L PP G e | e w DO

Final Environmental Assessment for
Proposed Airfield and Terminal Area Improvements

PORTLAND

INTERNATIONAL JETPORT

Responsible Federal Official:

Environmental Protection Specialist




This Environmental Assessment becomes a Federal document when evaluated and signed by the
responsible federal official.

Responsible Federal Official: Date:
Richard Doucette
Environmental Protection Specialist







Final Environmental Assessment

for

Proposed Airfield and Terminal Development at
Portland International Jetport
Prepared by:

City of Portland
Portland International Jetport
1001 Westbrook St.
Portland, ME 04102
and
Deluca-Hoffman Associates, Inc.
Coffman Associates, Inc.
TRC Companies, Inc.

for the

Federal Aviation Administration

November 2009

FEDERAL FINDING

After careful and thorough consideration of the facts contained herein, the undersigned finds
that the proposed federal action is consistent with existing national policies and objectives as
set forth in Section 101 of the National Environmental Policy Act (NEPA) and other applicable
environmental requirements and will not significantly affect the quality of the human environ-
ment or otherwise include any condition requiring consultation pursuant to Section 101(2) (c)
of the NEPA.

APPROVED: DATE:
Richard Doucette
Environmental Protection Specialist




ONTENTS

PORTLAND INTERNATIONAL JETPORT
Portland, Maine

Final
ENVIRONMENTAL ASSESSMENT
For Proposed Airfield and Terminal Area Improvements

Chapter One
PURPOSE AND NEED

1.1 PURPOSE AND NEED
1.2 AVIATION FORECASTS
1.3 PROPOSED ACTION
1.3.1  WHMP Implementation
1.3.2 Terminal Area Improvements

-----------------------------------------------------------------------------------------

1.3.3  Deicing Fluid ColleCTioN........oviriririrerirertnestseseseseseseseseisesssssesssssesssssenns
1.3.4  Taxiway IMProOVEMENTS.......coieeririeesenisersesisesstsssessssssssssssssesssssssesssssssssssssss
1.3.5 Runway 18-36 RSA and Length Improvements...........ccooceeovererereereeseerenne

1.3.6 Runway 11-29 Improvements
14  REQUESTED REGULATORY ACTION
1.5 DOCUMENTATION REQUIREMENTS AND STANDARDS
1.6 IMPLEMENTATION TIMEFRAME



Chapter Two

ALTERNATIVES
2.1 WILDLIFE HAZARD MANAGEMENT PLAN (WHMP) ALTERNATIVES.....cccoovevrrernnne 2-2
2.1.1  WHMP Alternative 1 - Aircraft Flight Schedule Modification.................... 2-2
2.1.2 WHMP Alternative 2 — Habitat Modification
Fill and Grade Wetland (included in the Proposed Action) .........cc.cce...... 2-3
2.1.3  WHMP Alternative 3 — Exclusion TeChNIQUES........ccccververrrrrerrnrreirsrssrssrsrssaes 2-5
2.1.4 WHMP Alternative 4 - Repellent and Harassment Techniques................ 2-5
2.1.5 WHMP Alternative 5 — Wildlife RemMOVal .......ccoveerrrrrrennereinsersinssseissssees 2-6
2.2 TERMINAL AREA ALTERNATIVES.......ovosvrrirerrirereseesssssssssssssassssssssssssssssssssssssssssssssssssssens 2-6
2.2.1  Terminal Alternative 1 (included within the Proposed
ACHION AITEINATIVE)...cuieieeeeerireieieretierseisessessessessessesssesssssssssesssssssssssssessssans 2-6
2.2.2 Terminal AIternatives 2 and 3 ........einineneneneseseseseisesseasessessessssssssees 2-7
23 DEICING FLUID COLLECTION......vtueeueureeseuseensessesssssessesssessesssessesssesssssssssssssessessssssesssssses 2-8
24  TAXIWAY IMPROVEMENT ALTERNATIVES ....covvrirerreeeireeeenseeseesesesssessessesassssssssessesase 2-9
2.5 RUNWAY 18-36 IMPROVEMENT ALTERNATIVES .....covvuereerereereerereesensessessesssesenne 2-9
2.5.1 Runway 18-36 Improvement Alternative A
(MASEEI Plan AILEINATIVE) ..ottt tses s s s esessssssesesesenenessases 2-10
2.5.2 Runway 18-36 Improvement Alternative B
(included within the Proposed Action Alternative).......ccceeeeeeevereerennas 2-11
2.5.3 Runway 18-36 Improvement Alternative Cu........covvereneereenerseeseesesseeens 2-11
2.6 RUNWAY 171-29 IMPROVEMENTS .....ooirrireereirnenseissssseesssssssssssssssssssssssssssssssssssssssssssens 2-12
2.6.1 Runway 11-29 Improvements Alternative A
(included within the Proposed Action Alternative).........cceceeeeeesrennnns 2-13
2.6.2 Runway 11-29 Improvements Alternative B........cccveeveneevneneennereenecnnee 2-13
2.7 NO ACTION ALTERNATIVE .....cueureeireeeenserseensessesssessessessesssssssssssssessssssesssssssssssssssssssssass 2-14
Chapter Three
AFFECTED ENVIRONMENT
3.1 AIRPORT BACKGROUND AND FACILITIES....ccvreueereerrenrerseensesseissessesssessessessssssssssessesans 3-1
31T ANrSide FACITIES cuueeceeeeeeieietreiseiststsssssssssssssssssssssssssssssssssssssssssssssssssssssssssssses 3-1
3.1.2  Landside FAClitieS....ucneeeiseireiseississississssssssssssssssssssssssssssssssssssssssssssssssssssaes 3-4
3.2 LAND USE ... eieereieereeeenseietisesseissessssssesssssssssesssssssssssssesssssssssssssssssssssssessssssssssssssasesssssssssesss 3-5
33 EXISTING ENVIRONMENT ....cvuiriririnesinsesissensessessesssssessssssssessessssssssssssssssssssssssssssssssssssses 3-7
331 NAtUFal RESOUICES ....ucueeenieeiinereitieiesesstssessssssssssssessssssssesssssssssssssessesssssnes 3-7
34  CULTURAL RESOURCES .....oriirerereireneiseiseiseisessesssssessesssssssssssssssssssssssssssssssssssessssssssssss 3-13
35 NOISE ...ttt isssse et ss s sssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssans 3-14
36  SOCIOECONOMIC CHARACTERISTICS ..ooereereereerneeseissssseessssssssssssssssssssssssssssssssssssens 3-14
3.7 PAST, PRESENT, AND REASONABLY FORESEEABLE

FUTURE ACTIONS ..ueiiiieiiciincseieesessssssssssessssssssssssssssssssessesssssssssssssessssssessessens 3-15



Chapter Four
ENVIRONMENTAL CONSEQUENCES

4.1 RESOURCES NOT IMPACTED BY PROJECT ALTERNATIVES.......ooovvrerreerrrrrrerresrernene 4-2
4.2 RESOURCE IMPACT EVALUATION ....etireierrriserseisensesesssessssssessesssessssssessssssesssssssssssssees 4-2
4217 AN QUANTTY cooreeeceectecreicrciesesenssesssesssesssesssesssessesasesssesssesssesssesssesssesssessnes 4-2
4.2.2  BiOtIC RESOUICES....ucuieerereecrrienseesensisessssesessssasessssssssssssssssssasssssssssssssssssssesssssnssssses 4-7
4.2.3 Coastal Zone ManagemMeNt ........ccenereinsirsississsssssssssssssssssssssssssssssssssssssssssses 4-10
424 CompPatible LaNd USE ... esinsisinsisississsssssssssssssssssssssssssssssssssssssssssses 4-11
4.2.5 CoNStrUCtiON IMPACES ...coovveerireerrineeireesiseesessssssssssssssssssssssssssssssssssssssssssssssses 4-11
4.2.6 Energy Supplies, Natural Resources, and Sustainable Design............... 4-14
4.2.7  Hazardous MaterialS.........cwerneererneiirneiisessessesessssssessessessssssessssssssssssens 4-15
4.2.8 Historical, Architectural, Archaeological, and
CUITUTAl RESOUICES ....ucerrninrincinererseiesstisesssssessesssessssssesssssessessssasssssssssssssans 4-16
4.2.9 Light Emissions and Visual IMPacCtS .......cccccerereneeneneneneissinsssssssssssssssssnsns 4-17
A.2.T0 NOUSEuueereeeererierriseensisessasesessstssssssssssssssssssssssssssssssssssssssssssssssesssssssssssssssssssssssssssses 4-18
4.2.11 Secondary (INdUCEd) IMPACLS ...vvuureureereenrerreireireiseeseietiseaeesessesssessesssessesanens 4-19
4.2.12 SOCIAl IMPACES....iiiiiirirrirsirsisissississississssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssssses 4-20
4.2.13 SOl WASEE ...ttt isstsssssisssssssssssssssssssssssssssssssssssssssssssssssssssssssssassssssssasses 4-21
4.2.14 Water QUAlITY c.c.oceeeeeeeeieeeieieiseieisesseisetsetsesssissssessesssssesssssssssssssssssssssssssssssesssses 4-22
4.2.15 Wetlands/Waters Of the U.S........neeneeneenerneeneeisesisesssessssessessesssssseees 4-24
4.3 CUMULATIVE IMPACTS ....otittreisereneensesessssuesssessessstsssssssssssssssessesssssssssssssssssssessesssssens 4-28
Chapter Five
PREPARERS
EXHIBITS
1A LOCATION MAP.....oeetretreeretssisstssississsssssssssssssssssssssssssssssssssssssssssssssssssasssssanes after page 1-2
1B PROPOSED AIRPORT DEVELOPMENT ......covneiureunrenrerrennsesseessessesssessessesanes after page 1-2
2A 20-YEAR HORIZON TERMINAL ALTERNATIVES .....covvveerererreerrereenseenens after page 2-6
2B RUNWAY 18-36 ALTERNATIVES .....oovvrreerrrrrneereeseseseesssssssssssssssssssassssees after page 2-10
2C RUNWAY 29 ALTERNATIVES......crrrrereireesrisseseissessssssssssssssssssssssssssssssssees after page 2-14
3A EXISTING AIRFIELD FACILITIES w.ccvurieereeeeereesssseessseseessssssesssssssssssssssssssssens after page 3-2
3B LANDSIDE FACILITIES «.cuveteeestiennerernsemresesssesssssessssssessesssssesssessssssessesssssees after page 3-4
3C EXISTING LAND USE.....oorieireerieinenrisinensssssenssssssssssssssssssssssssssssssssssssssssssnss after page 3-6
3D FUTURE LAND USE ....ooeirerieresieiseissseisessesssssssssssssssssssssssssssssssssssssssssssses after page 3-8
3E FLOODPLAINS......coiriertrersrerstssissississssssssssstssssssssssssssssssssssssssssssssssssssssssssssssans after page 3-10
3F EXISTING WETLANDS ....oettrireerecineistsississsisessssssssssssssssssssssssssssssssssssssens after page 3-12
3G EXISTING NOISE EXPOSURE DNL CONTOURS........cccovumeererrereenseeneennes after page 3-14
3H ENVIRONMENTAL JUSTICE AREAS .....correirrererrerensesssssssssssssssssssasssssees after page 3-16



EXHIBITS (Continued)

4A 2012 NOISE EXPOSURE DNL CONTOURS........cocuviuviininirnenn.
4B 2017 NOISE EXPOSURE DNL CONTOURS........cocuvirirnirirnenn.
4C EXISTING WETLANDS .....ccviiinicinincinincnsinsisessssssssesssesnens

4D OFF-SITE WETLAND COMPENSATION, MAINE

WETLANDS BANK; LLC ....viiiriircniircinenereneesennssenaeneens

4E OFF-SITE WETLAND COMPENSATION,

LARRABEE FARMS......ociiiincisiseressisisessssesessssssessens

APPENDICES

Appendix A
PROJECT SCOPING MATERIALS

Appendix B

AVIATION FORECASTS AND FACILITY REQUIREMENTS

Appendix C
ADDITIONAL INFORMATION REGARDING
WILDLIFE HAZARD MANAGEMENT PLAN

Appendix D
WETLAND RESOURCES
SUPPORTING INFORMATION

Appendix E
BIOLOGICAL INFORMATION

Appendix F
CULTURAL RESOURCES SUPPORTING INFORMATION

Appendix G
LAND USE ASSURANCE LETTER

Appendix H
REQUIRED ANALYSIS FOR EACH
ENVIRONMENTAL IMPACT CATEGORY

AppendixJ
AIR EMISSIONS INVENTORY REPORT

Appendix K
PUBLIC INVOLVEMENT

after page 4-18
after page 4-18
after page 4-24
after page 4-28

after page 4-28



Chapter One

PURPOSE AND NEED



Cha pter One Environmental Assessment
PURPOSE AND NEED Portland International Jetport

Portland International Jetport (Jetport) is a commercial service aviation facility located on approximately 726
acres. The airportis owned and operated by the City of Portland, Maine, but is uniquely situated on the cor-
porate boundaries of the cities of Portland, South Portland, and Westbrook. In fact, portions of the airport
are located within each jurisdiction. Exhibit 1A depicts the location of the airportin its regional setting. Re-
fer to Chapter Three for more information regarding the airport’s existing facilities and general location.

An update to the Portland International Jetport’s Master Plan was completed in 2007. The purpose of the
Master Plan update was to evaluate the airport’s ability to meet design standards and provide a safe and
efficient operating facility for existing and anticipated future users of the airport. This update provided an
inventory of existing facilities, projected aviation demand forecasts, and identified facility requirements to
accommodate forecasted demand. The study also examined airside and landside alternatives and recom-
mended an airport layout and improvement schedule. Among other things, this document identified the
need to provide additional commercial airline terminal facilities, enhance operational safety by providing
adequate runway safety area (RSA) for Runway 18-36, a new taxiway to reduce runway incursion potential,
as well as provide additional runway length for both Runway 11-29 and Runway 18-36.

Additionally, in April 2007, the U.S. Department of Agriculture (USDA) completed a Wildlife Hazard Manage-
ment Plan (WHMP) which contains a number of recommendations regarding wildlife management at the
Jetport. Specifically, the plan calls for the filling of the wetland area beyond the end of Runway 29 to elimi-
nate potential wildlife hazards to aircraft.

In October 2007, the Maine Department of Environmental Protection (MeDEP) requested that the Portland
International Jetport evaluate available treatment options to remove as much aircraft deicing fluid as prac-
ticable from Portland International Jetport’s stormwater discharge. A resulting plan identified the need to
build a central deicing pad with containment for spent deicing fluid. The MeDEP requires this deicing pad to
be operational by November 1, 2010.

1-1
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This Environmental Assessment (EA) will evaluate the proposed airport development and WHMP recom-
mendations by first outlining the need for the airport improvements (Chapter One); followed by an evalua-
tion of runway alternatives (Chapter Two); a discussion of the existing environmental resources surrounding
the proposed development (Chapter Three); and will conclude with a discussion of the potential environ-
mental impacts of the proposed improvements on identified environmental resources and means to mitigate
any potential negative environmental consequences (Chapter Four).

11 PURPOSE AND NEED

The purpose of the improvements identified on Exhibit 1B is to upgrade the Portland International Jetportin
order to comply with current Federal Aviation Administration (FAA) safety standards; to meet state require-
ments for stormwater discharge; and to meet current and reasonably projected demand. The following bul-
lets provide the need for each of the improvements to be evaluated within this EA. Additional, more de-
tailed information to support the need for each of the proposed projects is also contained within Appendix
B.

e  WHMP Implementation. Pursuant to Title 14 of the Code of Federal Regulations (CFR) Part
139.337(e.1), the Jetport recently developed a WHMP in cooperation with the U.S. Department of Agri-
culture Wildlife Hazard Group. The plan was finalized in April 2007. A copy of the WHMP and support-
ing coordination with the USDA is contained within Appendix C. Recommendations from the WHMP
call for the filling of the wetland area beyond the Runway 29 end to eliminate habitat attractive to prob-
lematic wildlife. The cattails and other vegetation (phragmites) that grow in this area attract large
flocks of blackbirds and European starlings. These birds roost and nest in this area which resultsin an
aircraft safety hazard because of the potential for birds to be ingested into jet engines, resulting in air-
craft damage or loss and, at times, human injuries. According to FAA Advisory Circular 150/5200-33B,
Hazardous Wildlife Attractants on or Near Airports, blackbirds and starlings have a relative hazard score
of 10, with a score of one being the most hazardous and 100 being the least. The FAA National Wildlife
Strike Database, Serial Report Number 12, Wildlife Strikes to Civil Aircraft in the United States, 1990-
2005, reports that starling and blackbird strikes cost the aviation industry over $2.75 million dollars
from 1990 to 2005.

e  Terminal Area Improvements. During a terminal building planning process that was conducted concur-
rently with the 2007 Master Plan, it was determined that the airport’s existing terminal facilities do not
meet existing passenger demand needs. Additional gates and apron area are needed to accommodate
commercial service aircraft during peak hour traffic as well as during overnight hours. During overnight
hours, aircraft are currently required to “double park” which results in safety and level of service con-
cerns. Additionally, expanded check-in, baggage screening, and passenger queue areas are needed to
conform to new Transportation Security Agency (TSA) requirements for baggage and passenger screen-
ing. Finally, additional curb length and public parking areas are needed to accommodate existing pas-
senger levels.

e Deicing Fluid Collection. On October 11, 2005, the Maine Department of Environmental Protection
(MeDEP) replaced the U.S. Environmental Protection Agency as the regulatory agency for the Multi-
Sector General Permitting of stormwater discharge associated with industrial activity in accordance with
the Maine Pollutant Discharge Elimination System. As a result, Federal Regulation 40 CFR 122.26(b) (14)
has been replaced by the Maine State Multi-Sector General Permit (Maine MSGP) as the controlling
regulatory document for the Portland International Jetport. Through this authority, the MeDEP has re-
quired that the Portland International Jetport develop a method to remove as much aircraft deicing flu-
id as practicable from Portland International Jetport’s stormwater discharge by November 1, 2010.
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e  Taxiway Improvements. As shown on Exhibit 1B, the Master Plan determined that direct access to the
Runway 29 end from Taxiway G is needed to reduce the number of runway crossings and potential for
runway incursions. Currently, general aviation and air cargo aircraft located along Taxiway G must cross
Runway 18-36 twice to gain access to Runway 29.

e  Runway 18-36 RSA and Length Improvements. During the planning process it was determined that
Runway 18-36 is deficient in providing required RSA (as defined within FAA AC 150/5300-13) and run-
way length needed to accommodate commercial service and cargo aircraft when Runway 11-29 is
closed for maintenance purposes. The Master Plan indentified the need for up to 5,800 feet of runway
length for calculating accelerate stop distance. FAA standards specify that the RSA for Runway 18-36
extend 150 feet each side of the runway centerline, 600 feet prior to the landing threshold, and 600 feet
beyond the far end of the takeoff and/or landing roll.

e  Runway 11-29 Length Needs. Analysis undertaken during the master planning process showed that
existing airport users have a need for 7,200 feet of departure and landing distance in each direction on
Runway 11-29. This departure and landing length is currently only provided for Runway 29. Runway 11
is limited to 6,800 feet of landing and departure lengths to ensure that RSA design standards are met
beyond the Runway 29 end.

1.2 AVIATION FORECASTS

The need for the improvements is supported due to the Jetport’s role within the National Plan of Integrated
Airport Systems 2007-2011 (NPIAS) as a primary commercial service small-hub airport. The Jetport’s designa-
tion as a commercial service airport translates to the airport’s level of importance within the national avia-
tion system. Forecasts and facility requirements contained within the NPIAS assume that the airport will
continue to fulfill its role within the national aviation system. In order to allow the airport to continue to ful-
fill its assigned role, the airport needs to be able to accommodate the needs of the aviation community by
providing a safe operating environment for all aircraft.

The selection of appropriate FAA design standards for the development of the airport is based primarily
upon the most demanding aircraft the facilities will serve. This aircraft is often referred to as the critical de-
sign aircraft. The critical design aircraft is defined as the most demanding category of aircraft which per-
forms 500 or more operations per year at the airport. This aircraft is identified by its approach speed and
wingspan. The FAA has established a coding system to relate airport design criteria to the operational (ap-
proach speed) and physical (wingspan) characteristics of aircraft. This code, referred to as the airport refer-
ence code (ARC), has two components: the first component, a letter, is the aircraft approach category and
relates to aircraft approach speed; the second component, a Roman numeral, is the airplane design group
and relates to the aircraft wingspan. In order to determine airfield facility requirements, an ARC is first de-
termined, and then appropriate airport design criteria, as determined by the critical design aircraft, are ap-
plied. (While aircraft within higher ARC may occasionally use the airport, facilities are not designed to ac-
commodate the larger aircraft until the 500 operation threshold is reached.)

According to the forecasts prepared for the airport during the 2007 Master Plan, the Portland International
Jetportis currently utilized by a mix of commercial service, cargo, and general aviation aircraft ranging in ARC
from A-I to D-IV. Forecasts prepared during the planning process established the critical design aircraft as
ARC D-1V for Runway 11-29 and ARC B-IIl for Runway 18-36. Additional information regarding the aviation
forecasts prepared for the airport as well as the critical aircraft determination are contained within Appendix
B.
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1.3 PROPOSED ACTION

The various components of the proposed airport development (proposed action) are depicted in Exhibit 1B
and briefly described in the following sections.

1.3.1 WHMP Implementation

Within the WHMP it is recommended that the wetland that exists on the approach end of Runway 29 be
filled, and the brush and scrub which exists near this wetland be cleared and graded. The location of the
wetland and brush/scrub area is depicted with a purple hatch on Exhibit 1B. This area will be filled and
graded in accordance with the WHMP recommendations.

1.3.2 Terminal Area Improvements

The initial terminal area improvements planned to be undertaken within the next five years are depicted on
Exhibit 1B. These improvements include enlarging the functional elements of the terminal building, provid-
ing additional aircraft apron parking area, and providing additional vehicular parking to account for what is
lost due to the terminal building expansion.

The initial terminal building development focuses on increasing space for passenger check-in, baggage make-
up, and passenger screening improvements. A new core structure is proposed west of the existing terminal
building. This new area will accommodate new ticketing and a baggage make-up with in-line explosive de-
tection devices. The second floor of the new structure will provide larger passenger screening points, a se-
cure holdroom, and concessions areas. These improvements will ensure the airport conforms to the new
TSA security requirements. Finally, an additional four contact gate positions are also created by this devel-
opment to accommodate existing commercial service gate needs. Providing the additional gate positions will
ensure that aircraft do not need to “double park” during peak aircraft arrival periods.

Additional apron area is planned to accommodate the parking needs of commercial service aircraft left at the
airport overnight. This will eliminate the current “double parking” issue.

Finally, the planned terminal building expansion results in the loss of a number of surface parking positions.
The additional vehicular parking will be constructed on the northern edge of the existing surface parking lot
as depicted on Exhibit 1B.

1.3.3 Deicing Fluid Collection

The locations of the proposed deicing fluid collection, storage, and recycling facilities are shown on Exhibit
1B. With this method, aircraft ready for a deicing procedure will park over the collection pads on the north-
western portion of the terminal apron. Spent deicing fluid with flow through collection drain trenches to the
east where the proposed deicing fluid collection, storage, and recycling facilities are located. The facilities
will include an area to house up to two glycol concentrators, a limited number of aboveground tanks asso-
ciated with glycol processing and storage, a 500,000-gallon underground storage tank to hold spent deicing
fluid prior to processing, and pumping stations to support operations. The distalate from spent deicing fluid
processing will be sent to the City of Portland's waste water treatment facility for treatment prior to dis-
charge. Recycled glycol will be trucked offsite by the company selected to perform deicing fluid recovery and
processing operations.
1-4



1.3.4 Taxiway Improvements

The new taxiway between Taxiway G and Taxiway A east of Runway 18-36 is depicted on Exhibit 1B. This
taxiway is intended to reduce the number of crossings of Runway 18-36 by air cargo and general aviation
aircraft located along Taxiway G. Presently, aircraft located along Taxiway G must cross Runway 18-36 twice
to reach Runway 29. This taxiway would reduce the potential for runway incursions by providing direct
access to the Runway 29 end, the most used runway for departures by air cargo and general aviation aircraft
located along Taxiway G.

1.3.5 Runway 18-36 RSA and Length Improvements

Several improvements are planned to allow Runway 18-36 to more effectively serve as a back-up to Runway
11-29 when it is closed for maintenance or other reasons. Runway 18-36 now serves a limited role in main-
taining the continuity of air service when Runway 11-29 is closed. The improvements to Runway 18-36 in-
clude upgrading to ARC B-Ill design standards, which results in longer and wider RSAs, and a 1,100-foot run-
way extension to the south. FAA standards specify that the RSA for Runway 18-36 extend 150 feet each side
of the runway centerline, 600 feet prior to the landing threshold, and 600 feet beyond the far end of the ta-
keoff and/or landing roll. The RSA currently extends approximately 153 feet beyond the Runway 18 end and
89 feet beyond the Runway 36 end. The current RSA extends 75 feet each side of the runway centerline.

1.3.6 Runway 11-29 Improvements

To accommodate the runway length needs of the existing airport users, improvements will be made to the
Runway 11 RSA to eliminate the need to restrict the Runway 11 landing and departure lengths. Improve-
ments to the RSA include relocating a portion of the perimeter service road, relocating the localizer anten-
nae, and bringing the RSA grade to standard.

1.4 REQUESTED REGULATORY ACTION

The requested approval action includes the following:

e Airportlayout plan (ALP) approval to reflect the development of the projects described within Section
1.3.

e Approval of further processing of an application for state and federal assistance to implement those
Airport Improvement Program (AIP) eligible projects.

e  Development of new air traffic procedures to reflect the new runway ends.

1.5 DOCUMENTATION REQUIREMENTS AND STANDARDS

This EA has been prepared in accordance with the requirements of Section 102(2)(c) of the National Envi-
ronmental Policy Act (NEPA) of 1969 (PL 91-190, 42 USC 4321 et. seq.) and Title 49, Chapter 471 of the U.S.
Code Federal Regulations. Through NEPA, Congress requires Federal agencies to consider the environmental
effects of proposed actions and their reasonable alternatives. The environmental consequences of maintain-
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ing the existing airport facility will be evaluated as the no action alternative. The environmental conse-
guences of the proposed airport improvements will be evaluated as the proposed action.

The Federal Aviation Administration (FAA) is the lead federal agency for NEPA compliance. The format and
subject matter included within this report conform to the requirements and standards set forth by the FAA
as contained within FAA Order 1050.1E, Environmental Impacts: Policies and Procedures and FAA Order
5050.4B, National Environmental Policy Act (NEPA) Implementing Instructions for Airport Actions.

This EA incorporates by reference all, or portions of, other technical documents that are a matter of public
record. These documents, including the 2007 Airport Master Plan and WHMP, either relate to the proposed
action alternative or provide additional information concerning the environmental setting in which elements
of the proposed action are proposed. Chapter Five contains a listing of documents utilized in the preparation
of this EA.

1.6 IMPLEMENTATION TIMEFRAME

Allitems discussed in Section 1.3 and illustrated on Exhibit 1B are expected to be developed within the next
five federal fiscal years (2009-2013). Table 1A outlines the anticipated development schedule. The FAA has
federal oversight for the implementation of the proposed Airport Master Plan update near-term project im-
provements.

TABLE 1A
Schedule of Proposed Improvements, 2009-2013
Portland International Jetport

Project Description | Anticipated Start Date'

Wetlands Mitigation 2009
Terminal Construction and Apron Construction 2009
Deicing Fluid Collection System Construction 2010
Extend Runway 18-36 and Taxiway C 1,100 feet south, Improve RSA to ARC B-lll standards, 2010
Displace Landing Thresholds

Runway 11-29 improvements 2011
Construct taxiway between Taxiway G and Taxiway A East of Runway 18-36 2012

! Contingent on issuance of a Finding of No Significant Impact (FONSI) by the FAA.
Source: Portland International Jetport Master Plan
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Cha pter Two Environmental Assessment
ALTERNATIVES Portland International Jetport

The objective of this alternatives analysis is to identify reasonable alternatives which accommodate the
purpose and need identified in Chapter One. Once identified, each alternative is evaluated in terms of
its ability to satisfy the objectives of the purpose and need for the project and its potential for an effect
on the surrounding environment. The result of this evaluation is to determine which alternatives will be
considered reasonable and practicable, thereby warranting further consideration. The alternatives un-
der consideration are more closely evaluated in Chapter Four of this document.

Under the National Environmental Policy Act (NEPA), as stated in the Federal Aviation Administration
(FAA) Order 1050.1E, Environmental Impacts: Policies and Procedures, and FAA Order 5050.4B, National
Environmental Policy Act (NEPA) Implementing Instructions for Airport Actions, alternatives can be elimi-
nated from further consideration when they do not fulfill the purpose and need for the action or cannot
be reasonably implemented. Alternatives that do not meet the purpose and need stated in Chapter
One, or are deemed to not be reasonable, will be eliminated and will not be discussed further in this
Environmental Assessment (EA), with the exception of the no action alternative. The Council on Envi-
ronmental Quality (CEQ), Section 1502.14(c), requires the evaluation of the no action alternative for
comparison purposes, regardless of whether it meets the stated purpose and need or is reasonable to
implement. The No Action Alternative is considered for each component of the Proposed Action Alter-
native.

A number of improvements are needed at the Jetport to accommodate existing airport users, improve
safety, and meet regulatory requirements. These improvements can be grouped into the following six

general categories:

e Implementation of the recommendations contained within the Portland International Jetport
Wildlife Hazard Management Plan (WHMP)
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e Terminal area improvements
e Deicing fluid collection
e Taxiway improvements
e Runway 18-36 improvements
e Runway 11-29 improvements

The following sections contain a description of the alternatives evaluated for each of the aforemen-
tioned general categories.

2.1 WILDLIFE HAZARD MANAGEMENT PLAN (WHMP) ALTERNATIVES

Pursuant to Code of Federal Regulation (CFR), Title 14, Part 139.337 (e.1), Portland International Jetport
developed a Wildlife Hazard Management Plan (WHMP) in cooperation with the U.S. Department of
Agriculture Wildlife Services Program. The WHMP outlines steps for monitoring, documenting, and re-
porting potential wildlife hazards and strikes at Portland International Jetport. Protocols for responding
to hazardous wildlife situations are presented, including roles and responsibilities of airport personnel.
Wildlife control procedures for birds and mammals are also included.

The specific WHMP project under evaluation within this EA is the filling and grading of the wetland and
brush/scrub area beyond the Runway 29 end. The cattails and phragmites in this area attract large
flocks of blackbirds and European starlings that roost and nest in the area.

The FAA and U.S. Department of Agriculture (USDA) jointly prepared a document detailing methods and
procedures for wildlife hazard management at airports. The second edition of Wildlife Hazard Man-
agement at Airports was published in July 2005 and recommends five general approaches to wildlife
hazard management as follows:

1. Aircraft flight schedule modification;

2. Habitat modification;

3. Exclusion techniques;

4. Repellent and harassment techniques; and
5. Wildlife removal.

These alternatives are summarized in the following sections and were prepared following input from
various state and federal agencies at meetings at the Portland International Jetport on September 18,
2007 and December 12, 2007. Agencies represented at these meetings included the United States Army
Corps of Engineers, United States Fish and Wildlife Service, United States Environmental Protection
Agency, United States Department of Agriculture Wildlife Services, State of Maine Department of Envi-
ronmental Protection, and State of Maine Department of Inland Fisheries and Wildlife.

2.1.1 WHMP Alternative 1 —Aircraft Flight Schedule Modification

This method of minimizing bird strikes involves adjusting flight schedules in accordance with a wildlife
species that has a predictable pattern of movement. An example of this would be to advise pilots not to
depart during a 20-minute time period at sunrise or sunset during winter when large flocks of birds cross
an active runway going to and from their roosting site. This method may be effective on smaller, gener-

2-2



al aviation airports where traffic is not scheduled into the national air transportation system; however, it
is not practical for regularly scheduled commercial traffic experienced at Portland International Jetport.

Additionally, the WHMP did not note a predictable pattern of movement for the blackbirds and starlings
within the Runway 29 approach area; therefore, it is not feasible to establish a flight schedule that
would limit, reduce, or avoid the potential for bird strikes.

This alternative does not meet the purpose and need as it does not remove the habitat attractant. Fur-
thermore, this alternative is impracticable to implement at Portland International Jetport due to the un-
predictable pattern of bird movement. This alternative has been eliminated from further consideration
and will not be discussed further within this EA.

2.1.2 WHMP Alternative 2 — Habitat Modification
Fill and Grade Wetland (included in the Proposed Action)

The second edition of Wildlife Hazard Management at Airports’ states the following: “Habitat modifica-
tion means changing the environment to make it less attractive or inaccessible to the problem wildlife.
All wildlife requires food, cover, and water to survive. Any action that reduces, eliminates, or excludes
one or more of these elements will result in a proportional reduction in the wildlife population at the
airport. Habitat modifications to make the airport and surrounding area as unattractive as possible to
hazardous wildlife must be the foundation of every airport’s Wildlife Hazard Management Plan.”

In accordance with the Wildlife Hazard Management at Airports document, the recently completed
WHMP for the Jetport found the highest priority development project is to “fill and grade the wetland
that exists on the approach to Runway 29” as “the cattails and other vegetation that grow in this area
attract large flocks of blackbirds and European starlings that roost and nest here.” Other vegetation
most notably known to attract nesting and roosting blackbirds is phragmites, or common reed (Phrag-
mites australis).

In a letter dated October 26, 2007, Mr. John Forbes, the State Director for USDA Wildlife Services in
Maine, stated the following: “To effectively manage wildlife hazards on the approach area, we strongly
suggest eliminating this wetland and the associated vegetation found here. The actual methods used to
achieve this goal may vary, but it is our opinion that draining and filling would be the most practical and
efficient, and likely the most successful method of permanently altering the current habitat features
that are attractive to a variety of wildlife, specifically nesting and roosting blackbirds.”

Elimination of both the attractive vegetation and wetland has been recommended by the USDA. In his
October 2007 letter, Mr. Forbes further states: “By draining and filling this area, routine mowing of the
vegetation can be achieved, thus eliminating the current attractive habitat type.” The routine mowing
ensures that the cattails and other vegetation (phragmites) are not reestablished and become an attrac-
tant again. Mr. Forbes states that while “herbicides are another option” (to mowing)...“they are not a
long term solution because they require repeated application.”

Removing only the cattails and other vegetation (phragmites) to reduce the attractiveness for the black-
birds and starlings still leaves the wetland area. In his October 2007 letter, Mr. Forbes further states:
“eliminating vegetation within the wetland does not eliminate standing water that is also a wildlife at-

L Wildlife Hazard Management at Airports, Second Edition, July 2005, prepared by the Federal Aviation
Administration and Unites States Department of Agriculture Animal and Plan Health Inspection Service
2-3



tractant.” The Wildlife Hazard Management at Airports document also supports the notion that leaving
the wetland can be an attractant for wildlife. This document states: “water acts as a magnet for birds;
therefore, eliminate all standing water on an airport to the greatest extent possible.” “This is particular-
ly important at coastal airports where fresh water is highly attractive to birds for drinking and bathing.”

The 1994 Prevention and Control of Wildlife document prepared by the Cooperative Extension Division,
Institute of Agriculture and Natural Resources at the University of Nebraska — Lincoln, addresses damage
prevention and control methods for blackbirds. For blackbirds, this document states, “Thinning the cat-
tail stands decreases blackbird roosts...and increases use by waterfowl for nesting and other activities.”

Implementation of habitat modification has been successful at other airports. In an e-mail dated Febru-
ary 7, 2008 (included in Appendix C), a successful habitat modification plan for Whiteman Air Force Base
was outlined. Whiteman AFB, located in Missouri, had a 20-30 acre area which was covered up to 75
percent with habitat for blackbirds (250,000) and waterfowl (2,000). The initial step of their WHMP was
to remove the roosting habitat for the blackbirds. The next step involved draining the wetlands to re-
solve the waterfowl issue. It was crucial in this instance to remove vegetation and drain the wetland in
order to resolve all the wildlife hazard issues.

According to Mr. Nick Atwell with the Portland International Airport in Portland, Oregon, filling both ju-
risdictional and nonjurisdictional wetlands at the airport has been a successful mitigation strategy for
limiting water fowl problems at the airport. Mr. Atwell noted that recent settling in the wetland areas
has allowed water to pool. The pooling has resulted in a return of water fowl to the airport. The current
plan is to add more fill to the former wetland areas. An email is included in Appendix C.

In an email included in Appendix C, Ms. Catherine Boyles with the Dallas-Fort Worth International Air-
port noted that wetlands were removed so that the area could be mowed to prevent future habitat

growth.

This alternative meets the project purpose and need and is practicable to implement; therefore, it is
considered to be part of the Proposed Action Alternative.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 4.53 acres of wetlands

Statutory or regulatory requirements applicable to this alternative include the following:

An amendment to the Jetport’s existing Site Location of Development Act permit.
Natural Resources Protection Act permit.

401 Water Quality Permit/Certification.

Stormwater Management Law Permit.

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act.
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2.1.3 WHMP Alternative 3 — Exclusion Techniques

Exclusion techniques relate to placing barriers in such a manner as to prevent wildlife from reaching the
desired habitat. An example is placing fencing around the airport that prevents deer and other wildlife
from accessing the airport operational environment.

Specific to the wetland area beyond the Runway 29 end, exclusion techniques would relate to placing
grid wiring in the wetland area with attractant vegetation still in place. In his October 2007 letter, Mr.
Forbes states: “Exclusion devices such as grid wires are not known to prevent access to areas by smaller
birds, such as European starlings and blackbirds, although they can be effective for certain species of
waterfowl. As a result, exclusion is not the most effective tool to manage this wildlife attractant.”
Therefore, it is unlikely that an exclusion technique is available for the smaller European starlings and
blackbirds with the cattails and phragmites in place.

Removing only the cattails and phragmites would leave the wetland area alone. While this may remove
the habitat attractant for the European starlings and blackbirds, the wetland would remain as an attrac-
tant primarily for water fowl, and also for other birds seeking fresh water for drinking and bathing.
While a wire grid may be helpful in preventing larger waterfow! access to the wetland area, smaller birds
may be attracted to the fresh water. Additionally, the wire grid will not prevent the cattails and phrag-
mites from growing. With the wire grid in place, mechanical mowing of the area cannot be accom-
plished so it is likely that the cattails and phragmites would return. The wire grid will also make main-
tenance of the area more difficult.

Since this alternative does not remove the habitat attractant entirely, it does not meet the purpose and
need and is unavailable to implement. This alternative has been eliminated from further consideration
and will not be discussed further within this EA.

2.1.4 WHMP Alternative 4 - Repellent and Harassment Techniques

Repellent and harassment techniques can include the use of chemical repellents, vehicle patrols and
sweeps, audio repellents, and visual repellents. These techniques are designed to make the area or re-
source desired by wildlife unattractive or to make wildlife uncomfortable or fearful. The City of Portland
through the WHMP already implements vehicle patrols and sweeps, and audio and visual repellents at
the airport.

Chemical repellents for European starlings and blackbirds are limited and primarily used in the agricul-
ture industry. Methyl anthranilate can be used as an additive to food supplies and in shallow ponding
areas on pavement. Avitrol is a restricted-use pesticide that is available for feed lots and structures.
The area where the chemical repellents would be applied drains into the Fore River. Neither of these is
applicable to the Portland International Jetport for these reasons.

The long term cost effectiveness of repelling wildlife usually does not compare favorably with habitat
modification or exclusion techniques. Wildlife, or individuals of their species, will return as long as the
attractant is accessible. Of special concern at the Portland International Jetport is harassing birds in the
Runway 29 approach area since this area is so close to approaching aircraft. In his October 2007 letter,
Mr. Forbes states: “Attempting to prevent large flocks of birds from utilizing the area using harassment
could prove dangerous given the habitat’s close proximity to aircraft movement.”
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Since this alternative does not remove the habitat attractant, it does not meet the purpose and need
and is unavailable to implement. This alternative has been eliminated from further consideration and
will not be discussed further within this EA.

2.1.5 WHMP Alternative 5 — Wildlife Removal

Wildlife removal is achieved by capturing and relocating or killing the target animals. In most cases, a
Federal Migratory Bird Depredation Permit and, in many cases, a state permit is required before any
migratory bird can be taken. Any capturing or killing must be done in a humane manner by people who
are trained to do so. Capture may be accomplished using chemicals or live traps. Starlicide is a toxic
bait for use around livestock facilities and, in some situations, roost sites. The location of the roost sites
within the wetland area makes the use of this toxicant difficult. Wildlife removal is not usually success-
ful when used on its own as the habitat attractant remains. However, it can be part of a successful
component of a wildlife management plan.

Since this alternative does not remove the habitat attractant, it does not meet the project purpose and
need and is unavailable to implement. This alternative has been eliminated from further consideration
and will not be discussed further within this EA.

2.2 TERMINAL AREA ALTERNATIVES

During the recently completed master planning process, a number of alternatives were evaluated to
meet the short and long term commercial service needs of the airport. At the onset of the terminal
analysis it was determined that development would have to occur west of the existing terminal facility
due to safety setbacks required for aircraft operations which limit terminal development towards Run-
way 11-29, Runway 18-36, and Taxiway C east of the terminal facilities. The location of the airport traf-
fic control tower, airport rescue and firefighting station, and existing general aviation facilities located
north of the terminal facilities also prevented expansion in that direction.

The main environmental issue that was taken into consideration during the terminal planning process
was the numerous wetland areas between the existing apron and automobile parking areas and Jetport
Boulevard. The following sections describe the alternatives evaluated. (Please note, the following dis-
cussions include the long term development of the terminal and parking facilities. This allows the reader
insight into the full extent of potential future impacts. This EA, however, will only fully evaluate the im-
pacts of the planned short term terminal development as any future development is purely conceptual
in nature. The terminal development will be undertaken in a phased approach with each phase requiring
NEPA analysis before being undertaken.)

2.2.1 Terminal Alternative 1 (included within the Proposed Action Alternative)

Terminal Alternative 1, over the 20-year horizon, includes improvements to the functional elements
within the terminal building, additional automobile parking areas, changes to roadway circulation pat-
terns, and provisions for airport business development along Jetport Boulevard. The 20-year plan is de-
picted on Exhibit 2A.

Projects to be undertaken in the short term and therefore evaluated within this EA include the follow-
ing: an extension of the departure concourse to the west to add additional aircraft gates; a new core
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structure west of the existing building to accommodate new ticketing and baggage makeup with in-line
explosive detection devices; and, an expanded second floor which would provide larger passenger
screening points, secure hold room, and concessions areas. Replacement terminal employee parking is
planned north of the existing surface parking areas to accommodate spaces lost due to the terminal
building expansion. These improvements are depicted on Exhibit 1C.

This alternative meets the project purpose and need and is practicable to implement; therefore, it is
considered to be part of the Proposed Action Alternative.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 5.88 acres of wetlands (2.03 acres previously permitted).

Statutory or regulatory requirements applicable to this alternative include the following:

e Anamendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required)

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

2.2.2 Terminal Alternatives 2 and 3

The 20-year horizon development plans for Terminal Alternatives 2 and 3 are also depicted on Exhibit
2A. These alternatives provide similar improvements as Alternative 1 with the exception of the con-
course configuration and planned apron areas. Both of these alternatives would result in the develop-
ment of aircraft parking gates on each side of the concourse which results in a need for additional air-
craft parking apron.

Terminal area improvements to be undertaken in the short term would mirror those evaluated as Ter-
minal Alternative 1. Due to the loss of parking for apron area improvements, replacement terminal em-
ployee parking would be relocated east of International Parkway along Jetport Boulevard.

Terminal Alternative 2 would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 5.88 acres of wetlands (2.03 acres previously permitted).

Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required)

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).
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Terminal Alternative 3 would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 6.8 acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e Anamendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required)

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

These alternatives were eliminated during the master planning process due to the future limitations on
ultimate terminal expansion. Obtaining the required permits for Terminal Alternatives 2 and 3 may
prove to be difficult due to the greater wetland impacts resulting from the construction of terminal
parking along Jetport Boulevard east of International Parkway. FAA guidance dictates selection of the
practical alternative which minimizes wetland impacts. Section 18.2e of FAA Order 1050.1E states that,
“If an action would affect wetlands and there is a no practicable alternative, all practical means should
be employed to minimize the wetland impacts...”

While these alternatives meet the project purpose and need, they have been eliminated from further
consideration. Both Alternatives 1 and 2 place limitations on ultimate development which makes these
alternatives impracticable to implement. Alternative 3 is more environmentally damaging due to the
greater wetland impacts. These alternatives will not be discussed further within this EA.

2.3 DEICING FLUID COLLECTION

The Maine Department of Environmental Protection (MeDEP) requires that the Portland International
Jetport have in place by November 1, 2010 a method to remove as much aircraft deicing fluid as practic-
able from Portland International Jetport’s stormwater discharge. The proposed deicing fluid collection
system will collect spent deicing fluid as it is applied to aircraft at designated deicing pads on the north-
east portion of the terminal apron area. Spent deicing fluid will flow through collection drain trenches
to the east where the proposed deicing fluid collection, storage, and recycling facilities are located. A
500,000-gallon underground storage tank will hold spent deicing fluid. The spent glycol deicing fluid will
be processed and recycled. The distalate from spent deicing fluid processing will be sent to the City of
Portland's waste water treatment facility for treatment prior to discharge. Recycled glycol will be
trucked offsite by the company selected to perform deicing fluid recovery and processing operations.

There are no other practicable alternatives in locating the deicing pad and collection system. The deic-
ing pads need to be placed on the apron area near the terminal gates to reduce aircraft positioning time
when deicing is needed. This is the only area near the terminal gate positions with sufficient area to ac-
commodate deicing procedures. This location is also nearly equidistant from the Runway 11 and Run-
way 29 ends, which reduces the time to depart after the deicing fluid is applied. This alternative meets
the project purpose and need and is practicable to implement; therefore, it is considered to be part of
the Proposed Action Alternative.
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This alternative would impact the following environmental resources:
e Potential impacts to water quality during construction.
Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

2.4 TAXIWAY IMPROVEMENT ALTERNATIVES

The current Master Plan for Portland International Jetport identified the need for a new taxiway located
between Taxiways G and A east of Runway 18-36. This taxiway is intended to reduce the number of
crossings of Runway 18-36 by air cargo and general aviation aircraft located along Taxiway G. Presently,
aircraft located along Taxiway G must cross Runway 18-36 twice to reach Runway 29. This taxiway
would reduce the potential for runway incursions by providing direct access to the Runway 29 end, the
most used runway for departures by air cargo and general aviation aircraft located along Taxiway G.

There are no other alternatives to reduce runway incursion potential and allow aircraft direct access to
the Runway 29 end.

This alternative meets the project purpose and need and is practicable to implement; therefore, it is
considered to be part of the Proposed Action Alternative.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 0.64-acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e Anamendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

2.5 RUNWAY 18-36 IMPROVEMENT ALTERNATIVES

The recently completed master plan evaluated a number of alternatives for Runway 18-36 which were
focused on meeting FAA runway safety area (RSA) design standards and lengthening the runway to al-
low it to more fully serve as a back-up to Runway 11-29. The presence of numerous environmental re-
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sources within the vicinity of the runway limited the number of development alternatives. These re-
sources include numerous wetland areas and Long Creek on the south end of the runway, the Fore River
to the north of Yellowbird Road, shoreline zoning requirements, and two sites listed on the National
Register of Historic Places (Stroudwater Historic Area and the State Reform School/Brick Hill Historic Dis-
trict).

The following sections discuss feasible alternatives to improve Runway 18-36.

2.5.1 Runway 18-36 Improvement Alternative A (Master Plan Alternative)

Runway 18-36 Alternative A is depicted on Exhibit 2B. This alternative includes a 1,100-foot runway and
taxiway extension to the south, and wider, longer RSAs behind each runway end to meet FAA required
Airport Reference Code (ARC) B-lll standards as specified in FAA Advisory Circular (AC) 150/5300-13, Air-
port Design. Fifteen-foot snow shoulders are also planned on each side of the runway. The Runway 18
and Runway 36 landing thresholds are displaced as required by AC 150/5300-13 to meet RSA standards
prior to the landing threshold. The different locations of the landing and departure thresholds result in
differences in takeoff and landing distances at the airport that are less than the actual pavement length.
This requires the implementation of declared distances. Declared distances are used by the FAA to de-
fine the effective runway length for landing and takeoff. Declared distances ensure that pilots have suf-
ficient information as to the operation limitations at the airport for both landing and takeoff operations.
These calculations are shown on Exhibit 2B. The accelerate-stop distance available (ASDA) is the runway
length declared available for the acceleration and deceleration of an aircraft aborting a takeoff, while
the landing distance available (LDA) is equal to the runway length declared available and suitable for
landing. Both the ASDA and LDA account make allowances for providing the full RSA during takeoff and
landing at the airport. To maintain the continuity of the perimeter service road, the service road is relo-
cated outside the extended Runway 18-36 runway object free area (OFA) and taxiway OFA. The con-
struction costs of this alternative are estimated at $7,850,000.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 3.15 acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

While this alternative meets the project purpose and need, it is more environmentally damaging due to
greater wetland impacts than other practicable alternatives. Therefore, it has been eliminated from fur-
ther consideration as it may prove difficult to obtain the required permits due to there being practical
alternatives which have less wetland impacts. FAA guidance dictates selection of the practical alterna-
tive which minimizes wetland impacts. Section 18.2e of FAA Order 1050.1E states that, “If an action
would affect wetlands and there is no practicable alternative, all practical means should be employed to
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”

minimize the wetland impacts...” Since this alternative is more environmentally damaging, it has been
removed from further consideration.

2.5.2 Runway 18-36 Improvement Alternative B (included within the Proposed Action Alternative)

Runway 18-36 Alternative B is also shown on Exhibit 2B. This alternative is exactly the same as Alterna-
tive A, with the exception of the location and configuration of the perimeter service road. In Alternative
B, the perimeter service road is located inside the runway OFA. This reconfiguration of the service road
reduces total wetlands impacts in this alternative to 2.18 acres and was completed at the request of the
MeDEP to limit wetland impacts. The MeDEP made this request at an on-site visit of the airport to view
the wetland to be impacted on September 18, 2007. The FAA approved a modification to design stan-
dard on November 26, 2008 to allow the perimeter service road to be located within the limits of the
OFA. In an August 2007 runway safety area determination, the FAA indicated that this is “the ideal al-
ternative with respect solely to aviation safety.” A copy of the runway safety area determination is pro-
vided in Appendix B. The construction costs of this alternative are estimated at $6,336,500.

This alternative meets the project purpose and need and is practicable to implement; therefore, it is
considered to be part of the Proposed Action Alternative.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 2.18 acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e Anamendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

2.5.3 Runway 18-36 Improvement Alternative C

This alternative utilizes Engineering Materials Arresting System (EMAS) behind each end of Runway 18-
36. EMAS would provide a level of safety that is generally equivalent to a full RSA; therefore, a full RSA
is not required. The EMAS would need to be 300 feet long and 150 feet wide to accommodate the type
of aircraft utilizing this runway. The EMAS bed would need to be located at least 75 feet from the ta-
keoff position in order to reduce the degrading effects of jet blast and propeller wash. This results in a
total of 375 feet beyond each runway end. To accommodate this, the Runway 18 end must be relocated
approximately 300 feet south and a new entrance taxiway would be constructed allowing the pavement
behind the new runway end to be removed. The Runway 18 landing threshold would be located 600
feet from the EMAS structure as specified in FAA Order 5200.9.

In this alternative, the Runway 36 end is shifted 800 feet to the south to replace the pavement lost be-
hind the Runway 18 end (which allowed for the EMAS installation) and to provide for additional runway
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length. The parallel taxiway is also extended to the south 300 feet west of the extended runway center-
line. The EMAS is installed behind the new Runway 36 end. The Runway 36 landing threshold is dis-
placed to ensure RSA standards are met prior to the landing threshold. The different locations of the
landing and departure thresholds result in differences in takeoff and landing distances at the airport that
are less than the actual pavement length. These calculations are shown on Exhibit 2B.

Similar to Alternatives A and B, the perimeter service road is relocated to maintain continuity of this
roadway surface at the airport. This alternative assumes the same configuration shown in Alternative B.
The construction costs of this alternative are estimated at $12,800,000.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 2.18 acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
State of Maine Natural Resources Protection Act (permit required).

Section 401 of the Clean Water Act (certification required).

State of Maine Stormwater Management Law (permit required).

Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

This alternative will result in approximately 900 square feet of additional impervious surface than Alter-
natives A and B due to the installation of EMAS. This alternative results in less accelerate stop distance
available and landing distance available than Alternative A and Alternative B. Due to the additional con-
struction costs of EMAS and the fact that other alternatives result in longer departure and landing dis-
tances, this alternative is impracticable to implement and has been eliminated from further considera-
tion. This alternative will not be discussed further within this EA.

2.6 RUNWAY 11-29 IMPROVEMENTS

Analysis undertaken during the master planning process determined that existing airport users have a
need for 7,200 feet of departure and landing distance in each direction on Runway 11-29. This depar-
ture and landing length is currently only provided for Runway 29. Runway 11 is limited to 6,800 feet of
landing and departure lengths to ensure that RSA design standards are met beyond the Runway 29 end.
Presently, the RSA behind the Runway 29 end does not fully comply with FAA design standards as speci-
fied in AC 150/5300-13. A localizer antenna and the airport perimeter service road are located within
the RSA. Beyond the service road are wetlands that do not meet standards for supporting aircraft
and/or vehicles. When considering these objects, the RSA extends only 600 feet beyond the Runway 29
end. The FAA has implemented declared distances which limit the landing and departure lengths on
Runway 11 by 400 feet to ensure a full 1,000-foot RSA is accounted for by pilots when departing and
landing at the airport. Aircraft operators must load their aircraft to be able to depart in the declared
distance available of 6,800 feet instead of the full 7,200 feet of pavement length. As the full 1,000-foot
RSA is available beyond the Runway 11 end, there are no limitations on the use of Runway 29. There-
fore, the full 7,200 feet of pavement is available for aircraft landing and departing Runway 29. The dif-
ferent runway length requires the airlines to load aircraft differently depending upon which runway is in
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use, causing a disparity between capabilities at the airport. Exhibit 2C depicts the current runway
lengths available for landing on Runway 11 and Runway 29.

2.6.1 Runway 11-29 Improvements Alternative A (included within the Proposed Action Alternative)

As shown on Exhibit 2C, this alternative involves clearing objects within the RSA beyond the Runway 29
end and grading and filling the RSA to standard. This would allow the RSA to extend a full 1,000 feet
beyond the Runway 29 end, thus eliminating the need to utilize declared distances on Runway 11. Eli-
minating declared distances would increase the landing and departure length on Runway 11 from 6,800
feet to 7,200 feet, eliminating the disparity in capabilities between Runway 11 and Runway 29 at the
airport and the need to load aircraft differently based upon which runway is being used.

This alternative would impact approximately 4.89 acres of wetlands, which would require mitigation.
However, the filling of these wetlands would comply with the airport’s WHMP which has identified
these wetlands as a bird attractant. It is indicated by the USDA that the removal of the bird attractant is
the primary means to control the hazard of bird strikes.

As this alternative is practicable to implement and meets the stated purpose and need for both the
Runway 11-29 and the WHMP, it will be analyzed further in this document. In an August 2007 runway
safety area determination, the FAA indicated that this is “the ideal alternative with respect solely to avi-
ation safety.” A copy of the runway safety area determination is provided in Appendix B. The construc-
tion costs of this alternative are estimated at $1,750,000.

This alternative would impact the following environmental resources:

e Potential impacts to water quality during construction.
e 4.89 acres of wetlands.

Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

2.6.2 Runway 11-29 Improvements Alternative B

Implementation of this alternative involves the installation of EMAS. An EMAS to serve Runway 29 and
its critical aircraft would need to be approximately 450 feet long and 150 feet wide. The EMAS bed
would begin 75 feet after the pavement ends on Runway 29. This alternative would eliminate the need
for declared distances; therefore, the departure and landing lengths available on Runway 11 would in-
crease from 6,800 feet to 7,200 feet. The construction costs of this alternative are estimated at
$7,250,000. This alternative would also eliminate the need to relocate the localizer antenna and peri-
meter service road.
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This alternative would impact the following environmental resources:
e Potential impacts to water quality during construction.
Statutory or regulatory requirements applicable to this alternative include the following:

e An amendment to the Jetport’s existing Site Location of Development Act permit.
e State of Maine Natural Resources Protection Act (permit required).

e Section 401 of the Clean Water Act (certification required).

e State of Maine Stormwater Management Law (permit required).

e Migratory Bird Treaty Act.

e Section 404 of the Clean Water Act (permit required).

In comparison with Alternative A, Alternative B would not directly impact the wetlands off the end of
Runway 29. However, per the WHMP, the wetlands need to be filled regardless. While this project
meets the purpose and need, the additional costs of installing and maintaining EMAS result in this alter-
native being impracticable to implement. Therefore, this alternative is not considered further in this
document

2.7 NO ACTION ALTERNATIVES

The No Action Alternative considers maintaining all existing airport facilities in their current condition.
Each of the elements of the Proposed Action Alternative is considered below.

Runway Safety Improvements

The No Action Alternative does not improve the Runway 29 RSA, Runway 18 RSA, or the north Runway
36 RSA. As described in the Purpose and Need in Chapter One, improvements are required to these
RSAs as specified in Federal law and by the FAA’s Runway Safety Area Program. The No Action Alterna-
tive does not meet the identified purpose and need for the facility, as identified in Chapter One. While
the No Action Alternative does not meet the purpose and need, in accordance with CEQ 1502.14, it is
further analyzed with regard to its potential environmental impact in Chapter Four of this environmental
document.

WHMP

Under the No Action Alternative, the wetlands beyond Runway 29 would not be removed as recom-
mended by the WHMP, and European starlings and blackbirds would continue to be attracted to this
area. This increases the potential for bird strikes and the potential for severe damage to aircraft or the
potential for the loss of life due to an aircraft accident. The No Action Alternative does not meet the
identified purpose and need for the facility, as identified in Chapter One. While the No Action Alterna-
tive does not meet the purpose and need, in accordance with CEQ 1502.14, it is further analyzed with
regard to its potential environmental impact in Chapter Four of this environmental document.
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Terminal Improvements

Under a No Action Alternative, the terminal area would not be improved to meet the demands of the
airport service area. This would limit the ability of the airport to efficiently process passengers and bag-
gage through the security screening process. The deicing fluid collection system would not be con-
structed, which would be in violation of a requirement from the MeDEP to have such a system opera-
tional by November 1, 2010. The No Action Alternative does not meet the identified purpose and need
for the terminal, as identified in Chapter One. While the No Action Alternative does not meet the pur-
pose and need, in accordance with CEQ 1502.14, it is further analyzed with regard to its potential envi-
ronmental impact in Chapter Four of this environmental document.

Runway Length

Under the No Action Alternative, runway length requirements for the mix of aircraft currently using
Runway 11-29 are not met. Runway 18-36 would not be constructed to better serve as a back-up to
Runway 11-29 by providing a longer runway surface for departures and landings. The No Action Alterna-
tive does not meet the identified purpose and need for runway length, as identified in Chapter One.
While the No Action Alternative does not meet the purpose and need, in accordance with CEQ 1502.14,
it is further analyzed with regard to its potential environmental impact in Chapter Four of this environ-
mental document.

Taxiways

Under the No Action Alternative, the taxiway extending between Taxiway G and the Runway 29 end
would not be constructed. This taxiway eliminates runway crossings. By eliminating runway crossings,
the potential for runway incursions is minimized and the safety of aircraft operations is increased. The
No Action Alternative does not meet the identified purpose and need for reducing runway incursion po-
tential, as identified in Chapter One. While the No Action Alternative does not meet the purpose and
need, in accordance with CEQ 1502.14, it is further analyzed with regard to its potential environmental
impact in Chapter Four of this environmental document.
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Cha pter Three Environmental Assessment
AFFECTED ENVIRONMENT Portland International Jetport

The purpose of this chapter is to identify or highlight any important background materials that describe
the existing environment at Portland International Jetport.

3.1 AIRPORT BACKGROUND AND FACILITIES

Portland International Jetport is uniquely situated within the corporate limits of the cities of Portland,
South Portland, and Westbrook, Maine. The airport is located just west of Interstate Highway 95.
Primary access to the commercial service terminal building and west general aviation facilities is via
International Parkway and Westbrook Street from Congress Street or Jetport Boulevard. Air cargo and
eastern general aviation facilities are accessed via Yellowbird Road. The south general aviation facilities
are accessed via Jetport Plaza Road. Exhibit 1A depicted the airport in its local and regional setting.

The Airport is owned and operated by the City of Portland. A standing three-person transportation
committee oversees the city-wide infrastructure for the City Council.

Facilities at an airport can be divided into two distinct categories: airside facilities and landside facilities.
Airside facilities include those directly associated with aircraft operations. Landside facilities include
those necessary to provide an interface between surface and air transportation, as well as support
aircraft servicing, storage, maintenance, and operational safety.

3.1.1 Airside Facilities

Airside facilities generally include, but are not limited to, runways, taxiways, connecting taxiways,
airfield lighting, and navigational aids. Airside facilities are depicted on Exhibit 3A. Table 3A
summarizes airside facility data.
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e Runways

Portland International Jetport operates two runways: the primary runway is Runway 11-29, at 7,200 feet
long and 150 feet wide. There is a 200-foot-long paved blast pad off each runway end. The runway is
served at both ends by an instrument landing system (ILS) approach.

TABLE 3A
Runway Data
Portland International Jetport

Runway 11 | Runway 29 | Runway 18 | Runway 36
Dimensions 7,200 x 150 feet 5,001 x 150 feet
Surface Asphalt/grooved Asphalt
Weight Limitation Single wheel: 75,000 Single wheel: 75,000
(Pounds) Double wheel: 169,000 Double wheel: 165,000
Double tandem: 300,000 Double tandem: 300,000
Runway Lights High intensity, Touchdown Zone, Centerline Medium intensity
Latitude 43-38.751667N 43-38.642000N 43-39.268398N 43-38.480280N
Longitude 070-19.564667W 070-17.939667W 070-18.439078W 070-18.111795W
Elevation 75.6 ft. 42.2ft. 44.6 ft. 46.6 ft.
Gradient 0.47% 0.04%
Runway Heading 112° magnetic, 292° magnetic, 180° magnetic, 000° magnetic,
095° true 275° true 163° true 343° true
Declared Distances TORA - 7,200 ft. TORA - 7,200 ft. None None
TODA - 7,200 ft. TODA — 7,200 ft.
ASDA - 6,800 ft. ASDA — 7,200 ft.
LDA - 6,800 ft. LDA — 7,200 ft.
Markings Precision Non-precision
Visual Glide Slope
Indicator PAPI — 4R PAPI —4R VASI — 4L VASI —4R
RVR Equipment TD, Midpoint., Rollout | TD, Midpoint., Rollout No No
Runway End/
Approach Lights ALSF-2/SSALR MALSR REIL REIL
Instrument
Approach ILS, NDB, RNAV (GPS) ILS, RNAV (GPS) RNAV (GPS) RNAV (GPS)
Procedures

Source: Airnav; Airport inspection

PAPI: Precision approach path indictor

VASI: Visual approach slope indicator

REIL: Runway end identifier lights

MALSR: Medium-intensity approach lighting system with runway alignment indicator lights
ALSF - High intensity approach lighting system with sequenced flashers and runway alignment indicator lights
ILS — Instrument Landing System

NDB — Nondirectional Beacon

RNAV — Area Navigation

TD - Touchdown

GPS — Global Positioning System

The RSA extends approximately 610 feet east of the Runway 29 end. Since the runway safety area (RSA)
does not extend the standard 1,000 feet beyond the Runway 29 end, the Federal Aviation
Administration (FAA) has reduced takeoff and landing distances on Runway 11 to ensure that a full
standard RSA is factored into takeoff and landing calculations. Reducing the Runway 11 takeoff and
landing distances utilizes a concept known as declared distances. The declared distance calculations are
shown on Table 3A. The accelerate-stop distance available (ASDA) is the runway length declared
available for the acceleration and deceleration of an aircraft aborting a takeoff, while the landing
distance available (LDA) is equal to the runway length declared available and suitable for landing. Both
the ASDA and LDA make allowances for providing the full RSA during takeoff and landing
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at the airport. According to FAA regulations, the TORA and TODA are equal to the actual runway
pavement length.

Runway 18-36 serves as the crosswind runway. It is 150 feet wide and 5,001 feet long. While capable of
handling larger air carrier aircraft on an infrequent basis during certain wind and temperature
conditions, it primarily serves general aviation and commuter/regional airline aircraft, particularly during
high wind conditions and when advantageous to both air traffic control (ATC) and pilots.

e Taxiways

A series of two parallel and six exit taxiways provide adequate coverage of the airport, with easy access
to all four runway ends and aprons.

e Lighting and Markings

The location of the airport at night is universally identified by a rotating beacon. A rotating beacon
projects two beams of light, one white and one green, 180 degrees apart. The Jetport has a standard 36-
inch rotating beacon located south and west at the airport maintenance facility.

Runway 11-29 is equipped with an approach lighting system (ALS) on both ends. Runway 18-36 has no
ALS. Runway 29 is equipped with a medium intensity approach lighting system with runway alignment
indicator lights (MALSR). The lights start 200 feet from the runway end, and extend across the Fore
River, for a total distance of 1,400 feet. Runway 11 is equipped with a higher standard system, a dual
mode system consisting of a high intensity ALS with sequenced flashers, Category Il configuration (ALSF-
2) and a simplified short approach lighting system with runway alighment indicator lights (SSALR). The
ALSF-2 is necessary during periods when Category Il approaches are in operation, permitting weather
minimums to 100-foot cloud ceilings. This ALS operates as an SSALR system until the weather goes
below visual weather minimums, then operates as an ALSF-2. This system is 3,000 feet long.

Runway edge lights are used to outline the edges of runways during periods of darkness or restricted
visibility conditions. These light systems are classified according to the intensity or brightness they are
capable of producing: they are the High Intensity Runway Lights (HIRL), Medium Intensity Runway Lights
(MIRL), and the Low Intensity Runway Lights (LIRL). Runway 11-29 is equipped with HIRL and Runway
18-36 has MIRL.

Runway centerline lights are installed on Runway 11-29 to facilitate landing under adverse visibility
conditions. They are located along the runway centerline and are spaced at 50-foot intervals.

Touchdown zone lights are installed on Runway 11 to indicate the touchdown zone when landing under
adverse visibility conditions. They consist of two rows of transverse light bars disposed symmetrically
about the runway centerline.

Runway end identifier lights (REIL) are installed on the Runway 18 and 36 ends to provide rapid and
positive identification of the approach end of a particular runway.

All runway ends are equipped with a visual landing system; either a visual approach slope indicator
(VASI) system or precision approach path indictor (PAPI) lights. The PAPIs provide approach path
guidance with a series of light units. The four-unit PAPI gives the pilot an indication of whether their

3-3



approach is above, below, or on-path through the pattern of red and white light visible from the light
unit. A VASI is the older version of the PAPI, and also provides approach path guidance through the
patterns of red and white lights.

All taxiways at Portland International Jetport are equipped with medium intensity taxiway lights (MITL).

Runways 11 and 29 are equipped with precision runway markings. These identify the runway centerline,
runway designation, threshold, pavement edges, touchdown point, and aiming point. The nonprecision
runway markings to Runways 18 and 36 identify the runway centerline, runway designation, and
threshold.

e Instrument Approach Procedures

Instrument approach procedures are a series of predetermined maneuvers established by the FAA that
use electronic navigational aids that assist pilots in locating and landing at an airport, especially during
instrument flight conditions. Portland International Jetport has six published instrument approach
procedures. An instrument landing system (ILS) approach is provided to both Runways 11 and 29. An
Area Navigation (RNAV) approach utilizing the global position system (GPS) is available to all four
runway ends. With the exception of the RNAV approach to Runway 18, which only provides course
guidance information, all instrument approaches at the airport provide both vertical descent and course
guidance.

3.1.2 Landside Facilities

Landside facilities are essential to the daily operation of the airport and consist primarily of those
facilities required to accommodate aircraft, pilots, and passengers while at the airport. Landside
facilities at Portland International Jetport are depicted on Exhibit 3B.

e Passenger Terminal Building

The terminal is a two-story linear design. Departing passengers enter the terminal on ground level,
generally through the west end of the terminal where all airline ticket counters are located. Security
processing and gates are on the second level.

Arriving passengers exit the second level and proceed to the baggage claim area at the terminal’s east
end, then exit to ground transportation via the access points used by departing passengers and visitors.
Rental car customers proceed to the east end of the new parking garage, lower level.

There are 11 loading gates, including seven serviced with aircraft loading fingers. Six are standard size,
and three are designed for loading regional jets. The remaining two gates are designed for ground
access to aircraft.

The apron area serving the passenger terminal building is a rectangular 96,000-square foot ramp (2,160
feet x 400 feet) adjacent to the terminal building, with adequate room to service seven to eight air
transport category aircraft simultaneously. In addition, a belly cargo ramp west of the main ramp serves
as a marshalling area for spare aircraft.
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Overall, the airport has seven surface parking lots (five public and two employee) serving the passenger
terminal building. These lots have a total capacity of 3,253 automobiles, including disabled passenger
parking spaces. A six-level parking garage provides both long and short term parking. Rental car
ready/return is available below ground level in this garage. A new five-level parking garage was under
construction in 2008. This five-level parking garage replaces a three-level parking garage and will
connect to the existing parking garage.

e AirCargo

All air cargo facilities at the Jetport are located east of Runway 18-36 along Taxiway G. FedEx maintains
air cargo facilities at the Jetport. FedEx facilities include a 16,500-square foot building, 11,100 square
yards of apron, and 7,000 square yards of space used for automobile parking and trucking docking.

e General Aviation

General aviation facilities at the airport are primarily located west of Runway 18-36 and north of
Runway 11-29. This area provides an aircraft parking apron, storage hangars, and office and terminal
space. Three general aviation hangars are located east of Runway 18-36 along Taxiway G. Combined,
the total amount of apron area dedicated to general aviation activities encompasses approximately
57,000 square yards, including space for aircraft tiedown and taxilane access. General aviation hangar
area is approximately 66,500 square feet. A new general aviation area is under development along
Taxiway C, west of the Runway 36 end. This area will include an apron and aircraft storage hangars. All
typical fixed-base operator (FBO) services such as fuel sales, flight training, aircraft charter, aircraft sales,
and maintenance are provided by private businesses at the airport.

e Storage Tanks

A wide range of fuel is stored on the airport in tanks ranging from small personal containers to 25,000-
gallon bulk storage tanks. The significant facilities are listed in Table 3B.

3.2 LAND USE

Documentation in Appendix G (in the form of a Land Use Assurance letter) supports the City of
Portland’s assurance under 49 USC 47107(a)(10), formerly Section 511(a)(5) of the 1982 Airport Act, that
appropriate action, including the adoption of zoning laws, would be taken, to the extent reasonable, to
restrict the use of land adjacent to or in the immediate vicinity of the Portland International Jetport to
activities and purposes compatible with normal Airport operations, including landing and takeoff of
aircraft.
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TABLE 3B
Fuel Tanks
Portland International Jetport

‘ Type ‘ Capacity ‘
Location Installed Containment (gallons) Ownership
East of Northeast Air’s 1998 Double-walled steel tank Auto Gas 3,000 Northeast Air
hangar on south side of GA sitting in concrete
ramp containment tub
East of Northeast Air’s 1998 Double-walled steel tank JetA 25,000 Northeast Air
hangar on south side of GA
ramp
East of Northeast Air’s 1998 Double-walled steel tank Jet A 25,000 Northeast Air
hangar on south side of GA
ramp
East of Northeast Air’s 1998 Double-walled steel tank JetA 12,000 Northeast Air
hangar on south side of GA
ramp
East of Northeast Air’s 1998 Double-walled steel tank Diesel 12,000 Northeast Air
hangar on south side of GA
ramp
Centered on west edge of 1960s Double-walled steel tank Avgas 20,000 City of
GA ramp in the north in concrete containment (100LL) Portland
complex tub
South of Jetport 1999 Double-walled steel tank, Auto Gas 4,000 City of Portland
maintenance building bulk headed for diesel Diesel 6,000

and auto gas
North end of airfield 2004 Double-walled steel tank Diesel 2,000 City of Portland
lighting vault
Northeast corner of ALSF 2004 Double-walled steel tank Diesel 2,000 FAA
generator vault surrounded by concrete

vault

Source: Airport Management (January 2005).

e Existing Land Use

Existing land uses surrounding Portland International Jetport are depicted on Exhibit 3C. The airport is
bordered on the east by the Fore River. Several distinct land uses are located along the airport’s
northern property boundary along Congress Street. Along the northeast property boundary the airport
abuts residential land uses associated with the Stroudwater Historic District. Immediately north of the
passenger terminal building parking garage, there is a hotel site and rental car ready/return area located
along Jetport Boulevard. The Brooklawn Memorial Cemetery is located to the northwest.
Commercial/industrial land uses are located at the intersection of Jetport Boulevard and Congress
Street. A hotel site is located in the northwest corner of the intersection of International Parkway and
Jetport Boulevard. A golf course and commercial/industrial land uses are located adjacent to airport
property located west of Interstate 95. Areas immediately east and west of the airport are vacant,
undeveloped land.

Commercial/industrial land uses are located along the southwestern property boundary at the
intersection of Johnson Road and Jetport Plaza Road. To the east of these facilities are residential land
uses associated with the City of South Portland’s Redbank neighborhood along Westbrook Street. A
commercial/industrial facility is located at the Westbrook Street/Jetport Plaza Road intersection.
Commercial development at this intersection contributes to increased traffic congestion in the area.
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The State Reform School/Brick Hill Historic District and Long Creek are located along the airport’s
southern property boundary east of Westbrook Street.

According to the State of Maine’s Bureau of Remediation and Waste website®, the EcoMaine Ash and
Landfill is located approximately 8,400 feet west of the approach end of Runway 11. The EcoMaine
facility burns waste for electricity and distributes the ash in the landfill.

e Future Land Use

Exhibit 3D depicts future land use planning for the areas surrounding Portland International Jetport.
Future planned land uses are similar to existing land uses.

3.3 EXISTING ENVIRONMENT

This section provides background information on the existing natural and cultural environment within
and surrounding Portland International Jetport. Environmental resources (as described within Appendix
A of FAA Order 1050.1E) which are not located within the project area include the following:

e Coastal barriers — There are no coastal barriers within the airport environs.

e Farmland — Coordination with the National Resource Conservation Service (NRCS) during a 1999
Environmental Assessment for improvements at Portland International Jetport’ resulted in the
NRCS declaring that there are no prime or unique farmlands at the airport. This decision was
based upon the fact that the airport is already designated as a non-agricultural zone, is zoned
for urban use, and there is no special farmland protection zone designation for the property.

e Wild and Scenic Rivers — The closest Designated Wild and Scenic River is the Lamprey River (New
Hampshire) which is approximately 50 miles southwest of the airport.

Appendix H provides a detailed description of each of the 20 plus environmental impact categories as
defined within FAA Order 1050.1E.

3.3.1 Natural Resources
e Air Quality

Portland International Jetport is located in Cumberland County, Maine. According to the most recent
update contained on the Environmental Protection Agency’s (EPA’s) Greenbook website®, Cumberland
County is classified as in maintenance for 8-hour Ozone and in attainment for all other criteria
pollutants. The Portland International Jetport operates under Maine Air Emission License A-582-71-F-
R/A*. This license allows for the operation of boilers and five generators.

1 state of Maine, Department of Environmental Quality, Bureau of Remediation and Waste,
http://maine.gov/dep/rwm/solidwaste/landfillactive.xls, accessed September 2008.

2 Environmental Assessment to provide RSA/OFA for Runway 11-29, Relocate and Widen SR 9 and Terminal Area
Sufficiency, Coffman Associates, May 1999.

® http://www.epa.gov/oar/oagps/greenbk/anay.html, accessed October 2008.

* State of Maine, Bureau of Air Quality, List of Minor Source Licenses,
http://www.maine.gov/tools/whatsnew/index.php?topic=DEP+Minor+Source&orderby=headline, accessed
October 2008
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e Biotic Resources/Federally-Listed Threatened and Endangered Species

As detailed in the Biological Resources Inventory (Appendix E), routine vegetation management for
aviation safety requirements, general operations, and/or drainage and stormwater management occurs
throughout virtually the entire area inside the existing airfield security fence at the Portland
International Jetport. Vegetation management has occurred less frequently in shrubby and
undeveloped areas where portions of the WHMP and new terminal apron, deicing fluid containment
and processing equipment, and automobile parking areas are proposed.

“Beginning with Habitat Maps” and “Essential Wildlife Habitat Maps” prepared by MIF&W and
appearing in Appendix A of the Biological Resources Inventory indicate no important deer wintering
areas or nesting sites for bird colonies are present at Portland International Jetport. Given the nature of
surrounding development, with Interstates 95 and 295 bounding the Jetport on the east and west and
residential or commercial development including the Maine Mall to the north and south, areas of
wildlife habitat are generally absent at the Jetport so that establishment of sufficient buffers for
providing wildlife with travel lanes is not relevant in this part of Greater Portland.

Fresh and tidal wetland communities at Portland International Jetport, if not in an isolated depression,
drain to the Fore River. Within the airfield security fencing, regularly mown emergent wetland
communities can be classified as palustrine non-persistent emergent. Shrub thicket, dominated by
hydrophytic shrubs such as speckled alder (Alnus incana) or arrowwood (Viburnum dentatum) and
occurring in the wetland communities beyond Runway 29 where the WHMP improvements are
proposed and to the northeast of the terminal apron area, would be classified as palustrine deciduous
scrub-shrub. Outside the airfield security fence south of Runway 36, the wet pond southeast of the
existing Runway 36 end and marsh community is dominated by species such as cattail (Typha) and
would be classified as palustrine persistent emergent. A more detailed description of the delineated
wetlands, plant species, and wetland communities can be found later in this chapter under
Wetlands/Waters of the U.S. section.

The United States Fish and Wildlife Service (USFWS) and National Marine Fisheries (NMFS) were
conducted via letter (Appendix A) at the initiation of this Environmental Assessment. In a letter dated
November 13, 2007, the NMFS noted that “... no listed species under NMFS jurisdiction are known to
occur in the proposed project area. Therefore, no further coordination with the NMFS Protected
Resource Division is required.” The USFWS reply dated November 15, 2007 concluded that “no
federally-listed species under the jurisdiction of the service [is] known to occur in the project area.
Accordingly, no further action is required under Section 7 of the ESA..” The Biological Resources
Inventory concludes that “results of supplemental onsite surveys and review of the literature and other
information by environmental scientists and wildlife biologists presented in this Biological Resources
Inventory report support this determination.” The Biological Resources Inventory further states “based
on consideration of the determination and subsequent studies it can be concluded no federally-listed
species or critical habitat are present in the proposed development areas at Portland International
Jetport.”

In the same November 15, 2007 reply, the USFWS noted that the New England Cottontail rabbit
(Sylvilagus transitionalis) “a candidate for federal listing has been observed in the vicinity of Portland
Jetport and could occur on airport property.” The USFWS requested field surveys to determine the
potential presence and habitat for the cottontail rabbit as well as consideration of the cottontail rabbit
in project planning. Representative of the USFWS further communicated this during an on-site
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interagency meeting at the Portland International Jetport on December 12, 2007. The cottontail rabbit
is also classified as endangered under the Maine Endangered Species Act.

Following this request, track surveys were conducted at the Portland International Jetport. Three track
surveys were conducted on December 12, 2007, December 14, 2007, and January 16, 2008 to determine
the potential for the cottontail rabbit. Tracks consistent with the New England Cottontail Rabbit were
found south of Runway 29 on January 16, 2008 in a run leading from a very dense sapling thicket and
through the perimeter security fence. Fecal pellets collected during this survey were confirmed to be
from a New England Cottontail Rabbit. On September 16, 2008, a field review was conducted of this
area with the MIF&W and USFWS during which the determination was made that the entire shrub area
inside the security fence and to the south of the medium intensity approach lighting system with runway
alignment indicator lights (MALSR) access road is cottontail rabbit habitat and also includes a small
patch of shrubs on the north side of this or road. This area is shown in purple cross hatch on Exhibit 1B.
No cottontail rabbit indications were found in other areas of the airport.

The Maine Department of Inland Fisheries and Wildlife (MDIFW) visited the Portland International
Jetport on July 19, 2007 in response to environmental scientists and wildlife biologists with TRC
Companies, Inc. observing three and eight Upland sandpiper (Bartramia Longicauda), respectively, on
June 18 and July 3, 2007 inside the airfield security fence south of Runway 29 end in the vicinity of a
regularly mown area near Taxiway C. The Upland Sandpiper is classified as threatened under the Maine
Endangered Species Act. The expansiveness and routine vegetation management of the airport are
recognized as providing habitat requirements preferred by the Upland Sandpiper.

e Coastal Zone Management

Under the Coastal Zone Management Act of 1972, states with coastal lands may prepare and submit a
Coastal Zone Management Plan (CZM) plan for approval with the National Oceanic and Atmospheric
Administration (NOAA). These plans/programs are intended to preserve, protect, and enhance
designated coastal areas. In 1978, the State of Maine initiated a coastal management program in
accordance with the Coastal Zone Management Act of 1972. Coastal management policies are found
within Title 38 of Maine Revised States, Water and Navigation, Chapter 19 Coastal Management
Policies. Maine Revised Statutes Title 18, Waters and Navigation, Chapter 3, Protection and
Improvement of Waters, Subchapter 1, Environmental Protection Board, Section 435, Shoreland Areas,
establishes that shoreland areas in the State of Maine be subject to zoning and land use controls.
Section 438-A, Municipal Authority; State Oversight, of Title 18, Waters and Navigation, Chapter 3,
Protection and Improvement of Waters, Subchapter 1, Environmental Protection Board, compels
municipalities to adopt zoning and land use controls for shoreland protection.

The City of South Portland enacted Chapter 27, Zoning’, Article XXX, Shoreland Area, pursuant to Section
438-A of the state statutes. Section 27-256 establishes the Shoreland Area Overlay District. The
Shoreland Area Overlay District consists of the shoreland area and any and all buildings built on, over or
abutting a dock, wharf or pier and any and all buildings and structures extending beyond the normal
high-water line of a water body or within a wetland. Section 27-256 establishes the Shoreland Resource
Protection Overlay District. The Shoreland Resource Protection Overlay District includes: A) Areas within
250 feet, horizontal distance, of the upland edge of shoreland freshwater wetlands, salt marshes and

® City of South Portland Code of Ordinance accessed December 2008:
http://www.southportland.org/index.asp?Type=B LIST&SEC={93286E1E-9FF8-40D2-AC30-8840DEB23A29}
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salt meadows, and wetlands associated with great ponds and rivers, which are rated "moderate" or
"high" value by the Maine Department of Inland Fisheries and Wildlife (MDIF&W) as of January 1, 1973;
B) floodplains along rivers and floodplains along artificially formed great ponds along rivers, defined by
the 100-year floodplain as designated on the Federal Emergency Management Agency's (FEMA) Flood
Insurance Rate Maps or Flood Hazard Boundary Maps, or the flood of record, or in the absence of these,
by soil types identified as recent flood plain soils. This subdistrict shall also include 100-year floodplains
adjacent to tidal waters as shown on FEMA's Flood Insurance Rate Maps or Flood Hazard Boundary
Maps; C) Areas of two or more contiguous acres with sustained slopes of 20 percent or greater; D) Areas
of two (2) or more contiguous shoreland freshwater wetland or coastal wetland as defined, and which
are not surfically connected to a water body during normal spring high water; and E) Land areas along
rivers subject to severe bank erosion, undercutting, or river bed movement and lands adjacent to tidal
waters which are subject to severe erosion or mass movement, such as certain steep coastal bluffs.
Section 27-257 establishes the Stream Protection Overlay Subdistrict, which includes all land within 75
feet, horizontal distance, of the normal high-water line of a stream. Development in the area north of
runway 18, east of runway 29, and south of runway 36 is subject to these zoning requirements. The
limits of the Shoreland Resource Protection Overlay District and the Stream Protection Overlay
Subdistrict are shown on Exhibit 3E.

e Floodplains

A review of the Federal Emergency Management Agency’s (FEMA’s) Flood Insurance Rate Maps indicate
that the airport is not within any 100-year floodplains. The airport is entirely contained within area
designated as minimal risk for flooding. Exhibit 3E depicts the 100-year floodplains near the Portland
International Jetport.

e Section 4(f) Parks, Recreational, or Wilderness Areas

49 USC Section 303(c), also known as Section 4(f), requires evaluation of any possible impacts to publicly
owned parks, recreational areas, wildlife/waterfowl refuges and historic sites of national, state, or local
significance.

There are two properties within the vicinity of the airport environs that meet this description. Both of
these are designated Historic Districts under Section 106 of the National Historic Preservation Act (36
CFR 800, as amended). The first is the Stroudwater Historic District which is just northwest of Runway
18, and the second is the State Reform School/Brick Hill Historic District to the southwest of Runway 36.
The location of these historic districts was shown previously on Exhibit 3C. Refer to Section 3.6 for more
discussion of these historic districts.

There are no public parks or recreation areas of national, state, or local significance in the vicinity of the

airport. There are no wildlife or waterfowl refuges or national or state significance near the airport
environs.
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e WATER QUALITY

According to the Maine 2008 Integrated Water Quality Monitoring and Assessment Report®, there are no
impaired waters within the immediate environs of the airport. There are no known sole source aquifers
near the project area.

The State of Maine requires facilities discharging storm water associated with industrial activity obtain a
Maine Pollutant Discharge Elimination System (MEPDES) permit. The airport is currently operating
under Maine’s Multi-Sector General Permit for Stormwater Discharge Associated with Industrial Activity
(MSGP) Permit Number MERO5B425. This general permit provides authorization for point source
discharges of storm water associated with industrial activity to surface water in the state (including
direct discharges to surface water in the state and discharges to municipal separate storm sewer
systems). As a requirement of this permit, the airport has prepared a storm water pollution prevention
plan (SWPPP), addressing sources of potential pollution and describing practices to minimize and control
pollutants. The current SWPPP was updated in December 2006.

Presently, aircraft deicing takes place on the northwest portion of the terminal apron near Taxiway A.
Spent deicing fluid flows directly off the apron during storm events through the existing stormwater
system at the airport. The Maine Department of Environmental Protection (MeDEP) is requiring that the
Portland International Jetport implement procedures to remove as much aircraft deicing fluid as
practicable from Portland International Jetport’s storm water discharge by November 1, 2010.

e Wetlands/Waters of the U.S.

Exhibit 3F depicts all wetlands delineated at the Portland International Jetport for the Natural Resource
Protection Act application prepared for wetland impacts due to project implementation. Freshwater
and tidal wetland communities have been field-delineated based on the 1987 U.S. Army Corps of
Engineers Wetlands Delineation Manual during four separate periods between 1991 and 2007. Copies
of all data forms are included in an Appendix D.

Table 3C summarizes the wetland type and wetland functional value. Wetlands in the vicinity of the
proposed project, if not in an isolated depression, drain to the Fore River. The following provides a
summary of wetland features at the airport as detailed in the October 2008 Natural Resources
Protection Act application for Portland International Jetport.

Runway 29

Two periods of significant and extensive earthwork activities undertaken as recently as 35 to 50 years
ago are responsible for existing conditions at the east end of Runway 29. Examination of project plans
as well as pre- and post-development aerial photographs from the 1950s through the 1970s document
landscape level changes from placement of fill to heights of at least 30 vertical feet over horizontal
distances of several hundred feet. These development activities east of the Runway 29 end were prior
to promulgation of the Clean Water Act in 1972 and subsequently resulted in the opportunistic
establishment of wetland plant communities in areas where fill was placed. Consequently, based on this
origin, such wetland plant communities east of the Runway 29 end exhibit characteristics of “Man-

% http://www.maine.gov/dep/blwg/docmonitoring/305b/2008/report.pdf
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induced wetlands” described by the 1987 U.S. Army Corps of Engineers Wetlands Delineation Manual
(Part IV, Section F 71.c (page 83)).

The area to the east of Runway 29 is addressed in WHMP and is designated as Wetland L on Exhibit 3F.
This area includes a community of wetland plants dominated by shrubs and a stand of Phragmites. A
ten-foot wide gravel road regularly used for operation and maintenance of runway MALSR lights crosses
this area and leads to the airport security fence located atop a berm. The PEM1/PSS1 wetland
community lies enclosed behind the two to four-foot high berm at an elevation of approximately 20 feet
above mean water of the tidal Long Creek/Fore River. The only direct hydrologic connection that exists
between this man-induced wetland and the traditional navigable waters of Long Creek and the Fore
River is from a catch basin in Wetland L that drains through approximately 120 feet of deteriorated
corrugated metal pipe (CMP) culvert buried more than 12 feet below grade. A smaller diameter
(approximately 15-inch diameter) plastic pipe was “slip-lined” through the deteriorated CMP culvert
during repair of storm damage from Hurricane Bob in 1991.

TABLE 3C
Summary of Wetland Characteristics
Portland International Jetport

Wetland Wetland Type ! Wetland Function/Value(s) 2

A E2EM1 (Fore River) FFA, FSH, PE, SS, WLH, R, A
D Mowed (airfield) PEM2 Surface water conveyance
E Mowed (airfield) PEM2 (isolated)
F Mowed (airfield) PEM2 (isolated) ESH
H Drainage ditch PEM1 Surface water conveyance
L PEMZ1 (wildlife hazard) / PSS1 WLH, ESH (PSS portion)
N pPSS1 Surface water conveyance
S Mowed PEM2 WLH
T(B) PEM1 STPR, WLH
V (D) PEM1 STPR, NRRT, WLH
W (E) POWh STPR, NRRT, WLH, A
X (F) PEM1 STPR, NRRT, WLH, A
Y (G) E2EM1 (Long Creek) FFA, FSH, PE, SS, WLH, R, A
Z (H) PSS1 (isolated) WLH
AC PEM1/PSS1 STPR, WLH
AE PFO1 (now isoloated) WLH
Wetland types from USFWS Classification of Wetlands and Deepwater Habitats (Cowardin et al, 1979):
E2EM — Estuarine, inter-tidal, persistent emergent
POWh - Palustrine, open water, diked/impounded
PEM1 — Palustrine, persistent emergent
PEM2 - Palustrine, non-persistent (mown) emergent
PSS1 — Palustrine, broad-leaved deciduous scrub shrub
PFO1 — Palustrine, broad-leaved deciduous forested

Based on the September 1999 supplement to the New England Division of the Corps Descriptive Approach to assessing
wetland functions and values described in The Highway Methodology Workbook. Functions and values present in wetlands
at PWM include: FFA — floodflow alteration; F/SH — fish/shellfish habitat; STPR — sediment, toxicant, pollutant retention;
NRRT — nutrient removal/retention/transformation; PE — production export; SS — sediment/shoreline stabilization; WLH —
wildlife habitat; R — recreation; A — Visual quality/aesthetics; ESH — threatened/endangered species habitat. Wetland
functions and values are described in greater detail in Attachment 12 of the NRPA application.

Source: Natural Resources Protection Act Application, October 2008, Updated March 12, 2009

Runway 36

Although presently undeveloped, virtually all the proposed Runway 36 improvements outside the
security fence occur on land of the former Carter Farm which became the site of the Maine State
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Reform School (now Maine Youth Center). The extent of the creation or loss of wetland associated with
agricultural activities at the Southern Maine Juvenile Facility/Maine Youth Center is challenging to
document but is conspicuously evident in the form of linear swales dominated by invasive reed canary
grass (Phalaris arundinacea) and identified as Wetland T. The swales drain into two impoundments
dominated by cattail (PEM1) or open water (POWh) and then downstream into Long Creek. Roads
separate Wetland segments V, W and X and provide access to the area south of Runway 29, including
airfield gate 15. Wetland S located near the proposed terminus of Runway 36 is also dominated by reed
canary grass and drains by a different route into Long Creek.

Access Taxiway

North of Runway 29 and south of the existing air cargo/general aviation areas along Taxiway G are the
man-induced origin of wetland areas labeled as D, H, L and N on Exhibit 3F. These wetland
communities’ connections to the Fore River were created through runway construction since the late
1930s which elevated the runway surfaces above adjacent terrain surrounding area D on three sides so
that any connection to the Fore River now only results from construction of the storm drain system.
Similarly, areas identified as H are aligned along a ditch through upland that crosses an abandoned
runway. The ditch conveys storm water captured by area N on the opposite (west) side of Runway 18-
36. Opportunistic hydrophtyes such as soft rush (Juncus effusus) dominate these altered soils and by
occurring in a regularly mown part of the airfield are a non-persistent emergent community (PEM2).

Terminal Area

Improvements to the Terminal Area are proposed to the south of the intersection of Jetport Boulevard
and International Parkway. An isolated forested wetland (PFO1) in this location dominated by red
maple trees (Acer rubrum) is designated as Wetland AE. A nearby wetland that ultimately drains to the
north is dominated by a mixture of alder and cattail (PSS1/PEM1) and is designated as Wetland AC (2.03
acres of Wetland AC were previously approved and compensated for impacts).

3.4 CULTURAL RESOURCES

The TRC Portland Jetport Phase 0 Walkover Survey report included in Appendix F details the results of a
sensitivity assessment of new development at Portland International Jetport. On October 15, 2007,
archeologists from Independent Archaeological Consulting, LLC (IAC) performed a walkover survey
where future construction at the existing airport is planned. The archeologists found no potential
Euroamerican archaeological sites where new construction is planned. No additional archaeological
survey was recommended. During the walkover survey, IAC identified a wharf on the property that is
most likely associated with the State Reform School. IAC recorded the wharf in the Maine Historical
Archaeological Site Inventory as the Portland Jetport Wharf, ME 402-012.

A Phase Il evaluation was conducted in July 2007 by IAC on two sites located south of Runway 36. These
two sites were identified in a Phase | archaeological survey completed in 2002 and were identified as
Site 8.22 and Site 8.24. Excavation activities failed to recover precontact period materials to verify those
found during the 2002 Phase | investigation. While precontact resources were recovered, they are
diffusely scattered and maintained no stratigraphic integrity. All materials were collected from the plow
zone mixed with building and agricultural debris. The study concluded that Site 8.22 and Site 8.24 do
not meet NRHP eligibility criteria. No further archeological investigations were recommended. A copy
of the Phase Il Prehistoric Archaeological Investigation of the Portland International Jet Improvements
3-13



Project, South Portland, Cumberland County, Maine which summarizes these study results can be found
in Appendix F.

The Maine Historic Preservation Commission (MHPC) reviewed both reports. In a letter dated
September 30, 2008 (Appendix A), Kirk Mohney, Deputy State Historic Preservation Officer, stated that
“We [the MHPC] concur with the conclusions of the reports that 1) no historic archaeological sites are
present in the project area, and 2) prehistoric archaeological sites 8.24 and 8.22 are not eligible for
listing in the national register (not significant).”

The FAA Airports Division initiated consultation with the Penobscot Nation as required by Section 106 of
the National Historic Preservation Act (NHPA) of 1966. By letter dated December 17, 2007, the
Penobscot Nation indicated that the proposed projects would “have no impact on a structure or site of
historic architectural or archeological significance to the Penobscot Nation.” A copy of this
correspondence can be found in Appendix F.

3.5 NOISE
Existing Condition

Exhibit 3G depicts the existing noise condition at the airport. Detailed descriptions of the modeling
inputs, as well as the established thresholds of significance, are contained within the noise discussion in
Appendix H. As indicated on the exhibit, the 65 Day Night Average Sound Level (DNL) noise contour
remains almost entirely on airport property. Portions of the 65 DNL contour extend to the east over the
Fore River. To the west, the 65 DNL contour extends across a golf course and industrial/commercial
land uses. These land uses are considered compatible with the 65 DNL contour. There are no noise-
sensitive land uses contained within the 65 DNL or higher noise contours.

3.6 SOCIOECONOMIC CHARACTERISTICS

The purpose of this section is to provide background material which will be utilized in the social and
socioeconomic discussions within Chapter Four of this EA.

e Population

Table 3D presents historical population changes for Maine, Cumberland County, and the Portland
Metropolitan Statistical Area (MSA). Population in the Portland MSA had a 1.3 percent average annual

growth rate from 1970 to 2005, while Cumberland County and Maine grew by 1.0 percent and 0.8
percent respectively over the same time period.
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TABLE 3D
Historical Population
Cumberland County, Portland MSA and State of Maine

Cumberland ‘ Percent Portland Percent ‘ State of ‘ Percent
County Change MSA Change Maine Change
1970 193,350 N/A 329,250 N/A 998,040 N/A
1980 216,580 12.0% 386,090 17.3% 1,127,820 13.0%
1990 243,865 12.6% 442,790 14.7% 1,227,928 8.9%
2000 266,138 9.1% 489,310 10.5% 1,274,923 3.8%
2005 274,950 3.2% 514,227 4.8% 1,321,505 3.5%
Average Annual Growth Rate
1970-2005 Cumberland County — 1.0% Portland MSA - 1.3% Maine — 0.8%

Source: U.S. Bureau of the Census

According to the EPA Enviromapper website, the airport is not located in an area with a high percentage
of people living below poverty or having a large minority population. Exhibit 3H depicts these areas.

3.7 PAST, PRESENT, AND REASONABLY FORESEEABLE
FUTURE ACTIONS

The purpose of this section is to outline those projects which will need to be considered during the
cumulative impact analysis in Chapter Four of this EA. Council on Environmental Quality (CEQ), Section
1508.7, defines cumulative impact as the impact on the environment which results from the incremental
impact of the action when added to other past, present, and reasonably foreseeable future actions
regardless of what agency (federal or non-federal) or person undertakes such actions. Cumulative
impacts can result from individually minor but collectively significant actions taking place over a period
of time.

Past projects are defined as those which have been undertaken over the past few years. Foreseeable
future actions are defined as those which are likely to become a reality and have begun the approval
design or construction processes. Projects which are conceptual in nature are not considered as they
may or may not be undertaken.

e Airport Development
Recent past on-site airport development includes:

e A 400-foot Extension of Runway 11-29

e Runway 11-29 Safety Area Construction

e Rehabilitation and Strengthening of Runway 11-29 including Snow Shoulders

e Rehabilitation and Widening of Taxiways A, B, Cand D including Snow Shoulders
e Relocation of the Perimeter Access Road

e Rehabilitation of Westbrook Street including New Drainage

e A remote parking lot to the west of the Turnpike
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Current development projects underway at Portland International Jetport include:

e Construction of a vehicle parking garage east of the terminal building
e Construction of apron and buildings in the south general aviation area

o Off-site Development

Off-site development which has occurred over the past decade in the vicinity of the Portland
International Jetport includes the construction of the new Boy Scout Headquarters, the Congress Street
interchange, Johnson Road relocation, the Jetport Plaza Access Road built by the City of South Portland,
and the ongoing renovations and improvements to the Brick Hill Development and the Southern Maine
Juvenile Facility.

Anticipated future off-site development in the vicinity of the Portland International Jetport includes the
DOT’s construction of a new lane on 1-295 between Exits 4 and 3 southbound (construction underway
Summer 2009), DEP/EPA water quality and stormwater improvements within the Long Creek
Watershed, and the Maine Turnpike Authority’s proposed widening of the turnpike. This is an area of
active commercial, industrial, and residential development; therefore, there will undoubtedly be other,
as yet unidentified, projects undertaken in this area in the future.

DelLuca-Hoffman Associates, Inc. contacted the Cities of Portland, South Portland, and Westbrook and
the Maine Department of Environmental Protection (MeDEP) to inquire of other proposed
developments in the vicinity of the Portland International Jetport. Projects identified were a potential
hotel project near National Semiconductor in South Portland and the possibility of a loop road extending
off Aviation Boulevard into the Brick Hill Development, development of Exit 4 as part of the Veterans
Memorial Bridge Replacement, and a potential pedestrian bike bridge over Long Creek south of Exit 4.
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Chapter Four
ENVIRONMENTAL Environmental Assessment
CONSEQUENCES Portland International Jetport

FAA Orders 1050.1E, Environmental Impacts: Policies and Procedures, and 5050.4B, National Environ-
mental Policy Act (NEPA) Implementing Instructions for Airport Actions, defines the form and content of
Environmental Assessments (EAs) and requires that an impact analysis be conducted for a number of
specific categories to determine whether a potential for significant environmental impact from the pro-
posed improvements exists. Impacts are determined by comparing the anticipated local environmental
condition after development (implementation of the Proposed Action Alternative) to the conditions on
and around the airport should no project be developed (implementation of the No Action Alternative).
Data regarding the existing condition is provided within Chapter Three of this EA. Where necessary, mi-
tigation measures are discussed which would reduce or eliminate anticipated environmental impacts for
each of the alternatives.

As agency coordination did not reveal any unresolved conflicts, per Paragraph 405(d) of FAA Order
1050.1E, the range of alternatives to be considered in this EA is limited to the No Action Alternative and
the Proposed Action Alternative. In accordance with the Council on Environmental Quality (CEQ) guid-
ance, as contained within 40 CFR 1508, the environmental consequences of each impact category in-
clude consideration of the direct, indirect, and cumulative effects of the alternatives under considera-
tion.

Where necessary, mitigation measures are discussed which would reduce or eliminate anticipated envi-
ronmental impacts for each of the alternatives. Special purpose laws which protect various environ-
mental resources will also be discussed. The No Action Alternative establishes the baseline impact level
for the environmental consequences analysis.
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4.1

RESOURCES NOT IMPACTED BY PROJECT ALTERNATIVES

As outlined within paragraph 706(f) of FAA Order 5050.4B, concise analysis was undertaken only for the
potential impacts the alternatives under consideration may cause. A number of resources will not be
impacted by implementation of the Proposed Action Alternative or No Action Alternative and are, there-
fore, not discussed in detail within this chapter of the EA. As identified in Chapter Three, resources
which are not present within the study area, or are not impacted by either the Proposed Action Alterna-
tive or No Action Alternative include the following:

e  RESOURCES NOT IMPACTED

(0}

(0}

4.2

Coastal Barriers — While the proposed improvements are located in an area subject to Coastal
Zone Management, it is not in an area designated under Coastal Barrier rules and regulations.
Department of Transportation Act: Section 4(f) — The project will not require the use of any
publicly owned park, recreation area, or wildlife and waterfowl refuge of national, state, or lo-
cal significance, or land from a historic site of national, state, or local significance.
Environmental Justice - The proposed improvements do not result in any environmental im-
pacts that would disproportionately impact any minority or low income populations.

Farmland - The proposed projects are not located in area that contains prime or unique farm-
land or farmland designated as important by a state or local agency; therefore, the Farmland
Protection Policy Act does not apply.

Federally-Listed Endangered and Threatened Species - As detailed in correspondence found in
Appendix A, the United States Fish and Wildlife Service (USFWS) concluded that “no federally-
listed species under the jurisdiction of the service [is] known to occur in the project area. The
Biological Resources Inventory in Appendix E further states “based on consideration of the de-
termination and subsequent studies it can be concluded no federally-listed species or critical
habitat are present in the proposed development areas at Portland International Jetport.”
Floodplains - A review of Flood Insurance Rate Maps for the area indicates that the proposed
projects are located outside a 100-year floodplain. 100-year floodplains near the airport were
shown previously on Exhibit 3E.

Wild and Scenic Rivers - The closest designated Wild and Scenic River is the Lamprey River
(New Hampshire) which is approximately 50 miles southwest of the airport.

RESOURCE IMPACT EVALUATION

The following sections contain a detailed impact analysis for those resources potentially impacted by the
Proposed Action Alternative or No Action Alternative. This analysis was undertaken in accordance with
Appendix A of FAA Order 1050.1E and Table 7-1 of FAA Order 5050.4B.

4.2.1

Air Quality

Proposed Action

As discussed in Chapter Three, the airport is located in Cumberland County which is designated as in
maintenance for 8-hour Ozone and in attainment for all other federal criteria pollutants as defined by
the U.S. Environmental Protection Agency (EPA). Federal criteria pollutants are regulated under the
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National Ambient Air Quality Standards (NAAQS) and include carbon monoxide (CO), ozone (03), sulfur
dioxide (S02), nitrogen dioxide (NO2), particulate matter (PM10 and PM2.5), and lead (Pb).

Two Acts of Congress have been federally adopted to control air quality emissions: NEPA and the Clean
Air Act (CAA). Each Act has separate requirements for evaluating a proposed action’s impact on air qual-
ity, but the same analysis can fulfill the requirements of both acts.

e National Environmental Policy Act

An emissions inventory is required for Portland International Jetport as it is expected to exceed 1.3 mil-
lion annual passengers. The following summarizes operational and construction emissions.

Operations

Air pollutant emissions at Portland International Jetport were calculated using the FAA’s Emissions and
Dispersion Modeling System (EDMS), Version 5.1. The EDMS model is listed among the EPA’s preferred
guideline models and has been identified by the FAA as the only acceptable model for estimating aircraft
emissions at airports. It calculates emissions of pollutants associated with an airport, including aircraft,
ground support equipment (i.e., fuel trucks), and automobiles. The emissions modeling element of
EDMS summarizes pollutant levels in tons per year.

The emissions model does not calculate lead emissions; therefore, an assessment of these impacts can-
not be made. Additionally, ozone emissions are not calculated by EDMS; however, volatile organic com-
pounds (VOC) are a precursor to ozone. VOCs combine with sunlight and oxides of nitrogen (NO,) to
form ozone. As a result, VOC emissions are used to estimate ozone emissions. The aircraft fleet mix
utilized for the preparation of noise analysis (Appendix H) was also utilized for the emissions analysis.
Output data provided by the EDMS program are in tons per year.

Automobile trips associated with Portland International Jetport were also included in the analysis. For
purposes of this study, the annual vehicle trips associated with the airport were calculated according to
the Institute of Transportation Engineer’s Trip Generation Manual, 7" Edition.

Table 4A provides the projected air pollutant emissions associated with the operations at Portland In-
ternational Jetport under the Proposed Action Alternative and No Action Alternative. This includes
emissions from aircraft, automobiles, ground support equipment, and fueling operations. The Proposed
Action Alternative does not include any new point source air emissions. The operational assumptions
are the same for the Proposed Action and No Action as the Proposed Action Alternative projects do not
induce new aircraft operations at the Jetport. Since Runway 11-29 can accommodate the entire mix of
aircraft operating at the airport due to the longer departure and landing lengths available on Runway
11-29 rather than Runway 18-36, the Proposed Action Alternative does not introduce new aircraft to the
operating mix at the airport. Once extended, some operations on Runway 11-29 would shift to Runway
18-36 during certain wind conditions.
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TABLE 4A

Emissions Inventory — Operational Emissions

Proposed Action Proposed Action

No Action Alternative No Action Alternative
Pollutant® (tons/year) (tons/year) (tons/year) (tons/year)
Cco 552.699 552.699 508.896 508.896
VOC 81.785 81.785 84.019 84.019
NOy 104.901 104.901 114.178 114.178
SOy 14.881 14.881 17.042 17.042
PMyq 3.761 3.761 4.096 4.096
PM, 5 3.681 3.681 4.015 4.015

" EDMS does not calculate emissions for Lead
Note: No construction programmed in 2017
Source: Coffman Associates analysis.

Construction

Construction emissions were also evaluated for the Proposed Action Alternative. A construction emis-
sions inventory was prepared using the Environmental Protection Agency’s NONROAD and MOBILE6.2
emissions models. The NONROAD model estimates emissions related to non-highway approved vehicles
such as heavy construction equipment. The MOBILE6 model evaluates highway vehicle emissions such
as those from dump trucks or light-duty work trucks.

The NONROAD and MOBILE6.2 models do not calculate lead emissions; therefore, an assessment of
these impacts cannot be made. Additionally, ozone emissions are not calculated by the emissions mod-
els; however, volatile organic compounds (VOCs) are a precursor to ozone. VOCs combine with sunlight
and oxides of nitrogen (NOx) to form ozone. Therefore, VOC emissions are used to estimate ozone
emissions.

Construction emissions for the Proposed Action Alternative are included in Table 4B. Output data from
the NONROAD and MOBILE6.2 emissions models are expressed in tons per year. A summary of the con-
struction emissions assumptions used for this analysis is included in Appendix J. Indirect impacts expe-
rienced during project construction are addressed in Section 4.2.5, Construction Impacts.
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TABLE 4B
Construction Emissions Summary
Project VOC PMy, PMs co NO, SO,

Water Quality Pond 0.545 0.599 0.581 3.161 7.588 1.315
Runway 18-36 6.269 6.471 6.277 34.025 74.172 12.786
Cargo Taxiway 2.402 2.554 2.477 13.582 30.688 5.222
Runway 11-29 Safety Area 1.874 2.069 2.007 10.843 26.398 4.637
Terminal 3.877 3.671 3.560 19.549 37.744 6.513
18-36 Snow Shoulder 1.144 1.236 1.199 6.388 14.178 2.527
Apron Phase 1 2.488 2.521 2.445 13.592 28.078 4.750
Apron Phase 2 2.414 2.566 2.489 13.513 30.537 5.244
Apron Phase 3 0.484 0.498 0.483 2.661 5.723 0.969
Taxiway C 0.763 0.842 0.816 4.454 10.365 1.779

Source: Coffman Associates analysis

Net Project Emissions

The operational emissions between the No Action Alternative and the Proposed Action Alternative are
the same, as the Proposed Action Alternative projects do not induce new operations at the Jetport.
Therefore, the only difference in emissions relates to individual construction projects between 2009 and
2012.

e C(Clean Air Act

The following sections address CAA provisions for general conformity, transportation conformity, and
indirect source review.

General Conformity

To ensure that a federal action complies with the NAAQS, the CAA establishes the General Conformity
Rule for all general federal actions, which includes all airport improvement projects. The General Con-
formity Rule (40 CFR Part 93) applies to federal actions that are:

o Federally funded or federally approved;

e Not a highway or transit project;

e Not identified as an exempt project under the CAA and is not listed on the federal agency’s Pre-
sumed to Conform list; and

e located within a non-attainment or maintenance area.

If a federal action meets all of the above criteria, the General Conformity Rule is applicable. The General
Conformity Rule applies to the Proposed Action Alternative as Portland International Jetport meets all of
the above criteria. The General Conformity evaluation is necessary to determine if each criteria pollu-
tant or precursor generated by the Federal action would equal or exceed any of the rates outlined in
Table 4C.
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TABLE 4C
General Conformity Thresholds for Maintenance Areas

Pollutant or Precusor | Tons/Year

Ozone (NO,, SO,,or NO,) All maintenance areas 100
Ozone (VOC)

Maintenance areas inside an ozone transport region 50

Maintenance areas outside an ozone transport region 100
Carbon monoxide — All maintenance areas 100
PM;o— All maintenance areas 100
PM, 5 — Direct emissions 100
SO, 100
NOy 100
VOC 100
Pb 25

Source: Requirements for Preparation, Adoption, and Submittal of Implementation Plans
http://www.epa.gov/region01/topics/air/sips/me/2008_FR_1993_and_2006_Gen_Conformity.pdf

The net project emissions, represented by the construction totals in Table 4B, do not exceed the thre-
sholds established for the General Conformity determination outlined in Table 4C; therefore, the Pro-
posed Action is in conformance with the Maine State Implementation Plan.

Transportation Conformity

The CAA also establishes Transportation Conformity provisions for federal actions. Transportation Con-
formity is applicable to highway or transit projects that are not included in the region’s Transportation
Plan or Transportation Improvement Plan, such as the proposed improvements at Portland International
Jetport. However, the Proposed Action Alternative does not meet the CAA’s definition of a transporta-
tion project’ which includes highway and transit projects, as the Proposed Action Alternative does not
affect any roadways.

Indirect Source Review

Under the CAA General Conformity provisions, indirect source review is required in some states when a
federal action has the potential to cause an increase in emissions from indirect sources. As indicated in
the Air Quality Procedures for Civilian Airports and Air Force Bases publication, the State of Maine does
not require indirect source review for the Proposed Action Alternative.

No Action

Under federal air quality modeling and analysis guidelines, the No Action Alternative represents the
baseline condition to which the Proposed Action Alternative is compared. The No Action Alternative air
pollutant emissions estimates represent total impacts of the airport and include the emissions from air-
craft, ground support equipment, vehicle traffic, and stationary sources (fuel tanks and solvents). The

140 CFR 93.101, see definition of “transportation project.”
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No Action Alternative is not expected to have construction-related air quality impacts as no new devel-
opment at the airport would take place under this scenario.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will not result in impacts which exceed one or more
of the NAAQS for any of the time periods analyzed; therefore, impacts do not exceed the established
threshold of significance.

The net project emissions, represented by the construction totals in Table 4C, do not exceed the thre-
sholds established for the General Conformity determination outlined in Table 4B; therefore, the Pro-
posed Action is in conformance with the Maine State Implementation Plan.

Construction-related emissions would be short term and localized to the construction area. Best man-
agement practices (BMPs) would be implemented to reduce particulate emissions and were not consi-
dered as part of this analysis. Indirect impacts experienced during project construction are addressed in
Section 4.2.5, Construction Impacts.

The No Action Alternative will result in less-than-significant air quality impacts as the airport will contin-
ue to operate in a manner similar to what it does today.

4.2.2 Biotic Resources
Proposed Action

As detailed in correspondence which can be found in Appendix A, the National Marine Fisheries Service
(NMFS) stated: “In summary, no listed species under NMFS jurisdiction are known to occur in the pro-
posed project area. Therefore, no further coordination with the NMFS Protected Resources Division is
required.” During the July 8, 2008 interagency meeting convened for PWM by the Maine Department of
Transportation, NMFS inquired about fisheries of the +1.8-acre pond to the southeast of Runway 36 and
recommended further information be obtained.

Grading plans and profiles of the pond prepared for the Portland International Jetport major amend-
ment to the Site Location of Development Permit application indicate the existing pond reaches depths
between four to eight feet. Outflow from the pond to the tidal Long Creek approximately 20 feet below
is over a distance of approximately 450 feet and controlled by an outlet control structure and culvert
through the dam. No persistent channel connects the pond to Long Creek, but instead drainage from
the pond passes through an emergent wetland. The pond exhibits eutrophic conditions that are attri-
buted to its origin, use, and hydrologic setting.

Live trapping of fish in the pond was conducted between August 11 and 14, 2008 for a total of approx-
imately 144 trap hours, with two minnow-size traps at two locations in the pond. One location was in
deeper water near the outlet structure and the second trap was located in shallower water off a small
point at the southeast end of the pond. Fish and minnows captured were limited to small (<3-inch),
warm-water species and included pumpkinseed sunfish (Lepomis gibbosus), blacknose dace (Rhinichthys
atratulus) and three-spine stickleback (Gasterosteus aculeatus). Due to the absence of a persistent
channel up or downstream of the pond, and with the exception of being flushed through the outlet con-
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trol structure during overflow conditions, no hydrologic connection exists for movement of these com-
mon warm water species into or out of the constructed, eutrophic pond.

The upper approximately two-thirds of the pond is to be deepened behind sheet piling to approximately
seven to eight feet below current permanent pool elevation. The lower third of the pond will remain
unaltered, but the permanent pool depth of the pond will be raised approximately 0.6 feet to achieve a
more consistent and extensive depth of seven-and-a-half to nine feet throughout the pond for stormwa-
ter quality management.

Segregation of the pond by the sheet pile during dredging will be a means to temporarily isolate the fish
to the unaltered end of the pond until this work is completed to protect the water quality of Long Creek,
the Fore River, and Casco Bay. Although these warm-water species are not wildlife hazards directly,
these species serve as food/prey-based sources and are attractants for wading birds and kingfishers.
Covering the pond with a low aerially suspended wide-spaced netting to deter feeding by wading birds is
a form of food/prey-base habitat management recommended for the pond which will be implemented
as part of the project.

As detailed in the Biological Resources Inventory (Appendix E), field surveys conducted by environmen-
tal scientists and wildlife biologists with TRC Companies, Inc. observed the Upland sandpiper (Bartramia
Longicauda) and New England Cottontail Rabbit (Sylvilagus Transitionalis). The Upland Sandpiper is
classified as threatened under the Maine Endangered Species Act. The New England Cottontail Rabbit is
classified as a federal candidate species by the USFWS and as endangered under the Maine Endangered
Species Act.

The presence of the Upland sandpiper is likely the result of the Portland International Jetport’s ongoing
vegetation maintenance program that helps to sustain the habitat for this grassland shorebird. “Upland
sandpipers require large (greater than 150 acres) fields with open short grass areas and prefer a mix of
short and tall (less than 24-inch) grass interspersed with patches of bare ground. Fence posts are used
for singing perches (MEIF&W, 2003).

Continued consultation between the Portland International Jetport and the Maine Department of Inland
Fisheries and Wildlife is recommended to identify and cooperatively agree on potential conservation
measures for the Upland sandpiper such as, but not limited to, live trapping, transplantation, habitat
management, and other protective guidelines recognized by the Maine Endangered Species Act (12
MRSA §12804-12806.) It should be noted that conservation measures consider that the maintenance of
habitat requirements conflicts with wildlife hazard management recommendations of FAA AC 150/5
5200-33B, Hazardous Wildlife Attractants on or Near Airports. Shorebirds share the same score as
blackbirds/starlings in terms of the AC’s ranking of “relative hazard to aircraft based on three criteria.”
In the 2002 MOA to Address Aircraft-Wildlife Strikes, 40 strikes with shorebirds (primarily Killdeers and
Sandpipers) were reported between 1990 and 1999.

Removal of the wetland area east of Runway 29 as specified in the Wildlife Hazard Manage-
ment Plan (WHMP) will also cause the removal of approximately 13 acres of New England cot-
tontail rabbit habitat. The Biological Resources Inventory recommends consultation between
the Portland International Jetport and the Maine Department of Inland Fisheries and Wildlife to
agree on potential conservation measures for the New England cottontail rabbit, a candidate
species for federal listing under the Endangered Species Act and listed as endangered by the
State of Maine. On November 15, 2007, pursuant to the Endangered Species Act and the Fish and
Wildlife Coordination Act, the USFWS provided the Portland International Jetport with comments relat-
ing to the potential occurrence of the New England cottontail rabbit. In addition, based on anticipated
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necessary wetland impacts, the USFWS also suggested an interagency (IA) site visit for these impact lo-
cations. An IA site visit was held on December 12, 2007, and later that winter near the end of Runway
29, PWM confirmed the presence of the New England cottontail rabbit. Pursuant to the Maine Endan-
gered Species Act (MESA), the Portland International Airport coordinated with the USFWS and MEIF&W
in the development and approval of an Incidental Take Plan (ITP) to relocate New England cottontails
from the Jetport to an off-site recovery location selected to prevent, minimize and mitigate to this spe-
cies within the project area.

All of the project area constitutes habitat for birds protected under the Migratory Bird Treaty Act
(MBTA); however, vegetation within the project area is not unique from a population standpoint for
those species that occur in and adjacent to the project area. Bird species that breed regularly in and
adjacent to the project area are likely to be common to the region because habitats in the area are
widespread and largely disturbed. Therefore, clearing of mowed and maintained vegetation for the
Proposed Action Alternative is not likely to result in impacts to birds protected under the MBTA. This
clearing will be undertaken outside of the nesting season (March through September) to minimize im-
pacts to migratory birds.

No Action

No construction will occur with implementation of the No Action Alternative; therefore, no impacts to
Biotic Resources are anticipated.

Analysis and Mitigation

Removal of the wetland area east of the Runway 29 as specified in the Wildlife Hazard Management
Plan (WHMP) will cause the removal of approximately 13 acres of cottontail rabbit habitat. To address
this loss of habitat, an ITP was prepared. The stipulations of the ITP were mutually agreed upon by
MEIF&W and the City of Portland. The ITP identifies the mitigation for impacts to the cottontail rabbit
resulting from the implementation of the WHMP recommendations. The ITP specifies the method for
capture, relocation, and monitoring of the cottontail rabbits currently located on the airport, and mitiga-
tion for habitat loss. As stated in the ITP, mitigation measures include the contribution of $1,000,000 by
Portland International Jetport to secure and permanently protect New England cottontail habitat and a
contribution of $20,000 toward the costs relating to capture and post capture monitoring of New Eng-
land cottontails to be relocated from the airport. A copy of the ITP prepared by the MEIF&W is included
in Appendix E.

Continued consultation between the Portland International Jetport and the Maine Department of Inland
Fisheries and Wildlife is needed to identify and cooperatively agree on potential conservation measures
for the Upland sandpiper such as, but not limited to, live trapping, transplantation, habitat manage-
ment, and other protective guidelines recognized by the Maine Endangered Species Act (12 MRSA
§12804-12806.) To minimize impacts to migratory birds, tree clearing will be undertaken outside of the
nesting season (March through September) to minimize impacts to migratory birds.
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4.2.3 Coastal Zone Management
Proposed Action

The portions of airport property extending along the Fore River and Long Creek are subject to the re-
quirements of the State Of Maine Coastal Management Program developed in accordance with the
Coastal Zone Management Act of 1972. Chapter 27, Zoning, Article XXX, Shoreland Area, of the City of
South Portland Code of Ordinance, specifies the requirements of the Shoreline Resource Protection
Overlay Subdistrict. Projects in the Proposed Action Alternative which fall within the Shoreline Resource
Protection Overlay Subdistrict include the removal of wetlands, trees, and shrubs as specified in the
WHMP and the construction of portions of the relocated perimeter service road around the Runway 29
end and extended Runway 36 end. Section 27-258, Land Uses in the Shoreland Area, subpart B (18),
specifies the clearing of vegetation is “permitted in the Shoreland Resource Protection Overlay Subdi-
strict.” Therefore, the removal of the wetlands, trees, and shrubs as specified in the WHMP beyond
Runway 29 can be completed by the City of Portland in compliance with the Shoreline Resource Protec-
tion Overlay Subdistrict and does not require approval by the City of South Portland. Section 27-259 D
(1) states that roads “shall be set back at least seventy-five (75) feet, horizontal distance, from the nor-
mal high-water line of water bodies, tributary streams, or the upland edge of a wetland.” The relocation
perimeter service road beyond the Runway 29 end and extended Runway 36 end are located outside
this horizontal distance. Therefore, while the relocated service roads are located within the Shoreline
Resource Protection Overlay Subdistrict, these relocated perimeter service roads comply with the zoning
requirements of this section. The limits of the Shoreland Resource Protection Overlay District and the
Stream Protection Overlay Subdistrict were previously shown on Exhibit 3E.

No Action

No construction will occur with implementation of the No Action Alternative; therefore, City of South
Portland Shoreland Zoning requirements do not apply.

Analysis and Mitigation

The removal of wetlands, trees, and shrubs as specified in the WHMP and the construction of portions
of the relocated perimeter service road around the Runway 29 end and extended Runway 36 end fall
within the Shoreline Resource Protection Overlay Subdistrict. However, Section 27-258 B (18) allows for
the clearing of vegetation within the Shoreline Resource Protection Overlay Subdistrict. Section 27-259
D (1) allows for roads that remain 75 feet horizontal distance from the normal high water mark. The
proposed relocated perimeter service roads remain outside this limit. Therefore, Shoreland Area zoning
requirements are met for these portions of the Proposed Action Alternative. Shoreland Area zoning re-
qguirements do not apply to the remaining elements of the Proposed Action Alternative.
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4.2.4 Compatible Land Use
Proposed Action

As described within Section 4.2.9, no noise-sensitive development is contained within the 2011 or 2016
Proposed Action Alternative as the 65 DNL noise contour will be contained entirely on airport property.
Furthermore, neither Cumberland County nor the City of Portland have established noise standards that
differ from FAA’s significant noise threshold; therefore, land within the 65 DNL noise contour is consi-
dered compatible with airport operations. The proposed projects are not in conflict with the planning
guidelines outlined within the City Portland or City of South Portland General Plans or other planning
documents. A land use assurance letter is included in Appendix G. Implementation of the Proposed
Action Alternative would impact approximately 13.07 acres of wetlands and remove approximately 13
acres of habitat suitable for the cottontail rabbit.

No Action

No development would occur with implementation of the No Action Alternative. Therefore, there
would be no changes to airport operations or noise, or impacts to wetlands or critical habitat altera-
tions. The No Acton Alternative will not result in induced socioeconomic impacts, community disrup-
tion, or business relocations.

Analysis and Mitigation

No noise-sensitive land uses are impacted with implementation of either the Proposed Action Alterna-
tive or No Action Alternative. The Proposed Action Alternative will not exceed the compatible land use
thresholds outlined within Appendix H as it will not divide or disrupt an established community; result in
induced socioeconomic impacts; or result in floodplain impacts. Further discussion related to the 13.07
acres of wetland impacts can be found in Section 4.2.14, Wetlands. The 13 acres of impacts to cottontail
rabbit habitat was previously discussed in Section 4.2.2, Biotic Resources.

4.2.5 Construction Impacts
Proposed Action

Implementation of the Proposed Action Alternative will occur in a phased process over the next five
years. Table 1A previously summarized projected project scheduling. Specific construction impacts will
occur in the following three areas.

Noise. Implementation of the WHMP recommendations, Runway 29 runway safety area (RSA) im-
provements, and the extension of Runway 18-36 may result in temporary changes in runway use during
construction activities. During construction, there will be periods when either Runway 11-29 or Runway
18-36 is closed or the useable runway length is shortened. This is due to specific FAA guidelines regard-
ing runway use during construction activities. This change in runway use will shift noise from one run-
way to another; however, this shift will be temporary in nature. Since the 65 DNL noise contour does
not contain noise-sensitive land uses, it is not anticipated that the short-term changes in the runway use
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will result in a significant noise impact on noise-sensitive development. Since construction is expected
during daytime, shifts in nighttime runway use are also not anticipated.

Implementation of all the projects in the Proposed Action Alternative will generate noise resulting from
the use of construction equipment. Construction noise will be localized to the areas under develop-
ment. It is anticipated that construction will occur during the daytime.

Removing rock through blasting will be a component of construction activities. Section 20, Blasting, of
the Site Location of Development Permit’ specifies the methods for blasting during construction activi-
ties. The measures in paragraphs 20.1 and 20.2 will become part of the contract documents for con-
struction to address the proper methods for blasting and removal of rock during construction. Section
20.1 specifies the general contractor will be required to prepare a blasting plan and preblast survey prior
to any rock removal. A written report of the preblast survey and blasting plan will be provided to the
Airport Sponsor and will be available for review by the Maine Department of Environmental Protection
(MeDEP). Section 20.1 specifies that blasting should only occur after Airport Sponsor approval and de-
tails methods for preventing flyrock from leaving the property, maximum allowable airblast decibels, the
monitoring of airblast decibels, covering of the detonation cord, minimum radius for preblast survey, the
period when blasting may occur, ground vibrations, and records of blasting procedures.

Air Quality. The generation of fugitive dust as a result of construction activities is anticipated. This im-
pact is expected to be both temporary and localized.

Water Quality. A Maine General Permit for Pollutant Discharge Elimination System (MGDES) permit that
authorizes the stormwater discharges associated with construction activity from the site will be required
prior to construction of the proposed improvements. This permit requires a Notice of Intent for all con-
struction activities disturbing one acre or more of land and a Notice of Termination when construction is
complete. An Erosion and Sedimentation Control (ESC) plan is required for MGDES permit.

Section 14, Basic Standards Erosion and Sedimentation Control Report, of the Site Location of Develop-
ment Permit summarizes erosion and sedimentation control measures to be implemented for the pro-
posed improvements at the Portland International Jetport. The Erosion and Sedimentation Control
(ESC) report specifies the following: existing conditions, soil erosion and sedimentation concerns, exist-
ing drainage features, critical areas, erosion/sedimentation control devices, erosion/sedimentation con-
trol measures, standards for stabilizing sites during winter, special measures for summer construction,
sedimentation sumps, permanent erosion control measures, timing and sequence of ero-
sion/sedimentation control measures, contracting procedure, provisions for maintenance of the ero-
sion/sedimentation control features, and preconstruction conference.

No Action

No development is proposed under the No Action Alternative; therefore, no construction impacts will
occur.

2 Site Location of Development Permit, Major Amendment, For the Portland International Jetport Terminal Addi-
tion, Taxiway, Runway and Safety Area Improvements and Implementation of the WHMP, Volume | of Il, October
2008
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Analysis and Mitigation

Construction activities have the potential to result in temporary water quality impacts, particularly sus-
pended sediments, during and shortly after precipitation events occurring during the construction
phase. Recommendations established in FAA Advisory Circular 150/5371-10, Standards for Specifying
Construction of Airports, Item P-156, Temporary Air and Water Pollution, Soil Erosion and Siltation Con-
trol, will be incorporated into project design specifications to further mitigate potential impacts. These
standards include temporary measures to control water pollution, soil erosion, and siltation through the
use of berms, fiber mats, gravels, mulches, slope drains, and other erosion control methods. Construc-
tion activities will need to comply with Section 14, Basic Standards Erosion and Sedimentation Control
Report, of the Site Location of Development Permit for erosion and sediment control as well as Section
20, Blasting, of the Site Location of Development Permit for blasting activities related to removing rock.
In addition, the airport sponsor will comply with the Maine General Permit for Pollutant Discharge Eli-
mination System (MGDES) permit regarding filing Notice of Intent prior to construction activities affect-
ing more than one acre.

The project design and construction of the Proposed Action Alternative will incorporate BMPs to reduce
erosion, minimize sedimentation, and control non-stormwater discharges in order to protect the quality
of surface water features on and off the airport. BMPs are defined as nonstructural and structural prac-
tices that provide the most efficient and practical means of reducing or preventing pollution of storm-
water.

The mitigation measures outlined below will be put in place to limit construction impacts on the sur-
rounding environment.

Site Preparation
e Minimize land disturbance.
e Use watering trucks to minimize dust.
e Cover trucks when hauling dirt.
e Stabilize the surface of dirt piles if not removed immediately.
e Use windbreaks to prevent accidental dust pollution.
e Limit vehicular paths and stabilize these temporary roads.
e Grade to prevent soil from washing onto paved roadways.

Construction
. Cover trucks when transferring materials.
e Use dust suppressants on traveled paths which are not paved.
e Minimize unnecessary vehicular and machinery activities.
e Minimize dirt track-out by washing or cleaning trucks before leaving the construction site.

Post Construction
e Revegetate any disturbed land not used.
e Remove unused material.
e Remove dirt piles.
e Revegetate all vehicular paths created during construction to avoid future off-road vehicular activ-
ities.
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Construction Scheduling
Sequence construction activities so that areas void of vegetation are not exposed for long periods
of time.
Schedule landscaping and other work that permanently stabilizes the area, to be done immediate-
ly after the land has been graded to its final contour.
Alter the project schedule to minimize the amount of denuded areas during wet months.
Construct permanent stormwater control facilities early in the project schedule and then utilize
these structures for controlling erosion and sedimentation.

Limiting Exposed Areas
Divert up-slope water from entering the denuded areas of the construction site by constructing
dikes and swales.
Divert or intercept stormwater before it reaches long and/or steep slopes.
Release captured stormwater at a slow and controlled rate to prevent damage to downstream
drainageways and structures.
Increase the soil’s ability to absorb moisture through vegetative means, surface roughening,
and/or mulching.
Stage grading so that the native vegetation provides a buffer to slow and disperse run-off.

Runoff Velocity Reduction
Build check dams or other energy dissipation structures in unlined drainage channels to slow ru-
noff velocity and encourage settlement of sediments.
Limit slopes to 3:1 wherever practical.
Intercept runoff before it reaches steep slopes using diversion dikes, swales, or other barriers.
Protect slopes with mulches, matting, or other types of temporary or permanent soil stabilization.
Provide velocity-reducing structures or rip rap linings at stormwater outfalls.

Sediment Trapping
Direct sediment-laden stormwater to temporary sediment traps.
Construct temporary sediment traps or basins at the drainage outlet for the site.
Use temporary sediment barriers such as silt fences, straw bale barriers, sand bag barriers, and

gravel filter barriers for construction sites with relatively flat slopes that produce sheet flow ru-
noff.

Good Housekeeping

Schedule regular inspections of stormwater and sediment control devices.
Repair and/or replace stormwater and sediment control devices as often as necessary to maintain
their effectiveness.

Energy Supplies, Natural Resources, and Sustainable Design

Proposed Action

The primary impact on natural resources resulting from the implementation of the Proposed Action Al-
ternative is related to fuel usage during construction of the proposed airport improvements. Indirect
impacts attributed to construction activities could temporarily increase the use of some or all of the fol-
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lowing: electricity, fuel, oil, chemicals, water, and other forms of energy and resources needed to con-
struct the proposed improvements.

The terminal addition is expected to use less energy than the existing areas of the terminal due to more
efficient cooling and heating systems and newer construction materials that reduce energy consump-
tion. Additionally, the new terminal may be designed to the Leadership in Energy and Environmental
Design (LEED) Green Building Standards. LEED is a voluntary, consensus-based national standard for de-
veloping high performance, sustainable buildings.

No Action

No construction will occur with implementation of the No Action Alternative; therefore, natural re-
sources and energy supply would be utilized in a manner similar as to what is experienced today.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will result in an increased use of energy and natural
resources during construction. However, it is anticipated that overall energy consumption during opera-
tion may be less due to more efficient cooling and heating systems and newer construction materials
that reduce energy consumption. Additionally, some elements of the new terminal may be designed to
the Leadership in Energy and Environmental Design (LEED) Green Building Standards. It is not antic-
ipated that the demand for these resources will exceed supply.

No mitigation measures are required.

4.2.7 Hazardous Materials
Proposed Action

Construction of the Proposed Action Alternative will result in earthwork disturbances. Previous con-
struction at the airport has not resulted in uncovering of any hazardous materials; therefore, it is unlike-
ly that earthwork will expose any hazardous materials. The site does not contain a known source of con-
tamination. There are no sites in the project area listed or under consideration for listing on the Nation-
al Priority List in accordance with the Comprehensive Environmental Response Compensation and Liabili-
ty Act as amended by the Superfund Amendment and Reauthorization Act.

In the event of a discovery of a hazardous substance in an amount greater than the reportable quantity
as established by the EPA, the contractor shall notify the city’s designated person responsible for the
administration of the Spill Prevention Control Plan. The city representative will contact the National Re-
sponse Center and provide details of the incident and measures taken to reduce the impact of the re-
lease.
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No Action

No construction would occur with implementation of the No Action Alternative; therefore, no impacts
to hazardous materials are anticipated to result from alternative implementation.

Analysis and Mitigation

The city will obtain and modify necessary permits for operation of the airport and construction of the
proposed improvements. These actions will help ensure that any potential impacts are properly miti-
gated. Initial coordination with affected resource agencies has not identified any mitigation measures
which may be required.

4.2.8 Historical, Architectural, Archaeological, and Cultural Resources
Proposed Action

As detailed previously in Chapter Three, Section 3.3, a walkover survey was conducted of the proposed
areas for development. Additionally, a Phase Il evaluation was conducted in July 2007 on two sites lo-
cated south of Runway 36 identified in a Phase | archaeological survey in 2002 that required further
analysis. The two sites were identified as Site 8.22 and Site 8.24. A copy of both reports is provided in
Appendix F. The Maine Historic Preservation Commission (MHPC) reviewed the findings of reports pub-
lished for the Phase Il survey and walkover study. In a letter dated September 30, 2008 (Appendix A),
Kirk Mohney, Deputy State Historic Preservation Officer, stated that “We [the MHPC] concur with the
conclusions of the reports that 1) no historic archaeological sites are present in the project area, and 2)
prehistoric archaeological sites 8.24 and 8.22 are not eligible for listing in the national register (not sig-
nificant).”

In a letter dated November 19, 2007 (Appendix F), Mr. Earle G. Shettleworth, Jr., the State Historic Pre-
servation Officer, stated that “A full evaluation of the audible and visual impacts of the proposed
projects on historic resources needs to be conducted.” Audible impacts are addressed in Section 4.2.10,
Noise.

In response to the request for an assessment of visual impacts, VHB/Vanasse Hangen Brustlin, Inc. com-
pleted an Assessment of Visual Effects — Environmental Assessment for Proposed Improvements at Port-
land International Jetport. A copy of which can be found in Appendix F.

The visual effects assessment was based on:

1. The National Register-qualifying characteristics that might be adversely affected by the in-
troduction of new visual elements associated with the project (historic properties for which
visual setting is one of the characteristics that qualify them for listing in the National Regis-
ter); and

2. Evaluating whether or not the proposed new visual elements would affect the characteris-
tics that qualify the resources for inclusion in the National Register in a manner that would
diminish their integrity.

An Adverse Effect is found when an undertaking may alter, directly or indirectly, the characteristics of a
historic property that qualify the property for inclusion in the National Register in a manner that would
4-16



diminish the integrity of the property’s location, design, setting, materials, workmanship, feeling, or as-
sociation.

The Assessment of Visual Effects concluded that the proposed improvements at the Portland Interna-
tional Jetport will not alter, directly or indirectly, any of the characteristics of the State Reform
School/Brick Hill Historic District and Stroudwater Historic District that qualify these properties for inclu-
sion in the National Register of Historic Places and would not diminish the integrity of the properties’
location, design, setting, materials, workmanship, feeling, or association. While the Runway 36 depar-
ture position is moved 1,100 feet south, which moves plane departures visually closer to the State
Reform School Historic District, the improvements will not result in larger planes using Runway 18-36,
nor will it increase the number of takeoffs and landings on this runway. No impact to the Stroudwater
Historic District would occur as the landing threshold is moved south and aircraft would be higher on
approach and the extension to the south is opposite the Stroudwater Historic District. Furthermore, the
departure point for planes on Runway 18 will remain the same. The building and parking additions pro-
posed at the terminal area east of Runway 11-29 are at too far of a distance visually from both districts
to produce an adverse visual effect, particularly since existing airport buildings and structures are al-
ready in these areas. The filling of the wetland and removal of vegetation adjacent to this wetland in
the approach area of Runway 29 to improve safety conditions will have no adverse visual effect as these
areas are too far removed visually from the districts. Alterations to access roads and taxiways will not
produce visual adverse effects as the improvements only involve re-alignment and paving.

The FAA Airports Division initiated consultation with the Penobscot Nation as required by Section 106 of
the National Historic Preservation Act (NHPA) of 1966. By letter dated December 17, 2007, the Penobs-
cot Nation indicated that the proposed projects would “have no impact on a structure or site of historic
architectural or archeological significance to the Penobscot Nation.” A copy of this correspondence can
be found in Appendix F.

No Action

As no development would occur with implementation of the No Action Alternative, no impacts are antic-
ipated.

Analysis and Mitigation

As detailed in correspondence found in Appendix F, the Maine Historic Preservation Commission con-
cluded that the Proposed Action Alternative “will have no adverse effect upon historic properties, as
defined by Section 106.” No mitigation is required.

4.2.9 Light Emissions and Visual Impacts
Proposed Action

Implementation of the Proposed Action Alternative will result in a number of lighting changes. Addi-
tional medium intensity runway lighting (MIRL) and medium intensity taxiway lighting (MITL) will be
added to the Runway 18-36 extension. The existing visual approach slope indicators (VASI) at the Run-
way 18 and Runway 36 ends will be relocated to coincide with the new landing thresholds. The Runway
36 runway end identifier lights (REILs) will be relocated to the extended Runway 36 end. New MITL will
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be installed along the length of the new taxiway extending between Taxiway G and Taxiway A. New ex-
terior lighting will be added to the terminal apron addition and terminal building new core structure
commensurate with security and safety requirements. Existing automobile parking lots will be relocated
to the north near the International Parkway/Jetport Boulevard intersection when the terminal addition
is constructed.

The relocation of the Runway 18 VASI will move this lighting aid approximately 450 feet south and away
from the Stroudwater neighborhood. The Runway 36 VASI, REILs, MITL, and MIRL will be relocated ap-
proximately 1,100 feet south. These Runway 36 lighting aids may be more visible to areas in the State
Reform School/Brickhill Historic School. If the lighting becomes problematic, the airport has the ability
to shield the lights, thereby making them visible only to pilots arriving at the airport. Existing vegetative
buffers shield any new lighting from the terminal area for residents in the Stroudwater neighborhood.

No Action

As no development would occur with implementation of the No Action Alternative, no lighting or visual
impacts are anticipated.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will result in the relocation of aircraft navigation
lighting closer to the State Reform School/Brickhill Historic School. If the relocated lighting becomes
problematic, the airport can mitigate the impact by shielding the lighting to make it visible only to air-
craft and/or installing a vegetative buffer.

4.2.10 Noise

In accordance with FAA Orders 1050.1E and 5050.4B, the anticipated noise condition was prepared for
the existing condition as well as the alternatives under consideration. Future analysis time periods in-
clude the anticipated final year of project implementation (2012) and five years from the implementa-
tion date (2017). Detailed descriptions of the modeling inputs are contained within the noise discussion
in Appendix H.

Proposed Action

Exhibit 4A depicts the 65, 70, and 75 DNL noise contours for the final year of project implementation
(2012). Portions of the Proposed Action Alternative 65 DNL contours extend beyond airport property to
the east over the Fore River. To the west, the 65 DNL contour extends beyond airport property across a
golf course and industrial/commercial land uses which are considered compatible. No noise-sensitive
development is contained within any of the depicted contours.

Exhibit 4B depicts the 65, 70, and 75 DNL noise contours for five years after project implementation
(2017). Portions of the Proposed Action Alternative 65 DNL contours extend beyond airport property to
the east over the Fore River. To the west, the 65 DNL contour extends beyond airport property across a
golf course and industrial/commercial land uses which are considered compatible. No noise-sensitive
development is contained within any of the depicted contours.
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Indirect noise impacts primarily relate to those that occur during construction of the proposed airport
improvements. These impacts were discussed within Section 4.2.5, Construction Impacts.

No Action

For comparison purposes, the No Action Alternative noise contours are also depicted on Exhibits 4A and
4B. As with the Proposed Action Alternative, portions of the No Action Alternative 65 DNL contours ex-
tend beyond airport property to the east over the Fore River. To the west, the 65 DNL contour extends
beyond airport property across a golf course and industrial/commercial land uses which are considered
compatible. No noise-sensitive development is contained within any of the depicted contours.

Analysis and Mitigation

When compared to the No Action Alternative, implementation of the Proposed Action Alternative does
not result in a significant noise impact as defined by the FAA. A significant noise impact is defined as
one which would occur if the Proposed Action would cause noise-sensitive areas to experience an in-
crease 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. There are no noise-sensitive land uses contained within
the 65 DNL or higher noise contours for the Portland International Jetport with or without project im-
plementation. The threshold of significance is not exceeded. No mitigation measures are required.

4.2.11 Secondary (Induced) Impacts
Proposed Action

The terminal building improvements are being undertaken to meet existing passenger demand levels
and requirements for security. The implementation of the WHMP and airfield improvements are being
undertaken to meet safety requirements the FAA. Implementation of the Proposed Action Alternative
will not result in shifts in patterns of population movement or growth, or changes in business or eco-
nomic activities as all development will occur on existing airport property. Increases in public service
demands are not anticipated as these improvements serve existing demand levels and would not alter
requirements for police and fire protection, educational, or utility services. The Proposed Action Alter-
native is consistent with the adopted City of Portland’s Master Plan for the Portland International Jet-
port.

Indirect impacts for each element of the Proposed Action are varied. The implementation of the deicing
facility has the positive impact of removing deicing compounds from the surface stormwater con-
veyance system. All deicing compounds will be collected and recycled instead of flowing through the
surface stormwater systems to the Fore River. The shifting of the Runway 36 threshold to the south will
require the removal of trees along the northern bank of Long Creek to protect aircraft approach and de-
parture paths. This loss of riparian buffer vegetation may reduce some of the aesthetic qualities of this
portion of Long Creek. Other vegetation removal associated with the wetland area east of the Runway
29 end will occur on airport property with the existing vegetation along the banks of the Fore River re-
maining unchanged. Positive indirect water quality improvements are expected. While additional im-
pervious surfaces will be created which can increase stormwater run-off and the conveyance of volatile
organic compounds from vehicle and aircraft operations, the Proposed Action includes three new vege-
tated underdrained soil filters and increased depth in the pond at the south side of Runway 18-36,
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which increase the ability to remove materials from the stormwater conveyance systems before drain-
ing into the Fore River.

No Action

Implementation of the No Action Alternative would not address the safety and security needs of the
existing airport users. This alternative is not consistent with the City of Portland’s Master Plan for the
Portland International Jetport.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will not result in shifts in patterns of population
movement or growth, increases in public service demands, nor changes in business or economic activi-
ties. The Proposed Action Alternative is consistent with the adopted City of Portland’s Master Plan for

the Portland International Jetport.

No mitigation measures are required.

4.2.12 Social Impacts
Proposed Action

Socioeconomic Impacts

Division or disruption of existing communities or interference with orderly planned development will
not occur with implementation of the proposed project. The improvements outlined are expected to
have only local impacts; the division or disruption of established communities is not anticipated as a re-
sult of the proposed project.

Children’s Environmental Health and Safety

After implementation of the proposed airport improvements, the airport will continue to operate in a
manner similar as it does today. Therefore, access to substances which could affect a child’s health or
safety will still be limited. The perimeter fence would be maintained to restrict unauthorized persons
from gaining access to the runway and other areas of potential health and safety risks. Potential ele-
vated health and safety risks to children could result during construction of the proposed projects as
disturbed soils and stockpiled materials pose potential pathways for increased fugitive soil/dust inhala-
tion and ingestion by children. Additionally, the construction site, including areas of excavation, soil,
and materials stockpiles, and construction equipment pose potential physical safety risks.

No Action

Because no construction will occur with implementation of the No Action Alternative, no disruption in
orderly or planned development will occur and access to substances which could affect a child’s health
or safety will still be limited. Implementation of the No Action Alternative is not anticipated to result in
children’s environmental health and safety impacts.
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Analysis and Mitigation

Implementation of the No Action Alternative will result in no socioeconomic impacts. Access to sub-
stances which could affect a child’s health or safety will still be limited.

Potential health and safety risks to children will be minimized through adherence to standard construc-
tion and safety practices implemented by the construction contractor. The disturbance and/or stockpil-
ing of contaminated soils are not anticipated. Fugitive dust will be controlled by the application and
maintenance of standard erosion and sedimentation control measures. The airport security fence will
be relocated during construction; however, a secure perimeter would be maintained at all times.

The construction contractor will employ best management practices (BMPs) to restrict children from the
construction site. These practices may include the posting of signs around the construction site, prohi-
biting access, fencing, warnings posted around areas of open excavation, and site policing.

4.2.13 Solid Waste

Implementation of the WHMP will clear the equivalent of approximately eight acres of wooded area. At
300 cubic yards of stumps and grubbing per acre, this results in approximately 2,400 cubic yards, which
will processed into erosion control mix to be used on site or transported to a MeDEP licensed disposal
facility. All waste will be disposed of locally at a MeDEP licensed disposal facility.

The remaining projects in the Proposed Action Alternative are being undertaken to accommodate exist-
ing airline passenger and aircraft operational demand levels as well as meet safety and security re-
quirements of the FAA. The improvements are not necessarily being undertaken to increase capacity at
the airport; therefore, solid waste impacts are not anticipated as the airport will serve the same number
of operations and annual airline passengers regardless of whether or not the improvements are made.
Solid waste will continue to be disposed of in MeDEP licensed disposal facility.

No Action

No construction would occur with implementation of the No Action Alternative; therefore, solid waste
will continue to be generated at the same rate as the Proposed Action Alternative.

Analysis and Mitigation

Approximately 2,400 cubic yards of stumps and grubbing will be accumulated when clearing the wooded
area east of Runway 29 as part of the WHMP recommendations. This organic material will be processed
into erosion control mix to be used on-site or transported to a MeDEP licensed disposal facility. All oth-

er solid waste will continue to be disposed of at a MeDEP licensed disposal facility. Initial coordination
with affected resource agencies has not identified any mitigation measures which may be required.
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4.2.14 Water Quality
Proposed Action

As shown in Table 4D, implementation of the Proposed Action Alternative will result in an increase of
31.4 acres of impermeable surfaces. This will require a modification to the airport’s existing Site Location
of Development Permit. Section 12, Stormwater Management, of the Site Location of Development
Permit application details the water quality measures for the Proposed Action Alternative which were
designed in accordance with MeDEP Stormwater Law (Chapter 500). A 28,877 square-foot (s.f.) surface
area vegetated, underdrained soil filter is planned for the deice facility area and portions of aircraft
apron adjacent to the terminal. An 18,781 square-foot (s.f.) surface area vegetated, underdrained soil
filter is planned for the new taxiway and portions of the Runway 18-36 snow shoulders. A 449,322 cu-
bic-foot wet pond will serve the Runway 18-36 extension. Two vegetated, underdrained soil filters are
planned for the relocated parking areas east of the terminal addition.

TABLE 4D
New Impervious Area
Description | New Impervious Area (acres)
WHMP Implementation and Runway 11-29 RSA Improvements 1.33
Terminal Building Addition, Terminal Apron, Deicing Fluid Recov- 11.56

ery and Treatment Facility, Roadway Improvements. Automobile
Parking Improvements

New taxiway 3.87
Runway 18-36 snow shoulders, extension, and RSA improvements 14.64
Total 31.40

Source: Site Location of Development Permit, October 2008
RSA — Runway Safety Area
WHMP — Wildlife Hazard Management Plan

The Site Location of Development Permit application identifies additional storm drain improvements.
This includes a new 60-inch storm drain outfall to the Fore River which will extend under Runway 18-36
to help decrease the tailwater effects on the existing 48-inch culvert under Runway 18-36. Additionally,
the permit application identifies a proposed 30-inch storm drain outfall to the Fore River east of Runway
29 and a new 54-inch storm drain parallel with Taxiway A.

Presently, aircraft deicing is conducted on the apron area. Spent deicing fluids flow from the apron into
the existing stormwater collection systems. The Portland International Jetport is required by MeDEP to
collect and pre-treat spent deicing fluid in the form of recycling and discharge of distillate to the Port-
land’s Wastewater Treatment Facility by November 2010. The Proposed Action Alternative includes
provisions to collect spent deicing fluid from central aircraft deicing pads. The spent deicing fluid will
then flow through collection drain trenches to the east where the proposed deicing fluid collection, sto-
rage, and recycling facilities are located. The facilities will include an area to house up to two glycol con-
centrators, a limited number of aboveground tanks associated with glycol processing and storage, a
500,000-gallon underground storage tank to hold spent deicing fluid prior to processing, and pumping
stations to support operations. The distillate from spent deicing fluid processing will be sent to the City
of Portland's waste water treatment facility for treatment prior to discharge. Recycled glycol will be
trucked offsite by the company selected to perform deicing fluid recovery and processing operations.
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Construction of the proposed improvements may have limited, near-term effects on surface water quali-
ty, particularly an increase in suspended sediments during and shortly after precipitation events occur-
ring during the construction phase. As a result, a Maine General Permit for Pollutant Discharge Elimina-
tion System (MGDES) permit that authorizes the stormwater discharges associated with construction
activity from the site will be required prior to construction of the proposed improvements. This permit
requires a Notice of Intent for all construction activities disturbing one acre or more of land and a Notice
of Termination when construction is complete. An Erosion and Sedimentation Control (ESC) plan is re-
quired for MGDES permit. The ESC is also a component of the Site Location of Development Permit. This
project will not impact any Clean Water Act, Section 303(d), listed waters, sole source aquifers, a public
drinking water supply, or waters of national significance.

As discussed within Chapter Three, the airport is operating under Maine’s Multi-Sector General Permit
for Stormwater Discharge Associated with Industrial Activity (MSGP) Permit Number MER0O5B425. Im-
plementation of the Proposed Action Alternative will require a modification of this permit and the Storm
Water Pollution Prevention Plan (SWPPP) to reflect the additional impervious surfaces and the new
deice fluid collection system. Construction-related water quality impacts are discussed in Section 4.2.5,
and will be minimized through the use of best management practices (BMPs).

As discussed in Section 4.2.15, Wetlands, the Proposed Action Alternative will impact approximately
13.61 acres of wetlands. Approximately 2.03 acres of wetlands have already been approved and com-
pensated for development, but not yet disturbed. The net total of wetland impacts to be compensated
for development is 11.58 acres. An Individual Permit under Section 404 of the Clean Water Act from the
U.S. Army Corp of Engineers and a Tier |ll Natural Resources Protection Act (NRPA) permit is required for
these wetland impacts. These permits and mitigation are discussed in Section 4.2.15, Wetlands.

No Action

Implementation of the No Action Alternative will result in no construction activities; therefore, there will
be no changes to impervious surfaces or stormwater runoff. The airport will need to continue to comply
with provisions outlined in their existing MSGP Permit Number MERO5B425. The No Action Alternative
would not construct a deicing fluid collection and treatment system. Without this system in place, the
Portland International Jetport would be in violation of MeDEP requirements for the airport’s MSGP.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will result in an increase of 31.4 acres of impermea-
ble surfaces. This will require a modification to the airport’s existing Site Location of Development Per-
mit. The increase in impermeable surfaces requires several water quality measures to meet the re-
quirements of the MeDEP Stormwater Law (Chapter 500). Water quality measures includes the con-
struction of a 28,877 square-foot (s.f.) surface area vegetated, underdrained soil filter for the deice facil-
ity area and portions of aircraft apron adjacent to the terminal, an 18,781 square-foot (s.f.) surface area
vegetated, underdrained soil filter for the new taxiway and portions of the Runway 18-36 snow shoul-
ders, a 449,322 cubic-foot wet pond to serve the Runway 18-36 extension, and two vegetated, under-
drained soil filters are for the relocated parking areas east of the terminal addition.

Storm drain outfall improvements are also needed to meet stormwater conveyance requirements. This
includes a new 60-inch storm drain outfall to the Fore River which will extend under Runway 18-36 to
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help decrease the tailwater effects on the existing 48-inch culvert under Runway 18-36. Additionally,
the permit application identifies a proposed 30-inch storm drain outfall to the Fore River east of Runway
29 and a new 54-inch storm drain parallel with Taxiway A.

Permitting agencies, specifically the Maine Department of Environmental Protection and U.S. Army Corp
of Engineers, have not indicated concerns regarding the issuance of permits for the projects outlined
within the Proposed Action Alternative. The existing MSGP Permit Number MER0O5B425 associated
SWPPP will be updated to reflect conditions at the airport after construction. An Individual Permit un-
der Section 404 of the Clean Water Act from the U.S. Army Corp of Engineers and a Tier Ill Natural Re-
sources Protection Act (NRPA) permit is required for these wetland impacts. These permits and mitiga-
tion are discussed in Section 4.2.15, Wetlands.

The No Action Alternative results in no improvement to the airport; therefore, no water quality impacts
would occur. However, under the No Action Alternative, the deicing fluid collection and treatment sys-
tem would not be constructed. Without this system in place, the Portland International Jetport would
be in violation of MeDEP requirements for the airport’s MSGP to collect and pre-treat spent deice fluids.

A Maine General Permit for Pollutant Discharge Elimination System (MGDES) permit that authorizes the
stormwater discharges associated with construction activity from the site will be required prior to con-
struction of the proposed improvements. Construction-related water quality impacts are discussed in
Section 4.2.5, and will be minimized through the use of best management practices (BMPs).

4.2.15 Wetlands/Waters of the U.S.
Proposed Action

As detailed in Section 9 of the Natural Resources Protection Act’ application, the Proposed Action Alter-
native would impact approximately 13.61 acres of wetlands. This acreage includes 2.03 acres of wet-
lands that have already been approved and compensated for development, but not yet disturbed.
Therefore, net wetland impacts total approximately 11.58 acres. The impacted wetlands are shown on
Exhibit 4C. Table 4E summarizes the proposed project areas, total acres of wetlands impacted, and wet-
land type. An Individual Permit under Section 404 of the Clean Water Act from the U.S. Army Corp of
Engineers and a Tier Ill Natural Resources Protection Act (NRPA) permit are required for these wetland
impacts..

* Natural Resources Protection Act Application, TRC Companies, October 2008
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TABLE 4E
Summary of Wetlands in the Proposed Project Area

Project Wetland Wetland

Area Type' Function/Value(s)’ Acre(s)
Terminal Building Addition, Terminal AC PEM1 STPR/ WLH 2.98 PSS!
Apron, Deicing Fluid Recovery And AE PFO1 (now isolated) WLH 0.87 PFO
Treatment Facility, Roadway Im-
provements. Automobile Parking
Improvements
Access Taxiway Improvements H Drainage Ditch PEM1 Surface water 0.64

conveyance
Wildlife Hazard Management Plan L PEM1 (wildlife WLH, ESH 2.58 PEM
and Runway 11-29 Improvements hazard)/PSS1 (PSS1 Portion) 2.31 PSS
Runway 18-36 Improvements S Mowed PEM2 WLH 0.54 PEM
W POWh STPR, NRRT, WLH, A 0.05 POW

Runway 18-36 Improvements \Y PEM1 STPR, NRRT, WLH 1.61 PEM
Total Impacts 13.61
Previously compensated, but not yet impacted wetlands 2.03
Net wetland impacts 11.58

! Wetland types:

e PEMI1 — Palustrine, persistent emergent

e  PEM2 — Palustrine, non-persistent (mown) emergent

e  PSS1 - Palustrine, broad-leaved deciduous forested

e  PFO1 - Palustrine, broad-leaved deciduous forested

e  POWh — Palustrine, open water, diked/impounded
? Wetland functional values:

e  NRRT - Nutrient removal/retention/transformation

e STPR - Sediment, toxicant, pollutant retention

e  WLH — Wildlife habitat

e ESH- Threatened/endangered species habitat
12.03 acres of impact to this wetland has been previously compensated
Source: Wetland Resources Report, Portland International Jetport (PWM), Portland and South Portland, Maine.
TRC Companies, Inc., 2008, updated March 12, 2009.

e Terminal Area Improvements

The terminal area improvements impact wetlands AE and AC as identified on Exhibit 4C. Wetland AE is
isolated forested wetland. No practicable alternative exists to avoid impacts to this wetland community.
Wetland AE serves a function of wildlife habitat. This wetland community does not provide habitat for
any state or federally listed candidate, threatened, or endangered species.

Wetland AC is classified as a palustrine, broad-leaved deciduous scrub shrub and palustrine, persistent
emergent wetland community that functions sediment, toxicant, and pollutant retention. Wetland AC
ultimately drains to the north and connects to a larger wetland community via a culvert placed under
Jetport Boulevard. Approximately 2.03 acres of Wetland AC have previously been approved and com-
pensated for development; however, this portion of Wetland AC has yet to be disturbed. The Proposed
Action Alternative limits impacts to this wetland. As shown on Exhibit 4C, a portion of Wetland AC
south of Jetport Boulevard to the limits of the previously permitted and compensated for impact will
remain. Hydrology in Wetland AC is unlikely to be impacted by the Proposed Action Alternative. Wet-
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land AC is linked via a culvert to the wetland area north of Jetport Boulevard that is not disturbed. As
detailed in Chapter Two, all practicable alternatives resulted in similar impacts to these wetlands. Three
vegetated underdrained soil filters are planned to serve the water quality functions of these wetland
areas.

e Access Taxiway Improvements

Wetland H is impacted by the proposed access taxiway. Opportunistic hydrophtyes dominate the al-
tered soils in this wetland. This regularly mown part of the airfield wetland is a non-persistent emergent
community (PEM2). This wetland serves surface water conveyance to the Fore River. As detailed in
Chapter Two, there are no practicable alternatives to avoid impacts to this wetland. Implementation of
the Proposed Action Alternative will direct surface water conveyance through a new water quality filter
located to the east of the access taxiway, then via a 30-inch culvert to the Fore River.

o Wildlife Hazard Management Plan And Runway 11-29 Improvements

Wetland L is impacted by the implementation of the WHMP recommendations and improvements to
Runway 11-29. As detailed in Chapter Two, no practicable alternative exists to avoid impacts to this
wetland. Wetland L is classified as a palustrine, broad-leaved deciduous forested and palustrine, persis-
tent emergent wetland community. The palustrine, broad-leaved deciduous forested portion of the
wetland provides habitat for the New England Cottontail rabbit, which is classified as a federal candidate
species by the USFWS and as endangered under the Maine Endangered Species Act. Section 4.2.2 pro-
vides more detail on the impacts to the cottontail rabbit.

e Runway 18-36 Improvements

Wetland W, Wetland V, and Wetland S are impacted by the southerly extension of Runway 18-36. As
shown in Chapter Two, no practicable alternative exists to avoid impacts to Wetland V. However, im-
pacts to Wetland V and Wetland W were limited by a reconfiguration of the perimeter service road. By
approving a modification to design standard, the FAA allowed for the perimeter service road to be lo-
cated within the Runway 18-36 object free area (OFA). This reduced impacts to Wetland V and Wetland
W by approximately 1.03 acres.

Wetland V is a palustrine, persistent emergent wetland that serves nutrient removal/retention/ trans-
formation; sediment, toxicant, and pollutant retention; and wildlife habitat. This wetland community
does not provide habitat for any state or federally listed candidate, threatened, or endangered species.
Culverts placed under Runway 18-36 will maintain existing hydrological flow. The functions of this wet-
land will now be served by Wetland W, the wet pond. Wetland W is a palustrine, open water, di-
ked/impounded wetland that serves nutrient removal/retention/transformation; sediment, toxicant,
and pollutant retention; wildlife habitat and visual quality/aesthetics. Improvements to Wetland W in-
clude increasing the depth and the addition of vegetative water quality filter.

Wetland S is a palustrine, non-persistent (mown) emergent wetland that supports wildlife habitat. This

wetland community does not provide habitat for any state or federally listed candidate, threatened, or
endangered species.

4-26



No Action

Implementation of the No Action Alternative will result in no construction activities; therefore, no wet-
lands will be impacted.

Analysis and Mitigation

Implementation of the Proposed Action Alternative will impact 13.61 acres of wetlands. Approximately
2.03 acres of these wetlands have already been approved and compensated for development, but not
yet disturbed. The net total wetland impact is 11.58 acres. No wetland impacts would occur with the
implementation of the No Action Alternative.

Compensation for wetland impacts from implementation of the Proposed Action Alternative is proposed
to occur at two offsite locations referred to as the Maine Wetlands Bank (MWB) and Larrabee Farms in
Scarborough, Maine. Onsite wetland compensation is discouraged by the FAA. The FAA recommends
that wetland mitigation projects at airports such as Portland International Jetport be located at least
10,000 feet from the airport.4

Wetland compensation at MWB envelops and incorporates an unnamed, perennial tributary of Long
Creek which flows into the Fore River. Long Creek extends along the Portland International Jetport’s
southern boundary. Therefore, MWB occurs in the same watershed. MWB provided wetland compen-
sation for two previous projects for the Portland International Jetport.

The proposed compensation at MWB covers a land area of 10.04 acres comprised of two acres of wet-
land restoration now in place in a stormwater management basin retrofitted in 2006, restoration of 1.7
acres of wetland by removal of illegal fill, enhancement of an additional 2.3 acres of existing wetland,
and the preservation from future development of 4.0 acres of upland and wetland in the Glassworld In-
dustrial Park. Exhibit 4D depicts proposed wetland compensation at MWB. The specific mitigation plan
is included in Appendix D.

The Larrabee Farm compensation site is approximately four miles southwest of Portland International
Jetport. The Larabee Farm site protects more than 1.4 miles of both sides of the Nonesuch River, a tri-
butary of the Scarborough River watershed. Wetland compensation proposed at Larrabee Farms covers
a land area of 100.01 acres comprised of 3.53 acres of wetland creation and 96.48 acres of preservation
that interlinks two existing wetland compensation areas covering a combined area of 88.46 acres and
secures an additional 0.8-mile stretch of the Nonesuch River riparian corridor for a combined distance of
1.6 miles when considering both sides of the river. Exhibit 4E depicts proposed wetland compensation
at Larrabee Farms. The specific mitigation plan for Larrabee Farms is included in Appendix D.

An Individual Permit application under Section 404 of the Clean Water Act from the U.S. Army Corp of
Engineers was made on November 12, 2008. A Tier Il Natural Resources Protection Act (NRPA) permit
application was made to the MeDEP on October 31, 2008. Appendix D includes correspondence from
the U.S. Army Corp of Engineers on November 21, 2008 requesting additional information to process the
individual permit application. The requested information has been provided to the U.S. Army Corp of
Engineers. As shown on the Mitigation Plan Checklist in Appendix D, the U.S. Army Corp of Engineers
reviewed the proposed mitigation plan on December 12, 2008. Section Q notes that “Overall, use of the

* Hazardous Wildlife Attractants on or Near Airports, FAA Advisory Circular 150/5200-33B, August 8, 2007
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Maine Wetlands Bank and Larrabee Farms for compensatory mitigation for this project appears appro-
priate.” However, the U.S. Army Corp of Engineers commented that compensatory mitigation may need
to increase by 1.0 credits to meet U.S. Army Corp of Engineers requirements. A meeting with the U.S.
Army Corp of Engineers held in February 2009 resulted in no additional mitigation requirements and the
additional 1.0 credit requirement was eliminated. The U.S. Army Corps of Engineers published a Public
Notice to conduct work in waters of the U.S. on March 31, 2009. A copy of the Public Notice can be
found in Appendix D.

4.3 CUMULATIVE IMPACTS

Analysis of the cumulative overall impact of a Proposed Action Alternative and the consequences of sub-
sequent related actions is required to determine the significance of the impact on the environment re-
sulting from the incremental impact of the action when added to other past, present, and reasonably
foreseeable future actions, regardless of the actions’ originator.

Cumulative impacts can result from individually minor, but collectively significant, actions taking place
over a period of time. Cumulative impact analysis considers connected actions, projects related and de-
pendent upon the completion of the proposed airport project; cumulative actions, reasonably foreseea-
ble independent projects; and similar actions or projects having a common geography or timing that
provide a basis for considering their impact together with the proposed airport project.

As discussed within Chapter Three, the airport has recently undertaken numerous improvement
projects:

e Airport Development
Recent past on-site airport development includes:

A 400-foot Extension of Runway 11-29

Runway 11-29 Safety Area Construction

Rehabilitation and Strengthening of Runway 11-29 including Snow Shoulders
Rehabilitation and Widening of Taxiways A, B, C and D including Snow Shoulders
Relocation of the Perimeter Access Road

Rehabilitation of Westbrook Street including New Drainage

A remote parking lot to the west of the Turnpike

Current development projects underway at Portland International Jetport include:

e Construction of a vehicle parking garage east of the terminal building
e Construction of apron and buildings in the south general aviation area

e Off-site Development
Off-site development which has occurred over the past decade in the vicinity of the Portland Interna-

tional Jetport includes the construction of the new Boy Scout Headquarters, the Congress Street inter-
change, Johnson Road relocation, the Jetport Plaza Access Road built by the City of South Portland, and
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the ongoing renovations and improvements to the Brick Hill Development and the Southern Maine Ju-
venile Facility.

Anticipated future off-site development in the vicinity of the Portland International Jetport includes the
DOT’s construction of a new lane on 1-295 between Exits 4 and 3 southbound (construction underway
Summer 2009), DEP/EPA water quality and stormwater improvements within the Long Creek Wa-
tershed, and the Maine Turnpike Authority’s proposed widening of the turnpike. This is an area of ac-
tive commercial, industrial, and residential development; therefore. there will undoubtedly be other, as
yet unidentified, projects undertaken in this area in the future.

DelLuca-Hoffman Associates, Inc. contacted the Cities of Portland, South Portland, and Westbrook and
the MeDEP to inquire of other proposed developments in the vicinity of the Portland International Jet-
port. Projects identified were a potential hotel project near National Semiconductor in South Portland
and the possibility of a loop road extending off Aviation Boulevard into the Brick Hill Development, de-
velopment of Exit 4 as part of the Veterans Memorial Bridge Replacement, and a potential pedestrian
bike bridge over Long Creek south of Exit 4.

Proposed Action Alternative

The proposed airport improvements would allow the airport to safely accommodate existing airport us-
ers and meet FAA safety standards and Transportation Security Administration (TSA) security require-
ments. The proposed and recently completed airport improvements are consistent with the recently
completed airport master plan.

Resource issues that are appropriate for analysis under a cumulative impact assessment are addressed
below. Much of the discussion contained within the following sections is also reflected within the vari-
ous impact analyses. The discussions have been consolidated within this section to summarize the qua-
litative cumulative impact analysis which was completed for the project.

BIOTIC RESOURCES

On November 15, 2007 pursuant to the Endangered Species Act and the Fish and Wildlife Coordination
Act, the USFWS provided the Portland International Jetport with comments relating to the potential oc-
currence of the New England cottontail, a candidate for federal ESA listing. In addition, based on antic-
ipated necessary wetland impacts, the USFWS also suggested an interagency (lA) site visit for these im-
pact locations. An IA site visit was held on December 12, 2007, and later that winter near the end of
Runway 29 PWM confirmed the presence of the New England cottontail, which under the Maine Endan-
gered Species Act (MESA) is identified as endangered by the Maine Department of Inland Fisheries and
Wildlife (MEIF&W). On January 14, 2009, the USFWS announced that the National Fish and Wildlife
Foundation awarded $290,000 in grants to several agencies and organizations that support cooperative
projects to bring back the New England cottontail in New Hampshire and Maine. Pursuant to MESA,
throughout 2008 and 2009, the Portland International Airport actively coordinated with the USFWS and
MEIF&W in the development and approval of an Incidental Take Plan to relocate New England cotton-
tails from the Jetport to an off-site recovery location selected to prevent, minimize and mitigate individ-
ual and cumulative effects on this species from the proposed development addressed by this EA.
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NATURAL RESOURCES AND ENERGY SUPPLY

The Proposed Action Alternative would accommodate existing use of the airport and is not designed to
increase the number of operations; therefore, an increase in use of energy or natural resources over cur-
rent trends is not expected as a result of this project. Projected demands for energy and natural re-
sources will increase commensurate with the growth of population. The Proposed Action Alternative
and reasonably foreseeable projects would account for a portion of the projected growth and, therefore,
would not result in a cumulative impact on energy and natural resources.

LIGHT EMISSIONS AND VISUAL IMPACTS

The Runway 18-36 extension, Runway 18 and Runway 35 visual navigational aid relocations, taxiway ad-
ditions, relocated terminal vehicle parking, terminal addition, and other development projects in the
area will also likely introduce new lighting to the area. However, no cumulative impacts due to light
emissions are reasonably foreseeable.

CONSTRUCTION IMPACTS

Construction activities result in temporary impacts with recovery of the natural and social environments
after construction is completed. Issues of more long-term cumulative impacts to the natural, social,
economic, and cultural environments are discussed previously under this section. During construction,
temporary construction-related increases in noise levels, fugitive dust, erosion and sedimentation, and
traffic congestion are anticipated with recovery upon completion of construction.

SOCIOECONOMIC AND SECONDARY (INDUCED) IMPACT

The Proposed Action Alternative does not result in the displacement of residences, businesses, or agri-
cultural operations, or result in the division or disruption of established communities. No disruption of
orderly or planned development is anticipated as a result of the Proposed Action Alternative. The pro-
posed development does not increase capacity and is not anticipated to result in increased aviation activ-

ity.

WATER QUALITY AND WETLANDS

During the process of obtaining and modifying permits, review by agencies having jurisdiction over water
supply and quality issues would be conducted. The permit programs implemented by these agencies
take into account the cumulative impact of actions and projects on the regulated resources. Periodic
program reviews are conducted to ensure that the loss of regulated resources authorized through the
permit programs do not constitute an individual or cumulatively unacceptable impact. The Proposed
Action, as well as all reasonably foreseeable actions, will be subject to this regulatory review process, as
applicable.

The United States Army Corps of Engineers (USACE) states that a total of 407 permit actions have been

recorded within a five-mile radius of the Jetport since 1979. The USACE notes that, for the most part,

impacts to aquatic resources have been minimal and eligible for general permits. Authorized work has

included small to moderate scale residential, commercial, and industrial developments, individual busi-
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nesses, dredging, marinas, piers, floats, utility lines, transportation projects, schools, and golf courses.
Furthermore, the USACE notes that to date the individual long-term and cumulative impact of these
projects on aquatic resources has been minimal, particularly with project specific compensatory mitiga-
tion. Future proposals for similar work will be evaluated on a case-by-case basis by the Corps and the
interagency review team in order to assess their individual and cumulative impact relative to the pro-
posed project and any mitigation requirements.

HAZARDOUS MATERIALS, POLLUTION PREVENTION, AND SOLID WASTE

There is no indication that any development projects identified for this discussion will have an impact on
hazardous materials or solid waste. No agencies indicated concerns regarding cumulative impacts to
these resources.

No Action

The No Action Alternative does not involve any improvements to the existing airport facility. The result
of the No Action Alternative is that water quality impacts could increase as the deicing fluid collection
and pretreatment facility would not be constructed. The MeDEP requires the City of Portland to com-
plete this improvement by November 2010 to maintain compliance with the airport’s MSGP stormwater
permit.
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Cha pter F ive Environmental Assessment
PREPARERS Portland International Jetport

Persons responsible for preparation of this Environmental Assessment document and significant
supporting background analysis and materials are listed below.

PROFESSIONAL

NAME EXPERTISE EXPERIENCE
PREPARERS
Coffman Associates, Inc.
Chris Hugunin Airport Master Planning, Land Use B.S. Aviation Technology
Planning, Environmental Analysis, M.S. Aviation Safety. Fourteen
Noise Modeling and Assessment, years’ experience in airport master
and Documentation planning, noise modeling,

environmental evaluations, and
land use management.

Molly Waller Land Use Planning, Environmental Masters, Community and Regional
Analysis and Documentation, Noise Planning. Eight years’ experience
Assessment, and Documentation in environmental evaluations of

various projects, five years’
experience in land use
management and noise
assessment.
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NAME
Deluca-Hoffman Associates, Inc.
Dwight D. Anderson, P.E.

TRC
Colen R. Peters

EXPERTISE

Civil Engineering

Site Inventory and selection;
delineation and assessment of
wetlands; design, construction-
supervision and post construction
monitoring of wetland
compensation; vegetation surveys,
groundwater investigations, and
local, regional, and federal
permitting

PROFESSIONAL
EXPERIENCE

14 years experience in design and
permitting, B.S. Civil Engineering.

25 years in environmental science.
M.S. Geology; B.S.
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