
Alternative Demand Scenarios Advisory Panel Workshop 

May 5th, 2011 



2 

SMP Overview 

1. Prior Studies 

2. Current MIA Capital Improvement Program (CIP) 

3. SMP Goals and Objectives 

4. SMP Study Approach 

5. Workshop Objectives 
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SMP Background ï Prior Studies 

The current Master Plan for MIA recommended several of the 

projects included in the ongoing CIP. The Master Plan was 

initiated in 1991 and adopted in 1994. It focused on airport 

needs for the 1990-2010 timeframe. 

An Aviation System Plan Update was commissioned in 1996 but 

never adopted. 

A Strategic Terminal Planning Study was requested by the BCC.  

The Study was initiated in 1995 and completed in 1997.  It 

focused on airfield and terminal development strategies for the 

2010-2040 timeframe. 



Current MIA CIP 

Capital Investments: 

4 
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North Runway 

North Terminal  

Development 

South Terminal Development 

Northside ARFF Station 

Central Collection Plaza 

Concourse H Rehabilitation 

Cargo Redevelopment/ 

Expansion 

Cargo 

Redevelopment/ 

Expansion 

New USDA Facilities AAR Maintenance Hangar 

Midfield 

Improvements 

MIA Mover 
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SMP Goals and Objectives 

ÅComprehensive evaluation of aviation facilities: 

ÅAirfield 

ÅTerminals 

ÅVehicular parking & roadways 

ÅTenant facilities (cargo, aircraft maintenance, etc.) 

ÅSupport facilities (airport administration, fueling, fire rescue, etc.) 

ÅStrategic plan for MIA and the Countyôs system of GA airports: 

ÅOutlines long-term capital investment strategies 

ÅPlanning horizon: 2015 through 2050 

ÅConsiders multiple development scenarios 



PHASE 1 

MIA Master Plan: 

Stakeholder Surveys 

Baseline Forecasting 
Analysis 

Inventory/Data 
Collection 

Identification of 
Immediate Needs 

 

SMP Study Approach 
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PHASE 2 

MIA Master Plan: 

Capacity Assessments 

Airfield, Terminal and 
Landside Simulation 
Modeling 

 

PHASE 3 - Ongoing 

MIA Master Plan: 

2035 Facility Requirements 

Market Assessment 

Demand Scenario Analysis 

General Aviation Airports: 

Inventory, Forecasts and 
Demand/Capacity 
Assessments 

Initiation of Long-Range 
Strategic Plan: 

Initial Airport Asset 
Optimization Analysis 

 

PHASE 4 

Long Range Strategic Plan: 

Demand Allocations 
Strategies 

Long-Range Airport Concept 
Plans 

Implementation Planning: 

CIP Programming 

Preliminary Plan of Finance 

Airport Layout Plans Set 

Environmental Screening; 
Preliminary Financial 
Feasibility Screening 

 



Workshop Introduction and Objectives 
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Baseline Forecasts approved by Board of County Commissioners on 
November 5, 2010 

Analysis of political, socio-economic, air service market and airline 
policy changes susceptible of altering future demand volumes at MIA 

and development of alternative demand scenarios 

Determine which demand scenarios will be carried forward as part of 
the scenario forecast development 

Consider the implication of growth differing from the Baseline 
Forecast on facility development needs or airport system-wide roles 

Workshopôs 

Objectives 
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Demand Scenarios 

1. Baseline Forecasts 

2. Reduced Passenger Demand Scenarios 

a. Decreased Hubbing Activity 

b. Fragmentation of International Service 

c. Oil and Aviation Fuel Price Elasticity 

d. Increased Environmental Regulation 

3. Induced Passenger Demand Scenarios 

a. Unrestricted U.S. ï Cuba Travel 

b. Increased Hubbing Activity 

c. High International Growth 

4. Passenger Demand Scenarios with Uncertain Outcomes 

a. Regional Shift of South Florida Domestic O&D Demand 

b. Airline Mergers 

5. Cargo Demand Scenarios 

a. Increased Connectivity Between Latin America and Asia 

b. Adjustment for Cargo Industry Recovery 
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SMP Baseline Forecast  

Annual Enplanements (Departing Passengers) 

Sources: Ricondo & Associates, Inc., February 2010; FAA 2010 TAF for MIA, published on December 2009; Report of the 

Traffic Engineers, July 2010. 

Notes : * AAGR stands for Average Annual Growth Rate. 

              MEP stands for Millions Enplaned Passengers and MAP for Million Annual Passengers (Departing and Arriving). 
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SMP Baseline Forecast 

Annual Air Carrier Operations 

Source: Ricondo & Associates, Inc., February 2010. 

Note *: AAGR stands for Average Annual Growth Rate. 

ONLY INCLUDES AIR CARRIER (PASSENGER) OPERATIONS 
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SMP Baseline Forecast 

Annual Air Cargo Tonnage 

Sources: Webber Air Cargo, March 2010; FAA Aerospace Forecast FY2009-2025; World Air Cargo Forecast 2008-2009, The Boeing Company; 

Ricondo & Associates, Inc., February 2010. 
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REDUCED PASSENGER 

DEMAND SCENARIOS 
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Decreased Hubbing Activity 
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Sources: FAA, Detailed 2009 TAF. Air Carrier Activity Information System, October 2010. Data Base Products, 2009.  Bureau of Transportation 

Statistics, Research and Innovative Technology  Administration, November 2010. 

Reduced Hubbing Activity 
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Å Reduced hubbing activity at an airport by an airline can generally be characterized into one of two 

categories 

Å Unprofitable Market 

Å Airline Mergers/Acquisitions 

Å Comparison of connecting domestic passenger levels 

Å Low ï 1.2 million (Continental Airlines at CLE) 

Å MIA ï 4.1 million (American Airlines) 

Å High ï 25.0 million (Delta Air Lines at ATL) 

Å Other American Airlines hubs: 

Å DFW ï 14.8 million 

Å ORD ï 14.0 million 

Å The reduction in an airlineôs hubbing operation can also result in a reduction in local O&D passenger 

demand 

Å MIAôs cost structure relative to other gateway airports could cause this to occur 



Reduced Hubbing Activity 

Existing Domestic Connection Comparison (2009) 
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Sources: Data Base Products, 2009. Bureau of Transportation Statistics, Research and Innovative Technology  Administration, February 2011. 
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Reduced Hubbing Activity 
Airline Policy Changes 
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Å Un-Profitable Hub/Change in Route Structure 

Å Port Columbus Intl - America West Airlines 

Å Pittsburgh Intl - US Airways 

Å Dallas/Fort Worth ï Delta Air Lines 

Å Raleigh/Durham Intl - American Airlines 

Å Airline Mergers/Acquisitions 

Å Lambert St. Louis Intl ï TWA and American Airlines 

Å Las Vegas Intl - America West Airlines and US Airways 

Å Cincinnati/N. Kentucky Intl - Delta Air Lines and Northwest Airlines 

 



Sources: FAA, Detailed 2009 TAF. Air Carrier Activity Information System, October 2010. Data Base Products, 2009.  Bureau of Transportation 

Statistics, Research and Innovative Technology  Administration, November 2010. 

Reduced Hubbing Activity 
Airline Policy Changes 
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Calendar Year 

US Airways All Other Airlines

Å Pittsburgh International Airport ï US Airways 

Å Total enplanements decreased from 10.2 million in 2001 to 4.0 million in 2009, a 61% decrease 

Å US Airways share of passengers decreased from 70% in 2001 to 34% in 2009 
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Calendar Year 

Delta Air Lines All Other Airlines

Sources: FAA, Detailed 2009 TAF. Air Carrier Activity Information System, October 2010. Data Base Products, 2009.  Bureau of Transportation 

Statistics, Research and Innovative Technology  Administration, November 2010. 

Reduced Hubbing Activity 
Airline Policy Changes 
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Å Cincinnati International Airport ï Delta Air Lines 

ÅTotal enplanements decreased from 11.6 million in 2005 to 5.2 million in 2009, a 55% decrease 

ÅDelta share of passengers decreased from 90% in 2005 to 75% in 2009 



Reduced Hubbing Activity 
Share of Domestic Connecting Passengers (2009) 
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Sources: Data Base Products, 2009.  Bureau of Transportation Statistics, Research and Innovative Technology  Administration, November 2010. 

 



Fragmentation of International 

Service 

20 



Fragmentation of International Service 
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Å Scenarios where foreign-flag carriers move international service to other 

airports: 

ÅInternational O&D passengers  

ÅConnecting passengers through gateway airports to domestic destinations 

Å International O&D passengers could be served by FLL, TPA, or MCO 

Å Travel time considerations 

Å Foreign flag carriers could shift connecting passengers through other airports to 

more closely link to global alliance partners  

Å Global airline alliances allow passengers to book travel around the world through a single airline 

although service may be on two or more alliance partners 

Å There are three major alliances:  oneworld, Star Alliance, and SkyTeam 

Å MIA is predominately served by the oneworld alliance  

 

 

 

 

 

 



Fragmentation of International Service 
International O&D Passengers 

Å FLL has potential and limitations 

ÅLower cost structure as measured by cost per enplanement (CPE): 

Å FLL CPE is $5.00 vs. MIA CPE of $15.98 (2009) 

Å Projected 2017 CPE is $11.00 for FLL vs. $31.99 for MIA (note that FLL CPE does not 

include terminal expansion from 66 to 79 gates) 

ÅAirfield and gate capacity will be constrained until completion of the capital 

improvement program 

ÅFLLôs longest runway (9L-27R) is 9,000 feet long 

Å Due to aircraft range limitations, FLL could not serve long range international markets to 

Europe and deep Latin America. 

Å Potential FLL market expansion to U.S., Caribbean, Central America, and northern portions 

of South America 
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Fragmentation of International Service 
Foreign-Domestic Air Carrier Connections 

23 

Å Foreign flag carriers connecting passengers to domestic destinations 

Å26 foreign flag carriers operating at MIA transport at least 10,000 passengers 

to/from the U.S. every month 

Å 15 belong to one of the three major airline alliances (oneworld, Star 

Alliance, and Skyteam) 

Å 5 more are anticipated to join one of the alliances in the near future 

Å Aligned carriers accounted for 1.5 million enplanements in 2009 (9.3% of 

MIAôs enplanements) 

Å Aligned and future aligned carriers accounted for 2.1 million enplanements 

in 2009 (13.0% of MIAôs enplanements) 

 

 

 

 

 

 



Fragmentation of International Service 
Foreign-Domestic Air Carrier Connections 
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Å26 foreign flag carriers operating at MIA transport at least 10,000 passengers to/from 

the U.S.A every month 

Åoneworld ï American Airlines 

ÅLAN (Peru, Chile, Argentina, Ecuador)   

ÅBritish Airways 

ÅStar Alliance ï Continental Airlines, United Airlines and US Airways 

ÅTAM Brazilian Airlines 

ÅLufthansa 

ÅSkyTeam ï Delta Air Lines 

ÅAir France 

ÅAlitalia 

Source: Bureau of Transportation Statistics, Research and Innovative Technology  Administration, November 2010. 

 

 

 

ÅIberia 

ÅFinnair 

 

ÅAir Canada 

ÅSwiss International Air Lines 

 

ÅAir Europa 

ÅAeroMexico 



Fragmentation of International Service 
Foreign-Domestic Air Carrier Connections 
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Å As alliances increase, ultimately to the point where the majority of airlines worldwide are included, the 

threat to MIAôs international service increases 

Å Foreign flag carriers may overfly MIA for other international gateways in order to funnel connections to 

their domestic airline partners 

Å These airports could include: Atlanta, Orlando, Dallas/Ft. Worth, Houston 

Source: Bureau of Transportation Statistics, Research and Innovative Technology  Administration, November 2010. 

Note: 2010 estimated 
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Fragmentation of International Service 
Cost Per Enplanement Comparison 

26 

Sources: Airport budgets, CAFR, and Official Statements compiled by Ricondo & Associates, Inc., March 2010. 



Oil and Aviation Fuel Price 

Elasticity 
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Oil and Aviation Fuel Pricing Elasticity 

28 

Å Consistently low oil prices from the late 1980s to late 1990s, in conjunction with Airline Deregulation, 

stimulated the development of air travel in the U.S. 

Å On average, from 1998-2008 the yearly average price of a gallon of Jet-A increased 17.1% per year 

($0.40 to $2.96)1/  

Å At a consumption rate of 18-20 billion gallons per year, each $0.01 increase results in an additional $180-200 million 

in additional fuel costs 2/ 

Å Historical data shows no obvious correlation between: 

Å Price of oil and average fare 

Å Average fare and number of enplanements 

Å Price of oil and number of enplanements 

Å The price of oil typically relates to the state of the economy 

Å The price of oil tends to increase during periods of economic growth 

Å Peaks in the economy generally coincide with periods of high air travel 

Å We are now seeing sustained oil prices above $100 

 
 

 

 

 

Notes:  1/ Inflation adjusted 2009 dollars 

            2/ Air Transport Association, Fuels 101: Airline Energy Q&A 
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Oil and Aviation Fuel Pricing Elasticity 

Å Several key trends may transpire to keep oil prices high in the mid to long term 

ÅEmergence of China and India as major energy consumers 

ÅGeopolitical tension in some oil exporting regions 

ÅSaturation and maturity of major oil fields 
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Sources: InflationData.com, December 2010; World Economic Forum, The Travel & Tourism Competitiveness Report, 2009; U.S. Energy Information 

Administration, Annual Energy Outlook 2011 with Projections to 2035; December 2009. 

Note: All non-nominal values are expressed in 2009 Dollars. 



78ô - Airline  

Deregulation 

Oil and Aviation Fuel Pricing Elasticity 
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Sources: InflationData.com, December 2010; The National Bureau of Economic Research, September 2010; FAA, Detailed 2009 TAF.  Air 

Carrier Activity Information System, October 2010. 

08ô to 10ô - Recession 
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MIA

Oil and Aviation Fuel Pricing Elasticity 

Å High oil prices result in increased operating costs, which can be passed on to consumers 

Å At a consumption rate of 18-20 billion gallons per year, every penny increase in the price of a gallon of jet fuel drives 

an additional $180-200 million in annual fuel costs for U.S. Airlines  

Å Higher fares do not always correlate with lower passenger volumes 

Å Depends on price sensitivity 
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Increased Environmental 

Regulation 

32 



Increased Environmental Regulation 

ÅEnvironmental issues that can affect capacity include: 

ÅAircraft Noise 

ÅLocal Air Quality 

ÅThird Party Risk 

ÅEcological and Habitat Impacts 

ÅClimate Change 

ÅAbility to secure adequate supplies of utilities or removal of waste 

33 

Source: Center for Aviation Transport and the Environment, The Concept of Airport Environmental Capacity, October 2002. 



Increased Environmental Regulation 

Å After aircraft noise, local air quality was deemed the most significant 

environmental issue that has the potential to constrain airport capacity 

ÅApart from aircraft movements, the major sources of emissions associated 

with airports are road traffic, refueling and apron activities. 

ÅThe European Union has developed a framework that establishes air quality 

management zones that introduce targets and mandatory limits for local air 

quality.  Prior to implementation, modeling suggested a number of major 

airports may reside in zones which could fail to meet mandatory limits and 

as a result face growth constraints. 

34 

Source: Center for Aviation Transport and the Environment, The Concept of Airport Environmental Capacity, October 2002. 
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Sources: European Commission, Environment, May 17, 2010;  BBC 

News, UK receives ófinal warningô over air pollution, June 3, 2010. 

Increased Environmental Regulation 
European Union Air Quality Standards 

Å Member States divide their territory into a number of 

zones and agglomerations (urban areas) 

Å Each zone is assessed based on EU Air Quality 

Standards 

Å Member States face legal action over incompliant zones 

Å Legal Process 

1. Letter of Formal Notice (First Written Warning) 

2. Reasoned Opinion (Second Written Warning) 

3. Court of Justice Summons 

4. Final Written Warning 

5. Financial Penalties 

Å Member states can request exemption/extension 

Å UK Government received second written warning regarding air 

quality in London and could end up paying as much as £300 

million ($480 million) in fines for continually exceeding the 

prescribed limits 

Pollutant Legal nature 

Fine articles (PM2.5) 
Target - 1.1.2010 

Limit - 1.1.2015 

Sulfur dioxide (SO2) Limit - 1.1.2005 

Nitrogen dioxide (NO2) Limit - 1.1.2010 

PM10 Limit - 1.1.2005 

Lead (Pb) Limit - 1.1.2005 

Carbon monoxide (CO) Limit - 1.1.2005 

Benzene Limit - 1.1.2010 

Ozone Target - 1.1.2010 

Arsenic (As) Target - 1.1.2012 

Cadmium (Cd) Target - 1.1.2012 

Nickel (Ni) Target - 1.1.2012 

Polycyclic Aromatic 

Hydrocarbons 
Target - 1.1.2012 



Å Permit/lease to use the land will limit 

CO2 and NOx emissions to 1990 levels 

(effective mid-2011) 

ÅOperations Related to Running the 

Airport 

Å Ground Traffic within the airport area 

Å Energy production, space heating and cooling 

ÅAir Traffic 

Å Landing and take-off cycles 

ÅGround Transportation 

Å Passengers to/from the airport 

Å Employees to/from the airport 

Å Air cargo, mail and other goods to/from the airport 
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Sources: Stockholm-Arlanda Environmental Permit Consultations, October 30, 2009; Arlanda the first airport to meet the Airport Carbon 

Accreditationôs highest standard, November 2010. 

Increased Environmental Regulation 
Stockholm-Arlanda, Sweden 

Environmental Initiatives 

Environmentally Based Take-off and Landing Charges 

ñGreenò Approaches (Continuous Decent Approach) 

ñEco-Drivingò Training for Employees 

Priority Access for Eco-Taxis 

District Heating using Biofuels 

District Cooling using a Nearby Lake 

Biogas-Fueled Busses 

CO2 Offset Credits 



Å Immediate response has mainly focused 

on non-aviation related emissions 

ÅFirst ACI-E Accredited Carbon Neutral 

Airport 

ÅCurrent emissions levels are less than 

1990 levels 

Å Currently applying for new environmental 

permit 
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Increased Environmental Regulation 
Stockholm-Arlanda, Sweden 

Sources: Stockholm-Arlanda Environmental Permit Consultations, October 30, 2009; Arlanda the first airport to meet the Airport Carbon 

Accreditationôs highest standard, November 2010. 


