




















Los Angeles World Airports Air Quality Analysis

43.4.4

Project scenarios are for the years 2014 and 2016, as appropriate for each diversion
airport. Emissions at diversion airports are evaluated as project-related increases
only, without consideration for aircraft that are already operating at these airports.
The emissions calculated for the year 2014 for aircraft moving to BUR, LAX, and
CMA under the With Project scenario would directly increase in proportion to the
number of operations and the emission profiles for each aircraft and associated power
units and ground support equipment. The emissions calculated for the year 2016 for
aircraft moving to CNO and WJFs would increase in a similar fashion. The No
Project scenario for these diversion airports would be zero emissions for all aircraft in
the study, and the calculated increases would be compared to significance thresholds
for each region, as outlined in Section 4.3.2.4.

Emissions at VNY, on the other hand, are calculated for the years 2014 and 2016
under the With Project scenario (with aircraft converting in-place at VNY and
vacating from VNY), and then compared to the emissions calculated for the No
Project scenario. The differences in emissions between the two scenarios would be
compared to the significance thresholds for the region, as outlined in Section 4.3.2.4.
The analysis scenarios are summarized in Table 4.3-18 for each airport and each
year.

Table 4.3-18. Analysis Scenarios of Project-Related Aircraft Emission Changes by
Airport and Year

Airport Analysis Year No Project With Project
VNY 2014 and 2016 X X
BUR 2014 (all zero) X
LAX 2014 (all zero) X
CMA 2014 (all zero) X
CNO 2016 (all zero) X
WIF 2016 (all zero) X

X = denotes the scenarios where emissions were evaluated for the respective airports.

Aircraft Emissions

Aircraft emissions were estimated using the Emissions and Dispersion Modeling
System (EDMS) version 5.0.2, released by FAA on June 29, 2007. EDMS is the
model required by EPA and FAA for evaluating emissions from airports, and
provides estimates for hydrocarbons, CO, NOx, SOx, and PM10.

EDMS is a combined emissions inventory and dispersion model used for assessing
air quality at civilian airports and military air bases. The model incorporates both
EPA-approved emissions inventory methodologies and dispersion models to ensure
that analyses performed with the application conform to EPA guidelines. The model
includes emissions and dispersion calculations, a rather comprehensive list of aircraft
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engines, aerospace ground support equipment, auxiliary power units, and vehicular
and stationary source emission factor data. The model incorporates options for
modifying some data to accurately represent unique characteristics at airfield
locations, and also allows the user to add customized aircraft types to the system
database.

The pollutants currently included in the emission inventory are CO, VOC, NOx,
SOx, PM10, and PM2.5. Emissions of TACs may be estimated using VOC and
particulate matter emissions and speciation factors based on the proportions of each
TAC in the criteria pollutants for each emission source category and/or fuel
characteristics. The model also provides fuel consumption data, which can be used to
estimate CO2 emissions for analysis of Greenhouse Gas and climate change effects.

EDMS was used in accordance with the guidelines set forth in the FAA’s Air Quality
Procedures for Civilian Airport and Air Force Bases (Federal Aviation
Administration 1997). According to the FAA’s guidance, the aircraft emission
inventory should be based on emissions occurring within the portion of the
atmosphere that is completely mixed, beginning at the ground surface and extending
to the mixing height. In general, the mixing height is assumed to have a default
height above ground level of 3,000 feet. As used throughout this EIR, an aircraft
operation is generally defined as a takeoff or a landing. As these relate to the FAA
analysis procedures, these operations occur in the “landing and takeoff (LTO) cycle.”
The standard LTO cycle begins when the aircraft enters the mixing zone as it
approaches the airport on its descent from cruising altitude, lands, and taxis to the
gate. The cycle continues as the aircraft taxis back out to the runway, takes off, and
climbs out of the mixing zone and back up to cruising altitude. The five specific
operating modes in a standard LTO cycle are approach, taxi or idle in, taxi or idle
out, takeoff, and climb-out. The approach, taxi, and idle-in modes relate to landing
operations; the taxi, idle-out, takeoff, and climb-out modes relate to takeoff
operations.

For each aircraft type involved in the action, the following steps were taken to
calculate the emissions.

1. Determine the number of each type of aircraft and the number and type of
engines per aircraft.

2. Determine the annual number of operations conducted per aircraft.

3. Determine the power settings for each operating mode in order to determine the
fuel flow per engine and appropriate emission factors (usually given as pounds of
pollutant per 1,000 pounds of fuel used).

4. Determine the time-in-mode for each operating mode.

5. Multiply the number of operations per aircraft for each operating mode by the
number of aircraft, fuel flow rate per engine, number of engines, emission factor,
time-in-mode and appropriate conversion factors to obtain the total emissions in
tons per year for each operating mode.
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6. Sum the emissions for all operating modes to obtain the total daily and annual
emissions for the aircraft type.

EDMS default settings were used for engine emission factors, power settings, time-
in-mode data, auxiliary power units, ground support equipment, and other parameters
for each aircraft taking off and landing at the various airports. The data used in the
model, including the aircraft-engine combinations and the number of operations by
each type of aircraft at each airport for each of the study years and scenarios, were
based on data compiled by SH&E (Phaseout of Noisy Aircraft at Van Nuys Regional
Airport, 3/13/2008; SH&E Memorandum from LAWA: CEQA Airports Baseline
Business Jet Fleet Forecast, 10/3/2007; personal communications with SH&E). In
some cases, EDMS engines did not match the engine specified for a particular
aircraft, in which case the EDMS default aircraft-engine pair was used instead. In the
case of the L-39 Czech-made Albatress-Albatros trainer, no data were available in
EDMS so the emissions were calculated based on engine data for the T-38 aircraft in
place of the L-39. The aircraft-engine combinations used in the EDMS model for
each type of aircraft are shown in Table 4.3-19.
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Table 4.3-19. Aircraft-Engine Combinations Used in Emissions Modeling

Air Quality Analysis

Aircraft Engine Engine used in
Code Aircraft Name Specification  Aircraft used in EDMS EDMS
B721 Boeing 727-100 JT8D-9 Boeing 727-100 Series JT8D-9 Series
Smoke Fix
B722 Boeing 727-200 JT8D-17 Boeing 727-200 Series JT8D-17 Smoke Fix
B727 Boeing 727 JT8D-17 Boeing 727-200 Series JT8D-17 Smoke Fix
F5 US-made military F-5 (no data) Northrup F-5E/F Tiger 11 J85-GE-5F
GLF2 Gulfstream 11/G200 {no-data) Gulfstream I1 SPEY MK.511-8
SPEY
MK.511-8
GLF3 Gulfstream I11/G300 GHB/GHH Gulfstream G300 SPEY MK.511-8
SPEY
MK.511-8
H25A BAe HS 125-600A Viper 601-22  Hawker HS-125 Series 600 TFE731-2-2B
(Hawker 600)
L39 Czech L39 Albatros trainer  (ne-data) T-38 Talon J85-GE-5H (w/AB)
Ivchenko Al-
25TL
Turbofan
L)24 Bombadier Learjet 24D CJ610-6 Bombadier Learjet 24D CJ610-6
L25 Bombadier Learjet 25D CJ610-8A Bombadier Learjet 25 CJ610-6
L28 Bombadier Learjet 28 (ro-data) Bombadier Learjet 28 CJ610-6
CJ610-8A
L35 Bombadier Learjet 35/36 no-data) Bombadier Learjet 35 TFE731-2-2B
TFE 731-2
SBR1 Rockwell Sabre 60 JT12A-8 Rockwell Sabreliner 60 CF700-2D
T38 US-made military T-38 (no data) T-38 Talon J85-GE-5H (w/AB)

Note: This table was revised in the Final FIR to clarify engine types for the aircraft potentially affected by the

proposed phaseout. The modifications do not affect the impact analysis

One aircraft operation is considered either a take-off or a landing, so, for each
aircraft, the annual number of operations was divided by two for entry of LTO cycles
(takeoffs and landings) into the model.

Peak daily operations at VNY were estimated using the assumption that operations
are distributed evenly throughout the year. That is, the annual operations for each of
the project-related aircraft types were divided by 365.25 (the number of days in a
year, averaged to account for leap years) and rounded up, so that the minimum
number of flights per day for each aircraft type based at VNY would be one flight per
day, rather than a fractional number (in accordance with EDMS input requirements).
For example, projections for the year 2014 under the No Project scenario predict 624
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383 annual take-offs and 624-383 annual landings of GLF2 aircraft during 2014 at
VNY. Dividing by 365.25 and rounding up to the nearest whole number results in a
prediction that there would be a daily average of twe-take-effs-one take-off and twe
landings—one landing of GLF2 aircraft during 2014 at VNY. By this method, each
project-related aircraft type yields at least a fraction of a daily flight at VNY, and
therefore the analysis assumed that all aircraft types would be operating on the same
day. That is, the peak daily emissions for each aircraft type are summed to determine
the peak daily emissions at VNY for a given year.

For the diversion airports, reliance on annual averages to determine daily peak
emissions would yield unrealistically conservative results, because it would assume
that in one day all aircraft types that are diverted to a particular airport would go
through one LTO cycle. To provide a more realistic depiction of peak days at the
diversion airports, SH&E reviewed the available 2006 data to determine the single
day at VNY with the most operations by noise ordinance-affected aircraft, for each of
the two analysis years. The busiest day at VNY for aircraft affected by the proposed
2014 noise limits was identified as having multiple operations of Gulfstream 2,
Gulfstream 3, and H25Hawker 600, and a single operation of a Boeing 727; these
operations would be diverted to LAX, BUR, and CMA, in accordance with the
diversion methodology established by SH&E. The busiest day at VNY for aircraft
affected by the 2016 expiration of the maintenance and historic-aircraft exemptions
was identified as having multiple operations of Gulfstream 2, Gulfstream 3, and
F34T38, and a single operation of atear39an L.39 Albatros; these operations would
be diverted to CNO and WIJF, in accordance with the diversion methodology
established by SH&E.

The EDMS modeling method, required by the FAA policy (FAA Orders 1050 and
5050), does not allow fractions of LTO cycles to be input, and as a result can yield a
very-conservative-conservatively high estimate of project impacts, especially where
the number of additional operations at a particular airport is small, because it can end
up counting the same diverted LTO cycle multiple times. For example, one Beeing
727 Hawker 600 operation occurring at VNY on a peak day would be transferred to
three diversion airports (according to the diversion methodology established by
SH&SSH&E), equating to an estimated 0.6 operation per day at BUR, 0.3 operation
per day at CMA, and 0.1 operation per day at LAX. For input into the EDMS model,
which allows a minimum of one flight per day, these numbers were divided by two
and rounded up, resulting in one LTO at each of the three airports. Thus, the resulting
modeled emissions are elevated and can be considered conservative. Actual project-
related emissions are expected to be lower.

Table 4.3-20 shows the annual number of aircraft LTOs (i.e., one LTO equals one
take-off and one landing, or two aircraft operations) used in the EDMS model for
each type of aircraft at each airport. The numbers of operations shown in this table
include only those aircraft types that have been identified as “noisy” aircraft and
either are being converted to quieter aircraft and staying at the VNY or are moving to
diversion airports by 2014 or 2016 as dictated by stricter noise ordinances at VNY.
Projections for anticipated natural decreases in these populations under the No
Project scenario are indicated in the first three columns under VNY for calendar
years 2009, 2014, and 2016. The remaining columns show the expected number of
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landings—and—take-offs- L TOs of noisy aircraft or converted aircraft at each airport
under the With Project (WP) scenario.

Table 4.3-20. Annual Landing and Take-Off Cycles at Each Airport (Noisy or Converted

Aircraft)
VNY BUR LAX CMA CNO WIJF
2009 2014 2016 | 2014 2016 | 2014 2014 2014 2016 2016
Aircraft NP WP WP
B721 7 6 4 — — — 6 — — —
B722 3 32 21 — — — 32 — — —
B727 9 8 54 — — — 8 — — —
F5 2 2 2 2 — — — — 2 —
GLF2 624 383 316 | 65 — 12 2 7 — 65
315
GLF3 835 461 364 | 696 508 37 6 22 — 65
H25A 5 2 21 — — 2 1 1 — —
L39 29 29 29 29 — — — — 29 —
L)24 47 1615 10 — — 9 2 6 — —
LJ25 371 245 207 | — — 38 6 23 — —
244
LJ28 5 1 1 — — 1 1 1 — —
LJ35 — — — 79 152 — — — — —
178 151
SBR1 6 21 1 — — 1 1 1 — —
T38 19 19 19 19 — — — — 19 —
Total per 1,962 1177 962 | 990 660 100 3635 61 50 130
Year L173 958 | 989 659

NP = No Project; WP = Project

Source: SH&E, Phaseout of Noisy Aircraft at Van Nuys Regional Airport, 3/13/2008; SH&E, personal communications,

10/29/08.

Note: This table has been revised in the Final EIR to correct minor clerical errors. The modifications do not affect the impact

conclusion:

S.

Table 4.3-21 shows the peak daily number of aircraft LTO cycles used in the EDMS
model for a single day under the No Project and With Project scenarios for each type
of aircraft at each airport. The numbers of operations shown in this table include
only those aircraft types that have been identified as noisy aircraft and either are
being converted to quieter aircraft and staying at the VNY or are moving to diversion
airports by 2014 or 2016 as dictated by stricter noise ordinances at VNY. Aircraft
types that did not operate on the peak day identified at VNY are not listed in the

table. Projections for anticipated natural decreases in these populations under the No
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Project scenario are indicated in the first three columns under VNY for calendar
years 2009, 2014, and 2016. The remaining columns show the expected number of
landings and take-offs of noisy aircraft or converted aircraft at each airport under the
Project scenario. Aircraft types that are not being moved or converted and will continue
to operate at these airports are not included in this table.

Table 4.3-21. Peak Daily Landings and Take-Offs at Each Airport (Noisy or Converted Aircraft)

Number of LTO (Landings and Take-Offs)

VNY BUR LAX CMA CNO WJF

2009 2014 2016 2014 2016 2014 2014 2014 2016 2016
Aircraft NP wp WP
B721 1 1 1 — — — — — — —
B722 + 1 + — — — — — — —
B727 1 1 1 — — — 1 = — —
E5 + 1 1 1 — — — — — —
GLF2 2 2 1 1 — 1 1 1 — 1
GLF3 3 2 1 2 2 1 1 1 — 21
H25A 1 1 1 — — 1 1 1 — —
L39 1 1 1 1 — — — — 1 —
24 1 1 1 — — — — — — —
LJ2s 2 1 1 — — — — — — —
LJ28 1 1 1 — — — — — — —
L35 — — — 1 1 — — — — —
SBRE + 1 + — — — — — — —
T38 1 1 1 1 — — — — 1 —
Total Per Day 479 158 136 75 32 63 4 43 2 32

NP = No Project; WP = Project

Source: SH&E, Phaseout of Noisy Aircraft at Van Nuys Regional Airport, 3/13/2008; SH&E, personal
communications, 9/17/2008_and 10/29/08.

Note: This table has been revised in the Final EIR because the version presented in the Draft EIR
erroneously showed LTOs for aircraft that did not operate during the peak operational day identified at
VNY.

4.3.5 Impact Analysis

The project involves only aircraft emissions and emissions from auxiliary power
units (APU) and ground support equipment (GSE) that are directly related to aircraft
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4.3.5.1

operations. No construction activities or changes in any other operational activities
are expected to occur as a result of the implementation of the project. In other words,
no indirect vehicular activity, no aircraft maintenance, and no additional energy
consumption related to increases in building occupancy or other physical changes
would result from the project.

Projected Emissions and Levels of Significance

South Coast Air Basin: VNY, BUR, LAX, and CNOs

Van Nuys Airport

Consistency with Regional Air Quality Management Plan

SCAQMD is required, pursuant to the CAA, to reduce emissions of criteria pollutants
for which the South Coast Air Basin is in nonattainment (i.e., ozone, PM10, and
PM2.5). The project would be subject to the SCAQMD’s AQMP. The AQMP
contains a comprehensive list of pollution control strategies directed at reducing
emissions and achieving ambient air quality standards. These strategies are
developed, in part, based on regional population, housing, and employment
projections prepared by SCAG.

The project site is consistent with the City of Los Angeles General Plan. The project
site is classified as public airport, consistent with the General Industrial in the Land
Use Element of the General Plan. The project is consistent with this classification, as
the whole of the project would consist of aircraft operations and supporting land uses.

Because the project is consistent with the local general plan, pursuant to SCAQMD
guidelines, it is also considered consistent with the region’s AQMP. As such,
aircraft-related emissions are accounted for in the AQMP, which is crafted to bring
the South Coast Air Basin into attainment for all criteria pollutants. Accordingly, the
project would be consistent with the projections in the AQMP, and would have a
less-than-significant impact.

A project is consistent with the AQMP if it is consistent with the population, housing,
and employment assumptions that were used in the development of the AQMP. The
2007 AQMP, the most recent AQMP adopted by the SCAQMD, incorporates
SCAG’s 2004 Regional Transportation Plan socioeconomic forecasts of regional
population and employment growth. The project would reallocate aircraft within the
ASA region. It is expected that under the project aircraft operations reallocated from
VNY to other airports would remain at the same level currently projected in the
AQMP. Such levels of aircraft operation growth and aircraft fleet turnover are
consistent with the aircraft forecasts for the region as adopted by SCAG. Because
SCAQMD has incorporated these same projections into the AQMP, it can be
concluded that the project would be consistent with the projections in the AQMP. In
summary, the reduction in emissions that will occur at VNY would not conflict with
or obstruct implementation of the AQMP. No mitigation is required.
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Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft away from VNY and the conversion of noisy aircraft to
quieter models staying at VNY would result in a change in aircraft-related emissions
at VNY that would be proportional to the changes in operational activity for each
aircraft type and the emission factors for each aircraft and related support equipment,
as outlined in the methodology section, above. SCAQMD evaluates the significance
of project impacts based on daily emissions only (i.e., significance is not based on
annual project-related emissions) of CO, ROGs (equivalent to VOCs), NOx, SOx,
PM10, and PM2.5, as delineated in Table 4.3-4. The changes in peak daily emissions
that would result from the project in calendar years 2014 and 2016 are summarized
and compared to SCAQMD’s daily significance thresholds in Tables 4-22 and 4-23,
respectively. As shown in the two tables, the project would result in decreases in
aircraft-related emissions at VNY for all six pollutants in 2014, relative to the No
Project scenario based on the peak daily operational data shown in Table 4.3-21. In
2016, emissions would be even lower due to the retirement or reduced usage of older
aircraft that is expected to occur independent of the project. Because the emissions at
VNY would be lower under the With Project scenario than under the No Project
scenario, emissions from the project would remain below the significance thresholds.
Therefore, the VNY emissions impact is considered less than significant in 2014 and
2016 planning years.
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Table 4.3-22. Changes in Aircraft-Related Peak Daily Emissions at VNY Resulting
from the Project (Calendar Year 2014)

Changes in Peak Daily Emissions (pounds per day)

Aircraft CO VvocC NOx SOx PM10 PM2.5
B721 -58 31 23 -4 -+ -+
B722 -58 -36 -30 -5 2 2
B727 -58  -2336  -2930 -45 2 -2
H24 -83 12 -+ -+ — —
H2s -83 12 -+ -+ — —
H28 -83 12 -+ -+ — —
B35 1 5 + — — —
GLF3 — — — — — —
GLF2 -32 47 -1747 -22 -1 -1
H25A -12 -5 -1 — — —
ES — — — — — —
SBR1 -3t 15 2 -+ — —
L-39 — — — — — —
T-38 — — — — — —
Peak Daily Total -102  -30461 -47105 -620 -46 -46
536
Significance Threshold 550 75 55 150 150 55
Threshold Exceeded? No No No No No No

Note: This table has been revised in the Final EIR because the version presented in the
Draft EIR erroneously showed emissions reductions related to LTOs for aircraft that did
not operate during the peak operational day identified at VNY.
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Table 4.3-23. Changes in Aircraft-Related Peak Daily Emissions at VNY Resulting
from the Project (Calendar Year 2016)

Changes in Peak Daily Emissions (pounds per day)

Aircraft co vocC NOx SOx PM10 PM25
B721 58 3+ 23 -4 -+ -+
B722 58 36 -30 -5 2 2
B727 -58 -2336  -2930 -45 -2 -2
H24 -83 2 -+ -+ — —
H2s -83 2 -+ -+ — —
H28 -83 2 -+ -+ — —
B35 +12 +5 +} — — —
GLF3 +31 +47 +17 +32 —+t —+t
GLF2 -32 -47 -17 -23 — —
H25A -12 -5 -1 — — —
E5 102 32 2 -1 -1 -+
SBR1 31 15 2 -1 — —
L-39 -101 913 -2 -1 — —
T-38 -101 -913 -2 -1 — —
Peak Daily Total -273809 -46212 -3494  -522 -25 -25
Significance Threshold 550 75 55 150 150 55
Threshold Exceeded? No No No No No No

Note: This table has been revised in the Final EIR because the version presented in the
Draft EIR erroneously showed emissions reductions related to LTOs for aircraft that did
not operate during the peak operational day identified at VNY.

Objectionable Odors from Aircraft and Related Support Equipment

Aircraft operations can generate potential odors and gaseous fumes by evaporative
emissions and tailpipe emissions from aircraft, GSE, and APU during operations.
Because the project would reduce operations at VNY, it would result in a reduction in
odor emissions at VNY. Therefore, odor impacts would be less than significant. No
mitigation is required.

Bob Hope Airport, Burbank (BUR)

Consistency with Regional Air Quality Management Plan

Refer to the discussion on consistency with AQMP under the VNY section. In
summary, the project would not conflict with or obstruct implementation of the
AQMP. This impact is less than significant at BUR, and no mitigation is required.
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Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft to BUR would result in an increase in aircraft-related
emissions at BUR that would be proportional to the increase in operational activity
for each aircraft type and the emission factors for each aircraft and related support
equipment, as outlined in the methodology section, above. SCAQMD evaluates
significance of project impacts based on daily emissions only (i.e., significance is not
based on annual project-related emissions) of CO, ROGs (equivalent to VOCs), NOx,
SOx, PM10, and PM2.5, as delineated in Table 4.3-4. As discussed in Section 4.3.2,
ROG (equivalent to VOC) and NOx are regional pollutants, contributing to elevated
ozone levels due to atmospheric photochemical reactions occurring significantly
downwind of the source of the emissions. Therefore, when emission sources (i.e.,
aircraft) are transferred from one location within the South Coast Air Basin to
another, as they are when aircraft are diverted from VNY to BUR, no changes in
regional air pollution are expected to occur. On the other hand, pollutants such as
CO, SOx, Pb, and PM are considered local pollutants because they tend to
accumulate near the emissions source, and then disperse rapidly with distance.
Because no new emissions of the regional pollutants ROG and NOx would occur
within the South Coast Air Basin as a result of diverting operations from VNY to
BUR, analysis of these pollutants is not presented. Analysis of CO, SOx, PM10, and
PM2.5 are included in order to evaluate local emissions of these pollutants at BUR.

The peak daily emissions that would result from aircraft being transferred to BUR in
calendar year 2014 are summarized and compared to the SCAQMD’s daily
significance thresholds in Table 4.3-24. As shown in the table, the increase in peak
daily emissions at BUR resulting from the transfer of aircraft from VNY to BUR in
2014, based on the peak daily operational data shown in Table 4.3-21, is expected to
be below the significance thresholds. The diversions occurring in 2016 would be
fewer than in 2014, and would also be below the significance thresholds. Therefore,
the impact is considered less than significant. No mitigation is required.
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Table 4.3-24. Aircraft-Related Peak Daily Emission Increases at BUR Resulting from
the Project (Calendar Year 2014)

Peak Daily Emissions Increases (pounds per day)

Aircraft co SOx PM10 PM2.5
GLF3 3163 25 <1+ <1+
GLF2 3163 25 <1+ <1+
H25A 12 <1 <1 <1
B727 57 5 2 2
Peak Daily Total 74195 415 <14 <14
Significance Threshold 550 150 150 55
Exceeding Threshold? No No No No

Note: This table has been revised in the Final EIR because the version presented in
the Draft EIR erroneously indicated that a Boeing 727 would be diverted to BUR.
All project-related Boeing 727 operations are anticipated to divert to LAX.

Objectionable Odors from Aircraft and Related Support Equipment

Aircraft have the potential to introduce objectionable odors and/or noxious fumes that
could impact on- and off-site receptors. Under the peak-day scenario, the 6 LTO
cycles per day would not generate a substantial amount of new odors that would
result in such an impact. Odor impacts would be less than significant at BUR. No
mitigation is required.

Los Angeles International Airport

Consistency with Regional Air Quality Management Plan

Refer to the discussion on consistency with AQMP under the VNY section. In
summary, the project would not conflict with or obstruct implementation of the
AQMP. This impact is less than significant, and no mitigation is required.

Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft to LAX would result in an increase in aircraft-related
emissions at LAX that would be proportional to the increase in operational activity
for each aircraft type and the emission factors for each aircraft and related support
equipment, as outlined in the methodology section, above. SCAQMD evaluates
significance of project impacts based on daily emissions only (i.e., significance is not
based on annual project-related emissions) of CO, ROG (equivalent to VOC), NOx,
SOx, PM10, and PM2.5, as delineated in Table 4.3-4. As discussed in Section 4.3.2
and in the BUR section, above, the regional pollutants ROG and NOx are not
included in the analysis because diverting aircraft from VNY to LAX would
redistribute these regional pollutants within the South Coast Air Basin, and would not
result in new emissions. Because the emissions are shifting from VNY to LAX,
which are both within the South Coast Air Basin, no changes in regional air pollution
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are expected to occur as a result of the proposed project. The local pollutants CO,
SOx, and PM are included in order to evaluate their local impacts near LAX.

The peak daily emissions resulting from aircraft being transferred to LAX in calendar
year 2014 are summarized and compared to SCAQMD’s daily significance
thresholds in Table 4.3-25. As shown in the table, the increase in peak daily
emissions at LAX resulting from the transfer of aircraft from VNY to LAX in 2014,
based on the peak daily operational data shown in Table 4.3-21, is expected to be
below the significance thresholds. The diversions occurring in 2016 would be fewer
than in 2014, and would also be below the significance thresholds. Therefore, the
impact is considered less than significant. No mitigation is required.

Table 4.3-25. Aircraft-Related Peak Daily Emission Increases at LAX Resulting from
the Project (Calendar Year 2014)

Peak Daily Emission Increases

(pounds per day)

Aircraft co SOx PM10 PM2.5
B727 57 45 2 2
GLF3 31 2 <1 <1
GLF2 31 2 <1 <1
H25A 12 <1 <1 <1
Peak Daily Total 131 89 2 2
Significance Threshold 550 150 150 55
Exceeding Threshold? No No No No

Note: This table has been revised in the Final EIR to reflect changes made to
Table 4.3-21 above.

Objectionable Odors from Aircraft and Related Support Equipment

Aircraft have the potential to introduce objectionable odors and/or noxious fumes that
could impact on- and off-site receptors. Under the peak-day scenario, the 4 LTO
cycles per day would not generate a substantial amount of new odors that would
result in such an impact. Odor impacts would be less than significant at LAX. No
mitigation is required.

Chino Airport

Consistency with Regional Air Quality Management Plan

Refer to the discussion on consistency with AQMP under the VNY section. In
summary, the project would not conflict with or obstruct implementation of the
AQMP. This impact is less than significant, and no mitigation is required.
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Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft to CNO would result in an increase in aircraft-related
emissions at CNO that would be proportional to the increase in operational activity
for each aircraft type and the emission factors for each aircraft and related support
equipment, as outlined in the methodology section, above. SCAQMD evaluates the
significance of project impacts based on daily emissions only (i.e., significance is not
based on annual project-related emissions) of CO, VOC, NOx, SOx, PM10, and
PM2.5, as delineated in Table 4.3-4. As discussed in Section 4.3.2 and in the BUR
section, above, the regional pollutants ROG (equivalent to VOC) and NOx are not
included in the analysis because diverting aircraft from VNY to CNO would
redistribute these regional pollutants within the South Coast Air Basin, and would not
result in new emissions. Because the emissions are shifting from VNY to CNO,
which are both within the South Coast Air Basin, no changes in regional air pollution
are expected to occur as a result of the proposed project. The local pollutants CO,
SOx, and PM are included in order to evaluate their local impacts near CNO.

Diversions to CNO would not occur until 2016. The peak daily emissions resulting
from aircraft being transferred to CNO in calendar year 2016 are summarized and
compared to the SCAQMD’s daily significance thresholds in Table 4.3-26. As
shown in the table, the increase in peak daily emissions at CNO resulting from the
transfer of aircraft from VNY to CNO in 2016, based on the peak daily operational
data shown in Table 4.3-21, is expected to be below the significance thresholds.
Therefore, the impact is considered less than significant. No mitigation is required.

Table 4.3-26. Aircraft-Related Peak Daily Emission Increases at CNO Resulting
from the Project (Calendar Year 2016)

Peak Daily Emission Increases

(pounds per day)
Aircraft co SOx PM10 PM2.5
L-39 100 1 <1 <1
T-38 100 1 <1 <1
Peak Daily Total 200 2 <1 <1
Significance Threshold 550 150 150 55
Exceeding Threshold? No No No No

Objectionable Odors from Aircraft and Related Support Equipment

Aircraft have the potential to introduce objectionable odors and/or noxious fumes that
could impact on- and off-site receptors. Under the peak-day scenario, the 2 LTO
cycles per day would not generate a substantial amount of new odors that would
result in such an impact. Odor impacts would be less than significant at CNO. No
mitigation is required.
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South Central Coast Air Basin: CMA

Camarillo Airport

Consistency with Regional Air Quality Management Plan

VCAPCD is required, pursuant to the CAA, to reduce emissions of criteria pollutants
for which the South Central Coast Air Basin is in nonattainment (i.e., ozone, PM10,
and PM2.5). The project would be subject to the VCAPCD’s 2007 AQMP. The
AQMP contains a comprehensive list of pollution control strategies directed at
reducing emissions and achieving ambient air quality standards. These strategies are
developed, in part, based on regional population, housing, and employment
projections prepared by SCAG.

The project site is consistent with the City of Camarillo General Plan. The project
site is classified as public airport, consistent with the General Industrial in the Land
Use Element of the General Plan. The project is consistent with this classification, as
the whole of the project would consist of aircraft operations and maintenance land
uses.

Because the project is consistent with the local general plan, pursuant to VCAPCD
guidelines, the project is also considered consistent with the region’s AQMP. As
such, aircraft-related emissions are accounted for in the AQMP, which is crafted to
bring the South Central Coast Air Basin into attainment for all criteria pollutants.
Accordingly, the project would be consistent with the projections in the AQMP, and
would have a less-than-significant impact.

A project is consistent with the AQMP if it is consistent with the population, housing,
and employment assumptions that were used in the development of the AQMP. The
2007 AQMP, the most recent AQMP adopted by VCAPCD, incorporates SCAG’s
2004 Regional Transportation Plan socioeconomic forecasts of regional population
and employment growth. The project would reallocate aircraft within the ASA
region. Under the project, aircraft operations reallocated from VNY to CMA and
other airports would remain at the same level currently projected in the AQMP. Such
levels of aircraft operation growth and aircraft fleet turnover are consistent with the
aircraft forecasts for the region as adopted by SCAG. Because VCAPCD has
incorporated these same projections into the AQMP, it can be concluded that the
project would be consistent with the projections in the AQMP. In summary, the
project would not conflict with or obstruct implementation of the AQMP. This
impact is less than significant, and no mitigation is required.

Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft to CMA would result in an increase in aircraft-related
emissions at CMA that is proportional to the increase in operational activity for each
aircraft type and the emission factors for each aircraft and related support equipment,
as outlined in the methodology section, above. VCAPCD evaluates the significance
of project impacts based on daily emissions only (i.e., significance is not based on
annual project-related emissions) of VOC and NOx, as delineated in Table 4.3-5.
Diverting aircraft from VNY to CMA represents a transfer of emissions from the
South Coast Air Basin to the South Central Coast Air Basin; therefore, the regional
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pollutants VOC and NOx were analyzed for this airport, along with the pollutants
that would have an effect on local air quality.

The peak daily emissions resulting from aircraft being transferred to CMA in
calendar year 2014 are summarized and compared to the VCAPCD’s daily
significance thresholds in Table 4.3-27. As shown in the table, the increases in
emissions at CMA resulting from the transfer of aircraft from VNY to CMA in 2014,
based on the operational data shown in Table 4.3-21, would exceed the emissions
thresholds for ¥OC-and-NOx. Because the peak daily emissions for ¥OE-and-NOx
would be exceeded at CMA, the project would result in a significant air quality
impact at CMA. The project-related diversions occurring at CMA in 2016 and
beyond would be fewer than in 2014, and fewer emissions would result, but ¥O€
and-NOx emissions would still likely exceed the respective thresholds.

Table 4.3-27. Aircraft-Related Peak Daily Emission Increases at CMA Resulting
from the Project (Calendar Year 2014)

Peak Daily Emission Increases (pounds per day)

Aircraft (6{0) VOC NOx SOx PM10 PM25
GLF3 32 47 16 23 <1 <1
GLF2 32 47 16 23 <1 <1
H25A 12 5 1 <1 <1 <1
B727 58 36 28 5 2 2
Peak Daily Total 7658 1355 3361 411 <12 <12
Significance Threshold None 25 25 None  None None
Threshold Exceeded? — YesNo  Yes — — — —

Note: This table has been revised in the Final EIR because the version presented in the
Draft EIR erroneously indicated that a Boeing 727 would be diverted to CMA. All project-
related Boeing 727 operations are anticipated to divert to LAX.

Significant Impact AQ-1: Exceedance of Ventura County Air Quality
Management—Pollution Control District Daily Emissions Thresholds at
CMA

The project would result in emissions of ¥OC—-and-NOx at CMA that exceed
VCAQMD-VCAPCD daily thresholds.

Mitigation Measures

There are no feasible measures to mitigate the project’s exceedance of the
VCAQMD-thresholds-VCAPCD threshold for ¥OE€-and-NOx. To avoid or
reduce this impact to a less-than-significant level, emissions from the project-
related diversions to CMA would have to be eliminated or reduced in
individual aircraft. Technology to reduce these aircraft emissions is not
available, and cannot be imposed on the operating aircraft. Therefore,
mitigation is infeasible and this is a significant and unavoidable impact.
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Emissions at CMA represent pollutants that are being transferred to the South Central
Coast Air Basin from the South Coast Air Basin. Therefore, they are new pollutants
that are not accounted for in the 2007 AQMP. Because the South Central Coast Air
Basin is in nonattainment for ozone and particulate matter and project-related
emissions would contribute to this, the project would contribute to a significant
cumulative impact. This issue is further discussed in Chapter 5 of this EIR.

Objectionable Odors from Aircraft and Related Support Equipment

The project would generate potential increases in odors and gaseous fumes by
evaporative emissions and tailpipe emissions from aircraft, GSE, and APU. Odor
impacts would be limited to the airport circulation routes and apron parking areas.
Operation of the project may create a nuisance when located in close proximity to
sensitive receptors. However, these potential increases in odors are not expected to
affect a substantial number of sensitive receptor land uses for an extended period of
time. Therefore, odor impacts would be less than significant. No mitigation is
required.

Mojave Desert Air Basin: WJF

William J. Fox Airport in Lancaster

Consistency with Regional Air Quality Management Plan

AVAQMD is required, pursuant to the CAA, to reduce emissions of criteria
pollutants for which the Mojave Desert Air Basin is in nonattainment (i.e., ozone,
PM10, and PM2.5). The project would be subject to the AVAQMD’s Ozone
Attainment Plan, which contains a comprehensive list of pollution control strategies
directed at reducing emissions and achieving ambient air quality standards. These
strategies are developed, in part, based on regional population, housing, and
employment projections prepared by SCAG.

The project site is consistent with the City of Lancaster General Plan. The project
site is classified as public airport, consistent with the General Industrial in the Land
Use Element of the General Plan. The project is consistent with this classification, as
the whole of the project would consist of aircraft operations and maintenance land
uses.

Because the project is consistent with the local general plan, pursuant to AVAQMD
guidelines, the project is also considered consistent with the region’s Ozone
Attainment Plan. As such, aircraft-related emissions are accounted for in the Ozone
Attainment Plan, which is crafted to bring the Mojave Desert Air Basin into
attainment for all criteria pollutants. Accordingly, the project would be consistent
with the projections in the Ozone Attainment Plan, and would have a less-than-
significant impact.

A project is consistent with the Ozone Attainment Plan if it is consistent with the
population, housing, and employment assumptions that were used in the development
of the Ozone Attainment Plan. The most recent Ozone Attainment Plan adopted by
the AVAQMD incorporates SCAG’s 2004 Regional Transportation Plan
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socioeconomic forecasts of regional population and employment growth. The project
would reallocate aircraft within the ASA region. The aircraft operations reallocated
from VNY in Los Angeles County to WJF and other airports would remain at the
same level currently projected in the AQMP. Such levels of aircraft operation
growth and aircraft fleet turnover are consistent with the aircraft forecasts for the
region as adopted by SCAG. Because AVAQMD has incorporated these same
projections into the OAP, the project would be consistent with the projections in the
Ozone Attainment Plan. In summary, project development would not conflict with or
obstruct implementation of the Ozone Attainment Plan. No mitigation is required.

Violation of any Air Quality Standard or Substantial Contribution to an
Existing or Projected Air Quality Violation

The transfer of aircraft to WJF would result in an increase in aircraft-related
emissions at WJF (and the Mojave Desert Air Basin) that is proportional to the
increase in operational activity for each aircraft type and the emission factors for each
aircraft and related support equipment, as outlined in the methodology section,
above. AVAQMD evaluates significance of project impacts based on peak daily and
annual emissions of CO, VOC, NOx, SOx, and PM10, as delineated in Table 4.3-6.
Diverting aircraft from VNY to WIJF represents a transfer of emissions from the
South Coast Air Basin to the Mojave Desert Air Basin; therefore, VOC and NOx
were analyzed along with the pollutants that would have an effect on local air quality.

Diversions to WJF would not occur until 2016. The peak daily and annual emissions
resulting from aircraft being transferred to WIJF in calendar year 2016 are
summarized and compared to AVAQMD’s daily and annual significance thresholds
in Tables 4-28 and 4-29, respectively. As shown in the tables, the increases in peak
daily and annual emissions at WJF resulting from the transfer of aircraft from VNY
to WJF in 2016, based on the peak daily operational data shown in Tables 4.3-20 and
4.3-21, respectively, are expected to be below the significance threshold. Therefore,
the impact is considered less than significant.

Table 4.3-28. Aircraft-Related Peak Daily Emission Increases at WJF Resulting from
the Project (Calendar Year 2016)

Peak Daily Emission Increases (pounds per day)

Aircraft CoO VOC NOx SOx PM10 PM2S5
GLF3 3263 444 1735 25 <1} <1+
GLF2 32 47 17 23 <1 <1
Peak Daily Total 6495 821 3452 48 <1+ <1
Significance Threshold 548 137 137 137 82 None
Threshold Exceeded? No No No No No —
Note: This table has been revised in the Final EIR to reflect changes made to Table 4.3-21
above.
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4.3.5.2

Table 4.3-29. Aircraft-Related Annual Emission Increases at WJF Resulting from the
Project (Calendar Year 2016)

Annual Emission Increases (pounds per year)

Aircraft CO VOC NOx SOx PM10 PM2S5
GLF3 2,048 450 1,132 163 20 20
GLF2 2,048 450 1,132 163 20 20
Peak Annual Total (Ibs) 4,097 901 2,263 326 40 40
Peak Annual Total (tons) 2.0 0.5 1.1 0.2 <0.1 <0.1
Significance Threshold (tons) 100 25 25 25 15 None
Threshold Exceeded? No No No No No —

Emissions at WJF represent pollutants that are being transferred to the Mojave Desert
Air Basin from the South Coast Air Basin. Therefore, they are new pollutants that
are not accounted for in the 2007 AQMP. Because the Mojave Desert Air Basin is in
nonattainment for ozone and particulate matter and project-related emissions would
contribute to this, the project would contribute to a significant cumulative impact.
This issue is further discussed in Chapter 5 of this EIR.

Objectionable Odors from Aircraft and Related Support Equipment

The project would generate potential increases in odors and gaseous fumes by
evaporative emissions and tailpipe emissions from aircraft, GSE, and APU during
operations. Odor impacts would be limited to the airport circulation routes and apron
parking areas. Operation of the project may create a nuisance when located in close
proximity to sensitive receptors. However, these increases in potential odors are not
expected to affect a substantial number of sensitive receptor land uses for an
extended period of time. Therefore, odor impacts would be less than significant. No
mitigation is required.

Health Risk Associated with Airport Emissions

Based on CARB guidelines for determining the need for preparing Health Risk
Assessments (HRA) for toxic air contaminants, a detailed OEHHA-methodology
HRA is not warranted for this project due to the fact that all identified sensitive
receptors are beyond one-quarter mile from diversion airports (California Air
Resources Board, Air Quality and Land Use Handbook: A Community Health
Perspective, April 2005). Therefore, a screening level HRA analysis was performed
based on CARB guidance.

The screening level HRA evaluation was conducted in the following steps:

1. Estimation of chemical emissions from operational sources;

2. Calculation of possible impacts to air quality using emissions estimates;
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3. Selection of TACs of concern for airport operations;
4. Evaluation of possible exposures to TACs; and,

5. Review of the Health Risk Assessment performed for the LAX Master Plan
EIS/EIR.

CARB’s Air Quality and Land Use Handbook: A Community Health Perspective
(April 2005) provides recommendations for siting new sensitive land uses near major
emission sources such as airports that may emit TACs.

Speciation profiles have been developed by CARB for various types of sources.
Speciation profiles provide a breakdown of individual components of hydrocarbon
emissions and particulate emissions. For aircraft engines, CARB had developed both
an organic speciation profile and particulate matter speciation profile for aircraft
engines. The speciation profile for organics was based on data presented in a report
prepared in 1984. Since that time, other environmental planning documents
(Oakland Airport Master Plan SEIR, LAX Master Plan EIS/EIR) have evaluated the
applicability of that speciation profile and other source test data for aircraft engines.

It should be noted that the methods used in conducting an HRA are conservative; as a
result, they are more likely to overestimate than underestimate possible health risks.
For example, risks and hazards are calculated for individuals that are likely to be
exposed at locations where TAC concentrations are predicted to be highest. Further,
individuals are assumed to be exposed for 250 days of the year 24 hours per day, and
for as many as (70) years to maximize estimates of possible exposure. It should also
be noted that the estimated peak daily aircraft flights are very conservative for the
proposed project. Consequently, the resulting incremental cancer risk estimates
represent upper-range predictions of exposure, and therefore health risk, which may
be associated with living near or working near and breathing emissions from the
airports.

Peak daily and annual changes in TAC emissions that would occur at each airport as
a result of the project are presented in Tables 4-30 and 4-31, respectively.
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Table 4.3-30. Peak Daily Aircraft-Related Emission Changes in Toxic Air
Contaminant Emissions at VNY and Diversion Airports as a Result of the Project

Peak Daily Emission Increases (pounds per day)

Toxic Air Aircraft  VNY VNY BUR LAX CMA CNO WIJF
Contaminant Total 2014 2016 2014 2014 2014 2016 2016
1,3-Butadiene 309.6 -3.4 -4.4 1.5 1.2 1.2 0.6 0.4
Formaldehyde  2,541.2  -289 -37.7 12.4 9.8 9.8 4.8 3.7
Acetaldehyde 790.3 -8.9 -11.7 3.8 3.0 3.0 1.5 1.2
Acrolein - -4.4 -5.7 1.9 1.5 1.5 0.7 0.6
Benzene 388.7 -3.7 -4.9 1.6 1.3 1.3 0.6 0.5
Naphthalene 97.2 -1.1 -1.4 0.5 0.4 0.4 0.2 0.1
Chromium — - - - — — - -
Lead 3.99 — - — — - - -
Note:

Negative values denote decreases in emissions as a result of the project.

*Source: SCAQMD MATES III Study, Appendix VIII, 2005 Emissions by Major Source
Category.

Table 4.3-31. Annual Aircraft-Related Changes in Toxic Air Contaminant Emissions
at VNY and Diversion Airports as a Result of the Project

Annual Emission Increases (tons per year)

LA
Toxic Air County VNY VNY BUR LAX CMA CNO WIJF
Contaminant Total” 2014 2016 2014 2014 2014 2016 2016
1,3-Butadiene 437 -0.04 -0.04 0.01 0.01 0.01 0.01 0.01

Formaldehyde 3,350 -031  -037  0.09 0.07 0.05 0.06 0.08
Acetaldehyde 1,343 -0.10  -0.12  0.03 0.02 0.02 0.02 0.02

Acrolein - -0.05  -0.06 0.01 0.01 0.01 0.01 0.01
Benzene 2,143 -0.04 -0.05 0.01 0.01 0.01 0.01 0.01
Naphthalene — -0.01  -0.01 — - — — -
Chromium 0.07* - - — - - — -
Lead — - — — - — — -
Note:

* Includes only hexavalent chromium, which is a subset of total chromium emissions.

**Source: California Air Resources Board, 2008 California Almanac, Appendix C,
Emissions, Air Quality, and Health Risk for Ten Toxic Air Contaminants.
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As indicated in Tables 4.3-30 and 4.3-31, under the project, the aircraft TAC
emissions would be reallocated to different airports within the ASA region. The
reduction in aircraft TAC emissions at VNY and WIM airports would offset the TAC
emission increases at BUR, LAX, CMA, and CNOs. Table 4.3-30 presents the total
daily TAC emissions for all aircraft in the South Coast Air Basin, as estimated in
SCAQMD’s Multiple Air Toxics Exposure Study III (South Coast Air Quality
Management District 2008). The table also presents the net changes in the project’s
daily TAC emissions to the MATES III values using the same toxic speciation
factors. Table 4.3-31 compares the net change in the annual project TAC emissions
to the total annual TAC emissions from all sources in Los Angeles County, as
provided by CARB in their 2008 California Almanac. The reallocated aircraft
operations and the net changes in TAC emissions from the project were already
accounted for in the MATES III study. Therefore, impacts from regional TACs
would be less than significant. No mitigation is required.

On the local level, the increase in TAC emissions at BUR, LAX, CMA, and CNO
resulting from the project’s phaseout at VNY may be a subject of concern to local
communities. CARB’s Air Quality and Land Use Handbook: A Community Health
Perspective (April 2005) provides CARB for the siting of new sensitive land uses
near major sources of emissions. CARB’s air pollution studies indicate that sensitive
receptors close to major sources of emissions may lead to adverse health effects
beyond those associated with regional TAC emissions. There are five carcinogenic
TACs that constitute the majority of the known health risk from aircraft: 1,3-
butadiene, formaldehyde, acetaldehyde, benzene, and lead.

For the purpose of further evaluating the potential health risks on sensitive receptors
near the diversion airports, a review of the HRA study from the LAX Master Plan
(April 2004) was conducted. In April 2004, LAWA certified the LAX Master Plan
EIR/EIS (LAWA 2004). The study contained the forecasted flight operations from
763,866 annual operations in 1996 to an unconstrained and conservative forecast of
1,004,591 annual operations in 2015. The addition of aircraft operations to the
diversion airports as a result of the VNY phaseout under consideration in this EIR is
far smaller than the addition of operations studied at LAX.

Due to changes in activity levels at airports associated with implementation of the
proposed project, increased emissions of TAC are possible. According to the LAX
Master Plan EIR/EIS under the No Project Scenario for year 2015, the predicted
incremental cancer risks for residents would be 330 in ten million. The risk estimate
was derived from a mathematical model that calculates risks to a hypothetically
maximally exposed individual (MEI). The value represents an estimate of the
greatest possible impact for any person on location near LAX. For the sensitive
receptors, the LAX Master Plan EIR report also found that the incremental cancer
risks would be lower for the MEI school child. The greatest incremental cancer risk
would be 1 in 1 million, compared to the year 2000 condition. The largest
incremental non-cancer hazard for the MEI school child would be 0.4 when
compared to the year 2000 condition. Based on the LAX Master Plan EIR/EIS, the
resultant health risks impacts on school children were found to be less than
significant. The increases at the proposed VNY phaseout does not propose
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4.3.6

operations beyond the conservative estimate reviewed in the LAX Master Plan
EIR/EIS; therefore, the project’s impacts at LAX would also be less than significant.

CARB studies show that TAC levels can be significantly higher within 0.25 mile of
major emission sources such as airports and then diminish rapidly as distance from
the source increases. Actual concentrations of TAC will vary at a particular location
depending on total aircraft volume, type of aircraft, prevailing winds and other
variables. Based on the information provided in Section 4.3.3.5, Sensitive Receptors,
all sensitive receptors were found to be located more than 0.25 mile from the
airports. Therefore, it is unlikely that sensitive receptors downwind of more than
0.25 mile from the airport site would experience any significant cancer risk directly
associated with aircraft TAC emissions from the project. As stated above in Section
4.3.3.5, there are no sensitive receptors located within 0.25 mile of the diversion
airports that would receive additional emissions. In comparison to the LAX Master
Plan EIR/EIS, which estimated a less-than-significant health-risk assessment for
large-scale increases in operational traffic at LAX, it can be inferred that the
proposed project related aircraft operations at BUR, LAX, CMA, and CNO would
not incrementally increase the MEI cancer risk to above the 10 in 1 million threshold,
nor would it exceed the 1.0 non-cancer hazard index for the MEI school child.
Impacts would also be less than significant at WJF, because there are no sensitive
receptors in the vicinity of that airport. Therefore, the impacts from local TACs
associated with the project would be considered less than significant. No mitigation
is required.

Summary of Significant Impacts and
Mitigation Measures

Significant Impact AQ-1: Exceedance of Ventura County Air Quality
Management-Pollution Control District Daily Emissions Thresholds at CMA
The project would result in emissions of ¥OC€-and-NOx at CMA that exceed the
VCAQMD-VCAPCD daily thresheldsthreshold.

Mitigation Measures

There are no feasible measures to mitigate the project’s exceedance of VCAQMD
VCAPCD thresholds. To avoid or reduce this impact to a less-than-significant level,
emissions from the project-related diversions to CMA would have to be eliminated or
reduced in individual planes. Technology to reduce these aircraft emissions is not
available, and cannot be imposed on the operating aircraft. Therefore, mitigation is
infeasible and this is a significant and unavoidable impact.
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