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Appendix A
Environmental Justice Analysis

A.l Introduction

Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations and
Low Income Populations, directs Federal agencies to identify and address, as appropriate,
disproportionately high and adverse human health or environmental effects of their programs, policies, and
activities on minority and low-income populations. Executive Order 12898 also directs the Administrator
of the Environmental Protection Agency to convene an interagency Federal Working Group on
Environmental Justice. The Working Group is directed to provide guidance to Federal agencies on criteria
for identifying disproportionately high and adverse human health or environmental effects on minority and
low-income populations. The Working Group has not yet issued the guidance directed by Executive Order
12898, although it has developed working draft definitions. The definitions used in this analysis are based
on the draft working definitions. Further, in coordination with the Working Group, DOE is in the process
of developing internal guidance on implementing the Executive Order. Because both the Working Group
and DOE are still in the process of developing guidance, the approach taken in this analysis may depart
somewhat from whatever guidance is eventually issued.

This appendix addresses environmental justice for the acceptance of foreign research reactor spent nuclear
fuel containing uranium enriched in the United States. Analyses of environmental justice concerns are
provided in three areas: (1) potential ports of entry, (2) potential transportation routes from candidate ports
of entry to interim management sites, and (3) arcas surrounding potential interim management sites. These
analyses lead to the conclusion that the alternatives analyzed in this Environmental Impact Statement (ELS)
would result in no disproportionately high and adverse effects on minority populations or low-income
communities surrounding the candidate ports, transport routes, or interim management sites.

A.2 Concerns and Definitions

Public comments show a widespread concern for public health and safety because spent nuclear fuel is
radioactive. Two related environmental documents (DOE, 1995 and DOE, 1994) have been published
recently which address the safety and potential health issues due to transportation and storage of spent
nuclear fuel. Analyses of radiological health effects in those documents as well as this EIS (see Chapter 4)
demonstrate that the expected health effects are small. In the case of spent nuclear fuel from foreign
rescarch reactors, no fatalities are expected due to radiological exposure or traffic accidents. No
significant health effects are expected for the general population. Consequently, there would be no
disproportionately high or adverse human health effects imposed on any population segment. In the
sections below, minority and low-income populations are identified in the areas near potential candidate
ports of enfry, potential interim management sites, and potential transportation routes. The 1990 census
data were used in this appendix as the basis of the analysis (DOC, 1992). This allows equal comparison of
data between ports, sites, and routes in different states.
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APPENDIX A

The analysis uses the following draft definitions:

e Minority — Individuals classified by the U.S. Burean of the Census as
Negro/Black/African American, Hispanic, Asian and Pacific Islander, American Indian,
Eskimo, Aleut, and other non-White persons. The minority population in an affected area
is the number of individuals residing in the area who are members of a minority group.

s Low-Income Community — An area for which the median household income is 80 percent
or below the median household income for the metropolitan statistical area (urban) or
county (rural). While “80 percent” is used in this analysis based on definitions used by the
U.S. Department of Housing and Urban Development, this percentage may change in the
final guidelines under preparation by the Working Group and the Department of Energy.

» Disproportionately High and Adverse Human Health Effects — Any human health effects,
including cumulative or synergistic effects, on minority or low-income populations which
substantially exceed generally accepted levels of risk. This is a draft definition prepared by
the Working Group which might change during preparation of the final guidelines.

» Substantially Affect Human Health — To impact human health such that there is a
measurable incidence of any specific illness, disease, or disorder significantly higher than
the national average. This is also a draft definition developed by the Working Group
which might change during preparation of final guidelines.

A.3 Environmental Justice in Areas Near the Candidate Ports of Entry

Under normal port activities associated with receipt of the spent nuclear fuel shipments — including
harbor activities, unloading the ship, transfer of the spent nuclear fuel casks to truck or train, and
movement out of the port city — the dominant radiological impacts were shown in Section 4.2.2 to be the
exposures received by the workers in the immediate vicinity of the shipping cask. These individuals
include inspectors, shipping cask handlers, and truck drivers. Since the intensity of the radiation from the
cask falls off with distance, the doses that might be received by other workers and members of the general
population can theoretically be calculated, but would not generally be measurable or distingnishable from
natural background radiation.

Potential radiological impacts to people residing near the port are associated with low probability (less
than one in a million) accidents that are so severe that the spent nuclear fuel casks rupture and a fire would
burn long encugh around the cask that some of the radioactive material would be released. In this case,
some of the radioactive spent nuclear fuel might be vaporized and lifted by the heat of the fire and carried
downwind of the accident location. Where and how far this radioactive material would go before being
deposited on the ground would depend on how high the heat from the fire lofts it and the particular
weather conditions at the time. Most of this vaporized spent nuclear fuel would be expected to be
deposited in the first few miles downwind of the fire but small amounts could be carried out for several
tens of miles.

Because the particular details of both the accident conditions (such as the severity of the fire) and the
weather conditions at the time of an accident could vary widely, a range of accident conditions and wind
directions, wind speeds, and other weather conditions were examined during the evaluation of accident
effects (see Section 4.2.2.3). Population impact evaluations were performed for distances out to 80 km
(50 mi). Risks of latent cancer deaths were found to range from about 0.003 to 0.000003 latent cancer
fatalities (LCF). No latent cancer fatalitics would be expected due to accidents at ports.
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ENVIRONMENTAL JTUSTICE ANALYSI1S

Containerized spent nuclear fuel casks shipped under the proposed policy would be transferred from the
ship at commercial or military ports by personnel experienced in handling containerized cargo, and
shipped by truck or rail to one of the five candidate interim management sites. Candidate ports may
handle thousands of standard containers each month, unloaded from vessels which can carry up to several
thousand casks. The number of casks to be handled would be small in comparison to routine cargo
handling, thus having a negligible impact on normal port activities.

As part of the environmental justice analysis, distributions of minority populations and low-income
households surrounding candidate ports of entry were estimated from 1990 census data. Although
radiological health effects resulting from an accident are calculated at distances up to 80 km (50 mi), the
largest radiological effects would usually be expected to occur within roughly a 16-km (10-mi) radius of
the accident site. Thus, the distribution of minority and low-income populations is described for circular
areas defined by a 16-km (10-mi) radius, centered at each candidate port of entry.

A.3.1 Distribution of Minority Populations Near the Candidate Ports

The minority population characteristics within 16 km (10 mi) of candidate ports of entry for foreign
research reactor spent nuclear fuel are presented in Table A-1. For comparison, this table lists minority
population features for regions surrounding the ports and for counties which lie partially within the 16-km
(10-mi) radius centered at the port. Population characteristics shown in the table were extracted from
1990 census data available from the U.S. Burean of the Census. The data resolves population
characteristics at the “block group level,” which generally consists of between 250 and 550 housing units.

With the exception of the Port of Wilmington and 2 military ports, MOTSU (Military Ocean Terminal,
SUnny Point) and NWS (Naval Weapons Station) Concord, the percentage of minority populations
residing within 16 km (10 mi) of candidate ports exceeds the percentage of minority populations residing
within the state. Similarly, the percentage of minority populations residing near the candidate ports
exceeds the percentage of minorities residing in counties surrounding the candidate ports. Ports at
MOTSU, NWS Concord, Portsmouth, and Newport News are exceptions with larger percentages of
minority populations in the surrounding counties.

The racial and ethnic composition of minority populations residing near the candidate ports is shown in
Table A-2. In the case of candidate ports located on the east coast, African Americans compose the largest
portion of the minority population. Minority populations residing near the candidate ports on the west
coast are comprised of a more uniform mixture of African Americans, Asians, Hispanics, and Native
Americans. The minority population residing near the Port of Galveston on the Gulf of Mexico is
predominately African American and Hispanic.

The spatial distribution of minority populations residing within 16 km (10 mi) of each of the candidate
ports is shown in the maps of those ports as presented in Figures A-1 to A-11. The circle shown in each
figure has a 16-km (10-mi) radius, centered on the port. As indicated in the legend of each figure,
geographical areas are shaded according to the percentage of minority population within the area.
Resolution in the figures is at the census block group level. Due to variations in the populations of block
groups, the geographical size of any particular block group area is not necessarily proportional to the
numerical population. As an example, for ease of enumeration, the U.S. Bureau of the Census may define
block group boundaries which actually extend into oceans, bays, or lakes. This allows inclusion in the
census data of individuals who reside on boats or offshore houses, a situation particularly predominant in
locations such as Galveston (see Figure A-3).
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A.3.2 Distribution of Low-Income Households Near the Candidate Ports

The number of low-income households near the candidate ports is shown in Table A-3. Except for the
ports of MOTSU and Hampton Roads, the percentage of low-income households immediately surrounding
the port is larger than the percentage of low-income households in the surrounding counties. Similarly, for
most of the candidate ports, the percentage of low-income households near the port exceeds the percentage
of low-income households in the surrounding state, although the ports of Charleston, MOTSU, Newport
News, and NWS Concord are exceptions,

Distributions of low-income households near the candidate ports are shown in the maps of the ports
presented in Figures A-12 through A-22. In these figures, geographical areas defined by census block
group boundaries are shaded according to the percentage of low-income households within the block
group. Since the mumber of households within a block group varies, the size of a shaded area is not
necessarily proportional to the population within that area.

A.4 Environmental Justice Along Transportation Routes

“The dominant radiological impacts associated with the normal or incident-free (accident-free)
transportation activities would be the exposures received by the workers in the immediate vicinity of the
cask, principally the truck drivers or train personnel. These individuals would be the only people receiving
a measurable exposure during a routine spent nuclear fuel shipment.

The dose received by an individual near a spent nuclear fuel cask during shipment would be proportional
to both the distance from the cask and the time of exposure. As discussed in Chapter 4 and Appendix E,
the radiation dose rate from a cask containing spent nuclear fuel decreases with distance from the cask.
Individuals living along the transportation routes would therefore be expected to receive low exposures
because of both their distance from the cask and their short time of their exposure. While it is possible to
make estimates of the collective dose of the population along a route, as in Chapter 4 and Appendix E,
these minuscule doses would only be meaningful in the collective sense.

Ground and barge transportation accidents would be expected to result in no additional radiological
impacts to the population in the vicinity of the accident Potential radiological impacts from low
probability accidents, which vary considerably, would be dependent on the accident conditions (such as
the severity of an associated fire) and the weather conditions at the time of an accident. Since shipping
accidents could occur at any location along the routes, it is not possible to identify the racial and economic
composition of the populations that might be impacted. In general, however, the principal radiological
impacts would be limited to the area within a few miles of the accident location and could be expected to
impact a broad mixture of the population in the area.

Tables A-4 and A-5 show minority populations and low-income households, respectively, residing in
800-m (0.5-mi) wide corridors on each side of the road, rail, or barge routes from each of the candidate
ports of entry to the Idaho National Engineering Laboratory and the Savannah River Site, both of which
could receive spent nuclear fuel in the near term. In these tables, a county is called a *surrounding”
county if its boundaries lic at least partially within the 800-m (0.5-mi) corridor. Routes used for this
analysis are described in Appendix E.

As a general observation, percentages of minority populations residing along ground transportation routes
(Column 7 of Table A-4) from candidate ports on the west coast to the Idaho National Engineering
Laboratory are noticeably less than those for transportation from candidate east coast ports to the
Savannah River Site. In addition, a higher percentage of minority individuals were found to reside along
rail transportation routes than along truck transportation routes. The percentages varied from a minimum
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of 12.5 percent for transportation by truck from Portland, Oregon to Idaho National Engineering
Laboratory to a maximum of 81.9 percent for rail transportation from Savannah, Georgia to the Savannah
River Site.

As shown in Column 7 of Table A-5, similar observations are true for percentages of low-income
households residing along ground transportation routes, In the case of low-income households,
percentages varied from a minimum of 41.0 percent for truck transportation from Portland, Oregon and
Charleston, South Carolina to the Savannah River Site and Idaho National Engineering Laboratory,
respectively, to a maximum of 54.8 percent for rail transportation from Savannah, Georgia to the Savannah
River Site.

Populations residing within 1.6 km of barge routes are numerically very small in comparison with those
residing near ground transportation routes. Percentages of minority populations and low-income
households residing near barge routes are similar to the percentages for ground transportation modes.

A.5 Environmental Justice in Areas Near the Candidate Management Sites

Under normal management site activities associated with receipt and storage of the spent nuclear fuel, the
dominant radiological impacts have been shown to be the exposures received by the site workers in the
immediate vicinity of the spent nuclear fuel cask. These individuals would be principally those working
within the spent nuclear fuel storage facility. The racial and economic composition of these individuals at
each management site that would receive the majority of the dose could vary considerably. Health effects
due to normal operations and accidents at the five candidate management sites are presented in
Section 4.2.4. No latent cancer fatalities or other fatalities would be expected to result from the handling
and storage of spent nuclear fuel from foreign research reactors at the sites. At none of the sites would the
radiological impacts of either normal releases or low probability accidental releases of spent nuclear fuel
be expected to significantly affect the general population outside the management site boundary, including
minority and low-income populations. Consequently, there are no adverse impacts of the proposed action
on these groups.

A.5.1  Distribution of Minority Populations Near the Candidate Management Sites

The distribution of minority populations residing in various arcas surrounding the candidate interim
management sites is presented in Table A-6. This table shows minority populations within an 80-km
(50-mi) radius centered at the interim management site. For comparison, minority populations are also
shown for the counties surrounding each site. A county was included in the analysis if its boundaries lie at
least partially within this circle. As shown in the table, minority populations surrounding the Nevada Test
Site and the Idaho National Engineering Laboratory are numerically small in comparison with those
surrounding the Hanford Site and the Savannah River Site. The minority population surrounding the
Nevada Test Site is relatively large because the boundary of the county containing Las Vegas, NV is
within 80 km (50 mi) of the site. The Savannah River Site has the largest percentage of minorities in the
surrounding area and surrounding counties.

The racial and ethnic composition of minorities surrounding the candidate interim management sites is
illustrated in Table A-7. Hispanics composed nearly 81 percent of the minority population surrounding the
Hanford Site at the time of the 1990 census. The Hanford Site is also surrounded by a relatively large
percentage (about 8 percent) of Native Americans due to the presence of the Yakama Indian Reservation
and tribal headquarters in the State of Washington. The area surrounding the Idaho National Engineering
Laboratory has the second smallest percentage of minorities of all the sites. The surrounding minority
composition is primarily Hispanic, Native American, and Asian. The Fort Hall Indian Reservation lies
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Table A-6 Minority Populations Residing Near the Candidate Interim

APPENDIX A

Management Sites

Savannah River Site 566,823 214,016 37.8 944,982 330,078 349
Idaho National 88 82
Engineering Laboratory 176,311 15,449 265,823 21,828

Hanford Site 383,934 95,042 4.8 565,871 116,610 20.6
Oak Ridge Reservation 863,758 53,185 6.2 1,220,355 65,346 5.4
Nevada Test Site 12,421 2,005 16.1 771,197 186,714 24.0

largely within 80 km (50 mi) of the candidate management site at the Idaho National Engineering
Laboratory. Hispanics and African Americans compose nearly 85 percent of the minority population
surrounding the Nevada Test Site. The total and minority populations residing within 80 km (50 mi) of the
Nevada Test Site are ten times smaller than those of each of the other sites. The Oak Ridge Reservation is
surrounded by the smallest percentage of minorities among the five candidate management sites.
Minorities residing within 80 km (50 mi) of the site comprise approximately 6 percent of the total
population, and African Americans make up nearly 75 percent of this minority population. The Savannah
River Site has the largest surrounding minority population of the five candidate interim management sites:
African Americans compose approximately 94 percent of the minority population residing within 80 km
(50 mi) of this site.

Figures A-23 to A-27 show the distribution of minorities residing within 80 km (50 mi) of each of the
candidate management sites. These illustrations were obtained from an analysis of 1990 census data using
a geographical information system. The data were obtained from U.S. Burcau of the Census Tiger Line
files which contain political boundaries and geographical features, and Summary Tape Files which contain
demographic information. Data were resolved to the block group level, usually 250 to 550 household
units. In the legend of each figure, “P” denotes the percentage of the total population within block groups
comprised of minority members. The most heavily shaded arcas shown in these figures indicate block
groups for which the minority population exceeds 50 percent.

The minority population residing near the Hanford Site is spread throughout the area with concentrations
in directions northeast, southeast, and southwest of the site. By contrast, the minority population
surrounding the Idaho National Engineering Laboratory resides in quadrants northeast and southeast of the
site. None of the block groups located within 80 km (50 mi) of the Nevada Test Site contained 50 percent
of minority residents during the 1990 census. Due to the sparse population surrounding the site, block
groups would be relatively large in geographical arca. Mingritics within 80 km (50 mi) of the Savannah
River Site reside throughout the area with concentrations south of the site. As discussed above, no
significant radiological health effects are expected for workers or the general population surrounding the
five candidate interim management sites, including minority or low income workers.

A.5.2  Distribution of Low-Income Households Near the Candidate Management Sites

Table A-8 demonstrates the mumber of low-income households in areas surrounding the candidate interim
management sites. Except for the Nevada Test Site, the number of low-income households immediately
surrounding the sites is typical of the corresponding number for surrounding counties. In the case of the
Nevada Test Site, the percentage of low-income households in the area surrounding the site is noticeably
larger than that for the relatively affluent nearby counties.
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ENVIRONMENTAL JUSTICE ANALYSIS

Table A-8 Low-Income Households Near the Candidate Interim Management Sites

Savannah River Site 937 419 332,193 137,883 115
Idaho National Engineering Laboratory 55,109 407 87,723 36,821 42.0
Hanford Site 136,496 42.2 204,501 86,693 424
Oak Ridge Reservation 335,589 147,537 44.0 468,276 206,898 44.2
Nevada Test Site 4,194 2,024 483 301,810 119,625 39.6

Figures A-28 through A-32 show the distribution of low-income households within 80 km (50 mi) of each
of the candidate interim management sites. The symbol “P” in each legend represents the percentage of
low-income households. The heaviest shading indicates where these households total 50 percent or more.

For the Hanford Site, the Idaho National Engineering Laboratory, and the Nevada Test Site, block groups
containing 50 percent or more low-income houscholds lie largely south of the site. Low-income
households reside throughout the 80-km (50-mi) radius, centered at the Savannah River Site. For the
proposed action, no disproportionately high adverse effects are projected for low-income households in the
vicinity of the interim management sites.

Characterization of minority and low-income populations residing within a geographical area is sensitive
to the basic definitions and assumptions used in conducting the analysis to identify them. Both the
Interagency Working Group and DOE are in the process of preparing final guidelines for use in the
evaluation of environmental justice. In the absence of final guidance, the definitions and approaches being
used by and within Federal agencies could vary. For example, this Final EIS and the Programmatic
SNF&INEL EIS present demographic characterizations obtained from the same Census Bureau data base,
but use different definitions and assumptions.

The differences in the definitions and assumptions between the Programmatic SNF&INEL EIS and the
Foreign Research Reactor (FRR) Spent Nuclear Fuel (SNF) Final EIS are as follows:

1. Although both of these EISs use the same 1990 U.S. Census Bureau data base, the
Programmatic SNF&INEL EIS uses data aggregated at the census tract level (2,500 to
8,000 persons) while this Final EIS uses data aggregated at the block group level (250 to
550 housing units).

2. In some cases, census blocks or tracts lie partly within the area being analyzed (i.e., within
the 80-km (50-mi) radius circle around a potential spent nuclear fuel management site).
Since the exact distribution of the populations within such blocks or tracts is not available,
the data is insufficient to allow a precise count. To address this situation, the Programmatic
SNF&INEL EIS includes a low-income or minority population in its analyses if 50 percent
or more of the tract falls within an 80-km (50-mi) radius around the site being considered.
In similar situations, this Final EIS assumes that the general population and the minority
population are distributed uniformly throughout a block group, and includes the fraction of
the low-income or minority population that corresponds to the fraction of the census block
group arca that falls within the 80-km (50-mi) radius circle.
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ENVYIRONMENTAL JTUSTICE ANALYSIS

3. The Programmatic SNF&INEL EIS defines low-income populations as those in a poverty
status as determined annually by the U.S. Census Bureau, based on the Consumer Price
Index, and aggregated by the thresholds set forth by the Census Bureau (i.e., a group of
people and/or a community experiencing common conditions of exposure or impact, in
which 25 percent or more of the population is characterized as living in poverty), a method
used by the U.S. Environmental Protection Agency. This Final EIS uses the definition of
low-income community established by the U.S. Department of Housing and Urban
Development (given in Section A.2 above). Both definitions are permitted under the draft
guidance developed by the Interagency Working Group.

These different definitions and assumptions have resulted in differences in the characterization of
low-income and minority populations. The two sets of data are summarized in Tables A-9 and A-10 and
the most significant differences are discussed below.

Table A-9 Comparison of the Programmatic SNF&INEL EIS’s and the FRR SNF
Final EIS’s Minority Characterization Results

Savannah River Site 619,959 566,823 233,955 214,016 317 37.8
Idaho National 6.8 8.8
Engineering Laboratory 172,366 176,311 11,722 15,449

Hanford Site 370,807 383,934 75,381 95,042 20.3 24.8
Oak Ridge Reservation 867,231 863,758 49,742 53,185 57 6.2
Nevada Tests Site 11,918 12,421 759 2,005 6.4 i6.1

FRR SNF = Foreign Research Reactor Spent Nuclear Fuel

Table A-10 Comparison of the Programmatic SNF&INEL EIS’s and the FRR SNF

e Tadividuals) | (Houseno . al
Savannah River Site 619,959 197,937 107,764 82,930 174 41.9
Idaho National 13.6 40.7
Engineering Laboratory 172,366 55,109 23416 22,452

Hanford Site 370,807 136,496 65,584 57,667 17.7 42.2
Qak Ridge Reservation 867,231 335,589 134,661 147,537 15.5 44.0
Nevada Tests Site 11,918 4,194 1,474 2,024 12.4 483

FRR SNF = Foreign Research Reactor Spent Nuclear Fuel

The minority populations identified are reasonably consistent between the Programmatic SNF&INEL EIS
and the FRR SNF Final EIS, except for results obtained at the Nevada Test Site (the largest proportional
difference) and the Hanford Site (the largest difference in numbers of individuals), as shown in Table A-9.
The range in results for both locations is due to the different aggregations of the demographic data used
(census tracts vs. blocks), and the differences in the methods used to account for the population of tracts or
groups lying only partly within the area being analyzed, as discussed above. For example, both sites are
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located in rural or sparsely populated regions so that census tracts surrounding the sites are relatively large
in geographical area. In addition, the outskirts of Las Vegas, Nevada begin approximately 80 km (50 mi)
from the Nevada Test Site, making the analysis particularly sensitive to differences in treatment of census
tracts or block groups that lie partly within a circle of an 80-km (50-mi) radius centered at that site. Most
areas within the zone of impact of the Nevada Test Site are restricted access and unpopulated land.

As a result of the different definitions used for identification of low-income populations, the results of
these analyses are markedly different, as shown in Table A-10. Both sets of data are correct. They simply
reflect the fact that different definitions and assumptions can result in different characterizations of
low-income populations.

The approach to evaluating environmental justice used in this document may change as a result of future
guidance issued by the Interagency Working Group or DOE. Nevertheless, as demonstrated by the
different approaches discussed above, the conclusions are not expected to change because the impacts
resulting from the proposed action under all alternatives present no significant risk to the potentially
affected populations. As a result, no disproportionately high and adverse effects would be expected for
any particular segment of the population, including minority and low-income populations.
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Appendix B
Foreign Research Reactor Spent Nuclear Fuel Characteristics
and Transportation Casks

B.1 Spent Nuclear Fuel Characteristics

This section presents relevant characterization and other information on foreign research reactor spent
nuclear fuel that could be managed under the proposed action. The information includes:

» Estimated amounts of spent nuclear fuel;

A list of research reactors and foreign countries from which the spent nuclear fuel would
originate;

A description of fuel type design along with important characteristics regarding fuel
design, geometry, and burnup;

A description of the radionuclide inventories for the bounding spent nuclear fuel type; and

An estimation of the number of foreign research reactor spent nuclear fuel shipments.

B.1.1 Estimated Amount of Spent Nuclear Fuel

The proposed action is for the U.S. Department of Energy (DOE) and Department of State to adopt a
policy to manage foreign research reactor spent nuclear fuel which contains uranium enriched in the
United States in a manner consistent with the goals of the U.S. nuclear weapons nonproliferation policy
(see Chapter 2). The amount of spent nuclear fuel from foreign research reactors that would be managed
during the policy period (1995- 2005) is gprommatcly 19.2 metric tons of heavy metal (MTHM) with a
volume of approximately 110 m3 (4,100 ft") representing approximately 22,700 elements! (see Tables B-1
and B-2). Tables B-1 and B-2 provide an estimate of the total amount of spent nuclear fuel that is
currently stored or could be generated in each country by late 2005 (Matos, 1994). These tables also
provide the estimated number of shipments expected from each country. The number of shipments is a
key parameter in evaluating the potential risks associated with the handling and transportation of foreign
research reactor spent nuclear fuel (see Section B.1.6). It should be noted that the number of spent nuclear
fuel elements and the number of shipments presented for each country in this appendix are estimates based
on projections of the numbers of elements to be discharged from foreign research reactors in each country
listed over a 10-year period into the future. These estimates are intended to conservatively bound the total
number of foreign research reactor spent nuclear fuel elements and shipments associated with the proposed
policy. However, the actual distribution of elements and shipments among the listed countries might
change, within the limits of the total numbers of elements and shipments listed, based on actual experience
gained during the lifetime of any policy that may be established,

1 Various fuel forms and geometries are used in the foreign research reactors (see Section B.1.3). In order to reduce
confusion, each individual spent nuclear fuel is called a spent nuclear fuel “element.” An element could be an assembly, a
rod, a pin, or a cluster of rods or pins.
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Table B-1 Estimated Number of Aluminum-Based Spent Nuclear Fuel Elements of
U.S.-Origin Generated by Foreign Research Reactor Operators by January 2006

Argentina® 283 71 9
Australia 975 427 9
Austria 157 191 5
Belgium 1,766 730 59
Brazil® 155 99 5
Canada 2,831 4 478 116
Chile’ 58 12 2
Colombia® 16 2 1
Denmark 660 529 22
France 1,962 3,442 149
Germany 1,504 909 49
Greece” 239 113 8
Indonesia® 198 236 6
Iran® 29 6 1
Israel 192 111 6
ITtaly 150 43 5
Jamaica' 2 1 1
Japan 2,981 3,134 59
Korea (South)® 168 321 7
Netherlands 1,488 1,404 49
Pakistan® 82 16 3
Peru® 29 39 1
Philippines’ 50 24 2
Portugal® 88 54 3
South Africa” 50 10 2
Spain (from Scotland)® 40 16 1
Sweden 1,113 1,374 37
Switzerland 159 128 5
Taiwan 127 66 4
Thailand® 31 5 1
Turkey” 69 89 2
United Kingdom 12 4 1
Uroguay” 19 18 1
Venezuela® 120 82 4

Total 17,803 18,184 675

* Countries other than high-income economies (World Bank, 1994). These are consideredto be
“developing” countries.

Y To derive uranium mass in pounds, multiply the amount by 2.2.

€40 spent nuclear fuel elements of Spain’s JEN-1 Reactor core are stored in Dounreay, Scotland.

In addition, in this Environmental Impact Statement (EIS), DOE is considering potential management of
highly-enriched uraniom (HEU) and low enriched uranium (LEU) target materials from three countries:
Canada, Belgium, and Indonesia. These countries have used, and will be using, target fuels which contain
U.S.-origin enriched uranium to produce molybdenum-99 (99M0), which decays to technetium-99 (99Tc),
a medical isotope. The amount of target materials that is expected to be brought back to the United States
would contain about 556 kg of uranium in 56 to 140 shipments (sce Section B.1.5 for detail).
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Table B-2 Estimated Number of TRIGA Reactor Spent Nuclear Fuel Elements of
U.S.-Origin Generated by Foreign Research Reactor Operators by January 2006

Austria 106 20 3
Bangladesh® 100 49 3
Brazil® 75 14 3
Finland 171 33 6
Germany 358 68 12
Indonesia® 245 47 3
ITtaly 386 72 13
Japan 326 62 11
Korea (South) 336 64 11
Malaysia® 94 47 3
Mexico” 186 35 6
Philippines® 128 79 4
Romania® 1,451 189 48
Slovenia® 393 75 13
Taiwan 144 86 5
Thailand® 136 35 4
Turkey® 79 15 2
United Kingdom 90 17 3
Zaire® 136 26 4

Total 4,940 1,033 162

% Countries other than high-income economies (World Bank, 1994). These are identified as “developing”
couniries.

b To derive uranium mass in pounds, multiply the amount by 2.2.

The information provided in Tables B-1 and B-2, with regards to the number of spent nuclear fuel
elements and the amount of initial mass of uranium, is based on the following assumptions and
considerations as compiled by J. Matos of Argonne National Laboratory (Matos, 1994).

B.1.1.1 Fuel Type

Under the “Offsite Fuels Policy” that was in effect during 1988, DOE accepted aluminum-based and
Training, Research, Isotope, General Atomic (TRIGA) research reactor fuels? for disposition (DOE 1986,
and 1987). The “Offsite Fuels Policy” and the current proposed policy pertain to irradiated fuels from
foreign nuclear research reactors other than those involved in the conduct of research and development
activities leading to demonstration of the practical value of such reactors for industrial or commercial
purposes. Specifically, the “Offsite Fuels Policy” and the proposed policy apply solely to the following
types of reactor fuels:

2 Aluminum-based fuel is aluminum-clad and has an active fuel region that consists of an alloy of uranium and aluminum or
a dispersion of uranium-bearing compound (e.g., UAly, Us0s, UsSiz, UsSi) in aluminum. TRIGA fuel consists of an alloy
of uranivm and zirconium and is clad in either gluminwn, incoloy, or stainless steel.
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1. Aluminum-clad reactor fuels where the uranium-235 (235U) content is equal to or greater

than 20 percent, by weight, of the total uranium content (i.e., HEU fuel). The active fuel
region of these fuels may be configured as uranium-aluminum alloy, uranium-oxide® or
uranium-aleminide. Spent muclear fuels containing significant quantities of uranium-233
(233U) are excluded from receipt.

2. Aluminum-clad reactor fuels where the 2>°U content is less than 20 percent by weight of the
total uranium content (i.e., LEU fuel). The active fuel regions of these fuels may be
configured as uranium-silicide, uranium-aluminide or uranium-oxide. Fuels containing
significant quantities of 233U are excluded from receipt.

3. Aluminum-, incoloy-, or stainless steel-clad, uranium-zirconium hydride (other than 233U)

TRIGA fuel types.

In addition to the aluminum-based and TRIGA fuel types discussed above, U.S.-origin enriched uranium is
also used in the fuel elements of several fast reactors and other special purpose reactors, in the U2 rodded
fuel assemblies of several thermal research reactors, and in thermal homogeneous liquid and solid fueled
reactors. The enrichment of the uranium ranges from 2 percent to 93 percent. These fuels do not qualify
for management under the proposed policy because they were not included in the fuel types that were
eligible for return to the United States under the * Offsite Fuels Policy” that was in effect in 1988,

B.1.1.2 Data Sources and Assumptions

Information on current spent nuclear fuel inventories containing U.S.-origin enriched uranium at foreign
research reactors and temporary storage facilities was obtained from several sources: (1) questionnaires
sent out by DOE and returned by foreign research reactor organizations in 1993 and 1994, (2) data
summarized from irradiated fuel questionnaires sert out by and returned to the International Atomic
Energy Agency in 1993 and 1994, and (3) Reduced Enrichment for Research and Test Reactors (RERTR)
Program information on foreign research reactor fuel inventories, operation, and fuel cycles. Additional
information on reactor fuel characteristics and reactor operation was obtained from directories of nuclear
research reactors published by the International Atomic Energy Agency (IAEA, 1989).

Beginning with irradiated fuel inventory data, several assumptions were made, first to normalize the data
to a common starting date of January 1996, and then to estimate the number of irradiated fuel elements in
reactor cores and the number of spent nuclear fuel elements that could be generated during the 10-year
policy period (1995-2005). These assumptions are:

1. Most foreign research reactors will continue operation during the 10-year policy period. If a
permanent shutdown date has been specified by the research reactor operator, irradiated fuel
was accumulated to that date only.

2. 'The number of irradiated fuel elements in each reactor core was determined from available
reports and publications, or estimated. The estimated number of spent nuclear fuel elements
covered under the proposed policy includes the inventory within the core of each research
reactor at the end of the policy period. This would account for fuel elements in the reactor
core of research reactors that shut down during, or at the end of, the policy period.

3 This uranium-oxide composition refers to aluminum-clad fuel plates or tubes containing dispersions of UaOg in aluminum.
It does not include fuels containing Uth pellets clad in aluminum, zircaloy, siainless steel, or other materials.
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3. Known current and planned shutdowns for prolonged periods of maintenance and
refurbishment have been incorporated into the estimates.

4. Dates for conversion from HEU to LEU fuel have been estimated, and the enrichment
change was incorporated into the inventory data.

5. Estimated irradiated fuel inventories have been included for reactors that are under
construction and plan to begin operation before the Record of Decision date (assumed here
to be December 31, 1995) of the proposed policy using U.S.-origin enriched uranium.

6. Spent nuclear fuel from previously shutdown reactors with fuel in temporary storage has
been included.

B.1.1.3 Foreign Research Reactors Eligible for Inclusion in this EIS

There are 104 research and test reactors located in 41 foreign countries that possess aluminnm-based and
TRIGA fuels containing U.S.-origin enriched uranium. These foreign research reactors are listed in
Tables B-3 through B-5. Table B-3 lists 76 reactors that possess aluminum-based fuel only. These foreign
research reactors are arranged in a number of categories that depend on each reactor’s LEU conversion
status. Table B4 lists 25 foreign research reactors that possess TRIGA fuel only. Table B-5 lists three
foreign research reactors that were converted from HEU aluminum-based fuel to LEU TRIGA fuel and
thus possess both aluminum-based and TRIGA spent nuclear fuels.

B.1.1.4 Developing Countries

For purposes of this EIS, developing countries are defined as countries having other than high-income
economies, on the basis of per capita Gross Domestic Product, by the World Bank (World Bank, 1994).
Two countries, Zaire and Taiwan, were not listed in the World Bank report. Zaire is considered here to
have a low-income economy; and Taiwan, with an estimated per capita Gross Domestic Product of
$10,900 (1994), is considered to have a high-income economy. The countries shown below qualify as
developing countries according to this criterion:

List of Developing Countries
Low Income Economies | Lower Middle Income Economies Upper Middle Income Economies
Bangladesh Chile Romania Argentina Slovenia
Indonesia Colombia Thailand Brazil South Africa
Pakistan Iran Turkey Greece South Korea
Zaire Jamaica Malaysia Uruguay
Peru Mexico Venezuela
Philippines Portugal

B.1.2 General Characteristics of Nuclear Fuels and Spent Nuclear Fuel

Nuclear fuels consist of fissile materials that produce a net increase in neutrons when they absorb
neutrons, and fertile materials that produce fissile material when they absorb neutrons. The principal
fissile materials are 2>°U, Plutonium-239 (3°Pu), and 22U (Plutonium-241 or 2*'Pu is also of some
importance).  The principal fertile materials are uranium-238 (***U) and Thorium-232 (***Th)
(Plutontium-240 or 24%py and uranium-234 or 24U also play roles as fertile materials). The only fissile
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Table B-3 Foreign Research and Test Reactors that Possess Only Aluminum-Based
Fuel Containing HEU and LEU of U.S.-Origin

HEU Reactors Fully- or Partially-Converted to LEU Fuel
1[RA-3 Argentina 3 Plates 90 - - (1)
2|ASTRA Austria 10 Plates 93 45 20
3|IEA-R1 Brazil 2 Plates 93 - 20
4|NRU Canada 125 Pin Cluster 93 - 20
5IDR-3 Denmark 10 Tubes 93 85 20
6| OSIRIS France 70 Plates - - 20
71FRG-1 Germany 5 Plates 93 - 20
8|NRCRR Iran 5 Plates 93 - - (2)
9{JIMTR Japan 50 Plates 93 45 20
10{PARR Pakistan 5 Plates 92 - - (2)
11{R2 Sweden 50 Plates 93 - 20
HEU Reactors that Have Ordered LEU Fuel Elements for Conversion
12|GRR-1 Greece 5 Plates 93 - 20 (3)
13|HOR Netherlands 2 Plates 93 - 20 {3)
14| TR-2 Turkey 5 Plates 93 - 20 3
HEU Reactors that Can Be Converted to LEU Fuel
15|RA-6 Argentina 0.5 |Plates 90 - -
16| HIFAR Australia 10 Tubes 80 60 20 (3)
17{SAR-GRAZ Austria 0.01 |Plates 90 - 20
18| MNR Canada 2 Plates 93 - 20
19| Slowpoke - Alberta Canada 0.02 |Pin Bundle 93 - -
20| Slowpoke - Halifax Canada 0.02 |Pin Bundle 93 - -
21| Slowpoke - Montreal Canada 0.02 {Pin Bundle 93 - -
22| Slowpoke - Saskatchewan {Canada 0.02 |Pin Bundle 93 - -
23| Slowpoke - Toronto Canada 0.02 |Pin Bundle 93 - -
24|LA REINA Chile 5 Plates 80 - -
25{IAN-R1 Colombia 0.03 |Plates 90 - -
26| EOLE France 0.01 |Plates 93 - -
27|MINERVE France 0.003| Plates 93 - -
28| SCARABEE France 20 Plates 93 - -
29| Strasbourg - Cronenbourg |France 0.1 [Plates 90 - -
30| Ulyssee - Saclay France 0.1 [Plates 90 - -
31|BER-IL Germany 10 Plates 93 - 20 (3)
32|FR]-2 Germany 23 Tubes 80 - 20 €]
33(FRM Germany 4 Plates 93 45 -
34|IRR-1 Israel 5 Plates 93 - 20 3)
35[Slowpoke Jamaica 0.02 |Pin Bundle 93 - -
36| JMTRC Japan 0 Plates 93 45 -
37|JRR-4 Japan 3.5 |[Plates 93 - 20 3
38 KUCA Japan 0 Plates 93 45 -
35/KUR Japan 5 Plates 93 - 20 (3)
40 UTR Kinki Japan 0 Plates 90 - -
41 HFR Petten Netherlands 45 Plates 93 - 20 (3
42|LFR Netherlands (.03 |Plates 93 - -
43 [RPI Portugal 1 Plates 93 - 20
441 SAFARI S. Africa 20 Plates 93 - - (4)
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45|R2-0 Sweden 1 Plates 90 - -
46|ZPRI. Taiwan 0.01 |Plates 93 - 20
HEU Operating Reactors that Cannot be Converted with Current Technology
47|BR-2 Belgium 60 Tubes 90-93 - -
48| ORPHEE France 14 Plates 93 - -
49|RHF France 57 Involute Plates 93 - -
HEU Operating Reactors Announced to be Shutdown
50|SILOE France 35 Plates 93 45 20
51(SILOETTE France 0.1 |Plates 93 - -
52|FMRB Germany 1 Plates 93 - -
53|FRG-2 Germany 15 Plates 90-93 - 20
54| JRR-2 Japan 10 Plates 93 45 -
55|UTR 300 U. K. 03 |Plates 90 - -
Shutdown Reactors Possessing HEU Fuel
56 MOATA Augtralia - Plates 90 - -
57|BR-02 Belgium - Tubes 90 - -
38 NRX Canada - Pin Cluster 93 - -
59|PTR Canada - Plates 93 - -
60| Slowpoke - Kanata Canada - Pin Bundie 93 - -
61 | MELUSINE France - Piates 93 - -
62| GALILEO Ttaly - Plates 89 - -
63 |[ISPRA-1 Italy - Plates 90 - -
64| RANA Italy - Plates 90 - 20
65|JEN-1 Spain - |Plates 79 - 20 (5
66| SAPHIR Switzerland - Plates 93 45 20
LEU Operating Reactors Possessing Only LEU Fuel
67 (RA-0 Argentina 0.01 |Plates - - 20
68 | Argonauta Brazil 0.2 |[Plates - - 20
69 |RSG-GAS30 Indonesia 30 Plates - - 20
701 JRR-3M Japan 20 Plates - - 20
71|TIR-1 Japan 0.1 [Plates - - 20
72[RP-10 Peru 10 Plates - - 20
73| KMRR S. Korea 30 Pin Cluster - - 20 (6)
LEU Shutdown Reactors Possessing Only LEU Fuel
74| THAR Taiwan - Plates - - 20
75|RU-1 Urugnay - |Plates - - 20
76|RV-1 Venezuela - Plates - - 20

¢ Initial enrichments, in weight-% 235 U, of the fuels possessed or anticipated to be possessed by each reactor.
Only fuels containing uranium of U.S.-origin are included,

Note:
(1) Converted io LEU fuel of Soviet origin.

(2) Comvertedto LEU fuel of Chinese origin.

(3) Use of fuel containing LEU of U.S.-origin is anticipated to begin before 2001.

{4) Currently uses HEU of South African origin.

{(5) JEN-I fuel is currently being stored in Dounreay, Scotland.

{(6) The KMRR reactor in South Korea began operation using LEU aluminum-based fuel in January 1995
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Table B-4 Foreign Research and Test Reactors that Possess Only TRIGA Fuel
Containing HEU and LEU of U.S.-Origin

Reactors Possessing HEU Fuel
1| Vienna Austria 0.25 Rods 70 - 20
2 | Salazar Mexico 1 Rods 70 - 20
3| SSR Romania 14 ' Rods 93 - 20
4 | ILjubljana Slovenia 0.25 Rods 70 - 20
5 | Seoul #2 S. Korea 2 Rods 70 - 20
Reactors Possessing LEU Fuel
6 | Dhaka Bangladesh 3 Rods - - 20
7 | Belo Horiz. Brazil - Rods - - 20
8 | Helsinki Finland 0.25 Rods - - 20
9 [ Hannover Germany - Rods - - 20
10 | Heidelberp Germany 0.25 Rods - - 20
11 | Mainz Germany 0.1 Rods - - 20
12 | Bandung Indonesia 1 Rods - - 20
13 | Yogyvakarta Indonesia 0.1 Rods - - 20
14 | Pavia Ttaly 0.25 Rods - - 20
15 | Rome Ttaly 1 Rods - - 20
16 | Mushashi Inst Japan 0.1 Rods - - 20
17 | NSRR-Tokai Japan 0.3 Rods - - 20
18 | Rikkyo U, Japan 0.1 Rods - - 20
19 | Kuala Lumpur Malaysia 1 Rods - - 20
20| ACPR Romania 0.5 Rods - - 20
21 | Seoul #1 S. Korea 0.25 Rods - - 20
22 | Istanbul Turkey 0.25 Rods - - 20
23 | Imp Chem Ind. U.K. 0.25 Rods - - 20
24 | TRICOIT Zaire 1 Rods - - 20
Shutdown Reactors
25| TRICO 1 | Zaire | - | Rods | - l - | 20

@ Initial enrichments, in weight-% 235U, of the fuels possessed by each reactor. Only fuels containing

uranium of U.S.-origin are included.

Table B-5 Foreign Research and Test Reactors that Possess Both Aluminum-Based
and TRIGA Fuel Containing HEU and LEU of U.S.-Origin

1|PRR-1 Philippines 3 TRIGA Rods - - 20
- Plates 93 - 20

2|THOR Taiwan 1 TRIGA Rods - - 20
- Plates 93 -

3|TRR-1 Thaitand 2 TRIGA Rods - - 20
- Plates 90 - -

? Initial enrichments, in weight-% Py, of the fuels possessed by each reactor. Only fuels containing
uranium of U.S.-origin are included.
Note:
All three of these reactors have been converied from plate-type, aluminum-based HEU fuel to TRIGA LEU fuel. The
PRR-1 reactor in the Philippines possesses both HEU and LEU cores of plate-type aluminum-based fuel elements.
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material that occurs in nature in a mgmﬁcant quantlty 1s 235y, Natural uranium consists of 0.711 weight
percent (w/o) U 99.283 wio 28 U; and (.0055 who 2*U asa negligible trace constituent. Uranium-235
is the only fissile material used in foreign research reactors.

In a research reactor, the fuel matrix typically consists of enriched uranium metal i 1n an alloy of aluminum
or zirconium hydride. The enriched uranium may contain up to 93 weight percent 5U. The fuel matrix
form is either plates (flat or curved), tubes made of three curved plates, or pellets combined into rods. The
cladding is the encapsulation (typically aluminum or stainless steel) that surrounds the fuel for
confinement and protection. The structural part of a fuel element holds fuel plates or tubes in the proper
configuration and directs coolant flow (light or heavy water) over the fuel. Structural parts are usually
aluminum. The fuel rods do not require additional structural parts. The size of a fuel element ranges from
approximately 1 kg (2.2 Ib) to more than 100 kg (220 Ib), and lengths range from 76 to 300 cm (2.5 to
9 ft).

As the fuel in a reactor is irradiated, it undergoes nuclear transmutations that cause its composition to
change. In the reactor, the fissionable materlals in the fuel undergo a process called “ fISSlOI] reaction.”
Fission reaction occurs when an atom of ~>°U interacts with a free neutron causing the 233U atom to split
into two lighter nuclei which are referred to as “fission products.” The fission reaction also results in the
release of heat and additional free neutrons that are available to sustain the fission reaction or to maintain
criticality. In addition to fission products, heavier elements such as plutonium and other isotopes of
uranium are formed when uranium in the fuel absorbs free neutrons rather than undergoing the fission
process. The changes in composition of the fuel bring about changes in the fission reaction rate of the fuel.
As the reactor operation continues, the fission reaction rate decreases and eventually the reactor will no
longer remain critical unless some spent nuclear fuels are replaced with fresh fuels. The discharged fuel is
called “spent nuclear fuel.” The extent of change in the composition of the fuel is expressed in terms of
“burnup,” in either percent (atom percent) of fissile material consumed, or the number of megawatt days
of heat released per element (or per metric ton of uranium).

When initially discharged from the reactor, spent nuclear fuel is highly radioactive and generates a
significant amount of heat. Therefore, the spent nuclear fuel must be stored in a wet pool that provides
both shielding and cooling environments. The cooling is required in order to prevent the spent nuclear fuel
from being damaged by the heat that fission products generate, and the shielding is needed to protect the
workers who handle the fuel.

The quantity of radioactive material in spent nuclear fuel, and the resulting heat generation, decreases over
time because of decay of fission products in the spent nuclear fuel. Radioactive decay refers to a process
whereby the radioactive elements undergo nuclear transformations that ultimately convert them to stable
(nonradioactive) elements. Many fission products formed during reactor operation have short half-lives
(the time required for a quantity of radioactive material to decrease to one-half of its original amount) and
others remain radioactive for tens to thousands of years. The high initial quantities of fission products in
the spent nuclear fuel put the greatest requirements on providing shielding and cooling during the first few
months after the spent nuclear fuel is discharged from the reactor. The rapid decay of short half-lived
radioactive material leads to reduction of the amount of radioactive material in the spent nuclear fuel over
time. This, in turn, reduces the need for continued storage of the spent nuclear fuel in a wet pool. After
about 1 year, the heat generation rate in a spent nuclear fuel element decreases to about one percent of the
level present at the time of its discharge from the reactor, and this heat generation rate would not damage
the spent nuclear fuel if it is stored in a “dry” cask in preparation for transportation and dry storage.
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B.1.3 Foreign Research Reactor Spent Nuclear Fuel Designs

Foreign research reactors use a number of different fuel designs. These designs can be organized into five
categories: (1) plate-type design, (2) concentric tube-type design, (3) pin-type design, (4) special-type
design, and (5) rod-type design. The first four designs are aluminum-based fuel while the fifth is a TRIGA
type. The first two fuel types (plate-and tube-type fuels) are known as material test reactor (MTR) fuels.
The following summarizes specific characteristics of the different types of fuel named above.

B.1.3.1 Plate-Type Design

This type of fuel design is used in the majority of foreign research reactors. The thermal power of these
reactors ranges from 1 MW to 50 MW. Figures B-1 and B-2 show typical fuel elements usm% this type of
fuel design. The number of fuel plates in an element varies between 6 and 23, and the initial U content
varies between 37 g (1.3 oz) and 420 g (14.8 0z) per element. Smularly, the average burnup of a
- discharged spent nuclear fuel varies between 15 and 76 percent ( SU atom percent). The uranium
enrichment in this type of fuel varies from just below 20 to 93 percent.

The following provides additional information on a typical plate-type spent nuclear fuel element which
was used in a 50 MW foreign research reactor, as shown in Figure B-2.

The fuel element is made of an alloy of 23 percent by weight of 93 percent enriched uranium in aluminum
with a thin (0.38 mm) aluminum cladding. Each fuel element contains 19 fuel plates. The nominal
dimensions and weights of each fuel plate and the fuel element are:

Dimensions (mm).
Length 778 1,200 800
Width 70.8 77.0 77.0
Height 1.27° 770 77.0
Weight (g):
23y 15 285 285
Total 202 -- 5,500
Burnup:
B3y () 3 60 60
8 Thickness

The cut element reflects that portion of the fuel element that contains fuel material. The aluminum nose
cone and the aluminum top section of the fuel element are cut to reduce the size of the spent nuclear fuel
prior to shipment. This action is usually performed at the foreign research reactor site if the site is

equipped to do so. The cutting is necessary to pack more cut elements in a transportation cask, and also
since some casks cannot accommodate the whole element length.

B.1.3.2 Concentric Tube Design

This type of fuel design is used in four foreign rescarch reactors: Australian (HIFAR), Belgian (BR-2),
Japanese (JRR-2) and Danish (DR-3). The Belgian reactor is a 125 MW reactor, and the other three are
each 10 MW. Figure B-3 shows a typical fuel element using concentric tube (tubular) fuel type. The
number of fuel tubes in an element varies between 4 and 6, and the initial U content varies between
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Part No. Name of Part Material Number T
1 Bottom Adapfer | Aluminum Alloy | 1 \ /
2 Top Adapter Aluminum Alloy 1 ,
R Skde Plate Aluninum Alloy 1
3L Slde Plate Alumninum Alloy 1
4 Quter Fuel Bement U-Al Alloy 2.
5 Inner Fuel Element U-Al Alloy 16
6 Comb Alumninum Allcy 1 @
7 Comb Pin Aluminum Alloy 1 /
Unlt = mm U //
@
Cutting L~
— M Il
v v
oo s o 75 e e [N ~
Cuting
Sectlon YY
@ 297
76.2 /@

762

Figure B-2 Typical (Boxed-Type/Curved Plate) Aluminum-Based Fuel Element
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Name of Part

Materal

137.2

Part No. .

1 Bottom Adapter | Aluminum Alloy
2 Top Adapter Aluminum Alloy
3 Quter Cylinder | Aluminum Alloy
4 Plate Aluminum Alloy
5 Fuel Plote
6 nner Layer Plate | Aluminum Alloy
7 Top Copsule Gulde | Aluminum Alloy
8 Cormnb Platfe Aluminum Alloy
9 Capsule Guide | Aluminum Alloy

10 Comb Aluminum Alloy

Unlt = mm
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Loaded jength

625

K

6564 950

Figure B-3 Typical (Tube-Type) Aluminum-Based Fuel Element Schematic
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150 g (5.3 oz) and 400 g (14.6 oz) per element. The average burnup of discharged spent nuclear fuels
from these reactors ranges between 47 and 55 percent (235 U atom percent). The uranium enrichment used
in this fuel varies from just below 20 to 93 percent.

The following provides additional information on a typical tubular type spent nuclear fuel element (shown
in Figure B-3) that was used in a 10 MW reactor.

This fuel element initially contains 220 g (7.7 0z) 233 U, and consists of 5 concentric fuel tubes, Each tube

is made of three curved fuel plates. The fuel is an alloy of uranium in aluminum with a thin (0.38 mm)
aluminum cladding. Five different curved fuel plate width sizes with 1.27 mm (0.05 in) thickness and
625 mm (24.6 in) helght are used. The overall outside diameter of the outermost tube is 103 mm (4 in).
The plate width and the 233U content for each plate size are:

Width (mm) 579 66.9 75.8 8438 937

B35 () 10.70 12.70 14.60 16.60 18.60

The overall dimensions of a cut clement, leaving the fuel portion intact, are 103 mm (4 in) outside
diameter and 664 mm (25.4 in) in length, with an overall weight of approximately 6,000 g (13.2 1bs).

B.1.3.3 Pin-Type Design

Three types of foreign research reactors use pin-type design fuel. They are: the Canadian Safe LOW
POwer critical [K] Experiment (SLOWPOKE) (20 kW power); the Canadian NRU (125 MW power) and
South Korean KMRR (30 MW) reactors; and the Romanian TRIGA (14 MW) reactors. Among these
reactors, the SLOWPOKE fuel pins are the smallest in size and uranium content. The NRU and KMRR
reactor fuels are considered special type fuel, and the Romanian reactor fuels are TRIGA or rod-type fuel.
Special-type and rod-type materials are discussed below.

The SLOWPOKE reactor fuel pins have an outside diameter of 4.73 mm (0.2 in), a length of 220 mm
(8.7 in), and contain 93 percent enriched uranium fuels. The 25U content of each pinis 2.8 g (0.1 oz).
The maximum fuel burnup of discharged spent nuclear fuels is about 2 percent (235U atom percent) in 10
to 20 years of reactor operation.

The SLOWPOKE spent nuclear fuel pins are usually bundled together in 10 to 15 pins per bundle. In the
past, this fuel was shipped to Savannah River Site in 50.8-mm (2-in) outside diameter, 2.9-m- (9.6-ft-)
long canisters containing between 150 to 160 pins per canister.

B.1.3.4 Special-Type Design

Special-type design fuels are used in the French RHF (57 MW power), Canadian NRU (125 MW power)
and NRX (24 MW power), and the South Korean KMRR (30 MW) reactors. The fuel type in the
Canadian research reactors consists of clusters of about 3-m- (9.84-ft-) long uranium aluminum alloy fuel
pins clad in aluminum. The initial 2>°U content of each fuel cluster varies between 491 g (17.3 oz) and
545 g (19.2 oz). The current operating reactor (NRU) uses a fuel element that consists of a cluster of
12 long pins containing 491 g (17.3 0z) of 2°U per cluster. Each fuel pin has an overall length of 296 cm
(116.5 in), and the fuel portion is 274.3 ¢m (107.9 in) long. The fuel cluster including the flow tube is cut
to a length of 292.6 cm (115.2 in) before s fment The average burnup of discharged spent nuclear fuels
from an NRU reactor is about 76 percent ( U atom percent). Figure B-4 shows a 12-pin cluster NRU
fuel element. The fuel in the South Korean research reactor consists of two types of fuel clusters; one is
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Figure B-4 Typical NRU Type {Aluminum-Based) Fuel Element Schematic
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18 pins ;Jer cluster with an initial >>>U content of 248 g (8.7 oz). The second is 36 pins per cluster with an
initial 2*>U content of 435 g (1 Ib). The expected burnup of a discharged spent nuclear fuel from this
reactor is approximately 65 percent (235U atom percent).

The fuel used in the RHF research reactor is an annular-type fuel element. The RHF research reactor uses
only one fuel element at a time. The RHF fuel element contains 9.2 kg (20.3 1bs) of uranium, enriched to
93 percent, in 235U in 280 involute fuel plates made of uranium aluminum alloy (UAl3-Al) clad in
aluminum. The weight of a cut element is about 100 kg (220 lbs). The fuel is in the annulus of two
aluminum tubes: the inner tube has an outside diameter of 274 mm (10.8 in), and the outer tube has an
outside diameter of 414 mm (16.3 in). The expected average burnup of a discharged spent nuclear fuel is
36 percent (235U atom percent). Figure B-5 shows a schematic drawing of a configuration of annular fuel
element similar to that of RHF fuels.

B.1.3.5 Rod-Type Design

This fuel type design is used in TRIGA research reactors. These research reactors have power ranging
from 100 kW to 14 MW. The TRIGA fuel is mainly made up of three basic types of fuel elements:
aluminum-clad elements, stainless steel-clad elements, and incoloy-clad elements. All aluminum-clad
elements and stainless steel-clad elements are 38.1-mm (1.5-in) diameter by 762-mm- (30-in-) long rods
including end fittings (see Figure B-6). The incoloy-clad elements are of the same length, but with a
smaller diameter, ranging from 13.7 mm (0.54 in) to 30.7 mm (1.2 in). The 13.7-mm (0.54-in) fuel is
currently being used in the Romanian TRIGA research reactor. The fuel is a solid, homogeneous mixture
of uranium zirconium hydride alloy. A 6.35-mm (0.25-in) hole is drilled through the center of the active
fuel section to facilitate hydriding; a zirconium rod is inserted in this hole after hydriding is complete.

The aluminum-clad elements are the original TRIGA fuel rods that are still in use at some foreign research
reactors. The active part of the aluminum-clad fuel element contains about 8 percent by weight of uranium
enriched to just below 20 percent 233U. The hydrogen-to-zirconium atom ratio is approximately 1.0. The
initial loading of 23°U is about 38 g (1.3 oz). The average burnup of this type of fuel is about 8 percent.
Each rod weighs 3.2 kg (7.04 1bs) on the average.

The current standard TRIGA fuel rods are the stainless steel-clad elements. The fuel content of the
stainless steel element can vary according to the type used. The fuel content of a standard rod consists of
8 to 9 percent by weight of 19.95 percent enriched uranium [about 39 g (1.4 0z) of 23507 in zirconium
hydride, with a hydrogen-to-zirconium atom ratio of 1.7. Another tzr%c, known as FLIP, contains
8.5 percent by weight of 70 percent enriched uranium [137 g (4.8 oz) of “"“U]. The annular core pulsed
reactor fuel t¥pe contains 12 percent by weight of just below 20 percent enriched uranium [about 54 g
(1.9 oz) of 23 U] in zirconium hydride with a hydrogen-to-zirconium ratio of 1.7, The expected average
burnup of the discharged spent nuclear fuel is approximately 15 percent. Each rod weighs 3.6 kg (7.9 1bs)
on the average.

The incoloy-clad element has a longer active fuel length [558.8 mm (22 in) compared to 381 mm (15 in)
for standard stainless steel-clad]. The fuel section consists of four pellets, each 139.7-mm (5.5-in) long,
and contains approximately 45 percent by weight of uranium enriched to 20 percent [approximately 54 g
(1.9 oz) of 23 U} in zirconium hydride. There are no graphite reflectors within this element. Instead, a
76.2-mm (3-in) spring is inserted at the top and bottom of the element, and stainless steel end fixtures are
attached to both ends of the can. The expected average burnup of this fuel in the Romanian TRIGA
reactor is about 52 percent.
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B.1.4 Description of the Bounding Radionuclide Inventory

The spent nuclear fuel radionuclide concentration (or inventory) is directly related to the initial mass of
fuel (fissile and fertile), the level of burnup, and the cooling period (or decay period) following fuel
discharge from the reactor. The fuel burnup is a function of the fuel position inside the reactor core
. resulting in some fuels burning more than others. A well-designed fuel management program, however,
reduces burnup variations among fuel elements. The radionuclide generation in an irradiated fuel is a
function of reactor power level and the duration of irradiation process. Research reactors have irregular
irradiation profiles, and are typically operated at various power levels. For the calculation of the
radionuclide inventory, each fuel element was assumed to have been burnt uniformly and continuously at
full reactor power before its discharge. These assumptions maximize the radionuclide inventories of the
spent nuclear fuel. As stated earlier, the cooling or decay time after fuel discharge from the reactor
determines the amount of radionuclides that remains in the spent nuclear fuel.

Based on the discussion in Section B.1.3, the foreign research reactor spent nuclear fuels were grouped
into three classes and four fuel categories for the determination of bounding radionuclide inventories. This
subdivision was created in order to provide a better representation of potential radionuclide inventories
associated with each type of fuel. This subdivision also provides a means for identifying the type of
transportation casks needed, and estimating the number of spent nuclear fuel shipments. The radionuclide
inventories per shipment are needed as input to marine and ground transportation and cask handling
impact analyses.

The selected fuel types for the determination of bounding radionuclide inventories are:

1. Special. These are aluminum-based fuels that are neither TRIGA nor MTR. Special fuels
are also different in size and geometry.

la. Single Element Reactors. Spent nuclear fuel from research reactors that operate with
one element (e.g., RHF of France). These spent nuclear fuels contain several kg of
25y and require special shipping baskets, casks, and transportation analyses.

1b.NRU Type Spent Nuclear Fuel Spent muclear fuel from Canadian Research
Laboratories’ research reactors (e.g., NRU, and NRX) that require special
transportation analysis. These spent nuclear fuels are geometrically different from an
MTR-type and TRIGA spent nuclear fuel both in cross section and length, and require
special shipping arrangements in addition to being transported overland by truck or
rail.

2. MTR Spent Nuclear Fuel. This category covers all MTR-type spent nuclear fucls. These
spent nuclear fuels have similar geometrical characteristics and use common type
transportation casks.

3. TRIGA Spent Nuclear Fuel. Spent nuclear fuel from TRIGA reactors. These spent nuclear
fuels also have almost similar geometrical characteristics and use common types of
transportation casks.

In the case of special-type fuel, the bounding spent nuclear fuels are the RHF of France and the NRU of
Canada. For the identification of a bounding spent nuclear fuel within the MTR and TRIGA fuel types, a
series of ORIGEN?2 (Croff, 1980) computer runs was made using different spent nuclear fuels within each
fuel type. ORIGENZ2 generates the radionuclide inventory in a spent nuclear fuel based on the fuel burnup,
initial fissile and fertile inventory, and decay time. The radionuclide inventories of selected bounding
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spent nuclear fuel within each fuel type were determined assuming that the spent nuclear fuel has been
cooled for a specified period after its discharge from the reactor. In order to maximize the radionuclide
inventory per transportation cask, a review of the potential casks was performed. It was determined that
the use of IU-04 (Pegase) transportation casks, maximizes the radioactive inventory and requires the
shortest cooling period (maximum of 1 year) (see Section B.1.6). Based on this review, the cooling period
for each bounding spent nuclear fuel was determined. The bounding spent nuclear fuels for MTR and
TRIGA type fuel are found to be BR-2 tglpe spent nuclear fuel, and a spent nuclear fuel from a 3-MW
TRIGA reactor burning 31g (1.1 oz) of Uin3 years, respectively. The bounding TRIGA spent nuclear
fuel identified here is a theoretical bounding fuel for this category.

Table B-6 provides a list of the radioactive isotopes and their inventories for selected bounding spent
nuclear fuel types. The list of isotopes is generated from ORIGEN? output based on the following criteria:

1. All isotopes (from a list of 270 elements) that could have a potential to contribute 1 mrem
from inhalation and ingestion are considered. The estimates of dose associated with each
isotope intake were based on the effective committed dose equivalent factors provided in
DOE/EH-0071 (DCE, 1988).

2. Once all isotopes were selected, those that contribute to 99.9 percent of total health hazard
were chosen.

3. Isotopes such as 35Kr, 235U, and 2%U were added to the list as historically significant
isotopes, although they do not meet the above criteria.

It is important to note that the radionuclide inventories identified here are for calculational purposes only.
The majority of the spent nuclear fuels would have lower radionuclide inventories than what is identified
here, and the likelihood of a full cask containing maximum inventory during the acceptance policy period
would be low. By the time the policy would become effective in late 1995, there could be about
10,000 spent nuclear fuel elements, of which 80 percent would have had more than 2 years of cooldown
(decay). The number of spent nuclear fuels that receive maximum burnup used in the estimation of the
radionuclide inventory is very small when compared to the total number of the spent nuclear fuel elements
estimated in each fuel category.

B.1.5 Characteristics and Radionuclide Inventories of Target Materials

Under Implementation Alternative 1 to Management Alternative 1 of the proposed action, DOE would
plan to manage target material. The total amount of target material is estimated to be about 0.56 MTHM
having a volume of 6.5 m’ (230 ft3). Target materials are residual materials from target fuels that have
been irradiated in a research reactor to produce 99Mo, which decays to 99Tc:, a medical isotope. Four
countries (Canada, Belgium, Argentina, and Indonesia) use target fuel containing U.S.-origin enriched
uranium for the production of medical isotopes. Canada, Argentina, and Belgium cumently use
aluminum-based targets containing HEU, and Indonesia currently uses a target that consists of a layer of
HEU oxide (UO2) material plated on the interior surface of a stainless steel tube. The distribution of target
materials from these countries includes: 0.525 MTHM from Canada; 0.029 MTHM from Belgium;
0.0014 MTHM from Indonesia; and 0.0011 MTHM from Argentina. A target fuel is irradiated to a burnup
level of about 3 percent (235U atoms percent) before being discharged from the reactor. Once the target
fuel is removed from the reactor, within a short period the fuel is dissolved and Mo is separated from the
solution. The residual material is then decayed. Prior to shipment, the residual materials are transformed
to an acceptable form.
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Table B-6 Bounding Radionuclide Inventories per Element for Selected Fuel

Categories (Curies)
Tritium 2.40 37 3.95 0.328
Krypton 85 68.7 1,070 113 9.10
Strontium 89 1,133 17,600 405 68.8
Strontium 90 578 8,930 967 79
Yitrinm 90 578 8,930 967 79
Yitrium 91 2030 31,400 842 115
Zirconium 95 2,972 46,300 1410 163
Niobium 95 6,111 94,900 3,060 320
Ruthenium 103 247 3,770 60.0 21.1
Rhediom 103m 247 3,770 60.0 21.1
Ruthenimn 106 597 9,160 767 63.5
Rhodium 106m 597 9,160 767 63.5
Tin 123 11.9 184 10.0 0.978
Antimony 125 24.7 381" 38.0 2.98
Tellurium 125m 5.89 90.6 9.21 0.718
Tellurium 127m 24.6 382 184 1.40
Tellurium 129m 5.25 79.8 (0.958 0.578
Cesinm 134 456 4,000 1,480 29.0
Cesium-137 572 8,870 958 79.8
Cerium 141 159 2440 277 175
Cerium 144 8,667 135,000 10,600 633
Praseodymium 144 8,667 135,000 10,600 633
Promethinm 147 1,342 24,600 1,240 175
Promethium 148m 210 29.2 0.0583 1.17
Europinm 154 17.2 163 56.3 1.05
Europium 155 3.61 45.6 10.2 0.565
Uranium 234 0.0000254 0.000374 0.0000634 0.00000453
Uranium 235 0.000383 0.0109 0.000253 0.000199
Uranium 238 ‘ 0.00000947 0.000206 0.00000111 0.000163
Plutonium 238 1.78 10.3 11.3 0.0760
Plutonium 239 0.0511 0.0889 0.0138 0.0138
Plutonium 240 0.0333 0421 0.0101 0.0523
Plutonium 241 7.89 67.7 295 533
Americium 241 0.0110 0.0967 0.00517 0.0102
Americium 242m 0.0000292 0.000155 0.0000250 0.000225
Americium 243 0.000120 0.00376 0.000146 0.0000110
Curium 242 0.0486 0.127 0.0429 0.131
Curium 244 0.0369 0.00926 0.0113 0.000178
Total (Curies) 35,129 546,000 34,700 2,740
Thermal (Waltts) 147 2,250 150 104

There are currently two methods for preparing the residual materials containing aluminum for transport.
The first method is calcining and canning the material with the existing aluminum, and the second is a
method that first removes aluminum from the residual materials and then oxidizes the remains. The final
products are then canned. A process similar to the latter is used for the Indonesian target materials, Since
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the Indonesian target materials do not contain aluminum, no aluminum separation is nceded. In this case,
a precipitation process is used to separate the target materials from the solution. The precipitated materials
are then dried and canned in preparation for transport.

The canned material from the first process contains 40 grams (1.4 oz) of By per can. The second process
allows a higher amount of 235U, 200 g (7 oz), to be packed in a similar can, Can material could be
aluminum or stainless steel. In the past, the target material was shipped to the Savannah River Site in
aluminum cans 64 mm (2.5 in) in diameter and 280 mm (11 in) long. The use of the first process would
result in a total 140 shipments of this material to the United States, and the second process would result in
a total of 57 shipments. These number of shipments were estimated based on an assumption that the target
material cans would be in transportation casks that would not contain other types of spent nuclear fuel,
However, in all likelihood, with small amounts of target materials (such as Indonesia and Argentina),
would not ship a partially filled transportation cask when other spent nuclear fuel could be added to fill the
cask. Therefore, these estimates represent an upper bound on the total number of the target material
shispments. The radionuclide inventory of a target material can containing from 40 to 200 g (1.4 to 7 oz) of
2z U, and that of a transportation cask containing this material, is given in Table B-7. This inventory is
estimated based on 1 year decay time of the target material solution before the canning process.

B.1.6 Foreign Research Reactor Spent Nuclear Fuel Shipment Estimates

Tables B-1 and B-2 provide the estimated number of foreign research reactor spent nuclear fuel shipments
from each country. These estimates were based on a set of assumptions that maximize the potential
impacts from transportation. Review of the potential transportation casks identified eight casks with
various capabilities (see Section B.2.2). These casks are certified to accommodate between 1 and 126
spent nuclear fuel elements per cask based on a variety of cask cavity configurations. Each transportation
cask can be certified to ship different fuel types by using various baskets in the cask cavity. For example,
a transportation cask like IU-04 has been certified to accommodate several different fuel types by using
various baskets in the cask cavity. On the other hand, a cask like LHRL-120 is currently certified to
accommodate only one specific fuel type (Australian HIFAR fuel). Based on this review, IU-04 was
identified as the bounding cask (highest curies content for the number of elements shipped per cask) for
the transportation accident analyses.

In an attempt to capture various types of spent nuclear fuel, maximize the amount of radionuclides per
cask, and allow for potential partial cask shipments, for the purposes of the analyses in this EIS, the
following assumptions were made to estimate the number of shipments for each type of fuel:

1. The number of shipments for MTR-type spent nuclear fuel elements was estimated based on
30 elements per cask. The radionuclide inventory per cask was estimated based on a full
cask, that is, 36 spent nuclear fuel elements of the bounding MTR-type (BR-2 fuel) per cask.
One exception: for the Australian spent nuclear fuel, cask LHRL-120 which was built
specifically for this fuel was used for estimating the number of shipments. The allowed
radionuclide inventory in this cask is the smallest of all casks identified. Nonetheless, each
of the LHRL-120 casks was assumed to contain the same quantity of radionuclide
inventories as that of a cask containing 36 elements of the bounding MTR-type spent nuclear
fuel. :

2. The number of shipments for NRU-type spent nuclear fuel was estimated based on 24 NRU
elements per cask. The radionuclide inventories per cask were also based on 24 NRU
elements per cask.
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Table B-7 Radionuclide Inventories of Target Material per Can and per
Transportation Cask (Curies)

235
Strontinm 89 4.06E+00 2.03E+01 1.95B+02 4.87E+02
Strontinm 90 3.28E+00 1.64E+01 1.58E+02 3.94E+02
Yitrium 90 3.28E+00 1.64E+01 1.58E+02 3.94E+02
Yitrinm 9.18E+02 3.84E+01 3.69E+02 9.22E+02
Zirconium 95 1.18E+01 3.90E+01 5.67E+02 1.42E+03
Niobinm 95 2.353E+01 1.27E+02 1.21E+03 3.04E+03
Rutheniom 103 74E-01 3.72E+00 3.57E+01 8.93E+01
Rhodium 103m 7.5E-01 3.73E+00 3.58E+01 8.95E+01
Ruthenium 106 3.11E+00 1.55E+01 1.49E+02 3.73E+02
Rhodium 106m 3.11E+00 1.55E+01 1.49E+02 3.73E+02
Tin 123 6.0E-02 2.8E-01 2.70E+00 6.74E+00
Antimony 125 1.4E-01 6.8E-01 6.51E+00 1.63E+01
Tellurium 125m 3.0E-02 1.6E-01 1.56E+00 3 91E+0¢
Tellurium 127m 1.1E-01 5.6E-01 5.39E+00 1.35E+01
Tellurivm 12%9m 1.0E-02 7.0E-02 6.7E-01 1.68E+00
Cesium 134 1.0E-02 6.0E-02 6.1E-01 1.53E+00
Cesium-137 3.26E+00 1.628E+01 1.56E+02 391E+02
Cerium 141 4.2E-01 2.11E+00 2.03E+01 5.07E+01
Cerinm 144 4.53E+01 2.27E+02 2.18E+03 5.44E+03
Praseodymium 144 4.57E+01 2.29E+02 2.20E+03 549E+03
Promethium 147 1.07E+01 5.36E+01 5.14E+02 1.29E+03
Promethiom 148m 5.06E-04 2.53E-03 2.43E-02 6.07E-02
Europium 154 1.65E-03 8.23E-03 7.90E-02 1.97E-01
Europium 155 6.97E-02 3.49E-01 3.35E+00 8.37E+00
Uranium 234 1.42E-07 7.09E-07 6.81E-06 1.70E-05
Uranium 235 8.29E-05 4.15E-04 3.98E-03 9.95E-03
Uranium 238 1.50E-06 7.52E-06 7.22E-05 1.80E-04
Plutonium 238 3.33E-06 1.67E-05 1.60E-04 4.00E-04
Plutonium 239 6.15E-04 3.08E-03 2.95E-02 7.38E-02
Plutonium 240 1.43E-05 7.13E-05 6.85E-04 1.71E-03
Plutonivem 241 1.48E-04 7.38E-04 7.09E-03 1.77E-02
Americium 241 242E-07 1.21E-06 1.16E-05 2.91E-05
Americium 242m 443E-12 2.22E-11 2.13E-10 5.32E-10
Americium 243 3.07E-12 1.54E-11 1.47E-10 3.69E-10
Curinm 242 1.43E-09 7.15E-09 6.86E-08 1.72E-07
Curium 244 340E-12 1.70E-11 1.63E-10 4.08E-10
Total (Curies) 1.69E+02 8.30E+02 T.97E+03 1.99E+04
Thermal (Watts) 6.8E-01 3 40E+00 3.26E+01 8.160E+01

3. The number of shipments for RHF type spent nuclear fuel was estimated based on one
element per cask. The bounding cask can only accommodate one bounding spent nuclear
fuel element per cask.

4. 'The number of shipments for TRIGA spent nuclear fuel was estimated based on 30 elements
per cask. The radionuclide inventories per cask were based on 40 elements of bounding
TRIGA spent nuclear fuel element per cask.
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Table B-8 provides a list of radionuclide inventories per transportation cask for selected fuel categories.

Table B-8 Bounding Radionuclide Inventories per Transportation Cask for Selected

Fuel Categories (Curies)

Tritinm

37.0

13.1

048

86.4
Krypton 85 2,470 1,070 364 2,710
Strontinm 89 40,800 17,600 2,750 9,720
Strontium 90 20,800 8,930 3,160 23,200
Yitrium 90 20,800 8,930 3,160 23,200
Yitrium 91 73,000 31,400 4,580 20,200
Zirconium 95 107,000 46,300 6,500 33,800
Niobium 95 220,000 94,900 12,800 73,400
Ruthenium 103 8,900 3,770 844 1,440
Rhodium 103m 8,900 3,770 844 1,440
Ruthenium 106 21,500 9,160 2,540 18,400
Rhodium 106m 21,500 9,160 2,540 18,400
Tin 123 427 184 39.1 240
Antimony 125 890 381 119 912
Tellurium 125m 212 90.6 28.7 221
Telurinm 127m 887 382 55.8 442
Telurium 129m 189 79.8 231 230
Cesium 134 16,400 4,000 1,160 35,400
Cesium 137 20,600 8,870 3,190 23.000
Cerium 141 5,740 2,440 7,000 6,650
Cerium 144 312,000 135,000 25,300 254,000
Praseodymiom 144 312,000 135,000 25,300 254,000
Promethium 147 48,300 24,600 7,000 29,800
Promethium 148m 75.6 29.2 46.8 1.40
Buropium 154 620 163 41.8 1,350
Europium 155 130 45.6 22.6 245
Uranium 234 0.000914 0.000374 0.000181 0.00157
Uranium 235 0.0138 0.0109 0.00794 0.00606
Uranium 238 0.000341 0.000206 0.00650 0.0000267
Plotonium 238 64.2 10.3 3.4 270
Platoninm 239 1.84 0.0889 0.551 0.332
Plutonium 240 1.20 0.421 2.09 0.242
Plutonium 241 284 67.7 213 70.9
Americium 241 0.396 0.0967 0.407 0.124
Americium 242m 0.00105 0.000155 0.00900 0.000600
Americium 243 (.00433 0.00376 0.000438 0.00351
Curium 242 1.75 0.127 5.25 1.03
Curinm 244 1.33 0.00926 0.00713 0.270
Total (Curies) 1,260,000 546,000 110,000 833,000
Thermal (Watts) 5,290 2,250 416 3.600
Number of casks by January 2006 473 86 162 116
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B.1.7 Amount of Foreign Research Reactor Spent Nuclear Fuel In Implementation Alternative 2a
of Management Alternative 1

Under this implementation alternative (see Section 2.2.2.2), DOE would adopt an alternative policy
duration of 5 years (1995-2000). The amount of spent nuclear fuel expected under this alternative is
approximately 18,800 elements, containing approximately 13 MTHM, and having a volume of 87 m>
(3,300 ft3). Tables B-9 and B-10 provide an estimate of the total amount of spent nuclear fuel that would
be available (i.e., currently stored or to be generated) in each country by January 2001 (Matos, 1994). |
These tables also provide the estimated number of shipments expected from each country. The breakdown
of the number of shipments in terms of the four bounding fuel categories (as defined in Section B.1.4) are:
377 of BR-2, 56 of RHF, 154 TRIGA, and 91 of NRU type fuel shipments.

B.1.8 Distribution of Foreign Research Reactor Spent Nuclear Fuel by Fuel Type and Geography

This section summarizes the estimated amount of foreign research reactor spent nuclear fuel, in terms of
fuel type and geog,ralznhy,‘dr that could be received under different implementation alternatives of
Management Alternative 1 to the proposed action. The estimated amount of spent nuclear fuel for the two
policy durations (i.e., a 10-year and a 5-year spent nuclear fuel generation period) are provided in Tables
B-1 and B-9, for aluminum-based fuels, and in Tables B-2 and B-10 for TRIGA fuels. These tables
provide a breakdown of the estimated amount of spent nuclear fuel to be accepted from each country.
Table B-11 summarizes the same information given in the above tables by fuel type and geography. The
information provided in this table is the basis for the calculations of transportation (ground and marine)
impacts under the basic implementation of Management Alternative 1, the proposed action to manage
foreign research reactor spent nuclear fuel in the United States.

DOE is also considering a Management Alternative 3, which is a hybrid of Management Alternatives
1 and 2. Under this Management Alternative as described in Section 2.4, some of the foreign research
reactor spent nuclear fuels would be reprocessed overseas, and the remaining spent nuclear fuels would be
brought back to be managed in the United States. Overseas reprocessing is considered only for countries
that currently have the technology and capability to store research reactor fission product high- or
intermediate-level wastes. The countries that can accept research reactor fission product wastes, based on
the historical evidence, are: Belgium, France, Germany, Italy, Spain, Switzerland, and the United
Kingdom.  Under this Management Alternative, DOE would encourage the reprocessing of
aluminum-based spent nuclear fuels from the research reactors in the above countries at western Eurgpean
reprocessing facilities (i.e., at Dounreay Scotland, and/or other locations) and that the recovered 235U be
blended down and used as LEU fuel. Reprocessing spent nuclear fuels from the above countries overseas
would reduce the amount of foreign research reactor spent nuclear fuels that would be managed in the
United States. Table B-12 provides a distribution of the remaining foreign research reactor spent nuclear
fuels by fuel type and geography that would be brought to the United States under this Hybrid Alternative.
As indicated in this table, the reduction only affects spent nuclear fuels entering through the East Coast of
the United States (compare Tables B-11 and B-12). It is important to note that the existing overseas
reprocessing facilities have not separated B3y from TRIGA fuels. This does not mean that these facilities
will not be able to process TRIGA fuels in the near future. At least one facility has stated that it has a
specialty plant that can reprocess small guantities of TRIGA spent nuclear fuels (UKAEA, 1994). If this

4 Geography refers to that amount of spent nuclear fuel that is expected 1o arrive at an East Coast or a West Coast port of
entry to the United States. Spent nuclear fuel shipments from foreign research reactors located in Europe, Africa, Middle
East, and Eastern part of Central and South America are designated as East Coast shipments. All others are designated as
West Coast shipments.
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Table B-9 Estimated Number of Aluminum-Based Spent Nuclear Fuel Elements of
U.S.-Origin Generated by Foreign Research Reactor Operators by January 2001

Ounf) 4

Argentina® 283 71 9
Australia 795 247 7
Aunstria 130 147 4
Belgium 1,391 569 46
Brazil" 155 99 5
Canada 2,243 3,058 92
Chile® 58 12 2
Colombia® 16 2 1
Denmark 485 372 16
France 1,432 2,110 102
Germany 1,111 471 37
Greece® 199 73 6
Indonesia” 138 164 4
Iran® 29 6 1
Israel 153 34 5
Ttaly 150 43 5
Jamaica® 2 1 1
Japan 2,401 2,219 30
Korea (South)* 98 187 4
Netherlands 1,141 678 38
Pakistan® 82 16 3
Peru® 29 39 1
Philippines® 50 24 2
Portugal® 79 51 3
South Africa 50 10 2
Spain © (from Scotland) 40 16 1
Sweden 864 915 29
Switzerland 159 128 5
Taiwan 127 66 4
Thailand® 31 5 1
Turkey® 50 51 P
United Kingdom 12 4 1
Uruguay® 19 18 1
Venezuela® 120 82 4

Total 14,122 11,988 524

* Countries other than high-income economies (World Bank, 1994). These are considered to be
“developing” countries.

® To derive uranium mass in pounds, multiply the amount by 2.2

€ 40 spent nuclear fuel elements of Spain’s JEN-I reactor core are stored in Dounreay, Scotland.

capability is acquired, then the amount of spent nuclear fuel to be managed in the United States would be
lower than that indicated in Table B-12 by 834 TRIGA spent nuclear fuel elements containing 157 kg of
LEU heavy metal resulting in 28 less shipments to the eastern coast of the United States by January 2005.
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Table B-10 Estimated Number of TRIGA Reactor Spent Nuclear Fuel Elements of
U.S.-Origin Generated by Foreign Research Reactor Operators by January 2001

E ........................................
Austria 102 19 3
Bangladesh® 100 49 3
Brazil® 75 ) 14 3
Finland 171 33 6
Germany 338 64 11
Indonesia® 233 44 7
Ttaly 343 64 11
Japan 321 61 11
Korea {(South)* 320 61 11
Malaysia® 89 44 3
Mexico® 175 33 6
Philippines® 120 74 4
Romania ? 1,451 189 48
Slovenia® 318 60 10
Taiwan 134 80 4
Thailand® 136 35 4
Turkey" 69 13 2
United Kingdom 80 17 3
Zaire 132 25 4

Total 4,716 979 154

® Countries other than high-income economies (World Bank, 1994). These are identified as “developing”
countries.

Y To derive uranium mass in pounds, multiply the amount by 2.2.

If additional countries were to be able to accept research reactor fission product waste, additional spent
nuclear fuels could be reprocessed overseas. This would reduce the amount of spent nuclear fuel to be
managed in United States even further.

B.2 Transportation Casks

Spent nuclear fuel elements are transported in stainless steel packages called transportation casks, or just
casks.

B.2.1 Transportation Cask Regulations

This section discusses the international and domestic regulations on transportation cask design,
performance, certification, use, and transport.

B.2.1.1 International Regulations

To ensure public safety worldwide, the international community has adopted regulations for the transport
of radioactive materials. The international authority for these regulations is the International Atomic
Energy Agency. The emphasis of the International Atomic Energy Agency regulations for radioactive
materials transport is package integrity. As promulgated in International Atomic Energy Agency Safety
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Table B-11 Summary of the Distribution of Foreign Research Reactor Spent
Nuclear Fuel by Fuel Type and Geography

All Countries:
1. Aluminum-Based 14,122 524 11,988| 3,992 7,995 17,803 675 18,184 4,531113,650
East* 10,395 419 9,024 13,186 544 | 13,919
West® 3,927 105 2,963 4,617 131 4,263
2. TRIGA 4,716 154 980 19 901 4,940 162 1,033 83| 950
East 3,088 101 49% 3,245 107 528
West 1,628 53 481 1,695 55 505
Developing Countries:
1. Aluminum-Based 1,488 52 o11 155 756 1,686 59 1,195 157} 1,038
East 1,084 38 480 1,152 40 561
West 404 14 431 534 19 634
2. TRIGA. 3,218 105 642 77 565 3,359 109 674 81 593
East 2,045 67 302 2,134 70 319
West 1,173 38 340 1,225 39 335

? East refers to the eastern United States ports of entry. Spent nuclear fuel shipments from foreign research
reactors located in Europe, Africa, Middle East, and eastern part of Central and South America are
designated as Fast Coast shipments. All others are designated as West Coast shipments.

Table B-12 Distribution of Foreign Research Reactor Spent Nuclear Fuel by Fuel

Type and Geography for the Hybrid Alternative

All Countries:
1. Aluminum-Based 9,839 328 8,650 2,259 6,391 12,210 406  112912| 2.263| 10,646
East® 6,112 223 5,687 7,593 275 8,045
West” 3,727 105 2,963 4,617 131 4,263
2. TRIGA 4,716 154 980 79 901 4.540 162 1,033 83 950
East 3,088 101 499 3,245 107 528
West 1,628 53 481 1,695 55 505
Developing Countries:
1. Aluminum-Based 1,488 52 911 155 756 1,686 59 1,195 157 1,038
East 1,084 38 480 1,152 40 561
West 404 14 431 534 19 634
2. TRIGA 3,218 105 642 77 565 3,359 109 674 81 593
East 2,045 67 302 2,134 70 319
West 1,173 38 340 1,225 39 355

® East Refers to the eastern United States ports of entry. Spent nuclear fuel shipments from foreign research
reactors located in Europe, Africa, Middle East, and eastern part of Central and South America are
designated as East Coast shipments. All others are designated as West Coast shipments.
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Series 6, radioactive materials must be transported in specially designed transportation casks that minimize
the potential consequences of transportation accidents. Transportation cask designs must demonstrate
their capability to ensure containment and to provide shielding by testing or analysis to the extent required
by these regulations. Under International Atomic Energy Agency regulations, spent nuclear fuel
transportation cask integrity must be demonstrated by successful performance during a sequence of tests
that simulate accident conditions. These tests include being dropped onto an unyielding surface, dropped
onto a steel post, subjected to extremely high temperatures of 800°C (1475°F) for 30 minutes, and
submersed in water. Cask designs that meet these performance criteria are issued a “Certificate of
Compliance” by a delegated national authority, referred to as the “Competent Authority.” The Competent
Authority is responsible for certifying casks that are designed or used within its “national boundary.” The
Competent Authority for the United States is the Department of Transportation.

To be used outside the country of origin, transportation casks must have a Certificate of Competent
Authority from the country of intended use. As the Competent Authority, the Department of
Transportation is responsible for granting a Certificate of Competent Authority to foreign-designed
transportation casks intended for use in the United States.

B.2.1.2 Domestic Regulations

Regulations for the transport of radioactive materials in the United States are issued by the Department of
Transportation, and are codified in Title 49 of the Code of Federal Regulations Parts 171-178 (49 CFR
- §171-178). These regulations reference accepted standards promulgated by organizations such as the
International Atomic Energy Agency, the International Civil Aviation Organization, the International Air
Transport Agency, the International Maritime Organization, and the U.S. Nuclear Regulatory Commission
(NRC). Federal standards are updated periodically to reflect new information and to remain current with
international standards, to minimize delays in international traffic, and avoid duplication of effort.

The regulation authority for radioactive materials transport is jointly shared by the Department of
Transportation and NRC. As outlined in a 1979 Memorandum of Understanding with NRC, the
Department of Transportation specifically regulates the carriers of spent nuclear fuel and the conditions of
transport, such as routing, handling and storage, and vehicle and driver requirements. The Department of
Transportation also regulates the labeling, classification, and marking of all spent nuclear fuel packages.
NRC regulates the packaping and transport of spent nuclear fuel for its licensees, which include
commercial shippers of spent nuclear fuel. In addition, NRC sets the standards for packages containing
fissile materials and spent nuclear fuel. A detailed discussion of Federal design and performance
regulations for transportation cask begins with Section B.2.1.3.

DOE policy requires compliance with applicable Federal regulations regarding domestic shipments of
spent nuclear fuel. Accordingly, DOE has adopted the requirements of 10 CFR §71, “Packaging of
Radioactive Material for Transport and Transportation of Radioactive Material Under Certain
Conditions,” and 49 CFR §171-179, “Hazardous Material Regulations.” Foreign research reactor spent
nuclear fuel shipments are subject to regulations set by the Department of Transportation and NRC.

B.2.1.3 Cask Design Regulations

Spent nuclear fuel is transported in robust “Type B” transportation casks that are certified for transporting
radioactive materials. These transportation casks are subject to stringent design, fabrication and operating
requirements imposed by the Competent Authority for the country of origin. Casks designed and certified
for spent nuclear fuel transportation within the United States must meet the applicable requirements of
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NRC for design, fabrication, operation, and maintenance as contained in 10 CFR §71. These regulations
generally conform to International Atomic Energy Agency regulations that are presented in the
International Atomic Energy Agency Safety Series 6 manual.

Cask design and fabrication can only be done by approved vendors with established quality assurance
programs (10 CFR §71.101). Cask and component suppliers or vendors are required to obtain and
maintain documents that prove the materials, processes, tests, instrumentation, measurements, final
dimensions, and cask operating characteristics meet the design basis established in the Safety Analysis
Report for Packaging for the cask, and that the cask will function as designed.

Regardless of where a transportation cask is designed, fabricated, or certified for use, it must meet certain
minimum performance requirements (10 CFR §71.71-71.77). The primary function of a spent nuclear fuel
transportation cask is to provide containment, criticality control, and shiclding. Regulations require that
casks must be operated, inspected, and maintained to high standards, ensuring their ability to contain their
contents in the event of a transportation accident (10 CFR §71.87). There are no documented cases of a
release of radioactive materials from spent nuclear fuel shipments even though thousands of shipments
have been made by road, rail, and water transport modes. Further, a number of obsolete casks have been
tested under severe accident conditions to demonstrate their adherence to design criteria without failure.
Such tests have demonstrated that transportation casks are not only fabricated to a very high factor of
safety; they are even sturdier than required.

Transportation casks are built out of heavy, durable structural materials, such as stainless steel, These
materials must ensure cask performance under a wide range of temperatures (10 CFR §71.43). In addition
to the structural materials, shielding is provided to limit radiation levels at the surface and at prescribed
distances from the surface of transportation casks (10 CFR §71.47). Shielding typically consists of dense
material such as lead or depleted uranium. In some cases, additional materials are added to provide
neutron shielding such as water-filled outer jackets, or highly hydrogenous materials such as polyethylene.
The cask cavity is configured to hold various contents including spent nuclear fuel assemblies. The
assemblies are supported by internal structures or baskets that provide shock and vibration resistance,
establish minimum spacing and criticality control through the use of nuclear poison materials such as
boron-impregnated metals, and heat transfer to maintain the temperature of the contents within the limits
specified in the Safety Analysis Report for Packaging.

Finally, to limit impact forces and minimize damage to the structural components of a cask in the event of
a transportation accident, impact-absorbing structures may be attached to the exterior of the cask. These
are usually composed of balsa wood, foam, or aluminum honeycomb that is designed to readily deform
upon impact to absorb impact energy. All of these components are designed to work together in order to
satisfy the regulatory requirements for a cask to operate under normal conditions of transportation and
maintain its integrity in an accident.

Design Certification

For certification, transportation cask must be shown by analysis and/or test to withstand a series of
hypothetical accident conditions. These conditions have been internationally accepted as simulating
damage to transportation casks that could occur in most reasonably foreseeable accidents. The impact,
fire, and water-immersion tests are considered in sequence to determine their cumulative effects on one
package. These accident conditions are described in Figure B-7. The NRC recently issued revised
regulations, 10 CFR Part 71, governing the transportation of radioactive materials, These regulations
become effective on Aprit 1, 1996 (NRC, 1995). The revised regulations conform with those of the
International Atomic Energy Agency and current legislative requirements. The revised regulations
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Standards for Spent Fuel Casks

For certification by the NRC, a cask must
be shown by test or analysis to withstand
a series of accident conditions. These
conditions have been internationally
accepted as simulating damage to spent
fuel casks that could occur in most severe
credible accidents. The impact, fire, and
water-immersion tests are considered in
sequence to determine their cumulative
effects on one package. A separate cask

is subjected to a deep water-immersion

test. The details of the tests are as follows:

Impact

Free Drop (a) ~ The cask drops 30 feet onto a
flat, horlzontal, unyielding surface so that it
strikes at its weakest point.

Puncture (b) - The cask drops 40 inches onto a
6-inch-diameter steel bar at least 8 inches long:
the bar strikes the cask at its most vulnerable
spot.

Fire (¢)

After the impact tests, the cask is totally
engulfed in a 1475°F thermal environment for
30 minutes.

Water Immersion (d)

The cask is completely submerged under at
least 3 feet of water for 8 hours. A separate
cask is completely immersed under 50 feet of
water for 8 hours,

Figure B-7 Standards for Transportation Casks (NRC, 1987)
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affecting "Type B" casks require that a spent nuclear fuel transportation cask with activity greater than
10° curies be designed and constructed so that its undamaged containment systern would withstand an
external water pressure of 290 psi, or immersion in 200 m (656 ft) of water, for a period of not less than
one hour without collapse, buckling, or allowing water to leak into the cask. Except for the addition of the
deep water immersion test, the regulations applicable to the transportation of foreign research reactor spent
nuclear fuel are unchanged.

Under the Federal certification program, a “Type B” packaging design must be supported by a Safety
Analysis Report for Packaging, which demonstrates that the design meets Federal packaging standards.
The Safety Analysis Report for Packaging must include a description of the proposed packaging in
sufficient detail to identify the packaging accurately and provide the basis for evaluating its design. The
Safety Analysis Report for Packaging must provide the evaluation of the structural design, materials
properties, containment boundary, shielding capabilities, and criticality control, and present the operating
procedures, acceptance testing, and maintenance program. Upon completion of a satisfactory review of
the Safety Analysis Report for Packaging by NRC to verify compliance to the regulations, a Certificate of
Compliance is issued.

B.2.1.4 Transportation Regulations

To assure that the transportation cask is properly prepared for transportation, trained technicians perform
numerous inspections and tests (10 CFR §71.87). These tests are designed to ensure that the cask
components are properly assembled and meet leak-tightness, thermal, radiation, and contamination limits.
The tests and inspections are clearly identified in the Safety Analysis Report for Packaging and/or the
Certificate of Compliance for each cask. Casks can only be operated by registered users who conduct
operations in accordance with documented and approved quality assurance programs meeting the
requirements of the regulatory authorities. Records must be maintained that document proper cask
operations in accordance with the quality requirements of 10 CFR §71.91. Reports of defects or accidental
mishandling must be submitted to NRC.

B.2.1.4.1 Communications

Proper communication assists in assuring safe preparation and handling of transportation casks.
Communication is provided by labels, markings, placarding, and shipping papers or other documents.
Labels (49 CFR §172.403) applied to the cask document the contents and the amount of radiation
emanating from the cask exterior (transport index). The transport index lists the ionizing radiation level
(in mrem/hr) at a distance of 1 m (3.3 ft) from the cask surface.

In addition to the label requirements, markings (49 CFR Subpart D and §173.471) should be placed on the
exterior of the cask to show the proper shipping name and the consignor and consignee in case the cask is
separated from its original shipping documents (40 CFR §172.203). Transportation casks are required to
be permanently marked with the designation “Type B,” the owner’s (or fabricator’s) name and address,
the Certificate of Compliance number, and the gross weight (10 CFR §71.83).

Placards (49 CFR §172.500) are applied to the transport vehicle or freight container holding the
transportation cask. The placards indicate the radioactive nature of the contents. In the United States,
spent nuclear fuel is a Highway Route Controlled Quantity which must be placarded according to 49 CFR
§172.507. Placards provide the first responders to a traffic or transportation accident with initial
information about the nature of the contents.
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Shipping papers should have entries identifying the following: the name of the shipper, emergency
response telephone number, description of spent nuclear fuel, and the shipper’s certificate as described in
49 CFR §172 Subpart C.

In addition, drivers of motor vehicles fransporting spent nuclear fuel must have training in accordance with
the requirements of 49 CFR §172.700. The training requirements include: familiarization with the
regulations, emergency response information, and the spent nuclear fuel communication programs
required by the Occupational Safety and Health Administration. Drivers are also required to have training
on the procedures necessary for safe operation of the vehicle used to transport the spent nuclear fuel.

B.2.1.4.2 Marine Transport

Relevant regulations applying to transport of spent nuclear fuel by vessel are found in 10 CFR §71 and 73,
and 49 CFR §176. The U.S. Coast Guard, part of the Department of Transportation, inspects vessels for
compliance with applicable regulations and requires 24-hour prenotification (33 CFR §160.207, 211, and
213).

49 CFR §171.12 (d) states that: “Radioactive materials being imported into or exported from the United
States, or passing through the United States in the course of being shipped between places outside the
United States, may be offered and accepted for shipment in accordance with International Atomic Energy
Agency Regulations for the Safe Transport of Radioactive Materials, Safety Series No. 6, 1985 Edition.”
Compliance with certain specified conditions of this section is required. For example, highway route
controlled quantities of radioactive material must be shipped in accordance with appropriate provisions of
the hazardous materials regulations and a Certificate of Competent Authority must be obtained, with any
necessary revalidations. A Certificate of Competent Authority fulfills the International Atomic Energy
Agency requirement for multilateral approval for a shipment of “Type B” packages in international
commerce.

49 CFR §176.5 details the application of the regulations to vessels: “...this subchapter applies to each
domestic or foreign vessel when in the navigable waters of the U.S,, regardless of its character, tonnage,
size, or service, and whether self-propelled or not, whether arriving or departing, underway, moored,
anchored, aground, or while in drydock.”

49 CFR §176.15 provides for enforcement of 49 CFR Subchapter C: *(a) An enforcement officer of the
U.S. Coast Guard may at any time and at any place, within the jurisdiction of the U.S., board any vessel
for the purpose of enforcement of this subchapter and inspect any shipment of hazardous materials as
defined in this subchapter.” Provision is also made in this section to detain a vessel which is in viclation
of the hazardous materials regulations,

The U.S. Coast Guard may accept a certificate of loading issued by the National Cargo Bureau, Inc., as
evidence that the cargo is stowed in conformity with law and regulatory requirements. The National
Cargo Bureau, Inc., is a nonprofit orgamzation directed by Government and industry representatives
(49 CFR §176.18). 49 CFR §176.18 authorizes inspectors of the National Cargo Bureau, Inc., to assist the
Coast Guard in administering the hazardous materials regulations, Their functions are as follows:

"(1) Inspection of vessels for suitability for loading hazardous materials;
(2) Examination of stowage of hazardous materials;

(3) Making recommendations for stowage requirements of hazardous materials cargo; and,
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(4) Issuance of certificates of loading setting forth that the stowage of hazardous matertals is in
accordance with the requirements of 46 U.S.C. 170 and its subchapter.”

Detailed requirements for radioactive materials are located in 49 CFR §176 Subpart M of the Hazardous
Materials Regulations. General radioactive material stowage requirements state that “(b) A package of
radioactive materials which in still air has a surface temperature more than 5°C (9°F) above the ambient
air may not be overstowed with any other cargo. If the package is stowed under the deck, the hold or
compartment in which it is stowed must be ventilated,” (49 CFR § 176.700).

Except for exclusive-use shipments, requirements relating to transport indexes state that:

*. .. the number of freight containers with packages of radioactive materials contained therein
must be limited so that the total sum of the transport indexes in the containers in any hold or de-
fined deck area does not exceed 200, and:

(1) The sum of transport indexes for any individual freight container, or group of freight
containers, does not exceed 50; and,

(2) Each freight container or group of freight containers is (are) handled and stowed in such a
manner that groups are separated from each other by a distance of at least six m (20 ft),”
[49 CFR § 176.704(c)].

Section 176.76(a) includes provision for freight containers with hazardous materials to be carried onboard
a vessel in accordance with the following:

" (I) The material must be in proper condition for transportation according to the requirements of
this subchapter;

(2) All packages in the transport vehicle or container must be secured to prevent movement in
any direction. However, vertical restraint is not required if the shape of the packages and the
stuffing pattern precludes shifting of the load;

(3) Bulkheads made of dunnage which extend to the level of the cargo must be provided unless
the packages are stowed flush with the sides or ends;

(4) Dunnage must be secured to the floor when the cargo consists of dense materials or heavy
packages.”

Each freight container must be placarded as required by 49 CFR §172 Subpart F of the Hazardous
Materials Regulations [176.76(D].

Section 176.80 requires that radioactive matertals be segregated from other hazardous materials so that
they do not interact dangerously in an accident, or alternatively, requires that the radioactive material be in
separate holds when stored under deck. In 49 CFR §176.83(b), a table is provided (Table 1I) that specifies
the minimum separation distances for different classes of hazardous materials onboard a vessel. A
minimum horizontal separation distance of 3 m (10 ft) projected vertically from the reference package is
required. For specificd hazardous materials, the ““separate from” requirement means that the materials
must be placed in separate holds when stowed under deck.
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B.2.1.4.3 Ground Transport

Overland shipments (by railcar or by truck) are regulated by a variety of the Department of Transportation
and NRC regulations dealing with packaging, notification, escorts, and communications. In addition, there
are specific regulations for carriage by rail and carriage by truck.

When provisions are made to secure a package so that its position within the transport vehicle remains
fixed during transport, with no loading or unloading between the beginning and end of transport, a package
shipped overland in exclusive-use closed transport vehicles may not exceed the following radiation levels
as provided in 49 CFR §173.441(b):

= 1,000 mrem/hr on the external package surface;
« 200 mremv/hr at any point on the outer surface of the vehicle;

» 10 mremv/hr at any point 2 m from the vertical planes projected from the outer edges of the
vehicle;

o 2 mrem/hr in any normally occupied position in the vehicle, except that this provision does
not apply to private motor carriers when the personnel are operating under a radiation
protection program and wear radiation-exposure monitoring devices.

The shipper of record must comply with the requirements of 10 CFR §71.5 and §73.37. Section 71.5
provides that all overland shipments must be in compliance with the Department of Transportation and
NRC regulations; these regulations provide for security of irradiated reactor fuel. General requirements
include: providing notification to NRC in advance of each shipment, developing a shipping plan,
providing escort instructions, establishing a communications center to be staffed 24 hours a day, making
arrangements with local law enforcement agencies along the route for their response (if not using law
enforcement persomnel as escort), ensuring that the escorts are trained in accordance with Section 73.37
Appendix D, and ensuring that escorts make notification calls every 2 hours to the communications center.
Additional requirements include having two armed escorts within heavily populated areas (when not in
heavily populated areas, only one escort is needed) and the capability of communicating with the
communications center and local law enforcement agencies through a radiotelephone or other NRC
approved means of two-way voice communication.

The shipper of record, as required by 49 CFR §173.22, provides physical security measures for spent
nuclear fuel shipments equivalent to those of NRC. The shipper, or the shipper’s agent, provides
notification for unclassified spent fuel shipments to State officials.

B.2.1.4.3.1 Rail Transport

Rail transportation requirements for radioactive materials are contained in 49 CFR §174. Briefly, for rail
shipments of spent nuclear fuel the following additional requirements apply:

e railcars carrying radioactive materials must be segregated from other cars within a train,
and cannot be next to other placarded hazardous materials (49 CFR §174.85) or occupied
engines or cabooses; and

o hazardous materials shipments (including radioactive) must be expedited (49 CFR
§174.14).
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In addition, Association of American Railroad Interchange mules require that spent nuclear fuel be shipped
only on railcars meeting certain construction and packaging retention requirements (AAR Rule 88A 1d).
Rail routing has not been regulated by the Department of Transportation because the railroads are
privately-owned companies. However, rail routes used for spent nuclear fuel shipping must be approved
by NRC under a physical security plan (10 CFR §73.37).

B.2.1.4.3.2 Truck Transport

Truck transportation requirements for radioactive materials are contained within 49 CFR §177.800. In
addition to requirements for securement and segregation by total transport index (50), there are road
routing requirements as well. For carriage by truck, the carrier will use interstate highways or
State-designated preferred routes for movement of radioactive materials in conformity with the
Department of Transportation rulemaking, Docket HM-164. These regulations, found in 49 CFR
Subpart D, establish routing and driver training requirements for highway carriers of packages containing
“highway-route-controlled quantities” of radioactive materials. Spent nuclear fuel shipments constitute
such quantities. The Department of Transportation also issues road operating requirements for radioactive
materials shipments, including parking and operating rules. Primarily, these rules require trucks to stop
and undergo visual inspection by the driver every 160 km (100 mi). Domestic road routing must also be
approved by NRC under a physical security plan.

Many State and local governments have established their own rules, specifying such things as
prenotification requirements, time-of-day restrictions, routes, and special equipment. State and local
regulations that unnecessarily burden, delay, or ban shipments of radioactive materials will be preempted
under the Hazardous Materials Transportation Act. The Department of Transportation rules make routing
designation by appropriate State agencies enforceable by the Federal Government according to a
determination by the Department of Transportation that such route designations are likely to result in
turther reduction of radiological risk.

B.2.2 Potential Transportation Casks

This section provides a description of the transportation casks that could be used for marine and ground
transport of foreign research reactor spent nuclear fuel. The casks were identified from a review of the
“Directory of National Competent Authorities’ Approval Certificates for Package Design, Special Form
Material, and Shipment of Radioactive Material, 1993 Edition,” and the RAMPAC (radioactive material
package) database for certified radioactive materials packaging (NRC, 1993). The review included only
those transportation casks with current “Type B” designations for spent nuclear fuel.

B.2.2.1 Marine Transport

Table B-13 identifies the potential ransportation casks for marine transport of foreign research reactor
spent nuclear fuel. Each of these casks has both a certification from the country of origin and a certificate
of competent authority from the Department of Transportation, which is designated as the Competent
Authority for the United States. Except for the Unifetch, each of the casks has been previously used or
accepted for use by DOE.
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Table B-13 Proposed Transportation Casks for Marine Transport

LHRI.-120 USA/3BYB(U)F Yes Australia
GNS-11 USA/0381/BU)E Yes Germany
TN-1 USA/0316/B{U)F Yes Germany
TU-04 USA/0100/B(UF Yes France
TN-7 (TN-7/2) USA/0130BUE Yes Germany
NAC-LWT USAS225/B(NF Yes United States
Unifetch GB/1113/B(M)E No Great Britain
Goslar USA/0094/B(M)F Yes Germany

Table B-14 summarizes the essential characteristics of the marine transportation casks for foreign research
reactor spent nuclear fuel, such as physical dimensions, weight, type, and quantity of spent nuclear fuel
elements each cask can accommodate, cooling time before shipment, maximum activity content in a cask,
and the maximum initial >°U content of each element. A summary of important characteristics of these
casks is also provided after Table B-14.

Table B-14 Transportation Cask Design Characteristics for Marine Transport

2 y = & : i T
LHRL-120 214 150-170  [MTR tubular 114 2,557/30 H: 3,400
(HIFAR) D: 2,300
GNS-11 13.6 173 Tubular MTR. 21-28 180/41 H: 1,460
323 Boxed-type MTR. 33 180727 D: 1,185
TN-1 18.4 NA Boxed-type MTR 126 NA H: 2,910
D: 950

1U-04 18.9 Varied: Speciai Tubular 1 about one yr/1,250 |H: 2,240
150-8600 |Boxed-type MTR 36-40 D: 1,880

TRIGA Spent 40-44

Nuclear Fuel
TN-7 25.5 290 Tubular-Boxed 60-64 250-1,780/2,000 H: 3,155
(TN-7/2) (24.5) type MTR D: 1,030
8,500 Special 2 310/2,000
NAC-LWT 23.2 17,575 Commercial PWR 1-PWR 730 - PWR H: 5,100
Commercial BWR 2-BWR 730 - BWR D: 1,120
Natural*  |Metallic Rod 15 - Met. Rods 365 - Met. Rods
354 Boxed-type MTR 42 1,095

Unifetch 169 405 Tubular 24 90/45.4 H: 2,100
170 Boxed-type MTR 40 90/123 D: 1,800
Goslar 109 320 Boxed-type MTR 13 120/960 H: 1,460
D: 1,190

*Natural = Maximum initial U is0.711 weight percent
NA = Not Available
PWR = Pressurized Water Reactor
BWR = Boiling Water Reactor
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LHRL-120

The LHRL-120 consists of a cylindrical cask surrounded by an impact limiter supported on cradles
attached to a skid that is bolted to the base of a shipping container. The cask is a right circular cylinder
with two concentric walls of steel for structural strength, with the annular area between the walls. The
inner shell forms the containment.

The cask is built of inner and outer shells welded to the bottom end closure plate and top bolt ring, and
secured by a bolted lid with a double o-ring seal. The annular space between the shells is filled with lead
and supplementary lead shielding plates are provided on the bottom end closure plate and lid. The cask
has two external lifting trunnions and, except for the high strength steel bolts, lead shielding, and synthetic
rubber o-ring, is constructed of stainless steel plugs.

The impact limiter consists of a steel shell filled with dense polyurethane foam arranged to provide energy
absorption and thermal insulation.

During transport, the cask body is completely enclosed by an impact limiter which provides both thermal
and impact protection. The impact limiter is constructed in two pieces which bolt together and surround
the cask body. LHRL-120 is designed for passive cooling by means of cooling tubes that penetrate the
impact limiter. Tubes in the bottom half also transfer loads to the cradles. The cask and the impact limiter
are secured to the skid by two tie-down straps and restraints. The skid is bolted to the base of an open
conventional shipping container and is in turn enclosed by a steel weather cover fitting inside the end walls
of the container and bolted to the container base. The container has standard International Standards
Organization lifting arrangements and is approved under the international convention for safe containers.

The length and diameter of the cask with the impact limiter are 3.4 m (134 in) and 2.3 m (91 in),
respectively. The total mass of the cask with contents, impact limiter, skid and tie-downs is 21,36 metric
tons (47,080 Ib) and the gross mass of the package including lift yoke, bolt tooling, tcol box, weather
cover and shipping container is approximately 24 metric tons (52,800 1b).

The cask was designed by Eggers, Ridelhalgh, and Partners of Columbus, Ohio for spent nuclear fuel from
the High Flux Australian Rescarch Reactor (HIFAR).

Permitted Contents:

Irradiated spent nuclear fuel elements with a minimum decay period of 7 years

Maximum number of fuel elements per package 120

Maximum fuel mass 554 kg (1,200 1b)
Maximum decay heat 290 Watts

Maximum mass of both baskets (empty) 891 kg (1,965 Ib)
Maximum activity of package 80,000 Ci (3.0 x 10*1° Bg)
Transport Index 50

® The maximum number allowed is 114.

Two identical baskets are authorized for the LHRL-120 cask in a 1 x 2 array, (i.e., in a stacked
configuration). The baskets are constructed exclusively of aluminum alloys 6061 and 6063. Each basket
contains 60 cells, each providing an 11-cm- (4.3-in-) diameter by 65-cm- (25.75-in-) high cylindrical
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cavity for each fuel assembly. Omnly 57 of the cells are loaded with fuel elements; the 3 center-most
positions are left unloaded. The nominal wall thickness of the cell is 6.4 mm (0.25 in). Maximum mass of
both baskets tiers (empty) is 891 kg (1,965 1b).

GNS-11

The GNS-11 consists of a welded stainless steel/lead construction which is tightly closed with a primary
lid. The cask body can be closed at the lid region with a protection plate. The spent nuclear fuel clements
fit into a fuel basket which is inserted in the cask cavity. The cask is an upright circular cylinder with two
concentric walls of steel for structural strength with the anmular area between the walls filled with lead for
radiation shielding. The inner steel shell forms the containment.

The containment system is formed by the cask body, the primary lid including elastomer seal rings, plugs,
and boltings. During transport, hood shaped impact limiters consisting of steel plates with a soft wood
filling are attached to the top and bottom of the cask. In the upper region, two trunnions are screwed to the
cask body for handling. The cask has the following external dimensions:

Diameter (without impact limiters) 1,185 mm (46.7 in)
Diameter (with impact limiters) 1,355 mm (53.4 in)
Height (cask body) 1,460 mm (57.5 in)
Height (with impact lirniters) 1,780 mm (70 in)

The cask body is protected during transport by top and bottom impact limiters while the cask is secured
vertically on its low-boy transporter. The cask weighs about 13.6 metric tons (30,000 1b). The cask can be
used to ship up to 28 tubular-type MTR elements and up to 33 box-type MTR elements with initial By
enrichment of up to 93 percent. In addition, the cask can also be used to transport other types of irradiated
hardware. This cask is shown in Figure B-8.

Since the temperature on the outside of the package may exceed 50°C (122°F) and the transport index can
be greater than 10, the package is to be transported as a full load or as a closed load. Therefore, a
maximum of two casks could be fixed in a shipping container. The cask was designed and manufactured
by the German company Gessellschaft fur Nuklear-Behalte GmbH. There are currently two GNS-11
casks available for use.

Permiited Contents:

Three different fuel baskets are authorized for use with this cask. These accommodate various types and
amounts of fuel:

1. A maximum of 21 or 28 (depending on the type of fuel basket used) irradiated tubular MTR
fuel elements consisting of 3 to 5 concenfrically arranged fuel tubes, with the following
further specifications per fuel element:

Maximum initial enrichment 80 percent
Chemical form U-Al alloy
Maximum initial mass of 2>°U 173.4 g (6 0z)
Maximum initial quantity of uranium 217.0g (7.5 02)
Maximum active length 61 cm (24 in)
Maximum diameter of outer tube 10.3 cm (4 in)
Minimum cooling time 180 days
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Figure B-8 GNS Shipping Cask
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Thermal power (average) maximum 76 Watts (for 21 fuel
elements per cask)

Thermal power (average) maximum 57 Watts (for 28 fuel
elements per cask)

Maximum activity 40.5 kCi (1.5 PBg)

2. A maximum of 33 irradiated boxed-type MTR fuel elements, each containing a maximum of
23 aluminum-based fuel plates, with the following further specifications per fuel element:

Maximum initial enrichment 93 percent

Maximum initial mass of 2>°U 268 g (9.3 0z)

Maximum initial mass of wranium 335g(11.6 0z)

Active length maximum 61 cm (24 in)
Cross-sectional area approx. 81 x 76 mm (3.2 x 3.0 in)
Minimum cooling time 180 days

Thermal power (average) maximum 48.5 Watts

Maximum activity 27 kCi (1 PBg)

3) A maximum of 33 irradiated boxed-type MTR-fuel elements each containing a maximum of
23 aluminum-based LEU fuel plates (containing dispersed U3Siz or UzOg) with the
following further specifications per fuel element:

Maximum initial enrichment 20 percent

Maximum initial mass of 2>°U 323 g (11.2 0z)

Maximum initial mass of uranium 1,635 g (3.6 1bs)

Active length maximum 61 cm (24 in)
Cross-sectional area approx. 81 x 76 mm (3.2 x 3 in)
Minimum cooling time 360 days

Thermal power (average) maximum 48.5 Watts

Activity maximum 27 kCi (1 PBq)

IN-1

The TN-1 is a cylindrical double-walled steel container with lead and plaster for shielding. It is
constructed of steel structural shells with the annulus between them filled with lead for gamma shielding
and plaster as a heat shield. Additional heat insulation and impact resistance is provided by impact
limiters. The cask, with the impact limiters, weighs 18.37 metric tons (40,500 1b). The internal cavity can
accommodate three baskets one on top of the other, each filled with up to 42 boxed-type MTR fuel
elements of initial >>°U enrichment of up to 94 percent.

The containment system is formed by the cask body, lid with its “elastomer” seals and bolts, and three
sealing plates with *“‘elastomer” seal rings in the cask body via the quick connections.

Physical dimensions of TN-1 are as follows:

Without Shock Absorber With Shock Absorber
Width 950 mm (37.4 in) 1,284 mm (50.6 in)
Height 920 mm (36.2 in) 1,254 mm (49.4 in)
Length 2,910 mm (114.6 in) 3,075 mm (121 in)
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TN-1 is designed by the French company Cogema. It is shipped in the horizontal position with the top and
bottom impact limiters attached. The TN-1 cask is shown in Figure B-9.

Top View Without
Protective Cover
Without Ud
Lid Protective "B Connection Protective  "C" Connection *B" Connectlon
Cover (TOP) Cover (Not Used) (Top)
l Vent inlet Vent ﬁ\let
1-1"
digin
/]
*C” Connection
(Not Used)
"A" Connection
(Bottorm Drain)
Cavity
g
420 |
]j] Unit=mm
I]: ¥

‘A" Connection
(Bottorm Drain)

Figure B-9 TN-1 Shipping Cask
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Iy-04

The TU-04, also known as Pegase, consists of a body built of two stainless steel shells enclosing a lead
shield. The inner confinement shell and the lead shield form a solid unit constituting the body. The outer
shell is provided with a base plate filled with asbestos and is fitted with cooling fins. A layer of plaster is
placed between the bottom of the outer shell and the lead. The steel lid is filled with lead and plaster.
There are two pipe systems connecting the inner tank to the outside.

The cask is a right circular cylinder with two concentric walls of steel for structural strength with the
annular area between the walls filled with lead for radiation shielding. The inner steel shell forms the
containment. The IU-04 inner cavity can accommodate a variety of baskets which may be used to
transport both MTR and TRIGA spent muclear fuel. The cask weighs approximately 18.9 metric tons
(41,670 1b). It is transported in the vertical position on the pallet, with top and bottom impact limiters to
protect it in the event of an accident.

There is a main protective cover of stainless steel filled with balsa wood of two different densities. There
are covers of mild steel protecting the pipe outlets which are filled with plaster. Like TN-1, this cask was
also designed by Cogema. The [U-04 cask is shown in Figure B-10,

The cask is authorized to be used with various baskets designed for different types of spent nuclear fuel.
The following summarizes a selected number of baskets designed for IU-04 casks:

1. Basket AA-267 - consists of cylindrical aluminum grid, 960 mm (37.8 in) high, containing
40 channels of square cross section, 84 x 84 mm (3.3 x 3.3 in), and 4 channels of cross
section, 72 x 72 mm (2.83 x 2.83 in). The grid is surrounded by an aluminum belt with
outside diameter of 795 mm (31.3 in). The aluminum contains two percent boron. The
bottom end is covered by a 15-mm- (0.6-in-) thick aluminum plate welded to the cylindrical
belt. It contains drain orifices.

Diameter 795 mm (31.3 in)
Total Height 1,030 mm (40.6 in)
Useful Height 960 mm (37.8 in)
Approx. Weight 360 kg (793.7 1bs)

A total of 44 MTR boxed-type (72 x 72 mm cross section) fuel elements can be put in this
basket. The maximum allowed residual thermal power per element is less than 80 Watts.

2. Basket TN-9083 - consists of a block of stainless steel containing five percent boron. The
basket is 895 mm (35.2 in) long and has 36 lodgments of 81 x 87 mm (3.2 x 3.4 in) cross
section, bored to a diameter of 98 mm (3.9 in). The bottom is covered by a plate, 12 mm
{0.5 in) thick, fastened to the block by screws. The bottom plate comtains drain orifices of
50 mm (2 in) diameter. The dimensions of the basket are as follows:

Base Height 90 mm (3.5 in)

Diameter 796 mm (31.3 in)
Total Height 907 mm (35.7 in)
Useful Height 895 mm (35.2 in)

Approx. Weight 1,410 kg (3,108 1bs)
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Figure B-10 IU-04 Shipping Cask

A maximum of 36 MTR tubular type fuel elements can be put in this basket. The maximum
residual thermal power of each spent nuclear fuel must be less than 132 Watts.

Basket TN-9083 can also be used for TRIGA spent nuclear fuel. The maximum

235
content of each TRIGA spent nuclear fuel element must be less than 40 g (1.4 0z).
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3. Basket AA-49 - consists of 5 sectors of Copper-Cadmium alloy (at least 2 percent Cadmium
by weight) with 5 square channels of 84 x 84 mm (3.3 x 3.3 in) and 1 channel of 71.5 x
71.5 mm (2.8 x 2.8 in), and a central core in stainless stecl with a system for fastening the

sectors.
Diameter 800 mm (31.5 in)
Total Height _ 1,030 mm (40.6 in)
Useful Height 970 mm (38.2 in)
Approx. Weight 2,500 kg (5,511 1bs)

Basket AA-49 accommodates 30 fuel elements of 93 percent enrichment from BR-2 with a
maximum allowable residual power of 266 Watts per clement.

4. Basket AA-50 - consists of 6 sectors of Copper-Cadmium alloy (at least 2 percént Cadmium
by weight) with 6 channels of rectangular cross section 86 x 77.5 mm (3.4 x 3.1 in), and a
central core in stainless steel with a system for fastening the sectors,

Diameter 800 mm (31.5 in)
Total Height 1,030 mm (40.6 in)
Usetul Height 970 mm (38.2 in)
Approx. Weight 1,996 kg (4,400 1bs)

Basket AA-50 accommodates 36 boxed-type MTR fuel elements of up 93 percent
enrichment. Maximum allowable residual power per each element is 200 Watts.

5. Basket AA-117 - is fabricated in Z2-CN-18-10 stainless steel with a base plate 10 mm
(0.4 in) thick drilled with water drain holes in the center, 4 vertical posts 10 mm (0.4 in)
thick bolted to the base plate and connected together by 3 circular spacers. Basket AA-117
accommodates 1 fuel element of 93.5 percent enrichment from RHF with a maximum
allowable residual thermal power of less than 3,000 Watts.

Diameter 797 mm (31.4 in)
Total Height 1,030 mm (40.6 in)
Useful Height 420 mm (16.5 in)
Approx. Weight 165 kg (364 1bs)

TN-7 (TN-7/2)

The TN-7 consists of a cylindrical stainless steel exterior container with corresponding stainless steel lid
with an integrated lead shielding; four trunnions; one bottom shock absorber; and a stainless steel,
concentric cylindrical interior container, which together with its lead constitutes the “tight enclosure.”
Between the interior and the exterior container there is a lead shielding, 185 mm (7.3 in) thick at the sides,
and 170 mm (6.7 in) thick at the lid. This shielding is surrounded by a humid cement thermal insulation.
Within the interior container, up to four racks can be stacked upon each other for the admissible contents
mentioned above.

The cask is a right circular cylinder with two concentric walls of steel for structural strength. The annular
area between the steel walls is filled with lead for radiation shiclding. The inner steel shell forms the
containment.
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The cask weighs about 25.5 mefric tons (56,220 1b). The TN-7 was originally designed for the
transportation of short light water reactor spent nuclear fuel but has the capability to accommodate the
highly-enriched MTR spent nuclear fuel. In this capacity, the 4 baskets that fit in the inner cavity can
accommodate up to 15 tabular or 16 box-type MTR fuel elements each.

The cask is transported in the horizontal position with top and bottom impact limiters providing protection
in the event of an accident.

The TN-7/2 is very similar in design and dimension to the TN-7. The TN-7/2 is used to transport the same
types and quantities of spent nuclear fuel as the TN-7. In addition, it can be used to transport up to
64 box-type MTR spent nuclear fuel elements or 2 RHF special spent nuclear fuel elements. The TN-7/2
is transported the same way as the TN-7. There is one TN-7 cask available for use at the present time.
This cask has been designed by the German company Transnuklear GmbH.

Permitted contents:

1) Up to four insert racks, containing per rack:

— maximum 15 ijrradiated tubular-type MTR fuel elements, each containing a
maximum of 250 g (8.7 oz} of m‘amum enriched between 80 and 93 percent with
a maximum of 200 g (6.9 oz) of 23U in the form of a U-Al alloy, with a
minimum cooling time of 250 days and a maximum activity of 40 kCi (1.48 PBq),
or

— maximum 16 irradiated Boxed-type MTR fuel elements, each containing a
maximum of 363 g (12.6 oz) of uramum enriched between 80 and 93 percent,
with a maximum of 290 g (10.1 oz) of 22%U in the form of a U-Al alloy, with a
minimum cooling time of 1,780 days and a maximum activity of 20 kCi (740
TBQ).

The racks can be combined within a cask, provided that the maximum thermal powers do not exceed
125 Watts per fuel element; 1,125 kW per rack; and 4.5 kW per cask.
OR

2) Up to two irradiated RHF type fuels, or a fuel containing a maximum number of 280 fuel
plates each, with an active fuel length of about 900 mm (35.4 in}, containing originally a
maximum of 9.32 kg (20 6 Ibs) of uwranium enriched to 93 percent of “U with a maximum
of 8.67 kg (19.1 1bs) of U in the form of a U-Al alloy per element.

Maximum activity per fuel element 1,000 kCi (37 PBqg)
Thermal output per fuel element maximum 2.25 kW
Cooling time 310 days

TN-7 is authorized as Fissile Class IT with a minimum Transport Index of 8.3 per package.

NAC-LWT

NAC-LWT is a steel encased lead shiclded transportation cask. The cask body consists of a 19-mm-
(0.75-in-) thick stainless steel inner shell, a 146-mm- (5.75-in-) thick lead gamma shield, a 30-mm-
(1.2-in-) thick stainless steel outer shell, and a neutron shield tank. The inner and outer shells are welded
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to a 101.6-mm- (4-in-) thick stainless steel bottom and forging. The cask bottom consists of a 76.2-mm-
(3-in-) thick, 52.7-cm- (20.75-in-) diameter lead disk enclosed by a 88.9-mm- (3.5-in-) thick stainless steel
plate and bottom end forging. The cask lid is a 287-mm- (11.3-in-) thick ring stainless steel stepped
design, secured to a 362-mm- (14.25-in-) thick ring forging with twelve 25.4-mm- (1-in-) diameter bolts.
The cask seal is a metallic O-ring. A second teflon O-ring and a test port are provided to leak test the seal.
Other penetrations in the cask cavity include the fill and drain ports, which are sealed with port covers and
teflon O-rings. The cask weighs about 22.4 metric tons (51,200 1b) including a maximum of 1.75 metric
tons (4,000 Ib) weight of fuel and basket. '

The neutron shield tank consists of a 6.1-mm- (0.24-in-) thick stainless steel shell with 12.7-mm-
(0.50-in-) thick end plates. The neutron shield region is 416.5 cm (164 in) long and 127 mm (5 in) thick.
The neutron shield tank contains an ethylene glycol/water solution that is 1 percent boron by weight.

The overall dimensions of the package, with impact limiters, are 5.9 m (232 in) long by 165.1 ¢m (65 in)
diameter. The cask cav1ty is 4.52 m (178 in) long and 340 mm (13.4 in) in diameter, having a volume of
about 0.41 m> (14.5 ft ) The cask is equipped with aluminum honeycomb impact limiters. The top
impact limiter has an outside diameter of 165.7 cm (65.25 in) and a maximum thickness of 71.9 cm
(28.3 in). Both impact limiters extend 30.5 cm (12 in) along the side of the cask body. The cask is
transported in the horizontal position.

NAC-LWT is designed to transport one pressurized water reactor assembly, two boiling water reactor
assemblies, up to 15 metallic fuel rods, or 42 boxed-type MTR foreign research reactor spent nuclear fuel |
with a proper basket design. There are several NAC-LWT casks available which could be used to
transport foreign research reactor spent nuclear fuel. It is designed by the Nuclear Assurance Corporation
in the United States.

Unifetch

Unifetch was originally designed for the transport of the spent nuclear fuel from the BR-2 (Belgium
reactor). The cask weighs about 18.6 metric tons (41,000 Ibs) and can accommodate either 24 or 40 spent |
nuclear fuel elements. The cask is transported in the vertical position. Unifetch is designed by Transport |
Technology in the United Kingdom.

Permitted Contents:
Two types of baskets are designed for Unifetch:

1) Baskets with maximum capacity of 24 fuel elements: Irradiated BR-2 nuclear fuel elements,
assembled from plates, consisting of an inner core of natural or enriched uranium alloyed
with aluminum contained within an aluminum cladding.
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Fuel core thickness
Maximum pre-irradiation mass of 235 U
Maximum mass per unit length of 2

Suy assembly

0.51 mm (0.02 in)
405 g (14.1 0z)
5.495 g/cm (0.5 oz/in)

Maximum decay heat per fuel element 10.7 Watts

Maximum decay heat per package 260 Watts

Minimum fuel active length 737 mm (29 m)
Maximum fuel active cross section 5,384.56 mm? (8.35 in )
Cladding thickness 0.38 mm (0.01 in)
Maximum activity of package 45.4 kCi (1.68 PBg)
Minimum cooling time 90 days

2) Baskets with maximum capacity of 40 fuel elements: Irradiated MTR boxed type nuclear
fuel elements, assembled from plates, consisting of an inner core of natural or enriched
uranium alloyed with aluminum contained within an aluminum cladding.

Maximum mass of 235

Maximum mass of

U per element
U in the shield

Maximum decay heat per fuel element
Maximum decay heat per package

Minimum fuel active length

Maximum activity of package

Minimum cooling time

GOSLAR

The Goslar cask is a double-walled right circular cylindrical steel container that uses lead shielding in the
annulus between the inner containment and outer structural container. The Goslar-Behatler was previously
used to transport boxed-type MTR elements with B3y enrichment between 20 percent and 93 percent

from several foreign research reactors to the United States.

Goslar was designed and fabricated by Transnuklear GmbH. It weighs approximately 10.9 metric tons
(24,000 1b) and has inner cavity dimensions of 483 mm (19 in) diameter x 960 mm (37.8 in) tall. Exierior

170 g (6.7 in)

1,265 g (2.8 1bs)

11.5 Watts

460 Watts

58.42 cm (23 in)
1233 kCi (4.56 PBq)
90 days

dimensions, including impact limiters, are 1,185 mm (46.4 in) diameter and 1,460 mm (57.4 in) height.

Permitted Contents:

Three different fuel configurations are authorized to be used with this cask. These accommodate various

types and amounts of fuel:

1) A maximum of 13 irradiated MTR fuel elements (consisting of flat or curved fuel plates)
with the following further specifications per fuel element:

Maximum initial enrichment
Chemical form

Maximum initial mass of 235 U

Minimum cooling time
Thermal power
Maximum activity
Thermal power
Maximum activity
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93 percent
U-Al alloy

320g(11.1 0z)

120 days

maximum 300 Watts
89.2kCi (3.3 PBq)

maximum 3,200 Watts per cask
960 kCi (35.5 PBq) per cask
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2) A maximum of 13 irradiated boxed-type MTR fuel elements, with the following further
specifications per fuel clement:

Maximum initial entichment 45 percent

Maximum initial mass of 2°U 323 g (11.2 02)

Minimum cooling time 120 days

Thermal power maximum 300 Watts
Maximum activity 89.2kCi (3.3 FBq)

Thermal power maximum 3,200 Watts per cask
Maximum activity 960 kCi (35.5 PBq) per cask

3) A maximum of 13 irradiated MTR fuel elements with a total of 104 kg (22.9 lbs) of
uranium enriched between 17 to 80 percent with a maximum of 1.755 kg (3.9 lbs) of > U,
with the following further specifications per fuel clement:

Maximum initial enrichment 80 percent

Maximum initial mass of 2°U 135 g (4.7 0z)

Minimum cooling time 200 days

Thermal power maximum 1 Watt

Activity maximum 300 Ci (0111 PBq)

B.2.2.2 Ground/Intersite Transport

Table B-15 identifies the transportation casks for ground/intersite transport of foreign research reactor
spent nuclear fuel. Each of these casks has a valid certificate for use in the United States. Although some
of these transportation casks are not currently certified for the shipment of research reactor spent nuclear
fuel similar to that from foreign research reactors, it is anticipated that all of the casks could be recertified
to accept such material.

Table B-15 Transportation Casks for G

USA/M023/B( F No United States
USA/M001/B( F Yes United States
USA/S957/B(U)F Yes United States
USA/9228/B(U)F No United States
USA/015/B( ) Yes Germany
USA/M010/B( )F Yes United States
USA/9225/B(UF Yes United States

Design information for ground transportation casks is summarized in Table B-16. Additional narrative
summary information on each of theses casks is also provided below. Although no numbers are given for
each cask capacity in terms of number of foreign research reactor spent nuclear fuel elements, it has been
estimated that the space for each pressurized water reactor element (assembly) can accommodate 12 to
16 foreign research reactor spent nuclear fuel elements.

NLI-10/24

The Nuclear Assurance Corporation NLI-10/24 is a railcar transported stainless steel transportation cask.
The cask is 519.4 cm (204.5 in) long, 234.8 cm (96 in) diameter, and weighs 72.5 metric tons (159,000 1b)
empty. Radioactive shielding is provided by lead, water, depleted uranium, and a high temperature
polymer. The cask is authorized to contain either 10 pressurized water reactor or 24 BWR irradiated
uranium-oxide fuel assemblies.
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s Cavk “{metrictons) Frel T “Generation (kW) | () b )
NLI-10/24" 77.5 PWR or BWR 10 PWR/ 70 150 H: 5,995
24 BWR D: 2,440
IF-300° 43.1 PWR or BWR 7PWR/ 11.7 120 H: 5,335
17 BWR D: 1,625
BMI-1 99 MTR boxed-type 24 1.5 90 H: 1,864
D: 856
GE-2000 12.7 HFIR® Irradiated fuel 1 0.6 120 H: 3,340
D: 1,829
TN-8 16.3 PWR 3 355 150 H: 5,740
(TN-9) {16.3) {(BWR) D (24.4) {150) D: 1,700
NLI-1/2 21 PWR or BWR 1 PWR/ 10.6/ 150/ H: 4,953
2BWR 10.6 120 D: 1,200
NAC-LWT? 23.2 PWR or 1 PWR/ 2.5/ 730 H: 5,080
BWR 2BWR 1.1 D: 1,120
MTR 15 1 365

a Currently does not have proper certification for foreign research reactor spent nuclear fuel use.
b High Flux Isotope Reactor fuel is similar to that of RHF fuel.

PWR = Pressurized Water Reactor
BWR = Boiling Water Reactor

IF-300

The General Electric IF-300 is a stainless steel encased, depleted uranium transportation cask. The cask is
533.4 cm (210 in) long, 162.6 cm (64 in) in diameter, and weighs 43.1 metric ton (95,000 Ib) empty.
Radioactive shielding is provided by depleted uranium, stainless steel, and a water-ethylene glycol
mixture. The cask is permitted to ship 7 pressurized water reactor or 17 boiling water reactor irradiated
vranium-oxide fuel assemblics. The IF-300 transportation cask is illustrated in Figure B-11.

BMI-1

The BMI-1 cask is a truck transported, steel-encased, lead shielded transportation cask. The basic body is
a right circular cylinder measuring 1.86 m (73.37 in) high and 0.85 m (33.37 in) in diameter. The cask
weighs about 9.9 metric tons (21,860 Ib) empty. The cask is permitted to ship 24 MTR boxed-type
irradiated fuel assemblies. DOE, the authorized user of the BMI-1, lends it almost exclusively for the
domestic shipment of research reactor fuel. As such, its design includes eight licensed basket and canister
combinations, including one for TRIGA fuel with an initial enrichment up to 93 percent. These fuels are
very similar to those used by the foreign research reactors. The BMI-1 cask is illustrated in Figure B-12.

GE-2000

The GE-2000 is a truck transported, stainless steel transportation cask. It is constructed from stainless
steel shells and uses lead as a shielding material. The cask is 3.34 m (131.5 in) long, 1.8 m (72 in) in
diameter, and weighs about 12.7 metric tons (28,000 1b) fully loaded. Current authorized contents include
irradiated fuel rods and by-product, source, or special nuclear material. The GE-2000 cask is used
primarily for domestic shipments of research reactor spent nuclear fuel. It is currently being certified for
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76.2 Lead + 19 Stesel

1.984

4

Unit = mm Paliet - 2,438 x 1,829 x127

Figure B-12 BMI-1 Shipping Cask
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use at the Oak Ridge National Laboratory for shipments of high flux isotope reactor fuel, which is almost
similar in geometry to that used in RHF (see Section B.1.3) reactor but contains more 25U fuel. The
GE-2000 is illustrated in Figure B-13.

TN-8 (TN-9)

The Transnuclear TN-8 is a lead, steel, and resin shielded right cylinder, stainless steel transportation cask.
The cask is 561.3 cm (221 in) long, 170 cm (67 in) in diameter, and weighs 16.3 metric tons (36,000 1b)
empty. The TN-8 is permitted to ship three pressurized water reactor irradiated fuel assemblies. The
TN-9 transportation cask is nearly identical to the TN-8, however, it is permitted to ship seven BWR
irradiated fuel assemblies. These casks are classified as overweight truck casks in highway transport.

NLI-1/2

The Nuclear Assurance Corporation NLI1-1/2 is a depleted uranium, water, and lead shielded transportation
cask, encased in stainless steel. Shielding is provided by depleted uranium, lead, and a borated
water-ethylene glycol mixture. The cask measures 495.3 c¢cm (195 in) long, 120 ¢m {(47.125 in) in
diameter, and weighs 21 metric tons (49,250 1b) empty. It is permitted to ship either 1 pressurized water
reactor or 2 boiling water reactor irradiated fuel assemblics. The NLI-1/2 is a legal weight truck cask that
has been used at the Savannah River Site for the receipt of Taiwanese foreign research reactor spent
nuclear fuel as recently as 1990. The NLI-1/2 is illustrated in Figure B-14.

NAC-LWT

The Nuclear Assurance Corporation NAC-LWT is a truck tramsported, steel-encased, lead shielded
transportation cask. Radioactive shielding is provided by stainless steel and lead. The cask measures
508 cm (200 in) long, 165.1 cm (65 in) in diameter, and weighs 22.4 metric tons (51,200 Ib) full. The cask
is permitted to ship cither one pressurized water reactor or two boiling water reactor irradiated fuel
assemblies. This cask is also certified for the transport of Taiwanese foreign research reactor spent nuclear
fucl. The NAC-LWT is nearly identical to the NLI-1/2.
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Figure B-13 GE-2000 Shipping Cask
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Figure B-14 NLI-1/2 Shipping Cask
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Appendix C
Marine Transport and Associated Environmental Impacts

C.1 Introduction

Shipment of any material via ocean transport entails risks to both the ship’s crew and the enviromment.
The risks result directly from transportation-related accidents and, in the case of radioactive or other
hazardous materials, also include exposure to the effects of the material itself.

This appendix provides a description of the approach used to assess the risks associated with the transport
of foreign research reactor spent nuclear fuel from a foreign port to a U.S. port(s) of entry. This appendix
also includes a discussion of the shipping configuration of the foreign research reactor spent muclear fuel,
the possible types of vessels that could be used to make the shipments, the risk assessment methodology
(addressing both incident-free and accident risks), and the results of the analyses. Analysis of activities in
the port(s) is described in Appendix D.

The incident-free and accident risk assessment results are presented in terms of the per shipment risk and
total risks associated with the basic implementation of Management Alternative 1 and other
implementation alternatives. In addition, annual risks from incident-free transport are developed.

C.2 Scope

This appendix addresses the modes of marine transportation and the nonradiological and radiological risks
associated with marine transportation.

Transportation Modes: Marine transport of foreign research reactor spent nuclear fuel could occur via a
combination of four types of vessels: container ships, roll-on/roll-off vessels, general cargo (breakbulk)
vessels, or purpose-built vessels. In the incident-free analysis, it was assumed that all shipments would be
made on breakbulk vessels. Breakbulk cargo vessel speeds are typical of the four types of cargo vessels
considered, which means that the breakbulk vessel time enroute, (i.e., from port of origin to port of entry)
is representative of the four vessel types. The ship speed selected for the analysis, 15 knots or 17.3 mph, is
at the lower end of the range of speeds for commercial cargo vessels. This, in turn, maximizes the
radiation dose received by the ship’s crew, which bounds the incident-free risk. No vessel type
assumption is necessary for the analysis of the impacts associated with the accident conditions, since these
impacts are essentially independent of the type of ship.

Nonradiological Impacts: These risks were assessed as resulting in a negligible impact on the health of
the public and workers. The limited number of shipments (less than a thousand individual spent nuclear
fuel containers) would not result in a significant change in the number of ocean crossings by transport
vessels. Regardless of the ship selection — general cargo, container, roll-on/roll-off, or purpose-built vessel
— a negligible increase in the exposure of the public to exhaust emissions or transportation-related
accidents would occur.,

More than 56,000 port calls of ships engaged in foreign trade are made at U.S. ports each year
(DOC, 1994). The basic implementation of Management Alternative 1 would result in the addition of less
than 50 round trip voyages by vessel per year; the actual number of voyages that might occur would be
dependent on the manner in which the policy, if adopted, was implemented. On average, less than
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60 foreign research reactor spent miclear fuel casks would be required to be shipped each year to fulfill the
basic implementation shipping needs. These shipments could be made on regularly scheduled commercial
cargo vessels. Alternatively, these shipments could be made in a chartered vessel, where the transportation
casks would be the only cargo onboard the vessel.

If commercial cargo vessels were used, the shipment of foreign research reactor spent nuclear fuel
transportation casks would not result in additional voyages specifically for the transport of the foreign
research reactor spent nuclear fuel. The approximately 60 transportation casks per year would be part of
the general cargo carried by the ships. As discussed in Section C.3.1.2, container vessels typically have a
capacity in the range of 800 to 1,000 containers, while some carry many more. General cargo vessels tend
to be somewhat smaller, but still have capacities equivalent to several hundred containers. Each foreign
research reactor spent nuclear fuel transportation cask is assumed t0 be shipped within a container.
Therefore, for the tens of thousands of vessels received at U.S. ports each year, each carrying hundreds of
containers, ot their equivalent, the basic implementation alternative would add approximately
60 containers per year. This is equivalent to much less than the capacity of one cargo vessel.

If chartered vessels were to be used for the shipment of the foreign research reactor spent nuclear fuel, the
number of shipments required per year would depend on the number of transportation casks loaded into
each vessel. Many factors would affect this number, such as the size of the ship, the availability of the
ship, originating point for the shipments, and the readiness of foreign research reactor operators to ship the
spent nuclear fuel. Estimates of the number of transportation casks that could be shipped on a single
vessel are in the range of two to eight. This range results in estimates of between 30 and less than
10 shipments per year. Thirty shipments involve less than 0.001 of the total number of port calls by
vessels engaged in foreign trade received at U.S. ports each year.

A combination of the two means of shipping the foreign research reactor spent nuclear fuel, commercial
cargo and charter vessels, would result in somewhat fewer additional voyages by cargo vessels thana the
use of dedicated vessels alone. The use of five chartered voyages (carrying eight casks each) in
combination with commercial cargo vessels could result in more than half of the foreign research reactor
spent nuclear fuel casks being transported on chartered vessels. These five chartered voyages would
represent less than 0.0001 of the number of vessels received at U.S. ports.

Regardless of the types of ships selected, there would be negligible impact on the marine environment
including endangered species or habitats because of the negligible increase in ship traffic.

Radiological Impacts: The risks resulting from the radioactive nature of the shipments are addressed for
both incident-free and accident transportation conditions. The radiological risks associated with the
incident-free shipping conditions would be the potential exposure of the members of the crew to external
radiation in the vicinity of the packaged fuel. No other public exposure is considered, due to the relative
isolation of the material from the general public during all phases of the marine transport of the spent
nuclear fuel. The potential exposure to radiation due to accidents is assessed for the marine environment
in the event of the loss of a cask at sea and the consequent release of the cask’s inventory into the marine
environment. Only the marine exposure pathway is considered in detail, as the relative isolation from land
and populated areas of the material during almost all of the voyage would minimize direct exposure
through air pathways. Additionally, since the damaged cask is assumed to be lost at sea (and if not lost at
sea, any airborne release would be deposited on the ocean surface), the marine pathway is likely to have
more severe consequences.
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All radiologically-related impacts on humans are calculated in terms of committed dose and associated
health effects in the exposed populations. The radiation dose calculated is the total effective dose
equivalent (EDE), which is the sum of the EDE from the external radiation exposure and the 50-year
committed EDE from internal radiation exposure. The EDE is the sum of the tissue and organ-weighted
dose equivalents for all irradiated tissues and organs. The committed EDE considers the initial exposure
and the effects of radioactive decay and climination of the radionuclide through ordinary metabolic
processes over the 50-year period. Radiation doses are presented in units of person-rem for collective
population and rem or mrem (equal to 0.001 rem) for individuals. The impacts are further expressed as
health risks, primarily in terms of latent cancer fatalities (LCFs). The health risk conversion factors were
derived from International Commission of Radiological Protection Publication 60 (ICRP, 1991). See
Chapter 4 of this Environmental Impact Statement (EIS) for a more detailed discussion of radiation dose
and risk.

C.3 Selection of Modes and Routes

C3.1 Modes of Transportation

This section describes the possible shipping configurations of the cask and the types of vessels that could
be used for ocean transport. In general, the shipping configuration of the cask conforms to the type of
vessel to be used in ocean transport. The purpose of this section is t0 assist in understanding the specific
operations or handling issues that arise in the various cask shipping configurations or in the use of specific

vessel types.

Currently, the preferred mettfod of commercial transport aboard ocean vessels is to mount casks in metal
containers, sometimes called “International Standards Organization containers.” Typically, containerized
casks are transported on smaller general cargo vessels rather than on large vessels specifically designed for
container transport. :

As described in Section C.3.1.2, non-containerized transport is feasible, but is not generally used. An
exception is the shipment of casks in purpose-built ships, which are specifically designed to accommodate
radioactive material casks. Purpose-built ships for cask transport are described in Section C.3.1.2.

C.3.1.1 Cask Transport Configurations

This section describes the three configurations of casks for transport. The casks may be containerized,
mounted on a wheeled trailer, or free-standing. Typically, containcrized casks are mounted in a 6.1-m
(20-ft) container, since casks rarely exceed 5.8 m (19 ft) in length. Wheeled cask trailers are usually
dedicated trailers that have unique hardware used to secure the cask to the trailer frame. Free-standing
casks are mounted on a skid, pallet, or cradle to facilitate handling the cask in intermodal transfer and in
stowage.

Containerized Cask Configuration; Casks may be transported within International Standards Organization
containers to take advantage of standardized port container lifting gear and vessel and transporter container
tiedowns. The International Standards Organization container is a steel box that conforms to a set of
standard dimensions, and has standard tiedown and lift points. The standard height and width is 2.4 m
(8 ft). There are two standard lengths, 6.1 m and 12.2 m (20 ft and 40 fi). The four corners of the
container arc structural posts that have lifting points at the top and tiedown points at the bottom. These
containers are commonly used to move all manner of goods transported by vessel and, because of the
standardized dimensions and lifting points, can be rapidly transferred between the dock and the vessel.

C-3
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Lifting, stowage, and transfer of containers is described in Appendix D.

Casks are mounted within the container using specially designed supports in the container floor. These
supports mate with the tiedown structure of the cask to secure it to the container.

Figure C-1 shows a spent muclear fuel cask being loaded into an International Standards Organization
container. Containers may be either completely enclosed using a removable top, as shown in Figure C-1,
or have open sides and top. Usually, an enclosed container is used with a cask that is certified for transport
with a “‘personnel barrier.” As its name implies, the personnel barrier is a structure that surrounds the cask
in transport, to preclude inadvertent personnel contact with the cask surface. The barrier is a required
feature if the cask surface can exceed about 52°C (125°F) in non-exclusive-use transport. The cask may
become warm in transport due to the decay heat of the spent nuclear fuel within the cask. Usually, the
barrier is constructed of expanded metal screen or other lightweight material. Casks that do not require a
barrier may be mounted in open containers. In either case, the floor of the container is specially designed
to support the weight of the cask, and to incorporate the tiedown fixtures of the cask. The tiedowns may
be unique, as those shown in Figure C-1, or they may be bolts that secure the skid, pallet, or cradle to the
floor of the container.

Since the introduction of International Standards Organization containers, shipment of spent nuclear fuel
in casks mounted in containers has become the preferred configuration. Use of containers provides an
improvement in the ease of securing the cask to the vessel. It also permits the use of standard container
handling and transport equipment that is used at many ports.

Roll-On/Roll-Qff Cask Configuration: Casks can be transported by vessel on a wheeled trailer that allows
the cask to be rolled onto the vessel, and at the destination, rolled off. The cask (on its own unique,
dedicated trailer) is moved on and off the vessel using a standard truck tractor or wheeled tug across a
ramp extending between the vessel and the dock.

A few shipments have been made to the United States from Europe using casks mounted on their own
dedicated trailers. However, current Federal regulations (49 CFR 176.76(b)) restrict trailered hazardous
cargo (such as spent nuclear fuel) to transport on a trailership (roll-on/roll-off), trainship, ferry vessel, or
car float. This regulation would preclude shipment of trailered casks containing spent nuclear fuel on
general cargo, or other vessels. It has been assumed that the foreign research reactor spent nuclear fuel
will be shipped as containerized cargo, not mounted on trailers. Use of containers will not limit the type of
vessel that can be selected for transport.

Free-Standing Cask Configurations: Casks could be transported as a free-standing package. In this
configuration, the cask would be mounted on a skid, pallet, or cradle to facilitate both lifting and tiedown.
A pallet is usually required because casks have unique tiedowns and lift points that may not be readily
accommodated by more common rigging and stowage bindings. The pallet is usually designed to provide
a means of attaching the cask to the transport trailer or railcar. The cask is usually either attached to the
pallet by bolting at the cask tiedown fixtures, or by the use of specially designed turn buckle cables.

Free-standing casks have previously been transported on general cargo vessels that carry cargo as
“breakbulk.” Breakbulk cargo is any cargo that is handled individually and may be containerized or
otherwise unitized.

Shipments of free-standing casks are no longer routinely made, primarily because the securing of the cask
to the vessel is comsidered to be somewhat less certain than that obtained with International Standards
Organization containers, and because of the risk of damage to the cask in handling and stowage.
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Figure C-1 Spent Nuclear Fuel Cask Being Loaded into an International Standards
Organization Container

Recently, several purpose-built ships have been placed in service that transport casks in a free-standing
(non-containetized) configuration. Purpose-built vessels are described in Section C.3.1.2. These
dedicated vessels incorporate holds containing structural tiedowns designed to mate with the cask, and
which provide additional shielding from radiation. The purpose-built vessels are operated by crews both
trained in radiological safety and with a radiological control program in place.
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C.3.1.2 Vessel Types, Cask Handling Requirements, and Methods of Service

This section describes the four principal types of vessels that could be used for the transport of casks. The
vessel types include container, roll-on/roll-off, general cargo (also called breakbulk), and purpose-built
vessels.

Each of these types of vessel have somewhat different handling requirements for the cargo they carry.
Cask handling and equipment requirements are also described.

Individual shipments could be made by scheduled commercial vessel, or by charter vessel. Vessels on
scheduled routes generally call on the more important ports. Scheduled vessels also typically call at
intermediate ports between a given origin and destination.

Because of the general public aversion to nuclear materials, there has been a marked decrease in the
number of steamship lines that will accept spent nuclear fuel cargoes in scheduled service. Also, many
foreign ports and some U.S. ports do not currently permit docking or handling of spent nuclear fuel
shipments, either en route or as a destination. This has led to an increased reliance on spent nuclear fuel
ocean transport by chartered vessel. Vessels for charter are available from any number of steamship lines.
Generally, smaller general cargo (breakbulk) vessels are used for charter shipments.

Container Vessels: Container vessels are typically large ships that are specifically intended for the
transport of International Standards Organization containers (Figure C-2). Modern container ships can
transport up to about 5,000 containers, although a more typical capacity is in the range of 800 to 1,000. A
principal advantage of container vessels, because of standardization of containers, is that the vessel can be
rapidly loaded or off loaded at those ports equipped with container gantty cranes, Containers can be
removed from (or placed on) the vessel at an average rate of about 45 containers per hour. At well
equipped container vessel ports, two cranes are used to move containers. Smaller container vessels may be
equipped with an onboard crane allowing calls at ports that are less well equipped.

Because of cost, the only container ships generally used to transport spent nuclear fuel are in scheduled
service. Smaller general cargo vessels are morc suitable to chartered service, and these vessels
accommodate containers.

Roll-On/Roll-Off Vessels: Roll-on/roll-off vessels are vehicle carriers (Figure C-3) used for the ocean
transport of cars and trucks. The vessels are loaded and unloaded using a ramp between the vessel and
dock. Ordinarily, the vessel carries its own ramp, which is deployed by an on-board crane, hydraulic
cylinders, or chain drives. The ramp may extend from the stern of the vessel or from a hatch in the side
hull of the vessel. At docks intended for roll-on/roll-off service, additional ramps may be deployed from
the dock to expedite loading or unloading. For ocean transport, the trailers are lashed to the deck(s) of the
vessel using ratchet or turnbuckle type bindings to fixed securement points in the deck. It is likely that a
roll-on/roll-off capable vessel could be leased, should a roll-on/roll-off capability be required.

General Cargo (Breakbulk) Vessels: General cargo vessels (Figure C-4) are small-to-medium sized ships
(compared to container vessels) that typically call on less well developed or equipped ports. They have
on-board jib or boom type cranes that can be used to load or unload the ship. As the name implies, these
vessels are intended to accommodate a wide variety of cargoes. Since the advent of the widespread use of
containers, most of these ships are equipped with International Standards Organization lock fixtures to
secure containers to the ship deck(s) and to each other. If necessary, containers can be lifted on and off
these ships by using four-legged slings between the corners of the container and the hook of the crane.
Because of the versatility of these vessels, casks configured for containerized or free-standing transport
can be accommodated.
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Figure C-4 General Cargo Vessel

Free-standing casks would be palletized for transport on a general cargo vessel. For stowage, the pallet
would be lashed to the vessel hold or deck using conventional chains or binders. Pallets do not have
standard tiedown fixtures, so there is wide variability in the specific tiedown requirements for each pallet
design. Also, there is variability in provisions for lifting the pallet. The standard tiedown configuration of
containers eliminates much of this variability. Consequently, containerized cask handling has resulted in
an increase in the use of this configuration for the shipment of casks, and there has been a significant
reduction in the number of casks shipped in the free-standing configuration.

General cargo ships have been routinely available for chartered shipment of containerized casks containing
spent nuclear fuel from any number of U.S. or foreign ship lines. Because there are a comparatively small
number of casks that are available for use, chartered small general cargo vessels are an option to scheduled
service.

Purpose-Built Vessels: Purpose-built vessels, as used here, are those vessels specifically designed to
transport spent nuclear fuel casks (Figure C-5). These vessels are not used for the transport of any other
cargo and they operate as dedicated vessels. Casks are loaded directly into the holds of the vessel because
the cargo compartments contain the hardware needed to mate with the tiedown fixtures of the cask. If the
vessel has no crane, dockside cranes are used for loading and unloading. The cargo compartments are
typically intended to handle a specific cask, and other casks cannot be used without modification to the
tiedown mechanisms. For the relatively efficient transport of spent nuclear fuel, the casks normally used
are very large. They are intended for the transport of power reactor spent nuclear fuel, and have a loaded
weight on the order of 90 to 115 metric tons (99 to 126.5 tons). Commercial docks are not normally used,
but most could be without significant problems.

The vessels have double bottoms and hulls, watertight compartments, and collision damage resisting
structures within the hull. The vessel crew is trained in the handling of the cargo and in emergency
response. These vessels also incorporate security features and satellite tracking systems.
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Figure C-5 Purpose-Built Ship

At present, purpose-built vessels are operated by Nuclear Transport Services of Japan, by the Swedish
Nuclear Fuel and Waste Management Company, and by British Nuclear Fuels, Limited. They are used to
move spent nuclear fuel from operating nuclear power plants to spent nuclear fuel reprocessing facilities
operatcd by Cogema and British Nuclear Fuels, Limited; or, in the case of Sweden, to the repository in
Forsmark. There are no U.S.-owned purpose-built vessels for spent nuclear fuel transport.

C.).2 Identification of Routes

The foreign research reactor spent nuclear fuel that might be transported by sea under the proposed action
could originate from 40 different countries. For calculation of shipping distances to the United States,
shipping routes were selected to represent the transport of the fuel from a convenient port in the country of
origin (for land-locked nations a port near the country of origin was selected) to both an East Coast and a
West Coast U.S. port. Norfolk, VA, and Los Angeles, CA, were selected as the two port cities for use in
determining a representative distance from the country of origin to the East and West Coasts of the United
States. These distances were then combined to gencrate an average shipping distance between the country
of origin and the United States. By using a city on both coasts of the United States to determine an
average distance between ports, the analysis considers the possibility that shipments of foreign research
reactor spent nuclear fuel would not necessarily be made to the closest U.S. port and, in fact, may be
shipped to the “opposite” coast.

Table C-1 is a compilation of the distances for shipments from each of the countries that may participate in
this program (except Canada) to the ports on both U.S. coasts. All route distances were obtained by using
normal shipping lanes (DMA, 1991). For some of the shipments that might be received at the *opposite”
U.S. coast port, the use of the Panama Canal was assumed. Other than the shipping requircments
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Table C-1 Voyage Data

Argentina 5,824 7,265 21.2 9 5
Australia 12,728 6,511 29.7 9 5
Austria 5,026 8,955 229 8 4
Bangladesh 10,017 9,384 . 31.0 3 2
Belgium 3,582 7,782 19.3 59 30
Brazil 4,723 8,109 20.8 8 4
Chile 4,438 4,808 16.3 2 ]
Colombia 2,174 3,265 11.1 1 1
Denmark 3,990 8,190 204 22 11
France 3,181 7,287 18.0 149 75
Finland 4,453 8,653 21.7 6 3
Germany 3,919 8,119 20.2 61 31
Greece 4,685 8,614 220 8 4
Indonesia 10,566 8,392 30.3 14 7
Iran 12,013 11,783 36.6 1 1
Israel 5,366 9,295 23.9 6 3
Italy 4,336 8,265 21.0 18 9
Jamaica 1,279 3,507 10.2 1 1
| Japan 9,504 4,839 234 110 55
Korea (South) 10,480 5,229 253 18 g
Malaysia 10,417 7,867 289 3 2
Mexico 1,772 1,501 7.6 6 3
The Netherlands 3,582 7,782 15.3 49 25
Pakistan 11,460 10,749 34.4 3 2
Peru 3,172 3,655 13.0 1 1
Philippines 11,169 6,530 28.1 6 3
Portugal 3,129 7,550 18.3 3 2
Romania 5,353 9,282 23.8 48 24
Slovenia 4,172 8,372 20.9 13 7
South Africa 6,790 9,385 26.0 2 1
Spain 3,303 7,564 18.6 1 1
Sweden 4,331 8,531 21.4 37 19
Switzerland 5,026 8,955 229 5 3
Taiwan 11,732 7,093 297 9 5
Thailand 13,169 7.775 331 5 3
Turkey 5,002 8,931 229 4 2
United Kingdom 3,101 7.301 18.5 4 2
Uruguay 3,710 7,171 209 1 1
Venezuela 1,687 3,757 11.1 4 2
Zaire 5,864 8,583 236 4 2

Totals 721 n

Average 21.3

Distance East - Distance in nautical miles from country of origin to Norfolk, Virginia

Distance West - Distance in nautical miles from country of origin to Los Angeles, California

Average Distance - Distance in nautical miles from country of origin to both U.S. ports

Voyage Duration - Average distance divided by 15 knots per hour plus additional days for busy way points
(i.e., Panama Canal) and three days for additional stops

Number of Casks - Tolal casks from country of origin

Number of Voyages - Number of trips required assuming two casks per voyage
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applicable to the entire journey, there are no known restrictions for spent nuclear fuel passing through
either the Suez or Panama Canals. Figure C-6 provides a representation of the shipping routes selected for
these shipments, although other normal shipping routes may be used.

Arctic Ocoan Arctic Ocean

o

Figure C-6 Representative Shipping Routes for Foreign Research Reactor
Spent Nuclear Fuel

C.4 Incident-Free Impacts: Methods and Results

C.4.1 Incident-Free Risk Assessment Methodology

External radiation from an intact transportation cask must be below specified limits that control the
exposure of the handling personnel and general public. The U.S. limits are set forth in 49 CFR 173. The
limit of interest established therein is 10 mrem per hour at any point 2 m (6.6 ft) from the vertical planes
projected by the outer lateral surfaces of the transport vehicle. This limit is associated with an
“exclusive-use” shipment, which is a shipment in which no other cargo is loaded in the container used for
the foreign research reactor spent nuclear fuel transportation cask and the container is not off-loaded and
restowed in transit, except as directed by the shipper. This does not mean that the vessel is used
exclusively for foreign research reactor spent nuclear fuel. All shipments within this program are expected
to fall within this category.

In general, much of the foreign research reactor spent nuclear fuel to be received will have been out of the
reactor for a significant amount of time prior to shipment, resulting in external dose rates much less than
the regulatory limit. Past shipments of research reactor fuel have not approached the 49 CFR 173 Limit
(many, in fact, had dose rates of much less than I mrem per hour at 1 m). Due to the scope of this
program and the possibility that some of the spent nuclear fuel may be shipped with shorter * cooldown”
times than previous shipments, an analysis using typical historical dose rates may not be fully
representative of all shipments. Therefore, the analysis has been performed assuming a dose rate (1) at the
above-cited regulatory limit, and (2) detived from measurements taken during earlier foreign research
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reactor spent nuclear fuel shipments. Appendix F, Section F.5, provides a discussion of the development
of the exposure dose rate versus distance relationship for a transportation cask having a dose rate at the
selected exclusive-use regulatory limit.

The application of the 10 mrem per hour at 2 m (6.6 ft) exclusive-use regulatory dose limit and the
“historical” dose rates provide two significant estimates for the assumed external dose rates. The
exposure derived from the use of the selected regulatory limit for the dose rate is an estimate of the
maximum exposure that could result from the shipmients. The estimate derived from the “historical” data
is closer to an expected value for the incident-free impacts. Therefore, the results of these two analyses
provide an estimate of the range of incident-free impacts from the shipment of the foreign research reactor
spent nuclear fuel,

The primary impact of incident-free marine transport of spent nuclear fuel is on the crews of the ships used
to carry the casks. Members of the general public and marine life would not receive any measurable dose
from the spent nuclear fuel during marine transport. In addition to the protection provided by the
transportation casks, further protection for the general public and marine life is provided by the location of
the cask in the ship (that is, the distance from the cask to the outer surface of the ship) and the ship’s
structure. From the outside of the ship, the foreign research reactor spent nuclear fuel shipments would be
indistinguishable from any other commercial shipment. Under incident-free conditions of transport, public
exposure would be limited to the ship’s crew exposure, and the ship’s crew exposure is limited to crew
members exposed during the loading and offloading of the casks and to crew members who, on a daily
basis, inspect cargo (to ensure secure stowage) and the vessel.

The type of vessel assumed to be used for transport of the spent nuclear fuel is a U.S. crewed breakbulk
vessel with services not obtained on a charter basis. Breakbulk vessels typically have a number of holds,
decks within each hold for carrying cargo, and their own cargo handling equipment that could be used for
loading spent nuclear fuel casks. The flexibility of these vessels may be required to pick up spent nuclear
fuel at some countries, since container vessel facilities may not be available.

The spent nuclear fuel cask is assumed to be in a container for ease of handling. With this assumption, the
vessel with the longest cargo handling times for containerized cargo would be a breakbulk vessel.
Differences in cask handling time is the key factor contributing to the differences between the
incident-free impact of shipments of foreign research reactor spent nuclear fuel on different types of
vessels. (See Appendix D, Section 4, for details of handling times). Therefore, the selection of this type
of vessel results in a conservative estimation of the dose to the crew during transit and will bound the
estimate of crew dose for any ship type selected for transport of the spent nuclear fuel.

Two different sets of assumptions have been made to assess the incident-free impacts of the shipment of
foreign research reactor spent nuclear fuel. The first set of assumptions addresses the use of regularly
scheduled commercial cargo vessels for the shipments. When using regularly scheduled commercial
vessels, the assumption is made that two casks per vessel will be carried on each freighter, except in cases
where the number of casks from a country of origin is an odd number, which would result in one shipment
of only one cask. While it is likely that in some cases more than two casks per shipment could be
coordinated at the same time, it is expected that the assumption of two casks per vessel should bound the
incident-free analysis. The analysis assumes that both spent nuclear fuel casks are loaded into the same
hold, resulting in a dose to the crew from the first cask loaded while the second cask is being loaded. This
results in the crew being exposed from two sources at the same time for loading or unloading one of the
two casks. Should more than two spent nuclear fuel casks be shipped on the same vessel, it has been
assumed that the cargo loading would be limited to two spent nuclear fuel casks per hold. The crew would
not receive any additional dose from the third, fourth, etc., cask while engaged in activities in the hold with
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the first two spent nuclear fuel casks. The radiological exposure to the crew for a shipment of many casks
would be equivalent to the radiological exposure due to multiple shipments of fewer casks. For example,
if four casks are shipped on a single vessel, the crew dose for that single shipment would be equal to the
crew dose from two shipments of two casks each.

The second set of assumptions addresses the use of a chartered cargo vessel for the shipment of the foreign
research reactor spent nuclear fuel. Use of a chartered vessel (either a chartered commercial freighter or a
purpose-built vessel) could result in the shipment of more than two casks per voyage. Economic
considerations would suggest that a larger number of casks be shipped per voyage. For this analysis it has
been assumed that eight transportation casks would be shipped on a chartered vessel. Consistent with the
assumption made for the regularly scheduled commercial vessel, it has been assumed that the
transportation casks would be loaded two to a hold. Again, this results in doses to the crew from the first
cask loaded during activities associated with the loading of the second cask in the hold.

During loading operations, both on the regularly scheduled commercial and chartered vessels, it is
assumed that five members of the ship’s crew (Chief Mate, Mate on Watch, Bosun, and two Seamen) will
be present during loading and securing of the spent muclear fuel casks. While longshoremen will most
likely be used for the cargo handling activity, ship’s crew will be present, and therefore the crew dose
resulting from this activity has been included in the analysis. Table C-2 shows the crew member distances
from the spent nuclear fuel shipping cask and the duration of the crew members” exposure for each crew
member during the time leading up to the stowage of the cask prior to setting sail for the ocean voyage.
The distances and times are based on vessel loading activities for a two-cask-per-hold shipment. The total
dose (based on the sclected exclusive-use regulatory limit external dose rate of 10 mrem per hour at 2 m or
6.6 ft from the surface of the container) for each individual is calculated for each shipment. Since two
casks are assumed to be shipped in each hold, when quantities allow, the condition exists for loading and
securing of a cask to take place in the vicinity of another cask. The additional dose received by working
around a cask already in the hold are accounted for in Table C-2. This was accomplished by increasing the
exposure rate by a factor of 1.5 for the activities associated with securing the second cask. As listed, the
estimated exposure represents the crew exposure for the regularly scheduled commercial vessel, which has
been assumed to be limited to a total of two fransportation casks. The exposure for each listed crew
member in a chartered vessel would be four times these values, since the eight casks are assumed to be
loaded into four holds.

Table C-2 Ship Crew Exposure During Loading of a Hold Containing Two Foreign
Research Reactor Spent Nuclear Fuel Casks (Based on Regulatory Dose Limits)

55 35 60 0.009

Chief Mate 20

1 5
Mate on Watch 20 1 5 8 2.1 60 0.005
Bosun 20 1 5 5.5 3.5 60 0.009
Seaman (2) 20 1 5 5.5 3.5 60 0.018

 Distance is the average distance of the crew member from the spent nuclear fuel cask during the entire
duration of that activity.

b Exposure rate is calculated based on 10 mrem/hr at 2 m (6.6 ft) from the shipping container surface.

€ Includes the exposure from the first loaded casks for activities associated with securing the second cask.
The exposure rate for securing the second cask is 1.5 times the listed rate.
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While at sea, the crew dose is limited to those individuals who enter the ship’s hold during transit. At all
other times, the crew is shielded from the spent nuclear fuel cask by the decking and other structures of the
vessel. The number of entries and inspections is a function of the voyage distance from the port of loading
to the port of offloading (the U.S. port of entry for the foreign research reactor spent nuclear fuel). Since
the port of offloading is unknown at this time, voyage distances were determined for each country of
origin t0 a West and East Coast port of the United States. The average of these two distances was then
calculated. Table C-1 shows the countries of origin, the number of casks, the distances to the East and
West Coast ports, the average voyage distance, the days of travel, and the estimated number of casks and
shipments for the basic implementation of Management Alternative 1. Because the actual shipping
schedule is unknown, the average annual number of shipments was estimated. The length of a voyage was
determined by assuming that the vessel would have an average speed of 15 knots for the entire duration of
the voyage. In addition, intermediate port stops would be made, and additional travel time was added to
account for portions of the voyage during which the vessel would not be expected to have a speed of
15 knots, (i.e., passage through busy locations, such as the Panama Canal).

Once a day while at sea or in port, the Chief Mate, the Bosun, and an Engineer are assumed to enter each
cargo hold to inspect the bilges and verify the lashings for the containers. Table C-3 describes the times
required for these activities, the distances from the casks during the activity, and doses received from the
casks during the activity (based on the selected exclusive-use limit of external dose rate of 10 mrem per
hour at 2 m or 6.6 ft from the surface of the container) for each of these individuals. The total dose due to
inspection activities is a function of the voyage duration and the number of holds that contain foreign
research reactor spent nuclear fuel casks.

Table C-3 Ship Crew Exposure Per Hold During At-Sea Inspections
(Based on Regulatory Dose Limits)

Chief Mate

55 7.0 20 2.3
Bosun 55 70 20 23
Engineer 5.5 7.0 20 2.3

@ Distance is the average distance of the crew member from the spent nuclear fuel cask during the entire
duration of that activity.

b Dose rate includes the sum of the effect of two casks in hold.

“ For a ship carrying two casks on a voyage duration of 21 days, the daily inspection dose to a crew member
would total 48.3 mrem.

In the analysis, two possible routes for the shipment of the spent nuclear fuel are considered. In the first,
when a regularly scheduled commercial vessel is used, two intermediate port stops are assumed to add
three additional days to the voyage, and therefore three additional hold inspections. The possibility of the
ship having intermediate port stops must be considered in the event that a regularly scheduled commercial
vessel is used for the shipment of the foreign rescarch reactor spent nuclear fuel since the shipment is
being made as part of a commercial cargo shipment. Such shipments are not limited to a single port of
call. Based on the information provided in Table C-1, the average duration of a voyage would be 21 days,
which includes three days for intermediate port calls. The second route accounts for using chartered ships
or regularly scheduled commercial ships for which the first port of call is the port of entry for the foreign
research reactor spent nuclear fuel. For this route, no intermediate port stops are included, so the travel
times listed in Table C-1 were reduced by three days, making the average duration of the voyage
approximately I8 days. If a ship carrying foreign research reactor spent nuclear fuel were to encounter
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mechanical problems or extreme weather and was forced to make an unscheduled port call, the
incident-free radiation exposure to the ship’s inspection crew would slightly increase as a result of the
additional duration of the voyage. People in the refuge port would not receive any exposure because the
foreign research reactor spent nuclear fuel would remain on the ship and would not be handled.

Once at the port of entry, all casks of the spent nuclear fuel would be off loaded. Table C4 describes the
estimated dose (based on the selected exclusive-use limit of an external dose rate of 10 mrem per hour at
2 m or 6.6 ft from the surface of the container) réceived by crew members involved in the offloading
activitics associated with the offloading of a single hold, that is, two casks. These doses arc the same as
those received during the loading phase of the transport activity. Once the spent nuclear fuel cask is over
the rail of the ship, the ship’s crew would not be in close proximity to it. As a result, no ship crew
personnel are assumed to be involved with any of the activities associated with disengaging the spent
nuclear fuel container from the handling gear or in securing the container to any transport vehicle used to
move the container off the pier.

Table C-4 Ship Crew Exposure During Offloading of a Hold Containing Two
Foreign Research Reactor Spent Nuclear Fuel Casks
(Based on Regulatory Dose Limits)

20 1 5 5.5 3.5 60
Mate on Waich 20 1 5 8 2.1 60
Bosun 20 1 5 5.5 3.5 60 0.009
Seaman (2) 20 1 5 5.5 3.5 60 0.018

4 Distance is the average distance of the crew member from the spent nuclear fuel cask during the entire
duration of that activity.

b Exposure rate is calculated based on 10 mrem/hr at 2 m (6.6 fi) from the shipping container surface.

€ Includes the exposure from the first loaded casks for activities associated with the first cask. The exposure
rate for securing the first cask is 1.5 times the listed rate.

Tables C-5 and C-6 summarize the total crew doses for the shipment activities on a per shipment basis,
annually, and for all of the shipments in the program. The maximum individual and total population doses
are based on the selected exclusive-use regulatory limit external dose rate of 10 mrem per hour at 2 m or
6.6 ft from the surface of the container. Table C-5 summarizes the crew doses if regutarly scheduled
commercial vessels were used for all foreign research reactor spent nuclear fuel shipments. Table C-6
summarizes the crew doses if chartered vessels were used for all foreign research reactor spent nuclear
fuel shipments. The reduction in the program crew-doses for the dedicated vessels is a result of the
reduced transit time associated with the chartered vessels due to the fact that they do not make
intermediate port calls. In situations where the services of a ship are obtained on a non-exclusive-use
basis, the maximum allowable annual dose to a member of the ship’s crew would be 100 mrem per year

[based on Nuclear Regulatory Commission (NRC) and U.S. DOE limits on the exposure of members of
the public].

As shown in Table C-5, the maximum individual dose per shipment on a regularly scheduled commercial
vessel is 66 mrem to the Chief Mate and Bosun, a dose well below the 100 mrem per year limit. If the
assumption was made that the same vessel and crew was used for as many shipments as possible in one
year, the maximum individual dose to a crew member would be approximately 600 mrem. This assumes
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Table C-5 Total Regularly Scheduled Commercial Ship’s Crew Exposure for
Marine Transport of Foreign Research Reactor Spent Nuclear Fuel Casks
(Based on Regulatory Dose Limits and Assuming Intermediate Port Stops)

66 590 24.8

Mate on Watch 11 98 4.0
Bosun 66 . 599 24.8
Seaman (2) 18 158 13.1
Engineer 49 441 18.2
Total 84.9

a Exposure per year based on nine voyages per year, two casks pervoyage.

Table C-6 Total Chartered Ship’s Crew Exposure for Marine Transport of Foreign
Research Reactor Spent Nuclear Fuel Casks
ased on Regulatory Dose Limits and Assuming No Intermediate Port Stops)

Mate on Waich 43 303 39
Bosun 238 1,668 21.7
Seaman (2) 70 492 12.8
Engineer 168 1,176 15.3

Total 754

a Exposure per year based on seven trips per year, eight casks per voyage (two casks per hold).

nine trips per year based on the average voyage length of all shipments and results in the ships’ crew being
exposed to the foreign research reactor spent nuclear fuel shipments for 189 days a year. Since travel time
to a port of loading would be required, and most ship crews are rotated on a three or six month basis, the
assumption of nine trips should bound the dose for any individual members of dedicated crews, even when
trips are shorter than the assumed average of 21 days. The annual dose of approximately 600 mrem
exceeds the 100 mrem annual limit for a member of the general public, and would therefore require
mitigation. See the end of this section for a discussion of mitigation.

Due to the larger number of casks on a chartered vessel, the largest annual dose to a crew member is
estimated to be approximately 1,668 mrem (approximately 1.7 rem). This is based on an estimated
exposure of 238 mrem per voyage and seven voyages per year. Seven voyages per year using a chartered
vessel is sufficient to ship all transportation casks to be shipped in an average year. It has been assumed
that the 721 shipments would be made over a 13-year period. The exposure total for the marine transport
portion of the program can be expressed as the number of LCFs that are calculated to result from doses
received during the policy period, if the basic implementation of Management Alternative 1 of the
proposed action were adopted. For a regularly scheduled commercial vessel, the exposure of
approximately 84.9 person-rem translates to 0.034 LCFs. The total exposure associated with the shipment

of the foreign research reactor spent nuclear fuel on a chartered vessel, approximately 76.4 person-rem,
translates into 0.031 LCFs.

Use of a chartered vessel results in a reduction of approximately ten percent in the total population
exposure and corresponding risk to the ships’ crews under the basic implementation of Management
Alternative 1. This difference is due to the shorter voyage duration when a chartered vessel is used. From
Tables C-2 through C-4, it is apparent that the largest doses to the ship’s crew are a result of the daily
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inspection of the cargo holds. The three day reduction in the voyage duration (gained when a chartered
vessel is used) reduces the dose received from the daily inspections and results in the ten percent
difference between the use of regularly scheduled commercial and chartered vessels.

Tables C-7 through C-11 present the resulis of the above analysis with one change. The exposure and
crew doses are calculated based on the “historical” external dose rate data developed from measurements
taken during earlier shipments of research reactor spent nuclear fuel (a dose rate of 2.25 mrem per hour at
1 m or 3.3 ft from the surface of the shipping cask, which is equivalent to 1 mrem per hour at 2 m or 6.6 ft
from the cask surface). See Appendix F, Section F.5 for the data used to derive this historical dose rate.
Although this “historical” data are based on distance from the surface of the cask, it has conservatively
been assumed in this analysis that this dose rate represents the dose at distances from the surface of the
container in which the cask is shipped. This set of calculations was performed in order to provide
additional perspective about the risks associated with the foreign research reactor spent nuclear fuel
program. Use of the exclusive-use regulatory limit for the external dose rate ensures that the estimates
discussed previously are upper bounds on the potential risks to the ship’s crew from incident-free transport
of the spent nuclear fuel. Use of the historical data provides an estimate that is closer to the expected risks
associated with the shipment of all of the foreign research reactor spent nuclear fuel. Although the exact
external dose rates cannot be determined in advance for all shipments, most should be similar to those for
shipments made in the past. Therefore, the “historical” external dose rates should be a more accurate
prediction of the risks resulting from the shipment of all 721 casks.

In this analysis, all other assumptions regarding voyage length, crew activity (time and distance from the
spent nuclear fuel cask), number of shipments, and the assumptions made to estimate annual doses
remained the same as in the analysis performed using the external dose rates derived from the
exclusive-use regulatory limit of 10 mrem per hour at 2 m (6.6 ft) from the surface of the shipping
container.

Using the historic dose rates, the maximum dose to an individual per regularly scheduled commercial
vessel shipment would be 6.6 mrem, and the annual maximum individual dose would be 60 mrem (this
dose is calculated assuming that the same crew member is involved in nine separate voyages transporting
two spent nuclear fuel casks each during a single year). These doses are an order of magnitude lower than
the corresponding doses calculated using the exclusive-use regulatory external dose rates. The calculated
maximum individual dose is well below the maximum allowable annual dose to a member of the public of
100 mrem.

Use of a chartered vessel for the shipments, versus the use of a regularly scheduled commercial vessel,
would result in a ten percent reduction in the total ships’ crews doses. The use of a chartered vessel would
result in annual exposure at slightly less than twice the public dose limits for exposure to radiation
established by both DOE and NRC (100 mrem per year).

The dose total for the marine transport portion of the entire program can be expressed as the number of
LCFs that are calculated to result from exposures of that size. For a regularly scheduled commercial
vessel a total exposure of approximately 8.5 person-rem translates to 0.0034 LCFs. The total calculated
exposure associated with the shipment of the foreign research reactor spent nuclear fuel on a chartered
vessel, approximately 7.6 person-rem, translates into 0.0030 LCFs.

The results of these analyses indicate that, in some circumstances, some individual crew members could
receive doses that exceed the limit established by DOE and the NRC for exposure of a member of the
public, especially when the dose rate from the casks are assumed to be at the regulatory limit. It is
anticipated that for most shipments, the external dose rate for the loaded transportation case would be near
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Table C-7 Ship Crew Exposure During Loading of a Hold Containing Two Foreign

Research Reactor Spent Nuclear Fuel Casks (Based on Historical Cask Dose Rates)

A

Chief Mate 5 - 5.5 0.35 60 0.0009
Mate on Watch 20 0.1 5 8 0.21 60 0.0005
Bosun 20 0.1 5 5.5 0.35 60 0.0009
Seaman (2) 20 0.1 5 5.5 0.35 60 0.0018

9 Distance is the average distance of the crew member from the spent ruclear fuel cask during the entire
duration of that activity.

b Exposure rate is calculated based on 2.25 mrem/hr at 1 m (3.3 fi) from the shipping container surface.

€ Includes the exposure from the first loaded cask for activities associated with securing the second cask. The
exposure rate for securing the second cask is 1.5 times the listed number,

Table C-8 Ship Crew Exposure Per Hold During At-Sea Inspections (Based on

Historical Cask Dose Rates)
Chief Mate 55 07 20 0.23
Bosun 5.5 0.7 20 0.23
Engineer 5.5 Q.7 20 0.23

9 Distance is the average distance of the crew member from the spent nuclear fuel cask during the entire
duration of that activity.

b Includes the effect of two casks in the hold

¢ Fora ship carrying two casks on a voyage duration of 21 days, the total dose to a crew member conducting
daily inspections would be estimated at 4.8 mrem,

Table C-9 Ship Crew Exposure During Offloading of a Hold Containing Two
Foreign Research Reactor Spent Nuclear Fuel Casks
{Based on Historical Cask Dose Rates)

Chief Mate 20 0.1 5 5.5 0.35 60 0.0009
Mate on Watch 20 0.1 5 8 0.21 60 0.0005
Bosun 20 0.1 5 5.5 0.35 60 0.0009
Seaman (2) 20 0.1 5 5.5 0.35 60 0.0018

? Distance is the average distance of the crew member from the spent nuclear fuel cask during the entire
duration of that activity.

b Exposure rate is calculated based on 2.25 mrem/hr at 1 m (3.3 fi) from the shipping container surface.

€ Includes the exposure from the last off loaded cask during activities associated with the first off loaded cask.
The exposure rate for securing the first cask is 1.5 times the listed rate.
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Table C-10 Total Regularly Scheduled Commercial Ships Crew Exposure for
Marine Transport of Foreign Research Reactor Spent Nuclear Fuel Casks
Assuming Intermediate Port Stops (Based on Historical Cask Dose Rates)

Chief Mate 6.6 60 25
Mate on Watch 1.1 i0 ¢4
Bosun 6.6 ) 60 2.5
Seaman (2) 1.8 16 1.3
Engineer 49 44 1.8

Total 8.5

@ Exposure per year based on nine trips per year.

Table C-11 Total Chartered Ships Crew Exposure for Marine Transport of Foreign
Research Reactor Spent Fuel Casks Assuming No Intermediate Port Stops
(Based on Historical Cask Dose Rates)

Chief Mate 24 167 2.2
Mate on Watch 4.3 30 04
Bosun 24 167 2.2
Seaman (2) 7.0 49 13
Engineer 17 118 1.5

Totat 7.6

“ Exposure per year based on seven trips per year.

the historic dose rates, which would not cause any personnel to exceed radiation exposure limits for the
public. However, the existence of some shipments with external dose rates closer to the exclusive-use
regulatory limit suggests that DOE should provide a means to assure that individual crew members do not
receive doses in excess of the public dose limits. As a minimum, the program should establish
administrative procedures that will maintain records of the dose rates associated with each shipment and
the ports of departure and entry for the shipment. The measurement of interest for the record keeping
would be the external dose rates outside the container, which houses the transportation cask, since the crew
does not enter the container. (It should be noted that the analysis using the historical data did not consider
the reduction in external dose rate due to the distance from the cask to the container surrounding the
transportation cask.) These measurements can be used to identify shipments that would result in crew
exposures above those calculated based on the historical spent nuclear fuel transportation external dose
rate. By tracking this information, DOE would be able to identify if and when additional precautions to
reduce individual exposures should be taken (i.e., restricting the use of crew members who are near the
annual dose limit from further shipments that year). DOE would also include a clause in the contract for
shipment of the foreign rescarch reactor spent nuclear fuel requiring other crew members be used if any
crew member approaches a 100 mrem dose in any year.

C.4.2 Incident-Free Marine Impacts of Policy Alternatives

Two implementation subalternatives to Management Alternative 1 and one subalternative under
Management Alternative 2 of the proposed action were identified that could impact the incident-free
marine risk calculations that were performed for the basic implementation (Chapter 2 describes the
alternatives and subalternatives of Management Alternative 1 and the subalternatives of Management
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Alternative 2). The implementation subalternative of accepting spent nuclear fuel only from developing
countries would result in a reduction in the amount of spent nuclear fuel transported by ship. Table C-12
lists the countries that are considered developing countries and the number of shipments that would be
required to transport their spent nuclear fuel to the United States.

Table C-12 Voyage Data for Acceptance of Foreign Research Reactor Spent
Nucl

b uniber of Trips
Argentina 9 5
Bangladesh 31.0 3 2
Brazil 20.8 8 4
Chile 16.3 2 1
Colombia 11.1 1 1
Greece 22.0 8 4
Indonesia 30.3 14 7
Iran 36.6 1 1
Jamaica 10.2 1 1
Korea (South) 25.3 18 9
Malaysia 28.9 3 2
Mexico 1.6 6 3
Pakistan 34.4 3 2
Peru 13.0 1 1
Philippines 28.1 6 3
Portugal 18.3 3 2
Romania 2318 48 24
Slovenia 20.9 13 7
South Africa 26.0 2 1
Thailand 331 5 3
Turkey 229 4 2
Uruguay 20.9 i 1
Venezuela 1.1 4 2
Zaire 23.6 4 2
Totals 168 90
Average 23

| Under the implementation subalternative of using a policy duration of five years for the acceptance of
foreign research reactor spent nuclear fuel, the number of transportation casks of foreign research reactor
spent nuclear fuel requiring ocean transport would be reduced to 586. Appendix B presents the derivation
of the total number of shipments (ocean transport plus land transport from Canada) estimated in this
alternative.

Subalternative 1b (overseas reprocessing) under Management Alternative 2 also has the capability to
impact the results of the incident-free marine risk analysis since it involves shipment of the vitrified waste
to a storage facility in the United States. Under this subalternative to Management Alternative 2, eight
transportation cask shipments of vitrified waste would be made to the United States.

In addition, a Hybrid Alternative was analyzed. In the Hybrid Alternative, those countries (for this option,
assumed to be Belgium, France, Germany, Italy, Spain, Switzerland, and the United Kingdom) that have
the capability to store high-level waste would be encouraged to reprocess the aluminum-based research
reactor spent nuclear fuel and to accept for management the resulting high-level waste. The United States
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would accept for management the research reactor spent nuclear fuel from those countries deemed not to
have the high-level waste storage capability, and all TRIGA fuel. This Hybrid Alternative includes all
countries identified in Table C-1 except for those seven nations just listed. Under this Hybrid Alternative,
452 shipments of spent nuclear fuel are assumed to be sent to the United States, excluding shipments of
Canadian origin.

The incident-iree marine risks associated with the two implementation subalternatives of Management
Alternative 1 and the subalternative of Management Alternative 2 are discussed in the following sections.

Management Alternative 1, Implementation Subalternative la — Acceptance of Foreign Research Reactor
Spent Nuclear Fuel Only from Developing Countries. This implementation subalternative of Management
Alternative 1 would result in the shipment of 168 casks of foreign research reactor spent nuclear fuel. The
assumptions used in the analysis of the incident-free marine impact of the basic implementation of
Management Alternative 1 have been used in the analysis of this implementation subalternative. This
implementation subalternative has been analyzed using the “exclusive-use” shipment regulatory
transportation cask external dose rates. To compare this implementation subaltcrnative to the basic
implementation, it is only necessary to perform the analysis using one estimate of the external dose rate of
the transportation cask. The relationship between the calculated impact of the two implementation
subalternatives using the regulatory external dose rate would be the same as that calculated using the
“historical” data. Therefore, the use of the one dose rate provides a sufficient point of comparison
between the two alternatives.

The assumptions that have not changed between the analysis for the basic implementation and this
implementation subalternative include the following:

« The same types of vessels should be available for use, so, the option for using chartered or
regularly scheduled commercial vessels was examined, and

+ The activities associated with the loading of the foreign research reactor spent nuclear fuel,
the daily inspections of the cargo during the voyage, and the offloading of the foreign
research reactor spent nuclear fuel do not change simply because there is a reduction in the
number of shipments to be made.

The average duration of the voyages from these developing countries to the United States is slightly longer
than the average for the voyages associated with the basic implementation. As shown in Table C-12, the
average duration is 23 days (for a regularly scheduled commercial vessel) versus the 21 days in the basic
implementation. For a chartered vessel, the voyage duration is three days less (i.e., 20 days). The longer
average voyage duration results in an increase in the total of the daily inspection-related crew doses of
approximately 4.6 mrem per crew member involved in the inspection. The inspection dose for a 23-day
voyage would be 52.9 mrem (2.3 mrem times 23 days) per inspector.

The population dose to the ship’s crew, per voyage, can be derived from the data contained in Tables C-5
and C-6. Incorporating the increase in the inspection dose into the data from Table C-5, the individual
doses on a regularly scheduled commercial vessel would be 71 mrem to the Chief Mate and the Bosun,
11 mrem to the Mate on Watch, 18 mrem to each of two Seamen, and 54 mrem to the Engineer. The
population (ship’s crew) dose per shipment would be 242 mrem. If a chartered vessel is used (carrying
eight fransportation casks instead of two for the regularly scheduled commercial vessel), the corresponding
doses are 257 mrem to the Chief Mate and the Bosun, 43 mrem to the Mate on Watch, 70 mrem to each of
two Seamen, and 187 mrem to the Engineer. The population (ship’s crew) dose per shipment would be
885 mrem.
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The 168 cask-shipments, requiring 90 ocean voyages using regularly scheduled commercial cargo vessels
(up o 23 voyages using chartered vessels), represent approximately 24 percent of the total number of
shipments in the basic implementation. The total population (ship’s crew) exposure resulting from this
implementation subalternative would be approximately 27 percent of the exposure calculated for the basic
implementation. The difference in these two percentages is a direct result of the longer average duration
of ocean crossings. The total population exposure for the implementation subalternative, assuming that
regularly scheduled commercial vessels are used, would be approximately 22.0 person-rem, and would be
approximately 20.3 person-rem if chartered vessels are used. These population exposures translate into a
risk to the ship’s crew of 0.0091 LCF and 0.0081 LCF, respectively. As discussed in Section 4.1, the
relationship between a dose and LCFs for workers (ship’s crew) is that a 1 rem dose equates to
0.0004 LCFs.

Management Alternative 1, Implementation Subalternative 2a — Acceptance of Foreign Research Reactor
Spent Nuclear Fuel for Five-Year Policy Duration: As stated above, this implementation subalternative
results in the shipment of 586 casks of foreign research reactor spent nuclear fuel. The assumptions used
in the analysis of the incident-free marine impact of the basic implementation have been used in the
analysis of this implementation subalternative. This implementation subalternative has been analyzed
using the “exclusive-use” shipment regulatory transportation cask external dose rates. To compare this
implementation subalternative to the basic implementation it is only necessary to perform the analysis
using one external dose rate. The relationship between the calculated impact of the implementation
subalternative and the basic implementation using the regulatory external dose rate would be the same as
that calculated using the “historical” data. Therefore, the use of the one dose rate provides a sufficient
point of comparison.

The assumptions that have not changed between the analysis for the basic implementation and this
implementation subalternative include the following:

o The same types of vessels should be available for use, and the option for using chartered or
regularly scheduled commercial vessels was examined;

e The average voyage duration that was used in the analysis of the incident-free marine risk
for the basic implementation was used for this implementation subalternative. The
586 shipments represent approximately 81 percent of the shipments made under the basic
implementation and the distribution of shipments from the different countries of origin is
similar to that modeled for the basic implementation; and

» The activities associated with the loading of the foreign research reactor spent nuclear fuel
transportation casks, the daily inspections of the cargo during the voyage, and the
offloading of the foreign research reactor spent nuclear fuel transportation casks do not
change simply because there is a reduction in the number of shipments to be made.

Because there are no differences between the per-shipment activities in this implementation subalternative
and the basic implementation, the per-voyage crew exposures will not differ from those presented in
Tables C-5 and C-6 for the basic implementation. In addition, the maximum annual exposures to
individual crew members will not change. The analysis has assumed a maximum number of voyages that
a single crew would be involved in during a single year. Although the total number of shipments per year
must increase in this alternative {(an average of 73 casks must be shipped per year for eight years), no
single ship’s crew will be involved in more shipments than had been assumed in the analysis of the basic
implementation. The annual doses presented in Tables C-5 and C-6 are applicable to this alternative as
well as to the basic implementation.
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The total population (ship’s crew) exposure resulting from this implementation subalternative would be
approximately 81 percent of exposure calculated for the basic implementation. The total population
exposure for the implementation subalternative, assuming that regularly scheduled commercial vessels are
used, would be approximately 69 person-rem, and would be approximately 61 person-rem if chartered
vessels were to be used. These population exposures translate into a risk to the ships’ crew of 0.028 LCF
and 0.025 LCF, respectively. As discussed in Section 4.1, the relationship between a dose and LCFs for
workers (ship’s crew) is that a 1 rem dose equates to 0.0004 LCF.

Management Alternative 2, Subalternative 1b — Overseas Processing with Shipment of Waste to a U.S.
Storage Facility: In this subalternative, the foreign research reactor spent nuclear fuel would be
reprocessed overseas (most probably in Great Britain or France) and the waste products would be
contained within a small number of vitrified waste logs. This high-level waste might be brought to the
United States for storage at one of the management site facilities evaluated under the basic implementation
of Management Alternative 1. Under these conditions, up to eight transportation casks containing
16 European-size canisters of vitrified waste would be shipped from Europe to the United States (see
Section 4.4.2.2 for more information on the vitrification of the waste material). This analysis addresses the
incident-free marine risks associated with transporting these eight casks of vitrified waste from Europe to
the United States.

As with the shipment of unprocessed spent nuclear fuel, the primary impact of incident-free marine
shipping of the vitrified waste is upon the crews of the ships used to carry the casks. Most of the
assumptions used in the analysis of the crew exposure to the spent nuclear fuel (see Section C.4.1 of this
appendix) have been used to analyze the impact of the shipment of vitrified waste. The crew exposure due
to loading and offloading activities have been considered, but the primary contribution to the crew dose
comes from the daily cargo inspection activitics. The inspection activities on the ship carrying the vitrified
waste have been modeled in the same manner as the inspections aboard the vessels carrying the spent
nuclear fuel. Three crew members have been modeled as performing the inspections, and the same three
crew members are assumed to perform this task for the entire voyage. For the purposes of this analysis, it
has been assumed that the vitrified waste will be transported on a chartered vessel, there will be no
intermediate port calls, and the shipment will originate in Europe. Because there are no intermediate port
calls and the shipments originate in Europe, the voyage duration is estimated to be 15 days. This estimate
is based on the average of the voyage durations for one trip from the United Kingdom to the East Coast of
the United States, one to the West Coast of the United States, and the average of a trip from France to both
1.5, coasts. The assumption that there are no intermediate port calls reduces the average duration of each
of these trips by three days from the estimates presented in Table C-1.

Little information is available on the casks that might be used to transport the vitrified waste. Therefore,
the assumption has been made that the exposure to the crew will be limited to the exclusive-use regulatory
limit (10 CFR 71) of 10 mrem per hour at 2 m (6.6 ft) from the surface of the container. No attempt was
made to extrapolate limited historical data to determine crew incident-free impacts from any other
exposure rate other than the limit set forth in NRC and DOE regulations.

It has been assumed that two casks are being transported as part of a single shipment. This assumption
results in additional exposure to the crew members due to exposure to two radiation fields during all
activities which bring crew members into the vicinity of the transportation casks. Should all of the casks
be shipped at once, this assumption is equivalent to assuming that this single shipment is made with two
casks per hold on the vessel. The crew risk would be the same for this single (eight cask) shipment as for
the four shipments with two casks per vessel.
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Based on the assumptions outlined above, the incident-free impact of the shipment of vitrified waste on the
ship’s crew would be slightly less per shipment than that calculated for the shipment of foreign research
reactor spent nuclear fuel. The trip duration of only 15 days, versus the average duration of 18 days, for a
chartered vessel in the basic implementation of Management Alternative 1 results in a reduction of the
dose to each inspector, the Chief Mate, the Bosun, and the Engineer, of approximately 6.9 mrem per
journey (three fewer inspections, each of which would have resulted in a dose of 2.3 mrem). The
population dose to the ship’s crew, per voyage, can be derived from the data contained in Table C-6.
Incorporating the reduction in the inspection dose into the data from this table, the individual doses would
be: 210 mrem to the Chief Mate and the Bosun, 43 mrem to the Mate on Watch, 70 mrem to each of two
Seamen, and 140 mrem to the ships Engineer. Per voyage, the total population dose to the ship’s crew
would be 0.74 person-rem.

With only eight casks to be shipped, the subalternative action could be achieved with a single shipment
{(the crew dose would be the same as that calculated if four shipments of two casks each were made). The
population exposure results in a risk to the crew of 0.00030 LCF. Due to the reduced number of
shipments, compared to the 721 shipments of spent nuclear fuel in the basic implementation of
Management Alternative 1, the marine incident-free risk to the crew is approximately two orders of
magnitude lower than that calculated for the basic implementation.

Management Alternative 3 — Combination of Components of Management Alternative I and 2 (Hybrid
Alternative); Under the Hybrid Alternative, the United States would accept foreign research reactor spent
nuclear fuel from countries without high-level waste storage capability. This Hybrid Alternative could
result in the shipment of 452 casks of foreign research reactor spent nuclear fuel. The assumptions used in
the analysis of the incident-free marine impact for the basic implementation of Management Alternative 1
have been used in the analysis of this Hybrid Alternative. This alternative has been analyzed using the
selected ““exclusive-use” regulatory dose limit for the shipment of spent nuclear fuel casks.

Included in the assumptions that have not changed between the analysis for the basic implementation and
this alternative are the following;

» The same types of vessels should be available for use under this Hybrid Alternative, the
option for using chartered or regularly scheduled commercial vessels was examined, and

» The activities associated with the loading of the foreign research reactor spent nuclear fuel,
the daily inspection of the cargo during the voyage, and the offloading of the foreign
research reactor spent nuclear fuel do not change simply because there is a reduction in the
number of shipments to be made.

The average duration of the voyages from the countries without high-level waste storage capability to the
United States is slightly longer than the average for the voyages associated with the basic implementation.
Using the data in Table C-12, and eliminating the aluminum-based spent fuel shipments from Belgium,
France, Germany, Italy, Spain, Switzerland, and the United Kingdom, the average voyage duration is
almost 23 days (for a regularly scheduled commercial vessel) versus the 21 days for the basic
implementation. For a chartered vessel, the voyage duration is three days less (i.e., almost 20 days). The
longer average voyage duration results in an increase in the total of the daily inspection-related crew doses
of approximately 4.6 mrem per crew member involved in the inspection. The inspection dose for a 23-day
voyage would be 52.9 mrem (2.3 mrem times 23 days) per inspector.
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The population dose to the ship’s crew, per voyage, can be derived from the data contained in Tables C-5
and C-6. Incorporating the increase in the inspection dose into the data from Table C-5, the individual
doses on a regularly scheduled commercial vessel would be 71 mrem to the Chief Mate and the Bosun,
11 mrem to the Mate on Watch, 18 mrem to each of two Seamen, and 54 mrem to the ship’s Engineer.
The population (ship’s crew) dose per shipment would be 243 mrem. If a chartered vessel is used
(carrying eight transportation casks instead of two for the regularly scheduled commercial vessel), the
corresponding doses are 257 mrem to the Chief Mate and the Bosun, 43 mrem to the Mate on Watch,
70 mrem to each of two Seamen, and 187 mrem to the ship’s Engincer. The population (ship’s crew) dose
per shipment would be 884 mrem.

The 452 cask shipments, requiring 236 ocean voyages using commercial regularly scheduled commercial
cargo vessels, represent approximately 63 percent of the total number of shipments for the basic
implementation. The total population (ships’ crew) exposure resulting from this Hybrid Alternative would
be approximately 69 percent of the exposure calculated for the basic implementation. The differences in
these two percentages is a direct result of the longer average duration of ocean crossings. The total
population exposure for the Hybrid Alternative, assuming that regularly scheduled commercial vessels are
used, would be approximately 57.2 rem and would be approximately 52.2 rem if chartered vessels were
used. These population exposures translate into a risk to the ships’ crew, in terms of LCFs, of 0.024 LCF
and 0.021 LCF, respectively. As discussed in Section 4.1, the relationship between a dose and LCFs is
that a 1 rem dose equates to 0.0004 LCFs.

C.5 Accident Impacts: Methods and Results

C.5.1 Introduction

If the cask sinks anywhere in U.S. coastal waters, it will be recovered, regardless of depth. U.S. coastal
waters in this case refers to waters within the 12-mile territorial limit. Recovery would be accomplished,
even in the deepest parts of U.S. coastal waters, such as in Puget Sound, which reaches 305 meters or
1,000 feet (Encyclopedia Americana, 1991). Elsewhere in the world, if the cask sinks in coastal water
(i.e., in water up to 200 m or 660 ft), every effort would be made to recover it. In deeper waters, the
recovery is more problematic. As recovery, even in coastal waters, cannot be guaranteed, two scenarios
need to be evaluated:

Scenario A: As the result of a maritime casualty (e.g., collision, foundering, fire), the vessel
sinks in coastal waters, resulting in the submersion of the cask on the ocean floor. The cask is
not retricved. Analyses arc done for two cases, (1) damaged cask, and (2) undamaged cask.

Scenario B: As the result of a maritime casualty (e.g., collision, foundering, fire), the vessel
sinks in deep ocean waters, resulting in the submersion of the cask on the ocean floor. The cask
is not retrieved. Analyses are done for one case only, a damaged cask, as it has been assumed
that submersion in the deep ocean will damage the cask.

In 1988, the Nuclear Energy Agency of the Organization for Economic Cooperation and Development
published a radiological assessment as part of a feasibility study for disposal of high-level radioactive
waste into the seabed (NEA, 1988). As part of the radiological assessment, several accident scenarios
were examined. In particular, a scenario involving a transportation accident at sea was examined. The
results of calculations performed for the Nuclear Energy Agency radiological assessment are used here,
with modification. The Nuclear Encrgy Agency results are based on vitrified high-level waste, which
behaves differently in salt water than the metal foreign research reactor spent nuclear fuel. Also, the
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inventory of radioactive material in the foreign research reactor spent nuclear fuel is considerably different
than the vitrified high-level waste inventory., With modifications to compensate for these differences, the
Nuclear Energy Agency results were used to predict the peak individual dose and biota dose for
Scenario A and Scenario B.

C.5.2 Assumptions

1. The spent nuclear fuel and cask modeled are the BR-2 fuel and the Pegase cask. Based on
the information provided in Appendix B, the loaded Pegase cask contains 0.0155 metric tons
of heavy metal (MTHM) (15.5 kg) of fuel (assuming the cask is loaded with BR-2 type
fuel). This fuel type was selected because BR-2 fuel has the highest isotope content per unit
mass of heavy metal of the three fuel types considered in this analysis. Use of the highest
inventory of radionuclides establishes a conservative upper bound on the estimated dose
rates from the leaching of radionuclides into the sea. This is because the dose rates are a
function of the corrosion rate of spent nuclear fuel, expressed in terms of mass per unit of
time, and the specific activity of the spent nuclear fuel, expressed in terms of radioactivity
per unit of mass.

2. 'The fuel rods contain aluminum-clad metallic spent nuclear fuel elements.
3. The deep ocean model is for the South Nares Abyssal Plain.

4. Corrosion of spent nuclear fuel inside a damaged cask begins immediately; corrosion of
spent nuclear fuel inside an undamaged cask begins at the time the cask fails and allows
seawater t0 come in contact with the spent nuclear fuel.

5. Once free of the fuel matrix through corrosion, the fission products exit the failed cask
without delay.

6. The corrosion rate for spent nuclear fuel elements is constant. Radionuclides are leached
from the spent nuclear fuel elements at a rate proportional to the corrosion rate depending on
their relative concentrations.

Data from the Nuclear Energy Agency vitrified high-level waste model and on spent nuclear fuel corrosion
rates are summarized in Table C-13.

Table C-13 Data For Estimating Spent Nuclear Fuel Dose Rates From the Nuclear
Energy Agency Assessments for Vitrified High-Level Waste

Farameter g OUFCE:
Corrosion Rate for Glass (o) 0.000036 kg/m” day NEA 1988
Corrosion Rate for Aluminum-Clad Fuel (x1) 0.0086 l{glm2 day Rechard 1994
Sensitivity Coefficient for Corrosion Rate (a) 0.99 NEA 1988
Undamaged Cask Peak Individual Dose 9 remfyr NEA 1988
Damaged Cask Peak Individual Dose 650 rem/yr NEA 1988
Undamaged Cask Peak Biota Dose (Fish) 3.6 rad/vr NEA 1988
Undamaged Cask Peak Biota Dose (Crustaceans) 3.8 rad/yr NEA 1988
Undamaged Cask Peak Biota Dose (Mollusks) 10.0 rad/yr NEA 1988
Damaged Cask Peak Biota Dose (Fish) 29.0 rad/vr NEA 1988
Damaged Cask Peak Biota Dose (Crustaceans) 31 rad/yr NEA 1988
Damaged Cask Peak Biota Dose (Mollusks) 660 rad/yr NEA 1988

? Dose rates are based on a total Nuclear Energy Agency program mass of 100,000 MTHM
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C.5.3 Calculational Method For Dose Rate Estimates

The calculations presented here are designed to account for two differences between the Nuclear Energy
Agency radiological assessment and the radiological assessment required for this EIS. First, in the
radiological assessment performed for the Nuclear Energy Agency, a vitrified glass waste form was
assumed. For this EIS, aluminum-clad metal matrix fuel elements are assumed. Thus, the corrosion rate
of the matrix containing the radionuclides will be different in the two cases. Second, the radiological
assessment for the Nuclear Energy Agency was performed assuming reprocessed fuel equivalent to
100,000 MTHM containing a total of 10 billion curies, for a specific activity of 100,000 Ci per MTHM.
For this EIS, it is assumed that one Pegase cask contains (.0155 MTHM (15.5 kg) of spent nuclear fuel
and 930,000 Ci, for a specific activity of 60 million Ci per MTHM. Table C-14 contains a detailed list of
the inventory of radionuclides for both the Nuclear Energy Agency vitrified high-level waste and the
foreign research reactor spent nuclear fuel. The specific activity for the vitrified high-level waste is
significantly lower than that of the foreign research reactor spent nuclear fuel because the Nuclear Energy
Agency study uses data assuming a 10{)-year decay time for the waste, while the foreign research reactor
spent nuclear fuel is assumed to only have been out of the reactor less than a year. The Nuclear Energy
Agency study used 100-year decay time because in their study the spent nuclear fuel was not vitrified until
it was 50 years out of the reactor, and it was assumed to take 50 years for their cask to fail once it was in
the ocean.

The dose estimates from the Nuclear Energy Agency analysis are scaled for this EIS to reflect (1) the fact
that spent nuclear fuel corrodes faster than vitrified glass, (2) there is significantly less mass of heavy
metal in a spent nuclear fuel cask than was used in the Nuclear Energy Agency dose risk models, and
(3) the specific activity of the foreign research reactor spent nuclear fuel is higher than the specific activity
of the Nuclear Energy Agency vitrified high-level waste.

To account for differences in the waste matrix corrosion rate, the sensitivity of the calculated dose to the
corrosion rate was used. In its radiological assessment, the Nuclear Energy Agency published sensitivity
studies. For the accident analyses, an adjoin method was used to determine the sensitivity of the peak
individual dose and the collective dose to key parameters in their performance assessment model,
including the waste matrix corrosion rate.

The adjoin method employs a mathematical algorithm for calculating directly in one mun the sensitivity of
a performance assessment model to the model parameters. It gives as output the first derivative of the
response of the performance assessment model (here, peak individual dose and collective dose) with
respect to each of the model parameters (in particular, comrosion rate). Explicitly, the sensitivity
coefficient is defined as:

a _aD/D
do/ar

where a is the sensitivity coefficient, D is the dose (peak or cumulative), and o is a given parameter (leach
rate). This expression can be used to determine the change in the dose for a change in the parameter value
by integrating as follows in equation 2.
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Table C-14 Comparison of Ragdionuclide Inventories for Nuclear Energy Agency
High-Level Waste Sub-Seabed Disposal Studies and BR-2 Foreign Research

Reactor Spent Nuclear Fuel

Hydrogen-3 0.0 86.4 Cerium-141 0.0 5,700
Selenium-79 33,000 0.0 Cerium-144 0.0 310,000
Krypton-83 0.0 2,500 Promethium-147 11,000 48,000
Strontium-89 0.0 41,000 Promethium-148m 0.0 75.6
Strontinm-90 2,000,000,000 21,000 Samarium-151 27,000,000 0.0
Yitrinm-90 2,000,000,000 0.0 Europium-154 8,600,000 620
Yitrium-91 0.0 73,000 Europium-155 480,000 130
Niobium-95 0.0 220,000 Uranium-233 178 0.0
Zirconium-93 180,000 0.0 Uranium-234 300 0.0091
Zirconium-95 0.0 110,000 Uranium-235 0.0 0.014
Technicium-99 1,400,000 0.0 Uranium-236 47 00
Ruthenium-103 0.0 8,900 Uranium-238 0.0 0.00034
Ruthenium-106 0.0 22,000 Neptunium-237 32,000 0.0
Palladinm-107 10,000 0.0 Plutonium-238 0.0 64.2
Tin-123 0.0 430 Plutonium-239 120,000 1.8
Tin-126 58,000 0.0 Plutonium-240 620,000 1.2
Antimony-125 990 890 Plutoninm-241 3,500,000 280
Antimony-126m 58,000 0.0 Plutonium-242 600 0.0
Tellurium-125m 0.0 210 Americium-241 6,900,000 0.4
Tellurium-127m 0.0 890 Americium-242m 0.0 0.0011
Tellurium-129m 0.0 200 Americium-243 2,000,000 0.0043
Iodine-129 3.0 0.0 Curium-242 0.0 1.8
Cesium-134 108 16,000 Curivm-244 0.0 1.3
Cesium-135 150,000 0.0 Curium-245 21,000 0.0
Cesium-137 3,000,000,000 21,000 Curium-246 5,500 0.0
Barinm-137m 2,900,000,000 0.0

Total [16,000,000,000 930,000

® Nuclear Energy Agency vitrified high-level waste radionuclide inventories are based on 100,000 MTHM
that represent spent nuclear fuel radionuclide inventories for 100 years out of reactor. The Nuclear Energy
Agency analysis based its dose rate estimate calculations on vitrified high-level waste that was produced
Jfrom commercial light water reactor spent nuclear fuel at 50 years owt of reactor, then the Nuclear Energy
Agency analysis models the release of the vitrified high-level waste inventory into the ocean only afier an

additional 50 years of submersion.

b Foreign research reactor spent nuclear fuel radionuclide inventories are based on a Pegase cask filled with
36 elements of BR-2 spemt nuclear fuel, 300 days out of reactor.
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In (D1/Dgy=a In (01/0g) (3

Using the data provided in Table C-13,
In (D1/Dg)=0.991n (8.6x107°/3.6x107) (4
D1=221Dg : (5)

Where I is the dose by foreign research reactor spent nuclear fuel, adjusted only for the differ-
ence in leach rate, and Dy is the Nuclear Energy Agency dose.

Since the derivative in Equation (1) is evaluated at a particular value of each model parameter, it is by
definition the sensitivity coefficient of the dose to small variations in each parameter around their assigned
value. As a result, the calculation of dose using the sensitivity coefficient is valid only when changes in
the leach rate remain “sufficiently small” compared to the leach rate. However, the Nuclear Energy
Agency assessment states that many of the models in their assessment are linear, and it is possible to
estimate changes in the dose even for large variations in the leach rate.

To account for differences in the waste inventory, the dose was scaled linearly according to the ratio of the
specific activity of the BR-2 spent nuclear fuel to the specific activity of the vitrified high-level waste as
shown in Equation (6).

BEIs _ py Q0155 6.0B+07

b=p = = 9.3E-05 D 6
"By ' TOE+05 1.0B+05 1 (6)

Finally,

D = 0021 Do )]

C.5.4 Results

Dose rates were calculated in the Nuclear Energy Agency study for two types of ocean environments,
coastal waters and deep ocean floors. The results of scaling the Nuclear Energy Agency dose rate
estimates for the scenario of losing a cask of foreign research reactor spent nuclear fuel in coastal waters
are shown in Table C-15, with the comparable Nuclear Energy Agency results. In Table C-16, the results
of losing a cask containing foreign research reactor spent nuclear fuel in deep ocean waters are shown.
Table C-15 presents results for both an undamaged and a damaged cask, however Table C-16 provides the
estimated dose for a damaged cask only because it is assumed that the pressure from the deep ocean will
damage the cask seals.

The doses associated with the foreign research reactor spent nuclear fuel in Table C-16 are, in the case of
the mollusks, very high. However, to properly interpret this result, several factors must be considered.
First, the calculation that produced these results is very conservative for two reasons. The radioactive
material, once corroded, was assumed to immediately be released into the open ocean water. 1n fact, the
cask is expected to provide a significant “hold-up” time. This is because only the seal is expected to fail,
which means that, due to the small area of the seal, only a very limited amount of water movement through
the cask will be experienced. Over time, this small flow would carry out all of the soluble fission
products, but insoluble precipitates would remain in the cask. Also, no account was taken for the
possibility that the cask would likely become buried in silt, greatly slowing the fission product’s entry into
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Table C-15 Coastal Waters Dose Rate Estimates for 100,000 MTHM Vitrified
High-Level Waste and a Pegase Cask Loaded With BR-2 Foreign Research Reactor

Spent Nuclear Fuel
Undamaged Cask Peak Individual Dose 9.0 rem/yr 0.19 rem/yr
Damaged Cask Peak Individual Dose 650 rem/yr 14 rem/yr
Undamaged Cask Peak Biota Dose (Fish) 3.6 rad/yr 0.077 rad/yr
Undamaged Cask Peak Biota Dose (Crustaceans) " 3.8radfyr 0.081 rad/vr
Undamaged Cask Peak Biota Dose (Mollusks) 10 rad/yr 0.21 rad/yr
Damaged Cask Peak Biota Dose (Fish) 29 radfyr 0.62 rad/yr
Damaged Cask Peak Biota Dose (Crustaceans) 31 radfyr 0.66 rad/yr
Damaged Cask Peak Biota Dose (Mollusks) 660 rad/yr 14 rad/yr

Table C-16 Deep Ocean Dose Rate Estimates for 100,000 MTHM Vitrified
High-Level Waste and a Pegase Cask Loaded with BR-2 Foreign Research Reactor
Spent Nuclear Fuel

Daxe NEA (BR,
Damaged Cask Peak Individual Dose 0.00053 rem/ 0.114 rem/yr
Damaged Cask Peak Biota Dose (Fish) 30,000 rad/yr 640 rad/yr
Damaged Cask Peak Biota Dose (Crustaceans) 41,000 rad/yr 880 rad/yr
Damaged Cask Peak Biota Dose (Mollusks) 1,400,000 rad/yr 30,000 rad/yr

the open water. Also, no account was taken of the reduction in corrosion rate in the deep ocean due to
lower oxygen levels or the reduced temperatures. These factors indicate that if a rigorous calculation were
possible, the resultant dose would be lower, and likely significantly lower.

Once out of the cask, the fission products are unlikely to be transported very far in the very slow current
typical in the deep ocean. While this would concentrate the dose to those organisms in the area of the
cask, especially the mollusks, it also means that the population affected would be relatively small, since
only a small area would be contaminated.

Additionally, as explained in Chapter 3, the density of organisms in the deep ocean is around one percent
that in coastal waters. This further reduces the affected population of organisms.

The risks associated with the dose estimated for the mollusk are very low, due to the low frequency of the
cvent, as explained in the following section.

C.5.5 Risks Associated With Submersion of a Foreign Research Reactor Spent Nuclear Fuel Cask

Risks associated with submersion of foreign research reactor spent nuclear fuel casks were calculated for a
single cask, even though more than one cask may be carried on some voyages. The risk (consequences
multiplied by probability) is essentially independent of the number of casks carried per voyages. That is,
the risk associated with eight voyages of one cask each are essentially the same as one voyage carrying
eight casks.

The consequence estimates in Tables C-15 and C-16 are indicative of what could happen in the event that
a foreign research reactor spent nuclear fuel cask were to become submerged in coastal waters ot in the
deep ocean and is not recovered. By combining an estimate of the frequency at which such a situation is
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expected to occur with the consequence estimates, an estimate of the risk associated with ocean
transportation can be developed. The frequency of a cask becoming submerged is: the mathematical
product of the annual frequency of foreign research reactor spent nuclear fuel shipments, the probability
that a shipment is involved in an accident, the probability that a ship sinks (given that an accident occurs),
and the probability that a submerged cask is not recovered. Additionally, the frequency of a damaged cask
becoming submerged in coastal waters includes the probability that a cask is damaged given that an
accident occurs. The data for these events were taken from two sources, the Nuclear Energy Agency study
(NEA, 1988) and the Environmental Assessment of Urgent-Relief Acceptance of Foreign Research
Reactor Spent Nuclear Fuel (DOE, 1994). These data are summarized in Table C-17.

Table C-17 At Sea Risk Assessment Data

Shipment Accident Rate : 0.00032/Shipment (DOE, 1994) | 0.000046/Shipment (NEA, 1988)
Probability that Cask is Damaged, Given an Accident 0.002 (DOE, 1994)° 1.0°

Probability that a Ship Sinks Given an Accident 0.001 (Wheeler, 1994) 0.001 (Wheeler, 1994)
Probability that a Submerged Cask is not Recovered 0.0001 (NEA, 1988)‘J 0.05 (NEA, 1988)
Number of Shipments 721 721

Probability - Submerged Cask, Damaged, Unrecovered 46%1071 0.0000017
Probability - Submerged Cask, Undamaged, Unrecovered 2.3 %107 0.0c

® This value represents the conditional probability that the severity of an accident is greater than Category I,

as shown in Appendix E, Environmental Assessment of Urgent Relief Acceptance of Foreign Research
Reactor Spent Nuclear Fuel (DOE, 1994).

b Derivation of this probability is based in a fault tree analysis using data from the Nuclear Energy Agency
analysis.

€ The cask is assumed to fail at deep ocean depths.

The risk estimate results for the basic implementation of Management Alternative 1 are shown in
Table C-18. The risk for a peak dose to an individual is 6.4 x 10”7 mrem per year for a damaged cask in
coastal water and 0.0000(43 mrem per year for an undamaged cask. Risk associated with a submerged,
unrecovered cask in the deep ocean is 0.00019 mrem per year for a damaged cask.

Table C-18 Radiological Risk Estimates for At Sea Accidents

Coastal Dose Rate Risk Estimates
Peak Individnal Dose 64x10" mrem/yr 0.0000043 mrem/yr
Peak Biota Dose (Fish) 28x10° mradiyr 0.0000018 mrad/yr
Peak Biota Dose (Crustaceans) 3.0x 107 mrad/yr 0.0000019 mrad/yr
Peak Biota Dose (Mollusks) 6.4% 107 mradive 0.0000048 mrad/yr

Deep Ocean Risk Estimates
Peak Individual Dose 0.00019 mrem/yr | Cask is assumed to fail at deep ocean depths
Peak Biota Dose (Fish) 1.1 mrad/yr |Cask is assumed to fail at deep ocean depths
Peak Bicta Dose (Crustaceans) 1.4 mrad/yr |Cask is assumed to fail at deep ocean depths
Peak Biota Dose (Mollusks) 49 mrad/yr |Cask is assumed to fail at deep ocean depths

C.5.6 Marine Accident Impacts of Policy Alternatives

In Section C4.2, two implementation subalternatives to Management Alternative 1 and one
implementation subalternative to Management Alternative 2 of the proposed action that could impact the
risk calculations were identified: accepting spent nuclear fuel from developing countries only, a 5-year
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acceptance program, and overseas reprocessing of the foreign research reactor spent nuclear fuel.
Implementation of any of these has the potential to impact the marine accident risks calculated for the
basic implementation of Management Alternative 1 calculated above.

For the implementation subalternatives involving the shipment of different quantities of foreign research
reactor spent nuclear fuel, the consequences of an accident are the same for the implementation
subalternatives as they are for the basic implementation. In these subalternatives, the same type of spent
nuclear fuel is being shipped in the same types of transportation casks and is subject to the same accidents
as for the basic implementation. These are the variables between subalternatives that could have affected
the consequences of a marine accident. Since none changed, the consequences do not change. Two of the
implementation subalternatives fall into this category: the developing countries implementation
subalternative and the five-year policy duration implementation subalternative. For these two alternatives,
the marine accident risks are directly proportional to the number of foreign research reactor spent nuclear
fuel shipments required to implement each implementation subaltemative. 1t is therefore possible to scale
the results presented in the previous section by the ratio of the number of cask shipments in
implementation subalternative to the number of cask shipments in the basic implementation.

Subalternative 1b to Management Alternative 2 requires the shipment of the foreign research reactor spent
nuclear fucl wastes in a different form than the basic implementation. With overseas reprocessing of the
foreign research reactor spent nuclear fuel, any material that would be returned to the United States would
be in the form of vitrified high-level waste. As discussed carlier in Section C.5, the high-level waste
behaves differently when exposed to seawater than does spent nuclear fuel. The vitrified waste dissolves
at a much slower rate than the foreign research reactor spent nuclear fuel. A second major difference is the
amount of radioactivity present in each of the shipping casks carrying vitrified waste and spent nuclear
fucl. As shown in Table C-14, the total curie content of a transportation cask carrying foreign research
reactor spent nuclear fuel is approximately a million curies. Each vitrified waste transportation cask could
contain approximately a hundred times this amount., The contents of 837 spent nuclear fuel transportation
casks (all forcign rescarch reactor spent nuclear fuel could be processed, including that from Canada,
which was not included in the marine risk analyses for the basic implementation) are expected to be
reduced to fit into eight transportation casks.

In addition, a Hybrid Alternative has been analyzed to assess the impact of encouraging overseas
reprocessing of the foreign research reactor spent nuclear fuel for those countries capable of storing the
resultant high-level waste. The United States would accept for management the research reactor spent fuel
from countries that are unable to accept and store the high-level waste resulting from fuel processing.
Under the Hybrid Alternative analyzed, Belgium, France, Germany, Italy, Spain, Switzerland, and the
United Kingdom are assumed to process their aluminum-based spent nuclear fuel and accept the high-level
waste. All other countries identified in Table C-1 would be allowed to ship spent nuclear fuel to the
United States. The resulting 452 shipments of spent nuclear fuel (excluding the overland transport of fuel
of Canadian origin) are the basis for the marine impact analysis for this Hybrid Alternative.

The marine accident risks associated with each of these management alternatives is presented in the
following paragraphs.

Management Alternative 1, Implementation Subalternative 1a — Acceptance of Foreign Research Reactor
Spent Nuclear Fuel Only from Developing Countries: This implementation subalternative would result in
the shipment of 168 transportation casks of foreign research reactor spent nuclear fuel. This is 23 percent
of the shipments required for the basic implementation. Using this relationship, the risks presented in
Table C-18 can be scaled to produce the following results. The maximally exposed individual (MEI)
would be exposed to a risk (in terms of a peak individual dose rate) of 0.000044 mrem per year as a result
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of an accident causing the loss of a cask in the deep ocean. The consequences of this accident do not
change; the peak individual dose remains at 0.114 rem per year. The loss of a damaged cask in coastal
waters results in the lowest risk to man, 1.5 x 107 mrem per year. The risks to marine biota are reduced
by the same ratio and will range from a high of 11 mrad per year to a mollusk from the loss of a cask in the
deep ocean, to alow of 6 X 10” mrad per year to fish from the loss of a damaged cask in coastal waters.

Management Alternative I, Implementation Subalternative 2a — Acceptance of Foreign Research Reactor
Spent Nuclear Fuel for 5-Year Policy Duration: This implementation subalternative results in the
shipment of 586 transportation casks of foreign research reactor spent nuclear fuel. This is 81 percent of
the shipments required for the basic implementation. Using this relationship, the risks presented in
Table C-18 can be scaled to produce the following results. The MEI will be exposed to a risk (in terms of
a peak individual dose rate) of 0.00015 mrem per year as a result of the accident causing the loss of a cask
in the deep ocean. The loss of a damaged cask in coastal waters results in the lowest risk to man,
5% 107 mrem per year. The risks to marine biota are reduced by the same ratio and will range from a high
of 40 mrad per year to a mollusk (deep sea accident) to a low of 2 x 10® mrad per year to fish (coastal
water, damaged cask accident).

Management Alternative 2, Subalternative 1b — Overseas Processing with Shipment of Waste to a U.S.
Storage Facility: In this subalternative, all of the foreign research reactor spent nuclear fuel (including
that generated in Canada) is sent to either Great Britain or France for processing and the vitrified
high-level waste generated in the process would be shipped to the United States. Based on the processing
of approximately 23 metric tons (25.3 tons) of spent nuclear fuel, enough vitrified high-level waste would
be generated to require up to eight transportation casks of vitrified high-level waste being shipped to the
United States. Only the impact of the marine shipments from the processing facility to the United States
was calculated.

The consequences of an accident at sea that results in the loss of a transportation cask filled with vitrified
high-level waste can be derived from the information used to develop the marine accident consequences
for a foreign research reactor spent nuclear fuel cask. The consequences listed in Tables C-15 and C-16
for Do represent the consequences associated with the loss of 100,000 MTHM equivalent of vitrified
high-level waste. Based on eight shipments for the approximately 23 metric tons (25.3 tons) of spent
nuclear fuel, each shipment in this subalternative will contain approximately 2.9 metric tons (3.2 tons)
equivalent of vitrified high-level waste, Table C-19 presents the consequences from Tables C-15 and C-16
scaled to represent the consequences for an accident resulting in the loss of a transportation cask
containing 2.9 metric tons (3.2 tons) equivalent.

Table C-19 Consequences Resulting from the Loss of a Transportation Cask
Containing Vitrified High-Level Waste®

gL ; SR 5
Peak Individual Dose (Man) rem/yr 0.0003 0.019 1.5x 107
Peak Biota Dose (Fish) rad/yr 0.0001 0.0008 0.9
Peak Biota Dose (Crustaceans) rad/yr 0.0001 0.0009 1.2
Peak Biota Dose (Mollusks) rad/vr (0.0003 0.019 41

% These estimates are based on the best estimate values presented in the Nuclear Energy Agency report
(NEA, 1988)
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From the accident frequency data in Table C-17, a per-shipment accident frequency can be developed for
all three accidents of interest: 1) the loss of an undamaged cask in coastal waters, 2) the loss of a damaged
cask in coastal waters, and 3) the loss of a damaged cask in the deep ocean. These frequencies are the
product of the shipment accident rate, the probability of the vessel sinking after an accident, the probability
that a submerged cask is not recovered, and where applicable (for the damaged cask in coastal waters
only), the probability that the cask is damaged in the accident. The resulting per shipment accident
probabilities are 3.2 x 10" for the loss of an unrecovered, undamaged cask in coastal waters, 6.4 x 10°
for the loss of an unrecovered damaged cask in coastal waters, and 2.3 x 10 for the unrecovered loss of a
damaged cask in the deep ocean.

With the assumption that there are only up to eight shipments of vitrified high-level waste, the risks
associated with the marine transport of this material are almost non-existent. The risks in terms of rem per
year peak public dose and rad per year Beak dose to marine biota, of an unrecovered cask in coastal waters
are essenuallar zero, less than 1.0 x 107", The risks calculated for the deep ocean accidents are: much less
than 1 x 10" rem per year peak dose to man, 2 x 10 B rad per year peak dose to fish and crustaceans, and
7x107 rad per year peak dose to mollusks.

Management Alternative 3 — Combination of Components of Management Alternatives | and 3 (Hybrid
Alternative): Under the Hybrid Alternative, the United States would accept foreign research reactor spent
nuclear fuel from countries unable to store high-level waste. This Hybrid Alternative could result in the
shipment of 452 transportation casks of foreign research reactor spent nuclear fuel to the United States.
This is approximately 63 percent of the shipments required in the basic alternative. Using this
relationship, the risks presented in Table C-18 can be scaled to produce the following results. The MEI
will be exposed to a risk (in terms of a peak individual dose rate) of 0.00012 mrem per year as a result of
an accident causing the loss of a cask in the deep ocean. The consequences of this accident do not change
from the basic implementation; the peak individual dose remains at 0.114 mrem per year. The loss of a
damaged cask in coastal waters results in the lowest risks to man, 4 x 107 mrem per vear. The risks to
marine biota are reduced by the same rat10 and will range from a high of 31 mrad per year to a mollusk
(deep sea accident) to alow of 1.8 x 10 % mrad per year to fish (coastal water, damaged cask accident).
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Appendix D
Selection and Evaluation of Potential Ports of Entry

This appendix describes the process used by the Department of Energy (DOE) in selecting the potential
ports of entry analyzed in this Environmental Impact Statement (EIS). In addition, the appendix provides
the basic information required to evaluate ports and port activities, and the potential environmental impacts
(incident-free and accidents) associated with the receipt and handling of foreign research reactor spent
nuclear fuel from vessels to intermodal transport in ports.

D.1 Ports of Entry Selection Process

The adopted port selection process was based on a set of criteria developed by DOE to identify those ports
that would be most capable of providing for the safe receipt, handling, and transhipment of foreign
research reactor spent nuclear fuel. This appendix first describes the process through which DOE
developed the port selection criteria, and then describes the application of the criteria, resulting in the
identification of the specific parts available for consideration.

Because the basic implementation of Management Alternative 1 of the proposed action would involve
shipments from many foreign countries to several potential foreign research reactor spent nuclear fuel
management sites in addition to those identified in the Environmental Assessment of Urgent-Relief
Acceptance of Foreign Research Reactor Spent Nuclear Fuel (DOE, 19944), it was necessary to expand on
the port analysis approach used in the Urgent Relief Environmental Assessment. The Urgent Relief
Environmental Assessment was concerned with fewer shipments within a short timeframe, with the
shipments going only to the Savannah River Site. Also, as stated in the Urgent Relief Environmental
Assessment, this EIS considers future population trends and future port developments.

Independent maritime safety experts consulted during the preparation of this EIS informed DOE that any
modern breakbulk or container terminal can accommodate the safe receipt, handling, and transhipment of
foreign research reactor spent nuclear fuel in approved shipping casks (USMMA, 1994), This view is
supported by the well-documented excellent safety record for shipping foreign research reactor spent
nuclear fuel in the United States (NRC, 1993). In addition, the port selection criteria discussed in this
appendix, taken collectively, provide a reasonable additional basis for identifying those candidate ports
suitable for the safe receipt and handling of foreign research reactor spent nuclear fuel.

D.1.1 Background

Since 1979, when the U.S. Nuclear Regulatory Commission (NRC) first began approving spent nuclear
fuel shipments in the United States, 317 spent nuclear fuel shipments in Type B casks have been
transported safely into several U.S. ports of entry. These include Newport News, Norfolk, and
Portsmouth, VA; Portland, OR; Savannah, GA; and Oakland, CA (NRC, 1993). However, prior to the fall
of 1993, DOE did not have any generally applicable criteria for identifying ports of entry. For this EIS, as
well as for the Urgent Relief Environmental Assessment, DOE developed criteria to identify candidate
ports of entry. The criteria used in this evaluation to identify potential ports for the receipt of foreign
research reactor spent nuclear fuel are based on consideration of several independent factors, each
described in more detail in the following sections.
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D.1.2 Information on Past Spent Nuclear Fuel Shipments

The NRC has the authority under the Atomic Energy Act of 1954, as amended, to regulate certain aspects
of spent nuclear fuel transportation. Of the thousands of shipments completed over the last 30 years in the
United States and abroad, none has resulted in an injury due to the radioactive nature of the cargo
(NRC, 1993). For the same period, about 1,200 (924 domestic and 293 foreign) overland shipments of
spent nuclear fuel took place without any injury attributable to accidents or incident-free radiation doses
during transport. Table D-1 provides the number of NRC and Department of Transportation regulated
international and domestic overland shipments since 1979 (excluding DOE shipments). The casks that
would be used in this program are robust Type B containers. The safety, safeguards, and precautions used
for such shipments have historically been very successful (NRC, 1993).

Table D-1 Number of NRC/Depirtment of Transportation Regulated Overland and
International Spent Nuclear Fuel Shipments

1979 2 1 0 14 0
1980 73 5 2 55 0
1981 30 2 3 48 0
1682 80 0 1 43 0
1983 92 0 2 23 0
1984 209 3 2 34 0
1983 114 i8 0 21 0
1986 88 15 0 17 0
1987 85 15 3 19 0
1988 10 7 0 15 0
1989 11 6 1 4 0
1950 0 8 2 0 3
1991 7 10 4 0 1
1992 17 6 0 0 0
Total 818 106 20 293 4

*Ports included Newport News, Norfolk, and Portsmowsh, VA; Savaanah, GA; Portland, OR; and Oakland, CA.

D.1.3 Federal Court Ruling

In the December 1991 decision of the U.S. District Court, District of Columbia Circuit, on the return of
spent nuclear fuel from Taiwan, the court ruled that DOE must consider a reasonable range of alternative
ports, including (at least) two low population density ports near DOE’s Savannah River Site (U.S. District
Court, 1991). In this appendix, DOE has identified a reasonable range of alternative ports on the East,
Gulf, and West Coasts (including several low population ports) for the receipt, handiing, and transhipment
of foreign research reactor spent nuclear fuel to five potential DOE management sites (including the
Savannah River Site) being considered in this EIS.

D.1.4 Notice of Intent Port Criteria

The Notice of Intent for this EIS (DOE, 1993) listed a series of preliminary criteria which might be applied
to a potential list of candidate seaports to identify ports which would be acceptable for receipt, handling,
and transhipmemt of foreign research reactor spent nuclear fuel. These proposed criteria included:
“(a) adequacy of harbor and dock characteristics to satisfy the cask carrying ship requirements;
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(b) availability of safe and secure lag storage; (c¢) adequacy of overiand transportation systems from ports
to the storage site(s); (d) experience in safe and secure handling of hazardous cargo; (e) emergency
preparedness status at the port and nearby communities; and (f) proximity to the proposed storage sites.”
Either implicitly or explicitly, these criteria were considered in the port screening, as discussed in the
following sections.

D.1.5 The U.S. Merchant Marine Academy Workshop Recommendatidns

A DOE-sponsored workshop on port selection criteria for spent nuclear fuel was held at the U.S. Merchant
Marine Academy at Kings Point, New York, on November 15-16, 1993 (USMMA, 1994). Participants at
the workshop included experts from the maritime industry in the areas of marine transportation, intermodal
systems, marine insurance, admiralty law, U.S. Coast Guard Operations, U.S. Navy Operations, Military
Sealift Command Operations, and national cargo, pilotage, and ships operations.

A series of panel discussions focused on issues such as economics and transportation safety, advantages of
shipping spent nuclear fuel on various types of vessels, and shipping spent nuclear fuel through large
versus small ports. The purpose of such discussions, in part, was to enable DOE to identify port criteria
that would minimize both the actual and perceived risk involved in spent nuclear fuel shipments. The
workshop participants agreed that any port capable of handling an ocean-going vessel is capable of
receiving spent nuclear fuel. While some of these ports might have features that would make them more
desirable than others (e.g., easy access from the open sea, modern facilities, etc.), no port would have such
limitations as to preclude safe receipt of the spent nuclear fuel. While individual ports might not satisfy all
the criteria recommended at the workshop, the workshop participants concluded that the criteria would
provide a means of evaluating the relative merits of ports.

The three criteria recommended as necessary for safe shipment were: short distance from the open ocean
to the port, adequate port cargo facilities, and intermodal access (i.e., for truck or rail shipments from the
port to the management site).

*

A second set of recommendations that were listed as “important but not necessary” included: an
experienced risk management staff, emergency preparedness and response capabilities, a skilled labor
force aboard ship and in port, good port security, no local restrictions or regulations on movement of
hazardous cargo, and no significant environmental considerations for the port.

Finally, the workshop also provided a list of “desirable” attributes for ports, including: distance of the
port from a population center, proximity of the port to a spent nuclear fuel management location, *“local
economic issues” (e.g., areas that receive a significant fraction of their revenues from maritime and
shipping activities), and personnel with training and experience in radioactive shipments and incident
response.

D.1.6 Provisions of the National Defense Authorization Act for Fiscal Year 1994

On November 30, 1993, the National Defense Authorization Act for Fiscal Year 1994 was signed into law
(NDAA, 1993). Section 3151 stipulates specific criteria that must be used “if economically feasible” and
“to the maximum extent practicable” in selecting U.S. ports for both emergency and nonemergency
receipt of foreign research reactor spent nuciear fuel at the Savannah River Site. Although the National
Defense Authorization Act does not specifically address other potential DOE management sites, DOE
assumed that the guidance provided for foreign research reactor spent nuclear fuel shipments to Savannah
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River Site should be considered for the other four potential sites being considered in this EIS (Idaho
National Engineering Laboratory, Hanford Site, Qak Ridge Reservation, and the Nevada Test Site), to the
extent feasibility and practicability permitted.

Specifically, the National Defense Authorization Act requires that DOE may not receive foreign research
reactor spent nuclear fuel if it “cannot be transferred in an expeditious manner from its port of entry in the
United States to a storage facility that is located at a Department of Energy facility and is capable of
receiving and storing the spent nuclear fuel.” Further, it requires that the * Secretary of Energy shall, if
economically feasible and to the maximum extent practicable, provide for the receipt of spent nuclear
fuel....at a port of entry in the United States which...compared to each other port of entry....that is capable
of receiving the spent nuclear fuel - (1) has the lowest human population in the area surrounding the port
of entry; (2) is closest in proximity to the facility which will store the spent nuclear fuel; and (3) has the
most appropriate facilities for, and experience in, receiving nuclear fuel (NDAA, 1993).”

D.1.7 Comments Received During the EIS Scoping Meetings and on the Urgent Relief
Environmental Assessment

Nine public scoping meetings were held in November and December, 1993, at six cities being considered
as potential ports for the receipt of spent nuclear fuel from foreign research reactors, and four cities near
the potential spent nuclear fuel management sites discussed in this EIS. As a result of these meetings,
DOE received several groups of similar comments, which have been incorporated into the development of
the criteria (DOE, 1994a).

The largest number of comments (44) received on any general port-related issue dealt with avoiding ports
in high population areas. Reasons ranged from concerns about accident consequences and possible
terrorist attacks, to concerns about the ability tfo adequately respond to emergencies and possible
evacuation of populations.

The second largest number of comments (32) suggested that alternative ports in low-population areas or
ports operated by the military be seriously considered, and that ports that are closest to the storage sites
and/or have the most direct transportation routes between the ports and management sites be considered.

Other comments that fall within the jurisdiction of DOE and within the scope of this EIS include:
suggestions that selected ports should have experience handling spent nuclear fuel (9 comments); the
safest marine terminals should be used at the port selected (3 comments); and that DOE should allow
case-by-case designation of ports based on the most sensible options at the time each individual shipment
occurs, considering the vessel, country of origin, time, cost, and overall experience of the ports
(2 comments).

In addition to comments presented at the EIS Scoping Meetings, DOE has also considered individual
comments and a list of suggestions from the Sierra Club on the draft Urgent Relief Environmental
Assessment (DOE, 19944d).

D.1.8 Key Assumptions and Methodology for Port Identification

A number of possible maritime shipment modes are potentially available for shipping the foreign research
reactor spent nuclear fuel over the next 10 or more years. The various transport modes generally
determine which port facilities are adequate at each specific port [e.g., container cranes are required for
container vessels, a pier for roll-on/roll-off vessels, and breakbulk cranes for breakbulk vessels]. While
regularly scheduled cargo ships servicing commercial ports could be an important mode selected by
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owners of the foreign research reactor spent nuclear fuel for their shipments, smaller unscheduled vessels
would also be a common mode of transport for multiple cask shipments (e.g., the first shipment of foreign
research reactor spent nuclear fuel under the Urgent Relief Environmental Assessment in
September 1994). This means that there will be a somewhat greater number of potential ports of entry to
consider than if only larger, regularly scheduled commercial container vessels were to be used (details on
potential vessel types that might be used are provided in Appendix C).

In addition to the types of vessels that could be used, the way foreign research reactor spent nuclear fuel
casks are “‘packaged” for shipment is also a determinant in the selection of potential ports. For the Urgent
Relief Environmental Assessment shipments to Savannah River Site, the Terms and Conditions for
Financial Settlement for Receipt and Disposition of Foreign Research Reactor Spent Fuels (DOE, 1994c¢)
required that spent nuclear fuel casks be containerized in 20 ft International Standards Organization
containers (nominally, 24 m x 24 m x 6.1 m, or 8 ft x § ft x 20 ft), also called 20-ft equivalent units.
Therefore, it was assumed that spent nuclear fuel casks would only be shipped containerized. This
eliminates consideration of receipt and handling of foreign research reactor spent nuclear fuel casks in a
“palletized” mode. Thus, the EIS focuses primarily on reasonable options for ports qualitied for the
receipt, handling, and transhipment of containerized spent nuclear fuel on any viable vessel type.

Among the ports that routinely handle containerized freight, two groups of ports - those along the in-land
Mississippi River (above New Orleans) and those around the Great Lakes - are not considered in this
evaluation. Access to these ports requires a long inland transit from open ocean. The U.S. Merchant
Marine Academy recommendations discouraged such transits.

Finally, since the National Defense Authorization Act did not establish numerical distance or transport
time limits for spent nuclear fuel transport, DOE concluded that, consistent with current and past Federal
practice for transport of spent nuclear fuel in the contiguous United States, all overland shipments should
be managed such that the spent nuclear fuel is kept moving as expeditiously as possible from the time it is
placed on the transportation vehicle at the port of entry until it reaches the DOE management site, to the
maximum extent practicable. For example, truck shipments (which typically involve two drivers in a
tractor with a sleeping area) are assumed to be basically nonstop in order to deliver the spent nuclear fuel
promptly, stopping only for fuel and food. This has been, and is expected to remain, DOE practice tor
such shipments.

NRC recently reported that for the period 1979-1992, rail transport only accounted for 8.6 percent of the
total spent nuclear fuel shipments in the United States, but these shipments accounted for about 66 percent
of the total quantity of spent nuclear fuel shipped (NRC, 1993). Rail travel (freight) typically takes much
longer than truck transport when moving spent nuclear fuel on a dedicated railcar, where even short trips
may require movement through additional intermodal terminals (e.g., transfer from rail to truck for site
delivery), or intermediate points of dedicated railcar transfers to other train systems (e.g., from a local
freight handler to one or more long distance freight lines). However, in the case of dedicated trains where
entire multiple cask shipments (such as those used for the Urgent Relief shipment from the Military Ocean
Terminal at Sunny Point (MOTSU) to the Savannah River Site) go directly from the port to the
management Site, rail travel times are expected to be somewhat longer than those for truck transport.
Generally, rail distances are also typically somewhat longer than those for trucks using interstates, and rail
transport generally costs more, and potentially exposes larger numbers of people since transits typicaily
pass through major railyards in inner cities (see Appendix E for comparative travel distances for truck and
rail).
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In both cases, DOE concludes that by proper planning and compliance with current Department of
Transportation and NRC shipment requirements (including use of pre-approved routes), each shipment of
foreign research reactor spent nuclear fuel could be moved expeditiously from each port to each
management site, and specific distance and time considerations do not serve to usefully discriminate
against ports in the contiguous 48 States. '

D.1.9 Methodology for Port Selection

The methodology for identifying acceptable ports of entry began with a list of 153 commercial ports
throughout the contiguous United States. These ports included the 151 ports that were originally
considered in the Urgent Relief Environmental Assessment (DOE, 1994d). The two additional
commercial ports are Eddystone, PA, and Fernandina Beach, FL. Also, eight additional military ports in
the contiguous United States suggested by the Military Traffic Management Command (MTMC, 1994a)
were evaluated. The eight candidate military ports were those believed to routinely handle dry
containerized cargoes (largely munitions), on breakbulk, container, and/or roll-onroll-off vessels.
Military ports are subject to extreme fluctuations in port activities as a function of national need. By using
the criteria described below, ports that did not meet each DOE mandatory criterion in the sequence were
eliminated, Those ports not eliminated at each step of the screening process were then evaluated in the
same fashion against the remaining required criteria.

The required screening criteria DOE used to identify potential ports of entry are:

¢ The ports must have appropriate (routine) experience handling containerized cargo
(Criterion 1);

» The ports must offer favorable transits from the open ocean to the selected terminals
(Criterion 2);

» The ports must have appropriate facilities for safe receipt, handling, and transhipment of .
foreign research reactor spent nuclear fuel (Criterion 3);

» The ports must have ready access for intermodal transport (i.e., truck and rail facilities at or
close to the selected terminal) (Criterion 4); and

e The human population of the ports and along transportation routes must be low to the
extent economically feasible and maximum extent practicable (Criterion 5).

In selecting the final list of seaports from those found acceptable under Criterion 5, DOE applied several
desirable port attributes. The potentially most useful of these ports for receipt, handling, and transhipment
of foreign research reactor spent nuclear fuel to any of the five DOE management sites, and which also
had the highest number of other desirable attributes, were selected for consideration and detailed analysis
in the EIS.

D.1.9.1 Criterion 1: Appropriate Port Experience

The first criterion selected is one of the National Defense Authorization Act requirements for using ports
with appropriate experience. The criterion is used first because if a port does not currently have
appropriate container handling experience, or is unlikely to have this experience during the time period
analyzed in this EIS, there is no reason to consider it further. For this screening, commercial ports that
handie on the order of at least 20,000 20-ft equivalent units of containerized cargo per year [i.e., any mix
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of breakbulk, combination breakbulk/container ships, or self-contained ships that are equivalent to
unloading (or loading) a small container vessel every week or two] were selected for further detailed
analysis under the remaining criteria.

Because containerized spent nuclear fuel requires no special port experience or facilities specific to the
handling of radioactive material, ports were not eliminated from consideration because of lack of such
experience or facilities.

This criterion excludes experience in handling bulk liquid cargoes (e.g., oil or petrochemicals) or other
bulk cargoes (e.g., grain, coal, etc.) unloaded using special cargo equipment not of the type used for receipt
and handling of containerized foreign research reactor spent nuclear fuel shipments. 1t also excludes ports
used primarily by fishing fleets or cruise ship liners.

Ports meeting the appropriate experience requirement would be those where port terminal(s) and operators
routinely load and/or unload all types of containerized dry cargoes requiring the same type of handling as
containerized spent nuclear fuel (e.g., everything from television sets and machine parts to toxic materials,
flammable or explosive cargoes, etc.), or are likely to acquire such experience during the time period
analyzed in this EIS (i.e., large cargo or container port expansions or improvements are planned within the
next several years). DOE found that the status of commercial port facilities is very dynamic and subject to
rapid and unpredictable changes. For example, the Port of San Francisco, CA lost four of its five major
container lines to the Port of Oakland, CA early in 1994, and the Port of Morehead City, NC, has gone
from on the order of 10,000 containers per year a few years ago to essentially no container service at the
present time (DOE, 1994d). Similarly, the Port of Richmond, CA (while it still has two container cranes
available and acceptable facilities) no longer receives significant numbers of containers (AAPA, 1994),
although that could change in the near future.

This criterion also effectively eliminated ports that have infrequent container/breakbulk ship calls,
marginal equipment or facilities, and were less likely to have well-trained and experienced personnel than
busier ports during the pericd analyzed in this EIS (adequacy of ports and facilities for receiving, handling,
and transhipping such cargoes will be addressed in Section D.1.9.3).

Out of the original list of 153 commercial candidate ports in the contiguous United States that were
discussed earlier (excluding the 29 Great Lakes and upper Mississippi River ports), this screening resulted
in the identification of 31 candidate seaports (see Table D-2 and Figure D-1). Many of the rejected ports
were associated with oil or other bulk shipments, and were not viable for either breakbulk or container
operations. These 31 commercial ports are considered to be reasonably representative of the total
population of viable commercial seaports in the contiguous United States. Three of the eight military ports
evaluated were found to generally satisfy this criterion, allowing for the cyclical nature of military
activities at these ports (see Figures D-1 and D-2 and Table D-3). The acceptable military ports included
the Military Ocean Terminal Bay Area in Oakland, CA, and the Naval Weapons Station (NWS) in
Concord, CA, as potential West Coast ports of entry, and MOTSU for a potential East Coast port of entry.
This criterion screened out all naval bases and shipyards in the contiguous United States because they do
not regularly handle containerized cargo from ocean-going vessels in any significant quantity,

There is great uncertainty associated with attempts to project the future of part activities and possible
availability for receipt, handling, and transhipment of foreign research reactor spent nuclear fuel. Many of
the features and facilities of ports addressed in Criterion 3 are inexiricably related to the likelihood that any
glven port will meet the minimum requirements for *“appropriate” experience in the future. Thus, for
example, if a specific port lacks adequate facilities and equipment at present, and there is no identifiable
intention of improving the port in the future, it is unlikely that the port will develop the appropriate
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Table D-2 Commercial Ports with Appropriate Experience Receiving, Handling,
and Transhipping Containerized Dry Cargoes®

e i : S i N

& AR 0

No Gloucester City, NJ No Port Angeles, WA No

| Albany, NY No Gramercy, LA No Port Arthur, TX No
Alexandria, VA No Grays Harbor, WAS Na Port Canaveral, FL. No
Anacortes, WA No Green Bay, WI NA Port Costa, CA No
| Antioch, CA No Guifport, MS Yes Port Everglades, FL, Yes
Ashtabuia, QH NA Hopewell, VA Na Port Hueneme, CA No
Astoria, OR No Houston, TX Yes Port Manatee, FL* No
Baltimore, MD Yes Huntington Beach, CA No Port Neches, TX No

i Batog Rouge. LA NA Huron, OH NA Port Royal, §C No
Bay City, Ml NA Jacksonville, FL. Yes Port San Luis, CA No
Beaumont, TX* No Kalama, OR No Port Sulfur, LA No
Bellingham, WA No Kenosha, W1 NA Port St. Jog, FL No
Benicia, CA No La Place, LA No Port Townsend, WA No
Boston, MA Yes Lake Charles, LA Yes Portland, OR Yes
Bridgeport, CT No Long Beach, CA Yes Portland, ME No
Brownsville, TX No Longview, WA® No Portsmouth, NH* No
Brunswick, GA No Lorain, OH NA Portsmouth, VA Yes
Buffalo, NY NA Los Angeles, CA Yes Providence, RI No
Burpg Harbor, IN NA Mandalay Beach, CA No Raymond, WA No
Cambridge, MD No Manitowoc, WI NA Redwood City, CA No
Camden, NJ* No Marcus Hook, PA No Reedsport, OR No
Carisbad, CA No Marine City, MI NA Reserve, LA No
Carpinteria, CA No Miami, FL. Yes Richmond, VA Yes
Charleston, SC Yes Milwaukee, W1 NA Richmond, CA® No
Chicago, [L, NA Mobile, AL® No Rochester, NY NA
Cleveland, OH NA Morehead City, NC No Sacramento, CA No
Conneaut, OH NA Moss Beach, CA No Saginaw, M1 NA
Coos Bay, OR No Muskegon, MI NA San Diego, CA® No
Corpus Christi, TX® No New Bedford, MA . No San Francisco, CA Yes
Crescent City, CA No New Haven, CT No Sandusky, OH NA
Crockett, CA No New London, CT No Savannah, GA Yes
Delaware City, DB No New Orieans, LA Yes Sears ME Na
Detroit, M1 NA New York NY" Yes Seattle, WA Yes
Duluth, MN NA Newport News, VA Yes Sheboygan, WI NA
Eddystone, PA Yes Newport, OR No Stockton, CA No
Edmonds, WA No Norfolk, VA Yes Superior, WI NA
El Segundo, CA No Oakland, CA Yes Tacoma, WA Yes
Eric, PA NA Ogdensburg, NY NA Taft, LA No
Essexville, M1 NA Olympia, WA No Tampa, FL.* No
Esterg Point, CA No Orange, TX Ne Texas Ciry, TX No
Eyreka, CA No Osirica, LA No Toledo, OH NA
Everett, WA No Oswego, NY NA Uncle Sam, LA No
Fairport Harbor, OH NA Palm Beach, FL, Yes Vallejo, CA No
Fall River, MA No Panama City, FL, No Vancouver, WA® Na
Femdale, WA No Pascagoula, MS No Venice, LA No
Fernandina Beach, FL Yes Paulsboro, NJ No Ventura, CA No
| Freeport, TX Yes Pensacola, FL No Willapa Bay, WA No
Friday Harbor, WA No Philadelphia, PA Yes Wilmington, DE Yes
Galveston, TX Yes Pilottown, LA No Wilmington, NC Yes
Gaviota, CA No Pinsburgh, CA Na Winslow, WA No
Georgetown, SC No_ Point Wells, WA No (Closing)

2For possible use by breakbulk, container, Roll-on/Roll-off or combination vessels. No Great Lakes ports or ports
far up the Mississippi River were evaluated in detail because of the unaccepiably long transits on crowded inland
waterwdys or need for additional intermodal transfers (listed as “not applicable” or NA).

blncludes the preferred terminal at Elizabeth, NJ.
“Does have limited dry cargo facility; could acquire approprjate experience during 10 1o 15-years,
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© Appropriate Port Experience:

~ Ports routinely handle containerized
cargo (at least 20,000 TEUs/yr)

a Accepted 31 Commercial Ports:

Baltimore, MD*
Boston, MA
Charieston, SC
Eddystona, PA*
Elizabsth, NJ
Fernandina Beach, FL
Freepont, TX
Galveston, TX
Gulfport, MS
Houston, TX
Jacksonville, FL
Lake Charles, LA
Long Beach, CA
Los Angeles, CA
Miaml, FL
Newporl News, VA*
New Orleans, LA
Norfolk, VA*
Qakland, CA*
Palm Beach, FL
Philadelphia, PA
Port Everglades, FL
Portland, OR*
Portsmouth, VA*
Richmond, VA
San Frencisco, CA
Savanneh, GA*
Seattle, WA
Tacoma, WA
Wiimington, DE
Wiimington, NC

b. Accepted 3 Military Ports™:

Military Ocean Terminal
Sunny Point, NC*

Miltary Ocean Terminal
Oekland, CA

Naval Weapons Station
Concord, CA

* Database Indicates Port has handled
SNF or other Type B cask shipments

= Military poris meet 20,000 TEL requirement
on a perlodic basls, but cycle between high
and iow work lcads based on military demands

Broad List of Potential Ports
(153 Commerclal and 8 Mifitary)
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Table D-3 Military Ports with Appropriate Experience Receiving, Handling, and
Transhipping Containerized Dry Cargoes

E
Bayonne, NJ (Military Ocean Terminal) No
Cheatham Annex, VA (Navy) No
Concord, CA (Naval Weapons Station) Yes
Kings Bay, GA (Submarine Base) ‘ No
Oakland, CA (Military Ocean Terminal) - Yes
Port Hueneme, CA (Naval Constriiction Battalion Center) No
Sunny Point, NC (Military Ocean Terminal, MOTSU) Yes
Yorktown, VA (Naval Weapons Station) No

BMititary ports meet 20,000 twenty-foot equivalent units/yr requirement on a periodic basis and retain a corp of
experienced port workers.

Sources of information include: MTMCTEA, 1992 (Bayonne, NJ); MTMC, 1994a (Cheatham Annex, VA);
Yocurn, 1994a and 1994b (Concord, CA); FHI, 1993b (Kings Bay, GA); MTMC, 1994b; MTMCTEA, 1990 (Port
Hueneme, CA); DOE, 1994d (Sunny Poing, NC); and FHI, 1994a(Yorkiown, VA).

experience required during the period analyzed in this EIS. As a result, DOE searched the available
literature and scanned port-specific information from a number of sources (including direct discussions
with numerous port officials) to identify planned future port improvements to see if that information could
be used to tentatively increase the number of potential ports in subsequent port screenings for other
necessary criteria, The results of this review are addressed further in Attachment D1 to this appendix. The
basic finding was that all identifiable future port improvements were generally being made in ports that
already meet the appropriate experience criterion (also see Attachment D1 to this appendix for projected
port improvements that have been identified). As a result, that test for potential future port utilization did
not yield any additional ports for subsequent screening.

On the other hand, DOE also found that some ports already have adequate facilities, but for one reason or
another have been unable to attract enough container shipments to ensure a reasonable core of experienced
workers {(e.g., Port of Richmond, CA). In such cases, future projections are extremely uncertain, since
there is no way of knowing whether ports will be successful in marketing new business opportunities in
the future. As a result, DOE concluded that there was no useful purpose served in keeping these ports in
the list for subsequent screening.

D.1.9.2 Criterion 2: Favorable Transit From Open Ocean

This criterion was based on recommendations from the U.S. Merchant Marine Academy Workshop
participants who found that a short transit from the open ocean to port was necessary to maximize the
safety of shipments of spent nuclear fuel (USMMA, 1994), However, it is clear that since this criterion
focuses on ship safety, it is essentially synonymous with the requirement for a favorable ship transit from
the open ocean to the port. Thus, while a port might be within a few miles of the open sea, if there were
numerous hard shoals, ship wrecks, or reefs along the ship channel, this port might be less desirable than
other ports with longer but less risky transits. On the other hand, ports that can only be reached by
transporting spent nuclear fuel through long, narrow, winding, or crowded ship channels present additional
risks that can be avoided by using ports that are easier to reach.

As a result, DOE concluded that ports meeting the intent of this criterion would have relatively short trips
to port from large, deep bodies of water that were either oceans, seas, or notable extensions thereof, such
as large bays or sounds (e.g., Chesapeake Bay, San Francisco Bay, or Puget Sound), and which present no
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special navigational hazards to ships (including adequate width and depth of water in ship channels). A
minimum channel depth (mean low water) of 7.6 m (25 ft} was selected to permit use by at least small to
intermediate size vessels.

Less desirable were potential ports that could only be reached by traversing long, narrow and/or winding,
or crowded ship channels [e.g., the St. Lawrence seaway to a Great Lakes port or the long passage up the
Galveston/Houston ship channel to Houston (which is crowded by oil tankers in the channel and mumerous
petroleum and petrochemical plants along the channel that could impact on ship safety in the event of a
plant or pipeline accident)].

Reliable data on risks associated with transits are difficult to find. In 1991, the U.S. Coast Guard
established a national database on ship accidents. The 46 Code of Federal Regulations (CFR) §4.05-1
defines reportable accidents as those events that (1) leave a vessel damaged and presenting a navigational
hazard (e.g., loss of propulsion or steering) or affect seaworthiness, (2) cause damage in excess of $25,000,
or (3} result in serious injury or loss of life. Included in the database are allisions (single ship collisions
with fixed structures such as buoys, docks, or bridges), collisions (between two vessels while under
power), hard groundings (where a vessel cannot free itself), and fires onboard cargo vessels due to other
accidents (USCG, 1994a and 1994b). However, since these accident statistics are not comprehensive and
include barge accidents in addition to those involving ocean-going vessels, it is difficult to provide sound
and reliable estimates of accident frequencies and types per transit to port.

Using all of the information currently available that pertains to analysis of this criterion, DOE found that
the Ports of Richmond VA, New Orleans and Lake Charles, LA, and Houston, TX do not meet the criteria
for receipt of foreign research reactor spent nuclear fuel at this time.

As shown in Table D-4 and Figure D-3, application of this criterion resulted in the retention of
27 commercial seaports and three military ports for further analysis.

D.1.9.3 Criterion 3: Appropriate Port Facilities

The National Defense Authorization Act requires the use of ports with “appropriate port facilities” that
allow safe handling of foreign research reactor spent nuclear fuel. The U.S. Merchant Marine Academy
Workshop recommended as *necessary for safe shipment” that an acceptable port have *adequate port
cargo facilities,” which included (1) berthing options (e.g., so that conflicting activities at an adjacent
berth or onshore could be avoided if necessary), and (2) onsite cranes with trained operators (while it was
recognized that ports without cranes could use other means to offload a vessel, the panel preferred ports
with cranes).

Thus, port facilities must possess the following minimum physical attributes: (1) adequate water depths
alongside piers [at least 7.6 m (25 ft) was selected for this screening] for docking at least small to
intermediate-sized vessels, (2) adequate wharfs and quays, with berthing options (in case a potential for
conflicting operations exists near the berth of choice), for securing vessels and safely offloading, and
carrying the necessary spent nuclear fuel loads, and (3) at least one adequate crane for offloading
containerized spent nuclear fuel onto ground transport [at least a 30 metric ton (33 ton) capacity crane was
selected for this screening].

While many small ports have cranes with large lift capacities [100 metric tons (110 tons) or more], they
are not purpose-built container cranes and must use special container spreaders for use with containers.
Although the U.S. Merchant Marine Academy Workshop found it “desirable” for a port to have an
adequate purpose-built container crane available, participants determined it was unnecessary to have one,
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Table D-4 Required Maritime Transit Criterion for Selection of Seaports for
Foreign Research Reactor Spent Nuclear Fuel Shipments

Baltimore, MD 240 Yes
Boston, MA 12 Yes
Charleston, SC 11 Yes
Eddystone, PA 120 Yes
Elizabeth, NJ 18 Yes
Fernandina Beach, FL. 15 Yes
Freeport, TX 6 Yes
Galveston, TX 16 Yes
Gulfport, MS 30 Yes
Houston, TX 71 No
Jacksonville, FL. 11 Yes
Lake Charles, LA 52 No
Long Beach, CA 4 Yes
Los Angeles, CA 5 Yes
Miami, FL. 5 Yes
Newport News, VA 40 Yes
New Orleans, LA 160 No
Norfolk, VA 35 Yes
Oakland, CA 15 Yes
Palm Beach, FL. 6 Yes
Philadelphia, PA 130 Yes
Port Bverglades, FL 2 Yes
Portland, OR 140 Yes
Portsmouth, VA 40 Yes
Richmond, VA 190 No
San Francisco, CA 19 Yes
Savannah, GA 24 Yes
Seattle, WA 5 Yes
Tacoma, WA 5 Yes
Wilmington, DE 100 Yes
Wilmington, NC 38 Yes
Military
NWS Concord, CA 60 Yes
MOTBA, CA 15 Yes
MOTSU, NC 16 Yes

To convert distance to miles, divide by 1.6.

Thus, while it is preferable to avoid any additional risks associated with the use of general purpose cranes
(even though small) by using terminals with equipment designed to handle containerized cargo (an
alternative to port container cranes might be the use of combination breakbulk/container vessels with
shipboard container cranes that are generally operated by trained and experienced port stevedores), a
purpose-built container crane was not determined to be necessary to satisfy this criterion. Military ports
also represent a special case, since most do not have such purpose-built container cranes, and use a
container spreader attachment when necessary.
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© Fovorable Transh to Port:

- Port within reasonable distance from
the open sea, with favorable transit

a Acceplad 27 Commercial Ports;

Baltimore, MD
Boston, MA
Charleston, SC
Eddystone, PA
Ellzabeth, NJ
Fernandina Beach, FL
Freeport, TX
Galveston, TX
Gulfport, MS
Jacksonville, FL
Long Beach, CA
Los Angeles, CA
Miami, FL
Newport News, VA
Norfolk, VA
Cakland, CA

Paim Baach, FL
Philadelphia, PA
Port Everglades, FL
Portland, OR
Portsmouth, VA
San Francisco, CA
Savannah, GA
Seattle, WA
Tacoma, WA
Wilmington, DE
Wilmington, NC

b Accepted 3 Military Ports:

Military Ocean Terminal
Sunny Point, NC

Military Ocean Terminal
Qakland, CA

Naval Weapons Station
Concord, CA

Broad List of Potential Ports
(153 Commercial and 8 Military)
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Because containerized spent nuclear fuel requires no special port experience or facilities specific to the
handling of radioactive material, ports were not eliminated from consideration because of lack of such
experience or facilities.

As noted earlier, there iS no reasonable way of determining the future likelihoad that currently marginal
ports that already have adequate facilities (but simply lack “appropriate experience”) will acquire such
experience. It depends totally on whether the ports will be able to induce shipping lines to use their
facilities. 1n the area of appropriate facilities, however, there is much less uncertainty in making such
determinations, since the planning process for port improvements must be made years in advance in order
to allow time for land acquisition, funding, and other approvals before such improvements can be made.
Therefore, those ports that have current plans for improvements that might permit their consideration for
purposes of this E1S are much easier to identify. As a result, available information relating to future port
improvements was studied carefully. Ports with substantial identified improvements or developments
during the period analyzed in this EIS include: Baltimore, MD; Boston, MA; Charleston, SC; Fernandina
Beach, FL; Gulfport, MS; Jacksonville, FL; San Francisco, CA; Oakland, CA; Long Beach, CA; Naval
Weapons Station Concord, CA; Los Angeles, CA; Miami, FL; Mobile, AL; New Orleans, LA; Norfolk,
VA; Philadelphia, PA; Port Everglades, FL; New York, NY; Portland, OR; Savannah, GA; Seattle and
Tacoma, WA; and Wilmington, DE. Details on these improvements are shown in Attachment D1 to this
appendix. All of these ports (except Mobile, AL) currently have both adequate experience and facilities
without further improvements. Therefore, no additional ports were identified for foreign research reactor
spent nuclear fuel receipt in the future. (Mobile, AL will meet the requirement for experience if it
approximately doubles its current container business in the future, but that is too speculative to be useful at
this time).

In addition to physical attributes of port facilities, public safety also depends on the reliability of the
personnel operating the facilities. In addition to port accidents related to a failure of the
container-handling equipment, human error can also increase risks of accidents. The U.S. Merchant
Marine Academy Workshop identified the skill of the labor force at a port as an important {(but not
mandatory) criterion.

While the U.S. Merchant Marine Academy Workshop preferred ports with cranes, it also considered the
use of roll-on/roll-off vessels, but preferred the use of other vessels for a number of reasons. Although
roll-on/roll-off is not as likely to be used for spent nuclear fuel shipments as conventional cargo vessels
due to costs, availability, and other factors, such vessels require only adequate water depths and
appropriate piers to receive foreign research reactor spent nuclear fuel. As a result, the presence of
roll-on/roll-off facilities is noted in Section D.2 in the detailed discussions of potential ports, but was not
considered an adequate sole basis for port selection.

Several related “desirable” attributes for port facilities were recommended by the U.S. Merchant Marine
Academy Workshop or identified during the port analyses. These attributes which would contribute to a
port having *“appropriate facilitics,” but were not required for safe receipt, handling, and transhipment of
spent nuclear fuel include: (1) secure short-term storage areas (in the event of unexpected events such as
snow or icing of roads), (2) the existence of emergency planning and training, (3) the absence of
environmentally sensitive areas in port or local restrictions on movement of spent nuclear fuel, (4) the
absence of conflicting uses (e.g., explosives, petroleum, tourism), and (5) minimal likelihood of severe
natural phenomena impacting port activities (such as high winds from hurricanes, floods, earthquakes,
volcanoes). These desirable port attributes are used in final port selection in Section D.1.8.5, and are
discussed for each port in Section D.2.
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In applying the DOE criteria, it became evident that the majority of the ports that met the first required
screening criterion (Appropriate Port Experience) also met these requirements. Application of the
Appropriate Facility Criterion retained 25 commercial ports and three military seaports for further
analysis. Two commercial ports, Freeport, TX and Palm Beach, FL were dropped due to the application of
this criterion. The results of this screening are summarized in Figure D-4.

D.1.9.4 Criterion 4: Ready Access to Intermodal Transportation

A U.S. Merchant Marine Academy Workshop criterion determined to be necessary for safe shipment of
spent nuclear fuel was “intermodal access”, which means *‘ready access from a port” to truck and rail
routes. It is becoming common practice for ports with intermodal transfer facilities to carry off-loaded
containers on special port-owned container handling equipment t0 a marshalling yard adjacent the
terminal, where the containers are loaded onto trucks or rail for shipment to the consignee. Such transfers
tend to minimize traffic congestion at shipside by using experienced port personnel and specialized port
equipment. These intermodal transfers are increasingly accomplished with purpose-built container
handling equipment (straddle carriers, sidelifts, front-end loaders, stackers, and container forklifts) that
require no additional workmen for container handling. Given that the handling is done very rapidly and
securely by a single operator, the opportunities for additional worker exposures or serious accidents are
minimized. Moving a container from a pier to a marshalling area a few kilometers more distant than one
at a terminal has little significance with regard to either worker exposure or public risk (see, for example,
container handling equipment in Jane’s, 1992).

DOE found that most of the potential ports accepted under the three preceding required criteria also had
good access to interstate highways and rail transport. However, smaller ports and most military ports with
more limited facilities could also accept containerized spent nuclear fuel from combination
breakbulk/container vessels or roll-on/roll-off vessels. These ports often have limited intermodal
capabilities for rail in the immediate vicinity of a pier, but the spent nuclear fuel could be trucked to a rail
area (often a few miles or less) for loading on a railcar. While these arrangements could involve an
additional intermodal transfer, such transfers are typically also done rapidly using special container
handling equipment. Therefore, they do not involve significant additional opportunities for worker
exposure or accidents than would be the case for movement of foreign research reactor spent nuclear fuel
from a pier to an intermodal yard at a large port.

DOE concluded that the lack of an intermodal rail facility immediately at a terminal should not eliminate
an otherwise desirable port from further evaluation, if rail access was reasonably close to the port
(e.g., container cargo from the Wando Terminal in Charleston, SC, must be tnucked a few miles to an
intermodal facility in North Charleston for transfer to rail). All ports evaluated have acceptable intermodal
access for trucks, although smaller ports typically do not have dedicated truck routes for access to
interstates, and may require short transports through sometimes congested local traffic to reach the
interstate highway system. This apparent conflict between requirements for ready intermodal access at
ports and the National Defense Authorization Act requirement for using ports with the *“‘lowest human
populations” has been balanced to permit some small ports with more limited intermodal capabilities to be
considered for further screening, since the additional public impacts associated with a few miles’ transport
through urban populations would be small compared to public impacts associated with transport over
hundreds or thousands of miles of the country’s Interstate highway system.

Application of the intermodal access criterion resulted in acceptance of 25 commercial seaports and three
military ports (i.e., no additional ports were rejected) for further analysis using the remaining DOE criteria.
The results of applying this criterion to commercial and military ports are shown in Figure D-5. Details
regarding intermodal access are addressed in each port description in Section D.2.
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© Appropriate Facliities:

- Adequete crane(s), piers, depth of
waler alongside, etc.

a Accepted 25 Commercial Ports:

Baltimore, MD
Boston, MA
Charlaston, SC
Eddystone, PA
Elizabeth, N1
Fernandina Baach, FL
Galveston, TX
Gulfport, MS
Jacksonville, FL
Long Beach, CA
Los Angeles, CA
Miami, FL
Newport News, VA
Norfolk, VA
O=kland, CA
Philadelphia, PA
Port Everglades, FL
Portland, OR
Portamouth, VA
San Francisco, CA
Savannah, GA
Seattie, WA
Tacoma, WA
Wiimington, DE
Wiimington, NC

b Accepted 3 Military Ports:

Miitary Ocean Terminal
Sunny Point, NC

Miltary Ocean Terminal
Oekland, CA

Naval Weapons Station
Concord, CA

Broad List of Potential Ports
{153 Commercial and 8 Milltary)

Figure D-4 Screening Ports with Appropriate Facilities Criterion
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© intermodal Access:

Broad List of Potential Ports
{153 Commercial and 8 Miltary}

a ted 25 Commercial Ports
(SRS and ORNL unfess
otherwise ified).

specified)

Baltimore, MD

Boston, MA
Charleston, SC
Eddystone, PA
Elizabeth, NJ
Femandina Beach, FL
Galveston, TX
Gulfport, MS
Jacksonville, FL

Long Beach, CA

Los Angeles, CA
Miami, FL

Newport News, VA
Norfolk, VA

Qakland, CA
Philadelphia, PA

Port Everglades, FL
Portland, OR
Portsmouth, VA Appropriate
San Francisco, CA Port Faclties ,
Savannsh, GA
Seattle, WA
Tacomea, WA
Wilmington, DE
Wilmington, NC

b. Accspted 3 Military Ports:

Miiltary Ocean Terminai
Sunny Point, NC

Miltary Ocean Tarminal
Oakland, CA

Naval Waapons Station
Concord, CA

Figure D-5 Screening Ports for Ready Access to Intermodal Transportation
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D.1.9.5 Criterion 5: Human Populations

While only dealing with foreign research reactor spent nuclear fuel shipments bound for the Savannah
River Site, the Federal court ruling discussed in Section D.1.3 indicates that the courts consider port
populations to be an important ingredient in the National Environmental Policy Act (NEPA) process for
assessing the range of reasonable port alternatives.

NEPA requires that DOE consider a range of reasonable alternatives for potential ports of entry. On the
other hand, the National Defense Authorization Act port selection factors required that, if economically
feasible and to the maximum extent practicable, ports of entry for foreign research reactor spent nuclear
fuel bound for the Savannah River Site have the lowest human populations in the area surrounding the
port. While the National Defense Authorization Act was written specifically to regulate the receipt and
storage of foreign research reactor spent nuclear fuel at the DOE’s Savannah River Site, DOE elected to
apply this criterion in identifying ports of entry for all five potential sites, to the maximum extent
practicable.

DOE has considered a number of potential definitions of *“lowest human populations” and resulting
models that might be used to satisfy the National Defense Authorization Act lowest population factor
(NDAA, 1993). These include using the same approach used in the Urgent Relief Environmental
Assessment (DOE, 1994d), and variations that might be useful for identifying ports for inclusion in this
EIS. A description of the various approaches that were considered are provided in Attachment D3 to this
appendix. '

As shown in the Urgent Relief Environmental Assessment (DOE, 1994d) and this EIS (Chapter 4), public
risk is driven not only by port populations, but by the populations within the immediate proximity of truck
and rail shipments from each port to each management site. For each selected port and each selected mode
of overland transport (truck or rail), the total “affected” population represents a unique population
surrounding the port plus those along the transport route to each of the five potential DOE management
sites. DOE considered the affected populations outside the immediate port vicinity along the routes to the
management sites to be as important for protection of public health and safety as those within the vicinity
of the port terminals, for both incident-free transport and a range of potential accidents,

DOE evaluated port populations within the radii of three distances: 1.6 kilometers (km) [1 mile (mi)],
3.0 km (5 mi), and 16 km (10 mi). These populations are shown in Table D-5. DOE expects that the
1.6 km (1 mi) radius population would include resident members of the public immediately outside the
port who would be the most likely to be affected by severe accidents and incident-free impacts. In
addition, the radioactivity, which is hypothesized to be released from a very severe accident (long-term fire
leading to severe cask damage), would be lofted high into the air and would not normally produce peak
ground-level air concentrations until well outside the 1.6 km (1 mi) radius. Therefore, the 1.6 km (1 mi)
population was not considered adequate to reflect the population criterion.

The population within a 16 km (10 mi) radius was selected to be consistent with the results of analyses of
severe hypothetical accidents described in Section D.5 of this appendix. For severe accidents in ports, the
maximum radiation dose to an individual located 16 km (10 mi) from the port is typically much lower than
the dose to the maximally exposed individual. However, analyses of the potential impacts of severe
accidents in a range of port populations show that the average dose to members of the public within a
16 km (10 mi) radius of the port is higher than the average per capita dose for any of the larger radii
around the port for typical (i.e., 50th percentile) meteorology and typical dry deposition and fallout
patterns. Further, as discussed in section D.5.4, most of the population dose for even severe accidents
occurs within the 16 km (10 mi) radius. Less energetic accident scenarios would cause less dispersion and
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Table D-5 Total Populations within Three Distances of Selected U.S. Ports

e : i Jo ke (10:m

NWS Concord, CA 14 71,152 381,07
MOTSU, NC 21 960 7.995
Tacoma, WA 04 172,124 511,575
Portland, OR 280 69,039 356,064
Elizabeth, NY 378 596,076 3,223,038
MOTBA, CA 419 312,133 1,288 699
Jacksonville, FL 523 72,313 334,212
Seattle, WA 557 270,145 753,296
Wilmington, DE 753 166,165 381,502
Gulfport, MS 761 50,218 113,153
Baltimore, MD 818 352,730 1,182,024
Savannah, GA 860 30,845 155,166
Long Beach, CA 1,025 270,336 1,014,418
Charleston, SC 1,550 81,874 233424
Qakland, CA 1,901 296,661 1,387,611
Miami, FL. 2,043 251,551 833,057
Fernandina Beach, FL. 2,086 11,787 32,952
Portsmouth, VA 2,554 269,314 665,700
Newport News, VA 2,637 86,993 430,757
Wilmington, NC 2,690 60,308 115,057
Los Angeles, CA 2918 362,397 1,124,493
Norfolk, VA 2,982 227,290 681,864
Boston, MA 3,084 495,679 1,466,233
Port Everglades, FL 3,927 175,320 714,176
Philadelphia, PA 5,878 50,687 1,915,775
Eddystone, PA 6,179 204,965 827,564
Galveston, TX 8,115 49,175 73,322
San Francisco, CA 9,671 592,869 1,265,529

even smaller doses beyond 16 km (10 mi). Therefore, DOE selected the 16 km (10 mi) radius population
to represent the port populations most likely to be impacted by both incident-free transport and the entire

range of potential port accidents.

1t should be noted that while the populations within the 16 km (10 mi) radius include the populations
within 0.8 km (0.5 mi) of the transportation route out to 16 km (10 mi) from the port and result in some
double-counting of populations, the results provide only somewhat conservative estimates of the total
aftected population for each port/management site combination considered.

The populations along truck and rail routes are those computed in Appendix E for the transportation
analysis impacts for incident-free transportation,

In summary, this evaluation considered the following population factors:

+ Total 1990 Census population within a 16 km (10 mi) radius of the port facilities, and

» Total 1990 Census population within 0.8 km (0.5 mi) of the transport route that would be
exposed during transport (from each port to each of the potential DOE management sites).
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The statistical distribution of these comibined populations for ttuck transport is shown in Figure D-6. The
distribution exhibits some skewing due to a few very large port/site populations, such as around Boston,
MA and Elizabeth, NJ. The statistical distribution of combined populations for rail transport is shown in
Figure D-7, and again exhibits some skewing due to a few very high population ports. These port/site
populations are not clearly normal and are better fit by a Poisson (so-called rare event) distribution, which
is often the case for small sample sizes. However, for purposes of developing a systematic and fair
method (i.e., one with minimal subjectivity) for evaluating port/site populations, DOE assumed, given the
large uncertainty and variances for the small sample sizes for each port/site combined population, that the
combined populations for truck transit and the combined populations for rail transit are approximately
normal. The port/site population distributions for each of the five management sites (truck and rail routes})
are shown in Figures D-8 through D-17, with the bounds associated with the mean plus and minus one
standard deviation marked for reference.

For purposes of identifying an acceptable range of ports of entry for the receipt of foreign research reactor
spent nuclear fuel, DOE assumed that port/site population combinations greater than approximately one
standard deviation above the mean would not be desirable (i.e., about 84 percent of the portsite
populations would exhibit statistically lower populations). Thus, the range of ports would include most of
the 28 ports being considered, but avoid the extremely large populations around Boston, MA, Elizabeth,
NJ, and Philadelphia, PA.

From the remaining 25 ports, DOE assumed that population combinations below the mean combined
population would meet the low population criterion while combined populations above the mean would
not. As seen in Figures D-8 through D-17, some unique port/site populations would be acceptable for
several potential management sites, while other populations would have very limited utility. The potential
usefulness of low population ports in relation to this EIS is addressed in Section D.1.9.6. This screening
would result in the elimination of an additional five commercial ports and one military port from the list.
These commercial ports are Baltimore, MD, and Long Beach, Los Angeles, Oakland, and San Francisco,
CA. The military port is Military Ocean Terminal Bay Area in Qakland, CA. The results of the
population screening are summarized in Figure D-18.

As previously discussed, the position of maritime experts (USMMA, 1994) is that all of the ports
evaluated under the DOE-developed criteria for populations could safely receive and tranship foreign
research reactor spent nuclear fuel to all five of the potential DOE management sites. Further, the EIS
analyses show that the conservatively calculated impacts would be extremely low. The identification of a
smaller number of preferred ports of entry is driven by the requirements of the National Defense
Authorization Act, not by any significant safety issues.

As promised in the Urgent Relief Environment Assessment, DOE has also considered future population
growth near potential port facilities over the time period considered in this EIS. Year 2010 estimates of
projected growth from the 1990 census populations were provided by the states hosting the selected ports
and other sources where necessary. Population growth patterns in port cities are continuously changing in
ways that cannot be accurately forecast 10 or more years into the future. Nevertheless, the projected port
populations based on these growth factors were scrutinized to be sure that no unacceptably large growth
would occur around the list of ports selected under the DOE “lowest human population” criterion. The
port growth factors used for projecting potential future impacts of port accidents are summarized in
Attachment D2 to this appendix, and were used to make final port selections, where appropriate, as
discussed in the next section.
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Figures based on 1990 Census Data
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Figures based on 1990 Census Data
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Figures based on 1990 Census Data
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Figures based on 1990 Census Data
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Figures based on 1990 Census Data
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Figures based on 1990 Census Data
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© Low Popuiation Criterla:

a Accepted 17 Commercial Ports:

Charleston, SC
Eddystone, PA
Fernandina Beach, FL
Galveston, TX
Gulfponrt, MS
Jacksonville, FL
Miami, FL

Newport News, VA
Norfolk, VA

Port Everglades, FL
Portland, OR
Portsmouth, VA
Savannah, GA
Seattle, WA
Tacoma, WA
Wilmington, DE
Wilmington, NC

b Accepted 2 Military Ports:
Military Ocean Terminal
Sunny Point, NC

Naval Weapons Station
Concord, CA

Broad List of Potential Ports
{153 Commercial and 8 Miltary)

Appropriate
Port
Experiance

Appropriale
Port Facilitios

Figure D-18 Screening Ports for DOE “Lowest Human Population” Criteria
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D.1.9.6 Desirable Port Attributes

As discussed in Section D.1.9, there are a number of desirable attributes that were not important enough
individually to reject an otherwise acceptable port, but have been collectively used to select proposed ports
from the list of ports found acceptable under the other DOE criteria. As an element of desirable attributes,
DOE examined the likely usefulness of ports for foreign research reactor spent nuclear fuel shipments to
any of the five DOE management sites.

The term “usefulness,” as used here, is a relative term wherein the relative numbers of scheduled shipping
lines and the types of ships that service each port and the countries served by those lines, are compared for
two or more otherwise acceptable ports for purposes of selecting the best of that group. This helped to
select the ports most likely to be useful in relation to this EIS. This information is shown in Table D-6.

In using these factors, the Ports of Newport News, Norfolk, and Portsmouth, VA, are examined as a single
port: Hampton Roads, VA. Table D-6 shows the results of the evaluation of the low population ports for
usefulness. The limited uscfulness of a port for truck or rail access and service to the potential foreign
research reactor spent nuclear fuel management sites eliminated the Ports of Eddystone, PA, Miami and
Port Everglades, FL, Wilmington, DE, and Seattle, WA from further consideration.

DOE also identified the most desirable attributes of the remaining ports, such as terminals that do not have
conflicting activities nearby (e.g., cruise ship lines, large tourist populations, large petroleum or
petrochemical facilities, etc.), and are well-separated from high density populations, have secure
short-term storage for contingencies, and have adequate emergency preparedness.

Absence of Conflicting Activities in Port Facilities

While it is the long-held position of DOE, Department of Transportation, and the NRC {(NRC, 1977) that
spent nuclear fuel shipped in certified Type B casks is well-protected from possible damage due to
accidental cask drops, transportation fires, or immersion in water, DOE also concluded that the small
public risks associated with such activities could be reduced further if the port in question also had no
potentially dangerous, unavoidable conflicting activities, such as regularly scheduled transport of
explosive or flammable cargoes, no petroleum carriers or storage facilities in the immediate vicinity of
foreign research reactor spent nuclear fuel carrying vessels, and no large numbers of tourists in the
immediate area of the terminal who could be unacceptably impacted by a severe accident (good planning
and scheduling for arrival of foreign research reactor spent nuclear fuel carrying vessels could mitigate
many potential conflicts). The absence of conflicting activitics at potential commercial ports was
considered in the final port selection to the maximum extent practicable.

A similar important factor for military ports is whether there is adequate separation of the potential port
facilities to be used for receipt of the spent nuclear fuel from other hazardous activities (e.g., loading
munitions). An exception would be military facilities that were designed and constructed to mitigate the
potential impacts of explosions or fires at other piers. Two examples of such facilities which were
accepted under the other DOE criteria are MOTSU, NC and the NWS Concord, CA, where such activities
are routinely carried out with a high degree of safety. In addition, such conflicts can be avoided by
scheduling foreign research reactor spent nuclear fuel shipments at times when no explosives are present at
piers.
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Table D-6 Relative Usefulness of Low Population Ports for Foreign Research
Reactor Spent Nuclear Fuel Shipments

Commercial
East Coast )
Charleston, SC T&R T&R T&R T&R T&R |Europe, Far East, Japan, Australia Yes
(Wando Terminal)
Eddystone, PA R No No No No |Ceniral/South America Yes
Fernandina Beach, FL. | T&R T&R T&R T&R T&R |South/Central America, Mediterranean Yes
{monthly)
Hampton Roads, VA T&R T&R T&R T&R T&R [Most of the world Yes
Jacksonville, FL. T&R T&R T&R T&R [ T&R |Most of the world Yes
Miami, FL. T&R No No No No {Central/South America, Yes
Mediterranean, Mexico, Far East
Port Everglades, FL. T&R | T&R No No No jSouth American, Northern Europe, Yes
Mediterranean, Mideast, Scandinavia
Savannah, GA T&R T&R T&R T&R T&R [Most of the world Yes
Wilmington, DE T&R T&R T T T |Central/South America Yes
Wilmington, NC T&R T&R T&R T&R T&R. |Northern Europe, Mediterranean, Yes
Mideast, East and South Africa, South
America, Far East, Ausiralia
Gulf Coast
Galveston, TX T&R | T&R T&R T&R | T&R |Nerthern Europe, Mediterranean, Yes
Mexico, South America, Central
America
Gulfport, MS T&R T&R T&R T&R | T&R |Northern Europe, Central/South Yes
America
West Coast
Portland, OR T&R T&R T&R T&R | T&R |Most of the Pacific Rim, Yes
Mediterranean
Seattle, WA No T T&R T&R | T&R |Most of the Pacific Rim, Yes
Mediterranean
Tacoma, WA T T T&R. T&R T&R |Most of the Pacific Rim, Yes
Mediterranean
Military
MOTSU (NC) T&R T&R T&R T&R | T&R [None Yes
NWS Concord (CA) No T&R T&R T&R | T&R |None Yes

SRS = Savannah River Site, ORR = Oak Ridge Reservation, INEL = Idaho National Engineering Laboratory,
HS = Hanford Site, NTS = Nevada Test Site; T = truck, R = rail

Emergency Response Capabilities

The U.S. Merchant Marine Academy Workshop identified the importance of a risk management staff and
emergency response capabilities (including response plans and training of operating personnel) in
determining the acceptability of ports for receipt and handling of foreign research reactor spent nuclear
fuel. DOE focused on identification of ports that have current emergency response plans and personnel
appropriately trained to respond to a port emergency to protect workers and the public from avoidable
risks (however small). Since few ports have detailed response plans for radiological emergencies
involving spent nuclear fuel, DOE determined that such shortcomings do not prevent consideration of such
ports provided the ports have in place appropriate response plans and training for hazardous cargo
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accidents, since many of the features are the same (e.g., identification of decisionmakers, first responders,
and support personnel to mitigate impacts of fires, etc.). In addition, for ports that have no specific
response plans for spent nuclear fuel accidents in port, DOE could provide assistance in the development
of radiological emergency response plans (in addition to existing hazardous cargo emergency response
capability) and training at such ports in the event they were ultimately selected for foreign research reactor
spent nuclear fuel shipments. Thus, appropriate plans and training would likely be in place prior to actual
receipt of any such shipments. Ports having current emergency response capabilities were considered
more desirable than those that do not. '

Spent Nuclear Fuel Handling Experience

The National Defense Authorization Act would also require, “to the maximum extent practicable,” that
the ports selected for receipt of foreign research reactor spent nuclear fuel have spent nuclear fuel handling
experience. At the present time, there are only a few ports in the United States with relatively recent
experience handling either spent nuclear fuel or high-level radioactivity in Type B casks. As a result, this
criterion, while desirable, unnececssarily restricts considerations to an unacceptably small group of
potential ports, and strictly applied, could preclude shipments of spent nuclear fuel from some of the
countries being considered under this EIS except by chartered ship. However, because all containerized
cargoes are handled in the same manner as the containerized spent nuclear tuel would be handled, DOE
concluded that current experience (especially any involving routine handling of potentially hazardous
cargoes, or other radicactive cargoes in Type B casks) is much more important for public safety than
foreign research reactor spent nuclear fuel handling experience in years past. This is especially true since
the trained longshoremen are likely to have changed jobs, ports, or retired during the several years between
the last shipments of spent nuclear fuel and the potential onset of future shipments under this EIS.

In addition, ports that have satisfied the “appropriatc experience” and “port facilities” criteria are
expected to be fully capable of currently handling spent nuclear fuel containers, and would gain experience
as the program progressed.

Environmental Concerns Near Poris

Marine areas, immediately surrounding most of the ports considered in this selection process, tend to be
severely impacted as a result of necessary periodic dredging or construction of new port facilities,
including turning basins, high volumes of marine fraffic, and routine port activities. As a result, ports
generally are no longer environmentally sensitive arcas within the context of NEPA., However, consistent
with U.S. Merchant Marine Academy Workshop recommendations and in response to public comments,
DQCE decided that when special protected or sensitive areas were identified nearby the terminal(s) being
considered, these areas would be identified in the EIS and used for final port identification as appropriate.
No serious issues have been identified in the immediate vicinity of any ports selected under the DOE low
population criterion review, with the possible exception of the NWS Concord, CA and Fernandina
Beach, FL.

Environmental Concerns from Severe Natural Phenomena

Other factors that were considered desirable attributes for ports include average or lower risks from severe
weather (e.g., extremely high winds, hurricanes, etc.) or other natural phenomena (e.g., seiches,
earthquakes, volcanism, etc.). These attributes are not expected to be of great significance in practice,
since the time involved with potential receipt and transhipment of containerized spent nuclear fuel
represents such an extremely short period of risk (typically less than 24 hours), that the probability of
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severe natural phenomena impacting foreign research reactor spent nuclear fuel shipments is vanishingly
small. Further, some natural events, such as hurricanes, can often be avoided. However, these
characteristics were examined in conducting the port evaluation.

Separation of Port Facilities from Urban Populations

The following desirable characteristics are examined:

+ Terminals used for spent nuclear fuel shipments should be physically separated from
densely populated city centers (by several kilometers if possible) to help ensure that the
general public would be unlikely to be exposed to significant radiation doses from either
incident-free transport or accidents within the port (e.g., cask drops, fires, or truck or rail
accidents, etc.).

o Transport of spent nuclear fuel through large, densely-populated, congested areas around
the port should be avoided where practical.

These geographic/demographic characteristics, while not explicitly addressed in the evaluation of “lowest
human populations” for ports, are implicitly included in the 16 km (10 mi) radius populations used for
screening ports. While absence of these characteristics would not necessarily eliminate the use of such
ports under this EIS, DOE reviewed these ports to determine if there were terminals or piers within the
port that provided these characteristics. In many cases, development of new port facilities in recent years
has resulted in specific terminals and/or piers that meet all of the required criteria (USMMA, 1994, and
NDAA, 1993), and that also have most or all of the additional desirable characteristics (e.g., the Wando
Terminal in Charleston, SC, the Blount Island Terminal in Jacksonville, FL., or Terminal Té in Pertland,
OR).

Absence of Local Restrictions on Receipt and Handling of Spent Nuclear Fuel

Another desirable port factor recommended by the U.S. Merchant Marine Academy Workshop is the
absence of local regulatory restrictions on receipt and handling of spent nuclear fuel. It is well established
that focal restrictions on international or interstate commerce are void under the U.S. Constitution, and
similar challenges have been rejected by the Federal courts. For example, the Port of Oakland, CA
indicated that a citizen’s legislative initiative in 1987 led to a ban on the handling and transport of foreign
research reactor spent nuclear fuel through the port. Although Oakland’s ban was invalidated by the
Federal District Court, the Port Authority has maintained some control over radioactive shipments through
the port through its permitting system (Adams, 1993). Nevertheless, although claiming to be a “nuclear
free zone,” the port continues to allow permitted shipments of certain radioactive materials, handling
approximately 500 metric tons (551 tons) of radioactive shipments between January and June 1994
{Adams, 1994).

Further, if DOE were to avoid selection of ports with restrictions by local ordinances, every port wishing
to close its doors to receipt of spent nuclear fuel (or any other type of cargo) would simply promulgate an
ordinance. Therefore, the EIS will only identify existing local restrictions (formal or informal) in section
D.2 for consideration by decisionmakers, and this criterion will have no immediate impact on
determination of the acceptability of ports within this EIS.
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Secure Short-Term Storage

Although the National Defense Authorization Act requires, to the extent practicable, expeditious
movement of casks from a port, the presence of regular guards, fences, and lighted areas that provide
security at all times is a desirable atfribute. Such additional features provide assurance of safe segregation
and short-term storage of foreign research reactor spent nuclear fuel shipments away from workers and the
public in the event of unexpected local occurrences, such as snow or ice storms, traffic congestion, and
other events beyond the control of spent nuclear fuel shippers.

To best comply with this attribute, the storage area should be one designated for the storage of hazardous
materials (referred to as a facility of particular hazard). Such designations are normally simple processes
which result in U.S. Coast Guard approval following a request by the terminal operator. While all the
military ports are designated as *facilities of particular hazard,” some commercial facilities may only
request periodic designations for specific incoming or outgoing cargoes (e.g., the Port of Tacoma, WA
periodically designates Terminal 7B for occasional shipments of potentially explosive ammonium nitrate).
Table D-7 shows which commercial ports have traditionally had secure storage areas for hazardous
cargoes, and DOE has assumed such storage would be available in the future for receipt and short term
storage of foreign research reactor spent nuclear fuel. (More detailed information on “facilities of
particular hazard” may be found in section D.4.3).

D.1.10 Application of the Desirable Port Attributes in Port Selection

As a result of the evaluation of desirable attributes, two additional ports, Fernandina Beach, FL, and
Gulfport, MS, were removed from the potential ports of entry list (Table D-7). The port of Fernandina
Beach, FL, is not well-separated from the urban population surrounding the port, and the population is
expected to substantially grow by about 82 percent by the year 2010 (see Attachment D2). Also, entry to
the port requires ship passage through a State sea manatee (an endangered species) preserve. The Port of
Gulfport, MS, does not currently have a well-secured area designated for the storage of foreign research
reactor spent nuclear fuel, and it is unlikely it ever will due to casino operations. There is a former cruise
ship terminal at the East Pier, which is slated for new casino development, a floating casino located in the
port and two new casinos on the West Pier. In addition, the port is not well-separated from surrounding
urban population.

Conclusion

As a result of the evaluation, ten ports remained as the final list of ports acceptable for the potential
receipt, handling, and transhipment of foreign research reactor spent nuclear fuel. These ten ports
[Charleston, SC; Galveston, TX; Hampton Roads (includes terminals in Newport News, Norfolk, and
Portsmouth), VA; Jacksonville, FL; MOTSU, NC; NWS Concord, CA; Portland, OR; Savannah, GA;
Tacoma, WA, and Wilmington, NC] represent the final list of ports considered for the receipt of foreign
research reactor spent nuclear fuel.

D.2 Detailed Information on Potential Ports of Entry

This section of Appendix D provides detailed information that served as the bases for identifying the
candidate ports addressed in Section D.1. For convenience, the port details are divided into two
categories: (1) the DOE candidate ports of entry that met the criteria developed for port identification in
Section D.1, and (2) the remainder of the ports that fully or marginally satisfied the first criterion for
appropriate port experience. Within each of the categories, the ports are arranged in alphabetical order.
The location of the ports is shown in Figure D-1.
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Table D-7 Use of Desirable Attributes for Selecting Final “Low Population” Ports
for Foreign Research Reactor Spent Nuclear Fuel Shipments

Commercial
Fast Coast
Charleston, SC Yes (Wando) Yes Yes Yes E.H Yes (Wando)
Fernandina Beach, FL. T Yes No Some (Manatee) H No
Hampton Roads, VA Yes Yes Yes® Yes Yes Yes (Newport
News, VA)
Jacksonville, FL. Yes (Blount Yes Yes Yes H Yes (Blount Island)
Island)
Savannah, GA P Yes Yes” Yes E.H Yes (Container
Port)
Wilmington, NC P, Some Ex* Yes Yes Yes H Yes
Gulf Coast
Galveston, TX Some P, T, Yes Yes® Yes H No
Ex’
Gulfport, MS T Yes No Yes H No
West Coast
Portland, OR Yes Yes Yes® Yes EV Yes (T6)
Tacoma, WA Yes, some Fx* Yes Yes Yes E,V Yes
Military
MOTSU (NC) Ex* Yes Yes Yes H Yes
NWS Concord {CA) Ex* Yes Yes Some (wetlands E Yes
and Tule elk)

Ex= explosives, T = tourism, P = petroleum handling/storage facilities, H = hurricanes/tropical storms,
V = volcanoes, E = earthquakes
“Separation of piers and scheduling of spent nuclear fuel and explosive shipments on different days makes
consideration of these ports appropriate
No currently designated facilities of particular hazard at preferred terminal(s)

“Extensive casino develo pment within 1,000 feet

D.2.1 Detailed Information on Candidate Ports of Entry

D.2.1.1 Charleston, SC (Includes the Naval Weapons Station Terminal and the Wando Terminal)

Charleston is the largest port city in South Carolina, and the greater Charleston area is one of the major
seaports on the East Coast of the United States. The city of Charleston itself is located at the confluence of
the Cooper and Ashley Rivers, approximately 11 km (7 mi) from the entrance from the sea. The principal
wharves are along the west bank of the Cooper River except for the Wando Terminal which is along the
east bank of the Wando River near Mount Pleasant, about 20 km (11 mi) from the Atlantic Ocean. The
city is the center of a rich agricultural district for which it is the distribution point. The entrance to the
harbor is maintained by a Federal project providing a channel depth of 10.7 m (35 ft) over the bar, through
the entrance and into the major reaches of the Cooper River. The harbor is easy to access in day or night
in clear weather, and is one of the best harbors of refuge on the South Atlantic coast (DOC, 1993d). The
maps of the port are shown in Figures D-19 (Naval Weapons Station, Charleston) and D-20 (Wando
Terminal).
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However, the areas to the east and southeast of the port entrance are used extensively by the U.S. Navy
and other military services for training exercises which may result in occasional restrictions. Under
unfavorable weather conditions current velocities in some areas have been reported as high as
2.1 meters-per-sec (4 knots) (DOC, 1993d). All of the port terminals have 12.2 m (40 ft) of water
alongside at mean low water. The port is serviced by many of the world’s largest container shipping lines
(a total of 56), that handled 807,106 standard 20-ft container equivalents in 1991 (AAPA, 1993; FHI,
1993a). These lines provide service between Europe, the Far East, Japan, Australia and other countries
(Jane's, 1992), '

The South Carolina State Ports Authority owns and operates four large general cargo and container
terminals within the greater Charleston area. The City of Charleston hosts two facilities (Union Pier
Terminal and Columbus Street Intermodal Terminal) that were eliminated from consideration because they
are not well separated from dense urban populations, and are within the city limits and subject to potential
restrictions on receipt and handling of spent nuclear fuel (Jane’s, 1992; AAPA, 1993).

The North Charleston Terminal is a container terminal located about 16 km (10 mi) upstream from the city
of Charleston. This facility was considered to be inferior to the Wando Terminal because it requires
additional transport up a heavily trafficked and more confining channel (only about 120 m (or 400 ft) wide
in many reaches} on the upper Cooper River, with ships required to pass below an additional bridge

| (1-526) over the river (in comparison to Wando Terminal). Further, superior facilities and better
separation from populated areas are found at the Wando Terminal discussed below.

In the Draft version of this EIS, only the Wando Terminal was addressed in detail. Public commentors
from the Charleston area and other candidate port areas suggested that DOE further consider military
ports. Since the Draft EIS was published, the Record of Decision for the SNF&INEL Final EIS
(DOE, 1995) directs all aluminum-based spent nuclear fuel to the Savannah River Site. Because of the
public requests and the relative proximity of the Savannah River Site to the greater Charleston area, the
NWS Charleston has been added as a candidate port of entry, and detailed information is provided in the
following section.

Other Pertinent Information;. The City of Charleston has a city ordinance restricting the transport of spent

nuclear fuel through the city. According to information gathered, the ordinance does not preclude

shipment, but requires a permit and approval from the city. The Sandia National Laboratories Radioactive

Materials Postnotification Database indicates that the port has not received any spent nuclear fuel since the

database was initiated in October 1984 (SNL, 1994), and the NRC has no record of foreign research

reactor spent nuclear fuel shipments since 1979, when NRC began approving spent nuclear fuel shipments
| (NRC, 1993). From discussions with senior port officials, it was determined that Wando Terminal would
handle spent nuclear fuel shipments provided they had the approval of the U.S. Coast Guard Captain of the
port and the Charleston Fire Department (Moise et al., 1993). Use of City terminals, rather than the
Wando Terminal, has the potential for delays in the receipt and transhipment of foreign research reactor
spent nuclear fuel, which could result in failing to move the foreign research reactor spent nuclear fuel
from the port of entry to the management site “expeditiously.” The NWS Charleston is capable of
handling spent nuclear fuel shipments provided that the NWS Charleston reccives appropriate program
"Waivers”. A program waiver would have to be issued by the Chief of Naval Operations to allow NWS
Charleston facilities to be used to handle spent nuclear fuel shipments. Event waivers would have to be
issued by the NWS Charleston Commanding Officer to allow each shipment to be handled. Event waivers
are routine procedures used by the NWS Charleston Commanding Officer to place restrictions on
conflicting activities, such as ammunition handling (Stark, 19953).
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The South Carolina State Ports Authority Port Police are part of an emergency response team comprised of
the local fire departments, Coast Guard, and private hazardous materials response organizations. The
Ports Authority provides operating personnel basic hazardous materials training. Dock workers are trained
in hazardous materials placard recognition and other basic information by the port’s stevedores. Security
is provided by perimeter fencing with controlled access and the South Carolina State Ports Authority
Police Force, which maintains 24-hour manned access booths, patrols, and surveillance. All container
terminals have secure, open and/or covered storage space for temporary storage of spent nuclear fuel if
necessary (Moise et al., 1993). '

The ‘Wando Terminal is located several kilometers northeast of downtown Charleston in a relatively low
population area with good access to interstate highways. Aside from general environmental concern for
the wetlands around the port, there are no known special sanctuaries or habitats of concern although the
port is subject to severe hurricanes (with high water) and tropical storms. It was the site of the largest
earthquake (Modified Mercalli Intensity X) in the Eastern United States in recorded history, on
August 31, 1886 (Bolt, 1978). The likelihood of severe natural phenomena such as high winds and
earthquakes is reflected in the structural requirements for buildings in each area of the United States.
These are shown in the Uniform Building Code (UBC, 1991). For the Port of Charleston, the Uniform
Building Code requires buildings to withstand wind speeds up to 160 kmv/hr (100 mph). The port is
located in a moderate seismic zone with an acceleration of 0.15 g.

There are several tanker terminals and petroleum storage depots along the west bank of the Cooper River
downstream of the North Charleston Container Terminal (which is also immediately adjacent the Naval
Weapons Station off Goose Creck). However, there do not appear to be any conflicting cargoes or
activities at the Wando, Columbus, or Union Pier Terminals. The port officials contacted indicated that
they believe that radioactive shipments have been made through the port in the past, but they were not sure
if spent nuclear fuel had been handled (Moise et al., 1993).

Environmental Conditions

The State of South Carolina has given the lower portion of the Wando River two different water quality
classifications. The water is classified as SFH or SA. SFH waters are shellfish harvesting waters and SA
waters are suitable for primary and secondary recreation and for other water uses requiring lower quality.
According to the U.S. Fish and Wildlife Service’s Ecological Inventory Map for James Island, SC, the
Wando Terminal and the NWS Charleston are located in a mid-salinity estuarine habitat (generally 5 to
16.5 parts per thousand). The Charleston Harbor, which is traversed on the way to either terminal, is
located in a high-salinity estuarine habitat (generally 16.5 to 30 parts per thousand) (FWS, 1980b).

The State of South Carolina has also classified the water quality of the portion of the Cooper River above
the confluence with the Ashley River as SB (SB waters are tidal saltwaters suitable for secondary contact
recreation, crabbing, and fishing, except the harvesting of clams, mussels, or oysters for market purposes
and human consumption). The waters of Goose Creek, upstream of the confluence with the Cooper River
to the dam at the Charleston Waterworks, are also Class SB (Department of the Navy, 1994).

The lower Wando River, the Charleston Harbor, and the NWS area support a large number of aquatic and |

terrestrial species. According to the South Carolina Heritage Trust, no rare, threatened, or endangered

species or communities have been recorded in the area near the Wando Terminal (McBee, 1994), State or |

Federally protected endangered or threatened aquatic species in the vicinity of the Charleston Harbor
include the Shortnose sturgeon, Atlantic sturgeon, and the American shad. Bachman’s warbler is a
Federally protected bird species also found in the vicinity (FWS, 1980b).

D-43



APPENDIX D

In addition, the U.S. Fish and Wildlife Service reports that several protected marine species are known to
occur in Charleston County (Banks, 1994). These are the west indian manatee (endangered), Kemp’s
ridley sea turtle (endangered), leatherback sea turtle (endangered), loggerhead sea turtle (threatened}, and
the green sea turtle (threatened). Protected bird species include the arctic peregrine falcon (threatened),
bald eagle (endangered), wood stork (endangered), red-cockaded woodpecker (endangered), and the
piping plover (threatened).

In recent years, two pairs of bald eagles (Haliaeetus leucocephalus) nested on the NWS Charleston. One
nest was located north of Foster Creek near the POMFLANT storage and activity area, over four miles
north of Wharf Alpha. The other was located on the golf course west of Pier X. Their nest tree was
destroyed by Hurricane Hugo and the pair have relocated to Big Island, located north of Foster Creek
(Department of the Navy, 1994).

Prior to Hurricane Hugo, 12 colonies of red-cockaded woodpeckers, Picoides borealis, were known at the
NWS Charleston. The red-cockaded woodpecker requires mature pines old enough to be susceptible to
red heart disease, which makes the wood soft enough for these small woodpeckers to create a cavity. Such
trees are generally at least 70 to 75 years old. Nearly all trees this age were destroyed by Hurricane Hugo,
so it is unlikely that the colony could reestablish at this site in the near future (Department of the
Navy, 1994).

Wetlands are plentiful on and adjacent to the NWS Charleston. Three basic habitat types found within the
area’s wetland ecosystem are forested wetlands, nonforested wetlands, and open water. The station’s
wetland habitats had previously been identified according to the National Wetland Inventory classification
system. Within this classification system, the station’s wetlands had been placed in four major categories:
estuarine, palustrine, lacustrine, and riverine. Based upon that classification, the station contained
1,356 acres of estuarine, 1,730 acres of palustrine and 131 acres of lacustrine wetlands (Department of the
Navy, 1994). Field investigations have been performed at the NWS, and no rare or endangered plants or
animals were observed (Department of the Navy, 1990 and 1994).

Wetlands at the station contain potential habitat for the flatwoods salamander (Ambysioma cingulatum),
which is pending placement on the threatened or endangered species list. However, two spot checks of the
area by the NWS Charleston environmental personnel have failed to locate either adults or larvae, Tt has
been indicated that a detailed study may be performed of the area in the future {Department of the
Navy, 1994).

Chimatic Conditions

In general, the elevation of the area ranges from sea level to approximately 6 m (20 ft) on the peninsula.
The climate of this region is temperate, primarily due to its close proximity to the Atlantic Ocean. The
prevailing winds are generally northerly in the fall and winter months, becoming more southerly during the
summer months. This type circulation serves to *“warm” the region during winter and ““cool” it during the
summer. Summer is the rainy season in Charleston, with the city receiving 41 percent of the annual total
rainfall during these months. Except for the occasional tropical storm or hurricane, the majority of this rain
occurs during afternoon and evening thunderstorms. The late summer and early fall brings the highest
probability of tropical storm activity to the Charleston, SC area. The fall season is a transitional period,
where temperature extremes are rare and sunshine is abundant. The winters in this area are mild with

periods of rain. However, in contrast to the summer, the winter rains tend to be steady and uniform, and
last for several days. The most unstable period in this region is spring when the confluence of warm moist
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tropical air and cool dry continental air increase the occurrence of severe weather in this region. The
average carliest freeze in this area is in early December and the average last frost is in late February
(NOAA, 1992c¢).

D.2.1.1.1 Naval Weapons Station - Charleston

The NWS Charleston is located on the west bank of the Cooper River, north of the city of North
Charleston in southeastern Berkeley County, South Carolina. The station occupies about 7080 hectares
(17,500 acres) along a 14-km (9-mi) stretch of the Cooper River, starting about 30 km (19 mi) from the
Atlantic Ocean. The primary missions of the NWS Charleston are to provide material support for assigned
weapons and weapon Systems, to provide housing and community support facilities for personnel assigned
to the Charleston area, and to do additional tasks such as home porting and logistics support for
ammunition ships, and other flect and shore activities dealing with weapons. Major tenant activitics on the
station include the new Army Strategic Maobility Logistics Base, a Propulsion Training Facility and the
Military Traffic Management Command, an Army organization (Department of the Navy, 1990 and 1994).
The Army Strategic Mobility Logistics Base is being constructed on the formerly Polaris Missile Facility
Atlantic site (Lewis, 1995).

In selecting a port this far from the open ocean, DOE considered the navigation safety through the
Charleston Harbor and up the Cooper River. As previously described, the harbor experiences a significant
amount of deep draft traffic, and is accustomed to managing ship traffic in several 10.7 m (35 ft) deep
channels. The Navy maintains a 10.7-m (35-ft) deep channel up the Cooper River to all relevant piers and
wharfs of the NWS. The channel is as narrow as 120 m (400 ft) in some areas and extends to the edge of
piers that may be in use for handling ammunition, petroleum products or other hazardous cargo
(DOC, 1993d). However, with proper management of the harbor by the U.S. Coast Guard and pilots, and
the proper planning by the U.S. Navy, additional assurance of a safe transit can be provided.

The Charleston Harbor Navigational Guidelines (DOC, 1993d) identifies areas of particular concern in the
Cooper River area and provides guidelines for navigation, overtaking and passing in these areas. The
Charleston Branch Pilots Association procedures (Commissioners of the Pilotage, 1995) require strict
adherence to these guidelines for deep draft vessels and vessels carrying hazardous materials. The Coast
Guard Captain of the port has broad regulatory authority over all port activities, and procedurally delegates
control of vessel movements to the Charleston Branch Pilots Association (Bennett, 1995). This authority
includes activities ranging from minor additional traffic restrictions on passing to establishing and
enforcing a moving safety zone around a ship traversing the harbor area. A moving safety zone requires
advance notification in the Federal Register, but is routinely done in areas in which hazardous materials
are carried (USCG, 1994¢). The Coast Guard and the South Carolina State Police have conducted
exercises on moving a ship up the Cooper River under the threat of terrorist activities (Millar, 1995).

The U.S. Navy is the only significant user of the Cooper River north of the North Charleston facilities, and
is a major user of the Cooper River. Cooper River transits can be planned by the Navy so that they would
not conflict with other Naval activities and ship movements. The Commanding Officer of the NWS
Charleston would determine which facility is most appropriate for each shipment based on the
characteristics of the vessel carrying the fuel, the planned mode of overland transportation and any
conflicting activities at the NWS Charleston. The NWS Charleston has four facilities that can handle spent
nuclear fuel. The northern facility is Wharf Alpha, which is more than 12 m (40 ft) wide and has about
300 m (1000 ft) of useful berthing area dredged to 12.3 m (40 ft) deep. Wharf Alpha was previously used
to service Polaris missile-carrying nuclear submarines, including removal and replacement of nuclear
missiles. This function is no longer necessary, and submarines do not regularly visit the NWS Charleston.
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Wharf Alpha is curmrently being used to service and load U.S. Navy ammunition ships. With the
construction of the Army Strategic Mobility Logistics Base, the Army plans to upgrade in 1998 the rail
lines serving Wharf Alpha as well as expanding the wharf itself. The wharf has a mobile crane, and is
served by truck and rail loops, meaning that either trucks or trains can drive directly onto the wharf, load,
and exit without turning around or reversing direction. Pier Bravo, located about 1 km (3281 ft) south of
Wharf Alpha, is also used for ammunition handling. Pier Bravo protrudes 300 m (983 ft} into the Cooper
River, with 214 m (703 ft) on the south side and 166 m (545 ft) on the north side of useful berthing in
11.9 m (39 ft) deep waters. The pier has a mobile crane that can off-load spent fuel casks directly onto
trucks or trains parked on the pier.

Pier Charlie, located about 1000 m (3281 ft) south of Pier Bravo, has been used for berthing nuclear
submarines and a tender. It is not in regular use, but is maintained as a backup for Wharf Alpha and Pier
Bravo. A portable crane, which is capable under ideal conditions of lifting 36,280 kg (40 tons), can be
moved to Pier Charlie and used to off-load casks onto trucks. The Military Traffic Management
Command dock is located about 3 km (9840 ft) down the river from Pier Charlie. This facility is in
regular use for roll on/roll off military cargo. The Military Traffic Management Command dock is a safe
distance from any weapons handling operations at Wharf Alpha or Pier Bravo. However, the same
portable crane that could be used at Pier Charlie would be used at the Military Traffic Management
Command dock.

The portable cranes available on the NWS Charleston may not be able to off load some larger casks,
especially if they have to extend horizontally over the ship. The DOE and the NWS Charleston would
plan to use shipboard cranes or rented cranes, or schedule these certain shipments to dock at Wharf Alpha
or Pier Bravo. Commercial 82 metric ton (90 ton) and 118 metric ton (130 ton) cranes are available in the
greater Chatleston, SC area (Silver, 1995). Additionally, Pier Charlie and the Military Traffic
Management Command dock are not directly served by rail. However, several rail heads on the NWS are
in secure and isolated locations that can be used to load the fuel from trucks to trains.

The NWS Charleston is a fenced facility with several guarded gates and a 24 hour security force.
Additional guard facilities and temporary barricades are used to keep unnccessary personnel away from
ammunition handling, and could be used for this program. The on-base emergency facilities are
appropriate for fire and rescue response to ammunition handling and other potential accidents.
Additionally, the Propulsion Training Facility includes two operating nuclear reactors. The staff is
adequately trained and equipped to make initial response and assessment of any accident with the potential
for radioactive release or radiation exposure.

The NWS Charleston facility is capable of supporting the implementation of a policy to accept foreign
research reactor spent nuclear fuel. The facility is experienced in handling nuclear and hazardous cargo,
can be safely reached from open ocean, has adequate facilities, ready access to truck and rail
transportation, and low human populations. Desirable attributes include excellent emergency response
capabilities, acceptable environmental concerns, moderate concerns from severe natural phenomena,
separation from urban population, no local restrictions and secure short term storage. The risk associated
with the conflicting uses can be mitigated by rigorous compliance with Naval operation procedures.

The 1990 population within 16 km (10 mi) of the Wharf Alpha was 209,188. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 46,200, Oak Ridge Reservation, 108,000; Idaho National Engineering Laboratory, 498,000;
Hanford Site, 550,000; and Nevada Test Site, 540,000. Populations along rail routes to these sites are
slightly larger. The distances to the five potential sites on interstate routes are: Savannah River Site,
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301 km (188 mi); Oak Ridge Reservation, 644 km (402 mi); Idaho National Engineering Laboratory,
3,910 km (2,441 mi); Hanford Site, 4,580 km (2,858 mi); and Nevada Test Site, 3,930 km (2,543 mi).
Distances along rail routes are slightly longer.

D.2.1.1.2 Wando Terminal

The South Carolina State Port Authority Wando Terminal is an ultra modern marine facility that is the
designated hazardous materials terminal for the port (“Facility of Particular Hazard™), and is a superior
terminal for receipt of spent nuclear fuel. In addition to being outside the city limits of Charleston and not
subject to any potential restrictions on receipt and handling of spent nuclear fuel, it is closest to the
Atlantic Ocean, and has outstanding facilities. The terminal has 3 container berths and 67.7 ha (167 acres)
of paved container storage yard. It has a 428 m (1,400 ft) by 427 m (1,400 ft) turning basin. It currently
has 740 m (2,430 ft) of lineal berthing space, but a fourth berth and 35.2 ha (87 acres) of additional paved
storage area is currently under construction. The terminal is 8.1 km (5 mi) from the Mark Clark
Expressway (I-526), which by-passes most of the city of Charleston and joins Interstate 26 at North
Charleston. Of the four terminals in the Port of Charleston, Wando is the only one without direct rail
service, requiring trucking of containers about 15 km (9 mi) to intermodal rail yards serviced by the CSX
and Norfolk Southern Railroads. This was not considered a serious problem, since most shipments are
anticipated to be carried overland by trucks.

The 1990 population within 16 km (10 mi) of the Wando Terminal was 233,434, The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 65,700; Oak Ridge Reservation, 127,000; Idaho National Engineering Laboratory, 518,000;
Hanford Site, 569,000; and Nevada Test Site, 559,000. Populations along rail routes to these sites are
slightly larger. The distances to the five potential sites on interstate routes are: Savannah River Site,
325 km (203 mi); Oak Ridge Reservation, 668 km (417 mi); Idaho National Engineering Laboratory,
3,935 km (2,456 mi); Hanford Site, 4,600 km (2,873 mi); and Nevada Test Site, 4,098 km (2,558 mi).
Distances along rail routes are slightly longer.

D.2.1.2 Galveston, TX

The Port of Galveston is about 16 km (10 mi) from the Gulf of Mexico via the Galveston channel. The
City of Galveston, TX, occupies the entire width of the east end of Galveston Island. The shipping
wharves are on the north side of the island and the Gulf of Mexico is on the south. The Port of Galveston
is located in the heart of the City (DOC, 1992a). A map of the port is shown in Figure D-21.

As stated in the Coast Pilot, the Port of Galveston offers a short route to the sea and, together with the deep
and easily navigated channel and excellent port facilities, enables Galveston to handle cargo most
expeditiously and economically (DOC, 1992a). A Federal project provides for an entrance channel and an
outer bar channel both dredged to 12.8 m (42 fi), thence 12.2 m (40 ft) to Galveston. The Port of
Galveston is a multi-terminal port complex located on the northeastern end of Galveston Island, only
15 km (9.3 mi) from the entrance buoy to the open sea. Overall tonnage reported for 1991 was
4,159,233 metric tons (4,584,723 tons), of which approximately 17 percent (703,511 metric tons or
773,862 tons) was containerized freight (over 70,000 20-ft equivalent units). Roughly 77 percent of the
tonnage was dry and liquid bulk, much of it grain (AAPA, 1993).

The Port of Galveston is a separate utility of the City of Galveston with its powers established by the City
Charter. The Charter provides that all city-owned wharf and terminal properties be set aside and
controlled, maintained, and operated by a “Board of Trustees of the Galveston Wharves.”
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Figure D-21 Map of the Port of Galveston, TX

D-48



SELECTION AND EVALUATION OF POTENTIAL PORTS OF ENTRY

Principal container lines and the areas they serve include: Lykes Brothers — North Europe,
Mediterranean, Mexico and West Coast of South America; Deppe Line — North Europe; Companhia
Maritima Nacional — Brazil/Mexico; Compania Chilean Navegacion Interoceanica —  South
America’'Mexico, and Del Monte/Network Shipping — Guatemala/Mexico (Jane's, 1992; AAPA, 1993).

Pier 10 Coniainer Terminal: This is Galveston’s principal container handling facility. It is leased to a
private operator, Container Terminal of Galveston, Inc., who operates the facility as a public terminal.
This facility has two berths, four container cranes, and 19.83 ha (49 acres) of paved storage area. The Port
of Galveston owns an additional ten {10) open-dock ship berths and 20 berths with shipside warehouses
used for breakbulk and other cargoes. The Container Terminal of Galveston, Inc. has two berths with a
total length of 410 m (1,346 ft). Depth alongside the Container Terminal of Galveston, Inc. at mean low
water is 12.2 m (40 ft). Crane capacities on Container Terminal of Galveston, Inc’s. Pier 10 are three
50.8 metric tons (56 ton) container cranes and one 61.0 metric tons (67 ton) container crane. All cranes
are equipped with 40.6 metric tons (45 ton) capacity spreaders.

The Container Terminal of Galveston, Inc. has a controlled all-weather truck entrance and interchange
area, The terminal is connected to Interstate Highway 45 on the mainland by the 9.3 km (5.8 mi),
four-lane State Highway 87 and two 2.8 km (1.75 mi) causeways that cross the southwest end of
Galveston Bay. The island portion of the limited access route is through densely populated built-up areas.
The Container Terminal of Galveston, Inc. is served by four major railroads: the Burlington Northern,
Santa Fe, Southern Pacific, and Umion Pacific Lines. Galveston Railway, Inc., provides terminal
connections and performs switching of all rail traffic. An intermodal container transfer terminal is located
within the container terminal and trackage extends to within 30.5 m (100 ft) of ship berths (Jane’s, 1992;
AAPA, 1993; Schultz, 1993).

Other Pertinent Information: The Port of Galveston has its own security force that provides 24-hour
surveillance of its terminals. Container Terminal of Galveston, Inc. is fenced and has controlled access.
An area is provided for segregation and temporary storage of hazardous cargoes.

The Port of Galveston’s Diirector of Operations was unaware of any regulations prohibiting the importation
of spent nuclear fuel (Schultz, 1993). The port occasionally handles hazardous materials, including
Class A explosives (Schultz, 1993). NRC records indicate the port has not handled foreign research
reactor spent nuclear fuel since at least 1979 (NRC, 1993).

The container terminal operator is responsible for handling hazardous materials emergencies at the
Container Terminal of Galveston, Inc. facility. The Port of Galveston relies on the Galveston Fire
Department’s hazardous materials team and/or highly trained hazardous materials personnel at refineries
located some 16-24 km (10-15 mi) away. The West Gulf Employers Association holds training courses
for longshoremen which Port of Galveston terminal personnel also attend (Schultz, 1993).

Galveston is a major resort and tourist center for the Southwest United States. There is a 2.95 ha
(7.3 acres) waterfront tourist attraction at “Pier 217 close to the historic district. A hospital is located
across the street from the general cargo berths (Schultz, 1993). A public park on Pelican Island, reached
by causeway, is located across the Intracoastal Waterway from the port. A cruise ship terminal is located
at Pier 25 in the heart of the port complex and there is a tanker terminal on Pelican Island across from the
port at its southern end. The greatest source of potential conflict is the heavy tanker traffic utilizing the
Galveston enfrance channel en route to Texas City and the Port of Houston petroleum/petrochemical
terminals. Houston is the third most active port in the United States in terms of tonnage handled
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| (TPA, 1993). The U.S. Coast Guard accident data for the period 1991-1993 indicate 52 reported accidents
in the Galveston Bay area (USCG, 1994b). This includes ship traffic bound for the Houston area and also
includes barge accident data.

Other than general heightened environmental awareness, there are no known sensitive environmental areas
in the Port of Galveston area (Schultz, 1993). The port is subject to hurricane and tropical storms. The
likelihood of severe natural phenomena such as high winds and earthquakes is reflected in the structural
requirements for buildings in each area of the United States. These are shown in the Uniform Building
Code (UBC, 1991). For the Port of Galveston, the Uniform Building Code requires buildings to withstand
wind speeds up to 160 km/hr (100 mph). The port is located in a very low seismic zone with an
acceleration of less than 0.075 g.

The 1990 census population within 16 km (10 mi) of the port terminals was 73,322. The affected
populations within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are:
Savannah River Site, 403,000; Oak Ridge Reservation, 337,000; Idaho National Engineering Laboratory,
526,000; Hanford Site, 575,000; and Nevada Test Site, 595,000. Populations along rail routes to these
sites are slightly larger for Savannah River Site and Oak Ridge Reservation, but are slightly less for 1daho
National Engineering Laboratory, Hanford Site, and Nevada Test Site. These populations are shown in
Figures D-8 through D-17 in Section D.1. The distances to the five potential sites on interstate routes are:
Savannah River Site, 1,600 km (1,000 mi); Oak Ridge Reservation, 1,550 km (963 mi); Idaho National
Engineering Laboratory, 3,070 km (1,911 mi); Hanford Site, 3,740 km (2,327 mi); and Nevada Test Site,
3,000 km (1,862 mi). Distances along rail routes are slightly longer,

Environmental Conditions

A large number of aquatic and terrestrial species frequent the Galveston Bay area. A variety of birds
migrate, winter, and breed along the Texas Coast including shorebirds, songbirds, waterfowl, and raptors
(Breslin, 1993; FWS, 1992). These endangered/threatened bird species include the brown pelican,
peregrine falcon, bald eagle, Attwater’s greater prairie-chicken, piping plover, and the eskimo curlew
(State-threatened only). Endangered/threatened marine mammals and sea turtles also are found in the
coastal bay systems and the Gulf of Mexico. Galveston Bay is within the range of the green, hawksbill,
Kemp’s ridley, leatherback, and loggerhead sea turtles, While no protected species are known to be
located within the Port of Galveston, significant populations of the endangered brown pelican and the
piping plover exist nearby (Werner, 1994). The U.S. Fish and Wildlife Service reported that as many as
600 brown pelicans have been sighted loafing on the north end of Little Pelican Island, which is
approximately 5.6 km (3.5 mi) northwest of the port. In addition, approximately 125 pairs nested and
produced 90 young for the year at this site in 1994, the first time that brown pelicans had successfully
nested in Galveston Bay in over 40 years. Wintering populations of the threatened piping plover use the
northeastern end of Galveston Island and the southeastern end of Bolivar Peninsula. Of the 3,187 birds
observed during the first Gulf Coast count of wintering piping plovers, 1,904 were observed on the Texas
coastline (Werner, 1994),

A great amount of commercial and recreational fishing occurs in Galveston Bay and the Gulf of Mexico.
Shellfish are the most important commercial species, particularly shrimp, followed by eastern oysters and
blue crabs (TPWD, 1989a). The most valuable finfish landed from the Galveston Bay system are black
drum, and mullet. In 1988, a total of 5,077,170 kg (11,169,773 Ibs) of shellfish valued at $13,489,146 was
landed from the Galveston Bay System; a total of 224,536 kg (493,980 Ibs) of finfish valued at $226,140
was also landed. The major recreational species of fish that were caught in the Galveston Bay system in
1987-1988 were: Atlantic croaker, sand seatrout, spotted seatrout, southern flounder, black drum, and red
drum (TPWD, 1989b).
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While the port area is highly developed, a wide variety of marine, estuarine, and lacustrine wetlands exist
along Galveston Bay, including a large portion of Pelican Island, directly west of the port. Wetlands also
occupy the majority of the far northern end of Galveston Island (FWS, n.d.a.).

Climatic Conditions

The City of Galveston is bounded on the southeast by the Gulf of Mexico and on the northwest by
Galveston Bay. Thus, the climate of the Galveston area is predominantly marine, with periods of modified
continental influence during the colder winter months when cold fronts from the northwest sometimes
reach the Texas coast. Because of its coastal location, sub-freezing temperatures are rare, and higher than
normal humidities prevail throughout the year. Summer rainfall is highly variable across the island due to
thunderstorms and the local sea breeze circulation. Winter precipitation comes mainly from frontal
activity and onshore flow, which produces slow, steady rains under a low stratus cloud deck. The island
has been subject at infrequent intervals to major tropical storm systems with hurricane-force winds
(NOAA, 1993¢).

D.2.1.3 Hampton Roads, VA (Includes the Combined Terminals at Newport News, VA; Norfolk,
VA; and Portsmouth, VA)

Hampton Roads is one of the world’s foremost bulk cargo harbors. It is a multi-terminal port with
privately and publicly owned marine cargo handling facilities located at the southwest corner of the
Chesapeake Bay at the confluence of the James and the Elizabeth Rivers. The port is about 26 km (16 mi)
from the Virginia Capes and the entrance from the Atlantic Ocean. The major terminals located on the
Elizabeth and James Rivers are approximately another 10 to 13 km (6 to 8 mi) from the Bay
(DOC, 1993¢). The port includes the ports and cities of Norfolk, Portsmouth, and Newport News.
Adjacent communities include the cities of Chesapeake and Virginia Beach. The maps of the port are
shown in Figures D-22 (Newport News), D-23 (Norfolk), and D-24 (Portsmouth).

In 1992, Hampton Roads handled approximately 3.9 million metric tons (6.5 million tons) and
875,000 20-ft equivalent units of containerized cargo, including large amounts of radioactive materials
(primarily uranium dioxide). The port ranks closely with the port of Charleston as the second or third most
active container port for the East and Gulf Coasts (DOE, 1994d). The port is serviced by more than 75
ship lines that serve the port on a regular basis and provide approximately 4,000 sailings a year to many
countries of the world, including Scandinavia, Europe, the Mediterranean, Near East, Mideast, Far East,
Africa, Japan, and South America. A partial listing of lines include Alianca, American-Africa-Europe,
American Transport, Argentine Line-ELMA, ACL, Atlantic Express, Bank, Ceylon Shipping, CGM,
Chilean Line, Cho Yang Shipping, COSCO, DB Turkish Cargo Lines, Deppe, DSR Senator, Eimskip,
Evergreen, Farrell, Hapag-Lloyd, Hoegh, [talian Line, Ivarian Lines, Jugolinja, K Line, Lloyd Basilero,
Lykes Lines, Maersk, Mediterranean Shipping, Mitsui OSK, NSCSA, Nedlloyd, Neptune Orient, Netumar
Lines, NYK, OOCL, Ocean Star Container Line, P & O, PT Djakarta Lloyd, Safbank Lines, Sea-Land
Service, Shipping Corp. of India, Spanish Line, Tokai Shipping, Toko Kaiu Kaisha Ltd., Torm West
Africa, United Arab Shipping, Venezuelan Line Walleniuis, Waterman, Wilhelmsen, Yang Ming Line, and
Zim (Jane's, 1992; AAPA, 1993).

Because Hampton Roads and its approaches from the Virginia Capes handle a large amount of shipping,
traffic separation schemes have been established for the control of maritime traffic. The controlling depth
in the Deep Water Route from the Virginia Capes is 15.2 m (50 ft), except for one 14.3 m (47 ft) location.
Projected depth for the Hampton Roads channel varies from 15.2 m to 16.7 m (50 to 55 ft). Depth
alongside terminals at Newport News and Portsmouth is about 11.6 m (38 ft), while at the Norfolk
terminal it is 12.5 m (41 ft) (DOC, 1993c¢; Jane’s, 1992),
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Figure D-22 Map of the Port of Newport News, VA
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Figure D-23 Map of the Port of Norfolk, VA
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Changing weather can alsc be a concern as noted in the U.S. Coast Pilot: “Weather deterioration in the
lower bay is often sudden and violent and constitutes an extreme hazard to vessels operating or anchoring
in this area. The proximity of the bridge-tunnel complex to main shipping channels adds to the danger.
Currents in excess of 1.5 meters-per-sec (3 knots) can be expected in this area” (DOC, 1993c).

The presence of three major vehicle tunnels (Chesapeake Bay tunnels, and Hampton Roads Tunnel with
associated bridges) under the shipping channels are also sources of risk from ship collisions, especially in
fog or during bad weather. Overall, however, the transit is direct and well-managed (DOC, 1993c).

The terminals of primary interest are owned by the Virginia Port Authority, that is a state agency reporting
to the Secretary of Economic Development. The Virginia Port Authority’s three large, general cargo
terminals within the Greater Hampton Roads harbor area include Norfolk International Terminals which is
a large container port that includes Sewell’s Point Docks (a breakbulk facility), Portsmouth Marine
Terminal, and Newport News Marine Terminals. These Terminals are operated by the Virginia
International Terminals (the operating arm of the Virginia Port Authority). Lambert’s Point Docks, a large
breakbulk terminal owned by Norfolk Southern Railroad is also located on the Norfolk waterfront, but
lacks container cranes. All three terminals are located in commercial port districts of their respective
cities, somewhat separated from other community activities, in areas dedicated primarily to port industrial
usage. The three Virginia Port Authority terminals are discussed below in subsections by terminal
(Jane’s, 1992; AAPA, 1993; FHI, 1994b; DOE, 1994d; VPA, 1994},

Other Pertinent Information; There are no regulatory restrictions prohibiting the receipt and handling of
spent nuclear fuel in the port. Compliance with hazardous materials regulations (49 CFR} is the primary
requirement. The Portsmouth Marine Terminal has had extensive experience in the receipt and handling
of spent nuclear fuel shipments in the recent past, and Norfolk International Terminal and Newport News
Marine Terminal also have had some experience (SNL, 1994; NRC, 1993). There appears to be little or no
conilict with other hazardous cargoes, including petroleum products, naval weapons depots, etc., in the
immediate vicinity of the three Virginia Port Authority terminals. The Virginia Port Authority depends on
the Hampton Roads Emergency Team for response to hazardous materials accidents within its terminals.
Hampton Roads Emergency Team consists of the fire departments of Norfolk, Portsmouth, and Virginia
Beach, in liaison with the U.S. Coast Guard. Chief White of the Portsmouth Fire Department is in charge
of the team, which also has ties to the State Emergency Team. All of the Virginia Port Authority terminal
operating personnel and longshoremen are currently trained in hazardous materials awareness. Security
for the port is provided by perimeter fences and the Virginia Port Authority’s Port Police, which maintain
24-hour patrol and surveillance at all three terminals. The state of Virginia's Safety Manual sets forth the
rules and policies for operations, including, among other things, hazardous cargoes, container control,
emergency procedures and general safety, and provides the policy for receipt and handling of radioactive
materials, including emergency response, personnel protection, facility protection, environmental
protection and cargo protection (Edwards and Drews, 1993},

All three terminals are located in a large urban area in which congestion is to be expected. Of the three
terminals, Portsmouth Marine Terminal is located closest to residential and downtown areas; however,
Portsmouth is a relatively small city in both area and population, and it is only a short distance from the
terminal to more sparsely populated rural areas. Conversely, truck shipments from Norfolk International
Terminals, the terminals closest to the sea, must travel about 38 km (24 mi) of heavily trafficked Interstate
through built-up sections of Norfolk, Virginia Beach, and Chesapeake before reaching Bowers Hill (a rural
area). The comparable distance from Portsmouth is about 6 km (4 mi).
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The likelihood of severe natural phenomena such as high winds and earthquakes is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Hampton Roads, the Unitorm Building Code requires
buildings to withstand wind speeds up to 140 knvhr (90 mph). The port is located in a low seismic zone
with an acceleration of 0.075 g.

Environmental Conditions

The lower Chesapeake Bay - Hampton Roads area is located on the coastal plain of southeastern Virginia.
This area is rather flat and is dissected by numerous bays, rivers, creeks, and wetlands including saltwater
marshes, bogs, and swamps (DOE, 1995). However, the areas in the vicinity of the Ports of Newport
News, Norfolk, and Portsmouth are highly developed and the waterfronts consist largely of piers and
bulkheads associated with the various shipyards, shipping terminals, warehouses and railroad yards that
comprise this heavily utilized harbor area. The U.S. Fish and Wildlife Service reports that there are no
Federally-listed or proposed listing for endangered or threatened species within a one-mile radius of the
Portsmouth or Newport News Terminals (Mayne, 1994). However, rare, threatened, and endangered plant
and animal species may be found around the cities of Newport News, Norfolk, and Portsmouth
(O’ Connell, 1994).

The waters of the Chesapeake Bay and Hampton Roads can be classified as a high-salinity estuarine
habitat {(generally 16.5-30 parts per thousand), while the Elizabeth and James Rivers, in the vicinity of the
ports addressed in this section, are classified as mid-salinity estuarine habitat (generally 5-16.5 ppt)
(FWS, 1980d). A number of aquatic species can generally be found in mid-salinity estuarine habitat in this
area. Of particular note is the Atlantic sturgeon, a state-endangered species that migrates through these
areas. In addition, the eastern oyster is common in the Elizabeth River, in the vicinity of the Norfolk
international Terminal and the Portsmouth Marine Terminal. Blue crabs, eastern oysters, and liard clams
are also found in the vicinity of the Newport News Marine Terminal (FWS, 1980d). However, Hampton
Roads, the Elizabeth River, and portions of the James River (including that portion along the port of
Newport News) have been designated as the “Condemned Shellfish Area No. 7”7 by the Virginia State
Department of Health (West, 1994). Shellfishing is either restricted (special permits) or prohibited in this
area. The State of Virginia also reports that a fishing health advisory is in effect for the James River and
its tributaries due to Kepone contamination, In addition, the Southern Branch of the Elizabeth River,
which is upstream of the Norfolk International and Portsmouth Marine Terminals, only partially supports
water column standards for dissolved oxygen and sediment standards for lead. The waters in the Hampton
Roads area are considered to be “swimmable” by the State of Virginia (West, 1994). The Tidewater area
is part of the Mid-Atlantic flyway, and the numerous waterways and wetlands in this area are utilized by
many migratory birds that pass through or winter in this region. There is generally a lack of suitable
habitat or forage areas in the immediate vicinity of these ports. However, the Ragged Island Wildlife
Management Area, located across the James River from the Port of Newport News, is used as a migratory
area for waterfowl. Nesting areas for the great blue heron and the yellow-crowned night heron, both
State-protected species, are reportedly located on the Lafayette River, approximately 3.2 km (2 mi)
upstream of the Norfolk International Terminal (FWS, 1980d). More recently, the U.S. Fish and Wildlife
Service indicated that a yellow-crowned night heron rookery consisting of eight nests was documented in
the vicinity of the Norfolk Terminal (Mayne, 1994).

There are no known areas of special environmental concern other than the growing interest in preservation
of the Chesapeake Bay and its tributary rivers. While the Dismal Swamp National Wildlife Refuge is
located about 16 km (10 mi) from the two terminals on the Elizabeth River, the water drainage from the
swamps is toward the port, and would not normally carry waterborne radioactivity into the swamp.
Further, the swamp is far enough from the terminals so that any radiological impacts from airborne
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releases (e.g., fires) would be expected 10 be negligible. 1n port, any potential negative impacts of
low-probability, severe accidents on wildlife populations would be limited to the immediate area around
the terminals.

Climatic Conditions

The Port of Hampton Roads, VA is located at the confluence of the James River and the Chesapeake Bay,
approximately 29 km (18 mi} west of the Atlantic Ocean. The average elevation of this region is
approximately 4 m (13 ft) above sea level.

The geographic location of this region is especially favorable, tending to be located south of the
predominant winter extratropical cyclone tracks which originate at higher latitudes and north of the usual
tropical cyclone (e.g., tropical storms and hurricanes) paths. In general, the winters are mild with slightly
warmer temperatures during the spring and fall seasons. The summer season is warm and long, but is
characterized by frequent cool periods, generated by cool northeasterly winds off of the North Atlantic.
Extreme cold waves are infrequent, and temperatures below 18°C (0°F) are almost nonexistent. In
general, winters pass without measurable snowfall, and most snowfall melts within 24 hrs. The average
first sub-freezing day in the fall is November 17 and the last occurrence in the spring is March 23, The
predominant wind directions since 1984 are from the south-southwest (about 30 percent) and
north-northeast (about 25 percent) and vary seasonally (NOAA, 1992a).

D.2.1.3.1 Newport News Marine Terminal

This terminal is located on the north shore of the Port of Hampton Roads on the James River. It is a
combination container, roll-on/roll-off, and breakbulk terminal. The facility has two piers (B and C), a
total area of 56.9 ha (141 acres), five berths [two container berths, (each 284 m (930 ft) long), three
breakbulk berths (totaling 667 m or 2,190 ft)], and four container cranes [(two 40.6 metric ton (45 ton) and
two 30.5 metric ton (33.6 ton)]. Pier B is 189 m (620 ft) long and 168 m (550 ft} wide with three ship
berths. Pier C is 285 m (985 ft) long and 165 m (540 ft) wide with equal dlmensmns of both the north and
south sides. There is covered storage on both piers (36,620 m2 or 394,200 ft? ) and the container handling
terminal has storage for 790 stacked containers and 1,210 contamers on chassm The Virginia Port
Authority is improving this terminal with a new 9,300 m’ (100,000 i } warehouse (Jane’s, 1992;
AAPA, 1993; FHI, 1994b).

Newport News Marine Terminal has immediate access to Interstate-664 outside the terminal. I-664
connects with I-64 Northbound, bypassing the Hampton Roads Tunnel, en route to the Richmond bypass,
1-295 South, which connects with 1-95 and I-85 Southbound. The terminal is served shipside via CSX
Railroad, with direct rail service (Jane’s, 1992, FHI, 1994b; AAPA, 1993).

The 1990 population within 16 km (10 mi) of the port terminals was 430,757. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 181,000; Oak Ridge Reservation, 209,000; Idaho National Engineering Laboratory, 628,000;
Hanford Site, 677,000; and Nevada Test Site, 691,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are: Savannah River Site, 840 km (519 mi); Qak Ridge
Reservation, 890 km (553 mi); Idaho National Engineering Laboratory, 4,010 km (2,492 mi); Hanford
Site, 4,680 km (2,908 mi); and Nevada Test Site, 4,172 km (2,595 mi). Distances along rail routes are
slightly longer.
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D.2.1.3.2 Norfolk International Terminals

This is the Virginia Port Authority’s largest container handling facility, located on the south side of the
Port in Norfolk, adjacent to the Navy Base on the Elizabeth River Channel. The Norfolk International
Terminals have a wharf area of 328 ha (811 acres), 4 container berths, 7 container cranes, room for
stacking 23,930 20-ft equivalent units four high, chassis stackers for 702 chassis, a roll-on/roll-off berth
and covered pier storage of 83,640 m? (900,000 ftz) plus associated container terminal handling
equipment. Sewell’s Point Terminal, located at the north end (seaward) of the Norfolk International
Terminals’ container berths consists of 12,14 ha (30 acres) of land area, two piers, and covered storage for
breakbulk cargoes. The Norfolk International Terminals have four container berths, 1,289 m (4,230 ft) in
length, six 40.6 metric ton (45 ton) container cranes, and one 30.5 metric ton (33.6 ton) container crane.

The terminal is located approximately 2.9 km (1.8 mi) from Interstate 64 via International Terminal
Boulevard (a multi-lane industrial roadway bordering the Norfolk Naval Base). It is assumed that travel
on I-64 would be southbound only because of the Hampton Roads Tunnel on I-64 North. Southbound
routing requires crossing several bridges over the Eastern and Southern Branches of the Elizabeth River
and dealing with frequent traffic congestion on the heavily traveled Interstate. The Norfolk International
Terminals is served directly (shipside) by the Norfolk Southern Railroad, and indirectly via the Norfolk
and Portsmouth Belt Line Railroad, with CSX and Eastern Shore Railroads (AAPA, 1993; FHI, 1594b).

The 1990 population within 16 km (10 mi) of the port terminals was 681,864, The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 131,000; Oak Ridge Reservation, 174,000; Idaho National Engineering Laboratory, 631,000;
Hanford Site, 694,000; and Nevada Test Site, 694,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are: Savannah River Site, 800 km (498 mi); Oak Ridge
Reservation, 880 km (550 mi); 1daho National Engineering Laboratory, 4,070 km (2,530 mi); Hanford
Site, 4,740 km (2,949 mi); and Nevada Test Site, 4,240 km (2,633 mi). Distances along rail routes are
slightly longer.

D.2.1.3.3 Portsmouth Marine Terminals

This is the Virginia Port Authority’s second largest marine container handling facility, located further
upsiream at the confluence of the Elizabeth River and its Western Branch in the City of Portsmouth. The
terminal has 3 berths that handle container, breakbulk and roll-on/roll-off cargoes, and a total land area of
88.7 ha (219 acres). It has four marginal berths with a total length of 1,080 m (3,540 ft), with 759 m
(2,490 ft) of container berths. The terminal has a storage capacity of 1,770 stacked containers and
2,000 containers on chassis. The terminal also has 14,900 m? (160,400 fti) of warehouse space. The
terminal has three 30.5 metric ton (33.6 ton) container cranes, one 40.6 metric ton (45 ton) container crane,

and one 48.8 metric ton (54 ton) container crane.

The Portsmouth Marine Terminals are located approximately 4 km (2.5 mi) from the entrance ramp to
I-264, a beltway that links up with U.S. Route 58 westbound in the rural Bowers Hill area of Chesapeake
en route to [-95 or I-85 south. The assumed route from the Portsmouth Marine Terminals to the Beltway
would be via Harbor Drive and Turnpike Road (State Highway 337), which runs through an area of mixed,
small businesses and low-density housing for about 1.6 km (1.0 mi). The Portsmouth Marine Terminals
are served directly (shipside} by the CSX Railroad with connections to the other rail lines via the Norfolk
and Portsmouth Belt Line Railroad (AAPA, 1993; FHI, 1994b).
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The 1990 population within 16 km (10 mi) of the port terminals was 665,700. The affected populations
within 0.8 km (0.5 mi} of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 135,000; Oak Ridge Reservation, 257,000; Idaho National Engineering Laboratory, 670,000;
Hanford Site, 718,000; and Nevada Test Site, 732,000. Populations along rail routes to these sites are
about the same for Eastern sites and slightly larger for Western sites. These populations are shown in
Figures D-8 through D-17 in Section D.1. The distances to the five potential sites on interstate routes are:
Savannah River Site, 810 km (501 mi); Oak Ridge Reservation, 780 km (487 mi); 1daho National
Engineering Laboratory, 4,040 km (2,514 mi); Hanford Site, 4,710 km (2,930 mi); and Nevada Test Site,
4,210 km (2,617 mi). Distances along rail routes are slightly longer.

D.2.1.4 Jacksonville, FL

The Port of Jacksonville is located on the Atlantic Coast of Northern Florida, along the St. Johns River. It
is a geographically large city (1,967 km? or 760 mi %, ranging from the town of Orange on the east side of
the river to Julington Creek on the west side. Most of the marine terminals are on the west side of the
river, about 34 km (21 mi) from the ocean entrance. However, the Blount 1sland container terminal is
well-separated from the city, and is only about 11 km (7 mi) from the harbor entrance. A Federal Project
maintains a channel depth of 12.2 m (40 ft) to 12.8 m (42 ft) at the entrance to the river. The depth
gradually decreases to about 9.1 m (30 fi) at the railroad bridge in Jacksonville. The Blount lsland
Terminal is located downstream from the railroad bridge in a deeper part of the channel (DOC, 1993d;
Jane’s, 1992; AAPA, 1993; Southern Shipper, 1993). A map of the port is shown in Figure D-25.

The St. Johns River has a deep, steep-sided channel cut through the rock in some arcas. This channel
configuration, combined with the increased size and draft of vessels entering the port makes the river
difficult to navigate. Tidal currents in the river are strong as far as Jacksonville, approaching
1.5 meters-per-sec (3 knots) in several places (DOC, 1993d).

The Jacksonville Port Authority (Jaxport) operates two deep water container/general cargo terminals;
Blount Island, located approximately 11 km (7 mi) from the harbor entrance and Talleyrand Docks and
Terminals, located about 34 km (21 mi) from the entrance. Both terminals are equipped with modern
entrance cranes, handle breakbulk and other types of cargo, and have transit sheds, warehouses, and open
storage areas. Of the two, Blount Island is preferred because of its separation from the high density
downtown area and closer proximity to the sea. A new terminal is under consideration adjacent Blount
Island at Dames Point (Southern Shipper, 1993).

Both terminals serve a number of major general cargo and container ship lines from around the world
including Sea-Land, NYK, Hyundai, and Mitsui OSK, that offer worldwide cargo services, and Coluinbus
and Blue Star Line (Australia service). These lines provide service to many regions of the world,
including Europe, the Mideast, South America, and Australia (Southern Shipper, 1993; Jane’s, 1992),

Blount Island Terminal: Blount 1sland is a 356 ha (880 acre) facility with 1,920 m (6,299 ft) of berthing
space, of which Berth 12 is the longest [351 m (1,150 ft}]. Blount 1sland Berths 7-13 have 11.6 m (38 %
of water alongs1de at mean low water, and five 40.6 metric ton (45 ton) container cranes, It has 34,000 m
(360, 000 ft2 ) of transit sheds/warchousing and 149 ha (367 acres) of open storage. This terminal is
connected to the mainland via a fixed highway bridge that joins State Highway 105 (Necksher Drive) and
connects with 1-95 and Route 17 about 8 km (5 mi) north of the City of Jacksonville. A new cight lane
truck security plaza was dedicated in 1992, Blount Island has pierside service by the CSX Railroad that
connects with the Norfolk Southern Railroad (Southern Shipper, 1993).
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Figure D-25 Map of the Port of Jacksonville, FL
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Talleyrand Terminal: Talleyrand Docks is a 70 ha (172 acre) facility with 1,250 m (4,100 ft) of marginal
wharf on deep water [11.6 m (38 ft)] at mean low water. It has two 40.6 metric ton (45 ton) container
cranes, and two large fantry whirley cranes [50.8 metric ton (56 ton) and 102 metric ton (112 ton)], and
14,900 m? (160,000 ft”) of transit sheds/warehousing with 49 ha (120 acres) of paved open storage (fenced
and lighted). Talleyrand Terminal is located in downtown Jacksonville’s shopping and commercial zone,
about 2.9 km (1.8 mi) downstream of the John R. Matthews Bridge (alternate U.S. Route 90), and less than
1 km (0.6 mi) via city streets to the Expressway (alternate U.S. Route 1) (Southern Shipper, 1993).

Other Pertinent Information: The Port Authority is not aware of any local regulatory restrictions on
receipt and handling of spent nuclear fuel (Castiel, 1993). The terminals have no pnor experience
handling spent nuclear fuel (SNL, 1994; NRC, 1993) or hazardous wastes, but do handle hazardous
cargoes such as poisons, corrosives, and Class B explosives. Jaxport is a member of Jacksonville Spillage
Control and the City of Jacksonville’s Hazardous Materials Team. Terminal operating personnel and
longshoremen receive basic instruction in the handling of hazardous cargoes. Around the clock security is
provided to both terminals by the Jacksonville Port Authority, with secure, short-term storage available if
needed.

There are several tanker terminals and petroleum storage depots downstream and immediately adjacent
Talleyrand Docks and Terminals. Blount Island Terminal appears to have no petroleum terminals or other
conflicting cargo activities (Castiel, 1993).

While the entire State is environmentally aware, there are no known sensitive wildlife sanctuaries in the
immediate area of Jaxport. Blount Island is surrounded by extensive marsh and wetlands. The port is
subject to severe hurricanes and tropical storms. The likelihood of severe natural phenomena such as high
winds and earthquakes is reflected in the structural requirements for buildings in each area of the United
States. These are shown in the Uniform Building Code (UBC, 1991). For the Port of Jacksonville, the
Uniform Building Code requires buildings to withstand wind speeds up to 160 km/hr (100 mph). The port
is located in a very low seismic zone with an acceleration of less than 0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 334,212. The affected populations
within 0.8 km (0.5 mi} of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 46,900; Oak Ridge Reservation, 175,000; Idaho National Engineering Laboratory, 576,000;
Hanford Site, 643,000; and Nevada Test Site, 639,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures -8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are: Savannah River Site, 607 km (377 mi); Oak Ridge
Reservation, 912 km (567 mi); Idaho National Engineering Laboratory, 4,030 km (2,504 mi); Hanford
Site, 4,700 km (2,924 mi); and Nevada Test Site, 4,190 km (2,607 mi). Distances along rail routes are
about the same.

Environmental Conditions

The area between the mouth of the St. Johns River and Blount Island is characteristic of typical coastal
lowlands found along the southeastern United States. Numerous creeks meander through large expanses
of marshes and swamps. With the exception of the U.S. Naval Station Mayport and the village of
Mayport, which occupy the first several kilometers along the southern bank of the river, the land bordering
the lower portion of the river is largely undeveloped, with the exception of riverfront residences, mainly
along the northern bank. In fact, most of the land to the north of the river between Blount Island and the
coast is part of the Nassau River - St. Johns River Marshes Aquatic Preserve. The Fort Caroline National
Memorial is located southeast of Blount Island on the southern bank of the river. The Little Talbot Island
State Park is located approximately 1.6 km (1 mi) north of the channel entrance.
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The lower 24.2 km (15 mi) of the St. Johns River has been designated as critical habitat for the manatee, a
listed endangered species. The river is also used as a migratory area for the shortnose sturgeon, a listed
endangered species (FWS, 1980e). According to the Florida Natural Areas Inventory, the following rare
species have been reported within 3.2 km (2 mi) of the Blount Island Terminal: West Indian Manatee
(State and Federal Listed Endangered Species), shortnose sturgeon (State and Federal Listed Endangered
Species), Atlantic sturgeon (State Listed Species of Special Concern and Federal Listed Threatened
Species), sea lamprey, and the opossum pipefish (Murray, 1994). In addition, the U.S. Fish and Wildlife
Service reports that the following protected marine species may occur in Duval County: west indian
manatee (endangered), shortnose sturgeon (endangered), Kemp's ridley sea turtle (endangered),
leatherback sea turtle (endangered), loggerhead sea turtle (threatened), hawksbill sea turtle (endangered),
and the green sea turtle (threatened). Protected bird species include the bald eagle (endangered), wood
stork (endangered), piping plover (threatened), and red-cockaded woodpecker (endangered)
(Bentzien, 1994).

A variety of wading birds are also found in the vicinity of the Fort Caroline National Memorial. Several
species of birds, including shorebirds, waterfowl, and gannets frequent the area around the jetties at the
channel entrance. In particular, the brown pelican (a State Species of Special Concern) is found in this
area. A variety of birds inhabit the Little Talbot Island State Park, including the American oystercatcher (a
State Species of Special Concern). Loggerhead sea turtles (a listed endangered specics) use the beaches
along this portion of Florida as a nesting area (FWS, 1980e).

Climatic Conditions

The Port of Jacksonville, FL, is located along the lower 39.4 km (24.5 mi) of the St. Johns River. The
terrain in this area is relatively level, providing very little change in relief proceeding inland from the
coastal region.

As with the other more northern ports, the climate of this area is also modified by the influence of the
Atlantic Ocean. Easterly winds occur roughly 40 percent of the time, producing a true maritime climate
for the Jacksonville area. The greatest rainfall occurs during summer, usually associated with afternoon
and evening thunderstorms. During summer, measurable precipitation can be recorded nearly every two
days. The prevailing winds are northeasterly in the fall and winter months, becoming more southwesterly
during spring and summer. Although Jacksonville is along the eastern United States coast, it has been very
fortunate in escaping hurricane-force winds. The majority of systems in recent years that have reached
this latitude have moved parallel to the coastline, keeping well offshore. Others have weakened
significantly moving over land prior to reaching the Jacksonville area. The combination of these two
factors has spared the area from any major devastation due to tropical systems in recent years
(NOAA, 1992¢).

D.2.1.5 Military Ocean Terminal, Sunny Point, NC

The Military Ocean Terminal at Sunny Point (MOTSU) is a defense transportation facility used to move
military cargo (principally munitions) into and out of the United States. The terminal is located
approximately 16 km (10 mi} upstream from the mouth of the Cape Fear River on the Atlantic Coast near
Southport, NC. A map of the port is shown in Figure D-26. The port is easily accessed from the ocean,
and all commercial vessels bound for Wilmington, NC must pass by MOTSU. It is served by a 12.1 m
(40 1t} deep by 152 m (500 ft) wide channel from the ocean (DOE, 19944).
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Figure D-26 Map of the Military Ocean Terminal, Sunny Point, NC
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Since the majority of cargoes handled at MOTSU are explosive, the terminal is laid out such that an
explosion at one wharf will not seriously impact activities at an adjacent wharf. This would permit
containerized spent nuclear fuel carried in a commercial vessel (without explosive or hazardous cargoes
on-board) to be safely received and transporied from the terminal, even though there are conflicting
activities within the terminal. Further, after many years of service, MOTSU has never had an explosion
accident, so the risks are believed to be small. However, unloading of spent nuclear fuel would be
scheduled during periods when explosives were not being unloaded. On average, MOTSU receives about
70 vessels per year, and moves approximately 433,000 metric tons (476,000 tons) of cargo through the
port.

While regularly scheduled commercial container or breakbulk vessels do not call at MOTSU, commercial
container vessels chartered by defense agencies routinely call at the port. The water depth (channel and
alongside the wharves) of 10.3 m (34 {t) mean low water is adequate for most commercial breakbulk,
roll-on/roll-off, and container ships. The terminal has three 606 m (2,000 ft) wharves, each with three
berths. All wharves have three parallel sets of rail tracks. Berth 1, on the south wharf, has two 45.3 metric
ton (50 ton) container cranes capable of oft-loading container or container/breakbulk vessels. Berth 3 has
been modified with a 30 m (100 ft) wide, reinforced concrete apron that permits breakbulk and
roll-on/roll-off operations in addition to containerized cargoes (DOE, 1994d).

MOTSU is serviced by well-maintained roads which are primarily two-lane roads providing connections
to multi-lane controlled access highways. In the event that MOTSU was utilized for receipt of foreign
research reactor spent nuclear fuel, all transport of spent nuclear fuel over these roadways would be in
conformance with State regulations for normal truck traffic between MOTSU and other locations to avoid
overloading roadways and bridges. Truck access is provided by State Route 87 from the northwest and
State Route 133 from the north. Route 87 provides access to U.S. 17, which runs southwest or northeast.
The distance from the terminal gate to Route 133 is about 3.7 km (2.2 mi). Route 133 runs directly to
U.S. 17 just outside Wilmington, NC. From Wilmington, U.S. 74 runs west 120 km (75 mi) to
Interstate 95, the nearest major north-south highway (DOE, 1994d). A dedicated 157 km (97.4 mi) U.S.
Army rail line connects the CSX network directly to the terminal.

Other Pertinent Information: At the present time, there are no regulatory restrictions on receipt, handling,
and transhipment of foreign research reactor spent nuclear fuel at MOTSU, MOTSU is the only port in the
contiguous United States which has current experience with foreign research reactor spent nuclear fuel
receipt and handling, with two shipments received in October 1994 under the Urgent Relief Environmental
Assessment.

Cargo handling at the terminal, including explosives, is performed by members of the International
Longshoremen Association. Port security is maintained on land by security guards, and on water by
dedicated patrol boats.

The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in cach area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For MOTSU, the Uniform Building Code requires buildings to withstand
wind speeds up to 160 km/hr (100 mph). The port is located in a low seismic zone with an acceleration of
0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 7,995, The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 34,200; Oak Ridge Reservation, 128,000; Idaho National Engineering Laboratory, 463,000;
Hanford Site, 548,000; and Nevada Test Site, 619,000. Populations along rail routes to these sites are
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slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are; Savannah River Site, 402 km (250 mi); Oak Ridge
Reservation, 798 km (496 mi); Idaho National Enginecering Laboratory, 3,873 km (2,407 mi); Hanford
Site, 4,615 km (2,868 mi); and Nevada Test Site, 3,953 km (2,457 mi). Distances along rail routes are
slightly longer.

Climatic and environmental information for MOTSU is similar to that for the Port of Wilmington, NC, as
listed in Section D.2.1.10.

D.2.1.,6 Naval Weapons Station (NWS) Concord, Concord, CA

Concord NWS is located on the western edge of Suison Bay, an esturine area carrying the tlows of the
Sacramento and San Joaquin Rivers to San Pablo Bay through the Straits of Carquinez. By sea, the transit
is approximately 55 km (35 mi) northeast of the Golden Gate Bridge. Concord NWS is about 5 km (3 mi)
north of the city of Concord, CA., The wharf at Concord NWS is about 8 km (5 mi) north of the city. The
site tidal areas surrounding the pier areas (including small off shore islands) comprise about 3,1000 ha
(7,648 acres) to provide a large separation from nearby communities, and security for the site. A map of
the area is shown in Figure D-27. Concord NWS is aligned under the Pacific Division Division of the
Naval Ordnance Center. Concord NWS is aligned under the Pacific Division of the Naval Ordnance
Center. The Pacific Division is located at Seal Beach, CA and the Naval Ordnance Center is located at
Indian Head, MD (Yocum, 1994b).

The Station currently is a breakbulk facility (primarily munitions, naval ordnance, and other high
explosives), with limited container handling capabilitics. Most vessels servicing the facility are
self-supporting, with on-board cranes for handling cargo. Concord NWS currently has a 100-metric ton
(112-ton) floating crane and a tmack mounted mobile 82 metric ton (90 ton) crane used to service the
Station as needed (several cranes are mounted on a crane ship that ties up alongside cargo vessels and
loads or offloads cargoes). The facility also has a roll-on/roll-off berth for stern ramps, and a substantial
barging pier. A $57 million modernization program has been approved for completion by 1999, which
will add to Pier 3 two new 36 metric ton (40 ton) container cranes and gantry crane rails outside of the
existing pier structures. The improvements will permit more efficient handling of containerized cargo.
The Station is very similar to the MOTSU facility, with three well-separated wharves with two berths on
each {about 360 m to 370 m long (1,180 ft to 1,220 ft) at Pier 3]. Separation is designed to protect
adjacent vessels from severe damage (or additional explosions) in the unlikely event of an explosion on
one ship. Like MOTSU, each pier has three parallel rail lines. Depth alongside the breakbulk/container
wharves is 10.6 m (35 ft) at mean low water, which is adequate for most breakbulk/container vessels.
Vessel size is limited by the height limit of 33 m (135 ft) under the bridges over the Strait, and the width of
the channel [about 90 m (300 ft) minimum} (Yocum, 1994a and 1994b).

Truck access to Interstate 680 is about 10 km (6 mi) via State Route 4. The site has about 127 km (79 mi)
of paved roads and 165 km (103 mi) of rail tracks. Concord NWS is served by the Union Pacific,
Southern Pacific, and Santa Fe Railroads (all of which have mainline tracks through the tidal area) and has
the equivalent of a small intermodal railyard in the immediate vicinity of the pier where railcars can be
brought after loading on the piers. Rail routes include direct movement to the Hawthorne Army
Ammunition Depot in Hawthorne, NV, where spent nuclear fuel could be off-loaded to trucks for direct
shipment to the Nevada Test Site (Yocum, 1994b).

Other Pertinent Information: Since it is a military facility and an explosives operating area, the entire pier
operations waterfront is surrounded by barbed wire fencing with access through military posted gates. The
facility has areas for staging (and short-term secure storage) shipments by truck or rail near the pier areas.
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When explosives are being handled, the explosive safety arc is approximately 3,400 m (11,200 ft) around
the pier area. The existing State highway through the site is closed off about 3 km (2 mi) from the piers at
the small town of Clyde (population about 485) adjacent to the Station’s Administrative areas
(Yocum, 1994b). Concord NWS area has its own full-time security force, with a U.S. Coast Guard facility
onsite to provide some explosive oversight services during loading and unloading activity. There is a fire
station in the immediate vicinity of the pier areas, with an estimated 3-minute response time for first
responders.

The primary mission of the port is to support all branches of the military in shipping munitions. No
concurrent non-explosives cargo handling, such as foreign research reactor spent nuclear fuel, would be
allowed when explosives are being handled. Scheduling of foreign research reactor spent nuclear fuel
shipments would have to be done for times when no explosives handling is anticipated. Unscheduled
activities or activities with little advance notice involving the military mission would require re-scheduling
or re-routing of the foreign research reactor spent nuclear fuel. The foreign research reactor spent nuclear
fuel handling would not be the first priority of the port.

Contflicting activities are expected to be avoided by proper scheduling (normally only one ship at a time is
in port).

Parts of the tidal area are leased to local cattle growers to keep the grass down for fire protection purposes.
The station is a wildlife sanctuary for migratory birds (about 1,200 ha or 3,000 acres) of the tidal area) and
hosts native Tule elk, which were formerly on the endangered species list (Yocum, 1994b).

The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Concord NWS, the Uniform Building Code requires buildings to
withstand wind speeds up to 110 kmv/hr (70 mph). The port is located on the edge of a very high seismic
zone with an acceleration of 0.45 g.

The 1990 population within 16 km (10 mi) of the port terminals was 381,070. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 1,040,000; Oak Ridge Reservation, 742,000; ldaho National Engineering Laboratory, 271,000;
Hanford Site, 263,000; and Nevada Test Site, 437,000. Populations along rail routes to these sites are
slightly smaller for Oak Ridge Reservation, Idaho National Engineering Laboratory and Nevada Test Site,
and slightly larger for Savannah River Site, and Hanford Site. These populations are shown in
Section D.1. The distances to the five potential sites on interstate routes are: Savannah River Site,
4,476 km (2,784 mi); Oak Ridge Reservation, 4,111 km (2,557 mi); Idaho National Engineering
Laboratory, 1,516 km (943 mi); Hanford Site, 1,376 km (856 mi); and Nevada Test Site, 1,145 km
(712 mi). Distances along rail routes are about the same for 1daho National Engineering Laboratory, and
slightly longer for Savannah River Site, Oak Ridge Reservation, Hanford Site, and Nevada Test Site.

Environmental Conditions

Concord NWS occupies 5,233 ha (12,931 acres) of land adjoining south Suison Bay. Of this total acreage,
2,135 ha (5,276 acres) are inland, while 3,097 ha (7,653 acres) are more tidal in nature. Wetlands
comprise approximately 1,215 ha (3,002 acres) of the tidal area (Yocum, 1994b). Wetlands occupy large
areas of land bordering all sides of Suison Bay and Grizzly Bay, which is located directly north of Suison
Bay. The waters of Suison Bay are characterized as a mid-salinity estuarine habitat (generally 5 to
16.5 ppt). Chinook salmon (endangered), steelhead trout, striped bass, sturgeon, and American shad are
typically found in this area (FWS, 1981e; FWS, 1981f).
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Portions of the inland area at Concord NWS serve as a sanctuary for Tule elk, a formerly endangered
species (Yocum, 1994b). Other terrestrial species found in the area include the river otter, the salt-marsh
harvest mouse (a Federally protected species), and the white-tailed kite (FWS, 1981¢; FWS, 19811). Adult
concentrations and nesting areas of the California clapper rail (a Federally protected bird species) and the
California black rail (a State protected species) are also found in this area. The U.S. Fish and Wildlife
Service reports that the following Federally-listed, protected species may occur in Contra Costa County:
winter-run chinook salmon (endangered), delta smelt (threatened), bald eagle (endangered), American
peregrine falcon (endangered), Aleutian Canada goose (threatened), California brown pelican
(endangered), California clapper rail (endangered), California least tern (endangered), and the salt marsh
harvest mouse (Medlin, 1994). The Federally and State protected figwort plant family is also found in the
vicinity of Concord NWS. In general, the greater San Francisco Bay area annually supports large numbers
of shorebirds, wintering waterfowl, raptors, seabirds, and passerlings. In addition, shorebirds, wading
birds, waterfowl, seabirds, and songbirds migrate through this coastal area.

Climatic Conditions

Currently, there is no operational National Weather Service station located in Concord, CA. However, the
National Weather Service does operate stations at the San Francisco International Airport (37° 37" N; 122°
23> W) and at Stockton, CA (37° 54’ N; 121° 15° W). Because of the influence of the California Coast
Ranges, which exist between San Francisco and Concord (trending northwest-southeast), the National
Weather Service data at Stockton, CA, is considered a better surrogate for the climatological conditions at
the Concord Naval Weapons Station.

Concord is located on the westernmost edge of the Great Valley of California, in the eastern foothills of
the Coast Ranges. The region is comprised of rich agricultural land, located on the broad delta formed by
the confluence of the Sacramento and San Joaquin Rivers, Well to the east of this region are the foothills
of the Sierra Nevada Mountains and to the west are the California Coast Ranges. The coast ranges are
important in providing an effective barrier from the maritime air masses that greatly influence the San
Francisco-QOakland area. However, several gaps in the Coast Ranges do permit the inland migration of the
sea breeze circulation, which tends to moderate daytime high temperatures in the summer months. In
general, the area is characterized in summer by warm, dry days and relatively cool nights with clear skies
and little rainfall. Winter brings relatively milder temperatures, with light precipitation and frequent heavy
fog events, which often have long durations in December and January. Ninety percent of the precipitation
falls between November and April, with thunderstorms extremely infrequent (4 days per year) and
snowfall almost nonexistent (NOAA, 1992j).

D.2.1.7 Portland, OR

The Port of Portland is located about 160 km (97 mi) above the mouth of the Columbia River on the
Willamette River tributary. Portland is the principal city of the Columbia River system and one of the
major ports on the Pacific Coast. The preferred container terminal (T6) is located approximately 170 km
(90 mi) from the entrance of the Columbia River. Federal project depths in the Columbia River are 14.6 m
(48 ft) over the bar, and 12 m (40 ft) to Portland (DOC, 1992b). However, a port official indicated the
actual channel depth is 13.11 m (43 ft), and the channel width is 183 m (600 ft) from the coast to the port
(Magness, 1993).

There are a number of cautions concerning entering and navigating the Columbia and Willamette Rivers.
The U.S. Coast Pilot warns that entry into the Columbia River can be dangerous because of sudden and
unpredictable changes in the currents often accompanied by breakers. It is reported that “ebb [tide]
currents on the [North] side of the bar attain velocities of [3.1 to 4.2 meters-per-sec] 6 to 8 knots . . . In the
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entrance the currents are variable, and at times reach a velocity of [2.6 meters-per-sec] 5 knots on the ebb;
on the flood [tide] they seldom exceed [2.1 meters-per-sec] 4 knots. Since logging is one of the main
industries of the region, free floating logs and submerged deadheads or sinkers are also a source of danger.
The danger is increased during spring freshets” (DOC, 1992b).

U.S. Coast Guard statistics for 1990 through 1993 indicate that the transit from the Pacific Ocean to the
Port of Portland is hazardous, with a reported total of 112 ship collisions and 145 (hard) groundings
(USCG, 1994b). It is noted that a large number of oceangoing vessels make the transit on a routine basis
without incident. Since some of these accidents were most likely associated with barges, it is believed that
the actual rate for oceangoing vessels is probably lower.

The Port of Portland owns and operates Terminal T6, a deep-water dedicated container facility located on
Pearcy Island, at the confluence of the Columbia and Willamette Rivers, about 140 km (90 mi) from the
ocean enfrance to the Columbia River. The port also owns other terminals (including T2, a
container/breakbulk facility), all of which lie further upstream of Terminal T6. Terminals are situated in
an industrial port district northwest and seaward of downtown Portland (POP, 1994). A map of the port is
shown in Figure D-28.

The port is served by several confainer lines including Australia New Zealand Direct Line, Evergreen
Line, Hanjin Shipping Co., LTD., Hawaiian Marine Lines, Hyundai, International Marine Transport Lines,
Italian Line, d’Amico Line, Jebson’s International, “K” Line, Mitsui OSK, Neptune Orient, NYK Line,
Pacific Commerce Line, Safbank Line, and United Yugoslav Line (Jane's, 1992; AAPA, 1993;
POP, 1994).

Terminal T6: This terminal has three berths, five container cranes [two 36.3 metric ton (40 ton) and one
50 metric ton (55 ton)], a container freight station, distribution warehouse, and rail/barge service. It has
about 869 m (2,851 ft) of marginal whart, with 12.2 m (40 ft) of water alongside at mean low water.
Truck access to Interstate 5 is via North Marine Drive and N. Lombard Street, both of which connect with
I-5 about 5.5 km (3.4 mi) from the terminal entrance, North Maring Drive is an industrial use roadway
that connects with I-84, the assumed route to Idaho National Engineering Laboratory, north and across the
Willamette River from downtown Portland. T is served by the Burlington Northern and Union Pacific
Railroads, whose tracks reach to within about (.5 km (1,500 ft} of the container berths; an intermodal,
container-on-flat-car rail yard is an integral part of the terminal. T6 has reciprocal switching arrangements
with the Southern Pacific Railroad (AAPA, 1993; POP, 1994),

T6 is located north (downstream) of the port’s other marine terminals and has no apparent conflict with
other hazardous cargoes. It is currently operated by the port, but the port is considering an operations
contractor for the future (Hachey et al., 1994).

Terminal T2: This terminal has about 833 m (2,730 ft) of marginal wharf, with 12.2 m (40 ft) of water
alongside at mean low water, and four container cranes with capacities ranging from 33 metric tons
(36 tons) to over 77 metric tons (85 tons). Truck access to Interstate 84 is via Interstate 5 South to U.S.
Route 30 West, connecting with I-84 at Maywood Park, a total distance of about 19 km (12 mi). The
terminal is served by the Portland Terminal Railroad and the Burlington Northern, and has direct
ship-to-rail transfer capability. T2 also has reciprocal switching arrangements with the Southern Pacific
(AAPA, 1993; POP, 1994). T2 is located near several large bulk petroleum terminals that are undoubtedly
supplied by tankers. Such traffic was not considered to be a major risk factor for the transportation of
spent nuclear fuel to Portland. However, because of the potential conflicting uses, Terminal T6 is the
preferred facility.
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Other Pertinent Information: Security is provided by perimeter fencing and the port’s police force, which
maintains a 24-hour patrol and surveillance function at both terminals.

There are no restrictive regulations currently affecting the potential receipt and transport of foreign
research reactor spent nuclear fuel through the port. The Manager of Marine Market Development
indicated that the port has not handled spent nuclear fuel since 1985, and there is opposition to handling
nuclear materials by the port’s labor unions (Magness, 1993). It is noted that while most of the spent
nuclear fuel shipped through Portland had been shipped by the end of 1985, other data sources indicate the
port also handled additional spent nuclear fuel in 1989 (NRC, 1993; SNL, 1994). There are no restrictions
on Class A or B explosives, and the Coast Guard does not make radiation surveys of radioactive cargoes.
Recently, the port could not get shippers to handle naturally radioactive columbium concentrate from
British Columbia even if it is not unloaded (Hachey et al., 1994). While this does not preclude foreign
research reactor spent nuclear fuel shipments, this indicates there is the potential for delays which could
result in failing to “expeditiously transfer” foreign research reactor spent nuclear fuel from the port to a
selected storage site.

Portland has a Port Evacuation Plan and a hazardous materials advisory staff (Hachey et al., 1994). The
State Health Division with whom the port confers, has a resident nuclear physicist for technical assistance.
The port is also a member of the Maritime Fire and Safety Association (an industrial association
representing 27 terminal operators) and nine fire departments on the Columbia and Willamette Rivers.
The nearest fire station can respond within about six minutes (Hachey et al., 1994). The Association has
developed emergency response plans and is implementing a radio communications system covering the
entire river system from Astoria to Portland. The City fire department and Coast Guard respond to
accidents involving hazardous materials cargoes. Port operating personnel and longshoremen receive
general instruction concerning handling of hazardous materials cargoes (Magness, 1993). In addition, the
port has contractors ready to respond to hazardous materials accidents when necessary (Hachey et
al., 1994). There has not been a severe container accident in at least 10 years, so no port accident statistics
were available (Hachey et al,, 1994). The port is located several miles downstream from Portland’s
business and residential districts in an area that appears dedicated to port industrial usage, but as already
noted, has excellent connections with highways and rail service.

There are no known areas of special environmental concern in the immediate vicinity of the port, although
concern for the environment runs high thronghout the Pacific Northwest. A “critical habitat” adjacent to
Terminal 6 will have to be mitigated with the planned expansion at T6, but there are no plans to fill
wetlands between T6 and populated areas about 1 or 2 km (0.6 or 1.2 mi) away (Hachey et al., 1994).

The port is subject to earthquakes and volcanism. The likelihood of severe natural phenomena, such as
high winds and earthquakes is reflected in the structural requirements for buildings in each area of the
United States. These are shown in the Uniform Building Code (UBC, 1991). For the Port of Portland, the
Uniform Building Code requires buildings to withstand wind speeds up to 140 km/hr (90 mph). The port
is located in a moderate seismic zone with an acceleration of 0.20 g. There have been two major
earthquakes in the Puget Sound area this century; a Modified Mercalli Intensity (MMI) VIII on
April 13, 1949, and an MMI VII-VIII on April 29, 1965 (Bolt, 1978). On May 18, 1980, nearby Mount
St. Helens suffered a major volcanic eruption (IPA, 1993). All the mountains along the Cascade Range are
volcanic in origin and prone to eruption (Foster, 1971; Hamilton, 1976; IPA, 1993).

The 1990 census population within 16 km (10 mi) of the Terminal was 356,064. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 686,000; Oak Ridge Reservation, 519,000; Idaho National Engineering Laboratory, 143,000,
Hanford Site, 85,700; and Nevada Test Site, 375,000. Populations along rail routes to these sites are
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slightly smaller for Nevada Test Site and Idaho National Engineering Laboratory, but slightly larger for
Savannah River Site, Oak Ridge Reservation, and Hanford Site. These populations are shown in Figures
D-8 through D-17 in Section D.1. The distances to the five potential sites on interstate routes are:
Savannah River Site, 4,630 km (2,879 mi}; Oak Ridge Reservation, 4,200 km (2,609 mi); Idaho National
Engineering Laboratory, 1,190 km (738 mi); Hanford Site, 407 km (253 mi); and Nevada Test Site,
2,040 ki (1,270 mi). Distances along rail routes are slightly longer, with the exception of Hanford Site,
which is slightly less.

Environmental Conditions

The areas surrounding the Terminal are in river-oriented industrial land use. Wildlife habitat along the
Oregon Slough is limited because of the industrial development, although some waterfowl use the area.
While the primary uses in the Terminal area are commercial navigation and industry, some recreational
fishing and boating occurs in Oregon Slough and the Columbia River ( Kurkoski, 1994).

The U.S. Fish and Wildlife Service’s Ecological Inventory for the Vancouver, Washington-Oregon area
indicates that the Columbia River generally includes the following fish species: salmonids, chinock
salmon, coho salmon, chum salmon, pink salmon, sockeye salmon, steelhead trout, Dolly Varden, smelts,
river lamprey, white sturgeon, American shad, eulachon, and cutthroat trout (FWS, 1981d). South of
Portland, the various islands and wetlands along the Columbia River provide habitat for a wide variety of
terrestrial organisms. Areas of special interest include the Sauvie Island Game Management Area, which
is located approximately 8 km (5 mi) downriver of Terminal 6, and the Ridgefield National Wildlife
Refuge, which is approximately 16 km (10 mi) downriver.

The U.S. Army Corps of Engineers reports that raptors such as the red-tail hawk, bald eagle, and peregrine
falcon are occasional visitors to this area and that the U.S. Fish and Wildlife Service has indicated that the
endangered American peregrine falcon and threatened bald eagle may winter in this area. In addition, the
National Marine Fisheries Service has listed the Snake River sockeye salmon as endangered, and two
Snake River chinooks stocks as threatened (Kurkoski, 1994). The State of Oregon’s Natural Heritage
Program reports that there are at Ieast two rare species that occur in the vicinity of Terminal 6 (Gaines,
1994). These species are the painted turtle (a State-Sensitive-Critical species) and the Columbia
water-meal.

Climatic Conditions

The city of Portland is situated midway between the northerly oriented low coast range on the west and the
higher Cascade range on the east. The Cascade range provides a steep slope for orographic uplift of
moisture laden air arriving on westerly winds from over the Pacific Ocean, resulting in moderate rainfall
events in the area. The prevailing winds are generally northwesterly during spring and summer, becoming
more southeasterly in fall and winter. The Portland area is characterized by a winter rainfall regime,
where approximately 88 percent of the annual total falls during October through May. Thus, the winter
season is dominated by relatively mild temperatures, cloudy skies and rain accompanied by southeasterly
surface winds. Summer produces pleasantly mild temperatures, northwesterly winds and very little
precipitation. Fall and spring are traditional seasons with variable characteristics. Fog generally occurs
most frequently during fall and early winter. Destructive storms are infrequent in this region of the United
States, and surface winds rarely exceed gale force. Thunderstorms occur monthly through the spring and
summer, with gentle rains occurring almost daily during the winter months. Based on the 1951-1980

climatology, the first frost occurs on average around November 7, with the last spring frost occurring near
April 3 (NOAA, 1992f).
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D.2.1.8 Savannah, GA

The Port of Savannah is located on the South Bank of the Savannah River, about 35 km (22 mi) above the
entrance from the Atlantic Ocean. Savannah is the third largest city in Georgia, and is the chief port of the
State of Georgia. A Federal Project maintains 12.2 m (40 ft) of water through Tybee Roads, then 11.6 m
(38 ft) for about 16 mi in the main channel to the turning basin at Kings Island (DOC, 1993d). A map of
the port is shown in Figure D-29.

Under normal conditions, currents at the entrance to Savannah are 1.1 to 1.5 metric-sec (2.2 to 3.1 knots)
during the ebb tide, and 0.8 to 1.2 metric-sec (1.6 to 2.4 knots) during the flood tide. Tt has been reported
that currents in the river can reach 3.6 t0 4.1 metric-sec (7 to 8 knots) in the vicinity of Garden City
Terminal just below the Route 17A bridge and at the Colonial Oil Berths, about 4 km (2.5 mi) above the
bridge. Access to the port can be complicated due to some relatively narrow sections of the channel
combined with high currents (DOC, 19934).

The Georgia Ports Authority (GPA) operates three large cargo terminals on the South Bank of the
Savannah River. Ocean Terminal, located approximately 41 km (25 mi) from the river entrance in the
City of Savannah, is a combination breakbulk and container handling facility; Garden City Terminal is
about 4.6 km (2.9 mi) further upstream from Ocean Terminal. Containerport, part of the Garden City
terminal complex, is a dedicated container handling facility. The depth alongside both container terminals
is 11.6 m (38 ft), and dredging to 12.7 m (42 ft) is in progress.

The port is served by more than 50 container and breakbulk ship lines, including several major container
carriers, with itineraries to some 100 countries in the world, including many in Europe and the Far East, as
well as Japan, and Australia (Jane’s, 1992; AAPA, 1993; Southern Shipper, 1993)

Ocean Terminal: This facility has 10 berths, a 61 m (200 ft) apron, extensive Transit sheds and warehouse
space, with 34 ha (83 acres) of open storage. It has one 41 metric ton (45 ton) single hoist container crane
and four gantry cranes of greater capacity, and 1,825 m (5,990 ft) of marginal wharf; Berth 13, the longest,
is 297 m (975 ft) long. The terminal has almost immediate access to U.S. Route 17 (north/south), and
connects with I-16 a few city blocks from the terminal. The terminal is served by the Norfolk Southern
and CSX railroads (AAPA, 1993; Southern Shipper, 1993; Jane’s, 1992). Due to its close proximity to the
City, it is not a preferred container terminal.

Containerport: This is the preferred container terminal, due to its better separation from the City and
modern facilities. It is located about 40 km (25 mi) from the Atlantic. It has 6 container ship berths, a
61 m (200 ft) apron, and a 457 m (1,500 ft) by 488 m (1, 600 ft) turning basin. The terminal has a large
Container Freight Station comprising 51,280 m® (552,000 ft> ) for stuffing and stripping containers, with
areas for segregating hazardous cargoes. The facility has 1,676 m (5,500 ft) of marginal wharf, and nine
4).8 metric ton {45 ton) single hoist container cranes. Truck access to the terminal is via limited access
roads and lightly populated areas to the following expressways: about 13 km (8 mi) to I-16 (east/west);
about 9.6 km (6 mi) to I-95 north and about 18 km (11 mi) to I-95 south. Containerport has excellent
shipside rail service, consisting of a series of rail spurs at right angles to the container berths, providing
direct ship-to-rail transfers. Onsite switching is provided by GPA’s Savannah State Docks Railroad,
connecting with the CSX and Norfolk Southern rail systems (AAPA, 1993; Southern Shipper, 1993;
Jane’s, 1992; GPA, 1994).

Other Pertinent Information: The port’s Director of Public Relations was unaware of any ordinances or
regulations prohibiting the receipt and handling of spent nuclear fuel, and the port does handle radioactive
materials (Moore, 1993). The official did not know if the port had handled spent nuclear fuel, but data
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show it has (SNL, 1994; NRC, 1993). The port has a hazardous materials training staff but no Emergency
Response Team. Reportedly, the GPA contracts with outside firms to respond to oil and other hazardous
materials accidents.

There are tanker berths and petroleum storage facilities adjacent to Containerport’s facilities, and there are
several private bulk liquid storage facilities downstream of Containerport (towards the City), including a
liquid natural gas terminal a few miles above the Pilot station. The presence of these terminals along a
river channel only 152 m (245 ft) wide with swift currents, and the increasing number of container ships
with lengths in excess of 250 m (820 ft) heighten the possibility of potentially serious conflicts within the
port.

The port is subject to severe hurricanes and tropical storms, and given its proximity to Charleston, SC may
have a slightly higher risk of earthquakes than the rest of the State of Georgia. The likelihood of severe
natural phenomena, such as high winds and earthquakes, is reflected in the structural requirements for
buildings in each area of the United States. These are shown in the Uniform Building Code (UBC, 1991).
For the Port of Savannah, the Uniform Building Code requires buildings to withstand wind speeds up to
130 kmvhr (80 mph). The port is located in a low seismic zone with an acceleration of 0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 155,166. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 37,300 ; Oak Ridge Reservation, 101,000; Idaho National Engineering Laboratory, 553,000,
Hanford Site, 602,000; and Nevada Test Site, 616,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are: Savannah River Site, 400 km (250 mi); Oak Ridge
Reservation, 720 km (449 mi); Idaho National Engineering Laboratory, 3,860 km (2,398 mi); Hanford
Site, 4,530 km (2,813 mi}; and Nevada Test Site, 4,020 km (2,501 mi). Distances along rail routes are
slightly longer.

Environmental Conditions

The lower Savannah River has multiple branches that meander through a variety of coastal lowlands
including salt marshes, tidal creeks, freshwater marshes and freshwater impoundments. South Carolina
has classified the portion of Savannah Harbor within its boundaries upstream from Fort Pulaski as Class B
and the portion oceanward as Class SA. Class B waters are fresh waters suitable for secondary contact
recreation, as a drinking water source following conventional treatment, fishing, industrial, and
agricultural use. Class SA waters are defined as tidal saltwaters suitable for primary contact recreation,
and for all the uses listed in Class B. The State of Georgia has classified the Savannah River from Mi 0 at
Fort Pulaski north to Mi 5 at Field’s Cut as recreation waters. North of Field’s Cut, the waters are
classified as Coastal Fishing (U.S. Army, 1991). According to the U.S. Fish and Wildlife Service’s
Ecological Inventory Map for Savannah, the Containerport is located in a transitional estuarine habitat
where the salinity ranges from low (generally 0.5 to 5 parts per thousand) to mid-salinity (generally 5 to
16.5 parts per thousand) (FWS, 1980c).

A large number of aquatic and terrestrial species are found in and around the Savannah River near Garden
City. The U.S. Fish and Wildlife Service indicated that the protected species most likely to be found on or
near this general area include: the bald eagle, wood stork, shortnose sturgeon, west indian manatee, and
eastern indigo snake. The bald eagle and wood stork occur on the Savannah National Wildlife Refuge.
West indian manatees are known to use the lower Savannah River and are seen fairly often in the river and
harbor area. The shortnose sturgeon uses the Savannah River as a migratory area. The lower Savannah
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River also is reported to be an important spawning area for striped bass (Laumeyer, 1994). In addition, the
loggerhead turtle, bald eagle, and the American alligator are found along the lower reaches of the
Savannah River (FWS, 1980¢).

Both invertebrate and fish species of commercial and recreational value found in the Savannah River.
Commercial fishing is primarily for American shad, sturgeon, shrimp, and blue crab. Public shellfishing is
allowed in some areas near the mouth of the Savannah River in the vicinity of Fort Pulaski. The Savannah
River is host for the migration of several important-commercial and game fishes including the American
shad, the hickory shad, and the blueback herring, Game species include the spotted seatrout, red drum,
croaker, spot, striped bass, flounder, silver perch, white catfish, channel catfish, large mouth bass, sunfish,
and crappies. The State of Georgia has closed the striped bass fishery for population recovery purposes.
Results of a scasonal creel survey of the Savannah River estuarine fishery, conducted by the Georgia
Department of Natural Resources from October 20, 1992 to February 16, 1993 found that the estimated
angler harvest for that time period was 10,893 fish. White catfish (28.4 percent), spotted seatrout
(27.9 percent), red drum (17.9 percent), and silver perch (10.4 percent) represented approximately
85 percent of the fish harvested from the Savannah River during this time period (Schmitt, 1993).

There are several wildlife refuges and/or game management areas located along the lower portion of the
Savannah River. Tybee National Wildlife Refuge is located at the mouth of the Savannah River at the
confluence with the Atlantic Ocean. Just north of Tybee National Wildlife refuge is the Turtle Island
Game Management Area. The Containerport itself is located across the river from the southern end of the
10,371 ha (25,608 acre) Savannah National Wildlife Refuge. The Savannah National Wildlife Refuge and
the Tybee Nattonal Wildlife Refuge are managed by the U.S. Fish and Wildlife Service.

Climatic Conditions

The Port of Savannah, GA, is located in Chatham County on the Savannah River. The city of Savannah is
surrounded by low, flat terrain that is marshy to the north and east and rises to a few meters (several ft)
above sea level to the west and south.

The area has a temperate climate which, again, is greatly influenced by winds coming into the area off of
the surrounding ocean. Nominally, 50 percent of the rainfall occurs during thunderstorms with the
remainder being equally distributed over the year and generally related to frontal passages. Severe tropical
systems affect the Savannah, GA, area roughly once every 10 years and cause heavy, sustained
precipitation, high winds, and extreme localized coastal flooding. Rainfall measurements in excess of
51 cm (20 in) have been observed as a result of tropical systems impacting the arca. Based on the
1951-1980 climatology, the first freeze occurs on average around November 15th and the last freeze
occurs near March 10th (NOAA 1992d).

D.2.19 Tacoma, WA

The Port of Tacoma is located in the southeastern corner of Puget Sound on the deep waters of
Commencement Bay, about 5 km (3 mi) from the Sound. It is a rapidly expanding major port, second only
to Seattle in maritime importance on Puget Sound. Like Seattle, access is gained via the Straits of Juan de
Fuca and Puget Sound. The distance from the entrance into Puget Sound is approximately 130 km
(80 mi). While the transit is open with deep wide channels, it is a relatively long distance on an inland
waterway (DOC, 1992b). The port currently handles about 1,054,000 20-ft equivalent container units,
amounting to 6.7 million metric tons (7.4 million tons) of cargo (AAPA, 1994). A map of the port is
shown in Figure 13-30,
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The port functions as a special purpose district operation under State enabling legislation and is governed
by a Board of Commissioners. The Commission owns and operates several terminals, including container
and roll-on/roll-off facilities. Stevedoring is performed by private contractors and/or by ship lines leasing
facilities from the port.

Commencement Bay has been designated a "Superfund Site" by the Environmental Protection Agency.
However, since the acceptance of spent nuclear fuel through the Port of Tacoma would neither affect the
activities being conducted in response to the "Superfund Site” designation, nor would it add any additional
burden to this designation, the "Superfund Site" designation has no bearing on the proposed action.

Berths A, B, and C of Terminal 7 are primarily public general cargo facilities handling breakbulk and dry
bulk cargoes. Depths alongside range from about 12.2 m to 15.2 m (40 to 50 ft), and it has two 36 metric
ton (40 ton) gantry cranes and one 36 metric ton (40 ton) multi-purpose bulk unloading crane. Terminal 7,
Berth D (Husky Terminal) is the primary container terminal, and has one 274 m (900 ft) long container
berth, 3 container cranes [two 45 metric ton (50 ton) and one 50 metric ton {35 ton)), and 15.2 m (50 ft) of
depth alon%side at mean low water. It has 14 ha (33 acres) of terminal area with access to the 9,512 m?
(102,400 ft*) container freight station and a 8,920 m? (96,000 ftz) transit warehouse located near Berths A
and B.

-3

The Husky Terminal is about 4.8 km (3 mi) from the Port of Tacoma road access (Exit 136) to Interstate 5
immediately outside the port complex. While a somewhat longer route, Interstate 5 South connects with
1-84 East near Portland, OR, avoiding the added risks of trucking spent nuclear fuel over Snoqualmie Pass
to Eastern Washington during the winter. Ship berths are served by the Port Belt Line Railroad, and the
port is served by the Burlington Northern and Union Pacific Railroads, which interline with eastern and
southern railroads. All Terminal 7 berths are adjacent to the North Intermodal Railroad Yard, which
consists of 10.4 ha (26 acres) of yard area and 5,340 m (17,500 ft) of trackage. A second intermodal rail
terminal, the South Intermodal Rail Yard, is also located within the port for use by all port shippers
(Jane’s, 1992; AAPA, 1993; POT, 1994).

Tacoma is served by over a dozen containership and breakbulk ship lines including ELMA, Evergreen,
Hyundai, IMT, “K” Line, Maersk, MOL, Navianca, Naviera Pacifico, NOSAC, PCL, Sea-Land, South
Pacific Interline, Totem Ocean Trailer Express, Wallenius, and Wallno (Jane’s, 1992; AAPA, 1993).
These lines provide service with most of the Pacific Rim, including Australia and Japan, and also have
service with the Mediterranean (Jane’s, 1992; AAPA, 1993).

Other Pertinent Information: According to the port’s Director of Risk Management, shipments of spent
nuclear fuel could be prohibited by the City of Tacoma Harbormaster’s Office, but no formal regulatory
restriction was identified. The port has had no identifiable experience with shipment of spent nuclear fuel
(SNL, 1994; Paulsen, 1993; NRC, 1993). Security is maintained at Terminal 7 by the port Police arcund
the clock, with locations for segregation and temporary storage of hazardous cargoes (special guards
would have to be provided by the shipper for spent nuclear fuel) (Paulsen, 1994). The Tacoma Fire
Department provides response for accidents, and the port security personnel are trained in emergency
response in cooperation with the Fire Chief (McLendon, 1994). There is also the possibility that the
Husky Terminal may begin handling ammonium nitrate in bulk, which (because of the explosion potential)
would have to considered in the event the port were to receive spent nuclear fuel shipments
(Paulsen, 1994). The U.S. Coast Guard accident statistics for the period 1991-1993 for the Puget Sound
indicate a total of 54 reportable accidents (USCG, 1994b). Given the high volume of ship traffic, the
accident frequency is considered to be low.
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As is the case with Seattle, there is substantial environmental concern about environment damage, and the
entire Puget Sound area is subject to severe earthquakes and volcanism. The likelihood of severe natural
phenomena, such as high winds and earthquakes, is reflected in the structural requirements for buildings in
gach area of the United States. These are shown in the Uniform Building Code (UBC, 1991). For the Port
of Tacoma, the Uniform Building Code requires buildings to withstand wind speeds up to 130 km/hr |
(80 mph). The port is located in a high seismic zone with an acceleration of 0.30 g. There have been two
major earthquakes in the Puget Sound area this century; a modified Mercalli intensity VII on April 13,
1949 and a modified Mercalli intensity of VIIT on April 29, 1965 (Bolt, 1978). On May 18, 1982, Mount
Saint Helens suffered a major volcanic eruption (IPA, 1993). All the mountains along the Cascades
Range, from Canada to Northern California, are volcanic in origin, and potentially active (Foster, 1971;
Hamilton, 1976; IPA, 1993)

The 1990 population within 16 km (10 mi) of the port terminals was 511,575. The affected populations
within (.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 601,000; Oak Ridge Reservation, 431,000; Idaho National Engineering Laboratory, 157,000;
Hanford Site, 98,600; and Nevada Test Site, 379,000. Populations along rail routes to four of these sites
are slightly larger, but the population along the rail route to Nevada Test Site is slightly smaller (this is
largely due to primary use of interstate highways through Salt Lake City and Las Vegas, use of U.S. 95
south from Oregon would reduce the population along truck routes. These populations are shown in l
Tables D-6 through D-17 in Section D.1. The distances to the five potential sites on interstate routes are:
Savannah River Site, 4,720 km (2,931 mi); Oak Ridge Reservation, 4,280 km (2,658 mi); Idaho National
Engineering Laboratory, 1,310 km (815 mi); Hanford Site, 399 km (248 mi); and Nevada Test Site,
2,160 km (1,344 mi). Distances along rail routes are longer. [

Environmental Conditions

A variety of aquatic species are found in Puget Sound. Several animal species, with special status, may
also be found in this area. A variety of marine mammals can be found in the central Puget Sound
including the Pacific harbor seal, California sea lion, killer whale, Dall porpoise, and harbor porpoise. In
1991, the U.S. National Marine Fisheries Services reported that the following endangered and/or
threatened species may occur in the Puget Sound: the endangered gray whale, the endangered humpback
whale, the threatened Stellar sea lion, and the endangered leatherback seca turtle (DOE, 1995). These
species are not reported at the port. The U.S. Fish and Wildlife Service reported that the bald eagle and
marbled murrelet, both listed protected species, may occur in the vicinity of the port (Frederick, 1994),
Bald Eagles can be found throughout this coastal zone, and American peregrine falcons are uncommon
winter visitors (FWS, 1981a). The U.S. Fish and Wildlife Service’s Ecological Inventory for the Puget
Sound area indicates that the habitat of Commencement Bay is used by a variety of birds including:
shorebirds, gulls, sandpipers, turnstones, yellowlegs, herons, rails, great blue herons, waterfowls, loons,
grebes, swans, geese, dabbling ducks, diving ducks, mergansers, American widgeons, pintails, mallards,
seabirds, cormorants, alcids, common murre, and the pigeon guillemot. Adult concentrations of all of
these species may be found in the Bay. Some of these species may also use this area as an overwintering
area, a migratory area, and/or a nesting area (FWS, 1981a). Tt is also indicated that adult concentrations of
Chinook salmon, coho salmon, chum salmon, and pink salmon are found in the Puyallup Waterway/River
and use this water body and upstream segments as migratory and nursery areas.

According to the State of Washington’s Department of Wildlife, a number of seabird colonies exist along
the shoreline of Commencement Bay. Areas of the Puget Sound, north of Commencement Bay, are also
used as haulouts by the California sea lion. Areas of estuarine wetlands are located along the northern
shore of Commencement Bay (WDW, 1994b).
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Commencement Bay has been designated a "Superfund Site” by the Environmental Protection Agency.
However, since the acceptance of spent nuclear fuel through the Port of Tacoma would neither affect the
activities being conducted in response to the "Superfund Site” designation, nor would it add any additional
burden to this designation, the "Superfund Site" designation has no bearing on the proposed action.

Climatic Conditions

See Section D.2.2.21 (Seattle) for climatic information, since conditions in Tacoma, WA are essentially
the same.

D.2.1.10 Wilmington, NC

The Port of Wilmington, NC is located on the east bank of the Cape Fear River, about 42 km (26 mi)
above its mouth on the Atlantic Ocean. It is the leading port of North Carolina, and its major export is
wood pulp. It handles about 110,000 20-ft equivalent units pet year, representing about 30 percent of total
tonnage. The major terminals are down river from the city. A Federal project maintains a 12.2 m (40 ft)
channel over the ocean bar into the Cape Fear River, and then 11.6 m (38 {t) to the port. A new dredging
program will deepen the approach channel to 12.2 m (40 ft). The approach to Wilmington, up the Cape
Fear River, is more open than many river approaches but has restricted segments. The minimum channel
width is about 120 m (400 ft). Currents in the river conform to the channel (DOC, 1993d; FHI, 1993c;
NCSPA, 1994). A map of the port is shown in Figure D-31.

The port is owned and operated by the North Carolina State Ports Authority (NCSPA), a State agency. It
is a modern container and general cargo facility with over 92,900 m? (more than a million ft“) of covered,
sprinklered storage and a total of 11 berths, two of which are open. The port has over 40 ha (100 acres) of
paved, open area and 10 ha (25 acres) of semi-improved storage area. The Wilmington wharves are of
concrete pile construction, rubber fendered, with a total frontage of about 2,000 m (6,568 ft). Berths 6 to
9 are dedicated containership berths with the remaining berths used for various kinds of general cargo. All
of the main cargo berths have a depth alongside at mcan low water of 11.6 m (38 ft). The terminal has
three, 40.6 metric ton (45 ton) container cranes and two, 50.8 metric ton (56 ton) container cranes, plus
three gantry cranes ranging from 4(.8 mefric ton (45 ton) to 204 metric ton (225 ton) (Jane’s, 1992;
AAPA, 1994; FHI, 1993c; NCSPA, 1994).

Terminal access via truck is through the controlled South Gate Container Entrance. Truck shipments of
spent nuclear fuel from Wilmington to southern destinations are from U.S. Routes 17, 74, 76 and 421 to
Interstates 95 and 40. The local routes are accessed about 3 km (2 mi) north of the terminal where they
cross the Cape Fear River using the lift bridge. Northern and western long distance routes are via
Interstate 40 which connects with State Highway 132 about 16 km (10 mi) north of the city. Wilmington
container berths are served shipside by the port rail system and the CSX Railroad. There is also an
intermodal trailer-on-flat-car and container-on-flat-car rail yard within the container port. While not
currently operational, the port is negotiating with CSX for resumption of intermodal rail service at that
facility. At the present time, most rail cargo which requires intermodal connections is trucked to the
Charlotte Intermodal Terminal (Wilson, 1995).

The port is serviced by over 30 container lines, including Yang Ming, Polish Ocean, Allied Scandinavian,
Central Gulf, Zim, Hanjin and Turkish Cargo Line, plus several regularly scheduled breakbulk shipping
companies. These lines provide service from Northern Europe, the Mediterrancan, Mideast, East and
South Africa, South America, the Far East, Australia, and other shipping centers of the world (Southern
Shipper, 1993; Jane’s, 1992).
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Other Pertinent Information: There are no known restrictions on the receipt and handling of spent nuclear
fuel through the port, although the Mayor has provided notice that the city is not convinced that the port is
desirable for spent nuclear fuel shipments (Betz, 1994). This position was echoed by the Port’s Executive
Director, who noted that permission to visit the port must come from the State Port Commission, and that
the Governor was opposed to handling spent nuclear fuel at State ports (Scott, 1994). Wilmington has
handled the import shipments of enriched uranium for nuclear fuel fabrication consigned to a General
Electric commercial nuclear fuel fabrication plant north of Wilmington, the exports of the finished nuclear
fuel assemblics, and has also handled containerized Class A explosives (Wilson, 1993). The Sandia
National Laboratories Radioactive Materials Postnotification Database was queried in April 1994, and the
data showed that Wilmington received two shipments of spent nuclear fuel from Japan on
February 3, 1986 and transhipped the casks to Savannah River Site the same day (SNL, 1994),

The port is located several miles downstream of the business district in an area of increasing industrial
development, although there is some residential housing bordering the complex. The Military Ocean
Terminal at Sunny Point is also located on the Cape Fear River, north of Southport, NC, and south of
Wilmington, NC.

Port officials are part of an emergency response team headed by the Coast Guard and the Wilmington Fire
Department. There are two fire stations within 3 km (2 mi) of the port, with a 5-minute response time
(Scott, 1994). All operational personnel working within the terminal, including longshoremen, are given
basic hazardous materials training, but training does not deal specifically with spent nuclear fuel.

Security at the port is provided by a 2 m- (6 fi-) high perimeter fencing topped with barbed wire, and a
North Carolina State Ports Authority Police Force, which maintains a 24-hour patrol and surveillance,
Armed officers are commissioned by the City Police Department, and unarmed guards at the gates are
employed by the port (Scott, 1994). A North Carolina State Ports Authority Safety Manager reports to the
Director of Operations and is responsible for all safety aspects of the terminal. A tanker terminal and
petroleum storage depot are located immediately adjacent downstream of the port. Immediately north of
the terminal, on the same side of the river, is an asphalt and chemical storage marine terminal, There is
little ship traffic on the River, north or south of the State docks, and therefore there is little conflicting
traffic or cargoes.

There are no known environmentally sensitive areas in the immediate vicinity of the terminal, but due to
area resorts and recreational activity, there is heightened environmental awareness. The port is subject to
hurricanes and tropical storms, as discussed below.

The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Wilmington, the Uniform Building Code requires buildings
to withstand wind speeds up to 160 km/hr (100 mph). The port is located in a low seismic zone with an
acceleration of 0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 115,057. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 64,700; Oak Ridge Reservation, 128,000; Idaho National Engineering Laboratory, 507,000,
Hanford Site, 556,000; and Nevada Test Site, 570,000. Populations along rail routes to these sites are
slightly longer. These populations are shown in Tables D-7 through D-16 in Section D.1. The distances to
the five potential sites on interstate routes are: Savannah River Site, 500 km (310 mi); Oak Ridge
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Reservation, 820 km (509 mi); Idaho National Engineering Laboratory, 4,100 km (2,546 mi); Hanford
Site, 4,770 km (2,963 mi}; and Nevada Test Site, 4,260 km (2,650 mi). Distances along rail routes are
slightly longer for Western sites, but about the same for Eastern sites.

Environmental Conditions

North Carolina has given the lower portion of the Cape Fear River three different stream classifications.
From the Northeast Cape Fear River to the confluence with the Cape Fear River the waters are classified
as SC-swamp. From the mouth of the Northeast Cape Fear to a point between Snow and Federal Points,
the waters are classified as SC. From Snow and Federal Points oceanward the waters are classified as SA.
SC waters are tidal waters suitable for fishing, fish and wildlife propagation, secondary recreation and
other water uses requiring lower quality. The term “swamp” denotes waters with slow velocity. Class SA
waters are suitable for shellfishing, primary recreation, as well as all of the activities approved for Class
SC waters (NCDEHNR, 1992). According to the U.S. Fish and Wildlife Service’s Ecological Inventory
Map for Beaufort, NC, the Port of Wilmington is located in a low salinity estuarine habitat (generally
0.5 to 5 parts per thousand) and tidal freshwater habitat. Below Wilmington at Campbell Island, the river
changes to a mid-salinity estuarine habitat (generally 5 to 16.5 ppt). The Cape Fear River near MOTSU
changes once again to a high salinity estuarine habitat (generally 16.5 to 30 ppt} (FWS, 1980a).

The lower Cape Fear River supports a large number of aquatic and terrestrial species. There are both
invertebrate and fish species of commercial and recreational value found in the Cape Fear River near the
Port of Wilmington. Species sought by commercial and recreational fisherman include flounder, trout,
spot, croaker, bluefish, Spanish mackerel, and king mackerel. Shellfish sought include penaeid shrimp and
blue crabs.

The Natural Heritage Program of the North Carolina Department of Environment, Health, and Natural
Resources reports that the area around the state port has not been systematically inventoried for rare
species (Smith, 1994). However, DEHNR reports that the lower Cape Fear River, from Wilmington to the
mouth of the river at Smith Island, is brackish and contains numerous rare animals. The shortnose
sturgeon (State and Federal Endangered Species) rarely occurs in the river, whereas manatees (State and
Federal Endangered Species) occasionally occur, especially in the summer. American alligators (State and
Federal Threatened Species) can be found in tributary streams. The freckled blenny, spinycheek sleeper,
opossum pipefish, and marked goby are other rare marine fishes that inhabit the river.

A large number of aquatic species may be found in the lower Cape Fear River and along the southern coast
of North Carolina (Horning, 1994; U.S. Army, 1993; FWS, 1980a). There are many animals with special
status in this area, including various types of whales, sea turtles, and birds. State or Federally protected
endangered or threatened aquatic species in this area include the shortnose sturgeon (fish), finback whale,
Florida manatee, humpback whale, right whale, sei whale, and sperm whale (mammals), Arctic peregrine
falcon, bald eagle, piping plover, red-cockaded woodpecker, wood stork (birds), and the American
alligator, green sea turtle, hawksbill sea turtle, Kemp’s ridley sea turtle, leatherback sea turtle and the
loggerhead sea turtle (reptiles and amphibians).

Climatic Conditions

The elevation of this region is approximately 12 m (40 ft) above sea level and is more variable than the
coastal plain surrounding the Norfolk, VA, area.
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The maritime location of the Wilmington, NC, arca makes the climate unusually mild for its northern
latitude. All wind directions from the east-northeast through the southwest have some moderating effect
on the local climate, due to the relatively warm and cool ocean in the winter and summer seasons,
respectively. The area rarely experiences cold episodes where the temperature falls below -18°C (0°F).
However, cold air outbreaks do occur, causing sharp fluctuations in winter temperatures. Rainfall in the
area is generally considered ample and evenly distributed throughout the year, with the bulk of the
precipitation occurring during the summer months. The bulk of this rainfall is generally associated with
afternoon and evening thunderstorms. In contrast, the winter rains tend to be of the slow, steady type
lasting, generally, one to two days. As is common at Atantic coastal localities at this latitude, the late
summer and early fall months bring the possibility of hurricanes and tropical storms to the Wilmington,
NC area. These storms are capable of generating high winds, above normal tides, and torrential rains. The
latter two are also capable of creating widespread local flooding of low-lying coastal areas
(NOAA, 1992b).

D.2.2 Other U.S. Ports Meeting the Appropriate Experience Criteria

The ports described in this section are those that were initially identified as acceptable based on experience
with- containerized cargo, but that were subsequently dropped from further consideration based on
evaluation against other criteria. Those criteria and the evaluation process are described in Section D.1.

D.2.2.1 Baltimore, MD

The Port of Baltimore, one of the major ports of the United States, is established on the upper Chesapeake
Bay at the head of tidewater navigation on the Patapsco River. It is situated 13 km (8 mi) from the
entrance to the Patapsco, 240 km (150 mi) from the Virginia Capes, and 1670 km (104 mi) from the
Delaware Capes.

Depths within the harbor range from 15.2 m (50 ft) to 12.2 m (40 {t). Federal project depths are 15.2 m
(50 ft) in the main channel between the Virginia Capes and Fort McHenry in the Baltimore Harbor,
Access to the port can be gained via the Delaware Bay and River, and the Chesapeake and Delaware
Canal, although this route is not recommended due to the restrictive nature of the transit. The preferred
route is via the Virginia Capes and Chesapeake Bay. The Chesapeake Bay is considered part of the transit
to Baltimore; this includes 240 km (150 mi) up the Bay under the Chesapeake Bay Bridge to the Patapsco
River (DOC, 1993¢). A map of the Port of Baltimore is shown in Figure D-32.

In the Port of Baltimore, the Maryland Port Administration (MPA) owns and operates the two principal
general cargo terminals — Seagirt and Dundalk Marine Terminals. Together these terminals provide a
total of 338 ha (835 acres) of cargo handling space on deepwater channels. Both terminals are ports of call
for many of the world’s largest container and roll-on/roll-off shipping lines. Seagirt is capable of handling
(length and draft) the largest post-Panamax vessels currently in service (Jane's, 1992; AAPA, 1993;
D&B, 1993).

Seagirt Terminal: Seagirt is MPA’s newest and most modern container facility with three container ship
berths, eight cranes, and 107 ha (265 acres) of developed terminal area. Seagirt also has a deeper water
depth alongside berths; the three container berths have a depth alongside at mean low water of 12.8 m
(42 1ft). The terminal has two 313 m each (1,020 ft each) marginal wharves and one 326 m (1,070 ft)
marginal wharf. Crane capacity at the terminal consists of four 50.8 metric ton (56 ton) single hoist
container cranes, three 50.8 metric ton (56 ton) double hoist container cranes, and one 27.9 metric ton
(30.7 ton) single hoist container crane (AAPA, 1993 and 1994, Jane’s, 1992; D&B, 1993).
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Dundalk Marine Terminal: Dundalk Marine Terminal, located adjacent and eastward of Seagirt, has
approximately 231 ha (570 acres) of terminal area and is a combination container, roll-on/roll-off, and
breakbulk handling facility. The terminal has 13 barge and ship berths, 11 cranes, and covered storage
shed space of more than 37,000 m? (400,000 ftz). Marginal wharves consist of three 808 m total
(2,650 ), two 553 m total (1,820 ft) container berths, and one 305 m (1,000 ft) container berth.
Containership berths have a depth alongside of 11.5 m (38 ft). Crane capacity at the terminal includes nine
40.6 mefric ton (45 ton) single hoist container cranes and two 61 metfric ton (67 ton) gantry whirley cranes
(Jane’s, 1992; D&B, 1993; AAPA, 1993 and 1994).

The Seagirt and Dundalk Terminals are located in the Dundalk section of the City of Baltimore, east and
south of the central business district. The access road to both terminals is bordered primarily by heavy
industrial types of businesses with relatively good interstate highway commections. Southbound, the
distance from Seagirt to 1-695 is roughly 4 km (2.5 mi). The entrance to the Seagirt Marine Terminal is
approximately 1.6 km (1 mi) from I-95 connected by Bruening Highway, an industrial roadway that also
serves as the main truck access to both terminals. Access 1o other major interstate highways is via the
i-695 Beltway, which would be used to bypass harbor tunnels for Savannah River Site or other southern
destinations. Routing and connect time for Dundalk traffic would be virtually the same due to proximity
of location to the Seagirt terminal. Seagirt is served by the CSX Railroad, which operates a 16.2 ha
(70 acre) intermodal container transfer facility inside the terminal and within 0.3 km (1000 ft) of the ship
berths. Conrail serves the Dundalk Terminal tor breakbulk cargoes (D&B, 1993; AAPA, 1993 and 1994),

Other Pertinent Information: Security of both terminals is maintained by the MPA Port Police and is
deemed to be excellent. There are secure arecas for temporary segregation and storage of containers if
necessary.

There are no port restrictions against handling spent nuclear fuel. A port safety officer stated that spent
nuclear fuel shipments go out of the port with an armed escort (normally at night), and that the port also
handles casks (cylinders) of uranium hexafluoride (UFg) shipments quite frequently. Although there are
no known conflicts with other hazardous materials in the immediate terminal area, there is a diversity of
marine terminals and ship traffic activity on the Patapsco River which are not deemed to represent a major
hazard factor,

There are no known special environmental issues with regards to handling spent nuclear fuel at Baltimore.
The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Baltimore, the Uniform Building Code requires buildings to
withstand wind speeds up to 110 kmvhr (70 mph). The port is located in a low seismic zone with an
acceleration of 0.075 g.

The MPA relies on the hazardous materials teams of the Baltimore City and County fire departments as
well as the Coast Guard for response to hazardous materials accidents. The Maryland Department of the
Environment also has input on hazardous materials problems. The MPA has an ongoing hazardous
materials training program for all port operating personnel, including the longshoremen. Instruction
includes dealing with hazardous wastes (but not spent nuclear fuel in particular) in the soil and
groundwater due to the former use of the port site.

The 1990 population within 16 km (10 mi) of the port terminals was 1,182,024. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 308,000; Oak Ridge Reservation, 246,000; Idaho National Engineering Laboratory, 482,000;
Hanford Site, 531,000; and Nevada Test Site, 665,000. Populations along rail routes to these sites are
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much larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances to
the five potential sites on interstate routes are: Savannah River Site, 1,020 km (636 mi); Oak Ridge
Reservation, 925 km (575 mi); Idaho National Engineering Laboratory, 3,790 km (2,354 mi); Hanford
Site, 4,460 km (2,770 mi); and Nevada Test Site, 4,060 km (2,526 mi). Distances along rail routes are
slightly longer.

Environmental Conditions

The Gunpowder Falls State Park is located approximately 22 km (13 mi) northeast of the port. The
Remington Farms Wildlife Reserve, on the Eastern Shore of Maryland, is approximately 35 km (23 mi)
east of the port. The Eastern Neck National Wildlife Refuge is located in the Chesapeake Bay, about
38 km (25 mi) southeast of the port areca. The Fort McHenry National Monument and Historic Shrine is
located on a point of land approximately 4 km (2 mi) west of the Baltimore port. Numerous State Parks
and other wildlife refuges are located along the passageway in the Chesapeake Bay south of the port.

The endangered peregrine falcon occurs in the vicinity of the Port of Baltimore (Wolflin, 1994). These
birds feed, in part, on shorebirds and other waterbirds using the waters of the Port of Baltimore. The
endangered Delmarva fox squirrel and the great blue heron (State-protected) nest on the Eastern Neck
Island (FWS, 1980g). The bald eagle (endangered) also nests in the Eastern Neck 1sland area.

The Bay contains many beds of commercially valuable oysters and soft-shelled clams. Blue crabs are
harvested extensively throughout the Bay area. Commercial harvesting of channel catfish and menhaden
also is important in the Bay area. Numerous types of fish use the Bay area, including the waters around
the port, for nursery areas. Common fish species include the American ecel, blueback herring, hickory
shad, alewife, gizzard shad, perch, striped bass, drum, flounder, and others. Sport fishing for these fish is
also common. State-protected species include the Aflantic sturgeon and American shad (FWS, 1980g).
The western bank of the Eastern Shore is a migratory area for the dabbling duck (nonendangered) and a
heavily used migration pathway for geese.

Climatic Conditions

Baltimore is in a region about midway between the rigorous climates of the North and the mild climates of
the South and adjacent to the ntodifying influences of the Chesapeake Bay and Atlantic Ocean to the east
and the Appalachian Mountains to the west. The net effect is to produce a more equable climate compared
to inland locations of the same latitude.

Rainfall distribution throughout the year is rather unitorm; however, the greatest intensities are confined to
the summer and early fall, the season for hurricanes and severe thunderstorms. Rainfall during this period
occurs principally in the form of thundershowers, and rainfall totals during these months vary appreciably,
depending on the number of thundershowers that occur largely by chance in a given locality.
Hurricane-force winds, however, may occur on rare occasions due to a severe cold front or a severe
thunderstorm. The greatest damage by hurricanes is that produced along waterfronts and shores by the
high tides and waves.

In summer, the area is under the influence of the large semipermanent high-pressure systeru commonly
known as the Bermuda High and centered over the Atlantic Ocean near latitude 30°N. This high-pressure
system brings a circulation of warm, humid air masses over the area from the deep South. The proximity
of large water areas and the inflow of southerly winds contribute to high relative humidities during much
of the year.
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January is the coldest month, and July the warmest. Winter and spring have the highest average
windspeeds. Snowfall occurs on about 25 days per year on the average; however, an average of only
9 days anmually produce snowfalls greater than 1.0 in. Although heaviest amounts of snow generally fall
in February, occasional heavy falls occur as late as March. Records for the period August 1950 through
December 1967 indicate that the average date of the last temperature as low as 32° in the spring is April
15, while the average date of the first temperature as low as 32° in the autumn is October 26
(NOAA, 1993a).

Glaze or freezing rain occurs on an average of two 10 three times per year, generally in January or
February, although some occurrences have been noted in November and December. Some years pass
without the occurrence of freezing rain, while in others it occurs on as many as eight to ten days. Sleet is
observed on about five days annunally. The sleet season begins as early as November in some years, and
ends as late as March in some cases, with the greatest frequency of occurrence in January (DOC, 1993c).

D.22.2 Boston, MA

The Port of Boston is located on Massachusetts Bay about 93 km (50 mi) west of Cape Cod and is the
largest seaport in New England. Boston North Channel is the main entrance to Boston Harbor and Boston
South Channel and The Narrows are alternative entrances. A Federal project on the North Channel (to the
Mystic River) provides for a channel width of 460 m (1,500 ft) and a depth of 12.2 m (40 ft) in the eastern
section, and a width of 270 m (900 ft) and depth of 10.7 m (35 {t) in the western section (DOC, 1993a).

Although there are many obstructions in the Harbor approaches, they are marked by a number of powerful
lights, and the principal dangers are buoyed. Because of the heavy traffic to the Harbor, there is a traffic
separation scheme extending over 160 km (100 mi) out to sea (DOC, 1993a).

The Massachusetts Port Authority (Massport) is a quasi-governmental authority created by the State
Legislature in 1956. The Maritime Division is responsible for the operation, development, and
maintenance of the port’s three public terminals, including two container terminals (Moran and Conley)
and one general cargo facility (Harbor Gateway Terminal) (POB, 1993). A map of this port is provided in
Figure D-33.

Moran Terminal: Moran Terminal is located about 7.2 km (4.5 mi) upstream of the Inner Harbor
Entrance, on the left side of the ascending bank of the Mystic River in Boston’s Charlestown section. It is
the largest container terminal in New England and is operated by Massport. The facility consists of
20.2 ha (50 acres) of open storage space, storage capacity for 4,000 20-ft equivalent units, and two
container cranes [46 and 71 metric tons (51 and 78 tons)]. Tt has 335 m (1,100 ft) of marginal wharf and
depth alongside of 12.2 m (40 ft). Vessels are limited by the 41.2 m (135 ft) clearance under the Tobin
Memorial Bridge (Jane’s, 1992; AAPA, 1993 and 1994; D&B, 1993; POB, 1993).

Moran Terminal is situated about 1.6 km (1 mi) from the intersection with I-93 with access via city streets
through the densely populated Charlestown area. The terminal is served by the Boston & Maine Railroad,
whose tracks enter the terminal and extend to the pier apron.

Conley Terminal. The Conley Terminal on Castle Island is less than 6.4 km (4 mi) from the designated
entrance to Boston Harbor. The northern approach to the terminal is obstructed by islands and shoals that
extend 6.4 km (4 mi) from the entrance for a combined distance of about 13 km (8 mi). It is located at the
entrance of the Inner Harbor on the South Boston waterfront. The Terminal is operated by a subcontractor
to Massport. It has 305 m (1,000 ft} of marginal wharf, and consists of Berths 11-15, and Berth 17. The
depth alongside is 12.2 m (40 ft).
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The container terminal, Berth 11, has two 41 metric ton (45 ton) container cranes and an open storage area
of 4 ha (9.9 acres). Berth 12 is presently undergoing a $50 million improvement program (to be completed
in 1995), and Berths 13-15 are leased to antomobile importers. Berths 16 and 17 are served by one
container crane (31 metric ton) and are also leased by automobile importers (Jane’s, 1992; AAPA, 1993
and 1994; D&RB, 1993; POB, 1993). The terminal is approximately 3.2 km (2 mi) from Route 1-93, which
is part of the Greater Boston Beltway, which then connects with [-95 and 1-90 (the Massachusetts’
Turnpike). Access to the terminal is via East and West Broadway, a busy South Boston thoroughfare
running through an area of primarily small businesses with some old residential housing. Construction of
the Third Harbor Tunnel/Seaport Access Road began in 1992 for better interstate access, The terminal is
served by Conrail whose tracks are located outside and at the rear of the terminal,

Maussport Marine Terminal: This is a 16 ha (40 acre) facility used for cruise ships and the discharge of
automobiles (roll-on/roll-off) and bulk cargo. This terminal is about 1.6 km {1 mi) from I-93 via Northern
Avemue (a tmck route to the Boston Fish Pier) and other industrial users along the waterfront (Jane’s,
1992; AAPA, 1993 and 1994; D&B, 1993; POB, 1993).

Other Pertinent Information: Massport has its own security force, which has police powers at State-owned
terminals. Although there is no officially designated space for segregating hazardous materials, the port
would provide one if necessary. There are no known regulatory restrictions against handling of spent
nuclear fuel at Massport terminals; the Deputy Port Director for Operations did not know if the port has
ever handled spent nuclear fuel (Moriconi, 1993).

Massport relies on its fire department, which also has a fireboat, for emergency response for hazardous
materials accidents, and on Coast Guard supervision. The port also coordinates its activities with State
hazardous materials safety personnel. Massport has a training program for terminal workers at Moran, and
recently began an introductory course for longshoremen. Training at leased facilities, like Moran
Terminal, is the responsibility of the terminal operator (Moriconi, 1993).

Moran Container is located in the densely populated Charlestown area on the Mystic River across from
petroleum and natural gas terminals, and a residential condominium/marina complex. Conley Terminal is
in an industrial area with less conflicting use, but access is through South Boston, also a densely populated
commercial/residential area.

There are no known special environmentally sensitive areas within the port. The likelihood of severe
natural phenomena, such as high winds and earthquakes, is reflected in the structural requirements for
buildings in each area of the United States. These are shown in the Uniform Building Code (UBC, 1991).
For the Port of Boston, the Uniform Building Code requires buildings to withstand wind speeds up to
140 km/hr (85 mph). The port is located in a moderate seismic zone with an acceleration of 0.30 g,

The 1990 population within 16 km (10 mi) of the port terminals was 1,466,233, The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 1,080,000; Oak Ridge Reservation, 912,000; ldaho National Engineering Laboratory, 716,000;
Hanford Site, 785,000; and Nevada Test Site, 796,000. Populations along rail routes to these sites are
much larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances to
the five potential sites on interstate routes are: Savannah River Site, 1,734 km (1,079 mi); Oak Ridge
Reservation, 1,600 km (995 mi); 1daho National Engineering Laboratory, 4,180 km (2,600 mi); Hanford
Site, 4,850 km (3,016 mi); and Nevada Test Site, 4,560 km (2,832 mi). Distances along rail routes are
about the same for Hanford Site and 1daho National Engineering Laboratory, and are slightly longer for
Savannah River Site, Oak Ridge Reservation, and Nevada Test Site,
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Climatic Conditions

Three important influences are responsible for the main features of Boston’s climate (DOC, 1993a). First,
the latitude 42°N places the city in the zone of prevailing west to east atmospheric flow, which
encompasses the northward and southward movements of large bodies of air from tropical and polar
regions. This results in variety and changeability of the weather elements. Secondly, Boston is situated on
or near several tracks frequently followed by systems of low air pressure. The consequent fluctuations
from fair to cloudy or stormy conditions reinforce the influence of the first factor, while also ensuring a
rather dependable precipitation supply. The third factor, Boston’s east coast location, is a moderating
factor affecting temperature extremes of winter and summer.

Hot summer afternoons are frequently relieved by the locally celebrated ““sea-breeze,” as airflows inland
from the cool water surface to displace the warm westerly current. This refreshing east wind is more
commonly experienced along the shore than in the interior of the city or the western suburbs. 1n winter,
under appropriate conditions, the severity of cold waves is reduced by the nearness of the then relatively
warm water. The average date of the last occurrence of freezing temperature in spring is April 8; the latest
is May 3, 1874 and 1882. The average date of the first occurrence of freezing temperature in autumn is
November 7, the earliest on record is October 5, 1881. In suburban areas, especially away from the coast,
these dates are later in spring and earlier in autumn by up to one month in the more susceptible localities.

Boston has no dry season. For most years the longest run of days with no measurable precipitation does
not extend much more than two weeks. This “dry spell” may occur at any time of year.

Much of the rainfall from June to September comes from showers and thunderstorms. During the rest of
the year, low-pressure systems pass more or less regularly and produce precipitation on an average of
roughly one day in three. Coastal storms, or *“northeasters,” are prolific producers of rain and snow. The
main snow season extends from December through March. The average number of days with four inches
or more of snowfall is four per season, and days with seven inches or more come about twice per season.
Periods when the ground is bare or nearly bare of snow may occur at any time in the winter.

Relative humidity has been known to fall as low as five percent (May 10, 1962), but such desert dryness is
very rare, Heavy fog oceurs on an average of about two days per month, with its prevalence increasing
eastward from the interior of Boston Bay to the open waters beyond. Winds from the east to southwest
bring fog and westerly and northerly winds clear the fog away.

At all seasons the heaviest gales are usually from the northeastward or eastward. Although winds of
32 mph or higher may be expected on at least 1 day in every month of the year, gales are both more
common and more severe in winter (DOC, 1993a).

D.2.2.3 Eddystone, PA

The location of Penn Terminals at Eddystone is on the former site of Pennsylvania Shipbuilding
Company’s North Yard Wharf, just upstream of the entrance to Ridley Creek in Eddystone, PA. It is
located approximately 18 km (11 mi) south of Philadelphia. It is approximately 1.5 km (1 mi) above the
small port of Chester, PA. Penn Terminals, Inc. is one of several independent Delaware River port
terminal operators who come under the marketing umbrella of the Delaware River Port Authority
(AAPA, 1994). A map of the port is shown in Figure D-34.

Geophysical and navigational data for Penn Terminals is, with the exception of the approach to the
Terminal, the same as for Philadelphia and other Delaware River Ports in the immediate vicinity
(AAPA, 1994),
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Penn Terminals was founded in 1986 to manage containerized cargoes but subsequently expanded its
scope of services to include breakbulk and project cargoes. Penn Terminals’ brochure states that they
handle about 250 ship calls a year (PT, 1994). A port official reported that the Terminal handles 30,000 to
50,000 20-ft equivalent units a year, including some hazardous and radioactive materials (Davis, 1994).
According to the Sandia National Laboratory’s Radiocactive Materials Postnotification (RAMPOST)
Database, on April 17, 1991, this port was used for receipt of about 1.4 x 1016 Bq [366,000 curies (Ci)] of
cobalt-60 for shipment to Dickerson, MD, in a Type B cask comparable to those used for spent nuclear
fuel shipments (SNL, 1994). There was no indication of foreign research reactor spent nuclear fuel
receipts since October 1984, when the database was established.

The Terminal features 40.7 ha (71 acres) of storage area, including 23,200 m? (250,000 ft2) of covered
storage. The terminal has 335 m (1,100 ft) of marginal wharf, container gantry cranes, a 27 metric ton
(30 ton) and a 41 metric ton (45 ton) and a heavy lift truck crane with a capacity of 220 metric tons
(240 tons). Rail service is provided by Conrail. Access to Interstate 95 is about 1.6 km (1.0 mi) from the
terminal via industrial and old residential streets (PT, 1994; AAPA, 1994),

The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Eddystone, the Uniform Building Code requires buildings to
withstand wind speeds up to 130 km/hr (80 mph). The port is located in a low seismic zone with an
acceleration of 0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 609,241. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 400,000; Oak Ridge Reservation, 300,000; Idaho National Engineering Laboratory, 600,000,
Hanford Site, 600,000; and Nevada Test Site, 700,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Tables D-7 through D-16 in Section D.1. The distances to
the five potential sites on interstate routes are: Savannah River Site, 1,170 km (725 mi); Oak Ridge
Reservation, 1,060 km (660 mi); Idaho National Engineering Laboratory, 3,930 km (2,440 mi); Hanford
Site, 4,590 km (2,850 mi); and Nevada Test Site, 4,180 km (2,600 mi). Distances along rail routes are
about the same.

Environmental Conditions

Monds Island and Chester Island are directly across the shipping channel from the port, and Little Tinicum
Island is 1.8 km (1.1 mi) upriver. Tidal flats surround these islands, which are comprised of marshes and
wetlands. The Tinicum National Environmental Center, located approximately 3.5 km (2.2 mi) to the
northeast on Darby Creek, is a naticnally recognized wetlands and environmental education center.

The Port of Eddystone is located within Zone 4 (tidal river) of the Delaware River. Protected water uses
for Zone 4, which encompasses River Miles (RM) 79-95, are water supply (industry), wildlife, resident
fish maintenance, anadromous fish passage, secondary contact, and navigation (DRBC, 1994). However,
several uses within Zone 4 are currently impacted, including: fish and other aquatic life due to low
dissolved oxygen levels from point source discharges, and fish and shellfish consumption due to chlordane
and PCB contamination from point and nonpoint source discharges.

The Delaware River at Eddystone is classified as a low salinity estuarine (generally 0.5 to 5 ppt) and tidal
freshwater habitat. Aquatic organisms that are typically found in the waters of this area include:
American shad, Atlantic sturgeon, American eel, blueback herring, shad, alewife, white catfish, brown
bullhead, perch, striped bass, bluegill, crappie, pumpkinseed, largemouth bass, carp, and chain pickerel
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(FWS, 1980f). In addition, the Delaware River is used as a migratory area by the shortnose sturgeon, a
Federally listed endangered species. The Water Quality Section of the Pennsylvania Department of
Environmental Resources reported that 67 species of fish are full or part-time residents of this part of the
Delaware estuary (Boyer, 1994). Most importantly, the area of the river between Monds Island, Chester
Island, and Little Tinicum Island and the islands’ backwaters, is an important spawning site for the striped
bass.

This area of the Delaware River serves as a sport fishery for striped bass, American shad, blue-claw crabs,
white perch, largemouth bass, and catfish. There is also limited commercial fishing for American eels and
American shad. There is only low to medium recreational use of this part of the Delaware River due to the
high volume of tanker and freighter traffic (Boyer, 1994).

The U.S. Fish and Wildlife Service reported that except for occasional transient species, no Federally
listed or proposed threatened or endangered species under their jurisdiction are known to exist in the port’s
impact area (Perry, 1994). Similarly, the Pennsylvania Natural Diversity Inventory reported that it did not
expect any impact on rare, threatened, or endangered plant species in this location (PNDI, 1994),

Climatic Conditions

The climate of the Eddystone region is similar to that of Philadelphia, PA. The area is moderated by the
Appalachian Mountains to the west and the Atlantic Ocean to the east. These geographic features cause
periods of extreme temperatures to be short-lived in this region (generally, four days). On occasion during
the summer months, the area is dominated by maritime tropical air masses, which contribute to elevated
local temperature and humidity levels. The average annual precipitation of 105.2 cm (41.42 in) is
relatively evenly distributed throughout the year, with maximum amounts occurring during the late
summer months. The summer precipitation regime is dominated by localized thunderstorms and are
subject to the influence of the urban heat island effect and local topography, which create varying rainfall
amounts across the city for an individual event. Singular snowfall events that generate accumulated totals
of greater than 25.4 cm (10 in) have a 5-year recurrence interval on average. The prevailing wind
direction has a bimodal distribution, being southwesterly during summer and northwesterly in the winter
months. The annualized average prevailing wind direction is from the west-southwest. Due to this
region’s inland location, destructive winds are comparatively rare from tropical cyclones and tornadoes.
High winds are generally associated with frontal passages/low pressure systems and thunderstorms in the
winter and summer months, respectively. However, flooding on the Schuylkill River normally occurs
twice annually, usually associated with strong thunderstorms, with the duration of these events generally
lasting less than 12 hrs. The Delaware River is rarely observed at or above flood stage (NOAA, 1992h).

D.2.2.4 Elizabeth, NJ

New York Harbor is the principal entrance by water to New York City and the surrounding ports, The
harbor is divided by the Verrazano Narrows into the Lower Bay and Upper Bay. Using the Verrazano
Narrows Bridge as a reference point, Port Elizabeth is approximately 18 km (11 mi) from the Lower Bay
and the Atlantic QOcean via Kill Van Kull. The Battery, the southern tip of Manhattan, is at the junction of
the East River and Hudson River. New York Harbor includes New York City, Staten Island, and the New
Jersey principal ports of Perth Amboy, Port Elizabeth, Port Newark, and Bayonne. The project depth of
the channels leading from the sea through the Lower Bay, Narrows and Upper Bay is 13.7 m (45 ft).
Depths in the Kill Van Kull leading to the New Jersey container terminals is 10.7 m (35 ft). The
approaches to New York Harbor are open, but highly trafficked. The 13 km (8 mi) down the Kill Van
Kull to Port Elizabeth is restricted (DOC, 1993b). A map of the port is provided in Figure D-35.
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Unlike many ports of the world, no single governmental or public agency in New York is responsible for
controlling the overall operation of the port. Port administration is divided among many organizations,
both private and public, which have an institutional interest in port activities.

The Port Authority of New York and New Jersey (Port Authority) is a quasi-public agency established in
1921 by treaty between the states of New York and New Jersey to deal with the planning and development
of terminal and transport facilities, and to improve and protect the commerce of the port district.

The Port Authority’s main maritime facilities are located in Elizabeth, Port Newark, and Hoboken, New
Jersey, and in New York, at Erie Basin and Columbia Street terminals in Brooklyn. The City of New York
owns the South Brooklyn Marine Terminal, Red Hook Marine Terminal (also in Brooklyn), and Howland
Hook Marine Terminal on Staten Island. The latter is a major container terminal now leased to the Port
Authority. Global Terminal, a privately owned and operated container facility, is located in Jersey City.
All told, there are five separate container arcas within the harbor equipped with a total of 35 container
cranes along a total quay length of 8,000 m (approximately 5 mi), and a total berth area of about 500 ha
(1,236 acres) (Jane’s, 1992; AAPA, 1993),

With the exception of Global Terminal, all of the foregoing terminals are leased from the Port Authority or
the City of New York and operated by terminal operating companies or steamship lines. Since virtually
any one of these terminals would be physically capable of handling containers of spent nuclear fuel,
description of the port’s capabilities is limited to a single terminal, the Port Authority Marine Terminal,
within the Port Authority’s Port Elizabeth/Port Newark container complex. The Port Elizabeth/Newark
area has direct access to the New Jersey Turnpike and is farthest removed (relatively} from centers of
population.

Sea-Land Terminal (Elizabeth NJ): Berths 88-98 on the southeast corner of Elizabeth Channel have
1,403 m (4,603 ft) of marginal wharf. The terminal has 12.2 m (40 ft) depth alongside at mean low water.
Sea-Land has crane capacities of six 40.6 metric ton (44.8 ton) container gantry cranes. Truck access to
the New Jersey Turnpike (1-95} is via Port Newark (Exit 14) or Exit 13A in Elizabeth. The latter is
reached via McLester Street to State Route 81 to the Turnpike. The route is almost entirely within the Port
Authority Marine Terminal complex and distance traveled is estimated to be about 4.8 to 6.4 km (3 to
4 mi), respectively. The Sea-Land Terminal is adjacent to the Conrail Portside and the Port Authority
intermodal rail yards.

In addition to Sea-Land, the Terminal is used by Hanjin Shipping Lines, Ltd., Italia Line, Nedlloyd, P & O
Containers, Samskip, S.C.L Line, Spanish Line, and Transroll Navegacao, SA. The list of container lines

calling at other terminals is extensive and represents the major container carriers of the world (Jane's,
1992; AAPA, 1993).

Other Pertinent Information: 1ndividual Terminals are responsible for their own security arrangements.
However, it is believed that the New York Port Association controls and may serve as watchmen. All
terminals are fenced with controlled access and 24-hour surveillance. A port official did not know what
type of short-term storage arrangements exist at the Sea-land Terminal; however, he believed there is
provision for segregating hazardous cargoes. He also did not know if there are any restrictive ordinances
pertaining to spent nuclear fuel or if the port has handled it (Hennessy, 1993). Awvailable data indicates
spent nuclear fuel shipments have not been handled at least since 1979 (NRC, 1993; SNL, 1994).
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The Kill Van Kull waterway, serving Port Elizabeth/Newark terminals, is also the approach route to the
refineries and petroleum storage depots located along the Arthur Kill to the south. There is a great
diversity of traffic and cargoes in the harbor but, due to the layout of the terminals, this diversity and
traffic are not considered a major concern.

The Coast Guard and fire departments from the cities of Elizabeth and Newark, respond to hazardous
materials incidents within terminals located within their municipalities. The Union County hazardous
materials team responds to accidents in Port Elizabeth, and the Newark hazardous materials teamn in Port
Newark. Sea-Land and other terminal operators have contracts with private companies for oil and
chemical spill cleanup and/or decontamination work. It is not known what type of hazardous materials
training is provided by terminal operators and/or the Port Authority (Hennessy, 1993). Training normally
is provided in such large port operations. This was not investigated further because the port was not
included in the final list selected for detailed assessment due to the extremely large populations around the
port.

The Port Elizabeth/Newark terminals are separated from the urban city centers bearing their names.
However, both are adjacent to Newark Airport and areas of heavy industrialization and heavy traffic on the
Turnpike. There are also areas of dense population on the east side of Newark Bay in the cities of
Bayonne and Jersey City. The 1990 population within 16 km (10 mi) of the port terminals was 3,223,038,
The affected populations within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE
management sites are: Savannah River Site, 316,000; Oak Ridge Reservation, 290,000; Idaho National
Engineering Laboratory, 536,000; Hanford Site, 585,000; and Nevada Test Site, 782,000. Populations
along rail routes to these sites are much larger. These populations are shown in Figures D-8 through D-17
in Section D.1. The distances to the five potential sites on interstate routes are: Savannah River Site,
1,320 km (828 mi); Oak Ridge Reservation, 1,190 km (738 mi); Idaho National Engineering Laboratory,
3,860 km (2,396 mi); Hanford Site, 4,520 km (2,812 mi); and Nevada Test Site, 4,300 km (2,672 mi).
Distances along rail routes are slightly longer.

There are no known special environmental concems in the greater New York/New Jersey port area. The
likelihood of severe natural phenomena, such as high winds and earthquakes, are reflected in the structural
requirements for buildings in each area of the United States. These are shown in the Uniform Building
Code (UBC, 1991). For the Port of Elizabeth, the Uniform Building Code requires buildings to withstand
wind speeds up to 140 km/hr (85 mph). The port is located in a low seismic zone with an acceleration of
0075¢g.

Climatic Conditions

New York Harbor is located on the Atlantic coastal plain at the mouth of the Hudson River. The terrain is
flat and diversified by numerous waterways; all but one of the city’s five boroughs are situated on islands.
Elevations range from less than 15 m (50 ft) over most of Manhattan, Brooklyn, and Queens to almost
90 m (300 ft) in the northern part of Manhattan and the Bronx, and over 120 m (400 ft) in Richmond
(Staten Island).

Despite its nearness to the ocean and the numerous bays and rivers nearby, the port has a climate which
more closely resembles the continental type of climate than it does the maritime type. Its modified
continental climate follows from the fact that weather conditions affecting the city usually approach from a
westerly direction and not from the ocean on the east. Some important exceptions to this must be noted,
since the oceanic influence is by no means entirely absent. During the summer, local “sea breezes,” winds
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blowing onshore from the cool water surface often moderate the afternoon heat; and most often in winter,
coastal storms, accompanied by easterly winds, produce, on occasion, considerable amounts of
precipitation.

From November through April the prevailing winds are from the northwest; for the remainder of the year
the prevailing winds are southwesterly. Gales with velocities of 64 km/hr (40 mph) or more are
predominantly from the northwest.

The mean annual temperature is slightly higher than that of most places in the United States of the same
latitude, with the exception of localities near the Pacific coast. Precipitation is both moderate and
distributed evenly throughout the year. Most of the rainfall from June through September comes from
thunderstorms, therefore, is usually of brief duration, but relatively intense. From October to April,
however, precipitation is generally associated with widespread storm areas, so that day-long rain or snow
is common. Over the entire year, the city receives 59 percent of the sunshine hours possible at its latitude.
This value compares favorably with that for any region east of the Mississippi, except the Southeast.
Relative humidity averages about 66 percent for the year, showing that the city has a relatively damp
climate.

Winds play an important role by affecting currents in the harbor. During the winter, west and northwest
winds prevail, with northerlies and southwesterlies in secondary roles. The strongest winds are out of the
west through northwest at 13 to 15 knots, from January through April. The sheltering effect of the land is
apparent when looking at frequencies of winds of 28 knots or more, These winds blow at Ambrose Light
about eight to nine percent of the time compared to one percent at Kennedy Airport and Floyd Bennet
Field. Summer winds are often out of the south and southwest with a 10 to 12 knot aftemoon peak. Fog in
the harbor area is more closely related to land-type fogs. In winter, fog is common on clear, calm
mornings and more frequent than at Ambrose Light. Southerlics can also bring winter fogs of the
advection type. During the spring and early summer, the harbor and its approaches are susceptible to
advection fog, riding in on east through south winds. A morning peak still exists in the harbor, while
Ambrose Light exhibits an afternoon maximum (DOC, 1993b).

D.2.2.5 Fernandina Beach, FL

The Port of Fernandina is located about 9.3 km (5 mi) above the Entrance Seabuoy to the St. Marys River
and Cumberland Sound. The entrance is bordered by two jetties on the approach to the cities of
Fernandina Beach (located on Amelia Island) and St. Marys, GA, the Naval Submarine Base in Kings
Bay, and an inland passage to St. Andrew sound via the Cumberland River (DOC, 1993d). The entrance is
approximately 37 km (20 mi) north of the entrance to the Port of Jacksonville, which is located on the
St. Johns River. A map of the port is shown in Figure D-36. Amelia Island is a small, historic, coastal
resort town. Fort Clinch, a State Park, museum, and recreation area is located on the north end of Amelia
Island at the inshore end of the south entrance jetty (DOC, 1993d).

The - Port of Fernandina is a forest products and general cargo container port. It handles around
25,000 20-ft equivalent units of containerized freight and about 272,000 metric tons (299,000 tons) of
forest products annually, but the container volume has varied considerably from year to year. Much of the
port’s trade is with South and Central America. There is also eastbound monthly service to the
Mediterranean (Southern Shipper, 1993; American Shipper, 1994; Stubbs, 1994). Reportedly, the current
controlling depth of the entrance, and that of approach channel to the submarine base, is 14.3 m (47 ft) and
the controlling width is 122 m (400 ft). The same width channel with 10.3 m (34 ft) controlling depth is
available to the Ocean Highway and Port Authority Terminal in Fernandina Beach. There is a 1.8 m (6 ft)
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range of tide at Fernandina Beach. Tidal currents at the entrance have considerable velocity and are
dangerous at times. A strong current “set” occurs at the St. Mary’s entrance under certain weather
conditions, it has been reported as high as 2.6 mi-per-sec (5 knots) (DOC, 1993d).

The Forest Products Terminal, located about 12 km (8 mi) above the channel entrance, is a publicly owned
facility operated by Nassau Terminals, a private terminal operating and stevedoring company. Following a
port expansion in 1992, the Terminal consists of 366 m (1,200 ft) of useable berthing situated on the left
ascending bank of the Amelia River. The new capacity of the port is about 50,000 20-ft equivalent units
per year. The Terminal is equizpped with %wo 36 metric ton (40 ton) container cranes and other container
handling equipment, a 4,645 m”~ (50,000 ft”) container freight station, 2.0 ha (5 acres) of open storage area,
and is served by the CSX Railroad with pierside rail trackage (DOC, 1993d; Southern Shipper, 1993). The
port handles an average of two vessels a day, typically a cruise vessel and a cargo vessel. The only
products normally handled by the port are forest products for a paper mill located in the area, and
containers loaded with food and paper products. The passenger or cruise ship business is small, using
smaller vessels for cruises in the near islands and offshore (Robas, 1994), '

The port terminal is located in the downtown section of the town of Fernandina Beach. Truck access to
the port is through the downtown area and mixed residential/business structures for a distance of about
8 km (5 mi). Total distance to Interstate 95 is about 24 km (15 mi), much of which is divided multi-lane
highway of mostly rural character.

Other Pertinent Port Information: Terminal property is fenced and lighted and has 24-hour watchman
service. Rail openings into the port are not secured. The port has little experience in handling hazardous
materials, in that hazardous materials are not normally shipped in or out of the port (Robas, 1994).

The U.S. Army Corps of Engineers was to award a contract in October 1994 for deepening the harbor
channel to 11 m (36 ft) and constructing a 366 m (1,200 ft) turning basin. The approach channel to the
Terminal passes through a State aquatic preserve for the manatee and other marine animals. Nassau
Terminals occasionally handles some containerized hazardous materials; however, a port official thought
there would be considerable local opposition to handling spent nuclear fuel shipments for fear of the effect
of adverse publicity on tourism in this popular resort area (Stubbs, 1994).

The likelihood of severe natural phenomena, such as high winds and earthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Fernandina Beach, the Uniform Building Code requires
buildings to withstand wind speeds up to 150 km/hr (95 mph). The port is located in a low seismic zone
with an acceleration of (0.075 g or less.

The 1990 population within 16 km (10 mi) of the port terminals was 32,952. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 45,000; Oak Ridge Reservation, 185,000; Idaho National Engineering Laboratory, 590,000,
Hanford Site, 650,00(}; and Nevada Test Site, 650,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
to the five potential sites on interstate routes are: Savannah River Site, 610 km (380 mi); Oak Ridge
Reservation, 920 km (570 mi); Idaho National Engineering Laboratory, 4,000 km (2,500 mi); Hanford
Site, 4,700 km (2,900 mi); and Nevada Test Site, 4,200 km (2,600 mi). Distances along rail routes are
slightly longer for Western sites, and about the same for Eastern sites.
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Environmental Conditions

The State of Florida has classified the Amelia River near the St. Mary’s Entrance as a Class III water
body. This classification indicates that the waters are suitable for recreation, and propagation and
maintenance of a healthy, well balanced population of fish and wildlife (FL DEP, 1994). In addition, the
State of Florida has designated certain waters in the vicinity of Fernandina Beach as “ Outstanding Florida
Waterways”, which are afforded special protection. Outstanding Florida Waters are generally waters
located within national parks, state parks, national seashores, marine sanctuaries, or aquatic preserves.
Waters located near the Port of Fernandina Beach designated as Outstanding Florida Waters include Fort
Clinch State Park, Fort Clinch State Park Aquatic Preserve, Nassau Valley State Reserve, and the Nassau
River-St. Johns River Marshes Aquatic Preserve (FL. DEP, 1994),

The Amelia River, in the vicinity of the Port of Fernandina Beach, is characterized as a mid- salinity
estuarine habitat (generally 5 to 16.5 parts per thousand). There are both commercial and recreational fish
and invertebrates found in the vicinity of the port. These aquatic species include: blue crabs, shrimp,
American eel, Atlantic menhaden, tarpon, sea catfish, sheepshead, spotted seatrout, weakfish, spot,
Atlantic croaker, kingfish, drum, flounder, silver perch, bluefish, mullet, pinfish, pigfish, ladyfish, and
snapper (FWS, 1980e).

The Fort Clinch State Park and Fort Clinch State Park Aquatic Preserve are located on Amelia Island
adjacent to Fernandina Beach. Birds that can be found in Fort Clinch State Park include various types of
shorebirds, wading birds, waterfowl, raptors, songbirds, and seabirds. Endangered or threatened bird
species in Fort Clinch State Park include: brown and white pelican, great egret, snowy egret, tricolored
heron, little blue heron, black-crowned night heron, yellow-crowned night heron, least bittern, wood stork,
white ibis, bald eagle, northern harrier, osprey, American kestrel, merlin, peregrine falcon, clapper rail,
piping plover, American oystercatcher, least tern, black skimmer, royal tern, caspian tern, sandwich tern,
worm-eating warbler, yellow-throated warbler, prairie warbler, Louisiana waterthrush, and American
redstart (Fort Clinch State Park, 1994). Species with special status found in the area include the
loggerhead sea turtle, the manatee, the American alligator, the least tern, and the burrowing four-o’clock
(Murray, 1994). The loggerhead sea turtle, a Federally protected species, uses much of Amelia Island and
Cumberland Island as nesting areas. In addition, the U.S. Fish and Wildlife Service reports that the
following protected marine species may occur in Nassau County: west indian manatee (endangered),
Kemp’s ridley sea turtle (endangered), leatherback sea turtle (endangered), loggerhead sea turtle
(threatened), hawksbill sea turtle (endangered), and the green sea turtle (threatened). Protected bird
species include the wood stork (endangered) and red-cockaded woodpecker (endangered)
(Bentzien, 1994).

Chmatic Conditions

As with the other more northern ports, the climate of this area is also modified by the influence of the
Atlantic Ocean. Easterly winds occur roughly 40 percent of the time, producing a true maritime climate
for the area. The greatest rainfall occurs during summer, usually associated with afternoon and evening
thunderstorms. During summer, measurable precipitation can be recorded nearly every two days. The
prevailing winds are northeasterly in the fall and winter months and become more southwesterly during
spring and summer. Although this region is located along the eastern Florida coast, it has been very
fortunate in escaping hurricane-force winds. The majority of systems in recent years that have reached
this latitude have moved parallel to the coastline, keeping well offshore. Others have weakened
significantly moving over land prior to reaching the area. The combination of these two factors has spared
the area from any major devastation due to tropical systems in recent years (NOAA, 1992e).

D-101




APPENDIX D

D.2.2.6 Freeport, TX

Freeport harbor is located about 64 km (40 mi) southwest of the Galveston, Texas harbor entrance, and
about 5 km (3 mi) from the Gulf of Mexico on the Brazos River (DOC, 1992a}, with the Gulf Intracoastal
Canal crossing the river, making deepwater activity available. The main channel is maintained at 13.6 m
(45 ft) and leads to a 364 m (1,200 ft) turning basin (D&B, 1993). Freeport is principally involved in
petrolecum and petrochemical transport (AAPA, 1994). However, in 1992, 188,400 metric tons
(207,711 tons) of containerized cargo (approximately 20,000 20-ft equivalent units) were handled in the
port. Primary inbound cargoes were bananas and fruit, and primary outbound cargoes were rice and
chemicals (AAPA, 1994),

The harbor is regulated by the Navigation and Canal Commissioners of the Brazos River Harbor
Navigation District, and is known locally as Brazosport (DOC, 1992a). The ship channel has been
improved by construction of jetties on either side of the entrance. A map of the port is shown in
Figure D-37.

Berth assignments at the Port of Freeport are made by the Terminal Superintendent. The port has five
general breakbulk berths, 664 m (2,190 ft) in length with 10.9 m (36 ft} depth alongside. There is 19 ha
(47 acres) of open storage adjacent to the wharves (D&B, 1993). The port has rail facilities with dual
tracks on Berths 1, 1A (Brazos Harbor Public Facility Whart), and 2 (Brazos River Harbor Wharf No. 2).
Both facilities have substantial covered storage available for short-term storage. General cargo is usually
handled by the ship’s tackle, and no container cranes are available at the port [a floating 450 metric ton
(500-ton) derrick is available for heavy lifts by special arrangement] (DOC, 1992a; AAPA, 1994},

Highway connection from the port is via State Highways 227 and 288, for approximately 56 km (35 mi) to
Houston, where Interstate-10 is accessed.

Other Pertinent Information: There are no known restrictions on receipt of foreign research reactor spent
nuclear fuel at the port, but there are substantial conflicting activities at the port, including petrochemicals
and hazardous chemicals (AAPA, 1994). The likelihood of severe natural phenomena, such as high winds
and earthquakes, is reflected in the structural requirements for buildings in each area of the United States.
These are shown in the Uniform Building Code (UBC, 1991). For the Port of Freeport, the Uniform
Building Code requires buildings to withstand wind speeds up to 110 kmv/hr (100 mph). The port is
located in a very low seismic zone with an acceleration of less than 0.075 g.

The 1990 census population of Freeport was 12,600. The affected populations within 0.8 km (0.5 mi) of
the interstate routes to the five potential DOE management sites are: Savannah River Site, 360,000;
Oak Ridge Reservation, 300,000, Idaho National Engineering Laboratory, 480,000; Hanford Site, 530,000,
and Nevada Test Site, 530,000. Populations along rail routes to these sites are slightly higher for
Savannah River Site and Oak Ridge Reservation, but slightly lower for Idaho National Engineering
Laboratory, Hanford Site, and Nevada Test Site. The approximate distances to the five potential sites on
interstate routes are: Savannah River Site, 1,600 km (1,000 mi); Oak Ridge Reservation, 1,600 km
(1,000 mi}); Idaho National Engineering Laboratory, 3,100 km (1,900 mi); Hanford Site, 3,700 km
(2,300 mi); and Nevada Test Site, 3,100 km (1,900 mi). Distances along rail routes are about the same.

Climatic Conditions

Weather in this area is only an occasional navigational problem. Winds blow at 28 knots (32 mph) or
more approximately 3 to 4 percent of the time in November and from January through April. Average
speeds are 12 to 14 knots (14 to 16 mph) during this period. Fog is also a winter problem, and visibilities
drop below 160 m (0.25 mi} on approximately three to six days each month from November through April.
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Thunderstorms are most frequent from April through September, during the afternoon and evening. These
thunderstorms are usually air mass types as opposed to the less frequent but more severe thunderstorms
that occur with fronts and squall lines from fall through spring. Tropical cyclones, particularly severe
hurricanes, are most likely in August and September (DOC, 1992a).

D.2.2.7 Gulfport, MS

Gulfport, the seat of Harrison County, MS, is a séaport and tourist center located on the north side of
Mississippi Sound, approximately 26 km (16 mi) from the entrance to the Ship Island Bar Channel on the
Gulf of Mexico. Gulfport is located approximately 97 km (60 mi) east of New Orleans, LA. The
approach to Gulfport is through a dredged channel marked by lighted buoys. Federal project depths are
9.7 m (32 ft) for the bar channel and 9.1 m (30 ft) for the Gulfport Channel and Harbor Basin. The harbor
was deepened to 1097 m (36 ft) mean low water in 1993 (DOC, 1992a; AAPA, 1993;
Southern Shipper, 1993). A map of the port is shown in Figure D-38.

The State-owned Port of Gulfport is a small, but growing, niche port on the Gulf Coast primarily handling
containerized banana imports and dry bulk commodities. The port has a growing general cargo outbound
container tonnage as the fruit carriers fill otherwise empty containers on the return leg of voyages.
Container traffic for fiscal year 1991 included 68,000 20-ft equivalent units amounting to approximately
664,973 mt (733,000 ton) of cargo (AAPA, 1993). By 1993, container volume increased to 736,100 mt
(811,559 tons), or approximately 75,000 20-ft equivalent units (AAPA, 1994),

Gulfport has 10 berths with a total of 1,768 m (5,800 ft) of lineal berthing space. There is an open storage
area of four ha (10 acres) and a shed area of 19,000 m> (204,500 ftz) A second container berth (East Pier)
is used for self-contained container ships. The port’s West Pier container berth is approximately 750 m
(2,460 ft) long, whereas the East Pier is approximately 200 m (656 ft) long. Gulfport has two 30.5 metric
ton (34 ton) container cranes at its West Pier (AAPA, 1994).

The port is located immediately adjacent to the City of Gulfport, which forms the northern boundary of the
terminal area. The Terminal has almost immediate access to U.S. Highway 90, and is about 5 mi from
I-10, a major east-west roadway. U.S. Highway 49, which begins at the terminal gate and connects with
I-10, runs through the center of the City. The port is served by the CSX and Mid-South Railroads with
connections to the Norfolk Southern at Hattiesburg. Double trackage extends to the container berth,

Gulfport is presently served by one common carrier combination container/breakbulk ship operator, ABC
Line, which operates five large ships on North European around-the-world trade routes. Three other
containerized fruit carriers also regularly call at Gulfport (AAPA, 1994; Southern Shippers, 1993).

Other Pertinent Information: Gulfport employs a port security firm that maintains 24-hour guard service.
The port is fenced with controlled access to vehicles and personnel. 1t does not appear that there are any
regulations preventing the importation of spent nuclear fuel, although the port indicates that the Coast
Guard may impose bans on especially hazardous shipments (Edwards and Burns, 1993). Gulfport has no
prior experience handling spent nuclear fuel (NRC, 1993; SNL, 1994) and, as far as is known, there are no
hazardous cargoes routinely handled at Gulfport. Port personnel provide First Response augmented by the
Gulfport Fire and Police Departments. The Port of Gulfport conducts hazardous materials training of port
personnel (Edwards and Burns, 1993). There is a former small cruise ship terminal at the East Pier as well
as a floating casino located near the street entrance to the port. The United States Coast Guard indicated
that the East Dock is presently slated for casino development, and there are two casinos on the north end of
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the West Dock. As a result, the hazardous materials area at the north end of the West Dock has been
eliminated for explosives. Also, the facility of particular hazard cannot be used for foreign research
reactor spent nuclear fuel, and is not secure or well lit. {(Brown, 1995)

There are no known sanctuaries or wildlife habitats in the immediate port area. However, t0 enter
Gulfport, ships must pass close to the protected Gulf Islands National Seashore. The port is subject to
severe hurricane and tropical storms. The likelihood of severe natural phenomena, such as high winds and
earthquakes, are reflected in the structural requirements for buildings in each area of the United States.
These are shown in the Uniform Building Code (UBC, 1991). For the Port of Gulfport, the Uniform
Building Code requires buildings to withstand wind speeds up to 160 km/hr (100 mph). The port is
located in a very low seismic zone with an acceleration of 0.075 g or less.

The 1990 population within 16 km (10 mi) of the port terminals was 113,153. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 194,000, Oak Ridge Reservation, 146,000; Idaho National Engineering Laboratory, 435,000;
Hanford Site, 484,000; and Nevada Test Site, 683,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Tables D-7 through D-16 in Section I).1. The distances to
the five potential sites on interstate routes are; Savannah River Site, 910 km (565 mi); Oak Ridge
Reservation, 920 km (573 mi); Idaho National Engineering Laboratory, 3,570 km (2,219 mi); Hanford
Site, 4,240 km (2,635 mi); and Nevada Test Site, 3,530 km (2,195 mi). Distances along rail routes are
slightly longer.

Environmental Conditions

The Mississippi Sound is separated from the Gulf of Mexico by a series of uninhabited barrier islands.
Vessels approaching the port from the Gulf enter the Ship Island Channel, which runs between the west
end of Ship Island and Ceat Island and the east end of Cat Island. Ship Island, along with Horn Island and
Petit Bois Island, which are further to the east, comprise the Gulf Islands National Seashore. These islands
serve as a wintering and migratory area for the protected Peregrine Falcon as well as various shorebirds.
Ships entering the Ship Island Channel from the Gulf pass directly north of the northern end of the
Chandeleur Islands that comprise the Breton National Wildlife Refuge and Breton Wilderness. The
Breton National Wildlife Refuge and Breton Wilderness, which includes areas of black mangroves, serves
as a breeding area for the protected loggerhead sea turtle and brown pelican, and a migratory area for the
protected peregrine falcon. This area is also home to a variety of shorebirds, wading birds, waterfowl,
raptors, seabirds, and songbirds (FWS, 1982a).

The U.S. Fish and Wildlife Service reported that several Federally-listed protected species may occur in
the Port of Gulfport area. These species include the endangered brown pelican and Kemp’s ridley sea
turtle and the threatened gulf sturgeon and loggerhead sea turtle (Goldman, 1994). According to the
Mississippi Natural Heritage Program, four protected species of bird have been spotted feeding or loafing
in the area of the Port of Gulfport. These species include the royal tern, black rail, reddish egret, and the
piping plover {(Gordon, 1994). Commercial harvesting areas for the eastern oyster are located throughout
the Mississippi Sound, including several areas within a few miles of the port. Breeding areas for the
State-protected Least tern also are located along the coast of Gulfport (FWS, 1982a),

The waters in the vicinity of the port have been classified by the State of Mississippi for “recreation” but
not as a water supply (Reaves, 1994). The nearshore waters of the Mississippi Sound are characteristic of
a middle salinity estuarine habitat (generally 5 to 20 parts per thousand). Aquatic organisms that are
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typically found in the waters of this area include: shrimp, blue crab, seatrout, croaker, drum, spot,
kingfish, flounder, catfish, mullet, Florida pompano, bluefish, Gulf menhaden, bay anchovy, Crevalle jack,
bhue runner, Alabama shad, and Atlantic bottlenose dolphin (FWS, 1982a}.

Climatic Conditions

Because of Gulfport’s geographic location, the local weather is greatly influenced by the Gulf of Mexico.
Generally, summers are warm but temperatures are more moderate than those observed at inland locations
because of the diurnal sea breeze circulation. Winter weather is generally mild, with the exception of the
occasional cold air outbreak. These events occur at 3-10 day intervals between October and April in the
Gulf of Mexico region, generally lasting less than three days. The annual rainfall in this region is among
the highest in the continental United States. The precipitation is fairly evenly distributed throughout the
year with a maximum c¢oinciding with the summer thunderstorm season and minimum occurring during
the late Fall months. However, extended rainy periods are rare in this region. Thunderstorm frequencies
are highest in July and August, where they may occur every other day, but rarely do they reach intense or
violent levels. However, the area is quite vulnerable to tropical systems (e.g., Hurricane Camille, 1969),
which originate in the West Indies, West Caribbean, and the Gulf of Mexico (NOAA, 1992i; Wayland and
Raman, 1989},

D.2.2.8 Houston, TX

Houston is the largest city in the State of Texas, and the Port of Houston is one of the largest ports in the
United States (in terms of total tonnage handled). Morgans Point, approximately 37 km (23 mi) from the
entrance to Galveston Bay, marks the beginning of an extensive industrial area lining the Houston Ship
Channel. Houston is at the head of the channel, 71 km (44 mi) from the Gulf of Mexico. The transit of
large ships is restricted to the ship channel across Galveston Bay and through parts of the San Jacinto and
Buffalo Bayou. A Federal project provides for a 12.2 m (40 ft) channel from the entrance to the Gulf of
Mexico to Houston (Brady Island) DOC, 1992a). The Houston Ship Channel is 12.2 m (40 ft) deep, and
its width ranges from about 76 m to 120 m (250 to 400 ft), making the transit difficult for the large number
of ship transits each year (D&B, 1993). A map of the port is shown in Figure D-39.

The Port of Houston is a 40.2 km-(25 mi)-long complex of diversified public and private facilities located
on both banks of the Houston Ship Canal, which empties into and transits Galveston Bay. Bulk cargoes,
dry and liguid, (including petroleum and petrochemicals) comprise the major share of tonnage handled by
the port. Estimated tonnage for 1992 amounted (o a total of 114.3 million metric tons (126 million short
tons), of which bulk accounted for 72 percent, breakbulk 6.6 percent, and container 3.4 percent.

The Houston Port Authority owns and operates six public cargo facilities including: the Turning Basin
Terminal (general cargo) located at the head of the Houston Ship Channel; Jacintoport Terminal (general
cargo) located on the north side of the channel near Channelview, Texas; and Barbours Cut Container
Terminal located at the head of Galveston Bay on the left ascending bank of the Houston Ship Channel
(Jane’s, 1992; AAPA, 1993; POHA, 1993).

Barbours Cut Container Terminal: About 40 km (25 mi) from the entrance to the ship channel, this
terminal is designed to handle containers, roll-on/roll-off ships. The Barbours Cut Container Terminal is
equipped with eight container cranes and five container berths [each is 305 m (1,000 ft) long], plus a
separate roll-on/roll-off terminal. The terminal occupies 87 ha (215 acres) of developed land, including
17.8 ha (44 acres) of paved marshalling area for roll-on/roll-off cargoes. Barbours Cut Container Terminal
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has depths of 12.2 m (40 ft} at mean low water. Crane capacity for Barbours Cut Container Terminal is six
40.6 metric ton {45 ton) container cranes and two 30.5 metric ton (34 ton) container cranes (Jane’s, 1992;
AAPA, 1993),

Turning Basin Terminal. This terminal has several berths, the largest of which is 243.8 m (800 ft) long
and can handle a 228.6 m (750 ft) ship. Turning Basin Terminal’s depths are 10.97 m (36 ft) at mean low
water. Crane capacity for this terminal is one 40.6 metric ton (45 ton) container crane and one 76.2 metric
ton stiff-leg crane. ‘ ‘

Barbours Cut Container Terminal has three entry points (gates) with a total of 21 truck lanes that are
reached via Barbours Cut Boulevard, a multi-lane limited access roadway. Access to 1-610, the Houston
Beltway, and other interstate highways is via State Highway 146, which connects with State Highway 225
about 4.8 km (3 mi) from the Terminal. The Route 225 connector is an east-west highway about 22.5 km
(14 mi) long. 1t appears that these routes run through commercial/residential areas with the opportunity for
congestion. Barbours Cut Container Terminal is served by the Port Terminal Railroad Association and the
Santa Fe Railroad. The Railroad Association connects with all other railroads including the Southern
Pacific, Union Pacific, Burlington Northern, and the Houston Belt and Terminal Railroad.
Trailer-on-Flat-Car shipments are possible within the terminal, but trackage does not extend to the
container berths (Jane’s, 1992; AAPA, 1993).

Barbours Cut Container Terminal is host to a large number of major international container and
roll-on/roll-off ship lines. A partial listing includes: ABC Container Line, A. Bottacchi, ACL/Gulf
Container Line, Afram Lines Ltd, America/Africa/ Europe Line, Atlantic Cargo Services, Baltic Shipping
Co., Bank Line, Barber Blue Sea, CGM, CNAN, Columbus Line, COSCO, Costa Container Service, DB
Turkish Cargo Line, Djakarta Lloyd, East Asiatic Ltd, Ellerman Line, Farrell Lines, Gulf Mideast Lines,
Hapag-Lloyd, Hoegh Lines, Hyundai Merchant Marine, Italian Line, lvaran Lines, Jugolinija, Kingwood
Container Line, Maersk Line, Mediterranean Shipping Company, Nedlloyd Lines, SafBank Line,
Sea-Land, Shipping Corp of India, Delmas-Vieljeux, Spanish Line, Torm Lines, Trans Freight Lines,
United Arab Shipping Co., Waterman-Isthmian Line, and Zim Line (Jane's, 1992, AAPA, 1993).

Other Pertinent Information: The Houston Port Authority has its own 24-hour security force and all of its
terminals are fenced with controlled access. A fireboat is stationed at Barbours Cut Container Terminal,
which also has a full-service fire department. There is space within Barbours Cut Container Terminal for
temporary segregation of hazardous cargoes (Horan, 1993).

A Port Authority Official was unaware of any regulations prohibiting the importation of spent nuclear fuel,
The Houston Port Authority handles a lot of hazardous cargoes including radioactive substances, but the
official did not know if the port has ever handled spent nuclear fuel (Horan, 1993). Available data
indicates the port has not handled spent nuclear fuel at least since 1979 (NRC, 1993; SNL, 1994). The
Houston Ship Channel and Galveston Bay are host to many petroleurn and petrochemical berths and
terminals served by a large amount of tanker and tank barge traffic. Many of these facilities are located
upstream of Barbours Cut Container Terminal, which does not appear to have any conflicting use within
its boundaries. The Houston Port Authority has its own emergency response team and fire department.
The Houston Fire Department’s hazardous materials team is used as a backup in emergencies. The
Houston Port Authority has a hazardous materials training program for its terminal operating personnel, It
is not known if longshoremen also receive this training (Horan, 1993).

There have been a number of ship accidents, tanker fires, and pipeline accidents at facilities near the Port
of Houston in recent years. The United States Coast Guard data indicates that for the period 1991 to 1993,
there were about 7,100 ship transits of the channel that resulted in 32 collisions, 33 allisions, 5 ship fires,
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and 59 hard groundings (USCG, 1994b). Because the accident statistics also reflect barge traffic risks, the
accident rate for oceangoing vessels is probably lower, but there is not data to refine that estimate available
yet.

The Turning Basin Terminal is located at the terminus of the Ship Channel in a densely populated area
above all other public and private terminal facilities within the port. Barbours Cut Container Terminal is
remotely located from the City of Houston with relatively good separation from other terminals and traffic
in the area (see ILE above). However, the two small communities of Morgan Point and La Porte (with a
population of about 20,000) are located adjacent to the Terminal on the south.

There are no special plant, fish, or wildlife sanctuaries in the vicinity of Barbours Cut Container Terminal.
The port is subject to hurricanes and tropical storms. The likelihood of severe natural phenomena, such as
high winds and earthquakes, is reflected in the structural requirements for buildings in each area of the
United States. These are shown in the Uniform Building Code (UBC, 1991). For the Port of Houston, the
Uniform Building Code requires buildings to withstand wind speeds up to 150 km/hr (95 mph). The port
is located in a very low seismic zone with an acceleration of less than 0.075 g.

The 1990 census city population was 1,630,553, with the density estimated at 1,083 persons/kmz. The
affected populations within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management
sites are: Savannah River Site, 349,000; Oak Ridge Reservation, 283,000; Idaho National Engineering
Laboratory, 471,000; Hanford Site, 579,000; and Nevada Test Site, 524,000. Populations along rail routes
to these sites are slightly smaller for Idaho National Engineering Laboratory, Hanford Site and Nevada
Test Site, but slightly larger for Savannah River Site and Oak Ridge Reservation. The distances to the five
potential sites on interstate routes are: Savannah River Site, 1,550 km (964 mi); Oak Ridge Reservation,
1,480 km (918 mi); Idaho National Engineering Laboratory, 3,000 km (1,866 mi); Hanford Site, 3,610 km
(2,282 mi); and Nevada Test Site, 2,930 km (1,818 mi). Distances along rail routes are about the same
except for Savannah River Site, which is slightly longer.

Climatic Conditions

The climate of Houston is predominantly marine. The terrain includes numerous small streams and
bayous, which together with the nearness to Galveston Bay, favor the development of both ground and
advective fogs. Prevailing winds are from the southeast and south, except in January, when frequent
passages of high-pressure areas brings invasions of polar air on prevailing north winds.

Temperatures are moderated by the influence of winds from the Gulf, which results in mild winters and,
on the whole, relatively cool summer nights. Another effect of the nearness of the Gulf is abundant
rainfall, except for rare extended dry periods. Polar air penetrates the area frequently enough to provide
stimulating variability in the weather.

The average number of days with minimum temperatures of 32°F or lower is only about 7 per year at the
city’s National Weather Service office and about 15 per year at William P. Hobby Airport, which is about
16 km (10 mi) southeast of the city. Most freezing temperatures last only a few hours because they are
usually accompanied by clear skies,

Monthly rainfall is evenly distributed throughout the year. In past years, about 75 percent of the total
precipitation has been between 76.2 and 152.4 cm (30-60 in). Since thundershowers are the main source
of rainfall, precipitation may vary substantially in different sections of the city on a day-to-day basis.
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Records of sky cover for daylight hours indicate about one-fourth of the days per year as clear with
maximum of clear days in October. Cloudy days are relatively frequent from November to May, and
partly cloudy days are more frequent from June through September.

Snow rarely occurs; however, on February 14-15, 1895, 51 cm (20 in) of unmelted snow was measured.
Heavy fog occurs on an average of 16 days a year, and light fog occurs about 62 days a year in the city, but
the frequency of heavy fog is considerably higher at William P. Hobby Airport. Destructive windstorms
are fairly infrequent, but both thundersqualls and- tropical storms occasionally pass through the arca
(DOC, 1992d).

D.2.29 Lake Charles, LA

The city of Lake Charles, the seat of Calcasieu Parish, is located on the east side of the Lake. It is the
center of large industries such as chemical, petroleum, natural gas, fish oil, synthetic rubber, salt, seafood,
and rice. The Port of Lake Charles is situated 3 km (2 mi) south of the city on the east bank of the
Calcasieu Lake, and is 52 km (32 mi) from the Gulf of Mexico (DOC, 1992a). A map of the port is shown
in Figure D-40.

A Federal project provides for a channel 12.8 m (42 ft) deep across the outer bar, from 12.2 to 12.8 m
(40 to 42 ft) through the jetties, and 12,2 m (40 ft) to the Port of Lake Charles.

The United States Coast Pilot (DOC, 1992a) reports: “In recent years a substantial number of oceangoing
vessels of increased size and draft have been entering the Calcasieu River Channel and proceeding to and
from berths as far up the channel as the Port of Lake Charles. The channel, however, has not been
appreciably widened in recent years. Based upon reported marine casualties to vessels and upon reported
navigational problems arising from the increased oceangoing traffic, and after consultation with local
marine interests, the Coast Guard Captain of the Port (COTP) has developed certain guidelines to enhance
safe navigation.”

The longest berth in the terminal is 274 m (900 ft). Lake Charles has no international container carriers
serving the port and serves primarily as a breakbulk, dry bulk, and project cargo niche port (AAPA, 1993
and 1994; Southern Shipper, 1993). It can handle limited container traffic on breakbulk vessels (about
30,000 20-ft equivalent units in 1992) (Southern Shipper, 1993). Most of the area around Calcasieu Lake
is wetlands, and ships entering the port pass by the Sabine National Wildlife Refuge.

Like all Gulf Coast ports, it is subject to severe hurricanes and tropical storms. The likelihood of severe
natural phenomena such as high winds and earthquakes is reflected in the structural requirements for
buildings in each area of the United States. These are shown in the Uniform Building Code (UBC, 1991).
For the Port of Lake Charles, the Uniform Building Code requires buildings to withstand wind speeds up
to 160 km/hr (100 mph). The port is located in a very low seismic zone with an acceleration of less than
0.075 g.

Lake Charles, LA’s climatic and environmental conditions are similar to those of the Port of New Orleans,
LA. Port of New Orleans information is presented in Section D.2.2.14.

The 1990 census population estimate for this port vicinity was approximately 73,800 with a population
density on the order of 940 persons/km (2,434 persons/ml ). The approximate distances to the five
potential sites on interstate routes are: Savannah River Site, 1,100 km (700 mi); Oak Ridge Reservation,
960 km (600 mi); Idaho National Engineering Laboratory, 3,400 km (2,100 mi); Hanford Site, 4,000 km
(2,500 mi); and Nevada Test Site, 3,200 km (2,000 mi). Distances along rail routes are about the same.
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D.2.2.10 Long Beach, CA

Long Beach and Los Angeles Harbors, although divided by a political boundary, form a single geographic
and economic port entity. The harbors occupy a major part of San Pedro Bay. The Port of Long Beach,
one of the largest ports on the Pacific Coast, has extensive foreign and domestic traffic with modern
facilities for the largest vessels. Most of the channels in Long Beach Harbor are maintained at more than
the project depth of 10.7 m (35 ft). The entrance to Middle Harbor is 3.5 km (2.2 mi) from the Queens
Gate entrance at the Pacific Ocean. The channel from the Pacific Ocean is straight, short, and direct
(DOC, 1992b). A map of the port is shown in Figure D-41.

The Long Beach Harbor Department is a semi-autonomous agency of the City of Long Beach, CA. The
Department is responsible for the operation, control, and development of the municipally owned port
facilities. Long Beach is a large port (a load center) with 1,040 ha (2,816 acres) of land area, 12 piers, and
77 operational berths serving about 5,700 vessels annually. The port handles about 75 million metric tons
(83 million tons) of revenue cargo annually, of which approximately 35 million metric tons (39 million
tons) is containerized general cargo equivalent to 1.8 million 20-ft equivalent units (POLB, 1993a-d;
AAPA, 1993).

Long Beach is a multi-terminal port and is host to seven container terminals with 38 container cranes and
243 ha (600 acres) devoted to container handling facilities. Additionally, there are facilities for petroleum
and petroleum-related products, dry bulk materials, automobiles, steel, citrus, palletized general cargoes,
and other commodities. The port functions as a “landlord” port leasing out its facilities to terminal and
ship operating companies. Two of the container terminals (California United Terminals - Pier E, and
Pacific Container Terminal - Pier J) are operated as “public” facilities. California United Terminals also
has two roll-on/roll-off ramps and rail spurs (POLB, 1993a-d; AAPA, 1993; Janes’s, 1992).

The dock/quay length available for cargo ships is as follows: California United, Pier E, Berths E24-E26
— 5% m (1,950 ft) long, and Pacific, Pier J, Berths J245-1247 — 1,006 m (3,300 ft) long. The
corresponding depths alongside at mean low water are: California United with 14-15.2 m (46 to 50 ft),
and Pacific Container with 14,9 m (49 ft). The five cranes at California United are all 40 metric ton
(44 ton) container cranes. Pacific Container has six, 40 metric ton container cranes (Jane’s 1992; AAPA,
1993; POLE, 1993a-d).

California United Terminals is served by an 11 lane main gate, which appears to be about 0.8 km (0.5 mi)
from the “on” ramp to 1-710 (the Long Beach Freeway), all within the confines of the port area. Pacific
Container Terminal has similar ease of access to I-710, estimated to be a distance of about 1.9 km (1.2 mi),
also within the port terminal. California United Terminals has shipside rail service provided by the Harbor
Belt Line Railroad. Plans are to extend Belt Line rail service to Pacific Container Terminal by April 1994.
The line connects with the major rail systems serving the Greater Los Angeles/Long Beach areas such as
the Union Pacific, Santa Fe, and Southern Pacific Railroads. The latter operates a 97 ha (240 acre)
intermodal container transfer facility which was built by the POLB to serve the marine terminals of both
Long Beach and Los Angeles. The terminals are about 6.4 km (4.0 mi) from the double stack intermodal
container transfer facility yard. The Santa Fe and Union Pacific railroads offer similar intermodal transfer
facilities at their respective yards in east L.os Angeles (D&B, 1993; Jane’s, 1992; AAPA, 1993),

The port is served by a number of the world’s largest container ship lines including: ACL, BHP/MTL,
CCNI1, COSCO, CGM, Cho Yang, Cool Carriers, DSR-Senator Line, EAC, Hanjin, Hapag-Lloyd,
Hyundai, K-Line, Maersk Line, Nedlloyd Lines, OOCL, Philippine National Line, P & O, Sea-Land and
TMM (Jane’s, 1992; D&B, 1993; AAPA, 1993),
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Other Pertinent Information: Terminal operators are responsible for the security of their respective
facilities. Container terminals are fenced with controlled access and the security forces are port employees
(Powell et al., 1994). The port contracts with the City of Long Beach for police and fire protection
services. The City of Long Beach stations two fircboats within the port area. There are locations within
the terminals for temporary storage of hazardous materials (Hilliard, 1993) but no special areas set aside
(Powell et al., 1994).

There are no known environmentally sensitive areas within the harbor area. However, the port claims a
long-term interest in maintaining a high quality environment and supports a number of programs to
prevent contamination of air and harbor water quality. 1t was the first recipient of the American
Association of Port Authorities Environmental Improvement and Protection Award, and enforces strict
safety policies as well. “In the past 50 years, there have been no collisions between commercial vessels
resulting in injuries . . . and no significant oil spills from oil transfers.” (POLB, 1993b).

The port Marketing Manager did not know of any regulation prohibiting the handling of spent nuclear fuel
(Hilliard, 1993). According to available data, the port has not handled spent nuclear fuel since at least
1979 (NRC, 1993; SNL, 1994). The Port of Long Beach does handle other hazardous cargoes and has a
number of deep-draft petroleum and petrochemical terminals with attendant tanker traffic, including very
large crude carriers. There appears to be good separation between these terminals and the two public
container terminals at Pier E and Pier J (POLB, 1993a-d; Jane’s, 1992).

Terminal operators contract with private hazardous materials response organizations to contain and control
hazardous materials incidents on their premises. The Coast Guard and the Long Beach Fire Department’s
hazardous materials team are also used for emergency response. Hazardous materials training within the
port is the responsibility of the port’s Security Division. Port employees receive first responder training
for hazardous cargo accidents (no Department of Transportation training), but the Fire Department is the
responder for all port accidents (Powell et al., 1994). The Fire Department also calls on the county
hazardous materials tean1 as needed (Powell et al., 1994).

The port is physically separated from downtown Long Beach and has excellent highway connections,
However, truck and/or rail passage from the terminals must pass through the heart of the adjoining
communities that are large and densely populated, which makes the port less than ideal for spent nuclear
fuel shipments.

The port is subject to severe earthquakes. The likelihood of severe natural phenomena such as high winds
and earthquakes is reflected in the structural requirements for buildings in each area of the United States,
These requirements are shown in the Uniform Building Code (UBC, 1991). For the Port of Long Beach,
the Uniform Building Code requires buildings to withstand wind speeds up to 110 km/hr (70 mph). The
port is focated in a very high seismic zone with an acceleration of 0.40 g (the highest Uniform Building
Code ranking). Nearby San Fernando, CA was the site for one of the worst recorded earthquakes in the
contiguous United States with a Modified Mercalli Intensity XI, in February 1971 (Bolt, 1978). Numerous
other serious earthquakes with Intensities ranging from IX to X have also occurred in the last century.
Long Beach was the site for a Intensity IX earthquake on March 10, 1933, which also resulted in numerous
deaths, injuries, and building damage (Bolt, 1978).

The 1990 population within 16 km (10 mi) of the port terminals was 1,014,418. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 914,00; Oak Ridge Reservation, 823,000; Idaho National Engineering Laboratory, 692,000,
Hanford Site, 617,000; and Nevada Test Site, 518,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-7 in Section D.1. The distances to
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the five potential sites on interstate routes are: Savannah River Site, 3,940 km (2,443 mi); Oak Ridge
Reservation, 3,610 km (2,246 mi); Idaho National Engineering Laboratory, 1,580 km (979 mi); Hanford
Site, 2,000 km (1,241 mi); and Nevada Test Site, 645 km (401 mi). Distances along rail routes are slightly
longer.

Environmental Conditions

The environmental conditions for Long Beach are the same as those for Los Angeles. These are reported
in Section D.2.2.11 below.

Climatic Conditions

Similar to the Los Angeles area, the climate of Long Beach, CA, is influenced significantly by the local
topography. The Pacific Ocean has a moderating effect on the diurnal temperature range, which is greater
than that observed further inland at the Los Angeles International Airport. In general, winter months are
cool and wet followed by warm, dry summer months. Early morning clouds and fog, which are quite
common during the late evening and carly morning hours, generally burn off by late morning, resulting in
sunny, pleasant daytime conditions during summer (NOAA, 1993f),

D.2.2.11 Los Angeles, CA

Los Angeles and Long Beach Harbors, although divided by a political boundary, form a single geographic
and economic port entity. The harbors occupy a major part of San Pedro Bay. The Port of Los Angeles,
one of the largest ports on the Pacific Coast, has a history of leading the Pacific Coast ports in terms of
tonnage handled. It has extensive facilities to accommodate all types of traffic, and is the only southern
California port at which passenger vessels call regularly (POLA, 1994),

The channel from the Pacific Ocean is straight, short, and direct. The Los Angeles Main Channel is
maintained at 13.7 m (45 ft). The Super Tanker Channel to the deep draft facilities is maintained at 12.2 m
(40 ft). The majority of the port facilitics are located within 4.8 km (3 mi) of the harbor entrance
(DOC, 1992b). A map of the port is shown in Figure D-42.

Waorldport LA, the name adopted by the Los Angeles Harbor Department for the Port of Los Angeles, is a
proprietary and self-supporting department of the City of Los Angeles reporting to a Board of Harbor
Commissioners. The Worldport LA functions as a landlord operator administering its own budget,
operations, and development programs (POLA, 1994).

Worldport LA is one of the country’s largest, multi-terminal ports, and claims the title of the busiest
container port in the United States. In fiscal year 1992, Worldport LA handled 2,154,890 20-ft equivalent
units — the highest volume in the port’s history. The port is also a cruise ship terminus handling over
three-quarter million passengers in 1992 (AAPA, 1993; POLA, 1994).

Worldport LA encompasses approximately 1,684 ha (4,160 acres) of land area and 1,425 ha (3,520 acres)
of sheltered waters. 1t has 36 cargo handling terminals, including six dedicated container terminals and
three “Omni” terminals (which handle containers and breakbulk) with a total of 34 container cranes, on
45 km (28 mi) of waterfront. Of the three Omni terminals, Berths 142-146 (operated by Worldport LA) is
a public facility with no “tenant” ship lines. The remaining two Omni terminals, RDP and Indies
Terminals, are managed by private terminal operating companies but are open to public use (Jane's, 1992;
AAPA, 1993; D&B, 1993). A multi-billion dollar, outer harbor Pier 300 development is underway with
completion scheduled by the year 2010 (some terminals may be open during the period analyzed in this
EIS) (POLA, 1994).
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Worldport LA Berths 142-146: Dock/Quay lengths are 853 m (2,800 ft) and depths alongside at mean low
water are 10.67-11.3 m (35-37 ft) at mean low water. Worldport LA berths have crane capacities of three
40).6 metric ton (45 ton) container cranes (Jane's, 1992; AAPA, 1993),

RDP Terminal: Berths 174-181 have lengths of 1,006 m (3,300 ft) and depths of 10.67 m (35 ft) at mean
low water. Capacity of RDP cranes is two 40.6 metric ton container cranes (Jane’s, 1992; AAPA, 19973).

Indies Terminal: Berths 216-227 have total lengths of 1,128 m (3,700 ft) and depths of 13.72 m (45 ft) at
mean low water. The Indies berths have three 40.6 metric ton (45 ton) container cranes (Jane’s, 1992;
AAPA, 1993).

Los Angeles terminals are served by the Harbor Freeway (1-110) and Terminal Island Freeway (Route 47)
which connect with Interstate Highways 5, 10, 15, and 40. The Harbor Freeway begins within the
Worldport LA port complex. Worldport LA is connected to the Southern Pacific Transportation Co.,
Union Pacific, and Santa Fe railroads by the Harbor Belt Line Railroad, jointly owned by the L.os Angeles
Harbor Department and the three railroads. Belt Line tracks extend to cargo ship berths at each of the
Omni Terminals. Intermodal connections are presently made at the intermodal container transfer facility
described for the Port of Long Beach, which is approximately 8 km (5 mi) away. A new intermodal
container transfer facility is under construction on Terminal Island and there are major infrastructure
improvement projects underway to facilitate and expedite rail and truck traffic to the port through the
Greater Los Angeles Metropolitan area (POLA,1994),

Worldport LA is host to more than a dozen cruise ship lines and about 40 cargo ship lines. A partial list of
container lines calling at the port include: American President Lines, Australia-New Zealand Direct Line,
Orient Overseas Container Line, Philippines, Micronesia & Orient Lines, Yang Ming Line, Mitsui O.S.K.
Lines, Kawasaki Kisen Kaisha (*“K” Line), Dole Fresh Fruit, Columbus Line, Blue Star PACE Ltd.,
Matson Navigation Co, NYK Line, Neptune Orient Lines, Evergreen Line, Barber Wilhelmsen, Blue Star
Line, d’Amico Line, Itatia Line, Nedlloyd Lines, and Slosna Plovba (Jane’s, 1992; D&B, 1993).

Other Pertinent Information: The Port of Los Angeles has its own police force that patrols the waterfront
around the clock by boat, helicopter, automobile, and bicycle (Leong, 1993). Port security is extensive and
extremely well-organized. The port police are responsible for the safety and security of all passenger,
cargo, and vessel operations at Worldport LA. They also monitor vessel berthings for possible whart
damage and issue hazardous cargo and dangerous goods permits. In addition, terminal operators have
their own unarmed security personnel. All terminals also have areas for segregation and temporary storage
of dangerous cargoes (Verhoef et al., 1994).

Fire protection is provided by the Los Angeles Fire Department which maintains five fire stations within
the port and operates five fireboats. Two additional fireboat berths and stations are under construction,
Response time is within five minutes. First responders for accidents receive Occupational Health and
Safety Administration training but do not yet receive Department of Transportation training (Leong, 1993;
Verhoef et al., 1994),

A port spokesperson did not know of any ordinances prohibiting the importation of spent nuclear fuel
(Leong, 1993). A port spokesperson thought the port had handled spent nuclear fuel shipments in the past
(Note: Database searches of shipments over the last decade do not show Los Angeles as a port for receipt
of spent nuclear fuel; presumably these past shipments were other types of radioactive materials) (Leong,
1993). Item 1715 of Los Angeles Port Tariff No. 4, effective July 1, 1990, provides for the handling of
radicactive and/or fissile materials, provided special written permission is received from the Executive
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Director and U.S. Department of Transportation/Coast Guard Regulations are fully complied with (POLA,
1994). However, a spokesperson indicated that it was unlikely the port would accept spent nuclear fuel
shipments (Verhoef et al., 1954).

The port police are the primary responders to hazardous materials incidents, backed up by the Los Angeles
Fire Department and the United States Coast Guard. Based on Tariff Item 1715 referred to above, and the
fact that radioactive shipments have occurred in the past, it is assumed port police have an adequate
handling plan in place for radioactive materials. Worldport LA is an active participant in the Shoreline
Emergency Network, a regional oil spill network organized to respond to coastal oil spill emergencies.
The port police are trained in hazardous materials handling and are in charge of such operations. It is not
known to what extent individual terminal operators are trained in hazardous materials response, but given
the size and complexity of the port activities, it is assumed adequate hazardous materials training is
provided. The combined ship accident history for the Ports of Long Beach and Los Angeles for the period
of 1991-1993 is the fowest of all the major west coast ports (USCG, 1994b).

Worldport LA has a number of environmental programs underway that are designed to mitigate damage
done to the marine environment in the past, and to prevent or lessen additional negative environmental
impacts in the future. The port has a very active recreational/tourist component and, due in part to the
presence of oil production facilities within the port, there is heightened environmental sensitivity on the
part of the port community. The likelihood of severe natural phenomena such as high winds and
earthquakes is reflected in the structural requirements for buildings in each area of the United States.
These are shown in the Uniform Building Code (UBC, 1991). For the Port of Los Angeles, the Uniform
Building Code requires buildings to withstand wind speeds up to 110 km/hr (70 mph). The port is located
in a very high seismic zone with an acceleration of 0.45 g. Like most Southern California cities, the port is
subject to severe earthquakes. Two relatively recent severe earthquakes in Southern California (along the
San Andreas fault system along the Pacific and North American tectonic plates) occurred March 10, 1993,
in Long Beach (Modified Mercalli Intensity IX) and February 9, 1971, in nearby San Fernando (Modified
Merecalli Intensity VIII-XT). Both resulted in numerous deaths and injuries and caused massive structural
damage to buildings.

The 1990 population within 16 km (10 mi) of the port terminals was 1,124,493. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 936,000, Oak Ridge Reservation, 639,000; Idaho National Engineering Laboratory, 519,000;
Hanford Site, 725,000; and Nevada Test Site, 334,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Tables D-7 through D-16 in Section D.1. The distances to
the five potential sites on interstate routes are: Savannah River Site, 3,930 km (2,440 mi); Oak Ridge
Reservation, 3,550 km (2,204 mi); Idaho National Engineering Laboratory, 1,510 km (940 mi); Hanford
Site, 2,070 km (1,286 mi); and Nevada Test Site, 580 km (359 mi). Distances along rail routes are slightly
longer,

Environmental Conditions

Several wildlife refuges are located around the San Pedro Bay area. The Seal Beach National Wildlife
Refuge is approximately 16 km (10 mi) east from the port areca. The Bolsa Chica Ecological Reserve is
located about 20 km (11 mi) east from the port area. The Abalone Cove Ecological Reserve is about
16 km (10 mi} around Point Fermin to the west of the port area. Several areas of biological significance
lie along the passageway to the ports. These include the Channel Islands National Marine Sanctuary,
about 60 km (43 mi) to the southwest of the port entrance, and the Santa Catalina Island Area of Special
Biological Significance, about 28 km (17 mi) southwest of the port entrance (FWS, 1981c).
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The water quality of the harbor waters at the ports is generally considered good. Areas in the inner harbor
with limited waterflow experience infrequent periods of poor water quality. There is a wider range of
salinity in the inner harbor than in the outer harbor, with higher values at the bottom than at the surface
(U.S. Army, 1990).

The waters of the Los Angeles-Long Beach Harbor contain a variety of marine habitats, some natural and
some manmade. Numerous fish specics use the habitats in the harbor, including several recreational (e.g.,
barred sand bass and white croaker) and commercial (e.g., anchovy and halibut) value, for all or part of
their life cycle (U.S. Army, 1990). Commercial fishing operations for crabs and spiny lobsters also are in
San Pedro Bay. Other sport-fishing in the bay includes flatfish, grunions, California halibut, white
seabass, kelp bass, Pacific bonito, and Pacific barracuda (FWS, 1981c). Shallow waters are important
nursery arcas for several fish species. At least 60 species of water-associated birds use the harbor,
primarily for resting and foraging (U.S. Army, 1950).

Several threatened or endangered species are present at least seasonally in San Pedro Bay (Kobetich, 1994;
U.S. Army, 1990). The endangered California least tern breeds in the area from April through August.
California brown pelicans are present all year feeding on the fish in the harbor and resting on the
breakwaters and other structures. Peregrine falcons are present in the region but are seldom sighted in the
harbor. Other endangered birds around the ports include the light-footed clapper rail and the marbled
morrelat. The western snowy plover (threatened) and the long-billed curlew, which is a candidate species,
have been spotted infrequently in the harbor. Other candidate species, including the elegant tern, harlequin
duck, loggerhead shrike, reddish egret, and white-faced ibis, can be found in the harbor area.

Within the Seal Beach National Wildlife Refuge, the wetlands portion supports a wide variety of fish and
invertebrate as well as residential and migratory bird populations. The bay provides habitat for the
light-footed clapper rail, Belding’s savannah sparrow, the California least tern and the California brown
pelican, all of which are endangered (U.S. Army, 1990). The Bolsa Chica Ecological Reserve provides
habitat for the California least tern, the light-footed clapper rail, the California brown pelican, Belding’s
savannah sparrow (State protected), and the salt marsh bird’s-beak, a member of the figwort family. The
Belding’s savannah sparrow is strictly associated with pickleweed, which is not found within the ports;
therefore this species is not expected to be found directly in the ports. The reserve is also used by the coast
horned lizard, monarch butterfly, snowy plover, and numerous bird species such as gulls, terns, sandpipers,
herons, and egrets.

With regard to marine mammals, no species of cetaceans (whales, dolphins) actually inhabit regions
in-shore of the breakwater, and their occurrence within the harbor is sporadic and infrequent. Visitors
include the common dolphin, the Pacific white-sided dolphin, and gray whale (endangered). Groups of
bottlenose dolphins have been observed swimming just outside the breakwater. The eastern Pacific gray
whale migrates through California waters twice yearly in a route between the Bering Sea and Baja
California. The southward migration occurs between November and February, while the northward return
generally takes place off of California between March and May. While the gray whales usually stay
outside the harbor mouth, approximately three to four accidently emter the harbor every year. The
California sea lion and the harbor seal, both nonendangered, have been sighted in the area of the harbor.
The California sea lion is known to occasionally haul-out on the harbor breakwater and sometimes can be
seen swimming in the harbor. The harbor is not considered a birthing or important feeding habitat for the
California sea lion, although sea lions could presumably forage within the harbor (U.S. Army, 1990).
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Climatic Conditions

The dominant geographic influences on the climate of the Los Angeles basin are the Pacific Ocean and the
southern California coastal mountain ranges. Marine air covers the coastal plain for the majority of the
year, but inland air does occasionally migrate into the region. Pronounced differences in temperature,
humidity, cloudiness, fog, sunshine, and rain occur over fairly short distances along the coastal plain due
to the local topography and the decreased effect of the marine environment further inland. However, in
general, temperature ranges are least and humidity highest close to the coast, while precipitation increases
with elevation in the foothills. Prevailing daytime winds are from the west, with nighttime and early
morning winds generally light and from the east and northeast. During the fall, winter and spring months,
dry, gusty northeasterly winds {e.g., Santa Ana winds) blow over the southern California mountains.
Precipitation occurs mainly during the winter months. Thunderstorms are rare along the coast, but
increase in frequency as one approaches the coastal ranges. Fog and low visibility are frequent problems
for aircraft navigation at the Los Angeles International Airport (NOAA, 1993e).

D.2.2.12 Miami, FL

Miami is Florida’s most populous city and is located 8 km (5 mi) from the Gulf Stream on the east coast of
Florida. It is an internationally famous winter resort and a popular yachting center. Miami is also a
deepwater port; considerable foreign commerce passes through Miami and it is a major cruise port.
Miami’s cruise ship traffic has earned it the title of “Cruise Ship Capital of the World” (Southern Shipper,
1993). In addition to being a major shipping and cruise ship center, the Port of Miami is located in a
popular resort area known for its beaches, fishing, recreational boating, and tropical landscape. The
approach to Miami is open, but with strong tidal currents of 1.0 to 2.1 meters-per-sec (2 to 4 knots) in the
entrance between the jetties. A Federal project provides for depths of 11 m (36 ft) to the main port
facilities (DOC, 1993d; Southern Shipper, 1993; AAPA, 1993; Jane’s, 1992). The port occupies 273 ha
(675 acres) of land. It is situated on two interconnected islands, Dodge and Lummus, which lie in an
east-west orientation due east of the City of Miami and west of the barrier island resort area of Miami
Beach. The Miami Beach resort area forms the northern boundary of the harbor entrance. The major port
facilities are within 5 km (3 mi) of the entrance from the Atlantic Ocean. A map of the port is shown in
Figure D-43,

Miami’s freight terminals serve as a hub for distribution and transshipment of cargo (largely tropical fruits
and vegetables) to and from Latin America. The Port of Miami is an arm of the Dade County Seaport
Department which functions as a “landlord” port. Almost 60 shiplines connect the port to most major
countries in the world (Jane’s, 1992; D&B, 1993; Southern Shipper, 1993). In 1994, nearly 520,000 20-ft
equivalent-units were handled in the port (AAPA, 1994),

Lummus Island Terminal: The 91 ha (225 acre) terminal on the south side of the island is seaward of
Dodge Island and just inside the entrance to the port. It is Miami’s principal container handling facility
with six container gantry cranes, including three new post-Panamax cranes and a new roll-on/roll-off
berth. Activities at Dodge Island are primarily cruise ship, roll-on/roll-off, and breakbulk cargo oriented.
Combined facilities consist of four container berths, 14 roll-on/roll-off berths, and 12 cruise ship berths, A
private container terminal for shallow draft vessels is located on Causeway lIsland at the eastern end of the
MacArthur Causeway, which parallels the ship channel north of Lummus and Dodge Islands (Southern
Shipper, 1993).

This terminal has marginal wharf area of 1,067 m (3,500 ft). The roll-on/roll-off berths have 413 m
(1,356 ft) of marginal wharf while the Dodge Island breakbulk has 853 m (2,800 ft) of marginal wharf.
The passenger terminals have 2,373 m (7,785 ft) of marginal wharf. Depths alongside Dock/Quay are
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Figure D-43 Map of the Port of Miami, FL
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noted as: Lummus Container Berths 1 and 2 with 12.8 m (42 ft) at mean low water. Berths 3 and 4 have
11.73 m (38.5 ft) at mean low water. On the north side of Dodge Island, the depth is 7.62-10.97 m
(25-36 ft) at mean low water.

Crane capacities at Lummus Container Berths consist of three 50.8 metric ton (56 ton) container gantry
cranes and three 40.6 metric ton (45 ton) container gantry cranes.

The Port of Miami is accessible via a five-lane, fixed bridge spanning the Intracoastal Waterway. It is
approximately 1.2 km (0.75 mi) from the Biscayne Boulevard exit of I-3935 to Dodge Island via NE 2nd
Avenue in downtown Miami. 1-395 is a connector to 1-95 as well as all other south Florida highways.
There are 5.2 km (3.2 mi) of trackage within the Port of Miami including a four-track marshalling yard.
Rail connections are with the Florida East Coast and CSX Railroads.

Port users include Agromar, Argentine Line, Barber Blue Sea, Bottachi Line, Central American Shippers,
CCNI1, CGM, Chilean Line, Ecuadorian Line, Empremar, Flota Mercante Grancelombiana, Hapag Lloyd,
Hoegh Line, Italian Lines, lvaran Lines, Kirk Line, Lykes Line, Maecrsk Line, Navieras De Puerto Rico,
Shipping Corp of India Transnave, Mexican Line, Spanish Line, Wallenius Transroll, and Zim Container
Service (Jane’s, 1992; Southern Shipper, 1993; D&B, 1993).

Other Pertinent Information: Containers discharged at Lummus Terminal must travel down the center of
both islands and past the extensive cruise line terminals located on the north side of Dodge Island.
Although travel on city streets on the mainland is for a very short distance, it is through an urban area
which is believed to be heavily developed. The port recently completed a new $1.8 million, eight-lane
security gate and cargo control facility on Dodge Island to the east of the bridge. Each lane is equipped
with Regiscope photographic clearance systems (Southern Shipper, 1993).

Port officials did not respond to a faxed questionnaire or telephone calls for information, and it is not
known if there is a designated area for temporary storage of hazardous cargoes. The port has no prior
experience handling spent nuclear fuel (NRC, 1993; SNL, 1994). However, the Port of Miami is primarily
a general cargo, container, and cruise ship port with no petroleum berths or other terminals for handling
hazardous or dangerous goods. Passenger operations are considered a conflicting use. Since port officials
did not respond to requests for information regarding emergency response capabilities, it is not known
whether hazardous materials or spent nuclear fuel training exists for port workers,

There are no known wildlife habitats or sanctuaries in the immediate area; however, there is a high-level of
environmental sensitivity in this area. The port’s physically separate island locations, strictly controlled
access, and limited use of city thoroughfares are very desirable features. However, the port is in relatively
close proximity to the heavily populated Miami Beach area adjoining the harbor entrance (Government
Cut) and roughly 0.8 km (0.5 mi) from downtown Miami.

The likelihood of severe natural phenomena, such as high winds and carthquakes, are reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Miami, the Uniform Building Code requires buildings to
withstand wind speeds up to 160 km/hr (100 mph). The port is located in a low seismic zone with an
acceleration of less than 0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 833,057. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 336,000; Oak Ridge Reservation, 443,000; ldaho National Engineering Laboratory, 845,000;
Hanford Site, 894,000; and Nevada Test Site, 908,000. Populations along rail routes to these sites are
slightly larger. These populations are shown in Figures D-8 through D-17 in Section D.1. The distances
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to the five potential sites on interstate routes are: Savannah River Site, 1,200 km (748 mi); Oak Ridge
Reservation, 1,460 km (906 mi); Idaho National Engineering Laboratory, 4,570 km (2,842 mi); Hanford
Site, 5,240 km (3,258 mi); and Nevada Test Site, 4,740 km (2,945 mi). Distances along rail routes are
slightly longer, except for Savannah River Site, which is slightly less.

Environmental Conditions

The State of Florida has classified Biscayne Bay near Port of Miami as a Class III water body. This
classification indicates that the waters are suitable for recreation, and propagation and maintenance of a
healthy, well balanced population of fish and wildlife (FL. DEP, 1994). In addition, the State of Florida
has classified the Biscayne Bay, where the Port of Miami is located, as an “OQutstanding Florida
Waterway.” As previously noted, Outstanding Florida Waters are generally waters located within national
parks, state parks, national seashores, marine sanctuaries, or aquatic preserves. Other waters located near
Port Everglades that are designated as Outstanding Florida Waters include Biscayne Bay National Park
and the Bill Bags State Recreation Area. These waterways are afforded special protection by State
environmental regulations (FL DEP, 1994).

The Biscayne Bay, in the vicinity of the Port of Miami, is characterized as a high salinity estuarine habitat
(generally greater than 20 parts per thousand). There are both commercial and recreational fish and
invertebrates found near the port. These aquatic species include: stone crabs, shrimp, spiny lobster,
sharks, sand seatrout, drum, Kingfish, mullet, Florida pompano, bluefish, mackerel, tarpon, ladyfish,
snapper, grouper, grunts, jewfish, snook, greater amberjack, crevalle jack, silver perch, blue runner,
Atlantic dolphin, short-finned pilot whale, false killer whale, and pygmy sperm whale (FWS, 1982c).

Protected species found near the Port of Miami include the loggerhead sea turtle and the West Indian
manatee (Richards, 1994). The U.S. Fish and Wildlife Service reported that the Port of Miami is located
in designated critical habitat for the endangered west indian manatee (Johnson, 1995). In addition, the
U.S. Fish and Wildlife Service reports that the following protected, listed marine species are known to
occur in Dade County: atlantic hawksbill turtle (endangered), atlantic ridley turtle (endangered), atlantic
loggerhead turtle (threatened), atlantic green turtle (endangered), leatherback turtle (endangered), american
crocodile (endangered), and the american alligator (threatened/similar appearance). Protected bird species
in Dade County include the bald eagle (endangered), cape sable seaside sparrow (endangered), ivory-billed
woodpecker (endangered), kirtland’s warbler (endangered), arctic peregrine falcon (threatened), wood
stork (endangered), everglades snail kite (endangered), bachman’s warbler (endangered), roseate tern
(threatened), and the piping plover (threatened) (Johnson, 1995).

Wildlife refuges located near the port area are the Bill Baggs Cape Florida State Recreation Area and the
Biscayne Bay Aquatic Preserve. They are both located within 20 km (12 mi) of the Port of Miami.
Protected species found in these areas include the loggerhead sea turtle, the West Indian manatee, and the
peregrine falcon. Birds of interest found in these arcas are: the spotted breasted oriole, songhirds,
fulvuous whistling duck, and various shorebirds (FWS, 1982c¢).

Climatic Conditions

The climate of the southeast Florida region is essentially subtropical marine, which features long, warm
summers with abundant rainfall, generally followed by a mild, dry winter. The influence of the ocean and
numerous bays is seen in the small diurnal temperature range (generally <10°) and the rapid warming of
any cold air masses that invade this portion of the State. The predominant windflow is from the
east-southeast, which generates conditions right at the coast that are often different than those encountered
further inland, due to land-induced frictional effects. Hurricanes occasionally effect the area, with the
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months of September and October exhibiting the highest frequencies. However, destructive tornadoes (not
associated with tropical systems) are rare. Waterspouts are frequently spotted offshore during the summer
months, but rarely cause any loss of life or property damage (NOAA, 1993h).

D.2.2.13 Military Ocean Terminal, Oakland, CA

The Military Ocean Terminal, Bay Area, is located in the Outer Harbor of the Port of Oakland, adjacent to
the east entrance to the Oakland Bay Bridge (descriptions of Oakland ship channels also apply to Military
Ocean Terminal, Bay Area and are not repeated here). The facility is located approximately 16 km (10 mi)
east of the Golden Gate Bridge, which spans the Pacific Ocean entrance to San Francisco Bay to the south
and San Pablo Bay to the north. The single pier (Wharf 7) currently available for military cargo is directly
opposite the commercial Sea-Land and Public Container Terminals, and located within the Oakland Army
Base (MTMCTEA, 1990). The facility has the largest sealift workload of any military traffic ports on the
West Coast, averaging on the order of 3,000 metric tons (3,300 tons) of cargo per year {the 1994
shipments of Patriot missiles to South Korea were shipped from Wharf 7). See the descriptions of the Port
of Oakland for more information regarding truck and rail access, maps, populations, etc. A map of the
terminal is shown in Figure D-44.

The Bay Bridge Terminal, adjacent to Military Ocean Terminal, Bay Area, operates Military Ocean
Terminal, Bay Area wharves 6 and 6.5 as Berths 8 and 9 for its commercial operation (Jane’s, 1992;
MTMCTEA, 1990). Wharf 7 is 445 m (1,459 ft) long, with 10.6 m (35 ft) depth alongside. Wharf 7 has a
single 91 metric ton gantry crane for all breakbulk operations and a container spreader that can be attached
for limited container handling (MTMCTEA, 1990). A floating crane of comparable capacity is also
avajlable. Stern loading roll-on/roll-off operations are not feasible at the wharf,

There are motre than 8.1 ha (2() acres) of Open storage space near the wharf, and a trans1t shed at the wharf
provides more than 13,000 m? (141,000 ft ) of covered storage. More than 65,000 m? (700,000 ft2 )y of
additional covered space is available on the Army Base (MTMCTEA, 1990).

Trucks can access the wharf for direct loading from ships at the facility. Access to Interstates 580, 680, or
880 is directly adjacent the Army Base through a largely industrial area at the Port of Oakland. Residential
areas are within a few kilometers of the Base and the Port of QOakland,

The entire length of Wharf 7 is served by rail, making direct ship-to-rail loading possible for receipt of
incoming cargo. Rail movements are carried out by two Base locomotives, which can move rail shipment
to the adjacent and expanding Oakland Intermodal Terminal. The Intermodal Terminal is serviced by the
Southern Pacific and Union Pacific rail systems and connections with the Atchison, Topeka, and Santa Fe
Railroad intermodal yard about 19 km (12 mi) north of the port (MTMCTEA, 1990).

Other Pertinent Information. Since the facility is part of the Oakland Army Base, it is well lighted,
fenced, and patrolled by gate guards and roving patrols. There are no full time longshoremen at the
facility, and trained, experienced longshoremen are hired from the large pool of stevedores (1,000)
normally working at the port.

The likelihood of severe natural phenomena, such as high winds and carthquakes, is reflected in the
structural requirements for buildings in each area of the United States. These are shown in the Uniform
Building Code (UBC, 1991). For the Port of Military Ocean Terminal, Bay Area, the Uniform Building
Code requires buildings to withstand wind speeds up to 110 kmv/hr (70 mph). The port is located in a very
high seismic zone with an acceleration of 0.40 g (see seismic information for the Port of Qakland for more
details).
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Figure D-44 Map of the Military Ocean Terminal, Oakland, CA
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Area 1990 census population and density figures are 1,113,549 and 1,323 personsl]cm2 (511 persons/miz),
respectively. The 1990 population within 16 km (10 mi) of the port terminals was 1,288,899, The
affected populations within (.8 km (0.5 mi) of the interstate routes to the five potential DOE management
sites are: Savannah River Site, 1,080,000; Oak Ridge Reservation, 786,000; Idaho National Engineering
Laboratory, 367,000, Hanford Site, 359,000; and Nevada Test Site, 482,000. Populations along rail routes
to these sites are slightly larger. These populatiens are shown in Figures D-8 through D-17 in Section D.1.
The distances to the five potential sites on interstate routes are; Savannah River Site, 4,216 km (2,791 mi);
Oak Ridge Reservation, 4,121 km (2,563 mi); 1daho National Engineering Laboratory, 1,548 km (963 mi);
Hanford Site, 1,407 km (875 mi); and Nevada Test Site, 1,156 km (719 mi). Distances along rail routes
are slightly longer.

The Military Ocean Terminal, Bay Area, is located in the Outer Harbor of the Port of Oakland. Climatic
and environmental conditions for Military Ocean Terminal, Bay Area are the same as those for the Port of
Oakland. These are presented in Section D.2.2.15.

D.2.2.14 New Orleans, LA

The Port of New Orleans is one of the largest ports in the United States. 1t is located on both sides of the
Mississippi River with its lower limit about 129 km (80 mi) above the Head of the Passes from the Gulf of
Mexico, and its upper limit about 185 km (115 mi) above Head of the Passes. A Federal project provides
for a channel 13.7 m (45 ft} deep over the bar through Southwest Pass to Head of the Passes, and on to
New Orleans. The Port of New Orleans’ lower limit is about 160 km (98 mi) from the Gulf of Mexico via
Southwest Pass. Southwest Pass is straight and well-marked. From the Head of the Passes to New
Orleans, the river has a least width of 550 m (1,800 ft) and a clear, unobstructed channel (DOC, 1992a). A
map of the port is shown in Figure D-45.

The seven-person Board of Commissioners of the Port of New Orleans, is appointed by the Governor from
a list of nominees drawn from industry, civic, and educational groups from the three parishes (counties) in
which the Port of New Orleans’ terminals are located. The Board, a state agency, sets policies and
regulations for port operations. It also appoints the president and chief executive officer of the Port of
New Orleans who, together with a staff of professional managers, are responsible for day-to-day operation
of the port.

New Orleans is a multi-terminal port with predominantly publicly owned terminals and a few private
terminals. The port is strictly a “landlord” operator, leasing all of its terminals to private operators and/or
shipping companies. Most of the large publicly owned terminals are located along the banks of the
Mississippi (on the New Orleans side of the River), which generally runs in an east-west direction in the
vicinity of the City. In 1994, the port handled over 250,00 20-ft equivalent units of containerized cargo
(AAPA, 1994),

France Road Container Terminal is the Port of New Orleans’ principal container handling facility., It
occupies 71.55 ha (177 acres) of land and is situated on the west bank of the industrial canal in the
southwestern section of New Orleans at the intersection of the industrial canal with the Mississippi
River/Gulf Outlet. Berths 1 and 4 are leased to Sea-Land and Navieras De Puerto Rico respectively, and
Berths 5 and 6 are public terminals. Berth 1 has two 30.5 metric ton (34 ton) container cranes. Berths 5
and 6 are supported by three container cranes [one 30.5 metric ton (34 ton) container crane ancl two
40.64 metric ton (45 ton) container cranes], a marshalhng yard of 195,077 m? (2.1 million ft ) two
container freight stations with 12,193 m? (131,120 i ) of consolidating space, and a roll-on/roll-off ramp
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at Berth 6. Berths 5 and 6 have a combined length of 518 m (1,700 ft) of marginal wharf with water depth
alongside ranging from 9.75 - 10.97 m (32 - 36 ft) at mean low water (AAPA, 1993; Janes’s, 1992;
D&B, 1993; Southern Shipper, 1993; PON, 1954).

The France Road Public Container Terminal is located in a port industrial district that appears to be
separate from residential areas and a considerable distance from the downtown New Orleans business
district. This terminal is about 2.4 km (1.5 mi) from Interstate Highway 10 and U.S. Route 90 — major
east-west highways — via Alvar Street or Florida Avenue, which are heavy truck routes, I-10 connects
with 1-49 to Shreveport, where it meets I-20. The Terminal has good truck and rail access, but waterway
access is via the relatively narrow industrial canal with a lock near the entrance and several bridges en
route. The city-owned Public Belt Railroad connects the France Road and other terminals on the
Mississippi, Industrial Canal, and Mississippi/Gulf Outlet with the CSX, Illinois Central, Kansas City
Southern, Norfolk Southern, Southern and Union Pacific Railroads. In the case of France Road Terminal,
the Belt Railroad tracks serve the site, but not the pier apron.

The Port of New Orleans is port-of-call for over 50 steamship lines providing breakbulk and container
freight service to virtually all of the world’s major port cities. A partial list of these lines includes ABC
Container Line, Argentine Line, ART Ocean Line, Atlantic Container Line, Baltic Shipping, Bank Line
East Africa, Boss Line, China Ocean Shipping Co., Contship Container Line, Chilean Line, Daiichi-Chuo
Shipping Line, Delmas/AAEL, Egyptian National, Forest Lines Inc., Hapag-Lloyd, Hoegh Line, Hyundai
Merchant Marine, Industrial Maritime Carriers, Italia Line, Lykes Brothers Steamship Co., Maersk Inc.,
NCSCA, Pakistan National Shipping, Pan Ocean, Safbank, Sea-Land, Tecomar, Toko, Torm West Africa,
Turkish Cargo Lines, United Arab Shipping, Waterman/LASH, Wilhelmsen Line, and Zim Container Line
(Jane’s, 1992; D&B, 1993),

Other Pertinent Information: The port has its own security force with police powers. The France Road
Terminal is secured by fencing and controlled access. There are locations within the terminal for isolation
of hazardous materials. The Port Harbor Police are the first line of defense with respect to hazardous
materials accidents, followed by the Coast Guard and Louisiana State Police, who have primary
responsibility for enforcing Department of Transportation Regulations. The port has an “elaborate”
notification system in case of accidents on Port Authority terminals, beginning with the shipper or
consignee of the goods. The New Orleans Fire Department also has a hazardous materials team.
Hazardous materials training is the responsibility of the individual terminal operating companies. While
the level of training at each terminal is uncertain, given the large quantities of hazardous materials passing
through the port, some training is certain (Parker, Spalluto, and Cefalu, 1993).

Port officials know of no ordinances or regulations prohibiting the importation of spent nuclear fuel
through the Port of New Orleans, and thought the port may have handled spent nuclear fuel in the past.
However, other data indicate the port has not handled spent nuclear fuel since at least 1979 (NRC, 1993;
SNL, 1994). The port spokesperson indicated that shipments of radioactive nuclear fuel (not spent nuclear
fuel) have been shipped through the port and may still be coming in. Apparently these shipments were
from South Africa (Parker, Spalluto, and Cefalu, 1993).

The Port of New Orleans is primarily a breakbulk and general cargo/container port. It is also a major river
barge terminus for barge lines on the Mississippi River system. Although there is considerable tank ship
and barge traffic on the River, tank terminals tend to be located on the opposite side of the river and/or
outside the City limits. Conflicting use of the waterway is not considered a major factor with regard to
handling spent nuclear fuel. However, a U.S. Coast Guard accident database established in 1990 shows
that an extremely high number of accidents occur on the transit from the Gulf to the port (USCG, 1994a).
During the period 1991 through the third quarter of 1993, there were 790 collisions, 825 allisions, and

D-129



APPENDIX D

1,065 hard groundings reported (see 46 CFR 4.05-1 for reporting requirements and definitions). The
2,680 accidents involved one of the following: vessel damage in excess of $25,000 and/or left the vessel
unseaworthy, or without power or steering, or severe injury or death. The port 1993-1994 Annual
Directory indicates that during this period, there were about 7,100 vessel transits (PON, 1994), Since the
accident statistics include barge accidents (and New Orleans has large barge traffic), this number is rather
high for oceangoing vessels, but no data are yet available yet to refine the information.

Other than flooding from severe hurricanes and tropical storms, and general environmental concerns, there
are no known special environmental or wildlife issues in or near the port areca. The likelihood of severe
natural phenomena such as high winds and earthquakes is reflected in the structural requirements for
buildings in each area of the United States. These are shown in the Uniform Building Code (UBC, 1991).
For the Port of New Orleans, the Uniform Building Code requires buildings to withstand wind speeds up
to 160 km/hr (100 mph). The port is located in a very low seismic zone with an acceleration of less than
0.075 g.

The 1990 population within 16 km (10 mi) of the port terminals was 782,868. The affected populations
within 0.8 km (0.5 mi) of the interstate routes to the five potential DOE management sites are: Savannah
River Site, 266,000; Oak Ridge Reservation, 256,000; Idaho National Engineering Laboratory, 455,000;
Hanford Site, 504,000; and Nevada Test Site, 687,000. Populations along rail routes to these sites are
slightly smaller for Idaho National Engineering Laboratory, Hanford Site, and Nevada Test Site and much
larger for Savannah River Site and Oak Ridge Reservation. The distances to the five potential sites on
interstate routes are: Savannah River Site, 1,020 km (634 mi); Oak Ridge Reservation, 960 km (594 mi);
Idaho National Engineering Laboratory, 3,510 km (2,184 mi); Hanford Site, 4,180 km (2,600 mi); and
Nevada Test Site, 3,450 km (2,145 mi). Distances along rail routes are slightly longer.

Environmental Conditions

The State of Louisiana has classified the waters of the Industrial Canal and the Mississippi River Gulf
Outlet as suitable for primary and secondary water recreational activities and the propagation of fish and
wildlife, The Mississippi River supports all of these uses in addition to being used as a drinking water
supply source (Fabens, 1994).

The Mississippi River Gulf Qutlet, in the vicinity of the France Road Terminal, is characterized as a high
salinity estuarine habitat (generally greater than 20 parts per thousand). The entire canal travels through
marshlands. Aquatic species found in these types of marshlands and surrounding areas in Louisiana
include: shrimp, blue crab, eastern oyster seatrout, Atlantic croaker, drum, spot, kingfish, sheepshead,
flounder, mullet, sea catfish, gulf menhaden, bay anchovy, crevalle jack, and Atlantic bottlenose dolphin
(FWS, 1982d).

As ships approach the Mississippi River Gulf Qutlet from the north they must travel past the Breton
National Wildlife Refuge and Breton Wilderness. Birds of interest in these areas include: peregrine
falcon, brown pelican, shorebirds, wading birds, herons, egrets, white ibis, least bittern, gallinules,
waterfowl, bird hawks, osprey, magnificent frigate-bird, white pelican, songbirds, warblers and diving
ducks. The peregrine falcon and brown pelican are protected species. Aquatic species found in these
areas include: loggerhead sea turtle, spotted sea trout, drum, bluefish, cobia, and mackerel. The
loggerhead sea turtle is a Federally protected species (FWS, 1982d). Travelling north into the Mississippi
Gulf River Outlet towards the France Road Terminal ships must pass near the Biloxi Wildlife
Management area.

D-130



SELECTION AND EVALUATION OF POTENTIAL POGRTS OF ENTRY

Climatic Conditions

The city of New Orleans is essentially surrounded by water. Thus, the influence of the Gulf of Mexico
and the surrounding bayous, lakes, and marshes are significant. The climate can best be described as
humid, with the surrounding water significantly reducing the diurnal temperature range. Between
mid-June and mid-September, almost daily, sporadic thunderstorms occur and prevent the temperature
from rising much above 90°F. From mid-November through mid-March, the region is influenced
alternatively by moist, tropical air masses from the south and from cold, dry continental air masses from
the north. The general extratropical storm track is to the north of New Orleans but occasional systems do
develop offshore of the city, causing sudden drops in temperature and an increase in precipitation. The
cold Mississippi River water and the surrounding marsh areas increase the occurrence of fog in the late
winter and early spring months, particularly when light southerly winds are advecting warm, moist tropical
air over the area. A rainy period between mid-December throngh mid-March occurs annually, with the
remaining fall/spring months (e.g., October/November, April/May) being relatively dry. The dominant
rainfall event during the summer are thunderstorms. Severe thunderstorms with damaging winds are rare.
However, the area is subject to the occasional landfalling hurricane. Waterspouts are common in the
offshore area, but rarely cause property damage of loss of life (NOAA, 19921).

D.2.2.15 Oakland, CA

Qakland, located on the eastern shore of the San Francisco Bay, is directly opposite San Francisco. It is
the second largest port on the Bay and is a leading containership terminal on the Pacific Coast. The
approach to San Francisco and the transit across the Bay to Oakland is open, however, there are restricted
areas such as passing under the Golden Gate and Oakland Bay Bridges. There is considerable traffic in the
Bay area. A Federal project channel depth of 10.6 m (35 ft) exists to and in the outer harbor. The same
depth is maintained in part of the inner harbor. The width passage from the ocean to San Francisco Bay is
reduced to approximately 1,125 m (0.7 mi) at the Golden Gate Bridge pier. The distance from the Golden
Gate Bridge to the entrance of Oakland Harbor is less than 16 km (10 mi) (DOC, 1992b). A map of the
port is shown in Figure D-46.

Oakland is a huge multi-terminal port complex consisting of Outer, Middle, and Inner Harbor cargo
terminals leased to terminal operators and/or container shipping lines. The Port of Qakland is part of the
Oakland Municipality. The Port Administration is strictly a “landlord” owner and does not operate any
facilities. There is a growing trend for “secondary” use by other shipping lines of privately leased
terminals, such as Matson’s Outer Harbor 7th Street terminal—Berths 32-34, blurring the distinction
between public and private use (Jane's, 1992; AAPA, 1993). The port handled over one million 20-ft
equivalent units of containerized cargo in 1992 (AAPA, 1994} Public use container and general cargo
facilities include:

Outer Harbor: The Seventh Street Marine Container Terminal, Berths 37 and 38, has three container
cranes, 14.4 ha (35.6 acres) of terminal area, and storage for over 2,500 20-ft equivalent units. The Outer
Harbor Public Container Terminal, Berth 23, has two container cranes, 16.2 ha (40 acres) of terminal area,
and storage for over 3,500 20-ft equivalent units. The Bay Bridge Terminal, Berths 8-10, (a combination
general cargo (breakbulk), container, and roll-on/roll-off facility) has 20.6 ha (50.9 acres) of terminal area
and 7,072 m® (76,130 ft*) of covered storage. This terminal was inoperative for several years due to
earthquake damage sustained in 1989 but is now back in operation (Adams and Renteria, 1994). Quay
lengths are as follows: Seventh Street Marine Containers Terminal — 592 m (1,942 ft) of marginal wharf;
OHPCT — 274 m (900 ft) of marginal wharf; and Bay Bridge Terminal — 926 m (3,038 ft) of marginal
wharf.
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Crane capacities at Seventh Street Marine Containers Terminal include two 40.6 metric ton (45 ton)
container cranes and one 30.5 metric ton (34 ton) container crane. QOuter Harbor Public Container
Terminal has crane capacity of two 40.6 metric ton (45 ton) container cranes (Jane's, 1992; AAPA, 1993).

Inner Harbor: The Charles Howard Terminal, Berths 67 - 69, has three container cranes, 19.8 ha
(48.9 acres) of terminal area, and storage for over 3,000 20-ft equivalent units. Quay lengths at Charles
Howard Terminal are as follows: two marginal wharves of 501 m each (1,642 ft) and one 173 m (568 ft)
wharf, The Charles Howard Terminal has crane ‘capacity consisting of two 40.6 metric ton (45 ton)
container cranes and onc 50.5 metric ton (56 ton) container crane (Jane’s, 1992; AAPA, 1993).

Seventh Street Marine Containers Terminal, Outer Harbor Public Container Terminal, and Charles
Howard Terminal have depths alongside at mean low water of 12.2 m (40 ft). Approach channels are
currently limited to 10.6 m (35 ft). A dredging program to 12.8 m (42 f1) is scheduled for completion by
1995 (Jane’s, 1992; AAPA, 1993).

Located just south of the Oakland Bay Bridge, the Port of Qakland has immediate access to Highway I-80
for shipments to Idaho National Engineering Laboratory and/or transcontinental shipments, and Highways
[-580/1-5 for cast coast shipments via the southern route I-40. The truck route from Seventh Street Marine
Containers Terminal to the interstate appears to be almost entirely within the port complex in an area
dedicated to cargo handling and shipping functions. The Port of Oakland is served by the Union Pacific,
Southern Pacific, and Santa Fe Railroads (D&B, 1993). The port has an intermodal container transfer
facility, but there does not appear to be direct rail service to container berths at the Seventh Street Marine
Containers Terminal (Jane’s, 1992; AAPA, 1993).

The Port of Oakland is served by many of the world’s largest container lines, including American
President Lines, Atlantic Container Lines, Australia-New Zealand Container Line, Cho Yang, DSR
Senator Line, EAC Lines, Hanjin Shipping Co., Hapag-Lloyd, Hawaiian Marine, Hyundai, Italian Line,
“K” Line, Maersk Lines, Matson Navigation Co., Mitsui OSK, Neptune Orient, NY