
Trenton Mercer Airport Final Environmental Assessment

  Appendix I 

Appendix I.  

Public Involvement and Agency Coordination 
 

 

 



I-1 



I-2 



I-3 



I-4 



I-5 



I-6 



I-7 



I-8 



I-9 



I-10 



I-11 



I-12 



I-13 



I-14 



I-15 



I-16 



I-17 



I-18 



I-19 



I-20 



I-21 



I-22 



I-23 



I-24 



I-25 



I-26 



I-27 



I-28 



I-29 



I-30 



I-31 



I-32 



I-33 



I-34 



I-35 



I-36 



I-37 



I-38 



I-39 



I-40 



I-41 



I-42 



I-43 



I-44 



I-45 



I-46 



I-47 



I-48 



I-49 



I-50 



I-51 



I-52 



I-53 



I-54 



I-55 



I-56 



I-57 



I-58 



I-59 



I-60 



I-61 



I-62 



I-63 



I-64 



I-65 



I-66 



I-67 



I-68 



I-69 



I-70 



I-71 



I-72 



I-73 



I-74 



I-75 



I-76 



I-77 



I-78 



I-79 



I-80 



I-81 



I-82 



I-83 



I-84 



I-85 



I-86 



I-87 



I-88 



I-89 



I-90 



I-91 



I-92 



I-93 



I-94 



I-95 



I-96 



I-97 



I-98 



June 2, 2021
Public Statement: Trenton Mercer Airport Terminal EA 
 
We are concerned about the unintended consequences that the proposed, new Trenton 
Mercer Airport Terminal and ARFF will have on our health, homes, quality of life and 
environment.  
 
This Draft Terminal EA presents a false picture of the environmental impacts by grossly 
underestimating the number of operations that these changes will have on the airport.  In 
2019, before any of these projects were underway, the number of flight operations exceeded 
the projections for 2035 and the number of enplanements grew to greater than 462,000 
passengers. These false projections have been used to gain FAA approval without proper 
Environmental Assessments. Mercer County officials, Airport management and their consulting 
engineers, continue to claim that there will be no changes to the number of operations and 
therefore no impact on our air or environment.  
 
They also falsely present the existing terminal as having 4 gates. Anyone who has flown out of 
Trenton clearly knows that the existing terminal has two functioning gates. The apron outside 
the gates where passengers board by portable ramps can functionally accommodate two, 
perhaps three passenger jets. It is blatantly dishonest to present the newly proposed terminal 
as having no change in the number of gates and to underestimate the number of enplanements 
and jet operations in this environmental assessment. How is this protecting the health and 
welfare of Mercer and Bucks County residents? The associated noise, air pollution, financial 
burden to local and national taxpayers, quality of life, property values and public health impacts 
of the inevitable increased operations on surrounding communities is being skillfully ignored. 
The growth of operations of low flying passenger jets over my home in the last few years 
disrupts our sleep, our walks and conversation. These jets are 900-1000 feet over my 200 years 
old home and shake the foundation and windows.  
 
In choosing to accept these falsehoods and the segmentation of airport projects, the FAA 
ignores its own conclusion from a 2006 analysis. In that analysis the FAA stated that the air 
traffic growth associated with a new terminal of only 64,000 sq ft would have a significant noise 
impact would likely require an EIS. The newly proposed terminal will be 4 times the size of the 
existing terminal and twice the size of the terminal that the FAA stated may require an EIS.  
 
On page 146 of this EA, it states   the Proposed Action would not induce aircraft operations 

Therefore, operational emissions associated with airfield emissions sources, parking, and 
traffic were not inventoried or evaluated as part of this EA.
operations and using artificially low projections, you have not studied how an inevitable 
increase in operations will affect our air quality and noise. Once these airport expansion 
projects are completed, it will be too late. 
 
Emerging health data links aviation emissions and noise to numerous health conditions. A 
growing body of science has identified health risks associated with ultra fine particulates 

I-99 



I-100 



I-101 



I-102 



I-103 



I-104 



I-105 



I-106 



I-107 



I-108 



I-109 



I-110 



I-111 



1
 

nd Class 
Citizen by Mercer County Officials (County Executive and County Board of Commissioners, 
Mayor of Ewing Township, and the Administrators/Managers of the Mercer County Airport.  

The county is looking to shoehorn a commercial airport like Philadelphia Airport, into a 
residential area that is zoned for Residential Use and has always been zoned for residential 
use.  

impacts of emissions such as noise, light, air pollution and general quality of life on the 

neighborhood and almost to Route 579. They even moved some houses. Some houses left 
are within 200 yards of major commercial jets taking off at all hours of the day and night.  

Mercer County Taxpayers have always subsidized the Mercer County airport. The airport has 
never been self-sufficient. Now officials want to shoehorn a major airport expansion in a 
residential area to try and make the airport self-sufficient at the expense of the health, 

ed 
on pre-existing residential communities and has become worse over the years.  An active 
and ongoing condition that officials refuse to address. 

The County has built an entire police force around the airport operations that include 
airport security, running up and down the runways with their lights and sirens on, shooting 
shotguns to scare geese and disturb neighbors, and cruise up and down local roads and 
stop in residential neighborhoods to ensure that local residents are not terrorists. This is 
how Mercer County spends your tax dollars.   

This proposed airport expansion is a proposal based on incompetence and greed on the 
part of our local political leadership, including the Mayor of Ewing!! Uncontrolled 
development and not a care in the world for environmental and habitat concerns. County 
and Municipal officials Do Not care about YOUR SAFETY!! THEY JUST WANT DEVELOPMENT 
IN EWING TOWNSHIP, PERIOD!!!!! 
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The airport, as it exists now, is the result of uncontrolled development in Ewing Township 
that has destroyed the habitats needed to house all wildlife and so has become a REAL 
safety issue in Ewing Township. People are constantly on the alert for deer and many car 
accidents have occurred as a result of this loss of habitat. Deer are now living in our 
backyards!  There's only houses, planes, and roads now in Ewing Township and the 
environmental impacts from all this overdevelopment have NEVER been examined and 
studied. 

Residents waited a year and a half for the results of an environmental assessment that was 
supposed to remove residential areas that would be impacted from airport expansion 
activities. At the public hearing in 2019, County Officials had the audacity to say that 
residences within 200 yards of the airport runway were not -
not be impacted by airport expansion activities!! I had to leave the meeting at this point in 
disgust!  

In 2001, the FAA made me sign a form that would allow them to cut down all trees on our 
property taller than the roof of our ranch house because our house was in the impact zone 
of the airport.  At that time, our house was in the impact zone of the airport and now 
conveniently OUR PROPERTY IS NO LONGER IN THE AIRPORT IMPACT ZONE.   

Even with the current airport activity, airport management has shown itself to be totally 
irresponsible and show callous disregard for the impacts of airport on area residents. They 

planes taking off after midnight. Airport management cannot even direct planes to take off 
on the correct runway based on wind conditions. 
same runway within 30 seconds of one another! How is airport personnel going to manage 
an airport with a 400% increase in air traffic? 

At the present time, the County, Ewing Township, FAA, and Airport management take no 
responsibility for the environmental impacts of the airport on residents, that include, noise 
above 85 decibels, plane noise in general and its impact on the quality of life of residents, 
air pollution, and light pollution in residentially zoned adjacent neighborhoods.  No noise 
violation tickets, air pollution citations, or quality of life violations have ever been issued by 

communities.  I have experienced quite often a situation where the jet fuel vapors from the 
idling plane is so severe as to make it difficult to breathe outside and it works its way into 
your house. I have measured Volatile Organic Carbon at the property line that exceeded 2 
ppm. A reading of 1 ppm is considered unsafe and requires a cartridge mask!!  

Ewing Township, Mercer County, or Airport Management does nothing to prevent impacts 
to residential areas, including consideration of wind conditions, air quality, noise impacts, or 
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light pollution. I have a light that somehow goes on in the middle of the night that shines 
directly into my bedroom window!! Residents are not supposed to live near airports, period! 

This is nothing less than Environmental Racism because there are adjacent, Residential 
(black and white) neighborhoods located to the North, South, East, and West of the airport 
that are constantly being impacted and Ewing Township is proceeding with new residential 
development within the impact zone of the airport without a care or concern for the health 
and safety and quality of life degradation for local residents from the impacts of this airport.   

Contaminants from the airport including jet fuel, hydrocarbons, and volatile organic carbon, 
have polluted all the on-site airport property wetlands and streams, that have, in turn, 
contaminated all tributaries that housed endangered and threatened species. This 
contamination has even reached Jacobs Creek. Not once during any expansion activity, was 
an environmental impact statement prepared to evaluate airport impacts. This is mandatory 
when federal funding is involved.  

Use of federal funding mandates that an Environmental Impact Study be prepared to assess 
those impacts from increased air pollution, increased noise, light pollution, increased traffic 
on local roads and pollution impacts from increased traffic on residential neighborhoods 
located within 200 yards of the airport runway, all residential neighborhoods within 10 miles 
of the airport, and impacts of increased pollutants on streams and wildlife within the impact 
zone of the airport.   

must

I DEMAND THAT:

1. ALL AIRPORT Construction be delayed until toxic contaminants have been 

properly evaluated and cleaned from airport property, eliminating risk of 

downstream spread. 
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2. A comprehensive study of the finished, operating airport's impact on our local 
environment (Environmental Impact Statement, EIS) and Public Health (Health 
Impact Assessment, HIA). 

 

3. An independent accounting and full disclosure of actual costs to taxpayers, 
including cost of borrowed debt, decreased residential property tax revenues and 
increased public health costs. 

4. Hold the FAA accountable for its refusal to consider the congressional 
mandate in the FAA reauthorization act of 2018, Pub. L. 115254, § 188 requiring 
the FAA to develop alternative metrics to the 24-hour day/night average noise 
levels. 

5. Force the airport to carry out a CFR 14 Part 150 analysis for developing noise 
mitigation procedures which safely accommodate flights and protect the health 
and well-being of area residents.  We have made specific suggestions regarding 
noise mitigation procedures. 
 
6. Shifts in travel patterns and behavior due to COVID-19 have not been factored 
into any of the current or future needs of the airport. 
 
7. Officials have consistently ignored the broader issues related to air quality, 
noise, and environmental contamination. There has not been a full e

8. Looking at merely the area of the airport specifically and not the true impact 
within a 10-mile radius is absurd.  Planes use up more real estate and impact 
more factors than just  
 

Thank you for your attention to this URGENT Matter. 
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c/o Delaware River Greenway Partnership 

PO Box 15 
Stockton, NJ 08559 

www.lowerdelawarewildandscenic.org 
 

 
 
DATE:  June 15, 2021 
 
TO:  Melinda Montgomery, A.A.E., Airport Manager, Trenton-Mercer Airport 
  Brian M. Hughes, County Executive, Mercer County, NJ 
  Staff, McFarland Johnson 
 
RE:   Trenton-Mercer Airport Expansion & Draft Environment Impact Assessment 
 
FROM:  Richard Dodds, Chairman, Lower Delaware Wild & Scenic River Management Council 

rdodds@kingwoodtownship.com 
 
CC:  * Sarah Bursky, Community Planner/Rivers Manager, National Park Service,  
  sarah_bursky@nps.gov  
 

* Maryann Carroll, Executive Director, Delaware River Greenway Partnership, 
maryann@delawarerivergp.org   

 
The Lower Delaware Wild and Scenic River Management Council submits these comments in response 
to the Trenton-Mercer Airport Terminal Area Improvements Draft Environmental Impact Assessment 
and the potential impacts to the Lower Delaware River system. 
 
Wild and Scenic Rivers Background 
The Lower Delaware is the National Wild and Scenic River System segment established by Congress on 
November 1, 2000 as Public Law 106-418 and includes 38.9 miles of the Delaware River which forms the 
Pennsylvania and New Jersey border, plus named tributaries. The National Park Service (NPS) is 
responsible for the long term protection of the River and administering the Wild and Scenic Rivers Act. 
NPS works closely with the Wild and Scenic Management Council, which was created through the 
designation as an advisory and coordinating body.  The Council is comprised of representatives from 
local, state and federal governments, as well as local nonprofits.  The Lower Delaware River 
Management Plan (August 1997) was developed as a part of the Wild and Scenic River Study, and 
approved by all State and local parties, and referenced by Congress as the Plan by which the Wild and 
Scenic River would be managed; it identifies scenic resources, ecological resources, and water quality as 
key attributes of the Rive  
 
Issues of Concern 
While Ewing Township is not in the Wild and Scenic River designated corridor, the proposed airport 
terminal expansion is approximately one and a half miles east of the River and less than a mile from the 
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airport boundary. Flight paths and increased development, particularly takeoff and approaches to 
runways 06 and 24, will have an impact on the river system overall. The Management Council notes the 
following issues of concern:         
 

 Stormwater and Wastewater Planning: The airport expansion was planned with current and 
future growth in mind.  Increased flight patterns, greater fuel loads, and the removal of trees 
will have a combined impact of additional impervious coverage and greater pollution from 
stormwater runoff. In addition, increased contamination from jet fuel and firefighting foam into 
the River, and possible spread of PFOA chemicals from existing contaminated sites further into 
groundwater resources are possible.  The Council has the following questions: 

o Will groundwater and surface water resources be monitored for a period of time? What 
protections will be in place? 

o Can permeable and green stormwater infrastructure be used to show a net 
improvement to the region in the face of climate change? 

 
 Scenic and Noise Impact:  Scenery is an outstanding resource value for which the Lower 

Delaware Wild and Scenic River was designated. Our River Management Plan names protecting 
and enhancing scenic resources as an objective to which all parties agreed upon designation 
(https://www.lowerdelawarewildandscenic.org/resources/documents/lower-delaware-wild-
and-scenic-management-plan). The views associated with the Lower Delaware are iconic and 
planning for the visual impact of greatly increased flight patterns over the River, combined with 
removal of trees for development, requires careful planning and possible mitigation efforts.  
 
While the environmental assessment addressed soundscapes and viewsheds directly around the 
terminal construction site, it did not provide an analysis of increases in noise or increase in 
traffic of flight paths over the River and further from the terminal. The Wild and Scenic River 

visual resources of the River, nor any net increase in sound. The Council has the following 
questions: 

1. Will flight paths increase over the Wild and Scenic River? Or are there options to pursue 
increasing flight paths over already developed areas or existing flight patterns that are 
not over the River? 

2. How would soundscapes be impacted two to three miles away? 
3. Will an increase in traffic and flight patterns change any dark skies over the River? 

 
 Environmental Analysis: We understand that the expansion of the Trenton-Mercer Airport 

project has been long in the planning to meet the demands of a heavily travelled corridor and to 
support the economic growth of Mercer County. With that said, the airport is pursuing a series 
of separate projects which may have a cumulative effect. NPS and the Lower Delaware Wild and 
Scenic River Management Council request careful oversight as it pertains to water resources. 
We believe a comprehensive environmental and public health analysis should be conducted to 
examine the collective impact of the expansion projects. This includes the terminal expansion 
itself, the runway protective zone, and the anticipated increase of traffic. We feel a full 
environmental impact statement, in addition to the assessment, should be completed.  

 
Thank you for your consideration. 
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June 11, 2021 
 
Trenton-Mercer Airport Terminal Area Improvements Draft Environmental Assessment  
c/o McFarland Johnson, Inc.  
49 Court Street, Suite 240  
Binghamton, NY 13901 
 
RE: Public Comment Trenton-Mercer Airport Terminal Area Improvements Draft 
Environmental Assessment  
 
I am writing today to add a public comment for the Trenton-Mercer Airport (TTN) as it relates to 
the Terminal Area Improvements draft Environmental Assessment (EA) that was conducted by 

Environmental Review Process, outlined by the National Environmental Policy Act (NEPA). As 
a member of the Aviation Subcommittee of the Transportation & Infrastructure Committee and 
the Quiet Skies Caucus in Congress, I understand the health and environmental impacts that an 
airport will have on neighboring communities. As you are aware, I have weighed in on several 
occasions on the plans to modify the existing TTN by outlining the myriad of issues I believe 
continue to be overlooked. At the forefront of issues, regardless of the new names of the 
proposed project, this project is nothing more than an expansion project. Moreover, there are 
multiple independent variables that have the potential to adversely affect human health and our 
environment. 
 
It is imperative that we collectively call this project what it is  an expansion project. The 
classification of this project is important due to the discrepancies of preliminary review. If the 
project is labeled as an improvement, many safeguards will be waived. To be in compliance with 
environmental regulations, the project must be classified for what it is and not classified 
incorrectly in an effort to evade environmental regulation/safeguards and extinguish 
liability/extra hurdles. 
 
There are a plethora of reasons why this project should be considered an expansion. The 
numerous new physical construction projects proposed in the draft EA are an obvious indication 
of an expansion rather than improvement. Additions to TTN include but are not limited to, a new 
terminal building to replace the existing structure, expansions of multiple new runways, and the 
construction of a new parking garage. Each one of these segmented projects will significantly 
increase passenger capacity. Furthermore, it is important to note that the draft EA describes these 
projects more times as an expansion/extension rather than an improvement. The word 

project adds one square foot or in this case, hundreds of thousands of square feet, it is an 
expansion; not just an embellishment and revival of a preexisting structure. 
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Additionally, the draft EA contends that there is no reason for expansion classification due to 

study conducted by the Sixel Consulting Group, Inc. concluded that TTN was the fastest growing 
airport in the nation.1 One of the ways that the growth rate is determined is by calculating 
enplanements. Throughout the draft EA, both FAA forecasts and actual enplanements were used 
interchangeably to support the argument of public need which I believed was manipulated in 
order to fit the narrative that there is no substantial growth. To highlight an example, the draft 
EA cited an FAA forecast of an average growth rate of roughly negative one percent between 
2014 and 2020 where there was a significant decrease in enplanements due to the coronavirus 
pandemic. 
 
To underscore the misuse of this metric, the draft EA used FAA forecasted data of 314,665 
enplanements in 2016 and 358,728 enplanements in 2020. In actuality, the airport facilitated an 
average of 377,166 emplacements per year through 2016-2019 with the latter 2 years exceeding 
over 400,000 enplanements per year.  The number of enplanements dropped significantly in 
2020 to 127,923 due to the pandemic. In addition to manipulated data, information presented in 
the draft EA is not credible because it relies heavily on forecasts by the FAA rather than actual 
enplanements. Therefore, the draft EA is inconsistent with government documentation provided 
by the FAA as the number of enplanements have far exceeded the FAA projected amounts. 
According to the FAA, between 2010 and 2020, the average growth rate has been 269.2%; not 
including 2020 due to the anomaly in data, the average growth rate has been 307.14%. Below is 
table depicting these findings. These numbers are important considering it highlights how the 
airport already has the capabilities of exceeding FAA projections all while only utilizing two 
terminals when the airport is fully operational.  
 
Enplanements 
Year    #   Percentage change 
2010    853   X 
2011    3,414   300.23% 
2012    6,459   89.19% 
2013    147,826   2188.68% 
2014    377,961   155.67% 
2015    389,598   3.07% 
2016    278,486   -28.53% 
2017    363,654   30.50% 
2018    404,349   11.19% 
2019    462,173   14.30% 
2020    358,728 (forecast) -22.38% 
2020    127,923 (actual)  -72.32% 
 

expected to recover in 2021. As such, TTN is well positioned to benefit from pent-up travel 

This section goes on to state that this is a clear demonstration of confidence in the quick recovery 
of TTN to the point that TTN should rebound to the point that they are congruent with long term 
growth trends. The draft EA argues this is why it is essential to go forward with the terminal 

 
1 See: https://www.buckslocalnews.com/yardley_news/study-trenton-mercer-airport-fastest-growing-in-nation-with-
four-digit-growth/article_41445b4a-9640-5fdf-aed3-e5d1ed2fbb8d.html 
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project which only further supports the argument that 2020 enplanements should be negated in 
all future projections for this proposed project.  
 
Addressing the environmental impact of this expansion project, regardless of what is stated in the 
clearly biased draft EA, this project will cause significant adverse impacts to the environment 
and health of our residents. Clearing trees and the excavation of wetlands to construct a new 
terminal building contributes to many new and longstanding issues such as air and water quality, 
elimination of habitats, harmful effects to endangered species and the prolonged postponement 
of remediation of hazardous PFAS compounds. These issues are further exacerbated by the 
increase of greenhouse gases and noise pollution caused by the influx of flights.  
 
Collectively, the project would remove 30.7 acres of trees on and off site. The proposed action 
requires an extermination of a natural resource that filters carbon-dioxide while simultaneously, 
increasing the emissions due to a significant increase in air traffic. It is important to note that the 
draft EA uses the argument in Section 4
plan would not increase the number of flights, there is expected a minimum change thus resulting 
in no action necessary. This is once again false information. Second, another major issue due to 
the removal of over 30 acres of trees is the great impact or demise of numerous endangered 
species, most notably, the Bald Eagle. Not only does it infringe on the habitat of protected 
species, but the increase of aircraft operation doubles the possibility for bird strikes. It is crucial 
that not only environmental and public health is protected, but also that our national bird as well 
as other endangered species are not jeopardized. 
 
Regarding wetlands, there are several issues if the project expands into this area. First, wetlands 
are protected areas under N.J.A.C. 7:7A and regulated by NJDEP. NJDEP classifies boundaries 
of delineated wetlands which are subject to review and verification. Directing your attention to 
Figure 4-7, the approximate project extension wipes out a large majority of freshwater wetlands 
and encroaches into two freshwater ravines that directly connect to the Delaware River which is 
approximately 1.5 miles away. Given this proximity, NJDEP then must approve of the project 
expansion into the wetlands. Thus, this project poses significant hurdles before construction is 
even possible. Second, wetland excavation would pose a significant environmental impact. Not 
only does it provide a habitat for thousands of species, prolific and endangered, wetlands serve 
as a filter for groundwater. Finally, in addition to the negative environmental impacts of building 
on wetlands, the wetlands have been tested for PFAS and should not be built upon until 
remediation occurs.  
 
The land within and around TTN has been subjected to decades long exposure of PFAS through 

extinguish fire outbreaks. Again, the draft EA presents misleading information under REC No. 3 
 Historic Fire

al standards 
for PFAS. The suit heavily incorporates the Trenton-Mercer Airport as an example of a hotspot. 
See State of New Jersey, Department of Environmental Protection v. United States of America. 
No: 2:18-mn-2873. The State knows of the devastating health concerns resulting from PFAS 
exposure and has an aggressive sense of urgency for remediation.  
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As stated in the draft EA, it is recommended that construction and potential remediation can 
happen at the same time while failing to state whether remediation is mandatory in the first 
place. Although proper remediation has yet to be determined due to the early stages of litigation, 
progression of the project should cease until a proper remedy is determined. The removal of an 
extremely hazardous manmade chemical that is present at TTN should be top priority rather than 

this project will not impact the health of the neighboring residents, help preserve the water 
quality of the Delaware River, and prevent further expenditures. 
 
In addition to the direct health implications this expansion would cause to the community, this 
proposed project also has the potential of causing both long and short term noise pollution. 
Citing the earlier argument that the draft EA fails to properly account for the growth of 
emplacements, the increase of flights will cause a significant increase in noise pollution that is 
not properly accounted for. To highlight this point, the draft EA cites noise studies conducted in 
2020 where enplanements were significantly less prior to the COVID-19 pandemic. The 2020 
noise studies were then used to project 2022 noise pollution. Using these numbers and failing to 
account for the actual increase of flights this expansion project will cause is disingenuous. Also, 
in the short term, it should be noted that the construction of the proposed project would result in 
temporary elevated noise levels related to heavy vehicles hauling materials and debris to and 
from the work site and on-site construction activities.  
 
While I understand the coronavirus pandemic has significantly impacted the use of air travel 
across America, I believe the constant use of 2020 numbers and using the abnormally low 
projection levels projected by the FAA is deceitful and used in a way to circumvent the 
necessary environmental review that is a requirement for any other expansion project of this 
large scope. Let me be clear: this expansion project will adversely affect the health of residents 
and the environment and cause a significant impact to the entire region.  
 
As you are aware, there are many local residents on both sides of the river that have already 
commented and share the same concerns. I have spoken to numerous constituents throughout the 
lower Bucks County region and my office has received hundreds of emails expressing their 
concerns of the implications this project will have on both our environment and health. These 
residents live directly in the flight path of the Trenton Mercer Airport and are directly impacted 
by the emissions. Not to mention the many other residents who live in my district and the many 
other residents who rely on the Delaware River as their water source.  If this draft EA is left 
unchecked, I believe this project will cause substantial damage to our community for generations 
to come.  
 
I appreciate your attention to this matter. If I can provide any further information, please do not 
hesitate to reach out to me at 215-579-8102. 
 
Sincerely,         
 
 
 
 
Brian Fitzpatrick (PA-01) 
Member of Congress 
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AND VIA EMAIL: trenton@mjinc.com 

RE: PUBLIC COMMENT ON DRAFT ENVIRONMENTAL ASSESSMENT (EA) TRENTON-
MERCER AIROPRT-TERMINAL AREA IMPROVEMENT 
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

Public Comment on Draft Environmental Assessment  
Trenton-Mercer Airport - Terminal Area Improvement  

Public Comments, June 11, 2021 
HOLLY BUSSEY, President, BRRAM 

 
 

This latest EA Review lacks calling itself what it is: AN EXPANSION

 use of terminology

IMPACT and Disregard to FAA recommendation in 2006: 

25,000 square feet to 125,000 square feet

 
1 Order Withdrawing Finding of No Significant Impact/Record of Decision (FONSI/ROD February 23,2006 for the Trenton 
Mercer Airport (TTN) Terminal Replacement Project and other Projects in the Capital Improvement Program page 2 
footnote 3
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

OVERALL ENVIROMENTAL IMPACT 

*Please see specifics from BRRAM 
Board of Trustee Mr. Donald Wilcox who discusses PFAS in detail. 

 
 
Water Quality Impact
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

Tree removal and Wildlife

Wetlands Endangerment 

at the same time while failing to state whether remediation is 
mandatory

 until a proper 
remedy is determined

It is also in 
roject will not impact the health of 
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

the neighboring residents, help preserve the water quality of the Delaware River, and prevent 
further expenditures.

Community Impact 
 

There are no other residential, schools, places of worship, or 
outdoor recreational areas within proximity to the existing terminal and parking area.

 
2 
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

and in some cases, resources are evaluated within the entire airport property

 
3 EA Page 4-1. 
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

Financial Soundness of the entire TTN Airport Project 

 
4  
5  
6 
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Trenton-Mercer Airport-Terminal Improvement PUBLIC COMMENTS: Holly Bussey BRRAM

Failure to be a Good Neighbor 
 

 
7 

 
8  
9  
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Lack of Transparency and Evidence of Manipulation in the Development of this EA  

 
10 Chapter 5: NOISE Page 46 Small Airport applicability 
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Carmen Marranco

1. Construction be delayed until toxic contaminants have been properly evaluated and 
cleaned from airport property, eliminating risk of downstream spread. 

2. Outside of that I am good! 
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om the airport. Similarly, 
there is substantial evidence of health risks associated with airport noise from low flying planes.  
 
We have also learned that the airport is not monitoring or testing stormwater runoff and are 
using deicing compounds without adequate containment. In fact, I was on a passenger jet at 
TTN that was deiced last winter and watched the deicing chemicals applied to the jet in an area 
which clearly did not have any containment systems. How is this possible?  
 
And Despite the presence of documented water contamination on and near Airport property, 
the airport plans to remove acres of trees within 100 feet of known contaminated 
groundwater.  We also find out that PFOS is also contaminating the proposed new terminal and 
ARFF sites. There are serious health hazards associated with these forever pollutants that if 
disturbed can make their way into our drinking water and the Delaware River. Our local 
Commissioners, Airport management and the FAA are ignoring the potential impact of these 
actions. Due to the segmentation of projects, the NJDEP will never see the full scope of the 
airport expansion and the potential damage to the local environment will not be fully 
evaluated. The Airport and nearby NAWC are both heavily contaminated with PFOS/PFAS, 
heavy metals and other toxic chemicals, yet the projects as stated in this Terminal EA, will be 

d nintended consequences of not doing a full 
Environmental Impact Statement for the entire airport development plan and what will be the 
effects of not remediating these toxins before any development begins? 
 
We demand:  
1. Construction be delayed until toxic contaminants have been properly evaluated and cleaned 
from airport property, eliminating risk of downstream spread.  

2. A comprehensive study of the finished, operating airport's impact on our local environment 
(Environmental Impact Statement, EIS) and Public Health (Health Impact Assessment, HIA) 

 3. An independent accounting and full disclosure of actual costs to taxpayers, including cost of 
borrowed debt, decreased residential property tax revenues and increased public health costs. 
 
 
Thank you, 
Robin Karpf, MD 
64 Van Kirk Rd 
Princeton, NJ 08540 
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GERALD T. KEENAN
President

Avenue, 08837 
(732) 225-1180

www.allianceforaction.com

CHRISTIAN HARTMAN
Senior Vice President

WILLIAM R. HEALEY
Special Advisor to the President

Testimony of the New Jersey Alliance for Action
Submitted for the Record

In support of Terminal Improvements
Environmental Assessment

THE TRENTON-MERCER AIRPORT

Remarks to be included in the record of the June 2, 
2021 Public Hearing 
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DEMAND:

1. Construction be delayed until toxic contaminants have been properly evaluated 

and cleaned from airport property, eliminating risk of downstream spread. 

2. A comprehensive study of the finished, operating airport's impact on our local 

environment (Environmental Impact Statement, EIS) and Public Health (Health 

Impact Assessment, HIA). 

 

3. An independent accounting and full disclosure of actual costs to taxpayers, 

including cost of borrowed debt, decreased residential property tax revenues and 

increased public health costs. 

4. Hold the FAA accountable for its refusal to consider the congressional 

mandate in the FAA reauthorization act of 2018, Pub. L. 115254, § 188 requiring 
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the FAA to develop alternative metrics to the 24-hour day/night average noise 

levels. 

5. Force the airport to carry out a CFR 14 Part 150 analysis for developing noise 

mitigation procedures which safely accommodate flights and protect the health 

and well-being of area residents.  Several specific suggestions regarding noise 

mitigation procedures have been made. 

 

6. Shifts in travel patterns and behavior due to COVID-19 have not been factored 

into any of the current or future needs of the airport. 

 

7. Officials have consistently ignored the broader issues related to air quality, 

noise, and environmental contamination.  

8. Looking at merely the area of the airport specifically and not the true impact 

within a 10-mile radius is absurd.  Planes use up more real estate and impact 
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nd Class 
Citizen by Mercer County Officials (County Executive and County Board of Commissioners, 
Mayor of Ewing Township, and the Administrators/Managers of the Mercer County Airport.  

The county is looking to shoehorn a commercial airport like Philadelphia Airport, into a 
residential area that is zoned for Residential Use and has always been zoned for residential 
use.  

impacts of emissions such as noise, light, air pollution and general quality of life on the 

neighborhood and almost to Route 579. They even moved some houses. Some houses left 
are within 200 yards of major commercial jets taking off at all hours of the day and night.  

Mercer County Taxpayers have always subsidized the Mercer County airport. The airport has 
never been self-sufficient. Now officials want to shoehorn a major airport expansion in a 
residential area to try and make the airport self-sufficient at the expense of the health, 

ed 
on pre-existing residential communities and has become worse over the years.  An active 
and ongoing condition that officials refuse to address. 

The County has built an entire police force around the airport operations that include 
airport security, running up and down the runways with their lights and sirens on, shooting 
shotguns to scare geese and disturb neighbors, and cruise up and down local roads and 
stop in residential neighborhoods to ensure that local residents are not terrorists. This is 
how Mercer County spends your tax dollars.   

This proposed airport expansion is a proposal based on incompetence and greed on the 
part of our local political leadership, including the Mayor of Ewing!! Uncontrolled 
development and not a care in the world for environmental and habitat concerns. County 
and Municipal officials Do Not care about YOUR SAFETY!! THEY JUST WANT DEVELOPMENT 
IN EWING TOWNSHIP, PERIOD!!!!! 
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The airport, as it exists now, is the result of uncontrolled development in Ewing Township 
that has destroyed the habitats needed to house all wildlife and so has become a REAL 
safety issue in Ewing Township. People are constantly on the alert for deer and many car 
accidents have occurred as a result of this loss of habitat. Deer are now living in our 
backyards!  There's only houses, planes, and roads now in Ewing Township and the 
environmental impacts from all this overdevelopment have NEVER been examined and 
studied. 

Residents waited a year and a half for the results of an environmental assessment that was 
supposed to remove residential areas that would be impacted from airport expansion 
activities. At the public hearing in 2019, County Officials had the audacity to say that 
residences within 200 yards of the airport runway were not -
not be impacted by airport expansion activities!! I had to leave the meeting at this point in 
disgust!  

In 2001, the FAA made me sign a form that would allow them to cut down all trees on our 
property taller than the roof of our ranch house because our house was in the impact zone 
of the airport.  At that time, our house was in the impact zone of the airport and now 
conveniently OUR PROPERTY IS NO LONGER IN THE AIRPORT IMPACT ZONE.   

Even with the current airport activity, airport management has shown itself to be totally 
irresponsible and show callous disregard for the impacts of airport on area residents. They 

planes taking off after midnight. Airport management cannot even direct planes to take off 
on the correct runway based on wind conditions. 
same runway within 30 seconds of one another! How is airport personnel going to manage 
an airport with a 400% increase in air traffic? 

At the present time, the County, Ewing Township, FAA, and Airport management take no 
responsibility for the environmental impacts of the airport on residents, that include, noise 
above 85 decibels, plane noise in general and its impact on the quality of life of residents, 
air pollution, and light pollution in residentially zoned adjacent neighborhoods.  No noise 
violation tickets, air pollution citations, or quality of life violations have ever been issued by 

communities.  I have experienced quite often a situation where the jet fuel vapors from the 
idling plane is so severe as to make it difficult to breathe outside and it works its way into 
your house. I have measured Volatile Organic Carbon at the property line that exceeded 2 
ppm. A reading of 1 ppm is considered unsafe and requires a cartridge mask!!  

Ewing Township, Mercer County, or Airport Management does nothing to prevent impacts 
to residential areas, including consideration of wind conditions, air quality, noise impacts, or 
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light pollution. I have a light that somehow goes on in the middle of the night that shines 
directly into my bedroom window!! Residents are not supposed to live near airports, period! 

This is nothing less than Environmental Racism because there are adjacent, Residential 
(black and white) neighborhoods located to the North, South, East, and West of the airport 
that are constantly being impacted and Ewing Township is proceeding with new residential 
development within the impact zone of the airport without a care or concern for the health 
and safety and quality of life degradation for local residents from the impacts of this airport.   

Contaminants from the airport including jet fuel, hydrocarbons, and volatile organic carbon, 
have polluted all the on-site airport property wetlands and streams, that have, in turn, 
contaminated all tributaries that housed endangered and threatened species. This 
contamination has even reached Jacobs Creek. Not once during any expansion activity, was 
an environmental impact statement prepared to evaluate airport impacts. This is mandatory 
when federal funding is involved.  

Use of federal funding mandates that an Environmental Impact Study be prepared to assess 
those impacts from increased air pollution, increased noise, light pollution, increased traffic 
on local roads and pollution impacts from increased traffic on residential neighborhoods 
located within 200 yards of the airport runway, all residential neighborhoods within 10 miles 
of the airport, and impacts of increased pollutants on streams and wildlife within the impact 
zone of the airport.   

must

I DEMAND THAT:

1. ALL AIRPORT Construction be delayed until toxic contaminants have been 

properly evaluated and cleaned from airport property, eliminating risk of 

downstream spread. 
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2. A comprehensive study of the finished, operating airport's impact on our local 
environment (Environmental Impact Statement, EIS) and Public Health (Health 
Impact Assessment, HIA). 

 

3. An independent accounting and full disclosure of actual costs to taxpayers, 
including cost of borrowed debt, decreased residential property tax revenues and 
increased public health costs. 

4. Hold the FAA accountable for its refusal to consider the congressional 
mandate in the FAA reauthorization act of 2018, Pub. L. 115254, § 188 requiring 
the FAA to develop alternative metrics to the 24-hour day/night average noise 
levels. 

5. Force the airport to carry out a CFR 14 Part 150 analysis for developing noise 
mitigation procedures which safely accommodate flights and protect the health 
and well-being of area residents.  We have made specific suggestions regarding 
noise mitigation procedures. 
 
6. Shifts in travel patterns and behavior due to COVID-19 have not been factored 
into any of the current or future needs of the airport. 
 
7. Officials have consistently ignored the broader issues related to air quality, 
noise, and environmental contamination. There has not been a full e

8. Looking at merely the area of the airport specifically and not the true impact 
within a 10-mile radius is absurd.  Planes use up more real estate and impact 
more factors than just  
 

Thank you for your attention to this URGENT Matter. 
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Gilbert L. Cheeseman Jr. 
1528 Stapler Dr. 

Yardley, Pennsylvania 19067 
609-575-5878 

 
 
6/14/2021 
Please verify receipt. 

The Draft Environment Assessment document that is the subject of this public hearing and 
the TTN Airport plan that it represents should be unconditionally rejected by Mercer 
County Commissioners and the FAA should require a full Environmental Assessment 
Statement be performed on the ENTIRE project, not just the terminal and other pieces of 
this project. 
 
An EIS must take into account the cumulative impact of past and present projects since 
their last environmental analysis in 2006 by the FAA.  

Looking at merely the area of the airport specifically and not the true impact within a 10-
mile radius is absurd.  Planes use up more real estate and impact more factors than just 

 

I am a licensed realtor in New Jersey and Pennsylvania and have seen the drop in property 
values caused by air traffic. The plains traveling over my home in Lower Makefield are so 
low that I can see the writing on the side of the plane. It is so loud that you can not carry 
on a conversation until the plain passes.  

I have personally witnessed sales in my sub-division faulter if a plain passes over while a 
potential buyer is at the property. 

Force the airport to carry out a CFR 14 Part 150 analysis for developing noise mitigation 
procedures which safely accommodate flights and protect the health and well-being of 
area residents.  We have made specific suggestions regarding noise mitigation procedures. 

into unhealthy living conditions. There are things 
in life more important than money. 

 

Thank you, 

Gilbert Cheeseman 
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June 13, 2021

Richard Wayne 
115 Windsor Road 
Yardley PA 19067 

215-493-9291 
Highrocks@gmail.com 

 
 

Trenton Mercer Airport Administrators and Consultants, 
 
     The Draft Environment Assessment document that is the subject of this public hearing and the 
Trenton Mercer (TTN) Airport plan that it represents should be rejected by Mercer County 
Commissioners and the Federal Aviation Administration should require a full Environmental Impact 
Statement be performed on the expansion plan for the entire airport, not just the terminal and other 
segments of this project. 

     Construction should be delayed until toxic contaminants have been rigorously evaluated and cleaned 
from airport property, eliminating the risk of downstream spread. The airport has failed to identify a 
plan for remediation of the cancer-causing chemical, PFAS, found on several sites at and adjacent to the 
airport. Do not begin construction on the expanded Terminal, Parking Garage or ARFF building until a 
viable, near term plan with broad visibility and accountability to the public in Pennsylvania and New 
Jersey has been developed and approved by the residents of NJ and PA. 

     A comprehensive study of the finished, operating airport's impact on our local environment 
(Environmental Impact Statement, EIS) and Public Health (Health Impact Assessment, HIA) must be 
performed in a comprehensive manner. An EIS must take into account the cumulative impact of past 
and present projects since the last environmental analysis was done in 2006 by the FAA. More than 35 
projects have been intentionally broken up to avoid a comprehensive environmental and community 
assessment to understand the cumulative and comprehensive health, economic and environmental 
impacts.  

      An independent accounting and full disclosure of actual costs to taxpayers, including cost of 
borrowed debt, decreased residential property tax revenues and increased public health costs must be 
completed. There has been a complete lack of transparency around process, costs, ROI and timing. 

     The FAA must consider the Congressional mandate in the FAA reauthorization act of 2018, Pub. L. 
115254, § 188 requiring the FAA to develop alternative metrics to the 24-hour day/night average noise 
levels.  The airport should perform a CFR 14 Part 150 analysis for developing noise mitigation 
procedures which safely accommodate flights and protect the health and well-being of area residents.  
Many residents have made specific suggestions regarding noise mitigation procedures 
 
     Shifts in travel patterns and behavior due to COVID-19 have not been factored into any of the current 
or future needs of the airport. The long term impact should be included. 
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Officials have consistently ignored the broader issues related to air quality, noise, and environmental 
contamination. There has not been a full examination of the impact of noise and emissions on our area 
schools, learning, health, and water. The Delaware River is a major water source for the area and has 
not been sufficiently studied. Quarry Hill Elementary and Afton Elementary Schools as well as the 
Orchard Hill neighborhood in Lower Makefield, PA have a terrible problem with flight noise. Looking at 
merely the area of the airport specifically and not the true impact within a 10-mile radius is absurd.  

 of the airport. 
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June 16, 2021 
 
Trenton-Mercer Airport Terminal Area Improvements 
Draft Environmental Assessment  
c/o McFarland Johnson, Inc.  
49 Court Street, Suite 240  
Binghamton, NY 13901  
By Email: trenton@mjinc.com 
 
RE:        NEPA Draft Environmental Assessment 
              Trenton-Mercer Airport Terminal Area Improvements 

   
Dear Sir or Madam, McFarland Johnson, Inc.: 

 
In May 2021, t
Project Navigation (OPPN) received a NEPA Draft Environmental Assessment for the construction of 
terminal area improvements at the Trenton-Mercer Airport in Ewing Township, Mercer County, NJ.  
 
In response to your request for a determination as to whether the proposal will have any adverse impacts 
to land use, historical or cultural resources, threatened and endangered species and migratory birds, or 
whether there are any impacts to Green Acres-encumbered parkland held by the State, local government 
units and/or nonprofit organizations, the Department offers the following comments for your 
consideration: 
 
Land Resource Protection Division  
Freshwater Wetlands Rules 
Any proposed activities within wetlands, transition areas, and/or State open waters shall require a 
Freshwater Wetlands (FWW) permit authorization from the Division.  Please refer to the Letter of 
Interpretation (LOI) issued on March 24,  2021 which establishes the limits of  FWW regulated areas within 
or near the project limits.   
 
Flood Hazard Area Rules 
The applicant shall apply for and obtain a Flood Hazard Area (FHA) Verification to determine the extent of 
floodplains and riparian zones within the project area.  A Flood Hazard Area Individual Permit may be 
necessary if improvements are proposed within the flood hazard area and/or riparian zone of the 
watercourse onsite. Additionally, if more than 1 acre of disturbance or the addition of one quarter acre or 
more of regulated impervious surface or regulated motor vehicle surface is proposed, a stormwater 
management review will be required. 
 

 

 

New Jersey is an Equal Opportunity Employer l Printed on Recycled Paper and Recyclable 

PHILIP D. MURPHY                              DEPARTMENT OF ENVIRONMENTAL PROTECTION                  SHAWN M. LATOURETTE 
Governor                                                                                                                                                               Commissioner  

 
SHEILA Y. OLIVER  

Lt. Governor  
     

 

Office of Permitting & Project Navigation  
Mail Code 401-07J 

P.O. Box 420 
Trenton, New Jersey 08625-0420 

www.nj.gov/dep/oppn 
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The Division encourages further discussion about activities in any regulated areas noted above.  Impacts to 
freshwater wetlands, floodplains, and riparian zones should be avoided or minimized.  Please contact Max 
Dolphin at Maxwell.Dolphin@dep.nj.gov regarding FWW or Erin Signor at Erin.Signor@dep.nj.gov 
regarding FHA.  They can also be reached by phone at (609) 633-2289. 
 
 
Division of Fish & Wildlife (NJDFW) 
If the Preferred Alternative is selected, then NJDFW agrees with the USFWS timing restriction on tree 
clearing found in Section 4.2.2. Federally Protected Species. The NJDFW notes that based on a review of 
the EA, there may be more impacts to resources with the Preferred Alternative rather than other 
alternatives, therefore, Alternative 3 is preferred by NJDFW.   
 
Northern Long-eared Bat, Little Brown Bat, Eastern Small-footed Myotis, and Tri-colored Bat, all of which 
are found state-wide and after review by Endangered and Non-game Species Program Biologists and the 

should be considered when tree clearing is part of any project. 
 
NJDFW opposes filling of mapped open waters; if this activity is pursued, a fisheries timing restriction shall 
apply.  
 
If you have any questions, please contact Kelly Davis of the Division of Fish & Wildlife at (908) 236-2118 or 
Kelly.Davis@dep.nj.gov 
 
State Historic Preservation Office  
There are currently no known historic properties around the terminal building and, based on previous 
surveys identifying ground disturbance for airport construction, there is a low sensitivity for archaeological 
resources around the terminal building. 
 
If you have any  questions, please contact Vinny Maresca of the State Historic Preservation Office at (609) 
633-2395 or Vincent.Maresca@dep.nj.gov  
 
Air Compliance & Enforcement 
The Trenton-Mercer Airport may be responsible for the effects of off-site odors and/or particulate dust and 
should ensure that Best Management Practices (BMPs) are implemented to minimize the impacts of air 
pollution from this project.  
 
If you have any questions, please contact Chris Odgers of Air Compliance & Enforcement at 609-292-3095 
or Christopher.Odgers@dep.nj.gov  
 
Bureau of Mobile Sources  
Diesel exhaust contributes the highest cancer risk of all air toxics in New Jersey and is a major source of 
NOx within the state. Therefore, NJDEP recommends that construction projects involving non-road diesel 
construction equipment operating in a small geographic area over an extended period of time implement 
the following measures to minimize the impact of diesel exhaust: 

 
1. All on-road vehicles and non-road construction equipment operating at, or visiting, the 

construction site shall comply with the three-minute idling limit, pursuant to N.J.A.C. 7:27-14 and 
N.J.A.C. 7:27-
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comply with the idling limits.  Signs are available for purchase from the Bureau of Mobile Sources 
at 609-292-7953 or http://www.stopthesoot.org/sts-no-idle-sign.htm. 
 

2. All non-road diesel construction equipment greater than 100 horsepower used on the project for 
more than ten days should have engines that meet the USEPA Tier 4 non-road emission standards, 
or the best available emission control technology that is technologically feasible for that application 
and is verified by the USEPA or the CARB as a diesel emission control strategy for reducing 
particulate matter and/or NOx emissions.  
 

3. All on-road diesel vehicles used to haul materials or traveling to and from the construction site 
should use designated truck routes that are designed to minimize impacts on residential areas and 
sensitive receptors such as hospitals, schools, daycare facilities, senior citizen housing, and 
convalescent facilities. 

 
If you have any questions, please contact Kris Dahl of the Bureau of Mobile Sources at (609) 692-1122 
or Kris.Dahl@dep.nj.gov.   
 
Bureau of Water Allocation  
The Draft EA indicates that there will be no need for construction related dewatering activities at the site. 
    
If construction dewatering becomes necessary, those types of activities are regulated by the Bureau of 
Water Allocation and Well Permitting (Bureau) for a diversion more than 70 gallons per minute (gpm). 
Diversion of more than 100,000 gallons per day (gpd) associated with temporary dewatering utilizing a 
coffer dam or a confined area where the impacts of dewatering are contained requires the completion and 
submission of Dewatering Permit-by-Rule (BWA-005). For diversions of more than 100,000 gpd for a period 
less than 31 days in a consecutive 365-day period, a Short-Term Water Use Permit-by-Rule (BWA-003) 
/Short Term Water Use Report (BWA-004) will be necessary. A temporary Dewatering Permit (BWA-002) is 
required if there will be diversion of 100,000 gpd or more for more than 31 days or more. For diversion 
source(s) with a combined pump capacity of 70 gallons per minute or more, where less than 100,000 
gallons of water per day (gpd) will be pumped, a Water Use Registration is required. 
 

can be accessed electronically through the 
Division of Water Supply and Geoscience web page under Construction Related Dewatering Guidance via 
this link: http://www.nj.gov/dep/watersupply/pdf/dewater-crg.pdf 
 
If you have any questions, please contact Akin Ode of the Bureau of Water Allocation at 609-292-0688 or 
Akinsanya.Ode@dep.nj.gov  
  
Site Remediation 
Comments on Section 4.7      
A Phase 1 and Phase 2 Environmental Site Assessment ASTM evaluation is not equivalent to a Preliminary 
Assessment and Site Investigation required by the Technical Requirements for Site Remediation, N.J.A.C. 
7:26E. 
 
All discharges must be evaluated by a Licensed Site Remediation Professional (LSRP) in accordance with 
7:26C-2.3 Requirements for the person responsible for conducting the remediation. 
 
Comments on Section 5.5.5    
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The following sentence should be modified: "The required remedial planning will inform the terminal 
expansion design effort and mitigation measures will be coordinated through the LSRP and NJDEP."  Please 
note the mitigation measures will not be coordinated by NJDEP, but rather will remain the responsibility of 
the LSRP and the person conducting the remediation.  The NJDEP s role will be to review and inspect 
remediation documents submitted by the LSRP. 
 
If you have any questions regarding Site Remediation related issues, please contact Steve Maybury at 
609-633-1455 or Steve.Maybury@dep.nj.gov 
 
NJPDES Surface Water 
If a surface water discharge becomes necessary during construction (i.e., dewatering), a NJPDES Discharge 
to Surface Water permit will be needed.  Provided that the discharge is not contaminated, appropriate 
NJPDES discharge to surface water permit will be the B7 - Short Term De Minimis permit 
(see http://www.nj.gov/dep/dwq/gp-b7.htm).  This is determined by running a pollutant scan as described 
in the application checklist where the data can be collected up to a year in advance of the 
discharge.  However, if the discharge is contaminated and the analytical results demonstrate levels greater 
than the limitations specified in Attachment 1 of the B7 permit 
(see http://www.state.nj.us/dep/dwq/pdf/b7-deminimis-final-permit-5-20-15.pdf),  the appropriate 
NJPDES discharge to surface water permit will be the BGR  General Remediation Cleanup permit 
(see http://www.nj.gov/dep/dwq/gp_bgr.htm).  The BGR permit can generally be processed in less than 30 
days although a treatment works approval may be needed for any treatment.   
   
If you have any  questions, please contact  Dwayne Kobesky of the Division of Water Quality, Bureau of 
Surface Water Permitting at (609) 777-0285 or Dwayne.Kobesky@dep.nj.gov 
 
Treatment Works Approval 
A Treatment Works Approval will be required for this project. If you have any  questions, 
please contact  Marcus Roorda at (609) 633-1170 or Marcus.Roorda@dep.nj.gov  
 
Delaware & Raritan Canal Commission 
The Delaware & Raritan Canal Commission (Commission) provided comments to the applicant at a pre-
application meeting held August 8, 2020.  The applicant proposes the disturbance of one or more acre of 

-
w the land 

surface, including, but not limited to, clearing and grubbing, grading, excavations, embankments, land 
development, agricultural plowing or tilling, timber harvesting activities, road maintenance activities, 
mineral extraction, and the moving, depositing, stockpiling, or storing of soil, rock or earth materials 

stormwater runoff and water quality impacts pursuant to N.J.A.C. 7:45-8, and for any impacts upon any 
-1.3) pursuant to standards at N.J.A.C. 

7:45-9.  The applicant also proposes the installation of seven obstruction lights to mark a railroad (Runway 
34 end).  If this installation results in the creation of 0.25 acre of impervious surface coverage cumulative, 
this element of the project would be subject to stormwater runoff and water quality impact review 
pursuant to N.J.A.C. 7:45-8. 
 
The boundaries of the Commission regulated stream corridors on the airport property are the subject of a 
2011 Memorandum of Agreement (MOA) between the Commission and Mercer County regarding the 
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.  The provisions of the MOA may impact 
th  
 
If you have any questions, please contact John Hutchison of the Commission at 609-397-2000 
or John.Hutchison@dep.nj.gov. 
 
NJPDES Stormwater 
The site currently has a pending New Jersey Pollution Discharge Elimination System (NJPDES) Individual 
Permit Authorization (NJ0173096). The pending authorization must be amended to include additional 
area(s) of exposure, drainage control measures, updated Stormwater Prevention Pollution Plan (SPPP) and 
incorporate Best Management Practices (BMPs) as required in N.J.A.C 7:14A.   
 
For the expansion construction, all projects that disturb 1 acre or more of land, or less than 1 acre but are 
part of a larger common plan of development that is greater than 1 acre, are required to obtain coverage 
under the Stormwater construction general permit (5G3). Applicants must first obtain certification of their 
soil erosion and sediment control plan (251 plan) form their local soil conservation district office. Upon 
certification, the district office will provide the applicant with two codes process (SCD certification code 
and 251 identification code) for use in the DEPonline portal system application. Applicants must then 
become a registered user for the DEPonline system and complete the application for the Stormwater 
Construction General Authorization. Upon completion of the application the applicant will receive a 
temporary authorization which can be used to start construction immediately, if necessary. Within 3-5 
business days, the permittee contact identified in the application will receive an email including the 
application summary and final authorization. 
 
For any additional stormwater questions, please contact Eleanor Krukowski at 
Eleanor.Krukowski@dep.nj.gov or (609) 633-7021. 
 
Thank you for giving the New Jersey Department of Environmental Protection the opportunity to comment 
on the information provided for the proposed project. If you have any additional questions, please do not 
hesitate to call me at (609) 292-3600.                                                             

Sincerely, 
 
 
 
___________________________________  

                                                          Megan Brunatti, Director 
        Office of Permitting & Project Navigation 
 
 
 
 
Cc: Heather Davis-Jenkins, FAA 
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Trenton Threatened Skies, 
800 Denow Road, Suite C #375,  

Pennington, NJ 08534 
trentonthreatenedskies@gmail.com

 
 

to TRENTON MERCER AIRPORT TERMINAL AREA IMPROVEMENTS 
ENVIRONMENTAL ASSESSMENT 

June 16, 2021 

 

comments on the May 2021 

terminal with a proposed new, much larger, terminal building at the Trenton-Mercer 

requests FAA remand the DEA and re-issue the DEA as an Environmental Impact 

d comply with the National Environmental 

Quality regulations implementing NEPA (40 C.F.R. §§1500  1508).  

I. Introduction 

First, the title Trenton Mercer Airport Terminal Area Improvements 

Environmental Assessment is misleading. Terminal Area Improvements are actually 

a massive project to demolish the current terminal and ARFF facility and construct 
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a new terminal (and ARFF facility) that is four times larger than the current 

terminal. When this project is coupled with the interrelated and supporting Airfield 

Changes and Runway Protection Zone Projects, all of which have common and 

interrelated purposes and needs, the result is a series of interconnected projects that 

will maximize throughput at TTN, increase the number of commercial operations, 

and exponentially increase the number of enplanements. 

Despite considerable public controversy, county and airport officials have 

continued to proceed with unconstrained expansion. In pursuing this goal, Airport 

officials and their consultants have broken the Airport Layout Plan into over 50 

smaller projects, many accomplished with Categorical Exclusion (CATEX).   
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This segmentation has had two results: (1) it masks the overall environmental 

impact that all of the projects at the Airport have on the public health; and (2) it 

limits the New Jersey 

the cumulative result.  The residents of Mercer County have been deprived of an 

honest, cumulative and comprehensive evaluation regarding the effect the finished, 

functioning airport will have on their daily lives and the public health.  At risk are 

Mercer and Bucks County residen

health and safety in our own homes.  C

ignored and suppressed, circumventing federal law and regulations regarding 

community notification and involvement, as well as processes regarding public 

controversy.   

This massive Terminal Replacement and Expansion project poses a tremendous 

risk to the community -being. Mercer County and the Airport 

have proceeded under false pretenses, using incomplete facts.  The proposed terminal, 

as presented in the Terminal Replacement and Expansion Project  calls for the 

construction of a 125,000 square foot, 4 gate terminal with four aircraft parking 

positions that will each accommodate an A320  the type of aircraft that the DEA 

. Yet, only an Environmental Assessment is being 

sought for approval. In 2000, the Federal Aviation Administration told Mercer 

County officials that an Environmental Impact Statement (EIS) would be required 

for a terminal expansion half the size (64,000 square feet) yet the current proposal for 
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125,000 square feet is being pushed through with the less comprehensive 

Environmental Assessment (EA). 

There are numerous facets to a decision as to whether to perform an elevated level 

of environmental analysis, or rely on a FONSI, that the Draft EA does not consider. 

Before a decision to perform an EA instead of an EIS is made, the agency must decide, 

based on substantial evidence, that the Project will not have significant 

environmental impacts. See, e.g., Town of Cave Creek, Arizona v. FAA, 325 F.3d 320, 

(4) the degree to which effects on the environment are likely to be highly 

controversial;... (7) whether the action is related to other actions with individually 

insignificant but cumulatively significant effects;... [and] (10) whether the action 

f 

fully and properly analyzed, fit all these categories of significance and, as set forth 

below, should be evaluated in a full EIS. 

Mercer County must follow the 

following:

1) A comprehensive, transparent Environmental Impact Statement (EIS), 

using accurate, post-expansion volume predictions, inclusive of but not 

limited to:  

a) Aviation emission impact inclusive of ultra-UFP (10-20 nm) 

I-447 



b) Climate impact including Greenhouse Gas emission projections 

and Ozone formation 

c) Organophosphate emissions on local farms and food production 

d) Evaluation and remediation of PFAS and other contaminants 

PRIOR to additional ground disturbance. 

2) A Public Health Impact Assessment 

a) With specific evaluation of downwind Environmental Justice 

communities

b) With evaluation of residents within a 10 mile-radius 

c) Using accurate post-expansion volume 

3) Noise studies 

a)

Environmental Survey (NES) 

b) Inclusive of World Health Organization (WHO) 

recommendations for 45dB daytime and 40 dB nighttime limits 

c) Inclusive of C-weighted sound/infrasound, which is experienced 

as vibrations 

d) Including ISO 1996-1 (2016) analysis. 

4) An Independent Cost Benefit Analysis 

Including public health costs of treating both Traffic Related Air 

Pollution (TRAP) and aviation-emission specific illnesses
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5) Delay construction until toxic contaminants have been thoroughly 

evaluated and remediated.  Simultaneous construction and 

evaluation/remediation poses too great a risk of spread and is 

unacceptable. 

II. History 

To understand why pursuing this massive Project without proper environmental 

oversight is so egregious to concerned residents, one must consider Trenton Mercer 

ong history of commitment to expanding without proper 

environmental oversight.  These attempts have taken the form of improper CATEX 

usage or attempted usage, segmentation, and bait and switch tactics. 

Prior to the last attempted expansion of the terminal, the county hired DMJM+ 

Harris to secure approval of a new terminal via a Categorical Exclusion (CATEX) 

approval.  The FAA advised the county that a limited CATEX was inappropriate for 

the scale and scope of the project and an Environmental Assessment (EA) was 

necessary. Once it was determined that expansion would require an Environmental 

Assessment, the county applied to build a four-gate, 64,000 square foot terminal 

facility that could accommodate a low-fare/high-frequency (LF/HF) commercial air 

carrier (referred to as Build Alternative 2 ). 

determined that such expansion would necessitate the preparation of an 

.  
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Rather than complete a more comprehensive and thorough analysis, the County 

reduced their request to a smaller, two-gate, 44,000 square foot facility without a Low 

Fare/High Frequency carrier, known as Build Alternative 1 .  The FAA issued a 

Finding of No Significant Impact/Record of Decision (FONSI/ROD) in 2006 for the 

Terminal Expansion FONSI/ROD. In the FONSI/ROD, the FAA specifically stated 

that the airport was approved for two gates, 44,000 square foot terminal, no Low 

Fare/High Frequency carrier, and any future expansion would require additional 

environmental studies. FAA cautioned the County that phasing into a larger, four gate 

terminal with a Low Fare/High Frequency carrier would represent segmentation.
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Needless to say, TTN did not build the approved 44,000 square foot, 2-gate 

terminal, and the terminal remains 29,000 square feet with two gates. In 2012, TTN 

did, however, expand operations to include Frontier Airlines, a low-fare, high-

frequency carrier. The addition of Frontier is in direct opposition to the opinion set 
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forth in the 2006 Environmental Assessment which clearly and specifically identified 

the need for additional evaluation of noise, air quality and indirect impacts prior to 

adding a LFHF carrier, such as Frontier . TTN and 

the subsequent massively increased flight and passenger volume, TTN decided to 

revise its Airport Master Plan. The 2018 release of the Master Plan Update was based 

on current volume, which was acquired in violation of the 2006 EA.  TTN justified the 

updated master plan by stating that 

every ten years based on current use.  

 
III. The Draft Environmental Assessment misleads the public regarding 

the ability of the new terminal to increase the number of 
enplanements. 

As mentioned above, the current terminal is 29,000 square feet and 2 gates with 

four aircraft parking positions. Only two of the current aircraft parking positions will 

accommodate the larger aircraft used by Frontier Airlines, the A320. The other two 

cannot be used by larger aircraft and are rarely used. The continued 

misrepresentation of the number of gates at TTN demonstrates Mercer County and 

Airport officials  willingness to employ inaccurate or incomplete information in order 

to obtain their desired end.   

Consider the following facts, all supported by exhibits in appendix, and the way 

that they have been presented to the community to limit public concern and dismiss 

valid complaints. Trenton Mercer Airport currently has two gates. When the FAA 

concluded that expansion from two gates to four gates would require an EIS, TTN 
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subdivided the second gate into 2A, 2B, 2C to create the claimed four gates. 

ns about the Project by 

above the current 

 

In fact, County officials continue to publicly refer to TTN as a four-gate 

replacement terminal. It was incorrectly presented as such at the Massive Terminal 

Expansion Project Public Meeting on January 23, 2019 and in the initial Terminal 

Draft EA presented to the FAA . 
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Only after repeatedly calling out the deliberate inaccuracy has the wording in the 

Draft Environmental Assessment been corrected to more accurately describe four 

aircraft parking positions. However, the Airport continues to insist on the same 

inaccuracy: that nothing will change with the expanded replacement terminal: [f]our 

passenger aircraft parking position (same as existing -8).  
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Above from: Mercer County Website FAQs. 
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While it is accurate to state that both the existing terminal and the proposed 

replacement terminal each will have four aircraft parking positions, to say that they 

are the same is purposely misleading. To be clear, the current four parking positions 

consist of two parking positions that can accommodate larger aircraft, such as the 

A320 (the critical aircraft at the Airport), and two parking positions that are only 

suitable for much smaller aircraft. Large aircraft cannot safely use these two parking 

positions. Because of this fact, the smaller aircraft parking positions are rarely used. 

The Replacement Terminal calls for four aircraft parking positions, all of which can 

accommodate an A320. This will allow the Airport and Airlines to dramatically 

increase throughput without having to analyze the significant impact that increase 

in throughput will have on the environment and the surrounding communities. 

Additionally, the figures in the DEA clearly indicate that by shifting the new, 

massively expanded terminal and apron to property adjacent to the current terminal, 

the four parking positions corresponding to the new terminal overlap the current 

aircraft positions by only one spot. With the demolition of the existing terminal and 

the existing baggage claim facility, the two smaller aircraft parking positions can be 

expanded to accommodate larger aircraft. The Project, thus, creates seven possible 

aircraft parking positions, as shown below: 
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This fact alone renders the analysis in the Draft Environmental Assessment 

useless. Much of the DEA is premised on the fact that there will not be an increase 

in capacity because of the Project. In fact, the capacity of the Terminal is effectively 

doubled, with the potential to triple the capacity. The Environmental Impact 

Statement must take that into account. 
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IV. The DEA Intentionally Misstates the Growth Rate and Number of 
Operations In Order to Justify a Less Than Complete Environmental 
Assessment 
TTN claims throughout the DEA that the Terminal Replacement and 

Expansion Project will not cause an increase in operations, throughput or passenger 

enplanements. However, while the DEA relies on a growth rate of passenger 

enplanements of 1-2%, the actual numbers show a much larger growth rate. Because 

of this discrepancy, the DEA is unreliable and must be redone as an EIS that shows 

the increase in operations, throughput and passengers enplanements that will occur 

as direct result of the terminal expansion and all of the other related projects. 

In order to support its conclusion that there will be no significant 

environmental impact, the DEA grossly underestimates both passenger volume 

and car emissions. The number of passengers, which will contribute to a significant 

increase in on-ground vehicular emissions, has increased dramatically over the 

past several years (prior to pandemic related shut down).  According to the FAA: 

Airport Data & Information Portal (ADIP), TTN Enplanements rose by:  

14% or 58,000 passengers (2018 to 2019) and 

11% or 40,700 passengers (2017 to 2018).   

Yet, the DEA uses a growth rate of 1% per year in passenger volume to maintain that 

construction of a new terminal four times the size of the current terminal will not 

cause an increase in passenger enplanements. 

I-461 



Passenger 

Enplanements 

(deplanements counted 

separately) Number 

Increase # 

passengers

% Increase from 

Previous Year 

Actual 2017 363,654   

Actual 2018 404,349 40,700 11% 

Actual 2019 462,173 58,000 14% 

TTN projection 2035 476,507  1.1% annual 

While the pandemic caused passenger enplanements to diminish dramatically in 

2020, the numbers for 2021, show that passengers are coming back and there is no 

reason expect that passenger enplanements will stay below the levels experienced in 

2019.

Moreover, by utilizing low numbers, it is likely that ground transportation 

emissions are woefully underestimated. It is hard to imagine that quadrupling the 

terminal size, TSA screening capacity and waiting rooms, while converting from two 

gates loaded by tarmac stair access to four gates capable of accommodating A320s 

loaded by passenger boarding bridges will not dramatically passenger volume. When 

coupled with the other interconnected projects, the Airport creates efficiencies that 

would support an increase in passenger enplanements of 10-15% per year.

Turning from passenger enplanements to commercial operations, one easily 

see that the construction of a larger terminal capable of accommodating larger 
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aircraft will allow create efficiencies that will in turn create an dramatic increase in 

the number of commercial operations. This is particularly true if one couples the 

expansion of the terminal with the construction of the parallel taxiways. The FAA 

recommends parallel taxiways as a method of increasing throughput by optimizing 

flow.  This is accomplished by queueing planes for take-off, providing one way traffic, 

and maximizing take-offs and landings on a shared runway. 

A single parallel taxiway /runway combination can accommodate 200,000 

flights per year.  However, calculations submitted in both the  RPZ and Terminal 

remain the same capacity after terminal completion and major airfield configuration 

changes. 
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Given the massive increase in terminal size, passenger processing and holding 

of taxiway and queuing changes to increase operations without building additional 

runways, the numbers used in the DEA are, like passenger enplanements, grossly 

underestimated. By using grossly underestimated commercial operations numbers, 

the DEA grossly miscalculates environmental and health impacts that building the 

125,000 square foot terminal will have on the environment..  

Moreover, when considering these woefully underestimated numbers, bear in 

mind an additional provision of the airport-AIP grant acceptance agreement:  built-

in automatic expansion triggers for future airport development, including additional 

runways,  that Mercer County and TTN airport officials have accepted without proper 

consideration. The FAA utilizes Annual Service Volume (ASV)  as an indicator of 

relative operating capacity. TTNs current ASV is 230,000 flights/year.   Remarkably, 

despite the massive terminal expansion, addition of parallel taxiways and active 

recruitment of additional airlines, TTN considers the post-expansion ASV to remain 

230,000. This is consistent with their egregious misrepresentation to the community 

of 1-2% growth per year.  The FAA AIP automatic expansion triggers, including 

construction of additional runways,  are in place when an airport reaches 50- 60% 

ASV. This is clearly outlined in the FAA Order 5090.5 (table 4-16) and TTN accepts 

these terms by entering into the grant agreement.   
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TTN and Mercer County officials are aware of this (Master Plan Update, 2018) 

and presented this information along with low 2035 numbers.  These same extreme 

underestimates have been repeated in all public meetings and planning documents 

(Master Plan, RPZ EA, Terminal EA).  However, post-expansion benchmarks (2035) 

used in planning were already surpassed by pre-pandemic actual volume (2019) . 

--- 

exceeding the 2035 projected volume, as presented at the public meeting, by 17,238 

operations, a full sixteen years early. Alarmingly, this also represents an ASV of 49 

%. As noted in the chart below, 50% ASV triggers additional taxiway changes and 

60% triggers planning or a new or extended runway. 
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It should be noted, the 49% ASV was reached, prior to any airfield changes, 

construction of parallel taxiways, planned massively enlarged new terminal, 

runway protection zone obstacle clearances, planned new air traffic control tower 

(ATCT) or recruitment of additional commercial airlines (actively in progress).  It 

is not unreasonable to believe that the moment the new, massively enlarged 

I-466 



terminal construction is complete, the next phase of expansion planning will be 

underway.  TTN and their hired engineers are deliberately using low numbers to 

disarm the community by disingenuously presenting this massive, self-

.

growth rate of 1-2% per year,  TTN is attempting to not only dupe the public but 

also to circumvent proper NJDEP and NEPA oversight. Given the consistency with 

which these inaccurate numbers are repeated, even when exposed as gross 

underestimates by Mercer and Bucks County residents, one can only conclude that 

it is a deliberate choice.  Indeed, by avoiding accurate information, TTN can skirt 

the protections afforded us by federal law.  We believe that post expansion,  

accurate operational use, with accurate flight volume, accurate ground traffic 

estimates and detailed physical plant/building operations (lights, AC, power to the 

gates and aircraft, etc.) must be considered with regard to air quality, climate and 

health.

This project must be comprehensively considered using independently 

verified volume and operations predictions. Without adequate volume predictions, 

the risk to our air quality, climate, water, and public health is unknown and 

potentially disastrous. 

V. The Project Is Interconnected to Other Projects at the Airport.

 together as a 
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01.3(b), 

1501.9(e)(1

Northern Plains Resource Council, 

Inc. v. Surface Transp. Bd, 668 F.3d 1067, 1087 (9th Cir. 2011) (citing former 40 

C.F.R. § 1508.25(a)(l)(ii) now reflected at 40 C.F.R. § 1501.9(e)(l)(ii)). If the 

in the same environmental document. Northern Plains Resource Council, supra, at 

pp.1087-1088. 

 

, the 

Airport Layout Plan (ALP), found within the Airport Master Plan, finalized in June 

All of these projects have 

single goal: to allow the Airport to increase capacity and maximize throughput. The 

Airport has proposed and carried out numerous related projects, each interconnected, 

dependent upon and supportive of the other. These projects include:  

Reconfigured taxiways;  

Reconfigured connectors and aprons;  

Construction of a new Air Traffic Control Tower; 

Development of a new electrical grid;  

Construction of a new aircraft rescue & firefighting station (ARFF); and  
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Extensive Runway Protection Zone (RPZ) and Obstacle Mitigation 

Clearances, which involves the massive removal of trees and the purchase of 

surrounding homes and properties. 

Years of incremental growth and segmented projects have been implemented in 

and 2018 Master Plan 

Update, the culmination of which is this Terminal Replacement and Expansion 

Project. (Source: F.10 June 2018 Final TTN Master Plan Appendix D ALP as provided 

by FAA) 

It is ludicrous for the FAA, County, and airport officials to maintain that each of 

these projects have independent utility and should be considered individually, without 

regard to the other projects and without consideration of the functional end result: a 

dramatically expanded airport. These projects have no utility other than to support 

the improved efficiencies and increased functioning of each other.  In pursuit of this 
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Commercial Service (CS) to Primary. 

If this common sense, obvious conclusion is not persuasive, then consider the 

grants and approving the collection and utilization of Passenger Facility Fees to offset 

expansion costs.  The AIP criteria makes it abundantly clear that these programs and 
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processes are directly related.  This is particularly relevant in the case of the 

Replacement Terminal Expansion Project, the funding of which is proposed as a series 

of bonds to be repaid by Passenger Facility Fees, for which the airport needs specific 

FAA approval.  

FAA Order 5090.5, table 3-4  specifically lists criteria by which the FAA considers 

Sponsors, such as Mercer County, as candidates for inclusion in the National Plan of 

Integrated Airport Systems/Airport Improvement Program (NPIAS) Airport 

Improvement Plan (AIP) grant process: 

Demonstrates how the airport will meet the operational activity required 

within the first 5 years of operation. 

Provides enhanced facilities that will accommodate the current aviation 

activity and improve functionality as well as provide room for future 

development based on imminent justified demand. 

Can the proposed airport sponsor demonstrate that the airport has these 

characteristics: 

o Expandable and reasonably affordable to maintain and develop? 

o Able to meet increased demand and accommodate new aircraft types? 

o Permanent, with assurance that it will remain open for aeronautical 

use over the long term? 

Compatible with surrounding communities, maintaining a balance between the 

neighboring residents.FAA Order 5090.5, table 3-4.  
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Pursuant to these growth objectives, the FAA requires certain airfield and property 

conditions be met before applying for a grant for a new terminal.  

From Assurances, Airport Sponsors, FAA, 2/2020.  

The FAA conditions for funding for terminal development projects in FAA 

Order 5090.5 Table 4-3, mirror the 50+ segmented projects that have been 

implemented (either completed or are underway) at TTN in advance of seeking FAA 

approval for the Massive Terminal Expansion Project. The parallel between the FAA 

prerequisite checklist and the numerous, segmented projects undertaken by TTN 

over the past several years, reveal how all of the projects are interconnected and 

related to each other.  
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The first prerequisite,  requires that an airport own of all land for 

development, expansion and runway obstacle clearances.

of surrounding properties and reversion to aeronautical use of other properties is its 

fulfillment of this requirement:

Jones Farm: Acquired from the State Department of Corrections,  

Parcel A of the Naval Air Warfare Center: Acquired from US Navy 

Surrounding residential properties: Acquired from residents during Runway 

Protection Zone Approvals. 

Mountain View Golf Course, owned by Mercer County, is located on airport 

property (Master Plan Update, part 2, 3-21)  

County morgue: already reverted to Airport use 
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Properties approved for temporary non-aeronautical use--extension needs 

ongoing FAA approval (Airport Layout Plan Conditional FAA Approval)  

County Impound Lot  

Civil Air Patrol 

Salt Dome 

Soccer Fields  

The second element, Primary Runway,  was repaved and an Engineering 

Materials Arresting System (EMAS) was added to the Runway Safety Area (RSA); an 

enlarged obstacle clearance zone is underway with the FAA sanctioned Runway 

Protection Zone & Obstacle Mitigation (RPZ). 

FAA issued an FONSI/ROD for the RPZ Environmental Assessment despite 

significant environmental concerns raised by Mercer and Bucks residents.  The RPZ 

was promoted as being necessary for safety and yet the 2018 Master Plan Update, Pg 

4-8,  states xisting services and operations at the Airport operate safely and 

efficiently from both Runways 6-24 (6,006 feet long) and 16-

Obviously, if conditions were not safe for current flight volume and fleet, the airport 

would not be allowed to operate. As clearly stated above, the RPZ obstacle clearances 

contained within infrastructure element #2 (Primary Runway conditions),  are 

related to and a prerequisite for  AIP-funded terminal expansion. Consideration of the 

RPZ documents and their relationship to the terminal expansion funds, leads to the 

obvious conclusion that increased enplanements and volume, including operations in 

poor weather conditions, and the potential for future expansion, are at least as 
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important as any theoretical safety concerns.  Simply said, to obtain FAA/AIP 

approval to fund a new, expanded Terminal, a sponsor needs to prove that the safety 

needs of the new terminal and its associated increased volume will be met AND will 

yield sufficient increased volume to repay FAA-backed airport related bond debt 

within 5 years. Yet, airport officials continue to position these co-dependent projects 

as distinct and unrelated. 

Continuing down the listed criteria in table 4-3, one can see that TTN has 

systematically completed the mandatory prerequisites: new lighting, signage & 

markings, runway friction treatment, aprons, new parallel taxiways (approved with 

CATEX permits, as discussed later), perimeter fencing and instrument landing 

procedures.  The Airport Layout Plan (ALP) has been masterfully carved into smaller 

segments while declaring to the public that they are independent and no expansion 

is occurring.  It is obvious that these projects are interrelated and synergistic: neither 

would exist alone and both potentiate the other.  

Moreover, by purposely avoiding consideration of the Airport Master Plan as a 

functional unit, TTN Airport officials have circumvented comprehensive NJDEP 

oversight. Specifically, in presenting only limited portions of individual larger 

projects for NJDEP permitting, TTN has deliberately restricted the jurisdiction of the 

NJDEP. This intentional segmented approach is clearly demonstrated in the 

discussion of the first parallel taxiway below, where FAA approved Categorical 

This intentional misrepresentation is geared to limit NJDEP involvement, avoid 
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public awareness and the requisite public comment period.  These deliberate, 

intentional misrepresentations effectively rob Mercer and Bucks County residents of 

their rights with regard to community involvement. 

The construction of the first parallel taxiway provides an unequivocal 

short segments of D and G were rehabilitated separately. 

Specifically, partial taxiway D was moved, strengthened, and runway 

clearance was widened; partial Taxiway G was resurfaced and strengthened.  The 

result was an upgrade from Taxiway Design Group (TDG) 2 to TDG 3, clearly with 

the intention of completing, in parts, the first of four parallel taxiways.  These were 

completed using the short form EA, which depended on many of the same studies and 

 RPZ.  After completion of the end-

taxiway portions of D and G, the D to G connector was separately pursued using a 

CATEX approval. The D to G connector is 1,900 foot taxiway of entirely new 
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construction over what is currently grassland.   Despite the fact that the D to G 

connector comprises at least  of the taxiway length and paves over > mile of 

grassland, the connector was submitted as a separate Repair and Maintenance  

project. As such, the application circumvented the air quality impact questions and 

falsely claims it will not change airfield operations. Additionally, by misrepresenting 

runoff and risk of hazardous contaminant spread have been overlooked. Not 

surprisingly, the airport has already obtained a CATEX  

approval for a second taxiway connector of entirely new construction, Taxiway B. As 

these connectors about the newly renovated/widened taxiway F, the polluted Naval 

Air Warfare Center, and other airfield changes, it provides one more example of why 

the airport must be evaluated collectively and holistically with regard to cumulative 

environmental and secondary impacts. 

In addition to constructing the D to G  taxiway in parts, one must consider the 

utility and impact of parallel taxiways as a required infrastructure element included 

in table 4-3 (above).  Trenton currently has 2 runways. Neither has a full length 

parallel taxiway. The airport layout plan calls for dual full-length, parallel taxiways, 

two for each runway, the intention of which is to maximize volume by creating one-

way traffic. Dual Parallel taxiways allow for queueing, *put FAA document link AND 

mercer co screen shot saying opposite) yet TTN airport officials insist this is not the 

-expanding parallel taxiways.  

However,  other FAA documents encourage as few intersections as possible, because 
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intersections increase the risk of collisions and additional parallel taxiways increase 

the risk of  incursions onto the wrong lane. Currently, Trenton taxiways do not cross 

the central portion of the airfield, but travel along the perimeter, avoiding dangerous 

intersections.  The creation o -shaped 

runway configuration, will lead to 9 airfield intersections, when all parallel taxiways 

are completed.  It is difficult to imagine 9 intersections are safer than the current 

single, central airfield intersection. 

VI. An EIS Must Be Developed to Take a Hard Look at the Proposed 
Adverse Impacts. 

 NEPA requires federal agencies to carefully identify and analyze the 

environmental effects of their proposed action. 

Inc. v. Karlen, 444 U.S. 223, 226-228 (1980). This means that federal agencies must 

Center for Biological Diversity v. National Highway Traffic Safety Admin., 538 F.3d 

1172, 1194 (9th Cir. 2008) (internal quotations omitted). The hard-look requirement 

statements regarding the actual impact of proposed Earth Island Inst. V. 

United States Forest Serv., 442 F.3d 1147, 1172 ((th Cir. 2006) (abrogated on other 

grounds by Winter v. Natural Resources Defense Council, Inc.  555 U.S. 7 (9th Cir. 

2006)). By misleading the public about the number of gates and aircraft parking 

positions and by using grossly underestimates of passenger enplanements and 
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commercial operations the DEA fails to address the adverse environmental impact 

that the terminal project will have. As discussed below, the DEA fails to take a hard 

look at several adverse environmental effects of the Proposed Action, including water, 

transportation, health, noise, environmental justice, and socioeconomic effects, as 

well as cumulative impacts. 
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A.  Water 
Impacts 
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Our concerns regarding water relate to storm runoff, the potential for PFOS 

contamination, adequacy of deicing runoff containment systems with regard to 

wildlife and downstream drinking water. Recent review of Stormwater permit and 

management documents as well as ORPA requests for stormwater testing, indicates 

that the Airport is not operating with appropriate stormwater permit and is not 

testing stormwater for current operations and impact. Deicing is currently taking 

place during winter months without adequate containment systems in place. This is 

irresponsible management and given the documented contaminated sites on and 

surrounding the airport property, as well as the increase in impervious surfaces, it is 

inconceivable that the streams, wetlands and aquifers are being protected by the 

building projects currently planned and going on at Trenton Mercer Airport. 

1. Runoff 

The Watershed Institute estimated that the tree canopy lost with RPZ obstruction 

removal will result in an increased runoff of 1,476,670 gallons/year (RPZ EA, 

Appendix P-200). Further increases in impervious surfaces are associated with the 

enhancements of: Runway 34, Taxiway D, FlightServ Terminal, Scotch Road 6 acre 

parking lot, the planned new Passenger Terminal, 900 car parking garage, additional 

roadways, dual parallel taxiways for both runways, new air traffic control tower, new 

airplane rescue & firefighting station, and larger terminal apron. This large increase 

in built environment will further increase runoff and possible flooding. 

Rainfall/Storm severity in NJ anticipates increases up to 71% with average annual 
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surrounding area streams, wetlands and known toxic and heavily contaminated 

areas on the airport property.

2. PFOS/PFOA Contamination 

Adjacent to Trenton Mercer County Airport is the heavily contaminated Former 

Naval Air Warfare Center (NAWC), which has been divided into Parcels A and B. 

TTN has now acquired and plans to develop Parcel A as the Flightserv Terminal. 

Parcel B continues to be owned by the Navy. Both Parcel A and B have known 

contaminated ground and surface water, including: volatile organic compounds 

(VOCs), particularly trichloroethene (TCE), heavy metals and other contaminants in 

concentrations that continue to exceed EPA standards  

 

and Per/Polyfluoroalkyl Substances (PFOS/PFOA), which remains untreated.  
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Contaminated groundwater from Parcel A flows through the Navy-run 

remediation facility on Parcel B. Post-

sensitive tributary that flows to the Delaware. The RPZ project calls for 

approximately 7.4 acres of tree removal within 100 feet of contaminated NAWC 

Parcel A (Figure 4.4 below).  
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PFOS/PFOA are not included in the toxins being monitored or treated by the Navy 

but, if spread, pose significant risk because they do not degrade over time. 

Per/Polyfluoroalkyl Substances (PFOS/PFOA), in some areas >100 x the NJDEP 

drinking water limit, have been documented at NAWC Parcel A; PFOS/PFOA were 

found in 13 of the 24 wells sampled in June 2016 (Tetra Tech p. 2-11) and 23 of 38 

wells sampled according to a 2018 Department of Defense Congressional Brief from 

Rep. Fitzpatrick, communication below. 
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The New Terminal and ARFF EA documents the contamination of PFOS/PFAS in 

the area of the new terminal building site. There is no mention of PFOS/PFAS being 

tested for at the new ARFF which is to be built at an old NJ National Guard site, with 

known PAH and arsenic contamination. It would seem prudent that given the history 

of the use of airport property, the number of documented spills, use of land and soil 

fill, as well as known contamination both on and within close proximity to known 

groundwater contamination of PFOS/PFOA, that extensive testing for PFOS/PFOA 

would be conducted for every building project on the airport property. 

3. Surface water: 

Of potentially greater concern, is contamination in stormwater outfall drainage in 

the area where Parcel A and RPZ obstruction removal meet: 

concentrations (greater than 1,000 ng/L) were detected in groundwater and outfall 

samples in the eastern half of the former facility, including one outfall sample at the 

facility boundary  (pg. 4-1). This report showed the highest PFOS/PFOA 

contamination at the edge of Parcel A in close proximity to Runway 34 & RPZ 

tree removal. The report recommended that additional investigation beyond Parcel 

 PFOS/PFOA are not 

mentioned in the RPZ EA, despite proximity of contamination to RPZ obstruction 

removal & potential risk of spread. 

The RPZ project plans limited soil sampling in the vicinity of Runway 34; there is 

no commitment to test PFOS or to extend the area of testing to the edge of Parcel A. 

There are also no plans to test the o
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avoid disruption of contaminants fails to acknowledge the impact on water absorption 

provided by live, mature trees with functioning root systems. The increased runoff 

will risk the spread of untreated PFOS/PFOA and possibly additional toxic 

contamination from nearby areas (See also Recent NAWC Water Analysis: Koman 

Government Solutions: Final Fall Fourth Quarter 2018 Semi Annual Long Term 

Monitoring Report NAWC Trenton NJ, published 7/1/20). 

4. Deicing Containment 

ears; it is unclear 

whether deicing & jet fuel containment systems have met this increase, particularly 

in light of record rainfall during the past two years. In 2019, TTN purchased 40,000 

deicing & jet fuel containment system is years away and with flight volume 

underestimated the potential for additional chemical runoff is real. 

5. NAWC Treatment Facility Capacity 

The Navy continues to remediate numerous contaminants on Parcel B, yet 

unknown. During a recent Mercer County Commissioners meeting, the airport 

U.S. Global Change Research Program study The Impacts of Climate Change on 
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Human Health in the United States: A Scientific Assessment notes that increased 

increase the risk that infrastructure for drinking water, 

wastewater, and stormwater will fail due to either damage or exceedance of system 

capacity, especially in areas with aging infrastructure

B.  Air 
Quality Impacts 

 

1. Non-attainment 

The Airport and Mercer County Commissioners have hired an agency to recruit 

additional commercial carriers to meet expanded capacity. Mercer County is in a 

PM2.5. Given our current poor air quality, it will only require a doubling (9000/year) 

of the 2019 number of passenger jet operations (4500/year) to reach the minimum 

thresholds (100 tons CO) that will worsen the attainment status we are currently in. 

The airport has only studied the effects of their construction activities on air quality. 

The amount of pollution emitted in one landing/takeoff cycle of a Frontier A320/319 

passenger jet contains approximately 6900 lbs of C02, 20 lbs of NO, 38 lbs of CO, 2 

lbs S02, 1 lb Methane, 8 lbs Hydrocarbon. These calculations do not even take into 

account the corporate jet landing/takeoff cycle emissions which are also considerable. 

2. Ultra-Fine Particulate Matter (UFP) & Ultra-Ultra Fine
Particulate Matter (ultra-UFP) 

In 2014, a groundbreaking study using mobile air quality monitors 
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demonstrated that particulate matter from airplane emissions spread 10 miles 

outside of the flight path. This was not just for takeoff and landings, as previously 

presumed, but for overflights as well. Specifically, pollutants measured 4-5 fold at 6 

miles downwind and persisted 2-fold at 10 miles downwind. The authors of the study 

raining down on residents. Their 

 

Until recently, studies regarding Traffic Related Air Pollution (TRAP) and 

Particulate Matter (PM 2.5, diamete

address smaller Ultrafine Particles (UFP, diameter <100 nanometers nm) or the 

explicit contribution of aviation-origin emissions. The highly significant Mov-Up 

Study, published in December 2019, utilized mobile air sensors to specifically 

delineate road vehicle exhaust from airplane emissions. The researchers were able to 

identify a fingerprint of UFP and ultra-UFP definitively emitted by planes. The Mov-

Up researchers found that the size and velocity with which aviation UFPs are thrust 

from jet engines, allows for much further spread than heavier ground vehicle 

emissions, which fall to the surface a relatively short distance from roadways. 

Additionally, the velocity with which UFPs travel prevents adherence to other 

particles, allowing the UFPs to reach the earth unchanged in size. The significance 

barriers far more efficiently than other PM; emerging studies correlate UFP with 
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significant tissue inflammation, injury and risk, as outlined in the health section 

below. 

Related studies have shown that the size and velocity of aviation-emitted UFPs 

allow for concentration indoors, and the concentrations in homes of aviation-origin 

UFP and NO2 were comparable to or exceeded near-road regulatory monitors. 

Related reports demonstrated the inadequacy of stationary air quality monitors to 

accurately estimate residential exposures. 

The environmental toxicology studies regarding UFP and ultra-UFP recently 

published, support the fact that these particles, while causing the most human harm, 

are so miniscule, <100nm, that they are significantly underestimated in PM 2.5 

studies. While UFP is not specifically regulated, the associated harms to health are 

well documented and cannot be overlooked in light of proposed massive aviation 

volume expansion. 

3. Future Technological Developments 

Once the FAA assists TTN in the massive airport expansion with an AIP grant, 

there are built in triggers for additional growth and inability for the community to 

place limitations on size of planes or hours of operations. Additionally, the National 

Air Space is moving from Radar to Satellite (NextGen) and from Air Traffic Control 

Tower Voice to Text Communications (DataComm). While this technology is excellent 

for safety, both of these measures have allowed the industry to maximize operations 
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by creating very specific and narrow lanes of travel, decreasing vertical and lateral 

distances between planes, and improving efficiencies. Our central Northeast corridor 

location already subjects us to record overflight aviation and pass-through ground 

vehicular traffic. The impact of background Traffic Related Air Pollution must be 

considered with the end-use of a fully built TTN airport. 

C.  Impact 
on Soil and Farmland 

While most consider plane emissions to impact only air, data is emerging 

demonstrating dangerous organophosphate emissions landing on & permeating soil 

and water and being taken up by vegetation.  A study at Albany (60K flights/yr) shows 

homes, yet expansion analysis has been limited to airport property. 

The exact composition of aviation-emitted UFP will be further delineated in 

the ongoing Mov-

concern that aviation related UFPs contain heavy metals, as demonstrated by a study 

examining soil contamination surrounding the international airport in Delhi, India. 

Of additional concern is the recent report of aviation-emission organophosphates in 

the water, soil and vegetation surrounding Albany airport. The related graphic 

demonstrates why, given the abundance of farmla

including many organic farms and orchards, the ultimate volume of operations must 

be considered. 
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D.
Climate Change Impacts 

In addressing the issues raised by climate change and greenhouse gases, the 

ultimate utility/projected operating capacity of the Airport should be considered that 

would include both expansion of Trenton Mercer Terminal as well as the 

interconnected projects. This particularly true in light of a growing 

contribution to greenhouse gases and climate change, which is largely unregulated. 

Thus, the alarming speed at which aviation negatively impacts climate change has 

also been unrecognized. Although the EPA ruled in 2016 that "Greenhouse Gas 

Emissions From Aircraft Cause or Contribute to Air Pollution That May Reasonably 

Be Anticipated To Endanger Public Health and Welfare" no regulations were 

proposed. Only recently have aviation-related GHG Emission Standards for aircraft 

been proposed. 

The FAA-approved TTN Airport Runway Protection Zone Environmental 

Assessment emphasizes the veracity and magnitude of this issue: 

4.2.2: Climate Change: Since there are no federal or state standards for 

aviation-related GHG (Greenhouse Gas) emissions, there is no significant 

-9). 

While disturbingly unregulated, greenhouse gas emissions are only one 

climate change should be considered in the context of Effective Radiative Forcing 
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(ERF) which also includes the synergistic impacts of contrail cirrus and Nitrogen 

Oxides. Calculating the True Climate Impact of Aviation Emissions explains the 

interrelated and expansive effects of both GHG and Non-CO2 aviation emissions on 

our climate crisis.  

The DEA fails to acknowledge these climate impacts, yet proves a detailed 5 

page description of construction vehicle emissions . Astoundingly, there is no analysis 

of anticipated emissions after completion of Terminal Replacement and Expansion 

Project and other related capacity-increasing projects: enlarged passenger terminal, 

redesigned taxiways, new Air Traffic Control Tower--all designed for increased 

efficiency and volume. Even if airplane contributions to current air quality and 

climate had been calculated, the result would have underestimated the actual impact: 

plans submitted to the FAA for both the RPZ and the terminal expansion significantly 

underestimate the capacity of the finished Master Plan projects. As noted above, the 

analysis employs total operations calculations for 2035 which had already been 

surpassed by 17,000 operations as of April, 2019. 

Similarly omitted is the anticipated increase in on-ground facility operations, 

increased passenger car volume, and significantly increased flight operations after 

the airport has realized its master plan expansion and is working at full capacity. 

The increased burden of pollutants coupled with warmer temperatures further 

accelerates this detrimental process. Climate change could alter the dispersion of 

primary pollutants, particularly particulate matter, and intensify the formation of 
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secondary pollutants, such as near-surface ozone Warmer temperatures escalate the 

rapidity with which ozone is formed. Mercer County is in 8-hour ozone 

nonattainment. The synergistic relationship of climate change & ozone formation will 

cause a self-perpetuating and inter-related cycle of environmental and human health 

harms, including ozone-related deaths. Again, the expansion of Trenton Mercer 

Airport cannot be considered as a building and airfield in isolation but must be 

earnestly addressed with regard to emissions related to its intended end-use.  
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E. The DEA fails to take a hard look at the 
Environmental Justice impacts 

human health, economic, and social effects, of Federal actions, including effects on 

minority communities and low-income communities, when such analysis is required 

environmental justice, or "EJ'', as it is known, should consider the unique conditions 

of a region and its population and draw its boundaries for the affected environment 

boundaries that would have been drawn without the existence of [unique conditions],

Federal Interagency Working Group on Environmental Justice & NEPA Committee, 

Promising Practices for EJ Methodologies in NEPA Reviews (Mar. 2016). Agencies 

reflect "pockets of minority population and low-income populati Id, p. 17. 

The DEA inadequately assesses EJ impacts by failing to properly characterize 

the affected environment.The EJ Analysis for the TTN Terminal Expansion and the 

RPZ limit consideration to Ewing, the location of the airport, and conclude Ewing is 
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not an EJ community either with regard to income or minority population. The 

terminal plan then lists statistics individually for Hopewell Township and Yardley 

borough as well as Mercer County as a whole. The city of Trenton, an EJ community 

by both economic and minority population criteria, is not considered individually but 

as part of Mercer County as a whole, potentially diluting any effect on this vulnerable 

population. This is significant because we know that aviation emissions travel 10 

miles downwind, and that aviation related UFP are related to preterm delivery, in 

addition to other health concerns listed above.  

According to March of Dimes, the preterm birth rate in New Jersey is 9.6% and 

the preterm birth rate among Black women is 48% greater than all other women. The 

-

risk population within the 10-mile radius of the airport. Additionally, Trenton is 

closer to the airport than many parts of Hopewell Township, which are included in 

the submitted analysis. 
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Downwind directional spread of aviation emissions needs to be assessed and then 

multiplied in consideration of the actual anticipated volume of flight operations post 

expansion. Consideration of preterm labor, asthma, heart attacks and other TRAP 

related diseases should be assessed.  
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F.
Noise  Impacts. 

1. DEA fails to 
Environmental Survey into account 
By claiming that there will be no increase in flight operations over the very 

minimal projected growth, this draft EA fails to measure the current, real noise 

impacts of the HF/LC Frontier Airlines flights and the future detrimental impacts 

from the multiple other airlines being actively recruited by TTN. Recognizing that 

the FAA Neighborhood  Environmental Survey (NES) (incorporated here by 

reference) identified errors in the current  FAA  sound analysis, an updated  noise 

analysis  under the flight path should be conducted using realistic future growth 
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numbers reflecting the double digit growth in the 2017- 2019 passenger jet operations 

at  TTN.

In addition,  a part 150 study should be conducted including  "N-above" counts 

of aviation events that are 50+ decibels, 55+, 60+, 65+ and  counts for times 7am to 

10pm and 10pm to 7am (Day and Night).  It should be segmented  by census block or 

by square acre  which should be part of the  AEDT software.  

2. The DEA neglects to account for Infrasound:  

A significant but unaddressed component of noise is Infrasound: The low 

frequency sound waves that are below the limit of human hearing  and are 

experienced as vibration.   Because this low frequency sound is inaudible, it is 

unaccounted for in FAA noise metrics. Infrasound, also known as C-weighted sound,  

is the  result  of  violent air eddies created from air disruption as the planes pass 

overhead.  The resulting vibrations penetrate buildings and human tissue. Anyone 

who is unlikely enough to experience this vibration in their home or school, can testify 

to how uncomfortable and disturbing these vibrations are.  Worse, is the emerging 

data that infrasound vibrations compound the negative health impacts of typical A-

weighted noise and aviation UFP emissions. . Both the results and the delay in 

publishing of the NES study demo

in thoroughly understanding and minimizing the impact to residents on the ground.   

We demand that sound studies include dual measurement include all sound both A 

weighted and C weighted vibratory sound.   
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G. The DEA Fails to Take a Hard L
Socioeconomic Impacts on Nearby Residents and Businesses

NEPA requires federal agencies to examine all potential adverse effects of a 

removed.

project related to physical environmental impacts, including adverse effects on 

property taxes, must be analyzed. See Minisink Residents for Environmental 

Preservation and Safety v. FERC, 762 F.3d 97, 112 (D.C. Cir. 2014). Here, the DEA 

does not address the socioeconomic impacts of the Proposed Action. Specifically, these 

effects are not adequately addressed because the DEA does not include any actual, 

quantitative analysis 

Instead, the DEA simply provides demographic information without any indication 

whether the Proposed Action would have any socioeconomic impact. The DEA fails to 

address economic costs of the new terminal. 

For example, it is well-known that airports reduce home values, which, in turn, 

affects property taxes. There are also costs associated with treatment of respiratory 

diseases caused by increased particulates, and costs of cleaning and repainting 

buildings caused by airport air pollution. These costs will be borne not by the Airport 

but by the residents and jurisdictions in area surrounding the Airport while receiving 

little or none of any economic benefit. The DEA does not discuss any of this.  

property and is not anticipated to negatively affect landowners, and therefore would 
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-28. Yet, as 

noted the DEA does not actually consider whether the Proposed Action would 

adversely local tax bases. Conclusions that because the Proposed Action is located on 

Airport Property does not mean that its impacts will not have an effect on the 

e DEA should be revised and recirculated to assess the 

potential loss of property taxes, along with short-term economic impacts related to 

nuisance caused by construction. 

VII.
impacts 
NEPA requires an agency such as the FAA to analyze the direct and indirect 

environmental consequences that a proposed action might have on public health and 

safety. 40 C.F.R. §§ 1501.3(B)(2)(III), 1502.16(a)  (b), 1508.1(g). A federal agency 

normally meets this statutory requirement by preparing a health risk assessment 

Natural 

Resources Defense Council, Inc. v. U.S Dept. of Transp., 770 F.3d 1260, 1272 (9th Cir. 

2014);  see also Beverly Hills Unified School District v. Federal Transit 

Administration,  No. CV- 12-9861-GW (SSX) 2016 WL 4650428, at *61 (C.D. Cal., 

Feb. 1, 2016). As discussed below, the DEA fails to take a hard look at the Proposed 

and provides no support for the health and safety conclusions made in DEA 4.12.3.  
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operly constrained to 

 

An HRA for a proposed action of this size and scope should include, at least, 

dose-response assessments, and a potential health risk quantification. This requires 

consideration of all construction and operational sources of emissions, including on- 

and off-road equipment, and emissions/toxins associated with demolition. For 

example, the DEA indicates that there may be per- and polyfluoroalkyl substances 

(PFAS) and/or other toxic materials, such as perfluorononanoic acid (PFNA), 

perfluorooctanoic acid (PFOA), and perfluoroctanesulfonic acid (PFOS),  in soil 

unearthed as of the project and in the groundwater. In addition, the soil underneath 

and around the Airport likely contain other federally regulated substances, such as 

volatile organics, semi-volatile organics, PCBs, metals, pesticides, and petroleum 

hydrocarbons. The task of removing and remediating this contamination, alone, 

should be subject to an HRA-style analysis before the construction phase begins. 

Moreover, while the federal government may not consider diesel particulate 

I-502 



individual exhaust constituents are regulated as HAPs by the Federal Clean Air Act 

. 42 U.S.C. § 7412(b). As such, the DEA should include an HRA that analyzes 

potential health impacts from construction activities, on-going airport ground 

operations (ground support equipment, emergency generators, truck deliveries, etc.) 

and aircraft operations. Exhaust from all of these sources contains benzene, 

-butadience, 

chlorobenzene, propylene, xylene, ethyl benzene, arsenic, cadmium, chromium, lead, 

manganese, mercury, nickel, and selenium. These toxic contaminants must be 

analyzed in the DEA in relation to human health. 

The DEA, in an effort to be as transparent and informative as possible as 

required by NEPA, should contain an HRA that includes all of the aforementioned 

sources and associated risks to human health. An HRA is critical for ensuring an 

decisionmakers. Natural Resources Defense Council, supra, 770 F.3d at p.1272.  

As indicated above, the DEA does not include any useful air emissions data to 

allow anyone to determine whether residents or other members of the public may be 

to the increase 

in operations from the Airport. The DEA addresses only annual construction 

emissions measured in tons per year, which does little to aid assessment of the 

 

air emissions. To properly assess this specific impact, FAA must look at daily average 
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oxide (NOx)  all of which are toxic at certain concentrations and can create long-

term health effects in adults and children.  This analysis is crucial to ascertain 

potential health impacts to the immediately surrounding population. The statement 

Actio

potential health impacts is unnecessary. 

Furthermore, when preparing the HRA for the Proposed Action, the study area 

should be expanded to include a broader range of sensitive receptors. A cursory 

review shows several schools, hospitals, and other sensitive receptors exist within a 

two mile radius of the Airport property. Construction-related emissions such as diesel 

construction trucks and soil hauling would be expected to impact areas more than 

two miles away as a result of their operational characteristics and haul routes. 

Additionally, aircraft exhaust and noise from the increase in aircraft operations and 

change in the type of aircraft using the Airport will also affect an area considerably 

larger than the project area. 

The DEA implies that there are no significant impacts that would 

aycares, parks, and/or 

prepare an HRA for the Proposed Ac 

A Health Impact Assessment or similar public health analysis should be part 
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of the TTN environmental analysis. The significant harms to human health of poor 

ambient air quality are well known. Extensive correlations have been demonstrated 

in diverse illnesses, impacting all segments of the population. Air quality related 

illnesses include breast cancer, brain tumors, asthma and non-smoking COPD, heart 

attacks, poor cognition, Sudden Infant Death Syndrome (SIDS), neonatal ICU 

admissions and preterm delivery. Recent data linking Traffic Related Air Pollution 

(TRAP) to Pregnancy related complications such as preeclampsia and gestational 

hypertension, is particularly alarming given the maternal mortality crisis occurring 

nationwide. A well-designed study documented airport delays and taxiing time to an 

increased incidence of hospitalizations for asthma and heart attacks. Data is now 

emerging regarding the specific risk of UFPs. UFPs cause unique risk to health 

because their small size allows passage across tissue barriers, including the difficult 

to permeate blood-brain barrier. Recent NIH studies have demonstrated UFP 

exposure related brain tumors, childhood cancers, asthma, heart attacks, mental 

health issues, including teen ER visits for anxiety and suicidal ideation, and various 

pregnancy complications, specifically preterm birth. Babies and children may be 

particularly susceptible because they accumulate UFPs at higher relative 

concentrations than adults.  

Recent COVID-19 related public health trends, specifically decreased asthma 

admissions and preterm birth and increased COVID-19 mortality for residents in 

areas of poor air quality, are tangible examples of the real-time consequences of air 

quality. One recent study showed an increase by only 3 of PM2.5 is associated 

I-505 



with an 8% increase in the COVID-19 death rate. It is imperative that we quantify 

the emissions pollutant volume and dispersal patterns with regard to public health 

and environmental justice. 

 

VIII. Conclusion 

This letter only touches upon the many concerns that we, Trenton Threatened 

Skies, have, regarding the plethora of projects that Trenton Mercer Airport has 

undertaken in an effort to expand its airport

it

ellness, and environment. We have many more comments 

to still make and wish too, but the timing of the Draft EA was sudden and poor, and 

we were only given 30 days to read, draft, and respond to the Draft EA for Public 

Comment after we had submitted numerous OPRA and FOIA requests for significant 

information regarding the environmental impact of the new terminal project and 

other projects that the Airport is pursuing or has already undergone. Several times 

we requested more time to submit public comments, and received no response from 

the County. This exemplifies the obstruction that we face as a public group of 

concerned citizens in voicing our concerns and exercising our rights in a timely and 

fair manner by the Airport. We reserve the right to continue to pursue studies and 

investigations into the health and environmental impacts as they evolve because the 

extent of contamination is unknown and the actual volume of flights and their impact 

is unknown. The assumptions made by the Airport, in its Draft EA for the Terminal, 

are flawed, as we have pointed out in this letter.  
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Please also let it be known for the record that we wish to also incorporate the 

arguments presented by other people in Public Comment for this Draft EA.

Submitted by: 

TRENTON THREATENED SKIES, INC. 
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Trenton Threatened Skies, 
800 Denow Road, Suite C #375, 

Pennington, NJ 08534
trentonthreatenedskies@gmail.com

TRENTON THREATENED SKIES’ RESPONSE 
to TRENTON MERCER AIRPORT TERMINAL AREA IMPROVEMENTS 

ENVIRONMENTAL ASSESSMENT
June 16, 2021

Trenton Threatened Skies, Inc. (“TTS”) appreciates the opportunity to provide 

comments on the May 2021 Draft Environmental Assessment (“DEA”) prepared by 

the Federal Aviation Administration (“FAA”) for the replacement of the existing 

terminal with a proposed new, much larger, terminal building at the Trenton-Mercer 

Airport (“TTN” or the “Airport”). For the reasons set forth in detail below, TTN 

requests FAA remand the DEA and re-issue the DEA as an Environmental Impact 

Statement to address TTN’s concerns and comply with the National Environmental 

Policy Act (“NEPA”) (42 U.S.C. § 4321 et seq.) and the Council on Environmental 

Quality regulations implementing NEPA (40 C.F.R. §§1500 – 1508). 

I. Introduction

First, the title Trenton Mercer Airport Terminal Area Improvements

Environmental Assessment is misleading. Terminal Area Improvements are actually 

a massive project to demolish the current terminal and ARFF facility and construct 
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a new terminal (and ARFF facility) that is four times larger than the current 

terminal. When this project is coupled with the interrelated and supporting Airfield 

Changes and Runway Protection Zone Projects, all of which have common and 

interrelated purposes and needs, the result is a series of interconnected projects that 

will maximize throughput at TTN, increase the number of commercial operations, 

and exponentially increase the number of enplanements. 

 Despite considerable public controversy, county and airport officials have 

continued to proceed with unconstrained expansion. In pursuing this goal, Airport 

officials and their consultants have broken the Airport Layout Plan into over 50 

smaller projects, many accomplished with Categorical Exclusion (CATEX).  
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This segmentation has had two results: (1) it masks the overall environmental 

impact that all of the projects at the Airport have on the public health; and (2) it 

limits the New Jersey Department of Environmental Protection’s jurisdiction over 

the cumulative result.  The residents of Mercer County have been deprived of an 

honest, cumulative and comprehensive evaluation regarding the effect the finished, 

functioning airport will have on their daily lives and the public health.  At risk are 

Mercer and Bucks County residents’ basic rights to clean air, safe drinking water, 

health and safety in our own homes.  Community members’ concerns have been 

ignored and suppressed, circumventing federal law and regulations regarding 

community notification and involvement, as well as processes regarding public 

controversy.   

This massive Terminal Replacement and Expansion project poses a tremendous 

risk to the community’s public health and well-being. Mercer County and the Airport 

have proceeded under false pretenses, using incomplete facts.  The proposed terminal, 

as presented in the Terminal Replacement and Expansion Project  calls for the 

construction of a 125,000 square foot, 4 gate terminal with four aircraft parking 

positions that will each accommodate an A320 – the type of aircraft that the DEA 

calls the Airport’s “critical aircraft.” Yet, only an Environmental Assessment is being 

sought for approval. In 2000, the Federal Aviation Administration told Mercer 

County officials that an Environmental Impact Statement (EIS) would be required 

for a terminal expansion half the size (64,000 square feet) yet the current proposal for 
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125,000 square feet is being pushed through with the less comprehensive 

Environmental Assessment (EA). 

There are numerous facets to a decision as to whether to perform an elevated level 

of environmental analysis, or rely on a FONSI, that the Draft EA does not consider. 

Before a decision to perform an EA instead of an EIS is made, the agency must decide, 

based on substantial evidence, that the Project will not have significant 

environmental impacts. See, e.g., Town of Cave Creek, Arizona v. FAA, 325 F.3d 320, 

327 (D.C. Cir. 2003). The definition of significance includes, but is not limited to: “... 

(4) the degree to which effects on the environment are likely to be highly 

controversial;... (7) whether the action is related to other actions with individually 

insignificant but cumulatively significant effects;... [and] (10) whether the action 

threatens a violation of federal, state or local environmental law.” 40 C.F.R. § 1508.7 

(“CEQ Guidelines”). In short, the environmental effects reported in the Draft EA, if 

fully and properly analyzed, fit all these categories of significance and, as set forth 

below, should be evaluated in a full EIS. 

Mercer County must follow the FAA’s recommendation and perform the 

following:

1) A comprehensive, transparent Environmental Impact Statement (EIS), 

using accurate, post-expansion volume predictions, inclusive of but not 

limited to:  

a) Aviation emission impact inclusive of ultra-UFP (10-20 nm) 
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b) Climate impact including Greenhouse Gas emission projections 

and Ozone formation 

c) Organophosphate emissions on local farms and food production

d) Evaluation and remediation of PFAS and other contaminants 

PRIOR to additional ground disturbance. 

2) A Public Health Impact Assessment 

a) With specific evaluation of downwind Environmental Justice 

communities 

b) With evaluation of residents within a 10 mile-radius

c) Using accurate post-expansion volume 

3) Noise studies 

a) Recognizing the flaws outlined in the FAA’s Neighborhood 

Environmental Survey (NES) 

b) Inclusive of World Health Organization (WHO) 

recommendations for 45dB daytime and 40 dB nighttime limits

c) Inclusive of C-weighted sound/infrasound, which is experienced 

as vibrations 

d) Including ISO 1996-1 (2016) analysis. 

4) An Independent Cost Benefit Analysis 

a) Including public health costs of treating both Traffic Related Air 

Pollution (TRAP) and aviation-emission specific illnesses 
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5) Delay construction until toxic contaminants have been thoroughly 

evaluated and remediated.  Simultaneous construction and 

evaluation/remediation poses too great a risk of spread and is 

unacceptable. 

II. History 

To understand why pursuing this massive Project without proper environmental 

oversight is so egregious to concerned residents, one must consider Trenton Mercer 

Airport’s (TTN) long history of commitment to expanding without proper 

environmental oversight.  These attempts have taken the form of improper CATEX 

usage or attempted usage, segmentation, and bait and switch tactics. 

Prior to the last attempted expansion of the terminal, the county hired DMJM+ 

Harris to secure approval of a new terminal via a Categorical Exclusion (CATEX) 

approval. The FAA advised the county that a limited CATEX was inappropriate for 

the scale and scope of the project and an Environmental Assessment (EA) was 

necessary. Once it was determined that expansion would require an Environmental 

Assessment, the county applied to build a four-gate, 64,000 square foot terminal 

facility that could accommodate a low-fare/high-frequency (LF/HF) commercial air 

carrier (referred to as “Build Alternative 2”). The FAA’s assessment of this application 

determined that such expansion would “necessitate the preparation of an 

Environmental Impact Statement (EIS)”. 

I-519 



-- 8-- I-520 



-- 9-- I-521 



-- 10-- I-522 



-- 11--

Rather than complete a more comprehensive and thorough analysis, the County 

reduced their request to a smaller, two-gate, 44,000 square foot facility without a Low 

Fare/High Frequency carrier, known as “Build Alternative 1”.  The FAA issued a 

Finding of No Significant Impact/Record of Decision (FONSI/ROD) in 2006 for the 

Terminal Expansion FONSI/ROD. In the FONSI/ROD, the FAA specifically stated

that the airport was approved for two gates, 44,000 square foot terminal, no Low 

Fare/High Frequency carrier, and any future expansion would require additional 

environmental studies. FAA cautioned the County that phasing into a larger, four gate 

terminal with a Low Fare/High Frequency carrier would represent segmentation.
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Needless to say, TTN did not build the approved 44,000 square foot, 2-gate 

terminal, and the terminal remains 29,000 square feet with two gates. In 2012, TTN 

did, however, expand operations to include Frontier Airlines, a low-fare, high-

frequency carrier. The addition of Frontier is in direct opposition to the opinion set 
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forth in the 2006 Environmental Assessment which clearly and specifically identified 

the need for additional evaluation of noise, air quality and indirect impacts prior to

adding a LFHF carrier, such as Frontier .As a result of Frontier’s arrival at TTN and 

the subsequent massively increased flight and passenger volume, TTN decided to 

revise its Airport Master Plan. The 2018 release of the Master Plan Update was based 

on current volume, which was acquired in violation of the 2006 EA.  TTN justified the 

updated master plan by stating that “the FAA recommends updating the master plan 

every ten years based on current use.”

III. The Draft Environmental Assessment misleads the public regarding 
the ability of the new terminal to increase the number of 
enplanements. 

As mentioned above, the current terminal is 29,000 square feet and 2 gates with 

four aircraft parking positions. Only two of the current aircraft parking positions will 

accommodate the larger aircraft used by Frontier Airlines, the A320. The other two 

cannot be used by larger aircraft and are rarely used. The continued 

misrepresentation of the number of gates at TTN demonstrates Mercer County and 

Airport officials’ willingness to employ inaccurate or incomplete information in order 

to obtain their desired end.   

Consider the following facts, all supported by exhibits in appendix, and the way 

that they have been presented to the community to limit public concern and dismiss 

valid complaints. Trenton Mercer Airport currently has two gates. When the FAA 

concluded that expansion from two gates to four gates would require an EIS, TTN 
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subdivided the second gate into 2A, 2B, 2C to create the claimed four gates.

Officials then used the premise of four gates to apply for a “four gate replacement 

terminal” repeatedly, uniformly dismissing residents’ concerns about the Project by 

perpetuating the falsehood that there are “no plans to increase the number of gates 

above the current four gates” .

In fact, County officials continue to publicly refer to TTN as a four-gate 

replacement terminal. It was incorrectly presented as such at the Massive Terminal 

Expansion Project Public Meeting on January 23, 2019 and in the initial Terminal 

Draft EA presented to the FAA .
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Only after repeatedly calling out the deliberate inaccuracy has the wording in the 

Draft Environmental Assessment been corrected to more accurately describe “four 

aircraft parking positions.” However, the Airport continues to insist on the same 

inaccuracy: that nothing will change with the expanded replacement terminal: “[f]our 

passenger aircraft parking position (same as existing)” (EA section 1-8).
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Above from: Mercer County Website FAQs.
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While it is accurate to state that both the existing terminal and the proposed 

replacement terminal each will have four aircraft parking positions, to say that they 

are the same is purposely misleading. To be clear, the current four parking positions 

consist of two parking positions that can accommodate larger aircraft, such as the 

A320 (the critical aircraft at the Airport), and two parking positions that are only 

suitable for much smaller aircraft. Large aircraft cannot safely use these two parking 

positions. Because of this fact, the smaller aircraft parking positions are rarely used. 

The Replacement Terminal calls for four aircraft parking positions, all of which can 

accommodate an A320. This will allow the Airport and Airlines to dramatically 

increase throughput without having to analyze the significant impact that increase 

in throughput will have on the environment and the surrounding communities.

Additionally, the figures in the DEA clearly indicate that by shifting the new, 

massively expanded terminal and apron to property adjacent to the current terminal, 

the four parking positions corresponding to the new terminal overlap the current 

aircraft positions by only one spot. With the demolition of the existing terminal and 

the existing baggage claim facility, the two smaller aircraft parking positions can be 

expanded to accommodate larger aircraft. The Project, thus, creates seven possible 

aircraft parking positions, as shown below:
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This fact alone renders the analysis in the Draft Environmental Assessment 

useless. Much of the DEA is premised on the fact that there will not be an increase 

in capacity because of the Project. In fact, the capacity of the Terminal is effectively 

doubled, with the potential to triple the capacity. The Environmental Impact 

Statement must take that into account.
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IV. The DEA Intentionally Misstates the Growth Rate and Number of 
Operations In Order to Justify a Less Than Complete Environmental 
Assessment 
TTN claims throughout the DEA that the Terminal Replacement and 

Expansion Project will not cause an increase in operations, throughput or passenger 

enplanements. However, while the DEA relies on a growth rate of passenger 

enplanements of 1-2%, the actual numbers show a much larger growth rate. Because 

of this discrepancy, the DEA is unreliable and must be redone as an EIS that shows 

the increase in operations, throughput and passengers enplanements that will occur 

as direct result of the terminal expansion and all of the other related projects.

In order to support its conclusion that there will be no significant 

environmental impact, the DEA grossly underestimates both passenger volume 

and car emissions. The number of passengers, which will contribute to a significant 

increase in on-ground vehicular emissions, has increased dramatically over the 

past several years (prior to pandemic related shut down).  According to the FAA: 

Airport Data & Information Portal (ADIP), TTN Enplanements rose by:  

14% or 58,000 passengers (2018 to 2019) and  

11% or 40,700 passengers (2017 to 2018).  

Yet, the DEA uses a growth rate of 1% per year in passenger volume to maintain that 

construction of a new terminal four times the size of the current terminal will not 

cause an increase in passenger enplanements. 
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Passenger 

Enplanements

(deplanements counted 

separately) Number 

Increase # 

passengers 

% Increase from 

Previous Year 

Actual 2017 363,654

Actual 2018 404,349 40,700 11%

Actual 2019 462,173 58,000 14%

TTN projection 2035 476,507 1.1% annual

While the pandemic caused passenger enplanements to diminish dramatically in 

2020, the numbers for 2021, show that passengers are coming back and there is no 

reason expect that passenger enplanements will stay below the levels experienced in 

2019. 

Moreover, by utilizing low numbers, it is likely that ground transportation 

emissions are woefully underestimated. It is hard to imagine that quadrupling the 

terminal size, TSA screening capacity and waiting rooms, while converting from two 

gates loaded by tarmac stair access to four gates capable of accommodating A320s 

loaded by passenger boarding bridges will not dramatically passenger volume. When 

coupled with the other interconnected projects, the Airport creates efficiencies that 

would support an increase in passenger enplanements of 10-15% per year. 

Turning from passenger enplanements to commercial operations, one easily 

see that the construction of a larger terminal capable of accommodating larger 
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aircraft will allow create efficiencies that will in turn create an dramatic increase in 

the number of commercial operations. This is particularly true if one couples the 

expansion of the terminal with the construction of the parallel taxiways. The FAA 

recommends parallel taxiways as a method of increasing throughput by optimizing 

flow.  This is accomplished by queueing planes for take-off, providing one way traffic, 

and maximizing take-offs and landings on a shared runway.

A single parallel taxiway /runway combination can accommodate 200,000 

flights per year.  However, calculations submitted in both the  RPZ and Terminal 

Environmental assessment documents maintain that TTN’s airport capacity will  

remain the same capacity after terminal completion and major airfield configuration 

changes.
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Given the massive increase in terminal size, passenger processing and holding 

capacity, the recruitment of additional air carriers and the FAA’s known endorsement 

of taxiway and queuing changes to increase operations without building additional 

runways, the numbers used in the DEA are, like passenger enplanements, grossly 

underestimated. By using grossly underestimated commercial operations numbers, 

the DEA grossly miscalculates environmental and health impacts that building the 

125,000 square foot terminal will have on the environment.. 

Moreover, when considering these woefully underestimated numbers, bear in 

mind an additional provision of the airport-AIP grant acceptance agreement:  built-

in automatic expansion triggers for future airport development, including additional 

runways,  that Mercer County and TTN airport officials have accepted without proper 

consideration. The FAA utilizes Annual Service Volume (ASV)  as an indicator of 

relative operating capacity. TTNs current ASV is 230,000 flights/year. Remarkably, 

despite the massive terminal expansion, addition of parallel taxiways and active 

recruitment of additional airlines, TTN considers the post-expansion ASV to remain 

230,000. This is consistent with their egregious misrepresentation to the community 

of 1-2% growth per year.  The FAA AIP automatic expansion triggers, including 

construction of additional runways,  are in place when an airport reaches 50- 60% 

ASV. This is clearly outlined in the FAA Order 5090.5 (table 4-16) and TTN accepts 

these terms by entering into the grant agreement.   
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TTN and Mercer County officials are aware of this (Master Plan Update, 2018) 

and presented this information along with low 2035 numbers.  These same extreme 

underestimates have been repeated in all public meetings and planning documents 

(Master Plan, RPZ EA, Terminal EA).  However, post-expansion benchmarks (2035) 

used in planning were already surpassed by pre-pandemic actual volume (2019) . 

TTN’s total operations listed in the FAA Master Record for 2019 were 112,513--- 

exceeding the 2035 projected volume, as presented at the public meeting,  by 17,238 

operations, a full sixteen years early. Alarmingly, this also represents an ASV of 49 

%. As noted in the chart below, 50% ASV triggers additional taxiway changes and 

60% triggers planning or a new or extended runway. 

I-535 



-- 24--

It should be noted, the 49% ASV was reached, prior to any airfield changes, 

construction of parallel taxiways, planned massively enlarged new terminal, 

runway protection zone obstacle clearances, planned new air traffic control tower 

(ATCT) or recruitment of additional commercial airlines (actively in progress).  It 

is not unreasonable to believe that the moment the new, massively enlarged 
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terminal construction is complete, the next phase of expansion planning will be 

underway.  TTN and their hired engineers are deliberately using low numbers to 

disarm the community by disingenuously presenting this massive, self-

perpetuating project as a “replacement terminal.” By utilizing the unrealistic 

growth rate of 1-2% per year,  TTN is attempting to not only dupe the public but 

also to circumvent proper NJDEP and NEPA oversight. Given the consistency with 

which these inaccurate numbers are repeated, even when exposed as gross 

underestimates by Mercer and Bucks County residents, one can only conclude that 

it is a deliberate choice.  Indeed, by avoiding accurate information, TTN can skirt 

the protections afforded us by federal law.  We believe that post expansion,  

accurate operational use, with accurate flight volume, accurate ground traffic 

estimates and detailed physical plant/building operations (lights, AC, power to the 

gates and aircraft, etc.) must be considered with regard to air quality, climate and 

health. 

This project must be comprehensively considered using independently 

verified volume and operations predictions. Without adequate volume predictions, 

the risk to our air quality, climate, water, and public health is unknown and 

potentially disastrous. 

V. The Project Is Interconnected to Other Projects at the Airport. 

NEPA requires that a “single course of action” be analyzed together as a 

complete project. 40 C.F.R. § 1502.4(a). “In considering whether the effects of the 

proposed action are significant, agencies .... [s]hould consider connected actions,” 
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which “should be discussed in the same impact statement." 40 C.F.R. §§ 1501.3(b),

1501.9(e)(1). Actions are “connected” if they “[c]annot or will not proceed unless other 

actions are taken previously or simultaneously.” Northern Plains Resource Council, 

Inc. v. Surface Transp. Bd, 668 F.3d 1067, 1087 (9th Cir. 2011) (citing former 40 

C.F.R. § 1508.25(a)(l)(ii) now reflected at 40 C.F.R. § 1501.9(e)(l)(ii)). If the 

subsequent action meets this criterion and it has no “independent utility,” e.g., it 

“would have taken place with or without the other [project],” then it must be analyzed 

in the same environmental document. Northern Plains Resource Council, supra, at 

pp.1087-1088. 

 

Despite TTN’s insistence that the Terminal project has “independent utility,” the 

Airport Layout Plan (ALP), found within the Airport Master Plan, finalized in June 

2018, details TTN’s comprehensive vision for the airport. All of these projects have 

single goal: to allow the Airport to increase capacity and maximize throughput. The 

Airport has proposed and carried out numerous related projects, each interconnected, 

dependent upon and supportive of the other. These projects include:  

• Reconfigured taxiways;  

• Reconfigured connectors and aprons;  

• Construction of a new Air Traffic Control Tower;  

• Development of a new electrical grid;  

• Construction of a new aircraft rescue & firefighting station (ARFF); and  
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• Extensive Runway Protection Zone (RPZ) and Obstacle Mitigation 

Clearances, which involves the massive removal of trees and the purchase of 

surrounding homes and properties.

Years of incremental growth and segmented projects have been implemented in 

support of the vision outlined in TTN’s 2016 Master Plan and 2018 Master Plan 

Update, the culmination of which is this Terminal Replacement and Expansion 

Project. (Source: F.10 June 2018 Final TTN Master Plan Appendix D ALP as provided 

by FAA) 

It is ludicrous for the FAA, County, and airport officials to maintain that each of 

these projects have independent utility and should be considered individually, without 

regard to the other projects and without consideration of the functional end result: a 

dramatically expanded airport. These projects have no utility other than to support 

the improved efficiencies and increased functioning of each other.  In pursuit of this 

expansion, TTN’s classification was changed from  
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Commercial Service (CS) to Primary.

If this common sense, obvious conclusion is not persuasive, then consider the 

FAA’s Airport Improvement Program (AIP) regulations and criteria for both funding 

grants and approving the collection and utilization of Passenger Facility Fees to offset 

expansion costs.  The AIP criteria makes it abundantly clear that these programs and 
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processes are directly related.  This is particularly relevant in the case of the 

Replacement Terminal Expansion Project, the funding of which is proposed as a series 

of bonds to be repaid by Passenger Facility Fees, for which the airport needs specific 

FAA approval.  

FAA Order 5090.5, table 3-4  specifically lists criteria by which the FAA considers 

Sponsors, such as Mercer County, as candidates for inclusion in the National Plan of 

Integrated Airport Systems/Airport Improvement Program (NPIAS) Airport 

Improvement Plan (AIP) grant process: 

• Demonstrates how the airport will meet the operational activity required 

within the first 5 years of operation.

• Provides enhanced facilities that will accommodate the current aviation 

activity and improve functionality as well as provide room for future 

development based on imminent justified demand.

• Can the proposed airport sponsor demonstrate that the airport has these 

characteristics:

o Expandable and reasonably affordable to maintain and develop?

o Able to meet increased demand and accommodate new aircraft types?

o Permanent, with assurance that it will remain open for aeronautical 

use over the long term? 

Compatible with surrounding communities, maintaining a balance between the 

needs of aviation, the environment, and the requirements of the airport’s 

neighboring residents.FAA Order 5090.5, table 3-4.  

I-541 



-- 30--

Pursuant to these growth objectives, the FAA requires certain airfield and property 

conditions be met before applying for a grant for a new terminal. 

From Assurances, Airport Sponsors, FAA, 2/2020. 

The FAA conditions for funding for terminal development projects in FAA 

Order 5090.5 Table 4-3, mirror the 50+ segmented projects that have been 

implemented (either completed or are underway) at TTN in advance of seeking FAA 

approval for the Massive Terminal Expansion Project. The parallel between the FAA 

prerequisite checklist and the numerous, segmented projects undertaken by TTN 

over the past several years, reveal how all of the projects are interconnected and 

related to each other. None of them have “independent utility.”
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The first prerequisite, ”Airport Land,” requires that an airport own of all land for 

development, expansion and runway obstacle clearances. TTN’s ongoing acquisition 

of surrounding properties and reversion to aeronautical use of other properties is its 

fulfillment of this requirement:

Jones Farm: Acquired from the State Department of Corrections, 

Parcel A of the Naval Air Warfare Center: Acquired from US Navy

Surrounding residential properties: Acquired from residents during Runway 

Protection Zone Approvals.

Mountain View Golf Course, owned by Mercer County, is located on airport 

property (Master Plan Update, part 2, 3-21) 

County morgue: already reverted to Airport use
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Properties approved for temporary non-aeronautical use--extension needs 

ongoing FAA approval (Airport Layout Plan Conditional FAA Approval) 

 County Impound Lot  

 Civil Air Patrol

Salt Dome 

Soccer Fields  

The second element, “Primary Runway,” was repaved and an Engineering 

Materials Arresting System (EMAS) was added to the Runway Safety Area (RSA); an 

enlarged obstacle clearance zone is underway with the FAA sanctioned Runway 

Protection Zone & Obstacle Mitigation (RPZ). 

FAA issued an FONSI/ROD for the RPZ Environmental Assessment despite 

significant environmental concerns raised by Mercer and Bucks residents.  The RPZ 

was promoted as being necessary for safety and yet the 2018 Master Plan Update, Pg 

4-8,  states that “[e]xisting services and operations at the Airport operate safely and 

efficiently from both Runways 6-24 (6,006 feet long) and 16-34 (4,800 feet long)”.  

Obviously, if conditions were not safe for current flight volume and fleet, the airport 

would not be allowed to operate.  As clearly stated above, the RPZ obstacle clearances 

contained within infrastructure element #2 (Primary Runway conditions),  are 

related to and a prerequisite for  AIP-funded terminal expansion. Consideration of the 

RPZ documents and their relationship to the terminal expansion funds, leads to the 

obvious conclusion that increased enplanements and volume, including operations in 

poor weather conditions, and the potential for future expansion, are at least as 
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important as any theoretical safety concerns.  Simply said, to obtain FAA/AIP 

approval to fund a new, expanded Terminal, a sponsor needs to prove that the safety 

needs of the new terminal and its associated increased volume will be met AND will 

yield sufficient increased volume to repay FAA-backed airport related bond debt 

within 5 years. Yet, airport officials continue to position these co-dependent projects 

as distinct and unrelated.

Continuing down the listed criteria in table 4-3, one can see that TTN has 

systematically completed the mandatory prerequisites: new lighting, signage & 

markings, runway friction treatment, aprons, new parallel taxiways (approved with 

CATEX permits, as discussed later), perimeter fencing and instrument landing 

procedures.  The Airport Layout Plan (ALP) has been masterfully carved into smaller 

segments while declaring to the public that they are independent and no expansion 

is occurring.  It is obvious that these projects are interrelated and synergistic: neither 

would exist alone and both potentiate the other.  

Moreover, by purposely avoiding consideration of the Airport Master Plan as a 

functional unit, TTN Airport officials have circumvented comprehensive NJDEP 

oversight. Specifically, in presenting only limited portions of individual larger 

projects for NJDEP permitting, TTN has deliberately restricted the jurisdiction of the 

NJDEP. This intentional segmented approach is clearly demonstrated in the 

discussion of the first parallel taxiway below, where FAA approved Categorical 

Exclusion (CATEX) “repairs” were incorrectly used for entirely new construction.   

This intentional misrepresentation is geared to limit NJDEP involvement, avoid 
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construction over what is currently grassland.   Despite the fact that the D to G 

connector comprises at least  of the taxiway length and paves over > mile of 

grassland, the connector was submitted as a separate “Repair and Maintenance”

project. As such, the application circumvented the air quality impact questions and 

falsely claims it will not change airfield operations. Additionally, by misrepresenting 

this newly paved surface as a repair, the connector’s contribution to stormwater 

runoff and risk of hazardous contaminant spread have been overlooked. Not 

surprisingly, the airport has already obtained a CATEX  “repair and maintenance” 

approval for a second taxiway connector of entirely new construction, Taxiway B. As 

these connectors about the newly renovated/widened taxiway F, the polluted Naval 

Air Warfare Center, and other airfield changes, it provides one more example of why 

the airport must be evaluated collectively and holistically with regard to cumulative 

environmental and secondary impacts. 

In addition to constructing the D to G  taxiway in parts, one must consider the 

utility and impact of parallel taxiways as a required infrastructure element included 

in table 4-3 (above).  Trenton currently has 2 runways. Neither has a full length 

parallel taxiway. The airport layout plan calls for dual full-length, parallel taxiways, 

two for each runway, the intention of which is to maximize volume by creating one-

way traffic. Dual Parallel taxiways allow for queueing, *put FAA document link AND 

mercer co screen shot saying opposite) yet TTN airport officials insist this is not the 

case. Again, “safety” is invoked in the pursuit of volume-expanding parallel taxiways.  

However,  other FAA documents encourage as few intersections as possible, because 
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intersections increase the risk of collisions and additional parallel taxiways increase 

the risk of  incursions onto the wrong lane. Currently, Trenton taxiways do not cross 

the central portion of the airfield, but travel along the perimeter, avoiding dangerous 

intersections.  The creation of dual parallel taxiways w TTN’s current X-shaped 

runway configuration, will lead to 9 airfield intersections, when all parallel taxiways 

are completed.  It is difficult to imagine 9 intersections are safer than the current 

single, central airfield intersection. 

 

VI. An EIS Must Be Developed to Take a Hard Look at the Proposed 
Action’s Adverse Impacts. 

 NEPA requires federal agencies to carefully identify and analyze the 

environmental effects of their proposed action. Strycker’s Bay Neighborhood Council, 

Inc. v. Karlen, 444 U.S. 223, 226-228 (1980). This means that federal agencies must 

take a “’hard look’ at the impacts of their actions by providing a reasonably thorough 

discussion of the significant aspects of the probable environmental consequences.” 

Center for Biological Diversity v. National Highway Traffic Safety Admin., 538 F.3d 

1172, 1194 (9th Cir. 2008) (internal quotations omitted). The hard-look requirement 

entails “both a complete discussion of relevant issues as well as meaningful 

statements regarding the actual impact of proposed project.” Earth Island Inst. V. 

United States Forest Serv., 442 F.3d 1147, 1172 ((th Cir. 2006) (abrogated on other 

grounds by Winter v. Natural Resources Defense Council, Inc.  555 U.S. 7 (9th Cir. 

2006)). By misleading the public about the number of gates and aircraft parking 

positions and by using grossly underestimates of passenger enplanements and 
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commercial operations the DEA fails to address the adverse environmental impact 

that the terminal project will have. As discussed below, the DEA fails to take a hard 

look at several adverse environmental effects of the Proposed Action, including water, 

transportation, health, noise, environmental justice, and socioeconomic effects, as 

well as cumulative impacts.
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A. The DEA fails to take a hard look at the Proposed Action’s Water
Impacts
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Our concerns regarding water relate to storm runoff, the potential for PFOS 

contamination, adequacy of deicing runoff containment systems with regard to 

wildlife and downstream drinking water. Recent review of Stormwater permit and 

management documents as well as ORPA requests for stormwater testing, indicates 

that the Airport is not operating with appropriate stormwater permit and is not 

testing stormwater for current operations and impact. Deicing is currently taking 

place during winter months without adequate containment systems in place. This is 

irresponsible management and given the documented contaminated sites on and 

surrounding the airport property, as well as the increase in impervious surfaces, it is 

inconceivable that the streams, wetlands and aquifers are being protected by the 

building projects currently planned and going on at Trenton Mercer Airport.

1. Runoff 

The Watershed Institute estimated that the tree canopy lost with RPZ obstruction 

removal will result in an increased runoff of 1,476,670 gallons/year (RPZ EA, 

Appendix P-200). Further increases in impervious surfaces are associated with the 

enhancements of: Runway 34, Taxiway D, FlightServ Terminal, Scotch Road 6 acre 

parking lot, the planned new Passenger Terminal, 900 car parking garage, additional 

roadways, dual parallel taxiways for both runways, new air traffic control tower, new 

airplane rescue & firefighting station, and larger terminal apron. This large increase 

in built environment will further increase runoff and possible flooding. 

Rainfall/Storm severity in NJ anticipates increases up to 71% with average annual 

rainfall 14” greater in recent years. This increase in runoff and flooding will impact 
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surrounding area streams, wetlands and known toxic and heavily contaminated 

areas on the airport property.

2. PFOS/PFOA Contamination

Adjacent to Trenton Mercer County Airport is the heavily contaminated Former 

Naval Air Warfare Center (NAWC), which has been divided into Parcels A and B. 

TTN has now acquired and plans to develop Parcel A as the Flightserv Terminal. 

Parcel B continues to be owned by the Navy. Both Parcel A and B have known 

contaminated ground and surface water, including: volatile organic compounds 

(VOCs), particularly trichloroethene (TCE), heavy metals and other contaminants in 

concentrations that continue to exceed EPA standards 

and Per/Polyfluoroalkyl Substances (PFOS/PFOA), which remains untreated. 
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Contaminated groundwater from Parcel A flows through the Navy-run 

remediation facility on Parcel B. Post-treatment water is released into Gold’s Run, a 

sensitive tributary that flows to the Delaware. The RPZ project calls for 

approximately 7.4 acres of tree removal within 100 feet of contaminated NAWC 

Parcel A (Figure 4.4 below). 
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PFOS/PFOA are not included in the toxins being monitored or treated by the Navy 

but, if spread, pose significant risk because they do not degrade over time. 

Per/Polyfluoroalkyl Substances (PFOS/PFOA), in some areas >100 x the NJDEP 

drinking water limit, have been documented at NAWC Parcel A; PFOS/PFOA were 

found in 13 of the 24 wells sampled in June 2016 (Tetra Tech p. 2-11) and 23 of 38 

wells sampled according to a 2018 Department of Defense Congressional Brief from 

Rep. Fitzpatrick, communication below.
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The New Terminal and ARFF EA documents the contamination of PFOS/PFAS in 

the area of the new terminal building site. There is no mention of PFOS/PFAS being 

tested for at the new ARFF which is to be built at an old NJ National Guard site, with 

known PAH and arsenic contamination. It would seem prudent that given the history 

of the use of airport property, the number of documented spills, use of land and soil 

fill, as well as known contamination both on and within close proximity to known 

groundwater contamination of PFOS/PFOA, that extensive testing for PFOS/PFOA 

would be conducted for every building project on the airport property.

3. Surface water: 

Of potentially greater concern, is contamination in stormwater outfall drainage in 

the area where Parcel A and RPZ obstruction removal meet: “Maximum PFOS 

concentrations (greater than 1,000 ng/L) were detected in groundwater and outfall 

samples in the eastern half of the former facility, including one outfall sample at the 

facility boundary” (pg. 4-1). This report showed the highest PFOS/PFOA 

contamination at the edge of Parcel A in close proximity to Runway 34 & RPZ 

tree removal. The report recommended that additional investigation beyond Parcel 

A should be undertaken and that Gold’s Run be sampled. PFOS/PFOA are not 

mentioned in the RPZ EA, despite proximity of contamination to RPZ obstruction 

removal & potential risk of spread.

The RPZ project plans limited soil sampling in the vicinity of Runway 34; there is 

no commitment to test PFOS or to extend the area of testing to the edge of Parcel A. 

There are also no plans to test the outfall runoff or Gold’s Run tributary as 
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recommended in the Tetratec Report. The RPZ EA’s plan to leave stumps in place to 

avoid disruption of contaminants fails to acknowledge the impact on water absorption 

provided by live, mature trees with functioning root systems. The increased runoff 

will risk the spread of untreated PFOS/PFOA and possibly additional toxic 

contamination from nearby areas (See also Recent NAWC Water Analysis: Koman 

Government Solutions: Final Fall Fourth Quarter 2018 Semi Annual Long Term 

Monitoring Report NAWC Trenton NJ, published 7/1/20). 

4. Deicing Containment

TTN’s volume has dramatically increased over the past 5 years; it is unclear 

whether deicing & jet fuel containment systems have met this increase, particularly 

in light of record rainfall during the past two years. In 2019, TTN purchased 40,000 

gallons of liquid runway deicer & 40 metric tons of solid runway deicer. TTN’s new 

deicing & jet fuel containment system is years away and with flight volume 

underestimated the potential for additional chemical runoff is real. 

5. NAWC Treatment Facility Capacity

The Navy continues to remediate numerous contaminants on Parcel B, yet 

the capacity of NAWC’s remediation facility to handle increased drainage is 

unknown. During a recent Mercer County Commissioners meeting, the airport 

attorney, Markind referred to the barrier as being “in significant disrepair”. The 

U.S. Global Change Research Program study The Impacts of Climate Change on 
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Human Health in the United States: A Scientific Assessment notes that increased 

flooding and storm events “increase the risk that infrastructure for drinking water, 

wastewater, and stormwater will fail due to either damage or exceedance of system 

capacity, especially in areas with aging infrastructure”.

B. The DEA fails to take a hard look at the Proposed Action’s Air 
Quality Impacts 

 

1. Non-attainment 

The Airport and Mercer County Commissioners have hired an agency to recruit 

additional commercial carriers to meet expanded capacity. Mercer County is in a 

nonattainment area for 8•hour ozone and maintenance area for carbon monoxide and 

PM2.5. Given our current poor air quality, it will only require a doubling (9000/year) 

of the 2019 number of passenger jet operations (4500/year) to reach the minimum 

thresholds (100 tons CO) that will worsen the attainment status we are currently in. 

The airport has only studied the effects of their construction activities on air quality. 

The amount of pollution emitted in one landing/takeoff cycle of a Frontier A320/319 

passenger jet contains approximately 6900 lbs of C02, 20 lbs of NO, 38 lbs of CO, 2 

lbs S02, 1 lb Methane, 8 lbs Hydrocarbon. These calculations do not even take into 

account the corporate jet landing/takeoff cycle emissions which are also considerable.

2. Ultra-Fine Particulate Matter (UFP) & Ultra-Ultra Fine 

 Particulate Matter (ultra-UFP) 

In 2014, a groundbreaking study using mobile air quality monitors 
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demonstrated that particulate matter from airplane emissions spread 10 miles 

outside of the flight path. This was not just for takeoff and landings, as previously 

presumed, but for overflights as well. Specifically, pollutants measured 4-5 fold at 6 

miles downwind and persisted 2-fold at 10 miles downwind. The authors of the study 

concluded that air traffic exhaust was the “same general magnitude as the entire 

urban freeway network” occurring overhead, raining down on residents. Their 

findings “indicated that the air quality impact areas of major airports may have been 

seriously underestimated”. 

Until recently, studies regarding Traffic Related Air Pollution (TRAP) and 

Particulate Matter (PM 2.5, diamete

address smaller Ultrafine Particles (UFP, diameter <100 nanometers nm) or the 

explicit contribution of aviation-origin emissions. The highly significant Mov-Up 

Study, published in December 2019, utilized mobile air sensors to specifically 

delineate road vehicle exhaust from airplane emissions. The researchers were able to 

identify a fingerprint of UFP and ultra-UFP definitively emitted by planes. The Mov-

Up researchers found that the size and velocity with which aviation UFPs are thrust 

from jet engines, allows for much further spread than heavier ground vehicle 

emissions, which fall to the surface a relatively short distance from roadways. 

Additionally, the velocity with which UFPs travel prevents adherence to other 

particles, allowing the UFPs to reach the earth unchanged in size. The significance 

of UFP’s <100 nm size is demonstrated in UFP’s ability to permeate human tissue 

barriers far more efficiently than other PM; emerging studies correlate UFP with 

I-559 



-- 48--

significant tissue inflammation, injury and risk, as outlined in the health section 

below.

Related studies have shown that the size and velocity of aviation-emitted UFPs 

allow for concentration indoors, and the concentrations in homes of aviation-origin 

UFP and NO2 were comparable to or exceeded near-road regulatory monitors. 

Related reports demonstrated the inadequacy of stationary air quality monitors to 

accurately estimate residential exposures. 

The environmental toxicology studies regarding UFP and ultra-UFP recently 

published, support the fact that these particles, while causing the most human harm, 

are so miniscule, <100nm, that they are significantly underestimated in PM 2.5 

studies. While UFP is not specifically regulated, the associated harms to health are 

well documented and cannot be overlooked in light of proposed massive aviation 

volume expansion. 

3. Future Technological Developments

Once the FAA assists TTN in the massive airport expansion with an AIP grant, 

there are built in triggers for additional growth and inability for the community to 

place limitations on size of planes or hours of operations. Additionally, the National 

Air Space is moving from Radar to Satellite (NextGen) and from Air Traffic Control 

Tower Voice to Text Communications (DataComm). While this technology is excellent 

for safety, both of these measures have allowed the industry to maximize operations 
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by creating very specific and narrow lanes of travel, decreasing vertical and lateral 

distances between planes, and improving efficiencies. Our central Northeast corridor 

location already subjects us to record overflight aviation and pass-through ground 

vehicular traffic. The impact of background Traffic Related Air Pollution must be 

considered with the end-use of a fully built TTN airport. 

C. The DEA fails to take a hard look at the Proposed Action’s Impact 
on Soil and Farmland 

While most consider plane emissions to impact only air, data is emerging 

demonstrating dangerous organophosphate emissions landing on & permeating soil 

and water and being taken up by vegetation.  A study at Albany (60K flights/yr) shows 

just that. TTN’s neighbors include many farms, public open spaces, schools and 

homes, yet expansion analysis has been limited to airport property. 

The exact composition of aviation-emitted UFP will be further delineated in 

the ongoing Mov-Up Part 2: “The Characterization of Urban Nanoparticles”. There is 

concern that aviation related UFPs contain heavy metals, as demonstrated by a study 

examining soil contamination surrounding the international airport in Delhi, India. 

Of additional concern is the recent report of aviation-emission organophosphates in 

the water, soil and vegetation surrounding Albany airport. The related graphic 

demonstrates why, given the abundance of farmland under TTN’s flight paths, 

including many organic farms and orchards, the ultimate volume of operations must 

be considered. 
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D. The DEA fails to take a hard look at the Proposed Action’s
 Climate Change Impacts 

In addressing the issues raised by climate change and greenhouse gases, the 

ultimate utility/projected operating capacity of the Airport should be considered that 

would include both expansion of Trenton Mercer Terminal as well as the 

interconnected projects. This particularly true in light of aviation’s growing 

contribution to greenhouse gases and climate change, which is largely unregulated. 

Thus, the alarming speed at which aviation negatively impacts climate change has 

also been unrecognized. Although the EPA ruled in 2016 that "Greenhouse Gas 

Emissions From Aircraft Cause or Contribute to Air Pollution That May Reasonably 

Be Anticipated To Endanger Public Health and Welfare" no regulations were 

proposed. Only recently have aviation-related GHG Emission Standards for aircraft 

been proposed. 

The FAA-approved TTN Airport Runway Protection Zone Environmental 

Assessment emphasizes the veracity and magnitude of this issue:  

4.2.2: Climate Change: Since there are no federal or state standards for 

aviation-related GHG (Greenhouse Gas) emissions, there is no significant 

impact threshold for GHGs” (pg. 4-9). 

While disturbingly unregulated, greenhouse gas emissions are only one 

component of aviation’s contribution to global warming. The impact of aviation on 

climate change should be considered in the context of Effective Radiative Forcing 

I-562 



-- 51--

(ERF) which also includes the synergistic impacts of contrail cirrus and Nitrogen 

Oxides. Calculating the True Climate Impact of Aviation Emissions explains the 

interrelated and expansive effects of both GHG and Non-CO2 aviation emissions on 

our climate crisis.  

The DEA fails to acknowledge these climate impacts, yet proves a detailed 5 

page description of construction vehicle emissions . Astoundingly, there is no analysis 

of anticipated emissions after completion of Terminal Replacement and Expansion 

Project and other related capacity-increasing projects: enlarged passenger terminal, 

redesigned taxiways, new Air Traffic Control Tower--all designed for increased 

efficiency and volume. Even if airplane contributions to current air quality and 

climate had been calculated, the result would have underestimated the actual impact: 

plans submitted to the FAA for both the RPZ and the terminal expansion significantly 

underestimate the capacity of the finished Master Plan projects. As noted above, the 

analysis employs total operations calculations for 2035 which had already been 

surpassed by 17,000 operations as of April, 2019. 

Similarly omitted is the anticipated increase in on-ground facility operations, 

increased passenger car volume, and significantly increased flight operations after 

the airport has realized its master plan expansion and is working at full capacity. 

The increased burden of pollutants coupled with warmer temperatures further 

accelerates this detrimental process. “Climate change could alter the dispersion of

primary pollutants, particularly particulate matter, and intensify the formation of 
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secondary pollutants, such as near-surface ozone”. Warmer temperatures escalate the 

rapidity with which ozone is formed. Mercer County is in 8-hour ozone 

nonattainment. The synergistic relationship of climate change & ozone formation will 

cause a self-perpetuating and inter-related cycle of environmental and human health 

harms, including ozone-related deaths. Again, the expansion of Trenton Mercer 

Airport cannot be considered as a building and airfield in isolation but must be 

earnestly addressed with regard to emissions related to its intended end-use. 
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E. The DEA fails to take a hard look at the Proposed Action’s
 Environmental Justice impacts

NEPA requires federal agencies to “analyze the environmental effects including 

human health, economic, and social effects, of Federal actions, including effects on 

minority communities and low-income communities, when such analysis is required 

by NEPA.” Exec. Order No. 12898, 59 Fed. Reg. 7629 (1994). Analysis of 

environmental justice, or "EJ'', as it is known, should consider the unique conditions 

of a region and its population and draw its boundaries for the affected environment 

accordingly, which “may be larger (or smaller) and differently shaped than the 

boundaries that would have been drawn without the existence of [unique conditions],” 

Federal Interagency Working Group on Environmental Justice & NEPA Committee, 

Promising Practices for EJ Methodologies in NEPA Reviews (Mar. 2016). Agencies 

may need to revise their “baseline characterization ... of the affected environment” to 

reflect "pockets of minority population and low-income populations.” Id, p. 17.

The DEA inadequately assesses EJ impacts by failing to properly characterize 

the affected environment.The EJ Analysis for the TTN Terminal Expansion and the 

RPZ limit consideration to Ewing, the location of the airport, and conclude Ewing is 

I-565 



-- 54--

not an EJ community either with regard to income or minority population. The 

terminal plan then lists statistics individually for Hopewell Township and Yardley 

borough as well as Mercer County as a whole. The city of Trenton, an EJ community 

by both economic and minority population criteria, is not considered individually but 

as part of Mercer County as a whole, potentially diluting any effect on this vulnerable 

population. This is significant because we know that aviation emissions travel 10 

miles downwind, and that aviation related UFP are related to preterm delivery, in 

addition to other health concerns listed above. 

According to March of Dimes, the preterm birth rate in New Jersey is 9.6% and 

the preterm birth rate among Black women is 48% greater than all other women. The 

EPA’s Environmental Justice Screening tool, EJ screen, clearly demonstrates the at-

risk population within the 10-mile radius of the airport. Additionally, Trenton is 

closer to the airport than many parts of Hopewell Township, which are included in 

the submitted analysis. 
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Downwind directional spread of aviation emissions needs to be assessed and then 

multiplied in consideration of the actual anticipated volume of flight operations post 

expansion. Consideration of preterm labor, asthma, heart attacks and other TRAP 

related diseases should be assessed.
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F. The DEA fails to take a hard look at the Proposed Action’s
Noise  Impacts.

1. DEA fails to take the findings of the FAA’s Neighborhood 
Environmental Survey into account
By claiming that there will be no increase in flight operations over the very 

minimal projected growth, this draft EA fails to measure the current, real noise 

impacts of the HF/LC Frontier Airlines flights and the future detrimental impacts 

from the multiple other airlines being actively recruited by TTN. Recognizing that 

the FAA Neighborhood Environmental Survey (NES) (incorporated here by 

reference) identified errors in the current  FAA sound analysis, an updated  noise 

analysis  under the flight path should be conducted using realistic future growth 
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numbers reflecting the double digit growth in the 2017- 2019 passenger jet operations

at TTN.

In addition,  a part 150 study should be conducted including "N-above" counts 

of aviation events that are 50+ decibels, 55+, 60+, 65+ and  counts for times 7am to 

10pm and 10pm to 7am (Day and Night).  It should be segmented  by census block or 

by square acre  which should be part of the  AEDT software.  

2. The DEA neglects to account for Infrasound:  

A significant but unaddressed component of noise is Infrasound: The low 

frequency sound waves that are below the limit of human hearing  and are 

experienced as vibration.   Because this low frequency sound is inaudible, it is 

unaccounted for in FAA noise metrics. Infrasound, also known as C-weighted sound,  

is the  result  of  violent air eddies created from air disruption as the planes pass 

overhead.  The resulting vibrations penetrate buildings and human tissue. Anyone 

who is unlikely enough to experience this vibration in their home or school, can testify 

to how uncomfortable and disturbing these vibrations are.  Worse, is the emerging 

data that infrasound vibrations compound the negative health impacts of typical A-

weighted noise and aviation UFP emissions. . Both the results and the delay in 

publishing of the NES study demonstrate the FAA’s proindustry bias and disinterest 

in thoroughly understanding and minimizing the impact to residents on the ground.   

We demand that sound studies include dual measurement include all sound both A 

weighted and C weighted vibratory sound.   
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G. The DEA Fails to Take a Hard Look at the Proposed Action’s 
Socioeconomic Impacts on Nearby Residents and Businesses

NEPA requires federal agencies to examine all potential adverse effects of a 

Proposed Action, including “economic …. , social, or health effects,” that “occur at the 

same time and place as the proposed action” or that “are later in time or farther 

removed.” 40 C.F.R. § 1508.1(g); see also § 1502.16(b). The socioeconomic costs of a 

project related to physical environmental impacts, including adverse effects on 

property taxes, must be analyzed. See Minisink Residents for Environmental 

Preservation and Safety v. FERC, 762 F.3d 97, 112 (D.C. Cir. 2014). Here, the DEA 

does not address the socioeconomic impacts of the Proposed Action. Specifically, these 

effects are not adequately addressed because the DEA does not include any actual, 

quantitative analysis of the Proposed Action’s potential economic and social effects. 

Instead, the DEA simply provides demographic information without any indication 

whether the Proposed Action would have any socioeconomic impact. The DEA fails to 

address economic costs of the new terminal.

For example, it is well-known that airports reduce home values, which, in turn, 

affects property taxes. There are also costs associated with treatment of respiratory 

diseases caused by increased particulates, and costs of cleaning and repainting 

buildings caused by airport air pollution. These costs will be borne not by the Airport 

but by the residents and jurisdictions in area surrounding the Airport while receiving 

little or none of any economic benefit. The DEA does not discuss any of this. 

Notably, the DEA states that the “Proposed Action is located mostly on Airport 

property and is not anticipated to negatively affect landowners, and therefore would 

I-570 



-- 59--

not produce a substantial change in the community tax base.” DEA, p.5-28. Yet, as 

noted the DEA does not actually consider whether the Proposed Action would 

adversely local tax bases. Conclusions that because the Proposed Action is located on 

Airport Property does not mean that its impacts will not have an effect on the 

community’s tax base. The DEA should be revised and recirculated to assess the 

potential loss of property taxes, along with short-term economic impacts related to 

nuisance caused by construction. 

VII. The DEA fails to take a hard look at the Proposed Action’s health 
impacts
NEPA requires an agency such as the FAA to analyze the direct and indirect 

environmental consequences that a proposed action might have on public health and 

safety. 40 C.F.R. §§ 1501.3(B)(2)(III), 1502.16(a) – (b), 1508.1(g). A federal agency 

normally meets this statutory requirement by preparing a health risk assessment 

(“HRA”) or other comparable study, that is subject to a public comment and review 

process to ensure all “likely health effects” are “adequately disclosed.” Natural 

Resources Defense Council, Inc. v. U.S Dept. of Transp., 770 F.3d 1260, 1272 (9th Cir. 

2014);  see also Beverly Hills Unified School District v. Federal Transit 

Administration,  No. CV- 12-9861-GW (SSX) 2016 WL 4650428, at *61 (C.D. Cal., 

Feb. 1, 2016). As discussed below, the DEA fails to take a hard look at the Proposed 

Action’s air quality impacts by failing to include an HRA or any comparable analysis 

and provides no support for the health and safety conclusions made in DEA 4.12.3.  
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As a threshold issue, the DEA’s analysis is improperly constrained to 

consideration only of health impacts to children. NEPA does not limit an agency’s 

health impact analysis to just children; rather, it mandates an agency consider “the 

degree of [a proposed action’s] effects on public health and safety.” 40 C.F.R. § 

1501.3(b)(2)(iii), emphasis added. The Environmental Protection Agency’s (“EPA’s”) 

guidance advises agencies such as FAA to assess health impacts for all “population 

groups of concern.” 

An HRA for a proposed action of this size and scope should include, at least, 

emissions estimations of hazardous air pollutants (“HAPs”), exposure assessments, 

dose-response assessments, and a potential health risk quantification. This requires 

consideration of all construction and operational sources of emissions, including on-

and off-road equipment, and emissions/toxins associated with demolition. For 

example, the DEA indicates that there may be per- and polyfluoroalkyl substances 

(PFAS) and/or other toxic materials, such as perfluorononanoic acid (PFNA), 

perfluorooctanoic acid (PFOA), and perfluoroctanesulfonic acid (PFOS),  in soil 

unearthed as of the project and in the groundwater. In addition, the soil underneath 

and around the Airport likely contain other federally regulated substances, such as 

volatile organics, semi-volatile organics, PCBs, metals, pesticides, and petroleum 

hydrocarbons. The task of removing and remediating this contamination, alone, 

should be subject to an HRA-style analysis before the construction phase begins. 

Moreover, while the federal government may not consider diesel particulate 

matter (“DPM”) exhaust in total to be a carcinogen, nearly all of the more than twenty 
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individual exhaust constituents are regulated as HAPs by the Federal Clean Air Act 

. 42 U.S.C. § 7412(b). As such, the DEA should include an HRA that analyzes 

potential health impacts from construction activities, on-going airport ground 

operations (ground support equipment, emergency generators, truck deliveries, etc.) 

and aircraft operations. Exhaust from all of these sources contains benzene, 

formaldehyde, PAH’s, naphthalene, acetaldehyde, acrolein, 1,3-butadience, 

chlorobenzene, propylene, xylene, ethyl benzene, arsenic, cadmium, chromium, lead, 

manganese, mercury, nickel, and selenium. These toxic contaminants must be 

analyzed in the DEA in relation to human health. 

The DEA, in an effort to be as transparent and informative as possible as 

required by NEPA, should contain an HRA that includes all of the aforementioned 

sources and associated risks to human health. An HRA is critical for ensuring an 

adequate disclosure of the Proposed Action’s health effects to the public and 

decisionmakers. Natural Resources Defense Council, supra, 770 F.3d at p.1272.  

As indicated above, the DEA does not include any useful air emissions data to 

allow anyone to determine whether residents or other members of the public may be 

exposed to harmful emissions during the Proposed Action’s and due to the increase 

in operations from the Airport. The DEA addresses only annual construction 

emissions measured in tons per year, which does little to aid assessment of the 

surrounding population’s daily exposure to toxic construction and aircraft operations 

air emissions. To properly assess this specific impact, FAA must look at daily average 

construction emissions for at least particulate matter (“PM”)2.5, PM10, and nitrogen 
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oxide (NOx) – all of which are toxic at certain concentrations and can create long-

term health effects in adults and children.  This analysis is crucial to ascertain 

potential health impacts to the immediately surrounding population. The statement 

that, “there would be no  significant air quality impacts resulting from the Proposed 

Action” is misleading and premised on the inaccurate presumption that disclosure of 

potential health impacts is unnecessary. 

Furthermore, when preparing the HRA for the Proposed Action, the study area 

should be expanded to include a broader range of sensitive receptors. A cursory 

review shows several schools, hospitals, and other sensitive receptors exist within a 

two mile radius of the Airport property. Construction-related emissions such as diesel 

construction trucks and soil hauling would be expected to impact areas more than 

two miles away as a result of their operational characteristics and haul routes. 

Additionally, aircraft exhaust and noise from the increase in aircraft operations and 

change in the type of aircraft using the Airport will also affect an area considerably 

larger than the project area. 

The DEA implies that there are no significant impacts that would 

disproportionately affect children’s health or safety, including those related to air 

quality because the DEA found that “there are no schools, daycares, parks, and/or 

children’s health clinics in the project areas.” However, the DEA’s focus on the 

“project areas” and not the surrounding areas is too restrictive. The FAA should 

prepare an HRA for the Proposed Ac 

A Health Impact Assessment or similar public health analysis should be part 
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of the TTN environmental analysis. The significant harms to human health of poor 

ambient air quality are well known. Extensive correlations have been demonstrated 

in diverse illnesses, impacting all segments of the population. Air quality related 

illnesses include breast cancer, brain tumors, asthma and non-smoking COPD, heart 

attacks, poor cognition, Sudden Infant Death Syndrome (SIDS), neonatal ICU 

admissions and preterm delivery. Recent data linking Traffic Related Air Pollution 

(TRAP) to Pregnancy related complications such as preeclampsia and gestational 

hypertension, is particularly alarming given the maternal mortality crisis occurring 

nationwide. A well-designed study documented airport delays and taxiing time to an 

increased incidence of hospitalizations for asthma and heart attacks. Data is now 

emerging regarding the specific risk of UFPs. UFPs cause unique risk to health 

because their small size allows passage across tissue barriers, including the difficult 

to permeate blood-brain barrier. Recent NIH studies have demonstrated UFP 

exposure related brain tumors, childhood cancers, asthma, heart attacks, mental 

health issues, including teen ER visits for anxiety and suicidal ideation, and various 

pregnancy complications, specifically preterm birth. Babies and children may be 

particularly susceptible because they accumulate UFPs at higher relative 

concentrations than adults.  

Recent COVID-19 related public health trends, specifically decreased asthma 

admissions and preterm birth and increased COVID-19 mortality for residents in 

areas of poor air quality, are tangible examples of the real-time consequences of air 

quality. One recent study showed an increase by only 3 of PM2.5 is associated 
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with an 8% increase in the COVID-19 death rate. It is imperative that we quantify 

the emissions pollutant volume and dispersal patterns with regard to public health 

and environmental justice. 

VIII. Conclusion

This letter only touches upon the many concerns that we, Trenton Threatened 

Skies, have, regarding the plethora of projects that Trenton Mercer Airport has 

undertaken in an effort to expand its airport, under the guise of “rehabilitating” and 

“rebuilding” it. We are concerned about the effects that the Airport’s projects has on 

our community’s health, wellness, and environment. We have many more comments 

to still make and wish too, but the timing of the Draft EA was sudden and poor, and 

we were only given 30 days to read, draft, and respond to the Draft EA for Public 

Comment after we had submitted numerous OPRA and FOIA requests for significant 

information regarding the environmental impact of the new terminal project and 

other projects that the Airport is pursuing or has already undergone. Several times 

we requested more time to submit public comments, and received no response from 

the County. This exemplifies the obstruction that we face as a public group of 

concerned citizens in voicing our concerns and exercising our rights in a timely and 

fair manner by the Airport. We reserve the right to continue to pursue studies and 

investigations into the health and environmental impacts as they evolve because the 

extent of contamination is unknown and the actual volume of flights and their impact 
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is unknown. The assumptions made by the Airport, in its Draft EA for the Terminal, 

are flawed, as we have pointed out in this letter.  

Please also let it be known for the record that we wish to also incorporate the 

arguments presented by other people in Public Comment for this Draft EA.

Submitted by:

TRENTON THREATENED SKIES, INC.
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Trenton-Mercer Airport 
Terminal Area Improvements Draft EA

2

Introductions

Aaron Watson 
Deputy Administrator, Transportation and Infrastructure, Mercer County

Melinda Montgomery 
Airport Manager, Trenton-Mercer Airport

Jeff Wood 
McFarland Johnson, Environmental Planner

Chris Gubeno 
Urban Engineers, Terminal Planning and Design

Dale Russell 
Urban Engineers, Terminal Planning and Design

Daniel Hutton
Urban Engineers, Public Hearing Coordinator

Noemi Vazquez
Urban Engineers, Public Hearing Translator

Kelly Hewton
Urban Engineers, Public Hearing Coordinator

On behalf of Brian Hughes, 
Mercer County Executive, 
the Mercer County 
Commissioners, and the 
Trenton-Mercer Airport, 
thank you for attending 
this Public Hearing.
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Purpose of the Hearing
Public Hearing Comments 
Timeline
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments
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Environmental Assessment

Environmental Assessment 
Evaluates Environmental Consequences of the Proposed Action
Used for projects where Environmental Impacts Are Not 
Significant or can be mitigated to less than significant
Prepared in Accordance with National Environmental Policy Act 
(NEPA) Requirements FAA Implementing Orders (1050.1F and 
5050.4B)

The FAA Establishes the Process, the Documentation 
Requirements Categorical Exclusion, Environmental 
Assessment (EA), Environmental Impact Statement (EIS)

The FAA Establishes the Threshold of Significance of 
Impacts
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Environmental Assessment

Environmental Assessment Is Comprised of
Introduction
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments

Public Comments and Outreach identified in the 
National Environmental Policy Act (NEPA) Requirements 
FAA Implementing Orders 1050.1F and 5050.4B
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Public Hearing Purpose

This is a Virtual Public Hearing for the Trenton-Mercer 
Airport Terminal Area Improvements Draft Environmental 
Assessment.

This virtual public hearing is being recorded.  The virtual 
public hearing will be uploaded to 
https://www.ttnterminal.com on Friday June 4. 

A transcript of this virtual public hearing will be included 
in the Environmental Assessment.
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TTN Terminal Draft EA Public Hearing Comments

If you signed up and checked off that you would like to comment, your 
information was logged and your name will be called on to comment.

provide a comment during the public hearing, please use one of the 
following two ways to let us know by leaving your name, phone number, 
and email.

email kbhewton@urbanengineers.com Subject TTN Hearing Comment

Or

Text or Call (609) 362-2735

Or

Raise Your Hand in the Zoom
Call - Press REACTIONS and 
RAISE HAND or *9 on phone
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TTN Terminal Draft EA Public Hearing Comments

People providing comments will have 3 minutes to speak.

When its your time to comment
Your Name will be announced
You will be unmuted
Your time for comment will begin

At 3:00 you will be placed back on mute and the next person 
announced

Please be prepared to speak when you are unmuted
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TTN Terminal Draft EA Public Hearing Comments

Those wishing to further comment beyond the 3 minutes, may do so 
for an additional 1 minute after all persons who wish to speak have 
had an opportunity, and there is available time.

Provide comments in writing 
email at trenton@mjinc.com
https://www.ttnterminal.com/send-a-comment
mail to: Trenton-Mercer Airport Terminal Area Improvements, 
Draft Environmental Assessment, c/o McFarland Johnson, Inc., 
49 Court Street, Suite 240, Binghamton, NY 13901

The comment period ends in 2 weeks on June 16, 2021.

Comments will not be responded to during this Public Hearing. All 
Responses to comments will be included in the Environmental 
Assessment submitted to the FAA for review.
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TTN Terminal Draft EA Public Hearing Comments

Closed Captioning
Select LIVE TRANSCRIPT

Select ENABLE LIVE 
TRANSCRIPT

View or Change Settings

Select ACCESSIBILITY to change Live 
Transcript Text Size on Slider Bar
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TTN Terminal Draft EA Public Hearing Comments

Spanish Translation
Select INTERPRETATION then select SPANISH

When in Spanish Interpretation, you will hear the Spanish 
Translation by a live person and see the slides being 
presented. Comments will also be translated in Spanish.
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TTN Terminal Draft EA Public Hearing Comments

If you have technical issues during the Public Hearing

Re-log in to the zoom call with the link you were provided

or

Switch to a call 646-558-8656, Meeting ID 829 6027 0513

or

Email kbhewton@urbanengineers.com
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Agenda

Introductions
Purpose of the Hearing
Public Hearing Comments 
Timeline
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments
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Draft EA Timeline

May 3, 2021 - Public Notification
June 2, 2021 Public Hearing
June 2, 2021 to June 16, 2021 - 14 day Public Comment 
period following Public Hearing
June 4 Posting of Public Hearing Recording
June 16, 2021 Closeout of Public Comments
June 17, 2021 Begin Compilation of Public Comments and 
Public Comment Responses
Summer 2021 - Submission and Review of Environmental 
Assessment by FAA
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Agenda

Introductions
Purpose of the Hearing
Public Hearing Comments 
Timeline
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments

I-604 



Trenton-Mercer Airport 
Terminal Area Improvements Draft EA

16

Purpose and Need

Facilitate the accommodation of existing and 2035 
forecast passenger demands into a new terminal 
building designed to FAA, TSA, and ACRP standards.

Provide a modern gateway for Trenton and surrounding 
Mercer County that addresses existing chronic 
congestion and lack of services in the undersized facility

Replacement 4 Gate Terminal and Apron Improvements
Parking Garage and Reconfigure Terminal Parking Lots
Improve the Terminal Access Roadway
Improve Pedestrian and Vehicular Circulation
Relocate Airport Rescue and Firefighting Facility (ARFF) to 
Permit Terminal Construction
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Purpose and Need

The Terminal Facility was planned based on FAA, TSA, and 
ACRP Level of Service C (LOS C) Standards for numerous 
sizes and metrics within the terminal, apron, roadway, and 
parking lots and garage that include:
Ticketing Counter Length and 
Area
Check-in/Queueing Area 
Airline Offices & Airline 
Operations Areas
Baggage Drop Off
Baggage Makeup Area
Hold Room Waiting Areas
Baggage Claim Frontage & Lobby 
Area

Rental Car Operations 
Meeter/Greeter Waiting Areas
TSA Checkpoint & Security
Airport Operations
Circulation, Structure, & Support 
Mechanical Spaces
Roadway Access & Queueing
Parking Lot and Parking Garage 
Layout & Operations
Pedestrian Movement
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Agenda

Introductions
Purpose of the Hearing
Public Hearing Comments 
Timeline
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments

I-607 



Trenton-Mercer Airport 
Terminal Area Improvements Draft EA

19

Terminal Alternative Evaluation

Terminal Alternatives
Alternate 1 - No Build
Alternate 2 Alternate Locations
Alternate 3 Terminal Reconstruction
Alternate 4A Replacement Design A
Alternate 4B Replacement Design B
Alternate 4C Replacement Design C
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Terminal Alternative Evaluation
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 1 - No Build

Does Not Address any of the Purpose and Need Requirements

Alternate 2 Alternate Locations
Readiness, availability, and 
size of potential sites 
Available infrastructure 
(roads, parking, utilities) 
Operational efficiency 
(landside and airside access) 
Access to road network
Only the West Quadrant 
ranks good in each of the 
evaluation criteria

Alternates 3, 4A, 4B, 4C are
within the West Quadrant 
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 3 Terminal Reconstruction
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 3 Terminal Reconstruction

Impact Existing Terminal and Existing Operations
Temporary Facilities
ARFF Expansion/Retrofit
Disruption to Access
Construction Phasing

Reconstruction or retrofitting of the existing terminal building does not 
pass the Step 2 screening Is the Alternative practicable from an 
operations, cost, and constructability perspective? - due to high 
construction costs, extended construction duration, difficulty associated 
with construction phasing, and high impact to existing airport 
operations and services during construction.
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 4A Replacement Design A
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 4B Replacement Design B
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Terminal Alternative Evaluation

Terminal Alternatives
Alternate 4C Replacement Design C
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ARFF Alternative Evaluation

Terminal Alternatives 4A, 4B, 4C Impact ARFF
ARFF Alternate Location Criteria

Readiness and availability of potential sites 
Accessibility to existing roadways
Ability of responding ARFF crews to meet Federal Aviation Regulations 
(FAR) Part 139 response time requirements, which is within 3 minutes 
from the time of the alarm, at least one required ARFF vehicle must 
reach the midpoint of the farthest runway serving aircraft from its 
assigned post 
Ability of responding airport firefighting and rescue crews to access 
the terminal during emergencies
Airfield visibility for responders positioned at the ARFF facility
Conformance to FAA standards with respect to safety areas and 
imaginary surfaces (FAA AC 150/5360-13)
Available infrastructure considerations
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ARFF Alternative Evaluation

ARFF Location East Quadrant
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Terminal Roadway and Parking

Terminal Roadway and Parking Preferred Alternative
Improved Circulation and Reduced Decision Points
Increased Parking Options with Parking Garage and Parking 
Reconfiguration
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Terminal Alternative Evaluation

Terminal Alternatives
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Preferred Terminal Alternative 4C

Preferred Terminal Alternative 4C
Fitting Out Terminal is Based on Actual Size Needs
The open nature of the design enhances the customer 
circulation, wayfinding, and experience compared to the other 
alternatives. 
Alternative 4C provides a new terminal building at a slightly 
lower cost than the other alternatives.
Alternative 4C addresses the Purpose and Need with the 
smallest footprint and most efficient use of space than other 
alternatives. 
The flexible layout allows the airport to adapt to evolving 
traveler or other needs (e.g. security, passenger health and 
safety) over time when compared to the other alternatives.
Alternative 4C facilitates the use of daylighting to improve 
energy efficiency and provide the most pleasing customer 
experience.  
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Agenda

Introductions
Purpose of the Hearing
Public Hearing Comments 
Timeline
Purpose and Need
Alternatives Analysis
Affected Environment
Environmental Consequences
Public Comments
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Affected Environment and 
Environmental Consequences

Affected Environment
Succinct description of environmental conditions of the 
potentially affected geographic area
Describes regulatory setting, as applicable

Environmental Consequences
Discusses reasonably foreseeable environmental impacts of the 
proposed action, no action, and other alternatives being 
considered in detail
Focus on substantive issues
Demonstrate compliance with other applicable requirements
14 Environmental impact categories were considered in the EA
Some categories are not present or were not affected
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Air Quality and Climate Regulations

FAA 1050.1F and Associated Desk Reference
FAA guidance for addressing air quality and climate impacts 
under NEPA along with desk reference for estimating air quality 
emissions

National Ambient Air Quality Standards (NAAQS)
Developed by EPA for six criteria pollutants to Protect Human 
Health
Proposed Action must not exceed the NAAQS (NEPA and 
General Conformity)

Attainment Status
Air quality in Mercer County is currently designated by EPA as in 
attainment with NAAQS for all criteria pollutants except non 
attainment for ozone and a maintenance  area for the PM2.5 
standard
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Air Quality and Climate Regulations

General Conformity 
Federal Actions in Non Attainment or Maintenance areas must 
address General Conformity to ensure the actions conforms 
with the State Implementation Plan (SIP).

Climate
There are no federal or local GHG standards, however, Climate 
impacts should be addressed under NEPA
FAA Guidance for addressing climate impacts was followed for 
the Proposed Action.
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Air Quality and Climate Impacts

Emissions Inventory
Current and future aircraft operations remain unchanged
Construction emissions evaluated for each year (2021-2023) 
using ACEIT model along with most recent version of MOVES at 
the time.
Emissions compared to EPA de minimis levels to determine if 
emissions conform with the SIP
Inventory results for each pollutant are well below the EPA de 
minimis levels for all pollutants, therefore General Conformity 
does not apply and impacts are expected to meet the NAAQS.

quality impacts are also expected to be below the NAAQS.
TTN is committed to Best Practices through mitigation 
measures to reduce public health and environmental impacts 
during construction.
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Air Quality and Climate Impacts

Climate
Greenhouse gas emissions were also estimated for the 
Proposed Action in CO2e (metric tons of carbon dioxide 
equivalent) for each year (2021-2023)
No standards or significance thresholds for GHGs
GHG emissions are a very small fraction of state and national 
GHG emissions
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Noise and Compatible Land Use Regulations

Aircraft Noise
FAA Order 1050.1F and noise land use guidelines apply
Aircraft noise measured with the Yearly Day-Night Average 
Sound Level (DNL)
Most land uses are compatibles below 65 dB DNL
FAA defines significant impact with respect to aircraft noise if 
implementation of the proposed action would increase noise 
by DNL 1.5 dB or more for a noise sensitive area that is exposed 
to noise at or above the DNL 65 dB noise exposure level, or that 
will be exposed at or above the DNL 65 dB level due to a DNL 
1.5 dB or greater increase, when compared to the no action 
alternative for the same timeframe. 
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Noise and Compatible Land Use Regulations

Construction Noise

Construction noise within the Township of Ewing is exempt 
during 

weekdays between 7 AM and 6 PM and on 
weekends and federal holidays between 9 AM and 6 PM.

Construction activities are not permitted outside of these time 
periods unless such activities can meet the applicable sound 
level limits
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Noise and Compatible Land Use Impacts

Aircraft Noise Levels
The only change in aircraft operations noise is expected to be 
associated with aircraft ground movements around the 
terminal gates

These changes in aircraft noise levels are not expected to change 
compatible land use or cause a reportable change in noise at the closest 
residences, those at Greene 750 

Compatible land use associated with aircraft noise will remain 
the regardless if the project goes forward or not

Non-compatible land use is all to the south of the airport

Construction Noise Levels
Terminal area

Equipment could include track-mounted augers, dump trucks, 
jackhammers, and hoe ram
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Noise and Compatible Land Use Impacts

Construction Noise Levels
Terminal area

Residences within the Greene 750 apartment complex are located within 
200 feet of the existing terminal and parking areas and are predicted to 
experience the highest noise levels when work is occurs within this area. 
Quarter 3 of 2021 and last through project completion in the beginning 
of 2024

ARFF
Highest noise levels expected at Scotch Road apartment complex and 
Veterans Park. 

Most Construction activities would be exempt from the 
Township Ordinance
Construction contract documents would require time limits for 
certain activities, and construction equipment to be properly 
equipped and maintained.  
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Biological Resources

Threatened and Endangered Species
No record of state listed rare plants, threatened or endangered 
wildlife species or wildlife habitat or Natural Heritage Priority 
Sites
Known occurrence of a potential habitat for Indiana bat 
(federally endangered) and Northern long-eared bat (federally 
threatened) on or near the project area
US Fish and Wildlife Service determined that the project is not 
likely to adversely affect federally listed or proposed listed 
species if tree removal activities are limited to October 1 
through March 31
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Hazardous Materials

Hazardous Materials
Phase I and Phase II Environmental Site Assessments were 
conducted
Per- and polyfluoroalkyl substances (PFAS) were identified with 
soils and groundwater within the vicinity of the existing and 
proposed ARFF facilities
The NJDEP mandated and prescribed regulatory path for 
notifying, assessing, remediating, and report groundwater 
impact cases is being followed under the supervision of a 
Licensed Site Remediation Professional (LSRP) retained by the 
property owner Trenton-Mercer Airport
Poly aromatic hydrocarbons (PAHs) exceedance of NJDEP 
standards were detected in the vicinity of the proposed ARFF 
facility
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Hazardous Materials

Hazardous Materials
Benzo(a)pyrene (BaP) in exceedance of NDEP standards was 
detected below the existing parking lot
Best Management Practices and engineering controls will be 
utilized during construction to protect health and safety 
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Water Resources

Wetlands
Approximately 0.17 acres of direct impact to wetlands is 
proposed
Approximately 0.60 acres of impact to wetland transition area 
is proposed
NJDEP Freshwater Wetland Permit is required for the project
Compensatory mitigation in the form of purchase of NJDEP 
approved mitigation bank credits is proposed
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Water Resources

Floodplains
Approximately 1.14 acres of impact to NJDEP regulated riparian 
zone is proposed
Compensatory mitigation in the form of purchase of NJDEP 
approved mitigation bank credits is proposed for riparian zone 
impacts
Approximately 0.04 acres of NJDEP regulated Flood Hazard 
Area is proposed
NJDEP Flood Hazard Area Permit is required for the project
Drainage and stormwater controls to manage the 100-year 
storm event and avoid off-site impacts will be required
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Water Resources 

Surface Waters
Approximately 0.17 acres of direct impact to a NJDEP regulated 
headwater stream is proposed
The project would disturb >1 acre of land.  A NJ Pollutant 
Discharge Elimination System (NJDPES) permit is required
The project would impact approximately 3.8 acres of a Delaware 
River and Raritan Canal Commission (DRCC) regulated stream 
corridor
Mitigation for the regulated stream corridor impact is expected 
to include land acquisition with a deed restriction on behalf of 
DRCC
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Water Resources 

Sole Source Aquifer
Project located in an EPA regulated sole source aquifer
The EPA determined that the project would not pose a 
significant threat to public health or groundwater resources 
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Traffic

No FAA established threshold of significance for traffic
FAA considers whether the project would disrupt local 
traffic patterns and substantially reduce levels of service 
of roads serving the airport and surrounding communities
Six intersections along the primary terminal access routes 
were studied

I-295 SB ramps/Bear Tavern Road
Bear Tavern Road/Sam Weinroth Road
Bear Tavern Road/Grand Avenue and Upper Ferry Road
Scotch Road and Sam Weinroth Road
Lockheed Avenue/Scotch Road Ramp and Sam Weinroth 
Road
Scotch Road Ramp and Sam Weinroth Road
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Traffic

The proposed project is not expected to reduce the Level 
of Service (LOS) at the studied intersections
Westbound approach to Bear Tavern and Sam Weinroth 
is expected to see an increase in delay
The westbound approach currently operates at Level of 

proposed project
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Cumulative Effects

All of the project impacts described are considered less 
than significant or can be mitigated to less than 
significant
Unavoidable project impacts are easily mitigated
State and federal permit requirements will be met
During final detailed design, project impacts may be 
further reduced
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Cumulative Effects

The project provides cumulative environmental benefits 
such as:

Improved safety of the landside access
Relieves terminal operational constraints
Improves ADA accessibility within the new Terminal and ARFF
Provides for more efficient ground operations
Provides for an energy efficient terminal
Improves stormwater management
Construction creates economic benefits for the community
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Conclusion

This concludes the formal presentation 
We will now accept oral comments 
People providing comments will have 3 minutes to speak.
When its your time to comment

Your Name will be announced
You will be unmuted
Your time for comment will begin

At 3:00 you will be placed back on mute
An additional 1 minute may be provided.
All comments are due by June 16, 2021.

I-642 



I-643 



I-644 



I-645 



I-646 



I-647 



I-648 



I-649 



I-650 



I-651 



I-652 



I-653 



I-654 



I-655 



I-656 



I-657 



I-658 



I-659 



I-660 



I-661 



I-662 



I-663 



I-664 



I-665 



I-666 



I-667 



I-668 



I-669 



I-670 



I-671 



I-672 



I-673 



I-674 



I-675 



I-676 



I-677 



I-678 



I-679 



I-680 



I-681 



I-682 



I-683 



I-684 



Trenton-Mercer Airport Replacement Terminal 
  Environmental Assessment 

 
Frequently Asked Questions  1 

The following are Frequently Asked Questions regarding the Trenton-Mercer Airport Replacement 
Terminal Environmental Assessment. These will be updated regularly during the Environmental 
Assessment process. 
 
What is the Environmental Assessment Process? 
 
The Environmental Assessment (EA) for the Trenton-Mercer Airport Replacement Terminal is being prepared to 
address federal and state environmental review requirements.   The EA will be prepared in accordance with FAA 

(NEPA) Implementing Instructions for Airport Projects", and 
FAA Order 1050.1F, "Environmental Impacts Policies and Procedures".  At the completion of the review of the 
EA by the FAA, a finding or determination is anticipated to be made, possibly including a Record of Decision.  
 
The sections of analysis within the EA include: 

Purpose and Need 
Alternatives 
Affected Environment (Impact Categories 
to the analyzed) 

Environmental Consequences 
Mitigation (if needed) 

 
The Proposed Action is the basis for the Purpose and Need, Alternatives Analysis, Affected Environment, 
Environmental Consequences, and Mitigation. The Proposed Action for the Replacement Terminal EA includes: 

Construct a Replacement 4 Gate Terminal  Improve the level of service for passengers using TTN by 
providing a terminal with modern and current amenities that are sized for the function and forecast 
for the airport through the design and construction of improved ticketing, security checkpoint and 
baggage inspection, passenger hold rooms, concessions, baggage handling and baggage claim, airline 
operations, airport and county operations, and other factors. 
Apron Improvements  Provide apron parking for the replacement terminal. 
Parking Lot Reconfiguration and Parking Garage  Provide parking adequate for the needs of the public 
and passengers using the airport that may include additional parking lots near the terminal or a 
parking garage. 
Roadway, Intersections, Vehicular Circulation, and Ground Access Improvements  Provide improved 
roadways and intersections for the replacement terminal. 
Relocate Airport Rescue and Firefighting (ARFF) Facility  Provide a new ARFF in a location that meets 
response times required for commercial airports. 
 

The Impact Categories Analyzed for the EA include: 
Air Quality 
Biological Resources (fish, wildlife, and 
plants) 
Climate 
Coastal Resources 
DOT Section 4(f) 
Farmlands 
Hazardous Materials, Solid Waste, and 
Pollution Prevention 
Historical, Architectural, Archeological and 
Cultural Resources 
Land Use 

Natural Resources and Energy Supply 
Noise and Noise Compatible Land Use 
Socio-economics 
Environmental Justice 

 
Light Emissions 
Visual Resources/Visual Character 
Wetlands 
Floodplains 
Surface Waters 
Groundwater 
Wild and Scenic Rivers 
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Permits `
 
The FAA evaluates the Environmental Consequences of the Proposed Action(s). The EA is typically used for 
projects where Environmental Impacts are anticipated to not be significant or can be mitigated to less than 
significant.  
 
What is the difference between an Environmental Assessment and an Environmental Impact 
Statement?  
 
An Environmental Assessment (EA) is typically performed to determine the environmental impacts of a project 
on the surrounding environment when the anticipated outcome of the EA is that there are no mitigatable 
environmental impacts. An Environmental Impact Statement (EIS) is performed when there are known or 
anticipated significant impacts that cannot be mitigated to less than significance. For airport projects, the FAA 
defines and determines the extents and thresholds for impacts to the environment.  
 
For the Replacement Terminal environmental planning, an EA has begun based on FAA input. If, in the view of 
the FAA during the EA process, it is determined there may be significant impacts that cannot be mitigated to less 
than significance, the project would be changed from an EA into an EIS and directed by the FAA.  
 
Why is the EIS a longer process? 
 
The EIS process is a longer process because the public process and the reviews take longer than an EA and the 
process includes more formal agency consultation, however, all of the sections for evaluation of environmental 
impacts of an EIS and EA are the same. 
 
The EA is a process by which the sponsor (Airport) manages and produces the environmental documentation for 
all the sections within the EA including the Purpose and Need, Alternatives, Affected Environment, 
Environmental Consequences, and Mitigation (if needed). The EA is reviewed by the FAA and the FAA produces 
the Record of Decision, a Record of Decision and/or Finding of No Significant Impact, or determines that an EIS 
is required due to there being a significant impact that is not able to be mitigated. An EIS follows all of the same 
procedures and technical analysis as the EA but is a process that is managed by the FAA, not the sponsor 
(Airport). A project can start out with an EA and then move to an EIS if a significant impact is identified or can 
start out as an EIS if a significant impact is known at the beginning of the process. The EIS process is usually 
longer than an EA by several months to a couple years due to the public input and notifications, review times, 
and formal agency consultation process. 
 
Can Mercer County and Trenton Mercer Airport request an EIS? 
 
The National Environmental Policy Act (NEPA) process is determined by the FAA. The FAA determines the type 
of NEPA review that may include a Categorical Exclusion (CATEX), Environmental Assessment (EA), and 
Environmental Impact Statement (EIS). The FAA has determined that the process to follow at this time is an EA. 
That may change if the FAA determines there are environmental impacts that would be significant and mitigation 
of the impacts cannot reduce the impacts below significant levels. 
 
The type of NEPA process is based upon the anticipated environmental impacts. A CATEX refers to a category of 
actions that do not individually or cumulatively have a significant effect on the human environment, and for 
which, neither an EA nor an EIS is required. An EA is used to determine whether a proposed action has the 
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potential to significantly affect the human environment that will provide sufficient evidence and analysis for 
determining whether to prepare an EIS or a Finding of No Significant Impact (FONSI). An EIS is a detailed written 
statement required when one or more environmental impacts would be significant and mitigation measures 
cannot reduce the impact(s) below significant levels  
 
Comments by the public and community groups have identified that the airport has not gone through 

at Trenton Mercer Airport considered? 
 
The criticism of the Airport is that all of the permits to date have been segmented and an overall environmental 
analysis and impact of the airport has not been performed. The FAA oversees the environmental processes and 
NEPA permitting. Not including the Replacement Terminal EA, since 2014 there have been eight NEPA reviews 
that have been processed by the FAA for projects at TTN. Of those reviews, two were categorized by the FAA as 
an EA Short Form, six were categorized as CATEX with minimal impacts. The EA for the RPZ and Obstruction 
Removal at TTN is currently being reviewed by the FAA. All of the projects were reviewed by the FAA and took 
into account the cumulative impacts on the environment and each other. Each of the reviews and findings were 
published by the FAA. All of the reviews were performed by the staff of the FAA in the Harrisburg Airports District 
Office) 
 
The comments from community groups implies that the airport has not been acting in good faith to obtain 
environmental permitting approvals. The airport coordinates with the FAA on a weekly basis from planning 
through construction on all projects and the FAA is aware of all of the work being performed at the airport. All 
projects have to go through an environmental review by the FAA in order to move forward  regardless of the 
funding source. 
 
Researching other large projects in the region yielded several projects that required a CATEX including the 
reconstruction of I-95 (I-295) in Bucks County and Mercer County and the Route 1 NB ramp in Oxford Valley in 
Lower Makefield. One project requiring an EA was the Scudder Falls Bridge project spanning the Delaware River. 
One project requiring an EIS is the Northeast Corridor Rail Improvements.  
 
What is the Schedule for Replacement Terminal Environmental Assessment Process? 
  
Beginning in September 2018, the Replacement Terminal EA started to gather data, develop sections of the EA, 
and have held a public scoping meeting on October 23, 2018 and a public meeting on January 23, 2019. The 
tentative remaining schedule for the TTN Terminal EA is: 

Continued development of the Draft EA Purpose and Need, Alternatives Analysis, Affected Environment, 
and Environmental Consequences Sections of the EA 
Public Meeting 2  Winter 2019/2020 (December 2019 or January 202 and to be held in Bucks County, 
PA) 
Draft Final EA Report Issued/Start of Public Comment Period  Winter 2020 (Minimum Review of 30 
days) 
EA Public Hearing  Winter 2019/2020 (January/February 2020 and 30 days after Draft Final EA Report 
Issued) 
Incorporation of Comments and Final EA Submission to FAA  February/March 2020 
Anticipated FAA Decision  Mid 2020 
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Note that dates are approximate and may change due to data collection, FAA review times, and responding to 
public questions and comments. 
 
What is the public participation for the Terminal Environmental Assessment? 
 
In September 2016 and May 2017, under the development of the Master Plan for Trenton Mercer Airport, 
public meetings were held that presented the existing airport infrastructure and needs, identified and 
presented alternatives, and presented findings and preferred alternatives that were part of the final Master 
Plan and Airport Layout Plan. In July 2017 a presentation was made to the Mercer County Freeholders where 
the Master Plan and Airport Layout Plan were presented followed by Questions and Answers. Under the 
Master Plan process, public meetings and information sessions are optional and not required.  
 
The EA Process is governed by FAA Order 1050.1F, "Environmental Impacts Policies and Procedures". For an 
EA, the required public input is a 30 day comment period. For this project, the proposed public meetings 
include a Public Scoping Meeting, two Public Meetings, and a Public Hearing.  
 
The Public Scoping Meeting held on October 23, 2018 and consisted of a brief recap of the Master Plan and 
ALP process and introductory presentation about the meeting purpose and desired outcomes.  An hour long 
question and answer session followed the presentation. Preceding and following the presentation, work 
stations were set up and utilized to solicit input from attendees by requesting responses to open-ended 
questions pertaining to preparation of the future NEPA document.  Topics included: Specific concerns related 
to the project; Social, economic, and environmental resources that should be addressed; Federal, state, local 
agencies that should be engaged in the NEPA process; Methods of outreach  notices, website, facebook, 
email lists, phone, etc.; Future public meeting format, frequency, and location.  
 
A Public Meeting was held on January 23, 2019 and consisted of a presentation of the EA process, Purpose and 
Need, and Alternatives developed to date, followed by Q&A. The initial alternatives and Terminal, Roadway 
and Aircraft Rescue and Fire Fighting Facility Concepts and locations were presented. The question and answer 
session of one hour followed the presentation. 
  
A second Public Meeting will be held in Fall 2019 and will review the progress to date, present the Alternatives 
and Affected Environment, and then answer questions from the public. 
 
After issuance of the Draft Final EA to the public, a Public Hearing will be held and consist of a presentation of 
the Draft Final EA followed by questions and answers from the public. The Public Hearing is anticipated to 
occur in October/November 2019. 
 
Following the Public Hearing, comments from the hearing will be reviewed and incorporated into the EA where 
appropriate, prior to submission to the FAA.  A public comment period of 30 days follows the submission to the 
FAA. The submission is anticipated to be in Late 2019 with an FAA decision estimated in Early 2020. 
 
Notifications to the public has occurred, and will continue to occur, through printed publications (newspaper), 
the Mercer County Website, the Project Website (www.ttnterminal.com), emails using previous lists of 
attendees for the Master Plan and EA Public Meetings, emails and notifications to Lower Makefield, 
community groups, previous attendees and commenters from the Master Plan or previous EA meetings, 
facebook, and other social media.  
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Are there any comments from the public or community groups that are important to address 
(above any/all others)?  
 
Several residents and groups have provided large numbers of comments throughout the public process. Most of 
the public and community group comments are generally related to noise; air quality; concerns about cumulative 
impacts of airport development; requesting an EIS rather than an EA; and frustration with lack of meetings with 
key officials. Their comments are representative and similar to comments received from others and do not stand 
out as unusual, other than the number of comments and size of comments, which includes references to various 
articles and press reports. All comments will be addressed in an appropriate manner in the appendices of the 
EA. 
 
What is the process by which the EA addresses comments - method, schedule, etc.  
 
The Draft EA will be released for public review later in 2019, after it has been thoroughly reviewed by the FAA. 
It will be made available for public review for a period of at least 30 days and a public hearing will be conducted.  
 
Comments can be provided in writing, via e-mail, and at the public hearing, where a stenographer will be 
present. All comments received throughout the process will be included in the project record and responses will 
be prepared as appropriate. If needed, the Draft EA will be revised to address received comments. The 
comments and responses will be reviewed by the FAA. Substantive comments  comments relating to the 
environmental impacts due to the Terminal Replacement - on the EA will be addressed. Note that no portions 
of the EA have been released to the public to date. 
 
What noise studies are proposed for the Terminal Environmental Assessment? 
 
The EA analysis includes conducting a noise analysis using the most recent version of FAA's AEDT 2D to generate 

use map depicting existing and future land uses. The results of the two scenarios will be compared and 
contrasted.  The build scenario, and its difference relative to the no build scenario, will be evaluated to determine 
if the "threshold of significance" is exceeded.  
 
Previous requests have been made regarding the implementation of a Noise Compatibility Study (FAR Part 150). 
A Part 150 Study is a process initiated by an airport to develop, evaluate, and recommend actions that the 
airport, local municipalities, airlines, and/or the FAA could take to help reduce the land use incompatibility due 

(NEM) and approval of a Noise Compatibility Program (NCP) allows an airport operator to become eligible to 
receive Federal funding to develop and implement the recommended programs within the NCP that have been 
designed to help mitigate aircraft noise. The primary use of a Part 150 Study is to determine where noise impacts 
facilities on and off the airport, define the eligibility of residential properties for sound insulation or purchase 
through FAA funded programs, or to identify other measures that can be undertaken related to air traffic 
procedures or other operations based functions. 
 
Land us
compatible with the outdoor noise environment or an adequately attenuated noise reduction level for the 

development of incompatible land uses around airports. The FAA guidelines specify that DNL is the noise metric 
used in defining land-use compatibility. Both the U.S. Department of Housing and Urban Development (HUD) 
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and the FAA define a Day-Night Average Sound Level (DNL) value of 65 dB as the threshold of incompatibility 
with residential land uses. 
  
The outdoor noise environment, in relation to airport noise compatibility, is measured in terms of the yearly 
Day-Night Sound Level (DNL) metric. The DNL represents noise as it occurs over a 24-hour period, with one 
important note: DNL treats nighttime noise differently from daytime noise. In determining DNL, it is assumed 
that the sound levels occurring at night (defined as 10 p.m. to 7 a.m.) are 10 dB louder than they really are. This 
10 dB penalty is applied to account for greater sensitivity to nighttime noise, and the fact that events at night 
are often perceived to be more intrusive because nighttime ambient noise is less than daytime ambient noise. 
FAA has published guidelines which include a table describing compatible land use information for several land 
uses as a function of yearly DNL values and a matrix that identifies what types of land uses are incompatible with 
certain levels of noise exposure; for example, residences, schools, and outdoor music shells or amphitheaters 
are incompatible land uses where noise exposure levels are greater than DNL 65 dB. While noise from airport 
operations may be experienced in areas beyond the DNL 65 dB noise contour, only those areas with noise levels 
of DNL 65 dB or higher are considered to be incompatible. It is the intent of a FAR Part 150 Study to find ways to 
reduce incompatible land uses and prevent future incompatible land uses in these areas first, while still 
addressing noise exposure and evaluating methods to reduce noise exposure in all areas surrounding the airport. 
The 65 dB noise contour at TTN is largely on airport or within Airport or County owned property and TTN and 
the County are addressing issues where residences are within the 65 dB noise contour. 
 
Will TTN consider performing noise monitoring in and around the airport and approaches/departures 
to the airport? 
  
Requests have been made by residents within the areas surrounding Trenton Mercer Airport in Mercer and 
Bucks County to place noise monitoring equipment within their neighborhoods and properties. The request to 
place equipment is made based on the thought that by adding actual measured noise to the data, calculations 

noise levels.  
 
The measured noise is not able to be used to adjust the model incrementally where differences occur between 

only recognizes the noise modeling based on the use of an AEDT 2D model. 
 
Can Mercer County and Trenton Mercer Airport request modified flight procedures? 
 
Requests for noise abatement procedures can be voluntary. The four areas covered include preferential 
approaches and departures flight schedules, rotational use of the runways, flight operational procedures to 
reduce ground noise, and higher departure angles. The request for modifications to flight procedures as well as 
noise abatement procedures can be made by the public or an airport and the request would be outside any Part 
150 Noise Study or the Terminal EA process. Any requests made do not presuppose an outcome and any changes 
in procedures may have a detrimental or beneficial impact to one community or another surrounding the airport. 
 
The scheduled commercial airlines at Trenton Mercer Airport make up a small percentage of the overall jet 
aircraft. The schedule for commercial aircraft flights is based upon aircraft fleet, destinations and possible 
connecting flights, and economics of the airline serving Trenton and the destinations. The higher percentage of 
jet traffic is unscheduled or irregularly scheduled based on need by the larger private operators at the airport. 
Changes to the flight schedules can only be changed for a small number of operations.  
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The use of runways is entirely based upon the direction of predominant wind and the size of aircraft using the 
runway. Predominant winds are Southeast to Northeast. Runway 6-24 is 6,000 feet in length and Runway 16-34 
is 4,800 feet in length. Runway 6-24 is aligned in the direction of predominant winds. Due to the length of the 
runways, most commercial and other jet aircraft using the airport will utilize departures from the RW 24 End 
(Northeast) to the RW 6 End (Southwest) to take off into the wind. Approaches to the airport are critical and 
more dependent on weather/wind conditions. The approach to Runway 6 has a precision approach that is 
utilized during poor weather or visibility conditions. Rotation of runway use is limited to smaller jet or turbo 
propeller aircraft which do not have a significant noise profile and can utilize a shorter runway. 
 
Changes to flight operations to reduce ground noise would come in the ways departures leave the airport or 
arrivals approach the airport. Departing aircraft currently leave at angles appropriate for their type of aircraft 
and flight. Jet aircraft leave at a steep, but comfortable, angle to reach cruising altitude sooner to take advantage 
of upper level winds or to gain access to a preferred flight lane to their destination. Angles of departure are 
usually not able to change. Directions of approach and the angles or slope of approach to the runway is 
dependent upon the aircraft, flight course assigned by Air Traffic Control, other aircraft in the vicinity, wind 
speed and direction, and weather or daylight. For each runway, there is an approach plate or procedure to reach 
the end of the runway. These are governed by the FAA and take into account the terrain, predominant wind 
direction, weather conditions, navigational aids, and other variables. Aircraft on approach to any airport usually 
follow set alignments over markers as waypoints along their approach to ensure they are not in the way of other 
aircraft. The approach angle to the runway is determined by the weather and how the aircraft is operating  
whether it is operating in a clear all weather condition or in a condition with reduced visibility due to weather 
or night time operations and variable winds or windy conditions. 
 
Significant changes to the arrival or departure alignment or angle, use of different arrival or departures 
procedures, and use of different runways in many cases are not possible and will have an unknown impact on 
the communities surrounding the airport. 
 
The 2018 Actual Operations Numbers at TTN Exceeded the 2035 Projections. What Impacts Does This 
Have On the Replacement Terminal and Airport Master Plan for the Future of Operations at TTN? 
 
The Master Plan went through a process to develop projections for 20 years. The data used for the Master Plan 
included actual operations data from 2014 and projected the operations through 2035. The projections were 
based upon local, regional, and national trends and standards for similar airports and markets, and were 
reviewed and approved by the FAA during the Master Plan process. The projections identified in the Master 
Plan, Section 2  Aviation Forecasts, Table 2-10: Annual Operations Forecast include the following categories: 

Air Carrier/Air Taxi  Airlines, Charter, Corporate 
Itinerant General Aviation  Activity originating or terminating More Than 50 nautical miles (NM) from 
TTN 
Local Civil/General Aviation  General aviation operations originating or terminating Less Than 50  

 
Military  National Guard and State Police operations 

 
The Master Plan and associated appendices can be reviewed online at: www.TTNTerminal.com 
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Table 2-10: Annual Operations Forecast  
  Forecast 
 Actual 2014 2020 2025 2035 

Aircraft Operations (Total Take-offs and 
Landings)    

Air Carrier/Air Taxi 9,599 10,239 10,895 12,364 
General Aviation     

GA Itinerant (>50 Miles) 37,157 39,200 40,984 46,101 
GA Local (<50 Miles) 29,716 30,961 32,264 35,019 

Military 1,791 1,791 1,791 1,791 
Total Operations 78,263 82,191 85,934 95,275 

 
When looking at the actual data from 2017, 2018 and the first half of 2019, the changes that have occurred since 
the 2014 time include increases in the GA Itinerant Operations (those operations originating from or departing 
to destinations greater than 50 miles) and the GA Local Operations (those operations originating from or 
departing to destinations within 50 miles). The increase in GA Local Operations is almost entirely due to the 
operations of flight schools located at TTN.  
 
2014 and 2035 Master Plan Data with 2017, 2018, and 2019 Actual Data 
https://www.faa.gov/news/media_resources/ATADSguide/ 

 Actual 2014 Actual 
2017 

Actual 
2018 

Actual 2019  
(6 mo.) 

Projected 
2019 (12 mo.) Forecast 2035 

Aircraft Operations (From Master Plan) (From FAA) (From FAA) (From FAA) (Actual 2019 x 2) (From Master Plan) 
Air Carrier/Air Taxi 9,599 9,518 9,274 4,257 8,514 12,364 
General Aviation       

GA Itinerant  
(>50 Miles) 37,157 43,821 48,841 25,356 50,712 46,101 

GA Local  
(<50 Miles) 29,716 41,816 44,133 22,328 44,656 35,019 

Military 1,791 834 915 282 564 1,791 
Total Operations 78,263 95,989 103,163 52,223 104,446 95,275 

 
Air Carrier and Air Taxi Data with 2017, 2018, and 2019 Actual Data 
https://www.faa.gov/news/media_resources/ATADSguide/ 

 Actual 2014 Actual 
2017 

Actual 
2018 

Actual 2019  
(6 mo.) 

Projected 
2019 (12 mo.) Forecast 2035 

Aircraft Operations (From Master Plan) (From FAA) (From FAA) (From FAA) (Actual 2019 x 2) (From Master Plan) 
Air Carrier * 4,383 4,609 2,327 4,654 * 
Air Taxi * 5,135 4,665 1,930 3,860 * 
Total Air Carrier / 
Air Taxi 9,599 9,518 9,274 4,257 8,514 12,364 

* Data not separated between Air Carrier and Air Taxi 
 
Overall the combined air carrier and air taxi operations are down with a very small increase in operations from 
2018 through 2019. The lower number of flights is offset by the increase in enplanements at TTN since data was 
collected in 2014. This is primarily due to changes in aircraft being used at TTN which have changed from a fleet 
of A319 aircraft in 2014 and 2015 to A320 aircraft which are capable of carrying more passengers. This is coupled 
with nearly full flights that are currently seen daily at TTN. 
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What is the basis for the size of the Replacement Terminal? 
 
The sizing of the proposed terminal is based on many factors. The existing terminal is approximately 29,000 
square feet in size, including the remote baggage claim building, and services four aircraft parking positions. The 
existing facility is significantly undersized and does not offer a level of service to passengers that is expected in 
air travel in 2019. The proposed terminal is being programmed and designed based on industry standards and 
guidelines for the various components of the building, as well as the actual needs of the Airlines, Airport 
Operations, TSA, Sherriff, Concessions, and the comfort of the traveling public. The size of the terminal under 
design will be between 125,000 and 140,000 square feet and be able to accommodate four aircraft parking 
positions at a higher level of service to the traveling public, while also anticipating the modest level of air carrier 
growth that is expected over the next 20 years based on the Master Plan and Forecasts.  
 
Airline and operations growth in the current economy, particularly at airports the size of TTN with similar market 
characteristics, is entirely based on the profitability of the routes an airline offers and serves. The ability for other 
airlines to enter a market and compete has many factors, some of which are the location and access to other 
airports, airline operations and hubs at other local or regional airports, the location of TTN within the Northeast 
air traffic control pattern, and the layout and configuration of the airfield which restricts aircraft sizes and range 
of service. There may be other airlines that may enter or leave, as Allegiant has done, but those shifts, as well as 
changes to aircraft sizes and load factors (percentage of seats occupied on flights) are included in the overall 
forecast data and modest increase in operations for air carriers. 
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c/o Delaware River Greenway Partnership 

PO Box 15, Stockton, NJ 08559 
www.lowerdelawarewildandscenic.org  

 
 
 
 
DATE:  February 11, 2020 
 
TO:  Melinda Montgomery, A.A.E., Airport Manager, Trenton-Mercer Airport 
  Brian M. Hughes, County Executive, Mercer County, NJ 
  Kelvin Ganges, Chief of Staff, Mercer County, NJ 
  Bert H. Steinmann, Mayor, Township of Ewing, NJ 

Jim McManimon, Business Administrator, Township of Ewing, NJ  
Charles Latini, Executive Director, Redevelopment Agency, Township of Ewing, NJ  
Maxwell Dolphin, Land Use Regulation, Bureau of Inland Regulation, NJDEP 
Patrick Ryan, Land Use Regulation, Bureau of Inland Regulation, NJDEP 

 
RE:   Trenton-Mercer Airport Expansion Comments 
 
The Lower Delaware Wild and Scenic River Management Council submits these comments in response 
to the anticipated Trenton-Mercer Airport Expansion project and the potential impacts to the Lower 
Delaware River system. 
 
Wild and Scenic Rivers Background 
The Lower Delaware is the National Wild and Scenic River System segment established by Congress on 
November 1, 2000 as Public Law 106-418 and includes 38.9 miles of the Delaware River which forms the 
Pennsylvania and New Jersey border, plus named tributaries. The National Park Service (NPS) is 
responsible for the long term protection of the River and administering the Wild and Scenic Rivers Act. 
NPS works closely with the Wild and Scenic Management Council, which was created through the 
designation as an advisory and coordinating body.  The Council is comprised of representatives from 
local, state and federal governments, as well as local nonprofits.  The Lower Delaware River 
Management Plan (August 1997) was developed as a part of the Wild and Scenic River Study, and 
approved by all State and local parties, and referenced by Congress as the Plan by which the Wild and 
Scenic River would be managed; it identifies scenic resources, ecological resources, and water quality as 
key attributes of the River that must be  
 
Issues of Concern 
While Ewing Township is not in the Wild and Scenic River designated corridor, the proposed airport 
expansion is approximately three miles east of the River, and flight paths and increased development 
will have an impact on the river system overall. The Management Council notes the following issues of 
concern: 
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          Wild & Scenic 
 
 

 Stormwater and Wastewater Planning: The airport expansion was planned with current and 
future growth in mind.  Increased flight patterns, greater fuel loads, and the removal of trees 
will have a combined impact of additional impervious coverage and greater pollution from 
stormwater runoff. In addition, increased contamination from jet fuel and firefighting foam into 
the River, and possible spread of PFOA chemicals from existing contaminated sites further into 
groundwater resources are possible.  Increased flight traffic and associated noise could disrupt 
River corridor wildlife. 

 
 Scenic Impact:  Scenery is an outstanding resource value for which the Lower Delaware Wild 

and Scenic River was designated. Our River Management Plan names protecting and enhancing 
scenic resources as an objective to which all parties agreed upon designation 
(https://www.lowerdelawarewildandscenic.org/resources/documents/lower-delaware-wild-
and-scenic-management-plan). The views associated with the Lower Delaware are iconic and 
planning for the visual impact of greatly increased flight patterns over the River, combined with 
removal of trees for development, requires careful planning and possible mitigation efforts. 

 
 Environmental Analysis: We understand that the expansion of the Trenton-Mercer Airport 

project has been long in the planning to meet the demands of a heavily travelled corridor and to 
support the economic growth of Mercer County. With that said, the airport is pursuing a series 
of separate projects which may have a cumulative effect. NPS and the Lower Delaware Wild and 
Scenic River Management Council request careful oversight as it pertains to water resources. 
We ask that a comprehensive environmental and public health analysis be conducted to 
examine the collective impact of the expansion projects. This includes the terminal expansion 
itself, the runway protective zone, and the anticipated increase of traffic.  

 
We look forward to further communication on these issues. Please contact me at 
richard.dodds@accesspointsolutions.com with any questions. 
 
Sincerely, 
Richard Dodds, Chair 
 
cc:  Sarah Bursky, Community Planner/Rivers Manager, National Park Service,  
 sarah_bursky@nps.gov 
 

Maryann Carroll, Executive Director, Delaware River Greenway Partnership, 
maryann@delawarerivergp.org  
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PUBLIC MEETING

COMMENTS RECEIVED

JANUARY 23, 2019
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Re: Trenton-Mercer Airport Terminal Environmental Assessment – Public Comment

see Exhibit 1

do not rely on Trenton-Mercer 
Airport for commercial travel

“Trenton-Mercer is a public use airport and as such is required by the Federal Aviation Administration 
(FAA) to be open 24 hours a day, seven days a week and available to all aircraft. The Air Traffic Control 
Tower closes at 10 p.m., but aircraft still may operate after that time.

A “Voluntary Nighttime Flight Curfew” is in effect from midnight to 6 a.m. daily. ...Although the curfew is 
voluntary, and no penalties exist, activity during the midnight to 6 a.m. time period is much, much less 
than during normal hours of operation.”

Also please keep in mind that the aircraft you hear may not be associated with Trenton-Mercer 
Airport. Transient flights from all over the country and the world fly through this area to use the 
nearby Yardley VOR (navigational beacon) to navigate up and down the East Coast...and Canada, very 
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large aircraft exiting or entering Newark and Philadelphia often fly through here, as well as flights from 
local airports such as Trenton-Robbinsville Airport, Princeton Airport, and several area military bases.

There is a "Noise Ordinance" in my town; isn't TTN in violation if it lets aircraft fly at all hours?: No. As 
noted above, airport access is regulated by Federal Law, and as such, supersedes state and local 
ordinances.”

“Is the airport expanding?: No.

to serve expected demand 
in the future

realistic human effects perspective

and the solutions need to address

Enforced reasonable affected communities

number of daily flights

alternate flight-path options

“The Quiet Skies Caucus in the United States Congress seeks to raise 
awareness on the issue of aircraft noise and find meaningful solutions to the problem.”

EXHIBIT 1
Articles Regarding the Impacts of Noise on Human Health

Time Magazine (Feb. 6, 2018):  How Loud Noise Exposure Is Linked to Heart Disease

“If you live near an airport, railroad tracks or a busy road, you might be concerned about how fumes 
from those planes, trains and automobiles are affecting your health. But according to a new review in the 
Journal of the American College of Cardiology, there may be another threat to worry about: 
high levels of noise that may be bad for your heart.

I-712 



A connection between noise pollution and cardiovascular disease has been observed in numerous 
studies over the years, the authors of the new review said. High decibel levels from road traffic and 
airplanes, for example, has been linked to high blood pressure, coronary artery disease, stroke 
and heart failure — even after controlling for other factors like air pollution and socioeconomic status.

But despite this growing body of evidence, not much is known about how, exactly, noise pollution might 
contribute to heart problems. In an attempt to shed some light on that question, researchers from 
Johannes Gutenberg University in Germany compiled and analyzed findings from dozens of previous 
studies on noise and various health outcomes.

Based on the existing evidence, the new review suggests that noise disrupts the body on the cellular 
level. Specifically, researchers say, it induces stress responses and activates the sympathetic “fight or 
flight” nervous system. This causes a spike in stress hormones, which can eventually lead to vascular 
damage.

Noise also seems to be a driving factor in oxidative stress and metabolic abnormalities, the 
authors say, which could contribute to other chronic diseases like diabetes. And for people who already 
have risk factors for cardiovascular disease, living in a noisy environment could accelerate issues like 
atherosclerosis.

“The important point is that noise is not just annoying,” lead author Dr. Thomas Munzel, director of the 
department of internal medicine, said in an email. While his paper focuses largely on cardiovascular and 
metabolic implications of noise, he also points out that there’s growing evidence that chronic noise can 
also cause mental health diseases (including depression and anxiety), and can impair the 
cognitive development of children.

One way noise pollution likely affects heart health is by disrupting sleep. In studies, nighttime noise 
has been linked to an increase in blood pressure — even if people didn’t wake up or realize their 
sleep had been disrupted. “One can close his eyes but not his ears,” Munzel said. “Our body will always 
react with a stress reaction.”

...“It is important to note that no one can develop tolerance to noise,” he said. In fact, people’s 
cardiovascular systems actually seem to become more sensitive to noise — and more easily 
damaged — over time.

... There’s some good news in the report, too: Strategies like traffic management and regulation, the 
development of low-noise tires for automobiles, and air traffic curfews have helped reduce hazardous 
noise in certain areas and at certain times, the authors wrote. But other strategies are still needed, 
Munzel said.

“I hope that in future politicians will make laws that protect the people from environmental stressors,” 
he said. A reduction in overall noise pollution, he said, “will be a factor that can be influenced by 
politicians only and not by patients and doctors.”

Consumer Reports magazine (February 2019):  The Science of Sound

“Public health experts have long warned about hearing damage from prolonged environmental exposure 
to noise levels at or above 85 decibels (dBA), which can come from everything from construction 
equipment to barking dogs. But experts are also seeing evidence of physiological and psychological 
consequences from noise exposure far below that threshold.

‘From about 40 decibels — a little louder than a quiet office — we start to see mood disruption,’
says Erica Walker, an environmental health researcher and the director of the Community Noise Lab at 
the Boston University School of Public Health. “And as we move to 65 decibels and above, we see 
hypertension, increased secretion of stress hormones, thickening of the blood, and cardiovascular 
mortality.”

We may even be more susceptible to noise when we’re asleep. Lab and field studies conducted by 
researchers from the Institute of Aerospace Medicine at the German Aerospace Center showed that 
sound-pressure levels just above 33 decibels...can disrupt sleep cycles, which can lead to 
impaired mental abilities and, potentially, other health woes.

When it comes to assessing noise, sometimes the most effective testing equipment is the human ear
— or better yet, a bunch of them. The raw data from a sound meter can tell you a lot about how loud 
or quiet a machine is from a specific distance, but it doesn’t experience the sound in a way that 
puts it into context for consumers.
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‘I can blast an F-16 fighter jet engine for a few seconds and then shut it off and let it sit until the 
time-weighted average decibel level equals a 40-dBA dishwasher,’ says Larry Ciufo, the Consumer 
Reports test engineer who oversees the dishwasher lab. ‘But what you’ll remember is the noise that 
engine blasted for those few seconds.’”

How Noise Pollution Can Affect Your Health, Evidence Shows that Noise Pollution Can Be 
Damaging (Feb. 4, 2016),

“Another large study that looked at aircraft noise exposure over a much longer time period of 15 years 
found that deaths from heart attacks increased when the noise was louder and endured over a 
longer period of time. The latest estimates suggest a ten decibel average increase in aircraft noise 
exposure was related to an increase in high blood pressure, heart attacks and strokes of between 
7% and 17%.

Your emotional response to noise pollution can also be significant, so much so that it has a specific 
name: noise annoyance. This describes the negative feelings noise can create such as disturbance, 
irritation, dissatisfaction and nuisance, as well as a feeling of having one’s privacy invaded.

Another important area of noise research is the effects on children’s learning. About 20 studies have 
found effects of either aircraft or road traffic noise on children’s reading abilities and long-term memory. 
One found that aircraft noise was associated with poorer reading comprehension and memory,
after taking both the children’s social position and the road traffic noise into account. In the UK, reading 
age was delayed by up to two months for a five decibel average increase in aircraft noise 
exposure.

Because people’s bodies still respond to noise during sleep (and it wakes you up), one suggested 
pathway to ill-health is through repeated sleep disturbance. Being exposed to sound while you’re
asleep can particularly affect breathing, body movements, heart rate, and when you wake up. And
you’re more likely to be affected if you’re elderly or a child, or you work shifts or have poor health.
Research has also found that self-reported sleep disturbance is worse when it comes from aircraft 
noise than road traffic.”

Stoughton (Mass.) Journal (June 4, 2018):  Timilty Seeks Funds to Study Health Impact on 
Plane Overflights

“The state Senate recently adopted a budget amendment filed by Sen. Walter F. Timilty, D-Milton, that will 
mandate that the Department of Public Health conduct a study on the health impacts of airplane 
overflights.

The DPH study will examine how flight traffic patterns and volume affect those residents of the 35 
communities that are within the jurisdiction of the Massachusetts Port Authority Community Advisory 
Committee.

The goal of the study is to elucidate the threat to public health caused by overhead flights and 
provide concrete evidence that would further demonstrate the need for a reduction in airplane 
traffic in the affected communities, according to Timilty.

“This is a public health crisis,” Timilty said. “Both the constant barrage of noise and the public health risk 
that are posed by flight traffic patterns are completely inexcusable. Overhead flights cause extreme 
disruptions to daily life, affecting sleep patterns, and lessening individual productivity. This 
amendment will establish an avenue to work towards alleviating these deplorable conditions.”

Timilty said numerous academic studies have found evidence of wide-ranging health effects from 
airplane traffic. Specifically, the Harvard School of Public Health and The Boston University School 
of Public Health have found, on average, zip codes with a heightened volume in aircraft traffic 
endure an increased cardiovascular hospital admission rate.”
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Re: Trenton-Mercer Airport Terminal Environmental Assessment – Public Comment

see Exhibit 1

do not rely on Trenton-Mercer 
Airport for commercial travel

“Trenton-Mercer is a public use airport and as such is required by the Federal Aviation Administration 
(FAA) to be open 24 hours a day, seven days a week and available to all aircraft. The Air Traffic Control 
Tower closes at 10 p.m., but aircraft still may operate after that time.

A “Voluntary Nighttime Flight Curfew” is in effect from midnight to 6 a.m. daily. ...Although the curfew is 
voluntary, and no penalties exist, activity during the midnight to 6 a.m. time period is much, much less 
than during normal hours of operation.”

Also please keep in mind that the aircraft you hear may not be associated with Trenton-Mercer 
Airport. Transient flights from all over the country and the world fly through this area to use the 
nearby Yardley VOR (navigational beacon) to navigate up and down the East Coast...and Canada, very 
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large aircraft exiting or entering Newark and Philadelphia often fly through here, as well as flights from 
local airports such as Trenton-Robbinsville Airport, Princeton Airport, and several area military bases.

There is a "Noise Ordinance" in my town; isn't TTN in violation if it lets aircraft fly at all hours?: No. As 
noted above, airport access is regulated by Federal Law, and as such, supersedes state and local 
ordinances.”

“Is the airport expanding?: No.

to serve expected demand 
in the future

realistic human effects perspective

and the solutions need to address

Enforced reasonable affected communities

number of daily flights

alternate flight-path options

“The Quiet Skies Caucus in the United States Congress seeks to raise 
awareness on the issue of aircraft noise and find meaningful solutions to the problem.”

EXHIBIT 1
Articles Regarding the Impacts of Noise on Human Health

Time Magazine (Feb. 6, 2018):  How Loud Noise Exposure Is Linked to Heart Disease

“If you live near an airport, railroad tracks or a busy road, you might be concerned about how fumes 
from those planes, trains and automobiles are affecting your health. But according to a new review in the 
Journal of the American College of Cardiology, there may be another threat to worry about: 
high levels of noise that may be bad for your heart.
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A connection between noise pollution and cardiovascular disease has been observed in numerous 
studies over the years, the authors of the new review said. High decibel levels from road traffic and 
airplanes, for example, has been linked to high blood pressure, coronary artery disease, stroke 
and heart failure — even after controlling for other factors like air pollution and socioeconomic status.

But despite this growing body of evidence, not much is known about how, exactly, noise pollution might 
contribute to heart problems. In an attempt to shed some light on that question, researchers from 
Johannes Gutenberg University in Germany compiled and analyzed findings from dozens of previous 
studies on noise and various health outcomes.

Based on the existing evidence, the new review suggests that noise disrupts the body on the cellular 
level. Specifically, researchers say, it induces stress responses and activates the sympathetic “fight or 
flight” nervous system. This causes a spike in stress hormones, which can eventually lead to vascular 
damage.

Noise also seems to be a driving factor in oxidative stress and metabolic abnormalities, the 
authors say, which could contribute to other chronic diseases like diabetes. And for people who already 
have risk factors for cardiovascular disease, living in a noisy environment could accelerate issues like 
atherosclerosis.

“The important point is that noise is not just annoying,” lead author Dr. Thomas Munzel, director of the 
department of internal medicine, said in an email. While his paper focuses largely on cardiovascular and 
metabolic implications of noise, he also points out that there’s growing evidence that chronic noise can 
also cause mental health diseases (including depression and anxiety), and can impair the 
cognitive development of children.

One way noise pollution likely affects heart health is by disrupting sleep. In studies, nighttime noise 
has been linked to an increase in blood pressure — even if people didn’t wake up or realize their 
sleep had been disrupted. “One can close his eyes but not his ears,” Munzel said. “Our body will always 
react with a stress reaction.”

...“It is important to note that no one can develop tolerance to noise,” he said. In fact, people’s 
cardiovascular systems actually seem to become more sensitive to noise — and more easily 
damaged — over time.

... There’s some good news in the report, too: Strategies like traffic management and regulation, the 
development of low-noise tires for automobiles, and air traffic curfews have helped reduce hazardous 
noise in certain areas and at certain times, the authors wrote. But other strategies are still needed, 
Munzel said.

“I hope that in future politicians will make laws that protect the people from environmental stressors,” 
he said. A reduction in overall noise pollution, he said, “will be a factor that can be influenced by 
politicians only and not by patients and doctors.”

Consumer Reports magazine (February 2019):  The Science of Sound

“Public health experts have long warned about hearing damage from prolonged environmental exposure 
to noise levels at or above 85 decibels (dBA), which can come from everything from construction 
equipment to barking dogs. But experts are also seeing evidence of physiological and psychological 
consequences from noise exposure far below that threshold.

‘From about 40 decibels — a little louder than a quiet office — we start to see mood disruption,’
says Erica Walker, an environmental health researcher and the director of the Community Noise Lab at 
the Boston University School of Public Health. “And as we move to 65 decibels and above, we see 
hypertension, increased secretion of stress hormones, thickening of the blood, and cardiovascular 
mortality.”

We may even be more susceptible to noise when we’re asleep. Lab and field studies conducted by 
researchers from the Institute of Aerospace Medicine at the German Aerospace Center showed that 
sound-pressure levels just above 33 decibels...can disrupt sleep cycles, which can lead to 
impaired mental abilities and, potentially, other health woes.

When it comes to assessing noise, sometimes the most effective testing equipment is the human ear
— or better yet, a bunch of them. The raw data from a sound meter can tell you a lot about how loud 
or quiet a machine is from a specific distance, but it doesn’t experience the sound in a way that 
puts it into context for consumers.
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‘I can blast an F-16 fighter jet engine for a few seconds and then shut it off and let it sit until the 
time-weighted average decibel level equals a 40-dBA dishwasher,’ says Larry Ciufo, the Consumer 
Reports test engineer who oversees the dishwasher lab. ‘But what you’ll remember is the noise that 
engine blasted for those few seconds.’”

How Noise Pollution Can Affect Your Health, Evidence Shows that Noise Pollution Can Be 
Damaging (Feb. 4, 2016),

“Another large study that looked at aircraft noise exposure over a much longer time period of 15 years 
found that deaths from heart attacks increased when the noise was louder and endured over a 
longer period of time. The latest estimates suggest a ten decibel average increase in aircraft noise 
exposure was related to an increase in high blood pressure, heart attacks and strokes of between 
7% and 17%.

Your emotional response to noise pollution can also be significant, so much so that it has a specific 
name: noise annoyance. This describes the negative feelings noise can create such as disturbance, 
irritation, dissatisfaction and nuisance, as well as a feeling of having one’s privacy invaded.

Another important area of noise research is the effects on children’s learning. About 20 studies have 
found effects of either aircraft or road traffic noise on children’s reading abilities and long-term memory. 
One found that aircraft noise was associated with poorer reading comprehension and memory,
after taking both the children’s social position and the road traffic noise into account. In the UK, reading 
age was delayed by up to two months for a five decibel average increase in aircraft noise 
exposure.

Because people’s bodies still respond to noise during sleep (and it wakes you up), one suggested 
pathway to ill-health is through repeated sleep disturbance. Being exposed to sound while you’re
asleep can particularly affect breathing, body movements, heart rate, and when you wake up. And
you’re more likely to be affected if you’re elderly or a child, or you work shifts or have poor health.
Research has also found that self-reported sleep disturbance is worse when it comes from aircraft 
noise than road traffic.”

Stoughton (Mass.) Journal (June 4, 2018):  Timilty Seeks Funds to Study Health Impact on 
Plane Overflights

“The state Senate recently adopted a budget amendment filed by Sen. Walter F. Timilty, D-Milton, that will 
mandate that the Department of Public Health conduct a study on the health impacts of airplane 
overflights.

The DPH study will examine how flight traffic patterns and volume affect those residents of the 35 
communities that are within the jurisdiction of the Massachusetts Port Authority Community Advisory 
Committee.

The goal of the study is to elucidate the threat to public health caused by overhead flights and 
provide concrete evidence that would further demonstrate the need for a reduction in airplane 
traffic in the affected communities, according to Timilty.

“This is a public health crisis,” Timilty said. “Both the constant barrage of noise and the public health risk 
that are posed by flight traffic patterns are completely inexcusable. Overhead flights cause extreme 
disruptions to daily life, affecting sleep patterns, and lessening individual productivity. This 
amendment will establish an avenue to work towards alleviating these deplorable conditions.”

Timilty said numerous academic studies have found evidence of wide-ranging health effects from 
airplane traffic. Specifically, the Harvard School of Public Health and The Boston University School 
of Public Health have found, on average, zip codes with a heightened volume in aircraft traffic 
endure an increased cardiovascular hospital admission rate.”
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November 15, 2018 

Urban Engineers, Inc. 

530 Walnut St., 7th Floor 

Philadelphia, PA 19106 

Attn: Trenton-Mercer Airport Master Plan 

To whom it may concern, 

From speaking with residents it is our understanding there is an ongoing public comment period with 
regards to the proposed Runway Protection Zone project and/or the construction of a proposed passenger 
terminal building at the Trenton-Mercer Airport.   

The website is not abundantly clear on the deadline for comments, the focus of those comments, or the 
purpose of the comments, but we feel that proposed tree clearing and construction at and around the airport 
warrants investigation into a number of key areas. 

If there is indeed an open public comment period at this time  we request that clear and specific 
information be provided on the website for the interested public.  In addition there are a number of 
documents on the Airport Development page of the website that seem pertinent but neither I nor other 
members of my staff have been able to download.  I have a powerful computer so the issue is not my 
computer and it seems to be the documents on the site. I ask that you find a way to make the online 
documents more accessible. 

Delaware Riverkeeper Network is advocating for a complete Environmental Impact Statement which 
considers the full airport expansion project, including the Runway Protection Zone project, the construction 
of the new passenger terminal building, and any other anticipated expansions. 

Any environmental assessment or EIS should give careful review to the implications for water quality and 
habitat of removing the proposed 92 acres of trees as part of the proposed Runway Protection Zone project.  
Given the proximity of the airport to local waterways and wetlands, such clearing could have a meaningful 
impact on water resources as well as wildlife habitat.  Given that the program is voluntary, it seems that 
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there are not in fact significant safety issues that warrant tree removal and other actions/activities that would 
impact affected waterways and/or wetlands. 

The Delaware Riverkeeper Network is concerned about the removal of so many trees buffering the stream 
and wetlands from the airport site and runway.  Buffers are important for both preventing pollution in the 
form of runoff, but also protecting stream water quality and integrity.  As the proposed construction of a 
passenger terminal building will increase impervious surfaces and therefore exacerbate stormwater runoff, 
the tree cover and vegetation becomes even more valuable. It is important that any assessment take a careful 
look at the water quality, stream integrity and wetland impacts of removing so many trees.   

We also want to ensure full consideration of the habitat impacts  this area provides valuable habitat to a 
variety of species and understanding the implications is important.  

Airports are known hot spots for potential PFC contamination. Drinking water sampling, surface water 
testing and groundwater testing should be done for the airport and surrounding areas before disturbing soils 
to be certain there isn't contamination.  Any testing done by the EPA and/or the state to date is not sufficient 
to exclude the Trenton Mercer airport as a potential contamination zone.  Detailed sampling at and around 
the site is important. 

As we understand it from local residents, there have been incidents of the airport contaminating the nearby 
tributary streams.  We would like to see an analysis of that past harm, to understand how this proposal will 
impact potential future contamination of the streams, and to understand what steps have been taken overall 
to address such incidents.   

We will continue to endeavor to secure information to support a more robust comment.  But we understood 
it is possible that the current comment period will close today.  And so we felt it important to alert you to 
these overarching concerns for impacts to the environment and to the interest of the Delaware Riverkeeper 
Network in this matter. 

With regards, 

 
Maya K. van Rossum 
the Delaware Riverkeeper 
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Trenton-Mercer Airport Terminal 
Environmental Assessment

Public Scoping Meeting
October 23, 2018
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Trenton-Mercer Airport2

Agenda

▪ Introductions

▪ Purpose of the Meeting

▪ Proposed Action 

▪ Environmental Assessment Outline, Process, and 
Requirements

▪ Schedule

▪ Public Input

▪ Q&A

▪ Team Availability for One on One Discussion
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Trenton-Mercer Airport3

Meeting Purpose

▪ Formally Kicks Off the Environmental 
Assessment

▪ Solicit Public Input on:

⁻ Range of Alternatives to be Considered

⁻ Specific Topics that Should be Considered
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Trenton-Mercer Airport4

Terminal Area Plan
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Trenton-Mercer Airport5

Proposed Action

▪ Construct New 4 Gate Terminal

▪ Apron Improvements (Aircraft Parking 
at New Terminal)

▪ Parking Expansion 

▪ Circulation/Ground Access 
Improvements

▪ Relocate Airport Rescue and Firefighting 
Building
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Trenton-Mercer Airport6

Environmental Assessment

▪ Environmental Assessment 

– Evaluates Environmental Consequences of Proposed 
Action

– Used for Projects Where Environmental Impacts Are Not 
Significant or Can Be Mitigated to Less Than Significant

– Prepared in Accordance with National Environmental 
Policy Act (NEPA) Requirements FAA Implementing 
Orders (1050.1F and 5050.4B)

▪ FAA Issues Finding of No Significant Impact (FONSI) 
or Requires Preparation of Environmental Impact 
Statement

▪ FAA Establishes Threshold of Significance
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Trenton-Mercer Airport7

Environmental Assessment

▪ Purpose and Need

▪ Alternatives

▪ Affected Environment

▪ Environmental Consequences

▪ List of Preparers

▪ Technical Appendices

▪ Public Comments
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Trenton-Mercer Airport8

Environmental Impact Categories 

▪ Air Quality
▪ Biological Resources (fish, 

wildlife, and plants)
▪ Climate
▪ Coastal Resources
▪ DOT Section 4(f)
▪ Farmlands
▪ Hazardous Materials, Solid 

Waste, and Pollution 
Prevention

▪ Historical, Architectural, 
Archeological and Cultural 
Resources

▪ Land Use
▪ Natural Resources and Energy 

Supply

▪ Noise and Noise Compatible 
Land Use

▪ Socio-economics
▪ Environmental Justice
▪ Children’s Health and Safety 

Risks
▪ Light Emissions
▪ Visual Resources/Visual 

Character
▪ Wetlands
▪ Floodplains
▪ Surface Waters
▪ Groundwater
▪ Wild and Scenic Rivers
▪ Permits
▪ Mitigation
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Trenton-Mercer Airport9

EA and Terminal Design Schedule

▪ Terminal and Site Investigations – September 2018 to November 2018

▪ Preliminary Design 
▪ Schematic Design - September 2018 to March 2019
▪ Preliminary Design – March 2019 to June 2019

▪ Environmental Assessment – September 2018 to July 2019
▪ Public Scoping Meeting – October 2018
▪ Public Meeting  Concept Design – January 2019
▪ Public Meeting – Interim Findings – March 2019
▪ Draft EA Public Review/Public Hearing – May 2019

▪ FAA Decision Anticipated September 2019
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Trenton-Mercer Airport10

EA Public Outreach

▪ Project Web Site (coming soon):

www.TTNTerminal.com

▪ Email:  Trenton@mjinc.com

▪ Planned Public Meetings

▪ Scoping Meeting 

▪ Public Meeting – Concept Design 

▪ Public Meeting (PA and NJ)  – Present Interim Findings 

▪ Public Hearing – Present Final Draft Report & Public 
Comment

▪ Public Comment Period – 30 days

▪ Substantive Public Comments Addressed in Final EA
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Questions?
October 23, 2018
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