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FINAL ENVIRONMENTAL ASSESSMENT 1-1 

Part 1: Finding of No Significant Impact 

DEPARTMENT OF TRANSPORTATION 

FEDERAL AVIATION ADMINISTRATION 

Finding of No Significant Impact 

 

 
Hillsboro Airport (HIO) 

New Parallel Runway 12L/30R 

Hillsboro, Oregon 

 

 
The Port of Portland prepared a Draft and Final Environmental Assessment (EA) for the proposed 

construction of a new parallel runway (12L/30R) and related actions at Hillsboro Airport. 

 

I. Introduction  
 

Hillsboro Airport is located in the city of Hillsboro in Washington County, Oregon, approximately 2 ¼ 

miles from Hillsboro city center and 12 miles west of downtown Portland.  The Port of Portland owns and 

operates Hillsboro Airport.  The Airport and surrounding Port-owned property occupy approximately 965 

acres of land. The Airport boundaries are generally NE Brookwood Parkway to the east, NE 25
th
 Avenue 

to the west, NW Evergreen Road to the north, and NE Cornell Road to the south.  While the Airport is 

located almost entirely within the city of Hillsboro, it is located on the northern boundary of the city, and 

Port-owned lands north of NW Evergreen Road are within unincorporated Washington County. 

 

Hillsboro Airport (the Airport or HIO) is the busiest general aviation (GA) airport in Oregon, and since 

2008, it has also become the state’s busiest airport. The FAA’s National Plan of Integrated Airport 

Systems (NPIAS) lists HIO as a designated GA reliever airport for Portland International Airport (PDX). 

 

II. The Proposed Agency Action and Approvals 
 

The Port of Portland proposes to build new Runway 12L/30R, which consists of the following 

components: 1) construction of Runway 12L/30R and associated taxiways, 2) the relocation of the 

existing Charlie Helipad, and 3) associated infrastructure improvements. 

 

The Port proposes to initiate construction of the proposed runway and associated taxiways in 2010, with 

completion at the end of 2011. The relocated Charlie Helipad would be under construction in 2014, and 

would be in operation by 2015. Specifically, the proposed improvements include the following, as shown 

in Figure 1-4 in the attached Final EA:  

• The proposed Runway 12L/30R would be parallel to and 700 feet east of Runway 12/30 (to be re-
designated Runway 12R/30L), the Airport’s main runway. The new runway would be 3,600 feet 
long and 60 feet wide, consistent with the runway’s intended use by fixed-wing, piston-engine, 
and propeller-driven airplanes. This new runway would occupy the location of the existing 
Charlie Helicopter Landing and Take-Off Pad, commonly known as the Charlie Helipad.  

• Taxiway D would be parallel to and 240 feet east of the new Runway 12L/30R and would 
connect to Taxiway C. Taxiway D would provide access to aircraft landing and taking off from 
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the new Runway 12L/30R. Taxiway D would also be used as an interim replacement for the 
existing Charlie Helipad. 

• Charlie Helipad would be constructed as identified in either Alternative 2 or 3 location. 
 

The FAA actions, determinations, and approvals necessary for this project to proceed to completion 

include the following: 

 
• A determination under 14 CFR Part 157 (49 USC 40113(a)) on whether there are objections to 

the airport development proposal from an airspace perspective, based on aeronautical studies; 

• A determination through the aeronautical study process under 14 CFR 77 (40 USC 40103(b), 
40133) regarding obstructions to navigable airspace; 

• Determinations under 49 U.S.C. Sections 47106 and 47107 pertaining to FAA approval of the 
airport layout plan (ALP), 49 U.S.C. §47107(a)(16) environmental approval (see 42 
U.S.C.§§4321-4347 and 40 CFR §1500-1508), and determinations under other statutes and 
regulations discussed in this Finding of No Significant Impact (FONSI). 

 

III. Purpose and Need 
 

The purpose of the proposed action is to reduce congestion and delay at HIO in accordance with planning 

guidelines established by the FAA. The FAA National Plan of Integrated Airport Systems (NPIAS) states: 

"Current FAA guidance recommends that capacity planning start when aircraft activity reaches 60 to 75 

percent of an airport's capacity."  Aviation activity forecasts, described in EA Section 1.1.3 and the 

accompanying delay analysis in EA Section 1.1.4, demonstrate that the current level of activity and the 

mix of aircraft types at HIO exceed FAA planning criteria, which creates undesirable levels of delay as 

aircraft activity levels have nearly reached the capacity of the existing airfield. Forecast growth will 

further increase congestion and delay.  

 

As noted in Section 1.1.4, the average delay per operation at HIO is projected to increase from 1.2 

minutes in 2007 to 6 minutes in 2025 without airfield capacity improvement. This increased delay will in 

turn increase aircraft operation time and operating costs due to increased fuel consumption resulting in 

commensurate air emissions. In 2007, aircraft delay amounted to 3,321 hours annually. By 2025, total 

delay is forecast to reach 24,900 hours annually.  

 

As a GA reliever airport for PDX, HIO is an important element of the National Airspace System (NAS) 

and the regional airport system. The Port and the FAA have consistently worked to maintain the Airport’s 

capability to serve as an attractive, safe, and efficient alternative to PDX for diverse GA users. As 

congestion and delay increase, the Airport’s ability to serve as an attractive, safe and efficient GA reliever 

airport will diminish. The proposed action is needed because the HIO airfield is currently operating at 

close to 100 percent of Annual Service Volume (ASV) and current Airport activity levels exceed FAA 

capacity planning criteria. Forecast activity levels will substantially exceed the ASV of the current airfield 

in the future with corresponding levels of congestion and delay as demand increases. 

IV. Alternatives Analysis 

 

A wide range of alternatives was considered to meet the Purpose and Need. Alternatives included several 

new runway locations and configurations and non-development alternatives. The area in which a runway 

meeting the minimum length requirements could be built is limited by existing site constraints including 

the existing runway 12/30 to the west, Evergreen Road to the north, runway 2/20 and existing GA 

facilities to the south. Within this envelope, impacts for various runway locations were determined to be 

virtually the same. Non-development alternatives included elimination of local training flights, diversion 
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of traffic to other airports, demand management, and use of new technologies. These alternatives were 

evaluated with respect to their ability to meet the Purpose and Need for the proposed action, site 

constraints, and environmental factors. Three build alternatives were identified in Chapter 3 Alternatives 

of the EA as meeting the purpose and need. The alternatives screening analysis in the EA concluded that 

the non-development alternatives would not meet the purpose and need (EA section 3.1.3). Briefly, the 

alternatives carried forward for detailed environmental review in the EA are: 

• Alternative 1 – No Action. NEPA requires consideration of the No Action Alternative. 
40 CFR 1502.14(d) (agencies shall “include the alternative of no action”). This 
alternative also serves as the basis of comparison for other reasonable alternatives. 

• Alternative 2 – Proposed Runway 12L/30R with Charlie Helipad Option A. This 
alternative includes the improvements described above. In this alternative, the relocated 
Charlie Helipad would be located at the southern end of the area available for siting. 

• Alternative 3 – Proposed Runway 12L/30R with Charlie Helipad Option B. This 
alternative differs from Alternative 2 only in the location of the relocated Charlie 
Helipad. In this alternative, the relocated Charlie Helipad would be located at the 
northern end of the available area. 

 

The Port has selected as operationally preferred either Alternative 2 or 3.  As is shown in the Chapter 5, 

Environmental Consequences – all of the build alternatives (Alternative 2 or 3) would affect wetlands, 

each requiring the filling of 2.22 acres of wetland. Impacts to other resource categories are essentially the 

same with either alternative.   

 

V. Environmental Consequences 
 

Consistent with the requirements of FAA Orders 1050.1E, Change 1, and 5050.4B, the following sections 

summarize the impacts of the project alternatives as they relate to the specific environmental resource 

categories. 

 
Noise 
No residential or other noise-sensitive land uses would be within the DNL 65 contours that define 
significant aircraft noise exposure for any of the alternatives under consideration. No noise-sensitive 
land uses would experience significant project-related aircraft noise impacts or significant noise 
exposure from construction activities. The 65 DNL and greater contours all remain on airport 
property.  
 
Compatible Land Use 
None of the alternatives under consideration would generate a significant noise impact, and no 
residential or other noise-sensitive land uses would fall within the DNL 65 contours for any of these 
alternatives. The Airport is noted within the City of Hillsboro and Washington County land use plans 
and policies and thus is a consistent land use. None of the alternatives would require change of use 
approval, annexation or relocation that would disrupt land use patterns in the Airport environs. The 
project alternatives would not therefore create non-compatible land use. 
 
Historical, Architectural, Archeological, and Cultural Resources 
No archaeological or historic resources on or eligible for the National Register of Historic Places 
were found in the project Area of Potential Effect. The background research and field observations 
conducted in this analysis indicate that a “No Properties Affected” determination by the FAA in 
consultation with the Oregon State Historic Preservation Office (SHPO) is appropriate. The SHPO 
concurred with this determination on June 12, 2009. 
 
DOT Section 4(f) Resources 
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No potential DOT Section 4(f) or Land and Water Conservation Fund Section 6(f) properties are 
present within the existing or future DNL 65 noise contours. No property would be acquired as part of 
this project and the 65 DNL noise contour would remain entirely within the Airport property for all 
the alternatives. Therefore, no significant direct or indirect impacts to potential Section 4(f) or Section 
6(f) resources would occur. 
 
Socioeconomic Impacts, Environmental Justice, Children’s Environmental Health and Safety 
Risks 
No significant adverse socioeconomic impacts or disproportionate risks to children’s environmental 
health and safety are expected due to the proposed project. None of the alternatives would result in 
the relocation of any residences or businesses, division or disruption of any communities in the 
surrounding area, or change in surface transportation facilities or traffic volumes. Neither Alternative 
2 nor 3 would result in adverse impacts on environmental resources that could lead to 
disproportionately high and adverse impacts on minority and/or low-income populations. 
 
Secondary (Induced) Impacts 
No significant adverse secondary impacts would occur because of the proposed project. 
 
Air Quality 
Construction of either Alternative 2 or Alternative 3 would temporarily increase air emissions due to 
construction of the proposed runway, taxiways, and the Charlie Helipad. These construction 
emissions would not be significant. Once constructed, the project alternatives would reduce airfield 
congestion and aircraft delay compared to the No Action Alternative, resulting in long-term, ongoing 
emissions reductions. The project alternatives would not cause significant air quality impacts.  The 
project emissions are de-minimis. 
  
Water Quality 
Surfaces at Hillsboro Airport drain to Glencoe Swale, a tributary of McKay Creek, on the north and 
Dawson Creek on the south. Both Alternative 2 and Alternative 3 would represent an increase in 
impervious surface of 15.3 acres, a 42% increase in impervious area draining to Glencoe Swale 
relative to the No Action and an approximate 0.9% increase in the impervious area draining to 
Dawson Creek. Because the increase in impervious area for Dawson Creek is below the margin of 
error for modeling and the increase in flows and pollutants would not be measurable, impacts to 
Dawson Creek are considered negligible. Increased flow to Glencoe Swale would be approximately 
5.9% in a 10-year storm event and approximately 4.0% in a 100-year storm event, which does not 
exceed the defined threshold of significance. Thus, with respect to water quantity, no significant 
impacts are expected under either Alternative 2 or 3.  
 
Storm water runoff from the new impervious surface in Alternatives 2 and 3 would be treated through 
a vegetated filter strip to reduce pollutant levels to below water quality criteria. Downstream pollutant 
concentrations in Glencoe Swale would be lower for Alternatives 2 and 3 compared to the No Action 
Alternative because the receiving water concentrations would be diluted by the increased runoff. 
Thus, no significant water quality impacts are expected with either Alternative 2 or 3. 
 
Fish, Wildlife, and Plants 
No significant impacts on fish, wildlife, or plants are expected from Alternative 2 or Alternative 3. 
Approximately 6.3 acres of vegetated corridor, or wetland buffer, will be converted to airport use by 
either alternative. Washington County Clean Water Services regulates these sensitive areas, and 
requires mitigation for impacts. No federally listed threatened or endangered plant or animal species 
are present in the study area. FAA has determined the project would have “no effect” on federally 
listed fish species. There would be no impacts on any federal or state listed threatened or endangered 
species. 
 
Wetlands 
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Alternative 2 and Alternative 3 would both result in permanent loss of 2.22 acres of scattered, low 
value wetlands. Wetlands that would be affected range in size from 0.01 acre to 1.71 acres, with the 
largest wetland being only partly impacted. All wetlands that would be impacted are vegetated 
primarily, if not exclusively, by non-native grasses and opportunistic weedy species.  
 
Floodplains 
No work is proposed within the 100-year floodplain for Glencoe Swale or Dawson Creek or any other 
floodplain under any alternative. 
 
Hazardous Materials, Pollution Prevention, and Solid Waste 
As part of its sustainability practices, the Port reduces waste generation through its waste 
management program, which includes waste segregation, recycling, and energy recapture programs. 
No significant impacts related to hazardous materials, pollution prevention, or solid waste were 
identified for the proposed project.  
 
Farmlands 
With respect to farmlands classified as prime, unique, or of statewide importance, as defined by the 
US Department of Agriculture Natural Resource Conservation Service (NRCS), approximately 50 
acres of prime farmland or farmland of statewide importance would be directly or indirectly 
converted to non-farmland use with Alternative 2 or 3. Coordination with the NRCS under the 
Farmland Protection Policy Act resulted in a Farmland Conversion Impact Rating Score of 107, 
which is below the threshold of significance of 200. No further action other than documentation for 
record with the NRCS is required. 
 
Energy Supply, Natural Resources, and Sustainable Development 
Implementation of either Alternative 2 or Alternative 3 would decrease demand for energy by 
decreasing congestion and delay at the airport and would not lead to increased activity at HIO 
compared to the No Action Alternative. Implementation of Alternative 2 or 3 would therefore have a 
beneficial effect in reducing consumption of aviation fuel, and would have a neutral effect on demand 
for most other sources of energy. The runway and taxiway would increase the airfield’s demand for 
electrical power by 31 KW, or about 18 percent. This additional demand could be accommodated by 
Portland General Electric, the local energy provider. In addition, the Port reduces waste generation 
through its waste management program, as described above in Hazardous Materials, Pollution 
Prevention, and Solid Waste. Construction and operation of the project alternatives would not, 
therefore, cause significant impacts with respect to energy supply, natural resources, and sustainable 
development. 
 
Light Emissions and Visual Impacts 
Construction and operation of the project alternatives would not cause significant impacts with 
respect to light emissions and visual impacts. 
 

Cumulative Impacts 
Construction and operation of the project alternatives would not contribute cumulatively to significant 
impacts on any environmental resource.  
 
Mitigation 
The project would result in the loss of 2.22 acres of scattered wetlands and the conversion of 
approximately 6.3 acres of Vegetated Corridor that is regulated by Washington County Clean Water 
Services. These impacts would be mitigated through restoring 2.22 acres of wetlands and approximately 
6.3 acres of vegetated buffer at the nearby Jackson Bottom Wetland Preserve. This restored wetland 
would provide several wetland functional characteristics that would exceed the functions of the impacted 
wetlands. They would be higher functioning in characteristics of native vegetation, wildlife habitat, fish 
habitat, floodwater storage, sediment retention, and possibly removal or storage of nutrients.  The 
vegetated corridor would consist of native vegetation and would also be higher functioning in wildlife 
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Part 2: Changes to Environmental 
Assessment  

The following changes amended the text of Sections 1.1 and 5.9 in response to comments 
received on the Draft EA. New text is underlined and text to be removed is crossed out. 
These changes replace the existing text in the affected sections and, together with the 
unchanged sections of the Draft EA, constitute the Final EA.   

1.1 Background 

Hillsboro Airport (the Airport, or HIO) is the busiest general aviation (GA) airport in Oregon, and 

is currently (2008) the busiest airport in the State. the state’s second-busiest airport. Aircraft 
operations at the HIO and Portland International Airport (PDX) have been nearly equal 
over the last several years as shown below. 

• 2007: PDX =  264,518; HIO = 236,885 

• 2008: PDX = 252,572; HIO = 259,263 

• 2009 (through 10/31/09): PDX = 190,877; HIO = 195,311 

The FAA’s National Plan of Integrated Airport Systems (NPIAS) lists HIO as a designated GA 

reliever airport for Portland International Airport (PDX). The NPIAS1 describes the role of GA 

reliever airports in the National Airspace System (NAS) as follows. 

Due to different operating requirements between small general aviation aircraft and 

large commercial aircraft, general aviation pilots often find using a congested 

commercial service airport can be difficult. In recognition of this, FAA has encouraged 

the development of high capacity general aviation airports in major metropolitan areas. 

These specialized airports, called relievers, provide pilots with attractive alternatives to 

using congested hub airports. They also provide general aviation access to the 

surrounding area. 

The following sections describe the existing facilities at HIO and the Port’s planning efforts to 

ensure that HIO continues to serve as an effective GA reliever airport. As a part of its planning 

process, the Port conducted a Master Plan to identify future development needs based on 

forecasts of aviation activity and capacity estimates for the existing airfield at HIO. 

 

5.9 Fish, Wildlife and Plants  

Oregon Administrative Rules 635-043-051 to 0115 
Under OAR 635-0430951 to 0115, a property owner must obtain a Wildlife Harassing 
Permit from ODFW before harassing any wildlife on their property. Harassment is 
defined as any act that frightens or chases, but does not kill, wildlife. Harassment can be 
employed for scientific purposes pursuant to an ODFW program; to offer protection 



2-2 FINAL ENVIRONMENTAL ASSESSMENT 

against a threat to human safety; to offer protection of land or property from damage; 
for wildlife management purposes pursuant to ODFW programs; or for rehabilitation of 
sick, injured, or orphaned wildlife. A Wildlife Harassing Permit is not required of those 
persons possessing a valid federal migratory bird permit authorizing harassment of 
migratory bird species. The current federal migratory bird permit that the Port 
maintains on an annual basis meets the ODFW state requirements under OAR 635-043-
051 to 0115.It is not expected that there will be any need for a scientific taking of any 
species for the proposed project; consequently a Scientific Taking Permit is not required. 
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Part 3: Appendix A Addendum 
Public and Agency Involvement Summary 

The Draft Environmental Assessment (EA) was published on October 8, 2009, and was 
followed by a 45-day comment period that ended on November 20, 2009. Copies of the Draft 
EA were available to the public in hard copy or CD format free of charge, and copies were 
provided at the Hillsboro Main Library, the Hillsboro Shute Branch Library, the Hillsboro 
Civic Center, the Port of Portland Office Building in downtown Portland, and the Portland 
International Airport Administrative Offices. A public hearing was held on November 10, 
2009, 30 days after the Notice of Public Hearing and Notice of Availability was published, to 
provide an opportunity for public comment. The following federal, state, and local agencies 
received copies of the Draft EA: 

Federal 

• Federal Aviation Administration 

• U.S. Fish and Wildlife Service 

• U.S. Army Corps of Engineers 

State 

• Oregon Department of Environmental Quality 

• Oregon Department of Fish and Wildlife 

• Oregon Department of Aviation 

• Oregon Department of Transportation 

Local 

• Clean Water Services  

• Washington County Commissioners and Departments of Community Development and 
Land Use & Transportation 

• City of Hillsboro Council and Departments of Planning and Public Works 

• Citizen Participation Organizations 8 and 9 

A copy of the Notice of Public Hearing and Notice of Availability is provided at the end of 
this summary.  

Public Hearing Overview 

On November 10, 2009, a public hearing was held at the Charles D. Cameron Public Services 
Building Cafeteria (room 120), 155 N First Avenue, Hillsboro, from 5:30 p.m. to 7:30 p.m. 
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The purpose of this event was to provide an opportunity to comment on the Draft EA for 
the parallel runway project at Hillsboro Airport. Information about the design and 
construction of the parallel runway, the project’s timeline, and impacts was also provided. 

The following attachments are included at the end of this appendix: 

Attachment 1: Affidavits of Publications for Public Notices 

Attachment 2: Presentation from Public Hearing 

Attachment 3: Sign-in Sheets from Public Hearing 

Attachment 4: Public and Agency Comments and Responses 

Advertisements/Outreach 

The public hearing was announced to the public using the following outreach techniques: 

• Two large banner signs on either corner of airport property 

• Ads in Hillsboro zone of The Oregonian and The Hillsboro Argus newspapers 

• City e-newsletter 

Public Hearing Format 

The public hearing was held in an open-house format, which included multiple stations 
with information about the project, tables with copies of the Draft EA for reviewing the 
document, and a court reporter for recording oral testimony. At two times during the 
hearing, a brief presentation providing an overview of the project and summarizing the 
results of the environmental studies performed was provided. 

The six stations included the following: 

• Station #1: Sign In  

• Station #2: General Project Information—Proposed Action 

• Station #3: Noise Study Results 

• Station #4: Wetlands Study Results 

• Station #5: Other Environmental Study Results 

Attendance 

Approximately 18 members of the public attended the hearing.  
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Public Comments 

One written comment was submitted at the hearing and one person submitted oral 
testimony. Four additional public and agency comments were received via e-mail and 
regular mail.  

Attachments 

Attachment 1: Affidavits of Publication for Public Hearing Notice 

Attachment 2: Public Hearing Presentation 

Attachment 3: Public Hearing Sign-in Sheets 

Attachment 4: Comments and Responses 
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FINAL ENVIRONMENTAL ASSESSMENT ATTACHMENT 4-1 

Attachment 4: Comments and Responses 

This attachment includes comments submitted to the Port of Portland on the Environmental Assessment 

(EA) for the Hillsboro Airport Parallel Runway 12L/30R project; a table of responses to each comment is 

provided following each letter. Each of the seven comment documents is presented in its entirety in the 

order shown in the following index. The comment documents are annotated with numbers in the margins 

denoting individual comments. These numbers correspond to the responses to the table following each 

comment document. 

Please note that comment submittals #2 and #3 are almost identical, and identical responses are provided 

when comments were the same. For this reason, the written comments in Submittal #3 are numbered to 

match the corresponding comments in Submittal #2, with the exception of Comments #1 and #13, which 

did not appear in Submittal #3. These comment numbers are therefore omitted from Submittal #3.   

Also included in this attachment is additional correspondence between one commenter and USDOT/ 

FAA regarding the Public Hearing.  

Index to Comments and Responses 

 

1. Patrick Conry, November 6, 2009 

2. Miki Barnes, November 10, 2009, Recorded Testimony at Public Hearing 

3. Miki Barnes, November 10, 2009, Written Comments Submitted at Public Hearing 

4. Darwin Engwer, November 10, 2009, Written Comments Submitted at Public Hearing 

5. Wayne Vanderzanden, November 19, 2009, Written Comments Submitted via mail 

6. Susan Barnes, Oregon Department of Fish and Wildlife - Northwest Region, November 20, 2009, Written 
Comments Submitted via email 

7. Blaine Ackley and Francis Beebe, November 24, 2009, Written Comments Submitted via mail 

8. Miki Barnes letter to USDOT  

9. FAA response to Miki Barnes. 

 

 

 



 

ATTACHMENT 4-2 FINAL ENVIRONMENTAL ASSESSMENT 

 

1. Patrick Conry, November 6, 2009 
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Response to Patrick Conry: 

Comment 
number 

Response 

PC-1 As described in Section 5.2 of the Draft EA, the City of Hillsboro Comprehensive Plan states that HIO 
shall be maintained and used as a general aviation reliever airport. The Washington County 
Comprehensive Plan cites County policies to protect the function and viability of existing public use 
airports. As noted in the response to comment MB – 3, the Port is required to make aviation facilities at 
HIO available to all users. The response to this comment also notes that failing to provide the proposed 
improvements at HIO would not reduce aircraft activity. See also the response to comment MB – 6 
regarding the consistency of airport development priorities with national policies.   

PC-2 Studies of the effects of noise on property values have focused on areas of “significant” noise exposure 
(DNL 65+). Significant noise levels represent the point at which about 14 percent of the population 
would be “highly annoyed” (Appendix C.1, Section 2 of the EA provides a description of noise impacts). 
According to Federal guidelines, all land uses are considered to be compatible with noise levels less 
than DNL 65.  

At HIO, significant noise levels fall entirely within the Airport boundaries. In addition, as noted in the 
response to comment MB – 11, the proposed project would shift traffic patterns from more densely 
developed areas to less densely developed areas, thus reducing noise exposure for the majority of local 
residents. 

PC-3 The analysis of aircraft noise demonstrated that “significant” noise levels, defined as DNL 65+, would be 
restricted to HIO property. Federal policies limit the use of federal funds for noise mitigation to areas 
subject to significant noise exposure. As an airport sponsor, the Port is also precluded from spending 
airport revenue for purposes that do not meet federal funding guidelines. Also, as noted in the response 
to comment MB – 11, the proposed new runway would reduce noise exposure for the majority of local 
residents. 

PC-4 In February of 2000, the Port Commission adopted the Port of Portland Environmental Policy as the 
cornerstone of the Port's Environmental Management System. The Port of Portland will achieve its 
mission through responsible environmental stewardship and the implementation of proactive 
environmental programs. The Port will integrate environmental considerations into all aspects of its 
strategic planning and business decision-making. The Port will actively seek resolutions to 
environmental issues by endeavoring to achieve the following goals: 

• Compliance. Comply fully and promptly with all applicable environmental laws, regulations, and 
Port policies. 

• Planning. Integrate environmental costs, risks, impacts, and public concerns into operating 
decisions and facility development planning processes. 

• Natural Resources. Minimize impacts and seek opportunities to enhance natural resources while 
carrying out Port projects. 

• Pollution Prevention. Minimize pollution and waste through source reduction, reuse, or recycling. 
• Management Commitment. Communicate this policy and its requirements and deliver the training, 

tools, and resources required to implement this policy. 
• Government Relations. Develop cooperative working relationships with agencies and promotes 

development of sound environmental legislation and regulation. 
• Community Relations. Provide community outreach and leadership on environmental issues and 

respond in a timely fashion to inquiries or expressions of concern regarding environmental issues 
related to Port and tenant activities. 

• Performance. Improve the Port's environmental performance through regular monitoring and 
evaluations. 

• Quality. Achieve superior environmental performance and work product. 
• Continuous Improvement. Continuously improve the effectiveness of the Port's environmental 

program. 

These policies apply to the planning and operation of HIO and other Port facilities. In addition, as noted 
in the response to comment MB – 11, the proposed new runway would reduce air pollution and would 
also reduce noise exposure for the majority of local residents.   

In addition, the only impacts from the proposed project, wetlands impacts, would be mitigated at the 
Jackson Bottoms mitigation site. These mitigated wetlands would enhance environmental quality in the 
region by providing wetland functional characteristics exceeding those of the impacted wetlands. They 
would be higher functioning in characteristics of native vegetation, wildlife habitat, fish habitat, 
floodwater storage, sediment retention, and possibly removal or storage of nutrients. The proposed 
mitigation would also provide higher functioning in wildlife habitat, flood storage, sediment retention than 
the vegetated corridors impacted by the project. 
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2. Miki Barnes, November 10, 2009, Recorded Testimony at Public Hearing 
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ATTACHMENT 4-10 FINAL ENVIRONMENTAL ASSESSMENT 

 



 

FINAL ENVIRONMENTAL ASSESSMENT ATTACHMENT 4-11 
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ATTACHMENT 4-18 FINAL ENVIRONMENTAL ASSESSMENT 
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ATTACHMENT 4-24 FINAL ENVIRONMENTAL ASSESSMENT 
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ATTACHMENT 4-26 FINAL ENVIRONMENTAL ASSESSMENT 

Response to Miki Barnes: 

Comment 
number 

Response 

MB-1 The public hearing on the Draft EA was similar in both setting and format to several other public events 
regarding the Hillsboro’s proposed third runway and the environmental issues involving it.  The 
comments provided at this hearing are now part of the record and will receive full consideration when 
public remarks are tallied. All comments received on the Draft EA will be considered by the FAA  in 
deciding on any future action involving the proposed third runway.  

We apologize if the commenter’s expectations were not met as to how oral remarks would be recorded. 
Despite any difficulties the commenter felt were present during the recording of comments, the 
stenographer’s equipment picked them up clearly, and they also are part of the record.  We understand 
that the commenter stayed at the hearing to register complaints about the process.  These complaints 
are included in this record. 

MB-2 The Final EA will be revised to state that Hillsboro Airport (HIO) is currently (2008) the busiest airport in 
the State. Aircraft operations at the two airports have been nearly equal over the last several years as 
shown below. 

2007: PDX =  264,518; HIO = 236,885 

2008: PDX = 252,572; HIO = 259,263 

2009 (through 10/31/09): PDX = 190,877; HIO = 195,311 

MB-3 Recent declines in aircraft activity at PDX do not reduce the benefits that HIO, as a designated reliever 
airport, provides to the Portland airport system. As a reliever airport, HIO accommodates aircraft that 
are, in many cases, smaller and slower than the commercial passenger and cargo aircraft operating at 
PDX. Mixing dissimilar aircraft types requires increased separation between aircraft, resulting in 
disproportionate increases in congestion and delay, and increased air traffic control complexity. In 
addition, conducting extensive local training at a commercial airport further increases congestion, delay, 
and complexity. For these reasons, the FAA encourages the development and improvement of reliever 
airports and, with the approval of Congress, has established funding priorities for such development as 
described in the National Plan of Integrated Airport Systems

1
 (NPIAS).   

Troutdale Airport and HIO serve different geographic areas. The Port of Portland is required to make 
aviation facilities available to all users and can not, therefore, force pilots and aircraft owners to operate 
or base aircraft at Troutdale or any other airport in lieu of HIO.  

The EA examined the alternative of not providing the proposed new runway and associated facilities at 
HIO, the No-Build Alternative. The EA determined the No-Build Alternative would not likely result in 
decreased HIO activity even though congestion and delay increased. 

MB-4 The proposed improvements at HIO are not funded by State or local taxes on property or income, nor by 
Federal income tax revenue. Airport improvement projects are funded by Federal aviation excise taxes 
and funds generated by airport sponsors such as the Port of Portland. In both cases, these funds are, by 
law, raised for the purpose of improving airport infrastructure and may not be used for other purposes.  

Federal grants used by the Port are drawn on the Aviation Trust Fund, which derives its income from 
taxes on airline tickets, air cargo waybills, commercial aviation fuel, general aviation gasoline, general 
aviation jet fuel, international passenger arrivals and departures, frequent flyer awards, and rural 
airports. These revenues are distributed by the FAA as specified by Congress in the Federal Budget.  

Port funds used at HIO and PDX are derived from user fees and the sale of bonds backed by such fees. 
The Port raises funds for airport improvements through property leases, landing fees, parking revenues, 
and concessions at PDX and HIO.  

The $6.2 million in State revenue cited in the comment was provided through the ConnectOregon 
program. This program is a lottery bond based initiative by the State of Oregon to invest in air, rail, 
marine and transit infrastructure to ensure Oregon’s transportation system is strong, diverse, and 
efficient. Applications submitted by the Port of Portland to this program are evaluated for funds based on 
the criteria of the program, the same as other applicants.  

Non-stop air services to Asia and Europe are critical to the regional businesses and to the regional 
economy, yet PDX is one of the smallest markets in the U.S. with service to both of these 
destinations. Delta’s Tokyo flight alone has an annual economic impact of $61.2 million for our region, 
helping local companies compete in a global marketplace, creating jobs, spending, and tourism 

                                                 

1
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opportunities. As Delta Airlines and other air carriers are reducing service to focus on the most profitable 
routes, smaller markets face increasing difficulty in retaining international service. The Port’s investment 
in maintaining the international service is central to the Port’s mission of providing efficient passenger 
and cargo access to global markets. 

The need for the project documented in this EA is based solely on aircraft operations, not passenger 
levels. For certain types of airport improvements, such as new runways, it is appropriate to consider 
aircraft operations. For other types of improvements, such as terminals, roadways, and parking, it is 
appropriate to consider passenger flows. For commercial air service, passenger activity and the number 
of destinations provided are most appropriate. Commercial operations are closely related to passenger 
demand, while general aviation operations are not driven by passenger demand. See also the response 
to comment MB - 3 regarding the benefits of a reliever airport. 

MB-5 A substantial portion of the activity at HIO (67% in 2007) consists of local training flights that are not 
encouraged at commercial service airports. As noted in the response to comment MB - 3, mixing 
dissimilar aircraft types requires increased separation between aircraft, resulting in disproportionate 
increases in congestion and delay, and increased air traffic control complexity. In addition, conducting 
extensive local training at a commercial airport further increases congestion, delay, and complexity. For 
these reasons, the FAA encourages the development and improvement of reliever airports such as HIO. 
HIO serves general aviation operators who find the Airport to be convenient for their operations. The 
Port is not able to force users at HIO to relocate to other airports. 

MB-6 Aviation plays a major role in the State and national economy. The FAA report: Economic Impact of Civil 
Aviation on the U.S. Economy2provides the following summary of the widespread benefits of aviation.  

In 2006, aviation accounted for just over $1.2 trillion in economic activity, contributing 5.6 percent to the 
U.S. economy. More importantly, aviation provides jobs to hardworking Americans. Eleven million 
Americans were employed in aviation-related fields in 2006, resulting in $369 billion in earnings. 

General Aviation (GA) contributes $14 billion in direct impacts and $4 billion in indirect impacts. 
Although the total economic impact [including secondary impacts] of GA is less than that of their 
commercial counterparts, GA contributes $81 billion, which is a significant contribution for non-
scheduled service that includes all aircraft activity excluding major airlines and the military. In the United 
States, GA accounts for more than 5 percent of aviation-related services. GA has access to more than 
5,300 public-use airports and a significant number of private airports making it one of the largest users 
of airports. 

At the local level, GA airports provide valuable transportation facilities for local businesses and training 
opportunities for pilots in all areas of civil aviation, thus representing an essential foundation for the 
national air transportation system.  

Since 1926, Congress has consistently recognized the value of both commercial passenger and general 
aviation to the national economy, through the passage of legislation. Congress establishes priorities for 
aviation funding for reliever airports such as HIO through authorization and appropriation 
processes. Within this national policy framework, FAA and the Port support an air transportation system 
open to all users, not just commercial passenger and cargo service providers. See also the response to 
Comment MB - 4 regarding the sources of funding. 

MB-7 Congress has recognized the need for a balanced system of commercial and GA airports to support the 
air transportation needs of the United States. As noted in the response to comment MB - 6, both 
commercial and general aviation make significant contributions to the national economy. The response 
to comment MB - 4 notes that the allocation of funding to different types of airports is established by 
Congress through the annual budgeting process. As noted in response to comment MB - 3, maintaining 
reliever airports such as HIO enhances the safety and efficiency of air carrier airports such as PDX, by 
separating dissimilar aircraft types and simplifying air traffic control. See also the response to comment 
MB - 4 regarding the sources of funding for airport development.  

Recognizing the importance of air transportation to the State’s economy, the State of Oregon has 
allocated funds for the maintenance and improvement of the State’s Airport System. According to the 
Oregon Aviation System Plan, aviation generates nearly 95,000 jobs and contributes over $8 billion to 
the State’s economy. 

3
 As the largest GA airport in the State, HIO receives a substantial portion of the 

State’s investment in aviation infrastructure. The Port does not plan to use ODA funding for this project, 
but has submitted an application for a ConnectOregon grant. See response to comment MB - 4 for an 
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explanation of Connect/Oregon funding.  

The proposed improvements at HIO have been, and will continue to be made in response to 
demonstrated need for aviation facilities. The proposed parallel runway at HIO will enable the Airport to 
accommodate existing demand at FAA recommended levels of service. 

MB-8 Forecasts of aviation activity at commercial airports such as PDX are complicated by the fact that 
corporate decisions by individual air carriers can greatly affect the level of activity at an individual airport. 
For example, airlines may choose to provide service between two cities with frequent service using 
smaller aircraft, or by providing less frequent service using fewer, larger aircraft.  

In contrast, demand for services at GA airports is less affected by corporate decisions. Forecasts at HIO 
have been generally consistent with long term trends; between 1990 and 2007 operations increased by 
31% (1.6 % average annual growth) compared to the forecast annual growth rate of 1.1% used in this 
EA.  The forecasts used in this EA have been reviewed and revised based on the latest available 
information.  

Finally, the need for the proposed improvements at HIO is based on existing, not forecast, demand. 

MB-9 Establishing lower landing fees at both HIO and Troutdale is consistent with the goal of enhancing 
efficiency at PDX, the region’s only commercial service airport. Encouraging comparatively small, slow 
GA aircraft and their associated training activity to operate at these GA airports simplifies air traffic 
control and enhances efficiency at PDX, thus benefiting the entire regional airport system. Attracting GA 
flights to PDX as suggested would not be consistent with the efficient operation of PDX as described in 
the response to comment MB - 3. 

MB-10 Neither the FAA nor the Port has the authority to allocate funds as suggested. The concept of not 
funding improvements at HIO was examined in the EA as the No Action Alternative.  

The proposed project would improve efficiency at HIO.  This would decrease demand for energy by 
reducing aircraft congestion and delay at the Airport. These delay reductions would decrease aviation 
fuel consumption by 103 tons (about 33,000 gallons) in 2012 and 183 tons (about 58,000 gallons) in 
2015. This reduction in fuel consumption would also reduce emissions of all air pollutants. 

MB-11 Consistent with the requirements of the National Environmental Policy Act (NEPA), the assessment of 
air quality and noise impacts,  which included all operations at HIO, were conducted in accordance with 
accepted procedures using the best available data, as documented in the EA. All of the aircraft flights 
generated by the student pilots cited in this comment are reflected in existing operations at HIO. These 
existing activity levels have been used as the starting point for the forecasts of aircraft activity levels 
used to estimate noise, fuel consumption and air quality impacts in this EA.  

In all cases, thresholds of significance used in this EA are consistent with federal guidelines. By 
reducing congestion and delay the proposed action would reduce air emissions compared to the No 
Action Alternative. By shifting traffic patterns from more densely developed areas to less densely 
developed areas, the proposed new runway would also reduce noise exposure for the majority of local 
residents. 

MB-12 The Port has not exercised eminent domain at HIO in past actions nor will it exercise eminent domain to 
accommodate the proposed new runway project. 

MB-13 The airport overlay zoning is not a part of this action and, as noted in the response to MB-12, the Port 
has not exercised eminent domain in past actions at HIO nor will it exercise eminent domain to 
implement this project. 

MB-14 As explained in the EA, the No Action Alternative does not meet the purpose and need for the proposed 
project. See response to comment MB - 3 regarding the benefits of reliever airports to the airport system 
and the different markets served by PDX and Troutdale. See also the response to comment MB - 4 
explaining that taxpayer funds are not used to fund airport development. 

MB-15 The alternative of not developing the proposed action at HIO was considered and was determined not to 
be consistent with the purpose and need for the proposed project, see response to comment MB -14.  
See the response to comment MB - 4 regarding the source of funds for airport improvements. See also 
response to comment MB - 6 regarding the consistency of such funding with national priorities. 

MB-16 Neither the FAA nor the Port has the authority to limit aviation activity. See response to comment MB - 4 
regarding the source of funds for airport improvements. See also response to comment MB - 6 
regarding the consistency of such funding with national priorities. 

MB-17 The State Legislature and the State of Oregon Department of Transportation, not the FAA or the Port 
determines the use of lottery revenues. See response to comment MB - 4 regarding the funding sources 
for airport improvements. 



 

FINAL ENVIRONMENTAL ASSESSMENT ATTACHMENT 4-29 

MB-18 See response to comment MB - 4 regarding the source of funds for airport improvements. See also 
response to comment MB - 6 regarding the consistency of such funding with national priorities. 

MB-19 The Port of Portland has official oversight over its activities through a nine-member commission, 
appointed by the Governor of Oregon and ratified by the Oregon Senate.  The Hillsboro Airport also has 
an advisory committee, made up of 20 individuals representing local businesses, local elected officials 
and local citizens-at-large.  

The Port of Portland has established the following standing committees: Citizens Noise Advisory 
Committee (CNAC), Hillsboro Airport Issues Roundtable (HAIR), and the Wildlife Advisory Committee 
(WAC). In addition, the Port has established the Airport Futures Planning Advisory Group (PAG), a 
temporary committee established for updating the PDX Airport Master Plan.  These are all opportunities 
provided by the Port for citizen participation. 

See also response to comments MB - 4 and MB - 6 regarding the source of funds for airport 
improvements and the consistency of such funding with national priorities. 

MB-20 ODA is not providing funding and has no approval responsibilities for this project. See the response for 
comment MB - 7 regarding possible ConnectOregon grant funding. See also response to comments MB 
- 4 and MB - 6 regarding the source of funds for airport improvements and the consistency of such 
funding with national priorities. 

MB-21 As noted in response to comment MB - 7, aviation generates nearly 95,000 jobs and contributes over $8 
billion to the State’s economy. In recognition of the importance of air transportation to the State’s 
economy, the State of Oregon allocates funds for the maintenance and improvement of the State’s 
airports. See also response to comments MB - 4 and MB - 6 regarding the source of funds for airport 
improvements and the consistency of such funding with national priorities. 

MB-22 This recommendation is outside the authority of the FAA and the Port.  The agencies are required to 
make all aviation facilities available to all aviation users.  Please see the response to comment MB - 3. 

MB-23 As noted in response to comment MB - 4, taxes on aviation fuel are established by Congress. Neither 
the FAA nor the Port have the authority to use fuel taxes on non-aviation related programs. 

MB-24 As noted in response to comment MB - 3, the Port of Portland is required to make aviation facilities 
available to all users. The Port is not able to prohibit flight training at HIO. In addition, such a prohibition 
would be contrary to the purpose of a reliever airport.  The response to comment MB - 3 further 
describes the importance of reliever airports such as HIO to the national air transportation system.  

Aircraft operations at HIO are conducted in accordance with established procedures and safety is a 
primary concern for the FAA, the Port, and operators.  In addition, these operations do not generate 
significant levels of noise beyond the boundaries of HIO. 
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3. Miki Barnes, November 10, 2009, Written Comments Submitted at Public Hearing 
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Response to Miki Barnes: 

Comment 
number 

Response 

MB-2 The Final EA will be revised to state that Hillsboro Airport (HIO) is currently (2008) the busiest airport in 
the State. Aircraft operations at the two airports have been nearly equal over the last several years as 
shown below. 

2007: PDX =  264,518; HIO = 236,885 

2008: PDX = 252,572; HIO = 259,263 

2009 (through 10/31/09): PDX = 190,877; HIO = 195,311 

MB-3 Recent declines in aircraft activity at PDX do not reduce the benefits that HIO, as a designated reliever 
airport, provides to the Portland airport system. As a reliever airport, HIO accommodates aircraft that 
are, in many cases, smaller and slower than the commercial passenger and cargo aircraft operating at 
PDX. Mixing dissimilar aircraft types requires increased separation between aircraft, resulting in 
disproportionate increases in congestion and delay, and increased air traffic control complexity. In 
addition, conducting extensive local training at a commercial airport further increases congestion, delay, 
and complexity. For these reasons, the FAA encourages the development and improvement of reliever 
airports and, with the approval of Congress, has established funding priorities for such development as 
described in the National Plan of Integrated Airport Systems

4
 (NPIAS).   

Troutdale Airport and HIO serve different geographic areas. The Port of Portland is required to make 
aviation facilities available to all users and can not, therefore, force pilots and aircraft owners to operate 
or base aircraft at Troutdale or any other airport in lieu of HIO.  

The EA examined the alternative of not providing the proposed new runway and associated facilities at 
HIO, the No-Build Alternative. The EA determined the No-Build Alternative would not likely result in 
decreased HIO activity even though congestion and delay increased. 

MB-4 The proposed improvements at HIO are not funded by State or local taxes on property or income, nor by 
Federal income tax revenue. Airport improvement projects are funded by Federal aviation excise taxes 
and funds generated by airport sponsors such as the Port of Portland. In both cases, these funds are, by 
law, raised for the purpose of improving airport infrastructure and may not be used for other purposes.  

Federal grants used by the Port are drawn on the Aviation Trust Fund, which derives its income from 
taxes on airline tickets, air cargo waybills, commercial aviation fuel, general aviation gasoline, general 
aviation jet fuel, international passenger arrivals and departures, frequent flyer awards, and rural 
airports. These revenues are distributed by the FAA as specified by Congress in the Federal Budget.  

Port funds used at HIO and PDX are derived from user fees and the sale of bonds backed by such fees. 
The Port raises funds for airport improvements through property leases, landing fees, parking revenues, 
and concessions at PDX and HIO.  

The $6.2 million in State revenue cited in the comment was provided through the ConnectOregon 
program. This program is a lottery bond based initiative by the State of Oregon to invest in air, rail, 
marine and transit infrastructure to ensure Oregon’s transportation system is strong, diverse, and 
efficient. Applications submitted by the Port of Portland to this program are evaluated for funds based on 
the criteria of the program, the same as other applicants.  

Non-stop air services to Asia and Europe are critical to the regional businesses and to the regional 
economy, yet PDX is one of the smallest markets in the U.S. with service to both of these 
destinations. Delta’s Tokyo flight alone has an annual economic impact of $61.2 million for our region, 
helping local companies compete in a global marketplace, creating jobs, spending, and tourism 
opportunities. As Delta Airlines and other air carriers are reducing service to focus on the most profitable 
routes, smaller markets face increasing difficulty in retaining international service. The Port’s investment 
in maintaining the international service is central to the Port’s mission of providing efficient passenger 
and cargo access to global markets. 

The need for the project documented in this EA is based solely on aircraft operations, not passenger 
levels. For certain types of airport improvements, such as new runways, it is appropriate to consider 
aircraft operations. For other types of improvements, such as terminals, roadways, and parking, it is 
appropriate to consider passenger flows. For commercial air service, passenger activity and the number 
of destinations provided are most appropriate. Commercial operations are closely related to passenger 
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demand, while general aviation operations are not driven by passenger demand. See also the response 
to comment MB - 3 regarding the benefits of a reliever airport. 

MB-5 A substantial portion of the activity at HIO (67% in 2007) consists of local training flights that are not 
encouraged at commercial service airports. As noted in the response to comment MB - 3, mixing 
dissimilar aircraft types requires increased separation between aircraft, resulting in disproportionate 
increases in congestion and delay, and increased air traffic control complexity. In addition, conducting 
extensive local training at a commercial airport further increases congestion, delay, and complexity. For 
these reasons, the FAA encourages the development and improvement of reliever airports such as HIO. 
HIO serves general aviation operators who find the Airport to be convenient for their operations. The 
Port is not able to force users at HIO to relocate to other airports. 

MB-6 Aviation plays a major role in the State and national economy. The FAA report: Economic Impact of Civil 
Aviation on the U.S. Economy5provides the following summary of the widespread benefits of aviation.  

In 2006, aviation accounted for just over $1.2 trillion in economic activity, contributing 5.6 percent to the 
U.S. economy. More importantly, aviation provides jobs to hardworking Americans. Eleven million 
Americans were employed in aviation-related fields in 2006, resulting in $369 billion in earnings. 

General Aviation (GA) contributes $14 billion in direct impacts and $4 billion in indirect impacts. 
Although the total economic impact [including secondary impacts] of GA is less than that of their 
commercial counterparts, GA contributes $81 billion, which is a significant contribution for non-
scheduled service that includes all aircraft activity excluding major airlines and the military. In the United 
States, GA accounts for more than 5 percent of aviation-related services. GA has access to more than 
5,300 public-use airports and a significant number of private airports making it one of the largest users 
of airports. 

At the local level, GA airports provide valuable transportation facilities for local businesses and training 
opportunities for pilots in all areas of civil aviation, thus representing an essential foundation for the 
national air transportation system.  

Since 1926, Congress has consistently recognized the value of both commercial passenger and general 
aviation to the national economy, through the passage of legislation. Congress establishes priorities for 
aviation funding for reliever airports such as HIO through authorization and appropriation 
processes. Within this national policy framework, FAA and the Port support an air transportation system 
open to all users, not just commercial passenger and cargo service providers. See also the response to 
Comment MB - 4 regarding the sources of funding. 

MB-7 Congress has recognized the need for a balanced system of commercial and GA airports to support the 
air transportation needs of the United States. As noted in the response to comment MB - 6, both 
commercial and general aviation make significant contributions to the national economy. The response 
to comment MB - 4 notes that the allocation of funding to different types of airports is established by 
Congress through the annual budgeting process. As noted in response to comment MB - 3, maintaining 
reliever airports such as HIO enhances the safety and efficiency of air carrier airports such as PDX, by 
separating dissimilar aircraft types and simplifying air traffic control. See also the response to comment 
MB - 4 regarding the sources of funding for airport development.  

Recognizing the importance of air transportation to the State’s economy, the State of Oregon has 
allocated funds for the maintenance and improvement of the State’s Airport System. According to the 
Oregon Aviation System Plan, aviation generates nearly 95,000 jobs and contributes over $8 billion to 
the State’s economy. 

6
 As the largest GA airport in the State, HIO receives a substantial portion of the 

State’s investment in aviation infrastructure. The Port does not plan to use ODA funding for this project, 
but has submitted an application for a ConnectOregon grant. See response to comment MB - 4 for an 
explanation of Connect/Oregon funding.  

The proposed improvements at HIO have been, and will continue to be made in response to 
demonstrated need for aviation facilities. The proposed parallel runway at HIO will enable the Airport to 
accommodate existing demand at FAA recommended levels of service. 

MB-8 Forecasts of aviation activity at commercial airports such as PDX are complicated by the fact that 
corporate decisions by individual air carriers can greatly affect the level of activity at an individual airport. 
For example, airlines may choose to provide service between two cities with frequent service using 
smaller aircraft, or by providing less frequent service using fewer, larger aircraft.  

In contrast, demand for services at GA airports is less affected by corporate decisions. Forecasts at HIO 
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have been generally consistent with long term trends; between 1990 and 2007 operations increased by 
31% (1.6 % average annual growth) compared to the forecast annual growth rate of 1.1% used in this 
EA.  The forecasts used in this EA have been reviewed and revised based on the latest available 
information.  

Finally, the need for the proposed improvements at HIO is based on existing, not forecast, demand. 

MB-9 Establishing lower landing fees at both HIO and Troutdale is consistent with the goal of enhancing 
efficiency at PDX, the region’s only commercial service airport. Encouraging comparatively small, slow 
GA aircraft and their associated training activity to operate at these GA airports simplifies air traffic 
control and enhances efficiency at PDX, thus benefiting the entire regional airport system. Attracting GA 
flights to PDX as suggested would not be consistent with the efficient operation of PDX as described in 
the response to comment MB - 3. 

MB-10 Neither the FAA nor the Port has the authority to allocate funds as suggested. The concept of not 
funding improvements at HIO was examined in the EA as the No Action Alternative.  

The proposed project would improve efficiency at HIO.  This would decrease demand for energy by 
reducing aircraft congestion and delay at the Airport. These delay reductions would decrease aviation 
fuel consumption by 103 tons (about 33,000 gallons) in 2012 and 183 tons (about 58,000 gallons) in 
2015. This reduction in fuel consumption would also reduce emissions of all air pollutants. 

MB-11 Consistent with the requirements of the National Environmental Policy Act (NEPA), the assessment of 
air quality and noise impacts,  which included all operations at HIO, were conducted in accordance with 
accepted procedures using the best available data, as documented in the EA. All of the aircraft flights 
generated by the student pilots cited in this comment are reflected in existing operations at HIO. These 
existing activity levels have been used as the starting point for the forecasts of aircraft activity levels 
used to estimate noise, fuel consumption and air quality impacts in this EA.  

In all cases, thresholds of significance used in this EA are consistent with federal guidelines. By 
reducing congestion and delay the proposed action would reduce air emissions compared to the No 
Action Alternative. By shifting traffic patterns from more densely developed areas to less densely 
developed areas, the proposed new runway would also reduce noise exposure for the majority of local 
residents. 

MB-12 The Port has not exercised eminent domain at HIO in past actions nor will it exercise eminent domain to 
accommodate the proposed new runway project. 

MB-14 As explained in the EA, the No Action Alternative does not meet the purpose and need for the proposed 
project. See response to comment MB - 3 regarding the benefits of reliever airports to the airport system 
and the different markets served by PDX and Troutdale. See also the response to comment MB - 4 
explaining that taxpayer funds are not used to fund airport development. 

MB-15 The alternative of not developing the proposed action at HIO was considered and was determined not to 
be consistent with the purpose and need for the proposed project, see response to comment MB -14.  
See the response to comment MB - 4 regarding the source of funds for airport improvements. See also 
response to comment MB - 6 regarding the consistency of such funding with national priorities. 

MB-16 Neither the FAA nor the Port has the authority to limit aviation activity. See response to comment MB - 4 
regarding the source of funds for airport improvements. See also response to comment MB - 6 
regarding the consistency of such funding with national priorities. 

MB-17 The State Legislature and the State of Oregon Department of Transportation, not the FAA or the Port 
determines the use of lottery revenues. See response to comment MB - 4 regarding the funding sources 
for airport improvements. 

MB-18 See response to comment MB - 4 regarding the source of funds for airport improvements. See also 
response to comment MB - 6 regarding the consistency of such funding with national priorities. 

MB-19 The Port of Portland has official oversight over its activities through a nine-member commission, 
appointed by the Governor of Oregon and ratified by the Oregon Senate.  The Hillsboro Airport also has 
an advisory committee, made up of 20 individuals representing local businesses, local elected officials 
and local citizens-at-large.  

The Port of Portland has established the following standing committees: Citizens Noise Advisory 
Committee (CNAC), Hillsboro Airport Issues Roundtable (HAIR), and the Wildlife Advisory Committee 
(WAC). In addition, the Port has established the Airport Futures Planning Advisory Group (PAG), a 
temporary committee established for updating the PDX Airport Master Plan.  These are all opportunities 
provided by the Port for citizen participation. 

See also response to comments MB - 4 and MB - 6 regarding the source of funds for airport 
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improvements and the consistency of such funding with national priorities. 

MB-20 ODA is not providing funding and has no approval responsibilities for this project. See the response for 
comment MB - 7 regarding possible ConnectOregon grant funding. See also response to comments MB 
- 4 and MB - 6 regarding the source of funds for airport improvements and the consistency of such 
funding with national priorities. 

MB-21 As noted in response to comment MB - 7, aviation generates nearly 95,000 jobs and contributes over $8 
billion to the State’s economy. In recognition of the importance of air transportation to the State’s 
economy, the State of Oregon allocates funds for the maintenance and improvement of the State’s 
airports. See also response to comments MB - 4 and MB - 6 regarding the source of funds for airport 
improvements and the consistency of such funding with national priorities. 

MB-22 This recommendation is outside the authority of the FAA and the Port.  The agencies are required to 
make all aviation facilities available to all aviation users.  Please see the response to comment MB - 3. 

MB-23 As noted in response to comment MB - 4, taxes on aviation fuel are established by Congress. Neither 
the FAA nor the Port have the authority to use fuel taxes on non-aviation related programs. 

MB-24 As noted in response to comment MB - 3, the Port of Portland is required to make aviation facilities 
available to all users. The Port is not able to prohibit flight training at HIO. In addition, such a prohibition 
would be contrary to the purpose of a reliever airport.  The response to comment MB - 3 further 
describes the importance of reliever airports such as HIO to the national air transportation system.  

Aircraft operations at HIO are conducted in accordance with established procedures and safety is a 
primary concern for the FAA, the Port, and operators.  In addition, these operations do not generate 
significant levels of noise beyond the boundaries of HIO. 
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 4. Darwin Engwer, November 10, 2009, Written Comments Submitted at Public Hearing 
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Response to Darwin Engwer: 

Comment 
number 

Response 

DE-1 The Draft EA was provided as multiple files to allow for faster downloading for those with slower 
computer systems or internet connections.  CD-ROMs of the full document or hard copies are available 
free of charge by contacting the Port.  
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5. Wayne Vanderzanden, November 19, 2009, Written Comments Submitted via mail 
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Response to Wayne Vanderzanden: 

Comment 
number 

Response 

WV-1 The wetlands analyses documented in the EA conform to Federal, State and local policies regarding the 
assessment of impacts. The analyses included wetland delineation using the 1987 Corps of Engineers 
Wetland Delineation Manual, and information obtained from the delineation was used to complete 
Jurisdictional Determination forms for both the Corps and DSL. Site visits with both agencies were 
conducted to confirm these determinations, and each agency issued a finding of which wetlands are 
under their jurisdiction. All documentation of this process is included in Appendix C.6 of the Draft EA. 

WV-2 As noted in response to WV - 1 above, the wetlands analyses documented in the EA conform to 
Federal, State and local policies regarding the assessment of impacts and reflect Jurisdictional 
Determinations made by DSL and the Corps. 

WV-3 As noted in response to WV - 1 above, the wetlands analyses documented in the EA conform to 
Federal, State and local policies regarding the assessment of impacts. The Corps and DSL consider 
artificially created wetlands to be within their jurisdiction if the wetlands meet the appropriate criteria. 

WV-4 As noted in response to WV - 1 above, the wetlands analyses documented in the EA conform to 
Federal, State and local policies regarding the assessment of impacts. The Corps and DSL consider 
artificially created wetlands to be within their jurisdiction if the wetlands meet the appropriate criteria. 

WV-5 See response to comment MB - 3 regarding the benefits of reliever airports to the airport system, the 
different market areas served by the system’s component airports, and the Port’s requirement to make 
facilities at HIO available to all users. Also, the EA examined the alternative of not providing the 
proposed new runway and associated facilities at HIO and determined that, while congestion and delay 
at HIO would increase, that increase would not likely result in decreased activity at HIO. 
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6. Susan Barnes, Oregon Department of Fish and Wildlife - Northwest Region, November 20, 2009, 

Written Comments Submitted via email 

 



 

FINAL ENVIRONMENTAL ASSESSMENT ATTACHMENT 4-59 

Response to Susan Barnes, Oregon Department of Fish and Wildlife: 

Comment 
number 

Response 

ODFW-1 ODFW’s comment is correct, text on page 5.9-4 [Oregon Administrative Rules 635-43-0000 to 0045], 
2nd paragraph, last sentence should be deleted and replaced with “It is not expected that there will be 
any need for a scientific taking of any species for the proposed project, consequently a Scientific Taking 
Permit is not required.” 

ODFW-2 The analysis for the EA included all species that were identified through a search or the Oregon Natural 
Heritage Information Center (ORNHIC), including sensitive species. Following ODFW’s comment, a 
comparison of the ORNHIC dataset and the ODFW Sensitive Species List and the Oregon Conservation 
Strategy list for the Willamette Valley ecoregion was made. Only two avian species [Chipping sparrow, 
Short-eared owl] were identified for the Willamette Valley that did not appear on the ORNHIC list. The 
Port’s wildlife database for HIO [AIRMAN] was then queried for any records of either species ever being 
observed on the airfield or in the vicinity, and no records were found. No other species were identified 
on either list that would likely occur in the project area. 

ODFW-3 The Port will coordinate the timing of clearing activities to comply with the Migratory Bird Treaty Act.  

The Port regularly screens construction projects for potential conflicts with the MBTA. Work schedules 
are routinely phased so as to avoid impacts where possible. Where scheduling flexibility is limited, Port 
wildlife biologists screen specific project areas for active nesting. If an active nest is found, the Port 
ensures that the provisions of the MBTA are complied with. 

 



 

ATTACHMENT 4-60 FINAL ENVIRONMENTAL ASSESSMENT 

7. Blaine Ackley and Francis Beebe, November 24, 2009, Written Comments Submitted via mail 

 



 

FINAL ENVIRONMENTAL ASSESSMENT ATTACHMENT 4-61 

Response to Blaine Ackley and Francis Beebe: 

Comment 
number 

Response 

A&B-1 The contours representing significant noise levels (DNL 65+) are entirely located within the boundaries 
of HIO, and would continue to be on the Airport following development of the proposed third runway. In 
addition, as noted in the response to comment MB - 11, the proposed project would shift traffic patterns 
from more densely developed areas to less densely developed areas, thus reducing noise exposure for 
the majority of local residents.  

The meta-analysis cited in this comment (Jon P. Nelson, Meta-Analysis of Airport Noise and Hedonic 
Property Values, Problems and Prospects, Jon P. Nelson, January 2004) is generally consistent with the 
findings in Mr. Nelson’s earlier work, which is reflected in the FAA publication Aviation Noise Effects, 
March 1985. The studies included in the analysis are based on noise exposure maps prepared by 
airports. Such maps address noise levels near or above the threshold of “significant” noise exposure. As 
Mr. Nelson noted in this meta-analysis, noise levels in the vicinity of airports typically range from about 
65 to 80 dB. As noted above, such noise levels fall entirely within the Airport boundaries at HIO.  

Mr. Nelson also notes that background noise levels should also be considered. The August 1992 
Federal Interagency Committee on Noise (FICON) report cites the EPA in estimating that noise levels in 
suburban settings range from DNL 50-55, which would equal or exceed aircraft noise levels in most 
residential areas surrounding HIO.    
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8. Miki Barnes letter to USDOT  
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ATTACHMENT 4-88 FINAL ENVIRONMENTAL ASSESSMENT 

9. FAA response to Miki Barnes 
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