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1.0 INTRODUCTION

1.1 Project Overview

The Harbor Community Benefit Foundation was created under the settlement agreement known
as the “TraPac MOU,” an historic and precedent-setting agreement whereby the Port of Los
Angeles and the City of Los Angeles agreed to address the negative cumulative environmental
and public health impacts of its business operations on its neighbors — local port communities
and their residents. The purpose of the Foundation is to address, through mitigation projects,
off-port impacts from existing and future operations at the Port of Los Angeles in the
communities of Wilmington and San Pedro, California. One of the first tasks for the Foundation
identified in the MOU is to develop a school and residential sound insulation program in the
Wilmington Community. The purpose of this program is to provide acoustical building upgrades
to the schools and residences most impacted by noise from port related operations, and most
importantly those impacted by noise from the TraPac facility.

This report is the first step in developing the school and residential sound insulation program.
The results of a comprehensive noise measurement survey of port related noise sources
impacting schools and residences in the Community are presented along with preliminary
conclusions and findings. The next step will be to use the data from the measurement survey to
develop noise impact criteria and noise zone maps. This criteria along with the noise zone
maps will be used to determine the areas that are most impacted by port related noise and to
prioritize the implementation of the program. Detailed inventories of the architectural and
acoustical characteristics of the homes and schools in the noise impact zones will be performed.
This data will be used develop a program for implementation of the sound insulation program.

1.2 The Community of Wilmington

Figure 1 presents an aerial photograph of the Wilmington Community. The boundary of
Wilmington represents the study area for this project. Land use zoning is color coded with
industrial uses in blue, commercial uses in red, and residential uses in yellow (single family) and
in orange (multi-family). Schools, parks and open space are shown in green with schools also
indicated by a green hatch and school symbol.

The Port of Los Angeles is located directly south of the community with the TraPac facility
located south of Harry Bridges Boulevard between Figueroa Street and Fries Avenue. As part
of the TraPac settlement the Waterfront Park was developed between Harry Bridges Boulevard
and C Street between Figueroa and Lagoon Avenue. A large earthen berm was constructed in
the park along Harry Bridges Boulevard that acts as a noise barrier blocking, and reducing,
noise from traffic on Harry Bridges Boulevard and noise from activities at the TraPac Yard.

Industrial uses are primarily located on the east side of the Community. In addition, there is a
refinery, an industrial use located at the southwest corner of the Community, and there are
industrial zones in the northwest corner of the City. Port related uses in the industrial zones
primarily consist of distribution warehouses and trucking companies that provide for the
movement of containers to and from the Port. Noise impacts are likely to occur where these
uses are located near residential or school uses or where trucks traveling to and from these
facilities pass by residences or schools. There are also pockets of homes located within the
industrial zoned areas on the east side of the Community.

Commercial uses are primarily located along the major roads through the community, including
Pacific Coast Highway, Anaheim Street, Wilmington Boulevard and Avalon Boulevard. However,
there are many residences located along Wilmington Boulevard and Pacific Coast Highway
within the commercially zoned areas. There were no noise generating commercial uses
identified to be directly related to Port operations along these roads.
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Rail is used extensively to transport shipping containers as well as other materials to and from
the port. There are a considerable number of at-grade rail crossings of roads in the Community.
Federal law requires the train operators to sound their warning horn four times as they pass at-
grade crossings. These train warning horn soundings generate very high noise levels that are
regularly audible throughout the community and exceptionally loud near the trains. Additionally,
the crossings include fixed crossing guards that lower as the trains cross while sounding
warning bells that generate considerable noise levels in the immediate vicinity of the crossing.

There are four areas where active rail lines are located near residential uses. Homes located
north of the Waterfront Park are exposed to noise from a rail line that runs along the south side
of Harry Bridges Boulevard between Figueroa Street and Bay View Avenue/Neptune Street.
Homes located on the east side of the Community along Alameda Street from Grant Street to
Rubidoux Street are impacted by noise from the rail line that runs along the west side of
Alameda Street. The Watson BNSF Rail Yard is straddles Pacific Coast Highway generally
between Eubank Ave and Sanford Avenue. Homes along the east side Hyatt Avenue between
Pacific Coast Highway and L Street back up to the rail yard. The rail line that provides access
to the rail yard from the south runs directly adjacent to residences between L Street and | Street.
Further, there are a considerable number of at-grade crossings along this segment of rail line.
There is also a rail line in the northern extent of the Community with adjacent residential uses
between Broad Avenue and Wilmington Avenue.

1.3 Report Structure

The following section presents background information on noise that will allow the reader to
better understand the information presented in the Report. Section 3.0 presents the
methodology used for the noise measurement survey. The process used to select
measurement locations is discussed along with the equipment used for the measurements and
the specific methodologies used to perform the measurement. Section 4.0 presents the
measurement sites along with a discussion of the purpose for the measurement and conditions
around the measurement site. The results of the measurements are presented and discussed
in Section 5.0 Section 6.0.presents the conclusions of the report including a preliminary
discussion of noise impacted areas, a discussion of measures that could reduce noise levels
generated by modifying the source of the noise, and a discussion of the next steps in the
process of developing the school and residential sound insulation program.

Page 3
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2.0 BACKGROUND INFORMATION ON NOISE

The following sections provide background information on noise that will allow the reader to
more fully understand the information presented in the remainder of the report. Section 2.1
discusses the criteria used to evaluate noise impacts to humans. Note that this report does not
evaluate the measured noise levels against any criterion but presents the results of the noise
measurement survey. Noise criteria used to determine implementation of the school and
residence sound attenuation program will be developed in the next phase of this project.
Because sound levels are constantly fluctuating, various metrics, or noise scales, have been
developed to quantify noise levels. Section 2.2 presents the relevant noise metrics that will be
used in this analysis.

2.1 Noise Criteria

Sound is technically described in terms of the loudness (amplitude) of the sound and frequency
(pitch) of the sound. The standard unit of measurement of the loudness of sound is the decibel
(dB). Decibels are based on the logarithmic scale. The logarithmic scale compresses the wide
range in sound pressure levels to a more usable range of numbers in a manner similar to the
Richter scale used to measure earthquakes. In terms of human response to noise, a sound 10
dB higher than another is judged to be twice as loud; a sound 20 dB higher is perceived to be
four times as loud; and so forth. Everyday sounds normally range from 30 dB (very quiet) to
100 dB (very loud).

Since the human ear is not equally sensitive to sound at all frequencies, a special frequency-
dependent rating scale has been devised to relate noise to human sensitivity. The A-weighted
decibel scale (dBA) performs this compensation by discriminating against frequencies in a
manner approximating the sensitivity of the human ear. Community noise levels are measured
in terms of the "A-weighted decibel," abbreviated dBA. Figure 2 provides examples of various
noises and their typical A-weighted noise level.

Sound levels decrease as a function of distance from the source as a result of wave divergence,
atmospheric absorption and ground attenuation. As the sound wave form travels away from the
source, the sound energy is dispersed over a greater area, thereby dispersing the sound power
of the wave. Atmospheric absorption also influences the levels that are received by the
observer. The greater the distance traveled, the greater the influence and the resultant
fluctuations. The degree of absorption is a function of the frequency of the sound as well as the
humidity and temperature of the air. Turbulence and gradients of wind, temperature and
humidity also play a significant role in determining the degree of attenuation. Intervening
topography can also have a substantial effect on the effective perceived noise levels.

Noise has been defined as unwanted sound and it is known to have several adverse effects on
people. From these known effects of noise, criteria have been established to help protect the
public health and safety and prevent disruption of certain human activities. This criterion is
based on known impacts of noise on people, such as hearing loss, speech interference, sleep
interference, physiological responses and annoyance. Each of these potential noise impacts on
people are briefly discussed in the following narratives:

HEARING LOSS is not a concern in community noise situations of this type. The
potential for noise induced hearing loss is more commonly associated with occupational
noise exposures in heavy industry or very noisy work environments. Noise levels in
neighborhoods, even in very noisy airport environs, are not sufficiently loud as to cause
hearing loss.
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4.3 Railroad Noise Sites

Measurement Sites 3, 4 and 16 were located in residential areas directly adjacent to rail lines
and in the vicinity of at grade crossings. While detailed aerial maps of the measurement sites
are presented in Appendix A, Figures 7, 8, and 9 present aerial photos showing all of the
residential uses located along these rail lines. Site 3 was located along what we are calling the
Alameda Rail Line shown in Figure 7. Site 4 was located along what we are referring to as the
McFarland Rail Line shown in Figure 8. Site 16 was located along what we are referring to as
the North Rail Line shown in Figure 9.

Measurement Site 3 was located west of the rail line that runs along Alameda Street. This is the
primary rail line for trains traveling in and out of the west side of the port and between the west
side of the port and the east side of the port. Trains traveling between the east and west sides
of the port and from the west side of the port to the north cross Alameda Street at an at-grade
crossing. This site is also exposed to noise from ftraffic on Alameda Street and to a lesser
extent, Henry Ford Avenue, which are primary route for trucks into and out of the port.

Site 4 was located along the rail line that runs north-south in and along McFarland Avenue
between the port and the Watson Rail Yard located north of E Street. From just north of
Anaheim Street to the south, the rail line runs through industrial uses with no identified
residential uses. The area along the rail line between just north of Anaheim Street to Opp
Street is zoned multi-family residential. However, the only residential uses along this section of
rail are some single family homes on the west side of McFarland approximately 100 feet from
the rail line. North of this, between Grant Street and L Street the rail line runs between single-
family homes in a 60-foot wide corridor with at-grade crossings at Grant Street, Denni Street
and L Street. Some of the homes are set back from the corridor by only 10 feet.

There is a block wall located between the homes and the corridor that ranges in height from
approximately 6 feet to approximately 10 feet. This block wall blocks the line of sight for first
floor observers to the surface of the rail line reducing noise generated at the wheel-rail interface
(the primary source of noise from passing cars). However, the top portion of the locomotive and
horn mounted on the top of the locomotive are visible from the yards, and therefore, noise
generated by the locomotive engine and horn are not reduced. The trains travel at relatively low
speeds through this area. The noise from the train car wheels, which is reduced by the wall, is
minimal The sources of noise that are not reduced by the wall, such as the train engine and
horn, are the primary noise sources. Further the wall does not significantly reduce noise levels
on the second floors of the homes that look over the wall.

Three one hour measurements were performed at Site 4 with no train passes during the
measurements. As freight trains are not scheduled and are random, it is often difficult to “catch”
a train pass during a short-term measurement. It was determined that long-term, unattended,
monitoring would be best for this area to document train noise levels. The resident of the home
located at the corner of Hyatt Avenue and L Street agreed to have a long-term noise monitor set
up in their rear yard. This site is referred to as Site 4a.

Site 16 was located along a section of rail line in the northern extent of the community between
Wilmington Avenue and Avalon Boulevard. This section has two rail lines and is in a 100-foot
wide corridor. Many of the homes have block walls along the corridor ranging from
approximately 6 feet to 8 feet in height. However, in many cases there are gates in these walls
that considerably reduce the effectiveness of the wall. There are a number of homes with
fences made of wood, vinyl or other materials that do not effectively reduce noise levels. The
majority of homes along the corridor are single story but there are several with second floor
living areas. In several cases, there are structures that are located directly along the corridor.
These appear to all be garage structures, but it is possible that some may have been converted
to living spaces.
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dB and can result in maximum noise levels 15 to 30 dB higher. The second is that, even with
the train events removed the site is exposed to relatively high noise levels. This is because the
site is exposed to traffic noise from vehicles traveling on Alameda Street and to a lesser extent
Henry Ford Avenue. These roads are primary routes for container trucks traveling to and from
the port. Truck counts were performed during the measurements and the total number of truck
passes are shown in Table 1. Detailed counts including road, travel direction and truck type are
presented with the summary sheet for the site in Appendix B.

Table 1
Measured Leq Levels With and Without Train Events at Site 3
Date and Leq Noise Level Lmax Noise Level # of Train  # of Truck
Start Time w/ Train w/o Train w/ Train w/o Train Passes Passes
7/25 5:46 a.m. 63 59 91 75 2 120
6/27 9:43 a.m. 64 62 89 75 1 312
7/2512:10 p.m. n/a 61 n/a 83* 0 346
7/11 6:58 p.m. 76 58 104 70 2 558

*Source of Lmax not identified but was likely a very localized source near the microphone. Next loudest Lmax, 80
dBA was due to a truck horn honk. All other peaks were less than 75 dBA.

During the measurements it was observed that trucks traveling southbound on Alameda Avenue
often generated loud banging sounds as the trucks traveled over a discontinuity (i.e., bump) in
the roadway. This discontinuity is shown in the aerial site map in Appendix A. Peak noise
levels from these truck bounces were 67 to 70 dBA, 5 to 10 dBA louder than the level before the
truck encountered the bump.

Site 3 is significantly impacted by train horns and exposed to relatively high noise levels from
trucks on Alameda Street and Henry Ford Drive.

5.3.2 Measurement Site 4/4a

Site 4 was located at the northwest corner of the intersection of the McFarland Rail Line and
Denni Street. After three measurement attempts at Site 4 without observing a train pass it was
decided that establishing a long-term measurement in one of the homes along the rail corridor
would provide the best opportunity to capture train events. The resident at 1208 Hyatt Street,
located at the southwest corner of the intersection of L Street and the rail line agreed to allow
the monitoring. The sound level meter was left in the rear yard of the home from 12:00 p.m. on
Monday, August 20 to 12:00 p.m. Monday August 27. A table and charts presenting the
measured hourly noise levels are presented in Appendix B. The table also includes a list of the
train passes that occupied during the measurements

Train noise was considerable at Site 4a. When the crossing guard bell was active it generated
a nearly constant noise level of 70 dBA. Train horn soundings and locomotive passes were
louder than this, with the horns generating noise levels in the range of 90 to 112 dBA and the
locomotive generating noise levels in the 70 to 77 dBA range. Rail cars passing generated a
lower sound level than the crossing guard bell with a nearly constant noise level of 60 dBA. For
each day, the total number of train events and the total time that train events generated noise is
presented. There was an average of 8, and up to 12, train passes each of the full measurement
days excluding Saturday where there was only one train pass (at 11:44 p.m. so it was nearly
Sunday). Trains were actively passing and generating high noise levels an average of 47
minutes and up to 70 minutes per day.

The train passes can occur during all hours of the day and night . Most of the train events, 19 of
48 events, or 40%, occurred during the late afternoon and evening hours (4:00 p.m. to 10:00
p.m.). The majority of train passes during these hours, 13 of 19 or 68% of passes during the
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period, and 13 of 48 or 27% of all events, occurred during the evening hours (7:00 p.m. to 10:00
a.m.). The next largest grouping of train passes occurred during the early morning hours (4:00
a.m. to 8:00 a.m.) when 16 of 48, or 33% of the train passes transpired. Ten of 48, or 21%, of
the train passes occurred during the late morning and early afternoon (8:00 a.m. to 4:00 p.m.).
Three of 48, or 6% of the train passes occurred during the late night hours (10:00 p.m. to 4:00
a.m.).

Based on the average of eight train passes per day (excluding Saturdays) there would be an
average of 3 train passes during the late afternoon/early evening period each day with most of
those occurring during the evening period. A daily average of 3 train passes during the early
morning hours would be expected. During the late morning and early afternoon hours, two train
passes would be expected each day. During the late night period, one train would be expected
every other night on average.

Out of the 168 hours of measurements, 35 hours, or 21%, had train pass events. Hourly noise
levels during hours with train passes ranged from 57 to 80 dBA Leq. Of the hours with train
passes, 37% had hourly noise levels between 75 and 80 dBA Leq, 37% had hourly noise levels
between 70 and 75 dBA Leq, 14% had hourly noise levels between 65 and 70 dBA Leq, and 9%
had hourly noise levels between 57 and 60 dBA Leq.

The highest hourly noise level without a train pass was 61 dBA Leq. This occurred during the
1:00 a.m. hour on Saturday 8/25. The next highest hourly Leq was 60 dBA Leq that occurred
the hour before. These levels were caused by emergency vehicle sirens occurring about 12:48
a.m. and then a helicopter circling in the area from about 12:54 a.m. to 1:47 a.m. The next
highest hourly noise level of 57 dBA Leq(H) occurred during the 8:00 a.m. hour on Sunday 8/26.
There was a commercial aircraft overflight that generated a maximum noise level of 80 dBA and
a helicopter overflight that generated a maximum noise level of 72 dBA during this hour. This is
representative of the highest hourly Leq experienced at the site without a train pass.

During the late afternoon and evening hours when there was no train passes, the hourly noise
level was typically 55 dBA Leq with the loudest measured hour having a level of 56 dBA Leq.
During the early morning hours, the hourly noise level was typically 52 dBA Leq with the loudest
measured hour having a level of 56 dBA Leq. During the late morning and early afternoon
hours, the hourly noise level was typically 54 dBA Leq, with the loudest measured hour having a
level of 57 dBA Leq. During the late night hours, the hourly noise level was typically 48 dBA
Leq, with the loudest hour having a level of 52 dBA Leq

Measurement Site 4a is significantly impacted by noise from train horn events in the 90 to 112
dBA range occurring regularly. The residences are exposed to an average of 47 minutes per
day (except Saturdays) of noise when a train is passing and the crossing guard bell generates
70 dBA in the rear yard of the residence. All hours with train events generated higher noise
levels than the representative highest hour without a train. Twenty-two hours with train events
had Leq levels at least 10 dB greater than the representative loudest hour without a train event
and 4 of the hours with train events were more than 20 dB louder. A noise level difference of 10
dB is typically described as a doubling of the perceived noise level.

5.3.3 Measurement Site 16

Measurement Site 16 is exposed to noise from train passes as well as noise from traffic on
Wilmington Avenue. Noise from trucks passing on Wilmington Avenue is accentuated as they
travel over the train tracks and generate a banging sound due to the discontinuity in the
pavement. Only one train was observed during the four hours of measurements. The train horn
generated a maximum noise level of 103 dBA. The noise level during the measurement with
the train pass was 69 dBA Leq. With the train pass excluded the Leq was 54 dBA during this
period.
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The measured noise level was between 55 and 59 dBA Leq during the daytime, 54 dBA during
the evening (with the train pass noise excluded) and 52 dBA during the nighttime
measurements. During the daytime measurements there were 40 truck passes on Wilmington
Avenue (28 container trucks) and 66 truck passes (48 container trucks). During the evening
there were 20 truck passes (11 container trucks) and during the night measurement there were
5 truck passes (all container trucks).

There were four noise events during each of the measurements with Lmax levels greater than
70 dBA all due to trucks. During the evening measurements there were only two events with
Lmax levels greater than 70 dBA. One was due to the train horn and the other was due to a
loud motorcycle on Wilmington Avenue. During the nighttime measurement there was one
event with an Lmax greater than 70 dBA which was a container truck pass. The maximum
noise levels during truck passes are generated as the trucks “bounce” over the rail crossing.

5.4 Port Related Facility Sites

Measurement Sites 1, 2 15, 22, 24 and 25 are all located in the vicinity of port related facilities
and are potentially impacted by noise created within these facilities and/or by trucks traveling to
and from these facilities. Noise levels at each of these sites are discussed individually in the
following subsections.

5.41 Measurement Site 1

This site was established to determine the noise generated by the facilities to the north and east
of the measurement site. However, as discussed in Section 4.4, the distribution facility to the
east of the site was vacant during the measurements. Noise levels at Site 1 were primarily
determined by neighborhood activities with distant related sources being occasionally audible.
Distant train horns could be heard at the site but were not loud. Truck brake air releases were
occasionally audible, but again not loud. There were three diesel truck passes during the
evening measurement but no other truck passes were observed on these residential roads.

Daytime and evening noise levels ranged from 55 dBA to 61 dBA Leq and were primarily
determined by neighborhood activities like barking dogs, lawn mowers, children playing, and
passenger vehicles. The highest Leq level was recorded during the evening hours when there
were three diesel truck passes. The loudest of these generated a maximum noise level of 88
dBA. The maximum noise levels during the other periods were between 74 and 75 dBA.

The nighttime (in this case early morning) noise level was 51 dBA Leq with a maximum level of
67 dBA. The noise level was primarily determined by buzzing overhead power lines generating
a 47-49 dBA sound level. A car pass caused the maximum noise level.

Noise levels at Site 1 were typical for what one would expect for a residential area. There were
no considerable port related noise sources observed to impact the site. Note that this could
change if the distribution center becomes operational again.

5.4.2 Measurement Site 2

Measurement Site 2 was located along Drumm Street that is a major truck route for trucks
traveling from the east on Pacific Coast Highway to the industrial facilities located north of this
area. On average there were 80 truck passes each hour during the daytime and evening
measurement periods. Approximately half of these passes were container trucks. (Note that
trucks without trailers were counted as “other" trucks.) During the nighttime (early morning in
this case) measurement there were nine total truck passes with seven of these being container
trucks. This shows that there is some respite from truck passes during the nighttime.

Noise levels ranged between 68 and 71 dBA Leq during the daytime and evening hours and
were 62 dBA Leq during the nighttime measurement. Maximum noise levels ranged from 87 to
91 dBA during the daytime and evening measurements and were 80 dBA during the nighttime.
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There was an average of 68 events during each hour of the daytime and evening noise
measurements that generated noise levels greater than 75 dBA. Of these, an average of 31
events were due to container trucks and 24 due to other trucks. The other events were due to
loud car passes, car honks and barking dogs.

Noise from truck maneuvering and other activities at the facility to the east were also audible at
the site. Note that there is a 10-foot high wall located on the east side of Drumm Street
between the homes and this facility. During the early morning measurement there was a trailer
parked in the facility near the measurement site with an operating refrigeration unit. This unit
generated constant noise level of about 60 dBA from the time we arrived, about 5:30 a.m. until it
was shut off at about 6:45 a.m. Therefore, even if the truck passes are eliminated, the site is
exposed to port related noise from the facility to the east. However, because the trucks
generate a much higher noise level, the noise level generated by the facility to the east cannot
be determined.

Measurement Site 2 is exposed to high noise levels due to a large number of trucks passing on
what is essentially a residential street. While these trucks are from a mix of port related and
non-port related sources the port related trucks contribute substantially to the adverse noise
environment. Section 6.2.4 discusses a potential method to substantially reduce or even
eliminate the trucks on Drumm Street. However, even if all of the trucks were eliminated, noise
from the refrigerated distribution center to the east of the site may generate considerable noise
levels at the site.

5.4.3 Measurement Site 15

Measurement Site 15 was located at the east edge of Normont School across Broadwell
Avenue from a container truck facility. Trucks maneuvering within the facility generated noise at
the school with the highest noise levels caused by trucks maneuvering in and out of the facility
while on Broadwell Avenue. During the two daytime and one evening measurement, 16, 11, and
25 truck movements were observed with the most movements observed during the evening
period. These movements caused 20 times during the first daytime measurement, 8 times
during the second, and 38 times during the evening measurement that the maximum noise
levels exceeding 75 dBA. The greatest amount of truck movements was observed during the
late morning and late evening measurements. During the late afternoon measurements there
was no activity observed for the first 50 minutes of the period and all 8-truck movements
occurred during the last 15 minutes of the measurement. During the night measurement there
was only a single truck movement observed at the beginning of the period. This truck movement
generated a maximum noise level of 84 dBA

Average noise levels during the daytime and evening measurements ranged between 64 and 70
dBA Leq with maximum noise levels ranging from 86 to 90 dBA. As discussed above, there
was no activity at the facility for 50 minutes of the late afternoon measurement. The Leq during
this period was 55 dBA, 9 dB less than the Leq for the full measurement. During the nighttime
period the Leq was 54 dBA with the single truck movement. Without that truck movement the
Leq was 47 dBA.

The measurements show that the truck movements generate very high Lmax noise levels as
they are maneuvered into and out of the container truck facility across the street. Further, when
these truck events occur they increase the Leq noise level substantially. Depending on the
construction of the school and if windows are open or closed, the truck movements could result
in significant speech communication interference inside the school making it difficult for teachers
and students to hear one another.
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5.4.4 Measurement Site 22

Measurement Site 22 was located in front of the residence at 1427 Opp Street across from a
distribution warehouse. Trucks passing the site on Opp Street traveling to and from the
distribution warehouse generate the highest noise levels at the site. Trucks maneuvering within
the distribution warehouse yard also generated considerable noise levels and occasionally there
were thuds or bangs from the truck loading activity. Horn soundings from trains traveling on the
tracks along Alameda Street also generated considerable noise levels at the site.

During the day the noise levels ranged from 62 to 63 dBA Leq. During the evening the noise
level was 58 dBA and during the nighttime measurement the noise level was 55 dBA. During
each of the daytime measurements nine truck movements were observed and these trucks
caused five of nine and four of eight of the Lmax levels greater than 75 dBA. During the
evening measurement three truck movements were observed and two of these generated Lmax
levels greater than 75 dBA. Two other events, a loud car pass and a car horn also generated
noise levels greater than 75 dBA. During the nighttime measurement two truck movements
were observed and generated Lmax levels of 70 and 77 dBA.

Train horns were audible several times during the measurements. The loudest train horn
generated a noise level of 81 dBA but the remainder did not generate noise levels greater than
71 dBA. The loudest train horn was likely due to a train traveling north along Alameda Street
sounding its first horn in just the right location to minimize the noise reduction provided by
structures acting as noise barriers.

The noise measurements show that container trucks and activities at the distribution warehouse
generate high maximum noise levels on a regular but not frequent basis. The site is also
exposed to train noise that can be quite loud depending on the location of the train as it sounds
its horn.

5.4.5 Measurement Site 24

Measurement Site 24 was located at a group of homes that are located on Broadway Avenue
between E Street and F Street. It should be noted that these homes are located in an area
zoned for industrial uses. There is a distribution warehouse located east of the homes and an
ILWU training yard located just east of the distribution warehouse. Due to the resident’s
indication that noise generation can be quite variable and often starts early in the morning a
long-term unattended sound level meter was set up on the afternoon of Thursday July 26, 2012.
The meter ran until the afternoon of Sunday, July 29, 2012. The measurement was continued
into the weekend to determine noise levels when the adjacent facilities were not operating.

Measured noise levels at Site 24 are relatively low. The maximum hourly noise level was 53
dBA Leqg. There were only six hours during the measurement where the hourly noise level
exceeded 50 dBA. The maximum nighttime hourly noise level was 48 dBA Leq(H) and this took
place during the 10:00 p.m. hour on Friday night. Noise levels early Friday morning (5:00 a.m.
to 8:00 a.m.) were relatively low between 43 and 47 dBA Leq(H).

There were four noise events during the entire measurement that generated noise levels in
excess of 74 dBA. Two of these were due to noise generated by activities at the port related
facilities behind the residences. In both cases, a back up beeper was audible along with what
sounded to be some type of container lift (i.e.; fork lift modified to handle containers). The Lmax
sources occurred as a lift moved containers without completely lifting them and two containers
scraped together. Both of these events occurred during the 1:00 p.m. hour on Thursday and
Friday and generated maximum noise levels of 75 dBA. Noise levels around the maximums
caused by the container lift and backup beeper were typically around 55 dBA Leq with peak
levels of between 60 and 65 dBA.
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The container scraping was not the loudest noise level recorded during the 1:00 p.m. hour on
Thursday. A cat, most likely near the microphone, howled and generated a maximum noise
level of 76 dBA. This was due to the close proximity of the cat to the microphone. The fourth
noise event generating a noise level of 74 dBA was a loud motorcycle traveling through the area
during the 11:00 p.m. hour on Saturday.

The measurements show that instantaneous noise levels can reach moderately high levels but
during the measurement period this happened infrequently (twice) and most of the time the
facilities are not generating significant noise levels. Hourly noise levels at the site are relatively
low. However, as with the sites in vicinity of TraPac, back up beepers from equipment operating
in the adjacent yards are clearly audible when equipment is being used. Back up beepers can
result in annoyance even at low levels.

5.4.6 Measurement Site 25

Measurement Site 25 was located on Sanford Street just south of Pacific Coast Highway across
Sanford Street from two distribution warehouses. Average noise levels during the daytime and
evening periods ranged form 66 to 68 dBA Leq. The noise level during the nighttime
measurement was 69 dBA Leq. During the first 10 minutes of the nighttime measurement there
were two trucks parked on the street idling that were subsequently moved. These trucks
generated a near constant noise level of about 71 dBA Leq. The Leq for the period after these
trucks were moved was 62 dBA.

An average of 28 truck movements were observed during the daytime measurements. There
was an average of 28 events that generated Lmax noise levels greater than 75 dBA during the
daytime measurement and trucks caused an average of 20 of these events. There was an
average of 13 events that generate Lmax noise levels greater than 80 dBA during the daytime
measurements with an average of all but one caused by truck movements. The maximum noise
levels during the daytime measurements were 85 and 90 dBA.

During the evening measurement there were 12 truck movements observed. Fourteen of these
movements caused noise levels greater than 75 dBA and 8 events caused noise levels greater
than 80 dBA up to the maximum of 86 dBA. There were two non-truck events that caused
maximum noise levels greater than 75 dBA and one of these generate a maximum noise level
greater than 80 dBA.

During the nighttime measurement there were 12 truck movements noted. All of these truck
events generated noise levels greater than 75 dBA and six of these events generated noise
levels greater than 80 dBA. There were five events not due to container trucks that generated
Lmax levels greater than 75 dBA but less than 80 dBA.

The measurements show that the site frequently experiences very high noise levels due to
trucks traveling to and from the distribution warehouses and can be subject to continuous high
noise levels from running trucks parked on the street.

Page 34



s Wilmington Sound Attenuation Program
Report #1: Noise Measurement Rep O

6.0 CONCLUSIONS

The measurement results presented above show that two sources of noise impacts initially
identified as being most important, noise from the TraPac facility, and trucks traveling on street
within the community do not cause the greatest port related noise impacts. In fact, the
measurements along roadways showed that there were very few port related container trucks
using these roadways. While activities at the TraPac facility are clearly audible at the homes to
the north of the facility, the noise levels are typically less than ambient levels from other sources.
Further, under certain conditions activities within the TraPac facility are completely inaudible at
the homes.

Port associated trains, particularly the train horns that are required to be sounded four times at
each at-grade road crossing, generate the highest level of port related noise in the community
with noise levels exceeding 100 dBA on occasion at homes directly adjacent to the rail line.
These horns are heard throughout the community at all times of day. During the nighttime,
when ambient noise levels are low, the train horns can be clearly audible and distinctly loud
(relative to the background noise levels) at considerable distances from the train.

Port related container trucks operating on residential streets are also shown to generate
considerable noise levels at the adjacent residences or schools. This occurs when container
truck processing facilities are located adjacent to residences or schools. The impact of the large
number of port related trucks on Drumm Street is compounded by the large number of other
trucks utilizing this two land residential street.

Section 6.1 provides a preliminary identification of the areas that are most impacted based on
the noise measurements performed for this report. This information will be refined this project
continues. The next steps in the sound attenuation program are discussed in Section 6.3. In
some cases there may more effective to reduce port related noise levels than through a sound
attenuation program. These opportunities are discussed in Section 6.2.

6.1 Preliminary Noise Impacted Areas

Figure 10 shows a preliminary determination of the areas that are adversely impacted by port
related noise based on the measurements performed for this report. These areas are
highlighted in the Figure and should be considered as general areas of impact. The areas of
impact will be refined in the next step of the program.

The most impacted areas are those adjacent to rail lines with at-grade crossings in the vicinity of
Measurement Sites 3, 4 and 16. The homes along Alameda Street near Site 3 are also
exposed to a considerable amount of truck noise.

Residential areas with considerable truck traffic due to container processing facilities are also
adversely impacted by port related noise. A considerable amount of trucks operating in a
residential area can considerably increase noise levels compared to a typical residential area.
The homes along Drumm Street near Site 2 are the most impacted by container trucks and this
is compounded by the considerable number of other, non-port related, trucks traveling on the
Drumm Street.

The residential areas along Sandford Avenue near Site 25 and along Opp Street near Site 22
are also subject to container truck noise in a residential area. Normont School, Site 15, is
considerably adversely impacted by container truck operations at the facility across Broadwell
Street from the school. In addition, several trucks were observed traveling south on Broadwell
Avenue and turning east on to 253™ Street. Depending on the number of trucks taking this
route, the residences on the south side of 253™ Street may be impacted as well.
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