














TABLE C
Proposed Action

Runway Use
2007/2008
Airline/Air Cargo

Large Aircraft
Arrivals 29% | 43% | 0% | 56% | 0% 30% | 43% 0% | 56% 0% 28% | 43% 0% | 56% 0%
Departures 28% | 34% 0% | 65% 0% 31% | 34% 0% | 65% 0% 29% | 34% 0% | 65% 0%

Regional Jets
Arrivals 21% | 41% 1% | 57% 1% 24% | 40% 3% | 51% 6% 22% | 40% 3% | 51% 6%
Departures 23% | 30% 1% | 66% 1% 25% | 29% 2% | 65% 4% 24% | 29% 2% | 65% 4%

Turboprops
Arrivals 12% | 34% | 9% | 48% | 9% 12% | 34% 9% | 48% 9% 10% | 34% 9% | 48% 9%
Departures 17% | 32% 6% | 58% | 4% 17% | 32% 6% | 58% 4% 15% | 32% 6% | 58% 1%
Military
L188
Arrivals 0% | 39% | 9% | 48% | 4% 7% | 39% 9% | 48% | 4% 7% | 39% 9% | 48% 4%
Departures 0% | 28% | 12% | 58% 2% 18% | 28% | 12% | 58% 2% 18% | 28% | 12% | 58% 2%
KC135
Arrivals 0% | 43% | 0% | 57% | 0% | 0.0% | 43% 0% | 57% 0% | 0.0% | 43% 0% | 57% 0%
Departures 0% | 34% 0% | 66% 0% | 0.0% | 34% 0% | 66% 0% | 0.0% | 34% 0% | 66% 0%
C130

Arrivals 0% | 39% | 8% | 49% | 4% | 0.0% | 39% 8% | 49% | 4% | 0.0% | 39% 8% | 49% 4%
Departures 0% | 34% | 12% | 53% 1% | 0.0% | 34% | 12% | 53% 1% | 0.0% | 34% | 12% | 53% 1%

Business Jets
Arrivals 6% | 40% 1% | 57% 2% 3% | 39% 2% | 56% | 4% 3% | 39% 2% | 56% 1%
Departures 17% | 34% | 4% | 61% 1% 13% | 31% 6% | 59% 4% 12% | 31% 6% | 59% 1%

Multi-Engine Piston/Turboprop
Arrivals 3% | 20% | 17% | 54% | 9% 3% | 20% | 17% | 54% 9% 3% | 20% | 17% | 54% 9%
Departures 9% | 13% | 24% | 56% 7% 9% | 13% | 24% | 56% 7% 9% | 13% | 24% | 56% 7%
Single Engine Piston

Arrivals 3% | 23% | 11% | 43% | 23% 3% | 23% | 11% | 43% | 23% 3% | 23% | 11% | 43% | 23%
Departures 9% | 10% | 27% | 48% | 15% 9% | 10% | 27% | 48% | 15% 9% | 10% | 27% | 48% | 15%

Source: Coffman Associates analysis

INM OUTPUT

Output data selected for calculation by the INM are annual average noise contours in DNL. Computer
files developed from data described in the previous sections provided input to the INM, which generat-
ed output files for years and alternatives being evaluated. In accordance with FAA Order 1050.1E, the
65, 70, and 75 DNL noise contours were produced for each alternative.

THRESHOLDS OF SIGNIFICANCE
FAA Order 1050.1E defines a significant noise impact as one which would occur if the proposed action
would cause noise-sensitive areas to experience an increase in noise of 1.5 DNL or more, at or above the

65 DNL noise exposure level when compared to the No Action Alternative for the same timeframe.
Noise-sensitive land uses are defined in 14 CFR Part 150.

H-13



TABLE C
No Action
Runway Use

2007/2008 2012 2017

2017 |
| Night | 11 [ 18 [ 20 [ 36 [ Night [ 11 [ 18 | 29 | 36 [ Night | 11 | 18 | 29 [ 36 |

Airline/Air Cargo

Large Aircraft
Arrivals 29% | 43% | 0% | 56% | 0% 30% | 43% | 0% | 56% | 0% 28% | 43% | 0% | 56% 0%
Departures 28% | 34% 0% | 65% 0% 31% | 34% 0% | 65% 0% 29% | 34% 0% | 65% 0%
Regional Jets
Arrivals 21% | 41% 1% | 57% 1% 24% | 41% 1% | 57% 1% 22% | 41% 1% | 57% 1%
Departures 23% | 30% 1% | 66% 1% 25% | 30% 1% | 66% 1% 24% | 30% 1% | 66% 1%
Turboprops
Arrivals 12% | 34% 9% | 48% 9% 12% | 34% 9% | 48% 9% 10% | 34% 9% | 48% 9%
Departures 17% | 32% 6% | 58% | 4% 17% | 32% 6% | 58% | 4% 15% | 32% 6% | 58% 4%
ilitary
L188
Arrivals 0% | 39% | 9% | 48% | 4% 7% | 39% | 9% | 48% | 4% 7% | 39% | 9% | 48% 4%
Departures 0% | 28% | 12% | 58% 2% 18% | 28% | 12% | 58% 2% 18% | 28% | 12% | 58% 2%
KC135
Arrivals 0% | 43% | 0% [ 57% | 0% | 0.0% | 43% | 0% | 57% | 0% | 0.0% | 43% | 0% | 57% 0%
Departures 0% | 34% 0% | 66% 0% | 0.0% | 34% 0% | 66% 0% | 0.0% | 34% 0% | 66% 0%
C130
Arrivals 0% | 39% | 8% | 49% | 4% | 0.0% | 39% | 8% | 49% | 4% | 0.0% | 39% | 8% | 49% 4%
Departures 0% | 34% | 12% | 53% 1% | 0.0% | 34% | 12% | 53% 1% | 0.0% | 34% | 12% | 53% 1%
General Aviation
Business Jets
Arrivals 6% | 40% 1% | 57% 2% 3% | 40% 1% | 57% 2% 3% | 40% 1% | 57% 2%
Departures 17% | 34% | 4% | 61% 1% 13% | 34% | 4% | 61% 1% 12% | 34% | 4% | 61% 1%
Multi-Engine Piston/Turboprop
Arrivals 3% | 20% | 17% | 54% | 9% 3% | 20% | 17% | 54% | 9% 3% | 20% | 17% | 54% 9%
Departures 9% | 13% | 24% | 56% 7% 9% | 13% | 24% | 56% 7% 9% | 13% | 24% | 56% 7%
Single Engine Piston
Arrivals 3% | 23% | 11% | 43% | 23% 3% | 23% | 11% | 43% | 23% 3% | 23% | 11% | 43% | 23%
Departures 9% | 10% | 27% | 48% | 15% 9% | 10% | 27% | 48% | 15% 9% | 10% | 27% | 48% 15%
Source: Coffman Associates analysis

SECONDARY (INDUCED) IMPACTS

Major development proposals often involve the potential for induced or secondary impacts on sur-
rounding communities. When such potential exists, the EA shall describe in general terms such factors.
Examples include: shifts in patterns of population movement and growth; public service demands; and
changes in business and economic activity to the extent influenced by the airport development. Induced
impacts will normally not be significant except where there are also significant impacts in other catego-
ries, especially noise, land use, or direct social impacts.

THRESHOLDS OF SIGNIFICANCE

No threshold of significance has been established for this impact category.



SECTION 4(f)

Section 4(f) of the Department of Transportation Act of 1966 is currently codified as 49 USC Section
303(c). Section 4(f) states that, subject to exceptions for De minimis impacts, the Secretary of Transpor-
tation (Secretary) may approve a transportation program or project requiring the use of publicly owned
land of a park, recreational area, or wildlife and waterfowl| refuge of national, state, or local significance
or land of a historic site of national, state, or local significance as determined by the official having juris-
diction over those resources only if: (1) there is no prudent and feasible alternative that would avoid
using those resources, and (2) the program or project includes all possible planning to minimize harm
resulting from the use.

Section 4(f) is considered satisfied with respect to historic sites and parks, recreation areas, and wildlife
and waterfowl refuges if the Secretary makes a de minimis impact finding. These requirements apply
only to actual physical impacts, not constructive use. The FAA may make De minimis findings for historic
sites on behalf of the Secretary if: (a) under Section 106 of the National Historic Preservation Act
(NHPA), it has determined the project will not adversely affect or not affect historic properties; (b) the
Section 106 finding has received written concurrences from the State Historic Preservation Officer
(SHPO) or the Tribal Historic Preservation Officer (THPO) (and the Advisory Council on Historic Preserva-
tion [ACHP], if the ACHP is participating); and (c) the Section 106 finding was developed in consultation
with parties consulting in the Section 106 process. The FAA may make De minimis findings for parks,
recreation areas, and wildlife or waterfowl refuges on behalf of the Secretary if: (a) it has determined,
after public notice and opportunity for public review and comment, that the project will not adversely
affect the activities, features, and attributes of the eligible Section 4(f) property; and (b) the officials
with jurisdiction over the Section 4(f) property have concurred with FAA’s determination.

THRESHOLDS OF SIGNIFICANCE

When the proposed action involves a physical use that would be more than minimal, a constructive use
would occur. In either case, mitigation is not enough to sustain the resource’s designated use.

SOCIOECONOMIC IMPACTS, ENVIRONMENTAL JUSTICE,
AND CHILDREN’S ENVIRONMENTAL HEALTH AND
SAFETY RISKS

Socioeconomic impacts known to result from airport improvements are often associated with relocation
activities or other community disruptions, including alterations to surface transportation patterns, divi-
sion or disruption of existing communities, interferences with orderly planned development, or an ap-
preciable change in employment related to the project. Social impacts are generally evaluated based on
areas of acquisition and/or areas of significant project impact, such as areas encompassed by noise le-
vels in excess of 65 DNL.

Executive Order 12898, Federal Action to Address Environmental Justice in Minority Populations and
Low-Income Populations, and the accompanying Presidential Memorandum, and Order DOT 5610.2, En-
vironmental Justice, require FAA to provide for meaningful public involvement by minority and low-
income populations as well as analysis that identifies and addresses potential impacts on these popula-
tions that may be disproportionately high and adverse.
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Pursuant to Executive Order 13045, Protection of Children from Environmental Health Risks and Safety
Risks, federal agencies are directed to identify and assess environmental health and safety risks that
may disproportionately affect children. These risks include those that are attributable to products or
substances that a child is likely to come in contact with or ingest, such as air, food, drinking water, recr-
eational waters, soil, or products they may be exposed to.

The acquisition of the residences and farmland is required to conform with the Uniform Relocation As-
sistance and Real Property Acquisition Policies Act of 1970 (URARPAPA). These regulations mandate that
certain relocation assistance services be made available to homeowners/tenants of the properties. This
assistance includes help finding comparable and decent substitute housing for the same cost, moving
expenses, and in some cases, loss of income.

THRESHOLDS OF SIGNIFICANCE

The thresholds of significance for this impact category are reached if the project negatively affects a dis-
proportionately high number of minority or low-income populations or if children would be exposed to a
disproportionate number of health and safety risks. Significant socioeconomic impacts would result if
an extensive number of residents need to be relocated and sufficient replacement housing is unavaila-
ble; if extensive relocation of business is required and this relocation would create a severe economic
hardship for the affected communities; if disruptions of local traffic patterns would substantially reduce
the level of service of the roads serving the airport and the surrounding community; or, if there would
be a substantial loss in the community tax base.

WATER QUALITY

The Clean Water Act provides the authority to establish water quality standards, control discharges, de-
velop waste treatment management plans and practices, prevent or minimize the loss of wetlands, and
regulate other issues concerning water quality. Water quality concerns related to airport development
most often relate to the potential for surface runoff and soil erosion as well as the storage and handling
of fuel, petroleum products, solvents, etc.

THRESHOLDS OF SIGNIFICANCE

Water quality regulations and issuance of permits will normally identify any deficiencies in the proposed
development with regard to water quality or any additional information necessary to make judgments
on the significance of impacts. Difficulties in obtaining needed permits for the project, such as National
Pollutant Discharge Elimination System (NPDES) or Section 404 permits, typically indicate a potential for
significant water quality impacts.

WETLANDS AND
WATERS OF THE U.S.

The U.S. Army Corps of Engineers (COE) regulates the discharge of dredged and/or fill material into wa-
ters of the United States, including adjacent wetlands, under Section 404 of the Clean Water Act.
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Wetlands are defined by Executive Order 11990, Protection of Wetlands, as those areas that are inun-
dated by surface or groundwater with a frequency sufficient to support, and under normal circums-
tances does or would support, a prevalence of vegetation or aquatic life that requires saturated or sea-
sonally saturated soil conditions for growth and reproduction. Categories of wetlands include swamps,
marshes, bogs, sloughs, potholes, wet meadows, river overflows, mud flats, natural ponds, estuarine
areas, tidal overflows, and shallow lakes and ponds with emergent vegetation. Wetlands exhibit three
characteristics: hydrology, hydrophytes (plants able to tolerate various degrees of flooding or frequent
saturation), and poorly drained soils.

THRESHOLDS OF SIGNIFICANCE

As outlined within FAA Orders 1050.1E and 5050.4A, a significant impact to wetlands would occur when
the proposed action causes any of the following.

e The action would adversely affect the function of a wetland to protect the quality or quantity of mu-
nicipal water supplies, including sole source, potable water aquifers.

e The action would substantially alter the hydrology needed to sustain the functions and values of the
affected wetland or any wetlands to which it is connected.

e The action would substantially reduce the affected wetland’s ability to retain floodwaters or storm-
associated runoff, thereby threatening public health, safety, or welfare.

e The action would adversely affect the maintenance of natural systems that support wildlife and fish
habitat or economically important timber, food, or fiber resources in the area or surrounding wet-
lands.

e The action would be inconsistent with applicable state wetland strategies.

CUMULATIVE IMPACTS

Cumulative impacts may result from individually minor but collectively significant actions taking place
over a period of time. In determining whether a proposed action will have a significant impact, consid-
eration should be given to whether the proposed action is related to other actions with individually in-
significant but cumulatively significant impacts. The analysis should include identification and consider-
ation of the cumulative impacts of ongoing, proposed, and reasonably foreseeable future actions and
may include information garnered from FAA NEPA processes and, where available, environmental man-
agement systems.

THRESHOLDS OF SIGNIFICANCE

There is no significance threshold established for this category.
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