Table 3-9

Existing and Future VFR and IFR Mix Index

VFR - Existing Aircraft Fleet Mix Compostion (Base Year 2004):

Small ¥ Small+? Large ¥ B757 Heavy ¥
Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Total Mix Index
Commercial 0 0.0% 7,879 9.2% 49,528 70.5% 10,366 84.8% 4 100.0% 67,778
Cargo 0 0.0% 0 0.0% 0 0.0% 1,864 15.2% 0 0.0% 1,864
General Aviation 29,369 100.0% 78,030 90.8% 20,767 29.5% 0 0.0% 0 0.0% 128,165
Total 29,369 100.0% 85,909 100.0% 70,295 100.0% 12,230 100.0% 4 100.0% 197,807
Percent 14.8% 43.4% 35.5% 6.2% 0.0% 100% 91.3%
IFR - Existing Aircraft Fleet Mix Compostion (Base Year 2004)%:
Small ¥ Small+? Large ¥ B757 Heavy ¥
Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Total Mix Index
Commercial 0 0.0% 7,879 9.2% 49,528 70.5% 10,366 84.8% 4 100.0% 67,778
Cargo 0 0.0% 0 0.0% 0 0.0% 1,864 15.2% 0 0.0% 1,864
General Aviation 14,684 100.0% 78,030 90.8% 20,767 29.5% 0 0.0% 0 0.0% 113,481
Total 14,684 100.0% 85,909 100.0% 70,295 100.0% 12,230 100.0% 4 100.0% 183,123
Percent 8.0% 46.9% 38.4% 6.7% 0.0% 100% 98.7%
VFR - Future Aircraft Fleet Mix Compostion (2013):
Small ¥ Small+? Large ¥ B757 Heavy ¥
Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity  Share (%) Total Mix Index
Commercial 0 0.0% 3,160 3.9% 64,322 69.2% 14,894 87.5% 2,785 100.0% 85,160
Cargo 0 0.0% 0 0.0% 0 0.0% 2,130 12.5% 0 0.0% 2,130
General Aviation 21,545 100.0% 78,052 96.1% 28,568 30.8% 0 0.0% 0 0.0% 128,165
Total 21,545 100.0% 81,213 100.0% 92,890 100.0% 17,024 100.0% 2,785 100.0% 215,455
Percent 10.0% 37.7% 43.1% 7.9% 1.3% 100% 100.5%
IFR - Future Aircraft Fleet Mix Compostion (2013)6/:
Small ¥ Small+? Large ¥ B757 Heavy ¥
Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity Share (%) Quantity  Share (%) Total Mix Index
Commercial 0 0.0% 3,160 3.9% 64,322 75.6% 14,894 87.5% 2,785 100.0% 85,160
Cargo 0 0.0% 0 0.0% 0 0.0% 2,130 12.5% 0 0.0% 2,130
General Aviation 10,772 100.0% 78,052 96.1% 20,763 24.4% 0 0.0% 0 0.0% 109,588
Total 10,772 100.0% 81,213 100.0% 85,085 100.0% 17,024 100.0% 2,785 100.0% 196,878
Percent 5.5% 41.3% 43.2% 8.6% 1.4% 100% 106.0%

Notes:

Y Small: Aircraft with 12,500 pounds or less maximum certificated takeoff weight.

Z small+: Aircraft with a maximum certificated takeoff weight of more than 12,500 pounds and less than or equal to 41,000 pounds.

¥ Large: Aircraft with a maximum certificated takeoff weight of more than 41,000 pounds and less than or equal to 300,000 pounds.

“ Heavy: Aircraft with certificated maximum takeoff weight exceeding 300,000 pounds.

¥ Mix Index = [(The % of Small+ Aircraft) + (The % of Large Aircraft)] + [2*(the % of B757 Aircraft)] + [3*(the % of Heavy Aircraft)]
¥ Assumes a 50% reduction of small aircraft during IFR conditions.

Sources: Airport Landing Reports; Ricondo & Associates, Inc.
Prepared by: Ricondo & Associates, Inc.
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3. AIRFIELD ANALYSES

During IFR conditions, the same operating patterns are assumed. The difference resides in
the increased in-trail separation to allow for proper spacing between aircraft in such
weather conditions. Thus, the IFR peak-hour capacities are 44 operations in east flow
operating configuration and 54 operations in west flow operating configuration. The
additional capacity when operating in west flow is attributed to GA aircraft departures on
Runway 31.

Similarly, Exhibit 3-13 illustrates the peak-hour capacities for Scheme 1A. As shown, the
VER peak-hour capacities increase by approximately 44 percent and 21 percent when
operating to the east and west, respectively, totaling 92 operations in both VFR operating
configurations. Scheme 1A enhances airfield capacity by simply segregating arrival
operations from departure operations. Assuming user acceptance for landings on a 6,500-
foot non-precision runway, it is anticipated that the south runway, 9R-27L, would serve
arrivals and the north runway, 9L-27R, would serve departures. Thus Runway 9R-27L can
accommodate 42 arrivals, and Runway 9L-27R can accommodate at least 50 if departures
can be fanned.

In Scheme 1A, the IFR peak-hour capacities are similar to those of the current airfield
configuration. Due to the closely spaced runways and the types of approaches to Runway
9R-27L, the extension of the runway to 6,500 feet does not provide additional capacities in
IFR weather conditions.

Exhibit 3-14 presents the peak-hour capacities for Scheme 1B. As shown, the VFR and IFR
peak-hour capacities are similar to those of Scheme 1A, where arrivals and departures are
segregated. The additional capacity gain is obtained from the converted general aviation
Runway 13-31. In VER conditions, this runway can be used for GA arrivals or departures
when operating to the east and west, respectively. Assuming 5 NM of in-trail spacing for
Runway 13 to facilitate runway crossings for aircraft landing on Runway 9R, 24 peak-hour
arrivals are estimated. For departures on Runway 31, a conservative figure of 20 departures
is assumed in order not to overstate the capacity of the airfield.

In IFR conditions, the only gain in airfield capacity occurs when operating to the west. Due
to the decoupling of Runway 9L-27R and Runway 13-31, 10 additional GA departures are
assumed for Runway 31 compared to Scheme 1A or the current airfield configuration. As a
result, the total IFR peak-hour capacity for Scheme 1B is 64 operations when operating to the
west. The IFR peak-hour capacity remains identical to that in Scheme 1A and the existing
airfield configuration at 44 operations when operating to the east.

It should be emphasized that the gain in peak hour airfield capacities estimated for Scheme
1B only applies to GA operations. Due to the on-demand nature of the GA market, GA
activities do not necessarily peak during the same periods as scheduled air carrier
operations.

Schemes 1A and 1B greatly enhance the airfield capacities by segregating arrivals from
departures. However, landing on the 6,500-foot Runway 9R-27L depends on acceptance by
users, that is, airlines. Although the runway length analysis demonstrates that PBI’s air
carrier fleet is technically able to land on such a runway length, it may be the air carriers’
preference to request the longer runway.
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3. AIRFIELD ANALYSES

TABLE 3-11
Sensitivity Analysis: 2020 and 2025 ASVs with Scheme 2
2013 2020" 2025"
Existing
Conditions No Action No Action No Action

(2005 Est.) Alternative Scheme 2 Alternative Scheme 2 Alternative Scheme 2

Weighted Average

. 64 64 106 64 106 64 106
Hourly Capacity

Annual Operations

201,964 221,814 221,814 245,954 245,954 267,644 267,644
(Demand)

Annual Service

Volume (ASV) 263,444 263,444 428,854 221,039 367,742 221,039 367,742

Annual Demand

0 0 0 0 0 0 0
(Percent of ASV)? 76.7% 84.2% 51.7% 111.3% 66.9% 121.1% 72.8%

Sources: FAA Advisory Circular 150/5060-5, Airport Capacity and Delay; Ricondo & Associates, Inc.
Prepared by: Ricondo & Associates, Inc.

! Annual operations for 2020 and 2025 were derived from the baseline forecast prepared for PBI as part of the
Airport System Study.

% The FAA recommended threshold for commencing the planning for additional runway capacity is when annual
demand reaches 60 percent of the airfield ASV.

As shown, should the existing airfield at PBI remain as is in 2020 and 2025, the annual
demand would far exceed the ASV of the airfield, representing 111.3 percent and 121.1
percent of the ASV, respectively. The Scheme 2 configuration, however, demonstrates that it
could provide airfield capacity through the 2025 time frame. Per the FAA recommended
threshold, additional facilities planning should commence in the early 2020.

3.6 Recommendations

The ASV calculations clearly demonstrate that Scheme 2 provides the greatest airfield
capacity benefits. Compared to the other two schemes, Scheme 2 has the advantage of
Runway 9R-27L being a true air carrier runway with a total length of 8,000 feet. In addition,
Scheme 2 provides sufficient airfield capacity through the 2025 time frame. Therefore,
Scheme 2 is the recommended airfield configuration.
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