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A.1  Draft EIS Comments and Responses 
 

This appendix contains all comments received during the public comment period for the Draft 
Environmental Impact Statement (EIS) for T-7A Recapitalization at Joint Base San 
Antonio, Texas. The Notice of Availability for the Draft EIS appeared in the Federal Register on 
October 25, 2021. This began a 45-day comment period. In accordance with the National 
Environmental Policy Act (NEPA), public and agency comments were reviewed and 
incorporated into the Final EIS. The comments and DAF responses are contained in the 
following table within this section.  The original comments are contained in Section A.2. These 
public and agency comments will be taken into consideration by the DAF in its decision-making 
process. 

Public comment was encouraged at the public hearings or through written submissions by 
newspaper display advertisements, press releases, and letters sent to agencies and interested 
parties announcing the availability of the Draft EIS document. While all comments submitted 
were assessed and considered by the USAF, only substantive comments are addressed either 
individually or collectively in the Final EIS. Substantive comments are those that identify issues 
and concerns related to the quality of the document in consideration of the accuracy of the facts, 
adequacy of analysis, precision of language, consistency of analysis or facts, justifications for 
conclusions, and/or the merits of other alternatives than those discussed. Non-substantive 
comments are those that only express a conclusion, an opinion, or a vote for or against the 
proposal itself, or that otherwise state a personal preference or opinion. 
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# Name Comment 
Categories 

Comment Response 

1 Betty 
Blankenship 

Noise I am very concerned about 
how the noise level that the 
new jets and training will 
affect our neighborhood.  
We live in Deer Wood Circle 
in Seguin.  We already have 
constant noise from training 
jets.  It’s impossible to be 
outside while they are flying. 

Thank you for your comment.  The Air Force has provided 
modeled footprints of the projected T-7A aircraft noise in 
Section 3.2 of the EIS.  Based on the projected significant 
increase in noise levels, the Air Force has developed 
mitigation strategies to reduce power settings that would 
substantially reduce the potential noise impacts in the 
affected areas near Seguin AAF.  The mitigated projected 
noise impacts presented in Section 3.2.4.3 of the Final EIS 
are slightly greater than existing levels experienced with T-
38C training operations.  As the Air Force learns more about 
this new aircraft once it is incorporated into the training 
regime, they will continue to evaluate changes that could 
further reduce noise levels, as possible. Please note 
addition of footnote 8 on page 3-38 of a November 2021 
Department of the Navy Report to Congress that addresses 
the accuracy of the NOISEMAP modeling results versus 
real-time aircraft sound monitoring.  
The biggest impact to communities will be the addition of 
nighttime training.  This will be minimized to the greatest 
extent possible, but the fact that most nighttime activities 
are indoors allows the sound insulation inherent in homes to 
reduce the intrusion of individual flights. 

2 Betty 
Blankenship 

Airspace/Airport 
Ops/Airfield 
Management 

We have been annexed into 
the city and we feel like 
subdivisions in the city should 
not have to be so affected by 
Randolph.  

Thank you for your comment.  The sounds of training are 
distributed over the region without regard to political 
boundaries.  The Air Force hopes to minimize any burden 
by sharing unavoidable impacts fairly. 



A-4 
 

# Name Comment 
Categories 

Comment Response 

3 Betty 
Blankenship 

Socioeconomics Our property value is also 
affected because selling a 
house that is under this 
environmental disturbance is 
difficult to sell. 

Thank you for your comment.  There are numerous 
economic benefits to the presence of the installation, 
training activity, and the modernization of the aircraft used 
for training.  These include increases in local, high-paying 
jobs; perpetuation of a relatively recession-resistant 
economic base; and a frequent turnover of personnel in 
need of housing and services from the local economy.  
These benefits should balance any perceived 
inconveniences. 

4 Betty 
Blankenship 

Noise, Air 
Quality 

I also worry about the effect of 
the loud noise on our 
structures as well as what we 
might be breathing. 

Thank you for your comment.  The EIS addresses aircraft 
noise levels and associated impacts in Section 3.2 of the 
FEIS.  As noted in Section 3.2.2.1.1 of the EIS, based on 
experimental data and models, noise and vibrations from 
subsonic aircraft overflights do not cause structural damage 
to buildings.  Individual overflights at JBSA-Randolph and 
Seguin AAF are not supersonic and therefore  have no 
potential to damage structures. The EIS addresses air 
quality and impacts due to aircraft emissions in Section 3.1.  
The Proposed Action and Alternatives 2 and 3 would all 
exceed the limits for nitrogen oxide (NOx) emissions 
allowed within Bexar County.  Alternative 1 was developed 
to reduce NOx emissions to an allowed level by reducing 
the number of aircraft operations.  The EIS proposes 
mitigated alternatives that reduce power settings and the 
use of afterburner for takeoffs in order to lessen the 
projected noise impacts upon the community.  I Section 
3.1.4, these mitigated alternatives are discussed in greater 
detail.  Mitigated Alternative 1 (Option 1B) would reduce the 
NOx emissions to a satisfactory level, but the other 
mitigated alternatives would continue to have NOx 
emissions that exceed the allotted 100 tons per year 
emission. 
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# Name Comment 
Categories 

Comment Response 

5 Betty 
Blankenship 

Airspace/Airport 
Ops/Airfield 
Management 

I believe that the flying pattern 
should definitely be changed 
since we are a part of the city. 
The east side of Seguin has 
been affected by the auxiliary 
field for years.  Perhaps it’s 
time to give Seguin a break. 

Thank you for your comment.  Seguin AAF is an essential 
part of the flight training program to support JBSA-
Randolph.  Due to the number of training flights conducted, 
JBSA-Randolph airfield does not have the capacity to host 
all training operations which makes the use of Seguin AAF 
necessary.  Through the application of adaptive 
management, the Air Force will monitor operations, 
patterns, and noise levels and evaluate potential changes 
as feasible. 
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# Name Comment 
Categories 

Comment Response 

6 Forrest M. 
Mims III 

Noise, 
Cumulative 

Consider that in the past few 
months, more than 12,000 
housing units are planned for 
the Seguin area.  Already, 
nearly 400 new houses have 
been constructed and 
occupied directly under the 
north approach to the Seguin 
Auxiliary Airfield. 
Training pilots to fly the T-7A 
during night is a significant 
advance.  However, 
conducting these flights from 
Randolph poses serious noise 
and safety issues for the 
inhabitants of nearby 
residences and hotels.  Night 
flights cannot be conducted at 
Seguin Auxiliary Airfield due 
to the lack of landing lights 
and associated equipment.  
However, if such flights were 
conducted there some day, 
several thousand or more 
residents will be under the 
flight paths.  Del Rio or other 
sites are much more rural 
than Bexar and Guadalupe 
Counties.  What follows is 
summary of my concerns. 

Thank you for your comment. Information regarding planned 
housing units by the City of Seguin has been obtained, 
including the City's prepared map from the website 
https://www.seguinedc.com/life-in-seguin/housing.  Section 
4.1 of the Final EIS has been updated to incorporate the 
information  into the foreseeable actions discussion in the 
cumulative impacts analysis. 
Noise associated with the T-7A aircraft will be louder than 
current operations; however, the EIS includes a discussion 
of mitigation measures to control aircraft noise through the 
application of reduced power settings and reduced use of 
afterburners (Section 3.2.4 of the Final EIS).  The factors of 
safety are based on established Clear Zone and Accident 
Potential Zones using Department of Defense planning 
criteria and will not differ due to a change in aircraft.  These 
zones are noted in the Land Use Section of the EIS (Section 
3.5). 
As noted in the EIS, there are no plans to do nighttime 
operations at Seguin AAF.   Should a future action be 
proposed to conduct nighttime operations at Seguin, 
appropriate NEPA documentation will be required to 
analyze the potential impacts. Laughlin AFB, located in Del 
Rio, TX, is a site that will be evaluated for T-7A 
Recapitalization in future NEPA analysis as it is an existing 
T-38C training location. 
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7 Forrest M. 
Mims III 

Noise 1. NOISE 
I have lived with aircraft noise 
all my life, especially for a 
year in Vietnam and 35 years 
at my present residence.  But 
I need to point out that the 
noise profile models in the 
“Draft Environmental Impact 
Statement” are apparently 
erroneous.  The DNL noise 
contours in Figure 4-2 (noise 
Contours for Seguin AAF – 
Existing Conditions (2017)) 
are highly misleading, for they 
show that the 80 dB contour is 
adjacent to the runway at 
Seguin AAF.  T-38’s flying 
over and adjacent to my 
residence and field often 
produce a measured sound 
level of >80 dB and 
occasionally >90 dB.  This 
occurs when the aircraft is in 
its tight turn toward final 
approach and the engines are 
pointed in my direction.  The 
proposed noise contours in 
Figure 4-4 (Noise Contours 
for Seguin AAF – Proposed 
Action) are expanded, but 
they are also erroneous in 
view of the current noise level 
at my site. 
I will be glad to host a 
measurement site for noise 
recording instruments.  They 

Thank you for your comment.  The noise contours are 
expressed as "DNL" which is the day-night average sound 
level and is defined as the average sound energy in a 24-
hour period with an adjustment added to the nighttime 
levels.  Individual event noise measurements are defined as 
SEL or sound exposure level.  The SEL provides a measure 
of the net effect of a single acoustic event, but it does not 
directly represent the sound level at any given time.  It is Air 
Force policy to use modeled sound profiles for 
environmental analyses.  The calculation of DNL, with its 
penalty for nighttime operations, is one of several reasons 
for this.  Calculation of sound through modeling is the most 
equitable way to compare the effects of a proposed action 
at several locations.  Please note addition of footnote 8 on 
page 3-38 of a November 2021 Department of the Navy 
Report to Congress that addresses the accuracy of the 
NOISEMAP modeling results versus real-time aircraft sound 
monitoring.  Additional information and definitions of noise 
levels is provided in Section 3.2 of the EIS. 
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# Name Comment 
Categories 

Comment Response 

can be installed within our 
front fenced field, which is 
protected by a locked gate 
every night. 
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# Name Comment 
Categories 

Comment Response 

8 Forrest M. 
Mims III 

Airspace/Airport 
Ops/Airfield 
Management, 
Biological 
Resources 

2. FLIGHT ALTITUDE 
While the FAA requires a 
minimum altitude of 1,000 feet 
over my land, occasionally T-
38s appear to be flying below 
1,000 feet directly over my 
residence.  In view of the 
recent series of T-38 crashes 
and the frequent appearance 
of vultures and the spring and 
fall migrations of waterfowl 
and broad-wing hawks, the 
altitude of the T-38s is a major 
concern.  This assertion is 
based on 32 years of 
watching T-38’s fly over or 
near my site during my daily 
sun and sky measurements.  
I’ve not observed a T-38 at 
helicopter altitude (typically 
500 feet), but I have observed 
occasional T-38s only several 
hundred feet over the altitude 
of helicopters that often fly 
over my site. 

Thank you for your comment.  Section 3.3.3.1 of the Final 
EIS has been updated to discuss impacts to vultures, 
waterfowl, and hawks.  Excerpts from the Bird/Wildlife 
Aircraft Strike Hazard (BASH) Plan have been added to the 
EIS to identify specific potential impacts within the vicinity of 
JBSA Randolph and Seguin AAF. This Section has also 
been updated to note that Appendix B of the JBSA BASH 
Plan established tasks and responsibilities which currently 
work to reduce strike hazards.  Low-level flying below 1,000 
feet for the T-38C and T-7A aircraft is only allowed in the 
vicinity of the airfield during periods when the aircraft are 
climbing to appropriate altitudes when departing from the 
airfield, or on approach to the airfield to conduct a landing or 
a touch and go operation.  Other low-level flying may occur 
on designated training routes if designated as one that 
allows low-level flying to occur.  The designated routes are 
shown in Figure 1-5 and a short description of each route is 
provided in Table 3-1.  Should low-level flying of DAF 
aircraft be observed in instances other than those 
explained, the occurrences can be reported to the JBSA-
Randolph Public Affairs Office at (210) 671- 2907 or via 
email at 502abw.paola.Inbox@us.af.mil. 
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9 Forrest M. 
Mims III 

Bio Resources, 
Airspace/Airport 
Ops/Airfield 
Management 

3. BIRD STRIKES 
Vultures commonly fly over 
my property at elevations from 
30 feet to several thousand 
feet.  They Several years ago 
Randolph AFB asked me to 
demonstrate drone flight for 
visiting ROTC students.  On 
this occasion I met with the 
Bash team and discussed the 
problem with large flocks of 
doves in and around 
Randolph and vultures across 
the region.  A few years ago, I 
sent Randolph AFB a photo of 
a vulture in very close 
proximity to a T-38 over IH10.  
Recently I wrote Randolph 
about a vulture taking evasive 
action very near my site when 
a T-38 that had passed 
directly overhead was turning 
south toward the runway.  A 
vulture at what appeared to 
be the same altitude as the T-
38 collapsed its wings and 
dove below the aircraft.  It’s 
possible the crew never saw 
this vulture. 
The Bash team is very aware 
of vultures, cara caras, bats 
and migratory broad wing 
hawks and waterfowl over 
Central Texas.  The team is 
also aware of possible 
unlawful UAS flights in 

Thank you for your comment.   Section 3.3.3.1 of the Final 
EIS has been updated to note observations of vultures flying 
in the same airspace as T-38Cs and that it represents a 
potential impact to biological resources and pilot safety. 
Section 3. of the Final EIS has been updated to discuss the 
issue of unlawful UAS flights interfering with DAF training 
aircraft. 
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# Name Comment 
Categories 

Comment Response 

protected air space.  
Increasing population might 
be accompanied by 
occasional UAS flights in 
Randolph’s air space. 



A-12 
 

# Name Comment 
Categories 

Comment Response 

10 Forrest M. 
Mims III 

Bio Resources, 
Health and 
Safety 

The increase in population 
poses an increased risk to 
people on the ground and 
their homes and vehicles 
should a Randolph aircraft 
experience a serious bird 
strike or mechanical failure. 

Thank you for your comment. The Air Force will continue to 
provide local planning agencies with projected noise and 
safety footprints to allow local departments to develop 
appropriate land use plans.  The Air Force has prepared an 
updated Air Installations Compatible Use Zones (AICUZ) 
Study in 2017 for JBSA-Randolph and Seguin AAF.  The 
basic objective of the AICUZ program is to achieve 
compatible uses of public and private lands in the vicinity of 
military airfields.  The AICUZ Study provides information 
necessary to maximize beneficial use of land surrounding 
JBSA-Randolph and Seguin AAF while minimizing the 
potential for degradation of public health and safety.  Land 
use is addressed in Section 3.5 of the EIS.  Although 
mishaps cannot be predicted in terms of when and where 
they will occur, the AICUZ Study does designate accident 
potential zones (APZs) where accidents would be most 
likely to occur in relation to airfield operations, if one were to 
occur.  The land use recommendations for the APZs 
discourage any housing or residential units from being built 
within those zones to reduce the potential of safety risks to 
the community.  Specific to potential bird strikes, the DAF 
has a Bird/Aircraft Strike Hazard that identifies hazards 
around and in the vicinity of the airfields.  The purpose of 
this plan is to have strategies in place to avoid strike 
mishaps and reduce the threat to pilots and the community.  
In addition, pilot briefings include an exchange of 
information on local conditions, including observed bird 
activity, to provide awareness and exercise appropriate 
caution.   
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# Name Comment 
Categories 

Comment Response 

11 Forrest M. 
Mims III  

Airspace/Airport 
Ops/Airfield 
Management, 
Health and 
Safety 

4. FLIGHT COORDINATION 
Two years ago, a local light 
plane pilot took me on a flight 
to 12,000 feet so I could make 
high-altitude photos of my 
land.  He told me about an 
incident in which a T-38 
suddenly flew directly in front 
of his aircraft.  Apparently, he 
did not report this incident.  
Local pilots need to be fully 
informed about military aircraft 
operations. 

Thank you for your comment.  All incidents should be 
reported to the JBSA Public Affairs Office for investigation 
and determination.  It is important to note that in addition to 
areas immediately around the airfields, special use airspace 
such as Military Operations Areas (MOAs) and Military 
Training Routes (MTRs) do exist within the region.  Some of 
these designated areas do allow operations to occur at 
varying altitudes.  The specific special use airspace 
associated with the proposed T-7A operations is noted in 
Section 3 of the EIS.  These designated areas are included 
on existing aeronautical charts and defined by FAA.  No 
changes to the size, shape, or configuration of the existing 
special use airspace is proposed as part of this action. 

12 Forrest M. 
Mims III 

Airspace/Airport 
Ops/Airfield 
Management 

5. POSSIBLE NIGHT 
OPERATION AT SEGUIN 
AAF Night flights over my site 
would significantly affect 
twilight measurements of 
aerosol layers from the 
surface to 1,000 km directly 
overhead.  Aircraft lights will 
cause false signals in the data 
when aircraft fly directly over 
the instruments.  

Thank you for your comment.  The Air Force has no plans to 
conduct night training at Seguin AAF.  Should a future 
action be proposed to conduct nighttime operations at 
Seguin, appropriate NEPA documentation will be required to 
analyze the potential impacts. 

13 Forrest M. 
Mims III 

Noise, Health 
and Safety 

Night flights will also pose 
safety issues and a significant 
noise problem for residents of 
my area and the new 
subdivisions being built 
directly under the current T-38 
flight paths.  

Thank you for your comment. Information regarding planned 
housing units by the City of Seguin has been obtained, 
including the City's prepared map from the website 
https://www.seguinedc.com/life-in-seguin/housing . Section 
4.1 of the Final EIS has been updated to incorporate the 
information into the foreseeable actions discussion in the 
cumulative impacts analysis. 
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# Name Comment 
Categories 

Comment Response 

14 Forrest M. 
Mims III 

Cumulative While I understand that 
Seguin AAF is not part of the 
proposal’s night training 
flights, that may change.  San 
Antonio’s objections could be 
so strong that the Air Force 
might be willing to install the 
necessary landing lights at 
Seguin FAA. 

Thank you for your comment.  The Air Force has no plans to 
conduct night training at Seguin AAF.  Should a future 
action be proposed to expand operations at Seguin, 
appropriate NEPA documentation will be required to 
analyze the potential effects. 
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A.2  Copy of Public Comments 
Received via website on 16 November 2021 at 7:27 p.m. CST 

Name: 
Betty Blankenship 
 
Comment: 
I am very concerned about how the noise level that the new jets and training will affect our 
neighborhood. 
We live in Deer Wood Circle in Seguin. We already have constant noise from training jets. It’s 
impossible to be outside while they are flying. 
 
We have been annexed into the city and we feel like subdivisions in the city should not have to 
be so affected by Randolph. We pay taxes and love our country but we deserve to be able to 
enjoy our time at home. Our property value is also affected because selling a house that is 
under this environmental disturbance is difficult to sell. I also worry about the effect of the loud 
noise on our structures as well as what we might be breathing. 
 
I believe that the flying pattern should definitely be changed since we are a part of the city. 
 
The east side of Seguin has been affected by the auxiliary field for years. Perhaps it’s time to 
give Seguin a break. 
 
 
Received via website on 28 November 2021 at 8:48 p.m. CST 

Name: 
Forrest M. Mims III 
 
Comment: 
The “Draft Environmental Impact Statement” is a surprisingly thorough treatment of the complex 
environmental issues facing introduction of the T-7A. I have a high regard for Randolph and its 
history. In 1965 my family was present when my late father, Col. Forrest M. Mims Jr., 
assembled the Prime Beef team he commanded as he prepared to pilot their flight to Bien Hoa, 
Vietnam. Two years later, my father was the first officer I saluted on deplaning at Tan Son Nhut 
for a one-year tour in Vietnam as an air intelligence officer. 
 
Before purchasing our acreage, residence and office near Seguin in 1985 (433 Twin Oak Road), 
I stayed at the site for hours watching T-38s conduct their flights. A deacon at our church once 
piloted T-38s at Seguin Auxiliary Airfield. In short, I very much admire and respect the instructor 
pilots and those they are training who frequently fly over my house and land. 
 
MOST T-7A TRAINING SHOULD BE MOVED TO A RURAL SITE After reviewing the draft 
report and carefully examining the associated maps, I have reluctantly concluded that the 
significantly increased population of Bexar and Guadalupe Counties requires the Air Force to 
reconsider its plan to employ the T-7A at both Randolph and Seguin. Consider that in the past 
few months, more than 12,000 housing units are planned for the Seguin area. Already, nearly 
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400 new houses have been constructed and occupied directly under the north approach to the 
Seguin Auxiliary Airfield. 
 
Training pilots to fly the T-7A during night is a significant advance. However, conducting these 
flights from Randolph poses serious noise and safety issues for the inhabitants of nearby 
residences and hotels. Night flights cannot be conducted at Seguin Auxiliary Airfield due to the 
lack of landing lights and associated equipment. However, if such flights were conducted there 
some day, several thousand or more residents will be under the flight paths. Del Rio or other 
sites are much more rural than Bexar and Guadalupe Counties. What follows is summary of my 
concerns. 
 
1. NOISE 
I have lived with aircraft noise all my life, especially for a year in Vietnam and 35 years at my 
present residence. But I need to point out that the noise profile models in the “Draft 
Environmental Impact Statement” are apparently erroneous. The DNL noise contours in Figure 
4-2 (noise Contours for Seguin AAF – Existing Conditions (2017)) are highly misleading, for they 
show that the 80 dB contour is adjacent to the runway at Seguin AAF. T-38’s flying over and 
adjacent to my residence and field often produce a measured sound level of >80 dB and 
occasionally >90 dB. This occurs when the aircraft is in its tight turn toward final approach and 
the engines are pointed in my direction. The proposed noise contours in Figure 4-4 (Noise 
Contours for Seguin AAF – Proposed Action) are expanded, but they are also erroneous in view 
of the current noise level at my site. 
 
I will be glad to host a measurement site for noise recording instruments. They can be installed 
within our front fenced field, which is protected by a locked gate every night. 
 
2. FLIGHT ALTITUDE 
While the FAA requires a minimum altitude of 1,000 feet over my land, occasionally T-38s 
appear to be flying below 1,000 feet directly over my residence. In view of the recent series of T-
38 crashes and the frequent appearance of vultures and the spring and fall migrations of 
waterfowl and broad-wing hawks, the altitude of the T-38s is a major concern. This assertion is 
based on 32 years of watching T-38’s fly over or near my site during my daily sun and sky 
measurements. I’ve not observed a T-38 at helicopter altitude (typically 500 feet), but I have 
observed occasional T-38s only several hundred feet over the altitude of helicopters that often 
fly over my site. 
 
3. BIRD STRIKES 
Vultures commonly fly over my property at elevations from 30 feet to several thousand feet. 
They Several years ago Randolph AFB asked me to demonstrate drone flight for visiting ROTC 
students. On this occasion I met with the Bash team and discussed the problem with large 
flocks of doves in and around Randolph and vultures across the region. A few years ago, I sent 
Randolph AFB a photo of a vulture in very close proximity to a T-38 over IH10. Recently I wrote 
Randolph about a vulture taking evasive action very near my site when a T-38 that had passed 
directly overhead was turning south toward the runway. A vulture at what appeared to be the 
same altitude as the T-38 collapsed its wings and dove below the aircraft. It’s possible the crew 
never saw this vulture. 
 
The Bash team is very aware of vultures, cara caras, bats and migratory broad wing hawks and 
waterfowl over Central Texas. The team is also aware of possible unlawful UAS flights in 
protected air space. Increasing population might be accompanied by occasional UAS flights in 
Randolph’s air space. The increase in population poses an increased risk to people on the 
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ground and their homes and vehicles should a Randolph aircraft experience a serious bird strike 
or mechanical failure. 
 
4. FLIGHT COORDINATION 
Two years ago, a local light plane pilot took me on a flight to 12,000 feet so I could make high-
altitude photos of my land. He told me about an incident in which a T-38 suddenly flew directly 
in front of his aircraft. Apparently, he did not report this incident. Local pilots need to be fully 
informed about military aircraft operations. 
 
5. POSSIBLE NIGHT OPERATION AT SEGUIN AAF Night flights over my site would 
significantly affect twilight measurements of aerosol layers from the surface to 1,000 km directly 
overhead. Aircraft lights will cause false signals in the data when aircraft fly directly over the 
instruments. Night flights will also pose safety issues and a significant noise problem for 
residents of my area and the new subdivisions being built directly under the current T-38 flight 
paths. While I understand that Seguin AAF is not part of the proposal’s night training flights, that 
may change. San Antonio’s objections could be so strong that the Air Force might be willing to 
install the necessary landing lights at Seguin FAA. 
 
My scientific observations of the atmosphere over my site began with measurements of solar 
UVB in May 1988. In 1990, I began measuring the ozone layer, the water vapor layer and the 
aerosol optical depth over my site. In December 2021, the Bulletin of the American 
Meteorological Society will publish my paper on the first 30 years of these measurements. 
 
To better understand the aerosols, ozone and water vapor distribution over my site, since 2013 I 
have employed several new kinds of twilight photometers that I personally developed that 
measure the altitude of aerosols from the surface to 1,000 km), the ozone layer profile peaking 
at 22-25 km, and the water vapor column peaking at 60 km. These measurements have 
become a key aspect of my research, and the instruments have been calibrated multiple times 
at Hawaii’s Mauna Loa Observatory. I am planning to add a lidar system to this work. The key 
measurements take place during clear sky conditions from sunset to 3 hours after sunset. My 
instruments detect meteor dust during meteor showers (70 km to 150 km) and both cosmic dust 
and spacecraft debris up to 1,000 km. 
 
Additionally, on every evening (and sometimes morning) that I conduct twilight measurements, 
at sunset I fly a small UAS drone to 100 feet to photograph the horizon at sunset and then again 
17 minutes after sunset to capture the sky over the sunset point during peak twilight glow. 
These brief flights fall well within the altitude limit over private land imposed by the Supreme 
Court (United States v. Causby, 1946) and meet FAA requirements for both small UAS aircraft 
and fixed towers. They are a key part of my twilight measurements, for they show the presence 
of clouds and aerosols.  
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Received via email from U.S. Army Corps of Engineers 
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Received via email from U.S. Environmental Protection Agency 
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A.3  Virtual Public Hearing Transcript 
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AGREEMENT TO ESTABLISH THE  
JOINT BASE SAN ANTONIO 

EARLY EMISSION REDUCTION CREDIT PROGRAM 
 
PURPOSE: 
This Agreement provides for the creation and implementation of the Joint Base San Antonio 
(JBSA) Early Emission Reduction Credit (Early ERC) Program in accordance with the 
requirements at 40 Code of Federal Regulations (CFR) §93.165. Implementation of this program 
does not affect or change federal Clean Air Act (FCAA) provisions or implementing regulations. 
AUTHORITY: 
The authority to create an Early ERC Program and to subsequently use Early ERCs for 
conformity evaluations comes from 40 CFR §93.165(a). 
BACKGROUND: 
The FCAA, §176(c) provides that a federal agency may not take an action in a nonattainment or 
maintenance area that would increase emissions in violation of the state implementation plan 
(SIP). General conformity implementing regulations are provided at 40 CFR Part 93, Subpart B. 
The general conformity provisions at 40 CRF §93.165(a) allow a federal agency to implement a 
program to generate emission credits from emission reduction strategies undertaken at a federal 
facility. Emission reductions generated under an early emission reduction credit program may be 
used as credits for future general conformity evaluations to meet general conformity 
requirements. 
EARLY ERC GENERATION: 
The JBSA Early ERC Program will generate emission credits in accordance with 40 CFR 
§93.165(b). 
Prior to credit generation under the JBSA Early ERC Program, the JBSA will provide to the 
Texas Commission on Environmental Quality (TCEQ), for review and concurrence, a full 
description of the proposed early ERC strategy. This will include a full description of the 
measure(s), a quantified emissions analysis, and a demonstration of compliance with 40 CFR 
§93.165(b) requirements. This review and concurrence step allows the TCEQ to ensure the 
strategy meets federal requirements prior to credit generation and future use for general 
conformity purposes. 
Once a proposed strategy is approved for credit generation under the JBSA Early ERC Program, 
JBSA will keep records to ensure the strategy is implemented consistent with the proposed 
strategy provided to the TCEQ for review and concurrence. If the implemented strategy differs 
from the proposed strategy in a way that would alter the emission reductions achieved by the 
strategy, then the JBSA will provide to the TCEQ, for review and concurrence, a full description 
of the early ERC strategy as implemented. TCEQ concurrence is required prior to credit 
generation under the JBSA Early ERC Program. 
EARLY ERC USE: 
The JBSA Early ERC Program will use generated emission credits in accordance with 40 CFR 
§93.165(c). 
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Prior to using credits generated under the JBSA Early ERC Program for general conformity 
purposes, the JBSA will provide to the TCEQ, for review and concurrence, a full accounting of 
the early ERCs proposed for use. This will include a full description of the measure(s), a current 
quantified emissions analysis for the credit generation year(s) proposed for use, and a 
demonstration of compliance with 40 CFR §93.165(c) requirements. This review and 
concurrence step allows the TCEQ to verify credit amount(s) and to verify that the credits were 
generated in accordance with the agreed upon strategy. 
The JBSA will keep records of early ERCs used under the JBSA Early ERC Program for general 
conformity purposes to ensure continued compliance with 40 CFR §93.165 requirements. This 
includes conducting an annual accounting of the early ERCs used for general conformity 
purposes that demonstrates the credits were generated in the same year they were used and how 
they were used for general conformity, i.e., for general conformity applicability analysis or as 
offsets to comply with an approved general conformity demonstration. Records will be made 
available to the TCEQ upon request. 
 
By signing this Agreement, the TCEQ indicates its approval of the establishment of the JBSA 
Early ERC Program, including the TCEQ’s role in the processes of early ERC generation and 
early ERC use for general conformity purposes. 
 
(Deputy Division Director)      ___________ 
Texas Commission on Environmental Quality   Date 
 
_________________________________________   ___________ 
502d ABW/CC       Date 
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Supplemental Noise Metric Figures 
The data used to model the Proposed Action and action alternatives and produce potential 
noise footprints presented in this section were based on the best available information at the 
time of data collection and analysis.  The results shown in the following figures may not 
represent the actual noise contours that will be experienced once the T-7A is placed into 
operation at JBSA-Randolph or Seguin AAF.  The T-7A aircraft has not yet been accepted into 
the inventory of DAF.  The aircraft is still undergoing testing by the manufacturer and much is 
still unknown about the aircraft’s operating features by DAF.  The aircraft testing being 
performed by the manufacturer does not represent the training location, settings, speeds, or 
patterns that will occur at the proposed training locations.  While many of the features of the 
aircraft are known which will influence the resultant noise footprints, the precise manner in 
which the aircraft will be operated is not yet defined; therefore, the model results presented 
herein represent the best estimation of impacts at this time.  Because much of the information 
regarding T-7A operations will not be known until the aircraft is delivered and operated in the 
local area, many assumptions were made to input data into the noise modeling process.  As 
such, DAF has assumed that the initial T-7A operations, flight patterns, throttle settings, 
altitudes, use of afterburners, and other relevant flight parameters will be the same as those 
currently defined and used for T-38C operations.  Therefore, DAF has acknowledged the need 
to incorporate a strategy of adaptive management as detailed in Appendix D to learn, record, 
model, confirm, and adopt the appropriate flight parameters for the T-7A.  These changes will 
likely change the predicted noise footprints, and DAF will continue to investigate and update the 
data and results for potential noise impacts. 



 

C-2 
 

Sources: DAF 2020 and DNWG 2009a 

Figure C-1. Speech Interference at JBSA-Randolph – Existing Conditions  
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Sources: DAF 2020 and DNWG 2009a 
Figure C-2. Speech Interference at JBSA-Randolph – Proposed Action 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-3. Speech Interference at JBSA-Randolph – Alternative 1 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-4. Speech Interference at JBSA-Randolph – Alternative 2 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-5. Speech Interference at JBSA-Randolph – Alternative 3 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-6. Speech Interference at Seguin AAF – Existing Conditions 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-7. Speech Interference at Seguin AAF – Proposed Action 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-8. Speech Interference at Seguin AAF – Alternative 1 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-9. Speech Interference at Seguin AAF – Alternative 2 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-10. Speech Interference at Seguin AAF – Alternative 3 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-11. Classroom Speech Interference Events at JBSA-Randolph – Existing 
Conditions 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-12. Classroom Speech Interference Events at JBSA-Randolph – Proposed Action  



 

C-14 
 

Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-13. Classroom Speech Interference Events at JBSA-Randolph – Alternative 1 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-14. Classroom Speech Interference Events at JBSA-Randolph – Alternative 2 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-15. Classroom Speech Interference Events at JBSA-Randolph – Alternative 3 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-16. Classroom Speech Interference Time at JBSA-Randolph – Existing Conditions 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-17. Classroom Speech Interference Time at JBSA-Randolph – Proposed Action 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-18. Classroom Speech Interference Time at JBSA-Randolph – Alternative 1 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-19. Classroom Speech Interference Time at JBSA-Randolph – Alternative 2 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-20. Classroom Speech Interference Time at JBSA-Randolph – Alternative 3 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-21. Classroom Speech Interference Events at Seguin AAF – Existing Conditions 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-22. Classroom Speech Interference Events at Seguin AAF – Proposed Action 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-23. Classroom Speech Interference Events at Seguin AAF – Alternative 1 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-24. Classroom Speech Interference Events at Seguin AAF – Alternative 2 
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Sources: DAF 2020 and DNWG 2009a 

Figure C-25. Classroom Speech Interference Events at Seguin AAF – Alternative 3 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-26. Classroom Speech Interference Time at Seguin AAF – Existing Conditions 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-27. Classroom Speech Interference Time at Seguin AAF – Proposed Action 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-28. Classroom Speech Interference Time at Seguin AAF – Alternative 1 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-29. Classroom Speech Interference Time at Seguin AAF – Alternative 2 
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Sources: DAF 2020, ANSI 2008, and DNWG 2009a 

Figure C-30. Classroom Speech Interference Time at Seguin AAF – Alternative 3 
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Sources: DAF 2020, DNWG 2009a, DNWG 2009b, and ANSI 2008 

Figure C-31. Probability of Sleep Awakening at JBSA-Randolph – Proposed Action 
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Sources: DAF 2020, DNWG 2009a, DNWG 2009b, and ANSI 2008 

Figure C-32. Probability of Sleep Awakening at JBSA-Randolph – Alternative 1 
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Sources: DAF 2020, DNWG 2009a, DNWG 2009b, and ANSI 2008 

Figure C-33. Probability of Sleep Awakening at JBSA-Randolph – Alternative 2 
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Sources: DAF 2020, DNWG 2009a, DNWG 2009b, and ANSI 2008 

Figure C-34. Probability of Sleep Awakening at JBSA-Randolph – Alternative 3 
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Sources: DAF 2020 and DNWG 2013 

Figure C-35. Noise Induced Hearing Loss at JBSA-Randolph – Existing Conditions 
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Sources: DAF 2020 and DNWG 2013 

Figure C-36. Noise Induced Hearing Loss at JBSA-Randolph – Proposed Action 
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Sources: DAF 2020 and DNWG 2013 

Figure C-37. Noise Induced Hearing Loss at JBSA-Randolph – Alternative 1 
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Sources: DAF 2020 and DNWG 2013 
Figure C-38. Noise Induced Hearing Loss at JBSA-Randolph – Alternative 2 
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Sources: DAF 2020 and DNWG 2013 
Figure C-39. Noise Induced Hearing Loss at JBSA-Randolph – Alternative 3 
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Sources: DAF 2020 and DNWG 2013 
Figure C-40. Noise Induced Hearing Loss at Seguin AAF – Existing Conditions 



 

C-42 
 

 
Sources: DAF 2020 and DNWG 2013 
Figure C-41. Noise Induced Hearing Loss at Seguin AAF – Proposed Action 
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Sources: DAF 2020 and DNWG 2013 
Figure C-42. Noise Induced Hearing Loss at Seguin AAF – Alternative 1 
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Sources: DAF 2020 and DNWG 2013 
Figure C-43. Noise Induced Hearing Loss at Seguin AAF – Alternative 2 
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Sources: DAF 2020 and DNWG 2013 
Figure C-44. Noise Induced Hearing Loss at Seguin AAF – Alternative 3 
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D-1. Aircraft Noise Mitigation  
1.0 Introduction 
This appendix provides an overview of the current noise-mitigation measures being evaluated 
for potential future implementation at the JBSA-Randolph and Seguin AAF.  DAF takes a 
proactive approach to noise mitigation and addressing community concerns. 

It is the JBSA-Randolph intent to conduct training flights while controlling noise impacts as 
practicable on surrounding communities.  Aircrews using JBSA-Randolph and Seguin AAF are 
responsible for conducting their mission safely and complying with the published 560th FTS In-
Flight Guide, established noise-abatement procedures, and good common sense.  Each aircrew 
is expected to minimize noise impacts without compromising operational and safety 
requirements. 

Recognizing that airfield operations can be loud, DAF considers some voluntary operational 
measures on a case-by-case basis, not interfering with the mission of the installation.  DAF may 
encounter a need for surge operations to train pilots and meet national defense requirements. 

JBSA-Randolph and Seguin AAF have noise-abatement procedures to minimize aircraft noise.  
Airfield procedures used to minimize or abate noise optimize flight tracks and runway usage, 
restrict maintenance run-up hours, and other procedures.   

Noise contours result from industry-accepted use of the NOISEMAP model to predict the levels 
of noise that will be experienced due to the expected level of training operations.  The T-7A 
aircraft use a single General Electric F404 (variant) engine as its power plant.  This engine is 
very different from the T-38 C aircraft that uses two General Electric J85 engines.  The GE F404 
generates a much greater amount of thrust and results in a louder “footprint” which is referred to 
as the noise contours.  This more powerful aircraft has been developed to train pilots and more 
easily allow them to transition to fourth and fifth generation aircraft such as the F-22 and F-35.  
Because of the projected enlarged noise contours discussed in Section 3.2 of the EIS, this 
appendix has been created to examine how DAF can mitigate the predicted aircraft noise 
impact within the community. 

2.0 Overview of Encroachment and Potential Noise Minimization 
Careful consideration is required in attempting to harmonize both noise mitigation measures and 
operational requirements because the environmental noise burden placed on the communities 
varies greatly based on distance from JBSA-Randolph and Seguin AAF and proximity to flight 
tracks to and from those airfields.  This balancing must account for the fact that changes in flight 
operations that attempt to reduce aircraft noise on one area of the community often increase 
aircraft noise on others. 

Elements of a balanced approach to noise minimization and mitigation are listed below (broadly, 
from general to specific) under the following categories: 

• Limiting Noise 
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• Land-use Planning and Management 
• Noise Abatement Procedures. 

2.1 Limiting Noise 
One of the most effective methods of noise mitigation is limiting noise generation at the source.  
This is particularly relevant to aircraft noise because there are no barriers to decrease the 
amplitude of the sound energy from aircraft flying overhead.  Limiting aircraft noise at the source 
while maintaining aircraft performance has historically presented technological challenges.  As 
noted in the following subsections, while research into different noise abatement technologies 
continues, there are presently no viable technologies resulting in meaningful noise reductions 
without significant impacts on aircraft performance. 

2.1.1 Engine and Aircraft Performance 
Over the years, commercial aircraft have benefited from fuel economy and noise reduction 
technology while supporting an affordable commercial air travel industry.  However, for military 
aircraft, maximizing aircraft performance is critical in ensuring survivability in the modern 
battlefield against competing military aircraft and other threats, such as anti-aircraft defense 
systems.  Thus, the competing interests of engine performance (i.e., thrust and speed), aircraft 
capabilities (i.e., maneuverability, agility, and range), fuel economy, and air emission reductions 
have a limiting effect on the ability to design a quieter aircraft that meets the military mission 
requirements. 

2.1.2 Construction and Operation of Noise-Suppression Facilities (Hush House) 
The construction and operation of hush houses should be considered a noise mitigation 
measure to reduce maintenance noise within airfield environs.  The purpose of a hush house is 
to reduce the sound levels associated with high-power jet-engine maintenance testing.  Hush 
house noise reduction for similar jet engines is approximately 10 to 20 dBA.  The “A” weighting 
is important because a hush house primarily works by transferring the acoustic energy into 
frequencies below 100 Hertz (Hz).  Exact specifications of the proposed JBSA-Randolph hush 
house are unknown at this time but are anticipated to be similar to those of other hush houses 
currently operated by DoD at other installations. 

2.1.3 Ground Operations and Aircraft Maintenance 
Airfield ground operations and aircraft maintenance can also create a noise disturbance to 
surrounding communities.  The sources of ground noise include engine testing and run-up prior 
to taxiing, noise from aircraft on apron and terminal stands, and aircraft maintenance facilities 
such as hangars and engine test stands.  The T-7A aircraft maintenance only occurs at JBSA-
Randolph, not at Seguin AAF. 

Methods of controlling the noise from these operations may include the proper orientation of 
aircraft for run-up procedures, relocating the aircraft away from noise-sensitive areas, and the 
use of suppressors and barriers (jet blast deflectors, blast screens, blast fences, and ground 
run-up enclosures like hush houses).  JBSA-Randolph can also use time-based restrictions.  
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2.2 Land Use Planning and Management 
Beyond those policies, programs, and procedures mentioned previously, others are available to 
assist local communities in mitigating potential for existing and future noise impacts from aircraft 
activities at JBSA-Randolph and Seguin AAF.  Generally, minimizing impacts from noise 
generated by military airfield activities requires comprehensive land use planning that provides 
adequate spatial separation between noise sources and noise-sensitive areas.  Where noise 
problems occur around an existing airfield, or where spatial separation cannot be used to affect 
a satisfactory solution, other land use management options can be employed by the installation 
and the local community, such as those described in the following sections.  In addition, DAF 
will support local government efforts to apply for U.S. Department of Defense Office of Local 
Defense Community Cooperation programs, if local governments qualify for the offered 
programs. 

2.2.1 Air Installations Compatible Use Zones Program 
DoD initiated the AICUZ program in the 1970s to protect the public’s health, safety, and welfare 
and to prevent encroachment from degrading the operational capability of military air 
installations in meeting national security needs.  DoD recognizes that local municipalities have 
the authority necessary to protect the public health, safety, and welfare through implementation 
of compatible land use controls (i.e., zoning ordinances, building codes, subdivision regulations, 
use permits, noise disclosure statements, and public land acquisition).  Therefore, the AICUZ 
program requires military installations to work collaboratively with federal, state, and local 
agencies and community leaders to encourage compatible development of land adjacent to 
military airfields.  DAF implements the DoD AICUZ Program at DAF installations through the 
guidance published in Air Force Instruction (AFI) 32-1015 Integrated Installation Planning and 
Air Force Handbook 32-7084 AICUZ Program Manager’s Guide.  To implement the AICUZ 
program, the installation is required to complete the following tasks: 

• Prepare periodic AICUZ updates to quantify aircraft noise zones and accident potential 
areas and provide compatible land use recommendations to local municipalities. 

• Develop a prospective long-term (5 to 10 years) analysis and develop a strategy to 
promote compatible development in the community to address future changes. 

• Coordinate with federal, state, and local agencies and community leaders in order to 
maintain public awareness of the AICUZ program. 

• Promote encroachment partnering projects in order to achieve long-term encroachment 
protection. 

JBSA-Randolph has an active AICUZ program that informs the public about its aircraft noise 
environment and recommends specific actions for the local jurisdictions with planning and 
zoning authority that can enhance the health, safety, and welfare of those living near JBSA-
Randolph and Seguin AAF.  The current version of the AICUZ plan for JBSA-Randolph was 
published in 2017 and provides the most current noise contours and their relation to 
recommended compatible land use for noise zones.  The 2017 AICUZ Update for JBSA-
Randolph is used by Bexar and Guadalupe Counties to guide their current land-use 
management practices. 
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The T-7A recapitalization at JBSA-Randolph changes to DNL noise contours and noise 
exposure, would result in an update to the base AICUZ and changes to land use 
recommendations.  DAF will continue to work with Bexar and Guadalupe Counties, the City of 
Schertz, Universal City, Seguin, and other communities as needed to plan for compatible 
development, land use zoning, and building construction standards.  DAF anticipates pursuing 
the following five measures: 

1. Collecting and providing performance data for the T-7A training operations specifically 
performed at JBSA-Randolph and Seguin AAF.  See Section D-2 of this Appendix for 
more information on incomplete data and DAF commitments.  

2. Preparing an AICUZ update to address any increases of land area within the greater 
than 65 dB DNL noise contours for both JBSA-Randolph and Seguin AAF once the T-7A 
aircraft have been delivered and are operational. 

3. Coordinating with state and local agencies on compatible land use and potential 
encroachment concerns inside and outside of the DNL footprint (i.e., large-scale 
developments, transportation projects that could encourage development, or tall 
structures such as cell towers that could penetrate airfield imaginary surfaces1 

4. Encouraging municipalities to promote the highest and best use of land by updating local 
zoning ordinances and building construction standards to require noise attenuation in 
structures, especially for high-noise areas. 

5. Encouraging municipalities to adopt legislative initiatives to acquire interest in developed 
properties in order to curb and mitigate encroachment near military installations and to 
protect the public from noise exposure and accident potential. 

6. Supporting any comprehensives community planning efforts, such as proposing an 
update of the Joint Land Use Study (now Compatible Use Plan [CUP]) funded by the 
DoD Office of Local Defense Community Cooperation. 

2.2.2 Encroachment Partnering Efforts 
In addition to the current AICUZ program and local planning and management guidelines, other 
noise-mitigation options involving local partnerships are available.  DoD’s REPI program, as well 
as CUPs, acquisition programs, and roll-back incentives, are encroachment partnering tools 
discussed below for further mitigation consideration. 

1. Readiness and Environmental Protection Integration.  DoD’s REPI program is a key 
tool for avoiding the installation encroachment that can limit or restrict military training, 
testing, and operations.  The REPI program protects these military missions by helping 
remove or avoid land-use conflicts near installations and addressing regulatory 
restrictions that inhibit military activities.  The REPI program is administered by the 
Office of the Secretary of Defense.  More information on DoD’s REPI program can be 
viewed online at www.repi.mil. 

 
1 Imaginary surfaces are three-dimensional areas extending from the runway surface in all directions at 
various angles and altitudes, which have certain associated height and obstruction criteria in order to 
provide safe operating areas for aircraft utilizing the runway. 
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A key component of the REPI program is the use of buffer partnerships among the 
military services, private conservation groups, and state and local governments, 
authorized by 10 USC § 2684a.  These partnerships share the cost of acquisition of 
conservation easements or other interests in land from willing sellers to preserve 
compatible land uses and natural habitats near military facilities that help sustain critical 
military mission capabilities that are at-risk from external encroachment pressures (DoD 
2017). 

2. Compatible Use Plan or Study.  Whereas an AICUZ study represents DAF’s 
compatible land use recommendations to the community, a CUP is a community-
developed document.  The community-led CUP encourages collaborative planning and 
communication between the installation and affected jurisdictions while encouraging 
compatible development near military installations as those communities experience 
growth.  Additional land use requirements for compatibility may result from CUP 
agreements.  The CUP is produced in partnership with the DoD Office of Local Defense 
Community Cooperation.  A JLUS was prepared in July 2015 and must be updated with 
newly developed AICUZ results. 

3. Acquisition Programs and Roll-Back Incentives.  As stated above, the civilian-military 
land use study provides recommendations to improve compatible land use planning 
through partnerships, to clarify processes, to amend legislation, and to allocate funds 
(for the resolution of land incompatibility issues, protection of habitat, and conservation 
of rural areas) (The Spectrum Group 2016).  The state identifies the potential to 
participate in acquisition programs and roll-back incentives in the future, although these 
programs are not currently established around JBSA-Randolph.  These programs have 
been implemented successfully in similar situations in other communities with military 
airfields.  For example, a partnership between the Commonwealth of Virginia, the City of 
Virginia Beach, and the City of Chesapeake has successfully worked to decrease 
encroachment of incompatible development around Naval Air Station (NAS) Oceana and 
Naval Auxiliary Landing Field Fentress. 

By combining land use controls, an acquisition program, and roll-back incentives, the 
City of Virginia Beach has achieved a decrease in density and incompatible land uses 
surrounding NAS Oceana.  An Interfacility Traffic Area (ITA) Acquisition Plan has been 
similarly successful in the City of Virginia Beach.  The city’s acquisitions, coupled with its 
other holdings in the ITA, allow the city to control most of the land in the ITA to ensure it 
is used in a way that is compatible with the mission of NAS Oceana.  The city was able 
to further regulate this area through the creation of the Rural AICUZ Area.  The city has 
continued to incentivize businesses that bring about conformity in APZ-1.  The 
opportunity for development or re-development in APZ-1 is useful for incompatible users, 
stimulating the conversion of incompatible development surrounding the air station.  As 
every acquisition is evaluated, the city examines ways to merge properties and “roll 
back” density or incompatibility. 

The City of Chesapeake, Virginia, has also made its own commitments in order to 
protect Naval Auxiliary Landing Field Fentress and has documented significant 
legislative changes to prevent future encroachment.  Planning policy in the City of 
Chesapeake includes programs for acquisition of conservation easements.  An 



 

D-6 
 

easement purchase is the purchase of a portion of or all development rights on a 
property.  Compensation is provided to the landowner in exchange for restrictions placed 
on the land's deed, in perpetuity.  This encourages and promotes preservation of open 
space and agricultural lands throughout the city by means that are voluntary rather than 
regulatory (EDAW, Inc. et al. 2005). 

2.2.3 Publication of AICUZ or JLUS on County/City Website and Real Estate Disclosure 
– Disclose location of properties in relation to military impacts during the sales process, 
per Texas State Law requirements. 
The Texas Legislature passed House Bill 890 during its 85th Regular Session (amending 
Section 1, Chapter 397 of the Texas Local Government Code), which implements providing 
information to the public on the impact of military installations.  The legislation requires counties 
and cities in which a military installation is located to work to ensure the public availability of the 
most recent AICUZ or JLUS.  Also, Section 2 of the bill amended Texas Property Code Section 
5.008 to add a Seller’s Disclosure Notice if a property may be near a military installation and 
subject to high noise, APZs, or other operations.  Section 2 of the bill only pertains to resale of 
existing homes and became effective September 1, 2017 (Texas Realtors 2017). 

2.3 Noise Abatement Operational Procedures 
There are several ways to limit aircraft noise by adjusting aircraft operational procedures 
performed in the area of the installation while meeting the training mission.  Operational 
procedures are changes in the way a specific aircraft flies during a specific activity/operation. 

Aircrews follow procedures in the 560th FTS In-Flight Guide to reduce aircraft noise impacts and 
avoid noise-sensitive areas, except when being vectored by radar air traffic control or 
specifically directed by the control tower.  Noise abatement requires knowledge of the In-Flight 
Guide and proper policies.  Course rules and FAA-enforced airspace requirements dictate 
horizontal and vertical stand-off distances from noise sensitive receptors (like 
historic/cultural/religious sites, parks, and population centers), minimum altitudes, and maximum 
speed (typically restrictions on supersonic flight).  Flight tracks are designed to minimize 
overflights of population nodes. 

High-power settings and erratic power control are the two variables that have the greatest noise 
impact on the public.  Both are directly controllable by the pilot.  Aircrews can reduce power 
after safely airborne, avoid full power when possible, and apply power smoothly to be help limit 
noise in potentially affected areas.  In a training environment, training procedures and 
curriculum dictate periodic and short-term needs for aircrews to vary power settings in 
accordance with the course syllabus and In-Flight Guide. 

2.3.1 Public Involvement 
Commanders take public concerns seriously and have processes in place that allow members 
of the public to comment about and seek answers to questions about operations at the 
installation and ensure those comments are reviewed by appropriate members within the 
command. 



 

D-7 
 

Public Outreach.  JBSA has an active public relations program to inform members of the public 
of upcoming special events or training operations so that individuals have the ability to plan their 
personal activities that may include various means such as the installation web-site and local 
newspapers to make information available.  The command uses these same processes to 
inform the public about events that may increase noise or have more impacts on specific areas 
for short periods of time.  An example is the Joint Base San Antonio 2017 Air Show and Open 
House. 

Noise Complaint Procedures.  JBSA-Randolph investigates all noise complaints to determine 
compliance with installation Standard Operating Procedures.  These investigations ensure that 
both DAF and public interests are protected and provide ongoing communication between the 
base and the local communities.  Persons with complaints or comments are encouraged to 
contact the 12 FTW Public Affairs Office by telephone at (210) 652-1272.  The Public Affairs 
Officer records the pertinent information from these complaints and comments such as who 
called, in addition to the location, time, and description of the noise-generating event.  Callers 
may request a response or feedback and should provide their name and contact information. 

The Public Affairs Officer provides copies of the complaints to the JBSA Commander, AETC 
Commander,  and Operations Officer, the following day, and each complaint receives a 
thorough analysis and a recommendation to address the issue.  When necessary, the 
installation officials may communicate directly with the complainant.  The Community Planning 
and Liaison Officer maintains a file of noise complaints for historical records. 

2.3.3 Additional Oversight Measures 
The JBSA Commander takes public concerns seriously and has processes in place for 
additional oversight measures.  To ensure transparency with community leaders and the public, 
the following oversight measures are currently implemented or being considered for adoption, 
and others may be added or changed as needs change over time: 

• JBSA will publish notices of surge training periods. 

• Training schedules will be managed by AETC to ensure operations remain consistent with 
conditions studied under NEPA, documented in the ROD, and documented in the 
installation’s AICUZ study. 

• Air traffic control will monitor and coordinate with all participating aircraft to ensure pattern 
integrity and proper sequencing of aircraft during field pattern training operations. 

• Conduct high-power engine run-ups during daylight hours to the maximum extent 
possible.  Run-ups that must be conducted during evening or nighttime hours will the 
aircraft is properly positioned to reduce noise intrusion on the surrounding community. 

• Monitor approaches to the airfield to ensure patterns do not extend too far from the 
airfield. 
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D-2. T-7A Adaptive Management  
1.0 Introduction to the T-7A Adaptive Management Strategy 
Adaptive management means that USAF will further NEPA’s Section 101 goals to “protect, 
restore, and enhance the environment” (40 CFR § 1500.1(c)), DAF will implement an adaptive 
management approach to basing and operating the T-7A aircraft at Randolph AFB. Adaptive 
management is a proactive mitigation oversight program to understand complex, interrelated 
systems through a long-term process. Adaptive management is built around a continuous cycle 
of experimentation, evaluation, learning, and improving over time. The ability to experiment and 
test hypotheses in a time frame that allows meaningful data to be gathered and evaluated is an 
important element of that process. Adaptive management will take place within the bounds of 
the impacts and mitigations assessed.  

The T-7A training variables analyzed in the EIS and their relationships to biological, physical, 
and social systems are complex.  In the analysis of anticipated impacts in the EIS, DAF has 
done its best to accurately predict potential impacts and anticipate future conditions using the 
best information and tools at the time of analysis.  However, T-7A operational areas are 
dynamic systems that are continually evolving: it is likely that there will be unanticipated 
changes in baseline conditions, that new information may become available, or that the 
effectiveness of mitigation measures may be different than expected.  Adaptive management 
techniques are well suited to such circumstances. 

The adaptive management program incorporates the following kinds of adaptive management 
approaches: 

• Noise models will be used to understand the effects of the new curriculum being designed 
to leverageT-7A aircraft capabilities. 

• Comparison of the noise model findings with the accuracy or completeness of the earlier 
predictions will highlight problem areas and suggest courses of action to mitigate them. 

New knowledge and information produced through experience, further technical development, 
and trial of new or altered operational parameters can be incorporated into management options 
and recommendations to appropriate decision makers.   

The analysis in the EIS identifies environmental impacts.  The Air Force environmental impact 
analysis process requires the proponent to prepare a mitigation plan and forward it to 
Headquarters, U.S. Air Force for review within 90 days of the signing of the ROD.  Among other 
things, the mitigation plan must specifically identify each mitigation measure, how the measures 
will be executed, and who will fund and implement the mitigations.  Requiring the detailed 
mitigation plan after the signing of the ROD enables the mitigation plan to be tailored precisely 
to the decision that is made.   

Since the adaptive management approach is being adopted as part of the implementation 
strategy for the beddown and operations of the T-7A at Randolph AFB, any post-ROD mitigation 
plan for its beddown and operations will need to include provisions for monitoring noise post-
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implementation and the success of the mitigations, as well as procedures for making necessary 
adaptations.  The following additional steps will also be part of the mitigation plan: 

• Identify the type of monitoring for the action and each mitigation. 

• Delineate how the monitoring will be executed. 

• Identify who will fund and oversee its implementation. 

• Establish the process and responsibilities for identifying and making changes to the 
action or mitigations to influence beneficial results or avoid/reduce adverse ones. 

As noted, the adaptive management strategy is being adopted to implement this program 
because of incomplete or unavailable information.  The follow section provides greater detail 
about the specific incomplete or unavailable information, why it is unavailable, and steps to 
gather the information. 

1.1 Incomplete or Unavailable Information 
CEQ regulation at 40 CFR §1502.22 provides guidance on how to continue with the NEPA 
analysis when information is incomplete or unavailable.   

Incomplete or unavailable information relates to the T-7A proposal. DAF is identifying that 
information used in the determination of air quality emissions and aircraft noise contours is 
incomplete or unavailable.  The lack of engine and actual aircraft operational data for the T-7A 
aircraft provides a lower confidence in predicting actual impacts.  Normally an agency would 
conduct its impact analysis once the appropriate studies and data sets are complete and 
available to ensure the most accurate analysis could be conducted and presented to the public 
and considered by the agency’s decision maker.  In this instance, DAF needs to validate or 
improve the data that were input to model the air quality and aircraft noise impacts. 

In the interest of evaluating options and informing the public as early as possible in the planning 
process, DAF has determined to move forward with the preparation of this EIS and commit to 
the collection of better data and with which to reassess impact levels at a later date.  This 
urgency is a necessary course of action because the data will continue to be unavailable until 
aircraft are at JBSA-Randolph and employed in local conditions by DAF instructor pilots and 
military flying trainees.  Those data are unavailable while the aircraft is in testing in St. Louis, 
Missouri by commercial test pilots.  The two parts of the action, construction and operations, are 
connected actions as defined under the implementing regulations of NEPA, and therefore must 
both be considered and cannot be analyzed separately.  The need to accommodate the 
construction schedule is mandated by the funding time limits imposed for the Military 
Construction Projects as authorized in the National Defense Authorization Act passed into law 
by Congress, and the data cannot be obtained until the aircraft are at JBSA-Randolph flying 
under local conditions in a training versus test use. 

DAF has contracted Boeing to build and supply DAF with the new T-7A Red Hawk training 
aircraft.  DAF will begin receiving the T-7A from Boeing in 2023 and will almost immediately put 
the aircraft into service for pilot training at JBSA-Randolph and begin to phase out the currently 
used T-38C Talon.  At that time, the T-7A aircraft will be flown by DAF pilots performing training 
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missions at JBSA-Randolph, and DAF pilots will become familiar with flying that particular 
aircraft.  Therefore, the precise throttle settings and maneuvers of the T-7A are unknown at this 
time and will remain unknown until the actual training begins in 2023.  In order to press forward 
with the analysis of the Proposed Action for both facility construction and aircraft operations, 
several assumptions had to be made to develop data for input into the DAF Air Conformity 
Applicability Model (ACAM) and the NOISEMAP model.  The ACAM enables DAF to model and 
predict the amount of emissions for various pollutants into the atmosphere for the Proposed 
Action.   

NOISEMAP allows DAF to use data associated with flying the aircraft such as throttle settings, 
to predict where and to what magnitude noise energy will be experienced both on- and off-
installation.  Due to the lack of specific knowledge about the T-7A aircraft, the following 
assumptions were made for purposes of modeling and analysis within the EIS: 

1. The course curriculum currently used for T-38C students would also be used for T-7A 
students. 

2. Aircraft flight tracks for approach, departure, and near-field patterns would be the same 
for the T-7A as the flight tracks that are currently used by the T-38C. 

3. Aircraft power settings along the segments of the flight tracks would be the same for the 
T-7A as the power settings that are for the T-38C. 

Based on these assumptions, DAF developed the Proposed Action and two action alternatives 
for various levels of flight training.  The Proposed Action presents the operational level to 
sufficiently train the pilots in the T-7A aircraft at JBSA Randolph at the same level of student 
loading and courses now taught at JBSA-Randolph.  Basically, this assumed a simple swap of 
aircraft.  Alternative 2 represents training at a 15 percent greater intensity and Alternative 3 
presents a 25 percent greater training level intensity.  The Proposed Action and these two 
alternatives were presented to the public during the Public Scoping process.  After scoping, 
DAF used the assumptions above with the various intensities of training and input the data into 
the ACAM model to predict emissions.  The results showed that nitrogen oxide (NOX) , a 
precursor to ozone, levels would be produced at levels beyond those established for National 
Ambient Air Quality Standards.  JBSA-Randolph is located within Bexar County which is in 
nonattainment for the 8-hour ozone standard.  This prompted DAF to create a new action 
alternative that would result in emissions that would remain within the standards.  Alternative 1 
represents the intensity of aircraft operations that achieves that goal.  However, although this 
alternative allows DAF to maintain the appropriate level of pilot training through 2025 with the T-
7A aircraft, fewer T-7A aircraft would be allowed to operate than planned under the Proposed 
Action from 2026 and beyond.  Reduced flight operations would not allow full training of DAF 
student pilots at JBSA-Randolph. 

DAF used this same data with the same assumptions for flight tracks and power settings and 
modeled the predicted aircraft noise contours.  The results were similar in that DAF realized that 
the new noise contours would be significant in terms of the amount of off-installation acreage 
and number of residents that would be exposed to higher noise levels, resulting in greater 
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disturbance and incompatible land use based on the Land Use Compatibility table in 
Department of Defense Instruction 4165.57. 

Based on both of these modeled results, DAF air quality and noise experts reviewed the 
assumptions and data and determined that the modeled results were accurate based on the 
data input.  However, the experts suggested that a comparison of the two aircraft be examined 
to see if previous assumptions could be refined.  The review did list the following aircraft 
differences: 

1. The T-38C is a twin-engine aircraft that uses two General Electric J85-GE-5 turbojet 
engines with afterburners that produce 2,050 pounds dry thrust and 2,900 pounds dry 
thrust with afterburners. 

2. The T-7A is a single-engine aircraft that uses one General Electric F-404 turbofan 
engine.  According to the General Electric F404 webpage, this engine produces a range 
of thrust from 17,700 to 19,000 pounds. 

3. The two types of engines operate at different noise frequencies.  The T-38C J85-GE-5 
engine operates at a higher frequency than the T-7A GE F-404.  The lower frequency 
engines generally are much louder at similar power settings. 

The difference in aircraft engines led to the following discussion: 

1. DAF experts agree that the power settings used for the T-38C training scenarios at 
JBSA-Randolph may not be the same power settings required for the same T-7A training 
operations.  It may be possible to use lower power settings with the T-7A aircraft and 
achieve similar aircraft performance for approach, departure, and near-field patterns.  
This could only be validated through actual flight training patterns at JBSA-Randolph. 

2. If lower power settings were feasible, it is still unknown how this would affect the noise 
contours because of the difference in types of engines noted above.  Different power 
settings would require additional NOISEMAP modeling. 

3. Any adjustment in power settings would also result in a change to aircraft emissions and 
require additional ACAM modeling. 

4. The suggestion was made based on the information presented here to employ an 
additional assumption in the Draft EIS that aircraft power settings for modeling purposes 
should be decreased for the T-7As.  However, any reduction of power settings would be 
an arbitrary decision and would not provide a greater degree of confidence in model 
results. 

5. The assumptions and data used for ACAM and NOISEMAP modeling may be the best 
data at this time but are noted as incomplete and unavailable information because of 
unknown operational settings for the T-7A in training missions. 

6. DAF must collect data on the operations of the T-7A at JBSA-Randolph and re-examine 
the predicted air quality and noise outcomes and develop specific mitigation strategies in 
a manner that demonstrates the most transparency in the process and is in the best 
interest of DAF and the community. 
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7. After collection of noise and air emissions data, DAF must analyze and determine if the 
emissions data approved in the ROD is accurate.  If changes in operations are desired 
as part of this evaluation, then DAF must ensure that any changes in operations are 
subject to the general conformity process required by 40 CFR § 93, Subpart B before 
any changes are implemented. 

The next step in collecting the needed aircraft operating data is planning a framework for post-
EIS efforts.  This plan should include identification of DAF goals, a strategic set of actions for 
collecting data, application of the results, and a plan for potential outcomes and DAF 
commitments through mitigation.  Following this approach will allow DAF to proceed with the 
JBSA-Randolph T-7A Recapitalization EIS and commit to an ROD for facility construction and 
procedures to improve and apply data sets for T-7A aircraft operations. 

An important factor to keep in mind is that the T-7A aircraft will be delivered incrementally to 
JBSA-Randolph starting in 2023 and increasing in succeeding years as shown for the Proposed 
Action and each of the action alternatives.  This incremental delivery and planned increase in T-
7A operations provides DAF with time to collect the necessary data, re-run ACAM and 
NOISEMAP models, more accurately define the potential impacts, and implement revised flight 
operations and course rules to mitigate impacts to the community. 

The primary goal of DAF in implementing additional T-7A data collection to complement this EIS 
is to maintain the pilot training structure and classes at JBSA-Randolph at a level that fully and 
successfully trains student pilots.  The secondary goal of DAF is to maintain positive community 
relations through transparency of process and controlling the impacts to the community to the 
greatest extent possible.  

The plan for data collection will include the following elements defined in greater detail: 

• What needs to be measured and how? What is the timeline for collecting and validating 
data? 

• What does DAF do with the new data? 

• Air Quality: Insert specific info on timeline of state reassessment of nonattainment and 
creation of a state implementation plan (SIP) and how will DAF collect data to support 
inclusion of aircraft emissions and offsets in the new SIP. 

• Aircraft noise: Insert specific information on collection of noise data through modeling 
based on accurate power settings and flight tracks, collect actual noise monitoring data in 
specific sensitive receptor locations, and use the info to develop a new noise study, 
develop a new AICUZ plan, and perhaps an updated CUP, if needed. 

• Citizen participation.  
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