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NAPLES AIRPORT 
Exploratory Study 

1.1 Introduction  
In response to a variety of factors including concerns about noise, regional growth, constraints, and 
resilience, the Naples Airport Authority (NAA) identified the need to explore future options for the long-
term aviation needs of the community. In late 2023, the NAA authorized the exploratory phase of a new 
airport study to be conducted. While this is a complex, multi-dimensional issue, the primary goal for this 
study was to identify potential sites for a new airport in Collier County that may warrant further evaluation. 
As an exploratory phase, this included identifying community, operational, environmental, and financial 
considerations. The study includes the following primary elements:   

�4 Long-Term Outlook for Collier County 

�4 New Airport Requirements 

�4 Key Factors for Consideration 

�4 Identification of Potential Sites 

An important factor of the study was the inclusion of input from a variety of stakeholders, including but not 
limited to:  airport customers and tenants; local, state, and federal governments; environmental groups and 
agencies; and landowners. 

It was not the intent of this study to recommend whether the existing Naples Airport (APF or the Airport) 
should relocate or close. Therefore, it does not include any alternatives analysis nor does it recommend a 
new airport site. Additionally, this exploratory study does not address the ownership, governance, business 
modeling, or debt service financing that may be required of a new airport. 

1.2 Airport History  
Aviation existed in and around Naples before a true airport had been constructed. In the early days, a local 
golf course and the beach were used as landing strips. Use of the golf course was discontinued in 1931 
when that course was abandoned. 

Due to the increase in aviation activity, the Town of Naples was asked by the state’s Aviation Director to 
provide a suitable landing area for the benefit of the public. In 1933 the Aviation Division of the State Road 
Department helped the Town of Naples build a concrete landing strip. The landing strip was located on a 
portion of the old golf course at the corner of Fifth Avenue and Third Street. 
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In 1940, Naples was selected as one of the 
locations by the federal government for an Army 
Airfield. The Fifth Avenue airport did not meet 
the minimum one square mile size for a military 
airfield. While not depicted on the only image 
found for the federal airfield survey (see Figure 
1.2-1), a dairy farm on the eastern shore of the 
Gordon River was selected for the airfield. The 
Naples Army Airfield was subsequently 
constructed and opened in 1942 to serve as a base 
for training bomber crews and fighter pilots.  

 

The Army de-activated the Naples Army Airfield in 1945, 
turning the facilities over to the War Assets Administration. 
The Airport was returned to the City of Naples and Collier 
County in 1947 who operated it jointly as a public facility 
until the County sold its interests in 1958. In 1969 the NAA 
was formed and since the late 1940s, the Airport has served 
the City of Naples and surrounding communities as a center 
for both aviation and non-aviation businesses.  

The current Naples Airport encompasses 733 acres, most of 
which are leased from the City through December 3rd, 2068. 
The Airport is generally bounded by Corporate Flight Drive 
to the north; North Road and Rock Creek to the south; Airport 
Pulling Road to the east; and the Gordon River to the west.  

 

Today, aircraft operations are supported by three 
runways, various taxiways, aircraft parking aprons, 
hangar facilities, a general aviation terminal building, an 
airport traffic control tower, an aircraft rescue and fire 
fighting station, and a number of other support facilities. 
The primary runway, Runway 5-23, has an overall length 
of 6,600 feet and width of 150 feet while the crosswind 
runway, Runway 14-32, is 5,001 feet in length and 100 
feet in width. There is also a 1,850 foot long and 100 foot 
wide turf runway which runs parallel to the northwest side 
of Runway 5-23. 

   FIGURE 1.2-2:  NAPLES AIRPORT – 1952 

SOURCE:  Naples Airport Authority. 

   FIGURE 1.2-1:  FEDERAL AIRFIELD SURVEY – 1940

 
SOURCE:  Collier County Historical Research Center. 
 

FIGURE 1.2-3:  NAPLES AIRPORT 

SOURCE:  ESA, 2024. 
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1.2.1 Role and Economic Impact  

The National Plan of Integrated Airport Systems (NPIAS) is 
presented every two years to Congress by the Secretary of 
Transportation for the development of public airports which 
are significant to the national air transportation system. In the 
most recent NPIAS (2023-2027) APF is designated as a 
general aviation facility having national significance, with 
$25.3 million in improvements eligible for federal funding 
over the system’s five-year planning period. The NPIAS 
identifies national general aviation airports as those located in 
a metropolitan area and near major business centers, which 
support flying throughout the nation and the world. National 
airports provide an alternative to primary commercial service 
airports in the system, the closest to APF being Southwest 
Florida International Airport (RSW). 

In 2022, the Florida Department of Transportation (FDOT) 
completed an update of the Florida Statewide Aviation 
Economic Impact Study, which provides the estimated annual 
impact created by the state’s public airports. The economic 
impacts of each airport are expressed in terms of the jobs 
(total annual employment), payroll (labor income), value 
added (total compensation and operating surplus), and output to express the total economic impact. Figure 
1.2-3 illustrates the annual contribution that APF generates for the Naples and Collier County economies.  

1.2.2 Previous Relocation Efforts  

The first article related to potentially moving the Naples Airport was published by the News-Press in June 
1971. It described how Collier County and the Coastal Area Planning Commissions at that time voted to 
restrict zoning heights around the Airport. The outcome resulted in speculations that the City might relocate 
the Airport, to which the City Council passed a resolution stating they had no plans or intentions for a move. 
However, the issue resurfaced between 1972 and 1974, culminating in the City’s Planning Advisory Board 
voting to not consider relocating the Airport and that a feasibility study for such a relocation should not be 
pursued. 

In 1986, the NAA, City, and County shared the cost in a study to address the potential relocation of the 
Airport. A second phase of the study was also envisioned to identify potential sites for a new airport. In 
March of 1987, the Naples Municipal Airport Site Characteristics and Impacts study was presented at a 
joint workshop of the NAA Board, City Council, and Collier County Commissioners. During the workshop 
it was agreed that each group would address the study at their next regular meeting and reconvene to discuss 
the decisions. In the following month, the NAA, City, and County each formally decided that the second 
phase of the study should not be pursued and the Airport should remain in its current location. 

Four years later, a proposal for a new airport relocation feasibility study was requested by the NAA in June 
1991. In October 1991, a NAA Board member, with the assistance of Airport staff, put together a report 

   FIGURE 1.2-4:  NAPLES AIRPORT 

SOURCE:  Florida Statewide Aviation Economic Impact 
Study, FDOT 2022. 
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which updated the findings from the 1987 study. This updated report was unanimously accepted as the 
NAA’s official statement and the proposal request for a new feasibility study abandoned. 

During the final stages of the 1997 Airport Master Plan, the issue of relocating the Airport resurfaced during 
a public meeting in May of that year. A number of public comments were recorded which included requests 
for the NAA to evaluate relocating the Airport again. NAA members took all of the comments into 
consideration and during a June 1997 special meeting, voted unanimously not to include the idea of moving 
the Airport in the final master plan document. 

The issue of relocating the Airport came up again during a NAA Board of Commissioners Workshop on 
January 10, 2008. After discussion, it was agreed to formally vote on whether to study the relocation of the 
Airport at the following regular NAA meeting. During that January 17, 2008 regular meeting, a motion was 
made to allocate funds for a feasibility study to determine if there is land available to relocate the Airport. 
The motion failed and the issue did not come up again until the 2023 Airport noise study, resulting in this 
exploratory study. Appendix A provides copies of documents related to the previous relocation efforts 
summarized above.  

1.2.3 Airport Noise 

Review of historic noise exposure information at APF indicates that actual annual average day aircraft noise 
exposure has decreased over time as aircraft technology has advanced and aircraft have become quieter. 
Overall noise exposure is below the federal day-night average sound level (DNL) 65 and the majority of 
exposure is also below lower local thresholds (DNL 60) adopted by the City of Naples and Collier County. 
However, community concerns about aircraft noise continue. There are several factors for this: 

�4 Residential development in proximity to the Airport has steadily increased – especially within the 
City of Naples. 

�4 Although total aircraft activity at APF peaked in the early 2000’s due to flight training, jet activity 
started to increase during the second half of the 2010’s and accelerated in the early 2020’s as a 
result of the COVID-19 pandemic. The increased number of jets has remained stable, making up 
around 40 percent of all activity at the Airport. 

�4 Even though aircraft noise levels have decreased, people within the community have experienced 
an increase in frequency (number) of jet aircraft overflights. 

�4 Much of the activity by jet aircraft occurs during the seasonal peak between November and April, 
as well as on certain days of the week resulting in greater noise exposure during certain times. 

�4 The highest levels of noise exposure occur during the time of the year with the best outdoor weather 
conditions, making aircraft noise more noticeable in the overall community. 

�4 Impacts from the COVID-19 pandemic increased the popularity of Florida as well as the demand 
for private air travel. 

The NAA has worked for more than four decades to improve the compatibility of the Airport with the 
surrounding community. The first documented publication of noise abatement procedures for APF was in 
1978 and the first comprehensive noise study in 1987. Since 1987, a number of Title 14 Code of Federal 
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Regulations (14 CFR) Part 150 Noise and Land Use Compatibility Studies have been conducted (1997, 
1998, 2000, 2010, and 2023) and a number have set national precedents. In 1999, the Airport became the 
first in the nation to successfully ban Stage 1 aircraft. In 2001, APF was the first in the country to complete 
a FAA Part 161 - Notice and Approval of Airport Noise and Access Restrictions study, banning Stage 2 
aircraft. In 2005 the NAA defended the Stage 2 ban in court and APF remains the only airport in the nation 
to have successfully completed a noise and access restriction under FAA Part 161. 

The most recent 14 CFR Part 150 noise study, completed in 2023, included a Technical Advisory 
Committee (TAC) representing a broad range of stakeholders. The TAC helped guide the study and more 
than 100 meetings were conducted with communities and interested parties. The study included an intensive 
land use and population analysis, and also explored a wide variety of measures that could provide 
community benefit both within and outside the noise exposure contours. While many of the measures could 
not be formally approved under Part 150, 10 recommendations were included by the NAA for further 
exploration and pursuit outside the Part 150 process. In addition to a number of flight procedures, these 
included exploring the relocation of the Airport, as suggested by a number of stakeholders throughout the 
study. 

1.3 New Airport Development Process  
The development of a new airport is a complex process that requires a multifaceted array of technical, 
business, environmental, and operational analyses, as well as community and stakeholder engagement 
efforts. There are also numerous risks throughout the entire process that can cause schedule delays and/or 
cost escalations, and in some cases, disrupt the effort entirely. The process must also include pertinent 
milestones throughout, which the sponsor of the new airport should reassess frequently and decide whether 
to proceed or terminate the effort.  

This section provides an overview of the overall development process for the establishment of a new public 
airport within Collier County. The process described herein is informed by similar efforts undertaken by 
other sponsors of public airports across the nation. While the technical, operational, political, and regulatory 
complexities will vary among new airports, the framework of the overall development process, as presented 
herein, is consistent among public airports. Appendix B provides examples of some of the more recent and 
ongoing new airport projects in Florida and the nation. 

The overall development process can be characterized by three distinct phases: 

�4 Initial Planning Phase – This phase encompasses the technical analyses that are required to 
prepare a master plan for the new airport and obtain approval of an Airport Layout Plan (ALP) 
drawing set by the FAA. FAA approval of the ALP is a pre-requisite for proceeding environmental 
review under the National Environmental Policy Act (NEPA) and to secure funding under the 
FAA’s Airport Improvement Program (AIP).  

�4 Advanced Planning and NEPA Compliance Phase – The construction of any new airport will 
require the completion of an Environmental Impact Statement (EIS) and issuance of a Finding of 
No Significant Impact (FONSI). This requires and is preceded by more advanced planning and 
conceptual design than what is included in an airport master plan.  
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�4 Property Acquisition/Design/Construction Phase – After receiving a FONSI, the sponsor would 
proceed with acquiring property for the new airport site, as well as implementing design and 
construction services. In addition, the airport sponsor would be engaged in the business and 
operational planning efforts to prepare for the opening and successful management of the new 
facility.  

The processes associated with the first two phases (Initial Planning and Advanced Planning/NEPA) are 
sequential and offer little opportunity to accelerate the process by conducting these elements concurrently. 
However, during the final phase (Acquisition/Design/Construction) there would be numerous activities 
occurring concurrently, many of which have complex schedule and cost dependencies. The following 
subsections provide a more detailed description of each phase of the airport development process. 

1.3.1 Initial Planning Phase 

Figure 1.3-1 illustrates the primary elements of the Initial Planning Phase which typically has a duration 
of four to six years if no extenuating circumstances interrupt the process. The following is a brief description 
of the various elements of the Initial Planning Phase. Prior to initiating an airport master plan, a site selection 
study, preliminary financial analysis, and FAA airspace study must be completed to ensure that the 
proposed site is viable. 

�4 Site Selection and Validation Study – This study would include a rigorous analysis of candidate 
sites that may serve as the location for a new airport. A detailed investigation of the site conditions, 
including, but not limited to:  preliminary environmental evaluations, limited geotechnical 
evaluations, grading/drainage analyses, demand forecasting, traffic analysis, property 
ownership/availability, and order of magnitude cost estimates. The primary purpose of this study 
would be to validate if a candidate site can be identified and carried forward for future analysis.  

Source:  Ricondo & Associates, Inc., 2024. 

FIGURE 1.3-1:  NEW AIRPORT DEVELOPMENT PROCESS – INITIAL PLANNING PHASE 
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�4 Preliminary Financial Analyses – In accordance with the additional information derived during 
the site selection and validation study, a preliminary financial analysis would be performed to 
determine if the construction and operation of a new airport appears to be financially feasible. This 
would include a demand and cost analysis; revenue analysis; and assessment of airport revenue 
structures and delivery scenarios. A preliminary benefit cost analysis would be performed to inform 
policy makers if pursuing the new airport might be financially viable. Upon completing the 
preliminary financial analysis, the sponsor would decide if proceeding with subsequent elements 
of the Initial Planning Phase is warranted. 

�4 FAA Airspace Study – The FAA would conduct an airspace study that would evaluate the local 
airspace structure to determine the feasibility of establishing arrival and departure procedures to 
the new airport. In addition to determining the compatibility with nearby airports, the capacity of 
the overall airspace structure would be assessed to ensure that it could serve the runways anticipated 
for the new airport. This would also include consideration for noise abatement procedures and 
ensuring land use compatibility.  

�4 Airport Master Plan and Airport Layout Plan  – An airport master plan consists of a detailed 
planning study that defines the long-term development for an airport. Typically, the master plan 
has a 20-year planning horizon but may include a more extended planning horizon for land use 
planning purposes. Critical elements of the master plan include the establishment of a detailed 
airport capital improvement program and the generation of the ALP drawing set, which graphically 
depicts the planned development of the airport. 

1.3.2 Advanced Planning and NEPA Compliance Phase 

Figure 1.3-2 illustrates the primary elements of the Advanced Planning and NEPA Compliance Phase 
which also typically has a duration of four to six years if no extenuating circumstances interrupt the process, 
such as strong opposition by the public or other special interest groups. The following is a brief description 
of the various elements of the Advanced Planning and NEPA Compliance Phase.  

�4 Advanced Planning – Prior to initiating the environmental review under NEPA, the FAA requires 
more detailed planning to support the analyses of the various environmental impact categories. The 
advanced planning studies typically include, but are not limited to: 

FIGURE 1.3-2:  NEW AIRPORT DEVELOPMENT PROCESS – ADVANCED PLANNING AND NEPA COMPLIANCE PHASE 
 

Source:  Ricondo & Associates, Inc., 2024. 
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o Geotechnical Testing 
o Surveying and Mapping 
o Stormwater Master Plan 
o Detailed Site Planning and Programming 
o Conceptual Design 
o Energy and Utilities Master Plan 
o Financial Plan  

 
Upon completing the advanced planning, but prior to initiating the NEPA review, it is prudent to 
reassess the viability of constructing the new airport. This is practical since the advanced planning 
may have revealed new risks that were not known during the Initial Planning Phase. 

�4 Environmental Impact Statement (EIS) – The development of a new airport will inevitably 
trigger the need to prepare an EIS. The EIS is the most comprehensive level of environmental 
review under NEPA that is prescribed for airport construction. The EIS will need to result in an 
FONSI to allow for the sponsor’s proposed project to proceed. 

1.3.3 Property Acquisition/Design/Construction Phase 

Figure 1.3-3 illustrates the primary elements of the Property Acquisition/Design/Construction Phase. It is 
difficult to establish a duration for this phase of the process due to uncertainty with the scope and complexity 
of the property acquisition process. The greater the number of properties that need to be acquired, the greater 
the risk of extending the duration of this phase. Excluding the property acquisition effort, this phase 
typically has a duration of seven to eight years if no extenuating circumstances interrupt the process. The 
following is a brief description of the various elements of the Property Acquisition/Design/Construction 
Phase.  

�4 Property Acquisition – The acquisition of properties to support the new airport must be executed 
before construction or environmental mitigation can occur. This process can be simplified if there 
are limited properties to be acquired and the property owners are willing to sell.  

FIGURE 1.3-3:  NEW AIRPORT DEVELOPMENT PROCESS – PROPERTY ACQUISITION/DESIGN/CONSTRUCTION PHASE  
 

Source:  Ricondo & Associates, Inc., 2024. 
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�4 Design/Development/Permitting/Construction – This would require multiple engineering 
disciplines, as well as surveying, mapping, geotechnical analyses (with the potential for site 
remediation), and permitting. It is likely that there would be multiple design teams engaged to 
prepare the various construction documents and engineering reports. Similarly, multiple contractors 
would conduct the various construction activities. A variety of construction delivery methods may 
also be leveraged to expedite the duration of the construction phase. 

�4 Airspace Design – The FAA will need to ensure that flight procedures and airways are developed 
and published for use by Air Traffic Control prior to commissioning the new airport. This would 
also include the installation of navigational aids, lighting, and communication equipment facilities 
to support flight operations.  

�4 Environmental Mitigation – Depending on the level of environmental impacts identified during 
the EIS, environmental mitigation may be required.  

�4 Business and Operational Planning – The airport sponsor will need to conduct extensive business 
and operational planning to ensure successful transition to and operation of the new airport. This 
may include, but is not limited to:  updating its operational and business plans, acquisition of 
equipment, airport certification manuals, safety management systems, wildlife hazard mitigation 
plans, leasehold/concessions/service agreements, and staff recruitment.  

1.3.4 Estimated Timeline to Develop New Airport 

Given the complexity of constructing an airport at an unknown location, it is speculative to establish a firm 
timeline for the overall airport development process. However, prior development of new airports 
throughout the U.S. provides some insight into the duration of the various elements associated with the 
process. Accordingly, it is anticipated that the development of a new airport would have a duration of at 
least 15-20 years. Other extenuating circumstances, such as litigation, political opposition, financial 
constraints, or regulatory changes, could delay the process or result in termination. Figure 1.3-4 provides 
a graphical depiction of the estimated minimum timeline to develop a new airport.  

Given the minimum timeline required, the general horizon for a new airport in Collier County given the 
initial elements of this exploratory study would be around the year 2040. 

 

Source:  Ricondo & Associates, Inc., 2024. 

FIGURE 1.3-4:  MINIMUM TIMELINE TO DEVELOP NEW AIRPORT 
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1.4 Long -Term Outlook for Collier County  
Collier County’s growth over the next 50 
years was analyzed. Such a long-term outlook 
is necessary to understand the demands that 
will be placed on the area’s limited resources 
and the potential infrastructure to support it. It 
also provides an understanding of where the 
growth is expected to occur in the County. 

The 2020 Census reported a permanent 
population of 375,752 with an average 
household size of 2.3 and the total vacancy 
rate of 31 percent. The higher-than-average 
vacancy rate in Collier County is attributed to 
the seasonal population that has second 
homes in the County including the City of 
Naples and Marco Island. In 2023 Collier County’s permanent population was 30,000 greater than the 2020 
Census at 405,503, reflecting a growth of 8 percent in three years. 

To better understand the capacity for future growth and development, Collier County was disaggregated 
into 14 planning areas or “clusters.” The clusters represent areas of the County with distinctive attributes 
such as demographics, land use policies, and development patterns. Figure 1.4-2 includes a map of Collier 
County showing the planning clusters by color. 

The existing land uses in each cluster were analyzed on a parcel basis to quantify the presence of housing 
units, commercial buildings, industrial buildings, or a combination of these uses. Then, the vacant land in 
each cluster was analyzed for future development potential based on zoning and future land use. The vacant 
land analysis provided the basis of the buildout database developed for Collier County. The Collier 
Interactive Growth Model (CIGM) was then loaded with the baseline and buildout data to produce a 
population forecast in 10-year increments through buildout. Buildout is reached when all vacant parcels 
that can be developed are fully developed. The methodology used to model the changes in land use and 
population growth was reviewed by the office formerly known as the Department of Economic Opportunity 
and it was found to be “professionally acceptable” for planning and comprehensive planning. 

1.4.1 Housing 

Growth and development are complex. There are a multitude of variables that can influence growth, such 
as socioeconomic factors, demographics, and land use policies/ regulations. Recent historic growth is only 
a minor indicator of how the population will increase in the future. Counties and cities do not grow 
consistently through time. In places where growth is just beginning, linear projections would miss the mark, 
underestimating growth and failing to plan for the community’s needs. In more developed communities, 
linear projections overestimate growth and can cause millions of dollars in ambitious, yet unnecessary 
infrastructure development. The CIGM uses non-linear regression to connect the baseline and buildout 
conditions, allowing the future growth potential to be determined using the study area’s unique development 
characteristics. 

FIGURE 1.4-1:  COLLIER COUNTY, FL 
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For the baseline analysis, the number of 
housing units was verified by comparing 
the Property Appraiser parcel datasets to 
other known sources of information, 
including:  the 2020 Census, Geographic 
Information System (GIS) address points, 
permit data, aerial photography, and 
parcel-specific research. The Property 
Appraiser data was organized to produce 
a 2023 baseline inventory of housing by 
type:  single family and multifamily. 

Parcels which could realistically support 
future housing units (including agriculture 
and mixed-use) were considered in the 
residential analysis. The average/most 
realistic outcome was applied for 
residential density based on local zoning 
and future land use policy. The analysis 
used the average achieved densities for 
each land use and only applied maximum 
density where it will realistically occur. 
Geospatial layers were applied to account 
for the actual drivers of growth such as 
vacant land, zoning, housing demand, 
environmental factors, and proximity to 
arterial roadways and public utilities. 

Interviews and discussions were conducted with Collier County’s planning staff to learn of significant 
proposed projects and gather input on how larger vacant tracts may develop over time. Data from a variety 
of sources, including future land use, zoning, proximity to existing development, proximity to utility and 

FIGURE 1.4-2:  COLLIER COUNTY PLANNING AREA CLUSTERS 

FIGURE 1.4-3:  EXAMPLE POPULATION GROWTH CURVE:  LINEAR VS. NON-LINEAR REGRESSION 
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road infrastructure, wetland characteristics, and historic growth was then used to forecast the amount, 
location, and timing of future residential development. 

Table 1.4-1 presents the housing forecast for Collier County in 10-year increments. At buildout, the study 
area has the potential for nearly 417,000 housing units, a bit less than double the existing number of housing 
units. In the near-term, most development will occur within the existing urban area as the remaining vacant 
lots develop. Between 2023 and 2030, there is a forecasted increase of approximately 28,000 housing units 
in Collier County. Approximately 51 percent of this development is expected east of Collier Boulevard. By 
2030, most new development will be east of Collier Boulevard in the Rural Lands Stewardship Area 
(RLSA) and the Rural Fringe Mixed-Use District (RFMUD) areas. 

TABLE 1.4-1 
COLLIER COUNTY HOUSING FORECAST 

Planning Areas  2023 2030 2040 2050 2060 2070 2075 Buildout  

Conservation 2,547 2,705 2,850 2,932 2,970 2,989 2,995 3,010 

Everglades 668 804 934 1,001 1,031 1,044 1,047 1,053 

Golden Gate 8,504 8,885 9,123 9,188 9,205 9,208 9,209 9,209 

Immokalee 7,369 8,043 8,966 9,710 10,099 10,380 10,498 12,048 

Marco Island 18,272 18,663 19,014 19,210 19,315 19,373 19,390 19,432 

Naples 19,375 19,843 20,085 20,150 20,167 20,173 20,175 20,625 

Rural Estate 17,230 22,826 27,346 28,902 29,395 29,547 29,576 29,613 

Rural Fringe North 225 647 1,995 2,717 2,819 2,834 2,838 2,842 

Rural Fringe N. Belle Meade 347 614 1,542 2,410 3,614 5,265 6,197 9,542 

Rural Fringe South 877 1,277 2,401 5,086 8,856 11,016 11,546 12,988 

Rural Fringe West 4,805 6,087 6,257 6,260 6,260 6,260 6,260 6,260 

Rural Land Stewardship Area 4,138 9,824 20,536 32,774 45,871 58,966 65,060 109,174 

Urban Estate 3,443 3,741 3,900 3,961 4,004 4,033 4,042 4,055 

Urban Residential 156,515 168,221 174,520 175,990 176,323 176,424 176,446 176,914 

Total  244,315 272,180 299,469 320,291 339,929 357,512 365,279 416,765 

SOURCE:  Metro Forecasting Models LLC, 2023. 

 

1.4.2 Population 

To determine population, the CIGM uses the Housing Unit Method, which applies household demographics 
to the number of housing units. The demographics used in the CIGM are derived from the 2020 Census 
block group data.  
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The graph and table shown in Figure 1.4-4 show the historic and forecasted population of Collier County. 

By 2030, the CIGM forecasts Collier County will grow by an additional 60,000 people for a population of 

approximately 465,000 people. The County has a buildout potential of approximately 840,000 people. As 

the County nears buildout, the rate of growth decreases over time. Table 1.4-2 provides a breakout of the 

projected population by the 14 planning areas. 

  
TABLE 1.4-2 

COLLIER COUNTY PERMANENT POPULATION FORECAST 

Planning Areas  2023 2030 2040 2050 2060 2070 2075 Buildout  

Conservation 3,266 3,477 3,680 3,797 3,853 3,883 3,892 3,913 

Everglades 758 911 1,058 1,135 1,168 1,183 1,187 1,193 

Golden Gate 25,574 26,463 27,005 27,156 27,197 27,204 27,205 27,205 

Immokalee 24,796 27,070 29,996 32,300 33,592 34,538 34,931 39,468 

Marco Island 15,820 16,288 16,711 16,952 17,077 17,143 17,165 17,218 

Naples 21,147 21,711 22,000 22,078 22,098 22,102 22,105 22,532 

Rural Estate 51,329 68,131 81,935 86,750 88,292 88,765 88,857 88,976 

Rural Fringe North 689 1,984 6,120 8,337 8,648 8,694 8,708 8,720 

Rural Fringe N. Belle Meade 930 1,643 4,124 6,445 9,665 14,080 16,573 25,516 

Rural Fringe South 1,097 1,739 3,551 7,836 13,944 17,530 18,394 20,620 

Rural Fringe West 7,771 10,559 10,929 10,935 10,935 10,935 10,935 10,935 

Rural Land Stewardship Area 10,857 24,868 52,474 84,094 119,588 155,038 171,847 300,369 

Urban Estate 8,981 9,745 10,147 10,304 10,416 10,494 10,518 10,552 

Urban Residential 232,488 250,704 259,920 261,979 262,426 262,560 262,591 263,311 

Total  405,503 465,293 529,650 580,098 628,899 674,149 694,908 840,528 

SOURCE:  Metro Forecasting Models LLC, 2023. 

  

FIGURE 1.4-4:  COLLIER COUNTY HISTORIC AND FORECASTED 
POPULATION 

Historic 
Census

CIGM  
Forecast

1950 6,488
1960 15,753
1970 38,040
1980 85,971
1990 152,099
2000 251,377
2010 321,520
2020 375,752
2023 405,503
2030 465,293
2040 529,650
2050 580,098
2060 628,899
2070 674,149
2080 714,295

Buildout 840,528
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1.4.3 Commercial 

The baseline data was also reviewed to identify non-residential land uses by parcel. Non-residential uses 
were organized by type including commercial retail, office, industrial, government, and institutional based 
on parcel data from the Property Appraiser. In 2023 Collier County had approximately 8,794 acres of 
developed commercial land. 

A buildout scenario was established using the vacant land with the potential for commercial development 
based on zoning, future land use, planned projects, parcel specific research, and interviews. The analysis 
also incorporated data on wetlands, parcel geometry, and aerial photography. Developed parcels were 
assessed for their average floor area ratio in square feet of building area per acre. Retail uses had an average 
of 8,878 square feet per acre while office uses averaged 9,653 square feet per acre. To estimate the buildout 
of future uses, these averages were applied to project the commercial building area needs. 

For the interim years the CIGM forecasts commercial demand in square feet and acres. Commercial demand 
is forecasted based on spatial factors for square feet of building area per person. The Collier County CIGM 
uses two commercial base factors:  one for the urbanized area west of Collier Boulevard and one for the 
developing area east of Collier Boulevard. In 2023, Collier County had approximately 107 square feet of 
commercial space per person.  

The square foot per person factors were applied to the zones in the model to produce the commercial 
demand (shopping centers and miscellaneous retail/office) for each zone. Collier County’s existing 
commercial inventory is 52 percent retail (goods) and 48 percent office (services). The Cities of Naples and 
Marco Island contain over 25 percent of all commercial building space in Collier County even though less 
than 10 percent of the population live there. Over time, Collier County will require more commercial space 
as it gains enough population to support these services.  

Table 1.4-3 below demonstrates the demand for commercially zoned land in 10-year increments. This 
analysis is meant to provide a general metric for gauging if there is enough commercial land in each 
planning cluster to meet local demands. By 2025, the County will likely have enough population to support 
two to three new neighborhood centers and a new community shopping center. By 2030, the County 
population can support two more neighborhood shopping centers and another new community shopping 
center.  

As the RLSA and RFMUD areas develop and add residents, demand for goods and services west of Collier 
Boulevard may weaken over time. This trend is forecasted because by 2030 the RLSA will have nearly 
30,000 residents and by then will have the ability to support services that are presently only available in 
urbanized areas. The RFMUD areas will add nearly 9,000 residents and the Rural Estates will also add 
20,000 residents by 2030 shifting demand east of Collier Boulevard. It is crucial that land is allocated to 
support non-residential uses in strategic nodes with access to arterial roads.  
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TABLE 1.4-3 
NEW COMMERCIAL DEVELOPMENT DEMAND (IN ACRES) 

Planning Areas  2030 2040 2050 2060 2070 2075 Buildout  

Conservation 0 2 7 7 7 7 7 

Everglades 0 0 0 0 0 0 0 

Golden Gate 0 37 37 37 37 37 37 

Immokalee 4 63 78 78 78 78 93 

Marco Island 0 0 3 3 3 3 3 

Naples 17 24 34 34 34 34 34 

Rural Estate 39 74 101 101 101 101 101 

Rural Fringe North 0 0 26 36 36 36 49 

Rural Fringe N. Belle Meade 0 0 5 21 28 63 75 

Rural Fringe South 0 22 57 57 173 173 173 

Rural Fringe West 0 0 0 0 0 0 0 

Rural Land Stewardship Area 77 308 434 503 659 732 1,620 

Urban Estate 0 2 14 14 14 14 14 

Urban Residential 103 217 403 403 403 403 403 

Total  240 749 1,199 1,294 1,573 1,681 2,609 

SOURCE:  Metro Forecasting Models LLC, 2023. 

  
Based on this analysis, there is sufficient commercial land in the urban area (west of Collier Boulevard). 
The RLSA and RFMUD areas show the greatest need for commercial lands. Vacant commercial land would 
ideally be located near existing and future residents, to reduce trip lengths and trips to the urban area 
wherever possible. As future projects/villages/towns are proposed, it is imperative they include enough land 
allocated to support commercial uses. 

1.4.4 Industrial 

An analysis was also conducted to determine the existing industrial development in Collier County and 
potential buildout. Parcel data was queried by the Department of Revenue code to determine industrial uses, 
then reviewed using parcel data and aerial photography. In 2023, Collier County had 3,539 developed 
industrial acres. 

The buildout analysis measured the potential for industrial land based on available vacant land and land use 
policies. On average, industrial development in Collier County has an average floor area ratio of 5,349 
square feet per acre. Using this average, at buildout, Collier County will need approximately 2,100 acres of 
industrial land dispersed throughout the County and near high-capacity transportation corridors. The 
industrial demand is based on the increase in population with Table 1.4-4 reflecting the incremental 
increase of land area needed if the County were to maintain its existing ratios. Using these assumptions, 
there would be an increase of approximately 18 million square feet of industrial uses on roughly 1,800 acres 
by buildout. 

There are sufficient sites in the urban area and Immokalee for future industrial development. The RLSA 
and RFMUD areas show the greatest unmet need for future industrial lands. Industrial centers would ideally 
be located near existing transportation corridors to enhance demand and reduce unnecessary trip lengths to 
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arterial roads wherever possible. As the population grows, it is imperative there is enough land allocated to 
support industrial uses to keep the tax base balanced and provide opportunities for employment. 

TABLE 1.4-4 
NEW INDUSTRIAL DEVELOPMENT DEMAND (IN ACRES) 

Planning Areas  2030 2040 2050 2060 2070 2075 Buildout  

Conservation 1 2 2 2 3 3 3 

Everglades 1 1 1 2 2 2 2 

Golden Gate 4 6 6 6 6 6 6 

Immokalee 9 21 30 35 39 40 43 

Marco Island 2 4 4 5 5 5 5 

Naples 4 5 6 6 6 6 6 

Rural Estate 67 122 141 147 149 149 150 

Rural Fringe North 6 23 32 33 33 33 33 

Rural Fringe North Belle Meade 3 14 24 39 57 68 85 

Rural Fringe South 3 10 27 52 66 69 72 

Rural Fringe West 11 13 13 13 13 13 13 

Rural Land Stewardship Area 56 166 291 432 573 640 1,270 

Urban Estate 3 5 5 6 6 6 6 

Urban Residential 73 109 117 119 120 120 120 

Total  243 501 699 897 1,078 1,160 1,814 

SOURCE:  Metro Forecasting Models LLC, 2023. 
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1.5 Collier County Aviation Demand  
An airport master plan utilizes a 20-year planning horizon for demand forecasting; however, as noted 
previously, this study considers Collier County’s aviation needs over the next 50 years. While the following 
sections primarily evaluate the aviation activity expected at APF, projections for the three public airports 
owned and operated by Collier County:  Everglades Airpark (X01), Immokalee Regional Airport (IMM) , 
and Marco Island Executive Airport (MKY) were also analyzed.  

Like the Naples Airport, the County’s three public-use airports only serve general aviation activity, which 
encompasses all segments of the industry except for that which is conducted by commercial passenger 
airlines or the military. Everglades Airpark is located in the south central portion of the County and has a 
single runway (Runway 15-33) which is 2,400 feet long and 50 feet wide. Immokalee Regional Airport, 
located in the north central portion of the County, has two runways. The primary runway, Runway 9-27, is 
5,000 feet long and 100 feet wide while the crosswind runway, Runway 18-36, is 4,550 feet in length and 
150 feet in width. Marco Island Executive Airport is located in the southwest corner of the County and has 
a single runway (Runway 17-35) which is 5,000 feet long and 100 feet wide (see Figure 1.5-1). 

The number of aircraft based at 
an airport and the level of annual 
operations conducted are the 
primary indicators for general 
aviation activity. The most recent 
master plans, Florida Aviation 
System Plan (FASP) 2043, and 
the FAA’s 2023 Terminal Area 
Forecast (TAF) for each airport 
were compared and utilized to 
develop the 50-year outlooks. 
This included updating the 
individual projections with the 
most recent data and industry 
trends documented in the FAA’s 
2024 Aerospace Forecast (2024 – 
2044) to provide insight into how 
aviation activity in Collier 
County may change. In addition, given passenger airlines have provided service to APF in the past and the 
expected growth in Collier County; the potential for a new airport in Collier County to support commercial 
passenger activity was also analyzed for the 50-year horizon. 

  

   FIGURE 1.5-1:  PUBLIC AIRPORTS IN COLLIER COUNTY 
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1.5.1 Based Aircraft  

Based aircraft are those aircraft that are operational, airworthy, and kept at an airport for a majority of the 
year (more than six months). Therefore, the number of aircraft owners projected to base their aircraft at an 
airport is an important consideration for airfield planning since it is a key indicator of the demand for 
facilities. Information on the aircraft based at general aviation airports is uploaded to the FAA’s National 
Based Aircraft Inventory Program, which determines the validated number of based aircraft for a given 
airport. 

Naples Airport - The aviation activity forecasts in the 2021 Naples Airport Master Plan were prepared and 
approved prior to a number of events including the COVID-19 pandemic and impacts of Hurricane Ian, 
which made landfall in southwest Florida in September 2022. Additionally, for various reasons, the Airport 
has not been able to accommodate the projected demand for based aircraft and continues to have a 
significant hangar waitlist. As such, the number of based aircraft at the end of 2023 has decreased slightly 
from the 2017 level, which was the base year for the master plan projections. 

Since the 2021 Naples Airport Master Plan, both the FDOT and FAA have updated their system planning 
forecasts. The FASP provides a comprehensive planning and development guide for the state’s public 
airports with the most recent version (FASP 2043) released in April 2024. The FAA’s TAF is prepared 
annually for each airport in the NPIAS with the most recent version (2023 TAF) released in January 2024. 
These two forecasts project different levels of based aircraft for APF given the different methodologies and 
timeframes of data used for their development. The FAA projection incorporates a long-term growth rate 
similar to the 2021 Naples Airport Master Plan whereas the FASP 2043 is more reflective of the regional 
trends since the master plan was prepared. These regional trends align with the industry outlooks reflected 
in the FAA’s 2024 Aerospace Forecast, which was also released in April 2024. 

A new long-term projection of based aircraft was created for this study and is included in Table 1.5-1. It 
utilized the most recent based aircraft count for the end of 2023, adjusted the master plan growth rate down 
to reflect the current local and industry trends, and then projected out to 2075. As with the 2021 Naples 
Airport Master Plan, these projections are for an unconstrained scenario. 

Everglades Airpark – The 1996 Airport Master Plan is the most recent planning study with approved 
forecast conducted for Everglades Airpark. This study is outdated given that the number of based aircraft 
projected for 2015 was 20 versus the three aircraft based there in 2023, largely in part to the eight unit T-
Hangar building destroyed during Hurricane Ian. The FAA’s 2023 TAF projects no growth in the current 
level of based aircraft through 2050. For these reasons, the recent FASP 2043 projection of based aircraft 
was included in Table 1.5-1 and extrapolated out to 2075 for this study. 

Immokalee Regional Airport – In 2019 an Airport Layout Plan Update was conducted for the airport 
which also included approved forecasts in the narrative report. The projections utilized 2017 as the base 
year which has decreased somewhat when compared to the FAA’s Based Aircraft Inventory Program. 
Conversely, the FAA’s figure is higher than what was utilized in the FASP 2043. As with many small 
general aviation airports, the FAA’s TAF projects no growth in the number of based aircraft for Immokalee 
Regional. Therefore, for the purposes of this study, the current level of based aircraft was projected using 
the average annual growth rate from the 2019 Airport Layout Plan Update (see Table 1.5-1). 
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Marco Island Executive Airport  – The most recent planning study with an approved forecast for Marco 
Island Executive was the 2008 Airport Layout Plan Narrative Report. The 2007 base year data in this study 
is slightly higher than the current number of based aircraft for the airport in the FAA’s Based Aircraft 
Inventory Program. Interestingly the FASP 2043 has the 2023 count for based aircraft at nearly a third less 
than the FAA’s official count and a much lower projected growth rate over the next 20 years. Given the 
documented hangar wait list managed by Collier County for Marco Island Executive, the slightly higher 
growth rate from the 2008 Airport Layout Plan Narrative Report was applied to the current level of based 
aircraft for this study. The resulting figures are included in Table 1.5-1. 

It should be noted that the 2008 ALP for Marco Island Executive depicts the use of adjacent state-owned 
lands through an interlocal agreement for the on-going and future development of the airfield. In short, the 
airport is severely constrained and may not be able to accommodate the level of based aircraft projected for 
the 50-year planning horizon of this study. However, as noted previously, the projections for this study 
have been based on unconstrained scenarios. 

 
TABLE 1.5-1 

BASED AIRCRAFT DEMAND – PUBLIC AIRPORTS IN COLLIER COUNTY 

 Naples Airport  
Everglades 

Airpark  
Immokalee 

Regional  
Marco Island 

Executive  
Collier County  

Total  

Base Year       

2023 364 3 48 34 449 

Forecast       

2030 393 3 52 39 487 

2040 430 4 60 48 542 

2050 470 4 68 60 602 

2060 514 5 78 74 671 

2070 562 6 89 91 748 

2075 588 6 95 101 790 

Annual Average Change 
(2023 - 2075) 0.9% 1.4% 1.3% 2.1% 1.1% 

NOTE: Projections are for unconstrained scenarios. 

SOURCES:  Individual Airport Master Plans, FASP 2024, 2023 FAA TAF, 2024 FAA Aerospace Forecast, and ESA Analysis, 2024. 

 

1.5.2 General Aviation Operations 

The FAA defines an aircraft operation as either a single aircraft landing or takeoff. Further, a touch and go 
training operation is counted as two operations, since the aircraft technically lands and immediately takes 
off. The airport traffic control tower (ATCT) activity logs for APF update the FAA’s Operations Network 
(OPSNET) data monthly to provide the official activity counts for the Airport. Since none of Collier 
County’s three public airports have an ATCT, aircraft operations are estimated for these facilities as part of 
FDOT’s annual inspection and submitted to the FAA. 

Naples Airport – As noted before, the aviation activity forecasts in the 2021 Naples Airport Master Plan 
were prepared prior to the COVID-19 pandemic. Annual operations at APF increased between 2017, the 
base year used in the master plan, and 2019 ahead of the study projections. However, the pandemic’s 
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disruption to the aviation industry through travel restrictions, stay-at-home orders, quarantine requirements, 
and an increased reliance on teleconferencing quickly brought the 2020 annual operations down. 
Regardless, activity at APF rebounded quickly as the industry saw a shift from commercial to private air 
travel. For the Airport this was marked by an increase in both itinerant private and air taxi operations. Since 
the 2021 recovery, the annual operations at APF have re-aligned with the average annual growth projected 
in the master plan projections. 

It is interesting to note that the recent FASP 2043 projection has a level of annual operations for 2023 that 
is below the actual count recorded for the same year. The projection of operations in the state’s forecast is 
also well below the historical growth, even after the recovery since the COVID-19 pandemic. While the 
FAA’s TAF incorporates the actual ATCT counts, the average annual growth expected is half of that in the 
FASP 2043. The result is that the TAF only projects an additional 16,300 annual operations in 2050 over 
the 2023 level for APF. 

For the purposes of this study, the short-term growth projected in the 2021 Airport Master Plan was applied 
through 2030. A slightly lower average annual growth rate was then used to estimate the level of general 
aviation operations for the remainder of the 50-year planning horizon. The resulting figures have been 
rounded to the nearest hundred and included in Table 1.5-2. This forecast places the activity expected by 
2050 within a few hundred operations of the highest historic activity level recorded for APF in 2005. 

Everglades Airpark – As stated for the based aircraft, the most recent 1996 Airport Master Plan is 
outdated. For annual aircraft operations the study showed the 1995 activity nearly tripled from the estimated 
4,800 level. When this growth is extrapolated to 2023, the airport would be projected to support nearly 
20,000 annual operations compared to the FAA’s record of only 6,700 for the same year. However, as with 
the based aircraft for most small general aviation airports, the FAA’s TAF projects no growth in the annual 
operations at Everglades Airpark. As with the based aircraft, the recent FASP 2043 forecast is the most 
realistic and has therefore been extrapolated out and rounded to the nearest hundred (see Table 1.5-2) for 
this study. 

Immokalee Regional Airport  – The activity growth projected in the 2019 Airport Layout Plan Update 
narrative report is close to the current level of annual operations recorded by the FAA for 2023. However, 
the FAA’s TAF projects no growth in the activity at the airport. Conversely, the growth included in the 
FASP 2043 is slightly higher than the 2019 Airport Layout Plan Update. Given the Rural Land Stewardship 
Area surrounding Immokalee is projected to have the most growth (see Table 1.4-2) and the active hangar 
wait list maintained by Collier County, the slightly higher FASP 2043 projection of annual operations was 
adopted, extrapolated, and rounded to the nearest hundred in Table 1.5-2 for this study. 

Marco Island Executive Airport  – Opposite the based aircraft forecast, the 2008 Airport Layout Plan 
Narrative Report underestimated the level of annual operations for Marco Island Executive. In fact, the 
level estimated for 2023 is only a third of the level of annual operations recorded by the FAA. For the 
future, the FAA’s TAF does show some growth; however, it is only at an average annual rate of 0.5 percent. 
The FASP 2043 has the same long-term growth for Marco Island Executive as the other two public airports 
owned and operated by Collier County. Regardless, it is the most realistic given the airport’s less congested 
airspace, flight schools, and continued improvements. Once extrapolated and rounded to the nearest 
hundred for the long-term of this study, the FASP 2043 has been included in Table 1.5-2. 
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TABLE 1.5-2 
ANNUAL GENERAL AVIATION OPERATIONS – PUBLIC AIRPORTS IN COLLIER COUNTY 

 Naples Airport  
Everglades 

Airpark  
Immokalee 

Regional  
Marco Island 

Executive  
Collier County 

Total  

Base Year       

2023 118,900 6,700 38,100 57,900 221,600 

Forecast       

2030 130,100 7,500 42,700 65,000 245,300 

2040 143,700 8,900 50,400 76,700 279,700 

2050 158,800 10,500 59,500 90,400 319,200 

2060 175,400 12,400 70,300 106,700 364,800 

2070 193,700 14,600 82,900 125,900 417,100 

2075 203,600 15,900 90,100 136,700 446,300 

Annual Average Change 
(2023 - 2075) 

1.0% 1.7% 1.7% 1.7% 1.4% 

NOTE: Projections are for unconstrained scenarios. 

SOURCES:  Individual Airport Master Plans, FASP 2024, 2023 FAA TAF, 2024 FAA Aerospace Forecast, and ESA Analysis, 2024. 

 

1.5.3 Commercial Passenger Demand 

An estimate of the potential passenger demand for commercial air service for a new airport in Collier 
County was conducted. It is important to note that this analysis only provides a range of the potential 
underlying passenger demand for commercial service within the catchment area defined for a new airport. 
It is not intended to be a forecast of passengers likely to use a new airport since, as described below, many 
factors influence such an airport specific forecast. This analysis consists of three parts: 

�4 Defining the Catchment Area 

�4 Projecting the Catchment Area Growth 

�4 Modeling Potential Passenger Capture Rates 

1.5.3.1 Catchment Area Definition and Sizing 

An airport’s catchment area is the geographic area from which that airport can reasonably expect to draw 
passengers for commercial airline service. Airport catchment areas can span across multiple airports and 
are influenced by several factors, including: 

�4 Ease of access relative to alternative airports or transportation modes. 

�4 Competitiveness of air service and airfares to include destinations served, frequency of air service, 
airline brands serving the airport, airline fare prices, and the types of aircraft used.  

�4 The availability of services and amenities at the airport including concessions, rental cars, airport 
lounges, etc. 
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Since the second and third factors have yet to be determined, this analysis only considers the underlying 
demand that a new airport could compete for considering its proximity to a base of current and future 
passengers. Additionally, since the location of a potential new airport site is not known, this proximity has 
been estimated considering a theoretical location in central Collier County. For analytical purposes, it is 
assumed that passenger demand for a new airport originates in or is destined for locations within a 90-
minute drive of the airport.  

Passenger volumes at airports in the South and Southwest Florida regions were accessed from U.S. 
Department of Transportation (USDOT) databases. These airports included: 

�4 Southwest Florida International Airport (RSW) 

�4 Punta Gorda Airport (PGD) 

�4 Sarasota Bradenton International Airport (SRQ) 

�4 Tampa International Airport (TPA) 

�4 St. Pete-Clearwater International Airport (PIE) 

�4 Palm Beach International Airport (PBI) 

�4 Fort Lauderdale-Hollywood International Airport (FLL) 

�4 Miami International Airport (MIA) 

These eight airports served approximately 106 million origin and destination (O&D) passengers annually 
during the 2023 calendar year. The zip code-level population and income data were gathered for the 
counties served by these airports. Given the well-documented relationship between income and air travel, 
passengers were apportioned across the 481 zip codes on an income basis as shown in Figure 1.5-2.  

Sources:  US Census Bureau; US Postal Service; USDOT O&D Survey DB1B; Sabre Market Intelligence; Ricondo & Associates, Inc.  

FIGURE 1.5-2:  STUDY AREA ZIP CODES AND PASSENGER VOLUMES 

The study area is comprised 
of 481 zip codes and 106 
million annual origin and 

destination passengers 
(2023 values). 
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The 90-minute drive times from central Collier County to each of the 481 zip codes were then applied to 
initially identify the potential underlying demand. To further refine this value, an additional step was taken 
to reduce a zip code’s passenger potential in consideration of other commercial airports that could present 
viable options for those travelers. This airport choice modeling apportioned zip code volumes among a 
potential new airport and other airports also within a reasonable drive time. This analysis resulted in an 
estimated current demand of approximately 4.2 million passengers as illustrated in Figure 1.5-3. 

1.5.3.2 Future Demand Modeling 

The current 2023 underlying demand of 4.2 million annual passengers was increased to reflect the passenger 
potential through 2075. This was accomplished by: 

�4 For passengers in each zip code that comprised a portion of the underlying demand in 2023, the 
airports estimated to actually serve those passengers in the current period were identified. For 
example, passengers in zip code 33921 were estimated to have used RSW, PGD, SRQ, TPA, and 
PIE (referred to here as supplying airports).  

�4 Growth of passengers in the relevant zip codes was then estimated considering the growth of 
passengers forecast by the FAA in each of the supplying airports, weighted by the supplying airport 
share. FAA forecasts were sourced from the 2023 TAF through 2050, the final year of that forecast. 
Estimates of growth beyond 2050 were made considering the trends in the TAF which were carried 
out through the 2075 horizon of this study. 

Applying this methodology, Table 1.5-3 reflects the estimated underlying demand in 10-year increments. 
As shown, the underlying demand for a new airport could reach 13.3 million annual passengers by 2075, 
reflecting an average annual growth rate of 2.2 percent. 

  

FIGURE 1.5-3:  UNDERLYING DEMAND WITHIN A 90-MINUTE DRIVE TIME 

Sources:  US Census Bureau; US Postal Service; USDOT O&D Survey DB1B; Sabre Market Intelligence; Ricondo & Associates, Inc. 

Approximately 4.2 million 
annual origin and 

destination passengers are 
estimated to be within a 
90-minute drive of a new 

airport. This value 
accounts for passengers 

who would otherwise 
choose another airport 

within a reasonable drive 
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TABLE 1.5-3 
UNDERLYING PASSENGER DEMAND 

 Underlying Demand (Million Annual Passengers)  

2023 4.2 

2030 5.3 

2040 6.7 

2050 8.4 

2060 10.3 

2070 12.3 

2075 13.3 

Average Annual Change (2023-2075) 2.2% 

SOURCES:  USDOT O&D Survey DB1B; Sabre Market Intelligence; 2023 FAA TAF; and Ricondo & Associates, Inc., 2024. 

 

1.5.3.3 Demand Capture Scenarios 

The passenger demand shown in Table 1.5-3 reflects the potential underlying passenger demand for airline 
service at a new airport in Collier County irrespective of the non-drive time factors described previously 
for defining an airport’s catchment area. Said another way, these figures reflect the passenger demand that 
could, based on various offerings of services at the new airport and competing airports, elect to use the new 
airport or choose another competing airport in the region. For illustrative purposes, and based on 
observations of actual share capture (as a percentage of modeled share) across airports in the region, three 
capture rate scenarios (low, medium, and high) of demand for a new airport were modeled and are presented 
in Table 1.5-4.  

TABLE 1.5-4 
RANGE OF ESTIMATED O&D PASSENGER DEMAND IN MILLIONS FOR A NEW COLLIER COUNTY AIRPORT AT 

DIFFERENT PASSENGER CAPTURE RATES 

Year 
Underlying Demand 

(Million Annual 
Passengers)  

Low Capture Rate  Medium Capture Rate   High Capture Rate  

2023 4.2 0.8 1.2 2.0 

2030 5.3 1.0 1.5 2.5 

2040 6.7 1.2 1.9 3.1 

2050 8.4 1.5 2.3 3.9 

2060 10.3 1.9 2.8 4.8 

2070 12.3 2.2 3.4 5.7 

2075 13.3 2.4 3.7 6.2 

Annual Average 
Change (2023-2075) 

2.2% 

SOURCES:  USDOT O&D Survey DB1B; Sabre Market Intelligence; 2023 FAA TAF; and Ricondo & Associates, Inc., 2024. 
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1.5.3.4 Associated Passenger Aircraft Operational Levels 

Estimated O&D passenger volumes under the medium and high capture rate assumptions were subsequently 
used as the basis to estimate passenger aircraft operations over the planning horizon, starting in 2040, the 
assumed opening year of a new airport. In addition to passenger volumes, assumptions related to average 
aircraft seat capacity and load factors (the percentage of seats filled by passengers) were developed by year. 
For 2040, the average number of seats was estimated at 153 per departure. This metric is based on analysis 
of the fleet types currently utilized by American Airlines, Delta Air Lines, United Airlines, and Southwest 
Airlines at both RSW and SRQ. It also assumes that, initially, new passenger service would be provided by 
a similar grouping of airlines and with aircraft capacities slightly lower than the current airline averages. 

Similarly, aircraft capacity was assumed to be slightly lower earlier in the forecast to accommodate a 
potential “ ramp-up” to full capacity given the inaugural service at a new airport. Average seat capacity was 
subsequently modeled to reach 172 seats per departure by 2075. This resembles the higher end of the 
averages for domestic service today at airports in South and Southwest Florida. It is also higher than the 
current averages at RSW (168 seats) and SRQ (160 seats). Average load factors were modeled to remain 
constant at 84 percent throughout the projection horizon, similar to those in the region. Table 1.5-5 
illustrates the passenger volumes and associated passenger aircraft operations metrics through 2075. 

 
TABLE 1.5-5 

COMMERCIAL PASSENGER AIRCRAFT OPERATIONS FORECAST 

Year 
Average 

Load Factor  

Average 
Seat 

Capacity  

Medium 
Capture Rate 
Passengers 

(millions)  

Medium 
Capture Rate 

Annual 
Passenger 

Aircraft 
Operations  

High Capture 
Rate 

Passengers 
(millions)  

High 
Capture 

Rate Annual 
Passenger 

Aircraft 
Operations  

2023 n/a n/a 1.2 n/a 2.0 n/a 

2030 n/a n/a 1.5 n/a 2.5 n/a 

2040 84% 153 1.9 14,600 3.1 24,300 

2050 84% 162 2.3 16,900 3.9 28,700 

2060 84% 167 2.8 20,200 4.8 34,20 

2070 84% 171 3.4 23,600 5.7 40,000 

2075 84% 172 3.7 25,300 6.2 42,900 

SOURCES:  USDOT O&D Survey DB1B; Sabre Market Intelligence; 2023 FAA TAF; Cirium Data; and Ricondo & Associates, Inc., 2024. 

 

  



D202300339.01 26 November 17, 2024 

1.5.4 Total Annual Aircraft Operations 

Table 1.5-6 combines the long-term projection of general aviation activity for APF with the commercial 
passenger operations expected under the medium capture rate scenario. Combined, these represent the total 
annual operations utilized to define some of the requirements for a new airport site to serve a portion of the 
area’s long-term general aviation and commercial passenger service needs. 

TABLE 1.5-6 
TOTAL ANNUAL AIRCRAFT OPERATIONS FOR A POTENTIAL NEW AIRPORT SITE 

 General Aviation  Commercial Passenger  Total  

Base Year     

2023 118,900 n/a 118,900 

Forecast     

2030 130,100 n/a 130,100 

2040 143,700 14,600 158,300 

2050 158,800 16,900 175,700 

2060 175,400 20,200 195,600 

2070 193,700 23,600 217,300 

2075 203,600 25,300 228,900 

Annual Average Change 
(2023 - 2075) 1.0% (2030 – 2075) 1.6% 1.3% 

NOTE: Projections are for a new airport in an un unconstrained scenario. 

SOURCES:  Individual Airport Master Plans, FASP 2024, 2023 FAA TAF, 2024 FAA Aerospace Forecast, Ricondo & Associates, 
Inc., and ESA Analysis, 2024. 
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1.6 New Airport Requirements  
This section defines the primary elements for a new airport site in order to estimate the minimum acreage 
required and develop order of magnitude costs for construction. Initially the facility requirements were only 
considered for a new airport site which could accommodate both general aviation and commercial 
passenger service demand. However, during the course of the study, a scenario was created to evaluate the 
requirements and related costs for just a new general aviation facility. For both scenarios, the requirements 
presented are reflective of a commissioning date of 2040. To ensure that a new airport is positioned to 
support growth prior to triggering additional expansion, the facility requirements are based on the aviation 
demand levels projected for 2050. 

Most aeronautical facilities, such as the airfield, terminals, aircraft storage, vehicular parking, rental car 
facilities, and other support facilities are dictated by the aviation demand levels projected for the airport. 
Other factors, such as airport elevation, topography, geological conditions, regional transportation 
networks, local zoning ordinances, land use controls, and local/state/federal regulations also influence the 
facility and infrastructure needs for an airport. It is important to note that the land acquisition and capital 
construction costs are site specific and therefore will vary depending on a site’s specific configuration, 
conditions, physical constraints, and proximity to nearby infrastructure.  

Even though the long-term aviation demand included the three public airports owned and operated by 
Collier County, their projected based aircraft and general aviation operations were not considered in the 
requirements for a new airport. The basic assumption is that each of these airports would continue to exist, 
whether a new airport is constructed or not. That being said, if a new airport were sited in the immediate 
vicinity of one of the County’s airports, then the facility requirements would have to be adjusted to also 
accommodate the demand expected at the adjacent airport if impacted by a new facility. 

1.6.1 General Aviation Facilities  

The following sections describe the primary general aviation facilities required to accommodate the demand 
expected in 2050. While not ever specific facility required is described or quantified, the order of magnitude 
cost estimates include factors and contingencies for their inclusion. The facilities included are also those 
that are the most critical with respect to being able to estimate the acreage required for a new airport in 
Collier County. 

The general aviation facility requirements were primarily derived using the detailed methodologies of the 
2021 Naples Airport Master Plan. This included an extrapolation out to 2050 for a number of the facilities 
such as the various types of hangars, aircraft parking apron space, general aviation terminal space, etc. 
These were then cross checked with the projected based aircraft levels and general aviation operations 
expected by 2050 from the forecasts in the previous section. 

1.6.1.1 Critical Aircraft  

The airport planning criteria and design standards for various airfield elements are based on the critical 
aircraft that make regular use of the airport. These aircraft classify airport facilities based on a number of 
different codes, the most basic being the Runway Design Codes and Taxiway Design Groups defined in 
FAA Advisory Circular (AC) 150/5300-13B, Change 1, Airport Design.  
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The Runway Design Code consists of the Aircraft Approach Category which is depicted by a letter and 
relates to the aircraft’s landing approach speed (operational characteristics) and the Airplane Design Group 
(ADG) which uses Roman numerals to identify the critical aircraft wingspan or tail height (physical 
characteristics). These determine the overall Airport Reference Code (ARC) for facility planning. Over the 
past several years, the most demanding aircraft operating at APF have included the larger general aviation 
business jets with an ARC of D-III . This group of aircraft, which also has a Taxiway Design Group (TDG) 
2 designation, is expected to remain the most demanding general aviation aircraft through 2050. 

1.6.1.2 Airfield 

While the current primary runway at APF has a published length of 6,600 feet, both ends have displaced 
thresholds of 800 feet. This reduces the useful runway length to 5,800 feet in either direction for takeoffs 
or landings. The 2021 Airport Master Plan identified an optimal runway length of 6,800 feet for both 
takeoffs and landings; however, this was not considered a necessary improvement since the airfield 
pavements at APF have an aircraft weight limit of 75,000 pounds. 

Given a new airport would not have any weight restrictions, a minimum length of 6,800 feet is needed for 
the primary runway with at least one full length parallel taxiway. For D-III  aircraft, the runway width would 
be 100 feet and the associated TDG 2 taxiway system 35 feet wide. A crosswind runway would also likely 
be required depending on the specific wind coverage available at the new airport site. For planning 
purposes, the crosswind runway should have a minimum length of 5,000 feet and one full length parallel 
taxiway. 

An important component of calculating the minimum acreage required for a new airport site is the ability 
to accommodate the Runway Protection Zones (RPZ) off each runway end. The RPZ is trapezoidal shaped 
area beginning 200 feet from the end of a runway which serves to enhance the protection of people and 
property on the ground. Airport sponsors must ensure RPZ areas are clear of incompatible objects and 
activities. For existing airports, the FAA recommends, but does not require acquisition, since land use 
control is much easier to achieve when the property encompassed by the RPZs is owned. For a new airport, 
the FAA will expect critical airport surfaces, including RPZs, to be on airport property.  

With precision instrument 
approach capability on the 
primary runway, the RPZs 
would need to have an inner 
width of 1,000 feet and extend 
out 2,500 feet to an outer 
width of 1,750 feet 
(approximately 80 acres 
each). For the crosswind 
runway, only non-precision 
instrument approach 
capability is required with 
smaller RPZs having an inner 
width of 1,000 feet and 
extending out 1,700 feet to an 
outer width of 1,510 feet 

  Figure 1.6-1:  Configuration for a New General Aviation Airport  

  Source:  ESA, 2024. 
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(approximately 50 acres each). As illustrated in Figure 1.6-1, this general crosswind configuration would 
require an overall property envelope of approximately 1,800 to 2,000 acres for a new general aviation 
airport, of which at least 15 percent is due to the FAA RPZ requirements. 

1.6.1.3 General Aviation Facilities and Aircraft Storage 

The primary general aviation facilities include those needed for the terminal building, fixed based operator 
(FBO) services, and aircraft storage. In addition to different types of hangars, aircraft storage also includes 
apron space for a portion of the expected based aircraft fleet. As documented in the 2021 Naples Airport 
Master Plan, more aircraft parking apron space is needed to support the itinerant operations. The type, size, 
and number of these general aviation facilities for 2050 are included in Table 1.6-1. 

TABLE 1.6-1 
PRIMARY GENERAL AVIATION FACILITY REQUIREMENTS 

 Needed for 2050  

Terminal and Fixed Base Operator (including landside parking and access) 60,000 SF 

T-Hangars 251 units 

Box and Condo Hangars 162,000 SF 

Clearspan Hangars 450,000 SF 

Large Clearspan Hangars 325,000 SF 

Aircraft Parking Apron (for based and itinerant) 352,000 SY 

Hangar Landside Parking and Access  66,300 SY 

NOTES: SF = square feet, SY = square yards. 

SOURCES:  2021 Naples Airport Master Plan and ESA Analysis, 2024. 

 

1.6.1.4 Support 

There are a number of facilities and equipment required to support the overall aircraft operations and airfield 
infrastructure. Others are needed to provide services to the tenants and customers of the airport. The key 
facilities to consider for a new airport are described below. 

�4 Airfield Electrical Vault, Navigational Aids, Weather Reporting, Fencing, Etc. – An airfield 
electrical vault is an important element to consider for cost estimating since it accommodates all of 
the lighting equipment, navigational aid, and backup generator equipment. Other elements in this 
group include various takeoff and landing aids, on-airport weather instruments, and security 
fencing.  

�4 Airport Traffic Control Tower  (ATCT)  – The siting of an ATCT will require the proper line-of-
sight to the various aircraft movement areas of the ultimate airfield configuration. For the purposes 
of this study, it was assumed that a seven story facility could be situated at a new airport to provide 
the proper criteria. 

�4 Aircraft Rescue and Fire Fighting (ARFF) Building and Vehicles – 14 CFR Part 139 sets forth 
minimum safety standards for emergency response personnel and equipment needed at a Part 139 
certificated airport like APF. For the purposes of this study, the costs for an ARFF building and the 
required vehicles were based on meeting the requirements of Index C. While this index covers the 
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larger air carrier Boeing 737 series aircraft expected for the commercial passenger service, it was 
also applied as a conservative estimate for the general aviation only scenario. 

�4 General Aviation Fuel Storage and Trucks – To accommodate the general aviation demand 
expected by 2050, a new airport fuel farm would require approximately 260,000 gallons and ten 
trucks. These would be primarily used for Jet A and a combination of both 100LL leaded and UL94 
unleaded aviation fuels, but also some for diesel and MoGas. 

�4 Airport Maintenance Building and Equipment  – A 24,000 square foot facility will be needed to 
accommodate airport maintenance operations to include some indoor equipment storage as well as 
space for supplies, a workshop, and offices. An area of approximately 35,000 square feet would be 
needed to provide additional outdoor covered storage as well as maneuvering space for larger 
equipment. 

�4 U.S. Customs and Border Protection (CBP) Faciliti es – A U.S. CBP building with an adjacent 
secure aircraft parking apron is needed to provide customs and immigration services. These 
facilities would only need to be located on the general aviation side of a new airport as it is not 
envisioned that any potential commercial passenger service scenario would include international 
flights. 

�4 Rental Car Facilities – While rental car counter and office space would be included in the general 
aviation terminal as part of the FBO services offered, this only represents a small portion of the 
operation. Rental car requirements were developed and applied to both the new general aviation 
only airport and new commercial service airport scenarios. The facilities include a consolidated 
rental car facility to serve multiple agencies with the associated customer areas, vehicle service 
centers, close-in storage, and circulation space for 300 ready/return spaces. 

1.6.2 Commercial Passenger Service Facilities 

In addition to the general aviation requirements, the following facilities would be required to support 
commercial passenger service at a new airport in Collier County. 

�4 Primary runway capable of supporting air carrier aircraft. 

�4 Passenger terminal building with associated airside and landside facilities. 

�4 Facilities to support the larger air carrier aircraft and commercial operations. 

As previously mentioned, the facility requirements were established with the intention to accommodate the 
forecasted passenger and aircraft operations for 2050. The passenger terminal requirements for 2050 align 
with the passenger demand medium capture rates included in Table 1.5-5. For comparison purposes, Table 
1.6-2 shows which Florida airports provide similar air carrier service to the medium capture rates projected 
for Collier County. 
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TABLE 1.6-2 
MEDIUM PASSENGER DEMAND CAPTURE RATES 

Year 
Million Annual 

Passengers  Comparable Florida Airport  

2040 1.9 Punta Gorda Airport 

2050 2.3 St. Pete-Clearwater International Airport 

2075 3.7 Sarasota Bradenton International Airport 

SOURCES:  Ricondo & Associates, Inc., 2024. 

 

A benchmarking analysis was conducted using the St. Pete-Clearwater International and Sarasota 
Bradenton International Airports to establish the facility requirements for commercial passenger service. 
However, this analysis was done under the assumption that a new airport would only serve domestic routes 
operating narrowbody or smaller air carrier aircraft. 

1.6.2.1 Critical Aircraft  

The airfield and passenger terminal facilities for a new commercial service airport would need to 
accommodate the most common narrowbody air carrier aircraft. These include the similarly sized Boeing 
737 and Airbus A320/321 series aircraft operated by nearly every U.S. domestic passenger airline. Of these 
the Boeing 737 aircraft have a slightly higher approach speed resulting in an ARC of D-III. This group of 
narrowbody aircraft all have a TDG 3 designation. 

1.6.2.2 Airfield 

To serve as an air carrier service airport, it is recommended that the airfield be configured with two parallel 
runways. In addition to providing extra capacity, a parallel configuration allows separation of the 
commercial service and general aviation aircraft operations. Because the air carrier aircraft expected are 
heavier and therefore more demanding than the general aviation fleet, the primary runway should have a 
minimum overall length of 7,000 to 8,000 feet. And while the narrowbody commercial service aircraft are 
also designated as D-III, their higher maximum certificated takeoff weight requires a runway width of 150 
feet. The second runway would have a length of 6,800 feet and a width of 100 feet, which coincides with 
the primary runway for a new general aviation airport.  

To allow for dual simultaneous instrument approaches the parallel runway centerline separation should be 
at a minimum of 4,300 feet. One parallel runway would primarily facilitate commercial service aircraft with 
precision instrument approach capability and the other general aviation with non-precision instrument 
approach capability. Both runways should have at least one full length parallel taxiway and the overall 
taxiway system for the airfield would need to conform to TDG 3 standards with most taxiways up to 50 
feet wide. 

For precision instrument approach capability on the primary runway, the RPZs would need to have an inner 
width of 1,000 feet and extend out 2,500 feet to an outer width of 1,750 feet (approximately 80 acres each). 
For the general aviation runway, the non-precision instrument approach capability would require smaller 
RPZs having an inner width of 1,000 feet and extending out 1,700 feet to an outer width of 1,510 feet 
(approximately 50 acres each). As illustrated in Figure 1.6-2, this configuration would require an overall 
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property envelope of approximately 2,000 to 2,400 acres for a new commercial service airport; nearly 15 
percent of which is due to the FAA RPZ requirements. 

 

 

 

 

 

 

 

 

 

1.6.2.3 Passenger Terminal  Facilities 

The passenger terminal facilities required in 2050 for 2.3 million annual passengers are summarized in 
Table 1.6-3. Based on the benchmarking analysis, the overall passenger terminal requirements would range 
from 10 to 12 narrowbody aircraft gates, depending on the air carrier fleet mix. This would result in a 
building area of approximately 230,000 square feet and an aircraft parking apron of 175,000 square yards. 
For the terminal’s landside parking, it is estimated that a total of 2,540 spaces would be required. 

TABLE 1.6-3 
PRIMARY PASSENGER TERMINAL FACILITY REQUIREMENTS 

 Needed for 2050  

Passenger Terminal  

Narrowbody Aircraft Gates 

Building Space 

Air Carrier Aircraft Parking Apron 

10-12 

230,000 SF 

175,000 SY 

Landside  

Public Parking  

Employee Parking 

2,200 spaces 

340 spaces 

NOTES: SF = square feet, SY = square yards. 

SOURCES:  Ricondo & Associates, Inc., 2024. 

 

1.6.2.4 Support Facilities for Air Carrier Operations 

Additional support facilities would be required for the larger air carrier operations. As shown in Table 1.6-
4, nearly 400,000 gallons of additional Jet A fuel storage would be needed to support the air carrier activity. 
This additional storage would be separate from the general aviation fuel farm with its own service building 
and fuel trucks. Additional space would also be required for airport administration and airfield maintenance, 

   Figure 1.6-2:  Configuration for a New Commercial Service Airport 

  Source:  ESA, 2024. 
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as well as a provisioning warehouse. Depending on the location and ultimate size of the new airport, there 
are a number of other support and physical plant facilities that may also be required, which were not 
included as part of these facility requirements. 

TABLE 1.6-4 
ADDITIONAL SUPPORT FACILITY REQUIREMENTS 

 Needed for 2050  

Jet A Fuel Storage (multiple tanks) 396,000 gallons 

Buildings  

Fuel Farm Facilities 

Airport Administration Building and Maintenance Space 

Provisioning Warehouse 

3,400 SF 

16,600 SF 

24,000 SF 

NOTES: SF = square feet. 

SOURCES:  Ricondo & Associates, Inc., 2024. 
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1.7 Identification of Potential Sites  
In order to identify sites within Collier County that could potentially accommodate the minimum acreage 
required for a new airport, the larger footprint of the two new airport scenarios was applied. The general 
configuration for a new commercial service airport reflected in Figure 1.6-2 represents a rectangular area 
of approximately 2.5 miles long by 1.5 mile wide. Existing geographic information system (GIS) data, 
aerial imagery, and mapping from Collier County was obtained for this effort. Using this information, sites 
were contemplated based on the previous analyses, stakeholder input, and other key considerations 
documented in this study. 

A primary factor of this process was to utilize both the existing and future land use data available for Collier 
County. Figure 1.7-1 provides an overview of the current land designations for the County. This 
information was critical to identify areas that could provide up to 2,400 contiguous acres for a potential 
new airport site. While this study did not include a detailed analysis of the potential sites, there was certainly 
an effort to find large enough areas that would minimize environmental impacts and incompatible land uses. 
While not all are shown on Figure 1.7-1, this included avoiding areas, to the extent possible, that had the 
following environmental features: 

�4 Natural resources such as wetlands, endangered species, etc. 

�4 Conservation Easements or other protective covenants. 

�4 Wildlife Management Areas or other public lands. 

�4 Panther Habitat (primary and secondary). 

�4 Florida Wildlife Corridor and critical habitat. 

Areas were also considered on the basis of being able to accommodate some of the additional commercial 
and industrial space needed in Collier County by 2050 as projected in Table 1.4-3 and Table 1.4-4. While 
a portion of the future commercial and industrial space needed could be a part of the new airport property 
envelope as non-aeronautical parcels; such space could also serve as a compatible land use around a new 
site. 

While not selected as a potential new airport site, the Picayune Strand State Forest was brought up at a 
number of the NAA Board meetings during the course of this study. Appendix C provides an overview of 
the Picayune Strand history and restoration. Given the area’s significance to the overall Everglades 
ecosystem and the decades of investment for restoration, the Picayune Strand has gained significant political 
and public interest, at both the state and federal levels. The concept of developing even a small portion of 
this area would face what are considered insurmountable challenges. As summarized in Appendix C, 
restoration of the site is nearly complete after a Congressional act, decades of work, and hundreds of 
millions in both federal and state funding. It would require another, if not additional, acts of Congress to 
reverse these efforts. For these reasons, the Picayune Strand State Forest was never considered an option 
for a new airport site in this study. 
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Four potential sites, as generally shown in Figure 1.7-2, were identified. These have been labeled simply 
by their straight-line distance from the current Naples Airport. 

Site A - Property East of County Landfill (±9 miles) 
Site B - Lipman Farms Northeast of Marco Island Executive Airport (±11 miles) 
Site C - Sunripe Land South of Oil Well Road (±23 miles) 
Site D - Immokalee Regional Airport (±30 miles) 

 
The following figures provide a more detailed view of each potential site and the Naples Airport. As noted 
previously, this exploratory study does not include any alternatives analysis, nor does it recommend a new 
airport site in Collier County. While no direct comparison has been made, information related to the existing 
and expected population around each was identified. Using a 5-mile ring centered on the potential sites and 
the Naples Airport, the 2023, 2040, and buildout population levels were calculated using the data analyzed 
for the long-term outlook of Collier County. These populations are summarized in Table 1.7-1. 

TABLE 1.7-1 
POPULATION WITHIN 5 MILES OF POTENTIAL SITES AND NAPLES AIRPORT 

Site 2023 2040 Buildout  

A 22,511 32,527 55,538 

B 18,462 27,723 37,959 

C 9,205 37,199 92,476 

D 23,955 29,973 126,474 

APF 121,559 132,747 134,062 

SOURCE:  Metro Forecasting Models LLC, 2024. 

 
  

FIGURE 1.7-2:  POTENTIAL NEW AIRPORT SITES 
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FIGURE1.7-4
POTENTIAL SITE B - LIPMAN FARMS NORTHEAST OF MARCO ISLAND EXECUTIVE AIRPORT
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FIGURE 1.7-5
POTENTIAL SITE C - SUNRIPE LAND SOUTH OF OIL WELL ROAD
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FIGURE 1.7-6
POTENTIAL SITE D - IMMOKALEE REGIONAL AIRPORT
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1.8 Key Factors for Consideration  
There are a multitude of elements to address when contemplating the establishment of a new airport. The 
following sections address some of the primary ones that were taken into consideration as part of this study. 

1.8.1 Stakeholder Outreach  

A number of stakeholders were contacted and consulted with for their input. These included local, state, 
and federal government agencies; existing and potential tenants of APF; area environmental and 
conservation groups; and Collier County landowners. 

At the local level, meetings were held with a number of Collier County’s senior leaders, including the head 
of the Collier Metropolitan Planning Organization; however, not with the Board of County Commissioners. 
Presentations were also made to the NAA Board, providing both updates and opportunities to receive their 
questions, input, and direction on the study. Copies of the presentations made are included in Appendix D. 

At the state level, there were discussions with staff at FDOT’s Aviation Office in Tallahassee and the FDOT 
District 1 Aviation Manager. For the federal level, both the planner and environmental specialist assigned 
to APF from the FAA’s Orlando Airports District Office were contacted for their input. 

A survey was conducted with the existing and potential tenants of the Airport. The survey was submitted 
to over 500 individuals in the following groups: 

Existing Aviation Tenant 348 
Existing Non-Aeronautical Tenant 19 
Individuals on the Aviation Development Waitlist 92 
Individuals on the Aircraft Hangar Waitlist 51 
Individuals on the Non-Aeronautical Space Waitlist 10 

 

The survey had a mix of easily quantifiable objective questions and others that allowed more detailed, 
individual responses. The survey questions and results are included as Appendix E. It should be noted that 
even though the survey was only sent to the existing tenants and those on the Airport’s waitlists; it is clear 
in some of the responses that the survey was obtained and completed by others. It is not possible to 
determine who outside the intended recipients may have completed the survey since all responses were 
anonymous. 

A meeting with local environmental and conservation groups was conducted after a number of the analyses 
for the study were completed. Information from these analyses was presented to the groups and then an 
open discussion was held to address their issues and concerns related to siting a new airport in the County. 
Representatives from the following groups attended this meeting: 

�4 Audubon Society 

�4 Center for Biological Diversity 

�4 Conservancy 
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�4 Everglades Foundation 

�4 Everglades Trust 

�4 Live Wildly 

�4 Sanibel Captiva Conservation Foundation 

A number of meetings were also held with representatives of the larger landowners in Collier County. These 
were set with private entities having at least 2,400 acres available for a new airport site, which included: 

�4 Barron Collier Companies 

�4 Collier Enterprises 

�4 Lipman Family Farms (6L Farms) 

�4 Sunripe Certified Brands 

Prior to the study starting, the Airport collected and summarized social media comments that resulted from 
early stories about the exploratory study from three local news outlets. The Airport’s October 2023 
summary of these comments is included in Appendix F. Also independent of this study, a petition which 
aimed at keeping the Airport in its current location was conducted by an existing airport tenant in early 
2024. Copies of the signed petition obtained in May of 2024 included 343 signatures. 

1.8.2 Order of Magnitude Costs 

Order of magnitude costs for the two new airport scenarios were developed based on 2024 dollars. It is 
important to note that the cost estimates are not based on a specific potential new airport site. Therefore, 
general ranges have been provided for the land acquisition and site preparation, as well as the environmental 
mitigation. The airport facilities for the general aviation and commercial service airport scenarios did not 
vary as they were based on the facility requirements defined for each. With respect to the cost estimates, 
the impacts of inflation need to be considered given the timeline required to develop a new airport; however, 
no inflation rates have been applied to the estimates in this study. 

1.8.2.1 Land Acquisition and Site Preparation 

In an effort to create a realistic cost for the required land acquisition, a Florida licensed real estate broker 
was consulted for the land valuation analysis. The analysis began by looking at Collier County parcel data 
including the assessed value, year sold, and parcel acres. This effort included each of the potential airport 
sites with the exception of the Immokalee Regional Airport. The analysis divided the assessed values of 
parcels by the corresponding parcel acres to determine the per acre assessed value. 

�4 For Site A, the HHH Ranch/Hussey parcels on the east side of the site were assessed with values 
ranging from $13,000 to just over $21,000 per acre. The sale price to Collier County in 2020 was 
just over $10,000 per acre. When the highest assessed value is applied to the 2,400 acres required, 
the resulting cost is $51 million. 
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�4 At Site B, the Six L’s parcels have a fairly low assessment compared to the other locations, most 
likely due to the land being farther away from the urban center of Naples. The assessed value of 
these parcels ranged from $6,000 to $16,000 per acre. When the highest assessed value is applied 
to the 2,400 acres required, the resulting cost is $38 million. 

�4 The parcels south of Ave Maria near Site C also have fairly low assessed values. However, two 
useful data points were found. These included the sale of 1,046 acres to Collier County in 2022 for 
future government facilities and the original purchase of parcels owned by Pacific Land/Sunripe 
Certified in 1984. The sale to the County was approximately $13,000 per acre. The 1984 land 
purchase price was calculated to have a present value of about $32,500 per acre. Ave Maria has a 
parcel directly north of Oil Well Road that is assessed for $30,000 per acre in its current 
undeveloped condition. Applying the two highest per acre values to the 2,400 acres results in a cost 
range of $72 to $78 million. 

Based on the analyses, the cost of purchasing 2,400 acres in 2024 dollars would range between $50 and 
$100 million. The land costs could be significantly higher as a result of not only needing 2,400 contiguous 
acres, but also due to the shape of land needed for the development of an airport. Conversely, the cost could 
be less for the new general aviation airport scenario, which would potentially have a smaller facility 
footprint. 

1.8.2.2 Environmental Mitigation 

Estimating the potential environmental mitigation costs with no specific site is more difficult than the land 
acquisition. The complexity is compounded further when it is not known how much of the 2,400 acres site 
would actually be developed or how the ultimate airport facilities would impact critical features of the site. 
Additionally, the four potential sites vary significantly.  

�4 Site A encompasses a mix of different City and County owned lands, a small amount of which is 
protected, including some Conservation Easement areas. There is also some existing development 
in the area. 

�4 Sites B and C are largely cleared since a majority of the area within these sites is current farmland. 
However, there could also be the potential for contamination from the agricultural uses since both 
of these areas have been used to grow fruits and vegetables for years. 

�4 The west side of Site D encompasses the 1,333 acres of the Immokalee Regional Airport. This 
acreage includes two Conservation Easements, totaling 132 acres, on the west side of the airport. 
Site D would require additional land east for the full 2,400 acres; most of which is currently 
protected in some form (see Figure 1.7-1). 

The current cost to mitigate wetland impacts was primarily utilized to establish a range for the potential 
environmental impacts. Depending on the quality of wetlands impacted (low quality, disturbed wetlands 
versus high quality, pristine wetlands) the cost to mitigate through wetland banking could be as much as 
$250,000 per acre. Therefore, a site with an impact of 100 acres of prime wetlands could cost $25 million 
to mitigate where an upper range of 1,000 acres would cost $250 million. These examples are based on a 
simple per acre ratio, but could quickly escalate if a portion of the impacted wetlands were protected or 
under conservation. Therefore, the upper range was doubled for the purposes of this study. It should be 
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noted that the option of purchasing additional property to put into conservation may be less than wetland 
banking. This is especially true given that the 2024 costs noted above can increase 5 to 10 percent each 
year, given that they are based on the availability of wetland bank inventory, which decreases each year. 

1.8.2.3 Airport Facilities 

A professional aviation engineering firm developed order of magnitude costs for the primary airport 
facilities of the two scenarios as well as other elements such as the site preparation and basic infrastructure. 
The estimates were generated using various methodologies depending on the type of improvement and the 
appropriate unit of measurement (e.g. by area, lump sum, length, etc.). 

Large pavement areas, such as runway and taxiway pavements, aircraft parking aprons, automobile parking 
lots, and roadways, were estimated by developing a representative pavement section for each and applying 
a complete unit cost for the respective pavement section on a cost per square yard basis. Similarly, the 
vertical construction for buildings was categorized by type to assign representative square footage prices, 
which vary based on the type of construction materials, form, and finish typical of each building type. For 
example, terminal buildings and public facing facilities carried a higher cost per square foot than aircraft 
storage hangars or maintenance facilities. High-cost items were identified to prepare lump sum pricing for 
each. Examples of these items include airfield navigational aids, fuel tanks, and support vehicles. 

Some airfield features required a variety of these estimating methodologies. For example, airfield lighting 
systems have many features such as electrical vault equipment, lengths of cabling, and light fixture types 
dependent on the airfield geometry. Breaking down the various components, representative quantities were 
developed by applying runway and taxiway lengths to cabling and edge lights; number of light fixtures per 
intersection or taxiway connector; and various other features of the electrical systems. 

Overall unit costs were generated from a variety of sources. Primarily, observed bid prices from 
representative Florida airport projects were used to determine appropriate costs for all airside 
improvements. For landside improvements, such as fencing, drainage, and access roads, unit prices were 
developed using historical average cost reports published by FDOT. When unit costs were not available or 
clearly identifiable due to the degree of conceptual information in this study, representative contract costs 
were reviewed to determine reasonable pricing. An example of this includes the average cost to build a 
control tower by reviewing awarded contracts in recent years and selecting a working range that is 
commensurate with the size of the new airfield being forecasted. 

The order of magnitude costs prepared for the two new airport scenarios are summarized in Table 1.8-1 
and Table 1.8-2. These cost estimates are based on 2024 dollars; therefore, given the timeline required to 
develop a new airport, these costs will certainly go up. Based on the consumer price index data over the 
last 10 years rolling (June 2014 – May 2024), the inflation rate has averaged 2.7 percent. Applying this to 
the 2040 opening date would result in a 56 percent increase in the 2024 costs shown in Table 1.8-1 and 
Table 1.8-2.   
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TABLE 1.8-1 
ORDER OF MAGNITUDE COSTS FOR NEW GENERAL AVIATION AIRPORT 

Descriptions  Costs in Millions (2024 USD)  

Land Acquisition and Site Preparation  (1,800 – 2,000 acres)  Low High 

Land Acquisition $ 37.5 $ 83.3 

Clearing and Grubbing $ 2.2 $ 2.4 

Fill and Grading $ 145.2 $ 161.3 

Environmental    

Environmental Mitigation (1,800 – 2,000 acres) $ 22.5 $ 416.7 

Airport Facilities   

Airfield  

Primary Runway (with parallel taxiway system and instrument approach lighting) $ 44.5 

Crosswind Runway (with parallel taxiway system) $ 30.5 

General Aviation Facilities and Aircraft Storage  

Terminal and Fixed Base Operator (60,000 SF with landside parking and access) $ 48.4 

T-Hangars (251 units) $ 43.0 

Box and Condo Hangars (162,000 SF total) $ 32.4 

Clearspan Hangars (450,000 SF total) $ 90.0 

Large Clearspan Hangars (325,000 SF total) $ 65.0 

Aircraft Parking Apron (352,000 SY for based and itinerant) $ 66.7 

Hangar Landside Parking and Access (66,300 SY) $ 17.2 

Support Facilities  

Airfield Electrical Vault, Navigational Aids, Weather Reporting, Fencing, Etc. $ 10.2 

Airport Traffic Control Tower (assumed 7 story structure) $ 35.0 

Aircraft Rescue and Fire Fighting Building and Vehicles (planned for Index C) $ 15.8 

General Aviation Fuel Storage and Trucks (260,000 gallons) $ 32.0 

Airport Maintenance Building and Equipment  $ 2.2 

U.S. Customs and Border Protection Facilities $ 3.0 

Rental Car Facilities $ 46.7 

  

  

 Low High 

Total Costs  $ 790.0 $ 1,246.3 

NOTES: Estimates are not site specific. Does not include landside access beyond property footprint and only basic assumptions for site prep. 
  SF = square feet, SY = square yards, USD = U.S. Dollars. 
 
SOURCES:  Hanson Professional Services, Inc., Ricondo & Associates, Inc., and ESA 2024. 
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TABLE 1.8-2 
ORDER OF MAGNITUDE COSTS FOR NEW COMMERCIAL SERVICE AIRPORT 

Descriptions  Costs in Millions (2024 USD)  

Land Acquisition and Site Preparation  (2,000 – 2,400 acres)  Low High 

Land Acquisition $ 42.0 $ 100.0 

Clearing and Grubbing $ 2.4 $ 2.9 

Fill and Grading $ 161.3 $ 193.6 

Environmental    

Environmental Mitigation (2,000 – 2,400 acres) $ 25.0 $ 500.0 

Airport Facilities   

Airfield  

Primary Runway (with parallel taxiway system and instrument approach lighting) $ 65.0 

Parallel General Aviation Runway (with parallel taxiway system) $ 41.5 

General Aviation Facilities and Aircraft Storage  

Terminal and Fixed Base Operator (60,000 SF with landside parking and access) $ 48.4 

T-Hangars (251 units) $ 43.0 

Box and Condo Hangars (162,000 SF total) $ 32.4 

Clearspan Hangars (450,000 SF total) $ 90.0 

Large Clearspan Hangars (325,000 SF total) $ 65.0 

Aircraft Parking Apron (352,000 SY for based and itinerant) $ 66.7 

Hangar Landside Parking and Access (66,300 SY) $ 17.2 

Support Facilities  

Airfield Electrical Vault, Navigational Aids, Weather Reporting, Fencing, Etc. $ 10.2 

Airport Traffic Control Tower (assumed 7 story structure) $ 35.0 

Aircraft Rescue and Fire Fighting Building and Vehicles (planned for Index C) $ 15.8 

General Aviation Fuel Storage and Trucks (260,000 gallons) $ 32.0 

Airport Maintenance Building and Equipment  $ 2.2 

U.S. Customs and Border Protection Facilities $ 3.0 

Rental Car Facilities $ 46.7 

Commercial Passenger Terminal and Additional Support Facilities  

Passenger Terminal and Air Carrier Apron (230,000 SF and 175,000 SY) $ 97.2 

Passenger Terminal Landside Parking (2,540 passenger and employee spaces) $ 31.5 

Second Fuel Farm (396,000 gallons) $ 40.6 

Administration Building and Additional Airport Maintenance Facilities $ 10.8 

Provisioning Warehouse (24,000 SF with landside and airside access) $ 8.6 

  

 Low  High  

Total Costs  $   1,033.5 $1,599.3 

NOTES: Estimates are not site specific. Does not include landside access beyond property footprint and only basic assumptions for site prep. 
  SF = square feet, SY = square yards, USD = U.S. Dollars. 
 
SOURCES:  Hanson Professional Services, Inc., Ricondo & Associates, Inc., and ESA 2024. 
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1.8.3 Financial Considerations 

A new airport would significantly alter the financial position of the sponsor whether the NAA or another 
government entity. The acquisition of a new airport site would provide the sponsor with surplus land, which 
in turn would provide opportunities to increase revenues from both aeronautical and non-aeronautical 
sources. Conversely, operating and maintenance costs would increase, and costs for the capital project 
would be material. Costs associated with elements such as acquiring property, environmental mitigation, 
airport facility construction, new equipment, etc. would need to be financed due to the large outlay of 
expenses. In addition, there will be costs associated with the relocation of tenants and disruption of 
operations, which may impact the airport sponsor.  

1.8.3.1 Airport Revenue Generating Opportunities 

Airport revenues can be classified as either aeronautical or non-aeronautical.  

�4 Aeronautical Revenues – Aeronautical revenues are typically generated through tenant 
leaseholds, fuel flowage fees, user fees, and landing fees. As passenger and operational demand at 
an airport increase, airport revenues also increase. Airports with air carrier commercial service have 
additional revenue generating capabilities as compared with airports serving only general aviation 
aircraft. These additional revenues are typically outlined in airline use and lease agreements and 
may include various user fees, charges, and rent payments.  

�4 Non-Aeronautical Revenues – Non-aeronautical revenues are generated by functions or services 
other than those associated with aeronautical activity such as aircraft operating, passenger carrier, 
or cargo carrier fees. Non-aeronautical revenues may include passenger-centric functions such as 
public parking and concession revenues. Facility or land leases may also generate non-aeronautical 
revenues.  

FAA Order 5100.38, Airport Improvement Program (AIP) Handbook, prohibits airports that receive federal 
funding assistance through the AIP from utilizing its revenues for non-airport purposes. Furthermore, the 
FAA also requires these “ federally obligated” airports to demonstrate that airport property designated for 
non-aeronautical uses is not needed for aeronautical purposes during the useful life of the project. A land 
release must be secured from the FAA prior to entering any lease for non-aeronautical purposes. 

As an airport becomes constrained, the ability to generate both aeronautical and non-aeronautical revenues 
becomes limited. In fact, the existing Naples Airport has limited surplus land to accommodate future 
aeronautical and/or non-aeronautical development. Therefore, a new airport site could provide the ability 
to acquire additional surplus property to enhance both aeronautical and non-aeronautical opportunities 
beyond those associated with the existing Airport.  

1.8.3.2 Airport Operating and Maintenance Costs 

The commissioning of a new airport could increase the annual operating and maintenance costs for the 
airport sponsor, particularly if the new airport provides air carrier service. In addition to requiring additional 
facilities and infrastructure, the introduction of air carrier service would trigger additional staffing and 
equipment.  
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�4 Airport Administration  – The operation of a larger airport with a higher volume of aircraft 
operations and airport tenants would require an increase in the overall administrative, maintenance, 
operational, and janitorial staffing. While maintenance needs may initially decrease with new, 
efficient facilities, over time these facilities will require additional maintenance and repair 
activities. The introduction of air carrier service would require additional staff to operate and 
maintain the passenger terminal, as well as the additional airport administration requirements 
prescribed under 14 CFR Part 135, Certification of Airports.  

�4 Public Safety and Security – The safety and security requirements for an airport offering air 
carrier services are greater than those associated with a general aviation airport. The screening of 
passengers and baggage by the U.S. Department of Homeland Security and Transportation Security 
Administration may require reimbursable agreements and increased capital investment. The air 
carrier aircraft would also require a higher level of ARFF protection, as was assumed in the cost 
estimates. 

1.8.3.3 Existing Leasehold Commitments 

As noted at the beginning of the study, most of the current 733 acres making up APF is leased by the NAA 
from the City of Naples through December 3rd, 2068. Within the rights of the lease, NAA is able to sublet 
the airport property at its sole discretion. A commercial real estate appraisal and consulting firm reviewed 
the existing leaseholds held by NAA with respect to any obligations concerning the potential relocation of 
the Airport. 

Aside from the airfield infrastructure (i.e., runways, taxiways, navigational aids, etc.) APF has been 
developed over time with mostly aeronautical improvements both constructed by NAA (i.e., terminals, T-
Hangars, shade hangars, etc.), as well as improvements developed by third parties on leased land (i.e., 
clearspan hangars, condominium hangars, etc.). There are also a number of non-aeronautical leases 
developed on Airport land. For the purpose of evaluating the existing leaseholds, the year 2040 was applied 
as the opening date for a new airport. The analysis included reviewing the existing leases at APF to: 

�4 Identify the different types of leases. 

�4 Identify which leases are projected to remain in effect as of 2040. 

�4 Review any potential acquisition and relocation requirements. 

Based on the review of existing rent roll and lease information at the end of 2023, there are about 340 leases 
and rental agreements encumbering properties at APF. These included about 330 aeronautical tenants 
(excluding aircraft parking apron tie-downs) and ten non-aeronautical tenants, with terms that range from 
monthly tie-downs to long-term development leases that extend beyond 2039. The listing of existing rental 
agreements and leases assumes NAA will not 1.) enter into any new leases that extend beyond 2039 and 2.) 
continue the Lease Term Buyback Process (LTBP) for existing long-term development leases if the new 
agreement extends beyond 2039. The LTBP provides long-term development tenants the opportunity to 
extend their agreements for a total term of up to 50 years in exchange for a lump-sum payment to NAA 
based on the program guidelines. 

The aeronautical rental agreements include properties owned by NAA consisting of terminals, T-Hangars, 
shade hangars, and clearspan hangars that have lease terms ranging from monthly, annual, and multi-year 
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agreements generally not more than five years. As noted, there are also several long-term development 
leases with tenants who constructed facilities (i.e., clearspan hangars, condominium hangars, etc.) on land 
leased from NAA for terms of mostly 30 years where the tenant pays NAA land rent for the duration of the 
lease, with improvement rent due after the ground lease term ends and the ownership of the improvements 
revert to NAA.  

For the purposes of this analysis, the non-aeronautical leases were not considered since those tenants would 
not have to relocate to a new airport site. For the aeronautical tenants, the 2023 rent roll for APF was 
reviewed to identify tenants that have agreements terminating before 2039 and those that extend beyond 
2039. For tenants that have agreements that extend past 2039, the NAA would have to acquire the tenant’s 
remaining leasehold interest in their properties as part of an airport relocation program. It is important to 
note that the NAA be aware they may be obligated to provide relocation assistance to all existing tenants 
regardless of the lease term expiration (see following section). Table 1.8-3 provides a summary of the 
existing aeronautical rental agreements and leases at APF. 

TABLE 1.8-3 
ANALYSIS OF EXISTING NAA  AERONAUTICAL LEASEHOLD OBLIGATIONS  

Assumptions   

NAA / City of Naples Lease Expiration December 3, 2068 

Projected New Airport Opening 2040 

Assumed Leasing Policy (for new airport scenario) 

- NAA will not enter into new leases that terminate after 2039 

- NAA will end the Lease Term Buy Back Process if the new agreement extends beyond 2039 

Property  Types    

Aeronautical 

 

NAA Owned Property 

Tenant Owned Improvements 

 

Leasehold Encumbrances  

Short-Term Rentals 

- Tie Downs 

- Bulk Hangar 

- North Road Terminal 

- General Aviation Terminal 

- Airport Office Building 

Monthly / Seasonal Rentals 

Various 

Various 

Annual Leases 

- T Hangars 

- Storage Units 

- Shade Hangars 

Annual Rentals 

Multi-Year Leases  

- NAA Hangars and Offices  

- Agreements ending 2025-2039 

Rentals concluding before 2040 

10 

5 

Long-Term Development Leases 

- Agreements ending 2040-2049 

- Agreements ending 2050-2059 

- Agreements ending 2060-2069 

Rentals Concluding 2040 and after 

19 

6 

0 

  

SOURCES:  Naples Airport Authority data analyzed by Slack, Johnson, & Magenheimer, 2024. 
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1.8.3.4 Tenant Relocation Obligations 

A real estate consulting company specializing in assisting government agencies with the acquisition of 
property rights and associated tenant relocation assistance, reviewed the potential tenant relocation 
obligations. The Uniform Relocation Assistance and Real Property Acquisition for Federal and Federally 
Assisted Programs (URA), and its amendments (49 CFR Part 24) requires that government agencies, such 
as the NAA, to potentially compensate impacted individuals and businesses for their personal property and 
moving expenses when they are displaced from the properties they occupy as a result of projects using 
federal funds. The FAA has modeled their guidance for real estate activities after the URA, issuing FAA 
Order 5100.37B, Land Acquisition and Relocation Assistance for Airport Projects, and FAA AC 150/5100-
17, Land Acquisition and Relocation Assistance for Airport Improvement Program Assisted Projects.  

If a relocation date is established, the NAA will need to determine which existing aeronautical leaseholds 
at APF have terms that extend beyond the new airport relocation date and will therefore need to be acquired. 
The existing leasehold interests would then need to be valued by a real estate appraiser experienced with 
airports and eminent domain. To assure the occupants and businesses are compensated fairly, it is important 
for the relocation agent and real estate appraiser to coordinate with one another in identifying items (i.e., 
built-ins, non-movable equipment, etc.) that will be included in the real estate appraisal, as well as those 
items (i.e., personal property, movable equipment, etc.) that will need to be valued separately by a qualified 
valuer of personal property, machinery, fixtures, and equipment to assure a proper accounting of the items 
to be purchased or moved. 

According to the URA, the next step in the relocation process would require the NAA to value existing 
tenant-owned improvements and analyze the potential relocation benefits that existing tenants may be 
entitled to relocate to the new airport. When exploring the displacement of tenants, there are two categories 
for benefits based on the occupancy, including residential and nonresidential. APF does not have any 
residential occupancies; therefore, the relocation benefit analysis would be limited to the displacement of 
nonresidential occupants and businesses. Under the URA the displacement of nonresidential occupants and 
businesses requires the NAA to potentially assist in the search, but not acquisition, of a replacement 
property, as well as relocation/moving assistance. 

Because all of the properties at APF are leased, it will be important to review each to determine tenant 
relocation assistance eligibility based on the terms of the lease document (i.e., lease commencement, 
termination, and renewals) as referenced in the URA. For nonresidential occupants and businesses, 49 CFR 
Part 24.205 requires the NAA to identify the businesses that will need to be moved, the type of operations 
of those businesses, and the number of employees working for each business. Then a search of the current 
market to determine if there are sufficient available replacement sites for the displaced businesses is 
mandated. Based on the proposed relocation of the Airport to a new site, businesses may be offered a 
replacement site at the new location and may be entitled to the “standard” benefits of moving costs, 
reestablishment expenses, and other related expenses that may be incurred as a result of the move. Planning 
early also assists with determining the timeline that will be required to accommodate and successfully move 
the businesses.  

Relocation efforts need to be handled by experienced personnel who are well-versed in the wide range of 
benefits available to displaced persons and businesses under the URA. The relocation process should be 
explained to occupants and businesses early in the new airport development timeline and also include 
community outreach efforts. Public outreach is an essential tool in a successful program, and it is imperative 
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to provide timely and accurate information about the rights of displaced occupants and businesses in an 
effort to gain the trust of those impacted by an airport relocation. It can also make a significant difference 
in the ultimate timing and success of the project. 

A business relocation involves payments to a business owner that will allow them to move to a replacement 
site of their choosing. Displaced businesses will have an option of being reimbursed for actual and 
reasonable costs as outlined in 49 CFR Part 24.301 or they may consider a fixed payment in accordance 
with 49 CFR Part 24.305 if they meet the requirements outlined in the same section. Actual moving costs 
are not capped monetarily, and the maximum fixed payment would be $40,000 for an eligible business 
based on the net income of the business in the two years immediately preceding the displacement. 
Additional categories of reimbursement may include re-establishment expenses as outlined in 49 CFR Part 
24.304, which are capped at $25,000, and related nonresidential eligible expenses as described in 49 CFR 
Part 24.303 which are not capped. 

1.8.3.5 Project Funding Opportunities 

Airport capital projects are funded by a variety of funding sources, each of which has specific requirements 
and capacities. For capital investments, there are usually the following opportunities: 

�4 FAA Airport Improvement Program (AIP) Grants  - The FAA awards grants to an airport 
according to its categorization in the National Plan of Integrated Airport System (NPIAS). Within 
the NPIAS, airports are categorized as either commercial service, cargo service, reliever, or general 
aviation. These categories are used to establish the annual funding levels that each airport is eligible 
to receive under the AIP. This program generally emphasizes airfield projects, runways, taxiways, 
aprons/ramps, but can also fund eligible roads, drainage, and other supporting infrastructure. 

The FAA’s AIP program is funded through the Airport and Airway Trust Fund, which is based on 
taxes from passenger tickets, domestic freight, mail, and aviation fuel sales. The funds are 
distributed to airports as either entitlement or discretionary grants. The funding levels for 
entitlement grants are established in FAA Order 5100.38D, Airport Improvement Program 
Handbook, which bases funding levels on airport categories established in the NPIAS. 
Discretionary grants are issued at the FAA’s discretion after satisfying required apportionments. 
Apportionments include entitlement funds and other types of funding priorities established by law, 
typically through the FAA Reauthorization Act.  

Currently Naples Airport is categorized in the NPIAS as a general aviation airport having national 
significance. Under the current NPIAS, national general aviation airports are eligible to receive 
$150,000 to $1 million annually for entitlement funding through the FAA’s AIP. If a new airport 
were established with commercial service, the entitlement funding levels could increase between 
$4.0 and $6.1 million annually, using the current AIP Entitlement formulas and projected passenger 
demand levels. This is based on the range of 1.9 to 6.2 million annual passengers projected for a 
new airport under the different capture rates between 2040 and 2075 included in Table 1.5-5. 

�4 FAA Passenger Facility Charge (PFC) Program - This program is funded by user/passenger fees 
collected by airlines and remitted to airports for capital projects approved by the FAA. The program 
allows collections of up to $4.50 per passenger enplanement to fund capital projects that meet 
eligible scope requirements and were approved by the FAA. Unlike AIP funds, these funds can be 
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leveraged to back bonds and used to develop terminal facilities at medium and large hubs. Should 
a new commercial service airport be developed, PFC collection levels could range from $2.85 to 
$13.95 million annually, based on current PFC regulations and the projected passenger demand 
levels for a new airport. 

�4 Customer Facility Charges (CFC) - These are user fees collected at an airport for a special 
purpose, such as a rental car facility. They are governed by federal laws applicable to airports but 
are imposed by the local airport sponsor, usually for a specific asset. For a rental car example, the 
level of CFC collections would vary according to a locally set rate and the level of vehicle 
transactions at the airport. 

�4 Improvement or Discretionary Funds from Carriers - Commercial service airports typically 
enter into a use and lease agreement with some or all the air carriers serving the airport. These 
agreements sometimes provide for funding a discretionary capital account that the airport can use 
to invest in projects. These funds may cover capital costs that are not covered by other grants, PFC 
revenues, or CFC revenues due to funding limitations or project eligibility. For example, AIP and 
PFC programs generally prohibit funding revenue producing projects and therefore may be funded 
by the air carriers. 

�4 Florida Departments of Transportation (FDOT) - FDOT awards grants and other funding 
support to airports through an aviation trust fund, generated mostly from taxes on aviation fuel. 
These grants are usually used as matching funds for federal grants to make up all or a portion of 
the local funding required by the grant. 

�4 Municipal Planning Organizations (MPO) - For projects not traditionally funded by airport 
funding sources, such as transit centers, MPOs may award planning grants to study projects. 

�4 Other Federal Sources - The United States Department of Transportation awards grants for 
transportation infrastructure, including airports, on a competitive basis, usually considering transit 
centers or intermodal facilities connected to airports. 

�4 Local Funds - Governing agencies such as airport authorities, cities, or counties are allowed to 
contribute funds to airports they govern; however, federal law prohibits the diversion of airport 
funds to other non-airport uses.  

�4 Airport Revenues - Revenues generated by the airport may be used for capital projects. These may 
be used on a cash basis or leveraged as a stream of revenues to pay off debt or loans. Proceeds from 
General Airport Revenue Bonds are a common source for capital projects and repaid from airport 
revenues. 

1.8.4 Existing Facility Assessment 

An assessment of the existing Naples Airport was made with respect to the potential roles it might serve if 
a new airport in Collier County was built. As noted previously, since this study does not include an 
alternatives analysis, there is no assumption that the existing Airport would close or even a new airport 
built. Rather, this section identifies the potential options that exist for the current Airport property, whether 
a new airport is constructed or not. 
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1.8.4.1 Maintain Current Airport 

One option is to maintain the Naples Airport in its current form. As noted previously, NAA’s lease with the 
City for the Airport expires on December 3rd, 2068. While that deadline is over 40 years away, the Airport 
currently has a number of constraints, which were documented in the 2021 Naples Airport Master Plan. 
Physical limitations include the fact that the airport property cannot be expanded, the only exception being 
the possibility to acquire some noncontiguous parcels for land use compatibility. Such parcels would not 
enable the Airport to provide additional airfield, hangar, or other aviation facility improvements. 

While there are a number of areas within the current 733 acre property that are undeveloped, much of this 
land is on the west side of the airport. This includes nearly 60 acres of Conservation Easement which runs 
from the north side of the airport along the Gordon River, down south, and around to Rock Creek. Some of 
the undeveloped areas of the west side of the property also contain both wetlands and surface water features. 
Additionally, the current Federal Emergency Management Agency (FEMA) Flood Insurance Rate Maps 
(FIRM) identify that a majority of the Airport’s property surrounding and including the airfield, is located 
within the 100-year floodplain. Federal floodplain management regulations and mandatory flood insurance 
purchase requirements apply in these zones and each is assigned a base flood elevation. This is the computed 
elevation to which floodwater is anticipated to rise during a base flood and establishes the regulatory 
requirement for the elevation or floodproofing of structures. This results in limited opportunities to develop, 
modify, or even relocate facilities without significant costs associated with the floodplains and stormwater 
management. 

1.8.4.2 Smaller Facility to Support Helicopter Operations  

Under this option, the Airport property would be reduced to the size necessary to continue to support both 
public and private helicopter operations. Currently the County Sheriff’s Office Aviation Unit operates out 
of a facility on the north side of APF. This facility accommodates multiple helicopters, as well as a single-
engine aircraft, to support law enforcement activity throughout Collier County. The Sheriff’s facilities in 
this location are critical to their ability to respond to emergency calls. Similarly, Collier County Emergency 
Medical Services MedFlight operates a medevac helicopter out of a hangar on the south side of the Airport. 
Their helicopter is on call 24 hours a day, 365 days a year to provide pre-hospital life support services for 
the entire County. In addition, the Collier Mosquito Control District (CMCD) maintains hangar, office, 
shop, and storage space facilities on the west side of the Airport. These support the various helicopters, 
multi-engine aircraft, and ground-based equipment of their operation. Under this scenario it may not be 
possible for the Sheriff’s Office and Mosquito Control to maintain their small fixed-wing aircraft operations 
at the site. 

1.8.4.3 Support Emerging Technology of Advanced Air Mobility 

Another option given the Airport’s location within the community would again be for a smaller property 
envelope to accommodate the potential Advanced Air Mobility (AAM) industry. AAM is a mode of air 
transportation in its nascent state which desires to utilize electric or hybrid vertical takeoff and landing 
(eVTOL) aircraft to move people and goods or provide public services. While not too different from 
traditional helicopter facilities, these aircraft would have some specific infrastructure requirements, such as 
an adequate electrical supply, vertiport landing and parking facilities, and unique firefighting requirements. 

Even though no eVTOL aircraft have been certified yet, the FAA Aerospace Forecast predicts significant 
growth in AAM over the next 20 years. By 2040, it is expected that passenger air vehicles will become 
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commercially viable, contributing to the transportation network alongside traditional aircraft. The FAA 
projections highlight the potential benefits of AAM, such as reduced traffic congestion, purported lower 
noise levels, and improved transportation options in urban areas. However, challenges such as infrastructure 
development, regulatory frameworks, and public acceptance need to be addressed for successful integration 
of AAM into the national airspace system. 

The integration timeline for AAM operations is heavily dependent on FAA regulations and approvals. 
While the FAA has been establishing a framework for the certification and operation of eVTOL aircraft, 
the process is complex and involves several stages, including testing, data collection, and collaboration with 
industry stakeholders. It is difficult to predict an exact timeline, but progress is being made towards the 
potential integration of eVTOL aircraft into the current airspace system.  

1.8.4.4 Close APF with No New Airport 

Under this option, all of the activity supported by Naples Airport would shift to other public airports in the 
region, to include Southwest Florida International and Page Field, both of which are in Lee County. In this 
scenario there would be no new airport constructed in Collier County and it is assumed that the NAA would 
stop accepting federal, as well as state grants, 20 years prior to the proposed closure date. 

The Naples Airport is one of 107 general aviation airports with national significance included in the FAA’s 
NPIAS, with the next closest being Page Field. Since APF is significant to the national airspace system, the 
FAA Orlando ADO was consulted to have a better understanding of what the agency would require if 
closing the Airport was pursued. Based on discussions with the FAA, closing APF would require an 
Environmental Assessment or an Environmental Impact Statement; however, this decision cannot be made 
now as it would depend on the specific circumstances at that time. FAA Order 5050.4B, National 
Environmental Policy Act (NEPA) Implementing Instructions for Airport Actions does not specify that 
closing an airport would require an EIS. The document does however include the following language: 

If a responsible FAA official reviews a proposed airport action and finds it is likely to cause 
significant impacts, the official may start the EIS process. This approach saves time because FAA 
begins the EIS instead of the sponsor preparing an EA. 

Whether an EA or EIS is required, the FAA indicated that the following items would likely need to be 
addressed in either study: 

�4 What would the impact be on the surrounding airports, especially as it relates to their ability to 
accommodate an increase in activity? 

�4 What would be the impact on the region’s airspace structure? 

�4 How would the noise footprint at the surrounding airports change? 

�4 While owned by the City, the FAA indicated it would require documentation on what would be 
done with the existing airport site, in order to identify potential impacts to the surrounding 
community.  
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1.9 Summary  
The previous sections have explored the long-term aviation needs for Collier County in order to define the 
requirements necessary for a new airport facility. These findings were utilized to define the property 
footprint needed to develop a new airport with the ability to serve both general aviation and commercial 
service activity. When the existing features of Collier County were assessed with a number of other key 
considerations, four potential sites were identified that could support the possible development of a new 
airport. A range of costs were then created since no specific site was recommended under this study. 

There are options for both a new airport in Collier County as well as the potential future use of the facilities 
at APF. As outlined in the new airport development process section, this study is the first element of the 
Initial Planning Phase. If the desire were to continue the process, the next step would be to conduct a site 
selection and validation study. This next step would provide a more detailed evaluation of the potential site 
conditions to determine whether a new airport site can be identified and carried forward for additional 
analysis. 
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