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On behalf of Mayo Matt Pina and the Des Moines City Council, please find attached the City of
Des Moines Comments on Scoping for the Near Term Project for Sea-Tac International Airport.
Please let me know if you need anything additional.
Thank you,
Bonnie
Bonnie Wilkins, CMC 1 City Clerk-Communications Director
City of Des Moines 121630 11th Avenue S, Suite A 1 Des Moines WA 98198

206.870.65191206.870.6540 (fax)
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September 27, 2018

Mr. Steve Rybolt
Port of Seattle
Aviation Environment and Sustainability
P.O. Box 68727
Seattle, WA 98168
Re: City of Des Moines, WA Comments on Scoping for the Near Term Projects for Sea-Tac International
Airport

Dear Mr. Rybolt,
On behalf of the Des Moines City Council I am forwarding the following comments on the scoping process for
the proposed environmental review. These comments are derived from the City of Des Moines Aviation
AdviSOry Committee, the City Council, our Community, City staff and from the City's SEPA official. Our first
and primary concern is that the process being utilized by the Airport in regards to the Sustainable Airport
Master Plan (SAMP) does not appropriately consider the context of development that has occurred and is
occurring at the Airport. This specifically relates to growth and the operational utilization of the Third
Runway and generally to the overall growth trajectory the Airport has experienced in the past 7 years.
Secondly, the process appears to contradict State Environmental Policy Act requirements. Third, that actions
to provide appropriate environmental review of the SAMP have taken place outside the bounds of the State
Environmental Policy Act (SEPA). Finally, we express concerns about specific impacts on our City from aircraft
operations that need to be included in the scoping process.
r-

The City believes that the appropriate timeframe to establish the baseline for environmental review is th e
time frame from 2012 - 2018. A summary of Airport growth through this time frame (see below) reveal s
significant and consistent year over year growth.
2012

2013

2014

2015

2016

2017

33.2

34.8

37.5

42.3

45.7

46.9

million

million

million

million

million

million

Aircraft Operations

309,597

317,186

340,478

381,408

412,170

416,124

Air Cargo (metric tons)

283,600

292,700

327,239

332,636

366,431

425,856

Passengers

Source - Sea-Tac Airport Passenger, Cargo and Operations Summary [2012 - 2017]
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The extensive growth above should be a precursor and require environmental review prior to any
additional capacity building activities. Correspondence between the City and Airport management
, underscores our ongoing concern with facilities built outside the environmental review process of the
SAMP. [1 Testimony of Mayor Pina at Port of Seattle Commission April 25, 2017] [2 Letter from Mr.
Lance Lyttle, July 26,2017] [3 Letter from Mayor Pina, July 27,2017].
The approach of the Airport to identify near-term capital improvements - an incremental approach to
developing the SAMP -provides faulty context, ignoring the fact that capital investments going forward
will, in fact, define future development patterns. Therefore, the environmental review proposed is
inadequate in the context of the SAMP as a whole. Let it be clear that the Airport is not currently
reviewing the SAMP, only certain near-term projects. This approach is inconsistent with current
Washington State law and Washington Administrative Code requirements - a point that will be
extensively made in the comments prepared by our SEPA officials (Burien, SeaTac, Normandy Park, Des
Moines and consultants).
The most recent Part 150 was completed in 2013, preceding this growth pattern. The SAMP planning
was begun in 2012. Our concern is that environmental review of projected growth does not consider
impacts of growth to date.
The operational utilization ofthe Third Runway (16R), a highly controversial chapter in the Airport's
history, has seen a trail of agreements that expand the use of the Third Runway. Agreements that
originally governed use of the runway were modified over time to increase capacity on the Third Runway.
The concern is that these modifications, in providing expansion of operational capacity, were done
outside any environmental review. Developing a plan for growth that continues to utilize the Third
Runway in an expanded operational role needs to be part of the Scope to understand the increased
environmental impacts. [4 reference to FAA Letter of Agreement December 6, 2010 and FAA Letter of
Agreement July 26, 2016]. These issues need to be addressed in the scoping process.
Additionally, seeking review of aircraft operations and FAA procedures, the City requested the following
information from the FAA on August 17, 2018 via the Airport StART committee in order to evaluate these
procedures in regard to these comments on the scoping process:
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Statement: The City of Des Moines would like to better understand the Seattle ATC operation.
1.
Would you please provide a copy ofthe Tower Standard Operating Procedures (SOP) and
TRACON SOP?
2.
Would you please provide a copy of any Letters of Agreement (LOA) between the Tower and
the TRACON and any LOA between Seattle Tower and Boeing Field Tower?
3.
Are you aware of any new Instrument Flight Procedures that are proposed or being developed
for the Seattle Airport?
a.
Follow on questions - What is the status of the .41A Process (Dot forty-one Alpha
Process) that was underway last year but suspended due to budget concerns?
b.
When do you anticipate the .41A process resuming?
c.
We have hired Performance Based Navigation experts. We would like for them to
represent us on the .41A Full Working Group, when the process resumes, with
Stakeholder Status.
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To date, none of these documents have been provided to the City (this is information we believe is
critical to providing timely and informed comments on scoping for the operational impacts associated
with the Airport's proposed growth).
Significant concerns to be fully included in the environmental scoping:
Noise and Health impacts: Scoping needs to review noise and health impacts from Airport/aircraft
operations. It also must include the intrusive assessment of nighttime flights and the growth in
overflights, operations and frequency of flights on City residents and businesses. Furthermore, the
baseline environmental assessment of these impacts must be for the period 2012-2018.
Fuel dumping: the City has concerns that fuel dumping has occurred in the airspace over our City, or in
areas where wind and meteorological dynamics could result in fuel dumping over our City [5 see FAA
checklist protocol].
Fuel emissions: What are impacts of aircraft fuel emissions on the communities surrounding the Airport
with proposed growth and within the current baseline (as discussed above) from 2012-2018? The
scoping needs to include the health and epidemiological impacts of ultra-fine particles resulting from
aircraft emissions.
Transportation impacts: Scoping needs to include an analysis of increased traffic impacts and potential
multi-modal solutions that will increase congestion and pollution from vehicular traffic including truck
transport.
Siting 2nd Regional airport: Scoping needs to include a review of options to growth at Sea-Tac Airport
including options for siting a second regional airport. [6 See comment regarding potential of Moses Lake
as an alternative airport below].
NextGen: Scoping needs to address the environmental (noise and health) impacts of NextGen
implementation?
Glide path variation: Scoping needs to include review of glide path variation across all runways, especially
as variation relates to runway 34R and the current slope of 2.75%.
Concurrent studies: Scoping needs to utilize three concurrent studies occurring regarding impacts from
the Airport:
1. The Ultra-Fine Particle study being conducted by the University of Washington,
2. The Puget Sound Regional Council study on regional aviation,
3. The Budget Proviso baseline study currently underway being conducted by the Washington
State Department of Commerce with input from the cities proximate to the Airport.
The City Council and I appreciate your consideration and inclusion ofthese items into the scoping
process. We are extremely concerned that the lack of inclusion of any of these items will not present a
comprehensive picture as to the environmental impacts of the Airport, in the context of previous growth,
current level of operations, and future growth.
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Good Afternoon,
Please find attached a comment letter from the Department of Ecology regarding the
Seattle-Tacoma International Sustainable Airport Master Plan Scoping Project.
Best Regards
Tracy Nishikawa
Regional Secretary 1 Assistant to Regional Director Tom Buroker
Department of Ecology 1 Northwest Regional Office
P 425-649-70121 tracy nishikawa@ecy wa goy
I

STATE OF WASHINGTON

DEPARTMENT OF ECOLOGY
Northwest Regional Office "3190 160th Avenue SE "Bellevue, Washington 98008-5452 "(425) 649-7000
711 for Washington Relay Service" Persons with a speech disability can call (877) 833-6341

September 27,2018

Steve Rybolt
Port of Seattle
Aviation Environment and Sustainability
PO Box 68727
Seattle, WA 98168
Seattle-Tacoma International Sustainable Airport Master Plan
Project #POS SEPA No. 18-01, Ecology SEPA #201804083

Re:

Dear Steve Rybolt:
Thank you for the opportunity to provide comments on the Seattle-Tacoma International
Sustainable Airport Master Plan Scoping Information Packet. Based on review of the
Scoping Information Packet associated with this Project, the Department of Ecology (Ecology)
has the following comments:
AIR QUALITY PROGRAM, CLIMATE POLICY SECTION
Gail Sandlin, PhD (360) 407-6860 gaiI.sandlin@ecy.wa.gov
The Executive Summary (ES) of the Sustainable Airport Master Plan (SAMP) does state that
'climate' is one the 12 primary factors considered during the environmental review process.
Section 6.4.2.3 of the ES only emphasizes the GHG emissions quantification of Potential Near
Term projects. There is no mention of GHG mitigation strategies or reduction goals.
However, the SAMP web page https:llwww.portseattle.org/plans/sustainable-airport-master
plan-samp does state that the purpose of the environmental review is to:
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Identify ways to avoid, minimize or mitigate impacts

It would be helpful if the document discussed GHG mitigation strategies such as the Airport
Carbon Certification Accreditation program. https:llwww.portseattle.org/programs/commitment
air-quality-and-energy-efficiency
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- According to the GHG inventory data provided in the "Planning Technical Memos"
No.8. Environmental Effects Overview, on page 2-6, 94% of the GHG emissions are
scope 3 (pages 2-5) i.e. aircraft (56%) and ground transportation (32%). Therefore, a discussion
on partnership greenhouse gas mitigation strategies may be worthwhile such as reference to
sustainable aviation fuels or the clean truck program.

Steve Rybolt
September 27, 2018
Page 2
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\ \ [FinallY, there doesn't seem to be any reference to climate resilience. Is one to assume that
~ climate changes such as frequency of extreme weather events, flooding, heat or wildfire regional
haze will have no impact on future near-term projects?

Q

TOXICS CLEANUP PROGRAM
Ching-Pi Wang, (425) 649-7134 cwan461@ecv.wa.gov
There is known contamination in the area that will need to be addressed. The contamination was
)..! identified through a study known as the Seatac Groundwater Study conducted under an Agreed
Order with the Port in 1999. This study is included as part of the listed site SeaTac International
Airport (FSID 2291, Cleanup Site ID 1883).
There may be other areas of contamination depending on where work will occur.
Thank you for considering these comments from Ecology. If you have any questions or would
like to respond to these comments, please contact one of the commenters listed above.
Sincerely,
j,;)~ "~I.t..

Tracy Nishikawa
SEPA Coordinator
Sent by email: Steve Rybolt, rvbolt.s@portseattle.org
ecc:

SAMP@portseattle.org
Gail, Sandlin, Ecology
Ching-Pi Wang, Ecology
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On behalf of our Executive Director Estela Ortega, attached please find and below copied for your
convenience, is EI Centro De La Raza's input for the scope of the Sea-Tac Airport Expansion SAMP EIS.
For additional information, please contact Maria Batayola, EJ Program Coordinator at
mbatayola@elcentrodelaraza org.

Veronica A. Gallardo
Executive Assistant
EI Centro de la Raza
2524 16th Ave S
Seattle, WA 98144
(206) 957-4605 (ex.305)
(206) 329-0786 fax
www.elcentrodelaraza.org
Join us for our 2018 Building the Beloved Community Gala on September 22nd, 2018! Your support
will be an impact towards the 43 programs and services we provide to over 14,000 youth, seniors,
children and families a year. Purchase tickets to this wonderful annual celebration at
belovedcommunitygala.org!

~pt ll,2018
Washingtou State
Convention Center

The Center for People of All Races
A voice and a hub for the Latino community
as we advocate on behalf of our people
and work to achieve social justice.

September 26, 2018

E-Distributed

Programs & Services
With over 24,846 volunteer hours,
EI Centro de la Raza serves 14,506
individuals and 8,246 families annually
through the following programs and
services:
Bebes! Infant Mortality Prevention
Business Opportunity Center
Cafe con EI Centro de la Raza
Cesar Chavez Demonstration Garden
College Readiness
Comadres Women's Support Group
Community Building and Advocacy
Community Connector Benefits
Enrollment
Community Meeting Space
Community Service / Volunteer
Opportun ities
Cultural Arts / Social Events
ECR Transitional Housing
EI Patio Apartments
ESL Classes
Federal Way Open Doors Case
Management
Financial Counseling / Education
Food Bank
Foreclosure Counseling
Growing & Learning Together (Parents
As Teachers)
Historical & Educational Presentations
Homeless Assistance - Eviction
Prevention
Hope for Youth Poetry & Civil Rights
History Classes
Jose Marti Child Development Center
Labor Standards Outreach and
Education
Latinos in Finance - Job Training
Legal Clinic Site
Lending Circles
Luis Alfonso Velasquez Flores After
School Program
ORCA Reduced Fare Enrollment
Parent-Child Home Program
Plaza Maestas After School Program
Plaza Roberto Maestas, Beloved
Community
Public Benefits Outreach and
Enrollment
Roberto Maestas Leadership Institute
Santos Rodriguez Memorial Park
Seattle Youth Violence Prevention Case
Management
Senior Well ness & Congregate Meal
Program
Smoking Cessation
Summer Learning - AcademiC & Cultural
Enrichment
Tax Prep Site
Veteran's Services
Youth Job Readiness Training
Young Adults in Tech

Stephanie Bowman, Commissioner, Port of Seattle
Ryan Calkins, Commissioner, Port of Seattle
Stephen Metruck, Executive Director, Port of Seattle
Steve Rybolt, Aviation Environment & Sustainability
RE: SAMP EIS Scoping Input from Seattle Beacon Hill Neighborhood.
Estimad@ Hon. Bowman, Hon. Calkins, Mr. Metruck and Mr. Rybolt,
Greetings from EI Centro de la Raza. I hope this email finds you all well. Thank you for the
opportunity to provide input to the scope of the Seattle Airport Master Plan (SAMP)
Environmental Impact Statement (EIS) for the Seattle Tacoma Airport expansion. I am also
sharing EI Centro's input to the SAMP EIS with the Port of Seattle's leadership, given our
June 4, 2018 discussion along these same lines.
Hon. Bowman, Hon Calkins and Mr. Metruck, please recall our June 4, 2018 meeting where
we discussed among other topics, Beacon Hill's air and noise pollution health impacts
challenges, how the Port's social equity initiative could hopefully prompt a review of our
environmental injustice issues, and our recommendation that such a social equity initiative
include or have a parallel Title VI compliance program. We look forward to continuing such
discussions and would be happy to make a presentation to the Port of Seattle
Commissioners.
We are submitting the core elements of our discussion to Mr. Rybolt for inclusion in the
scope of the SAMP EIS study as follows: 1) an air and noise pollution environmental and
health impact risks assessment, 2) a review of the definition of fence line community status
to include "vertical" fence line communities such as Beacon Hi", 3) environmental injustice
impacted communities, and 4) SeaTac Airport within a regional airport system. See
attached .
Mr. Rybolt, thank you again for reaching out to our community and the opportunity to give
input. Attached please find EI Centro's input to the scope of the SAMP EIS. For additional
information, please contact Maria Batayola, EJ Program Coordinator at 206 293 2951 or
mbatayola@elcentrodelaraza.org. We look forward to a positive response.
Respetuosamente,

~h

Estela Ortega, Exe
C: NEPA Revie
981018-3140

ogram, US EPA Region 10, 1200 6th Avenue, Suite 155, OERA-140, Seattle

Communi~ Action Agency.

United Way Agency • Affiliate of UnidosUS
252416 Avenue South, Seattle, WA 98144 • (206) 957-4634 tel· (206) 329-0786 fax
www.elcentrodelaraza.org. 50l(C)3 Nonprofit Tax ID: 91-0899927

Attachment A

SCOPING COMMENTS FROM EL CENTRO DE LA RAZA ON
SUSTAINABLE AIRPORT MASTER PLAN (SAMP) ENVIRONMENTAL IMPACT
STATEMENT (EIS)
Thank you for the opportunity to provide input to the scope of the review that will be conducted
for the SAMP EIS. geI0\,"" please find input/request to include the following elements in your
SAMP EIS scope of review.

1) HUMAN HEALTH AND ENVIRONMENT
To tell Beacon Hill's story, we will start at the sources of air and noise pollution then proceed
to the human health impacts.

a) Source of Air and Noise Pollution
Seattle's Beacon Hill (BH) neighborhood is located in southeast Seattle. It is 6 miles long
and 1-2 miles in width starting from 1-90 to the north and ending at Boeing Access road to
the south.
It is surrounded by air and noise pollution emissions from roadways and airplanes.
From roadways, BH boundary to the north consists of 1-90 with 120,000 vehicles a day, 1-5
to the west with 250,000 cars a day and major arterials Rainier and Martin Luther King Way
to the east. The road congestion is getting worse.
Airplanes fly overhead Beacon Hill every 1 to 3 minutes. BH is the recipient of air and noise
pollution from Seattle Tacoma Airport, Boeing Field and King County International Airport.
flight and landing path. Most of the flight operations are from the Seattle Tacoma Airport.
In 2016, 70% of the -200,000 landings flew over Beacon Hill at 3,000 feet, and at times as
low as 2,000 ft. Flights have tripled since 2016, given the implementation of Greener skies
which tethered take-off and lanqing to GIS system such that variability of flight is limited and
fossil fuels are conserved . to disproportionately impacting BH people of color and immigrant
communities.
The Port of Seattle is now starting its "Sustainable Airport Master Plan develop process to
meet service demand that is projects passengers will increase from 38 million in 2014 to 66
million in 2035, international flights will double and cargo volume will triple from 2017 to
2021 .

b) No Air & Noise Pollution Quantitative Studies
The published air quality data for Beacon Hill shows it does not have bad air, but that is
because the monitor is located on the Jefferson Park Golf course, a location that is not

representative of the greater Beacon Hill area. There is no air quantitative measurements
for BH.

Given that there is no quantitative analysis of air and noise pollution in Beacon Hill, EI
Centro partnered with EPA and Beacon Hill community scientists to conduct exploratory
measurements of air and noise. The Cleveland High School Environmental Club study
supervised by Dr. Troy Abel of Western Washington University Huxley Institute conducted a
MEJI Study (Maps for Environmental Justice Initiative) show that:
•
•
•
•

The
The
The
The

noise standard for the City of Seattle is 55 decibels
noise standard for FAA is 60 decibels
average noise level for Cleveland High School is in the low 80's, and
maximum noise level for Cleveland High School is in the 90's.

Maps for Environmental Justice Initiative and the Eagle Air Watch
Noise Pollution Readings from Feb. 1 - Feb. 16, 2018
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c) Health Impacts
Studies have shown that air pollution can cause asthma attacks, reduced lung capacity,
eyeslnose/throatllungs irritation, heart disease, and cancer, along with other factors.
Studies have shown that noise pollution can cause heart disease, sleep disturbance, stress,
and lower math and reading test scores for schools without noise insulation, along with other
factors.
The 2017 survey of health indicators for Beacon Hill show that although the data did not rise
to statistical significance, they were of deep concern from a precautionary perspective.
Beacon Hill health data indicated:

•
•
•
•
•

Higher rates of ASTHMA hospitalization for children.
Higher rates of hospitalization and death for DIABETES AND RELATED DISEASES.
Higher rate of deaths due to CHRONIC LOWER RESPIRATORY DISEASES
Low BIRTH WEIGHT in infants
Lower LIFE EXPECTANCY

Of serious concern is data from the 2013 Duwamish Valley Community Health Impact
Analysis (CHIA) which included residents of zip code 98108.
•
•

•

98108 has the highest cumulative impact score of all Seattle areas in the study.
The cumulative impact score is a combination of socioeconomic, environmental, and
public health conditions ranging from 6-120, with higher scores indicating
disproportionate impacts.
98108 received the highest score (106), while the lowest score (13) was for Magnolia
(98199)."

The 2010 Census shows that 98108 zip code residents include 1,277 Georgetown, 3,991
South Park and 17,106 Beacon Hill residents. The BH 98108 residents consists of 49.8% of
all BH residents.

r

d) Input to include in the Scope of the Study

In short, the Port of Seattle would not be able to determine adequately and appropriately the
impact on Beacon Hill of the projected massive increase in air operations as projected,
without:
1) Air and noise quantitative study (data) for Beacon Hill.
2) Supplemental Noise Study conducted at the noise is experience on the ground.
3) Input as submitted by Debi Wagner in Attachment A 1, a 42-page document which
includes:

-

1) Extensive air quality analysis needed, criteria, toxics, soot deposition assay
(MOA agreement between the Port, EPA, DOE, PSCAA 1996 due to third
runway EIS predicted future air quality violations of the NAAQS)
2) Health Impact assessment including a risk analysis
3) Mapping of areas of impact for BOTH noise and emissions (emission
contours will be different and larger than the existing noise)
4) Mitigation strategies that can be monitored for success and use comparative
population for HIA, AQ, Risk and outcomes

!
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2) REVIEW OF BEACON HILL AS A "VERTICAL" FENCE LINE COMMUNITY
a) Beacon Hill Similarity with Fence Line Communities
EI Centro recognizes that the FAA dictates the definition of airport fence line communities
and understand the logic that neighborhoods directly impacted by flight operations should
receive attention, be included in EIS reviews, and be eligible for mitigation.

Greener Skies hard wired majority of the landing operations over Beacon Hill. See Sea-Tac
Airport Flights map. Of note, in 2016, 70% of the -200,000 landings flew over Beacon Hill
at 3,000 feet, and at times as low as 2,000 ft.

Sea-Tac Airport Flights

2'
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a) Environmental Justice Directive
Presidential Executive Order 12898 promotes the principles of environmental justice in all
Departmental programs, policies and activities. The US Department of Transportation
established Order 561 0.2(a) pursuant to said Executive Order. One of its major divisions,
the Federal Aviation Administration Desk Reference for Airport Action includes Chapter 10
that states:
"Compliance with Executive Order 12898, the Presidential Memorandum on
environmental justice, and Order 5610.2, requires FAA to analyze impacts on low
income and minority populations."
This chapter also discusses timelines, outreach, working with non-English speaking
communities and more. In addition, the directive is given to evaluate cumulative effects:
"(4) Cumulative effects. This part of the analysis should focus on identified adverse
cumulative impacts. Determine if nay low-income or minority populations experience
a disproportionately high level of cumulative effects."
FAA flow down compliance requirements of the Port of Seattle reflect said requirements.

b) Beacon Hill Eligibility
Beacon Hill's demographics consists of identified populations under Presidential Executive
Order 12898 and its flow down compliance requirements.

To that end, Beacon Hill is the largest Seattle neighborhood with 35,000 residents with
majority 80% people of color, including 50% Asian Pacific Islander, 22% African and African
American, and 8% Hispanic/Latino residents.
Nearly half (44%) were born outside the US - with most coming as immigrants and
refugees, and 36% do not speak English well. One out of 5 are low income.
In 2017, EI Centro applied for an EPA Collaborative Problem Grant for a Beacon Hill air &
noise pollution health impacts education and empowerment grant. Beacon Hill underwent
an extensive review by EPA and determined that Beacon Hill is indeed an environmental
justice site. EI Centro was awarded the 2-year EPA Collaborative Problem Solving grant CA
-1J27101. See attachment A2: EI Centro EPA Contract.

c) Previous Request for Compliance
A prior advocacy group, the Community Health Advocates Coalition requested in writing to
the FAA, the Port of Seattle and others on November 10,2015 specifically calling for
compliance with the. See Attachment A3.

I

"We are asking for the immediate compliance of FAA to Order 5610.2. Specifically, we
are asking for 1) cumulative health impact study, 2) mitigation, and 3) follow-up study
with 4) strong community engagement role for us ... "

d) Input to Include in the Scope of the Study
1) Treat Beacon I-IiU as an envlionmental justice cite as defined undei Piesidential
Executive Order 12989 on environmental justice and as determined by the federal
Environmental Protection Agency (EPA)

i
~:
\

2) Conduct an environmental justice analYSis by complying with the Presidential
Executive Order 12989 US Department of Transportation Order 5610.2(a), Federal
Aviation Administration Desk Reference for Airport Action:

:

~I

Cti l

a. Flight increases from Greener Skies

L

b. Projected impact of increased flights as projected under SAMP

4) ALTERNATIVES FOR EXPANSION, COMBINED EXPANSION WITH REGIONAL AIR
PORT SYSTEM

a} How Much is Enough
EI Centro is seriously concerned that the current increase in frequency of flights will result in
acceleration of environmental and air and noise health impacts.
The question is not "How much the airport can absorb increased demand for flight operations?".
Rather, the question is "How much air and noise pollution can humans absorb before large
scale public health issue?" More preCisely "How much can Beacon Hill as an environmental
injustice affected community, absorb air and noise pollution given its poor social determinants of
health?"

At EI Centro, we have asked Governor Jay Einslee, and have testified before the Health
Disparities Board to encourage our Governor to review the drivers for the current and increased
flights with an environmental and health concerns. Case in point, at one of our 24 community
meetings, a participant asked paraphrased "Why do we truck food from the eastside of the
mountains, then fly it out of Seattle, when it can be flown from there?"

b) Input to Include in the Scope oUhe Study
1) Inventory and review national and international studies and materials that articulate
criteria and/or conditions for transition from singular airport to a regional airport system.
2) Apply such criteria for Seattle Tacoma Airport
3) When applicable, analyze current flight operations and projected impact based on said
criteria.

For more information, contact Maria Batayola, EI Centro Environmental Justice Program
Coordinator at mbatayola@elcentrodelaraza.org, 206293 2951.

November 10, 2016

E-Distribution

David C. Suomi, FAA Northwest Mountain Regional Administrator
Joelle Briggs, FAA Northwest Mountain Region District Office Manager
Ted. J. Fick, Port of Seattle Chief Executive Officer
Mark Reis, Aviation Division Sea-rae Airport Managing Director
Port of Seattle Commissioners
Dow Constantine, King County Executive
Harold Taniguw.~i, King Count'f Transportation Department Director
Robert Burke, KC Transportation lnternational Airport Division Director
Rod Dembowski, King County Council Councilman and Transportation, Economic and
Environment Committee Chair
Denis Law, City of Renton Mayor
Jonathan Wilson, Renton Municipal Airport Manager
Ed Prince, Renton City Council President
Re: Airplane Emission and Noise Adverse Health Impacts

Dear Esteemed Government Leaders and Airport Administrators,
We bring to your attention a profound environmental justice issue with regards to the
adverse cumulative health impact of airplane emissions and noise over our neighborhoods
within the lO-mile radius of your respective airports. The affected neighborhoods in
alphabetical order are Beacon Hill, Burien, Chinatown International District, Georgetown,
South Park and White Center. They have high, if not the highest, diversity indices with
respect to minorities, ethnidties and languages spoken, as well as high socioeconomic
disparity.
When the NextGen's Performance Based Navigation and the Fly Quiet program components
narrowed the flight paths for departure, arrival and approach for both Seattle-Tacoma
International Airport, King County International Airport and Renton Airport, it relieved
some communities of airPlane emission and noise, while exacerbating the airplane
emissions and noise to oUf affected areas due to exponential increase in the frequency of
airplane activity.
(See Next Gen flight paths https:llwww.portseattle.ore;IEnvironmental/Noise/Noise
AhiW:ment/Pages/FJight-Patterns.aspx and
bttps;//www.portseattle.org/Enyjronmental/Noise/Noise
AbatementjPa&eS/Procedures.aspx )
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Page 2of3
We are deeply concerned about the adverse health impacts on our children, elders,
families, adults, students, workers and visitors in our area. What we know is these areas
have high rates of asthma, hearing loss and decreased longevity.
It is unconscionable that FAA developed the narrowed flight paths without following its

own rules. Presidential Executive Order 12898 promotes the principles of environmental
justice in all Departmental programs, policies, and activities. The US Department of
Transportation established Order 5610.2(a) pursuant to said Executive Order. One of its
major divisions, the Federal Aviation Administration Desk Reference for Airport Action
includes Chapter 10 that states:
"Compliance with Executive Order 12898, the Presidential Memorandum on
environmental justice, and Order 5610.2, requires FAA to analyze impacts on low
income and minority populations." The chapter also discusses timeliness, outreach,
working with non-English speaking communities and more. In addition, directive is
given to evaluate cumulative effects:
"(4) Cumulative effects. This part of the analysis should focus on identified
adverse cumulative impacts. Determine if any low-income or minority
populations experience a disproportionately high level of cumulative
effects."
We are asking for the immediate compliance of FAA to Order 5610.2. Specifically, we are
asking for 1) an immediate cumulative health impact study, 2) mitigation and 3) follow-up
study with 4) strong community engagement role for us in the development of the
cumulative health impact study in the scope of work, the request for proposals, the
selection of the vendor, and an active role in the monitoring of the study, review of its
methodology, mid-term progress, recommendations prior to publication and
implementation monitoring.
Our passion is singular in our concern for the quality of and the lives of our children, elders,
families, adults, students, workers and visitors in our affected area.
At our behest, Congressman Adam Smith's Washington DC Legislative Aide, Fernando Ruiz,
met separately with FAA staff and Port staff. They were aware of the general concerns
regarding emissions and noise. However, they did not realize that the increased frequency
in flights would potentially exacerbate the cumulative adverse health on the community.
We would like to meet with you so that we can collaborate on a coordinated approach and
solution to this grave concern. Our sincere thanks, again, to Congressman Smith's Office for
helping connect us all. Ms. Debrah Entenman, Deputy District Manager will coordinate and
host an evening meeting during the early part of December.
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November 10, 2015
Page 3 of3
We have a collective affirmative responsibility for the lives and health of our communities.
We look forward to a positive response .
.rLJ~rmJ Advocates Collaboration Against Airplane Emissions & Noise

Dr. Roseanne
Co-Chair

~~s

Co-Chair, FAPAGOW President

hA:tt-~

Estella Ortega. Executive Director
El Centro De La Raza

Maiko Winkler Chin, Exec. Director
Seattle Chinatown international
District Preservation & Development

£..f1!e!!~
InterIm Community Development
Association

Rebecca Saldana. Exec. Director
SAGE

Copies to:
Fernando Ruiz, Congressman Adam Smith's Legislative Aide, Washington DC
Debrah Entenman, Congressman Adam Smith Deputy District Director, Renton WA
Tania Park, Puget Sound Air Quality, Environmental fustice Manager, Seattle WA
Dennis McLerran, US EPA Region 10, Regional Administrator. Seattle WA
Senator Maria Cantwell, Ranking Member, Aviation Operations, Safety, and Security Subcommittee
Senator Patty Murray, Appropriations Committee. Transportation Subcommittee
Congressman Rick Larsen, Ranking Member, Transportation Aviation Subcommittee
Congressman Jim McDermott, Senior Member, House Ways & Means Health Subcommittee
Senator Bob Hasegawa, 11 ttl District, Commerce & Labor and Ways & Means Committees
WA State Representative Sharon Tomiko Santos. 37th District, Business & Fin. Services Committee
WA State Representative Eric Pettigrew, 37 th District, House Appropriations Committee
Larry Gossett, King County Councilman District 2
Joe McDermott. King County Councilman District 8
Hyeok Kim. City of Seattle Deputy Director
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SCOPING COMMENTS
To the Port of Seattle and FAA
9/16/2018
Scoping should be taken seriously. Past requests for the Third Runway analysis to address
environmental considerations have been ignored. Please see attachment for an example of
Puget Sound Clean Air Agency (PSCAA) formerly, Puget Sound Air Pollution Control
Agency request for the third runway EIS to include a risk analysis and the response to not
perform the analysis from the FAA/Port of Seattle. Where insufficient information exists
(was not a valid excuse since EPA had just done a thorough risk assessment for Midway
Airport http://www.csu.edu!cerc/documents/SWChicagoCancerRisks1993.pdf) or unknown risk
exists as was the case with existing widespread community health disparities, it is the
responsibility of the agency proposing the project involving additional impacts to use all
available means to discover and disclose. NEPA §1508.27
The FAA and Port of Seattle should analyze the following items in the Environmental
Assessment and Environmental Impact Statement:
HUMAN HEALTH AND ENVIRONMENT
1) Conduct an air quality analysis for all pollutants of concern; hydrocarbon emissions,
air toxics, lead and criteria pollutants in the communities surrounding the airport and
flight paths where aircraft overfly to 3,000 feet. This was required by a MOA between
the Port of Seattle, EPA, PSCAA and DOE to be done post 2010 (See Attached).
Please note the request for chemical analysis of residues in flight paths. Funding
shortfall prevented this from going forward. It is still needed. Monitoring is used to
validate modeling and has been recommended by our air quality agencies
2) Provide data on demographics and health in all communities affected by airport
noise/emissions using existing data, science, agencies, institutions with city and
citizen input. Give same consideration to multiple stressors (noise/emissions, traffic,
etc.) in EJ community as was provided by the Port of Seattle in the near Port
community grant for Duwamish residents.
3) Identify Significant cumulative impacts considering past, present and reasonably
foreseeable, multiple project impacts and high and adverse impact areas.509,
SASA, South Satellite, flight path changes, modifications, hardstands, new terminal
construction and operation etc.
4) Identify areas where low income and minority populations reside and analyze
disproportionate impact by airport operations, traffic, congestion, etc.
5) Consider cumulative noise and emissions on resident's health
6) Consider unknown risk and develop methods to determine sources, nature and
develop control strategies
7) Conduct a risk analysis using all air contaminants known to be produced by airport
operations using the collected monitoring and modeling data for validation as per
Puget Sound Clean Air request in 1994 not yet completed
8) Map the areas of impact
9) Conduct a health impact assessment (HIA) and social impact assessment (SIA).
10) Provide meaningful insights into mitigation strategies

METHODOLOGY
1) Both co-lead agencies should use available science, data and input from
independent sources to inform and validate the process and conclusions
2) Worst-case scenarios for impact analysis should be considered and developed
3) Mapping the area of emission impact will be different than the noise contours and
should highlight highest risk areas.
4) A map should be color coded to easily identify:
a} Low income and minority populations eligible for environmental justice
consideration
b) High and adverse impact assessment by census tract
c) Impact from emissions and types of emissions
d) At risk areas by type of risk
e) Noise contours and highest noise sensitive areas impact
f) Existing health disparities
5) All assumptions and conclusions should be peer reviewed and independently
verified for accuracy. For instance, industry data frequently reflects a bias; current
emissions prepared by consultant for the SAMP varies widely from the EPA data for
the same year using the same FAA operations, data and model. This problem
plagued the third runway EIS data on emissions. Port estimates for 2014 are in white
and EPA estimates in yellow
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Residents are entitled to a fair process. The State Department of Public Health and State
Board of Health has previously identified the areas around Sea-Tac Airport as experiencing
high and adverse health consequences and eligible for environmental justice consideration .
Their recommendation in June 2001 was for a comprehensive independent air quality study.
The Port of Seattle has already previously recognized the importance of greater levels of
identification and mitigation for environmental justice eligible communities. For the Near
Port Community Grant partnership with EPA analyzing the disproportionate environmental
and human health impacts of Seaport operations/cargo trucks, local industry and
transportation impacts, the Georgetown and South Park communities received a
Community Benefits Agreement and commitment from the Port of Seattle for funding, home
air filtration systems, educational programs and workforce development among other
contributions. Commissioners recognized the utility of such a community investigation

process and foresaw an application of this Duwamish Valley Environmental Justice and
Social Equity program as a pilot for future application potential to other Port impacted
communities.
The contributions of the Energy and Sustainability Committee on elevating the profile of
equity in Port environmental efforts and community engagement were noted. The project
elements were summarized and the disproportionate community health impacts of
environmental factors in South Park and Georgetown were described at the Port
Commission Meeting on April 10, 2018.
http://www.mdpi.com/search?g=noise+Queens%2C+NV&authors=&article tvpe=&joumal=ijerph&secti
on=&special issue=&volume=&issue=&number=&page=&search=Search

Below are some selected articles with a summary on noise and emissions.

"Air pollution causes seven million premature deaths a year but the harm to people's
mental abilities is less well known. A recent study found toxic air was linked to
"extremely biih mortality" in people with mental disorders and earlier work linked it to
increased mental illness in children, while another analysis found those living near
busy roads bad an increased risk of dementia.
The new work, published in the journal proceedinis ofilie National Academy of
Sciences, analysed language and arithmetic tests conducted as part of the China Family
Panel Studies on 20,000 people across the nation between 2010 and 2014. The
scientists compared the test results with records of nitrogen dioxide and sulphur
dioxide pollution.
They found the longer people were exposed to dirty air, the bigger the damage to
intelligence, with language ability more harmed than mathematical ability and men
more harmed than women. The researchers said this may result from differences in
how male aDd female brains work.
Derrick Ho, at the Hong Kong Polytechnic University, said the impact of air pollution on
cognition was important and his group had similar preliminary findings in their work.
"It is because high air pollution can potentially be associated with oxidative stress,
neuroinfiammation, and neurodegeneration of humans," he said."
https:/Iwww.theguardian.com/environment/2018/aug/27/air-pollution-causes-huge-reduction-in
intelligence-study-reveals7CMP=share btn link

Shortened life span due to aircraft noise, savings to airlines in fuel and airports in efficiencies has less
value than public health costs associated with the cardiovascular health effects of the noise.
Aircraft noise causes oxidative stress in the brain. "Thus the presented results may explain at least in
part why sleep phase rather than awake phase noise leads to cardiovascular diseases and may also
provide an explanation why aircraft noise is linked with cognitive impairment including retardations of
learning and memory capabilities in children. Thus preventive measures should be considered to reduce
night-time aircraft noise."
"One hundred million Americans are effected by unhealthy levels of noise."
https:/Iacademic.oup.com/eurhearti/advance- .
article/doi/l0.1093/eurheartj/ehy333/5037114#.Wlm3vsP6IiE.facebook

"The analyses suggested that a 5-dB noise reduction scenario would reduce the prevalence of
hypertension by 1.4% and coronary heart disease by 1.8%. The annual economic benefit was estimated
at $3.9 billion." https:/Iwww.ncbi.nlm.nih.gov/mlpubmed/26024562!

"New research Links Air Pollution to Global Diabetes
Air pollution linked to 3.2 million new diabetes cases in one year.
A new research study links air pollution with an increased risk of global diabetes, evt:n at
pollution levels deemed safe by other governing bodies.
A study from the Washington University School of Medicine in St. Louis collaborated with the Veterans
Affairs (VA) St. Louis Health Care System. The findings could impact a global understanding of one of the
fastest growing diseases. More than 420 million people are affected by diabetes worldwide, and roughly

30 million people in the United States alone." http://www.webtopnews.com!new-research-linkrair
poll ution-tcrgJobal-diabetes-8905-20181

"We report a higher lifetime prevalence of breast, melanoma and non-melanoma skin cancers
among flight crews relative to the general population."
"Taking age into account, the study found a higher prevalence of cancer in flight crew for every
type of cancer examined." https:llwww.yahoo.com/news/commercial-flight-crews-show-higher
cancer-rates-study-172109583.html

"The effects on cardiovascular health start at 50 decibels. The U.S. standard of under 70
decibels is solely to prevent hearing loss. The European Union standard of not more than 40
decibels at night and 50 during the day is to protect human health."
https:l/www.washingtonpost.comlopinionslloud-noises-hurt-more-than
hearingl20 18/05118lccc1fc84-59dd-ll e8~988907bcc J321f4b story.html?utm term=.189a034aa80 1

"Students' performance drops by 0.73 marks with each aircraft noise contour band, according to Ruth
Cad bury MP." https:lIwww.getwestiondon.co.uk/news/west-london-news!heathrow-noise
sign ifi cantly-affecting-pupils-11220403

"Using the opening of a new international airport to model a noise experiment, Cornell
University researchers measured physiological stress indicators and other quality of life
measures among a sample of 9 to 11 year old children in the period prior to the opening of an
international airport and again after its inauguration.

The Results
Among study subjects, resting blood pressure and overnight stress hormone levels (epinephrine
and norepinephrine) rose and quality of life indices fell after the opening of the new airport and a
corresponding increase in environmental noise levels.!
In another major airport noise study out of Munich Germany, researchers found that the opening
of a new airport caused reading and memory scores to decline among children living in the noise
affected area. Children living near a newly closed airport, by contrast, demonstrated improved
reading and memory performance.I " https:llwww.choosebelp.com/topics/stress-bumoutlnoise
and-stress-2013-how-environmental-noise-levels-can-spike-yOW'-stress-foad
'~he new analysis has been produced by Ben Barratt and Gary Fuller of the Environmental Research

Group at King's College, London. The group said yesterday: 'This period of unprecedented closure during
unexceptional weather conditions has allowed us to demonstrate that the airports have a clear
measurable effect on N02 concentrations, and that this effect disappeared entirely during the period of
closure, leading to a temporary but significant fall in pollutant concentrations adjacent to the airport
perimeters." https:ljwww,independent.co.ukJenvironment!climate-changelemptv-skies-proved-that
airports-cause-oollution-say-researchers-1950672.html

"High levels of potentially harmful exhaust particles from jets using Los Angeles International Airport
have been detected in a broad swath of densely populated communities up to 10 miles east of the
runways...The research, believed to be the most comprehensive of its type, found that takeoffs and
landings at LAX are a major source of ultrafine particles. They are being emitted over a larger area than
previously thought, the study states, and in amounts about equal in magnitude to those from a large

portion of the county's freeways ...The findings raise health concerns, researchers say, because the
minute particles, which result from the condensation of hot exhaust vapor from cars, diesel trucks and
aircraft, have the potential to aggravate heart and lung conditions, including asthma and the
development of blocked arteries." https;lIwww.change.org/p/stop-the-faa-nextgen-flights-over~culver
city/uI22489687?recruiter=false&utm source=share update&utm medium=facebook&utm campaign
=facebook link

"Aviation Emissions Impact Ambient Ultrafine Particle Concentrations in the Greater Boston
Area." https:llpubs.acs.Qrgldoi/pdf/l0.10211acs.est.6Q01815

"An air quality study has for the first time detected nano-sized particles of air pollution in children's
urine...these ultrafine particles are the smallest particles found in air pollution and have been linked to
heart disease and respiratory conditions in previous studies.
The research provides the first direct evidence that some ofthe particulate matter known as black
carbon that we inhale in soot and fumes is making it across the lung barrier and into the body's
circulatory system." https:l{horizon-magazine.eu/artide!ultrafine-poliution-partides-create-air·
menace en.ntml

Close-in communities and those in flight paths are home to a large population, many which are
predominately minority and low income residents. This community has been the topic of investigation by
the State Department of Public Health in the past and found to exhibit higher than average and sometimes
statistically significantly higher than average respiratory and brain cancer when compared to King County
and State averages. Currently, these same statistics seem to be present especially in 98168 for asthma
and 98198 for cancer types including brain cancer.
EPA EJ Screen tool can be used to assess the risk, exposure and negative health outcomes of census tracts
within these zip codes and indicate the percentile is in the 90 to loath for much of the population. (see
attached example)
UW Ultrafine investigation has found hot spots of ground level ultrafine concentrations below flight paths
for Sea-Tac Airport. Ultrafine particulate pollution can be breathed in and small diameters typical of jet
aircraft combustion products can pass through the membrane barrier and enter the biood-stream
affecting the heart and brain. (See MOV-UP) These are suspected to cause lung irritation, inflammation,
immune response and adverse reactions for asthma sufferers.
New Jersey Institute of Technology estimates that airport operations are spreading air toxics and
contaminants into a 9 square mile area around airports that is 10 times higher than average for areas not
affected by airport operations.

https;Ugraduatedegrees.online.njit.edu/resources/msce/msce-infographics/deadly-airport-toxins!
"The aviation is by far the leading emitter of harmful and deadly toxins such as sulfur oxides, carbon
monoxide, nitrogen oxides, carbon dioxide, and volatile organic compounds (VOCs) into the atmosphere.
Unfortunately, these toxins are harmful to living things. In fact, people living, working, or simply within
nine square miles of airports are exposed to air pollution that is 10 times higher than areas outside this
zone."
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Airport has highest emissions levels per acre in King County for certain pollutants
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Aircraft have a ground level impact on air quality up to 3,000 feet
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LAX significant contribution from overhead aircraft to ground level ultrafine particulate impacts
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Sea-Tac Airport area experiencing the same high level of ultrafine particulate impacts of in flight paths
similar to that discovered and monitored at LAX environ. The orange bars off the chart is the flight path
impact compared to monitoring at Three Tree Point removed from flight path impact area

Statistically Significant Asthma and higher than average for King County cancer cases including respiratory
and brain cancer from a recent zip code search of 98168 and 98198 by the State Department of Health
Epidemiology

Hospitalization: Age Adjusted Rate

Diagnosis Group

Year

Geography Count Populatio Age-Adj Age-Ad Age-Ad.
23.74 23.25 24.25
9168 34497650

##Malignant neoplasm of trachea bronchus 2011-2015 State Total
##Malignant neoplasm of trachea bronchus 2011-2015 King

##Malignant neoplasm of trachea bronchus 2011-2015 98168_Se<l

2326 10008810
172403
34

24.26

23.27

22.31

23.66

16.13

33.8

17.94

33.12

174919

24.59

##Malignant neoplasm of brain (191)

2011-2015 State Total

3373 34497650

9.03

8.72

9.35

##Malignant neoplasm of brain (191)

2011-2015 King
2011-2015 98168_Sea

1011 10008810
172403
18

9.68

9.08

11.15

6.55

10.31
18.29
16.58

##Malignant neoplasm of trachea bronchus 2011-2015 98198_Sea

##Malignant neoplasm of brain (191)

46

##Malignant neoplasm of brain (191)

2011-2015 9819B_Sea

174919

10.44

6.26

##Asthma (493)

2011-2015 State Total 20274 34497650

58.78

57.96

59.6

##Asth ma (493)

2011-2015 King

5847 10008810

61.98

60.38

63.62

##Asthma (493)

2011-2015 98168_Sec;
2011-2015 98198_Sea

75.34

62.68
47.27

90.26

##Asthma (493)

20

128
102

172403
174919

58.19

71.01

The same elevated high and significant numbers of diseases are occurring around Boston Logan Airport.
The same planes overfly communities throughout the

us but Sea-Taco

LAX and Boston Logan along with

other select airports are unique for how dense and close in proximity to the airport are the local residential
communities (within a few blocks for residential areas on all sides of Sea-Tac Airport)

Destination: East Boston from Lucas La Battaglia on Vlmeo.
The film appears to be connected to Airport Impact Relief, Inc., a nonprofit.

The following are examples summarized of some topics for investigation of EJ communities in NEPA
reviews.
See
the
Interagency
Working
Group
on
Environmental
Justice

https:ljwww.epa.guvjsites/pruductioiilfHes!2016
08/documents/nepa promising practices document 2016.Ddf:

•

Define the boundaries (GIS or mapping) of the affected population for both noise and
emissions

•

Define Exposure pathways

•

Utilize citizen, organization and government data, science collection

•

Define unique characteristics, i.e., human health vulnerabilities, health disparities, socio
economic vulnerabilities

•

Explain methodologies and data

•

Consider alternatives with the least impact on the low income and minority population

•

Identify benefits and detriments

•

Determine presence of high and adverse impacts (EJ community may be more susceptible
to impacts than the general population)

•

Utilize systems for data collection such as Health Department, Cancer Registry, National
Birth Defects Registry, National Brain Tumor Registry, etc.

•

Develop a health impact assessment (HIA) and Social Impact Assessment (SIA)

•

Use a comparative population

•

Monitoring plan to assure mitigation is successful

•

Consider on balance compensatory mitigation to equalize detriments

Impact categories FAA must address in an EA:

Table 1: List of Environmental Impact Categories in FAA Order 1050 1. IF

1
2
3
4

5
6
7
8
9
10

Environmental Impact Category
Air Qm1li!Y
Biological Resources
Climate
Coastal Resources
Department ofTran~ortation Act, Section 4(f}
Environmental Impact Category
Farmlands
Hazardous Materials, Solid Waste, and Pollution Prevention
Historical, Architectural, Archeological and Cultural Resources
Land Use
Natural Resources and Energy Supply

Environmental Impact Category
Noise and Noise-Compatible Land Use
Socioeconomics, Environmental Justice, and Children's Environmental Health and
Safet¥ Risks
Visual Effects
Water Resources
Cumulative Impaets
Irreversible and Irretrievable Commitment of Resources

11
12

13
14
15
16

AIR QUALITY
Air quality has not been assessed. A Memorandum of Agreement between EPA, Depa11ment of
Ecology, Puget Sound Clean Air Agency and the Port of Seattle in 1997 was to monitor the air
quality of the Sea-Tac Airport area post 2010 (see attached) due to predicted modeled
exceedances of the NAAQS. This was to occur prior to construction of conditioned elements of
the ALP. These proposed future improvements such as thc new terminal and landside
developments are planned along with other segmented developments such as hardstands and
international facility improvements and no compliance certifications have been issued. No
monitoring is planned. This monitoring should include the analysis of chemical composition of
the soot, debris that was induded in the MOA but not completed due to funding restraint.
The consultant working on the Sustainable Airport Master Plan (SAMP) has provided air quality
data from the ROMS and AEDT modeL The EPA also models the same operations for each year
analyzed. Below is a table created by EPA showing the consultant (in white) and EPA analysis
(in yellow) for 2014 using the same model and FAA supplied operational numbers.

--- -.---------------------------. ..... -- ...
StIORT TONS OF I!OWII'NnS(ZOMt

,, .....'- ---... -~

i-"*
SOURCE
,

.

:Alrcrafl Engines
'APUs
IGSE

,

No"

VOC

VOC

co

co

so.

SO,

PM,.

P'M...

1,623

2,350

242

448

1,329

2,156

158

25,1

8

53

8

52!

72

48

9

29

48
2,292

43

91

5
78

4

307

845

21

7
3

22
20

6
_3 .

22
19

.to1

!Stationary Sources

17
l...:. _ _ _ _

TOTAL

I

----:
•
PM... •

NO,

•_ _ _ _ _ _

:

~--

2,019

1

31.2.-

--

12

0

J 681

188

1

-

__.2.!.._...... ~.•••

PM...

I
I

1

50

I,
,
I

'---__ ..lI

The differences between these estimates have not been explained. For the third runway analysis,
these same problems permeated the modeling. When looking at emission data input from the
third runway analysis, it was clear the consultant had manipulated the data to obtain a
predetermined outcome of compliance. The consultant failed to estimate any particulate data for
all jet operations. All defaults were set to zero. The consultant cut emission data from EPA
published rates and used lower than standard operations time in mode. It is not fully understood

by me at this time, and to what degree, that falsified data has impacted public health and the
environment that would have otherwise received mitigation.

CLIMATE CHANGE
The consultant has provided data on carbon dioxide emissions in the Air Quality Baseline
Preliminary Draft dated September 2017 for 2016 annual emissions. C02 is listed at 396,306
metric tons per year. Yet the Port of Seattle Energy and Sustainability Committee estimate from
2015 is 5.4 million metric tons per year. The difference between the two estimates arc due to the
consultant using a fraction of the Landing/Takeoff cycle rather than total fuel pumped. This
leaves a majority of the carbon dioxide emissions unaccounted for. Since climate impact is a
global concern, honesty and accuracy and taking responsibility for the total global climate impact
is essential to understanding the significant impact the aviation sector has on planning and
mitigation. While trees are the only cun-ent mitigation for aviation produced C02, it makes no
sense the FAA has allowed the significant removal rather than topping 3,000 mature trees around
the airport.
The total climate change impact of the airport expansion will be significant. Sea-Tac is cun-ently
producing 25% of the county's climate change emissions. While the county is reducing
emissions, the airport plans to double its impact. Ninety percent of the climate impact of the
airport is due to jet operations. The Port of Seattle proposes reducing the remaining 10% of
climate emissions by 3% or less over the next 18 years while doubling the 90%. None of the
estimates consider the higher contributing emissions of nitrogen oxides, methane or black
carbon. The imbalance in offsetting the impact could push Sea-Tac to half the county total by
2034 considering the increase in operations and reduction strategies in other sectors. This
scenario will undo and even surpass all gains in every other sector.

Table 13
BASELINE (2016) CONDITION AEDT ANNUAL EMISSIONS

EMISSION
SOURCE

SHORT TONS OF POLLUTANTS (2016)
NOx

voe

CO

SO)(

PM10

PMI.S

COz*

1,775

261

1,455
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13

13

396,306

APUs
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GSE
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-

Stationary Sources

18

1

12

0

1

1
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Aircraft Engines

I

TOTAL

I

2,267

379

4,841

190

48

47

396,306

At the Highline College scoping meeting I asked Port staff at the Climate board why they are
using only a small portion of the takeoff to estimate total climate impact. They said FAA has a
regulation that requires this truncated figure. 1 asked for a copy of the regulation or a reference to
where it can be found and they were unable to provide this. I followed up with a request of the
FAA Environmental Spel:iaIist Cayla Morgan who was present at the seoping who invited
follow-up questions along with her email. She did not provide an answer to my question or
others I asked and referred me to the SAMP comment website link. This seems to be much more
work than what should be necessary especially for citizens who are already experiencing injuries
from excessive noise and airplane emissions.

ENVIRONMENTAL JUSTICE
Health disparities in the communities surrounding the airport have been evaluated by the State
Department of Public Health. Findings of disproportionate, high and adverse consequences exist
in these communities. Currently, respiratory and brain cancer cases are higher than average when
compared to King County and asthma in 98168 is statistically significantly higher than average
when compared to county, state and national levels.
Environmental Justice (EJ) eligible community has been identified by FAA in their June 2017
Preliminary Environmental Analysis (PEA). The Interagency Working Group on EJ
Methodologies March 2016 outlines numerous items for analysis that have not been discussed in
any detail in the SAMP planning process. Cumulative impacts to these communities of noise and
emissions along with health impacts have not been analyzed. Past, present and reasonably
foreseeable impacts have not been addressed. Unknown risks should be evaluated.

(From the PEA)
Figures 5 and 6 shows the areas in which Environmental Justice (EJ) may be a concern within
the Study Area. This data was pulled using the U.S Consensus 2015 data, through the
Environmental Justice tool in AEDT. There are multiple areas of which exceed environmental
justice thresholds within the Study Area. However, there are no reportable or significant noise
impacts and the noise level of the No Action and Proposed Action Alternatives are less than 45
dBA DNL. Furthermore, there is no change to air quality. Therefore, the FAA has preliminarily
determined that there are no high and disproportionate impacts to environmental justice
communities.

Figure 5: EJ areas with the No
Action flight tracks

Figure 6: EJ areas with the
Proposed Action fl..gbt tracks
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The aforementioned analysis preliminarily indicates that there would be no direct or indirect or
cumulative significant impact as a result of the implementation of the Proposed Action.

This analysis, above, ignores the significant impact that already exists with air quality impacts,
violations of federal and state law, excessive noise through the night and health disparities
discovered in the past and present. EPA EJ Screen tool can be used to assess the low income and
minority populations around Sea-Tac and view the risk and negative health outcomes. Many of
the census tracts in 98168 and 98198 typically overtlown by departing and arriving aircraft
exhibit extreme conditions. Some of the greatest poverty levels, language barriers, no access to
healthcare deficiencies and health disparities in the county exist in these communities along with
double the average for the county numbers per household of children. The Highline School

District that serves these communities has some of the highest poverty level families, and service
needs of any school district in the state. See attached high noise area map and State Department
of Health Washington Tracking Network health disparities map. Both exhibit similar areas of
impact for high noise levels and negative health outcomes.

The State Board of Health on behalf of the State Department of Public Health finding
statistically significant health disparities in the communities surrounding Sea-Tac Airport writing
in The Washington State Committee on Environmental Justice, June 2001"Final Report, State Board of
Health Priority: Environmental Justice" states:

"Airport community membeiS living near the SeaTac Airport identified several concerns related
to air pollution from operations at the airport (see Washington State Department of Health et
aI., February and December 1999. These reports can be accessed through:
http://www.doh.wa.gov/EHSPHUEpidemiology/NICE/HTMUnicepubs.htm. )
A March 2000 report prepared jointly by DOH, the Washington State Department of Ecology,
the Puget Sound Clean Air Agency, Public Health-Seattle and King County and several other
agencies and community representatives found that, in the SeaTac Airport area, there are
statistically significantly higher rates of the following conditions:

• Lung cancer cases within one mile of the airport compared to the rest of King County
and to Washington State;
• Oral and pharyngeal cancer cases within one mile of the airport compared to
Washington State;
• Deaths from lung cancer and chronic obstructive pulmonary disease in an area
approximately three miles to the west and north and one mile to the east and south of
the airport (defined by census tracts) compared to King County; and
• Hospital admission for asthma and pneumonia/influenza in an area approximately three
miles to the west, north and east and one half mile to the south of the airport (defined by
zip code:,) (;Urnpared to King County.

The March 2000 report recommended that an air quality study be conducted around SeaTac
Airport. This recommendation was. in part, forwarded because of environmental justice
concerns. The report states, "fundamental to the concept of environmental equity is the value
that one group of people not incur environmental exposures from commercial activities from

which another group benefits. Those who use SeaTac Airport often derive great financial and
. other benefits from worldwide travel. The extent to which these benefits come at the expense
of environmental degradation affecting the people who live around the airport is unknown,

since a comprehensive air quality study has not been performed at SeaTac Airport to determine
the impacts attributable to airplane emissions and airport-related traffic" (Washington State
Department of Health et aI., lOOO, p. 8). [pages 14, 15] (Emphasis added)

Regarding unknown risks the Federal Interagency Working Group (IWG) on Environmental Justice states
in publication "Promising Practices for EJ Methodologies in NEPA Reviews" dated March 2016:
https:ijwww.epa.gov/sites/production/filesIZOl6

08/documents/nepa promising practices document 20t6.pdf

"The degree to which an impact involves unique or unknown risks (see 40 CFR§lS08.27(b)(S)) to
minority populations and low-income populations in the affected environment can inform how
agencies assess the significance of the impact. Minority populations and low-income populations
could be uniquely susceptible to impacts from a proposed action due to: 1) special vulnerabilities,
e.g. pre-existing health conditions that exceed norms among the general population; 2) unique
routes of exposure, e.g. use of surface or well water in rural communities; or 3) cultural practices,
e.g. subsistence fishing, hunting or gathering, access to sacred sites." IWG page 34

The FAA EA and Port of Seattle EIS must include the following:
1) An air quality monitoring program must be completed which includes toxics and criteria
pollutants and used as a validation for modeling
2) A risk analysis must be completed which evaluates all known chemicals released from
the airport including air toxics, criteria pollutants, PAR, metals, soot analysis which
might be affecting the poor public health outcomes
3) A toxicology study must be completed to help plan mitigation. This should include
analysis of people, plants, soil, and open water at a minimum.
4) Mitigation plans, programs and strategies should be planned and implemented along with
the SAMP development not after
5) Any mitigation strategy must have a monitoring plan to assure success
6) A similar area must be used for comparison to evaluate health impacts (Kent Auburn area
was used as a comparative population to Sea-Tac Airport communities by the State
Department of Health zip code study in 2000. This area along with Tukwila is overflown
by arriving aircraft to both Boeing Field and Sea-Tac Airport. Health disparities in these
cities can clearly be seen as extreme on the enclosed map of poor health outcomes and
should not be used as a comparison)

7) Areas of impact for emissions should be mapped along with noise.
Consider for instance:
a) New Jersey Institute of Technology has found a wide circular area around airports in
the US experiencing toxic emissions 10 times greater than elsewhere
b) State Department of Health found health impact areas to the west and east ofSea-Tac
Airport experiencing health disparities
c) EPA evaluating Midway Airport found risk threshold exceeded for 1,3 Butadiene to
the northeast of the airport not typically in a noise contour band,
d) McCulley Frick and Gilman Air Quality Survey found hydrocarbon levels exceeding
state New Source regulations around Sea-Tac Airport outside of the noise contours
e) Department of Commerce and LAX Ultrafine Particulate study found sooty debris
typical ofjet engine combustion discharge in flight paths for 10 miles out from
runway ends
8) An epidemiological study should be conducted
9) All studies should show independence and be peer reviewed to assure objectivity
10) All analysis should include data input, assumptions and justification

In 1996 for the third runway EIS, wild and irresponsible predictions were made about air quality
impacts. Some sources were estimated far too high and aircraft much lower than had been
previously predicted by EPA and Department of Ecology. The Port of Seattle consultants
Landrum & Brown predictions were accepted as state-of-the art. It was not until after 20J 1 that
Russ Simonsen, environmental manager at the Port of Seattle admitted the figures were
inaccurate. The high sources pales in severity to the elimination of data from the EDMS aircraft
model, using too low time-in-mode values and falsified emission factors. The public health
impacts we are now experiencing is a result of fraudulent, inaccurate and irresponsible data
collection and dissemination.
Similarly, the forecasting of operations failed miserably to even come close to predicting what is
happening today. The expanded airport facilities, once predicted to handle operations through
2030 and beyond, are now inadequate even in the existing condition less than 10 years after the
opening of the third runway. Constraint and congestion caused by the introduction of the Delta
Hub and the need for the SAMP expansion began as early as 2014, only six years after the
opening of the most expensive runway in GS history.
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American Indian
Asian
Black
Hispanic
Multi-Race
Pacific Islander

-

White

State Department of Health Washington Tracking Network Health Disparities for 98168 that
follow flight path and match high noise area

Highest noise level in purple at the airport and surrounding red represents highest noise levels
and matches the health disparities map from Department of Health

1997 EPA, PSCAA, DOE and Port of Seattle Memorandum of Agreement commitment for monitoring the
airport area post 2010 due to predicted future scenario mode led violations of the federal National
Ambient Air Quality Standard for carbon monoxide. Predicted future violations of the NAAQS for N0 2
were not carried forward although contained within the EOMS modeling for airport environment. PM 10
and PM 2.5 had been eliminated from the EDMS model for all jet aircraft LTO between 1993 and 1994.
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Negative health outcomes from the State Department of Health Washington Tracking Network Map
follow the flight path and show high rates for Kent Valley where emissions settle and where flights
arriving at both Sea-Tac and Boeing Field overfly below 3,000 feet. Sea-Tac Airport is blue teardrop.

.-.

•

I

?

locate Address
98168

Find

Example of a census tract (yellow highlight) from EPA EJ Screen tool where health disparities and risk is
above the 90th percentile

•

?

I

o
v
, •
C

-

Go Back to Topic Selection
"CI8I"'" .,..........

$

Social Determinants

_

Economic
Determinants

_

} ~ Poor Health Outcomes •

June 2001 State Board of Health recommendation for a thorough air quality analysis as a result of
findings of significant cancer and respiratory illnesses in zip codes around Sea-lac Airport for study years
1992-1995 and 1992-1996 http:Usboh.wa.gov/PortalsWDoc/EJ!EJReport 2001.pdf

"EPA explains that "fair treatment means that no population, due to policy or economic
disempowerment, is forced to bear a disproportionate burden
of the negative human health or environmental impacts of pollution or other environmental
consequences resulting from industrial, municipal, and
commercial operations or the execution of federal, state, and local and tribal programs and
policies" (U.S. Environmental Protection Agency, 199B).
Of particular interest to the Committee is the specific claim that disproportionate exposures
produce adverse health outcomes that are also borne
disproportionately by these populations. It has been well documented in the State of
Washington that low-income and minority populations have
poorer health status than the overall population and have higher rates of a variety of diseases,
including cancer and asthma. Many complex factors
interact to produce health disparities among populations. Environmental and occupational
exposures, access to medical care, nutrition,behavioral
choices, and genetic variability, all contribute and are related. Where one lives and works is
often less a matter of choice than the result of
socioeconomic status. It is usually the case that people in the lower socioeconomic strata are
more likely to live in the most hazardous environments
and to work in the most hazardous occupations (Olden, 1998). [page 7J
Community Health Concerns around SeaTac Airport Community members living nearthe
SeaTac Airport identified several concerns related to air
pollution from operations at the airport (Washington State Department of Health et aI.,
February and December 1999). These reports can be accessed
through http://www.doh.wa.gov!EHSPHUEpidemiologv/NICE/HTMUnicepubs.htm. A March
2000 report prepared jointly by DOH, the Washington
State Department of Ecology, the Puget Sound Clean Air Agency, Public Health-Seattle and
King County and several other agencies and community
representatives found that, in the SeaTac Airport area, theiE aiE statisticaHy signlficantly higher
rates ofthe folloWing conditions:
• lung cancer cases within one mile of the airport compared to the rest of King County and to
Washington State;
• oral and pharyngeal cancer cases within one mile of the airport compared to Washington
State;

• deaths from lung cancer and chronic obstructive pulmonary disease in an area approximately
three miles to the west and north and one mile to the east
and south of the airport (defined by census tracts) compared to King County; and
• hospital admission for asthma and pneumonia/influenza in an area approximately three miles
to the west, north and east and one half mile to the south
of the airport (defined by zip codes) compared to King County.
The March 2000 report recommended that an air quality study be conducted around SeaTac
Airport. This recommendation was, in part, forwarded because
of environmental justice concerns. The report states, "fundamental to the concept of
environmental equity is the value that one group of people not incur
environmental exposures from commercial activities from which another group benefits. Those
who use SeaTac Airport often derive great financial and
other benefits from worldwide travel. The extentto which these benefits come at the expense
of environmental degradationaffectingthepeople who live
around the airport is unknown, since a comprehensive air quality study has not been performed
at SeaTac Airport to determine the impacts attributable to
airplane emissions and airport-related traffic" (Washington State Department of Health et a!.,
2000, p. 8). [pages 14, 15J
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PSCAA made a scoping request for a risk analysis in 1994 for the Third Runway Draft Environmental
Impact Statement (EIS) and again asking for the Final EIS to provide a risk analysis that includes all
chemicals, This request was from Dennis McClerran who was recently Region X EPA Administrator.
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Below is the Final EIS response to PSCAA Scoping request for a risk analysis:
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Environmental Impact analysis should include the following considerations:

1)
2)
3)
4)

Full disclosure of data used for model input
Worst case predictions year by year of increases in emissions and noise
Worst-case predictions year by year of increases in operations
Airspace constraints, i.e., how many operations can FAA reasonably manage in the
airspace
5) On the ground congestion, i.e., how many operations can the airport reasonably
manage in peak hour/day/month
6) Timeline for sunsetting Sea-Tac as the only regional airport
7) Plans for mitigating potential worst-case predictions of operationS/impacts to human
health, environment, congestion
8) Local roadway capacity and congestion considering 30% increase in cargo
9) Who is primarily responsible for the financial impact of construction and operation
activities on iocai, state and interstate road damage
10) How will the financial impact of loss on regional worktime and productivity be
compensated for by Port of Seattle related traffic congestion

Debi Wagner
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U.S. ENVIRONMENTAL
PROTECTION AGENCY
Cooperative Agreement

RECIPIENT TYPE:
Not for Profit
RECIPIENT:
EI Centro de la Raza
2524 16th Avenue, S
Seattle, WA 98144-5104
EIN: 91-0899927
PROJECT MANAGER
Estela Ortega
2524 16th Avenue. S
Seattle, WA 98144-5104
E-Mail: eortega@elcentrodelaraza.org
Phone: 206-957-4613

pJage
EC - 01J27101 - 0
GRANT NUMBER (FAIN):
01J27101
DATE OF AWARD
MODIFICATION NUMBER: 0
08/29/2016
PROGRAM CODE:
EC
MAILING DATE
TYPE OF ACTION
09/05/2016
New
PAYMENT METHOD:
ACH#
PEND
Send Payment Request to:
Las Vegas Finance Center
FAX # 702-798-2423
PAYEE:
EI Centro de la Raza
2524 16th Avenue, S
Seattle, WA 98144-5104

EPA PROJECT OFFICER
Catherine Vila
1200 Sixth Avenue, Suite 900, ETPA-202-6
Seattle, WA 98101
E-Mail: Vila.Catherine@epa.gov
Phone: 206-553-1544

EPA GRANT SPECIALIST
Mary Gutierrez
1200 Sixth Avenue, Suite 900, OMP-173
Seattle, WA 98101
E-Mail: gutierrez.mary@epa.gov
Phone: 206-553-6056

PROJECT TITLE AND DESCRIPTION
Environmental Justice Collaborative
The Beacon Hill E.1vironmental Health Collaboration aims to improve the neighborhood's environmental health through educational outreach, engagement and
capacity building. The project will be implemented in a cross-culturally and linguistically-competent manner to ensure inclusive engagement for improving the
health of its residents. The project approach incorporates all seven elements of the Environmental Justice Collaboration Problem Solving Model.
BUDGET PERIOD
10/01/2016 - 09/30/2018

I

PROJECT PERIOD
10101/2016 - 09/30/2018

TOTAL BUDGET PERIOD COST
$150,000.00

l

TOTAL PROJECT PERIOD COST
$150,000.00

NOTICE OF AWARD
Based on your Application dated 08/23/2016 including all modifications and amendments, the United States acting by and through the US Environmental
Protection Agency (EPA) hereby awards $120,000. EPA agrees to cost-share 80.00% of all approved budget period costs incurred, up to and not exceeding
total federal funding of $120,000. Recipient's signature is not required on this agreement. The recipient demonstrates its commitment to carry out this award
by either: 1) drawing down funds within 21 days after the EPA award or amendment mailing date; or 2) not filing a notice 01 disagreement with the award terms
and conditions within 21 days after the EPA award or amendment mailing date. If the recipient disagrees with the terms and conditions specified In this award,
the authorized representative 01 the recipient must furnish a notice of disagreement to the EPA Award Official within 21 days after the EPA award or
amendment mailing date. In case of disagreement, and until the disagreement is resolved, the recipient should not draw down on the funds provided by this
award/amendment, and any costs incurred by the recipient are at its own risk. This agreement is subject to applicable EPA regulatory and statutory provisions,
all terms and conditions of this agreement and any attachments.
ISSUING OFFICE (GRANTS MANAGEMENT OFFICE)
AWARD APPROVAL OFFICE
ORGANIZATION I ADDRESS
ORGANIZATION I ADDRESS
EPA Region 10
U,S. EPA, Region 1O
Mail Code: OMP-173
Regional Administrators Division
1200 Sixth Avenue, Suite 900
1200 Sixth Avenue, Suite 900
Seattle, WA 98101
Seattle, WA 98101
THE UNITED STATES OF AMERICA BY THE U.S_ ENVIRONMENTAL PROTECllON AGENCY
Digital signature applied by EPA Award Official Paula VanHaagen - Manager - Grants Unit

I

DATE
08/29/2016

EPA Funding Information
FUNDS
EPA Amount This Action

THIS ACTION

AMENDED TOTAL

$

$ 120,000

$ 120,000

a

$

$

$

Unexpended Prior Year Balance

$

$

$0

Other Federal Funds

$

$

$0

Recipient Contribution

EPA In-Kind Amount

$

$ 30,000

$ 30,000

State Contribution

$

$

$0

Local Contribution

$

$

$0

Other Contribution

$

I ....

2 CFR 200
2 CFR 1500
40 CFR 33 and 40 CFR 35 Subpart A

Clean Air Act: Sec. 103(b)(3)

~'Q•••

$0
$ 150,000

Regulatory Authority

Statutory Authority

~ ~~~~?~~ EnVi~~~~~~ta~J~~~.:.::ollaborative
IVIJICIII-SclvTlI~ '-'Iant~,

$
$ 150,000

$0

Assistance Program (CFDA)

I I
r-
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FORMER AWARD

Allowable Project Cost

I

EC - 01J27101 - 0

I-

Fiscal
Site Name

-

Req No
1610UZGOOl

FV
161 f

Approp_
Code

Budget
Organization

B

lOU

PRC
301 E5!

Object
Class
4183

Site/Project

Cost
Organization

Obligation /
Deobligation
120,000

I

I I I I I I I I I 12J

EC - 01J27101 - 0
Budget Summary Page
Table A - Object Class Category
(Non-construction)
1. Personnel
2. Fringe Benefits
3. Travel
4. Equipment
5. Supplies
6. Contractual
7. Construction
B.Other
9. Total Direct Charges
10. Indirect Costs: % Base
11. Total (Share: Recipient 20.00 % Federal 80.00 'Yo.)
12. Total Approved Assistance Amount
13. Program Income
14. Total EPA Amount Awarded This Action
15. Total EPA Amount Awarded To Date

Total Approved Allowable
Budget Period Cost
$33,179
$3,011
$1,328

$0
$1,280
$16,099
$0
$91,785
$146,682
$3,318
$150,000
$120,000

$0
$120,000
$120,000
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Administrative Conditions
1. General Terms and Conditions - Effective 03/29/2016
The recipient agrees to comply with the current EPA general terms and conditions available at:

https://www.epa.gov!grants/epa-general-terms-and-conditions-effective-march-29-2016-or-later.
These terms and conditions are in addition to the assurances and certifications made as part of the award
and terms, conditions or restrictions cited below.
The EPA repository for the general terms and conditions by year can be found at:
http:Jtwww2.eoa.QOv/grantslgrant-terms-anctconditions.

2. General Terms and Conditions - Consultant Cap - Additional Information
In addition to the General Terms and Conditions #6 "Consultant Cap", as of January 1,2016, the limit is
$614.48 per day $76.81 per hour.

NOTE: For future years' limits, the recipient may find the annual salary for Level IV of the Executive
Schedule on the following Internet site: http://www.opm.gov/oca. Select "Sa!ary and Wages", and select
"Rates of Pay for the Executive Schedule". The annual salary is divided by 2087 hours to determine the
maximum hourly rate, which is then multiplied by 8 to determine the maximum daily rate.

3. General Terms and Conditions - Cybersecurity
The recipient agrees to comply with the current EPA general terms and conditions "Cybersecurity". The
terms and conditions can be found on the EPA Grants Terms and Conditions Website.
For STATE:

http://www2.epa.gov/sites/productionlfiles/2015=07/documentslstate grant cyb§r security condition.pdf.
For TRIBE:
http://www2.epa.qov/sitesiproductionlfilesJ2015-07/documentsltribal grant cWer security condition.Qdf.
For Other Recipients:

http://www2.epa,QOv/sitesiproductionlfi1esI2015-07/documents/cyber security grant condition for other r
ecipients.pdf.
4. General Terms and Conditions -Indirect Costs - EPA 10% Default Rate
In addition to the General Terms and Conditions "'ndirect Cost Rate Agreements", as agreed to by the
recipient, the indirect costs funded by this award are limited to 10% of salaries and wages only. By

accepting this assistance agreement, the recipient agrees to use this rate for the life of the
agreement.
When the actual costs for this period have been determined, any overpayment of indirect costs from this
assistance agreement shall be repaid to EPA at the time of the close out of this agreement and
submission of the final Federal Financial Report (SF·42S). Repayments shall be sent to:
US Environmental Protection Agency
Las Vegas Finance Center
Box 979087
St. Louis, MO 63197-9000
The recipient also acknowledges that permission to use this rate is contingent on taking significant steps
to obtain a current indirect cost rate agreement.

5. General Terms and Conditions -Indirect Costs for Non-Profit Organizations

The cost principles of 2 CFR 200 Subpart E are applicable, as appropriate, to this award.
In addition to the General Terms and Conditions "Indirect Cost Rate Agreements", recipients may not
draw down indirect costs unless they: (1) have a current rate agreement; (2) have been approved for a flat
10% rate; or (3) have submitted, within 90 days of award, an indirect cost rate proposal to their cognizant
federal agency for review and approval and a final rate has been determ ined by the cognizant agency.
The recipient agrees to comply with the audit requirements in accordance with OMB Circular 2 CFR 200
Subpart F.
6. UTILIZATION OF SMALL, MINORITY AND WOMEN'S BUSINESS ENTERPRISES (MBEIWBE)
GENERAL COMPLIANCE, 40 CFR, Part 33
The recipient agrees to comply with the requirements of EPA's Disadvantaged Business Enterprise (DBE)
Program for procurement activities under assistance agreements, contained in 40 CFR, Part 33.
REPORTING PROVISION
MBEIWBE reporting is required annually for assistance agreements where there are funds budgeted for
procuring construction, equipment, services and supplies, including funds budgeted for direct
procurement by the recipient or procurement under subawards or loans in the "Other" category, that
exceed the threshold amount of $150,000, including amendments andlor modifications.
Based on EPA's review of the planned budget, this award does not meet the condition above and is not
subject to the reporting requirements of the Disadvantaged Business Enterprise (DBE) Program.
However, if during the performance of the award the total of all funds expended for direct procurement by
the recipient and procurement under subwards or loans in the "Other" category exceeds $150,000, annual
reports will be required in accordance with the reporting paragraph below and you are required to notify
your grant specialist for additional instructions.
The recipient also agrees to request prior approval from EPA for procurements that may activate DBE
Program reporting requirements.
This provision represents an approved deviation from the MBEIWBE reporting requirements as described
in 40 CFR, Part 33, Section 33.502; however, the other requirements outlined in 40 CFR Part 33 remain in
effect, including the Good Faith Efforts requirements as described in 40 CFR Part 33 Subpart C and Fair
Share Objectives negotiation as described in 40 CFR Part 33 Subpart D and explained below.
MBEIWBE REPORTING, 40 CFR, Part 33, Subpart E
When required, MBElWBE reports must be submitted annually. The recipient agrees to complete and
submit a "MBEIWBE Utilization Under Federal Grants, Cooperative Agreements and Interagency
Agreements" report (EPA Form 5700-52A) on an annual basis. All procurement actions are reportable, not
just that portion which exceeds $150,000.
When completing the annual report, recipients are instructed to check the box titled "annual" in section 1B
of the form. For the final report, recipients are instructed to check the box indicated for the "last report" of
the project in section 1B of the form. Annual reports are due by October 30th of each year. Final reports
are due by October 30 'h or 90 days after the end of the project period, whichever comes first.
The reporting requirement is based on total procurements. Recipients with expended andlor budgeted
funds for procurement are required to report annually whether the planned procurements take place
during the reporting period or not. If no budgeted procurements take place during the reporting period, the
recipient should check the box in section 5B when completing the form.
The current EPA Form 5700-52A can be found at the EPA Office of Small Business Program's Home
Page at htto:llwww.epa.gov/osbp/dbereportina.htm

SIX GOOD FAITH EFFORTS, 40 CFR, Part 33, Subpart C
Pursuant to 40 CFR, Section 33.301, the recipient agrees to make the following good faith efforts
whenever procuring construction, equipment, services and supplies under an EPA financial assistance
agreement, and to require that SUb-recipients, loan recipients, and prime contractors also comply.
Records documenting compliance with the six good faith efforts shall be retained:

(a) Ensure DBEs are made aware of contracting opportunities to the fullest extent practicable
through outreach and recruitment activities. For Indian Tribal, State and Local and Government
recipients, this will include placing DBEs on solicitation lists and soliciting them whenever they are
potential sources.
(b) Make information on forthcoming opportunities available to DBEs and arrange time frames for
contracts and establish delivery schedules, where the requirements permit, in a way that
encourages and facilitates participation by DBEs in the competitive process. This includes,
whenever possible, posting solicitations for bids or proposals for a minimum of 30 calendar days
before the bid or proposal closing date.
(c) Consider in the contracting process wl1ether firms competing for large contracts could
subcontract with DBEs. For Indian Tribal, State and local Government recipients, this will include
dividing total requirements when economically feasible into smaller tasks or quantities to permit
maximum participation by DBEs in the competitive process.
(d) Encourage contracting with a consortium of DBEs when a contract is too large for one of these
firms to handle individually.
(e) Use the services and assistance of the SBA and the Minority Business Development Agency
of the Department ot Commerce.
(f) If the prime contractor awards subcontracts, require the prime contractor to take the steps in
paragraphs (a) through (e) of this section.

CONTRACT ADMINISTRATION PROVISIONS, 40 CFR, Section 33.302
The recipient agrees to comply with the contract administration proviSions of 40 CFR, Section 33.302.
BIDDERS LIST, 40 CFR, Section 33.501 (b) and (e)
Recipients of a Continuing Environmental Program Grant or other annual reporting grant, agree to create
and maintain a bidders list. Recipients of an EPA financial assistance agreement to capitalize a revolving
loan fund also agree to require entities receiving identified loans to create and maintain a bidders list if the
recipient of the loan is subject to, or chooses to follow, competitive bidding requirements. Please see 40
CFR, Section 33.501 (b) and (c) for specific requirements and exemptions.

FAIR SHARE OBJECTIVES, 40 CFR, Part 33, Subpart D

1. For Grant Awards 1250.000 or Less
This assistance agreement is a Technical Assistance Grant (TAG); or the award amount is $250,000 or
less; or the total dollar amount of all of the recipient's financial assistance agreements from EPA in the
current Federal fiscal year is $250,000 or less. Therefore, the recipient of this assistance agreement is
exempt from the fair share objective requirements of 40 CFR, Part 33, Subpart D, and is not required to
negotiate fair share objectives/goals for the utilization of MBE/WBEs in its procurements.

2. For Recipients Accepting Goals
A iecipient must negotiate 'v·,ith the appropriate EPA 3'1Jard official, or his/her designee, fair share
objectives for MBE and WBE participation in procurement under the financial assistance agreements.
In accordance with 40 CFR, Section 33.411 some recipients may be exempt from the fair share objectives
requirements as described in 40 CFR. Part 33, Subpart D. Recipients should work with their DBE
coordinator, if they think their organization may qualify for an exemption.

Accepting the Fair Share Objectives/Goals of Another ReCipient
The dollar amount of this assistance agreement, or the total dollar amount of all of the reCipient's financial
assistance agreements in the current federal fiscal year from EPA is $250,000, or more. The recipient
accepts the applicable MBEIWBE fair share objectives/goals negotiated with EPA. The Region 10 fair
share objectives/goals can be found: http://Www.epa.gov/osbpipdfs/r10 fair share goals.pdf.

By signing this financial assistance agreement, the recipient is accepting the fair share objectives/goals
and attests to the fact that it is purchasing the same or similar construction, supplies, services and
equipment, in the same or similar relevant geographic buying market.
Negotiating Fair Share Objectives/Goals, 40 CFR, Section 33.404
The recipient has the option to negotiate its own MBEIWBE fair share objectives/goals. If the recipient
wishes to negotiate its own MBE/WBE fair share objectives/goals, the recipient agrees to submit proposed
MBEIWBE objectives/goals based on an availability analysis, or disparity study, of qualified MBEs and
WBEs in their relevant geographic buying market for construction, services, supplies and equipment.
The submission of proposed fair share goals with the supporting analysis or disparity study means that the
recipient is not accepting the fair share objectives/goals of another recipient. The recipient agrees to
submit proposed fair share objectives/goals, together with the supporting availability analysis or disparity
study, to the Regional MBEIWBE Coordinator within 120 days of its acceptance of the financial assistance
award. EPA will respond to the proposed fair share objective/goals within 30 days of receiving the
submission. If proposed fair share objective/goals are not received within the 120 day time frame, the
recipient may not expend its EPA funds for procurements until the proposed fair share objective/goals are
submitted.

3. For Recipients with Established Goals
The recipient must negotiate with the appropriate EPA award official, or his/her designee, fair share
objectives for MBE and WBE participation in procurement under the financial assistance agreements.
In accordance with 40 CFR, Section 33.411 some recipients may be exempt from the fair share objectives
requirements described in 40 CFR, Part 33, Subpart D. Recipients should work with their OBE
coordinator, if they think their organization may qualify for an exemption.
Current Fair Share Objective/Goal·
The dollar amount of this assistance agreement or the total dollar amount of all of the recipient's financial
assistance agreements in the current federal fiscal year from EPA is $250,000, or more. The Region 10
fair share objectives/goals can be found: http://www.epa.gov/osbp/pdfslr10 fair share ooaIs.pdf.
Negotiating Fair Share Objectives/Goals
In accordance with 40 CFR, Part 33, Subpart 0, established goals/objectives remain in effect for three
fiscal years unless there are significant changes to the data supporting the fair share objectives. The
recipient is required to follow requirements as outlined in 40 CFR Part 33, Subpart 0 when renegotiating
the fair share objectives/goals.

Region 10 DBE Coordinator
Andrea Bennett at (206) 553-1789 or email: Bennett.Andrea@eoa.goy. The coordinator can answer any
MBElWBE reporting questions you may have. MBEIWBE reports should be sent to the EPA Region 10,
Grants and Interagency Agreements Unit, 1200 Sixth Avenue, Suite 900, OMP-173, Seattle, WA 98101 or
FAX to (206) 553-4957.
7. FY12 or Later Unpaid Federal Tax Liabilities/Felony Convictions for Non-Profit and For-Profit
Organizations
This award is subject to the provisions contained in the Consolidated Appropriations Act, 2014, Public Law
113-76, Division G, Title IV, Sections 422 and 423 regarding unpaid federal tax liabilities and federal
felony convictions, which also have been included in prior appropriations acts. Accordingly, by accepting
this award the recipient acknowledges that it: (1) is not subject to any unpaid Federal tax liability that has
been assessed, for which all judicial and administrative remedies have been exhausted or have lapsed,
and that is not being paid in a timely manner pursuant to an agreement with the authority responsible for
collecting the tax liability, and (2) has not been convicted of a felony criminal conviction under any Federal
law within 24 months preceding the award, unless EPA has considered suspension or debarment of the
corporation based on these tax liabilities or convictions and determined that such action is not necessary
to protect the Government's interests. If the recipient fails to comply with these provisions, EPA will annul
this agreement and may recover any funds the recipient has expended in violation of Sections 422 and

423.

Programmatic Conditions
Environmental Justice Conditions
1. Semi-annual Performance Reports
The recipient shall submit one copy of a short written summary report for each six month period
throughout the duration of the project period. The semi-annual report should include an overview of the
activities that have taken place during the six month period. Refer to 40 CFR 30.S1(d) for guidance on
information that should be included in the reports. Reports are due to the EPA Project Officer 30 days
after the six month period and are based on the start date of the project period shown in the assistance
agreement.
If the project period ends at a six month period, a final report will be accepted in lieu of that semi -annual
report.
In addition to the semi-annual peiformance reports, the iecipient shaH immediately notify the EPA PiOject
Officer of developments that have a significant impact on the award-supported activities. Also, notification
shall be given in the case of problems, delays, or adverse conditions which materially impair the ability to
meet the objectives of the award. This notification shall include a statement of the action taken or
contemplated, and any assistance needed to resolve the situation.
2. Final Performance Report
Within 90 days after the end of the project period the recipient agrees to submit two copies of the final
project report to the EPA Project Officer. The report must clearly address the items below:
a. An abstract or overview of the project in terms of its overall process and outcomes. Indicate which
eligible activities and or EPA criteria were addressed and how these were fulfilled.
b. Include information on the target audience, such as (local residents, community activists, businesses,
etc.), and demographics of the target audience.
c. What findings or information were gained that could contribute to addressing environmental injustices.
d. Description of evaluation measures and results. Include evaluation tools where applicable.
e. Plans for dissemination of project results in terms of method of dissemination and target audience (I.e.,
conference presentations, educator networks, community forums, etc.).
f. Were any problems encountered that prohibited the completion of the project goals or objectives? If
yes, how were they overcome?
g. Provide an overview of expenditures and budget. What changes were made to the budget, if any?
Were expenditures made as planned?
h. What benefits were gained from this program?

i. How could EPA have been more effective in aSSisting you with this project? For example, were EPA's
priorities and directives in the solicitation notice clearly stated?
After review of the final report, the EPA Project Officer may request additional information from the
recipient. Once the EPA Project Officer receives an acceptable final report, the Project Officer will keep
one copy and send a copy to a national clearing house of environmental justice materials. In addition to
the report, the recipient should also supply two copies to EPA of alf tangible final products that were
created for the purposes of the funded project (i.e., videos, research findings, curriculum, presentations,
etc.). If an exhibit, slide show, or other item was created that is too large and/or expensive to duplicate,
photos or transcripts of the product may be substituted.

3. Use of Data - Intangible Property
The recipient agrees to comply with the provisions of 40 CFR 30.36 or 40 CFR 31.34, as applicable.
4. Acknowledgment of Sponsorship
EPA encourages recipients to include an acknowledgment of the sponsoring program, when appropriate,
on fliers, agendas, and at meetings, etc. A suggested statement is: "This project is sponsored through or
in part by an Environmental Justice Grant from the Environmental Protection Agency under assistance
agreement (number) to (recipient)."
5. Substantial Involvement
The EPA will be substantially involved in this project by participating in the following activities: (1) Within
the first nine months of the project, the EPA reserves the right to negotiate work plan and budget; (2)
monitor the project management and execution throughout the assistance agreement's project and budget
period; (3) provide technical assistance and coordination as requested or needed by the recipient; and (4)
review and approve technical deliverables.

6. Light Refreshments
Unless the event(s) and all of its components (Le., receptions, banquets and other activities that take
place after normal business hours) are described in the approved workplan, the recipient agrees to obtain
prior approval from EPA for the use of grant funds for light refreshments and/or meals served at meetings,
conferences, training workshops, and outreach activities (events). The recipient must send requests for
approval to the EPA Project Officer and include:
(1) An estimated budget and deSCription for the light refreshments, meals, and/or beverages to be
served at the event(s);
(2) A description of the purpose, agenda, location, length and timing for the event.
(3) An estimated number of participants in the event and a description of their roles.
Recipients may address questions about whether costs for light refreshments, and meals for events are
allowable to the recipient's EPA Project Officer. However, the Agency Award Official or Grant
Management Officer will make final determinations on allowability. Agency policy prohibits the use of
EPA funds for receptions, banquets and similar activities that take place after normal business hours
unless the recipient has provided a justification that has been expressly approved by EPA's Award Official
or Grants Management Officer.
Note: U.S. General Services Administration regulations define light refreshments for morning, afternoon or
evening breaks to include, but not be limited to, coffee, tea, milk, juice, soft drinks, donuts, bagels, fruit,
pretzels, cookies, chips, or muffins. (41 CFR 301-74.11)

7. Competency of OrganizaUons Generating and/or Using Environmental Measurement Data

In accordance with Agency Policy Directive Number FEM-2012-02, PolicV to Assure the Competency of

Organizations Generating Environmental Measurement Data under Agency-Funded Assistance
Agreements, recipient shall maintain competency for the duration of the project period of this agreement
and this will be documented during the annual reporting process. A copy of the Policy is available online
at htto:J/www.epa.gov/fem/lab comp.htm or a copy may also be requested by contacting the EPA Project
Officer for this award.
Federal Assistance Agreement Fynds Up To $200.QQQ
Recipient agrees that if the total federal funding obligated on this award exceeds $200,000 (resulting from
subsequent amendments to this agreement) and will involve the use or generation of environmental data it
will (unless it has otherwise done so) demonstrate competency prior to carrying out any activities involving
the generation or use of environmental data under this agreement.

Federal Assistance Agreement Funds

Exceed Of Expect to EXceed $200.000

Recipient agrees, by entering into this agreement, that it has demonstrated competency prior to award, or
alternatively, where a pre-award demonstration of competency is not practicable. Recipient agrees to
submit documentation and demonstrate competency prior to carrying out any activities under the award
involving the generation or use of environmental data.
R10 Quality Assurance Team Contact: Donald M. Brown at (206) 553-0717 or email:
brown·donaldM@epa·9ov.

S. Electronic and Information Technology Accessibility
Recipients and subrecipients are subject to the program accessibility provisions of Section 504 of the
Rehabilitation Act, codified in 40 CFR Part 7, which includes an obligation to provide individuals with
disabilities reasonable accommodations and an equal and effective opportunity to benefit from or
participate in a program, including those offered through electronic and information technology ("EIT"). In
compliance with Section 504, EIT systems or products funded by this award must be designed to meet the
diverse needs of users (e.g., U.S. public, recipient personnel) without barriers or diminished function or
quality. Systems shall include usability features or functions that accommodate the needs of persons with
disabilities, including those who use assistive technology. At this time, the EPA will consider a recipient's
websites, interactive tools, and other EIT as being in compliance with Section 504 if such technologies
meetstandards estabiished under Section 508 of the Rehabiiitation Act, codified at 36 CFR Part 1194.
While Section 508 does not apply directly to grant recipients, we encourage reCipients to follow either the
508 guidelines or other comparable guidelines that concern accessibility to EIT for individuals with
disabilities. Recipients may wish to consult the latest Section 508 guidelines issued by the US Access
Board or W3C's Web Content Accessibility Guidelines (WCAG) 2.0 (see
http://www.access-board.gov/sec50S/guide/index.htm).

9. Sufficient Progress
EPA may terminate the assistance agreement for failure of the recipient to make sufficient progress so as
to reasonably ensure completion of the project within the project period, including any extensions. EPA
will measure sufficient progress by examining the performance required under the workplan in conjunction
with the milestone schedule, the time remaining for performance within the project period. and/or the
availability of funds necessary to complete the project.
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SAMP Public Comments
Rybolt Steven; Purcell. Arlyn (Env&Sus); "Susan Cezar"; "Michael Matthias"; Bonnie Wilkins; Chip Davis; ~
~ David Nemens' "Mark Hoppen"; Joseph Scorcjo
Sustainable Airport Master Plan Near-Term Projects Environmental Review Scoping Comments
Friday, September 28, 2018 2:13:33 PM
1685 0010df

Attached please find comments submitted jointly by the Cities of Burien, Des Moines, Normandy
Park and SeaTac. You may receive additional comments individually from one or more of the four
cities.
Thank you for the extended opportunity to provide comments; we look forward to seeing our
concerns addressed as the Port prepares and issues environmental documents.
Steve Pilcher, SEPA Responsible Official
Director,Community & Economic Development
City ofSeaTac
4800 S. 188th St.
SeaTac, WA 98188-8605
206-973-4832
lipilcher@seatacwa.gQv
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NORMANDY PARK

Burien
September 28,2018
Mr. Steve Rybolt
Aviation Environment and Sustainability
Port of Seattle
P. O. Box 68727
Seattle, W A 98618
Re:
Sustainable Airport Master Plan Near Term Projects NEPA EA and SEPA EIS Scoping
Comments

The Port of Seattle (the Port) has prepared a Sustainable Airport Master Plan (SAMP) for Seattle
Tacoma International Airport (Airport). It is understood that the purpose of the SAMP is to
develop a facilities plan that will allow the Airport to satisfy the region's air transportation needs
through 2034 and identify measures that enable the Port to build, manage, and operate the Airport's
facilities in ways that meet the Port's sustainability goals and objectives.
The airport has experienced substantial growth in aircraft operations, passenger enplanements, and
air cargo. Forecasts for the planning period suggest that growth will continue, exceeding the
capacity of the current airfield, terminal, and cargo processing facilities.
The SAMP process resulted in both a vision for comprehensive long-range Airport development
and a Near-Term plan, with projects to be constructed by 2027. The planning constraints included
using airport-owned property (not acquiring new land) and not adding to the airport's current three
runways.
The SAMP addresses five operational areas: airfield (runways and taxiways), terminal, access and
parking, air cargo, and airport/airline support functions. The main goals for each, is to improve
efficiency, increase airport capacity, reduce delay, and do this while supporting the Port's
sustainability goals. The environmental analysis to be conducted needs to address the impacts of
proposed improvements for each of these operational areas to the surrounding communities.
The cities of SeaTac, Burien, Normandy Park, and Des Moines, are the closest communities to the
airport, and while the airport provides social and economic benefits to the region, our four cities
are disproportionately impacted by airport operations. These impacts will only increase with the
planned growth in flights, passengers, and air cargo.
Aircraft noise is of primary concern for our communities, especially those located in close
proximity to flight paths. We are also heavily impacted by air emissions and reduced air quality,
increased traffic congestion, and expanded industrial activity that occurs near residential
neighborhoods.

After careful review of the SAMP, with a focus on the Near-Tenn projects, we have compiled the
following comments and concerns related to potential impacts for our communities and areas
which must be included in the NEP A and SEP A reviews and considered by the Port as part of
managing the long-tenn operation and growth of Seattle-Tacoma International Airport.
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Aviation forecasts call for a 60% increase in aircraft operations and a 75% increase in annual
passengers through 2034, and the Port's long-tenn goals include doubling international passengers,
international destinations, and tripling air cargo processed through the airport. The increase in
overflights alone will result in a substantial increase in noise exposure to our communities and will
be especially impactful for those areas located below arrival and departure paths.
The Port has committed to adopting a "sustainable" airport master plan which includes pledging
to be a "responsible environmental steward" and a "good neighbor." In doing so, the Port must
objectively assess benefits and impacts, understanding that regional benefits may not offset local
community impacts. To fulfill its commitment to be a good neighbor, the Port must carefully
analyze and acknowledge both the current impacts, as well as the increased impacts and reduction
of quality of life that will result from the planned growth assumed in the SAMP.

Joint Comments from the Cities of Burien, Des Moines. Normandy Park and SeaTac

..>

The issues raised in this letter need to be considered within the scope ofthe environmental reviews
being conducted for the proposed projects derived from the SAMP. Although during the Agency
Scoping meeting on September 6,2018, some ofthe following issues were characterized as "Long
Tenn" and therefore beyond the scope of the upcoming environmental review process, we find
them to be current and relevant. They are not issues for future analysis, but have arisen from recent,
ongoing, and planned changes to the facilities and airspace surrounding the Airport in an ongoing
effort to enhance airport capacity. These efforts are intrinsically linked to the proposed projects
and cannot be ignored by segmenting the environmental review through limiting the analysis to
the near tenn projects, and ignoring the remainder of the SAMP.
These issues are a derivative of the actions taken by the airport and FAA to increase capacity to
meet growing demand. More gates, expanded cargo facilities, improved airspace and procedures,
etc., have and will lead to more traffic, more overflights, more noise events, and other impacts. Air
Traffic Control (ATC) procedures have already changed within the past few years to accommodate
the projected increase in air traffic.

General issues:
1. The environmental analysis must address what has recently been implemented as part of the
overall growth planned and projected at the airport to have a true asscssment of the impacts to
the communities. The cumulative effect of the changes added to the proposed near and long
J
'-.,.)
tenn changes (including continued double-digit growth in operations) will have substantial and
lasting impacts on our cities. The environmental analysis needs to address these impacts as
well as reasonable and attainable mitigations measures.

n

M
,

2. The environmental review process must include the entire SAMP rather than only the near
tenn projects from the SAMP for the following reasons:

fI
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a. Previous project approvals outside of the SAMP are now proposed to be included as
part of the baseline. (Reference the attached letter from the City of Des Moines
expressing concerns and the Port's response letter assuring the City that no additional
capacity projects would be completed outside of the SAMP.) By including only the
near term projects in the environmental review, this pattern of increasing capacity
outside of the SAMP and associated environmental review is proposed to be
inappropriately continued.
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b. The SAMP has been completed and includes a long term vision, but only the short term
projects are proposed to be included in the environmental review. This is an
inappropriate use of the phased review provisions of WAC 197-11-60. Phased review
could be utilized when the scope is from a broad policy document (the SAMP) to a
narrower scope (the near term projects ofthe SAMP) as provided under state law. The
near term projects environmental review is proposed to precede the broader scope
policy document upon which the near term projects are based.
c. The "proposal" is improperly defined as the SAMP near-term projects, while the SAMP
itself is complete. The proposal is the SAMP (which contains the near-term projects)
and analysis should occur to the extent feasible.
d. Implementing the near term projects outside of the SAMP, would establish the
development pattern and preclude consideration ofoptions when the SAMP eventually
undergoes environmental review.
e. Environmental review is starting late in the process of the development of the SAMP
and near-term project list. Reference the entirety ofWAC 197-11-400 - Purpose ofEIS.
Note particularly that, " ... An environmental impact statement is more than a disclosure
document. It shall be used by agency officials in conjunction with other relevant
materials and considerations to plan actions and make decisions." Including the entire
SAMP will allow decision-makers more appropriate information related to
environmental impacts, options and mitigation on which to base decisions.
3. The baseline activity for environmental assessment and review is proposed to be 2018. Our
concern is that the very significant growth that has occurred at Sea-Tac during the period 2012
2018 is relegated to a foregone conclusion without sufficient environmental review or analysis.
The baseline impacts need tobe from 2012-2018.
a. The revisions to agreements that established usage of the third runway, and that now
operates at higher capacity levels, have substantially increased operations without
sufficient environmental review.
b. The most recent Part 150 submitted to the FAA for their Record of Approval (2013),
preceded very significant year over year growth. This Part 150 has not accounted for
noise impacts occurring in this dynamic, steadily increasing growth environment over
the last six years.
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4. The analysis should include as an alternative, the use and/or siting of other airports.

~
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Operational issues:

1. Any Airport Modeling Data and TAM Simulation Results from the past ten (10) years needs
to be included in the EAlEIS.
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2. AEDT Modeling Data also needs to be included.
3. The existence of the current FAA Performance Based Navigation Implementation Process

(FAA Order 7100.41A) Full Working Group and the Notional Procedures that were being
considered before the suspension of the Working Group in 2017, needs to be included in the
EAlEIS. Specifically, the following Notional Procedures:
a. South Flow proposed departure track changes as depicted below:

Page 4 of9

b. North Flow Proposed departure track changes as depicted below:

Page 5 of9

~ 4. The EAlEIS needs to include further evaluation of the "Automated Turnouts" westbound over
\j
Burien including alternative headings available, frequency of use, and potential mitigation
\J
strategies.

5. The EAlEIS needs to address the impact of Wake RECAT on residents under the flight paths
due to increased number of events.
Existing and Proposed Run-Up Pads need to be addressed in the EAlEIS due to the ongoing
and potential disturbance caused to communities in close proximity to these facilities.
Mitigation measures for noise generated by these facilities need to be identified.
The Baseline of the EAlEIS should not be the airport configuration in 2018, but rather the
airport configuration that existed in 2012, as major changes have been implemented since that
time without appropriate environmental analysis. Facility changes at the airport since 2012
need be included in the EAlEIS.

8. The EAlEIS needs to address those ATC procedures that were implemented via a Categorical

r-

Exclusion (CATEX) over the last decade. These procedures, including Greener Skies, were
implemented based upon existing and projected traffic at the time. Since growth and current
traffic levels exceed the projected amounts of traffic when implemented, the impacts due to
the number of events has increased and will continue to increase as procedures such as Wake
RECAT and Equivalent Lateral Spacing Operations (ELSO) are implemented.

Jt7

The EA/EIS needs to evaluate impacts and measures (such as Point-Merge) to mitigate noise
for residents living underneath the final approach course,

Other Issues:

1.

An increase in operations and current levels of congestion suggest an increase in nighttime
operations are likely. Additionally, the Port's stated intention to expand cargo operations will
likely further increase nighttime operations which are the most impactful for communities, at
the time they are most sensitive to noise. Many citizens mention a middle-of-the-night flight
to Asia as well as night cargo flights.

2.

The increase in operations (close to 70% over the SAMP planning period) will result in
significant increases in noise and emissions.

3.

The increase in operations will result in an increase in health effects for communities,
especially those close-in to the airport. Health impacts have been associated with aircraft
noise, air pollution, and water quality affected by aircraft and airport operations. Include the
potential for increased jet fuel releases over water and homes.
Sustainable growth requires adequate and effective mitigation to offset or reduce impacts.
These should be identified and prioritized in collaboration with affected communities.
Regarding noise, the EIS needs to specifically analyze ground noise and address mitigation
measures, such as sound absorption walls.
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6.

The document should clearly delineate those impacts the Port can address vs. those subject to
FAA purview.
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Address and mitigate impacts of noise exposure and air emissions on children's learning and
environmental justice populations adjacent to the airport.

,.J

Address and mitigate congestion impacts associated with increased commercial truck traffic
on off-airport roadways as a result of expanded cargo operations at the airport.

J 8.
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~ 9. Quantify and mitigate for climate change impacts resulting from Green House Gas (GHG)
emissions resulting from expanded airport operations.

Ensure all SAMP documents and review processes conform to the Limited English
Proficiency and Environmental Justice provisions of Title VI of the Civil Rights Act of 1964.
11. The EA/EIS needs to specifically address impacts associated with development of the "L-Shaped
parcel" for air cargo processing (Site #3 in the table below).
Figure 5-6
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Source: Logptan and LelllhFfsher, 2016.

Although this site scored poorly and was not selected in the final screening, Development of
Site #3 is selected for the Near-Term project portfolio.
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12.

The SAMP notes that off-airport roadways are outside the scope of the SAMP itself,
however, SEPA requires consideration of transportation impacts including increased
roadway use and congestion. The EA/EIS needs to address congestion and increased traffic
on local surface streets.
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Issue: Impacts to NEPA 4(t) areas, including recreational resources.
There are several parks and recreational resources in proximity to SEA and within the current
DNL 65 dBA contours for the airport. The increase in aircraft overflights and resulting
increase in noise exposure and air emissions will substantially diminish intended use and
enjoyment of these properties. The EAIEIS needs to analyze both indirect and cumulative
impacts of the air traffic levels enabled by implementation of the near-term projects, as well
as those included in the long-term vision for airport.

Issue: Maintenance of existing noise abatement program and procedures.
A number of elements in the Current Part 150 appear to be inconsistent with the plans included
in the near-term projects within the SAMP. These include:
1. Voluntary rescheduling of nighttime flights (lOPM-7AM). The forecasted operational

level, particularly the substantial increase in cargo operations suggests an increase in
nighttime operations may be required.
2. Preferential runway system. A preferential runway system was established to minimize
community noise impacts during nighttime hours. This program was limited to nighttime
hours due to the relatively low(er) volume of operations during this time. Increased
operations at night, combined with impacts to the preferential runway system will increase
community noise impacts when residents are most sensitive.
3. The EAlEIS needs to evaluate the increased level of operations enabled through

implementation of the SAMP Near-Term projects and whether they may result in
modification or elimination of the noise abatement corridors. The environmental analysis
needs to address impacts to the elements included in the SEA Fly Quiet program and
subsequently, the SEA noise abatement program.

Issue: Include supplemental noise metrics.
Public annoyance and sensitivity to aircraft noise is changing. This has been acknowledged by
the FAA and others and has prompted a great deal of research by the fAA, Airport Cooperative
Research Program, and others. Despite the reduction in numbers of people exposed to DNL 65
dBA, noise complaints are skyrocketing across the United States. Though the FAA has recently
completed an aircraft annoyance study, the findings have yet to be released. However, most
expect the results will confirm annoyance levels are different than they were in the 1970s when
DNL was initially adopted as the standard for predicting annoyance.
While DNL remains the federal standard for assessing aircraft noise impacts, supplemental
metrics have becn used around the country to help the public better understand the expected
changes associated with airport projects and procedure changes. This also helps inform
decision-makers and public-authorities who participate in the planning process including
airport master planning, compatibility planning, and local land-use planning. While DNL is
mandated, reporting a change in DNL alone is less informative than supplementing the DNL
values with supplemental metrics such as the Number-of-Events-Above and Time-Above
metrics, especially for non-industry experts.
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The EAlEIS needs to include use of supplemental metrics to include exposure beyond DNL 65
(i.e. down to the DNL 55 dBA levels of exposure), such as Number of Events Above and Time
Above.

We appreciate the opportunity to comment on the scoping for the near term project environmental
review. We look forward to receiving the SEPA Draft EIS and NEPA EA upon issuance of those
documents.
Sincerely,

SlevU~

SEPA Responsible Official
City of SeaTac

Charles W. "Chip" Davis, AICP
SEPA Responsible Official
City of Burien

Susan Cezar, LEG
SEPA Responsible Official
City of Des Moines

David Nemens
SEPA Responsible Official
City of Normandy Park
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From:

To:
Cc:
Subject:

Date:
Attachments:

Erika Harris
SAMP Pyblic Comments
Josh Brown: Ben Bakkenta· Sheila Rogers: Rick Olson· Gallagher Clare
PSRC Scoping Comment Letter on the Sustainable Airport Master Plan
Wednesday, September 26,20182:41:39 PM
PSRC SAMP Scoping Letter.pdf

PSRC is pleased to submit the attached scoping comment letter on the Sustainable Airport Master
Plan. We appreciate the opportunity to provide input in the development of this important plan .
Please contact me if you have any questions about our comments.
Sincerely,
Erika Harris, AICP
Senior Planner, SEPA Responsible Official
Puget Sound Regional Council
1011 Western Avenue, Suite 500
Seattle, WA 98104-1035
(206) 464-6360

Puget Sound Regional Council
NOTICE OF PUBLIC DISCLOSURE: This e-mail account is public domain. Any
correspondence from or to this e-mail account may be a public record. Accordingly, this e
mail, in whole or in part, may be subject to disclosure pursuant to RCW 42.56, regardless of
any claim of confidentiality or privilege asserted by an external party.

Puget Sound Regional Council
September 26,2018
Mr. Steve Rybolt
Port of Seattle
Aviation Environment and Sustainability
P.O. Box 68727
Seattle, WA 98168
Dear Mr. Rybolt,
The Puget Sound Regional Council (PSRC) appreciates the opportunity to comment on scoping for
the Sustainable Airport Master Plan (SAMP). The Port of Seattle is commended for thinking
regionally about how the airport serves our communities and emphasizing sustainability in the
SAMP. The scoping notice reflects a thorough consideration of the appropriate range of
environmental issues to be addressed in the forthcoming Draft Environmental Impact Statement
(EIS). The following comments underscore the importance of the SAMP in implementing our
regional plans.

\

K!.

Commercial aviation is a cornerstone of the region's economy and Seattle-Tacoma International
Airport is its aviation powerhouse. Recognizing this importance, the region's economic strategy,
Amazing Place (2018), includes a goal to compete globally and an implementing strategy to
sustain and grow commercial air travel connections domestically and globally. The SAMP and its
implementation will help to advance this important regional goal.
The newly adopted Regional Transportation Plan (2018) embraces the strategies and
recommendations contained in the state's Long-Term Air Transportation Study in the Puget Sound
completed in 2009. It recommends that future regional system planning processes be joint efforts
between PSRC, the state, and other key stakeholders.

j

v1

Q

As stated in the Regional Transportation Plan (pp. 53-54) planning for the future regional airport
system is guided by the following regional policies:
•
The region should maximize aviation capacity within the existing regional airport system
before constructing new airports.
•
The state will playa lead role in addressing aviation capacity needs and place a priority
on funding and planning the state's air transportation system.
•
When additional capacity is forecast to be needed, and no feasible airport capacity is
available within the region, the state will take the lead role in addressing capacity
needs, including by funding a site selection study for the placement of new airport(s) if
no sponsor is available.

I

Discussion of Seattle-Tacoma International Airport's regional context in the SAMP should
~cknowledge and consider these regional aviation system policies.
With the recent award of a planning grant from the Federal Aviation Administration, PSRC will lead
the development of a new Regional Aviation Baseline Study that will build on master planning
processes underway at many of the region's airports, including the SAMP. The study will provide a
clear picture of the aviation activities and needs in the central Puget Sound region and set the
stage for future planning efforts. The study, to be launched in fall 2018 and likely completed in
early 2020, will examine the dynamics of the region's growing aviation activity, the unique role of
the regional aviation system in supporting our region's global center for aerospace manufacturing,
the economic impact of the region's airports, and community issues and concerns with airport
activities. PSRC looks forward to working with the Port of Seattle as it conducts this parallel
regional aviation study.

'The Regional Transportation Plan provides a long-term, regional strategy for expanding the
regional network of roads and transit to serve our growing communities and includes a constrained
list of tiansportation projects that are antiCipated to be completed by the year 2040. It will be
("c) important for the SAMP to consider the transportation and transit connections to the airport and
\
look at opportunities to enhance access between the regional transit system and the passenger
V7 terminals and employment concentrations at the airport. Please consider alternatives that provide
convenient access to Link light rail and other components of the regional transit system. Benefits
::f...., and impacts of the plan to transit, nonmotorized facilities, local roadways, and state highways
I should be studied in the EIS.

I

~
XJ
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rVISION 2040 provides a policy basis for transportation planning and the Regional Transportation

! Plan. It identifies a group of regionally-designated growth and manufacturing industrial centers

intended to accommodate a large share of the region's antiCipated growth. Like other regional
I
lJJ ! growth centers, the SeaTac Regional Growth Center has an important role in providing jobs,

VJ

0-

I

housing, services and mobility in the region. Please acknowledge its role in the region's growth
management plan and study potential support for or impacts to the center and its continued
development. Coordination with the City of SeaTac and other local jurisdictions will be crucial in
understanding the benefits and impacts to these communities and planning for a sustainable
airport.

-

l

The SAMP is an important long-range plan for our region. We commend the Port of Seattle for the
comprehensive planning and environmental review being undertaken. We appreciate the
opportunity to comment and participate, as well as the Port of Seattle's ongoing coordination and
participation in regional planning at PSRC. If you have any questions regarding our comments,
please contact our Director of Regional Planning, Ben Bakkenta, at bbakkenta@psrc.org or our
SEPA Responsible Official, Erika Harris, at eharris@psrc.org.
Sincerely,

Josh Brown
Executive Director
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Good morning,
Attached please find Sound Transit's environmental scoping comments on the Port of Seattle's
SAMP. Hard copy to Steve Rybolt will follow via regular mail.
Many thanks,

Kent Hale
Environmental Planning Manager
Planning, Environment & Project Development
W (206) 398-5103! C (206) 715-4974
Connect with us
facebook comiSoundTransjt
twitter.comiSoyndTransjt

*... SOUNDTRANSrr
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CHAIR

Dave Somers

Snohomish County Exet'lllive

Mr. Steve Rybolt
Port of Seattle
Aviation Environment and Sustainability
P.o. Box 68727
Seattle, WA 98168
SAMP@portseattle.org

VICE CHAIRS

Ron Lucas

Steilacoom Mayor
John Marchione

Redmond Mayor

BOARD MEMBERS

Nancy Backus

AubumMayor

SUbject: Sustainable Airport Master Plan (SAMP) EIS Scoping Comments

David Baker

Kenmore Mayor

Dear Mr. Rybolt:

Claudia Balducci

King County Councilmember

Thank you for the invitation to comment on the scope of the SEPA EIS and NEPA
EA the Port of Seattle will prepare for the Sustainable Airport Master Plan
(SAMP). Sound Transit appreciates the ongoing partnership between our agencies.

Dow Constantine
King County ExecuJive
Bruce Dammeier

Pierce County ExecuJive

Sound Transit reviewed the scoping materials provided at
www.SAMPenvironmentalreview.org. We understand the environmental review
will focus on the list of Near-Term Projects, anticipated to be operational by 2027.
We offer the following comments on the scope of the environmental review:

Jenny Durkan
Seattle Mayor
Dave Earling

Edmonds Mayor
Rob Johnson

Cumulative Impact Analysis: Major transportation infrastructure projects
are planned for construction in the vicinity of Sea-Tac Airport within the
timeframe for the SAMP Near-Term Projects. Sound Transit's Federal
Link Extension will build a light rail extension from the Angle Lake
Station to the Federal Way Transit Center between 2020-2024. WSDOT's
construction of Phase 1 ofthe SR 509 Extension will likely occur during
this period as well. Sound Transit's Bus Rapid Transit service is scheduled
to begin operations in 2024, and will include improvements in the SR 518
corridor near Sea-Tac Airport. The SAMP EIS should evaluate the
potential for cumulative construction period effects during construction of
the Near-Term Projects. Sound Transit looks forward to working together
with the Port to manage and minimize potential impacts from our
respective construction projects in the area.

Seattle Councilmember

Kant Keel
University Place Mayor
Joe McDennott

King County Council Chair
Roger Millar

Washington State Secretary
ofTransportation
Paul Roberts

Everett Council President·
Mayor Pro Tem
Dave Upthegrove
King County Councilmember
Peter von Reichbauer

King County Councilmember
Victoria Woodards

Transportation / Transit Impact Analysis: Evaluation of the Near-Term
Projects should consider potential effects on existing transit operations,
including Sound Transit's light rail service at Sea-Tac Airport. As required
by the Airport Station Operations and Maintenance Agreement (December
2016) between ST and the Port, we will need to "coordinate andjointly
review proposed changes that may affect the physical and/or operational
Central Puget Sound Regional Transit Authority· Union Station
401 5. Jackson st., Seattle, WA 98104-2826· Reception: (206) 398-5000· FAX: (206) 398-5499
www.soundtransit.org

Tacoma Mayor

CHIEF EXECUTIVE OFFICER

Peter M. Rogoff

characteristics of [our] respective facilities." Sound Transit looks forward to working closely with
the Port as you proceed with the SAMP to better understand how those plans could impact
operations, maintenance and security at SeaTac/Airport station, Angle Lake station and along the
light rail guideway located on Port property.

---Finally, we would appreciate receiving additional information about the SAMP throughout the
environmental review process. Please send such informationto my attention via email at
kent.hale@soundtransit.org. or by mail at Sound Transit, 401 S. Jackson Street, Seattle, WA 98104. Please
feel free to contact me at 206-398-5100 with any questions.
Sincerely,

Kent Hale
Environmental Planning Manager
cc: Don Billen, Sound Transit
Perry Weinberg, Sound Transit

Central Puget Sound Regional Transit Authority· Union Station
401 S. Jackson St., Seattle, WA 98104-2826· Reception: (206) 398-5000 • FAX: (206) 398-5499
www.soundtransit.org
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Good AfternoonPlease find attached the City of Tukwila's official letter for the SAMP Scoping.
Best Regards,
Brandon
Brandon J. Miles
Business Relations Managerl City ofTukwila
6200 Southcenter Blvd

I Tukwila, WA 98188

office: (206) 431-3684 cell: (206) 731-9071
Brandon.Miles@Tukwilawa.govl www.tukwilawa.goy

City of Tukwila

Allan Ekberg, Mayor

Mayor's Office - David Cline, City Administrator

September 27,2018
Mr. Steve Rybolt
Port of Seattle
Aviation Environment and Sustainability
PO Box 68727
Seattle, W A 98168
RE:

SEPA Detennination of Significance
Scoping
City o(Tukwiia Comments

Dear Mr. Rybolt:
Thank you for meeting with City of Tukwila (City) staff on September 26 and providing an
outline ofthe Port of Seattle's (Port) proposed Sustainable Airport Master Plan (SAMP). The expansion
of the Sea-Tac Airport (Airport) is vital to the overall economic well-being ofthe State of Washington.
While the City understands that an expansion is needed, it is important that any expansion mitigate
impacts to surrounding communities.
While the City is impacted by noise, pollutants, and other impacts associated with operations at
the Airport, given that Tukwila does not directly border the Airport and is not directly under the
approaches to the runways, the City is narrowly focusing its scoping request. The City of Tukwila
requests that the following items be examined as part ofthe Environmental Impact Statement (E1S).
Transportation

Green River Valley Traffic Concerns
1-405 from Renton to the 1-5/SR 518 interchange already experiences considerable delays due to
the high traffic volume on this critical freeway route. 1-405 services the Green River Valley, which is the
second largest warehousing district on the west coast ofthe United States and fifth largest in the nation.
Due to freeways, railroad tracks, and the Green River, this area has very few east-west connections, with
1-405 being used to move goods and people between the adjacent communities. This stretch of 1-405 has
significant bottlenecks and congestion, which delays goods and people getting to vital transportation
hubs such as 1-5, the Airport, BNSF's South Seattle Intermodal Yard and the seaports in Tacoma and
I Seattle.

F

As the Airport grows to accommodate more passengers it will result in more people on this part
of 1-405, increasing delays. The City requests that the Port examine the traffic impacts of the Airport in
the EIS. The City asks that the Port's traffic analysis extend at least ten miles out from the footprint of
the Airport, with specific emphasis on 1-405 and east-west connections in the Green River Valley. Aside
from just looking at average daily vehicle trips, the City also requests that the traffic analysis examine
increased delay times for freight movements.
Tukwila City Hall. 6200 Southcenter Boulevard. Tukwila, WA 98188 • 206-433-1800 • Website: TukwilaWA.gov

SAMP SeOPING LEITER
September 27,2018
Page 2

I

As possible mitigation for impacts on 1-405, the City would suggest the Port invest in capital
projects to improve east-west mobility between the Cities ofTukwila and Renton. Specifically, the City
suggests the Port provide funding for the Strander Multi-Modal Connector (see attached). The City of
Renton has already completed phase 1 and 2A of this project and provided an underpass below the
I BNSF railroad. Phase 3A will complete the project and construct an underpass below the Union Pacific
I railroad. The current connection is inefficient and does not accommodate freight vehicles. While the
C'i City ofTukwila has already provided or secured $15.6 million for phase 3A, the total estimated
~! construction cost is $83.7 million.
I
I
f-'i
When completed, this connected roadway between Tukwila and Renton will improve cross
valley freight movement by creating an alternate truck route. It is estimated that the project will remove
55,000 vehicles from 1-405 and SR-167. Removing traffic from 1-405 will increase reliability for users
of the freeway. Finally, it will allow Airport patrons to get to and from the Airport more quickly and
safely.

I

L
Tukwila International Blvd Traffic
\"
Over 25 years ago the City annexed the area formerly known as Pacific Hwy or old 99. Since
I annexation the City has spent millions ofdollars to transform the area from a regional roadway into a
pedestrian-friendly neighborhood. It should be noted that in 2003 the City successfully petitioned the
State of Washington to hand over control ofthe roadway from the State to the City. The roadway is no
longer part ofthe State highway system. The City has installed sidewalks, worked in pa..-tnership wit.~
I
private developers on the Tukwila Village project, worked with King County Library system on a new
library, and purchased and closed several motels that were contributing to criminal activity. In 2019, the
Ci1:'j will break ground on its new Justice Center building in the neighborhood.

I

As a part of our neighborhood planning, the City hired transportation consultant Fehr and Peers to study
traffic patterns on Tukwila International Boulevard just north of Southcenter Boulevard. As part of the
Fehr and Peers' study, the City learned that 50% of the traffic on Tukwila International Blvd was pass
through trips, with the majority ofthese trips starting or ending at the Airport. Since 2010 the number of
trips on the roadway has increased between 10% to 15% despite limited development near the roadway.
Thus, the increase in traffic was likely due to spillover from congested regional routes as drivers sought
out less congested alternatives.

I
tv)
\
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As the Airport continues to grow, the regional routes in the area will face more traffic pressure,
with drivers looking for alternatives by driving on Tukwila International Blvd. This traffic hinders the
City's vision of converting Tukwila International Blvd into the main street and of a pedestrian friendly
neighborhood. As part of the traffic analysis for the EIS requested above, the City asks that the Port
include the review how to best divert Airport traffic from traveling on Tukwila International Blvd. If
traffic from the Airport cannot be redirected from Tukwila International Blvd then the City would
request mitigation. including financial assistance with pedestrian and other neighborhood improvements,
both on Tukwila International Blvd and surrounding streets.

Phone: 206-433-1800 • Email: Mayor@TukwilaWA.gov • Website: TukwilaWA.gov
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Air Quality
Please ensure that the examination of air quality in the EIS not just be limited to operations at the
Airport and air traffic using the Airport. Almost all people going to and from the Airport drive through
freeways that go through the City ofTukwila. These freeways are adjacent to Tukwila's residential
neighborhoods. The City requests that the EIS examine air quality issues associated with motorists and
freight traffic going to and from the Airport.

\.n [
\

~

The City was disappointed that the "Airport Communities Ecology Partnership" excluded the
City ofTukwila. Future mitigation for air quality issues associated with the Airport should also account
for impacts within the City ofTukwila.

Transit
The City requests that the EIS examine impacts associated with transit demand and usage within
south King County, including examining usage and parking at the Tukwila International Blvd Light Rail
Station. Parking at this station is already at peak capacity, even with the opening ofthe Angle Lake
Station. There is growing evidence that Airport workers park at this station to avoid paying for parking
at the Airport. The City requests that the Port examine ways to prevent AiIport employees from parking
at the Light Rail station to simply avoid paid parking.

Social and Economic Justice

f'-

Communities closer to the Airport are disproportionally impacted by more negative impacts form
the Airport than the benefits those communities receive. The Port for several years has highlighted the
~ benefits that Tukwila and other communities received from the Airport. Yet, it's unclear how the Port
measures the benefit received by the City. Please ensure that the EIS examines social justice issues.
specifically ensuring that south King County residents have access to living wage jobs and career
I
development opportunities at the Airport and in the aviation industry. The City requests to see specific
~ job nmnbers. including average salaries. for Tukwila residents who might be working at the Port.
I

The City ofTukwila looks forward to working in partnership with the Port in a manner that
mitigates impacts to surrounding communities. If you have any questions regarding this letter, please
contact me at (206) 431-3684 or send an email to Brandon.Miles@Tukwilawa.gov. Please consider the
City ofTukwila a party ofrecord for all future notices regarding the EIS process.

Business Relations Manager
cc.

Allan Ekberg, Mayor
Tukwila City Councilmembers
City of SeaTac
City ofRenton
Phone: 206-433-1800 • Email: Mayor@TukwilaWA.gov • Website: TukwilaWA.gov

STRANDER MULTI-MODAL CONNECTOR
A project reducing congestion on critical
freight corridors, anticipating future growth,
and leveraging future employment
opportunities in the region.

THE CASE FOR
Supporting regional economics, the Green River
Valley is the second largest warehousing district on
the West Coast and the fifth largest in the nation.
As the valley has grown over the last 20 years,
very few east-west connections exist due to
freeways, railroad tracks and the river. This creates
bottlenecks and congestion between the major
warehouse/manufacturing centers in the valley and
critical transportation and freight hubs such as 1-5,
the airports and seaports.
Extending Strander Boulevard will improve
cross-valley freight movement by creating an
alternate truck route. It removes 55,000 vehicles
from nearby 1-405 and SR-167, as well as 40% of
traffic on the parallel route of South 180th Street,
providing increased reliability for manufacturers
and clients.
This project supports employment growth in the
area, projected to grow between 25,000-35,000
employees by 2030, which could also further
constrict freight movement in the area.

THE HISTORY
The City of Renton undertook Phases 1 and 2A,
investing $30,000,000 to extend SW 27th Street
to four lanes from Oaksdale Avenue SW to Naches
Avenue SW, and two lanes to the west with
expansion capability under the BNSF rail lines.
Phase 3A - to construct Strander Boulevard be
tween West Valley Highway and SW 27th Street with
four lanes under the Union Pacific lines and finish
the east-west connection - remains unfunded, with
a total construction cost of $83.7 million.
The City of Tukwila has provided funds and received
grants for $15.6 million, and is currently seeking
federal BUILD funding. The project team is explor
ing opportunities to value engineer savings to the
project budget.

THE PARTNERS
~ "

~

'
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City of Renton .. King County • Port of Seattle
Freight Action strategy Partners
The BoeingCompany • Union Pacific Railroad
BNSF Railroad • Sound Transit
Included in the State Highway Plan,
Metropolitan Transportati.on Pfan, and
State Transportation Improvement Program
One of top two projects.supported by
the Statewide Freight Mobility
Strategic Investment Board

The Strander Multi-Modal Connector is
a significant regional project that:

~

Connects two cities with a combined
27.7 million square feet of ware
house and industrial space.

~

Is less than one mile from the larg
est mall in the Pacific Northwest.

~ Provides important freight route

from local seaports - Port of Seattle,
10 miles; Port of Tacoma, 22 miles.
~

Is three miles from BNSF's South
Seattle Yard, primarily a domestic
intermodal facility operating 24/1.

~

Is within 10 miles of two major
airports, Sea-Tac International and
King County Airport (Boeing Field).

~

Provides connection to regional
employment centers, including Boe
ing's Longacres site that is permitted
for additional 2.5 million square feet
of commercial space.

STRANDER MULTI-MODAL CONNECTOR BENEFITS
The Strander Multi"Modal Connector will:
~ Increase freight connectivity with the Ports of Tacoma and

Seattle and the 1l0"miliion square feet of warehouse space in
the Green River Valley.
~ Support employment growth in the region, expected to grow

by 25,000-35,000 by the year 2030.
~

Reduce congestion on existing interstate and state highways
with the opening of a new strategic freight route and missing
east"west connection.

~

Stimulate local economy by providing construction jobs.

~ Make non"motorized transportation in the area safer through

construction of new bicycle and pedestrian facilities that will
connect the Tukwila Station, two regional trails, and nearby
businesses and neighborhoods in both Renton and Tukwila.

ADDRESSING SAFETY
The new roadway will increase safety for
vehicles and the railroads by providing
a grade-separated crossing between
vehicular traffic and the freight and
passenger trains.
Installation of coordinated traffic signals
along the corridor will reduce the
number of stops, improving safety for
drivers, bicyclists and pedestrians.
The new arterial will provide an
alternative route to existing parallel
routes, eliminating many left-turn
movements at several key intersections.

Tukwila International Boulevard
Rechannelization Study

Prepared for:
City of Tukwila

January 2018

SE17-0561
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Chapter 1.

Introduction

The City of Tukwila is considering a rechannelization project on Tukwila International Boulevard (TIB)
between S 144th Street and S 152nd Street. The current configuration of the Vz mile corridor is a 5-lane cross
section with 2 northbound lanes, 2 southbound lanes, and a two-way left turn lane. The proposed project
would remove a travel lane in each direction to allow for on-street parking and striped bicycle lanes. In
addition, new mid-block pedestrian crossings could be constructed along the corridor and the
rechannelization would decrease the required crossing distance and associated risk for pedestrians. The
rechannelization is intended to increase the mobility and safety foster an attractive and inviting environment
for all users of TIB. This type of project is sometimes referred to as a "road diet" since the number of travel
lanes are reduced.
The potential effects of reducing the number of travel lanes on TIB were first analyzed using microsimulation
software to evaluate vehicular operations and second with the City's travel demand model to investigate
potential traffic diversion. The microsimulation analysis focuses on the TIB corridor and reports changes in
travel time, queuing, and intersection level of service (LOS) for existing and future conditions. The diversion
analysis explores the alternative routes that drivers could use to avoid TIB and traffic calming measures the
City could implement to reduce diversion onto residential streets.
This report is organized as follows:
•

Chapter 1. Introduction

•

Chapter 2. Existing Conditions: This chapter documents existing conditions along the study section
of the TIB corridor and includes vehicular volumes, travel times, field observations, and travel
behavior data.

•

Chapter 3. Microsimulation Analysis: This chapter discusses the development and validation of the

microsimulation model and the analysis results for the project under both existing and future
demand scenarios.
•

Chapter 4. Diversion Analysis: This chapter provides an analysis of potential traffic diversion due to

the project and a suite of traffic calming strategies that could be used by the City to mitigate
impacts on residential streets.
•

Chapter 5. Design Options: This chapter outlines a series of design options that can reduce the
significance of the traffic congestion and/or diversion related to the road diet. Pros and cons of

each option are described.

FEHR1PEERS

•

Chapter 6. Conclusion: This chapter summarizes the results from the microsimulation and
diversion analyses and recommends further actions the City consider related to the
rechannelization project.
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Chapter 2.

Existing Conditions

Existing travel behavior data (intersection traffic counts, corridor travel time, and origin-distribution travel
data) and corridor infrastructure data (lane geometries, pedestrian crossing locations, and traffic signal
timings) were collected along the study corridor during May Z017. The study corridor, shown in Figure 1,
includes the following intersections along Tukwila International Boulevard.
1.

S 144th Street

Z.

S 146th Street

3. S 148th Street
4.

S 150th Street

5.

S 15Znd Street

The intersections at S 144th Street and S 152nd Street are signalized while the other three intersections are
side-street stop-controlled. There is one mid-block signalized crossing for pedestrians between S 150th
Street and S 15Znrt Street that is activated with a push button.

5 13 7th 5t

5 139th SI
S 140th SI

5 142n d St

\
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5 144 1h SI

t.
5 146th St
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S 150th 51

5 152nd 5t

5 154th St
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The following information was not only used to understand current operating conditions along the TIB
corridor, but also to calibrate and validate the microsimulation travel model. Since traffic volumes are higher
during the evening peak hour than the morning peak hour, the data collection effort and subsequent
analyses focused on the evening peak period. Traffic volumes collected during the City's Comprehensive
Plan Update in 2010 show that the morning peak hour volumes on TIB are 40% lower than the evening peak
hour volumes. The significantly lower volumes in the morning suggest that any impacts from the proposed
rechannelization would be substantially less during the morning than in the evening.

2.1 Intersection Traffic Counts
Traffic counts at the five study intersections along the corridor were collected on May 15th during the PM
peak period between 4:00 and 6:00 PM and included vehicular, pedestrian, and bicycle volumes. The peak
hour at all intersections occurred between 4:15 and 5:15 PM. There were approximately 700 northbound
vehicles and 900 southbound vehicles that travelled along Tukwila International Boulevard during the peak
hour. The number of observed bicycle users was less than five at any of the approaches at all study
intersections and the number of pedestrians crossing TIB at the unsignalized locations was also minimal.
The traffic counts are included in Appendix A.
The 2017 traffic volumes at the two signalized intersections were compared with the intersection volumes
collected for the Comprehensive Plan update. Since those counts were collected, volumes have increased
by 10 to 15% in the study corridor with the majority of increases occurring on TIB (as opposed to the east
west streets crossing TIB). The cause of the increased volumes could be spillover from congested regional
routes since limited land use development has occurred near the study corridor in the last decade.

2.2 Travel Times
Travel time data along the study corridor was collected using advanced sensors that track the unique
identifiers of internet connected devices (cell phones, GPS devices, and Bluetooth electronics). A sensor was
placed at each end of the corridor and using paired device IDs the travel time can be estimated for each
device that travelled through the corridor.
A total of 81 southbound pairs and 60 northbound pairs were collected between 4:00 and 6:00 PM. 3
minutes was determined to be an appropriate threshold to separate vehicles that travelled through the
corridor from those that stopped at a destination along TlB. Approximately 65% of southbound trips and
55% of northbound trips met this criteria for pass-through travel. Table 1 summarizes the travel time data
for these trips.

FEHR1PEERS

4

Table 1: Observed Travel Time Summary
Direction
Total Observed Pairs (Pass-through and Local)
Pass-through Observed Pairs «3 minutes travel time)
Average Observed Travel Time (minutes)
Average Observed Travel Speed (mph)
Observed Travel Time Standard Deviation (minutes)

Northbound

Southbound

60

81

34 (56%)

52 (64%)

1:45

1:45

18 mph

18 mph

0:40

0:35

Source: Fehr & Peers.

The average travel time both northbound and southbound through the study corridor is approximately 1
minute 45 seconds which corresponds with an average travel speed of 18 mph. The fastest observed travel
time was less than ·1 minute in each direction with an average travel of approximately 40 mph northbound
and 50 mph southbound. Vehicles that were able to travel through the corridor at this speed likely had
green lights at both ends of the corridor and did not need to slow down. The traffic signals at S 144th Street
and S 152nd Street are operated by the Cities of Tukwila and SeaTac and do not have coordinated timing
plans. If the traffic signals were coordinated, higher vehicle speeds northbound and southbound on TIB
throughout the study corridor could likely be achieved.

2.3 Field Observations
Fehr & Peers conducted field observations on May 30th during the PM peak hour to verify intersection
geometry, traffic signal timing and phasing, pedestrian volumes, vehicular travel behavior, and any existing
congestion and queuing throughout the corridor. During our observations, there was no recurring or
sustained congestion at any of the signalized or unsignalized intersections along the corridor. While vehicle
queues were present at the traffic signals, there was sufficient green time to serve all of the queued demand
at each of the approaches and most vehicles were able to travel through the intersection during one cycle.
The available storage in the turn pockets was also sufficient to store the existing demand without spilling
back into the through lanes.
At the side-street stop-controlled intersections there were sufficient gaps in traffic for vehicles to enter on
to and exit from TIB. There was also no sustained congestion or queuing at the driveways along TIB to any
of the local businesses. The vehicle compliance rate at the signalized mid-block pedestrian crossing between
S 150th Street and S 152nd Street was also very high. The observed demand at this crossing location was
approximately 40 pedestrians per hour.

FEHR1PEERS
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2.4 Travel Behavior Data
Origin-distribution (00) data for vehicles travelling on TIB through the study corridor was collected from
Streetlight travel behavior data. Streetlight aggregates and normalizes travel behavior data from a wide
variety of internet connected devices (cell phones, GPS devices, connected cars, fitness trackers, and
commercial fleet management systems) to generate an 00 matrix that represents average travel conditions
within a study area.

Fig 2.
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A custom zone system was
developed for this project which

•

Q

Analysis Zones

is shown in Figure 2. The zone
system uses smaller zones closer
to the study corridor and larger,
more aggregate zones further
away.
The Streetlight data provides a
summary

of

average

travel

patterns from data collected
between April 2016 and March
2017, the most recent months
available. The data was filtered
to personal (not commercial)
vehicle trips occurring on a
Tuesday,

Wednesday,

or

Thursday between 3:00 and 6:00
PM. Only vehicle trips which
travelled on TIB within the study
corridor

were

recorded

and

analyzed.
The Streetlight 00 data was
used to characterize the origin
and
Kent

destination

location

of

travelers on TIB as well as to
estimate

the

percentage

of

pass-through trips during the
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PM peak period. The analysis zones were aggregated by approximate distance from the study corridor to
calculate how far away driver's origins and destinations are. The results are shown in Table 2.

Table 2: Origin and Destination Distance from TIB
Trip Origins

Trip Destinations

< 1 mile

33%

25%

< 5 miles

26%

31%

< 10 miles

17%

16%

< 20 miles

10%

16%

> 20 miles

13%

13%

Distance from Study Corridor

Source: Fehr & Peers.

According to the Streetlight data only 60% of the driver's origins or destinations are within 5 miles of the
study corridor. For 40% of drivers on TIB, their origin or destination is more than 5 miles from the study
corridor and for almost 15% of drivers, their trip starts or ends more than 20 miles away. This pattern of
travel behavior is more consistent with a regional roadway than a local arterial.
The percentage of pass-through trips was estimated by calculating the number of trips that do not start or
end within one mile of the study corridor. Approximately 45% of trips fall into this category, with the largest
trip pairs occurring between SeaTac and Central Seattle. The Streetlight data and travel time data suggest
that approximately 50% of the travel through the study corridor on TIB is pass-through and that 40% of
trips start or end more than five miles from the study corridor.
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Chapter 3.

Microsimulation Analysis

A microsimulation model of the TIB study corridor was developed using PTV's Vissim software (version 9.00
06). For congested and oversaturated conditions, a microsimulation analysis is preferable to a static analysis
(using Synchro software for example) because microsimulation better captures the interaction of closely
spaced intersections along a corridor. The primary metrics used to evaluate the proposed rechannelization
project are changes in travel time, vehicular queuing, and intersection LOS along the study corridor.
The following four scenarios were evaluated using the microsimulation model:
•

2017 Existing

•

2030 Baseline

•

2017 with Project

•

2030 with Project

When reporting results from Vissim, 10 different simulation runs with different random seeds are used. Each
simulation run includes a 15 minute loading period and four 15-minute analysis periods. Detailed LOS and
queuing results for each scenario are included in Appendix B.

3.1 Existing Scenario
The existing conditions PM peak hour model was calibrated and validated using the collected travel data
described in the Existing Conditions chapter. The model also included the transit stops and scheduled
arrivals for King County Metro Routes 124 and 128 which have 15 minute and 30 minute headways
respectively. Intersection geometries and signal timings at each of the study intersections were confirmed
during field observations and the vehicular and pedestrian volumes at each study location were taken
directly from the observed counts. However, the westbound approach at S 144th Street was closed due to
construction activity when counts were collected, so the missing turning movements were estimated from
the available 2010 count data and increased based on the observed growth rate at adjacent intersections
along TIB.
The microsimulation model was calibrated to match existing travel volumes, travel times, and observed
queues. The model is considered validated when each of these metrics are within an acceptable range of
the observed values.
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Table 3 shows the intersection LOS results calculated using the HeM 2010 methodology and the percent

demand served at each of the study intersections. For signalized intersections, the LOS grade is determined
using the average control delay for the entire intersection while at side-street stop-controlled locations the
average control delay for the worst movement is used. The percent demand served is calculated using the
observed hourly demand at each location and the number of vehicles that were served in the
microsimulation model. Acceptable values are greater than 95%. As shown in the table, the model is serving
100% of the demand at each study intersection.

Table 3: 2017 Existing - Intersection LOS and Demand served
Intersection
Control

LOS I Average
Control Delay (sec)

Percent Served I
Demand (veh)

1. TiB / S 144th St

Signal

D/40

10070 / 2,282

2. rls / S 146th St

Side-street stop

C/2 '1

100% /1,846

3. TIB / S 148th St

Side-street stop

(/17

100% /1 ,709

4. TIB / S 150th St

Side-street stop

(/17

100% /1 ,762

5. TIB / S 152nd St

Signal

(/30

100% / 2,030

Study Intersection

Source: Feh r & Peers.

Table 4 shows a co mparison of corridor travel time and average speed calculated from the microsimulation

model with observed data. The model's estimate are within an acceptable range of 15% of the observed
values. The average travel speed through the corridor is less than 20 mph.

Table 4: 2017 Existing - Corridor Travel Time
Observed (minutes) I
Average Speed (mph)

Modeled (minutes) I
Average Speed (mph)

Percent
Difference

Northbound

1:45/18 mph

01:55/18 mph

9%

Southbound

1:45/18 mph

01 :50/19 mph

5%

Direction

Source: Fehr & Peers.

Table 5 shows the average and maximum northbound and southbound queue lengths at the two signalized

intersections along TIB. Theses calculated values from the microsimulation model are measured in vehicles
and are consistent with observed conditions. The average queue lengths during the PM peak hour at all
four approaches is not greater than five vehicles.
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Table 5: 2017 Existing - Intersection Queuing
Northbound: Average I
Maximum Queue Lengths (veh)

Southbound: Average I
Maximum Queue Lengths (veh)

1. TIB / S 144th St

2 vehicles / 9 vehicles

5 vehicles /17 vehicles

5. TIB / S

2 vehicles / 10 vehicles

3 vehicles /14 vehicles

Intersection

152nd

St

Source: Fehr & Peers.

Based on the comparison of results from the microsimulation model with collected data and observed
conditions, the model is considered validated to existing conditions.

3.2 Future Baseline
Travel conditions along the study corridor were evaluated for future 2030 conditions using the City's travel
demand model to forecast changes in traffic demand volumes. The land use in the City's model near the
study corridor was updated based on adjustments provided by City staff. The updated land use forecast
includes approximately 800 new housing units and 700 new jobs by 2030. Compared with the 2010
estimates in the model, these represent a 40% increase in residential land use and a 55% increase an
employment along the study corridor.
The resulting 2030 intersection forecasts are between 20% and 25% higher than the 2017 existing counts.
The northbound and southbound volumes on TIB through the corridor increase by approximately 200
vehicles per hour in each direction. The study corridor geometry and signal timing data in the 2030 Baseline
scenario are consistent with the existing conditions model.
Table 6 summarizes the intersection LOS and demand served for the 2030 Baseline scenario. As shown in

the table, all intersections operate at LOS D or better and 100% of the vehicular demand is served at the
signalized intersections. Compared with existing conditions, average intersection delay increased by
approximately five seconds per vehicle at the two signalized intersections.
Table 7 shows the corridor travel time and average speed estimates calculated from the microsimulation

model. Compared with the existing conditions model. travel times increase by approximately five seconds
in each direction with no significant change in average travel speed.
Table 8 shows the average and maximum northbound and southbound queue lengths at the two signalized

intersections along TIB. Compared with existing conditions, the average queue lengths increased by one to
two vehicles while the maximum queue increased by at most five vehicles.
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Table 6: 2030 Baseline -Intersection LOS and Demand served
Intersection
Control

LOS I Average
Control Delay (sec)

Percent Served I Demand
(veh)

1. TIB I S 144th St

Signal

D/44

100%/2,690

2. TIB I S 146th St

Side-street stop

D/26

99%/2,240

3. TIB I S 148th St

Side-street stop

C/24

99%/2,140

4. TIB I S 150th St

Side-street stop

D I 26

99%/2,160

5. TIB I S 152 nd St

Signal

D I 36

100%/2,520

Study Intersection

Source: Fehr & Peers.

Table 7: 2030 Baseline - Corridor Travei Time
Direction

Travel Time (minutes)

I Average Speed (mph)

Northbound

02:00 118 mph

Southbound

01 :55 118 mph

Source: Fehr & Peers.

Table 8: 2030 Baseline -Intersection Queuing
Northbound: Average I
Maximum Queue Lengths (veh)

Southbound: Average I
Maximum Queue Lengths (veh)

1. TIB I S 144th St

3 vehicles I 13 vehicles

6 vehicles I 20 vehicles

5. TIB I

3 vehicles I 12 vehicles

5 vehicles 119 vehicles

Intersection

S 152 nd

St

Source: Fehr & Peers.

The results for the 2030 Baseline scenario show that there is sufficient capacity along the study corridor to
accommodate increased growth while maintaining the same operating conditions that exist currently.
Vehicular delay, corridor travel time, and queue lengths are all relatively consistent with the results from the
2017 Existing scenario.

3.3 Project Scenarios
The proposed rechannelization along TIB removes one travel lane in each direction and adds bicycle lanes
and on-street parking while preserving the two-way left turn lane for accessing businesses along the
corridor. Three additional signalized mid-block pedestrian crossings, similar to the existing crossing
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between S 150th Street and S 152nd Street, are also proposed. This rechannelization was evaluated under
both 2017 and 2030 demand conditions.

Table 9 shows the resulting intersection LOS and demand served at each study intersection for the
rechannelization scenario using 2017 and 2030 demand volumes. Under both scenarios, the delay
significantly increases at S 144th Street and the demand served falls to approximately 85% with 2030
demand. The total southbound demand at S 144th Street increases to 1,100 vehicles in the 2030 forecast
and this demand greatly exceeds the capacity of single traffic lane, which is assumed to be approximately

600 vehicles per hour. While only two intersections operate at LOS F in the 2017 scenario, four of the five
are overcapacity and operate with LOS F conditions in the 2030 scenario.

Table 9: 2017 and 2030 Project - Intersection LOS and Demand Served
2017:

2017:

2030:

2030:

LOS / Average
Delay (sec)

Pct. Served /
Demand (veh)

LOS / Average
Delay (sec)

Pet. Served /
Demand (veh)

1. TIB / S 144th St

F / >150

90%/2,282

F / >150

83% / 2,690

2. TIB / S 146th St

D / 25

90%/1,846

F / > 120

82% / 2,240

3. TIB / S 148th St

C!23

91%/1,709

F / > 120

84% / 2,140

4. TIB / S 150th St

F /53

92%/1,762

F / >120

84%/2,160

D/42

95% / 2,030

E/75

86%/2,520

Study Intersection

5. TlB /

S 152nd

St

Source: Fehr & Peers.

Table 10 shows the travel time results on TIB between S 144th Street and S 152nd Street for the 2017 and

2030 demand scenarios. In the 2017 scenario, travel times only increase by 20 to 30 seconds with the
average speed decreasing by 1 to 2 mph compared with existing conditions. These results show that once
vehicles enter the study corridor, vehicular travel speeds are similar to existing conditions. However, the
excessive southbound delay experienced by drivers before entering the corridor (more than 8 minutes) is
not included in these travel times. Under the 2030 conditions, the travel time for southbound vehicles within
the study corridor more than doubles and drivers experience more than 10 minutes of additional delay
before even entering the corridor.

Table 10: 2017 and 2030 Project - Corridor Travel Time
2017:

2030:

Travel Time (min.) / Speed (mph)

Travel Time (min.) / Speed (mph)

Northbound

02:15/16 mph

04:35/8 mph

Southbound

02:05 / 17 mph

02:50/ 12 mph

Direction

Source: Fehr & Peers.
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Table 11 shows the average and maximum queue lengths for the northbound and southbound approaches

at the two signalized intersections. Southbound queues longer than 50 vehicles at S 144th Street extend
past S 140th Street and northbound queues longer than 20 vehicles at S 152nd Street will spillback into the
intersection at Southcenter Boulevard. Consistent with the results shown in the previous tables, the
rechannelization has a significant impact on southbound travelers on TIB. Under both 2017 and 2030
scenarios, the average southbound queue at S 144th Street (during the entire PM peak hour) is longer than

50 vehicles. In the 2017 scenario, the maximum northbound queue at S 152nd will spill back into the
intersection at Southcenter Boulevard. By 2030, the average queue length would also spillback to this
intersection. Within the study corridor on TIB, average vehicles queues are approximately 10 vehicles long
in 2017 but are four to seven times longer by 2030. The maximum southbound queue at S 152nd Street
extends almost the entire length of the study corridor on TIB in the 2030 scenario.

Table 11: 2017 and 2030 Project-Intersection Queuing
2017 NB:
Avg./Max
Queue Lengths

2017 SB:
Avg./Max
Queue Lengths

2030 NB:
Avg./Max
Queue Lengths

2030 SB:
Avg./Max
Queue Lengths

1. TlB / S 144th St

5 veh / 24 veh

>50 veh / >50 veh

38 veh / 60 veh

>50 veh / >50 veh

5. TIB / S 152 nd St

6 veh / >20 veh

12 veh / 36 veh

>20 veh / >20 veh

79 veh /104 veh

Intersection

Source: Fehr & Peers.

3.4 Demand Sensitivity Tests
Fehr & Peers performed additional sensitivity tests to determine the volume of traffic that would need to
shift to an alternative route for the performance on TIB in the 2030 Project scenario to be similar to
performance in the 2017 Existing scenario.
If approximately 450 southbound vehicles and 350 northbound vehicles per hour were to shift to alternate
routes, the intersection LOS, travel time and queuing along TIB would be similar to existing conditions. This
volume is approximately 50% of the demand travelling through the study corridor today, and represents
the estimated pass-through volume: non-local traffic that does not have an origin or destination near the
study corridor.
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Chapter 4.

Diversion Analysis

The results from the microsimulation analysis show that under both 2017 and 2030 demand scenarios, TIB
will be overcapacity with the rechannelization, especially in the southbound direction during the PM peak
hour. The high traffic volumes coupled with the single lane will result in significant delays, even under
existing conditions, and as a result, drivers will likely divert to alternate routes including 42 nd Avenue S,
Military Road S, and Interstate 5 (1-5). Of particular concern to the City is the potential for parallel residential
streets (42 nd Avenue Sand 51't Avenue S) to see significant increases in traffic due to the rechannelization.
Based on the available 2010 counts, the daily volumes on these nearby residential streets are 75 to 85%
lower than the daily volumes on TIB.

4.1 Traffic Diversion
The City's travel demand model was used to assess what facilities traffic is likely to divert to in response to
the increased congestion along TIB after the rechannelization. The results were estimated from the 2030
model scenario since regional facilities are likely to be more congested in the future and this would result
in more drivers choosing to divert from TIB to local streets, rather than choose the congested 1-5 route, for
example. Figure 3 shows which parallel facilities drivers chose as alternatives to TIB.
The results from the model show that a majority of trips avoiding congestion on TIB (approximately 65%)
choose to divert to streets within the City of Tukwila. Specifically, the results indicate the following
distribution to the main north-south streets in the area:
•

Military Road S (25%)

•

42 nd Avenue S (35%)

•

Macadam Road/51't Avenue S (5%)

Approximately 10% of diverted trips used Des Moines Memorial Drive S via S 133 rd Street and 15% of
diverted trips used 1-5 via State Route 599. The remaining 10% of diverted trips use a combination of SR
509, 1't Avenue S, 8th Avenue S, or 24th Avenue S.
If approximately 800 vehicle trips are diverted during the PM peak hour, this would result in an increase of
280 vehicles on 42 nd Avenue Sand 200 vehicles on Military Road S. Based on the forecasted intersection
volumes from the City's Comprehensive Plan, this would increase the traffic on 42 nd Avenue S by 40% and
on Military Road S by 30% in 2030.
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4.2 Traffic Calming Toolbox
One common strategy to combat diversion of regional traffic onto local streets is to employ traffic calming.
The Urban Street Design Guide from the National Association of City Transportation Engineers (NACTO)
provides a blueprint for designing streets that are safer, more livable, and economically vibrant. The guide
provides strategies for how cities can reduce vehicular travel speeds/volumes through physical changes to
a roadway or psychological changes to how drivers perceive a roadway. The six images in Figure 4 from
NACTO's guide show some of the commonly used strategies for calming traffic on urban streets. These
approaches work by introducing vertical or horizontal deflections into the roadway, narrowing a vehicle's
travel way, or increasing the likelihood of vehicles yielding to pedestrians and bicyclists on the street. The
effectiveness of these strategies in reducing vehicle speeds range from approximately 5·15%. The
percentage reduction in traffic volumes due to the implementation of these traffic calming measures would
be less than the percent reduction in travel speeds.
The diversion of traffic from the rechannelization of TIB onto parallel roadways could be partially mitigated
using any of these traffic calming strategies to decrease the travel speeds on the nearby roadways. However,
since drivers would be saving over 5 minutes of travel time compared with travelling through the TIB
corridor, the traffic calming measures would need to decrease the average travel speed by over 50% on
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42 nd Avenue S and Military Road S to remove the travel time advantages of these facilities. The current
speed limits of the roads are 30mph and 35m ph, respectively. The combinations of measures that would be
required to reduce the travel speed to 15mph for 8 blocks would likely be impractical on a minor
arterial/collector street. In general, the common traffic calming measures shown in Figure 4 are designed
to encourage vehicles to travel at the posted speed limit rather than to dramatically reduce speeds to a
level less than is typically seen on a residential street.
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To significantly discourage traffic diverting from TIB, more significant countermeasures would be required,
likely in addition to some of the traffic calming strategies documented above. Strategies cities use to
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explicitly deter cut through traffic involve the prohibition of certain traffic movements at key locations along
the corridor. Two different approaches that would prohibit northbound and southbound through trips
would be intersection diverters or short one-way travel segments. The implementation of these mitigations
could be less expensive than other traffic calming treatments since the installations would be limited to key
intersections or segments of Military Road or 42 nd Avenue S near the vicinity of S 144th Street. Special
consideration would need to be provided for transit vehicles to ensure that existing or planned traffic routes
could still be accommodated. Some cities have had limited success with signage that restricts movements
for all vehicles except bicycles and buses, but regular enforcement is required for this strategy to be
successful.
,

An example of a current pilot study in Bellevue is shown

Fig 5.
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Chapter 5.

Alternative Design Options

Based on the results of the traffic operations and diversion analysis, it is clear that reducing the number of
travel lanes on TIB without addressing the southbound PM peak hour congestion or potential diversion to
other streets would result in an unacceptable outcome. Working with Tukwila staff, our team identified three
potential options to reduce the width of TIB while mitigating or redirecting the traffic congestion and
diversion impacts. The options are listed below:
1)

Road diet between 144th Street and 152nd Street with traffic calming mitigation on 42 nd Avenue S

2)

Road diet between 116th Street (SR 599) and 152nd Street

3)

Hybrid road diet between 144th Street and 152nd Street with two southbound and one northbound
lane

Characteristics of each option are described below.
Road Diet with Traffic Calming on 42nd Avenue S

This option would maintain the general road diet design described in Chapter 1 (one travel lane in each
direction with turn lanes at intersections) between 144th and 152nd Street. To address the likely traffic
diversion onto 42 nd Avenue S, traffic calming measures are recommended to ensure vehicles travel at a
reasonable speed. Given the residential nature of the street and the proximity to Foster High School, we
recommend a targeted speed of 25mph on 42 nd Avenue S. There are a number of traffic calming devices
that can encourage lower speeds, including chokers, and chicanes as shown in the previous section. Below
is a picture of a low-cost chicane in Bellevue that is used to manage speed (note that only one car at a time
can comfortably pass through the chicane, which is also coupled with a speed cushion. In addition to traffic
calming on 42 nd Avenue S, traffic calming on Military Road may also be prudent, however, this traffic calming
would need to be coordinated with the City of SeaTac.
[insert picture]
After talking with Tukwila staff, more restrictive traffic calming measures that would prohibit certain
movements through physical barriers (half street closures, diagonal diverters) were not selected due their
impacts to all users throughout the day. There is the potential for time-of-day movement restrictions, but
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as noted in the previous chapter, these require occasional enforcement to be successful, which is a draw of
police resources. 1

Benefits:
•

Drawbacks:

Implements the rechannelization as

•

southbound delays at 144th Street

originally designed
•

Provides opportunities for mid-block
crossings

•

Slows down vehicles on

Does not reduce the substantial

•

Diversion to 42 nd Avenue and Military Road
will still be an option for people who wish

42 nd

Avenue S (and

potentially Military Road), may slightly

to save time and avoid the southbound
delay at 144th Street

reduce diversion

Extended Road Diet between 116th Street and 152nd Street
As noted earlier, as much as half of the traffic on TIB during the PM peak hour is regional traffic that does
not have an origin or destination in the City of Tukwila. The largest share of this traffic is travel between
Seattle and the Sea-Tac Airport area. The idea behind this option is to discourage regional traffic from using
TIB by beginning the road diet at 116th Street, which is also the southbound onramp to SR 599. By
constraining capacity at SR 599, southbound regional trips will be encouraged to use SR 599 and 1-5 rather
than TIB. Any bottleneck associated with the reduced southbound capacity would be concentrated at this
intersection, where there is much more capacity to divert traffic (and reduce overall delays for travelers
along TIB) to SR 599.
While this option has advantages for Tukwila, it presents a less-desirable option for the regional travelers
who would need to eventually merge on the congested 1-5 south corridor. Travelers who are on TIB to
access areas in SeaTac or Burien will be inconvenienced with a potentially longer and less direct path, unless
they are willing to sit through congestion at the 116th Street intersection. This option also shifts the
diversion/congestion problem from Tukwila to WSDOT. In discussions with City staff, there was some
concern that regional partners might be less willing to support funding/grant applications for this and other
Tukwila projects if they are negatively impacted from the rechannelization.

1

Some cities have investigated whether traffic safety enforcement cameras can be used to issue citations for people
violating movement restrictions. However, current Washington Law clearly limits the use of such cameras to the
following conditions:(i) Intersections of two arterials with traffic control signals that have yellow change interval
durations in accordance with RCW 47.36.022, which interval durations may not be reduced after placement of the
camera; (ii) railroad crossings; and (iii) school speed lanes. Using the cameras for other purposes would require a
change to the law.

FEHR1PEERS

19

One other downside to this option is that it would require a substantial area of rechannelization, along
which there are large stretches without any adjacent land uses or developable parcels to capitalize on the
improved streetscape. The costs of fully implementing this rechannelization are likely to be higher than
other options due to the length of the corridor.

Benefits:

•

Drawbacks:

More likely to reduce diversion issues

•

within Tukwila

•
•

Better location to divert traffic that would

May be substantially more costly to
implement due to the length of the corridor

•

Sections of TIB would likely not benefit

likely result in less delay than the lane drop

from the rechannelization because there

at 144th Street

are no adjacent land uses

May allow for some additional

•

Other cities and regional partners may not

redevelopment potential north of 144th

be as supportive of funding city projects if

Street

they feel they are negatively impacted by
this project

•

Shifts traffic to the congested 1-5 corridor

Hybrid Road Diet between 744 th Street and 752nd Street
This option focuses on preserving the southbound capacity while still achieving the general goals of the
rechannelization of TIB. In general, this design would feature two southbound lanes and a single
northbound lane, with a turn lane at key intersections like 144th and 152nd Street. The benefit of this
configuration is that it avoids the PM peak hour congestion and diversion issues since two southbound
. lanes are preserved. Given that the AM peak hour is of substantially lower magnitude and duration, an
additional northbound lane is not needed to maintain adequate operations.
Some downsides of this design option include greater difficulty in accommodating mid-block crossings
since a median island is not feasible without eliminating on-street parking or other amenities. The additional
southbound lane may also result in higher off-peak speeds, making the road somewhat less desirable to
walk or bicycle along. In addition, to accommodate the turn lanes at the intersections, the crossing distances
would be larger under this option than the other two options, although still less than today's condition.
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Chapter 6.

Conclusion

The rechannelization of Tukwila International Boulevard between S 144th Street and S 152 nd Street to remove
one northbound and southbound travel lane and to install bicycle lanes and on-street parking would result
in significant congestion for southbound vehicles entering the corridor under both 2017 and 2030 demand
scenarios. The existing demand for vehicles travelling through the entire study corridor on TIB exceeds 700
vehicles in both directions during the PM peak hour. This demand is forecasted to increase by over 20% by
2030 due to new residential and commercial development near the study corridor. Removing a travel lane
in each direction results in overcapacity conditions, especially for southbound drivers at S 144th Street. Delay,
travel times, and vehicular queuing increase substantially in both 2017 and 2030 scenarios and would likely
result in drivers choosing paral!e! routes as alternatives to T!B.
The travel time data and Streetlight 00 data provide information on travel behavior for drivers currently
using TIB. An analysis of the data suggests that at least 50% of existing travel on the roadway is pass
through trips. These trips represent non-local travel: trips that pass through the corridor without stopping
or those not related to nearby residential or commercial land uses. Popular origins and destinations are
SeaTac and Central Seattle. Since 2010, the traffic volumes on TIB have increased by 10% to 15% despite
limited land use development near the study corridor. The increases in traffic volumes are likely due to
spillover from congested regional routes as drivers seek less congested alternatives. If the existing volume
of pass-through travel, approximately 800 vehicle trips during the PM peak hour, were to shift to alternative
routes, the TIB corridor could accommodate the growth in traffic from planned development with the
rechannelization and operate with a similar quality of service to that experienced today.
The traffic calming measures that would need to be implemented to prevent traffic from diverting onto 42 nd
Avenue S and Military Road S after the rechannelization of Tukwila International Boulevard would need to
reduce vehicle speeds by at least 50%, compared with posted speed limits. This is beyond the range of
effectiveness of most common traffic calming treatments and would require average travel speeds of
15mph on these facilities which would significantly impact local residents who live along these streets.
Alternatives to traffic calming measures are physical barriers or turn restrictions that prevent vehicles from
using these parallel routes as alternatives to TIB: intersection diverters or short one-way segments. The most
effective locations for installation of these preventative measures would likely be in the vicinity of S 144th
Street. While these barriers occupy a small area, they are still an inconvenience for residents who are
accustomed to traversing the area on Military Road or 42 nd Avenue S.
If the proposed rechannelization is pursued, the City could further investigate the optimal design and
placement of these devices which would prevent cut-through traffic while maintaining as much connectivity
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as possible for local residents as well as students travelling to Foster High School or Thorndyke Elementary
School. As part of a larger outreach program to promote this project, the City could also consider a
temporary installation of the lane conversion on TIB to bicycle lanes and traffic calming devices on nearby
streets to demonstrate to the local community how the project would be implemented and its potential
benefits to all users. This "tactical urbanism" approach would also allow the City to quickly assess traffic
operations conditions before and after implementation of the project.
The proposed rechannelization of TIB would necessitate a change in usage and perception for this facility.
While the route today serves a high percentage of regional pass-through traffic, the reduction in vehicular
capacity would likely limit the facility's usage to local residents and employees. Even with the existing travel
demand, a significant volume of trips would shift to alternate parallel routes to avoid the increased
congestion along TIB. However, the removal of two travel lanes would allow for the installation of bicycle
lanes and on-street parking which would contribute to a more amenable environment for all users.
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Appendix A:

Traffic Counts
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Appendix B:
Vissim Worksheets
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