to transition to Airglades during the planning
period.



Establish the Anticipated Aircraft Fleet Mix – this is identifying the anticipated types
of aircraft to operate at Airglades which was based on an analysis of MIA traffic for
2012 & 2013.



Determine the Average Cargo Payload per Aircraft Arrival – in order to project the
number of aircraft operations anticipated at Airglades, the average cargo payload per
aircraft is required to “convert” the perishable volume projections to aircraft
operations.

Additional information regarding the aviation demand projections for Airglades is provided in
Section 4.0 including supporting documentation for the “capture rate” scenarios utilized
throughout the planning period.

2.3

Data Sources

Two key data sources were utilized in the development of the aviation demand projections for
Airglades. Recognizing there is not a “single” data source which isolates perishable aviation
demand, a combination of data sources must be utilized to develop a “picture” of existing
conditions/demand within the Miami Customs District. The U.S. Census Bureau provides
detailed information on the import of perishable commodity groups including the country of
origin, the port of entry, the specific commodity type (i.e. roses, asparagus, etc.), the volume
imported, the declared value of the commodity, the mode of transportation (air or sea), etc. The
U.S. Department of Transportation (DOT) provides detailed information associated with the
movement of aircraft at airports throughout the United States including the airline operator, the
number of operations, the
specific equipment type, how
Aviation Traffic Database
Commodity Database
the aircraft is configured
1. Aircraft Operations at MIA
1. Import/Export D emand by
Commodity Group
(passengers or freighter), the
2. Origin/Destination of Traffic at MIA
2. Perishable Demand (Imports)
3. Carrier Inf orm ation
volume of “freight” carried,
3. Top Countries Providing Perishable
4. Aircraft Eq uipment Types
Commodities
and other attributes. The
Sour ce: DOT T-100 Se gment (All Carriers)
Sour ce: USA Trade Online (STAT-USA & Foreign
following graphic depicts the
Trade Division of the U.S. Census Bureau)
data sources utilized and the
key elements derived from
Existing Aviation
each data source.
Demand Assessment
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“Baseline” Perishable Commodity Demand – Miami Customs District

The following section provides an overview of perishable commodity demand and detailed
projections for the Miami Customs District. To assist in development the “baseline” perishable
commodity demand projections for the MCD, a number of key steps or processes were conducted
to generate a “range” of perishable demand recognizing that perishable commodities are a very
unique segment within the air cargo industry. Many of the steps implemented were at the
recommendation of key project stakeholders including the FAA in an effort to develop perishable
demand projections which are considered “reasonable”:


Collected Historical Perishable Commodity Imports within the Miami Customs
District (1989-2013)



Collected Current Economic Data and Projections from Moody’s, Wooley Parson,
Federal Reserve, and the FAA’s Annual Aerospace Forecast



Validated “Seasonality” of Perishable Commodity Groups and Developed a
Conservative Hybrid Seed Projection to Account for Volatility in this Commodity
Group



Analyzed Air Cargo Projections Approved by FAA in 2011 for the Miami International
Airport (MIA)



Calculated Historic Annual Growth Rates for Perishable Cargo Volume and Economic
Variables (GDP, Disposable Income, and Population)



Conducted a Number of Statistical “Tests” on the Historic Perishable Cargo Volume

 Checked Assumptions for Ordinary Least Squares, Tested for Linearity, Tested
for Homoscedasticity, Tested for Independence of Errors (Durbin-Watson),
and Tested for Normality of Errors


Conducted a More Robust Statistical Analysis (Cochrane-Orcutt Method to Correct
for Serial Correlation) including Data Transformation using Natural Log



Performed Regression Analysis (Log) to Project Perishable Commodity Demand using
Historical Trends, GDP, Disposable Income, and Population



Developed Multiple Perishable Commodity Demand Projections

In total, three (3) forecast scenarios were developed based on 1) historic data/trends, 2) the MIA
forecast multipliers, and 3) a statistical GDP projection. Detailed information regarding the level
of statistical analysis conducted within the perishable demand projections is provided in
Appendix A.
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Historic Perishable Demand – Miami Customs District

As indicated previously, the volume of perishable commodities which enter the MCD by air
serves as the baseline for the aviation demand projections at Airglades. To assist in developing
future projections of perishable commodity demand within the MCD, 25 years of historical data
was obtained by specific commodity group (1989-2013).
Table 1 provides an overview of
perishable commodities which are
imported to the U.S. and specifically,
the volume which is handled through
the MCD. It is critical to note that the
volume of perishable commodities
handled through the MCD accounts
for 74% of all perishable volume
entering the U.S. in 2013.

Table 1: Perishable Commodity - 2013 U.S. Imports by Air
Total U.S.

Via MIA

MCD Market

(pounds)

(pounds)

Share

Fish & Crustace ans

574,997,736

310,735,278

54%

Cut Flowe rs & Bulbs

459,811,473

420,466,100

91%

Fruits & Ve ge table s

374,383,815

290,471,207

78%

Hybrid Se e ds

90,181,122

88,663,107

98%

6,369,291

5,442,781

85%

1,505,743,439

1,115,778,473

74%

Commodity Group

Edible Pre parations
Me at & Fish
Totals/Percentage

Source: U.S . Census Bureau - Foreign Trade Division. US A Trade Online

Additional analysis was conducted
specifically
to
the
types
of
commodities handled within the MCD
to gain a better understanding of how
significant perishable commodities are
within the district. Table 2 identifies
the top commodity groups that are
imported into the U.S. through the
MCD. As shown in Table 2, perishable
commodities (tan highlight) account
for 84% of the imports handled
through the MCD.

S ubsc ription.

Table 2: Top Commodities Imported Through MCD in 2013
Import Volume

% of Total

(Pounds)

Imports

Cut Flowe rs & Bulbs

420,466,100

32%

Fish & Crustace ans

310,735,278

23%

Edible Ve ge table s

217,269,210

16%

Hybrid Se e ds

88,663,107

7%

Edible Fruit

73,201,996

6%

Ele ctric Machine ry, Etc

33,107,014

3%

Machine ry Parts, Boile rs, Etc.

27,450,074

2%

Appare l Ariticle s & Acce ssorie s

22,396,360

2%

Spe cial Classifications

15,189,539

1%

Commodity Group

Oil Se e ds, Misc. Grain, Se e ds, Etc.
13,861,194
1%
While 2013 was a record year for the
All Othe r Commoditie s
101,160,714
8%
import of perishable commodities
Totals
1,323,500,587
100%
within the MCD, it is key to
understand the “trend” associated Source: U.S . Census Bureau - Foreign Trade Division. US A Trade Online
with the overall demand for the S ubsc ription.
import of perishable commodities
entering the U.S. through the MCD. Figure 1 depicts the growth of perishable commodity imports
through the MCD between 1989 and 2013 (4.0% average annual growth rate). Perishable
commodities imported through the MCD grew at an even higher rate between 2009 and 2013 at
an average annual growth of approximately 7.2%. As of this report, the volume of perishable
commodity imports through the MCD for the first eight months of 2014 versus the same period
in 2013 are up approximately 4.2% (excluding hybrid seeds).
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Figure 1 - Import of Key Perishable Commodities
Miami Customs District - By Air

1,200,000,000

(See Note #1)
2013
1,115,778,473
(Actual)

1,100,000,000

TOTAL VOLUME (POUNDS)

1,000,000,000

900,000,000

800,000,000

2009 to 2013
7.2% Average Annual Growth

700,000,000

600,000,000

500,000,000

1989
437,562,413lbs
(Actual)

400,000,000

1989 1990 1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013
Note #1: Best Information Available for 1989 to 2002 Includes All Ports of Entry within the Miami Customs District (Air Shipments to Miami International Airport; Fort Lauderdale-Hollywood International Airport;
International Courier Association, Miami; UPS, Miami International Airport; UPS Hub, Miami; DHL Worldwide Express, Miami; Federal Express Hub Miami; IBC Hub Miami). Ports of Entry Starting in 2003 Include;
Fort Pierce, Ft. Lauderdale International Airport, Key West, Miami International Airport, Miami, Port Everglades, and West Palm Beach)
Key Perishable Commodities: 1)Fish/Crustaceans; 2) Cut Flowers & Bulbs; 3) Fruits/Vegetables; 4) Edible Preparations of Meat & Fish and 5) Hybrid Seeds
Source: 2003 to 2013 Data - USA Trade Online (Foreign Trade Division of the U.S. Census Bureau), 2014 Subscription; Historic Data (1989-2002) - Foreign Trade Division of the U.S. Census Bureau, May 2014
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Perishable Commodity Demand Projections – Miami Customs District

During the development of the perishable commodity demand projections for the MCD, a
number of meetings were held with key stakeholders including the FAA to review historic data,
forecast methodologies, forecast assumptions, statistical inputs & formulas, etc. A significant
number of “projections” were developed (10 to 15) using different methodologies including
robust statistical analysis, assumptions, trends, weighting of multiple projections, etc. As
indicated previously, information regarding the statistical analysis conducted is provided in
Appendix A.
Recognizing that the “demand” for perishable commodities fluctuates over time and certain
“events” in the future are hard to predict (economic recessions, customer demand, droughts in
the U.S. or in a country that produces perishable commodities, new or revised trade agreements,
etc.), a “range” of perishable commodity import demand through the MCD was generated for the
planning period (2014-2038). Three (3) perishable commodity demand scenarios were selected
based on the projections developed during the forecasting process. The demand scenarios
presented represent a “range” of perishable demand during the planning period (2014-2038).
Hybrid Seeds (Seed Corn)
Hybrid seeds (seed corn), which primarily enters the U.S. from Chile, is one of the key perishable
commodity groups included in the revised aviation demand projections for Airglades. The hybrid
seed category could be categorized as a potential forecast “risk” given that the historic stability
data indicates inconsistency in movement by air (2003 to 2013). In addition, the 25-year historic
data associated with hybrid seeds which enter the U.S. through MIA also identifies
inconsistencies in overall volumes. It is likely that the inconsistencies in transportation modal
choice (stability) and in overall volumes through MIA can be attributed to weather conditions
and growing conditions/seasons both in Chile and in the U.S.
Historically (1989-2005), the average annual volume of hybrid seeds entering the U.S. through
MIA was less than 10 million pounds. Between 2006 and 2013, the average annual volume of
hybrid seeds entering the U.S. through MIA has increased to approximately 50 million pounds
(low of 24 million pounds in 2009 and a high of 80 million pounds in 2013). This perishable
commodity (hybrid seed or seed corn) is critical to the U.S. agricultural industry and is heavily
tied to seasonal use.
AIA believes that removing this category from the statistical analysis conducted is appropriate
and ultimately represents a “conservative” approach within the Forecast Working Paper. The
hybrid seed commodity group has not been removed from the perishable demand forecast
because the volumes associated with the commodity are significant. However, a separate
“conservative” forecast for hybrid seeds has been established and is integrated into the mid-range
and low perishable demand scenarios presented below. A minimum average annual volume
threshold of 40 million pounds has been established for hybrid seeds based on historic data and
recent trends. From 2014 (baseline of 40 million pounds), hybrid seeds are projected to grow at a
very conservative rate of 2% annually (approximately 64 million pounds by 2038).
December 2014
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3.2.1
High Perishable Demand Projection (Historic Trend Analysis)
The historic trend of perishable
Table 3: Growth in Perishable Commodities Imported to the U.S.
commodities entering the U.S. through
through the Miami Customs District (MCD)
MCD was selected as the “high”
1989 Volume 2013 Volume Compound Annual
demand projection scenario. History
Commodity Group
(pounds)
(pounds)
Growth Rate (CARG)
indicates a strong growth in the
Fish & Crustace ans
91,624,487
310,735,278
5.2%
volume of perishable commodities
Cut Flowe rs & Bulbs 277,534,838 420,466,100
1.7%
being imported to the U.S. through the
Fruits & Ve ge table s 66,440,769
290,471,207
6.3%
MCD over the past 25-years as shown
Hybrid Se e ds
1,703,792
88,663,107
17.9%
Edible Pre parations
in Table 3.
258,527
5,442,781
13.5%
Me at & Fish

Totals/Percentage

437,562,413 1,115,778,473
4.0%
While a 25-year history provides an
Source: U.S . Census Bureau - Foreign Trade Division. US A Trade Online
assessment of the overall trend of
S ubsc ription.
perishable commodities entering the
U.S. through the MCD, an analysis of
historic trends by specific commodity group was also considered in an effort to determine if
perishable imports could be considered “volatile”. During the analysis, it was determined that
the hybrid seed commodity group experienced a degree of “volatility” during past 25-years. It is
important to note that perishable volume entering the U.S through the MCD year to date for 2014
versus 2013 (January through August) has increased 4.2% (excluding hybrid seed).

Recognizing that the past 25-years incorporates a number of economic or social “events”, the
growth in all perishable commodities entering the U.S. through MCD can be considered robust
at a compound average annual growth rate of 4.0% (events include multiple U.S. recessions,
droughts in South/Central America and the U.S., changes in geopolitical conditions, changes in
consumer demand for perishable commodities, etc.)
Utilizing the 25-year historic compound average annual growth rate of 4.0% for all perishable
commodity groups, the high perishable commodity demand projection for the MCD results in a
volume of approximately 2.96 billion pounds in 2038.
Mid-Range Perishable Demand Projection (MIA Approved Forecast Multipliers)
In 2010, the Miami International Airport (MIA) submitted an air cargo forecast to the FAA which
presented a number of forecast scenarios associated with different segments of the air cargo
industry. The FAA approved MIA’s forecast in 2011 and found the methods and assumptions
utilized in the forecast document to be reasonable.
3.2.2

Table 4 presents the multipliers utilized in the MIA forecast specifically associated with
international freight volume which is deplaned at MIA. The multipliers were developed as
“composites” based on assumptions about how MIA’s international freight volumes will develop
directionally (inbound/outbound) as well as by geographic region 3. The MIA forecast utilizes two
planning periods in an effort to account for the 2008 recession. From 2010 to 2020, the forecast
projects a slightly higher average annual growth rate in international freight deplaned at MIA
3

MIA’s FAA approved forecast dated June 22, 2014 (Page 38)
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assuming the air cargo market will
return to pre-2008 recession levels by
2020. For the remainder of the MIA
forecast period (2021-2035), the average
annual growth rate in international
freight deplaned at MIA is slightly
lower.
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Table 4: MIA Strategic Airport Master Planning Study
Cargo Fore cast - Inte rnational Fre ight0
(Multiplie r for De plane d Volume )
Fore cast
Sce nario

2010-2020

2021-2035

Low

3.08%

2.96%

Base

3.54%

3.39%

Note s

High S c enario Does Not

High

3.54%

Identify Enplaned vs.

While international freight volume is
Deplaned Multiplier Rates
comprised of all commodity groups, in Source: MIA's FAA Approved Forec ast Dated June 22, 2011 (Page 45)
2013, perishable commodity volume
through
MIA
accounted
for
approximately 62% of all international freight arriving at MIA 4. Therefore, it would be reasonable
to apply the international freight volume “multipliers” to project the volume of perishable
commodities (excluding hybrid seeds) imported through the MCD over the planning period.
To account for the volatility in the hybrid seed commodity group as noted, the mid-range
perishable demand scenario incorporates the conservative hybrid seed estimate as presented
above.
The mid-range perishable commodity demand projection is comprised of two separate
projections: 1) the forecast multipliers for the MIA base scenario identified in Table 4 to all
perishable commodities except for hybrid seeds and 2) the hybrid seed demand projection
presented above. The calculated mid-range perishable commodity demand projection for the
MCD results in volume of approximately 2.45 billion pounds in 2038.
3.2.3
Low Perishable Demand Projection (Statistical Analysis – Economic Variable: GDP)
As indicated previously, a robust statistical analysis effort was undertaken in an effort to identify
or determine if a relationship exists between the volume of perishable commodities entering the
U.S. through the MCD and different economic indicators. In concept, one would assume there is
a relationship between perishable commodities and economic conditions (i.e. a consumer’s ability
to purchase a high value perishable commodity like fresh fish). The statistical analysis process
undertaken as part of this forecast effort developed over ten (10) perishable volume projections
through the MCD using a combination of economic variables/conditions. While the consumer’s
ability to purchase high value perishable commodities is important, it is as important to recognize
other factors which can influence the volume of perishable commodities entering the U.S. Those
factors include but are not limited to 1) the overall trend in “fresh” produce sought by U.S.
consumers, 2) drought conditions in the U.S. which impacts domestic production like the
conditions currently being seen in California (considered the vegetable basket of the U.S.), 3) a
“growers” decision to relocate production from the U.S. to another country, etc.

4

Analysis of DOT T-100 Data for “freight” volume arriving at MIA from International Origins (1.78± billion pounds in 2013) and
U.S. Census Data for the volume of perishable commodities imported through MIA (1.11± billion pounds in 2013).
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The economic variables/conditions included in the statistical analysis were U.S. Real GDP, U.S.
Disposable Income, and U.S. Population. These economic variables were selected based on
discussions with project stakeholders including the FAA. A detailed description of the robust
statistical process undertaken during the development of the perishable commodity projections
is provided in Appendix A.
The statistical analysis identified a strong historic relationship between the volume of perishable
commodities entering the U.S. through the MCD and Real GDP for the nation (when statistically
“corrected”) 5. Therefore, this projection was selected from the economic variables to represent
the low perishable demand scenario.
To account for the volatility in the hybrid seed commodity group as noted, the mid-range
perishable demand scenario incorporates the conservative hybrid seed estimate as presented
above.
The low perishable commodity demand projection is comprised of two projections: 1) the
statistical relationship between Real GDP & perishable commodities entering the U.S. through
the MCD and 2) the hybrid seed demand projection presented above. The calculated low
perishable commodity demand projection for the MCD results in volume of approximately 1.86
billion pounds in 2038.
Figure 2 provides the “range” of perishable commodity demand projections developed including
the Compound Annual Rate Growth (CARG)

5

Application of Multiple Statistical “Tests”, Conducted Durbin-Watson Analysis, Corrected for Serial Correlation including Data
Transformation using Natural Log, and Robust Statistical Processing (Cochrane-Orcutt Method) & Regression Analysis
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Figure 2: Perishable Commodity Demand Scenarios
Miami Customs District
"Baseline" Volume for Airglades Forecast
3,400,000,000

VOLUME OF PERISHABLES (POUNDS)

2,900,000,000

2,400,000,000

1,900,000,000

Airglades
Opening Year - 2018
1,400,000,000

900,000,000
2014 2015 2016 2017 2018 2019 2020 2021 2022 2023 2024 2025 2026 2027 2028 2029 2030 2031 2032 2033 2034 2035 2036 2037 2038

FORECAST YEAR
High Perishable Demand Projection (4.0% CARG)
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Overview and Methodology
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The development of a dedicated perishable air cargo complex at Airglades represents a unique
initiative that will significantly impact the overall aviation demand realized at the airport
throughout the planning period (2014-2038). The aviation demand projections presented below
have been separated into the following subcategories:


Air Cargo Demand (Section 4.2)


Capture Rate of Perishable Volume Demand within the MCD



Aircraft Fleet Mix & Payload Capacity Projections



Daily Aircraft Demand Projections



General Aviation Demand (Section 4.3)



Maintenance, Repair, and Overhaul (MRO) Demand (Section 4.4)



Annual Aircraft Demand Projections for Air Cargo & General Aviation (Section 4.5)

During the development of the aviation demand
projections, a number of variables were taken into
consideration to the extent practicable including 1) the
countries that predominately export
perishable
commodities by air to the United States through the MCD;
2) aircraft which are configured for freight/cargo
operations; and 3) key airlines/carriers who are known to
fly perishable commodities from Central and South
America (see key airlines shown to the right); and the
positive impact of a dedicated perishable air cargo complex
on General Aviation. It should be noted that the aviation
demand projections presented below do not include or
account for integrated carries (FedEx, UPS, or DHL)

Key Airlines
(Participating in the Transport of
Perishable Commodities)

•
•
•
•
•
•
•
•
•
•
•
•
•
•

ABSA
ABX Air, Inc.
Air Transport International
Amerijet International
Atlas Air
Centurion Cargo Inc.
Florida West Airlines Inc.
LAN Colombia
LAN Chile
Southern Air Inc.
Tradewinds Airlines
TAMPA
United Parcel Service (UPS)
World Airways Inc.

The success of the privatized dedicated perishable air cargo
complex at Airglades through the FAA APPP depends
upon the willingness of the Perishable Air Cargo Community in South Florida to support it. That
support will come in the form of commitments to have their perishable commodities enter the
U.S. through Airglades. There are a number of compelling reasons why AIA believes the
perishable air cargo community will derive tremendous benefit from the proposed initiative at
Airglades. To this very unique portion of the air cargo industry, the proposed Airglades
development makes great business sense. A summary of the key features of the project benefits
are noted on the next page:
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One Stop Shop: Provide a “one stop shop” for perishable cargo transshipment, with
all required logistic functions (consolidated handling, cold treatment, and inspections)
at one site, and under one roof, 90 miles closer to the markets served;



Permanency: Provide a “permanent home” for a perishable cargo distribution center
through the purchase of Airglades;



Participate in the Design: Provide the perishable air cargo community the ability to
assist in the design of the perishable cargo distribution center;



Equity Ownership & Management Participation: Provide the perishable cargo
community the opportunity for equity ownership and management participation in
their permanent home as the project progresses;



Cooperation – Provide a more collaborative dynamic with better economies of scale
on behalf of the grower and producer community to leverage their collective strength
to reduce costs and increase quality (long-term contracting)



Safety – Establish an environment which will emphasize food safety from invasive
species, disease and bio-terrorism

Air Cargo Demand Projections

The development of air cargo demand projections for Airglades is based on two (2) key factors
which were described in Section 4.1. The ability of Airglades to “capture” perishable commodity
demand within the MCD is a core foundation of the aviation demand projections. In addition, the
types of aircraft anticipated at Airglades
(aircraft fleet mix) and their “capacity” to
Table 5: Top Export Countries of Perishable Commodities
which Enter the U.S. through the MCD (2013)
carry perishable commodities (payload
capacity) will influence the number of
Country of Origin
Export Volume
% of Total Export
(Top 15)
(Pounds)
annual and daily air cargo operations
Colombia
332,967,856
31%
anticipated at the dedicated perishable air
Chile
284,682,533
27%
cargo complex.
To assist in developing the air cargo
demand projections presented below, the
most recent information from both data
sources identified in Section 2.3 was
obtained (2013). It is important to note
that the information presented on existing
traffic at MIA was limited to freight
configured aircraft. While a small
percentage of perishable commodities
arrive into MIA on passenger aircraft
(belly cargo holds), the use of dedicated
freighters is required to transport the
volume of perishable commodities seen
within the MCD (1.11 billion pounds in
2013). Table 5 identifies the Top 15
December 2014

Pe ru

196,528,138

18%

Ecuador

91,240,765

9%

Costa Rica

34,210,961

3%

Arge ntina

30,866,383

3%

Guate mala

19,912,469

2%

Honduras

17,537,960

2%

Dominican Re public

16,472,144

2%

Panama

12,854,028

1%

Nicaragua

10,435,689

1%

Trinidad and Tobago

7,893,087

1%

Ve ne zue la

6,968,495

1%

Brazil

5,817,344

1%

Suriname

4,997,487

0.47%

1,073,385,342

100%

Totals

Source: U.S . Census Bureau - Foreign Trade Division. US A Trade Online
S ubsc ription.
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countries which export perishable commodities to the U.S. through the MCD. The Top 15
countries identified in Table 5 are located in South and Central America and are considered key
trade partners. Existing aviation demand originating at the Top 15 countries arriving into MIA in
2013 will also serve as a core foundation in the aviation demand projections for Airglades.
4.2.1

Capture Rate of Perishable Commodity Demand within the MCD

4.2.1.1
Building the Base in Miami
AIA has been working on developing this much needed and game changing initiative since 2008
with a significant amount of success to date. In 2011/2012, the perishable industry leaders who
utilize the MCD were introduced to the Airglades development initiative. At first, the concept for
Airglades seemed too good to be true and perishable leaders asked numerous questions
regarding the proposed development. Would it actually be feasible to have a dedicated perishable
air cargo complex at Airglades that would offer a permanent home and be located closer to the
final destination of perishable commodities without increasing transportation costs? Would it
actually be possible to enhance product shelf life and be more cost effective to the customer?
Could Airglades offer a much needed change to the perishable logistics and business model
which has been in place within the MCD for over 50-years? After countless meetings with AIA
management and visits to Hendry County to view the existing airport first hand, the leaders of
the perishable air cargo community not only embraced the Airglades development initiative, but
invited AIA leadership to serve on the Board of Directors of the Florida Perishable Trade
Coalition (FPTC), based in Miami.
In 2013, the Florida Customs House Brokers and Forwarders (FCBF) formed an ad hoc Industry
Working Group (IWG) to specifically begin in depth dialogue about the proposed Airglades
development and to create the framework of an agreement which could ultimately serve as the
basis for a financial commitment to deliver a fixed amount of perishable goods to Airglades, for
a fixed period of time, at an initial fixed price. These actions would conceptually become the basis
of a financial model that could serve to validate Airglades as the new perishable air cargo complex
offering a permeant home and at the same time serve as a required component for the Airglades
final application to FAA’s APPP.
A Through Put Agreement (TPA) would be the industry term for the document which would
guide the process. During 2014, AIA and the IWG have been meeting individually and as a group
to conceptually frame the TPA. Not having created or worked with such an agreement before,
the efforts have been thorough and time consuming. In addition to the TPA document, the IWG
has been actively engaged in developing the proposed design parameters for the dedicated
perishable air cargo complex at Airglades. Because the individuals on the IWG are the key
perishable industry leaders in their respective fields (trucking, ground handling, forwarder,
broker, cold storage, commodity specific experts for vegetables, fruits, flowers, fish and
crustaceans, etc.) their input into the project design process/parameters has been invaluable.
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Why in Miami Region?
As indicated previously, the critical
importance of the MCD for perishable
commodities entering the U.S. is evident
when considering the annual volume
handled. Tables 6 through 9 provide a
detailed
“picture”
of
perishable
commodities entering the U.S. (imports)
in 2013:






First the international origins of
perishables are noted in Table 6
and it is clear to see that
approximately 80% of perishable
commodities entering the U.S. are
exported from countries located in
South and Central America.

Forecast Working Paper

Table 6: Import of Perishable Commodities
All Ports of Entry

One can see that the MCD itself is unique
within the country because it handles
approximately 74% of all perishable
commodities entering the U.S. which
primarily originated in South and Central
America. The proximity of the Miami
region to South and Central America
plays a critical role in the transportation
of perishable commodities by air to the
U.S. Utilizing the air cargo transportation
mode to fly perishable commodities
beyond the Miami region has not been an
economically viable option for the
perishable commodity industry.

Volume (Pounds)

Africa

11,069,990

Asia

50,704,636

Australia and Oce ania

22,036,510

Europe

193,882,139

North Ame rica

25,739,670

South/Ce ntral Ame rica

1,202,310,493

Grand Total

1,505,743,439

Table 7: Import of Perishable Commodities
From All International Origins
Customs District of Import (Top 5)

Volume (Pounds)

Second,
of
the
perishable
commodities entering the United
States, 74% enter through the
Miami Customs District (Table 7).
Third, there are five ports of entry
within the Miami Customs
District (MCD). The Miami
International
Airport
(MIA)
handles 99.6% of the perishable
volume which enters the U.S.
through the MCD (Table 8).

International Origin

Miami, FL

1,115,778,473

Ne w York City, NY

153,591,508

Los Ange le s, CA

112,379,604

Boston, MA

23,595,313

Savannah, GA

22,535,101

All Othe r Districts

77,863,439

Grand Total

1,505,743,439

Table 8: Import of Perishable Commodities
From All International Origins
Port of Entry (Miami District)

Volume (Pounds)

Miami Inte rnational Airport, FL

1,115,373,006

Ft. Laude rdale Inte rnational Airport, FL

322,755

Port Eve rglade s, FL

69,955

We st Palm Be ach, FL

7,930

Ke y We st, FL

4,828

Grand Total

1,115,778,473

Table 9: Import of Perishable Commodities
From All International Origins
Miami International Airport (Port of Entry)
Commodity Group
Cut Flowe rs & Bulbs

420,446,889

37.7%

Fish & Crustace ans

310,358,353

27.8%

Fruits & Ve ge table s

290,461,874

26.0%

Hybrid Se e ds

88,663,107

7.9%

5,442,781

0.5%

1,115,373,006

100%

Edible Pre parations of
Me at & Fish

Grand Total
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These facts, along with the innovative and unique approach of the Airglades development
initiative has led perishable industry leaders to strongly embrace the proposed dedicated
perishable air cargo complex. As with any “new” or unique initiative which changes the way
business has been done for the past 50-plus years, the perishable commodity industry leaders
have elected to vet and discuss the Airglades initiative at a slower pace, on purpose. This has led
to a longer TPA development process than originally anticipated but it does communicate the
favorable attention AIA has received (i.e. the perishable industry is actively engaged and is fully
vetting what a dedicated perishable air cargo complex at Airglades could mean to the industry).
As part of the ongoing research in developing the TPA document, an assessment of other
successful initiatives (dedicated perishable air cargo facilities) at airports worldwide is being
conducted. These locations include, (1 Amsterdam Airport Schiphol, Netherlands, 2) Frankfurt
Airport, Germany, 3) Dubai International Airport, UAE, 4) Hong Kong International Airport, 5)
Singapore Changi Airport, and 6) Incheon International Airport, South Korea. The IWG has
expressed its support of AIA’s intent to visit these locations during the fourth quarter of 2014
and study, first hand, the key issues that offer the greatest efficiencies which can be integrated
into the Airglades development initiative and provide the greatest return on investment for both
the perishable community serving the MCD and their customers.
4.2.1.2

Support by Key Perishable Industry Leaders

Florida Customs Brokers & Forwarders Association, Inc. (FCBF)
As a show of support and to reflect the strength of their membership, the Florida Customs Brokers
and Forwarders Association, Inc. (FCBF) prepared a letter in early 2014 to express their strong
support for the Airglades development initiative including the APPP. To quote a portion of the
letter:
“We believe Airglades is the only strategically located, truly intermodal and user sensitive model
currently on the horizon that can be on line and operational in the immediate future!”
“It is the primary role of the forwarders and brokers to select routes, modes and distribution
facilities that can expedite movement, minimize “breakage”, and preserve product integrity.”
We also believe the FAA's Airport Privatization Pilot Program (APPP) offers unique development
and equity participation opportunities that can capitalize on the potential and available capacity of
a strategically located but underutilized airport like Airglades.”
It is significant to note that FCBF has stepped forward as a representative of an industry seeking
change or a new way to do business within the Miami region. It is not simply an Association
expressing support for Airglades, it is an Association whose members “make it happen”. AIA
believes that the terms expressed by FCBF are significant and say a great deal about the support
and enthusiasm of the Airglades development initiative including privatization by the perishable
commodity industry.
AIA has sought to secure the most tangible document that communicates the significance of the
proposed Airglades development and the positive interest in the Airglades Project by a key
December 2014
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association that represents the perishable community. The letter received from FCBF shows the
seriousness of their interest in Airglades development to the extent possible at this stage in the
process. The entire letter is provided in Appendix B of this document.
Surface Transportation & Logistic Leaders
The utilization of surface transportation (trucking) to deliver perishable commodities entering
the U.S. through the MCD to other parts of the country is a vital link in the logistics chain. The
trucking industry stands to derive great benefit from the proposed Airglades development
initiative based on key aspects of the proposal; 1) the facility is located approximately 90 miles
closer to nearly all the markets in which perishable commodities are destine (U.S. and Canada),
2) reduction in overall transportation time associated with Airglades not being located in a
metropolitan area with significant roadway delay and congestion, and 3) minimizing the number
of perishable commodity pickup locations (one-stop complex at Airglades).
It has long been known that the number of trucks on the roadways in and around the Miami area
contributes to congestion and delays. The potential to remove thousands of trucks annually off
these congested roadways is a very desirable side benefit of the Airglades Project. Figure 3 depicts
the roadway Level of Service (LOS) 6 anticipated (2030) in and around the Miami International
Airport. Without significant infrastructure improvement this congestion is anticipated to
increase.
Figure 3: 2030 Roadway Level of Service in Proximity of MIA

Miami International Airport
NW 25th Street

Source: Miami International Airport (MIA) – Traffic Impact Analysis Prepared for Miami Dade County Aviation Department (MDCAD),
Advanced Transportation Engineering Consultants (ATEC), April 2008.

6

Level of service (LOS) categorizes the quality of traffic operation on a roadway with a six-level, A to F rating system. LOS A is
defined as the best traffic operation, with no congestion; F is defined as the poorest traffic operation, with extreme congestion.
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A preliminary analysis of anticipated fuel savings alone to the trucking industry, as a result of
developing a dedicated perishable air cargo complex at Airglades, yields hundreds of millions of
dollars of savings over a 20-year “benefit” period (2018-2038). A supporting Benefit Cost Analysis
(BCA) document is being developed as a part of the Airglades Final Application to the APPP
which will address this specific issue in much greater detail.
As an example of the “congestion” associated with truck traffic transporting cargo to and from
the MIA west cargo complex, the NW 25th Street Viaduct project has been underway for several
years now (anticipated to be completed by 2015 at a cost over $175 million). Figure 4 shows the
length that some have gone to today, in order to try and address a critical component of the
ground logistical chain.
Figure 4: NW 25th Street Viaduct Project

Source: Florida Department of Transportation (FDOT) Project Newsletters & Traffic Count Data (GIS), Miami-Dade County Memos

One of the most established and active trucking companies in the Miami area which specializes
in perishable commodities is owned and operated by the Armellini Family. Mr. Steve Armellini
has been one of the key leaders in the perishable community in support of AIA’s pursuit of the
Airglades Project. Mr. Armellini serves on the IWG. In addition, he is an active leader within the
Florida Customs House Brokers and Forwarders Association, Inc. (FCBF) as Chairman of the
FCBF Overland (Trucking) Committee. For all of the reasons stated above, the trucking industry,
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through key leaders like Mr. Steve Armellini, has indicated their strong support for AIA’s due
diligence for the development of a dedicated perishable air cargo complex at Airglades.
Miami Perishable Community Leaders
Throughout 2013 and 2014 to date, AIA leadership has been meeting with countless members of
the perishable commodity industry both on MIA property and those that surround the airport.
These meetings have been conducted to further explain or clarify the innovative Airglades
development initiative including, privatization of Airglades, to answer questions, and generally
help in the overall education of the perishable commodity industry. In addition, in order to
prepare and execute a mutually acceptable TPA, the perishable commodity industry must be fully
informed and active in a participatory role as possible. To the extent practical, at this stage of the
process, a list has been prepared by AIA which identifies key perishable commodity leaders
(companies) within the Miami perishable air cargo industry as presented in Table 10. The further
refinement and updating of the information presented in Table 10 will be ongoing.
The companies identified in Table 10, who represent the key perishable commodity leaders, are
depicted by (1 perishable commodity groups, (2 the estimated total perishable volume handled
by those specific companies within their specific commodity group in 2013, and (3 the
relationship of those key perishable commodity companies identified as a percentage of the total
perishable volume entering the U.S. through the MCD in 2013. At the time Table 10 was prepared
(August 2014), the key perishable commodity companies identified represent approximately 54%
of the total perishable volume entering the U.S. through the MCD in 2013.
It is important to note that while the perishable community companies listed on Table 10
represent approximately 54% of the perishable commodity volume entering the U.S. through the
MCD, those key companies that are associated with the Fruit & Nut perishable commodity group,
which accounts for approximately 8% of the total perishable volume through the MCD, are not
yet identified (under development). AIA fully anticipates those key perishable leaders within the
Fruit and Nut commodity group will be a part of the Airglades development initiative. In
addition, AIA intends to engage those companies not listed in Table 10, which account for the
remaining 38% of the perishable volume in 2013, as the Airglades development initiative
continues to move forward. The data presented in Table 10 will serve as a foundation in
developing the “capture” rate projections (volume and/or companies which are anticipated to
ship via Airglades).
In addition, numerous letters of support from key members of the perishable community and
other aviation related business within the Miami region were submitted during the
Environmental Assessment (EA) public hearing. Copies of the letters are provided in Appendix
C of the Forecast Working Paper and further indicate the level of engagement and support for
the innovative Airglades development initiative.
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Table 10: Stakeholder Coordination : Key Perishable Industry Leaders (Date: August 13, 2014)
Note: Does Not Include Fruit Commodity Group - Under Development

Perishable
Commodity

Pounds)

Falcon Farms, Nature s Flowe rs

for Commodity

Perishable

(Pounds)

Group (2013)

Volume

Esme ralda/Eme rald Flowe rs, Sunshine Bouque t

279,500,000

66.5%

25.0%

66.5%

25.0%

Elite Farms, De laware Valle y, Color Re public
Native (Bayshore ), Passion Growe rs, & Rive rdale Farms
Total for Liste d Industry Le ade rs (Companie s) Above

279,500,000

420,392,063

Total 2013 Volume for Pe rishable Commodity Group
Aguachile S.A, Marine Harve st Group S.A.
Salmon Chile , Mainstre am Chile S.A.
Salmone ra Blumar S.A., Conge lados Pacifico S.A.
Pounds)

2013 Volume: 1.16± Billion

2013 Volume

(Queens Flowers Corp., Sole Farms, Golden Farms)

Pe sque ra Los Flordos S.A., Salmone s Pacific Star S.A.

111,200,000

35.8%

10.0%

35.8%

10.0%

Salmone s Captre n S.A., Salmone s Friosur S.A.
Pe rsque ra Campuchaca S.A., Aquage n Chile S.A.
Total for Liste d Industry Le ade rs (Companie s) Above

111,200,000

310,441,260

Total 2013 Volume for Pe rishable Commodity Group
Alpine Fre sh, Crystal Valle y Foods
Southe rn Spe cialtie s, Gorme nt Trading
Comple jo Agroindustrial Be ta S.A.
Socie dad Agricola Viru S.A., Camposol S.A.
Danpe rTrujillo S.A., Agricola Drokasa S.A.
Santa Sofia de l Sur S.A., TALSA S.A.

Pounds)

Gre e n Pe ru S.A., IQF de l Pe ru S.A.

135,750,000

62.5%

12.2%

62.5%

12.2%

Proagro S.A., AIB Agroindustrias S.A.
Agro Paracas S.A., Agricola La Ve ga S.A.C
Eco Acuaicola S.A., Agricola Athose S.A.
Agricola Chapi S.A., Pe ak Quality Pe ru S.A.
Agricultore s Productore s de Esparragos de l ICA S.A.
Agroinpe r S.A.
Total for Liste d Industry Le ade rs (Companie s) Above

135,750,000

217,269,210

Total 2013 Volume for Pe rishable Commodity Group

Pounds)

Pione e r Se e d Brands (DuPont)
1.16± Billion

(Represents 28% of Total

(Multiple Companies per Line)

Approximate % of Total Volume % of Total 2013

The Que e ns Group

2013 Volume: 1.16± Billion

(Represents 19% of Total 2013 Volume: 1.16± Billion
Total 2013 Volume:

1) Flowers
4) Hybrid Seeds

(Represents 8% of

3) Vegetables

2) Fish & Crustaceans

(Represents 38% of Total

Group

Key Perishable Industry Leaders

Monsanto Company Brands

79,500,000

89.7%

7.1%

89.7%

7.1%

Synge nta Brands
Total for Liste d Industry Le ade rs (Companie s) Above
Total 2013 Volume for Pe rishable Commodity Group

79,500,000

88,632,082

Key Perishable Industry Leaders (Companies) - Percent of Total 2013
Perishable Volume Which Cleared Customs in the Miami Customs

54.3%

District
AIA has reac hed out to key Perishable Community Leaders (Companies) in Miami. The list above represents the approximate volume, by the key
leaders (c ompanies) within the Top Perishable Commodity Groups (Flowers, Fish, Vegetables, Hybrid S eeds). AIA, through c ontac t & dialog,
antic ipates that these Key Perishables Leaders (Companies) would c onsider reloc ation to Airglades Airport subjec t to the final terms and c onditions
of the Airglades Model (Airport Ownership by AIA, Final Ac c eptanc e into FAA's APPP, FAA Environmental Finding, Exec ution of TPA's, Build Out
of Fac ilities Generally Identified on the Approved ALP, Enhanc ed S helf-Life, Etc .)
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As stated previously throughout the Forecast Working Paper (October 2014), the perishable
industry has enjoyed a long and steady growth with regards to the volume of imports handled
through the MCD. AIA and key project stakeholders realize that the FAA must carefully consider
and focus their energies for the long-term when considering “new” large development programs.
The aviation demand projections presented to the FAA for approval in the Forecast Working
Paper communicates the need for a
Table 11: Perishable Commodity Demand - Miami Customs District
long-term solution within the Miami
Year to Date 2013 vs. 2014 (Pounds)
region. However, AIA believes that it
Perishable Commodity
2014
2013
is equally important to look at what is
Group
(Jan-Aug)
% Change
(Jan-Aug)
presently happening today based on
Fish & Crustace ans
215,395,078
224,616,545
4.3%
the most current data available. To Cut Flowe rs & Bulbs
304,046,087
299,042,433
-1.6%
that end, Table 11 presents year over Ve ge table s
111,463,703
126,030,947
13.1%
year
growth
in
perishable Fruit & Nuts
27,441,112
35,833,310
30.6%
commodities entering the U.S. through Hybrid Se e ds
88,559,957
20,720,216
-76.6%
the MCD (first 8 months of 2014 Edible Pre partions of
Me at or Fish
3,577,353
4,350,765
21.6%
compared to the first 8 months of
Total - All Perishable
750,483,290
710,594,217
-5.3%
2013). As shown in Table 11, the
Commodity Groups
volume of perishable commodities Total - Excluding
661,923,332 689,874,001
4.2%
(excluding hybrid seeds) continues to Hybrid Seeds
grow.
As AIA considers the privatization of Airglades, the fact that the perishable air cargo industry
has enjoyed a long and steady growth is important. The fact that the perishable industry
continues to perform, even today, is also a reminder that change is needed to ensure the efficiency
and growth of this and other segments of the aviation system serving south Florida.
It should be noted that the Miami International Airport (MIA), which serves as the primary
gateway for perishable commodities within the MCD, may derive significant benefit as a result
of the transition of the perishable air cargo operations to Airglades. The transition to Airglades
will enable MIA to have greater flexibility within their current airport footprint to focus their
energies and resources on the extraordinary growth they are experiencing in their international
and domestic passenger traffic (in 2013, the airport exceeded FAA approved demand projections
by 2 million enplanements!). Passenger traffic utilizing MIA is the primary use of the airport and
generates the dominant share of MIA’s financial resources as shown in Table 12.
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Table 12: Miami-Dade County Aviation Department - Department Largest Sources of Revenue
Ten Largest Sources of Revenue - Fiscal Year Ended September 30
Rank

Firm

2012

$ Growth (since '09) % growth

1

Ame rican Airline s Inc

$286,571,670

$286,571,670

35.19%

2

Airport Parking Associate s

$46,879,842

$46,879,842

24.90%

3

Duty Fre e Ame ricas Miami, LLC

$33,984,998

$33,984,998

91.67%

4

De lta Air Line s Inc

$26,828,302

$26,828,302

105.84%

5

Allie d Aviation Se rvice s

$19,904,939

$19,904,939

40.31%

6

Exe cutive Airline s (Ame rican Eagle Airline s Inc.)

$17,429,275

$17,429,275

80.82%

7

H I De ve lopme nt Corp

$13,450,704

$13,450,704

39.36%

8

Alamo Re ntal (US) Inc

$10,970,125

9

Sinapsis Trading USA LLC

$10,089,247

10

Host Inte rnational Inc

$10,049,383

Total

$476,158,485

4.2.1.3
Time to Plan Transition to Airglades
Currently with a projected opening of the dedicated perishable cargo complex at Airglades in
2018, the IWG has sufficient time to plan and prepare for the transition to Airglades. The shorter
more time sensitive mission of the IWG is a conceptual TPA. The companies identified in Table
10, along with FCBF members are, actively working to help further validate the Airglades
“model” with FAA decision makers, developing an acceptable TPA, and working within their
constituencies to broaden the base of support.
The perishable community leaders identified in Table 10 (which account for over 50% of the
perishable volume entering the U.S. through the MCD), along with other entities mentioned
previously (FCFB and truckers), have provided sufficient positive inputs that will likely become
the cornerstones of support in terms of estimated perishable volume to be utilized in developing
the aviation demand projections for the Airglades initiative. Furthermore, the same data and
conversations which have taken place in an effort to develop Table 10, can serve as the basis in
developing capture rates which could be reasonably anticipated during the planning period
(2014-2038).
The transition period for individual members of the perishable air cargo community within the
Miami region to “relocate” to Airglades is somewhere between the development and subsequent
approval of the Forecast Working Paper and the opening of the airport (projected for 2018). While
no entity can currently commit to transition to Airglades at this time for a number of reasons,
there is significant positive interest in the dedicated perishable air cargo complex at Airglades.
Today, many of the concerns expressed from the perishable community regarding transiting their
operation to Airglades are associated with the various reviews and approvals that must come
forth to enable the project to move forward. These approvals include such things as; 1) being able
for AIA to take possession/ownership of existing Airglades airports (permanency is a core
component of the Airglades “model” and is very important to the perishable community), 2)
receiving a favorable environmental finding for the privatization of Airglades and development
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of a dedicated perishable air cargo complex, 3) Airglades final application for entrance into the
APPP (this approves the updated financial and logistics models), 4) reclassification of Airglades
and eligibility for federal funding (FAA) to develop public use infrastructure (including a Letter
of Intent and the Benefit Cost Analysis), and 5) funding eligibility from the Florida Department
of Transportation (FDOT).
To date, AIA’s has communicated with project stakeholders that the appropriate regulatory
approvals are anticipated to occur by the 2nd or 3rd quarter of 2015. AIA recognizes that this
timeframe is not exact and is only a target. However, given that various regulatory approvals
could occur by the 3rd quarter of 2015, it is necessary to establish a timeframe for the perishable
air cargo community to develop Airglades transition plans by 2018.
Looking beyond the initial year of opening the dedicated perishable air cargo complex at
Airglades in 2018 to a future year (2023 or 5 years from the projected opening), those entities in
the perishable air cargo community in the Miami area could have as long as 9 years to prepare
for transition to Airglades. Given the logistical challenges that are currently being faced by
members of the perishable air cargo community in the Miami area, and the conversations
conducted by AIA with key perishable commodity industry leaders, many of the companies
responsible or associated with the perishable industry appear ready to develop a transition plan
to make Airglades a preferred option.
Not Practical for the Perishable Air Cargo Industry to Run Two Separate Operations
Representatives of the perishable air cargo community indicate that it is not cost effective to
conduct two separate operations. Once the Airglades model is authenticated and validated by the
FAA, and the facility is constructed, AIA believes that the reduction in operating costs and gain
in efficiencies, along with added shelf life, will likely outweigh the costs of “early out” leases and
climate controlled building ownerships in proximity to MIA.
4.2.1.4
Capture Rate Scenarios
Recognizing that the development of a dedicated perishable air cargo complex at Airglades is
unique and innovative, a “range” of capture rates were developed as part of this FWP. The
capture rate approach or concept has been coordinated with and supported by the FAA 7. It
should be noted that the capture rate scenarios presented in this section are based upon 1) over 4
years of ongoing perishable industry stakeholder coordination, 2) a “transition” period during
the first years of operation as recommended by FAA, and 3) an assessment of key perishable
industry leaders who at this stage and based upon information available, support the
development of a dedicated perishable air cargo complex at Airglades. AIA believes the capture
rate scenarios established in this section are “reasonable”. The capture rate scenarios developed
in this section will be applied to the perishable volume demand projections presented in Section
3.2.
AIA projects that initially in 2018, a small percentage of the perishable air cargo community will
transition to Airglades. It is important to note that these companies will have several years to plan
7

Based on a September 15, 2014 meeting between FAA and AIA in Headquarters (Washington, DC)
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for the transition to Airglades (a minimum of 3 years from the decision on the APPP). The
timeframe to plan the transition is subject to the regulatory approvals necessary (as noted
previously) and the physical construction of the proposed Airglades development (public
infrastructure, dedicated perishable air cargo complex, and support facilities). While the start-up
capture rate in 2018 is held at a constant value under all three scenarios, it should be noted that a
more robust transition could occur in 2018 when considering the discussion to date with those
key perishable community leaders identified in Table 10.
The capture rate scenarios presented below will be applied to the air cargo aviation demand
factors (volume of perishable commodities entering the U.S. through the MCD and the
anticipated dedicated air cargo freighter fleet mix) in Section 4.2.3.
The Ground Game in Miami
All of the legwork on the ground in Miami by representatives of AIA has set the stage for the
capture rate projections presented below. AIA believes that the transition of key perishable
community leaders and their companies to Airglades will be gradual in nature to an extent during
the planning period and that there will be a “ramp up” of perishable air cargo development that
is commensurate with the opening of the airport. Further, AIA strongly anticipates that the
growth in the Airglades capture rate will be driven by those key perishable community leaders
(Table 10) (larger companies) with resources to “make it happen”. It is also anticipated that the
smaller, yet key players within the perishable air cargo community will follow the larger
companies to Airglades shortly after opening.
Recognizing that the development of a dedicated perishable air cargo complex at Airglades
represents an innovative opportunity to transform how the perishable industry has operated for
over 50-years, AIA supports the “transition” approach recommended by FAA (a ramp up of
operations over the first couple of years once the development is operational). It should be noted
however that these perishable industry leaders are already visiting the area, collaborating with
constituents, and traveling to large successful perishable operations in Europe and Dubai. These
actions signal strong interest and, because of the lead time required to “build” the dedicated
perishable air cargo complex at Airglades, some perishable leaders may very well conduct their
planning during the design and construction phase of the Airglades project to be fully operational
commensurate with the opening of the privatized facility.
In an effort to account for the “ramp up” of perishable air cargo operations at Airglades, three (3)
capture rate scenarios have been established (capture rate ranges). The three capture rate
scenarios presented utilize an initial capture rate of 25% for 2018 which has been established
based on extensive coordination to date with key perishable industry leaders identified in Table
10 that are responsible for importing approximately 54.3% of the total perishable volume entering
the U.S. through the MCD in 2013. AIA strongly believes that an initial capture rate of 25% in
2018 (opening year) is “reasonable” and supported by the information provided in this FWP. Due
to proprietary business information and discussions, individual company volumes will not be
identified within this FWP. AIA would be glad to arrange in person meetings between FAA and
key perishable industry leaders to further validate/support AIA’s position on an initial capture
rate of 25%.
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In addition, the capture rate scenarios presented below were developed based on two additional
considerations; 1) due to a variety of business reasons, it is anticipated that not every company
who is responsible for importing perishable commodities will relocate to Airglades, 2) the volume
of perishable commodities transported on Integrated Air Cargo Carriers (UPS, FedEx, DHL, Etc.)
is not a part of the demand forecast to relocate to Airglades, and 3) the volume of perishable
commodities transported within the airline “bellies” will continue to be accommodated at MIA
or FLL and will not be considered in the Airglades capture rate scenario. Given these
considerations, each capture rate scenario is “held” upon reaching 60% of the perishable volume
entering the U.S. through the MCD. AIA believes it is “reasonable” to anticipate that 40% of the
perishable volume entering the U.S. through the MCD will continue to be accommodated at MIA
or FLL.
Low Capture Rate Scenario
The low capture rate scenario anticipates that the transition of perishable commodities entering
the U.S. through the MCD to Airglades could be slower than anticipated during the 20-year
period beyond opening of Airglades (2018-2038). Under this scenario, it is estimated that
Airglades will capture 25% of the perishable volume entering the U.S. through the MCD in 2018
and that the capture rate will grow at approximately 2% annually until it reaches 60% (projected
to occur in 2036). Upon reaching 60%, the capture rate is held at 60% for the remainder of the
period (2036-2038). Given the benefits of the innovative and unique Airglades development, and
significant interaction with those companies anticipated to lead the effort to relocate, a
“transition” rate of 2% annually represents a conservative estimate.
Moderate Capture Rate Scenario
The moderate capture rate scenario anticipates that the transition of perishable commodities
entering the U.S through the MCD to Airglades will be at a moderate pace during the 20-year
period beyond opening of Airglades (2018-2038). Under this scenario, it is estimated that
Airglades will capture 25% of the perishable volume entering the U.S. through the MCD in 2018
and that the capture rate will grow at 4% annually until it reaches 60% (projected to occur in
2027). Upon reaching 60%, the capture rate is held at 60% for the remainder of the period (20272038). AIA believes that the moderate capture rate scenario is “reasonable” based on
conversations to date with members of the IWG and leaders of the perishable community in
Miami.
High Capture Rate Scenario
The high capture rate scenario anticipates that the transition of perishable commodities entering
the U.S. through the MCD will be a robust pace during the 20-year period beyond opening of
Airglades (2018-2038). Under this scenario, it is estimated that Airglades will capture 25% of the
perishable volume entering the U.S. through the MCD in 2018 and that the capture rate will reach
60% by 2023 or 5-years after opening. This would represent that all the key perishable commodity
leaders identified in Table 10 and those leaders associated with the fruit commodity group will
have transitioned their operations to Airglades within the first 5 years.
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4.2.2
Air Cargo Fleet Mix & Payload Capacity
In order to determine the anticipated aviation demand at Airglades (in terms of aircraft types and
aircraft operations), the dedicated air cargo freighter fleet mix and the associated payload
capacity must be established. While the volume of perishable commodities entering the U.S.
through the MCD and the proposed Airglades capture rate of that volume are critical forecast
elements, the number of annual aircraft operations and the types of aircraft anticipated at
Airglades throughout the planning period are also key.
A dedicated air cargo freighter fleet mix was established based on historic data (2013) and
recognized industry sources for future “changes” in aircraft utilization during the 20-year period
beyond opening of Airglades (2018-2038).
In addition, the dedicated air cargo freighter fleet mix will be utilized to establish the “critical
aircraft” which is essential for airport facility design and layout in accordance with FAA design
standards. FAA airport design standards are based primarily upon the characteristics of the most
demanding aircraft (critical aircraft) that the airport is intended to serve during the planning
period. The critical aircraft is defined in FAA Order 5090.3C, as follows:
Airport dimensional standards (such as runway length and width, separation standards, surface gradients,
etc.) should be selected which are appropriate for the critical aircraft that will make substantial use of the
airport in the planning period. Substantial use means either 500 or more annual itinerant operations, or
scheduled commercial service. The critical aircraft may be a single aircraft or a composite of the most
demanding characteristics of several aircraft.

As presented in Table 5, the majority of perishable commodities entering the U.S. through the
MCD originate from trade partners located in South and Central America. Understanding that
air cargo can be transported by a variety of aircraft types, an analysis of Miami International
Airport (MIA) traffic for 2013 was conducted as part of the Forecast Working Paper process. The
analysis was limited to 1) traffic arriving into MIA from the Top 15 perishable producing trade
partners, 2) those aircraft specifically configured to be dedicated freighters, and 3) known
perishable aircraft operators identified previously.
The analysis conducted identified the Boeing 767 (multiple variants) as the “workhorse” of the
perishable air cargo industry, representing over 50% of the arrivals by dedicated freighters into
MIA from the Top 15 perishable producing trade partners (all in South and Central America) in
2013. While the Boeing 767 is considered the workhorse, it is important to recognize that the
proposed facilities at Airglades should be designed to accommodate the wide range of aircraft
utilized in the perishable air cargo industry which could be anticipated at Airglades through 2038.
Table 13 presents the analysis conducted for the existing dedicated air cargo freighter fleet mix
arriving at MIA in 2013 and provides a corresponding fleet mix projection which will be utilized
in developing the air cargo activity demand (number of operations) at Airglades. In addition,
Table 13 provides an analysis of the “Freight Carried Volume” (all freight/cargo) which is based
on actual 2013 data. A forecast has been developed for aircraft conversions (passenger to
freighter) that are not now in the active air cargo fleet. These aircraft include the McDonnell
Douglas MD-80 series and the Boeing 737-300/400 series. The weighted “Freight Carried Volume”
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is a key variable in order to “convert” the volume of perishable commodities anticipated at
Airglades into the number of aircraft operations anticipated throughout the planning period, also
at Airglades. It is important to note that depending on the “type” of perishable commodities being
transported, the freight carried volume can fluctuate. Aircraft which are carrying flowers
typically “cube out” (all space in the cargo hold is full) before the aircraft reaches the max payload
weight. The freight carried volume variable was “weighted” in order to account for changes in
utilization by individual aircraft types, during various periods, within the dedicated air cargo
freighter fleet mix. The actual number of air cargo operations anticipated at Airglades is presented
in Section 4.2.3.
There are a number of key industry “trends” which have been incorporated into the dedicated
air cargo freighter fleet mix presented in Table 13 including:


Transition/Replacement of Aircraft Fleet Utilization by Known Perishable Air Cargo
Operators (Boeing 767 Aircraft to Airbus 330 Aircraft)



Utilization of Large Payload Capacity Aircraft (Boeing 777 Freighter and Airbus 330
Series)



Limited Growth in Utilization of Boeing 747 Series Aircraft



Retirement of the McDonnell Douglas MD-11 Aircraft – Reaching End of Useful Life
During Planning Period



Introduction of the McDonnell Douglas MD-80 & Boeing 737-300/400 Series Aircraft
(Aircraft are being Converted from Passenger Versions to Dedicated Freighters)
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Table 13: Dedicated Air Cargo Freigther Fleet Mix & Freight Carried (Volume) Projections
Analysis of Arrivals into MIA from Top 15 Perishable Producting Countries & Known Perishalbe Aircraft Operators

Aircraft Types

2013 Market
Share

Forecast Planning Peirods

Payload Calculation

Payload Calculation

Payload Calculation

& Aircraft Fleet Mix Projections

(2013-2018)

(2019-2023)

(2024-2028)

2013 to

2019 to

2024 to

2029 to

2018

2023

2028

2038

Freight
Carried
Volume

(1)

Weighted
Average

"Freight
Carried
Volume"

(1)(2)(3)

Weighted
Average

"Freight
Carried
Volume"

(1)(2)(3)

Payload Calculation
(2029-2038)

Weighted
Average

"Freight
Carried
Volume"

(1)(2)(3)

Weighted
Average

Airbus A330 Se rie s

9%

9%

12%

14%

17%

113,374

9,838

113,374

13,605

113,374

15,872

113,374

19,274

Boe ing 747 Se rie s

7%

6%

6%

8%

8%

217,288

13,899

217,288

13,037

217,288

17,383

217,288

17,383

Boe ing 757 Se rie s

13%

13%

10%

8%

6%

54,822

7,050

54,822

5,482

54,822

4,386

54,822

3,289

Boe ing 767 Se rie s

54%

55%

52%

50%

46%

85,842

47,371

85,842

44,638

85,842

42,921

85,842

39,488
36,973

Boe ing B777 (Fre ighte r)

9%

9%

12%

16%

19%

194,592

16,809

194,592

23,351

194,592

31,135

194,592

McDonne ll Douglas MD-11

8%

8%

4%

0%

0%

148,516

12,245

148,516

5,941

148,516

0

148,516

0

McDonne ll Douglas MD-80

N/A

0%

2%

2%

2%

34,125

0

34,125

683

34,125

683

34,125

683

31,875

0

31,875

638

31,875

638

31,875

Boe ing 737 (300/400 Se rie s)

N/A

0%

2%

2%

2%

Total

100%

100%

100%

100%

100%

107,212

107,374

113,017

638
117,726

Aircraft Fle e t Mix - Fore caste d Change s (Source s of Industry Tre nds)

(1) "Fre ight Carrie d Volume for A330, B747, B757, B767, B777, and MD11 came from DOT T-100 Anlaysis for 2013

1: Boe ing - Curre nt Marke t Outlook (2013-2032)

(2) Payload Capacity from MD-80 Conve rsion Program @ 75% Load Factor (45,500 * .75 = 34,125)

2: Airbus - Global Marke t Fore cast (2013-2032)

(3) Approx. Payload Capacity from 737-300/400 Conve rsion Program @ 75% Load Factor (42,500 * .75 = 31,875)

3: Industry Article s & Publications

Source of B737-300/400 & MD-80 Capacity - http://www.ae ronautical-e ngine e rs.com/

4. Pe rishable Air Cargo Industry/Community

Key Perishable
Providers/Airlines
ABSA-Aerolinhas Brasileiras
ABX Air, Inc.
Air Transport International
Atlas Air
Capital Cargo International
Centurion Cargo Inc.
Florida West Airlines Inc.
Lan Colombia
Lan-Chile Airlines
Tradewinds Airlines
Transportes Aereos Mercantiles
Panamericanos S.A
United Parcel Service
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Top 15 Perishable Countries
Argentina
Brazil
Chile
Colombia
Costa Rica
Dominican Republic
Ecuador
Guatemala
Honduras
Nicaragua
Panama
Peru
Suriname
Trinidad and Tobago
Venezuela
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To ensure the proposed Airglades development can accommodate aviation demand throughout
the 20-year development period (2018-2038), the proposed airfield (i.e., runway length,
infrastructure separation requirements, pavement geometry, etc.) will be configured to
accommodate the Boeing 747 aircraft (critical aircraft). This matches what is now represented on
the FAA Approved Airport Layout Plan (ALP) for Airglades (January, 2012)
4.2.3

Air Cargo Demand Projections (Number of Aircraft – Annual & Daily)

As presented in Sections 4.2.1 and 4.2.2, a number of variables were taken into consideration
when developing the air cargo demand projections. Recognizing that the development of a
dedicated perishable air cargo complex at Airglades represents a “new” way of doing business
for the perishable community in the Miami region, a “range” of air cargo demand projections
were developed as part of the Forecast Working Paper. The forecast approach to developing a
“range” is two-tiered; 1) a range of perishable commodity demand entering the U.S. through the
MCD was established, and 2) a range of capture rate scenarios (the transition to Airglades) were
established. It is critical to note that each “range” is independent of one another. Meaning the
growth in perishable commodity demand entering the U.S. through the MCD is irrespective of
the Airglades capture rate. As a result, the air cargo demand projections presented are a
“composite” of the two elements (growth in perishable air cargo commodity demand & the
Airglades capture rate scenarios) during the 20-year development period (2018-2032). The
following process was utilized to determine the evolution of perishable air cargo at Airglades
which results from the new privatization model:
1. MCD Perishable Air Cargo Volume – Volume of Perishable Commodities Entering the
U.S. through the MCD via Air Cargo (Figure 2)
2. Application of the Airglades Capture Rate to the “MCD Perishable Air Cargo
Volume” = Volume of Perishable Commodities at Airglades (Section 4.2.1.4)
3. Divide the Volume of Perishable Commodities at Airglades by the Weighted Average
for Freight Carried Volume on the Dedicated Air Cargo Freighter Fleet Mix (Table 13)
= Annual Number of Dedicated Air Cargo Freighters at Airglades
4. Divide the Number of Annual Dedicated Air Cargo Freighters at Airglades by 312
days (assumes majority of air cargo freighters operate a 6 day week)
The number of dedicated air cargo freighters anticipated at Airglades both on annual basis and
an average day during the 20-year development period (2018-2038) will be utilized as a part of
the planning process (federal funding eligibility and priority for public-use infrastructure,
benefit-cost analysis, project justification, financial projections/financing, cost sharing, airport
classification, final application to FAA APPP, etc.) and the Environment Assessment process.
Tables 14, 15, and 16 present the annual volume of perishable commodities and number of annual
and daily arrivals by dedicated air cargo freighters anticipated at Airglades during the 20-year
development period (2018-2038) respectively. For the purposes of the Forecast Working Paper
the Moderate Capture Rate Scenario has been applied to the Mid-Range (3.2% CARG)
Perishable Air Cargo Volume Projection, and used in facilitating the preferred air cargo demand
activity at Airglades (as shown in Tables 14, 15 and16 below).
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Table 14: Dedicated Air Cargo Freighter Demand at Airglades (Volume of Perishable Commodities - Pounds)
Application of Perishable Volume Projections (Miami Customs District) & Capture Rate Scenarios
Low Capture Rate Scenario

Moderate Capture Rate Scenario

Mid-Range

Mid-Range

Low Perishable

Forecast Year

Demand Projection

Perishable Demand
Projection

High Perishable

Low Perishable

Demand Projection Demand Projection

Perishable Demand
Projection

High Perishable

High Capture Rate Scenario
Low Perishable

Demand Projection Demand Projection

Mid-Range
Perishable Demand
Projection

High Perishable
Demand Projection

2018

284,810,323

316,386,810

339,010,693

284,810,323

316,386,810

339,010,693

284,810,323

316,386,810

2023

452,373,425

673,176,778

988,826,392

581,622,975

673,176,778

988,826,392

775,497,300

897,569,037

988,826,392

2028

656,425,967

1,058,160,234

1,201,753,677

875,234,623

1,058,160,234

1,201,753,677

875,234,623

1,058,160,234

1,201,753,677

2038

1,115,443,394

1,471,256,232

1,775,032,381

1,115,443,394

1,471,256,232

1,775,032,381

1,115,443,394

1,471,256,232

1,775,032,381

339,010,693

Capture Rate Scenarios
Forecast Year

Low Capture Scenario

Moderate Capture Scenario

High Capture Scenario

2018

25%
35%
45%
60%

25%
45%
60%
60%

25%
60%
60%
60%

2023
2028
2038

Assumes Ca pture Ra te Rea ches the Volume
Notes:

Forecast Notes
High Perishable Demand Projec tion: 25-Year Historic al Growth
(All Perishable Commodities). Approximately 4.0% average
annual growth rate applied.
Mid-Range Perishable Demand Projec tion: Utilization of MIA

Cha nge in Ca pture Ra te of 2% per Yea r until

Cha nge in Ca pture Ra te of 4% per Yea r until

Ha ndled by the Key Perisha ble Community

Approved Forec ast Growth Rates (Applied to Perishable

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Lea ders a s Shown in Table 10 (60%).

Volume Exc luding S eeds) plus Adjusted Hybrid S eed Forec ast.

for Reminder of Pla nning Period.

for Reminder of Pla nning Period.

Rema ins a t 60% for Reminder of Pla nning

Approximately 3.2% average annual growth rate applied.

Period.
The ca pture ra tes identified in 2018 a re common in a ll ca pture ra te scena rios 25%. The "ra nge" in ca pture ra te occurs ba sed on how quickly the ba la nce of the
perisha ble industry lea ders, a nd others, reloca te to Airgla des. Ba sed upon Table 10 , there is a strong sense tha t, with a mple time to prepa re in a dva nce of Airgla des
opening in 2018, a dditiona l key perisha ble industry lea ders will chose to reloca te to Airgla des. A ca pture ra te of 25% for 2018 is considered low ba sed upon ongoing
coordina tion with key perisha ble industry lea ders to da te.

Low Perishable Demand Projec tion: S tatistic al Analysis (Real
GDP) Applied to Perishable Volume Exc luding Hybrid S eeds
plus Adjusted Hybrid S eed Forec ast. Approximately 2.1%
average annual growth rate applied.

No further increa se in the ca pture ra te is reflected in the a via tion dema nd projections once the ca pture ra te rea ches 60%. Any a dditiona l reloca tion of perisha ble
compa nies or perisha ble volumes a re a ssumed to be "a bsorbed" within the projected perisha ble volume growth a s discussed in Section 3.2 (Figure 2).
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Table 15: Dedicated Air Cargo Freighter Demand at Airglades (Annual Number of Aircraft Arrivals)
Application of Perishable Volume Projections (Miami Customs District) & Capture Rate Scenarios
Low Capture Rate Scenario

Moderate Capture Rate Scenario

Mid-Range

Mid-Range

Low Perishable

Forecast Year

Demand Projection

Perishable Demand
Projection

High Perishable

Low Perishable

Demand Projection Demand Projection

Perishable Demand
Projection

High Perishable

High Capture Rate Scenario
Low Perishable

Demand Projection Demand Projection

Mid-Range
Perishable Demand
Projection

High Perishable
Demand Projection

2018

2,657

2,951

3,162

2,657

2,951

3,162

2,657

2,951

2023

4,213

4,876

5,372

5,417

6,269

6,907

7,222

8,359

9,209

2028

5,808

7,022

7,975

7,744

9,363

10,633

7,744

9,363

10,633

2038

9,475

12,497

15,078

9,475

12,497

15,078

9,475

12,497

15,078

3,162

Highlighted Numbers to be Utilized in Environmental

Highlighted Numbers to be Utilized in Environmental

Assessment as the Antic ipated Aviation Demand Projec tions

Assessment for "S ensitivity" Analysis Purposes

Capture Rate Scenarios
Forecast Year

Low Capture Scenario

Moderate Capture Scenario

High Capture Scenario

2018

25%
35%
45%
60%

25%
45%
60%
60%

25%
60%
60%
60%

2023
2028
2038

Assumes Ca pture Ra te Rea ches the Volume
Notes:

Forecast Notes
High Perishable Demand Projec tion: 25-Year Historic al Growth
(All Perishable Commodities). Approximately 4.0% average
annual growth rate applied.
Mid-Range Perishable Demand Projec tion: Utilization of MIA

Cha nge in Ca pture Ra te of 2% per Yea r until

Cha nge in Ca pture Ra te of 4% per Yea r until

Ha ndled by the Key Perisha ble Community

Approved Forec ast Growth Rates (Applied to Perishable

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Lea ders a s Shown in Table 10 (60%).

Volume Exc luding S eeds) plus Adjusted Hybrid S eed Forec ast.

for Reminder of Pla nning Period.

for Reminder of Pla nning Period.

Rema ins a t 60% for Reminder of Pla nning

Approximately 3.2% average annual growth rate applied.

Period.
The ca pture ra tes identified in 2018 a re common in a ll ca pture ra te scena rios 25%. The "ra nge" in ca pture ra te occurs ba sed on how quickly the ba la nce of the
perisha ble industry lea ders, a nd others, reloca te to Airgla des. Ba sed upon Table 10 , there is a strong sense tha t, with a mple time to prepa re in a dva nce of Airgla des
opening in 2018, a dditiona l key perisha ble industry lea ders will chose to reloca te to Airgla des. A ca pture ra te of 25% for 2018 is considered low ba sed upon ongoing
coordina tion with key perisha ble industry lea ders to da te.

Low Perishable Demand Projec tion: S tatistic al Analysis (Real
GDP) Applied to Perishable Volume Exc luding Hybrid S eeds
plus Adjusted Hybrid S eed Forec ast. Approximately 2.1%
average annual growth rate applied.

No further increa se in the ca pture ra te is reflected in the a via tion dema nd projections once the ca pture ra te rea ches 60%. Any a dditiona l reloca tion of perisha ble
compa nies or perisha ble volumes a re a ssumed to be "a bsorbed" within the projected perisha ble volume growth a s discussed in Section 3.2 (Figure 2).
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Table 16: Dedicated Air Cargo Freighter Demand at Airglades (Daily Number of Aircraft Arrivals)
Application of Perishable Volume Projections (Miami Customs District) & Capture Rate Scenarios
Low Capture Rate Scenario

Moderate Capture Rate Scenario

Mid-Range

Mid-Range

Low Perishable

Forecast Year

Demand Projection

Perishable Demand
Projection

High Perishable

Low Perishable

Demand Projection Demand Projection

Perishable Demand
Projection

High Capture Rate Scenario

High Perishable

Low Perishable

Demand Projection Demand Projection

Mid-Range
Perishable Demand
Projection

High Perishable
Demand Projection

2018

9

9

10

9

9

10

9

9

10

2023

14

16

17

17

20

22

23

27

30

2028

19

23

26

25

30

34

25

30

34

2038

30

40

48

30

40

48

30

40

48

Highlighted Numbers to be Utilized in Environmental

Highlighted Numbers to be Utilized in Environmental

Assessment as the Antic ipated Aviation Demand Projec tions

Assessment for "S ensitivity" Analysis Purposes

Capture Rate Scenarios
Forecast Year

Low Capture Scenario

Moderate Capture Scenario

High Capture Scenario

2018

25%
35%
45%
60%

25%
45%
60%
60%

25%
60%
60%
60%

2023
2028
2038

Assumes Ca pture Ra te Rea ches the Volume
Notes:

Forecast Notes
High Perishable Demand Projec tion: 25-Year Historic al Growth
(All Perishable Commodities). Approximately 4.0% average
annual growth rate applied.
Mid-Range Perishable Demand Projec tion: Utilization of MIA

Cha nge in Ca pture Ra te of 2% per Yea r until

Cha nge in Ca pture Ra te of 4% per Yea r until

Ha ndled by the Key Perisha ble Community

Approved Forec ast Growth Rates (Applied to Perishable

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Ca pture Ra te Rea ches 60%. Rema ins a t 60%

Lea ders a s Shown in Table 10 (60%).

Volume Exc luding S eeds) plus Adjusted Hybrid S eed Forec ast.

for Reminder of Pla nning Period.

for Reminder of Pla nning Period.

Rema ins a t 60% for Reminder of Pla nning

Approximately 3.2% average annual growth rate applied.

Period.
The ca pture ra tes identified in 2018 a re common in a ll ca pture ra te scena rios 25%. The "ra nge" in ca pture ra te occurs ba sed on how quickly the ba la nce of the
perisha ble industry lea ders, a nd others, reloca te to Airgla des. Ba sed upon Table 10 , there is a strong sense tha t, with a mple time to prepa re in a dva nce of Airgla des
opening in 2018, a dditiona l key perisha ble industry lea ders will chose to reloca te to Airgla des. A ca pture ra te of 25% for 2018 is considered low ba sed upon ongoing
coordina tion with key perisha ble industry lea ders to da te.

Low Perishable Demand Projec tion: S tatistic al Analysis (Real
GDP) Applied to Perishable Volume Exc luding Hybrid S eeds
plus Adjusted Hybrid S eed Forec ast. Approximately 2.1%
average annual growth rate applied.

No further increa se in the ca pture ra te is reflected in the a via tion dema nd projections once the ca pture ra te rea ches 60%. Any a dditiona l reloca tion of perisha ble
compa nies or perisha ble volumes a re a ssumed to be "a bsorbed" within the projected perisha ble volume growth a s discussed in Section 3.2 (Figure 2).
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General Aviation Demand

General Aviation (GA) activity within the Miami Customs District (MCD) is accommodated at a
number of airports (Miami International, Ft. Lauderdale International, Kendall-Tamiami
Executive, Opa Locka, Fort Lauderdale Executive, and Hollywood/North Perry). The number of
GA operations accommodated at these airports in 2013 was approximately 676,000. Recognizing
that the import of perishable commodities through the MCD represents one of the key industries
within the region, it is reasonable to assume a portion of GA demand is associated with the
perishable industry (growers, importers, warehouse companies, forwarders/brokers,
transportation companies, logistic providers, financial institutions, etc.).
As presented in most recent FAA Aerospace Forecast, the utilization of GA aircraft for corporate
activities will continue to increase through 2034. The number of turbine aircraft (corporate turboprops or corporate jets) is forecasted to increase 2.4% annually while the number of flight hours
by turbine aircraft is forecasted to increase 3.3% annually. In addition, the utilization of fractional
ownership programs (Netjets, Executive Jet, etc.) for corporate travel continues to increase after
the 2008/2009 recession.
General Aviation demand is anticipated to increase as a result of developing a dedicated
perishable air cargo complex at Airglades. It is reasonable to anticipate an increase when
considering the level of business activity associated with the perishable industry in conjunction
with the innovative Airglades development. In addition, the overall change in economic
condition of Hendry County (currently a Rural Area of Critical Economic Concern – RACEC) as
a result of the Airglades development (development of a dedicated perishable air cargo complex,
new/relocated businesses, service providers, transportation/logistics providers, etc.) is
anticipated to have an ongoing and growing positive impact on the level of GA demand during
the forecast period (2018-2038).
The existing Florida Department of Transportation (FDOT) aviation activity report for Airglades
was utilized to establish the baseline GA demand during the 20-year development period (20182038) without the proposed development at Airglades. The FDOT aviation activity report for
Airglades identified GA demand growing at a CAGR of 2.3% between 2013 and 2032. The FDOT
activity report for all GA operations in Florida is provided in Appendix E.
Table 17 was developed to incorporate the number of “Net New” GA aircraft which could be
anticipated on a typical day at Airglades attributed to the development of a dedicated perishable
air cargo complex and the associated business developments. As mentioned previously, it is
reasonable to expect GA demand to increase associated with the proposed development of
Airglades. As a point of reference, the GA demand projections identify approximately 20,000
additional GA operations by 2038 when compared to the existing activity level (2013). As
mentioned previously, approximately 676,000 GA operations occurred within the MCD in 2013.
An increase of 20,000 GA operations at Airglades in 2038 represents less than 3% of the GA
activity generated within the MCD in 2013. AIA believes that the GA demand projections
provided in Table 17 are reasonable and represent a realistic assessment of the growth in GA
activity associated with the development of a dedicated air cargo complex at Airglades.
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Table 17: General Aviation Forecast of Aircraft Operations and Fleet Mix
Aircraft Type

Existing (2013)

2018
14,115

15,987

17,235

18,483

Single Engine

9,786

(Net Add - 5

(Net Add - 8

(Net Add - 10

(Net Add - 12

Aircra ft per Da y)

Aircra ft per Da y)

Aircra ft per Da y)

Aircra ft per Da y)

2,621

3,245

3,869

Multi-Engine

Turbine
He licopte r

1,222

435
320

2023

2028

2038

4,493

(Net Add- 2 Aircra ft (Net Add- 3 Aircra ft (Net Add- 4 Aircra ft

(Net Add- 5 per

per Da y)

per Da y)

per Da y)

Da y)

3,744

4,992

6,240

7,488

(Net Add- 6 Aircra ft (Net Add- 8 Aircra ft

(Net Add- 10

(Net Add- 12 per

per Da y)

per Da y)

Aircra ft per Da y)

Da y)

360

404

404

573

Military (Multi-Engine Turbo-Prop)

150

150

150

150

150

Military - He licopte r

150

150

150

150

150

Total General Aviation Operations

12,063

21,140

24,928

28,217

31,337

Existing General Aviation Demand - Florida Department of Transportation (FDOT) Forecast for Airglades Airport (System Plan Update)
Note: Forecast Assumes a 312 Day Year

4.4

Aircraft Maintenance, Repair, and Overhaul (MRO) Demand

Aircraft MRO facilities are proposed to be developed at Airglades as part of the overall program
and are needed to attract, maintain, and specifically support air cargo operations. In addition to
the periodic/ongoing maintenance of dedicated air cargo freighter aircraft that would be
associated with the perishable air cargo complex at Airglades, another more significant use of the
MRO would include minor to major overhaul including painting of large aircraft within the world
fleet.
Aviation demand attributed to the proposed MRO facility does not operate in the same manner
as the air cargo demand. Meaning, aircraft arriving at Airglades to be serviced by the MRO are
not typically “turned around” the same day. Depending on the level of aircraft service being
completed by the MRO, an aircraft may stay on the airport for a number of days, weeks, or
months (light maintenance compared to a major overhaul). Therefore, “daily” demand generated
by the MRO facility would likely fluctuate. For example, aircraft modifications/conversions
require on average approximately 3 months; heavy checks require approximately 30 days; and
lighter maintenance (letter checks) require less time.
While no aircraft conversions from passenger to dedicated freighter have occurred at the time
this FWP is being prepared, there has been significant interest in Airglades serving as an airport
of choice for these types aircraft conversion. AIA is currently in negotiations to develop a startup operation for converting aircraft which could be operational by 2016 known as the Aircraft
Conversion and Modification Center (ACMC).
Contained in Appendix D, are two separate letters from a leading MRO operator currently based
at Miami International Airport. These letters are included to indicate the level of significant
interest in the Airglades location as part of the company’s long range strategy. The MRO forecast
provided within the FWP were provided by Commercial Jet and reflect their professional
judgment about future plans at Airglades. In addition to Commercial Jet’s robust MRO operation,
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they continue to pursue new or different aircraft type certificates in order to continue their
growing aircraft conversion programs.
Unfortunately, the conversion center that many within AIA worked diligently to keep in Florida
back in 2012 as referenced in the letters, was established in Dothan Alabama. At the time, the
State of Florida, Florida Department of Transportation, and the Economic Development Council
could not provide funding to keep the Commercial Jet conversion center in Florida. Today,
Commercial Jet has approximately 400 new workers in Dothan converting passenger aircraft to
freighters. To that end, AIA and Hendry County have been engaged in ongoing discussions with
Commercial Jet to once again, and for the reasons stated in the attached letters, bring a conversion
center to Airglades. Plan are in motion to potentially convert McDonald Douglas MD-80’s and
Boeing 737’s at Airglades along with a new product line consisting of Bombardier Regional Jets
(CRJ-100’s). The CRG’s require a type certificate for conversion to officially take place and
Commercial Jet is actively pursuing the necessary certificates as this FWP is being finalized.
AIA and Hendry County will be meeting with the FAA Orlando Airport District Office (ADO) to
rollout the latest Commercial Jet proposal at Airglades. AIA believes that FAA’s position on this
proposed conversion center will be favorable and in line with a letter previously provided by
FAA for the original Commercial Jet proposal (See Appendix D).
As presented in the FWP, the MRO aviation demand is projected to generate approximately 224
Table 18: Maintenance, Repair and Overhaul (MRO) - Aviation Demand
operations annually in 2018. Some of
2018
those operations will likely occur earlier
Aircraft Type
Light
Heavy
Conversions/
Paint
Total Flight
Checks
Checks Modifications
Facility Operations
commensurate with the development of
Boe ing 767 (Multiple Va ria nts)
4
8
0
10
44
the ACMC in late 2015 or early 2016. A
Boe ing 757
2
2
0
4
16
Airbus A320; A330
8
6
0
8
44
separate environmental document is
Boe ing 777
0
0
0
0
0
being prepared as part of that specific
McDonne ll Douglas MD-80
2
6
4
6
44
Boe ing 737 Classic and NG
6
8
4
6
60
project. By 2023, approximately 388
Bombardie r CRJ
0
0
4
2
16
operations are projected annually. The
Total MRO Operations
22
30
12
36
224
2023
MRO aviation demand presented is
Aircraft Type
Light
Heavy
Conversions/
Paint
Total Flight
based on information provided by
Checks
Checks Modifications
Facility Operations
Boe ing 767 (Multiple Va ria nts)
4
12
0
10
56
Commercial Jet. The number of flight
Boe ing 757
4
4
0
0
24
operations is calculated by a detailed
Airbus A320; A330
16
10
0
2
72
Boe ing 777
0
2
0
0
8
formula prepared by the MRO operator
McDonne ll Douglas MD-80
4
8
8
8
72
which includes both conversation
Boe ing 737 Classic and NG
10
10
8
8
92
Bombardie r CRJ
0
8
8
8
64
activities and traditional MRO activity.
Total MRO Operations
38
54
24
36
388
This activity includes such things as 1)
2038
Aircraft Type
the aircraft arriving at the airport, 2)
Light
Heavy
Conversions/
Paint
Total Flight
Checks
Checks Modifications
Facility Operations
“test flights”, 3) FAA “check flights”,
Boe ing 767 (Multiple Va ria nts)
4
4
0
0
24
Boe ing 757
0
0
0
0
0
and 4) the aircraft departing the airport.
Airbus A320; A330
20
24
0
10
136
Detailed MRO demand is presented in
Boe ing 777
12
12
0
2
72
Table 18.
McDonne ll Douglas MD-80
0
0
0
0
0
Boe ing 737 Classic and NG

0

24

16

16

Bombardie r CRJ

0

10

8

8

72

36

74

24

36

464

Total MRO Operations
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Forecast Summary

To understand the “total” aviation demand anticipated at Airglades as a result of developing a
dedicated perishable air cargo complex during the 20-year development period (2018-2038), a
summary of the annual aircraft operations anticipated is provided in Table 19. The summary is
broken into the three main aviation demand segments (air cargo aviation demand, general
aviation demand including military, and the MRO aviation demand). It is important to note that
the air cargo aviation demand presented in Table 19 is based on preferred air cargo demand
projection identified in Section 4.2.3 (Moderate Capture Rate Scenario applied to the Mid-Range
Perishable Demand Projection).
Table 19: Airgaldes Aviation Demand Projections (Summary)
Annual Aircraft Operations
Air Cargo Avation Demand

Existing (2013)

2018

2023

2028

2038

Airbus A330 Se rie s

--

512

1,505

2,622

4,249

Boe ing 747 Se rie s

--

378

752

1,498

2,000

Boe ing 757 Se rie s

--

759

1,254

1,498

1,500

Boe ing 767 Se rie s

--

3,257

6,520

9,363

11,498

Boe ing B777 (Fre ighte r)

--

510

1,505

2,996

4,749

McDonne ll Douglas MD-11

--

487

502

0

0

McDonne ll Douglas MD-80

--

0

251

375

500

Boe ing 737 (300/400 Se rie s)

--

0

251

375

500

5,902

12,539

18,726

24,995

Existing (2013)

2018

2023

2028

2038

Single -Engine

9,786

14,115

15,987

17,235

18,483

Multi-Engine

1,222

2,621

3,245

3,869

4,493

Turbine

435

3,744

4,992

6,240

7,488

He licopte r

320

360

404

573

573

Military (Multi-Engine Turbo-Prop)

150

150

150

150

150

Military - He licopte r

150

150

150

150

150

12,063

21,140

24,928

28,217

31,337

Existing (2013)

2018

2023

2028

2038

Boe ing 767 (Multiple Variants)

--

44

56

42

24

Boe ing 757

--

16

24

16

0

Airbus A320; A330

--

44

72

89

136

Boe ing 777

--

0

8

17

72

McDonne ll Douglas MD-80

--

44

72

40

0

60

92

111

160

16

64

67

72

224

388

381

464

27,266

37,855

47,324

56,796

Total Operations (Air Cargo)
General Aviation Demand

Total Operations (General Aviation
MRO Aviation Demand

Boe ing 737 Classic and NG
Bombardie r CRJ

--

Total MRO Operations

Total Aircraft Operations
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10

HANGAR

39.5

11

HANGAR

41.5

12

HANGAR

41.5

13

HANGAR

41.5

14

HANGAR

41.5

36

FUTURE DEDICATED PERISHABLE CARGO CENTER

-

37

FUTURE AIRPORT MAINTENANCE & GROUND SUPPORT EQUIPMENT (GSE) FACILITY

-

38

FUTURE MAINTENANCE, REPAIR & OVERHAUL (MRO) FACILITY
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1. INTRODUCTION
A National Environmental Policy Act (NEPA) Environmental Assessment (EA) has been prepared in
support of the proposed operation of a Perishable Air Cargo (PAC) complex and support facilities at the
Airglades Airport (2IS) in Clewiston, Florida. This technical report outlines the scope, methodology, input
data and assumptions used in the air quality impact assessment prepared for the EA.

2. ASSESSMENT SCOPE
For the purposes of the EA, US Environmental Protection Agency (EPA) designated criteria air pollutants
(and precursor) emissions associated with the construction of the Proposed Action, including the
Perishable Air Cargo (PAC), Maintenance, Repair and Overhaul (MRO), and supporting facilities, were
quantified and disclosed. Criteria pollutant and precursor emissions included in the inventory comprise:
carbon monoxide (CO), nitrogen oxides (NOx), fine and respirable particulate matter (PM2.5 and PM10),
sulfur dioxide (SO2) and volatile organic compounds (VOC). Additionally, criteria pollutant emissions
associated with the operation of the proposed improvements to 2IS were also quantified and disclosed for
both the opening year (i.e., CY 2018) and five years thereafter (i.e., CY 2023).
Further, consistent with Federal Aviation Administration (FAA) guidance, hazardous air pollutant (HAP)
and greenhouse gas (GHG) emissions estimates were prepared for facility operations only.

1,2

Atmospheric dispersion modeling necessary to convert criteria pollutant emissions to ambient (i.e.,
“outdoor”) air concentrations for direct comparison to the EPA National Ambient Air Quality Standards
(NAAQS) was not performed for the EA.

3. EMISSIONS INVENTORY METHODOLOGY
Construction and operational emissions inventory methodologies used in the air quality assessment are
discussed in this section. Further, HAP and GHG inventory methodologies are also provided where
applicable.

3.1. CONSTRUCTION EMISSIONS
Construction of airfield and facility improvements necessary to implement the Proposed Action is
expected to commence in January 2016 and conclude in June 2018, representing a construction period of
30 months. Sources of construction emissions include: off-road equipment required to perform
earthworks, site preparation, and other construction activities; on-road vehicles used for materials
handling, delivery and worker commute; and fugitive emissions arising from asphalt paving and dust
generation on the construction site.
1

Federal Aviation Administration. Guidance for Quantifying Speciated Organic Gas Emissions from Airport Sources,
version 1. Office of Environment and Energy. Online:
https://www.faa.gov/regulations_policies/policy_guidance/envir_policy/media/Guidance%20for%20Quantifying%20Sp
eciated%20Organic%20Gas%20Emissions%20from%20Airport%20Sources.pdf. September 2009.
2
FAA, NEPA Guidance on Consideration of the Effects of Climate Change and Greenhouse Gas Emission, CEQ
(January 12, 2012)
http://www.faa.gov/about/office_org/headquarters_offices/apl/environ_policy_guidance/guidance/media/NEPA_GHG_
Guidance_Final.pdf .
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Emissions from planned construction activities were estimated based on a projected construction activity
schedule, including the number of vehicles/pieces of equipment, the types of equipment/type of fuel used,
vehicle/equipment utilization rates, materials quantities and placement, and the year(s) construction
occurs. The provided schedule assumed that construction occurs in 8.5 hour workdays, six days per
week, during each construction year.
Emissions estimation methods for on-road construction vehicles, off-road construction equipment and
fugitive emissions from site disturbance and paving activities are now presented and discussed.

3.1.1. ON-ROAD CONSTRUCTION VEHICLES
To estimate emissions associated with on-road construction vehicles including haul trucks, security,
escorting and project management vehicles, and personal employee vehicles, annual vehicle miles of
travel (AVMT) were calculated using travel assumptions from the provided construction schedule:


Haul trucks/concrete trucks and asphalt trucks travel 40 miles round trip for each scheduled
work day;



Employees travel 60 miles per scheduled work day.

Emission rates for each on-road construction vehicle were then applied, in grams per AVMT. These rates
were developed using the EPA Motor Vehicle Emissions Simulator (MOVES Version 2014), which
accounts for Hendry County vehicle mix, vehicle age, inspection/maintenance programs, fuel formulations
and other parameters (as specified by EPA). For this assessment, travel speeds were assumed to range
between 35 and 55 miles per hour, and specific MOVES emission rates were selected based on
whichever speed within this range produced the highest (i.e., worst case) rate for a given pollutant and
vehicle.
Table 3-1 summarizes AVMT for on-road construction vehicles included in the emissions inventory. Table
3-2 provides MOVES emissions rates used in the emissions calculations.

TABLE 3-1 – ON-ROAD CONSTRUCTION ACTIVITY SUMMARY
Annual Vehicle Miles of Travel (AVMT)
Vehicle Type

MOVES Vehicle Class

Fuel Type
2016

2017

2018

Haul Trucks

Single-Unit Short Haul Truck

Diesel

360

30,960

5,400

Concrete Trucks

Single-Unit Short Haul Truck

Diesel

0

5,580

4,980

Employee Trucks

Passenger Truck

Gasoline

44,800

106,800

48,000

Source: Crawford, Murphy and Tilly, 2014 and KB Environmental Sciences, 2015.
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TABLE 3-2 – ON-ROAD CONSTRUCTION VEHICLE EMISSION RATES
2016 Emissions Rate (grams/AVMT)
Vehicle Type
CO

NOx PM2.5 PM10 SO2 VOC

Haul Trucks

2.45 5.33

0.44

0.60 0.01 0.79

Concrete Trucks

2.45 5.33

0.44

0.60 0.01 0.79

Employee Trucks 8.71 0.81

0.01

0.07 0.01 0.42

2017 Emissions Rate (grams/AVMT)
Vehicle Type
CO

NOx PM2.5 PM10 SO2 VOC

Haul Trucks

2.25 4.84

0.39

0.54 0.01 0.73

Concrete Trucks

2.25 4.84

0.39

0.54 0.01 0.73

Employee Trucks 7.70 0.57

0.01

0.07 0.00 0.34

2018 Emissions Rate (grams/AVMT)
Vehicle Type
CO

NOx PM2.5 PM10 SO2 VOC

Haul Trucks

2.05 4.32

0.34

0.48 0.01 0.66

Concrete Trucks

2.05 4.32

0.34

0.48 0.01 0.66

Employee Trucks 7.12 0.49

0.01

0.07 0.00 0.30

Source: KB Environmental Sciences, 2015.

3.1.2.OFF-ROAD CONSTRUCTION EQUIPMENT
Construction-related emissions associated with the operation of heavy off-road equipment (i.e., backhoes,
bulldozers, graders, etc.) have been estimated using information from the anticipated construction
schedule regarding: the number and types of construction equipment to be used on the project (including
fuel type and horsepower rating); the deployment schedule of equipment (monthly and annually); and the
approximate daily operating time.
Equipment projections contained within the construction schedule were based on 8.5 hour workdays, six
days per week, during each construction year. To account for the fact that the equipment likely will not run
nonstop throughout each workday, an equipment usage factor was computed based on activity
information in NONROAD. The usage factor is a ratio of the number of hours a piece of equipment
typically operates in a given year versus the maximum number of hours possible (i.e., 24 hours per day,
365 days per year, or 8,760 hours). Similarly, because the equipment likely will not operate at full throttle
constantly during scheduled workdays, load factors (i.e., the percentage of full throttle engine power
during typical engine operation) were extracted from the NONROAD model and applied.
Emissions factors, in grams of pollutant per horsepower-hour of operation, were obtained from the EPA
NONROAD model (version 2008a) for construction equipment operating in Hendry County, representative
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of county-specific equipment population, model years, fuel mix, engine sizes, and other factors pertinent
to equipment emissions.
Refer to Table 3-3 for a summary of construction equipment parameters and hours of operation used in
the construction emissions inventory. Table 3-4 identifies NONROAD emission rates applied in the
emissions calculations.

TABLE 3-3 – OFF-ROAD CONSTRUCTION ACTIVITY SUMMARY
Annual Hours of
Equipment Type

Horsepower Fuel Type

Load

Usage

Factor

Factor

Operation
2016

2017

2018

Excavators

300

Diesel

0.59

0.41

2,577

1,602

317

Scrapers

500

Diesel

0.59

0.34

8,628

2,932

265

Rollers/Compactors

350

Diesel

0.59

0.29

1,794

3,136

882

Backhoes/Loaders

250

Diesel

0.21

0.43

953

1,667

706

Haul Trucks

500

Diesel

0.59

0.62

487

29,575

9,523

Graders

500

Diesel

0.59

0.36

2,270

3,970

1,117

Bulldozers

500

Diesel

0.59

0.35

4,418

4,406

1,086

Pavers

400

Diesel

0.59

0.23

0

1,464

361

Concrete Trucks

325

Diesel

0.59

0.62

0

7,510

6,592

Miscellaneous Equipment

150

Diesel

0.59

0.23

715

1,250

441

Water Trucks

225

Gasoline

0.59

0.62

968

966

479

Generators

200

Diesel

0.43

0.13

291

1,600

934

Augers- Truck Mounted

50

Diesel

0.59

0.23

238

235

119

Saws

50

Diesel

0.59

0.22

0

1,543

505

Welders

45

Diesel

0.21

0.24

0

406

67

Forklifts

150

Diesel

0.59

0.25

0

1,174

773

Cranes

300

Diesel

0.43

0.37

0

712

700

Bore/Drill Rig

500

Diesel

0.43

0.17

0

267

0

Concrete Finishers

40

Diesel

0.59

0.23

0

715

703

Compressors

150

Diesel

0.43

0.31

0

527

347

Landscaping Equipment

400

Gasoline

0.54

0.27

96

95

128

Pickup Trucks

300

Gasoline

0.59

0.62

11,618

31,956

14,338

Source: Crawford, Murphy and Tilly, 2014 and KB Environmental Sciences, 2015.
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TABLE 3-4 – OFF-ROAD CONSTRUCTION EMISSIONS RATES
2016 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Excavators

300

Diesel

0.59

0.41

0.44

1.34

0.08

0.08

<0.01

0.16

Scrapers

500

Diesel

0.59

0.34

0.91

2.27

0.13

0.14

<0.01

0.17

Rollers/Compactors

350

Diesel

0.59

0.29

1.08

2.68

0.15

0.16

<0.01

0.19

Backhoes/Loaders

250

Diesel

0.21

0.43

1.93

3.76

0.36

0.37

<0.01

0.58

Haul Trucks

500

Diesel

0.59

0.62

0.50

1.33

0.08

0.08

<0.01

0.15

Graders

500

Diesel

0.59

0.36

0.87

2.17

0.13

0.13

<0.01

0.17

Bulldozers

500

Diesel

0.59

0.35

0.89

2.22

0.13

0.13

<0.01

0.17

Pavers

400

Diesel

0.59

0.23

1.01

2.51

0.14

0.15

<0.01

0.18

Concrete Trucks

325

Diesel

0.59

0.62

0.50

1.33

0.08

0.08

<0.01

0.15

Miscellaneous Equipment

150

Diesel

0.59

0.23

0.99

2.49

0.22

0.22

<0.01

0.24

Water Trucks

225

Gasoline

0.59

0.62

0.20

0.86

0.03

0.03

<0.01

0.14

Generators

200

Diesel

0.43

0.13

1.08

3.93

0.20

0.21

<0.01

0.35

Augers- Truck Mounted

50

Diesel

0.59

0.23

0.98

3.81

0.15

0.16

<0.01

0.22

Saws

50

Diesel

0.59

0.22

1.03

3.85

0.16

0.16

<0.01

0.22

Welders

45

Diesel

0.21

0.24

4.09

4.92

0.64

0.66

<0.01

1.00

Forklifts

150

Diesel

0.59

0.25

0.93

2.30

0.21

0.21

<0.01

0.22

Cranes

300

Diesel

0.43

0.37

0.43

1.95

0.09

0.09

<0.01

0.19

Bore/Drill Rig

500

Diesel

0.43

0.17

1.25

4.19

0.19

0.20

<0.01

0.30

Concrete Finishers

40

Diesel

0.59

0.23

0.98

3.81

0.15

0.16

<0.01

0.22
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2016 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Compressors

150

Diesel

0.43

0.31

0.65

2.53

0.16

0.16

<0.01

0.23

Landscaping Equipment

400

Gasoline

0.54

0.27

23.07

1.66

0.07

0.07

0.01

1.44

Pickup Trucks

300

Gasoline

0.59

0.62

0.20

0.86

0.03

0.03

<0.01

0.14

Source: KB Environmental Sciences, 2015.

TABLE 3-4 – OFF-ROAD CONSTRUCTION EMISSIONS RATES (CONTINUED)
2017 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Excavators

300

Diesel

0.59

0.41

0.32

1.07

0.05

0.06

<0.01

0.15

Scrapers

500

Diesel

0.59

0.34

0.80

1.99

0.12

0.12

<0.01

0.17

Rollers/Compactors

350

Diesel

0.59

0.29

0.98

2.40

0.14

0.14

<0.01

0.18

Backhoes/Loaders

250

Diesel

0.21

0.43

1.77

3.45

0.33

0.34

<0.01

0.53

Haul Trucks

500

Diesel

0.59

0.62

0.37

1.06

0.05

0.05

<0.01

0.15

Graders

500

Diesel

0.59

0.36

0.76

1.89

0.11

0.12

<0.01

0.16

Bulldozers

500

Diesel

0.59

0.35

0.78

1.93

0.12

0.12

<0.01

0.17

Pavers

400

Diesel

0.59

0.23

0.90

2.23

0.13

0.13

<0.01

0.18

Concrete Trucks

325

Diesel

0.59

0.62

0.37

1.06

0.05

0.05

<0.01

0.15

Miscellaneous Equipment

150

Diesel

0.59

0.23

0.89

2.20

0.20

0.20

<0.01

0.22

Water Trucks

225

Gasoline

0.59

0.62

0.16

0.63

0.02

0.02

<0.01

0.14

Generators

200

Diesel

0.43

0.13

0.98

3.65

0.19

0.19

<0.01

0.33
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2017 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Augers- Truck Mounted

50

Diesel

0.59

0.23

0.80

3.61

0.12

0.12

<0.01

0.20

Saws

50

Diesel

0.59

0.22

0.85

3.66

0.13

0.13

<0.01

0.20

Welders

45

Diesel

0.21

0.24

3.59

4.72

0.57

0.58

<0.01

0.86

Forklifts

150

Diesel

0.59

0.25

0.82

1.99

0.18

0.19

<0.01

0.21

Cranes

300

Diesel

0.43

0.37

0.37

1.67

0.07

0.08

<0.01

0.18

Bore/Drill Rig

500

Diesel

0.43

0.17

1.15

3.89

0.18

0.18

<0.01

0.28

Concrete Finishers

40

Diesel

0.59

0.23

0.80

3.61

0.12

0.12

<0.01

0.20

Compressors

150

Diesel

0.43

0.31

0.58

2.23

0.14

0.14

<0.01

0.22

Landscaping Equipment

400

Gasoline

0.54

0.27

19.17

1.42

0.07

0.07

0.01

1.21

Pickup Trucks

300

Gasoline

0.59

0.62

0.16

0.63

0.02

0.02

<0.01

0.14

Source: KB Environmental Sciences, 2015.

TABLE 3-4 – OFF-ROAD CONSTRUCTION EMISSIONS RATES (CONTINUED)
2018 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Excavators

300

Diesel

0.59

0.41

0.23

0.83

0.03

0.03

<0.01

0.15

Scrapers

500

Diesel

0.59

0.34

0.71

1.72

0.10

0.11

<0.01

0.16

Rollers/Compactors

350

Diesel

0.59

0.29

0.87

2.14

0.12

0.13

<0.01

0.18

Backhoes/Loaders

250

Diesel

0.21

0.43

1.61

3.15

0.30

0.31

<0.01

0.49

Haul Trucks

500

Diesel

0.59

0.62

0.27

0.82

0.03

0.03

<0.01

0.14
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2018 Emissions Rates (grams/horsepower-hour)
Equipment Type

Horsepower Fuel Type Load Factor Usage Factor
CO

NOx

PM2.5

PM10

SO2

VOC

Graders

500

Diesel

0.59

0.36

0.67

1.62

0.10

0.10

<0.01

0.16

Bulldozers

500

Diesel

0.59

0.35

0.68

1.67

0.10

0.10

<0.01

0.16

Pavers

400

Diesel

0.59

0.23

0.80

1.97

0.12

0.12

<0.01

0.17

Concrete Trucks

325

Diesel

0.59

0.62

0.27

0.82

0.03

0.03

<0.01

0.14

Miscellaneous Equipment

150

Diesel

0.59

0.23

0.79

1.92

0.18

0.18

<0.01

0.21

Water Trucks

225

Gasoline

0.59

0.62

0.14

0.45

0.01

0.01

<0.01

0.14

Generators

200

Diesel

0.43

0.13

0.89

3.39

0.17

0.18

<0.01

0.31

Augers- Truck Mounted

50

Diesel

0.59

0.23

0.62

3.43

0.09

0.09

<0.01

0.18

Saws

50

Diesel

0.59

0.22

0.68

3.48

0.10

0.10

<0.01

0.18

Welders

45

Diesel

0.21

0.24

3.21

4.56

0.51

0.52

<0.01

0.76

Forklifts

150

Diesel

0.59

0.25

0.72

1.72

0.16

0.17

<0.01

0.19

Cranes

300

Diesel

0.43

0.37

0.32

1.43

0.06

0.06

<0.01

0.17

Bore/Drill Rig

500

Diesel

0.43

0.17

1.06

3.61

0.16

0.17

<0.01

0.26

Concrete Finishers

40

Diesel

0.59

0.23

0.62

3.43

0.09

0.09

<0.01

0.18

Compressors

150

Diesel

0.43

0.31

0.52

1.95

0.12

0.13

<0.01

0.20

Landscaping Equipment

400

Gasoline

0.54

0.27

16.23

1.24

0.07

0.07

0.01

1.04

Pickup Trucks

300

Gasoline

0.59

0.62

0.14

0.45

0.01

0.01

<0.01

0.14

Source: KB Environmental Sciences, 2015.
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3.1.3. FUGITIVE EMISSIONS
To estimate dust emissions from site-wide construction activities, a PM10 fugitive dust emission factor of
1.2 tons per acre disturbed per month of construction

3

was applied to the anticipated construction

footprint, assuming that 25 percent of the construction project area will be disturbed per construction
month identified on the anticipated schedule. PM2.5 comprises ten percent of the calculated PM10
emissions.

4

Erosion control measures and dust suppression programs are typically formulated to

minimize these fugitive particulate emissions. A dust control efficiency of 75 percent was applied to
represent adherence to these measures.

5

Evaporative VOC emissions associated with the application of hot mix asphalt on airfield and building
footprint areas were estimated using anticipated raw materials quantities, as well as an emission factor of
0.053 ton of VOC per acre of asphalt material laid, following methodology outlined by the National
Association of Clean Air Agencies (NACAA).

6

3.2. OPERATIONAL EMISSIONS
Under the No Action Alternative, sources of air emissions at 2IS consist of local general aviation and
military aircraft conducting single engine piston, multi-engine piston, and small turbine and rotorcraft
operations. Limited GSE emissions occur to support aircraft refueling and servicing. Other ancillary
sources of emissions include fuel storage and transfer devices, and motor vehicle travel, but these
emissions are likely nominal based on expected operations. According to available information, little to no
aircraft auxiliary power unit (APU) usage occurs as these devices are more commonly operated on larger
jets. Accordingly, No Action criteria pollutant (and pollutant precursor) emissions have been inventoried
for aircraft and GSE.
The Proposed Action, once operational during CY 2018 and 2023, adds wide-body jet aircraft to the
existing fleet mix to support PAC and MRO facility operations, as well as some additional general aviation
jet aircraft. APU utilization increases with the addition of the wide-body jet aircraft to the fleet. Similarly,
GSE operations increase to support cargo on-loading and off-loading, cargo transfer, and aircraft fueling
and movement. Further, medium- and heavy-duty haul trucks and other commercial vehicles necessary
for PAC goods movement and PAC/MRO operations become operational.
The emissions estimation methodology for each of these source categories: aircraft; APU; GSE and
motor vehicles, are now discussed.

3

U.S. Environmental Protection Agency. Compilation of Air Pollutant Emissions Factors (AP-42). Fifth Edition,
Volume I Chapter 13: Miscellaneous Sources. 1995.
4
Pace, Thompson G. Examination of the Multiplier Used to Estimate PM2.5 Fugitive Dust Emissions From PM10.
Presented at the Environmental Protection Agency 14th International Emission Inventory Conference. Las Vegas,
NV, 2005.
5
U.S. Environmental Protection Agency. Fugitive Dust Background Document and Technical Information Document
for Best Available Control Measures. OAQPS, EPA-450/2-92-004. 1992.
6
U.S. Environmental Protection Agency, Emission Inventory Improvement Program, Asphalt Paving, Chapter 17,
Volume III, April 2001, http://www.epa.gov/ttn/chief/eiip/techreport/volume03/iii17_apr2001.pdf.
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3.2.1.1. AIRCRAFT
Aircraft emissions are a function of the aircraft fleet mix (i.e., the types of aircraft and aircraft engines
operating at an airport), operational levels (i.e., how frequently the aircraft operate on an annual basis),
and the time spent in each operational mode (e.g., duration of time spent taxiing on the airfield or climbing
out after take-off). FAA’s Emissions and Dispersion Modeling System (EDMS version 5.1.4.1) is currently
the required model for estimating aircraft emissions for the purposes of air quality impact analysis, and
accounts for the following operational modes within a typical landing/take-off cycle (LTO): startup; taxiout; take-off, climb-out; approach; landing roll; and taxi-in. EDMS also allows a user to specify aircraft
touch and go operations (TGO), representing a flight circuit operation whereby the aircraft lands on the
runway and takes off again without coming to a complete stop.
The aircraft fleet mix and level of operations used for the air quality analysis is consistent with the FAAapproved forecast, based on the Moderate Capture Rate Scenario/Mid-range Perishable Demand
7

Projection prepared in support of the Proposed Action . Table 3-5 summarizes the aircraft fleet mix used
in EDMS for both the existing, No Action and Proposed Action scenarios, including the number of
LTO/TGO conducted in each year/scenario.

7

Letter from Rebecca Henry of the FAA Orlando ADO to Charles Chapman re: Airglades Airport (2IS) Clewiston, FL
Forecasts of Aviation Demand. December 23, 2014

10 | P A G E

TABLE 3-5 – AIRCRAFT FLEET MIX AND OPERATIONS
2013
Category

Aircraft

LTO
GA

MIL

CAR

MRO

2018 NA

2018 PA

2023 NA

2023 PA

Engine
TGO

LTO

TGO

LTO

TGO

LTO

TGO

LTO

TGO

Cirrus SR20

IO-360-B

3,425 2,936 3,849 3,298 4,940 4,234 4,322 3,704 5,596 4,796

Raytheon Beech Baron 58

TIO-540-J2B2

428

367

481

412

918

786

540

463

1,136

974

Cessna 560 Citation V

JT15D-5, -5A, -5B

217

0

244

0

366

0

274

0

219

0

Bombardier Challenger 600

ALF 502L-2

0

0

0

0

1,505

0

0

0

2,276

0

Bell 206 Jet Ranger

250B17B

160

0

180

0

180

0

202

0

202

0

Raytheon Super King Air 300 PT6A-60A

75

0

75

0

75

0

75

0

75

0

Bell 222

TPE331-1

75

0

75

0

75

0

75

0

75

0

Airbus A330-300 Series

Trent 772 Improved traverse

0

0

0

0

256

0

0

0

752

0

Boeing 747-400 Series

CF6-80C2B1F 1862M39

0

0

0

0

189

0

0

0

376

0

Boeing 757-200 Series

RB211-535E4 Phase 5

0

0

0

0

380

0

0

0

627

0

Boeing 767-300 Series

CF6-80C2B2F 1862M39

0

0

0

0

1,628

0

0

0

3,260

0

Boeing 777-300 ER

GE90-115B DAC

0

0

0

0

255

0

0

0

753

0

Boeing MD-11

CF6-80C2D1F 1862M39

0

0

0

0

244

0

0

0

251

0

Boeing MD-83

JT8D-219 Environmental Kit (E_Kit)

0

0

0

0

0

0

0

0

126

0

Boeing 737-400 Series

CFM56-3C-1

0

0

0

0

0

0

0

0

126

0

Boeing 767-300 Series

CF6-80C2B2F 1862M39

0

0

0

0

22

0

0

0

28

0

Boeing 757-200 Series

RB211-535E4 Phase 5

0

0

0

0

8

0

0

0

12

0

Airbus A330-300 Series

Trent 772 Improved traverse

0

0

0

0

22

0

0

0

36

0

Boeing 777-300 ER

GE90-115B DAC

0

0

0

0

0

0

0

0

4

0
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2013
Category

Aircraft

2018 NA

2018 PA

2023 NA

2023 PA

Engine
LTO

TGO

LTO

TGO

LTO

TGO

LTO

TGO

LTO

TGO

Boeing MD-83

JT8D-219 Environmental Kit (E_Kit)

0

0

0

0

22

0

0

0

36

0

Boeing 737-400 Series

CFM56-3C-1

0

0

0

0

30

0

0

0

46

0

Bombardier Challenger 601

CF34-3A LEC II

0

0

0

0

8

0

0

0

32

0

Total Operations

12,063

13,518

27,266

15,143

37,858

GA = General Aviation; LTO = Landing/Take-off Cycle; MIL = Military; MRO = Maintenance, Repair, Overhaul; NA = No Action; PA = Proposed Action; PAC = Perishable
Air Cargo, TGO = Touch and Go
One LTO consists of one arrival and one departure
A TGO is a flight circuit operation whereby an aircraft lands on a runway and takes off again without coming to a complete stop.
Values reflect rounding
Source: KB Environmental Sciences, 2015.
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If airport-specific taxi times are not known, EDMS applies a “default” set of aircraft taxi times
corresponding to 19 minutes taxi-out and seven minutes taxi-in. Because these default taxi times are very
likely not appropriate or representative of operations at 2IS, airport-specific taxi times were instead
estimated. Taxi distances to and from Runways 13-31 and 18-36 were measured using scaled diagrams
and converted to taxi times assuming an aircraft taxi speed of 17 miles per hour. However, because
aircraft do not utilize each runway end equally under existing and proposed operations, these taxi times
were converted to a weighted average value using runway end utilization percentages developed for the
EA noise analysis.

8

Consistent with the aircraft noise assessment prepared for EA, all aircraft use Runway 13-31 under the
existing and No Action conditions. PAC/MRO aircraft use the newly installed Runway 18-36 exclusively,
whereas some general aviation and military aircraft activity is shifted to the new runway as well, which
has an effect of slightly increasing taxi times when compared to the No Action Alternative. Table 3-6
summarizes the runway end utilizations applied for the purposes of estimating taxi times, and Table 3-7
provides the resulting taxi times applied to EDMS.

T ABLE 3-6 – RUNWAY END UTILIZATION (%)

Category

Runway

Existing/N
o Action

2018

2023

Proposed Proposed
Action

Action

52.0%

49.4%

49.0%

48.0%

45.6%

46.0%

Runway 18

--

2.5%

2.0%

Runway 36

--

2.6%

3.0%

Runway 13

52.0%

15.6%

16.0%

Runway 31

48.0%

14.4%

14.0%

Runway 18 Arrivals

--

10.5%

11.0%

Runway 18 Departures

--

14.0%

14.0%

Runway 36 Arrivals

--

24.5%

25.0%

Runway 36 Departures

--

21.0%

21.0%

Perishable Air Cargo Runway 18 Arrivals
(PAC)/
Maintenance,
Repair, Runway 18 Departures
Overhaul (MRO)
Runway 36 Arrivals

--

15.0%

15.0%

--

20.0%

20.0%

--

35.0%

35.0%

Runway 36 Departures

--

30.0%

30.0%

General Aviation Piston, Runway 13
Military
Runway 31

General Aviation Jet

Source: Crawford, Murphy and Tilly, 2014.

8

Crawford, Murphy and Tilly. Noise Analysis Technical Memorandum Proposed Perishable Air Cargo Complex and
Related Development. Airglades Airport Hendry County, Florida. Version 1. August, 2014.
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TABLE 3-7 – AIRCRAFT TAXI TIMES (MINUTES)

Existing/No Action
Category

2018 Proposed

2023 Proposed

Action

Action

Taxi Out

Taxi In

Taxi Out

Taxi In

Taxi Out

Taxi In

General Aviation Piston, Military

2.30

0.67

2.49

0.87

2.50

0.87

General Aviation Jet

2.30

0.67

4.44

2.72

4.43

2.76

Perishable Air Cargo (PAC)

--

--

4.22

1.92

4.22

1.92

Maintenance, Repair, Overhaul (MRO)

--

--

4.03

2.78

4.03

2.78

Source: KB Environmental Sciences, 2015.

3.2.1.2. APU
Importantly, no APU utilization estimates were available for larger jet aircraft operating under the
Proposed Action. So, the EDMS default APU assignments and running times were retained for the air
quality analysis. Specifically, EDMS assigns an APU running time of 26 minutes per LTO to all aircraft
that it identifies as being equipped with APU.

3.2.1.3. GSE
For military and general aviation aircraft operations, EDMS default GSE assignments and operating times
were applied for both the No Action and Proposed Action scenarios. For these aircraft types, EDMS
typically assigns a nominal compliment of GSE including fuel trucks and aircraft tractors.
Estimated quantities of additional GSE necessary for cargo on-loading/offloading, materials movement
and transfer, aircraft refueling and other services were provided for the proposed facilities. Additionally,
an estimate of annual gasoline and diesel fuel consumption associated with these additional equipment
was provided. Because EDMS relies on hours of operation to compute GSE criteria pollutant emissions,
the fuel consumption estimates provided for the GSE were translated to operating hours using fuel
consumption rates, in gallons per hour, extracted from the EPA NONROAD model. Otherwise, EDMS
default calculation parameters for GSE, such as equipment horsepower and load factor, were applied.
Table 3-8 identifies the EDMS GSE fleet and calculation parameters for the 2018 and 2023 Proposed
Action scenarios.
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TABLE 3-8 – GSE EMISSIONS PARAMETERS

Equipment Type Model

Fuel

Horsepower

Load

Quantity

Factor

2018 2023

Operating Hours per Equipment
2018

2023

Cargo Loader

FMC Commander 15

Gasoline

107

0.50

5

7

396

692

Fork Lift

Toyota 5,000 lb

Gasoline

54

0.30

4

6

1,309

2,286

Cargo Tractor

Stewart & Stevenson TUG MT

Gasoline

107

0.54

5

6

367

641

Ground Power Unit TLD, 400 Hz AC

Diesel

194

0.75

2

3

199

316

Air Start

ACE 180

Diesel

425

0.90

2

3

76

120

Aircraft Tractor

Stewart & Stevenson TUG GT-35, MC

Gasoline

124

0.80

2

2

214

373

Lavatory Truck

TLD 1410

Gasoline

97

0.25

1

1

874

1,527

Passenger Stand

Wollard CMPS170 / CMPS228

Gasoline

107

0.57

3

3

348

607

Belt Loader

Stewart & Stevenson TUG 660

Gasoline

107

0.50

2

3

396

692

Hydrant Truck

F250 / F350

Diesel

235

0.70

2

2

176

279

Fuel Truck

F750, Dukes Transportation Services, DART
3000 to 6000 gallon

Gasoline

420

0.25

2

2

202

353

Source: KB Environmental Sciences, 2015.
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3.2.1.4. CARGO MOVEMENT AND SUPPORT VEHICLES
Freight truck and delivery truck operations have been projected with operation of the proposed PAC
complex, MRO facility and other ancillary support facilities. Operation of these facilities would also create
direct (i.e., facility worker) and indirect (i.e., delivery personnel) jobs and would accordingly increase the
number of private passenger vehicles using the airport.
For heavy/medium freight trucks and light delivery trucks, an estimate of annual truck trips was provided,
along with likely travel routes, regional trip distances, and an estimate of how frequently each of these
travel routes would be used to pick up and deliver cargo and other commodities. From this information, a
weighted average trip distance for goods movement in and out of the facility totals 1,032 miles. However,
this represents a regional trip and it is likely that most of this travel would occur outside of the Generalized
Study Area established for the EA. Accordingly, it was conservatively assumed that only 25 percent of the
trip miles would occur in the Generalized Study Area.
For employee vehicle activities, an average round trip commute distance of 40 miles was assumed, along
with a passenger vehicle occupancy factor of 1.3 passengers per vehicle.
Table 3-9 summarizes the AVMT computed using the projected vehicle volumes and trip distances
supplied or derived for the Proposed Action. Motor vehicle emissions rates, in grams per AVMT, (see
Table 3-10) were simulated using the EPA MOVES model (see Section 3.1.1 for description) and applied
to the computed AVMT to calculate emissions.

TABLE 3-9 – VEHICLE ACTIVITY SUMMARY
Annual Vehicle Miles of
Category

PAC/MRO
Complex

Vehicle Type

Heavy Truck

MOVES Vehicle Class

Fuel Type

Single Unit Long Haul Truck Diesel

Travel (AVMT)
2018

2023

2,082,684

2,746,821

Medium Truck Light Commercial Truck

Diesel

109,615

144,692

Support/Deliveries Medium Truck Light Commercial Truck

Diesel

219,230

722,943

Employees

Gasoline

7,165,108

16,429,846

Private Vehicle Passenger Car

Source: KB Environmental Sciences, 2015.
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TABLE 3-10 – MOTOR VEHICLE EMISSION RATES
2018 Emissions Rate (grams/AVMT)
Vehicle Type
CO

NOx PM2.5 PM10 SO2 VOC

Single Unit Long Haul Truck 1.87 3.72

0.29

0.44 0.01 0.63

Light Commercial Truck

4.13 1.48

0.07

0.13 0.01 0.28

Passenger Car

4.36 0.23

0.01

0.04 0.00 0.22

2023 Emissions Rate (grams/AVMT)
Vehicle Type
CO

NOx PM2.5 PM10 SO2 VOC

Single Unit Long Haul Truck 1.10 2.01

0.15

0.29 0.01 0.33

Light Commercial Truck

2.70 0.83

0.04

0.09 0.01 0.13

Passenger Car

3.22 0.09

0.01

0.04 0.00 0.12

Source: KB Environmental Sciences, 2015.

3.3. HAZARDOUS AIR POLLUTANTS AND GREENHOUSE GASES
HAP emissions from “airside” operational emissions sources (i.e., aircraft, APU, GSE) were computed
using EDMS and reported per FAA guidance. For vehicles described in Section 3.2.1.4, the EPA MOVES
model was used to generate grams per AVMT emissions rates of six Mobile Source Air Toxics (MSAT)
identified by EPA: formaldehyde, 1,3-butadiene, acrolein, ethanol, benzene and acetaldehyde. Emissions
rates for these compounds are provided on Table 3-11.
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TABLE 3-11 – HAP EMISSION RATES
2018 Emissions Rate (grams/AVMT)
Vehicle Type

Benzene Ethanol 1,3-butadiene Formaldehyde Acetaldehyde Acrolein

Single Unit Long Haul Truck

0.005

0.000

0.002

0.054

0.024

0.004

Light Commercial Truck

0.002

0.000

0.001

0.025

0.011

0.002

Passenger Car

0.003

0.034

0.000

0.001

0.001

0.000

2023 Emissions Rate (grams/AVMT)
Vehicle Type

Benzene Ethanol 1,3-butadiene Formaldehyde Acetaldehyde Acrolein

Single Unit Long Haul Truck

0.003

<0.001

0.001

0.032

0.013

0.002

Light Commercial Truck

0.001

<0.001

<0.001

0.014

0.005

0.001

Passenger Car

0.001

0.022

<0.001

<0.001

<0.001

<0.001

Source: KB Environmental Sciences, 2015.
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GHG inventories prepared for the EA include emissions of carbon dioxide (CO2), methane (CH4), and
nitrous oxide (N2O) expressed in terms of carbon dioxide equivalent (CO2e) emissions.

9

All emissions

calculations have been conducted in accordance with ACRP Report 11, which is the industry standard
manual for assessing airport-related GHG emissions.

10

Specifically, GHG emissions from aircraft and APU were computed using EDMS 5.1.4.1 using the same
input data as presented on Table 3-1 and discussed in Sections 3.2.1.1 and 3.2.1.2. EDMS computes
fuel consumption from APU as well as aircraft in the following modes of operation: startup, taxi/idle, takeoff, climb-out, approach, and landing roll. Per ACRP Report 11, an altitude cutoff of 3,000 feet above
ground level was applied to the aircraft inventory. GSE GHG emissions were based primarily on the fuel
consumption projections provided for the EA but were also supplemented to include the GSE activities
that EDMS assumes for military and general aviation aircraft. Lastly, the EPA MOVES model was used to
generate motor vehicle CO2e emissions rates, in grams of CO2e per AVMT, for application to the AVMT
summarized on Table 3-9.
Table 3-12 summarizes the fuel consumption/activity levels and GHG emissions rates used in the GHG
emissions inventory.

9

The expression CO2e normalizes the warming effects of individual GHGs to the global warming potential (GWP) of
CO2. Consistent with current Intergovernmental Panel on Climate Change (IPCC) guidelines, CH4 and N2O are
considered 21 and 310 times as potent as CO2, respectively, although they are emitted in much smaller quantities
compared to overall CO2 emissions.
10
Airport Cooperative Research Program Report 11 – Guidebook on Preparing Airport Greenhouse Gas Emissions
Inventories. Published by the Transportation Research Board of the National Academy of Sciences (2009).
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TABLE 3-12 – GHG EMISSIONS CALCULATION DATA
2018 No Action
2018 Emissions Rates
Parameter

Fuel

Gallons

AVMT

Jet A

6,775.22

AvGas

CO2

CH4

N2O

CO2e

--

21.095

0.0006

0.00068

21.319

46,941,43

--

18.355

0.01554

0.00024

18.757

Jet A

--

--

21.095

0.0006

0.00068

21.319

Gasoline

1,220.05

--

19.564

0.00055

0.00020

19.638

Diesel

2,054.14

--

22.384

0.00053

0.00019

22.455

Single Unit Long Haul Truck

Diesel

--

0

--

--

--

1.137.72

Light Commercial Truck

Diesel

--

0

--

--

--

666.96

Gasoline

--

0

--

--

--

354.35

Aircraft
APU
GSE

Passenger Car

CO2 = carbon dioxide; CH4 = methane; N2O = nitrous oxide; CO2e = carbon dioxide equivalent.
CO2e for motor vehicles was obtained directly from the MOVES model. For other sources, CO2e was derived by applying global warming potentials of 1 for CO2, 21 for CH4,
and 310 for N2O
Emission rates are in grams per annual vehicle miles of travel (AVMT) for motor vehicles. Rates are in pounds per gallon of fuel for other sources.
Source: KB Environmental Sciences, 2015.
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TABLE 3-12 – GHG EMISSIONS CALCULATION DATA (CONTINUED)
2018 Proposed Action
2018 Emissions Rates
Parameter

Fuel

Gallons

AVMT

Jet A

1,235,347.65

--

21.095

0.0006 0.00068

21.319

AvGas

63,273.32

--

18.355 0.01554 0.00024

18.757

Jet A

83,484.92

--

21.095

0.0006 0.00068

21.319

Gasoline

45,617.85

--

19.564 0.00055 0.00020

19.638

Diesel

24,1743.14

--

22.384 0.00053 0.00019

22.455

Single Unit Long Haul Truck

Diesel

--

2,082,684

--

--

--

1.137.72

Light Commercial Truck

Diesel

--

328,845

--

--

--

666.96

Gasoline

--

7,165,108

--

--

--

354.35

Aircraft
APU
GSE

Passenger Car

CO2

CH4

N2O

CO2e

CO2 = carbon dioxide; CH4 = methane; N2O = nitrous oxide; CO2e = carbon dioxide equivalent.
CO2e for motor vehicles was obtained directly from the MOVES model. For other sources, CO2e was derived by applying global warming potentials of 1 for CO2, 21 for CH4,
and 310 for N2O
Emission rates are in grams per annual vehicle miles of travel (AVMT) for motor vehicles. Rates are in pounds per gallon of fuel for other sources.
Source: KB Environmental Sciences, 2015.
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TABLE 3-12 – GHG EMISSIONS CALCULATION DATA (CONTINUED)
2023 No Action
2023 Emissions Rates
Parameter

Fuel

Gallons

AVMT

Jet A

7,508.49

AvGas

CO2

CH4

N2O

CO2e

--

21.095

0.0006

0.00068

21.319

52,714.49

--

18.355 0.01554 0.00024

18.757

Jet A

--

--

21.095

0.00068

21.319

Gasoline

1,345.34

--

19.564 0.00055 0.00020

19.638

Diesel

2,286.16

--

22.384 0.00053 0.00019

22.455

Single Unit Long Haul Truck

Diesel

--

0

--

--

--

1,113.59

Light Commercial Truck

Diesel

--

0

--

--

--

603.42

Gasoline

--

0

--

--

--

306.94

Aircraft
APU
GSE

Passenger Car

0.0006

CO2 = carbon dioxide; CH4 = methane; N2O = nitrous oxide; CO2e = carbon dioxide equivalent.
CO2e for motor vehicles was obtained directly from the MOVES model. For other sources, CO2e was derived by applying global warming potentials of 1 for CO2, 21 for CH4,
and 310 for N2O
Emission rates are in grams per annual vehicle miles of travel (AVMT) for motor vehicles. Rates are in pounds per gallon of fuel for other sources.
Source: KB Environmental Sciences, 2015.
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TABLE 3-12 – GHG EMISSIONS CALCULATION DATA (CONTINUED)
2023 Proposed Action
2023 Emissions Rates
Parameter

Fuel

Gallons

AVMT

Jet A

2,509,689.17

AvGas

CO2

CH4

N2O

CO2e

--

21.095

0.0006

0.00068

21.319

72,624.63

--

18.355 0.01554 0.00024

18.757

Jet A

169l212.92

--

21.095

0.00068

21.319

Gasoline

89,045.02

--

19.564 0.00055 0.00020

19.638

Diesel

40,708.27

--

22.384 0.00053 0.00019

22.455

Single Unit Long Haul Truck

Diesel

--

2,746,821

--

--

--

1,113.59

Light Commercial Truck

Diesel

--

867,635

--

--

--

603.42

Gasoline

--

16,429,846

--

--

--

306.94

Aircraft
APU
GSE

Passenger Car

0.0006

CO2 = carbon dioxide; CH4 = methane; N2O = nitrous oxide; CO2e = carbon dioxide equivalent.
CO2e for motor vehicles was obtained directly from the MOVES model. For other sources, CO2e was derived by applying global warming potentials of 1 for CO2, 21 for CH4,
and 310 for N2O
Emission rates are in grams per annual vehicle miles of travel (AVMT) for motor vehicles. Rates are in pounds per gallon of fuel for other sources.
Source: KB Environmental Sciences, 2015.
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AECOM
7650 West Courtney Campbell Cswy
Tampa, Florida
33607
www.aecom.com

813.286.1711
813.287.8229

tel
fax

Memorandum
To

Project File

Page

1

CC

Subject

Airglades Perishable Air Cargo Complex Environmental Assessment –
Air Quality Technical Report Addendum

From

Paul Sanford

Date

30 June 2016

A Preliminary Draft Environmental Assessment (PDEA) dated 25 February 2015 included a
construction period air quality analysis, supported by an Air Quality Technical Report originally
prepared by KB Environmental Sciences, Inc., in January of 2015. The construction period emissions
inventories prepared by KB Environmental Sciences were based upon an anticipated 30-month
construction schedule commencing in 2016 and ending in mid-2018. Since preparation, project
delays have truncated the anticipated construction schedule to an 18-month period beginning in
January of 2017 and culminating in mid-2018. AECOM has amended the air quality analysis to
account for this change.
The purpose of this memorandum is to append the 2015 Air Quality Technical Report to account for
the truncated construction period. Of note, the duration and intensity was the only element of the air
quality analysis to change. That is, only the annual hours of operation and annual vehicle miles of
travel (AVMT) for construction equipment and vehicles were updated to reflect the currently
anticipated construction duration and intensity. All other emissions rate data, calculation methods and
assumptions were not changed from the original analysis performed by KB Environmental Sciences;
rather these emissions data and methodologies were re-applied by AECOM to the updated
construction activity estimates to re-compute the emissions inventories. The Environmental
Consequences section of the PDEA was then updated by AECOM to reflect the updated construction
period emissions.
Table 1 provides an update of equipment hours used in the AECOM re-analysis; Table 2 summarizes
updated AVMT.
TABLE 1 – UPDATED ON-ROAD CONSTRUCTION ACTIVITY SUMMARY

Vehicle Type
Haul Trucks
Concrete Trucks
Employee Trucks

MOVES Vehicle Class

Fuel
Type

Single-Unit Short Haul Truck
Single-Unit Short Haul Truck
Passenger Truck

Diesel
Diesel
Gasoline

Annual Vehicle Miles of Travel
(AVMT)
2016
2017
2018
0
35,820
5,400
0
5,580
4,980
0
151,600
48,000

Source: AECOM, 2016.
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TABLE 2 – UPDATED OFF-ROAD CONSTRUCTION ACTIVITY SUMMARY
Equipment Type
Excavators
Scrapers
Rollers/Compactors
Backhoes/Loaders
Haul Trucks
Graders
Bulldozers
Pavers
Concrete Trucks
Miscellaneous
Equipment
Water Trucks
Generators
Augers- Truck
Mounted
Saws
Welders
Forklifts
Cranes
Bore/Drill Rig
Concrete Finishers
Compressors
Landscaping
Equipment
Pickup Trucks

Annual Hours of Operation
2016
2017
2018
0
4,183
318
0
11,568
266
0
4,939
885
0
2,625
708
0
30,144
9,549
0
6,251
1,120
0
8,836
1,089
0
1,468
362
0
7,531
6,610

300
500
350
250
500
500
500
400
325

Fuel
Type
Diesel
Diesel
Diesel
Diesel
Diesel
Diesel
Diesel
Diesel
Diesel

Load
Factor
0.59
0.59
0.59
0.21
0.59
0.59
0.59
0.59
0.59

Usage
Factor
0.41
0.34
0.29
0.43
0.62
0.36
0.35
0.23
0.62

150

Diesel

0.59

0.23

0

1,969

442

225
200

Gasoline
Diesel

0.59
0.43

0.62
0.13

0
0

1,936
1,895

480
937

50

Diesel

0.59

0.23

0

475

120

50
45
150
300
500
40
150

Diesel
Diesel
Diesel
Diesel
Diesel
Diesel
Diesel

0.59
0.21
0.59
0.43
0.43
0.59
0.43

0.22
0.24
0.25
0.37
0.17
0.23
0.31

0
0
0
0
0
0
0

1,547
407
1,177
714
268
717
528

506
67
775
702
0
705
348

400

Gasoline

0.54

0.27

0

191

129

300

Gasoline

0.59

0.62

0

43,661

14,377

Horsepower

Source: AECOM, 2016.
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Appendix C

Natural Resources Conservation Service
Florida State Office
PH 352-338-9500
2614 NW 43rd Street
FX 352-338-9574
Gainesville, FL 32606
www.fl.nrcs.usda.gov
_________________________________________________________________________________________________________

August 27th, 2014
Russell Forrest, GISP
GIS/Project Coordinator
Air Transportation
URS Corporation
7650 W. Courtney Campbell Causeway
Tampa, FL 33607-1462
Important Farmland Assessment for Airglades Airport EA project in Hendry, County,
Florida
This letter is in response to your request on the Prime, Unique, or Locally Important Farmland
assessment as part of the FPPA requirements for the Airglades Airport Project in Hendry
County, Florida. Enclosed are the Important Farmlands map, calculation datasheet, and
Farmland Conversion Impact Rating forms (AD-1006) for the project area.
Briefly, the USDA-NRCS is responsible for monitoring the conversion of Prime, Unique, or
Locally Important Farmland to urban uses. We have determined that there are delineations of
Important Farmland soils (Farmland of Unique Importance) within the scope of this project.
If you have any questions, please feel free to contact me.
Regards,
Rick
Rick Robbins
USDA-NRCS
Soil Scientist
Gainesville, Florida
w/ AD-1006, and map attachments

U.S. Department of Agriculture

FARMLAND CONVERSION IMPACT RATING
Date Of Land Evaluation Request

PART I (To be completed by Federal Agency)
Name Of Project

EA Perishable Cargo Facility and Improvements

Proposed Land Use

Federal Agency Involved
County And State

Airport/Aviation-related

Federal Aviation Authority

Hendry County, Florida

Date Request Received By NRCS

PART II (To be completed by NRCS)

Yes

Does the site contain prime, unique, statewide or local important farmland?
(If no, the FPPA does not apply -- do not complete additional parts of this form).
Major Crop(s)

8/26/14

Acres:

Name Of Land Evaluation System Used

1,082

Amount Of Farmland As Defined in FPPA

%

451,236

Average Farm Size

188,817
Acres:

61.20

Name Of Local Site Assessment System

Soil Productivity Index

Acres Irrigated

✔

Farmable Land In Govt. Jurisdiction

Sugar cane, Citrus

No

8/26/14

% 17.0

124,554

Date Land Evaluation Returned By NRCS

None

8/27/14

PART III (To be completed by Federal Agency)

Alternative Site Rating
Site B
Site C

Site A

A. Total Acres To Be Converted Directly
B. Total Acres To Be Converted Indirectly
C. Total Acres In Site

72.0
154.0
226.0

Site D

0.0

0.0

0.0

35.7

0.0

0

0

160

0

0

0

0

Relative Value Of Farmland (From Part V)

100

35.7

0.0

0

0

Total Site Assessment (From Part VI above or a local
site assessment)

160

0

0

0

0

TOTAL POINTS (Total of above 2 lines)

260

36

0

0

0

PART IV (To be completed by NRCS) Land Evaluation Information
A.
B.
C.
D.

Total Acres Prime And Unique Farmland
Total Acres Statewide And Local Important Farmland
Percentage Of Farmland In County Or Local Govt. Unit To Be Converted
Percentage Of Farmland In Govt. Jurisdiction With Same Or Higher Relative Value

PART V (To be completed by NRCS) Land Evaluation Criterion
Relative Value Of Farmland To Be Converted (Scale of 0 to 100 Points)
PART VI (To be completed by Federal Agency)

Maximum
Points

Site Assessment Criteria (These criteria are explained in 7 CFR 658.5(b)

1.
2.
3.
4.
5.
6.
7.
8.
9.
10.
11.
12.

226.0
0.0
0.00000
58.1

Area In Nonurban Use
Perimeter In Nonurban Use
Percent Of Site Being Farmed
Protection Provided By State And Local Government
Distance From Urban Builtup Area
Distance To Urban Support Services
Size Of Present Farm Unit Compared To Average
Creation Of Nonfarmable Farmland
Availability Of Farm Support Services
On-Farm Investments
Effects Of Conversion On Farm Support Services
Compatibility With Existing Agricultural Use

TOTAL SITE ASSESSMENT POINTS
PART VII (To be completed by Federal Agency)

Site Selected:

Date Of Selection

Was A Local Site Assessment Used?

Yes

No

Reason For Selection:

(See Instructions on reverse side)
This form was electronically produced by National Production Services Staff

Form AD-1006 (10-83)

Clear Form

STEPS IN THE PROCESSING THE FARMLAND A N D CONVERSION IMPACT RATING FORM
Step 1 - Federal agencies involved in proposed projects that may convert farmland, as defined in the Farmland Protection
Policy Act (FPPA) to nonagricultural uses, will initially complete Parts I and III of the form.
Step 2 - Originator will send copies A, B and C together with maps indicating locations of site(s), to the Natural Resources
Conservation Service (NRCS) local field office and retain copy D for their files. (Note: NRCS has a field office in most counties
in the U.S. The field office is usually located in the county seat. A list of field office locations are available from the NRCS
State Conservationist in each state).
Step 3 - NRCS will, within 45 calendar days after receipt of form, make a determination as to whether the site(s) of the proposed project contains prime, unique, statewide or local important farmland.
. Step ‘4 - In cases where farmland covered by the FPPA will be converted by the proposed project, NRCS field offices will complete Parts II, IV and V of the form.
Step 5 - NRCS will return copy A and B of the form to the Federal agency involved in the project. (Copy C will be retained for
NRCS records).
Step 6 - The Federal agency involved in the proposed project will complete Parts VI and VII of the form.
Step 7 - The Federal agency involved in the proposed project will make a determination as to whether the proposed conversion is consistent with the FPPA and the agency’s internal policies.

INSTRUCTIONS FOR COMPLETING THE FARMLAND CONVERSION IMPACT RATING FORM

In completing the "County And State" questions list all the local governments that are responsible
Part I:
for local land controls where site(s) are to be evaluated.
Part III: In completing item B (Total Acres To Be Converted Indirectly), include the following:
1 . Acres not being directly converted but that would no longer be capable of being farmed after the conversion, because the conversion would restrict access to them.

2. Acres planned to receive services from an infrastructure project as indicated in the project justification
(e.g. highways, utilities) that will cause a direct conversion.
Part VI: Do not complete Part VI if a local site assessment is used.
Assign the maximum points for each site assessment criterion as shown in § 658.5 (b) of CFR. In cases of
.. corridor-type projects such as transportation, powerline and: flood control, criteria #5 and #6 will not apply :
and will, be weighed zero, however, criterion #8 will be weighed a maximum of 25 points, and criterion
#11 a maximum of 25 points.
Individual Federal agencies at the national level, may assign relative weights among the 12 site assessment
criteria other than those shown in the FPPA rule. In all cases where other weights are assigned relative adjustments must be made to maintain the maximum total weight points at l60.
In rating alternative sites, Federal agencies shall consider each of the criteria and assign points within the
limits established in the FPPA rule. Sites most suitable for protection under these criteria will receive the
highest total scores, and sites least suitable, the lowest scores.
Part VII: In computing the "Total Site Assessment Points" where a State or local site assessment is used
and the total maximum number of points is other than 160, adjust the site assessment points to a base of 160.
, Example: if the Site Assessment maximum is 200 points, and alternative Site "A" is rated 180 points:
Total points assigned Site A = 180 x 160 = 144 points for Site “A.”
Maximum points possible 200

Site Assessment Scoring for the Twelve Factors Used in FPPA
The Site Assessment criteria used in the Farmland Protection Policy Act (FPPA) rule are designed to
assess important factors other than the agricultural value of the land when determining which alternative
sites should receive the highest level of protection from conversion to non agricultural uses.
Twelve factors are used for Site Assessment and ten factors for corridor-type sites. Each factor is listed
in an outline form, without detailed definitions or guidelines to follow in the rating process. The purpose
of this document is to expand the definitions of use of each of the twelve Site Assessment factors so
that all persons can have a clear understanding as to what each factor is intended to evaluate and how
points are assigned for given conditions.
In each of the 12 factors a number rating system is used to determine which sites deserve the most
protection from conversion to non-farm uses. The higher the number value given to a proposed site, the
more protection it will receive. The maximum scores are 10, 15 and 20 points, depending upon the
relative importance of each particular question. If a question significantly relates to why a parcel of land
should not be converted, the question has a maximum possible protection value of 20, whereas a
question which does not have such a significant impact upon whether a site would be converted, would
have fewer maximum points possible, for example 10.
The following guidelines should be used in rating the twelve Site Assessment criteria:
1.

How much land is in non-urban use within a radius of 1.0 mile from where the project is
intended?
More than 90 percent:
90-20 percent:
Less than 20 percent:

15 points
14 to 1 points
0 points

This factor is designed to evaluate the extent to which the area within one mile of the proposed
site is non-urban area. For purposes of this rule, "non-urban" should include:
•
•
•
•
•
•
•
•
•
•
•
•
•

Agricultural land (crop-fruit trees, nuts, oilseed)
Range land
Forest land
Golf Courses
Non paved parks and recreational areas
Mining sites
Farm Storage
Lakes, ponds and other water bodies
Rural roads, and through roads without houses or buildings
Open space
Wetlands
Fish production
Pasture or hayland

Urban uses include:
•
•
•
•
•
•
•

Houses (other than farm houses)
Apartment buildings
Commercial buildings
Industrial buildings
Paved recreational areas (i.e. tennis courts)
Streets in areas with 30 structures per 40 acres
Gas stations

•
•
•
•
•
•

Equipment, supply stores
Off-farm storage
Processing plants
Shopping malls
Utilities/Services
Medical buildings

In rating this factor, an area one-mile from the outer edge of the proposed site should be outlined on a
current photo; the areas that are urban should be outlined. For rural houses and other buildings with
unknown sizes, use 1 and 1/3 acres per structure. For roads with houses on only one side, use one half
of road for urban and one half for non-urban.
The purpose of this rating process is to insure that the most valuable and viable farmlands are protected
from development projects sponsored by the Federal Government. With this goal in mind, factor S1
suggests that the more agricultural lands surrounding the parcel boundary in question, the more
protection from development this site should receive. Accordingly, a site with a large quantity of nonurban land surrounding it will receive a greater
number of points for protection from development. Thus, where more than 90 percent of the area
around the proposed site (do not include the proposed site in this assessment) is non-urban, assign 15
points. Where 20 percent or less is
non-urban, assign 0 points. Where the area lies between 20 and 90 percent non-urban, assign
appropriate points from 14 to 1, as noted below.
Percent Non-Urban Land
within 1 mile
90 percent or greater
85 to 89 percent
80 to 84 percent
75 to 79 percent
70 to 74 percent
65 to 69 percent
60 to 64 percent
55 to 59 percent
50 to 54 percent
45 to 49 percent
40 to 44 percent
35 to 39 percent
30 to 24 percent
25 to 29 percent
21 to 24 percent
20 percent or less
2.

Points
15
14
13
12
11
10
9
8
7
6
5
4
3
2
1
0

How much of the perimeter of the site borders on land in non-urban use?
More than 90 percent:
90 to 20 percent:
Less than 20 percent:

l0 points
9 to 1 point(s)
0 points

This factor is designed to evaluate the extent to which the land adjacent to the proposed site is nonurban use. Where factor #1 evaluates the general location of the proposed site, this factor evaluates
the immediate perimeter of the site. The definition of urban and non-urban uses in factor #1 should be
used for this factor.
In rating the second factor, measure the perimeter of the site that is in non-urban and urban use.
Where more than 90 percent of the perimeter is in non-urban use, score this factor 10 points. Where
less than 20 percent, assign 0 points. If a road is next to the perimeter, class the area according to the

use on the other side of the road for that area. Use 1 and 1/3 acre per structure if not otherwise known.
Where 20 to 90 percent of the perimeter is non-urban, assign points as noted below:
Percentage of Perimeter
Bordering Land
90 percent or greater
82 to 89 percent
74 to 81 percent
65 to 73 percent
58 to 65 percent
50 to 57 percent
42 to 49 percent
34 to 41 percent
27 to 33 percent
21 to 26 percent
20 percent or Less
3.

Points
10
9
8
7
6
5
4
3
2
1
0

How much of the site has been farmed (managed for a scheduled harvest or timber activity)
more than five of the last ten years?
More than 90 percent:
90 to 20 percent:
Less than 20 percent:

20 points
19 to 1 point(s)
0 points

This factor is designed to evaluate the extent to which the proposed conversion site has been used or
managed for agricultural purposes in the past 10 years.
Land is being farmed when it is used or managed for food or fiber, to include timber products, fruit, nuts,
grapes, grain, forage, oil seed, fish and meat, poultry and dairy products.
Land that has been left to grow up to native vegetation without management or harvest will be
considered as abandoned and therefore not farmed. The proposed conversion site should be evaluated
and rated according to the percent, of the site farmed.
If more than 90 percent of the site has been farmed 5 of the last 10 years score the site as follows:
Percentage of Site Farmed
90 percent or greater
86 to 89 percent
82 to 85 percent
78 to 81 percent
74 to 77 percent
70 to 73 percent
66 to 69 percent
62 to 65 percent
58 to 61 percent
54 to 57 percent
50 to 53 percent
46 to 49 percent
42 to 45 percent
38 to 41 percent
35 to 37 percent
32 to 34 percent
29 to 31 percent
26 to 28 percent

Points
20
19
18
17
16
15
14
13
12
11
10
9
8
7
6
5
4
3

23 to 25 percent
20 to 22 percent percent or Less
Less than 20 percent
4.

2
1
0

Is the site subject to state or unit of local government policies or programs to protect
farmland or covered by private programs to protect farmland?
Site is protected:
Site is not protected:

20 points
0 points

This factor is designed to evaluate the extent to which state and local government and private programs
have made efforts to protect this site from conversion.
State and local policies and programs to protect farmland include:
State Policies and Programs to Protect Farmland
1. Tax Relief:
A. Differential Assessment: Agricultural lands are taxed on their agricultural use value, rather
than at market value. As a result, farmers pay fewer taxes on their land, which helps keep them
in business, and therefore helps to insure that the farmland will not be converted to
nonagricultural uses.
1. Preferential Assessment for Property Tax: Landowners with parcels of land used for
agriculture are given the privilege of differential assessment.
2. Deferred Taxation for Property Tax: Landowners are deterred from converting their land
to nonfarm uses, because if they do so, they must pay back taxes at market value.
3. Restrictive Agreement for Property Tax: Landowners who want to receive Differential
Assessment must agree to keep their land in - eligible use.
B. Income Tax Credits
Circuit Breaker Tax Credits: Authorize an eligible owner of farmland to apply some or all of the
property taxes on his or her farmland and farm structures as a tax credit against the owner's
state income tax.
C. Estate and Inheritance Tax Benefits
Farm Use Valuation for Death Tax: Exemption of state tax liability to eligible farm estates.
2. "Right to farm" laws:
Prohibits local governments from enacting laws which will place restrictions upon normally
accepted farming practices, for example, the generation of noise, odor or dust.
3. Agricultural Districting:
Wherein farmers voluntarily organize districts of agricultural land to be legally recognized
geographic areas. These farmers receive benefits, such as protection from annexation, in
exchange for keeping land within the district for a given number of years.
4. Land Use Controls: Agricultural Zoning.

Types of Agricultural Zoning Ordinances include:
A. Exclusive: In which the agricultural zone is restricted to only farm-related dwellings, with, for
example, a minimum of 40 acres per dwelling unit.
B. Non-Exclusive: In which non-farm dwellings are allowed, but the density remains low, such
as 20 acres per dwelling unit.
Additional Zoning techniques include:
A. Slidinq Scale: This method looks at zoning according to the total size of the parcel owned.
For example, the number of dwelling units per a given number of acres may change from
county to county according to the existing land acreage to dwelling unit ratio of surrounding
parcels of land within the specific area.
B. Point System or Numerical Approach: Approaches land use permits on a case by case
basis.
LESA: The LESA system (Land Evaluation-Site Assessment) is used as a tool to help
assess options for land use on an evaluation of productivity weighed against commitment to
urban development.
C. Conditional Use: Based upon the evaluation on a case by case basis by the Board of
Zoning Adjustment. Also may include the method of using special land use permits.
5. Development Rights:
A. Purchase of Development Rights (PDR): Where development rights are purchased by
Government action.
Buffer Zoning Districts: Buffer Zoning Districts are an example of land purchased by
Government action. This land is included in zoning ordinances in order to preserve and
protect agricultural lands from non-farm land uses encroaching upon them.
B. Transfer of Development Rights (TDR): Development rights are transferable for use in other
locations designated as receiving areas. TDR is considered a locally based action (not
state), because it requires a voluntary decision on the part of the individual landowners.
6. Governor’s Executive Order: Policy made by the Governor, stating the importance of agriculture,
and the preservation of agricultural lands. The Governor orders the state agencies to avoid the
unnecessary conversion of important farmland to nonagricultural uses.
7. Voluntary State Programs:
A. California's Program of Restrictive Agreements and Differential Assessments: The
California Land Conservation Act of 1965, commonly known as the Williamson Act, allows
cities, counties and individual landowners to form agricultural preserves and enter into
contracts for 10 or more years to insure that these parcels of land remain strictly for
agricultural use. Since 1972 the Act has extended eligibility to recreational and open space
lands such as scenic highway corridors, salt ponds and wildlife preserves. These
contractually restricted lands may be taxed differentially for their real value. One hundredacre districts constitute the minimum land size eligible.
Suggestion: An improved version of the Act would state that if the land is converted
after the contract expires, the landowner must pay the difference in the taxes between
market value for the land and the agricultural tax value which he or she had been

paying under the Act. This measure would help to insure that farmland would not be
converted after the 10 year period ends.
B. Maryland Agricultural Land Preservation Program: Agricultural landowners within
agricultural districts have the opportunity to sell their development rights to the Maryland
Land Preservation Foundation under the agreement that these landowners will not
subdivide or develop their land for an initial period of five years. After five years the
landowner may terminate the agreement with one year notice.
As is stated above under the California Williamson Act, the landowner should pay the back
taxes on the property if he or she decides to convert the land after the contract expires, in
order to discourage such conversions.
C. Wisconsin Income Tax Incentive Program: The Wisconsin Farmland Preservation Program
of December 1977 encourages local jurisdictions in Wisconsin to adopt agricultural
preservation plans or exclusive agricultural district zoning ordinances in exchange for credit
against state income tax and exemption from special utility assessment. Eligible candidates
include local governments and landowners with at least 35 acres of land per dwelling unit in
agricultural use and gross farm profits of at least $6.000 per year, or $18,000 over three
years.
8. Mandatory State Programs:
A. The Environmental Control Act in the state of Vermont was adopted in 1970 by the Vermont
State Legislature. The Act established an environmental board with 9 members (appointed
by the Governor) to implement a planning process and a permit system to screen most
subdivisions and development proposals according to specific criteria stated in the law.
The planning process consists of an interim and a final Land Capability and Development
Plan, the latter of which acts as a policy plan to control development. The policies are
written in order to:
•
•
•

prevent air and water pollution;
protect scenic or natural beauty, historic sites and rare and irreplaceable
natural areas; and
consider the impacts of growth and reduction of development on areas of
primary agricultural soils.

B. The California State Coastal Commission: In 1976 the Coastal Act was passed to establish
a permanent Coastal Commission with permit and planning authority The purpose of the
Coastal Commission was and is to protect the sensitive coastal zone environment and its
resources, while accommodating the social and economic needs of the state. The
Commission has the power to regulate development in the coastal zones by issuing permits
on a case by case basis until local agencies can develop their own coastal plans, which
must be certified by the Coastal Commission.
C. Hawaii's Program of State Zoning: In 1961, the Hawaii State Legislature established Act
187, the Land Use Law, to protect the farmland and the welfare of the local people of
Hawaii by planning to avoid “unnecessary urbanization”. The Law made all state lands into
four districts: agricultural, conservation, rural and urban. The Governor appointed members
to a State Land Use Commission, whose duties were to uphold the Law and form the
boundaries of the four districts. In addition to state zoning, the Land Use Law introduced a
program of Differential Assessment, wherein agricultural landowners paid taxes on their
land for its agricultural use value, rather than its market value.
D. The Oregon Land Use Act of 1973: This act established the Land Conservation and
Development Commission (LCDC) to provide statewide planning goals and guidelines.

Under this Act, Oregon cities and counties are each required to draw up a comprehensive
plan, consistent with statewide planning goals. Agricultural land preservation is high on the
list of state goals to be followed locally.
If the proposed site is subject to or has used one or more of the above farmland protection programs or
policies, score the site 20 points. If none of the above policies or programs apply to this site, score 0
points.
5. How close is the site to an urban built-up area?
The site is 2 miles or more from an
urban built-up area
The site is more than 1 mile but less
than 2 miles from an urban built-up area
The site is less than 1 mile from, but is
not adjacent to an urban built-up area
The site is adjacent to an urban built-up
area

15 points
10 points
5 points
0 points

This factor is designed to evaluate the extent to which the proposed site is located next to an existing
urban area. The urban built-up area must be 2500 population. The measurement from the built-up area
should be made from the point at which the density is 30 structures per 40 acres and with no open or
non-urban land existing between the major built-up areas and this point. Suburbs adjacent to cities or
urban built-up areas should be considered as part of that urban area.
For greater accuracy, use the following chart to determine how much protection the site should receive
according to its distance from an urban area. See chart below:
Distance From Perimeter
of Site to Urban Area
More than 10,560 feet
9,860 to 10,559 feet
9,160 to 9,859 feet
8,460 to 9,159 feet
7,760 to 8,459 feet
7,060 to 7,759 feet
6,360 to 7,059 feet
5,660 to 6,359 feet
4,960 to 5,659 feet
4,260 to 4,959 feet
3,560 to 4,259 feet
2,860 to 3,559 feet
2,160 to 2,859 feet
1,460 to 2,159 feet
760 to 1,459 feet
Less than 760 feet (adjacent)

Points
15
14
13
12
11
10
9
8
7
6
5
4
3
2
1
0

6. How close is the site to water lines, sewer lines and/or other local facilities and services
whose capacities and design would promote nonagricultural use?
None of the services exist nearer than
3 miles from the site
Some of the services exist more than
one but less than 3 miles from the site
All of the services exist within 1/2 mile
of the site

15 points
10 points
0 points

This question determines how much infrastructure (water, sewer, etc.) is in place which could facilitate
nonagricultural development. The fewer facilities in place, the more difficult it is to develop an area.
Thus, if a proposed site is further away from these services (more than 3 miles distance away), the site
should be awarded the highest number of points (15). As the distance of the parcel of land to services
decreases, the number of points awarded declines as well. So, when the site is equal to or further than
1 mile but less than 3 miles away from services, it should be given 10 points. Accordingly, if this
distance is 1/2 mile to less than 1 mile, award 5 points; and if the distance from land to services is less
than 1/2 mile, award 0 points.
Distance to public facilities should be measured from the perimeter of the parcel in question to the
nearest site(s) where necessary facilities are located. If there is more than one distance (i.e. from site to
water and from site to sewer), use the average distance (add all distances and then divide by the
number of different distances to get the average).
Facilities which could promote nonagricultural use include:
•
•
•
•
•
•
•

Water lines
Sewer lines
Power lines
Gas lines
Circulation (roads)
Fire and police protection
Schools

7. Is the farm unit(s) containing the site (before the project) as large as the average-size
farming unit in the county? (Average farm sizes in each county are available from the NRCS
field offices in each state. Data are from the latest available Census of Agriculture, Acreage
of Farm Units in Operation with $1,000 or more in sales.)
As large or larger:
Below average: Deduct 1 point for
each 5 percent below the average,
down to 0 points if 50 percent or more
is below average

10 points
9 to 0 points

This factor is designed to determine how much protection the site should receive, according to its size in
relation to the average size of farming units within the county. The larger the parcel of land, the more
agricultural use value the land possesses, and vice versa. Thus, if the farm unit is as large or larger
than the county average, it receives the maximum number of points (10). The smaller the parcel of land
compared to the county average, the fewer number of points given. Please see below:
Parcel Size in Relation to Average County
Size
Same size or larger than average (l00 percent)
95 percent of average
90 percent of average
85 percent of average
80 percent of average
75 percent of average
70 percent of average
65 percent of average
60 percent of average
55 percent of average
50 percent or below county average

Points
10
9
8
7
6
5
4
3
2
1
0

State and local Natural Resources Conservation Service offices will have the average farm size
information, provided by the latest available Census of Agriculture data
8. If this site is chosen for the project, how much of the remaining land on the farm will become
non-farmable because of interference with land patterns?
Acreage equal to more than 25 percent of acres directly
converted by the project
Acreage equal to between 25 and 5 percent of the acres
directly converted by the project

10 points

Acreage equal to less than 5 percent of the acres
directly converted by the project

0 points

9 to 1 point(s)

This factor tackles the question of how the proposed development will affect the rest of the land on the
farm The site which deserves the most protection from conversion will receive the greatest number of
points, and vice versa. For example, if the project is small, such as an extension on a house, the rest of
the agricultural land would remain farmable, and thus a lower number of points is given to the site.
Whereas if a large-scale highway is planned, a greater portion of the land (not including the site) will
become non-farmable, since access to the farmland will be blocked; and thus, the site should receive
the highest number of points (10) as protection from conversion
Conversion uses of the Site Which Would Make the Rest of the Land Non-Farmable by Interfering with
Land Patterns
Conversions which make the rest of the property nonfarmable include any development which blocks
accessibility to the rest of the site Examples are highways, railroads, dams or development along the
front of a site restricting access to the rest of the property.
The point scoring is as follows:
Amount of Land Not Including the
Site Which Will Become NonFarmable
25 percent or greater
23 - 24 percent
21 - 22 percent
19 - 20 percent
17 - 18 percent
15 - 16 percent
13 - 14 percent
11 - 12 percent
9 - 11 percent
6 - 8 percent
5 percent or less

Points
10
9
8
7
6
5
4
3
2
1
0

9. Does the site have available adequate supply of farm support services and markets, i.e., farm
suppliers, equipment dealers, processing and storage facilities and farmer's markets?
All required services are available
Some required services are available
No required services are available

5 points
4 to 1 point(s)
0 points

This factor is used to assess whether there are adequate support facilities, activities and industry to
keep the farming business in business. The more support facilities available to the agricultural

landowner, the more feasible it is for him or her to stay in production. In addition, agricultural support
facilities are compatible with farmland. This fact is important, because some land uses are not
compatible; for example, development next to farmland cam be dangerous to the welfare of the
agricultural land, as a result of pressure from the neighbors who often do not appreciate the noise,
smells and dust intrinsic to farmland. Thus, when all required agricultural support services are available,
the maximum number of points (5) are awarded. When some services are available, 4 to 1 point(s) are
awarded; and consequently, when no services are available, no points are given. See below:
Percent of
Services Available
100 percent
75 to 99 percent
50 to 74 percent
25 to 49 percent
1 to 24 percent
No services

Points
5
4
3
2
1
0

10. Does the site have substantial and well-maintained on farm investments such as barns,
other storage buildings, fruit trees and vines, field terraces, drainage, irrigation, waterways,
or other soil and water conservation measures?
High amount of on-farm investment
Moderate amount of non-farm
investment
No on-farm investments

20 points
19 to 1 point(s)
0 points

This factor assesses the quantity of agricultural facilities in place on the proposed site. If a significant
agricultural infrastructure exists, the site should continue to be used for farming, and thus the parcel will
receive the highest amount of points towards protection from conversion or development. If there is little
on farm investment, the site will receive comparatively less protection. See-below:
Amount of On-farm Investment
As much or more than necessary to
maintain production (100 percent)
95 to 99 percent
90 to 94 percent
85 to 89 percent
80 to 84 percent
75 to 79 percent
70 to 74 percent
65 to 69 percent
60 to 64 percent
55 to 59 percent
50 to 54 percent
45 to 49 percent
40 to 44 percent
35 to 39 percent
30 to 34 percent
25 to 29 percent
20 to 24 percent
15 to 19 percent
10 to 14 percent
5 to 9 percent
0 to 4 percent

Points
20
19
18
17
16
15
14
13
12
11
10
9
8
7
6
5
4
3
2
1
0

11. Would the project at this site, by converting farmland to nonagricultural use, reduce the
support for farm support services so as to jeopardize the continued existence of these
support services and thus, the viability of the farms remaining in the area?
Substantial reduction in demand for support
services if the site is converted
Some reduction in demand for support
services if the site is converted
No significant reduction in demand for
support services if the site is converted

10 points
9 to 1 point(s)
0 points

This factor determines whether there are other agriculturally related activities, businesses or jobs
dependent upon the working of the pre-converted site in order for the others to remain in production.
The more people and farming activities relying upon this land, the more protection it should receive from
conversion. Thus, if a substantial reduction in demand for support services were to occur as a result of
conversions, the proposed site would receive a high score of 10; some reduction in demand would
receive 9 to 1 point(s), and no significant reduction in demand would receive no points.
Specific points are outlined as follows:
Amount of Reduction in Support
Services if Site is Converted to
Nonagricultural Use
Substantial reduction (100 percent)
90 to 99 percent
80 to 89 percent
70 to 79 percent
60 to 69 percent
50 to 59 percent
40 to 49 percent
30 to 39 percent
20 to 29 percent
10 to 19 percent
No significant reduction (0 to 9 percent)

Points
10
9
8
7
6
5
4
3
2
1
0

12. Is the kind and intensity of the proposed use of the site sufficiently incompatible with
agriculture that it is likely to contribute to the eventual conversion of the surrounding
farmland to nonagricultural use?
Proposed project is incompatible with existing
agricultural use of surrounding farmland
Proposed project is tolerable of existing
agricultural use of surrounding farmland
Proposed project is fully compatible with existing
agricultural use of surrounding farmland

10 points
9 to 1 point(s)
0 points

Factor 12 determines whether conversion of the proposed agricultural site will eventually cause the
conversion of neighboring farmland as a result of incompatibility of use of the first with the latter. The
more incompatible the proposed conversion is with agriculture, the more protection this site receives
from conversion. Therefor-, if the proposed conversion is incompatible with agriculture, the site receives
10 points. If the project is tolerable with agriculture, it receives 9 to 1 points; and if the proposed
conversion is compatible with agriculture, it receives 0 points.

CORRIDOR - TYPE SITE ASSESSMENT CRITERIA
The following criteria are to be used for projects that have a linear or corridor - type site configuration
connecting two distant points, and crossing several different tracts of land. These include utility lines,
highways, railroads, stream improvements, and flood control systems. Federal agencies are to assess
the suitability of each corridor-type site or design alternative for protection as farmland along with the
land evaluation information.
For Water and Waste Programs, corridor analyses are not applicable for distribution or collection
networks. Analyses are applicable for transmission or trunk lines where placement of the lines are
flexible.
(1) How much land is in nonurban use within a radius of 1.0 mile form where the project is intended?
(2)
(4)
(6)

More than 90 percent
90 to 20 percent
Less than 20 percent

(3)
(5)
(7)

15 points
14 to 1 point(s).
0 points

(2) How much of the perimeter of the site borders on land in nonurban use?
(3)
(5)
(7)

More than 90 percent
90 to 20 percent
less than 20 percent

(4)
(6)
(8)

10 point(s)
9 to 1 points
0 points

(3) How much of the site has been farmed (managed for a scheduled harvest or timber activity) more
than five of the last 10 years?
(4)
(6)
(8)

More than 90 percent
90 to 20 percent
Less than 20 percent

(5)
(7)
(9)

20 points
19 to 1 point(s)
0 points

(4) Is the site subject to state or unit of local government policies or programs to protect farmland or
covered by private programs to protect farmland?
Site is protected
Site is not protected

20 points
0 points

(5) Is the farm unit(s) containing the site (before the project) as large as the average - size farming unit
in the County? (Average farm sizes in each county are available from the NRCS field offices in
each state. Data are from the latest available Census of Agriculture, Acreage of Farm Units in
Operation with $1,000 or more in sales.)
As large or larger
Below average deduct 1 point for each 5
percent below the average, down to 0 points if
50 percent or more below average

10 points
9 to 0 points

(6) If the site is chosen for the project, how much of the remaining land on the farm will become nonfarmable because of interference with land patterns?
Acreage equal to more than 25 percent of
acres directly converted by the project
Acreage equal to between 25 and 5 percent of
the acres directly convened by the project
Acreage equal to less than 5 percent of the
acres directly converted by the project

25 points
1 to 24 point(s)
0 points

(7)

Does the site have available adequate supply of farm support services and markets, i.e., farm
suppliers, equipment dealers, processing and storage facilities and farmer's markets?
All required services are available
Some required services are available
No required services are available

5 points
4 to 1 point(s)
0 points

(8) Does the site have substantial and well-maintained on-farm investments such as barns, other
storage building, fruit trees and vines, field terraces, drainage, irrigation, waterways, or other soil
and water conservation measures?
High amount of on-farm investment
Moderate amount of on-farm investment
No on-farm investment

20 points
19 to 1 point(s)
0 points

(9) Would the project at this site, by converting farmland to nonagricultural use, reduce the demand for
farm support services so as to jeopardize the continued existence of these support services and
thus, the viability of the farms remaining in the area?
Substantial reduction in demand for support
services if the site is convened
Some reduction in demand for support
services if the site is convened
No significant reduction in demand for support
services if the site is converted

25 points
1 to 24 point(s)
0 points

(10) Is the kind and intensity of the proposed use of the site sufficiently incompatible with agriculture
that it is likely to contribute to the eventual conversion of surrounding farmland to nonagricultural
use?
Proposed project is incompatible to existing
agricultural use of surrounding farmland
Proposed project is tolerable to existing
agricultural use of surrounding farmland
Proposed project is fully compatible with
existing agricultural use of surrounding
farmland

10 points
9 to 1 point(s)
0 points
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Scoping Report
Environmental Assessment for a
New Perishable Air Cargo Complex and
Related Development
at the Airglades Airport
Clewiston, Florida
1.0

INTRODUCTION

Pursuant to the National Environmental Policy Act (NEPA), Hendry County is preparing an Environmental
Assessment (EA) to address the proposed privatization and subsequent development of a 10,000-foot air
cargo runway and related cargo and aircraft maintenance facilities at the Airglades Airport. To ensure all
issues and public concerns related to the proposed actions are identified and considered in the EA, the
County implemented a formal Scoping process. The Scoping process: 1) informed agencies and the
public that an EA was being initiated; 2) informed agencies and the public of the proposed actions
associated with the privatization of the airport and development of cargo facilities; and, 3) solicited input
and comments related to issues and concerns that should be addressed in the EA. This Scoping Report
documents the Scoping process and comments received.
2.0

AIRPORT INFORMATION AND DESCRIPTION OF PROPOSED PROJECT

The Airglades Airport is a public-use, general aviation airport. The airport presently has a 5,905-foot
paved runway, access taxiways, aircraft parking apron, aircraft storage and maintenance hangars, and a
passenger terminal building. The airport supports business flights (including jets), recreational flying,
flight training, and sky diving activities. An industrial park is located on the northwest quadrant of the
airport. Airport property not dedicated to airport operations and industrial sites is leased for agriculture.
1

The Florida Department of Transportation shows that the airport had 24 based aircraft in 2011 and
2

generated approximately 11,527 aircraft operations the same year .
The Federal Aviation Administration’s (FAA) Airport Privatization Pilot Program (APPP) is designed to
allow airports to generate access to sources of private capital for airport improvement and development.
The 1996 Federal Aviation Reauthorization Act authorized the FAA to establish the pilot program and the
2012 FAA Modernization and Reform Act increased the number of airports that could participate in the
program from 5 to 10. The program permits up to 10 public airport sponsors to sell or lease an airport,
with certain restrictions, and to exempt the sponsor from certain federal requirements. The Airglades
Airport is presently in the APPP.

1
2

Florida Aviation System Plan. “General Aviation Based Aircraft Forecast, 2012 – 2013”. Florida Department of Transportation.
January 23, 2013.
Florida Aviation System Plan. “General Aviation Operations Forecast, 2012 – 2013”. Florida Department of Transportation.
January 23, 2013.
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The FAA informed Hendry County that the preliminary application for Airglades Airport’s participation in
the APPP was accepted on October 18, 2010. The letter also indicated that Hendry County may select a
private operator, negotiate an agreement and submit a final application. The private operator has been
selected; draft management and purchase agreements have been submitted to FAA for review; and a
final application is being prepared for submission to the FAA in 2014. If the application is approved, the
proposed airport development actions (also referred to in this report as the “Proposed Project”) would
include:


Acquisition of the Airglades Airport by a Private Developer for the construction and
operation of a new Perishable Air Cargo Complex



Acquisition of approximately 250 additional acres of land to accommodate the new
north/south runway development



Construction of a new 10,000’x150’ runway including parallel and connecting
taxiways



Development of a new Perishable Air Cargo Distribution Center, including all
associated inspection services such as U.S. Department of Agriculture, U.S.
Customs and Border Protection, and Transportation Security Administration



New Maintenance, Repair, and Overhaul (MRO) facilities, including an Aircraft Paint
Facility and associated aircraft parking apron



New Aircraft Rescue and Firefighting (ARFF) facility



New Ground Support Equipment (GSE) facility



New aircraft apron areas to support 10 wide-body aircraft



New Air Traffic Control Tower (ATCT)



New fuel storage facilities, including apron hydrant fueling



New warehouse and distribution facilities



Vehicular access and automobile and truck parking facilities



Site Improvements including drainage, stormwater detention, utilities, etc., and



Two (2) Category III Instrument Landing Systems (ILS), including associated
Approach Light Systems (ALS), site preparation, and equipment installation

The Proposed Project is depicted in Figure 1. The Proposed Project is also depicted on the Airport
Layout Plan that was approved by the FAA on January 6, 2012.
3.0

SCOPING NOTIFICATIONS

A variety of methods were used to inform the public and agencies about the EA Scoping process. The
actions taken to inform the public and agencies are summarized below.
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3.1

NEWSPAPER ADVERTISEMENTS

Hendry County announced the preparation of the Environmental Assessment and provided notification of
the Agency and Public Scoping meetings through advertisements published in two newspapers of local
general circulation – The Clewiston News and the Caloosa Belle. The Notice was published twice prior to
the date of the Scoping meetings. Publication dates were August 22, 2013 and September 5, 2013. A
Spanish language version of the Notice was also published on the same days in the same newspapers.
Appendix A contains a copy of the Notice, the Spanish Language version of the Notice, and affidavits of
publication obtained from the publisher.
Newspaper:

The Clewiston News

Circulation:

3,500

Publication Dates:

August 22, 2013 & September 5, 2013

Newspaper:

Caloosa Belle

Circulation:

6,500

Publication Dates:

August 22, 2013 & September 5, 2013

3.2

MEDIA NOTIFICATION

A copy of the Notice was also provided to the following local news media outlets:
Radio Stations

WGCU 90.1 FM
WAFC 100.5 FM
WWGR 101.9 FM
WAFC 106.1 FM (Spanish)

Television Stations

WFTX Fox News (Fort Meyers)
WBBH NBC News (Fort Meyers)
WINK CBS News (Fort Meyers)

3.3

AGENCY NOTIFICATION

A copy of the Notice, an information packet, and Agency Scoping Meeting invitation letter were mailed to
select federal, state, and local officials, governments, agencies, and Native American tribe officials and
representatives. The agency Scoping notification materials were mailed approximately 20 days prior to
the Agency Scoping meeting.

The information packet included a brief description of the Proposed

Project, and aerial photograph of the Airglades Airport, and a color graphics depicting the Proposed
Project. A copy of the Notice, information packet, and Agency Scoping Meeting invitation letter are
provided in Appendix B.
A list of agencies, local governments, elected officials, and Native American tribe officials and
representatives to whom the Agency Scoping meeting invitation letter and information packet were mailed
is also provided in Appendix B.
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3.4

PROJECT WEBSITE

Hendry County developed and published a project website for the Airglades EA at www.airgladesea.com.
The website provides information on the Proposed Project and the preparation of the EA; provided a copy
of the Scoping Notice and Scoping meeting materials for viewing and download (e.g., display boards,
handout, presentation, and comment form); and provided information on how to submit comments during
the Scoping process. The website will be updated during the course of the EA.
4.0

SCOPING MEETINGS

The Agency and Public Scoping Meetings were held on Thursday, September 19, 2013 at the John B.
Boy Auditorium. The facility is located at 1200 WC Owen Avenue, Clewiston, Florida 33440. Amenities
at the John B. Boy Auditorium included a main auditorium with stage, a public address system, separate
meeting room (Beardsley Room), lobby, kitchen, and restrooms.

An area near the entrance to the

auditorium was set-up with easels and informational display boards. Tables and chairs were provided
nearby for attendees to sit and prepare written comments. An area near the stage had theater-style
seating for a project presentation and the public comment portion of the meeting.

Free public parking

was available at the auditorium.
4.1

AGENCY SITE VISIT (AGENCY ATTENDANCE OPTIONAL)

An opportunity was afforded to interested agencies, government
officials, and Native American tribe officials and representatives
to meet at the Airglades Airport at 10:00 a.m. on Thursday,
September 19, 2013 for the purpose of becoming familiar with
Airglades Airport and viewing the proposed project development
site. One FAA representative participated in the site visit. No
other

agency,

local

government,

or

Native

American

representatives participated.
4.2

AGENCY SCOPING MEETING

A scoping meeting for federal, state, and local governmental officials, Native American tribe officials and
representatives, and agencies was held on September 19, 2013, between the hours of 1:30 p.m. and
3:30 p.m.

Two representatives from the Florida Department of Environmental Protection, one

representative from State Senator Dwight Bullard’s office, and one representative of the FAA attended the
Agency Scoping meeting.
The scoping meeting began with an informal review of display
boards and project maps. This portion of the meeting lasted
approximately 30 minutes and was designed to acquaint
attending agency representatives with the Airglades EA
project team and allowed attendees to review project maps
and materials and ask questions about the Proposed Project.
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Copies of sign-in sheet, display boards, and presentation are
provided in Appendix C.
The second part of the Agency Scoping Meeting, held in the
Beardsley Room, commenced with a brief introduction by
Charles Chapman IV, Hendry County Administrator. Hendry
County’s consultants for the Airglades EA followed with a
brief PowerPoint presentation that described the proposed
airport development actions, the EA approach and schedule, and environmental baseline information.
The County’s consultants facilitated discussions and solicited input and comments on any issues or
concerns that should be addressed in Phase 2 of the EA. Closing statements were then made, which
included instructions on submitting agency scoping comments.
A court reporter was present to take a verbatim transcript of the meeting and presentation. Comment
forms were available for agency attendees to submit written comments at the meeting. No verbal or
written agency comments were received at the meeting. However, it is anticipated that most agency
comments would be submitted in writing by the October 19, 2013 comment deadline.
4.3

PUBLIC SCOPING MEETING

A Scoping meeting for members of the public was held on September 19, 2013, between the hours of
5:00 p.m. and 8:00 p.m.

The Public Scoping meeting was attended by 25 members of the public,

including representatives of Airglades International Airport (AIA), the prospective airport owner and
operator. One representative of the FAA also attended the meeting.
Similar to the Agency Scoping Meeting, the Public Scoping Meeting began with an informational
workshop, which included a review of informational display boards and an opportunity to speak with
Hendry County representatives.

Members of the public were then able to submit verbal scoping

comments to the court reporter in a semi-private setting during this part of the meeting or submit written
comments using provided comment forms.
Because all but a couple of the meeting attendees submitted comments during the workshop part of the
meeting and had left the building, the planned presentation and public comment parts of the Scoping
meeting did not take place. However, Hendry County and its consultants remained at the auditorium for
the duration of the schedule meeting time.
Comment forms were available for the public to submit
written comments at the meeting. Information was also
provided on how to submit comments by mail. No written
comments were received during the Public Scoping
meeting.
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5.0

SCOPING MEETING COMMENTS

The Scoping comment period began on August 22, 2013 and closed on October 19, 2013. During this
timeframe, a total of 31 comment submittals were received by Hendry County through mailed comment
letters and comments made to the court reporter at the Scoping meetings. Appendix D of this report
contains a copy of each Scoping comment submittal.

Hendry County inventoried and reviewed all

comments. Each comment submittal was categorized by subject and commenter and incorporated into a
Comment/Response database system.
The following sections summarize the comments received. Summaries of the comments received and a
response to each specific comment are included in Appendix D of this report.
5.1
5.1.1

COMMENTS RECEIVED (BY COMMENTER)
Federal Agency Scoping Comments

The US Fish and Wildlife Service (USFWS) and US Army Corps of Engineers (USACE) were the only
federal agencies that submitted Scoping comments.

Other Federal agencies and organizations that

received copies of the Scoping Notice but who did not provide comments include the National Marine
Fisheries Service, US Environmental Protection Agency, US Department of the Interior, Federal Highway
Administration, National Park Service, US Department of Housing and Urban Development, and the US
Department of Agriculture.
5.1.2

Native American Tribes Scoping Comments

Native American Nations / Tribes that were provided copies of the Notice include: the Seminole Tribe of
Florida, Seminole Nation of Oklahoma, Miccosukee Tribe of Indians of Florida, and the Poarch Band of
Creek Indians. No Scoping comments were received from Native American Nations / Tribes.
5.1.3

State Agency Scoping Comments

In lieu of conducting a new review, the Florida State Clearinghouse provided a copy of a May 2013
Clearinghouse review letter conducted for a proposed Aircraft Conversion and Modification Center
(ACMC) at the Airglades Airport. The ACMC project, which did not materialize, contained many of the
same development actions included the Proposed Project evaluated in the EA.

The May 2013

Clearinghouse letter provided comments from the Florida Department of Environmental Protection
(FDEP), South Florida Water Management District (SFWMD), Florida Department of Transportation
(FDOT), and the Florida Department of Economic Opportunity. A separate comment letter was received
by the Florida State Historic Preservation Officer (SHPO).
5.1.4

Local Municipalities/Local Elected Officials/Regional Planning Organizations

Hendry County solicited Scoping comments from local governments and municipalities, local elected
officials, and the regional planning organizations.

No Scoping comments were received from local

governments, elected official, or agencies.
Airglades Airport Environmental Assessment
Scoping Report

6

5.1.5

Public and Special Interest Group Comments

Public comments received during the Scoping process were unanimously in favor of the Proposed
Project. One Public Scoping meeting attendee voiced concern about aircraft noise and overflights, but
did not submit a comment letter or provide verbal comments to the court reporter at the meeting.
5.2

COMMENTS RECEIVED (BY CATEGORY)

The FAA received approximately 59 individual comments during the Scoping comment period. Hendry
County reviewed each comment submittal and categorized individual comments (i.e., aircraft noise, air
quality, historic resources, etc.).

Each individual comment was entered into a Comment/Response

database – either verbatim from the comment submittal or summarized to capture the intent and meaning
of the comment. A tabulation of the Scoping comments that were received, by entity and category, is
provided in Table 5-1.
TABLE 5-1
NUMBER OF SCOPING COMMENTS BY ENTITY AND CATEGORY

Federal
Agency

Category
Purpose and Need

State
Agency

Native
American
Nations /
Tribe

Local Municipalities/
Elected Officials/
Regional Planning
Organizations

Public/
Special
Interest
Groups
2

Total
2

Alternatives
Noise
Land Use
Air Quality

4

4

Coastal Resources

1

1

Construction Impacts
Fish, Wildlife and Plants

6

Hazardous Materials
Historic and Archaeological
Resources
Socioeconomic Impacts

6
2

2

1

1

2

2

1

2

Environmental Justice
Quality of Life
Water Quality
Wetland

1

Cost Considerations
Other Considerations

2

Mitigation Measures
Coordination/Public
Involvement
Surface Transportation

1

2
1

2

2

1

1

In Support of the Project

33

33

37

59

In Opposition to the Project
Total

8

14

0

0

Source: Compiled by URS Corporation, 2013.
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5.3

SUMMARY OF SCOPING COMMENTS RECEIVED
3

The issues identified during the Scoping Process are summarized below . Comment letters received
during the Scoping process, and responses to the comments, are contained in Appendix D.

3



Approximately 56 percent of the comments received were in favor of the Proposed
Project



Agricultural growers, cargo brokers, freight forwarders located in South Florida
provided comments that were all in favor of the Proposed Project.



The Proposed Project will likely require drinking water and domestic wastewater
collection and treatment permits from the FDEP, depending on the anticipated water
demand and the wastewater flows. The construction project would also require an
Environmental Resource Permit (ERP) for stormwater management and wetland
impacts from the South Florida Water Management District.



State Route 80 and US Highway 27 – both Strategic Intermodal System (SIS)
facilities – in the vicinity of the Airglades Airport are anticipated to have sufficient
capacity to support the trips that would be generated from the Proposed Project.



A site-specific access development plan with a revised traffic impact analysis will be
required for highway access improvements.



The Florida Department of Economic Opportunity notes that Hendry County
continues to experience the highest unemployment rate in Florida and development
at the airport will enhance the region’s economic base, create entrepreneurial
opportunities and enhance the region’s competitiveness.



The Proposed Project is consistent with the Florida Coastal Management Program.



The Proposed Project will not affect historic properties.



The following endangered species should be taken into consideration: wood stork,
eastern indigo snake, panther, and caracara.



The Proposed Project should include measures to minimize adverse effects on the
Eastern indigo snake. The Proposed Project is unlikely to affect wood storks and
habitat for the Florida panther. The Proposed Project should consider measures to
protect and conserve migratory birds.



The proposed site appears to contain Waters of the United States, including wetlands
and tributaries. A jurisdictional determination for the entire site is recommended.



Mitigation for unavoidable impacts to Waters of the U.S. and wetlands will require
mitigation. Mitigation at a federally-approved mitigation bank is preferred.



The Proposed Project may require air permits. Specific air permit needs will be
determined as the project is further developed.

In Table 5-1, Hendry County did not quantify and rank individual comments beyond the category level. The list summarizing
comments is presented in no particular order of importance.
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APPENDIX A
SCOPING NOTICES
This appendix contains the following Scoping notification materials:
Appendix A1

Notice of Preparation of an Environmental Assessment and Scoping Meetings for
Airglades Airport, Hendry County, Florida (English and Spanish language versions)

Appendix A2

Proof of Publication

Appendix A1

Notice of Preparation of an Environmental Assessment and Scoping Meetings for Airglades Airport,
Hendry County, Florida (English and Spanish language versions)

NOTICE
Preparation of an Environmental Assessment and
Scoping Meetings for
Airglades Airport, Hendry County, Florida

SUMMARY: Pursuant to the National Environmental Policy Act (NEPA) of 1969,
Hendry County is preparing an Environmental Assessment (EA) to address the
proposed privatization and subsequent development of a 10,000-foot air cargo
runway and related cargo and aircraft maintenance facilities at the Airglades
Airport, 1090 Airglades Blvd., Clewiston, Florida 33440. Once completed, the EA
will be submitted to the Federal Aviation Administration (FAA) for the agency’s
decision to either prepare an Environmental Impact Statement or issue a Finding
of No Significant Impact. To ensure all issues and public concerns related to the
proposed actions are identified and considered in the EA, the County will hold
one governmental agency Scoping Meeting and one public Scoping Meeting.
AIRPORT INFORMATION: The Airglades Airport is a public-use, general
aviation airport. The airport presently has a 5,905-foot paved runway, access
taxiways, aircraft parking apron, aircraft storage and maintenance hangars, and a
passenger terminal building. The airport supports business flights (including
jets), recreational flying, flight training, and sky diving activities. The airport also
supports a relatively new industrial park. The Florida Dept. of Transportation
shows that the airport had 24 based aircraft in 2011 and generated
approximately 11,527 aircraft operations the same year.
PROPOSED ACTIONS: The FAA informed Hendry County that the preliminary
application for Airglades Airport’s participation in the Airport Privatization Pilot
Program (APPP) was accepted on October 18, 2010. The letter also indicated
that Hendry County may select a private operator, negotiate an agreement and
submit a final application. The private operator has been selected; draft
management and purchase agreements have been submitted to FAA for review;
and a final application is being prepared for submission to the FAA in 2014. The
proposed actions and airport development expected to occur if the application is
approved include:




Acquisition of the Airglades Airport by a Private Developer for the
construction and operation of a new Perishable Air Cargo Complex
Acquisition of approximately 250 additional acres of land to accommodate
the new north/south runway development
New 10,000’x150’ Runway including parallel and connecting Taxiways














New Perishable Air Cargo Distribution Center, including all associated
inspection services such as U.S. Department of Agriculture, U.S. Customs
and Border Protection, and Transportation Security Administration
New Maintenance, Repair, and Overhaul (MRO) Facilities, including
Aircraft Paint Facility and associated aircraft parking apron
New Aircraft Rescue and Firefighting (ARFF) Facility
New Ground Support Equipment (GSE) Facility
New Aircraft Apron Areas to support 10 wide-body Aircraft
New Air Traffic Control Tower (ATCT) Facility
New Fuel Storage Facilities, including Apron Hydrant Fueling
New Warehouse and Distribution Facilities
Vehicular Access and Automobile and Truck Parking Facilities
Site Improvements including Drainage, Stormwater Detention, Utilities,
Etc.
Establishment of Two (2) Category III Instrument Landing Systems
(ILS), including associated Approach Light Systems (ALS), Site
Preparation, and Equipment Installation

EA PREPARATION: FAA actions related to the privatization of Airglades Airport
and the development of a new air cargo runway (and related facilities) require
environmental analysis, coordination, and documentation conforming to the
provisions of the National Environmental Policy Act of 1969 (NEPA) and
guidance contained in the FAA’s Airport Environmental Handbook (Order
1050.1E) and FAA’s NEPA Implementing Instructions for Airport Actions (Order
5050.4B). Hendry County will prepare the EA and assess the environmental,
social, and economic impacts associated with the proposed actions at the
Airglades Airport. The EA will consider the No-Action Alternative, the Proposed
Action, and other reasonable alternatives identified during Scoping and the EA
process. A Draft EA will be circulated for public and agency review and comment.
After review of the Draft EA, a Final EA will be submitted to the FAA for the
agency’s decision to either prepare an Environmental Impact Statement or issue
a Finding of No Significant Impact.
SCOPING COMMENTS: Comments and suggestions are invited from federal,
state, and local agencies; governments; Native American tribe officials and
representatives; the public; and other interested parties to ensure that the full
range of alternatives and all issues and public concerns related to the proposed
action are identified and considered in the EA. Written comments and
suggestions concerning the scope of the EA should be mailed to Hendry County
at the address listed below. Comments should be postmarked no later than
October 19, 2013.

Public and Agency Scoping Meetings: Hendry County will hold one (1) public
scoping meeting to solicit input from the public and interested parties and one (1)
agency scoping meeting to solicit input from federal, state, and local agencies,
governments, and Native American officials and representatives which have
jurisdiction by law or have specific expertise with respect to any environmental
impacts associated with the proposed project. The public and agency scoping
meetings will be held September 19, 2013 at the John B. Boy Auditorium, 1200
WC Owen Avenue, Clewiston, Florida 33440. The public meeting will be held
from 5 p.m. to 8 p.m. The agency scoping meeting will be held from 1:30 p.m. to
3:30 p.m. and is being held specifically for agencies, government officials, and
Native American tribe officials and representatives.
SUBMIT SCOPING COMMENTS TO: Mr. Charles Chapman IV, County
Administrator, Post Office Box 2340, LaBelle, Florida 33975

AVISO
Preparación de Evaluación Ambiental y de
Estudio de Alcance para el
Aeropuerto de Airglades, Condado de Hendry, Florida

RESUMEN: De conformidad con Ley Nacional de Política Ambiental (National
Environmental Policy Act [NEPA]) de 1969, el Condado de Hendry está
preparando una Evaluación Ambiental (EA) para abordar la privatización
propuesta y subsiguiente desarrollo de una pista de 10,000 pies para aviones de
carga y de las instalaciones relacionadas con la carga y el mantenimiento de
aeronaves en el Aeropuerto de Airglades, 1090 Airglades Blvd., Clewiston,
Florida 33440. Una vez completada, la EA será presentada a la Administración
Federal de Aviación (FAA) para la decisión de la agencia de preparar una
Declaración de Impacto Ambiental o expedir una Conclusión de Ningún Impacto
Significativo. Para garantizar que todos los asuntos e inquietudes públicas en
relación con las acciones propuestas sean identificados y considerados en la
EA, el Condado celebrará una Reunión de Estudio Alcance para agencias
gubernamentales y una Reunión de Estudio Alcance pública.
INFORMACIÓN DEL AEROPUERTO: El Aeropuerto de Airglades es un
aeropuerto de uso público para aviación general. El aeropuerto tiene
actualmente una pista de aterrizaje pavimentada de 5,905 pies, pistas de rodaje,
anden de estacionamiento de aeronaves, hangares para almacenamiento y
mantenimiento de aeronaves, y un edificio de terminal de pasajeros. El
aeropuerto atiende viajes empresariales (incluyendo jets), vuelo recreativo,
entrenamiento de vuelo, y actividades de paracaidismo. El aeropuerto también
atiende un parque industrial relativamente nuevo. El Departamento de
Transportación de la Florida indica que en el 2011, 24 aeronaves utilizaban al
aeropuerto como base, y que generó aproximadamente 11,527 operaciones de
aeronaves en ese mismo año.
ACCIONES PROPUESTAS: La FAA informó al Condado de Hendry que la
solicitud preliminar para la participación del Aeropuerto de Airglades en el
Programa Piloto de Privatización de Aeropuertos (APPP) fue aceptada el 18 de
octubre de 2010. La carta también indicaba que el Condado de Hendry puede
seleccionar un operador privado, negociar un acuerdo y presentar una solicitud
final. El operador privado ha sido seleccionado; se han presentado borradores
de los contratos de gestión y de compra a la FAA para su revisión; y una
solicitud final está siendo preparada para ser presentada a la FAA en 2014. Las
acciones propuestas y el desarrollo del aeropuerto que se espera ocurran si la
solicitud es aprobada incluyen:



















Adquisición del Aeropuerto de Airglades por parte de un Urbanizador
Privado para la construcción y operación de un nuevo Complejo de Carga
Aérea Perecedera
Adquisición de aproximadamente 250 acres adicionales de tierra para
alojar el desarrollo de la nueva pista norte / sur
Nueva Pista de 10,000’ x 150’ incluyendo Vías de Rodaje paralelas y de
conexión
Nuevo Centro de Distribución de Carga Aérea Perecedera, incluyendo
todos los servicios de inspección asociados tales como el Departamento
de Agricultura de los EE.UU., Aduanas y Protección de Fronteras de los
EE.UU., y Administración de Seguridad del Transporte
Nuevas Instalaciones de Mantenimiento, Reparación y Reconstruccion
(MRO), incluyendo Instalaciones para Pintura de Aeronaves y anden de
estacionamiento de aeronaves asociada
Nuevas Instalaciones de Rescate de Aeronaves y Anti-Incendios (ARFF)
Nuevas Instalaciones de Equipos de Soporte en Tierra (GSE)
Nuevas Áreas de Anden para Aeronaves para apoyar 10 aeronaves de
fuselaje ancho
Nueva Torre de Control de Tráfico Aéreo (ATCT)
Nuevas Instalaciones de Almacenamiento de Combustibles, incluyendo
Anden de Hidrantes de Reaprovisionamiento de Combustible
Nueva Bodega e Instalaciones de Distribución
Acceso Vehicular y Estacionamiento para Vehículos y Camiones
Mejoras del sito incluyendo Drenaje, Detención de Aguas Pluviales,
Servicios Públicos, etc.
Establecimiento de Dos (2) Sistemas de Aterrizaje por Instrumentos
(ILS) Categoría III, incluyendo los Sistemas de Luces de Aproximación
(ALS) asociados, preparación del sitio e instalación de equipos

PREPARACIÓN DE LA EA: Las acciones de la FAA relacionadas con la
privatización del Aeropuerto de Airglades y el desarrollo de una nueva pista para
aviones de carga (e instalaciones relacionadas) requieren análisis ambientales,
coordinación y documentación conforme con las disposiciones de la Ley
Nacional de Política Ambiental de 1969 (NEPA) y la orientación contenida en el
Manual Ambiental para Aeropuertos (Airport Environmental Handbook) (Orden
1050.1E) de la FAA y las Instrucciones de Implementación de la NEPA para
Acciones Aeroportuarias (NEPA Implementing Instructions for Airport Actions)
(Orden 5050.4B) de la FAA. El Condado de Hendry preparará la EA y evaluará
los impactos ambientales, sociales y económicos asociados con las acciones
propuestas en el Aeropuerto de Airglades. La EA considerará la Alternativa de

No Acción, la Acción Propuesta, y otras alternativas razonables identificadas
durante el Estudio Preliminar y el proceso de EA. Un Borrador de la EA será
circulado para revisión y comentarios del público y las agencias. Tras la revisión
del Borrador de la EA, una EA Final será presentada a la FAA para decisión de
la agencia de preparar o bien una Declaración de Impacto Ambiental o expedir
una Conclusión de Ningún Impacto Significativo.
COMENTARIOS SOBRE EL ESTUDIO DE ALCANCE: Se invita a enviar
comentarios y sugerencias por parte de las agencias federales, estatales y
locales; gobiernos; funcionarios y representantes de tribus indígenas
estadounidenses; el público; y otras partes interesadas para garantizar que la
gama completa de alternativas y todos los asuntos e inquietudes públicas
relacionados con la acción propuesta sean identificados y considerados en la
EA. Los comentarios y sugerencias por escrito sobre el alcance de la EA deben
ser enviados por correo postal al Condado de Hendry a la dirección indicada
abajo. Todos los comentarios deben llevar matasellos con fecha no posterior al
19 de octubre de 2013.
Reuniones Públicas y de las Agencias relativo al Estudio de Alcance: El
Condado de Hendry celebrará una (1) reunión pública de alcance para solicitar
las opiniones del público y de las partes interesadas y una (1) reunión de
alcance para agencias para solicitar las opiniones de agencias y de los
gobiernos federal, estatal y local, y de funcionarios y representantes de tribus
indígenas estadounidenses que tengan jurisdicción por ley o tengan pericia
específica con respecto a cualquier impacto ambiental asociado con el proyecto
propuesto. Las reuniones de alcance pública y para agencias se celebrarán el 19
de septiembre de 2013 en el Auditorio John B. Boy, 1200 WC Owen Avenue,
Clewiston, Florida 33440. La reunión pública se celebrará de 5 p.m. a 8 p.m.
La reunión de estudio preliminar para agencias se celebrará de 1:30 p.m. a 3:30
p.m. y se llevará a cabo específicamente para agencias, funcionarios del
gobierno y funcionarios y representantes de tribus indígenas estadounidenses.
ENVÍE SUS COMENTARIOS ALCANCE A: Sr. Charles Chapman IV,
Administrador del Condado, Apartado Postal 2340, LaBelle, Florida 33975
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