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EXECUTIVE SUMMARY

PROJECT LOCATION:

The proposed site of the Intermodal Container Transfer Facility (ICTF)
encompasses approximately 260 acres of land north of Sepulveda Boulevard. The
site is bounded on the south by Sepulveda Boulevard/ Willow Street, on the north
by 223rd Street, on the east by the Los Angeles/Long Beach city limits, and on
the west by Los Angeles/Carson city limits.

PROJECT DESCRIPTION:

The Ports of Los Angeles and Long Beach jointly propose to construct the
Intermodal Container Transfer Facility, in conjunction with the Southern Pacific
Transportation Company. The ICTF will provide a closer, more centralized
location for the transfer of marine-oriented containers from the container
terminals to the rail transfer yards. Presently, these containers are trucked
22 to 28 miles from the Ports' area to downtown Los Anqeles railyards. With the
construction of the ICTF, marine containers which are transported by Southern
Pacific rail line would be trucked only 4 to 6 miles.

The ICTF will be developed in three phases. However, the implementation of
second and third phases is dependent on the container throughput demand and the
economic feasibility to construct the subsequent phases. The major elements of
each phase are summarized below.

Phase I (1983 - 1990):

Grade separation of Alameda Street to provide rail access to the site.

Improvements to Sepulveda Boulevard including truck access to the site.

Facility improvements, including paving, utility installation, liqhting,
buildings and  other site improvements.

Eight railroad tracks (six working tracks and two return tracks).

Phase II (1991 - 1995):

O Two additional working tracks.

O Remote storage construction.

Phase III (1996 - 2000):

O Four additional working tracks.

O Additional remote storage construction.
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In addition to the 137 acres of Port of Los Angeles property, project
development will require the acquisition or lease of additional adjacent
land.

BENEFICIAL IMPACTS:

Increase efficiency of container movement;

Reduce air emissions in the Basin;

Reduce truck-miles-traveled and truck travel time;

Reduce fossil fuel consumption;

Consolidate  truck travel:

Reduce container transportation cost;

Improve safety through decreased truck-miles-traveled;

Reduce road wear to the highways; and

Produce positive impacts to local economy.

POTENTIALLY SIGNIFICANT ADVERSE IMPACTS AND MITIGATIONS:

o Air Quality
Project emissions have the potential to degrade the local air
quality in areas adjacent to the ICTF and in areas along the rail
corridors. The ICTF project will, however, have an overall bene-
ficial impact to the air quality of the South Coast Air Basin.

Mitigations: Reduced  truck-miles traveled;

Energy conservation measures;

Increased efficiency of container transfer.

ONoise
Operational activity will increase tie community noise levels at
locations* adjacent to the Terminal Island Freeway, at certain
residential areas adjacent the project site and at certain locations
along the rail corridors.

Mitigations: Procurement of yard equipment with lowered operational
noise levels:

Construction of noise tarriers, as required:

Remote storage and stacking of containers.

o Transportation and Circulation
Project-generated traffic will not result in a significant impact
but will incrementally add to tie traffic congestion on the local
street system. There will be increase vehicular traffic delay at
at-grade crossings due to increased train movements associated with
tie ICTF.

vii



Mitigations: Grade separation of Alameda Street:

Improvements to Sepulveda Boulevard;

SCAG's Phased Program of Highway Improvements, if
implemented, will provide sufficient future traffic
capacity.

Feasibility and technical studies examined the following alternatives:

a No project alternative;

o Alternative site locations;

O Direct rail access to the container terminals;

O Facility access (rail and truck) alternatives:

O Preferred alternative.

v i i i
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The site of the proposed Intermodal Container Transfer Facility (ICTF)
encompasses approximately 260 acres of land north of Sepulveda Boulevard the
northerly terminus of the Terminal Island Freeway (SR 47) (Figure 1). The site
is bounded on the south by Sepulveda Boulevard and the north by 223rd Street
near the San Diego Freeway (I-405) - Alameda Street intersection. The east and
west boundaries are the City of Los Angeles city limits. Property to the east
of the site is within the City of Long Beach and property to thewest is in the
city of Carson. The ICTF site is zoned for heavy industrial use as is the
majority of adjoining properties except for the residential areas to the east
of the site.

In the initial phase (Phase I) of the ICTF, the project site will consist
of approximately 135 acres of land owned by the Port of Los Angeles, approxi-
mately 15 acres of property currently owned by Watson Land C-any, and approxi-
mately 6.3 acres of additional privately-owed property. The property to the
east of the Phase I project site is owned by the Southern California Edison
Company, and contains a power substation and high voltage transmission towers.
A Union Pacific Railroad line parallels the ICTF site on the east of the Edison
Company property. The area adjoining the northeast corner of the site is a
residential developsent. Most of the property to the west of the site is vacant
land owned by the Watson Land Company. Macmillan Oil Company has a liquid hulk
storage facility on the north side of Sepulveda Boulevard on property leased
from the Watson Land Company. There are several smaller parcels of land
under separate ownership on the east side of Alameda Street that are used for
storage of containers, a scrap metal yard, and a trucking terminal.

The proposed project will be developed in three phases, as required by
increased container throughput demand and economic feasibility to construct
subsequent phases.
project.

Additional land will be required to develop the ultimate

The parcels which comprise the project site are illustrated in Figure
2. These parcels include:

*Approxiarttely 137 acres of land are owned by the Port of Los Angeles
(Phase I). The site is approximately 7000 feet long with a variable
width from 450 feet to 900 feet, It is flat, vacant land except for
several areas that have been leased on a short term basis for the
storage of steel pipe andother temporary uses.

Approximately 15 acres of property will be acquired from the Watson
Land Company (Phase I).

*Fz$tely 6 acres of privately-property will be acquired
(Phase I)

*~~~ 0.3 acres of privately- property will be acquired
(Phase I)

OAperoximtely  40 acres of land will be leased from Southern California
Edison Company on the east portion of the site for remote storage use
(Phase II).

1-l
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opgproximtely 10 acres of land will be acquired from
Southern California Edison Company by lease. An additional
SO acres will be acquired from the Watson Land Company and/or
Port of Los Angeles-owned property southerly Of Sepulveda
Boulevard for remote storage use phase III).

Regional access (Figure 3) to the project area is provided by the Long
Beach, Terminal Island, Harbor, and San Diego Freeways- Primary traffic service
on the street system is via Sepulveda Boulevard, Terminal Island Freeway, and
Alameda street.

Rail access to the site will be from the north across Alameda Street and
under the San Diego Freeway and 223rd Street. The trains can travel between the
ICTF and downtown Los Angeles along one of two rail corridors--either Southern
Pacific's  San Pedro Brand or the Wilmington Branch.
to/from the ICTF will be via the Wilmington Branch.

Primary rail service

Refer to Figure 27 for the properties adjacent to the ICTF site.

l.2 PROJECT OBJECTIVES AND BACKGROUND

1.2.1 OBJECTIVES OF THE PROJECT

The Ports of Los Angeles and Long Beach jointly propose to construct the
Intermodal Container Transfer Facility, in conjunction with the Southern Pacific
Transportation Company. The ICTF will provide a closer, more centralized loca-
tion for the transfer of marine-oriented containers from the marine container
terminals (Figure 4) to the rail transfer yards. Presently, these containers
are trucked 22 to 28 miles from the Port areas to me of the three existing
downtown rail yards. With the development of the ICTF, marine containers which
are transported by Southern Pacific rail lines would be trucked only 4 to 6
highway miles. This would achieve the following:

oIncrease efficiency of container moverrent;

oRe&ce air emissions in the Basin;

O~cetrudr~les-tra~ledandtnrdr travel time;

*Realcefossilfuelcmsurrptial;

oCom301idate truck travel;

oZxprovasafety through decreased truck-miles-traveled;

OReduce roadwear to the highways: and

Vrc&cepositive inpacts to local economy.

l-4



1-s Figure 3
Regional Location Map





1.2.2 BACKGROUND

Since the Arab oil embargo that began in late 1973, the economics of cargo
transport have been changing rapidly- Prior to 1973, there was considerable
marine trade through the Panama Canal in both directions connecting U.S.
Atlantic and Pacific ports with European/African ports and western Pacific
ports.  The tenfold increase in the price of foreign crude Oil has resulted in
more than fourfold increase in the cost of marine bunker and diesel fuels which
in turn has significantly increased the cost of marine transport -more so than
rail freight movement.

As the result, it has become more economical to transport goods from
western Pacific ports to the west Coast of the United States, transfer the
container to rail cars for transport to Gulf and East Coast ports, with final
stages of shipment by marine transport to European and African ports. This
movement is referred to as Pacific "Bridge" shipments. The same economic
advantage also applies to traffic from Euro-African ports bound for West Coast
and western Pacific destinations and is the European Bridge. Major factors
influencing this condition include: shorter overall route, lower cost for
overland transport, improved ship utilization factors, less total shipment time,
and increased Panama Canal transit fees and frequent delays.

The rail portion of the intermodal system has become known as a "bridge."
Containerized cargo offloaded at a West Coast port and shipped by rail to
an East Coast or Gulf port (or offloaded at an East or Gulf Coast port and
shipped by rail to a West Coast port for further marine transport) is termed
"landbridge". For containers shipped from a West, East, or Gulf Coast port to
an inland U.S. destination by direct rail movement, the rail transport segment
is termed "microbridge." When the midcontinent city is the ultimate destination
but the container is transported from West Coast port to an East or Gulf port
by rail or vice versa and then back to its destination by rail or truck, the
segment is termed "minibridge."

Thesavings in both cost and time of this intermodal method of transporta-
tion has resulted in a constant increase in the number of containers "bridged"
between the West East and Gulf coasts and inland destinations of the United
States.
shipments

Data indicate that in the Ports of Los Angeles and Long Beach "bridge"
have increased from about 2,000 per month in 1976 to an estimated

25,000 per month in mid-1980. This far exceeds the increase in total marine
container shipments, with aworldwide average rate increase of about 10 percent
per year, and reflects the rapid growth of railroad transport of international
containerized goods.

1.3.1 PROJECT DEVELOPMENT PLAN

The project will be developed in three phases (see Figure 2) to meet the
increasing demand for shipment of marine containers. The initial phase is
estimated to be operational in late 1983 with the second phase in 1990 and third
phase in 1996. The second and third phasing plans are dependent on the through-
put demands placed on the facility and the economic feasibility to construct the
subsequent phases.
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ft is anticipated that the ICTF facility will, in general operate 2 shifts
per day, 5 days per week for the loading/unloading of rail Cars. Occasionally,
the loading/unloading operations will be necessary on weekends and late evening
hours. The gate will be open 24 hours per day for trucks..

1.3.1.1 Phase I (19841990)

The initial phase (Figure 5) will result in the construction of eight
railroad tracks With the two outside tracks used for return tracks and the six
interior tracks used for working tracks. Widening of the narrow southwesterly
end of the site to increase the working length of tracks will necessitate the
acquisition of approximately 15 acres of property from Watson Lard Company,
which is now leased by the Macmillan Oil Company. Rail access to the ICTF will
be from the north, crossing Alameda Street north of and passing under the San
Diego Freeway and 223rd Street.
be constructed.

A full grade separation of Alameda Street will
Vehicular access to the ICTF will he from Sepulveda Boulevard

on the south.

construction of the rail access grade separation will isolate 6 acres
of land north of the freeway.
owned parcels of land.

It will be necessary to acquire these privately
Additionally, a 0.3-acre parcel will be acquired on the

south side of the freeway.

An administration and U.S. Customs building will be built adjoining the
entrance/exit gates at the south end of the facility. A railroad control tower
will also be located in this area. A maintenance building will be located in
the northeasterly area of the ICTF site.
to service the ICTF operating equipment.

The maintenance facility will be used
Railroad locomotives will not be

serviced or refueledwithin the facility.

Adrainage system, yard lighting and other utilities will be constructed to
serve the facility. Water, sewer, electrical power, telephone and natural gas
services are available in the immediate vicinity of the site. The entire ICTF
site will be paved with either asphalt or portland cement concrete pavement
depending on the type of activity to occur in a particular area. A security
fence with other security measures will be required.

Rail access to the ICTF will be from the north: truckswith containers-on-
chassis from the Ports will enter the facility from Sepulveda Boulevard on the
south.

1.3.1.2 Phase II (1991-1995)

The second phase (Figure 6) for the ICTF will include installing two
additional working tracks within the easterly center storage area. This
will eliminate center storage within that area of the facility.

Approximately 40 acres of land will be leased from the Southern Calif-
ornia Edison Company on the east side of facility for remote storage use to
replace the enter storage area eliminated.
paved. Storage of movable cargo,

The remote storage area will he

use of land under power transmi
such as containers-on-chassis is a permitted

ssion lines. Additional entrance/exit gate lanes
will be required to support the increased throughput capacity of the ICTF.
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1.3.1.3 Phase III (1996-2000)

The third phase (Figure 7) will construct four additional working sets of
tracks within the two remaining center storage areas of the facility. This
would convert the facility from a center storage operation to a remote storage
type of facility.

The lease area from the Southern California Edison Co. would be increased to
a total of 50 acres as shown in Figure 2 on the east side of the ICI'!?. Addi-
tional acres for remote storage will be needed and obtained by acquisition of
one of two alternative sites. The first alternative would be to use 50 acres of
Watson land on the western edge of the facility. The second alternative would
be to utilize 50 acres of Los Angeles Harbor Department (LAHD) property south of
Sepulveda Boulevard, where a grade separation for truck access may be necessary.
Entrance and exit lams would be increased, with additional entrances/exits
provided if Watson or LAHD remote storage areas were used.

In summary, the ultimate development of the ICTF will include construction
of twelve working tracks With two outside return tracks in a phased development.
All support facilities, including buildings and utility system, will be in-
stalled in the initial phase. The second and third phases will be constructed
only if additional throughput capacity is required.

1.3.2 CONSTRUCTION CHARACTERISTICS

Development of the ICTF facility will require a series of staged site
improvements to support each of the three phases. Table loutlines the major
construction activities that will take place during each phase. Specific
constructian equipment to be used and hours of use are given in Appendix 6.3A.

1.3.2.1 PHASE I CONSTRUCTION

1.3.2.1.1 Rail Access

Rail access to the site (Figure 8) will be provided from the Southern
Pacific% tracks on the west side of Alameda Street, approximately 650 feet
north of the San Diego Freeway (I-405). To eliminate traffic interference from
unit trains entering the ICTF across Alameda Street, a skewed grade separated
rail/highway crossing at Alameda Street will be constructed. Alameda Street
will be lowered approximately 1500 feet with the trackage remaining at 'the
existing elevation. This grade separation requires that the northbound I-405
on-off ramps to Alameda Street be realign&and reconstruction. Once the access
trackage has crossed Alameda Street, itwill proceed under the freeway through
an open cell provided for this purpose.

1-11





Construction Activity

I. PHASE I CONSTRUCTION (1983-1990)

A. RAILACCESS

1. Construct separation of Alameda Street
2. Relocate utility lines
3. Realign San Diego Freeway on/off ramp
4. Construct new 223rd Street on/off ramp
5. Construct railroad tunnel under 223rd Street

B. STREET IMPROVEMENT

1. Upgrade Sepulveda Boulevard: grade, excavate, pave,
lighting, drainage

c. SITE IMPROVEMENTS

1.
2.
3.
4.
5.

6.
7.

8.

II. PHASE

l6 months

14 months

l3 months

Prepare site cut and fill grading
Install paving
Construct storm drains
Install fencing, block walls, landscaping
Install Utility hookups (sanitary sewer, water,
air, gas, electrical power, telephone)
Install lighting 
Install 8 rail tracks: 6 working tracks and 2 outside
return tracks for the locomotives
Construct buildings: Custom/Administration building,
railroad control tower, maintenance building, customs
dock, guard house, and check stations

II (1991-1995) 10 months.

1. Construct storage: excavate, pave, fence,

2. Construct two additional sets of working tracks

III. PHASE III (1996-2000)

A. SITE IMPROVEMENTS

10 months

1. Construct remote storage: excavation, paving, fencing,
drainage

2. Construct four additional sets of working tracks
6 months

3. Construct additional entry/exit lanes
8 months

4. Construct control tower
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Theexisting access roadway between Alameda Street and the elevated roadway
of 223rd Street will require removal. A replacement roadway structure will be
built cm the south side of 223rd Street to provide a connection between 223rd
street and Alameda street. After this replacement roadway is constructed, a
railroad structure through the fill section that supports 223rd Street will be
built.

It is anticipated that construction of the rail access to the ICTF will be
completed in five stages in order to maintain through traffic on Alameda Street,
the San Diego Freeway on-off ramp to AlamedaStreet, and the 223rd Street on-off
ramp to Alameda Street. A temporary detour roadway adjacent to Alameda Street
will be constructed. This will shift traffic approximately 100 feet east of the
present roadway. Two 12-foot traffic lanes in each directian will be maintained
on the detour during most of the construction period. It will be necessary
for this detour traffic to pass under the San Diego Freeway bridge through the
space that will be ultimately used for the railroad access. A clearance of 6
feet will be maintained between the outside travel lanes and the nearest freeway
bridge columns. Temporary traffic guardrails will be placed between the outside
travellanes and these columns.

The five stages of construction associated with the rail access grade
separation will be constructed in Phase I of the project and are as follows:

1. Construction of Bypass Utilities and Pipelines, Alameda Street (Figure
9) : Construction of the grade separation will require relocation of the
following substructures: Pacific Telephone conduit, Los Angeles County Flood
Control District (LACFCD) 24-inch water line, LACFCD 8-foot 5-inch x S-foot
ll-inch reinforced concrete box storm drain, Los Angeles County Sanitation
District (LACSD) 21-inch "Davidson" sewer line, Metropolitan Water District
(MWD) 45-inch water line, Socony-Mobil 6-inch oil line (idle) recently sold to
Douglas Oil, Southern California Gas Company (SCG) 8-inch line, Southern
California Gas Company (SOG) 8-inch line (abandoned), Socony-Mobil 6-inch oil
line (idle), Southern California Edison (SCE) 16-inch fuel oil line (within
Southern Pacific right-of-way), Powerine Oil 6-inch oil line (within Southern
Pacific right-of-way), and Southern Pacific pipeline 10-inch oil line (within
Southern Pacific right-of-way).

Those facilities presently within the Alameda Street right-of-way, with the
exception of the Socony-Mobil 6-inch oil line recently sold to Douglas, will be
reconstructed within a new utility easement easterly of the Alameda Street
right-of-way. The rerouted utilities will extend from I-405 on the south to the
northerly end of the Alameda Street depression. Facilities presently within the
Dolores Yard of Southern Pacific and the Douglas line can be relocated and/or
protected within the rail yard in the vicinity of the proposed bridge crossing.

The LACFCD specifies that construction affecting their storm drain opera-
tion can occur only between April 15 and October 15, with prior LACFCD approval
of the construction schedule.

In addition to the utility relocation, a portion of the new San Diego
Freeway ramp will be constructed where it crosses the proposed Alameda detour
roadway in the firststage of the rail access construction.
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2. Alameda Detour Roadway (Figure 10): After the relocated utilities have
been constructed and backfilled, the Alameda detour road way will be constructed.
With the exception of the connections of the detour to Alameda Street and the
freeway ramp, Alameda Street will remain completely open during this stage. The
construction of these connections, as well as the switching of traffic from
Alameda Street to the detour, will require reducing traffic flow to one lane in
each directian for short periods of time.

3. Alameda Street Grade Separation, Railroad Bridge over Alameda, Portion
of Freeway Ranp, Half of 223rd Street Tunnel, New 223rd Street Ramp, and Grade
Separation (Figure 11): bring this constructian stage, two lanes in each
direction will be maintained on the Alameda detour roadway. The detour will
cross the portion of the new freeway constructed previously. The finished
elevation of the new freeway ramp is approximately six feet below the grade
of the detour roadway. It will be necessary, therefore, to place a layer of
construction fabric and temporary fill over this newly constructed portion of
the ramp in order to bring this area to the grade of the detour roadway. 

To construct the 223rd Street rail access tunnel, the following facilities
will require lowering and protection:

O North of 223rd Street: 24-inch reinforced concrete storm drain line,
located between the existing on-off ramp to Alameda Street and 223rd
Street (Caltrans).

a Within the old 223rd Street right-f-way (from south property line;
northerly): SCE (relocated overhead power line), Pacific Telephone
4-foot 4-inch multiduct conduit, Golden Eagle 6-inch oil line, MWD
37-inch main, Union Oil 10-inch oil line, l8-inch sanitary sewer, LACSD
U-inch sanitary sewer, SOG 8-inch gas line (abandoned), Union Oil
10-inch oil line, 15-inch sanitary sewer, SO; 8-inch gas line, Standard
Oil Company/Chevron 8-inch oil line, United States Air Force 10-inch
Norwalk airplane fuel supply line, and Union Oil 6-inch oil line.

O Southerlyof 223rd Street: Dominguez Water Company I-inch water line.

Construction of the grade separation will involve protection of utilities
near Alameda Street and the proposed 223rd connection for the new Alameda
Street- 223rd Street on-off ramp.

4. Reopening of Alameda Street (Figure 12): This shortphase includes tie
construction of connections between the newly constructed and existing sections
of Alameda Street, as well as a connection between the newly constructed and
existing sections of San Diego Freeway on-off ramp. This will include removing
the temporary fill over that portion of the newly constructed ramp at the
Alameda detour crossing. Traffic flow at these connections will again be
reduced to one lane in each direction for a short period of time.
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5. Rail Trackage, Demolition of Alameda Detour, Demolition of Existing
223rd Street Ramp to Alameda Street (Figure 13): During this stage, the Alameda
grade separation will be in full service.

It is estimated that construction of the rail access to the site will
require approximately 14 months. The estimated construction schedule is given
in Figure 14. The railroad access plan will provide unrestricted rail access to
the ICTF from the Southern Pacific main line track.

1.3.2.1.2 TRUCK Access

Truck access to the ICTF will be via Sepulveda Boulevard (known as Willow
Street in the City of Long Beach). In order to provide adequate traffic vol-
umes, improvements on Sepulveda Boulevard along the ICTF frontage and easterly
to the Terminal Island Freeway are required. The proposed improvements include:

1. Striping, channelization,
west of the ICTF (Figure 15),

and signalization on Sepulveda Boulevard
Sepulveda Boulevard east of the ICTF (Figure 16)

and LAHD property across Sepulveda Boulevard.

Rechanneling Sepulvada Boulevard/Willow Street will provide two through-
travel lanes of traffic in each direction while allowing for all required moves
into and out of the ICTF. The principal modification affecting through traffic
along Sepulveda Boulevard/Willow Street is the transition of the throughtravel
lanes from the north Side Of the roadway (at the Terminal Island Freeway inter-
section) to the south side of the roadway (at the ICTF entrance) and then back
to the north side of the roadway (west of the ICTF entrance). This transition
his been designed in accordance with the standards of the City of Long Beach
Traffic Department assuming a design speed of 30 mph.

Three traffic signal phases are necessary to accommoda
traffic movement in/out of the ICTF.

te the required

2. ICTF Entrance/Exit.

The ICTF truck entrance/exit on Sepulveda Boulevard (Figure 17), includes
two separate entrance/exits which segregates the traffic arriving or leaving via
Sepulveda Boulard west of the ICTF from traffic arriving or leaving via Sepul-
veda Boulevard/Terminal Island Freeway east of the ICTF. In this manner, the
crossing of inbound and outbound traffic is avoided.
lanes are provided for each of these four movements.

Two exclusive turning

In addition, provision is made at this intersection for traffic movement
between the ICTF an&the
Boulevard, as well as

LAHD-owned property directly south across Sepulveda
movement from Sepulveda Boulevard into this property. Two

lanes in each direction are maintained along Sepulveda Boulevard for through
traffic across the intersection.
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Traffic control for the Union Pacific track spur will be maintained by
train-actuated crossing gates and flashing signals.

The entrance lanes from westbound Sepulveda Boulevard/Willow Street
are separated approximately 150 feet from the exit lanes to east-bound Sepulveda
Boulevard/Willow Street. The separation of these entrance lanes away from the
intersection is required in order to facilitate smooth traffic flow from the two
entrance lanes to the entrance gate positions. In addition, this separation
eliminates the requirement to impose signalization upon this incoming movement.
The exit lane to westbound Sepulveda Boulevard is also separated away from the
intersection in order to segregate this merging traffic from the intersection.
This outbound movement is signalized in coordination with the intersection
signals.

In order to accommodatethe ICTF entrance/exit configuration, it will be
necessary to relocate the Volkswagen of America entrance/exit, which is pre-
sently located across Sepulveda Boulevard from the proposed ICTF site. The
Volkswagen of America entrance/exit will be relocated further west.

3. Terminal Island Freeway at Willow Street.

The proposed roadway configuration at the intersection of the Terminal
Island Freeway and Willow Street will require two modifications:
for two exclusive right turn lams from eastbound Willow Street to the south-
bound freeway and signal phasing coordination with the ICTF entrance inter-
section at Sepulveda Boulevard..

Two right&n lanes from Willow Street eastbound to the Terminal Island
Freeway southbound will probably be constructed by widening Willow Street
between the Union Pacific Railroad trestle and the Terminal Island Freeway.

Sepulveda Boulevard, within the City of Los Angeles and adjacent to the
ICTF site, is presently of insufficient width to accommodate truck access
requirements. The street presently has a right-f-way width of 50 feet and
will be widened to fully intended width of 100 feet.

A 100-foot right-f-way will match the existing right-of-way west of the
site in Carson and east of the site in Long Beach.. The ICTF site north of the
street is unoccupied but encumbered with oil line easements next to and par-
allel to the north/south property lines and also parallel to the existing
right-of-way line. Property on the south side of Sepulveda needed for dedica-
tion is owned by the LAHD, but occupied by Container Freight Services under a
rental agreement. It will be necessary to have the tenant move his operation
from this strip of land. This property is also encumberedby existingoil line
and utility company easements.
side of Sepulveda Boulevard.

Approximately, 25 feet must be dedicated to each

The existing underground utilities and petroleum pipelines in Sepulveda
Boulevard will be protected during construction. The construction stage
for the truck access are shown on Figures 18 and 19. It is estimated that the
truck access construction will be completed in 14 months (Figure 20).
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A segment of the existing Union Pacific rail line that crosses the site
will be relocated to a more easterly location with the crossing of Sepulveda
Boulevard to remain at its present location.

1.3.2.1.3 OTHER SITE IMPROVEMENTS

Site improvement work in Phase I will include excavation, soil compaction,
and installation of utilities, paving, rail trackage, buildings, fen&g and
landscaping A balance of cut and fill will probably be attained, with approxi-
mately 50,000 cu. yds. of material moved during grading. An estimated 750,000
cu. yds. of material will be excavated and recapacted on-site. Approximately
80% of the usable area of the site will be paved with Portland cement concrete
or asphalt concrete.

An on-site storm drain system will be constructed by extending concrete
drains that are on or adjacent to the site. Primary drainage will be via an
existing Port of Ins Angeles 78-inch stormdrain line. Utility connections will
also be installed in Phase 1. Connections to existing water pipelines ownedby
the Dominguez Water Company can meet the water requirements of the ICTF.
Hookups for electrical power, sanitary sewer, gas service and telephone service
will be made to adjacent existing off-site utility system.

Installation of fencing, block walls, landscaping and lighting will also be
in Phase I site improvements. Eight railroad tracks will be installed in
approximately 8 months of construction activity.

Structures to be constructed in Phase I during a nine-month period are:
the administration/customs building, and adjacent customs inspection dock and
storage area, railroad control, maintenance building, guard house, and check
stations. Them majority of the buildings will be located in the southern portion
of the ICTF site, adjacent to the main entrance/exit off Sepulveda Boulevard.
The maintenance building will be constructed in the northeast corner of tie site
and will have access from 223rd Street.

1.3.2.2 PHASE II CONSTRUCTION

Phase II constructian should commence in 1990. Support facilities will be
installed in Phase I, Construction activity for Phase II is primarily to
develop the remote storage area on approximately 40 acres of land leased from
Southern California Edison Company on the east side of the Phase I project
boundaries (Figure 2). Development of the remote storage area will require
excavation, soil compaction, utility installation, paving and fencing installa-
tion. This work will be completed in approximately 4 months.

Two additional working tracks will be installed in the easterly center
storage area. The rail track construction includes removal of center storage
pavement, track installation and paving. This work will take approximately 6
months to complete and will be completed during the construction work for the
remote storage area.
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1.3.2.3 PHASE III CONSTRUCTION

AS currently projected, the facility will require 12 working tracks for the
years 1996 and later- Four additional working sets of rail tracks will be
constructed in the remaining center storage areas of the ICTF. This would
require 5Dc acres for remote storage of containers. Development of the remote
storage area would take approximately 6 months and would involve excavation,
compaction, utility installation, paving and fencing.

1.4 DESCRIPTION OF PROJECT’S DEMAND AND OPERATIONAL CHARACTERISTICS

An extensive investigation and evaluation of various methods and arrange-
ments of handling and storage of containers was completed in June 1981 by H. M.
Scott and Associates and Daniel, Mann, Johnson, and Menderball (DMJM). A copy
of this study "Final Report ICTF Intermodal Container Transfer Facility Feasi-
bility Study" by Scott/DMJM is available for review at the Los Angeles Harbor
Department Environmental Management Office, 425 S. Palos Verdes Street, San
Pedro, California. This study contained, in addition to an operational analy-
sis, the container demand and projection forecasts upon which the operational
analysis and "sizing" of the facility were based.

Historical data of the Ports of Los Angeles and Long Beach were analyzed
for the period 1972 to 1980 to determine what were the growth rates in total
container movements and in the segment termed international "bridge" movements.
Bridge movements include the three classes: la&bridge, microbridge and mini-
bridge. This analysis revealed that in the base period, bridge shipments
increased a total of l,l50 percent with anaverage annual growth rate of approx-
imately 184 percent. In 1980, the bridge portion of the total container movem-
ent through the two, Ports was 35 percent, with the remaining 65 percent of the
container movements destined for or originating from the Southern California
regionalmarket areas.

Numerous reference sources were reviewed to determine anticipated future
forecast projections for container movements through the West Coast ports and in
particular Los Angeles/Long Beach. A wide range of forecasts in container
movement projects was analyzed considering world-wide and Pacific Ocean shipping
trends and potential shifts in the established trading routes. An 11 percent
growth rate in container traffic for the period 1980 to 1990 was determined
as the most probable (with the range from 8 percent to 15 percent). After 1990,
an eight percent growth rate was used.

The historical datawere further evaluated to determine the percentage of
imports and exports comprising the total container market through the two
Ports. Sixty percent of the containers were imported, and forty percent export-
ed. The mix of forty-foot and twenty-foot containers had to be determined
inorder to covert the nuder of containers to the number of rail cars required
to transport the containers. For the bridge container movement, approximately
85 percent of the containers were forty-foot and 15 percent were twenty-foot.
These percentages were modified to represent a conservative estimate of 75
percent forty-foot containers and 25 percent twenty-foot  containers. Comparison
of these percentages (of import/export container movements and the mix of
conainers) with the historical container movement data of the railroads serving
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the Southern California area shared a very high correlation. Further investi-
gation conducted with the railroads and the Ports' marine terminal operators
showed that a peak day factor of 2 should be anticipated for the average daily
bridge container movements. The Southern Pacific presently handles 45 percent
of bridge container movements into and out Of the Southern California area.
This market share is expected to increase to approximately 50 percent in
the next several years.

Once the various factors and percentages were identified, the container
demand and projection forecast were completed. Given in Table 2 is the pro-
jected ICTF demand forecast which formed the basis for determining the size of
the facility and phases of construction.

1.4.2 OPERATIONAL CHARACTERISTICS

The operational characteristics of intermodal railyards vary between
railroads, yard operators and regional areas of the United States. The factors
that influence the operations and railyard configurations are: types of con-
tainer handling equipment used,
flexibility,

availability of on-site and off-site storage
track lengths and track spacing, unloading/loading concepts,

operational costs: and demand throughput capacities. The criteria established
for the analysis of the factors influencing operational characteristics and rail
yard layouts for the ICTF were:

* Minimize the time the unit train must spend in the facility,
* Minimize the time each road tractor truck must spend in the facility,
* Minimize the number of handling moves to which each container is sub-

jected.

These criteria all relate to maximizing performance and minimizing costs of
the ICTF and possible adverse environmental impacts of the project on the
surrounding area.

The Scott/DMJM ICTF Feasibility Study (1981) evaluated over one hundred
different railyard layout alternatives. These alternative layouts studied the
different factors that influence the operational characteristics. The analysis
showed that a double track arrangement with wide center storage aisles was the
operational arrangement that mat the established criteria (see Figure 21).
Using this track arrangement concept and the operational storage system of
center storage in early years of operation and remote storage in subsequent
years, the overall conceptual ICTF project was developed (see Section 1.3). The
bridge crane was identified as the preferred container handling equipment for
use in the ICTF. Figure 22 depicts the relationship between the double track
arrangement and two bridge cranes working on the paired tracks simultaneously.

The ICTF will be operated by the Southern Pacific Transportation Company.
Only Southern Pacific's trackage will be used to transport containers to/from
the facility.
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~~ID4MDE'0RECASTEoRICTF
(International Containers)

Projected ICCF Share
Tbtal Bridge (50% of Bridge Tnrs)

!CEUS
TEUs Thraqh Ihraqh Both Containers
BothRXtSl Ebrts (35%) (TEUX .575)

1980

1381

1982

I983

1984

1985

I986

I387

I988

I.989

I.990

19952

20002

1,102,600

1,233,886

1,358,5l3

1,507,949

L673.824

1,857,945

2,062,3l9

2,289,174

2,540,983

21820,491

3,130,745

385,910

428,360

475,479

527,782

585,838

650,280

f21,811

801,210

889,344

987,171

1,095,760

192,954

214,180

237,738

263,890

2 9 2 , 9 1 8

325,140

360,904

400,604

444,672

493,584

547,880

805,016

1,182,832

llor950

123,200

136,700

151,700

168,400

186,900

207,500

230,300

255,700

283,800

315,000

462,900

680,100

ll981 thrargh 1990 growth 11% per year ampauhd.

21991throuqh 2OOO qrowth 8% per year aspunded.

i3mRcxs: 1979-1390 - Forts of Us Angeles and Long Beach.
l995 & 2000 - Scott- Report (1981).

Conversicm TEUs to amtainer: US = 0.575
200
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A unit train of containers will enter the facility via the Dolores Yard on
the west side of Alameda Street by a rail access over Alameda Street and
under the San Diego Freeway and 223rd Street. A unit train is a train composed
of one commodity type, i.e., coal, grain, containers.
does not determine if it is a unit train.

The length of the train
The arriving unit trains will proceed.

directly from the Southern Pacific West Coltoh, California classification yard
without stopping for additional rail handling operations in the downtown Los
Angeles yard or in the Dolores Yard.

Once inside the ICTF, the train will proceed south along thepredetermined
working track.
one track can

The working track lengths will be of sufficient length so that
accommodate one train. This eliminates the need to break apart

the train onto separate tracks within the facility.
timed on the working track,

When the train is psi-
the locomotive power will be disconnected from

the railcars and will leave the facility via me of the designed perimeter
runaround/return tracks provided for this purpose. The locomotives will return
to the Dolores Yard where they could be serviced and refueled. The inbound
containers are off-loaded from the railcars and outbound containers reloaded.
When this operation is completed, loumotives reenter the facility, couple to
the north end of the train and depart the ICTF. The unit train will proceed to
the West Colton. railyard where a train crew change occurs, and additional fuel
and/or locomotives are added.

The typical switching of and rearrangement of railcars will not take place
in the ICTF, because it is not a railroad classification yard. The exception
to this would occur when there is a railcar with a mechanical problem that
requires it to be removed from the rest of the train. Routine safety inspec-
tions and light running repairs of the railcars will occur while the unloading/
loading operation is going on.
place in the ICTF.

Maintenance on the locomotives will not take
Empty surplus railcars will not bestored onsite: however,

rail cars could remain spotted on site waiting to be loaded. If additional
railcars are to be added to a particular train or extra railcars are present
within the facility, they will come from or be removed to the Dolores Yard on
the westerly side of Alameda Street. Potential ICTF noise impacts to the
surrounding residential area will be minimized since switching activity will not
normally occur within the ICTF.

The trucks with container-on-chassis franthe Ports will enter the facility
from Sepulveda Boulevard on the south. After being checked through the entrance
gate, a truck will drop off the container-on-chassis in an assigned stall in the
center storage area. The initial phase will be constructed to provide three-
wide center storage areas between pairs of working tracks. This storage method
allows the container to be stored adjoining the working track areas and reduces
the handling costs within the facility. A yard “hostler” will tow the con-
tainer-on-chassis from center storage to trackside where a bridge crane will
pick up the container and place it cm a railcar. The reverse operation will
occur when unloading an in-bound train.
shown in Figure 23.

An intermodal operations diagram is
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INTERMODAL ALTERNATIVE OPERATIONS DIAGRAM
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1.5 IcrF oIc;ANfzp3cI- l3Glacm

me ICIF is a joint project of the Port of Los Angeles and the art of
Long Beach. The project will have sufficient container throuqhputcapzity to
twfer bridqa containers fraa both Ports. The project is viewed as a remote
e&wim of a "whacf anddOCk" and is a fUnCtk¶ required t0 SUmrt the marine
cakainerterminals~

For &is project al@, the two RXtS prme to form a Joint Power Author-
ity for the a&niniStratia! of the ICIF. This qoverninqboardwillbe~~
lye by the point Pcwr pqteemk which must be approved by the existing
~ovedng boar& of both Ports (the Board of fiarbor Commissioners) and the City
carndi of eat3 respective cW. pie laws of the State of California provide
for the joint exercise of powers of charter cities for their mtual benefit
thraqh accepted agreeme-- The governi- board will have a arrrmissioner
appointed by the respective Board of Harbor Canmissioners.

me Joint Power Authority will develcp and provide for the construction of
the ICTF. va&us alternative fihanoinq optima are available to the Authority.
&venue bonds or industrial developmant  bonds are bainq evaluated. The Inteznal.
Revenue Service has bee!n requested to rule on the tax-exen@StatuS of bmd
finandng- The ICTF will be self-supeortinq  from collected gate fees andwill
not require any financial Support fran the respective city's general revenues.

The ICl!F will be leased, on a lonq-term basis, to the Southern Pacific
TrahsportationCmparfy,whowil1operate the facility.

1.6 IFmNml USE OF THE m IMPACI m

In aaxrdanoe with State CEXB Guidelines, Sectian 15141(d), the project
description includes, to the extent that the information is known to the Lx
Anqeles Harbor Department,  a list below of the agencies that may be expected to
use the EIR in their decisiormakinq and a list of the approvals for which the
EIRmaybeused:

TRtmEEAGmxxEs REsxxsIBILITIEs

1. CaliforniaEeparlmntofFishandGBaa Ravikanhsubmitr ecamandatiohs

2. CaliforniaAir ResouroesBoard Bviewtisubmitrecommandatims

14 ~~Il.i..i.~onal Water Uility National Fdlutant Discharge
E!liminatim System Pamit

2. city of Us Angeles Facility design review -
Building and Safety permit
Inc%strialWastepemit
Street plan irrprovements  (include
grade separation and on/off ramp
connections) review and construction
ptmtcit issuanw
&intPawerAqreeamtapproval
Lease agreement with Southern Pacific
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3. cityofcarson

4.

-5.

6.

Lchnqeles  county Rod Department

City of Imq Beach

California Eepartment of Transportation

7. Fe&xl HigfmayMntinistration

8.Public Utilities Ccmissim

9.

10.

w

12.

l.3.

14.

UnionPacificRailroad

Southern Pacific Railroad

Los AnqelesCamty  FloodControl
District

U.S. Air Force

Utility conpanies
L.A. County Sanitaticn District
Pacific Telephane & Telegraph Co.
Metropolitan Water District
SouthemCaliforniaGasCo.
SauthemCaUfornia EdisonCo.

Oil carpanies
muqlas Oil/contxo co.
mJerine oil co.
Golden Eaqle Refinery * 1

Union Oil
Standard OiI/Chevrm Co.
Mobil oil co.

Street plan isrprmnts (including
grade separation and on/off ramp
connections) review and construction
permit issuanae

Street plan krprovemmts review and
approval

Street plan irrprovements  review
andpermitissmnce

Conoepmal Plan review, encroacfune*
andconstructionpermitsissuance
relative to I-405 and the Terminal
Island Freeway

Concurrence onCaltrans  permit

Authority to construct theAlameda
qrade separation and sepulveda Blvd.

Construction agreement for relocation
ofUEVrtradc

Gmstzuction ~qreemmt for tradcage
cmnectim

Connecticnpermit

Appoval for fuel line relocation

Pgprovals for utility line
relocations

Approvals for oil line relocations
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2.1 CuRRam LAND USE

me following discussion of land use at and adjacent to  the project site
j.s keyed to the aceanpa&W mPs (Figures 24, 25, 261. Each parcel is di+
a& in r&tim to its exiSting use and OCCUpancy. The project site is in an
area of diverse land uses- Land uses on the project site include industri~,
kgriculturdl, rights-of- for pipelines and utilities, and vacant land.
*trolem product pipelines are located parallel to the site along its tzcu&-
ai= or enter the adjacent area to seme liquid bulk storage tanks. The U.P.
railroad l,ine parallels the site to the east. Wjacent hnd uses include
industrial, agricultural, residential, rights-of-way for pipelines and, util-
ities, and vacant land-

2.1.1 Existin &es - Project Site

A. mAsEIcFPRDposED pIa7EcT

The existing land uses within the proposed project site phase I are
(Figure 24):

Farce11 137 + acres
Odner w-
l%e lO3acresmcantland

34acresunderlease:

par-1 1.5 acres Parcel 6.7 acres
Tenant Crc&y&Overton Tenant Cimmrcial Carriers
Use Storage of vacuum Use Auto storage

truCkS

Par-1 Sacres Parcel 10 aczes
Tenant Port Pipe & Steel Tenant Davies Transportation
Use Steel storage Use Steel storage

Par-1 1 acre              Parcel lOacres
mlant 5&x Sandblasting Tenant IbgortDealers  Service

sandblasting Use Auto storaqe

Parcel 2.
3

+ acres
CkJner t&n Land Co. leased to Macmillan Oil Co.

agricultural, leased to Macmillan Oil Co.

parcel3 2.5 + acres
C&et A IGine
Use vacantexceptfor  equipmnt storage

Parcel4 4.0 acres
T.Moine
vacant except for equipment storage
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PROPERTY  REQUIRED FOR PHASE II ICTF
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Parcel 5 0.3 acres
(3arler Super Semite, Inc.

Tanker truck parking and storage under lease to Matlock
Brite-Sol

Existing land uses in parcels that will additionally b required by
1991 in Phase 11, if develaped, are (Figure 25):

Par-16 4Ozacres
SoutkfnCa.LiforniaEdisonCo.

uses transmission line right-ofway
agricultural/horticultural, leased to V. V., Songcayauon
for flower cultivation

horse stable, leased to S. E. Whitney and N. F. Conte

agricuhmlr leased to Dr. J. Barton for h&yard
garden

agricultural, leased to Louis martini Farm,
Inc. for cultivation of rw crops

. c. PEDSEmm PmFk PRwEcr

Existing landuses inpircels that will additionally be   needed by
3.996 in Phase III, if developed, are (Figure 26):

Parcel7
owner
use'

Parcel8
Chvner

or

Parcel9
Wner
Use

10zacres .
SouthernCaliforniaEdisonCcarpany
transmission line right-of-
agtiCUltural,  leased to Lcuis Wiartini Farm, Inc. for
cultimtion  of row crops

(alternative) 50 +acres
Watson Lad caTpa+
vacant

(alternative) SO 2 acres

general merchandise storage



2.1.2 EMstim Uses - Mjacent Area

~eexisting landuses in the areaadjacentto tfnepmpcsedproject:
site are (Figure 27):

Parcel 10
Omer Super Service, Inc.
5knant Matlodc-Brite  Sol
Use Tanker truck pafkingandstorage facility

Parcel II& I.2
a’mer
wmnts

Parcel l3
amer

mroel14
Omer
Tenant
IBe

Parcel16

?arcel17

I@orted Auto Transport Service & Hillard Lswison
Camercial Corner and Alumim Recycling
State Salvage

Arlene 6, Violet Jacotson
CarSOnAuto, Inc. -Alto scrap

Iksser Enterprises Inc.
On Market Distrikutors
container repair and storage

Watson Iand ColrQany
Macmillan oil co.
petroleumtank farm, and vacant land.

ScuthenCaliforniaEdisonCo.
transmission line riqht-of-my:  miscellaneous uses under
trammission lines.

Ciq?ofUmgBeach
residential area

2.2 psmEcl!-m cmNGEsMLANDDsE

Iupacts of land use changes that will 0-r as a result.of tie project can
he described under the following categories: 1) the change in m of land
uses: 2) the dmnge in intensity of land uses: and 3) the cmpatibifity of
prcqosed and existing land uses.

2.2.1 chanse in Iand Be IWes. The proposed project will result in
the conversia~ of approximately 100 acres in mcantland and 60 acres of agri-
cultural/ horicultural land to industrial (ICTF) uses. Secondary ir@ications
of the larkd use changes are related to the displacement of those tenants pres-
ently operating their hAnesses in the project area and potential changes over
the long term in the character of surrounding areas. Current tenants on the
LAHD'prcperty are under 3-y revocable leases. At the time of project g-
proval, formal termination will be sent to the tenants allowing maxima possible
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time for relocation prior to commencement of site preparation. Southern
California Edison Company has indicated that it is their policy not to terminate
a tenant's license prior to the expiration date unless there is just cause for
the termination. All existing Licenses on the property that is to be acquired
from SCE will have expired by January 1, 1985 The Watson Land Company lease to
Macmillan Oil Company will not terminate until April 30, 2020. Several parcels
of property will be acquired from others private owners to allow construction of
tie rail access to the ICTF (Figure 28).

Alteration of the character of surrounding areas over the long term is
likely to result from the change in type and intensity of proposed land use.
While it is difficult to correlate changes in the character of surrounding
areas, specifically with the enhancement or redevelopment of an adjacent area,
parallel circumstances in other similar industrial developments would indicate
that over the long term additional development is likely to occur in areas
bordering the project site. Possible developments would include projects to
serve the trucking industry or container handling industry.

2.2.2 Change in the Intensity of Land Uses. Land use in tie project
area will increase in intensity with project implementation due to greater
activity levels resulting from the ICTF. Much of the land is presently vacant
or underutilized. The increased intensity of land uses has ramifications that
affect the project area, as well as surrounding areas. These secondary impacts
include: increased demands on service and circulation systems, and impacts to
air, water andnoise quality. These anticipated secondary impacts are d&cussed
further in the corresponding sections of this document.

2.2.3 Compatibility of Reposed and Existing Land Uses. The proposed
project can be accomplished within the confines of present zoning and in accord-
ance with the relevant plans for the area.

The primary area of concern with regard to land use compatibility is the
residential area to the east of the project site. The project as proposed,
including mitigations incorporated as part of tie project, will not result in
significant effects to the residential areas adjacent to the site.

Existing tenants within the proposed project site will be displaced from
their present leaseholds. Termination of leases of existing tenants in the
proposed Phase I project site will be required upon implementation of the
project. However, leases of existing tenants in the proposed Phases II and III
project site may not be affected for a number of years.

No specific mitigation measures are proposed for land use impacts al-
though this and future developments in the area will continue to be governed by
zoning ordinances andspecific land use plans.

2.3 PORT OF LOS ANGELES MASTER PLAN

Among the objectives of the Port Master Plan (PMP) are the following:

"To consistently develop, expand, and alter the port in both the short-
term period and long-range period for purposes of commerce, navigation,
fisheries, port-dependent activities and general public recreation
consistent with the provisions of the California Coastal Act of 1976, the
Charter of the City of Los Angeles, and all other applicable federal,
state, county and municipal laws and regulations.
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To permit the port to have the necessary flexibility to adequately
respond inits development processes to the pressures and demands placed
upon it by:

Changing technologies in the ocean and land movement of waterborne
commerce

changing patterns in the commodity mix and form of waterborne
commerce

changing developments in the Port of Long Beach and the surrounding
residential and industrial areas adjacent to and affected by the
port

changes in laws and regulations affecting the environmental and
economic uses of the port

changes in other U.S. ports affecting the port's competitive changes."

As set forth in Section 1, ICTF Project Description, this project is in
accordance with the objectives of the PMP as enumerated above.

The proposed project is also consistent with the specific development
plans of the PMP. Although not within the coastal zone, the joint Los Angeles-
Long Beach Intermodal Container Transfer Facility is discussed in Chapter VI of
the PMP as presently proposed for the Port of Los Angeles Classification Yard.

2.4 CITY OF Los ANGELES GENERAL PLAN -PRELIMINARY PORT OF LOS ANGELES PLAN

The Preliminary Port of Los Angeles Plan is a part of the General Plan of
the city of Los Angeles. This proposed plan has beendesigned to be consistent
with the Port Master Plan and is expected to be approved by the Los Angeles
City Council in 1982. The plan is designed to provide a 20-year official
guide to the continued development and operation of the Port of Los Angeles for
the use of the City Council, the Mayor, the City Planning Commission, the other
concerned governmental agencies and interested citizens.

With respect to the proposed project,
Section IV (Circulation)

the Port of Los Angeles Plan in
recommends the following: "8. Establishment on Harbor

Department property in Wilmington of an Intermodal Container Transfer Facility:
serving both the Port of Angeles and the Port of Long Beach”.

The Regional Transportation Plan prepared by the Southern California
Association of Governments (SCAG) guides future development of the regional
transportation system.
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The proposed project is consistent with this plan's key transportation
planning objectives as follows:

1. "Reduce missions from mobile sources measured in tons per day by
1987..." (see Section 3.1 air quality impacts)

2. "Conserve transportation energy in the region..." (see Section 3.9
energy conservation.

The maritime and railroad policies also state: "Utilize adopted local
Master Plans for the Ports as a basis for future port development," and "recog-
nize the interface between rail facilities and highways as a primary consider-
ation in future transportation planning efforts." The project is consistent
with the above policy as discussed in the previous section on the PMP.

SCAG's Regional Transportation Plan identifies the present alignment of
Route 47 (Terminal Island Freeway) as the adopted State Highway route. 'The
proposed extension of Route 47 as a 6-lane expressway from Willow Street in Long
Beach to the I-405 (San Diego Freeway) was designated as a new construction
project of the SCAG Regional Highway System Plan. This proposed extension was
also listed as a State Highway Construction Priority by the Los Angeles County
Transportation Commission. As such, the ICTF site location would preclude the
use of the primary route option for the proposed Route 47 extension and would
conflict with SCAG's Transportation Plan.

However, the SCAG Port Advisory Committee recently completed their highway
study of the Ports' area. The Committee developed a phased program of highway
improvements which would result in greater traffic benefits than the Route 47
extension (see Section 3.8).

Assembly Bill No. 3375 introduced by Assemblyman Elder will rescind, if
adopted, the state highway designation on the, existing Terminal Island Freeway
and the proposed freeway extension. Adoption of this bill would resolve the
issue of the Terminal Island Freeway extension,
consistent with the SCAG Transportation Plan.

and the ICTF project would be

2.6 CITY OF LONG BEACH GENERAL PLAN TRANSPORTATION ELEMENT

The City of  Long Beach General Planwas developed to provide guidance and
direction for policy decisions affecting the future development of Long Beach.
The Transportation Element of the General Plan as revised in January 1980,
provides guidance for future transportation policies.

The Transportation Element recognizes several congestion and capacity
problems that are related to the increased activity at the Ports of' Long
Beach and Los Angeles and the Naval Station. Among these issues are the
inadequate peak-period capacity on the east-west throughfares south of I-405,
such as Anaheim Street and the congestion on Willow Street at the terminationof
Route. 47. At the terminus, traffic spills onto Willow Street moving toward the
regional freeway network.
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The Transportation Element Of the General Plan recommends  that "the
Terminal Island Freeway (Route 47) should be extended to the San Diego Freeway
as a four-lane expressway with an overcrossing at Willow Street and a direct
connection at Wardlow Road." This recommendation is made in response to the
existing traffic and congestion problem on Willow Street. *cording to the
Transportation Element the extension of Route 47 to I-405 would alleviate the
Willow Street traffic problem by creating a more direct connection from Route 47
to the regional freeway network and by providing a grade separation at the
junction at Willow Street and Route 47.

Although the proposed ICTF project is hot consistent with the recommenda-
tions of the Transportation Element, a recent analysis of highway improvements
conducted by SCAG; (see Section 3.8) has suggested alternative means of allevi-
ating traffic congestion on Willow Street and the Long Beach Freeway. A portion
of these alternatives recommend increased east-to-west roadway capacity which is
also a recommendation of the Transportation Element. The General Plan recog-
nizes that transportation is a dynamic activity that responds to external
influences. The Transportation Element is not "cast in concrete" and new or
unanticipated local or regional circumstances could result in significant
changes in policy decisions. The General Plan process allows for increased
flexibility through the Plan amendment process.

2.7 PORT OF LONG BEACH MASTER PLAN

The Port of Long Peach Master Plan was certified in 1978, just prior to
the Ports of Los Angeles and Long Beach jointly initiating detailed plans
for the development of the Intermodal Container Transfer Facility. Thus, the
Port of Long Beach Master Plan makes no specific reference to the ICTF project.
Although the location of the proposed ICTF is hot included within the coastal
zone boundaries, the project will be included in the updated revision of the
Port of Long BeachMaster Planpresently underway. The relationship between the
utilization and capacities of the container terminals in Long Beach Harbor and
the ICTF warrants this project becoming an integral part of the Port of Long
Beach Master Plan.
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3.1 AIR QUALITY
SUMMARY

Setting:

The ICTF project site is located within the South Coast Air Basin (SCAB).
This geographical region generally has adverse air quality due to a com-
bination of meterologic, topographic, and demographic conditions. The
project site is near a coastal fronting zone which may enhance the overall
air quality.

Impacts:

Assessment of the impacts generated by the ICTF indicates that increased
amounts of air pollutants will be generated by direct and indirect oroject
sources. Direct sources of air pollution include construction activity,
electrical power generation, and mobile on-site equipment. Indirect
sources include rail, truck and employee transit Passions.

A complete air emissions inventory has been conducted for both direct and
indirect sources of project air pollution. These sources have the poten-
tial to impact localized air quality in the following ways:

O Project equipment will generate significant levels of carbon monoxide
and nitrous oxide which exceed South Coast Air Quality Management
District New Source Review standards.

O Train transit emissions will generate increased levels of carbon monox-
ide, hydrocarbons, and nitrous oxide.

o The use of rail in lieu of truck transport for the ICTF will produce
dramatic reductions in truck-miles-traveled and fuel expended. These
savings will produce significant net reductions in all primary air
pollutant categories.

The ICTF project will have a beneficial impact to local air quality, when
mobile emissions are collectively considered with the truck emission
savings.

Mitigations:

The air emissions generated by ICTF implementation will be minimized to the
extent possible by rigid practice of energy conservation measures that are
incorporated into the overall project design. The ICTF is designed to
allow maximum efficiency of container transfer from trucks to rail flat
cars.
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3.1 AIR QUALITY

3.1.1 SETTING

The proposed project site is located in the south
which is under the jurisdiction of the South Coast
District (SCAQMD).

coast Air Basin (SCAB),
Air Quality Management

3.1.1.1 Ambient Meterology The climate of the SCAB is influenced by
the Basin's geographical location and the surrounding terrain. The SCAB is
essentially a coastal plain encompassed by the Pacific Ocean in the southwest
quadrant, law desert to the east, and mountain ridges which outline the Basin's
northern boundary. The climate is typically mild, occasionally interrupted by
periods of extremely hot weather, winter storms, or Santa Ana winds.

While the climate of the SCAB is not unique, the Basin is highlypopulated,
and industrialized with a highly mobilized metropolitan area. These factors,
taken together with a climate that severely restricts dispersion of atmospheric
pollution, account for the area's par sir quality.

Historically, temperatures of the project arm have averaged 63 2 10°F

The climate of the SCAB is characteristic of a semi-arid environment.
However, due to the presence of a shallowmarine layer which effectively resists
the vertical mixing of air, the average relative humidity along the coast is 70
percent. The relatively hi h humidity along the coast is reduced during
periods when offshore winds
Basin) are dominant.

(winds which bring continental air into the
The majority of rainfall experienced in the Basin occurs

b e t ween-andApril. Historical annual precipitation for a 40-year
period recorded in Long Beach is l2.24 inches. Fog is typical along the coast,
especiallyduring the late fall and early winter months.
fog consisting of low stratus clouds is

Morning and evening
common along the coast (SCAQMD, 1980).

The movement of winds within the Basin is strongly influenced by the
beating and cooling of land and seasurfaces. Typically, daytime ocean winds
(which blow inland from the sea) reverse direction at night (blowing from over
the land out to sea) (SCAQMD, 1980). These winds are typicallystronger during
the day, especially during the summer months. During winter months, however,

Low thermal inversions in the Basin restrict the vertical mixing of air,
increasing ambient pollutant concentrations. Pollutants are introduced into
the inversion layer by the undercutting sea breeze, the return flow from
mountain ridges, and by direct introduction from tall industrial smoke stacks.
Typically, themixing height of air under the thermal inversionbegins at a low
level near thee ground surface (Le. 1200 ft.) in early morning: The inversion
then either rises to new heights due to thermal warming from the sun where it
may be broken up later, or during winter may remain low thus concentrating inert
pollutants, i.e. nitrogen dioxide and carbon dioxide. They may then be changed
by photochemical reactions into irritating photochemical oxidants(called smog)
which, insufficient concentrations, may affect health.
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3.1.1.2 Ambient Air Quality Atmospheric pollution problem in the
SCAB result from the accumulation of primary pollutants or secondary pollutants
formed by photochemical transformation of primary pollutants. The potential to
form these pollutants is largely influenced by poor atmospheric ventilation,
abundant sunshine, and a constant infusion of air pollutants, or their by-
products, into them.

Environmental Protection Agency (EPA) air quality data for the State of
California indicates that &ring 1977 Los Angeles was the only major metropol-
itan area which did not meet any of the Primary National Ambient Air Quality
Standards (NAAQS) for the various criterion pollutants (hydrocarbons, ozone,
sulfur dioxide, total suspended particulate matter, nitrogen dioxide and carbon
monoxide). In 1978, the SCAB met Primary NAAQS for sulfur dioxide. Table
A-10 in Appendix 6.3A shows the national and California ambient air quality
standard.

The single most serious air pollution problem in the South Coast Air Basin
is the high, concentrations of oxidants.
oxidants is comprised of ozone (OJ),

About 95 percent of photochemical
a powerful oxidizing agent. Ozone

formation results fromthe reactions of hydrocarbons and nitrogenoxides, which,
in the presence of sunlight and oxygen, participate in complicated photochemical
reactions. Motor vehicle emissions contribute the largest proportion of hydro-
carbon and nitrogen oxide emissionswithin the SCAB.

The following table summarizes the emissions of the SCAB for the year 1979,
and illustrates the magnitude of the existing air quality problems:

Table 3. sDMMaRYoFEMIssIoNs
1979 Base Year Emissiohs

Average AnmalDay-Tons/Day
SouthCoastAir Basin

co Hc

stationary 16OJ..34 4796.3 469.96 208.77 527.37
Mobile 6063.09 900.2 936.11 76.88 99.93

Total 7664.43 5669.50 1406.07 285.65 627.30

Table A-ll in Appendix 6.3A summarizes ambient airguality recorded at the
Long Beach air guality monitoring station during 1980. The Long Bead station
is the closest mnitoring station to the project site and its data is considered
mst representative. The Long Beach monitoring station does not monitor total
suspended pmticU.ate raatter, particulate lead, or partiarlate sulfate. There-
fore, particulate pollutant masuremzn~ in Table A-11 haw been taken from the
Los Alamitos mnitoring station (the next closest station). It should ba noted
that air quality is generally better closer to the coast than in and. Because
both the Long Beach and Los Alamitos monitoringtations are located at differ-
ent sites than the project site, project pollutant concentratiohs may vary from
those reported in the project vicinity.
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3.1.1.3 Regulatory Considerations. The Clean Air Act of 1970 and its
subsequent as amendments provide theauthority for the regulatory system and base
for implementation by state and local regulatory systems. As a consequence, the
EPA has been designated as the federal agency responsible for the identification
of pollutants in the air establishing air quality standards regarding these
pollutants, establishing regulations limiting emissions from various sources,
and overseeing state and local governments enforcement of air quality regula-
tions. In general, federal guidelines set minimum levels of regulations, above
which state and local governments may impose more stringent requlatory require-
ments.

TheCalifornia Air Resources Board (CARB)has been designated as the state
agency responsible for establishing ambient air quality standards, developing
emission regulations for vehicular sources, and overseeing local air quality
programs Local air quality programs are developed to maintain air quality at
levels such that the appropriate standards for an area are met.

The South Coast Air Quality Management District (SCAQMD) is the local
authority for air quality. SCAQMD responsibilities include adopting regulations
to control stationary sources, monitoring air quality information, and enforce-
ment of federal, state and local regulations.

The National Ambient Air Quality Standards (NAAQS) have been developed by
EPA and serve as national baseline standards. Primary and secondary standards,
sham in Table A-10 in Appendix 6.3A, are designed to protect health and public
welfare (including animals and structural properties), respectively. If the
standards are violated for a particular pollutant within the district, the
district is regarded as a Non-Attainment area for that year. However, should
the district meet NAAQS for a pollutant, the district would be designated as an
Attainment area.

The CARB alsohas developed California ambient air quality standards which
regulate those pollutants specified in NAAQS andprovide standards for sulfates,
hydrogen sulfide, ethylene, and visibility reducing particles. A violation of
California ambient air quality standards results whenever a state standard
concentration is exceeded.

The SCAQMD's New Source Review Rule (Rule 213) requires that certain
conditions be met before a permit to construct any major new stationary emission
source may be granted. Rule 213 defines a stationary source as "a unit or an
aggregation of units of non-vehicular air-contaminant-emitting equipment which
is located on one property or on contiguous properties; which is under the same
ownership or entitlement to use and operate: and, in the case of an aggregation
of units thoseunits related to one another.n
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3.1.2 IMPACTS

3.1.2.1 Air Emissions Inventory. Project-related emissions are
categorized as direct, indirect, and construction-related.

Direct sources of emissions are usually defined as being stationary or
non-mobile sources located at the project site. However, mobile equipment, such
as bridge cranes and yard hostlers, are included within the Scope of these
sources because they do not leave the project site. These sources are sum-
marized in Table 4.

Indirect sources usually are defined as equipment or activities which are
related to the project but may generate emissions at a site other than the
project. These sources are usually mobile in nature and travel to and from the
project site. However, emission sources, such as power generation stations, may
add emissions to an area, such as the South Coast Air Basin, in the process of
providing electricity for the project. These sources are summarized in Table
4.

Emissions from project construction activity are usually included within
the scope of air emissions. These emissions are usually considered transitional
in nature because of their temporary duration. However, in projects with
multiple phases, these emissions may account for a considerable portion of the
overall emissions scenario. These sources are summarized in Table 5.

3.1.2.1.1 Construction Emissions

3.1.2.1.1.1 Construction equipment emissions. The air pollu-
tant emissions generated in the construction phase of the project include those
emitted by equipment used to provide materials to the project, equipment used to
construct the project, and vehicles used to transport construction workers to
and from the project site. Construction emissions are usually limited to those
pollutants at the project site. H-ever, emissions generated by vehicles which
provide construction material from off project sites and workman vehicles used
to transport workers to and from the construction site ate also included.

The anticipated Construction activities are categorized by activity type,
location, and phase of project in Table A-l of Appendix 6.3A. This table
discloses the construction activity by phase, the type of equipment required for
this activity, number of pieces of equipment, equipment fuel consumption,
duration of use, and the quantity of air pollutants generated by equipment type
and activity. Due to the phased nature of the project and the concurrent
overlapping activity of different construction aspects, the missions are
representative of all emissions produced within a particular activity. The
relation of these construction activities and their completion time is given in
Table 1 (Section 1.3).

Table 5 summarizes equipment emissions from construction activities of all
phases of construction. Generally, the major pollutants emitted from each
segment of the construction activity will be carbon monoxide (CO) and nitrous
oxides (No& The major sources of Co and N4, are bottom-dumping trucks,
cranes and sheep-foot, double-drum rollers.
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1983 81 29 377 24 26 480 136 630 85 47
1984 81 29 377 24 26 491 138 643 88 49
1985 81 29 377 24 26 505 138 646 91 50
1986 105 38 485 32 34 612 185 873 122 66
1987 105 38 485 32 34 630 189 874 127 68
1988 128 47 595 39 42 651 191 875 131 72
1989 128 47 595 39 42 679 195 880 137 76
1990 128 47 595 39 42 798 244 1106 172 92

1991 152 56 704 46 50 882 254 1128 177 96
1992 176 64 813 53 57 912 258 1140 182 101

y1993 199 73 922 61 65 948 264 1165 187 102
o\ 1994 199 73 922 61 65 1071 314 1408 224 121

1995 233 82 1030 68 73 1112 320 1431 227 125

1996 247
1997 256
1998 270
1999 270
2000 285

90
93
99

1139 72 81 1207 330 1459 233 132
1181 78 84 1334 384 1709 269 149
1248 82 88 1388 394 1738 278 154
1248 82 88 1444 400 1768 287 164
1316 87 93 1590 451 2024 322 179

STATIONARY
al Hc PART

TABLE 4

IC!l’F PFWECI! EiISSICNS
(1Wdw )



 TABLE 5
SrnY OF cmNmuKYI(rs MISSIcwi

EMISSIWS

8-Y PHASE I CONSTROCTION (1983)

Site 'Preparation/Excavation
Grade Separation/Alamda  Street
Railroad Tunne1/223rd Street
Alameda Street/223rd Street Rw
Utility Construction
Site Construction
Building/Administrative, Maintenance

Y SU'lMARYF'HA!3EII (JmmRuTIcN (1991)
4

Remte Storage Construction
Railroad Track Construction

SlMMARY PHASE III c(wsTRucTION (1996)

Remote Storage Construction
Railroad Track Construction

PKAJEC!l?nrrAL 808,400 77,700 23,900 334,500 28,000 19,900

iXDW/ACTIVITY
a3 Hc !XbF--PART

208,700 22,700 7,600 91,300 6,700 6,000
92,300 8,400 2,600 35,200 2,500 2,100
28,800 3,900 1,100 16,700 1,200 900
35,000 2,200 600 9,700 700
54,000 3,100 800 13,200 1,000 ii:

113,900 10,700 2,900 47,700 3,200 2,600
42,400 3,200 900 13,900 1,000 900

575,100 54,200 16,500 227,700 16,300 13,800

36,100 4,000 1,300 18,300 1,300 1,000
26,700 2,300 700 9,900 700 600

62,800 6,300 2,000 28,200 2,000 1,600

106,600 11,900 3,8hO 53,000 3,700 3,200
64,000 . 5,300 1,600 25,600 6,000 1,300

.
170,600 17,200 5,400 78,600 9,700 4,500

l

- e s - ------- m-e--_ ------------ ------ -a-----we--- ====== --w-e-----



Comparison of construction emissions to emissions from off-road motor
vehicle within the South Coast Basin and Los Angeles County (CARB, 1980) and
building construction emissions indicates that project emissions in all phases
represent insignificant air pollution levels.

3.1.2.1.1.2 Construction Worker Transit Emissions. The number of
automobiles required for construction worker transportation, automobile fuel
consumption, and the resulting emissions for each construction phase is shown in
Table A-2 of Appendix A. The to the phased, overlapping nature of each con-
struction activity, air pollutants calculated for construction worker transit
are based upon the duration of the largest construction activity.

3.1.2.2 Operation Phase Emissions.
produced from both mobile and stationary aspects of the project.

Operational emissions will be

emissions will be produced by equipment located at and confined to the project
site, such as bridge cranes and yard hostlers. Additional emissions will be
produced off the project site by the production of project-required electrical
energy by an electrical generating station. Mobile emissions will be generated
by unit trains traveling between the project site and the downtown Los Angeles
railyard. Further mobile emissions will be generated by trucks and automobiles.
Heavy duty diesel trucks will be employed to transport containers from their
entry in both ports and additional sites to the project facility and vice versa.
Employees traveling to and from theproject facility will produce emissions from
the use of their automobiles.

3.1.2.2.1 Operation Stationary Emissions.

3.1.2.2.1.1 Energy Consumption Emissions. Air pollutants
will be generated with the production of electrical energy which is utilized at
the project facility. Total operational electrical energy utilization for the
years 1983 through 1986 is estimated at 9,600,OOO kilowatt hours (KWH). Fran
1987 through 2000, the total consumption is estimated at 39,200,OOO KWH.

The following table estimates the project air pollutant emissions generated
based on the yearly electrical energy consumption for these two periods:

Table 6. ELEcTRIcALm GEERATICN EZQSSICNS (Lbs/Year)

c o Hc NOx sox Particulates

1983 - 1986 360 20 33.20 19 58

1987 - 2000 420 23 3640 22 67
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3.1.2.2.1.2 Project Equipment Emissions. The use Of bridge
cranes to load containers from prestaging areas onto the rail cars and the use
of yard hostlers to transport containers and chassis to various areas of pre-
loading will generate air pollutants.

Tables A-3 h A-4 of the Appendix A discloses the amount of air pollut-
ants for each category of equipment based on yearly and daily fuel consumption.
Table 7 summarizes the fuel consumption, both yearly and daily missions, for
operational emissions of all equipment categories.

Both bridqe cranes and yard hostlers will generate nitrous oxides and
carbon monoxide in quantities which will exceed the new stationary sources level
of significance set at 150 lbs of each pollutant per day (except CO which is
750 lbs/day). Yard hostler emissions will exceed permissible N% levels
beginning 1983 and continuing throughout all project phase years. Bridge cranes
will generate significant N4, emissions from 1983 throughout project phase
years and significant levels of CO from 1993 through 2000.

The above emission projections are somewhat limited by several factors.
First,. the emission factors used to calculate these emissions are only projected
to 1990. The current trend for these emission factors declines with increasing
years. Therefore, project missions for these categories of equipment from 1991
to 2000 could be expected to emit less than those emissions represented as based
upon a fixed 1990 emission standard. Also, these emissions do not consider
increases inemission control technology for future years. Future technological 
advances could account for significant emission reductions. Finally, the net
emissions from ICTF equipment aperations and operation of the same equipment in
the Los Angeles facility cannot be accurately predicted. The operation of
bridge cranes and yard hostlers at the ICTF facility will most certainly elim-
inate the use of similar equipment at the Los Angeles facility. This displace-
ment of equipment use will also incorporate new equipment at the ICTF facility
which represents the best available control technology for air emission, thus
decreasing emissions for the same equipment used at the ICTF site. Design of
the ICTF site will allow a higher efficiency for rail/container operations, thus
decreasing overall equipment deployment and decreasing emissions from use of
equipment.

3.1.2.2.2 Operation Mobile Emissions. Air pollutant emissions
will be generated from operations which are not located at the specific project
site. These operations generally emit air pollutants in the process of trans-
poking project-related items from one area to another. Thus they contribute to
the general air quality of thearea and the SouthCoast Air Basin. The mobile
sources of air pollution of this project are derived from trucks transporting
containers to and from the ICTF facility and unit trains which will transport
containers to and from the Los Angeles container facility;

3.1.2.2.2.1 Truck Emissions. Truck transport of containers
to and from the proposed facility will generate air pollutants. These emissions
will usually be generated off the project site. Overall, the emissions generat-
ed by trucks on-site or awaiting entry into the site are considered negligible
compared to overall transit emissions.
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TABLE7
BEWI(TJAL#QXF'MENl!ENISSICNS

CKMBINEDBRIDGE  CRANEANDYARD KX%LEREMISSICNS

Year

Fhase I
1983
1984
1985
1986
1987
1988
1989
1990

Phase II
1991
1992
1993
1994
1995

Fhase III
1996
1997
1998
1999

(lhshear)

p\lel
Chsuned CD tic!
(Gallqns) N4( =x Part

286,200 29,192 10,733 134,227 P,9B 9,588 784 80 29 368 24 26
286,200 29,192 10,733 134,227 8,929 9,588

:
784 80 29 368 24 26

286,200 29,192 10,733 134,227 8,929 9,588 784 80 29 368 24 26
370,800 37,821 13,905 173,905 11,569 12,422 1,016 104 38 476 32 34
370,800 37,82l 13,905 173,905 11,569 '12,422 1,016 104 38 476 32 34
455‘500 46,461 17,081 213,629 14,211 15,259 1,248 127 47 585 39 42
455,500 46,461 17,081 213,629 14,211 15,259 1,248 127 47 585 39 42
455,500 46,461 17,081 213,629 14,211 15,259 1,248 127 47 585 39 42

540,200 55,101 20,258 253,354 16,854 18,097 1,480 151 56 694 46 50
624,900 63,740 23,434 293,078 19,496 20,935 1,712 175 64 803 53 57
709,600 72,379 26,610 332,802 22,140 23,772 1,944 198 73 912 61 65
709,600 73,379 26,610 332,802 22,140 23,772 1,944 198 73 912 61 65
794,200 81,008 29,783 372,480 24,779 26,606 2,176 222 82 1,020 68 73

878,900 89,648 32,959 412,204 26,422 29,444
911,000 92,922 34,162 427,259 28,423 30,519
963,600 98,287 36,134 451,929 30,064 32,281
963,600 98,287 36,134 451,929 30,064 32,281

2000 1,016,100 103,642 38,103 476,551 31,702 34,039

WILY CPERM!ICNAL EMISSICNS
(1W~Y 1

Fbel
Consumed CO Hc
(Gallons)

N4( 94, Part

2,408 246 90 1,129 72 81
2,496 255 93 1,171 78 84
2,640 269 99 1,238 82 88
2,640 269 99 1,238 82 88
2,784 284 104 1,306 87 93



Tables A-5 to A-9 of Appendix 6.3A show the emissions generated from two
points of origin within the Fort of Los Angeles, the Port of Long Beach, and
other nearby localities to the project site respectively. Table 9 illustrates
the emissions which would be generated with no project, utilizing the same
number of truck trips from the same localities to the downtown railyard based
upon projected container proportions from the above localities to ICTF.

Truck emissions summarized in Table 8 shows a project versus ho project
scenario for five major air pollutants. The differences in project vs. no
project emissions are also listed in this table to illustrate the sizeable
savings of air pollutants which would follow with initiation of the project.
The net air pollutant savings are amidered a significant beneficial impact to
air quality within Los Angeles County and the South Coast Air Basin based upon
criteria currently used by the South Coast Air Quality Management District
(SCAQMD, 1980).

3.1.2.2.2.2 Rail Emissions. Rail transport of containers
between the ICTF facility and Los Angeles will generate air pollutants. The
rail activity will generate practically all emissions off the project site and
shall be considered on the basis of contributing to the air pollution of the
immediate area, Los Angeles County, and the South Coast Air Basin.

Table 8 shows the five primary air pollutants which will be generated
by the rail activity of unit trains transporting containers. The daily and
yearly emissions are based upon the number of unit train round trips per day and
the fuel used in the round trip between the ICTF and the Los Angeles rail
terminal. These rail activities will produce substantial quantities of carbon
monoxide and nitrous oxides,
localized air quality.

which will contribute to the degradation of

3.1.2.2.2.3 Employee Transit Emissions. The number of
project employees will increase with the phased expansion of the project.
The total number of employees is anticipated to range from 70 (single shift,
Phase I) to 320 double shift, Phase III). Transit of these employees to
and from the project will produce air pollutants.
lated in Table 10.

These pollutants are calcu-

Project air poll&ion emission which arise from mobile and stationary
sources that are either without feasible mitigation or without regulatory agency
control are considered unavoidable. Mobile on-road vehicle sources of air
pollution are appreciably reduced by functional control&vices such as cata-
lytic converters. However, mobile off-road vehicle sources, such as construction 
equipment and associated equipments, are not subject to these same emission
control requirements and should be consideredas unavoidable.
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1Cl’F VUJtK UUSICNS  Sl.W4hU&
MIssIa4s  (ltm/daY)

la?qmwa m IC ml sox MRl’IClJLA’llCS---____ -__-------  --___-- _-----_

RID IRIpsE/ No Nm ND ICIT NEr Ia KTF tam N3 KTF REX H) Km Nm m JcrF NW
MY FKU. Ffw BD(EPIT FKAJ. PRW. WIT KCU. PRCIJ. WIT PfUN. PRQI. BNFIT  PKhJ. PfW. FWFIT PKU. PIUN. RWIT-- -------__-__e..

FWASL  I
1983 413 4.724 20,650

22,900
25,350
28,150
31,300
34,7M

546 188 ‘360
608 209 399
645 230 415

685 2%762 277 :lz
044 290 546
930 332 606

1,339 169 1,170
Jr474 163 1,291
1,509 187 1,322
1,539 190 1.349
1,566 192 1,376
1,561 193 1,368

119 45 74 1,628 198 1,430
123 41 76 1,653 200

m
_1d51
10,779

128
142
157
174
194
215
239
265

266
308
333
360
390

420
453
4R9
520

30 98
33 109
36 121
:t 149 134

49 166
ii 204 164

l-m

65 221
70 230
75 256
86 274
89 301--e-w

1,292

1x: 325 350
112 377
121 399

90

1::
122
136
150
163
J65

200
216
233
255
273

294
317
343
364

2’: 69 76
24 86

2830 1::
34 116

ii ::;-a-
819

45 155
50 166
51 IA2
58 197
62 211

Sii

60 226
73 244
70 265
aI3 276

-21 -;;g

904 3,050

15,926
17,657
19,554
21,721
24,136
26,765
29,744
32,950
U&455

1964 450 5,243
1985 507 5,796
1986 563 6,429
1987 626 7,169
1988 694 7,935
1989 771 8,806 36,550

1990 854 2$ii 3#$!

PIWE II
1991 922 10,525
1992 996 11,367
1993 1,076 121300
1994 1.162 13.263

E

1995 1; 258  II-375
diEi

46,100
49,800
53,800
56,100

J,O39 i67672
s,Tis  *

35,575 1,122 396 726 133 51 82
36,433 1,212 426 766 143 55 86
41,500 1,309 462 047 155 61
44.017 1.414 5M 914 167 64 1::

1,765 216 1,569
1,928 220 1,700
2,083, 253 1,636
2,249 273 1,976
2,435 296 2L!P

9,2Jl
1;531 541 -9!30 161 70 111

4,263 3W

FIIASE  III
m,35!i 15,475
1997 Jr463 16,706
1998 1,580  18,036
1999 1,676 19,515

67,750 52,275 1,649 562 J,b67 195’ 75 120 2,625 318 2,307
733J50 56.442 1,780 624 1,156 210 81 129 2,632 342 2,490
79,000 60,964 1,923 676 1,245 227 91 136 3,059 371 2,668
83,900 64,365 2.042 734 1,300 241 97 144 3,240 401 ?,647

265 102 163- - -331
2000 1,644 21 046

-3ihlii
3,510 434 .3,J36 571 129 442 400iJ,ILiS - - - *;e's? .---

mtal  18,220 2OE,475  9JJ,OOO 702,525 22,295 7,892 14,403 2,729 1,051 1,676 36,105 4,644 33,461 5,644 1,294 4,350 3,954

a ASSIXW a mixture OF round trip miles am3
b ~wccer schcrr, -Air @lality  Ilandbook for

1903 - 1990 Dnlssbns  Factors.

average speeds. Please consult LmJJvlduaJ calculation tables for each acea.
EIR’S.” (cm. 19eo). Oased on Callfornla  State t~vlry Exhaust EIalssions,  Wavy Trucks,



YFIAR

Phase I
1983
1984
1985
1985
1987
1988
1989
1990

TRMNR3UND
TRWS/Il?iY

Phase II
Y 1991 4
tf 1992 4

1993 4
1994 5
1995 5

Fhase III
1996 5
1997 6
1998 6
1999 6
2000 7

ICTF

rwEiL-1~

TABLE9
RAILExIssIaa

(=I (@a

1

ccJticNoxsQi PART
PEiRlxY F%RYEAR DULY

952 348,210 171 94 448 54 24 62,678 34,473 163,659 19,983 8,706
952 348,210 171 94 448 54 24 62,678 34,473 163,659 19,983 8,706
952 348,210 171 94. 448 54 24 62,678 34,473 163,659 19,983 8,706

1,431 522,315 258 141 672 81 36 94,017 51,710 245,489 19,983 13,058
1,431 522,315 258 141 672 81 36 94,017 51,710 245,489 19,983 13,058
1,431 522,315 258 141 672 81 36 94,017 51,710 245,489 19,983 13,058
1,431 522,315 258 141 672 81 36 94,017 51,710 245,489 19,983 13,058
1,908 696,420 344 189 897 110 48 125,355 68,946 327,318 39,696 17,410

1.908 696,420
1;908 696;420
1,908 696,420
2,385 870,525.
2,385 870,525

2,385 870,525'
2,862 909;630
2,862 909,630
2,862 909,630
3,339 1,218,735

co ir.

344 189 897 110 48
344 189 897 110 48
344 189 897 , 110 48
429 236 1,120 136 60
429 236 1,120 136 60

429 236 1,120 136 60 156,694 86,182 409,148 49,620 21,764
514 284 1,346 164 72 188,034 103,419 490,976 59,544 26,116
514 284 1,346 164 72 188,034 103,419 490,976 59,544 26,116
514 284 1,346 164 72 188,034 103,419 490,976 59,544 26,116
602 330 1,569 191 84 219,372 120,656 572,805 69,468 30,468

PART

125,355 68,946 327,318 39,696 17,410
125,355 68,946 327,318 39,696 17,410
125,355 68,946 327,318 39,696 17,410
156,694 86,182 409,148 49,620 21,764
156,694 86,182 409,148 49,620 21,764

a. Assums average fuel consunption of 63.5 gallons/hr for each 3,000 hp diesel unit for ea& 2.5 hour round trip.
Based upon 3 diesel engines/unit trains. (Personal connnmication SP railroad.)

b. Source: EPA AP-42



Table-10

IcllFpIpuY!mETRz!NsITmIssIcus

Year EYPLuYEm
No. OF TRANsrJp EMSSSICNS (L&/day@

co lit N4t s4,

PHASE1

I.983 140 2,340
1984 140 2,340
I285 140 2,340
I.986 140 2,340
1987 140 2,340
1988 140 2,340
1989 140 2,340
1990 140 2,340

PmsE II

1991 229 l 3,820 142 14 . 3
I . 9 9 2

z

3,820 142 14
I . 9 9 3 3,820 142
1994 3,820 142 ii

:
3

I . 9 9 5 iii 3,820 142 14 * 3

PE?w III

I.996 3l8 5,300 2
1997 318 5,300 2
1998 318 5,300 196

1999

2.

iii
5,300

2000 5,300 :

l2l
Ill
104
98

;1"
89
87

I2
I3
lo

9

ii
9
8

I.3
I.2

ii

ii
10
9

a. Eased upan 20 mile ramd trips at an average speed of 30 nrph. Assumed
carpooling factor of 1.2 employees per vehicle.

b. SCWQ, 1980~
c. SCIQID, 1982.
d. -, 1977.

3-14



Project implementation will produce a subsequent increase in electrical
power consumption- This electrical power will be generated by electrical power
generating stations which must bum fossil fuel or natural gas for this produc-
tion. This fuel consumption will produce pollutants which will contribute to
the existing degraded air quality within the SCAB. This condition is con-
sidered unavoidable.

3.1.3 CUMULATIVE IMPACTS

The preceding air quality impact analysis shows that although there is the
potential for significant localized &verse impact to air quality with project
implementation, there will not be a significant cumulative impact upon local or
basin air quality from truck activities. The net beneficial cumulative air
quality impacts of the proposed project truck activity will significantly
enhance efforts to achieve air quality goals set forth in the Air Quality
Management Plan for the SCAB.

3.1.4 MITIGATIONS

Mitigations which originate on the state, regional, or local levels may
effectively reduce air emissions in the South Coast Air Basin and offset emis-
sions produced by project operation. These control strategies, whether imple-
mented or proposed, could affect emissions as follows:

O Application of Control Technology to Stationary Sources

Application of best state-of-the-art control technology to stationary
sources of pollution within the SCAB will reduce hydrocarbons and nitrous
oxides, which are known precursors to photochemical formation of oxidants,
collectively called smog.

Measures which have the potential to reduce specific project emissions
include:

Construction

O Emissions from construction equipment and activities will be mitigated
to the extent that construction projects will be of temporary duration
and phased throughout project development. Total construction time is
anticipated to be 51 months phased throughout 17 years of project devel-
opment.

O Dust abatement during construction will be limited to the application of
water to control fugitive dust missions. Watering twice daily can
achieve a SO percent reduction of these dust emissions (EPA AP-42).

O Emissions generated by construction worker transit to and from the
project site can be mitigated with the use of car pools and ride-sharing.
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Operations

0 Implementation of the ICTF project will significantly reduce air pollu-
tants generated from trucks which transport containers. The location of
a container transfer facility near the ports incoming and outgoing
container operations will significantly reduce the round trip miles
presently required for transport of containers to the Los Angeles
container-rail facility.

0 Implementation of the ICTF project will reduce air pollutants generated
from rail container handling equipment. Upon project implementation,
containers would be loaded upon unit trains at the ICTF. This would
cause a subsequent decrease of container loading activity at the LOS
Angeles facility. The ICTF project has the potential of greater con-
tainer handling efficiency than the Los Angeles facility. Additional
benefits in air pollutant conservation will be derived from the use of
container handling equipment which incorporates the state-of-the art
air pollutant control technology.

oAir pollution emissions, generated from employee transit to and from the
project can be: effectively minimized with car pooling and ridesharing.
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3.2 WATER QUALITY
SUMMARY

Setting:

Water quality within the harbors is strongly influenced by inputs from the
major flood control channels (L.A. River and Dominguez Channel). The ICTF
site will drain into the Dominguez Channel through a storm drain con-
structed previously for this site in 1971. Water quality in Consolidated
Slip (Dominguez Channel enters Los Angeles Harbor at Consolidated Slip) is
marginally acceptable (dissolved oxygen level of 5+ rng/l), with tie slip
having poor circulation, weak flushing action, and-inputs from Dominguez
Channel. The water quality within Dominguez Channel is below accepted
standards.

Impacts:

Paving of the project site will cause changes in absorption and drainage
  patterns at the location. The water quality of storm water draining into

Dominguez Channel will. be typical of pavement runoff. Inputs of storm
water from the ICTF to the Dominguez Channel will be insignificant compared
to the volume carried by the channel after a period of rainfall.

Hazardous or toxic chemicals spilled at thee site have the potential of
reaching the channel and affecting harbor water quality. Spill containment
controls will be incorporated into the project to prevent spills from
reaching the channel (see Section 3.6).

Mitigations:

Storm drain design will incorporate oil and grease traps in the storm
drains within the maintenance areas. Procedures will be developed to
control and clean up spills of liquid or dry chemicals that have the
potential of affecting water quality within Dominguez Channel or the
harbors.
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3.2 WATER QUALITY

3.2.1 SETTING

Los Angeles and Long Beach Harbor receive rainfall drainage from approxi-
mately 926 square miles of the South Coast Basin. A portion (about 33 sq. mi.)
flows directly into Los Angeles Harbor. The major drainage of the basin is
through the Los Angeles River (which drains approximately 826 sq. mi.) and the
Dominguez Channel (which drains approximately 67 sq. mi.). Water quality within
the harbors is strongly influenced by these inputs, especially after a storm
system has passed through the basin.

The ICTF project site will drain into the Dominguez Channel through a 78
inch storm drain previously constructed for the site in 1971. The channel
enters the Los Angeles Harbor at the Consolidated Slip in the Inner Harbor.
Within Consolidated Slip circulation is poor, flushing action is weak: however,
water quality is marginally acceptable with a dissolved oxygen level of S+.
Water quality problem in Dominguez Channelhave pronounced effect upon water
quality in consolidated slip.

Water quality within the channel varies widely. It is strongly influ-
enced by inputs of storm water runoff and waste water discharges.

The Los Angeles Harbor Department has recently undertaken a water quality
survey of the Dominguez Channel, sampling two stations (Station Nos. 1 and 2)
near the proposed project site (Figure 29). Transparency at the stations has a
mean value greater than 6 feet, and temperature averages 16.8oC. Disregarding
the samples taken after rain, dissolved oxygen (D.0.) averages 2.6 to 2.9 mg/l
and biochemical oxygen demand (B.0.D.) averages 0.6 to 0.7 mg/1. Nitrates and
sulfates in the channel are negligible. Salinity normally averages greater than
26.0 ppt total salts. A halocline develops within the channel after a period of
rainfall, with a fresh water layer atop the water column. The tidal prism
apparently moves upchannel on the bottom, and drainage flows downchannel on the
surface.

The Los Angeles Harbor Department monitors two stations in Consolidated
Slip (LA SO h LA 51) and one at Holiday Harbor Marina (LA 49A) as part of an
ongoing monthly Harbor Water Quality Survey (Figure 29). The water quality at
these stations is influenced by the water quality within the Dominguez Channel.
The history of the stations show an increase in water quality in the area that
can be directly attributed to controls placed on waste discharges into Dominguez
Channel by the California Regional Water Quality Control Board (CRWQCB).
Before 1971 dissolved oxygen averaged well below 5 mg/l at all stations (CRWQCB
minimum attainment goal for D.O. is 5.0 mg/l). Since 1971, station LA 50
located at Berth 200B has averaged 5.5 mg/l D.O., station LA 51 at Berth 200H
has averaged 5.1 mg/l D.O. at 20ft and 5.8 mg/l D.O. at the surface, and station
LA 49A in Holiday Harbor has averaged 5.9 mg/l D.O. at the surface. All
stations average over 6 feet transparency with the mean annual water temperature
ranging from 16.PC to 17.8oC.
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3.2.2 IMPACTS

Paving of the ICTF project site will cause changes in absorption and
drainage patterns at the location. The site will receive very little percola-
tion: instead, water runoff will flow into a storm drain system eventually
dumping into the Dominguez Channel.
rainfall over the site.

Inputs to the channel will only occur after

The water flowing into the drain will be typical of pavement runoff
throughout the basin.

Storm runoff flowing dawn Dominguez Channel affects harbor water quality.
Storm water washes off dirt, organic matter, and trash from paved surfaces into
flood control channels.
levels.

The materials give the runoff relatively high B.O.D.

water.
This translates to temporary lowering of the D.O. in the receiving

life.
Water with lowered D.O. becomes less capable of supporting animal

Inputs of storm water from the ICTF to the Dominguez Channel will be
insignificant compared to the tremendous volume carried by the Channel after a
period of rainfall. A 0.5 inch rain over the site (exceeded only 9 days per
year, SCAQMD 1980) would put approximately 2.17 MGD of runoff into the Channel.

Hazardous or toxic liquid chemicals, if spilled at the project, have the
potential of reaching the channel and affecting harbor water quality. The
careful operation of the project will limit these chances, Spill containrent
controls have have incorporated into the project to prevent the spill from
reaching the channel (see Section 3.6). Containers carrying hazardous materials
will be segregated in a specific area which will be designed so spilled liquids
will be directed to a central sump area.
during operation also have

Dry chemicals spilled at the project
the potential to

runoff from rainfall.
be washed into the channel with the

Proper clean-up procedures after a spill will limit the
impacts of this occurrence.

is

3.2.3 UNAVOIDABLE ADVERSE IMPACTS

Input of storm water runoff from the ICTF site to the Dominguez Channel
unavoidable.

to
Cumulative impacts to harbor water quality from the project are expected

be insignificant

3.2.5 MITIGATIONS

Storm drain design will incorporate oil and grease traps in storm drains
at the maintenance areas.
up

Procedures have been developed to control and clean
spills of liquid or dry chemicals that have the potential of affecting water

quality within Dominguez Channel or the harbors.

3-20



3.3 HABITATS AND BIOTA
SUMMARY

Setting:

Terrestrial Plant and Animal Communities. The proposed project site
consists of extensive areas that are vacant or covered with asphalt,
gravel or sandy dredged material. The plant community consists principally
of invading or pioneer species. Few animal species utilize the site.
There are no unique biologic habitats on or adjacent to the site. No rare,
endangered, or threatened species of plant or animal are known to utilize
the site.

Marine Communities. The Dominguez Channel will receive storm water runoff
from the ICTF site. Species diversity is generally low, since most animal
species are not tolerant to the extremes experienced in the channel. Small
fish species, such as the topsmelt, are the most abundant species observed.

Impacts :

Terrestrial Plant and -Animal Communities. Construction and operation of
the proposed project will result in elimination of most existing terres-
trial habitats for flora and fauna at the project site. However, the
impacts on the quantity and diversity of specie; and habitat Will be
insignificant.

Marine Communities. Impacts to marine communities will not be significant,
since the amount of storm water runoff from the ICTF will be minor relative
to total storm water runoff input to the Dominguez Channel.

Mitigations:

No mitigations for loss of habitats and biota are necessary.
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3.3 HABITATS AND BIOTA

3.3.1 SETTING

3.3.1.1 Terrestrial Plant and Animal Communities. The proposed
project site is essentially a flat unimproved parcel. There are extensive areas
that are vacant or covered with asphalt, gravel, or sandy dredged material. The
soil cover the majority of the site is sand, silt, and clay. The site is
characterized by several vegetation types, including coastal strand, volunteer
native and introduced plant species common on disturbed terrain, and agri-
cultural crop vegetation.

The proposed site has scattered patches of flora. In a plant survey in
November 1981, the plant species listed in Table 11  were identified. The
vegetation consisted principally of invading or pioneer species. Many of the
plants are annuals and are characteristic of highly disturbed environments.
Table 12 is a species list of plants previously identified in the LAHD classi-
fication yard area (Macmillan Oil Company Final Environmental Impact Report,

This list is representative of plant species that may be found at the
site during the year.

In addition to naturally-occurring plant species, a variety of agricultural
crops and species of commercial flowers are cultivated in the SCE transmission
line right-of-way.

Little fauna (animal) life was observed at the site. There are indica-
tions (from observation and previous reports) that ground squirrels, lizards,
gophers, jack rabbits, brush rabbits, small rodents, and domestic animals (dogs
and cats) frequent the site. Numerous mourning doves and occasionally birds of
prey, including burrowing owl, forage at the site.

There are no unique biologic habitats on or adjacent to the site. No rare,
endangered or threatened species of plant or animal are known to utilize the
site.

3.3.1.2 Marine Communities. The Dominguez Channel is a major flood
control channel of the Los Angeles County Flood Control District. The channel
drains tributary channels in the south bay region, and ultimately empties into
the Consolidated Slip of Los Angeles Harbor.
is generally poor.

Water quality within the channel
The channel will receive storm water runoff from the ICTF

site.

Most animals are not tolerant to the extremes experienced in the channel.
Fish species live in the water column of the tidal prism during dry periods,
but disappear during and immdiately following a period of heavy rainfall. They
reappear within a short period after the tidal prism is reestablished (Port of
Long Beach, 1976).

Sampling made for thermal effects studies of discharges into the channel
(Truesdail  Labs 1971) found limited marine biota along the tidal reach. No
significant amount of plankton was observed, and there was a near absence of
benthic organisms in the anaercbic bottom,
The most abundant species observed.

The topsmelt Atherinops affinis was
The mosquitofish Gambusia sp. is a fresh-

water species tolerant of the brackish waters at the upper end of the tidal
prism.
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~?~TSPECIE!~IDE~~TIFIEDA!PZHE  PEiDEoSEDICTPSITE
Ql A FZEID SURVEY, NOEMBER 1981

ConnmnNcime Scientific Name

Sal-h
'We fat
mstard
Ebitepigweed
Hermda grass
colnaons~lower
Cam@mrweed

Khite Melilot
Tree tobacco
Wild radish
Castor bean

 Russian thistle

Atriplex rosea
BaccharisTiiLea
Brassica geniculata

Heterotheca qrandiflora
Malva parviflora
iGEiotus alba
Nicotianasca
Raphanus sativus
RiCillUS comunis
Salsola postifera
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Scientific Names

zweed,Telegraphweed
Wild barley
Prickly lettuce
Lepidium
Lepidospartum
Italian ryegrass,Australian

rye g==
meese-weed
white melilot
Yellow Iaelilot
1ceplant
Fig marigold
Tree tobacco
-1ygarwm
Wiregrass,Yardgrass
Beard Beard grass
Wild radish
Castor bean
Curly dock
Russian thistle
Club rush, Three square
Tumble-mustard
Camwn sow thistle, Hare's Lettuce
S-b
cocklebur

Chrysantkmm coronarium
Conyzabonariensis
Coronopus didyms
Cynodon dactvlon
Cyperus esculentus
Distilchlis*spicata
Erigeron sp.
Erodiumbotrys
FestucaFestucamyuros
Franseria acanthicarpa
Gnaphaliumsp.
Haplopapws venetus
Helianthus annus
Heliotropic curassavicum
Hemizonia australis
Heterotheca qrandiflora
Hordeum plaucm
Lactuca serriola

~~-~tum
Loliummultiflorum

* From Mamillan Oil Company Fiwl XR, 1974.

Malva parviflora
ZiTiotusalba
Melilotus indict
Mese¶nbrYaIlthexraJm  crystallinum

wantzbnum nudiflorum
Nicotiana glauca
Polyqonum arenastrum
Polypoqon aviculare
Polypogon monsnoliensis

CcaImamlS
Rumxcr-
Salsola postif era

Sonchus cluraceus
Staphamerin vifqata
Xanthimstrumarium
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CmmonNam

Tulnbld
Narrow - leafmilkweed
oat
Baccharis
Mule fat

  Saltbush
Mustard
=?&9J~=s

Red brcme
-W-=0=
ZMa.loto, Noon thistle
Whitepigweed,White goosefoot

Lamb's quarters

zig?"""
Wart cross
Bermuda grass, Devil grass
-a, Rush-nut
Salt grass
Fleabane
Storksbill
Rat's=tail fescue
Franseria

WWWP=
Comonsunflower

Brcmusmolis
Branus rubens
cardaria draba
CentaureaXtensis
Chenopodiuaalbun



biota survey of the lower channel was undertaken for the Port of Long
Beach Shell Oil Pipeline RR (POLB, 1974). Benthic (bottom-dwelling) species
were in relative abudance, indicating that the condition of the bottom improved
after the previous studies- As in the earlier studies, no significant amount of
planktonwas observedo. Several species of algae were present along the bank and
on pilings. The biota observed in the two surveys are listed in Table 13.

3-3.2 IMPACTS

3.3.2.1 Terrestrial Plant and Animal Communities. Construction and
operation of the proposed project will result in the elimination of most exist-
ing terrestrial habitats for flora and fauna at the present site. The existing
vegetation will be removedr and most of the site will be covered with paving.
The plants would be permanently lost, but most of the animals would move to
adjacentareas.

The impact on the quantity and diversity of plant and animal species and
habitats will not be significant. The diversity of the plant and animal life
found at the project site is limited and characteristic of areas disturbed by
man. The area is regularly cut for weed control and fire abatement, Por-
tions of the site were used in the past for dredged material disposal and as a
drag strip.

The project will also result in the reduction of land available for agri-
cultural/horticulturaL crops. However, the amount of crops cultivated is
minimal and the reduction in acreage (approximately 60 acres) will be insig-
nificant, Ornamental landscape plants will be installed and will provide
limited habitats for animal life.

3.3.2.2 Marine Communities. Impacts to marine communities will not
be significant. Storm water runoff from the ICTF will be minor compared to the
total flow carried by the Dominguez Channel after a period of heavy rainfall
(see Section 3.2).

3.3.3 UNAVOIDABLE ADVERSE IMPACTS

Unavoidable adverse impacts on terrestrial biota and habitats within the
project site include: permanent loss of existing flora, loss of or disturbance
toexisting fauna,andreduction in terrestrial habitats available for fauna and
flora (including agricultural crop cultivation).

Inputs of storm water to Dominguez Channel is unavoidable, but will not
significantly imact marine comnunities when compared to the normal total flow
of the channel after a period of rainfall.

Project implementation will contribute to the incremental reduction of
terrestrial habitats for plant and animal communities, However, the terrestrial
habitats within the project site are disturbed and do not support unique or
diverse species of flora or fauna.

3.3.5 MITIGATIONS

No mitigations for loss of terrestrial biota or habitats are necessary.
material to be planted will provide limited habitats for animal
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Coelenterata:

obelia sp.

Mid2l:

Polychaetes various species

Mollusca:

Arthropoda:

Balanus amphitrite
Balanusglandula
5dmmus  oregonensis
HipplytiQe
Palaem&macrodactylus

Bzyozoa:

* CrYPtossulaPallasiana

Chordati,Osteichthyes:

Anchoa  compressa
Atherinopsaffinis
Clevelandia ios

towstor~gregata
Engraulismordax
Fundulus pamipinnis
Gambusiasp
Phanerodonkrcatus *
Seriphus politus

H#kOid

SeaHare
Dorid Seaslug
Slipper shell
Bay Mussel
StrigedSeaHare
Littleneck Clam

Acorn Barnacle'
AcornBarnacle
Yellow Shore Crab
Brackish Water Shrimp
*imp

BryOZOan

Deepbody  A=hw
Tapsmelt
ArrowGoby
shiner Surfperch *
Northern Anchovy
CaliforniaKillifish "
Mosquitofish
white Surfper&
Qaeenfish

source: Port of Long Beach (1976):
Shell0ilCo.PipelineEm
Truesdail Lab (1971):
Thernmn Effects Studies
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NOISE

3.4.1

3.4.1.1 Noise Assessment. A noise assessment study for the proposed
project was completed by J.J. Van Houten and Associates, Inc.. A COPY of the
noise study document "Noise Assessment Study for tie Intermodal Container
Transfer Facilty (ICTF)", is available for review at the LAHD, Environmental
Management Office, 425 S. Palos Verdes St., San Pedro, California. This assess-
ment includes measurements of the existing noise associated with rail and
arterial, traffic within the general vicinity of the site and at locations along
the rail and arterial system to the South and north of the proposed facility.
It also includes an assessment or noise levels which will be generated as a
result of the project's operation. Extensive measurements were obtained at the
southern Pacific Railroad (SPrr) transportation center in central Los Angeles.
This latter data was used to assess the future noise of: ICTF operations and
potential impact at nearby noise-sensitive locations.

Analyses were performed to assess and project the future noise associated
with rail movements, arterial traffic, and ICTF operations, both with and
without the project. For each noise source activity, the three phases of the
ICTF development were considered.

3.4.1.2 Noise Evaluation Criteria. Below. is a description or the
measures of sound level and noise exposure used to characterize and evaluate the
existing noise levels. These values were applied to make the assessment of the
impacts of noise emitted from the proposed ICTF and from associated activ-
ities upon certain noise receptor areas.

The scale of measurement which is most useful in community noise measure-
ment is the' A-weighted sound pressure level, commonly called the A-level or
dB (A). It is measured in decibels to provide a scale of pure tones within the
range and characteristics most consistent with that of people's hearing ability.
An analysis of recordings of A-level values for noise is useful in determining
the potential annoyance of sounds. For this noise evaluation the following
values were used:

 ° L99 -This value is representative of: a minimum A-weighted sound level,
that is exceeded 99 percent of the time by higher sound levels during theperiod
when the sound measurements were taken. - 3

* L90 - This value is indicative Of a near minimum A-weighted sound level.
This value is exceeded 9O% of the time by higher sound levels.

- This value represents the central tendency of tie sound levels
This A-weighted sound

during the measurement period.
level is exceeded 50% of the time

o L10 - Sound levels recorded at this value are near the maximum A-
weighted sound levels for the area surveyed. Only during 10% of the
measurement time are noise levels recorded greater than this value.
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O L1- This value is representative of a maximum A-weighted sound level
This is exceeded only 1% of the time during the period when the sound
measurements were taken-

“Les - This represents the Equivalent Sound Level and is useful to
characterize environmental noise. k is detined as an A-weighted
sound level which contains the sam sound energy as the variable sound
energy measured during a specific timeperiod.

Measures of the values above were obtained to provide representative samples cf
the existing noise during the time period being examined (e-q., peak traffic
period, morning, afternocn, niqht, etc.);
tion criteria were calculated:

then the follcwinq noise evalua-

O Community Noise Equivalent Level (CNEL)

It is recognized that a given level ot noise may be more or less tolerable
depending on the duration of exposure and the tme of day the noise was experi-
encedbyantiividual. The CNEL takes into account the duration and when
the noise is encountered. This measure considers aweighted averaqe sound level
for the evening hours (7:OO p.m. to 10:00 p.m.) increased by 5 dB and the late
evening and early morning hours (10:00 p.m. to 7:00 a.m.) increased by 10 dB.
In general, early evening noise exposures are penalized +5 dB, and later noise
exposures are penalized +10dB.
are not adjusted.

Daytime noise levels (7:OO A.M. to 7:00 P.M.)

O Sound Exposure level (SEL)

The SEL, or the Single Event Noise Exposure Level, is a sound measurement
that indicates the maximum sound energy perceived above background sound
levels over a short period of time.
the maximum noise

For example, the SEL can best aescribe
exposure emitted by apassingtrain, truck or airplane (see

Table‘81 and Figures Bl-86 in Appendix 6.3B).

3.4.1.3 Wise Source And Level Characteristics And The Decibel Scale.
In order to assist the reader to understand how a decibel (c3) reading may
be related tc everyday sound level experiences, the following figures are
provided in Append&x 6.3B: Flqure 87 (Representative Noise Sources and Sound

Levels) and Fiqure B8 (Outdoor Noise Exposures at Various bcations).

To the human ear, each 1O dB increase seems twice as loud.
the decibel scale resembles the Richter Scale for earthquakes.

In some ways,
Thedeciklis a

logarithmic value of a ratio cetween a reference sounduower and a sound uower
transmitted in a sound wave: therefore, tar every one decibe1 increase in sound,
there is a-ten fold increase in the sound enercy received. For a norm1 'human 
population, the begin&q threshold for hearing-is between 16 and 20 dB: and the
threshold of pain and probable hearinq loss is 130-149 dB. The human ear also
does not hear all sounds squally. Because hearing also varies widely between
individuals, what may seem loud to one person nay not to anotner. Althouqh
loudness is a personal judqement, precise measurement of sound made possible
byuseof the decibel scale.
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3.4.1.4 Noise Environment. The ICTF is proposed to be built on a site
bounded by sepilveda Boulevard on the south, 223rd Street on the north,Alameda
street on the west, and the Southern California Edison powerline right-of-way on
the east. Property to the east of the site is within the City of Long Beach
and property to the west is in the City of Carson. The noise-related land use
policies of these cities are found in Table 14. Figures 30a and 3Ob, and Table
15 identify the study area where existing noise measurements were obtained at 22
positions including a location within the naval housing project adjacent to the
Terminal Island Freeway (Route 47) and residential locations directly east of
the praposed ICTF site, east of the existing Dolores Yard and Alameda Street,
and along the Wilmington and San Pedro Branches of the SPrr. Table 16 lists a
summary of existing sound levels described by Llr LlO, L50, LgO, L99,
+, SEL, and CNEL noise level criteria. Ambient noise measurement data
summeries depicting existing noise levels for the 22 survey locations are
available in the 'Noise Assessment Study for the Intermodal. Container Transfer
Facility (ICTF)" on file with L.A.H.D. Examples of data summaries taken at
areas affected by railroad and street traffic movements are provided in the
appendices as follows:

Figure Land use

81
.B2
B3
B4
BS
B6

Ste@xsn's Jr. High School Traffic, aircraft Ion'3 Beach
WindwardViUageMobileHanePark Railroad (UPrr) -q Beach
Residential Traffic Carson
oominsueq'=-w Railroad (SPrr) canpton
t2cml&ntongbbo~hood  center Traffic Ccmpton

Railroad. (SPrr) Pccsevelt  Park.

dominant existing n+se sources which may impinge upon sound receptor

Noise Source Location

areas near the ICTF site and the associated railroad lines are train movements
and train whistles. Table Bl, in Appendix 6.38, has a summary of the existing
SEL values for coal, freight, switcher, and grain train movements adjacent to
the uprr line. The train movement SEL values range from 76.6 dB(A) to 100.5
dB(A).

As expressed by public comment, the most in,trusiq noise source is the
train whistle. The sounding of a train's horn is required by the State Public
Utility Commission prior to all at-grade crossings. When experienced at resi-

dential locations, The sound of the warninq device may be very annoying. Figure
31 indicates the sound level which is likely to be experienced at various
distances frcun the locomotive. Sound levels as high as 90 to even 95 dB(A) are
not uncommon and are now experienced at many residential locations along the
Wilmington Branch and, to a lesser extent, along the San Pedro Branch of the
Sprr. It is not possible to reduce or eliminate the sound level of the warning
devices since this would defeat its purpose. It is a necessary by-product of
rail movement activity within developed urban areas.
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By illustrating a cross section of an examination area (refer to Figure
32 for the location of these areas), Figures 33a through 33d show the noise
exposure level variations, expressed in CNEL (dB), as a function of the distance
from proposed noises sources such as ICTF equipment, rail activities and arterial
movementsI to a noise receptor. Existing noise exposure levels at various
distances taken from these locations are summarized as follows:

Location Distance from
Sound level (CNEL) at,
SO' 100' 200' 400' in dB(A)
- - e -

OA
OB
OC
OD
OF
OH
OJ
O K
OL

Rt. 47 FWY centerline
Chum PatiicRaiuoat3
IhicnPaciZlcFkilroad
VBrkhq tracks
Alau&a Street
iuamda street
SanPedroBranch,SPRR
Wil&qtcnBranch, SPRR
Img Beach Avenue

70
65
64
63
66
69

:z
60

66
63
62
60
Q
64
66
63
*

.Q
59
58
56
n

:i
59

56
*
*
*
*
*
57
*

1 Refer to Figure 32
*CNELless than SSdB(A)

3.4.1.5 Noise-Sensitive Locations. Scnvols, parks, play grounds, and
other locations where people meet to communicate and relax are considered to be
noise sensitive locations. Tables B7 and B8, in Appendix 6.3B, provide the
existing near maximum noise levels (Ll and LlO) measured at ten representa-
tive locations within the study area considered to he noisesensitive. The
California Streets and Highways Code indicates that classrooms should not be
exposed to an interior sound level Treater than SO dB(A). By subtractinq 15 dB
for partially open windows, and 20 dB for closed windows from the exterior noise
level (Ll), the interior noise level (Ll) can be determined. The following
noise sensitive locations may experience existing interior sound levels (Ll)
exceeding 50 dB(A):

Location

Existing exterior Probable existing interior
sound level,
L-p in dB(A)

noise level Ll in dB(A).
Windows: open, closed

_--_ .~

ElizabethHudsonElemrntarySchool 70 5s so
Daningua seminary
MarianAndarsonschool ?i

56 Sl
5s so

Ritter School 70 5s 50
Edward Markham Jr. Hiqh School 67
F. D. Roosevelt Playground 70 K

47
50
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TABLE16 '

A sum-nary of field noise level data collected December 1981 and January 1982
at positions 1 thru 22 (see Figures 30a & 30b for position locations) near the
ICTF project site and adjacent to the traffic arteries and railroad lines.

* Position

1

3"
4
5
6
7
a
9

10
11
12
13
14
15
16
17
18
19
20
21
22

Noise
Source2.

T
TtA
T,A
R
T
T,R
T,R
T
R
R
T
T
T,R
T
T
T,R
T
R,T
R,T
R
T
T

A-Weighted Sound Level 11

Ll LlO L50 40 . Lg9

96.5 66.8
65.4 63.2
70.8 66.5

53.0
75.8 67.5

66.0
72.0

72.8 70.5
67.0
60.0

66.8
66.8
55,El
73.8
69.5
69.8

55.0
67.3

62.3
62.3
53.8
67.8
67.8
67.3
63.5
53.6
60.3
62.3

61.3 54.3 52.0
57.3 50.0 49.7
58.3 52.0 50.5
51.0 49.0
61.3 58.0 57.0
59.0 55.0
64.0 55.0
61.3 52.8 50.5
51.0 48.0
52.5 42.3
52.0 43.0 40.0
52.0 39.8 36.0
50.3 48.0 48.3
63.0 58.8 57.3
63.0 59.0 56.3
61.0 58.0 57.0
55.2 43.0
50.5 49.0 48.1
54.5 43.3 36.8
52.5 4ii.3

67.0 62.8 58.3 44.5 43.0
62.1 51.3 40.0

62.9
60.0
61.8
65.6
64.7
63.1
69.5
67.3
70.6
56.5
56.6
57.4
52.5
64.5
64.1
63.3
59.4
53.0
57.2
57.8
59.3
57.3

Single Event Data1
Time Noise

Qmi SEL Ieq (sec.) Source

65.0

65.0*
65.1
62.0*
63.0
69.5

66.1
100.6 77.5 199.4 &fer

62.0*

62.0"

105.5 81.0 282.9 &fer

66-o*
103.8 82.5 134.5 f&-fer

65.0* 100.8 77.3 222.8 fi&$er

1. Sound level values are in dB(A)
2. Noise source: T (traffic); A (airplane); R (railroad)
* Values taken from Table V in "Noise Assessment Study for the ICTF" by Van Houten (1982).



TRAIN AND HORN SOUNDING LEVELS

Sports car at 15 feet

Diesel locomotive pass-by
Distance to track centerline is 80 feet

Horn sounding at a distance of 400 feet from
the measurement location

Variation in train horn
sounding noise level with

so 100 200 500 1000 2000
Distance to Locomotive, Feet

Figure 33 - Variation in Train Horn Sounding Level With Distance
to Locomotive
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3.4.2 IMPACTS

3.4.2.1 Assessment of Impact. The potential impact of the propos&
project assessed by comparing the expected sound levels and noise exposures
with the standards identified in the noise elements from cities near the projectoject
site and railroad corridors and from the Long Beach Noise Ordinance. Table 14
provides a summary of noise-related policies of each jurisdiction withinthin
the ICTF study area. For the assessment of the impact of noise upon the project
study area, these policies were considered in creating guidelines for the
noise assessment, and noise levels for significant impact were determined as
follows:

2.

community noise equivalent level (CNEL) was considered for those sources of
noise on public right-of-ways (arterials) and rail lines under the juris-
diction of state and federal agencies. For the usable portions of exterior
residential spaces exposed to a CNEL, which is 65 dB or less, the impact of
rail and arterial traffic noise was considered insignificant. If the
combined CNEL from these sources exceeded 65 dB, the impact was considered
significant.

Hourly sound levels which intrude into residential locations from fixed or
movable sources of noise (such as those within the proposed ICTF) should
amply with the standards set by the jurisdiction in which the intrusion
occurs. Hence, for noise generated at the ICTF  site, the City of Long Beach
noise ordinance was applied.l
.Using the guidelines established above, exterior noise exposures at resi-

dential locations should not exceed a CNEL of 65 dB. A CNEL of 65 dB was the
guideline sound level considered in the environmental assessment of the ICTF
project. The potential impacts associated with the ICTF project are discussed
in two categories: 1) construction activity noise; and 2) operational activity
n o i s e .

3.4.2.2 Construction Activity Noise. Annoyance due to construction
noise during the development of the ICTF project is potentially significant.
Equipnent associated with grading and excavation can produce significant levels
when experienced at residential locations. Figure 34 identifies the levels
of construction activity noise, some of which will be generated by truck
movemmts to and from the site and throughout the proposed facility. Consider-
ing the specific aspects of the ICTF development, the following are areas of
concern:

* Transfer and Working Track. Excavation and grading operations will
generate near peak sound levels at homes and apartments (about Spring
Street) which approach 70 to 75 dB(A). The average hourly noise level
(L5O) will, of course, be significantly less [e.g., 60 to 65 dBA)].
Homes nearest the ICTF site in the area of Hesperian Avenue will be
affected primarily during the earliest phases of construction.
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CONSTRUCTION EQUIPMENT .

Truck and Front Loader at Construction Site

Trucks (6-axle) on Highway Leaving Construction Site

I cwarp90. - -_- . _----m .- . ._. .

CONSTRUCTION EQUIPMENT NOISE LEVELS

(measured at a distance of 50 feet)

Equipment Noise Level

Earthmoving

front loader 79 dB(A)
backhoe 85
bulldozer
tractor "8:
scraper 88
grader as
truck 91
paver 89

Materials Handling

concrete mixer
concrete pump ::
crane
derrick

Equipment,

Stationary

pump .
generator
compressor

Impact

pile driver
jack hammer
rock drill
pneumatic tools

Other

saw
vibrator

I!oise Level

76 dB(A)
76
a1

101
88

ii

78
76

Source : Handbook of Noise Control

Figure 34 Construction Activity Noise Levels



0 Freeway Ramp Modifications. The extension and modification of
I-405 Freeway ramps will affect homes in proximity to there.

the

east of Alameda Street. During the period when the ramp extension
project on the north side of the freeway requires the closure of the
ramp, a slightdecrease in noise will be experienced.

3.4.2.3 Operational Activity Noise.
equipment noises associated with the storage, transfer, and movement of

The ICTF operations will issue

containers within the facility.
A-weighted sound levels,

Figure 35 presents the existing or known
in dB(A), and the amount of time the sound levels

are exceeded durirq the operation of various yard equipment and operations.
From sound measurements Obtained at the  SPrr  transportation center in central ’

Los Angeles, noise levels of yard equipment associated with the proposed ICTF
operations are shown in Table 17. Although used at the transportation center,
front end loaders will not be used at the ICTF. It is anticipated that be
ICTF will not handle refrigeration cars or trailers which use diesel-powered
coo1ing units. Refrigerated containers may be stored on-site, but these will be
supplied with quiet electrically-powered cooling units. The sound levels of the
operational equipment directly associated with the ICTF are _summarized as
follows:

Equipment
Sound level at 100 feet
b in dB(A), 1 hour

*Bridge crane l
77

*Hostler 61
Yorminer/trailer cars ' 55
"Yardmaintenancevehicles 50

3.4.2.3.1 Residential Noise Exposures. Referring to locations A
through L (Figure 32) and Table 18, the impact of each phase of the ICTF at
locations throughout the study area may be assessed. Considering the CNELs and

--hourly noise levels at the nearest residences, the following summarizes the 
 impacts associatedwith the ICTF project:

1.

2.

3.

Locations adjacent to the Route 47 Freeway (Section A) will be exposed to
increased truck noise as a result of the project. The CNEL at the nearest
housing units will increase by about two to four decibels over projected
noise levels without ICTF to 67 to 69 dB.

Residential locations just east of the ICTF site, adjacent to the UPrr
(Sections B and C) are currently exposed to CNEL levels of approimtey
65 dB(A), The ICTF development will incrementlly increase the noise level
by l-2 dB(A). Future noise impacts at these locations will be associated
with additional rail movements on the UPrr and not ICE-generated opera-
tional noise.

Residential location northeast of the ICTF site (SectionD) could be exposed
to significantly increased CNEL exposures, if mitigation measures are not
applied -- It is estimated that a 3 to 6 dB(A) increase-will be experienced         
at this location from ICTF development.
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TABLE ,18

The Comnunity Noise Equivalent Level (CNEL) for noise receptor areas A through L (see Figure 32 for
locations) compared to existing levels and related conditions through Phases I, II, and III of the
ICTF Project. All CNEL values are in A-weiqhted decibels, dB(A).

Section

A
B *
C
D
E
F
G

i i
J
K
L

Location

Naval Housing Project
About Spring Street
Windward Village
Besperian  Avenue
Dolores Yard/&y Ramp
Alameda Street
Rancho Duminguez
Alameda St., Compton
Willowbrook ‘Avenue
Alameda St ./South Gate
60th St, SPrr
Img Beach Avenue

1982
Existing

64
65
65
62
63
66

ii
62
66
65
62

1983 to 1990 1991 to 1995 1996 to 2000
(Phase I) (Phase ‘II) (Phase (III )
*1 2 *1 2 *1 2

65 47 65 68 65 69
66. 68 67 69 67 69
66 67 67 68 67 69
62 65 62 67 63 69
64 66 64 66 65 67
66 68 67 69 67 70
58 65 58 66 59 67
62 63 62 63 63 64
62 69 63 70 63 71
67 68 67 68 67 69
66 69 66 70 66 71
62 69 63 70 63 71

*conditions: 1. CNEL without ICI%’
2. CWEL with ICTF



4. Locations adjacentto the extended freeway ram (Section E) north of the
Route 47 Freeway can benefit from noise tarriers which may be constructed as
part of the ramp extension. The need for noise barriers will be assessed by
Caltrans, using the criteria established by the Federal Highway Administra-
tion in the Federal-Aid Highway Program Manual, Vol. 7, Ch. 7, Section 3
(FHPM, 7-7-3).

5. Homes adjacent to freeway ram and the Dolores Yard (Sections E and F)
will experience an increase in noise exposures of from two to three decibels
as a result of the ICTF  project. However, it is noted that the residential
area adjacent to Alameda Street and the Dolores Yard (Secticn F) is present-
ly subjected to CNEL levels greater than 65.

6. Locations adjacent to the Wilmington Branch (Sections G, I, K and L)
will experience a Significant impact due to noise exposures generated by the
increased rail activity with the ICTF project. It is noted that with the
project the CNEL is expected to increase by about l-2 decibel. With the
project, the CNEL, by the year 2000, at the nearest residential locations
could be 67-7ldB.

7. Residential locations nearest to the San Pedro Branch (Sections A throuqh F,
H, and J) are buffered from rail and arterial noise by the existing comer-
cial/industrial buildings. The exception involves the homes between Tweedy
Boulevard and Southern Avenue in South Gate (Section J). The existing and
future impacts at these locations are (and will continue to be) significant
with or with cut the ICTF project.

3.4.2.3.2 Number of People Exposed. Table 19 indicates the approx-
imate number of people exposed to various levels of noise within the study
ares. These counts include the hams nearest to the sources of noise from the
existing rail and arterial traffic and the development period (the year
2000).

3.4.3 Unavoidable Adverse Impacts

For residents adjacent to the San Pedro and Wilmington Branches of the
Southern Pacific railroad, there will be an increase in the duration of ground
vibration generated by the projected increase in the number of unit container
trains associatedwith the ICTF.

The CNELS at areas adjacent to the ICTF site, the San Pedro and Wilmington
Bran&es and the Route 47 Freeway will increase due to the construction activi-
ties and the operational activities associated with the project such as: 1)
yard equipment operation and maintenance, 2)an increase in truck
3) an increase in train activity.

movements, and

3.4.4 cumulative Impacts

3.4.4.1 Cumulative Impact of Phase II and III. After the completion        _
of Phase I (1983 to 1990), the implementation of Phase II and III s&e&led for
the years 1990 to 1995 and 1995 to 2000, respectively, will increase the noise
sources activities of the ICTF. However, the development and timing of these
phases are dependent on the future container demand and economic viability.
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CNEL values, in dB(A), for noise generated by the operational activities
associated with the ICTF project have been determined for noise receptor sites
at various distances from the noise source (Figures 33a through 33d). These
figures provide the existed CNEL levels and the projected CNEL levels to the
year 2000 with and without implementation of the ICTF.

3.4.4.2 Cumulative Impact of Proposed Union Pacific Pail Movements.

for each port which could increase the number of rail movemen
this could have a major impact at residential locations directly adjacent to the
railroad east of the ICTF site and at the naval housing project adjacent to the
Route 47 Freeway. The cumulative noise associated with the coal project, with
and without the ICTF, has been examined Table 20
a studies for these three areas which can be

provides a summary of the
affected by the cumulative

impact of the ICTF and coal projects (refer to Figure 32 for locations of
sections A, B, and C). These areas and the ultimate CNEL expected are as
follows:

Route 47 Freeway/UPrr (Section A, Naval Housing Project) Without the
ICTF and with the coal project, the CNEL at the nearest housing units
will be 66 dB. With the ICTF and the coal project, the ultimate ex-
posure will increase significantly by about three decibels to 69 dB.

Homes and Apartments Near Spring Street (Section B) Without the ICTF
and with the coal project, the CNEL will be 69 dB. With the ICTF and
the coal project, the noise exposure could increase by about two deci-
bels to 71dB. However, this assumes that existing container transfer
equipment is used (bridge cranes and yard hostlers). If the noise

measures given in the mitigation section are implemented, the
ICTF noise will not contribute significantly to the CNEL at the nearest
homes.

Mobile Home Units Northeast of the ICTF (Section C) Mobile home
units will be exposed to a CNEL as high as 69 dB with the coal project.
With noise control measures (as indicated above), the ICTF will not
contribute to the CNEL at the nearest units.

3.4.4.3 Cumulative Impact of Proposed Los Angeles-Long Beach Light Pail
Project. Both the Los Angeles County Transportation Commission (LACTC, 1982 a &
b) and Caltrans District 07 (1981) have been evaluating various rapid transit
opportunities for the Southern California area. A potentially feasible proposal
has been developed for a light rail transit (LRT) in the Los Angeles-Long Beach
corridor, which proposes to use SPrr's Wilmington Branch as the trunk segment.
If the LRT along the Wilmington Branch proves feasible and is implemented, the
cumulative noise impacts to residential areas along this rail corridor would be
significant. In a preliminary analysis of Los Angeles- Long Beach LRT (LATCT,
1982), noise barrier installation at noise-sensitive areas was assumed for the
Study to provide the bases for the cost estimating and impact assessment
efforts,
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The Community Noise Equivalent Level (CNEL) for three areas potentially affected by the cumulative impact of the
ICTF and the proposed coa1 projects of Los Angeles and Long Beach Harbors. All CNEL values, in A-weighted decibels,
dB(A), are compared to existing levels and related conditions through three phases of the ICTF Project.

1983 to 1990 1991 to 1995 1966 to 2000
1982

Section5
(Phase II) (Phase III)

Location Eixisting * 1 (Iha= I)3 4 *12 3 4 *12 3 4
A Naval Housing Project 64 65 65 67 67 65 66 68 68 65 66 69 69

:: Windward About Spring StreetVillage 65 65 66 66 67 67 68 67 69 68 67 67 68 68 69 68 69 70 67 67 69 69 69 69 71 70

*Conditions:  1. CNEL without ICTF and without additional coal trains
2. CNEL without ICTF, but with additional coal trains
3. CNEL with ICTF, hut without additional coal trains
4. CNEL with ICTF and with additional coal trains
5. refer to Figure 32 for location sites



The reduction of noise related to the operationof the ICTF is examined in
terms of sources of potential disturbance at residential locations nearest to
the site, materials, and rail lines.
considered in the following:

These sources and mitigation methods are

1. Sound Levels Generated by ICTF Equipment. Referring to Tables 14 and
21 it is noted that to achieve the City of Long Beach noise ordinance
standards, ll to 14 dB of noise reduction is required at the apartments
and homes east of the site activity (near Spring Street).

ICTF Generated Sound Levels Compared to the City of
Long Beach Noise Ordinance Standards

ICTF Generated Noise 1

Nighttime Noise
Noise PhasePhase Phase Reduction

Lccation Standard I II F&wired111
Hales nearest

- -

toeastboundaq

61 63 64 IL-14

Hanes along
Hesperian Av. 50* 69 71 72 19-22

MbileHw
UnitsAdjacent
touPRR 50* 53 55 56 3-6

1, Values in dB(A)
* The nighttime noise standard is 45 dB(A); however, when the
ambient sound level exceeds this standard, the allowable noise
exposure is increased in five decibel increments. The ambient
noise level within each of the locations considered is at least
48 to 50 dB(A) or greater.

To achieve a level of 50 dB(A) at the residential locations adjacent to
Hesperian Avenue, noise reduction from 19 to 22 dB will be needed. These
reductions may be achieved by applying the following noise control methods:

O Remote storage of containers will act as a partial barrier to the noise
generated by the container transfer operations. This portion of the
noise reduction will be at least two to three decibels. If containers
were stacked three high and placed end-to-end between the ICTF boundary
and the homes to the east, a noise reduction of about 6-7 dB could be
achieved.
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at least 12 dB relative to the
center. New equipment will,

however, be quieter than the existing equipment whicn was measured at
the downtown yard (Mi-Jack Products, 1982). This my be achieved by
enclosing the diesel/electric power plant and using residential class
silencers on the diesel engine exhaust and intake systems. The pro-
curement specification for the bridge cranes should include a sound
level requirement. The average sound level produced by the machine
during a complete container transfer operation should not exceed 65
dB(A) at a distance of 100 feet from any surface of the crane.

0 Yard hostlers contribute only to the near peak sound levels associated
with the ICTF equipment operations. The procurement of the hostlers
can include a sound level requirement. This requirement will gen-
erally be met with a conventional tractor which has a residential
class muffler.

Noise barriers are needed at locations along the eastern and northern
boundaries of the ICTF site nearest to Hesperian Avenue. A barrier
noise reduction of at least 10 dB is needed in order to comply with the
City of Long Beach noise ordinance standards. With the bridge crane
noise control requirement indicated above, the combination of barrier
and crane noise reduction will be at least 22 dB. A barrier height of
about 9 to ll feet is required to achieve a least 10 dB of noise reduc-
tion. Figure 36 indicates the approximate locations of the barriers
in relation to the ICTF site and homes of concern.

O Ground vibration. The vibration trasmitted to the homes may be sig-
nificantly reduced or even eliminated by application of the following
measures:

a. Maintenance of ballast of the working track on a regular basis.

b. Continous foundations of the noise barrier walls to a depth of 6 to
8 feet.

c. Reduced locomotive speed at locations in proximity to Hesperian
Avenue.

Additional ICTF noise control measures should be considered as follows:

a. No voice paging systems should be used within the ICTF complex.

b. Rail car impact noise should be reduced by substantially reducing
the coupling speeds, particularly for yard operations occurring
between 1O:OO p.m. and 7:OO a.m. However, since trains will not
usually be broken down into individual rail cars, coupling noises
that are associated normally with switching and classification yard
operation will not usually be present.
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Figure 36 Noise barrier location in the vicinity of Hesperian
Avenue and the northerly boundaries of the ICTF site.
(Precise barrier height will depend on the final grade
of the ICTF site relative to that of the near-by-homes.)



2. Freeway Ramp Extensions-Route 405 Freeway to Alameda Street. When
existing portions of the freeway system are modified, noise tarriers
may be included in the modification in compliance with tie Federal
Highway Administration (FHA) regulations to reduce the sound levels at
adjacent areas. The FHA regulations for freeway modifications are
administered by Caltrans.

Barrier height will depend on the detail geometry of the ramp, its
elevation relative to the homes, and the specific distances from the
roadway surface to the homes such that noise levels are consistentwith
the Federal-Aid Highway Program Manual Standards. Figure 37 provides
the approximate location of the prospective barrier which may be
considered for the new location.

3. ICTF-Ralated Rail movements. The ICTF-related rail movements through 
the Dolores Yard and along the Wilmington and San Pedro Bran&es of the
SPrr are under the jurisdiction of state and federal agencies. As
such, the noise produced by these movements is not required to comply
with local land use policies or regulations. However, it is recognized
that the late night and early morning rail movements associated with
the ICTF may be annoying to residents living in proximity to the yard
and branch lines. The following mitigation measures can be considered
to reduce the potential impacts identified in the previous section:
o The San Pedro Branch of the SPrr should be used as much as possible.

O The trackage along both bran&es should be upgraded to the extent
possible. This should include the replacement of existing tracks
with ribbon (continuous welded) sections, and the improvement and
maintenance of the ballast.

O Maintain reduced speeds along the Wilmington Branch and those
portions of the San Pedro Branch with homes directly bordering the
line (between Tweedy Boulevard and Southern Avenue in the City of
South Gate).

Increases in rail noise impacts will be incremental and gradual as the
future phases of the ICTF are developed.

4. Noise Barrier Heights, &cations, and Alternatives. An alternative
to the bridge crane noise control requirement indicated earlier in this
section would involve the construction of noise barriers along all or a
portion of the eastern boundary of the ICTF. This may not prove to be
a cost-effective alternative, but should be evaluated as a trade-off
when procurement of the bridge cranes and yard hostlers is being
considered. The barrier heights and alternative locations for this
consideration have been included in the "Data and Analysis Report" (Van
Houten, 1982) which is on file with the Environmental Management
Division, Los Anqeles Harbor Department, 425 S. Palos Verdes St., San
Pedro, .California.
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5. Construction activity noise. Construction related noise is a potential
annoyance at residential locations during the various development
periods of the ICTF. However, the large distances from the construc-
tion activity to tie homes, the noise barriers which may be built as
part of the project, and the limitations on late night and early
morning construction activity will, greatly reduce and, in most cases,
eliminate this potential annoyance,
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3.5 LIGHT AND GLARE/AESTHETICS
SUMMARY

Setting:

Light and glare. At night, there is no existing light and glare from
the proposed project site, but there is glare emitted from neighboring
commercial and industrial facilities and from bordering street lights.

Aesthetics. The project area is a relatively underdeveloped disturbed
flatland surrounded primarily by industrial and commercial facilities with
some residential areas to the east.

Impacts:

Liqht and glare. Project implementation will result in a noticeable
increase in the amount of nighttime illumination of the area. The most
adverse impact is an overall increase on the amount of glare affecting
adjacent properties.

Aesthetics. There will be a general daytime visual change of the project
site and nighttime illumination.

Mitigations:

 Light and glare. Mitigation measures have been considered in the plan for
light and glare:

The number of lamps at the perimeter of the ICTF will be minimal; and
the lamps will be focused inward and downward to reduce light and glare
emissions to outlying areas.
High pressure'sodium lamps are recommended in order to produce econom-
ical, low visual fatigue white light.
Activation of the lighting system will be regulated by a photocell-
switch, timerswitch, or hand operated switch to avoid unnecessary
transmission of artificial light.

Aesthetics. No mitigation measures are necessary..
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3.5.1.1 ,Light and Glare.
(ICTF) project site located

The Intermodal Container Transfer Facility
in an area that is adjacent to extensive

petroleum-related facilities to the west and some residential areas to the east.
At night, the existing area  not serviced by utility lighting, is dark and is
slightly illuminated by glare infiltrating from neighboring commercial and
industrial facilities. Light originating from bordering street lights is
noticeable but contributes insignificantly to the illumination of the area.

The illumination for the ICTF was designed to supply an efficient low
energy luminary resource and to provide a safe working environment at night,
Three types of lamps are commonly used for utility lighting: mercury vapor
lamp,low pressure sodium lamp (LPS),and high pressure sodium lamp (HPS). HPS
lamps are recommended for the ICTF yard lighting because HPS lamps consume less
z than mercury vapor lamps, and are safer to handle and maintain than LPS

. Also,the use of HPS lamps result in less eye strain than  LPS lamps.

Presently, it is proposed that high pressure sodium lamps will be installed
on 80 to 100 foot galvanized steel utility poles spaced 250-400 feet apart. The
lamps' mounting height and pole spacing will provide an economical design
requiring fewer poles resulting in a minimum of ground obstruction. Theutility

poles will be located at the perimeter of the site and at utility corridors
between theworking tracks (Figure 38). Lighting will be maintained at various
levels of illumination throughout the nightAdditional lighting will not be
required for either railroad or truck operations outside the site.  The adjoin-
ing streets that provide access to the site generally have street lighting. The
improvement of Sepulveda Boulevard,adjoining the ICTF, will require the instal-
lation of a street lighting system.
istration, control tower, and maint

  The permanent buildings include the admin-

their own internal lighting.
enance/service facilities which will have

3.5.1.2 Aesthetics. The character of this open underdeveloped area
maybe contrary to the character of the surrounding - industrial/commercial  
facilitiesr but the existing project site cannot be considered to have high
aesthetic value. Daylight reveals a flat undeveloped--site, interrupted by
-scattered dirt piles, and contains abandoned roadside refuse and weedy pioneer 
Vegetation indication of a disturbed environment.

3.5.2 IMPACTS

increase
beneficial in that good lighting will enhance security and provide a safe
working environment. The anticipated increase in light and glare may create an
annoyance to adjacent residential areas.
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3.5.2.2 Aesthetics. Aesthetically, there will be a general visual
change of the project site by the construction of the ICTF. Construction
activities may be unattractive, but the proposed facility is in character with
surrounding industrial and commercial properties. The nighttime illumination
initiated by the project's yard-lighting may curtail the present problem of
illegal refuse dumping which occurs around the existing site. This effect would
enhance any aestheticprofile the ICTF may exhibit to the surrounding community.

3.5.3 UNAVOIDABLE ADVERSE IMPACTS

3.5.3.1 Light and Glare. The only unavoidable adverse impact will be
 the transmission of light and glare upon adjacent residential areas on the

eastern perimeter of the ICTF. The impacts will be mitigated by providing
focused lighting at the perimeters of the facility directing the light away and
down from outside areas. The high pressure sodium (HPS) lamps will create a
"white" light, The HPS lamp is recommended above the "yellow" low pressure
sodium (LPS) lamp that produces a glare considered uncomfortable and fatiguing.
Internal building lights should have an insignificant adverse light and glare
impact as compared to yard lighting.

3.5.4 CUMULATIVE IMPACTS

3.5.4.1 Light and Glare. The cumlative impacts of light and glare
can be generally described as an overall increase in the level of illumination
of the project area and the adjacent properties.
acteristics will be changed.

Then light time lighting char-
The existing isolated light sources will be

combined with acentralized lighting system projected by the ICTF. The proposed
illumination will provide light for security and safety. Insignificant sec-
ondary light sources will be associated with bridge cranes, front/side loaders,
train engines,and emergency lighting.

3.5.4.2 Aesthetics. The long-term increase in the maintenance and
service activities associated with the implementation and operation of the ICTF
will maintain an overall standard of aesthetic quality for the entire project.

3.5.5 MITIGATIONS

3.5.5.1 Light and Glare. The mitigation of potentially offensive
light and glare has been considered in the lightingdesign for the ICTF:

o The reduction in the number of lamps at the perimeter of the facility,
and the inward and downward focusing of perimeter lighting will reduce
light and glare to outlying areas-

o Uniform lighting using high pressure sodium lames will avoid sight
fatigue caused by lighting contrasts.

° The lighting system can be activated by a photocell-switch on top
of the utility pole(s) or by a timer:
transmissionof artificial light.

thereby avoiding unnecessary
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In regard to residential areas, the lighting system will be designed to
minimize unwanted light and glare leaving the site by focusing lamps and by the
use of hoods and shades on the site boundary lights. HPS lamps (1000 watt) are
recommended for the ICTF yard lighting because:
have a long lamp-life,

1) the lights are small,
and can be easily mounted and serviced: 2) the lams

transmit"white light" and can be focused; and 3) HPS lamps use one-half the
amount of energy required by mercury vapor lamps. A uniform lighting pattern is
preferred to avoid sight fatigue caused by contrast or "stage effect".

3.5.5.2 Aesthetics. Aesthetics is a highly subjective issue: there-
fore, mitigations pertaining to aesthetics can be unwarranted. The perimeter
eight foot chainlink fencing may be substituted by concrete block walls at
locations where sound attenuation adjacent to neighboring residential areas is
necessary. The  walls could eliminate a view of the ICTF.
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3.6 SAFETY

Safety aspects at the project site include fire protection measures
which are proposed for project incorporation, a container segregation area,
storage of diesel fuel, and general security measures.

Aspects of the ICTF project have the potential for adversely affecting
safety off the project site. Both rail and truck transport of containers occur
principally off the ICTF project site.

3.6.1 SETTING

3.6.1.1 Fire Protection. The fire protection safety of the ICTF
project will be assured by the city of Los Angeles (LAPD) and City of Long Beach
(LBFD) Fire departments. The LAFD will approve all fire protection plans and
equipment proposed for the facility, After implementation, periodic inspections
will assure that fire protective measures which have been approved and installed
are operational. Both LAFD and LBFD may provide emergency fire protection
measures to the ICTF. The proximity of LAFD and LBFD emergency response units
to the ICTF is discussed in Public Services, Section 3.10.

3.6.1.2 Hazardous Materials/Container Segregation/Fuel Storage. The
transfer of containers will follow standard procedures now implemente                              
marine container terminals. Containers will be transported by truck to the
facility where they will be directed to a specific locality within the site
where the most efficient loading of the container or container-on-chassis can
be loaded upon rail flatcars. Truck tractors will either pick up port-bcund
containers or return to the port unloaded for subsequent transfer operations.

A small percentage of containers handled at ICTF will have contents of a
hazardous nature.
container terminals,

Based on existing levels currently handled at various
it is estimated that the percentage of containers with

hazardous cargo will be approximately five (5) percent of containers handled.

According to the Los Angeles Fire Department, hazardous materials may be
briefly defined as follows:

Corrosive Material - Solids, liquids or gases which can damage living
tissue or cause fire.

Explosive Material - Any compound which is classed as A, B, or C Explo-

Qxidizing Materials - Any element or compound which yields oxygen or reacts
when subjected to water, heat, or fire conditions.

Toxic Materials - Gases, liquids or solids which may create a hazard to
Life by ingestion, inhalation, etc.,under fireconditions.

Unstable Materials - Those materials which react from heat, shock, fric-
tion, contamination, etc., and which are capable of violent decomposi-
tion or auto reaction, but which are not designed primarily as an
explosive.

3-65



Water Reactive Material - React violently or dangerously upon exposure to
water or mature.

Other materials - Any indicated material of doubtful classification.

Flammable Liquids and Materials - Cases, liqified gases, liquids, dusts,
fibers, or other materials which are flammble.

Class A- Flammable liquids having a flash point below 70° F. and a
vapor pressure greater than 14.7 psi (absolute) but not greater than
27psi (absolute) at 1O0° F.

ClassB- Flammble liquids having a flash paint below 70 F. and a
vapor pressure not greater than 14.7 psi (absolute) at 1000 F.

Class C - Flammable liquids having a flash point of 70 F. or greater,
but less than 100' F.

ClassD- Flammable liquids having a flash mint of 1O0 F. or greater,
butless than 1500 F.

Not all categories of hazardous materials are allowed to be transported in
toners. For example, at the ports no class A or B explosives are permitted
in containers; however, class C explosives (fireworks) are permitted in con-
tainer transport.

Bridge cranes and yard hostlers will be used to transfer containers to and
from rail flat cars. This equipment will be fueled primarily by diesel fuel
oil. The fuel oil will be stored in a 10,000 gallon underground storage tank.
Yard hostlers will be refueled at the storage tank site, while bridge cranes
will be fueled with the use of a law capacity tank truck which can go to the
bridge cranes. Locomotives will not be fueled on the ICTF site.

3.6.1.3 Security.
primary role of the City of

Security within the Fort of Los Angeles is the
Los Angeles Harbor Department Fort Wardens’ Office.

This office coordinates combined land, water, and air patrol operations with the
Los Anqeles City Police and Fire Departments. Further coordination is provided
withcities of Carson and Long Beach Police and Fire Departments.

3.6.1.4 Rail Safe
-the ICTF will increase train

The transport of containers by rail to and from
traffic over existing levels (see Section 3.8.).

Trains will utilize principally the Wilmington Branch of the Southern Pacific
Transportation company. Thesecondary rail route will be the SanPedro Bran&.

There is apotential for train vehicle collisions at points where roadways
cross rail tracks. These are usually referred to as at-grade crossiqs. There
are 34 at-grade crossing on the Wilmlngton Branch and 31 crossings on the San
Pedro Branch With implementation of the ICTF project, the number of trains
utilizing these branches will increase and thus increase the potential for
train/vehicle accidents.

Since January 1971, there have teen 95 train/vehicle accidents on the
Wilmington Branch line resulting in 33 injuries and 4 deaths. The San Pedro
Branch line has had ll9 train/vehicle accidents resulting in 24 injuries and no
deaths. The accidents of both branch lines account for
per hand, per year, for the recordedperiod.

fewer than 4 accidents
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he
3.6.1.5 Truck Safety. Implemtation of the ICTF will not increase

number of trucks generated for container transport, but will alter their
travel pattern.
section 3.8).

Truck travel on the routes to/from the ICTF will increase (see

decreased.
However, the total truck miles-traveled will be significantly

3.6.2 IMPACTS

3.6.2-l Fire Protection. The potential for fires at the ICTF exists
from the  storage of flammable fuel at the facility, the transport and handling
of containers with materials which may be flammable, oxidizing or explosive; and
general building or equipment fires. The fire protection measures and equipment
proposed for installation at ICTF are expected to minimize the potential for
fire impacts to insignificant levels.

3.6.2.2 Hazardous Materials/Container Segregation/Pbl Storage.
The potential impact of the accidental release of hazardous materials from a
container depends upon many factors such as the quantity and nature cf the
hazardous material, existent weather conditions, and the extent to which the
immediate impact can be mitigated or neutralized. A segregated storage will be
provided within the ICTF site and graded such that spilled materials will be
diverted to a central sump area. In the event of the accidential release of
hazardous material, the spill would be effectively contained and controlled.

Southern Pacific's employees are organized and trained in the handlinq of
hazardous materials. The Southern Pacific has developed a document, "Instruc-
tions for Handling Hazardous Materials,~ which sets forth procedures for ship-
ping, placarding, packaging, load/unloading, and storage of hazardous material.
The Hazardous Materials Regulations of the U.S. Department of Transportation
and Southern Pacific's Company prcocedures form the basis for safe transporta-
tion of hazardous materials.

No siqnificant adverse impacts are anticipated from the storage and handl-
inq of diesel fuel.

3.6.2.3 Security. All truck arrivals and departures will be checked
by control and guard personal 
access for maintenance

 at the south entry to the facility: Controlled
and railyard employee parking is planned for the north-

east end of the facility off 223rd Street.
access will be from Sepulveda Blvd.,

Administration and visitor parkinq
and the main fire department access will

also be from Sepulverda Blvd. through the entrance gates usinq designated fire
lanes. A second fire access gate will be provided from 223rd Street. Access
franother points of entry will be limited by mans of eiqht foot high security
fencing. All aspects of the ICTF will be adequately lighted by means of evenly
spaced lightinq standards.

No siqnificant adverse impacts to the security of the ICTF are anticipated.

3.6.2.4 Rail Safe Implementation of the ICTF will increase both
the number and frequency of trains Utilizing the SanPedro and  Wilmington Branch  
lines. This will also increase the potential for train/vehicle accidents at
at-grade rail crossings.

Train/vehicle accidents can be categorized as resulting from three types
of errors (Berg, 1981):
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1, Recognition error - failure to perceive or detect the approach of a
train and take available actions to avoid collision. This is the
primary cause of accidents at at-grade crossings with crossbuck
(minimal) warning signs.

2. Decision error - failure to choose available actions to avoid colli-
sion. This is the primary cause of accidents at at-grade crossings
with flasher warning devices.

3. Action error - failure to successfully execute collision avoidance
maneuvers. Action errors do not cause as many accidents as the pre-
vious two factors.

The potential for derailment of trains my also be increased. However,
the frequency of derailments is low, and the potential increase is not predict-
able.

3.6.2.5 Truck Safety Implementation of the ICTF will result in a
significant net beneficial impact to truck safety. project implementation will
result in a net reduction in truck-miles traveled of approximately  16,OOO miles
per day beginning 1983, increasing to over 71,154 miles per day in the year 2000.
based upon a 250 day   working year, project implementation would reduce the total
miles traveled by trucks hauling containers by over 7OO,OOO miles in the pro-
posed 17 year duration of the proposed project phasing.

The sizeable reduction of truck miles will reduce the overall interaction
of trucks hauling containers and automotive vehicular traffic which would be
encountered on the freeway transit to the Los Angeles Terminal. Actual reduc-
tion of accidents by the removal of these trucks from the freeway is difficult
to characterize. The potential for traffic accidents involving trucks with
comtainers would obviously be reduced.

There will also be a subsequent increase in the potential for accidents
between trucks with containers and vehicular traffic on O street routes between
the ports and ICTF However, an overall decrease in the truck accident poten-
tial is expected since there will be a significant reduction in truck-miles-
traveled. All trucks which transport containers with hazardous materials must
do so in conformance with U.S. Department of Transportation guidelines.

The potential for train/vehicle accidents is very difficult to quantify.
Although various formulae for the calculation of this potential have been
studied they are not generally used because of the extreme variability of the
component factors used in the calculation. Additional time delays to vehicular
traffic at at-grade crossings resulting from increased train activity are
discussed in Section 3.8.

Current rail activity on the San Pedro and Wilmington Branch lines is
approximately one through train (round trip) per day. Impleme`ntation of the
ICTF is expected to increase rail activity by 2 roundtrips during the initial
Phase, increasing to 7 roundtrips per day by the year 2000. This gradual
increase in the number of trains is not expected to generate a significant
impart to train vehicular accident potential.
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The unavoidable adverse impacts included within this section are those
impacts related to  rail safety which can be reduced to an insignificant level,
but cannot be eliminated or relieved without imposing an alternative design,

0 No unavoidable adverse *acts are anticipated with the implementation
of fire protection, container segregation, fuel storage, and security,

0  Truck transit activity will be decreasedin the present Port-to-downtown
Los Angeles railyard route and accentuated in the Port-to-ICTF routes.
This will pose an unavoidable adverse impact upon vehicle safety along
the Port-to-ICTF routes by increasing the traffic and thereby increasing
the potential for truck/vehicle accidents.

* The increase in train traffic which will be generated by the ICTF
will impose an unavoidable adverse impact upon train/vehicle interaction
at at-grade crossings. The increase in train traffic will unavoidably
increase the potential for train/vehicle accidents. However, this
potential is not considered significant.

3.6.4 CUMULATIVE IMPACTS

Cumlative impacts are not anticipated from the implementation of fire
protection, container Segregation, fuel storage, security or Truck transit.

A net adverse cumulative impact will be generated as a result of increasing
the number of train trips from Los Angeles to ICTF. This will increase the
potential for train/vehicle accidents at at-grade crossings.

Container rail transport will include a small percentage of containers
which carry hazardous materials, there by increasing the potential for spillage
due to leaks or derailment while being transported. Overall consideration of
rail transport should result, however, in   a net beneficial cumulative impact on     
safety Container movement will be shifted from truck transport on a congested    
highway system to rail transport on underutilized rail corridors.

3.6.5 MITIGATIONS

3.6.5.1 Fire Protection. Several fire protective measures are
proposed for incorporation into the ICTF. Briefly, they are:

0 Ingress and Egress Routes - two separate routes of entry and exit will
be provided for the ICTF which will accommodate major fire fighting
apparatus and provide adequate evacuation during emergency situations.
A southerly entry/exit will be from Sepulveda Blvd./willow St-/and a
northerly &try/&it fran 223rd Street
Fire department access.

will be a controlled gate with

O   Fire Lanes. All firelanes within the
roads which can SuFport the weight of

ICTF will be paved all weather

These fire lanes shall be 20 feet wide
heavy fire fighting equipment.
with revisions made for 28 foot

wide areas where hydrants are installed. Please fire lams will be free
of obstructions at all times.
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Fire Flow Capability. The quantity of water necessary for fire protec-
tion is related to such-factors as land use, type of development,
occupancy, and the degree of fire by hazard. Water may be provided to
the ICIF from the Dominguez Water Company. Five (5) thousand gallons
per minute (GEM) at a pressure of 135 pounds per square inch could be
delivered to the ICTF from,a main line running parallel to Sepulveda
Blvd. Preliminary meetings with the Los Angeles Fire Department
indicate that this will be sufficient to meet the fire protection needs
of this project. However, increased industrial development of this area
would probably require increases in the fire flow capability.

Multiple fire hydrants will be located on each of three (3) main water
lines which will run parallel to the long axis (north-south) of the
ICE (Figure 39). Hydrants will be spaced approximately 400 feet apart
and will have guard posts to prevent accidental truck or equipment
collisions with hydrants.

Specific portable and fixed fire fighting equipment will be located
throughout the facility and buildings as required by the Los Angeles
fire Department.

Buildings of the ICTF will have automatic sprinkling systems as recom-
ended by the Los Angeles Fire Department.

3.6.5.2 Hazardous Materials/Container Segregation/Fuel Storage.
mitigating features have been incorporated into the ICTF project which

will minimize any adverse impacts generated by the accidental spill or release
of hazardous materials transported in containers.. These features are as
follows:

* All containers carrying hazardous materials which are not scheduled for
immediate transfer to rail flatcars will be stored in a special area

which is segregated or removed from other general container storage
areas and residential sites. The segregated area will be located in the
northwest sector of the ICTF site, southerly of 223rd Street. This one
acre area will be paved with asphalt to prevent possible spilled mate-
rials from soaking into the subsurface soil. The area will be graded
such that any spilled liquid material will be directed and collected
into a centralsump or depressed area capable of holding the contents of
a single container plus a reasonable amount of fire fighting fluids/
foams which may be used. In the event the sump area contains hazardous
material, a special waste disposal truck will be hired to pump out the
material and dispose of it in a suitable waste disposal site.

The outside perimeter of the segregation site will have a raised or
bermed area which will allow the retention of spilled materials and
still allow trucks with chassis to pass over them.

* The segregated area will have suitable fire fighting equipment to assure
immediate protection/prevention measures. The equipment may include
such measures as both fixed and portable combination water/foam (AFFF)
equipment andportable carbondioxide dispensers.
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The segregated area will have immediate access from 223rd Street with
controlled assess available to fire and emergency personnel. Further,
access from Sepulveda Blvd. (south end of project) will be available to
emergency personnel. Fire lanes on the project site will be provided
which will remain unrestricted at all times.

Measures to handle containers carrying hazardous materials during rail
transport include:

1. Loading and securing all trailers and containers with hazardous
materials on flatcars in strict conformance with U.S.Department of
Transportation or Bureau of Explosives criteria.

2. Hazardous materials are identified by quantity and product descrip-
tion in all shipping papers, bills, and transit correspondence.

3. Containers are posted with placards which indicate the hazardous
contents.

4. Initial inspection to assure loading, placarding, and shipping
papers as above. All rail cars not in conformance are refused and
other carriers notified to avoid further transport.

5. Rail employees on the rail route are instructed, trained, and
organized into hazardous materials emergency response teams in the
event that hazardous materials are released from the containers.

The initiation of these mitigating measures is expected to effectively
reduce the impacts of hazardous materials which have teen accidentally released
from their containers to insignificant proportions.

3.6.5.3 Bail Safety The potential impact of train/vehicle acci-
dents is currently reduced on the rail lines with the use of various warning
devices and controlled speed at at-grade crossings.

The Wilmington Branch employs a mix of 31% passive signs, 40% flashing
lights with bells, and 29% automatic gates and flashing lights with bells at 34
crossings. There are several types of warning devices employed such as passive
signs, flashing lights, bells, and autoamatic gate arms. The San Pedro Branch
employs a mix of 27.5% passive signs, 57.5% flashing lights with hells, and 15%
automatic gates, flashing lights and bells at the 31 at at-grade crossings
between Los Angeles rail terminal and ICTF.

In addition to the above safety precautions, the California Public Utili-
ties Commission also requires trains to blow their whistles commencing with the
approach to the crossing and while the train engine transits the crossing to
provide further warning of the trains approach.
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3.7 SOCIOECONOMICS
SUMMARY

Setting:

The majority of the land proposed for the ICTF site is vacant or occupied
by a few tenants on short-term leases. As such, there are little existing
economic benefits in terms of employment or indirect economic inpacts on
the community.

No absolute figures are given on surrounding residential and industrial
land values. This analysis examines the potential for this project to
indirectly effect a decrease or increase in the surrounding land value.
The only major development plan for any portion of the proposed ICTF site
is the proposed expansion of Macmillan Oil Company liquid bulk facility on
property leased from Watson Land Company.

 Truck operating costs for
Southern Pacific downtown
and two dollars per mile.

Impacts :

transfer of containers between the Ports and the
Los Angeles railyard are estimated at between one

Seventy new jobs will be created by 1986 from the managerial level down
through the ranks of operations. Utilizing two shifts, this number will
double to 140. By the year 2000, one and two shifts will require 159 and
318 employees, respectively. The use of 156 construction employees is
expected over the three phase construction period. The action of respend-
ing by both the ICTF operator and its employees creates extended employment
and income benefits throughout the  local and regional economy.

Estimated cost savings based on the reductions in truck miles traveled
resulting from the use of the ICTF rather than the existing Southern
Pacific Yard is estimated at $48.20 per container in 1981 dollars. As fuel
costs increase, these savings would also increase in the future years.

The potential exists for reduction in land values of the residential areas
along the Wilmington Bran& of the Southern Pacific Railroad due to in-
creased noise levels. The land value of vacant industrial lands surround-
ing the facility could potentially increase due to their prime location for
ancillary facilities that could serve the ICTF.

Mitigations:

As most economic impacts are beneficial, no mitigations are necessary. For
mitigation of adverse impacts on residential land values due to increased
noise levels (see Noise chapter, Section 3.4).
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3.7 SOCIOECONOMICS

3.7.1 SETTING

3.7.l.l Employment and Economic Impacts Since the majority of the
land is vacant, there are presently no economic benfits in terms of employment
or indirect impacts on the community from the vacant parcels.
short-term users of the land who have 3O-day revocable

There are some

facilities with significant employees.
permits  but no major

or agricultural uses.
Mostof theparcels are used for Storage

3.7.1.2 Surrounding Land Values. No absolute figures are given here on
surrouding residential and industrial land values. This analysis only examines
the potential for this project to indirectly effect a change (i.e., increase or:
decrease) in the surrounding land values.

3.7.l.3 Truck Operating Costs. Estimated mileage costs rage from
about one to two,dollars per mile each way for transfer of containers between
the container terminals and the Southern Pacific downtown Los Angeles railyard.
This cost was estimated at $1.25 in 1981. The truck operating costs for the
year 2000 are not estimated in future dollars because of the difficulty in
escalating fuel costs for the period of years.

3.7.1.4 Private development plans for the ICTF Site. The only major
development plan for any land areas needed for the ICTF is a proposal by Mac-
millan Oil Company to expand their liquid bulk facility on property that they
currently lease from Watson Land Company.
to agricultural uses.

The land is presently being devoted

3.7.2 IMPACTS

3.7.2-l Employment and Economic Impacts in Surrounding Region. The
estimated costs of site improvements operations  resulting from the Intermodal
Container Transfer Facility will not only benefit the private firms directly
engaged in the construction and operations of the site, tut will also benefit
 other local and regional firms through tie respending of this capital influx.

Comservative estimates have shown that private companies pay approximately
3O% of the their gross business revenue toward wages andsalaries. Approximately
40% of the gross revere is spent on purchases by the firm for material inputs,
20% is retained earning for the firm, and the remaining 10% is paid out in
taxes.

The econcmic impact on the micro-level will involve the creation of an
estimated 70 new jobs by 1986 from the managerial level down through the ranks
of operations. When the facility is utilizing the services of two shifts, this
number will double to 140. The personnel estimates will increase substantially
by the year 2000, where one and two shifts will require 159 and 318 employees,  
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From the wages and salaries earned by the employees of the site improve-
ments and operations, approximately 50% is e&bated to b respent throughout
&e loa~land regicnalmarbtarea  for consumerpurcfiases. The remainiq 50% is
presrnaedtobesavedorFnvestedbytheen@cyees.

Ihe action of rmng by both the primte firm and its employees creates
extenQd enploymntand incaat effects thrcughcutthelocaland  regional econ-
-Y- The applicatim  of a derived market area mltiplier can be used to esti-
~tetheextentofthelccalandregimaleconcmic  impacts. Forthe purposeof
estimation, the regimal market area multiplier develo@ for the Fort of Long
&a& SW by the consulting firmof Williams-~ekelteck and Associates (1976)
has bena@ied.'

In the Willians*~lbedt Study, it was shown that the respending of
inccm throuqhaut the local and regional market area by port dependent firm
and their eqdoyees has tie effect of creating additional revenues for other
non-portdepe&entfirmsandtheirerployees. Thisrespendirqeffectcmtinues
to ripple thraqh the local and regional mrketareawith ea& successive round
of respending having a lesser effect than the previous. Without having to
calculate each mund of respending, Willies-lcuebelkeck  developed a regional
market area dtiplier to estimate the full extent of respending  beyond the
first ramd oftheinducedindfrecteffects.

The regicnal mrketarea mltiplier derived for the Port of Long Bea& by
the Williaars-Kuebelbzck  group was 2.49, which mzam that for every dollar spend
hy the port of Img Beach m irrproviq or expanding harbor facilities, an
additional $1,49 is generated by reqending thraqhmt the local and regional
market area.

Tables 22 and 23 detail the direct, indirect and total econmic inpacts
resultfngfraP~ees~tedsiteirrpravementcosts  frauthe ICE?.

3.7.2.2 construction Fhase.
constnlcticnphases  are listed belcw:

Estimates of manpower required for the

Awg.No. of -of
Workers/Cay mired

Phase1 Railroad Access
(1983)

14
SiteI@rovement z l3

Ehse II nalmte storage 17
( 1991)

4
RailtradcCcmtructicm 20 6

FhaseIII MnoteStorage 22 -.6 _-
( 1996) Rail track Ccmetructim 26 8

Becausethenrmbers of conetructionworkers are law an&the amstructicn
period for specific projects is short, it is expected that these construction
workers will be frm the existiq labor force. Thus, noinfluxof axstruction
workers into the regionwill resultfranthisprojeck.
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TABLE '22

QCSS

Tbtal Estimated Cost of Site Dqgrovammts
$64,007,000 (1981 Dollars)

Direct, Indirect, and Totdl Economic Inp=ts
for the Forts of Los Angeles andLong BeachRegiamlMarketArea

Market Ares Multiplier * 2.49

Direct Indirect lhal

BudnessReVWZ=3 $64,007,000 $97,096,000 $161,103,000

and Regialal Purchases 2S,880,000 38,561,200 64,441,200

and Salaries 19,202,100 29,X8,800 48,330,900

-Earnings X2,801,400 l9,4l9,200 32,220,600

6,400,700 91709,600 16,110,300

‘IRBLE 23

Dtal Estimated Cost of Site Improvements Escalated
ToYear of Construction

$l30,441,000 (1981 Dollars)

.

Market Area Multiplier = 2.49

. Direct Indirect lbtal

GrcssBusinessReveme $l30,441,000 $194,357,090 $324,798,090

bcalandRegialalPurchases 52,176,400 77,742,830 l29,919,230

wagesandsalarie!3 39,132,300 58,307,127 97,439,427
1

. mtzlimd E a r n i n g s 26,088,200 38;871,418 _ 64,959,mc18--

l3,044,100 l9,435,709 32,479;809  -
2

3-76



3.7.2.3 changes in Surrounding Land values.

3.7.2.3.1 Residential Land Values. As a secondary impact due to
increased noise levels, the Possibilty exists that there will be an impact on
the land value of surrounding residential areas. This impact is difficult to
quantify, if it exists at all.- A1980 study prepared by the Long Beach Comm-
nity & Environmental Planning Division of the Departmnt of Planning and
Building entitled Recommendations on Airport Operations Adopted by the Airport
Advisory Task Force” could draw no conclusion about property values impacted by
airport noise. Property values, based on recorded sales, under the adjacent
flight patterns were compared to property values outside the flight pattern.
The results were inconclusive because the data did not take into account
conditions of maintenance, aesthetics, 'etc. In other words, the selling price
of each home was based on many other factors besides locations within the flight
pattern. Also in this study, Some Long Beach realtors suggested that rather
than a reduction in property values, the sales period may be extended.

Another consideration is that the appraised value of the home might take
into account the proximity of the railroad tracks, but not the number of trains
that may be using the track- In other words, the original purchaser may have
realized a lower purchase cost due to the presence of the railroad tracks,
regardless of how many trains used the track. This original reduction in the
value of the home would probably be passed onto subsequent purchasers.

There are four areas where residential areas will experience an increase in
sand levels due to the ICTF project (See Secticn 3.4). These are:

i. Residential locations just east of the ICTF.

2. Residential locations adjacent to Alameda Street and San Pedro Dolores
Yard.

3.' Residential locations along the San Pedro Branch of the SPrr line
between Tweedy Blvd. and Southern Avenue in South Gate.

4. Residential locations adjacent to the Wilmington Branch of the Southern
Pacific rail line.

Noise impacts at residential locations east of the facility should be
reduced with equipment modifications on equipment used at the ICTF site. Other
noise experienced in this region is a result of the Union Pacific Railroad
tracks and not the ICTF project.

Location at numbers 2 and 3 above will not experience significant in-
creases in noise levels with implementation of the ICTF. Only residential
locations adjacent to the Wilmington Branch of the Southern Pacific Railroad
will be impacted specifically as a result of the ICTF project. These locations
are the ones that could experience a potential adverse impact on land value.
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3.7.2.3.2 Industrial Land values. The land values of vacant indus-
trial properties surrounding the site are expected to increase as the need for
ancillary facilities such as container freight stations, is expected to in-
crease- Want areas surrounding the site will beecome prime locations for some
of these ancillry facilities.

3.7.2.3.3 Truck Operation Cost Savings One of the major benefits of
the use of the ICTF will be reduction in truck miles traveled (VMT) and costs
that result from the use of tie ICTF instead of the existing railyards in
downtown Los Angeles Estimated cost savings were based on the reductions in
truck travel (Section 3.8). These reductions are summrized below for 1983
and 2000 average days:

DAILY TRUCK MILEAGE REDUCTION FROM USE OF ICTF
(Miles)

1983 2000

Average Day

15,926

Average my

71,154

These daily figureswere converted to annual estimates by assigning a mix of 260
average days (five full days and two l/2 quantity days equivalent to six full
days per week) totaling to the 3l2-day operation year.

Cost savings per mile of truck travelwere calculated for a typical tractor
chassis combination operating in a combined freeway and local street rake.
Estimated current mileage costs range from about me to two dollars per mile
each way between the container terminals and the Southern Pacific railyard.
This resulted in an estimated weighted typical operating cost, in 1981 dollars,
of $1.25 per vehicle mile. When applied to them reductions listed earlier,
the annual estimated cost savings that result are summarized below:

1983 2000
-.

Estimated Annual Cost

Savings from VMT
I&alctfons $6,211,100 $27,750,100
WMT)x(3l2 days)x(Cost/bntainer)

mzimated sadngs per
Container
vumual cost saving)x(y312  days)
x(l/daily trip)*

$48.20 $48.20**

*The number of round trips dail
1,844 in the yk~ 2000.

y is estimated at 4l3 in 1983 and

**l981 dollars. As fuel costs increase, the savings per container
would also increase.
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3.8 TRANSPCFU'ATICWANDCIPCULATIdJ
S-

Setting:

Vehicular Traffic and Circulation. The proposed ICTF site has excellent
accessibility to the regional freeway system. The major surface streets
serving the site from the Ports' container terminals are Alameda Street on
the west, 223rd Street on the north, and Sepulveda Boulevard/Willow Street
on the south. Analysis of intersections in the vicinity of the ICTF shows
that these are currently operating at relatively high levels of service
during peak hour periods.

Pail Traffic. The proposed ICTF will be serviced exclusively by the
Southern Pacific Transportation Company with two single-track branch lines
that connect the Ports' area to downtown Los Angeles. North of the
Dominguez Junction, the Wilmington Branch will be used principally for ICTF
container train movement. Current rail activity on these bran&es is very
low.

Impacts:

Vehicular Traffic and Circulation. There will be temporary disruptions to
traffic flow during the construction period. Truck traffic volumes antic-
ipated from the ICTF operation will not have a significant impact on the
traffic flow of adjacent streets. However, numerous intersections in the
vicinity of the site will exceed capacity in the future (with or without
the ICTF during peak hours unless improvements to the streets and inter-
sections are implemented.

Although ICTF-generated traffic will incremently add to the traffic con-
gestion on the local street system, the ICTF will result in a significant
reduction in the truck vehicle-miles-traveled in transporting containers.
There will be increased vehicular traffic delay at at-grade crossings due
to the increased number of train movements associated with the ICTF.

Pail Traffic. The ICTF will increase train activity (up to 14 trains per
day) on Southern Pacific's rail line. The rail mode of transportation
to/from the Ports' area is highly underutilized. Impacts are associated
with increased train movements, including increased levels of noise, air,
vehicular delay and impacts on adjacent land uses.

Mitigations: - 1

Vehicular Traffic and Circulation. Construction plans for rail are truck
accesses were developed to minimize the disruption to traffic flow. The
ICTF will incremently add to the traffic congestion in the Ports' area.
Implementation of SCAG's Phased Program of Highway Improvements will
provide sufficient capacity to meet future Port traffic demands. Increases
in vehicular traffic delay at at-grade crossings can be mitigated par-
tially by: installation of grade crossing predictors, improved traffic
signalization, appropriate train scheduling, and improved lane geometric
design.

Pail Traffic. Increases in unit container trains is unavoidable but
partially mitigated by Southern Pacific's use of double stack trains, which
reduces the number of trains required. Improved crossing protection or
grade separation construction at grade crossings as recommended by the PUC
would reduce the rail associated impacts.
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3.8.1.1 Vehicular Traffic and Circulation. A vehicle traffic analysis
for the proposed project was completed by Wallen Associates (1982). A copy of
the "Intermodal Container Transfer Facility Traffic Analysis" is available for
review at the LAHD, Environmental Management Office, 425 S. Palos Verdes St.,
SanPedro,CA

3.8.1.1.1 Vehicular Access to the Project Site. the proposed
ICTF site has excellent accessibility to the regional freeway system (Figure
3). The San Diego Freeway (Interstate Route 405) is located just north of the
project with inter changes for northbound freeway-oriented traffic on 223rd

Alameda Street and for northbound on-off traffic on Alameda
street north of 223rd Street- The Long Beach Freeway (State Route 7) is located
about two miles west of the site with a partial interchange at wardlow Road
(223rd Street) and a full interchange at Willow Street (Sepulveda Boulevard).
The Terminal Island Freeway (State Route47)terminates at Willow Street about
one-quarter mile east of the south boundary of the proposed ICTF facility and
provides direct access between the site and the two Ports via Terminal Island.

2
The major-surfacre streets serving the site from the container terminals are

Alameda Street on the west 223rd Street on the north, and Sepulveda Bculevard/
willow street on the south. In general, these arterial highways have a
minimum of two lanes in each direction. The primary exception being the narrow
section of Sepulveda Boulevard between Alameda Street and Wilmington Avenue,
which is striped for one each way with a painted median. Alameda Street is
controlled with traffic signals at the nor&bound San Diego Freeway on-off

the connector road between Alameda Street and 223rd Street, and at
Sepulveda Boulevard. Also, 223rd Street has traffic signals at the connector
road and at the south bound San Diego Freeway on-ff ramps. This east-west
street became Wardlow Road at the City of Long Beach city limits at the east
property line of the ICTF parcel Sepilveda Boulevard, which becomes Willow
Street within the City of Long Beach east of the site, is signalizedat Alameda
Street and at the Terminal Island Freeway terminus to the east. Because
of the relatively long distances between traffic signals and the relatively low
current traffic demands on these arterials,prevailingtravelspeeds are in the
4O to 50 mph range.

Six signalzed intersections in the vicinity of the site were selectedfor
detailed analysis to determine the theoretical current operational character-
istics of the street system serving the ICTF area. Alamada Street and the
northbound San Diego Freeway ramps are controlled with a multi-phase fully-
actuated traffic signal with separate left turn phasing for southbound traffic.
All three approaches to this "T" intersection have two lanes, plus the south-
bound approach has a separate left turn storage lane. The "T" intersection of
Alameda Street at 223rd Street has similar traffic signal control and inter-
section geometric design characteristics with the addition of a separate
right-turn-only lane for northbound traffic. Alameda street and Sepulveda
Boulevard intersection is controlled with a standard two phase traffic signal
with two through lanes and a left turn on all four approaches, plus a very
short right-turn-only lane for westbound traffic.

3-81



The intersection of willow street (Sepulveda Boulevard) and the Route 47
Freeway terminus.- has double right and left turn lanes on the northbound ap-
proach, one lane for southbound traffic from the Paul Marshall Products Plant
access driveway opposite the freeway, four approach lanes for eastbound traffic
(left-turn-only, two through lanes, a right-turn-only lane), and double left
turn, plus two through lanes for westbound traffic. The two traffic signals on
223rd Street at the connector road and at San Diego Freeway southbound
closely spaced; approximtely 35O feet apart. At 223rd Street the connector

 road, there are two approach lanes for southbound traffic, three through lanes
  in each direction  223rd Street,plus and eastbound left turn lane. The south

leg of this intersection is a little use unstriped access road for the subject      
parcel site. The approach lane striping at the "T" intersection of 223rd Street
and the freeway on-off ramps is similar, except that eastbound approach has
double left turn lanes to facilitate the turn movement entering the southbound 2         
San Diego Freeway, plus two through lanes with no south leg at this location.

3.8.1.1.2 Existing Traffic Volumes. Current traffic demands on
the street system serving this area were estimated based on traffic volume data      
obtained from the City of Los Angeles Department of Transportation (LADOT), the
City of Long Beach Traffic Engineer  Department, the State of California
Department of Transportation (Caltrans), and from automatic and manual turning
movement traffic counts made by Wallen Associates (1982).

Shown on Figure 4O are the current daily and directional peak hour traffic
volumes from the street system serving the proposed project area. The highest

  daily traffic volumes occur on Willow Street east of the Terminal Island Freeway
with about 25,000 vehicle trips per day (vpd).
street segments in this area include:

Other relatively high volume
223rd Street east of the southbound San

Diego Freeway on-off ramps (15,000 vpd), Alameda Street north and south of the
San Diego freeway overcrossing (14,000 and l5,OOO vpd, respectively), and 

  Sepulveda Boulevard between Alameda Street and the Terminal Island Freeway
termins (l3,OOO vpd).

The highest directional peak hour traffic volumes occur on Willow Street
   east of the Terminal Island Freeway: approximately 1,700 vehicle trips per hour
(vph) westbound in the morning and 2,100 vph eastbound in the afternoon peak
 hour periods.

the northbound
High peak hour turning movement volumes of importance include:
right turn from the Route 47 Freeway to eastbound on Willcw

Street in the afternoon peak hour (l,ll5 vph)and the opposite westbound left  
turn in_the morning peak period (980 vph), the eastbound-left turn from 223rd-
Street to the southbound SanDiego Freeway on rasp in the afternoon peak period --
(620 vph), and the eastbound and southbound approach left turn movements at 
Alameda Street and sepulveda Boulevard in the morning and afternoon
(270 and 240 vph, respectively).

peak periods    

3.8.1.1.3 Existing Levels of Service. In order to evaluate
current traffic operations on the street system, a volume/capacity analysis was  

 made by Wallen Associates (1982) at six study intersections for the normal-
morning and afternoon weekday commuter peak-travel periods. The "Intersection----

Capacity Utilization (ICC) method was used in the analysis- ICU represents the  
proportion of the total hour required to-_ accommodate intersection traffic
 volumes-if all approaches are operating at capacity (Level of Service);- This

does not mean that Level of Service E is appropriate for-urban design, but the
evaluation of present and future operating conditions in terms of total capacity 
is more easily understood.
represent the normal design

In the Los Angles region, Level of Service would

of service and ICU were used:
value. The following relation between levels  

3-82



go‘da$1$4 t.II I700llO
,- 440/120 IQRI TR

Figure 40 ’

‘OLUM ES

FWY
( 2 2 0 , 0 0 0  J-

--

-----’-- .--

:;:: -2 --

I
-IO/15
- 790 /825
-no/230.

. .



Level of Serviae A, voluxe/capacity (v/c) ratio of 0.60 of less
&vtel of Semia? B, v/c of 0.61- 6.9
Ieve of Service c, v/c of 0.70 - 7.9
Level of Service D, v/c of 0.80 - 8.9
Level of Service E, v/c of 0.90 - LOO
Ieva of Service F, v/c greater than 1.00

The term level of service is used to describe quality of traffic flow.
Levels of Service A to C operate quite well. Level of Service D typically is the
level for which an urban street is designed. Level of Service E represents
volumes at or ner the capacity of the highway which will result in possible
stoppages of momentary duration and fairly unstable flow. It is not uncommon to
find "E" at industrial areas which have very high peak-hour to average-hour
ratios. Level of Service F occurs when a facility is overloaded and is charac-
terized by stoppages of long duation.

The ICU calculations assume that Signals are
timed locations, it is possible to have an ICU of
traffic congestion occurs because a movement is
satisfy its demand with excess time beingwasted.

properly timed. At poorly
well below 1.00, yet severe
not getting enough time to
Tables 24a and 24b show the

volume/capacity relationships at the six intersections for both commuter peak
demand periods. For the ICU calculations, a through and turn lane capacity of
1,500 vehicles per hour of signal green time (vphG) was selected. This value is
somewhat lower than the range of 1,600-1,800 vphG capacity values more commonly
used in the greater Los Angeles region to reflect the higher than normal per-

centage of trucks to total traffic volumes at most locations in this area.

Based on this analysis, all six intersections are operating at relatively
high levels of service during both peak periods. With the exception of Alameda
Street and Seplveda Boulevard, field observations are in reasonable conformance
with the results of the volume/capacity analysis. No significant congestion
was observed at any location at any time except Sepulveda Boulevard
approaching Alameda Street in the afternoon between 3:30 and 4:00 p.m. During
this time period, eastbound traffic on Sepulveda Boulevard would back up as much'
as one half mile west of the traffic signal at Alameda Street. This results
from Sepulveda Boulevard having only one travel lane in each direction in the
vicinity of Alameda street.

The intersections of Anaheim street with Santa Fe Avenue and Anaheim Street .
and Alameda Street currently have peak-hour levels of service of D. This
indicates the capacity to accommodate any substantial increase in future
traffic.

3.8.1.2 Rail Traffic. The proposed ICTF will be serviced exclusively
by the Southern Pacific Transportation Company. Figure 41 shows the Southern
Pacific rail network in the Los Angeles and San Bernardino area. Southern
Pacific has two single-track lines that connect the Fort's area to downtown Los
Angeles. The San Pedro Branch generally parallels Alameda Street, and the
Wilmington Branch is slightly to the west of the San Pedro Branch, along
Willowbrook Avenue. All trains from the ICTF will travel northerly via the San
Pedro Branch to Dominguez Junction (south of Artesia Boulevard) where either
branch lines could be utilized to downtown Los Angeles. The Wilmington Branch
will be used principally for unit container train movements to/from the ICTF
north of Dominguez Junction, From the Wilmington Branch trains will access a
short distance on the Santa Monica Branch to the downtown Los Anqeles area.
Tables 25a, b, cI and d list the characteristics of the grade crossings on each
branch line, including number of tracks, type of protective crossing device,
train speed, train traffic, vehicular traffic and accidents.
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TAaLE24a

A.M. PEAK BODR
DIRECPI- (1) Traffic (2)

P.M. PEAK floral
Traffic

-au blovmmr CAPACITY whane v/c Ratio u&me

-St&The
NBDSwDiego
my on-off WmPs

AlamdaSt  &The
223rdCcmnector
EM

223rdSt&The
Alameda St
Cannectar Ri

223rd St&The
SEDSanDiego
Ebyon4ffRarrps

- St t
3 Se@veda Bl

NB 3000 430 0.14 970SBLT
I.500

0.32

Et31 3000 I500 6;: 480
0.05
0.23 0.32 I.20 SE ao-02:

0:m
Ykllow

- - __
0.06*

m!mL ICD:
0.09

0.60 0.50
LEVELCFSERVICE: A A

m(4) 3000 240 0.08 800 0.27*
SBLT Is00 - 200 0.13 200 0.13
SB 3000 930 0.31* 510 0.17
m(3) 1500 230 0.19 40 0.03
%zllow 0.05* 0.05*
mI!AL IaJ:: 0.51 0.48
IEVELCFSERVICE: A A

SB 3000 260 0.09 so0 0.17*
E0LT I.500 90 0.06* I.20 0.08
m 4500 410 0.09 1480 O-33'
tg 4500 I.275 0.28* 345 0.08. -_
Yellow 0.05* 0.06*
lmAL IaJ: 0.48 0.56
UVELopSERUICE: A A

&T(S) 2700 3000 250 200 0.07* 0.08* 620 u.5 0.23 0.04*

m 3000 0.11 1260' o-42*
m 4500 E 0.27* 320 0.07
Bllow 0.05* 0. OS
mI?& IUJ: 0.47 0.51
LEVEL~SBRVICB: A A

I?8 3000 230 0.08 450 0.15,
=T( 6) I500 240 0.09 N/A
&T( 6) 1500 3000 810 100 0.27* m

4ii
0.11* 0.13--.- - '-270

&7)
3000 370 0.12 .e830 0.28

, 3000 840 0.28* .720 0.24*
lkllow 0.06* 0.06*
mI%L IaJ: 0.61 0.56
UXELCFSERTICE: B A -.

-. _.
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TRBLE 24b (Contd)

AA. PlmcmuR P.M. PEAK RXJR
DIREcRmAL (11 Traffic (2) Traffic

s MclvmmT CAPACITY Ttmmle  v/c Patio
(2)

UDlllE V/C Patio -k

willt7wSthThe
Tkrndnal fsJ.ad
Eby Terminus

Anaheim St. h
SantaFe Ave.

AkaheimSt, h
lllamda St.

--- - _-.

rees: ’

=( 8) 2700 80 0.03* 925 0.33
SB IS00 0 0.00 50 0.03

&i) I.500 3000 3: 0.00 0.11* 9: 0.01 0.33
='JX 3 2700 980 0.36* 190 0.07
Pa 3000 735 0.25 365 0.12
Yellow 0.06* 0.08*
lx?mL Ial: 0.56 0.79
LEWELCFSIWICE: A C

NELTf 1500 3lO 0.14* 190 0.06*
IaSE& 3000 220 0.07 270 0.09

I.500
3E

WA
180

0.05
s8 3000 0.11* 29s O.lo*
&Tf 3000 I.500 925

liE

0.31 0.02 I585 15 0.53
WA

Ia 3000 0.52* 880 0.29
Ybllow
mmLxcD:

0.09 0.08*
0.86 0.80

LSVELCFSEWICE: D C

N6 3000 455 .1s* 930
SE 3009 300 .lO I30
EBLT . IS00 50 .03 95

3000 800 .2f* 820
=T I.500 570 .39* 230

3000 860 .29 840
BllaU .09*
TVTAL IaJ: .89
u3vELces&RvIcE: D

.31*

.06

.04

.2f*

.15*

.28

.08*
-xi
D

I

(1) Blmugh and turn lane capacities = 1500 VphG.
(2) Critical v/c Ratias denotedwith an asterisk.
(3) Iefulxerafficonlyinanelane.

~(4) Wudes right turns in separate right-turn-only lane.
(5)
(6)

Double left turn lane capacity - 1.8 x single lane tapacity.
Ieft turn fluxes in excess of 100 vph treated as being controlled with a
Separatelefttumsignalphase.

(7) ~cludes right turns in very short dghtalrn-only lane.
(8) %ht-turnS*nly  indouble right-tumdylanes less -left turn volumes

or left turns indouble left turn lanes whichever is greater.
(9) Critical Xmnentusedto  calculate ICU.
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Current rail activity on the branch rail lines is very low. Typicallyare two through freight train movements (Dolores Hauler) per day between
the Dolores Yard and the downtown transportation center.
local switching yard and lies immdiately west of Alamda

The Dolores Yard is a

of the proposed ICTF site. Approximately 75% of the
Street and northwest

time the Dolores hauler
uses the wilmington Beach and approxinately 25% of the time uses the San Pedro
Branch Additional rail movements on these branches (Tables 25a-d) result from
switching movements by industries utilizing the tracks.

Southern Pacific's major intermodal transfer yard is located just northeast
of the downtown Los Angeles center with good access to the freeway system. The
yard is a combination marine container and road trailer piggyback intermodal
facility. Containers from the Ports' area currently are transported by truck
approximately 22-25 miles to the downtown yard.

3.8.2 Impacts

3.8.2.1 Vehicular Paffic and Circulation.

3.8.2.1.1 Construction Impacts. There will be disruption to the
traffic circulation pattern during the construction period, particularly during
the rail access Motorists in the construction area will exper-
ience some inconvenience, such as reduction the number of travel lanes
However, the construction activity will be implemented in phases (see Section
1.3) to minimize traffic disruption to to maintain through traffic flow.  

3.8.2.1.2 Vehicular Access to the Project Site. It is antici-
-ted that the three major truck routes to/from the ICTF and the Ports' con-
tainer terminals (Figure 42) will be:

1.

2.

3.

To

From Terminal Island via the Terminal Island Freeway to Sepulveda
Boulevard,
from the San Pedro/Wilington area of the Fort of has Angeles via B
street to Alameda Street t Sepulveda Boulevard, and
from the Port-of Long Reach via the Long Beach Freeway to Anaheim
Street to the Terminal Island Freeway.

determine the truck routes between the proposed ICTF and the Ports that
will likely be used, a study of alternative routes was conducted (Wallen Assoc-
fates, 1982). Estimated route distances, travel times and average route speeds
for round trip trip movements on these alternative routes are summarized in
Table 26. These values were estimated using the afternoon peak hour period
when total area- traffic demands are normally at the highest levels and the
mid-day (off peak) period when the majority of the ICTF truck traffic is pres-

The average total travel times and speeds obtained from the data are

The alternative truck route comparison showed that the ICTF entrance/exit
from Sepulveda Boulevard is the most advantage location, especially from the
Terminal Island Freeway- the Part of the Long Beach.
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3.8.2.1.3 Rejected Traffic Volumes. The potent ia l  u t i l i za t ion
of the ICTF is sham in Table Cl of Appendix 6.3C which provides the estimated
container movement to and from the faci l i ty. Based upon a truck movement
consisting of one 40-foot or two 2O-foot containers and an anticipated mix of
75% 40-foot containers and 25% 20-foot container, estimates of daily container
truck traffic are shown in Table C2 of Appendix 6.3C. The table shows the
container traffic between the three areas of container operation plus the
movement to/from the ICTF and industries in Southern California. The latter
will comprise about 13 percent of the total container movements and will bring
traffic to the area which otherwise would have been destined to the downtown
yard of the Southern Pacific.

Since more full containers are imported than exported and not all empty
containers are returned to the Ports. It was estimated that the extra moves
would amount to about 20 percent of the container traffic from the Ports. Extra
trips to/from local industry were estimated at approximately 40 percent due to
the greater difficulty in matching pickup and delivery.

The hourly traffic to/from the ICTF is shown in Table C3 of Appendix 6.3C.
The average hourly figure is assumed as the daily traffic divided by the eight
hours of normal terminal operation. This is a very conservative figure as most
terminals will use a second shift between 6 p.m. and 3 a.m. to accommodate
shippers and also operate on Saturday and Sunday if requested.

The direction at distribution of traffic on Sepulveda Boulevard is given in
Table C4 of appendix 6-3C. Truck movements to/from the Port of Long Beach and
Terminal Island were assigned to the east. These tr ips to the San Pedro/
Wilmingtcn area were assigned to the west, and local destinat ion tr ips were
assumed to use Alameda Street and the San Diego Freeway. Figure 43 shows the
project hourly distribution of truck traffic between the ICTF and the container
terminals.

3.8.2.1.4 SCAG Ports advisory Committee Results. I n  o r d e r  t o
est imate the fu ture  potent ia l  impacts  o f  the ICTF-generated t ra f f ic ,  i t  i s
necessary to characterize the future traff ic volumes in the Ports'  area. The
Southern California Association of Governments (SCAG) Forts Advisory Committee
formulated a Phased Program of Highway Improvements (see Appendix 6.3C) as an
alternative to the proposed extension of the Termina1 Island Freeway.

The traffic estimates developed by SCAG (Figure 44) formed the basis of
theanalys is  o f  fu ture  t ra f f ic  a t  c r i t i ca l  in tersect ions in  the v ic in i ty  o f  the
ICTF. The 3.981 traffic volumes were extrapolated to the year 2000.
shows the traffic volumes in the year 2000 if no highway

Figure 45
improvements were made

("null alternatives), and Figure 46 shows the traffic volumes if the proposed
SCAG program of highway improvements were implemented.

3.8.2.1-S Rejected Levels of Service: SCAG's traffic estimates
were used as the basis for projecting the peek hour traffic volumes in the year
2000. The hourly distribution of ICTF truck traffic was compared to the projec-
ted hourly volumes. Tables 27 and 28 summarize the analysis of cr i t ical

  intersections in the year 2000 for the null condition and the condition with
highway improvements. (The calculat ion sheets for these ICUs are given in
Appendix 6.3C Tables C5-C10).
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'QiBLE 27

mMwm~vom4E/cAPAcITp~xSIs
YEAR 2OOO-NDLL AL!ERWEVE (NO BIGBWAY -)

A.M. PEAK BODB

SERVICE
WI!5 w/o lam w/lo

INllERsEQlzcN IaF ICE IcrF IcrF

P.M. PEAK -
ICD LEvEtoF

SEWICE
WITH w/o WIm w/o
ICTF ICTF ICTF ICTF

Alan&a st. h
NBdsan 1.06 1.05 P F 0.73 0.72 C C
Diego W
Rarrps .

Alamda St. is
223rd St. 0.94 0.93 E E 0.84 0.82 . D D
connectarm

223rd St, h
IuauEda St. 0.64 0.63 B B 0.72 0.72 C c
Comector Rd.

.

223rd St. 6r
0.60 0.60 A A 0.65 0-W. . . ..__  B b _

Alameda St. 8 0.94 0.92 E E 0.87 0.81 . D _ _ IT
Squlveda Bl.

willow St. c
Terndnal 0.80 0.75 .c C 1.12 1.12 F. F-
- m

AnaheimSt, t 1.12 1.09 F F
S a n t a  F e  A v e .

1.02 0.99 p. E
- -

-‘I-,,,. -__  -

Anaheim St. bi 1.12 1.10 F F 1.08 l.08 F F
Alamsia St.

SeeAppendix 6.X for details.
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TABLE 28

SMHARYQFVOLDME/CAPACITY?iNALYSISyEAR2OO+
WIm PoR!rs ADVIEEE CoMMIm (SCAG)

B E - -

A.M. PEAK BODR P.M. PEAK HOUR
1U.J LaEvELa? ICU IsvELm

sExvIcE SERVICE. .-
WIT0 w/o WIm w/o wmi w/o wm? w/o

~a!Ia!l ICTF Icm IcrF ICTF ICTF IaT ICTF ICTF

AJ.an&a St. & I
NBdsan 0.76 0.76 C C 0.53 0.52 A A
Die -Y
RanpS

Alameda St. &
223rd  St. 0.98 0.96 E E 0.81 0.81 D D
ctxmector Pd

__.
-

223rd  St. &
Alalda St. 0.56 0.56 A A 6.77 0.77 c C
Comector  Rd.

223rd St. h
SBd San 0.65 0.63 B B 0.69 0.69 B B
DMoFwy
RanpS

luamda St. h 0.85 0.84 D D 0.88 0.86 D D
Sepulwda Bl.

willow st. &
I

Ter⌧dnal l 0.57 0.51 A A 0.8'6 ~0.86 D D
-pwy

,

AMheim St. b 0.89 0.87 D D 0.79 o-.77 c C
Santa Fe Ave.

Anahein St, & 0.70 0.69 B B 0.62 0.62 B B
Alalmda st.

See@endix 6.3Cfor details,
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The analysis shows that:
0 Truck movements generated from the ICTF will have very little or

impact on future traffic flow at most intersections. The major impacts
will be on Alameda Street at Sepulveda Boulevard and Willow Street at
the terminus or the Terminal Island Freeway.  Table 28 shows that the proposed
highway improvements will be needed for these intersections
to be able to accommodate anticipated traffic.

0 Truck movement to and from the ICTF will be at a reasonable level of
service. Additional travel time during periods of,peak hour traffic will 
not exceed a few minutes per trip.

Implementation of the highway program developed by the SCAG Ports Advis-
ory Comittee will provide a balanced transportation system for the
ports' area. Traffic would distribute evenly and no one intersection or
route would experience extreme congestion. Alameda Street and Anaheim
Street would be utilized to capacity and relieve pressure on the Long
Beach and SanDiego Freeways.

3.8.2.1.6 Reduction in VMT. The ICTF will be located about 5
miles from the container terminals in the Long Beach.   
The present Southern Pacific Transportation Center container transfer yard is
located adjacent to Mission Road and the Golden State Freeway,.Interstate Route
5, abut two miles east of downtown Los Angeles. The distance between the
ports' container terminals and the existing Southern Pacific facility is abut
22-25 miles. The utilization of the ICTF will mean a reduction in me-way
travel of 17-20 miles between the Ports' container terminals and the rail
transfer yard.

Table 29 shows the vehicle miles of travel (VMT) with and without the ICTF,
and the reduction in daily VMT due to utilization of the ICTF.

The location of the present Southern Pacific container transfer yard
indicates that the Long Beach Freeway will be the major beneficiary of the 
ICTF. Thepresent Union Pacific and Santa Fe facilities arelocated adjacent to
the Long Beach Freeway. Any future expansionof the ICTF to accomodate addi-
tional rail service would be of direct benefit to the Long Beach Freeway.

Implementation of the highway improvement program recommended by the 
SCAG Ports Advisory Committee will provide adequate street capacity to accom-
modate any future ICTF traffic.

The reduction in VMT as a result of the ICTF will additionally reduce the  
amount of roadwear to the highway system,
emssions in the South Coast Air Basin.

conserve energyand reduce air

3.8.2.1.7 Vehicular Traffic delay. The increased number.cf~trair~
movements resulting from the ICTF project will produce increased delays to
vehicular traffic at at-grade street crossings. A grads crossing computer
simulation analysis of thepotential delays at 65 grade crossing (31 on the San
Pedro Branch and 34 on the Wilmington Branch including 3 on the Santa Monica
Branch) was conducted by Reese-Chambers System Consultants (1982). Data inputs
to the computer program for each crossing were: existing and projected average
daily vehicular traffic (ADT), existing and projected peak hour traffic volumes,
and existing and projected train volumes.
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TABLE 29

1983 4l3 20,650 .4724 15,926

1985 507 25,350 5796 19,554

1990 854 42,700 9750 32,950

1995 1258 62,900 14,375 48,525

2000 ma4 92,200 21,046 71,154
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The following criteria were applied to the computer analyses in order to
identify at-grade crossing for further Study:

1 - ADT of greater than 20,000 vehicles,
2 - More than 2% of the average daily traffic (ADT) blocked per day, and
3- Total additional delay (blockage) time of 30 minutes or greater per

day-

Grade crossings which meet tie above criteria are listed in Table 30.
Grade crossings with an accident history of more than 10 accidents in a ten-year
period were also examined- E. Carson Street (Crossing No. BG-498.3) showed 21
accidents primarily non-injury accidents), but was eliminated from further
study since the ADT was very low (existing ADT = 5200).

The increase in vehicular traffic delays at the at-grade crossings with
greater train activity may pose potentially significant impacts. By the year
2000 and assuming that the ICTF trains utilize the Wilmington Branch 75% of the
time and the San Pedro Branch 25% of the time, andexisting freight rail activi-
es on these branches remain the same, there will be an additional blockage of
approximately 6O minutes per day (over existing delays) at the listed crossings
(Table 30) on the Wilmington Branch and approximately 30 minutes additional
blockage at the listed crossings along the San Pedro Branch. The Del Amo
Boulevard crossing may experience a total additional daily blockage delay of
approximately 110 minutes in the year 2000, since all ICTF trains must traverse
this crossing.

In the year 2000 it is estimated that about 5% of the ADT will be blocked 
at the listed Wilmington Branch crossings (Table 30) and 3-8% of the ADT on the
San Pedro Bran& crossings will be blocked by freight rail movements, including
switching and ICTF activities.

It is not known at this time the exact frequency of use of each bran& line
for ICTF trains. In the worst case, in the year 2000 the estimated fourteen
ICTF trains will travel on the Wilmington Branch. This would result in vehic-
ular traffic delays at the listed crossing (Table 30) of 60-82 minutes of
additional blockage (over existing levels) per day with approximately 6-7% of
the total ADT blocked per day.

The existing daily blockages for the grade crossings given in Table 30
are 17.9O minutes per day with 2-5% of the total existing ADT blocked.

3.8.2.1.8 Related Traffic Issues. Two ICTF-related traffic
issues are truck traffic on Willow Street and the Terminal Island Freeway
extension to the SanDiego Freeway. Willow Street/Sepulveda Boulevard provides
the most direct connection between the ICTF and the Fort of Long Beach via the
Long Beach Freeway. There was initially much concern regarding the use of
Willow Street for heavy truck traffic to/from the ICTF. The City of Long Beach
has indicated that it will propose via an amendment to the long Beach Municipal
Cods to redesignate the section of Willow Street between the Long Beach and
Terminal Island Freeways as a non-truck route. Thedesignation of this roadway
segment as a non-truck rate would not restrict trucks from accessibility to
business activities, such as making pickups or deliveries of goods, or utilizing
retail businesses along willow Street. It would restrict trucks from traversing
the area.
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TABLE 30

amE cmssmzs IDmJ!m?IED  EQR Elm!HER
VEHICUIAR~CDELAYsmDy

-sTREwI GRADE cFfssING No.*

Alamda street*- BBA 485.48

Slauson Avenue B7BH 487.42

Florence Avenue BBH 488;42

IqerialHishway BBB 491.60

ElsegundoBlti

Fbmcram Avenue

BBII 492.60

BBH 493.56

Slauson Avenue BG 487.3

Florence Aveme BG 488.3

Inperial Eighway BG 491.5

Rmcrans Aveme

Dil Amo Blvd.**

BG 493.3

BG 497.2

Firestone Blvd.*** BG 409.5

BG 494.3

Canpton Blvd.*-

AlondraBlvL~

BBH 494.07

BBB 494.50

**All ICTF ptnrfntrafficwilltrave~thisgtiadecrossing.

qese 5crossingsn~~tthe criteria inRmse IIdevelqmnt  of the ICTF.
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The SCAG Ports study found that the use of Anaheim Street (with improve-,
ments) is a viable alternative to Willow Street as a route between the ICTF
the Port Of Long Beach

Another ICTF-related issue is the extension of the Terminal Island Freeway 
(Route 47) between Willow Street and the San Diego Freeway. This is the adopted
route as given in the State Highway Routes of the Streets and Highways Code.
Concern was expressed that the proposed ICTF location would preclude the primary
route option for the Terminal Island Freeway extension. However, SCAG's Phased
program of Highway Improvements concluded that improvements to major local
highway arterial Would provide better services for transportation that the
Terminal Island Freeway extension.

The SCAG Highway Improvements program has generated considerable local
support Assembly Bill No. 3375 was introduced by Assemblyman Elder. This bill
proposes the following amendments to the streets and Highways Coda:

1. The extension of the Long Beach Freeway (Route 7) south of Pacific
Coast Highway (Route 11, Harbor Scenic Drive to Ocean Boulevard, and
Ocean Boulevard between the extension of the Long Beach Freeway and
the Terminal Island Freeway (Route 47),

2. Henry Ford Avenue from the Terminal Island Freeway to Alameda Street;
Alameda Street from Henry Ford Avenue to Artesia Freeway, and

3. Seaside Avenue from Vincent Thomas Bridge Toll Plaza to intersection
of Ocean Boulevard and the Terminal Island Freeway. (This segment is
already in the State Highway System as part of SR47, but it is main-
tained locally. California Transportation Commission action is
required before the State can assume responsibility for maintenance.)

"Delete From State Highway System:

1. Segment of Terminal Island Freeway north of Pacific Coast Highway to
willow street, and

2. The adopted route for the extension of Terminal Island Freeway between
Willow Street and the San Diego Freeway.

The adoption of AB 3375 and the relinquishment of the State route to the
local agency by California Transportation Commission resolution would resolve _
the issue of the Terminal Island Freeway extension.
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3.8.2.2 RAIL TRAFFIC

3.8.2.2.1 construction Impacts The rail connection to SPrr
main line will require a grade Separated rail/highway crossing at Alameda Street
(see section 1.3 for details) and a rail crossing below both the existing San
Diego Freeway overpass and the 223rd Street overpass. Two parallel access
tracks will be connected to the two eastern most tracks at the Dolores Yard. The
switches, turnouts and track work within Southern Pacific's right-of-way will be
constructed by their forces.

construction of the rail access to the ICTF will result in short-term
construction impacts. There will be increased levels of noise and dust.
Disruption  to vehicular traffic will be minimized by phasing the construction to
ensure continuos flow Of traffic on Alameda Street and the ramps to the San
Diego freeway. During construction it will be necessary to provide adequate
protection or relocation of existing substructures and utilities.

Two land parcels on either side of tieexisting San Diego freeway ramp will
require acquisition for utility easements adjacent to Alameda Street. The new
access ramp between 223rd Street and Alamada Street will necessitate acquisition
of an adjacent 0.3-acre parcel.

3.8.2.2.2 Operation Impacts. The proposed ICTF project will expedite
the transfer of containers from truck trailers to flatcars. Containers will
only have to be trucked about Smiles from the Ports to the ICTF versus 25 miles
to the downtown yard. Implementation of the project will, however, increase
train activity. The number of inbound and outbound trains that are estimated to
&required to accommmodate the container traffic is given in Table 31.
The ICTF container trains will use primarily the Wilmington Branch north of

 Dominguez Junction where the Wilmington  and San Pedro Branches cross. The use
of the Wilmington Branch (versus the San Pedro Branch) is preferable with regard
to traffic circulation impacts, due to the following: less existing train
activity (especially switching operations) and less vehicular traffic (ADT)
traversing the grade crossings on the Wilmington Branch. There is adequate rail
capacity to handle ICTF-related containers. The rail mode of transportation to
and from the Ports'area is highly underutilized.

The ICTF  implementation will result in impacts associatedwith increased
train movements in a metropolitan area: increased levels of noise, air emis-
sions, vehicular delay, and impacts on adjacent land uses (refer to appropriate
sections in the E.I.R.). Unit trains will have to cross numerous intersections
on the local street system, There are approximately 34 at-grade crossings on
the Wilmington Branch (including 3 on the Santa Monica Branch ) and 31 on the San
Pedro Branch. This will increase the delay experienced by vehicular traffic and
increase the surface street traffic congestion (see Subsection 3.8.2.1.7).
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Ehasef
1983
1986
1990

Rlase II
1991
I.995

FhaseIII
I.996
1998
2000

NO.OfIAOUlldRaiIlS No. of Outbound Trains

4
5 .-

2
3
4

4
5

5
6
7

Assumptions:

1. Each train is 5250 feetlong.
2. One hour travel tire between Los Angeles rail yard and ICTF.
3. The use of the Southern Pacific double stack unit train was assumed at

the following rate:

1983-1989 1DoubleStackUnitTrairrsperday.
1990 -.l993 2 Double St&c Unit Traim per day.
I.9940 1997 3Couble St&c UnitTrairs per day.
1998 - 2000 4Ckxble Stxk Unit Train3 day.per

One double stack unit train has the carrying capacity of two unit trains using
standard railroad flatcars.
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3.8.3 UNAVOIDABLE ADVERSE IMPACTS

3.8.3.1 Vehicular Traffic and Circulation. Short-term adverse impacts
from construction activity cannot be avoided. Some inconvenience such as
disruption to traffic flow will result. The implementation of the ICTF will
Significantly reduce the truck -miles-traveled in the transportation of contain-
ers to/from the ports' area- However, therewill be a localized increase in
truck movements between the ICTF and the Ports. This increase will have little
or no impact on the traffic flow at intersections in the vicinity of the ICTF.
Additional vehicular trafficdelay at at-grade crossing is unavoidable as a
result of increased train activity.

3.8.3.2 Rail Traffic. The ICTF will increase the amount of train
activity between the ports and the downtown Los Angeles area and will contribute
to potential increases in rail/vehicular traffic conflicts. As estimated,
me ICTF will handle about 780,000 containers annually by the year 2000, which
will, result in 14 train movements per day (in both directions). Unavoidable 
impacts of greater train movements include potential increases in: air, noise,
vehicular trafficdelays at at-grade crossings, and accidents.

3.8.4 CUMULATIVE IMPACTS

3.8.4.1 Vehicular Traffic and Circulation. Project-generated vehic-
ular traffic will add incremantly to the traffic congestion on the local street
 system, However, the project will provide an overall benefit to the traffic
circulation pattern, particularly on the already congested freeway systems
between the Ports and downtown Los Angeles.

SCAG Ports Advisory Comittee has projected future traffic volumes result-
ing from proposed Ports' and U.S. Navy projects, and has proposed a phased
program of highway improvements to meet the projected traffic demands.

3.8.4.2 Rail Traffic. Although the ICTF unit trains will contribute
to future rail/community conflicts, there is uncertainty in future train projt
ects since latter phases of the ICTF will be implemented if and when they are
economically feasible.

Numerous projects involving rail transportation are proposed which could
result in potentially cumulative impacts. The Ports of Los Angeles and Long
Beach both propose to construct coal/dry bulk terminals which would substan-
tially increase the number of unit trains calling on the Ports. It is antici-

   pated that the cumulative impacts of the ICTF and the coal terminals will be 
minor Since different rail corridors will be utilized.

Another potential project is the Los Angeles-Long Beach light rail transit
project. Light rail passenger trains would travel on Southern Pacific's
Wilmington branch  from Washington Blvd. in Los Angeles to Willow Street in Long
Beach. The Los Angeles county Transportation commission  (LACTC) (l982a and b)
and Caltrans (l981) have conducted feasibility studies on the LA-L8 light rail
transit.

The width of the right-of-way along the Wilmington Branch could technically
accommodate both light rail transit and ICTF rail traffic. If the light rail
project proves feasible and is approved, numerous rail trackage and grade
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crossing  improvements would have to be made. The LACTC's draft preliminary
analysis for the LA-L8 light rail project (1982) identified both vehicular
crossing and railroad grade separations as potential mitigations for the pro-
posed light rail project. If implemented, these grade separations would remove
the major impacts to through traffic flow along the Wilmington Branch.

3.8.5 MITIGATION

3.8.5.1 Vehicular traffic and Circulation. The construction plans for
the rail access and the truck access were developed in order to minimize the
disruption to traffic and maintain through traffic flow during construction
activity. (see section 1.3).

The impact of ICTF trucks on the existing street system in the vicinity of
the project site will he minor. How ever, street and intersection improve-
ments will be required in order to acccomodate the future traffic demands. SCAG
has proposed a phased program of highway improvements.

Increases in vehicular traffic delays at at-grade crossings can partially
be mitigated by installation of grade crossing predictors (GCP), improved
traffic signalization, and improved lane geometric design. Installation of GCPs
could substantially reduce vehicular delay time at crossings. Theywould reduce
early signal activation by allowing the automatic gate crossing to come down at
a set time prior to the train arrivals. A grade separation of Alameda Street
will be constructed as part of the project. ICTF trains will be unit trains
that normally will traverse the traders as through
operations.

movements with no switching

3.8.5.2 Rail traffic.
as noise, air, socioeconomic,

Mitigations for rail-associated impacts (such
and traffic delay) are given in the specific

sections of the E.I.R. The increase in unit container trains is unavoidable,
but is partially mitigated by Southern Pacific's use of double stack trains.
One double stack unit train has the carrying capacity of two unit trains using
standard railroad flatcars. This will reduce the number of trains required to
transport the containers. The train numbers used in the E.I.R. were basedupon
a maximum of 4 double stack unit trains per day in the year 2000. If a greater
proportion of double stack trains is used, a substantial decrease in the
anticipated rail-associated impacts my result.

Additionally, the California Public Utilities Commission (PUC) has develop-
ed recommended lists of public crossings in California for improved crossing
protection or grade separation. These priority lists form the basis for funding
from state and federal agencies.

Florence Avenue (Crossing Number BG-488.3) on the San Pedro Branch is
listed as priority number 74 as a grade crossing nominated for separation (or
elimination). Numerous grade crossing along the two branches have been listed
by them for improved crossing protection (installation of gates and flashing
light signals) with federal funding. Funding of these recommended improvements
will further mitigatepotential ICTF rail at-grade crossing impacts. Implemen-
tation of the Los Angeles-Long Reach light rail transit project would incremn-
tally worsen the impacts to both rail traffic flow and vehicular traffic flow at
rail/street intersections. However, if rail and vehicular crossing grade
separations are included in the light rail project, major circulation impacts
would be mitigated,
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3.9 ENERGY
SUMMARY

Setting:

The proposed ICTF development project will require the expenditure of
moderate amounts of energy resources in its implementation. The enerqy
requirements for all of the construction and operational phases of this
project have been inventoried with the following findings. It is estimated
that construction activity will need about 784,200 gallons of diesel
fuel and about 57,100 gallons of gasoline. Total operational activities
from the years 1983 throuqh 2000 will utilize approximately 48.8 million
kilowatt-hours of electricity, 16.8 million cubic feet of natural gas, 22.9
million gallons of diesel fuel, and 1.6 million gallons of gasoline.

Impacts 

The energy impact analysis, contained in the Impacts and Cumulative
Impacts sections, is based upon a comparison of the project energy inven-
tory with existing basin or area wide energy consumption statistics and
typical energy usage factors. Although moderate quantities of nonrenewable
energy resources will be expended in project implementation, the regional
supply and demand of energy resources is not anticipated to be seriously
affected. Indeed, the operational activities of ICTF will result in a
major reduction of fossil fuel usage (about 53% savings) for transporting
containers.

Mitigations:

The strongest mitigating feature, which will offset the operational energy
requirements of ICE?, will be the shift of transportirg marine-related
containers from trucks to trains at a closer, centralized location near the
ports. In addition, conservation tactics are discussed in detail in this
section.
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Enerqy has been one of the major international issues since the 1970's.
while the same basic problems affect the national energy picture, California has
some specific differences in resources, consumption patterns, and future dev-
elopment potential from that of thenation (California Council for Environmental 
and economic balance, 1977). More than 90 percent of the state's energy
supply depends on petroleum and natural gas. About 40 percent of the State's
electrical power is produced by burning oil.
type of transportation vehicle in the state.

Oil is the base fuel for every
An informative overview of the

state's energy situation is contained in the 1981 biennial report entitled

Commission, 1981).
Energy Tomorrow - Challenges  and Opportunities for California (California Energy

The various activities associated with the operation of the Port of Los
Angeles and Port of Long Beach can be characterized according to energy consump

All existing facilities and their associated activities require that
energy be  consumed either directly or indirectly. Major on-site energy utiliza-
tion is directly associated with the transportation, commercial, and industrial 
systems that are present in the ports. Even some recreational facilities that
are seemingly energy-passive such as beaches and parks indirectly consume energy  
due to transportation element to and from such facilities.

The role of the port of Angeles and the port of Long Beach in accommo-
dating the flow of energy resources is apparent both domestically and inter-
nationally. Substantial portions the total commercial cargo volume that flow
through the ports are petroleum -related consequently,the ports perform inte-
gral roles in accommodating the local and regional demand for energy resources.
The availability of low cost fuel oil has made the ports major refueling stops
for commercial vessels on the Pacific Coast. Moreover speculated shifts in
foreign demand for energy resources related to the exportation of domestic coal
may further enhance, the ports' roles in the future..

The proposed ICTF project will consume energy in its implementation. The
energy requirements to construct and support the operational elements of the
project are inventoried in the following section. Construction and operational
phase requirements are addressed separately, each in the context of fossil fuel
andelectricity consumption.

3.9.2 IMPACTS 

The following energy impact analysis reflects estimated construction and
operational requirements for fossil fuel and electricity. The total projected
energy consumption inventory from the years 1982 though 2000 is presented in
Table 32. Detailed calculations are located in Appendix 6.3A. All energy
calculations based on a wide variety of activities, my conservatively over-
estimate the specific aspects of this project. However, conservative estimate
are often the only ones which may be formulated until detailed engineering
designs are available for more accurate appraisals,
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3.9.2.1 Construction Phases. Fossil Fuels. Energy consumption
during all three construction phases will arise from employees commuting to/from
work from workers using construction equipment.

gec-=J&=ed rregfigifle-
Natural gas utilization for

Table 32 summarizes the total energy
, including construction and operation. The employee-

commuting energy requirement was based on the following assumptions: all
employees commute in gasolinepowered vehicles, the carpooling factor is l.2
occupants per vehicle, the average daily round trip distance is 2O miles per
vehicle, and the average fuel consumption is 15 miles per gallon. Given the
three different construction periods, the project requirement for construction
employees commuting is about 32,800 gallons.

The energy demands required for the operations of construction equipment
during major energy-intensive activities have been inventoried, and the esti
mated diesel fuel andgasoline consumption for the major construction activities
have been summarized in Table 33,

Therefore, the estimated to fossil fuel demands for implementation of
all three construction phases are 784,200 gallons of diesel fuel and 57,100
gallons of gasoline (32,800 + 24,300).

The construction periods of ICTF, as shown in Table 33, have different
activities ranging from four to 14 months in duration.
impact of energy utilization will be temporary.

Consequently, the
The consumption of gasoline and _

diesel oil, as a result of commuting and operating equipment, will fluctuate due 
to the phased nature of this activity. In Los Angeles County during l977, the
amount of diesel fuel used in various construction activities was approximately
32 million gallons (California Air Resources Board, 1980). Assuming a ten
percent annual increase in county-wide construction activity by the end of ICTF
construction, the project's average diesel fuel usage will be approximately 2.3
percent of the projected courty-wide usage,

3.9.2.2 Operational Phases, Energy resources will be needed for
employees commuting and for the operation of trains, yard equipment, utilities,
and trucks. Unlike the construction phases, energy
operation phases will be

consumption during the
permanent and will not only contribute to but also be

affected by the future energy supply and demand scenario,

Fossil Fuels Starting with Phase I, about 140 employee commuting to/from
work will utilize 56,8OO gallons/year of gasoline to operate their vehicles.
Furthermore, the numbers will increase to 229 and later to 3l8 employees daring
Phases II and III, respectively. Based on these employment projections, gaso-
line consumption will rise from 92,900 to 129,000 gallons year. These values
are based on the same assumption used previously for construction, except that
the numbers of employees are based on threework shifts per day for 365 days a
Ye=-
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An estimated 1,563,900 gallons'of gasoline will be consume during the ICTF
operation for the years 1983 through 2000 (Table 32). Statistics reveal that
gasoline consumption in Los Angeles County has increased at a steeper rate-
population size during the past decades, and that the average daily consumption
in recent years has Surpassed ten million gallons.

The natural gas requirement of the project (1983-2000) is - estimated at 16.8.
million cubic feet. This value represents the typical energy  factor on
the order of 4O cubic feet per year per square foot of flour space (City of
Angeles, 1975.

During the three operational phases,various types of yard equipment will
require the expediture of energy resources. Diesel fuel consumption rates for.-
the bridge crane and the yard hostler are 5.5 and 3 gallons per hour, respec
tive1y. The average operating schedule for each piece of yard equipment will~
16 hours per day. It is predicted that during the three phases (l983-2OOO)of
the ICTF, a total of ll,078,400 gallons of diesel fuel will be used at the site.
While this will be an appreciable amount of energy, it must be noted that this--
energy loss will occur whether or not project implementation results. Without
the ICTF project, more bridge cranes and yard equipment will have to be incor-

tiE!zeah the
downtown Los Angeles railyard facility to handle the predicted

    marine-related container movements.
will not be considered in the total energy

Conseqently, this energy usage
consumption inventory in Table

32.

It is estimated that the future growth in container transport will neces-
sitate over 1800 truck trips per day by the year 2000. For the first opera-
tional year, it is believed that more than 400 truck trips per day will be
completed from the ports to the railyard facility. Table 34 presents diesel
fuel consumption by trucks with and without ICTF implementation over the three
operational periods. The table is based on the following assumptions: all
trucks run on diesel fuel; for every five miles, one gallon of fuel is consumed
by heavy-duty trucks: the average round trip distance in miles from ICTF to
the port of Los Angeles (Terminal Island), Fort of Los Angeles (San Pedro), Port
of Long Beach, and local origin/destination are 8.2, 10.6, 8.7, and 25.0,
respectively; and the average round trip distance in miles from ICTF to the-
downtown Los Angeles railyard facility is 44.0 miles. As noted from the table,
a total of 10,007,900 gallons of diesel fuel will be required for the opera-
tional phases.

O Without the proposed project, 48,523,OOO gallons of diesel oil will
be consumed. Therefore, an overall reduction of 79 percent in truck fuel
consumption will transpire &ring ICTF operations. This will be an
extremely beneficial impact, in conjunction  with the reduction in the
number of trucks on the street3 and with the decrease in truck-related
air emission (Sections 3.1).

In addition, Table 34 refers to the amount of fuel required for train
movement between ICTF and downtown Los Angeles. About 12,883,700 gallons of
diesel fuel will he utilized by trains daring the years 19842000. This due
is based on the following assumptions: three locomotives will be required to
transport one unit train round trip between ICTF and Los Angeles in two and
one half (2.5) hours: and each locomotive will use 63.5 gallons of diesel fuel
per hour.
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0 Inclusion of additional train movement between ICTF and Los Angeles
still yields a major fuel reduction with ICTF implementation by wrong

This is a substantial reduction in fuel usage
with container movement.

The total electricity requirement during- the years 1983
about 48.8 million kilowatt-ham (Table 34). The estimated 

indoor utilities value is represented by an annual average of 50 kilowatt hours
per square foot of floor space (City of Los Angeles, 1975). The value  for
outdoor illumination is based on an eight hour per day usage for 365 days a year
(13842000).

3.9.3 UNAVOIDABLE ADVERSE IMPACTS

Significant impacts to energy sources would result if the development of
ICTF would require substantial amounts of fuel, increaseddemands on existing
energy sources, or development of energy sources. The discussion presented
in the preceeding paragraphs that none of these cases occur to a signif-
icant extent with respect to ICTF.
arise with possible environmental

However, unavoidable adverse impacts my
consequences, including: reduction of non-

renewable resources  decrease of enerqy resource availability for other usages,
continuation of the energy resource supply/demmd imbalance, and indirect
detrimental environmental effects. An example of the interrelationship between
these consequences and potential adverse environmental impacts is natural gas.
This nonrenewable energy resource has recently become limited in its supply. As
a consequence, its availability for use in. the production of electricity
at power-generation plants has been reduced and has resulted in greater emis-
sions of primary air contaminants due to the alternative usage of fuel oil.

3.9.4 CUMULATIVE IMPACTS 

Two areas of major concern on the subjectof cumulative energy impacts
are the interaction of energy consumption and environmental problem: and the
energy requirements of the local region versus ICTF. The following discussion
focuses on the salient features of this energy impact analysis.

3.9.4.1 Energy Usage and Environmental Problem. A strong relation-  
ship exists between energy consumption and certain forms of environmental
pollution. In essence, the effects pollution increase with the expanded use
of nonrenewable energy forms. Potential environmental problems that are direct-
ly related to increases in energy consumption include the emission of air
pollutants from fossil fuel
safety (Section 3.6).

combustion (Section 3.1) and the risk of upset and

This project will result in a substantial reduction in fossil fuel consump-
tion (Table 34). The shift of transporting marine-related containers from
trucks to trains, at a closer, centralized location the ports, will be more
energy efficient with less associated environmental problems. This approach -
follows the, spirit of the California Energy Commission's 1981 biennial report.
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- _ _ _  - - - 3.9.4.2 Comparison of Energy requirements  between local Region and
project shared not substantially impact the regional supply and

ects, present activities
ICTF when compared with the effects of past proj-

and future enterprises will certainly contribute to
the total. demand on finite energy reserves. There may he a potential for
cumulative,& considerable impacts from rail-related impacts on the surface
street system (Section 3.8)' because both ports propose to construct dry hulk       

However,without this proposed project, the energy cm-
rs from the ports to downtown Los Angeles

will dramatically rise whether or not the dry bulk facilities are inoperation.
Other energy resources to be utilized during the construction and operational.
phases of ICTF are listed. The values for the south Coast Air Basin and
Los Angeles County were obtained from the energy chapter in the Todd Pacific
Shipyards Draft EIR (Los Angeles Harbor Department, 1981).

Electricity for the South Coast Air Basin in 1979 was 3.1 x 1010
kilowatt+- per year- The average annual power projected for ICTF
will range from approximately 2.4 x 106 kilowatt-haxs per year in the
first operational phase to 2.9 x 106 kilowatt-hours per year by the
year 2000.

Natural gas consumption for the basin during 1979 was 1.7 x 1011 cubic
feet per year. Average annual values reveal that ICTF will require
about 0.7 x 106 cubic feet per year at the beginning and increase
to 1.0 x 106 cubic feet per year by the year 2000.

Gasoline requirements in Los Angeles County during l977 were almost ten
million gallons per day. Although projected trends in gasoline comsump-
tion for the 1980% is unpredictable, a comparison can be made using the
most current values (1977) on gasoline usage. Fuel consumption from
cammuters~ vehicles during the construction of ICTF will be negligible
in comparison to the total daily consumption for Los Angeles County.
For the operational phases of the project, fuel requirements for em-
ployees’ vehicles will be less than one percent of the current daily
fuel usage in the Los Angeles County

Fuel requirements for construction equipment in Los Angeles County
during 1977 were 1.1 million gallons per year of gasoline and 32.0..
million gallons per year of diesel fuel. In comparison. ICTF will
require 24,300 gallons of gasoline and 784,206 gallons of diesel
fuel during the total construction phases.

Therefore, from the above presentation, this
-insignificant percentage of the County's energy

project will represent an 
equirements and will not

cumulatively impact the region's energy supply.
r

3.9.5 MITIGATIONS/MEASURES TO REDUCE ENERGY CONSUMPTION

While the proposed project will require appreciable quantities of energy
during the three construction phases, the operational activities ICTF will 

           oriented containers the major reduction of fossil fuel usage for transporting marine-
containers.
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Mitigation measures which may substantially reduce the energy consumption
during construction and operation Of the proposed ICTF project include the
following.

3.9.5.1' Reduction of Energy Use During Construction. There are no
current regulations Which control energy consumption during construction;
consequently, measures that may, contribute to energy savings during these phases
of project implementation are limited to:

0 Implementing the most efficient project time schedule, design, and
equipment to avoid energy waste:

0 Encouraging workers to carpoo1 to the project site from their homes

O Keeping the use of security lights to the minimum level required
- for effective protection of equipment and materials.

Three permanent buildings (administration, control tower, and maintenance/
service facility) will be constructed using steel frames with curtain walls.
The actual measures to be employed will not be known until the buildings,
heating/cooling systems and lighting systems are designed. All buildings will
meet or exceed City of Los Angeles Department of Building and Safety code
requirements pertaining to structural strength, insulation material to be used
and R values, and any other conditions. In order to meet state standards, any

 number of measures may be incorporated into the building designs:

Caulking and weathers tripping of doors and windows;

Clock thermostat control devices;

Ceiling, attic, wall, and floor insulation:

Storm doors and windows ;

Load Management devices

Duct insulation:

Pips insulation:

Water heater blankets; - 2

Use of reflective paint colors on building exteriors:  

Life-cycle costing prior to purchase of energy consuming devices;

Thermal windows.
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3.4.9.2 Reduced Energy Consumption During Operational Activities.
Three mitigating features inherent in the ICTF plan during the operational
phases are:

0 Major reduction in fossil fuel usage for transporting marine-related
containers including:

9

0

79% reduction in gross truck fuel consumption (rail fuel consumption
not included);
53% net reduction in total fuel consumption (rail fuel consumption
included);

* Improved truck traffic and circulation near the facility; and

* Energy efficient equipment and operating procedures to reduce energy
waste.

Carpooling, ride sharing, and busing plans will be considered for use at
the facility. However, there will not be a large commuters pool from which to
form an extensive plan. The railyard employee will be working during one of
three different shifts, while the administrative employee will be working a
regular daytime shift. A facility of this kind is not labor intensive but

 rather capital intensive, as with most marine terminals.

With respect to general illumination, natural lighting should be utilized
wherever feasible. When additional lighting is required, consideration will be
given to the following measures:

* Use of high pressure sodium lights;

O Devices for controlling the intensity and timing of lighting;

* Regular maintenance of lighting apparatus and more frequent replacement;

* Paint walls andceilings lighter colors.

In addition to mitigating energy consumption, these measures also reduce
the impacts of light and glare from the facility (Section 3.5).

3.9.5.3 Reduced energy Consump
Saving Landscaping Measures.

tion Through Water Conservation. Energy
Carefully planned landscaping can contribute to

savings in water consumption and in reduction of cooling requirements for
buildings. The areas around the administration building employee/visitor
parking lots and the areas in front of the entrance/exit gates will be land-
scaped. Other possible measures may include some of the following:
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0 Selection of plants that require minimum irrigation:

* Use of mulch in all landscaped areas to improve the Water-holding
capacity of the soil: and

0 Placement and sizing of trees to maximize shading.

Water Consumption Reduction Methods. Measures should be incorporated into
faclities to reduce human consumption of water. These include:

* water flow control devices on faucets, showers, and hoses; and

0 Toilet tank holding capacity reduction devices.

3-122



3.10 PUBLIC SERVICES
SUMMARY

Setting:

Police. The ICTF site is situated on a narrow strip of Los Angeles Harbor
Department property. The Harbor Department Port Warden Division has
jurisdiction and maintains patrols over Harbor-controlled property. Los
Angeles Police Department (LPSD) provides assistance upon request.
Fire. Responsibility for fire protection within Los Angeles city limits
is with the Los Angeles Fire Department (LAFD). The LAFD stations nearest
the project site are FS-38 Task Force and FS-49 Single Engine Co., with
response distance of 7.25 mi. and 9.5 mi. respectively. There are three
L. A. County Fire Stations and one L. B. City Fire Station close to the
ICTF site.
Road Maintenance. The primary ICTF access routes. are presently heavily
travelled by truck traffic. Most of the length of the routes is within the
cities of Los Angeles and Long Beach.
customs. The ICTF will require participation of the U. S. Custom Ser-
vice, and facilities will be provided for on-site inspections.

Impacts:

Police. The project will require increased patrol by the Port Wardens;
however, security problems are not anticipated at the facility.
Fire. The response distance for LAFD stations exceeds the maximum response
distance recommendations (1.5 mi. - 2.0 mi.). The ICTF project will
require expansion of LAFD protection into the area, or mutual aid agreement
with the Long Beach and/or Los Angeles County fire departments.
Road Maintenance. There will be an increase in truck traffic flow along
the major access roadways resulting in increased roadwear in some loca-
tions. There will be a significant decrease in traffic flow to the exist-
ing downtown L. A. Transportation Center with a corresponding decrease in
roadwear maintenance costs.
customs. The ICTF is expected to have only minor impact to U. S. Customs
Service operations.

Mitigations:

Police. The project site will be fenced, with guards at the entrance to
the facility. A variety of security devices may be used including visual,
infrared and sonic surveillance. The site will have security lighting.
Fire. All proposed buildings will be constructed and fire protection
devices installed as specified by fire codes and building and safety
codes. Three emergency access roads will be provided into the facility. A
mutual aid agreement between the City of Los Angeles and the County of Los
Angeles and/or the City of Long Beach would allow adequate fire protection
coverage of the proposed project with only minimum expansion of existing
facilities. .

Road Maintenance. Traffic flow and road maintenance along the major
routes to the existing Los Angeles transportation center downtown will be
reduced significantly.

3-123



3.10 PUBLIC SERVICES

3.10.1  SETTING =

3.10.1.1 Police/Security. The ICTF is situated on a narrow strip of
Los Angeles Harbor Department property
controlled access through guarded gates

The site will be security fenced with
The Los Angeles Harbor Department Port

Warden Division has jurisdiction over Harbor-controlled property and maintaining
regular patrol of port boundaries.
assistance upon request.

The Los Angeles Police Department provides

3.10.1.2 Fire Protection. Responsibility for fire protection within
Los Angeles city limits is with the Los Angeles City Fire Department. The
Harbor area is Served by two battalions. Battalion 6 has primary responsibility
for for Pedro and Battalion 16 has primary responsibility for Wilmington and
Terminal Island.

Los Angeles Harbor Fire Stations (F.S.):

Bat. 6 - Fire Station ll0:
Fire Station lOl:
Fire Station 48:
Fire Station 53:

Bat. 16 - Fire Station 38:
Fire Station 49:
Fire Station 40:
FireStation U2:
Fire station Ill:

w29, S.P.
1414 25th St., S.P.
160. S. Grand Ave, S.P.
438 N. Mesa Ave, S.P.

124 E. I St., Wilm.
400 Matsonia, Wilm.
406 Ttma St., T-1.
B-227, T.I.
954 Seaside Ad., T.I.

Fire Rescue Boat
Single Engine Co.
Ssk Force
Siqle Engine Co.

Task Form
Sirqle Engine Co.
TWJ Engine co.
Fire Boat
Fire Boat

The Los Angeles City Fire Stations closest to the project site are FS -
38 Task Force and FS - 49 Single Engine Company.
miles and 9.5 miles respectively. 

Response distances are 7.25

There are four fire stations closer to the ICTF site:

L.A. County Fire Station 127: 2049 E. 223rd St., Carson

County Fire Station 36:
Msponse Distance - 1.25 mi.
127 W. 223rd St., Carson. L.A.

L.A.

.

County Fire Station 10:
&sponse Distance = 5.25 rd..
1860 E. Del Am0 Blvd., Carscm
Mspmse Distance = 4.25 mi.

Beach City Fire Station 13: 2475 Adriatic, Long Beach
FksponseDistancx -1.25mi.

3.10.1.3 Road Maintenance.
reponsibility of the city in which

Maintenance of public roadways is the
the roadway is located. The California

Department of Transportation (Caltrans) is responsible for maintenance along
state highways.
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There will be three major access routes to the proposed facility:

1. Long Beach Fwy. (Rte 7) to Anaheim to Terminal Island Freeway to
Willow/Sepulveda

2. Terminal Island Fwy (Rte 47) to Willow/Sepulveda from POLB & POLA
3. Alameda St. to Sepulveda/Willow from POLA

Only a minor amount of traffic is expected to use the Harbor Fwy (Rte.
11) to Sepulveda Blvd. due to the heavy flow and large number of traffic
control devices along Sepulveda- Blvd.

Most of the length of the major access roadways lie within tie cities
of Los Angeles and Long Beach Less than me mile of Alameda (between PCH
and Sepulveda) and less than one mile of Sepulveda from Alameda to the project
site) lie within the City of Carson.

Presently the primary access routes are heavily traveled by truck traffic.

3.10.1.4 U.S. Customers. Customs services in the Ports of Los Angeles
and Long Beach are provided by the U. S. Customs Service at 300 S. Ferry St.
Terminal Island

The ICTF will require participation from the U. S. Customs Service.
Accommodations in the Administration Building will be allocated for the Customs
inspector. A customs inspection area and dock will be constructed:

3.lO.2 IMPACTS

3.10.2.1 Police/Security.  The project will require the Fort Wardens
to increase regular patrols around the project site. Security problem are not
anticipated at the facility. LAPD will continue to provide assistance upon
request, and demand for their services may increase, although this is expected
to be insignificant.

3.10.2.2 Fire Protection.
the classification yard area

Fire protection resource deployment within  
of The Port of Los Angeles, due to location is

marginal. The response distances for L.A.
maximum response distance

City Fire Stations exceeds the
recommendations (of 1.5 mi for a single engine company

and 2.0 mi for a task force) established by the fire department. Development of
the ICTF project will require expansion of city fire protection into the classi-
fication yard area. A mutual aid agreement between the L.A. City Fire Depart-
ment and Long Beach City and/or L.A. County Fire Departments could allow ade-
quate average of the proposed project with only minimum expansion of existing
support facilities.

3.10.2.3 Road Maintenance. Maintenance costs are expected to in-  
crease for the following segments of the major access roads:

Approximately l mile of Anaheim street between the Long Beach
Freeway and the Terminal Island Freeway.

Approximately l mile of Sepulveda/Willow between-Alameda.
and the project site.

Alameda St.between B St
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Increased maintenance costs are related to increased traffic flow. There
will be an increase in roadwear as a result of the increased truck traffic.
Estimates of increased maintenance costs that may result are difficult to make
due to the number variables that must be taken under consideration. Estima-
tion of costs for roadway repair is generally considered on a case-by-case
basis.

There will he a major decrease in truck traffic flow from the Ports' area
to Southern Pacific's Los Angeles Transportation Center downtown. Road main-
tenance costs of the major routes to the downtown facility may be reduced
significantly.

3.10.2.4 U.S. Customs.
be for inspection of westbound
Atlantic/Gulf Coasts. The ICTF is
Customs service operations.

The need for Customs Services will primarily
containers arriving to the ICTF from the
expected to have only minor impact on U. S.

3.10.3 UNAV0IDABLE ADVERSE IMPACTS

The facility will create a greater demand for fire protection and police
service. The demand for increased road maintenance in the proposed project
area is unavoidable.

3.10.4 CUMULATIVE IMPACTS

This project will result in an incremental increase in the need for
fire protectian, police and road maintenance services in the Ports' area.

3.10.5 MITIGATIONS

The project site will be fenced, with guards at the entrance to the
fac i l i t y . A variety of security devices may be used including visual, infrared
and sonic surveillance.
hours a day.

The site will be lighted with security lighting 24

All proposed buildings will be constructed and fire protection devices
installedas requiredby firecodes and building and safety codes. Placement of
f i r e  h y d r a n t s  w i t h  t h e  F i r e  P r o t e c t i o n  a n d  P r e v e n t i o n  P l a n .
Three emergency access roadswill be provided into the facility. A mutual aid
agreement between the City of Los Angeles and the County of Los Angeles and/or
the City of Long Beach would allow adequate fire protectian coverage of the
proposed project with only mininmum expansion of existing fac i l i t ies .

Traffic flow and road maintenance along the major
Los Angeles Transportation Center downtown will be

routes to the existing
reduced significantly.
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3.11 UTILITIES
SUMMARY

Setting:

The project site is minimally develop&. All utilities to service the site
must be extended from near* service lines.

Impacts:

Relocation of many existing subsurface utility and oil lines is necessary
to construct rail entry into the ICTF site. Short term impacts involve
temporary traffic disruption and dust and dirt due to placement and connec-
tion of new utility lines. Long term impacts involve increased demand on
utility service, but due to the nature of the project tie increased demand
is expected to be insignificant (see Energy, Section 3.9).

Mitigations:

A combination of well written and tightly enforced specifications relating
to scheduling, traffic detouring, and dust control will mitiqate utility
construction impacts. Energy conservation measures will partially mitigate
demand needs for the various utilities.
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3.11 UTILITIES

3.11.1 SETTING

The project site is currently only minimally developed. All utilities to
service the site must be extended from nearby service lines.

3.11.1.1 Water.
Company (DWC) services.

The project site is within the Dominquez Water
DWC can provide sufficient water for the antici-

pated work force plus 5,000 gpm fire flaw. There is an existing 12 in& water
main under Sepulveda Boulevard that will be extended into the sits for the
administration/customs area as well as the main yard and fire support, and an
existing 4 inch line south of 223rd Street may be extended for service in the
northern maintenance yard (see Figure 39).

3.11.1.2 Power. Southern California Edison (SCE) may supply power to
the site from one of three existing overhead lines running near the site. If
SCE supplies powerr it can charge the ICTF directly or can enter into a "fringe
agreement" whereby Los Angeles Department of Water and Power (LADWP) will
purchase the power from SCE and pass the charge to the ICTF. Electrical
power will be used for lighting, building functions, communications, security,
switching, and reefer storage. An emergency generator will be installed onsite
to provide emergency power for security, command computer, emergency lighting,
and reefer units.

3.11.1.3 Natural Gas. An 8 inch Southern California Gas Co. as line
under Sepulveda Blvd. will be extended into the project site to provide service
to all buildings on the site.

3.11.1.4 Sanitary
T-=-==

The administrations/custom area will be
connected to the ex sting 30 inch diameter "La Rocha" trunk west of the
Sepulveda Boulevard/Alameda Street intersection. An existing 15 inch diameter
saver line under 223rd Street will serve the northern maintenance yard. Main-
tenance areas will be &signed with oil and grease traps in the sewers and
storm drains.

3.11.1.5 Telephone. Telephone service will be provided by Pacific
Telephone and Telegraph from lines along Sepulveda Boulevard.

3.11.1.6 Storm Rain. The northern maintenance area of tie project
will be served by a 30 inch extension of the L.A. County Flood Control District
stormdrain along 223rd Street. The major portion of the ICTF will be drained
to a 78 inch storm drain that empties into Dominguez Channel above Sepulveda
Blvd. The drainage system will consist of two secondary lines, running north
and south of the main with a number of smaller tertiary lines draining the-itch
basins between trackage. The entrance/parking/administration/customs area will
be surface drained to Sepulveda Blvd. The 33 inch drain along Sepulveda Blvd.
will be capable of handling this load.

3.11.2 IMPACTS

Successful completion of the rail entry is dependent upon the relocation of
many existing subsurface utility and oil lines that interfere with the construc-
tion of the Alameda Street grade separation and the 223rd Street grade separa-
tion.
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The following facilities will require relocation before construction of the
Alameda Street grade separation

Pacific Telephone conduit
Los Angeles County Flood Control District 24-inch water line
Los Angeles County Flood Control District 8-foot 5-inch X 9-foot
11-inch reinforced concrete box storm drain

Los Angeles County Sanitation District 21-inch "Davidson" sewer
line
Metropolitan Water District 45-inch water line

Socony-Mobil 6-inch oil line (idle) recently sold to Douglas Oil
Southern California Gas Company 8-inch  line

Southern California Gas Company 8-inch line (abandoned)
Socony-Mobil 6-inch oil line (idle)

Southern California Edison l6-inch fuel oil line (within
Southern Pacific right-of-way)
Powerine Oil 6-inch Oil line (within Southern Pacific
right-of-)

 Southern Pacificpipeline l0-inch oil line (within Southern
Pacific right-of-)

The following facilities will require lowering and protection before
construction of the 223rd Street grade separation:

O Northof 223rd Street

24-inch reinforced concrete storm drain line, located
between the existing on-off ramp to Alameda Street and
223rd Street (Caltrans)

O Within the old 223rd Street right-f-way (from south property line, northerly)

Southern California Edison (relocated overhead power line)
Pacific Telephone 4-foot 4-inch multiduct conduit
Golden Eagle 6-inch oil line

Union Oil l0-inch oil line
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18-inch sanitary sewer
Los Angeles County sanitation District

Southern California Gas Company 8-inch gas line (abandoned)
Union Oil l0-inch oil line
Sanitary sewer 15-inch

Southern California Gas Company 8-inch gas line
Standard Oil Company/Chevron 8-inch oil line
United States Air Force 10-inch Norwalk airplane fuel supply line
Union Oil 6-inch oil line

 Southerly of 223rd Street

Dominguez Water Company I-inch water line

Short term impacts associated with utilities involve traffic interruption
and dust and dirt due to street excavation and utility placement. Themajority
of utility placements will be within areas not yet improved. However, all
utility relocations and connections to existing facilities will be within
areas heavily travelled by traffic (Sepulveda Blvd., Alameda St., and 223rd
Street). A detour roadway adjacent to Al&a Street will be constructed to
minimize disruption to traffic flow. Service will not be disrupted during
utility reconstruction. Impacts from construction are only temporary.

Long-term impacts involve increased demand on each utility, but due to the
nature of the project, the demand for increased utility service is expected to
be insignificant (see Energy, Section 3.9).

3.11.3 UNAVOIDABLE ADVERSE IMPACTS

-
The additional demand for power, natural gas, water, sewer and storm

drains created by the project is unavoidable.
conservation measures.

Refer to Section 3.9.5 for energy

3.11.4 CUMULATIVE IMPACTS

Cumulative impacts of the proposed project will result in an increased
demand utility systems.

3.11.5 MITIGATIONS

A combination of well written and tightly enforced specifications relating
to Scheduling, traffic detouring, and dust control will mitigate utility con-
struction impacts. Energy conservation measures will partially mitigate demand
needs for thevarious utilities.
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4.1

efficient
4.1.1 Project Justification. The ICTF project will allow for
transport of marine-oriented containers from the container terminals

in the Ports to the tail transfer yards. The project is justified now to
accommodate the increase in containerized cargo movements through the Ports.

The ICTF project will reduce the anticipated impacts on air quality and
vehicular travel that would be associated with the local transportation of
containers to the railyards. The project improves rail usage and represents a
viable alternative to Use of vehicular transportation system, which in the Los
Angeles area is congested and approaching capacity.

Theproject results in the economic benefits associated with the construc-
tion and operational activities. Net enhancement of productivity will be
achieved. The currently underutilized land will be developed to provide an
efficient transportation corridor which will result in savings of time, cost and
energy.

4.1.2 Long-term Risks to Health or Safety Project implementation
will expose persons in areas immediately adjacent to the ICTF site&d along the
rail corridors to potentially greater levels of noise and air emissions.
However, the emphasis of rail transport (vs. truck transport) for the local
movement of containers will reduce the air pollutants emitted and will provide a
net benefit to theair quality of thebasin.

The ICTF should additionally enhance public safety by removing the con-
tainerized cargo on trucks from the street and freeway system.

The construction and operational requirements of the project would irrever-
sibly commit natural resources (particularly fossil fuels), other energy
sources and construction materials. However, the ICTF will move containers
more efficiently and, thereby, reduce the overall energy resource commitment.

There will be a permanent but minor loss of terrestrial habitat and agri-
cultural land as a result of paving of the site. The acreage lost is very
low and is located in a disturbed area zoned for heavy industrial use. No
unique biological habitat values have been identified for this site.

Development of the ICTF would change the type and intensity of land use in
the area. Some of the existing tenants/owners will be displaced from their
leaseholds/property. Most of thepersons affected are on short-term leaseholds.

Commitment of the project site to the proposed ICTF use would not restrict
future generations to the same use.
available.

Alternative uses of the site could be made
The project is proposed in phases and development of future phases

is dependent on economic considerations.
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It is not anticipated that irreversible environmental damage would result
from negligent operation or failure Of the project's environmental safeguards.
NumerOUS mitigation measures have been included in the project to minimize
potentially adverse impacts.

Construction of the proposed project will have a temporary growth-inducing
impact on the greater T Angeles area. Estimates of manpower and time required
for the construction phases are given in Section 3.7. Wages and salaries paid
to construction workers would contribute to the local economy of the area.
Additionally, money spent for the purchase of construction materials and sup-
plies would foster the local economy. Direct income through the economy would
further stimulate secondary expenditure (multiplier effect).

Since employment increases associatedwith the construction phase would be
temporary, a significant effect on population, housing or community service is
not anticipated.

operation of the ICTF will involve the direct hire of approximately 70-320
persons. This will introduce new disposable income into the local economy, as
will additional local purchases by the ICTF for supplies, equipment and services
(see Section 3.7).

The ICTF by virtue of its operation is capital, not labor intensive.
The number of permanent employees generated by the project is limited. The

project should not alter the population pattern, and any direct impact on the
demands for housing and community services should be minimal.

The operation of the ICTF my secondarily stimulate the development of
support facilities (trucking operations , etc.) in the vicinity of the ICTF. The
degree of increased economic activity resulting frompotential support facility
development cannot be estimted.
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If the proposed ICTF project was not implemented, the local transport of
marine containers destined for Southern Pacific's railyard would continue to
rely on heavy truck transport to the downtown yard. Development of the ICTF
would shift the major part of the local transport of these containers to the
rail mode. This would result in numerous long-term benefits including reduced
air emissions reduced consumption of fossil fuels, reduced congestion on the
already congested freeway system, reduced wear on the highway road beds, and
reduced cost of container transport. Furthermore, the ICTF would provide a
more efficient handling system where unit trains would be assembled at a central
location close to the container terminals and would travel as unit trains to
the final destinations.

Southern Pacific's downtown railyard is approaching maximum throughput.
There is no available land adjoining that site for future expansion. The ICTF
will provide adequate future capacity, since the ICTF is designed to handle 50%
of the total “bridge” container traffic that is estimated to be generated by the
Ports in the future.

As the growth in containerized cargo movement through the Ports' area
continues, the benefits of the ICTF will be more evident.

5.2 ALTERNATIVE SITE LOCATIONS

There are no other site locations available in close proximity to San
Pedro Bay for this facility. Large acreage parcels of land with sufficient
length to provide the long working tracks required for a rail yard are non-
existent. Imposed on the site selection process was the requirement that
access to rail tracks had to be provided through the site or adjoining the
site.

The Upland Industry Corporation (Union Pacific Railroad) has extensive land
holdings adjacent to the Parts of Los Angeles and Long Beach. The Union Pacific
has an existing rail classification and storage yard in the Terminal Island
district of the Port of of Angeles. The 1979 Upland Pacific Master Plan lists
as an alternative use for the present Terminal Island yard an expansion and
modernization project to provide a similar intermodal rail yard. However, there
are no plans in the foreseeable future to implement this alternative.

The Ports could potentially acquire the existing Union Pacific railyard
property on Terminal Island and construct a smaller scale intermodal transfer
facility project. However, the additional cost of the land plus the required
construction costs will make such a facility economically nonviable. Further-
more, the existing rail yard serves the Port of Los Angeles marine terminals
and other tenants on Terminal Island as well as the U.S. Naval Station, Naval
Shipyard and Naval Supply Center. The complete elimination of the existing
railyard on Terminal Island would require the construction of a new facility
elsewhere with very limited site alternatives available.
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AS an alternative to one large, centrally located site for an intermodal
transfer facility, selecting and constructing several smaller facilities was
investigated. This produced the same results in that there were m vacant
smaller sites available that had rail access to then. The smaller sites also
would have the same impacts as the proposed ICTF without having any advantages.

The possibility of installing additional railroad trackage and providing
rail access to existing and Planned container terminals was evaluated. If
sufficient rail tracks were available within each container terminal, then the
containers would not have to be transported by truck outside the terminal, but
would rather loaded or offloaded directly from railcar to a ship. This mode
of operation exists in the Ports today to a very limited extent and is confined
to containerized cargo that is either too heavy or too large to be transported
by trucks over the highway system.

If direct rail access was the standard mode of operation to transport the
containers to/from each container terminal, the existing terminals would have to
be expanded by 15% to 20% in land area to accommodate the rail trackage.
Extensive rail operations within the terminal would have a severe impact on the
internal operations of those terminals. In addition to the increased land areas
required to provide rail service within the terminals and the in-pacts on in-
ternal operations, there would be in&eased impacts on the surface street
network throughout the Ports' areas with the large number of train movements to
the container terminals.

Marine terminals must have water access and sufficient backland to support
their operation. Rail transportation is a water-related support function but
is not a water-dependent function. It can occur away from the water front, yet
still efficiently support water-dependent operations.

5.4 FACILITY ALTERNATIVES

5.4.1 Rail Access Alternatives. A feasibility study for the ICTF was
conducted by Scott and DMJM (1981). Two rail access approaches to the ICTF were
evaluated with one entry franthe north and theother from the south. These two
approaches were analyzed as five separate alternatives (Figure 47):

1. Alternative 1 - Grade-Separated Fail Access Crossing Alameda Street
About 600 Feet South of 223rd Street

It was anticipated that a new at-grade street crossing of Alameda
Street for the entry into the site would not be sufficient. Therefore,
this alternative together with Alternatives 2 and 3 involved a rail
line grade separation crossing above Alameda Street. The separation
would consist of raising the entry rail as much as practical (approx-
imately 2 feet above the Dolores Yard rail elevations) and depress*
Alameda Street to attain the required separation.

The major elements of this alternative were:

O Lowering approximately 1,150 feet of existing Alameda Street to-
gether with construction of the structures to support the rail
crossing and the adjacent ground surfaces.
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&location and protection of existing substructures, including a
concrete storm drain that requires relocation to the east or being
protected in place by construction of additional concrete wall
supports; and a 32-inch Department of Water and Power water main,
which would require lowering throughout the length of the depressed
roadway.

Approvals required by the City of Carson and the State Public
Utilities Commission.

Land acquisition of approximately 2 acres for the lead track entry
and as much as 7 acres of additional land due to severance of its
access to Alameda Street, This additional land could, however, be
used for internal storage and support facilities.

Demolition of approximately 14,000 square feet of existing build-
ings to accommodate trackage and acquisition of as much a 2,400
square feet of additional buildings on the severed properties.

Alternative 1 would result in limiting working track length within the
ICTF and would require demolition of industrial buildings on the
existing site. By shifting the Alameda Street crossing approximately
600 feet south and reducing the length of each track correspondingly,
the "additional" land acquisition and building demolition probably
could be avoided.

 2. Alternative 2 - Grade-Separated Pail Access Crossing Alameda Street
&

Provision for a grades-rated rail connection was included in the
design of the San Diego Freeway, which would permit rail access to the
site to be made from a more northerly location than Alternative 1.
This would result in longer working track lengths, permitting the use
of full 50-car unit trains.

Alternative 2 was selected as the most advantageous rail access route
based on the following criteria: generation of maximum length of
working track within the ICTF; minimum acquisition of private property;
and maintaining automobile access to both 223rd Street and the San
Diego Freeway.

3. Alternative 3 -Grade-Separated Pail Access with a Tunnel Under the San
Diego Freeway

This alternative would require the construction of a grade separation,
almost identical to Alternative 2, together with the same street
lowering, structure constructionr substructure relocation, and ap-
provals. Its advantage over the first alternative is that it would
allow additional work- length for each track within the facility.
However, it would appear to involve more construction and greater cost
than Alternatives 1 and 2.

Disadvantages include the following:



o Construction of a railroad structure (approximately 400 feet in
length) under the San Diego Freeway,. 223rd Street ramps and 223rd
street itself.

0 Reconstruction of the San Diego Freeway on  off ramps adjacent
to Alameda Street due to the required street lowering.

0 Acquisition of approximately 4 acres of land on the east side of
Alameda Street north of the freeway. The remainder of this land
would, for all practical purposes, become unusable because of its
severed access to Alameda Street and its remoteness from the ICTF.

The costs connected with tunnel construction and theapprovals required
by Caltrans and other agencies rust be considered in relation to the
benefits of increasing working track lengths by 15 percent.

4. Alternative 4 - Entry from the South via Union Pacific Mainline

The major advantage of this alternative is that it would not involve
the need for construction of a new grade separation since the existing
union Pacific bridge over Sepulveda Boulevard could be utilized. It
would, therefore, not cause substructure relocations, City of Carson
approval, and building demolition required by the other alternatives.
Another important advantage would be 15 percent more working track
length than Alternative 1.

The following disadvantages, however,
theadvantages mentioned above:

ware substantial and, outweighed

o Approximately 4.5 miles of rail travel would be added to each trip
to and from the Dolores Yard.

O Rail traffic and potential congestion on the UPrr and SPrr lines
south of the ICTF would be significantly increased.

O A Track Agreement would be required between SPrr and UPrr.

O Truck traffic, entering the site from Sepulveda Boulevard, could be
constrained by crossing rail traffic, which will exist in the rail
entry area. (It was shown that the most desirable truck access
point is franthe south.) It is advantageous to have truck and rail
access on opposite ends of the site.

o Anewtrack connectian and possible attendant land acquisition would
be required between UPrr and SPrr railroad lines at their present
crossing east of the Dominguez Channel, approximately 2 miles south
of the site.

O Land acquisition by easement or in fee would be required for the
crossing of the SCE right-of-way.
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0 The existing UPrr drill track within the Port property (as it would
be relocated) would have to be crossed by proposed trackage at
several locations.

In summary, the benefits of tie increased working trackage and the
elimination of the costs associated with a new grade separation were
more than offset by the increased operating costs and disadvantages
itemized above.

5. Alternative 5 - Entry from the South via the Existing Union Pacific
Drill Pack

This rail entry to the ICTF had all of the advantages of the fourth
alternative but also had all of its disadvantages, except the need for
the SCE easement or acquisition and the drill track crossings. The
major disadvantage associated with this alternative was that, due to
the increased rail traffic volumes expected in connection with the ICTF,
it was highly unlikely that the PUC would allow the use of the existing
at-grace crossing of Sepulveda Boulevard.

An additional alternative, that or a new grade separation at Sepulveda
Boulevard, had not been seriously studied because it seemed to incor-
porate most of the disadvantages or: the other alternatives am few
redeeming advantages. For these reasons rail access from the south was
considered infeasible and was not investigated further.

5.4.2 Truck Access Alternative. Three alternative truck entrance/exit
locations to the ICTF were considered:

1. Southerly access from Sepulveda Boulevard
2. Westerly access from Alameda Street
3. Northerly access from 223rd Street

Based upon operational characteristics, estimated route distances and
travel times (see Section 3.8), the truck access from Sepulveda Boulevard is
the most advantageous.

The preferred alternative (see Figure 48) is to construct the ICTF on the
site owned by the Fort of Los Angeles. The facility will be a three phased
development, with tie second and third phase constructed in subsequent years as
the throuhput container demand requires additional adjoining storage areas and
working trackage within the facility. The three development phases are de-
scribed as follows:

5.5.1 Phase I. Years 1983-1990. The initial phase will construct the
ICTF as a complete facility that will not require additional construction
activity in future years, unless throughput contamer demand requires increased
storage area or working trackage.
installation including:

Phase I will provide for complete utility
tire protection system, water, electrical, yard light-

ing, and storm drain and sewer systems. The Administration and U.S. Customs
building, the maintenance building and the control tower will be sized initially
to acammdate the anticipated increase volume.or containers am the assouated
deprand for SW* facilities. The basic. entrance/exit gate tacility will be
d@WMd and constructed so that additional entrance/exitlanes can ce added in
~sulmquentphases.
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phase I will provide six working tracks and two runaround/return tracks
with the facility The runaround/return tracks will be constructed adjoining
the easterly and Westerly boundaries of the site. These two) trackswill only be
used for railroad locomotives and cabooses to traverse the facility. The
initial phase will use the center storage concept of container storage, whereby
all inbound/outbound containers are held in designated storage rows immediately
adjoining the working track that the container is received from or is to be
shipped out. This minimizes the hostling time and associated operating costs.
The entire ICTF site will be paved.

5.5.2 Phase II. Years 1991-1995. The second phase will provide for
two additional working tracks, eliminating one of the center storage rows to
be eliminated. The utility systems will be designedand constructedso that the
locations of the substructures and above ground features (fire hydrants and
yard lighting standards) are compatible to the additional working trackage and
will not require relocation or modification, Since the two additional working
tracks remove center storage area and will only be constructed when container
throughput capacity warrants an increasedcapacity, approximately forty acres of
a remote storage area will be added to the facility. This remote storage site
is available adjoining the easterly side of the facility on property owned by
the Southern California Edison Company. The storage of containers-on-chassis
is a permitted land use under high voltage power lines. This remote storage
area Will be paved to control dust and make the area usable the year round. A
slight increase in container hostling time and operating costs will occur
because of the use of remote storage.

5.5.3 Phase III. Years 1995-2000. Phase III will add 4 working
tracks and eliminate the remaining two designated center storage rows. The
utility system were predesigned and constructed to allow for the construction
of the 4 working tracks and will not require any edification to the existing
systems. The elimination of the center storage rows and increasing container
throughput demands require additional remote storage areas to be included
within the ICI!?. Ten acres are available on the easterly side of the site from
the Southern California Edison Company. An additional SO-acre site is presently
vacant on the Westerly side of the facility, or property owned by the Port of
Los Angeles south of Sepulveda Boulevard will have to be evaluated in the
future as to availability and compatibility with the ICTF toprovide additional
remote storage areas.
lighting system.

The remote storage areas will require pavement yard
The remote storage of containers will increase the container

hostling time and operating costs.

5.5.4 Reduced Development Alternative.
indepedent of the subsequent phase.

Each of the three phases is
Phase II or Phase III are not required to

allow Phase I to be constructed and operated efficiently. Phase I could be a
complete project Within itself, since this phase includes all the necessary
utility systems, rail trackage within the facility, support buildings, and
entrance/exit gates. The rail access on the north end of the site and the
vehicular access requirements for Sepulveda Boulevard will be completed aspart
of Phase I With m additional expansion or modification to these accesses
required in developing Phases II or III.
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Phase II or Phase III will not be constructed until the container throuqh-
put demand for the facility requires additional working tracks and/or remote
storage ares for containers. Facts tha effect this demand are: the United 
States and work economic situation, shifts in ocean-hipping patterns and to a
limited extent, the efficiency of the ICTF compared to other available railyards
and railroad transportation companies. It is, therefore, possible thaty Phase
II and/or Phase III my not be constructed., A smaller scale project, such as
one limited to the Phase I development, could have substantially rteduced
environmetnal impacts; however, the preferred alternative of a phased develop-
men allows for the flexibility of expanding the ICTF to met the anticipated
increases in container throughput demand in future years.

l
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PHASE I (1982-1989)

A. SITE PREPARATION/EXCAVATION

Scraper
Tractor, Crawler
Loader, Track
Roller, Sheep Foot,
Double Drum

Grader, Motor
Truck, Water
Truck, Highway

S U B T O T A L

n . GRADE SEPARATION/
ALAMEDA STREET

Scraper
Tractor, Crawler
laader , Track
Truck, Bottom Dump
holler, Sheep Foot
Double Drum

Grader, Motor
Crane
Truck , Highway
Truck , Water
Truck, Concrete
Welder, 300 Amp
Air Compressor
Asphalt Paver
Aggregrate Spreader
Compactor

Subtotal

8 34.80
4 16.64
1 10.16

4 24.32
4 21.19
3 7.28
2 '7.28

6 X 60
6 X 65
6 X 30

6 X 65
6 X 65
6 X 65
8 X 10

100,224. 9,852 4,229 41,994 3,127. 2,736
25,950.4 4,179 1,321 8,878 807 1,207
1,828. 120 24 439 57 44

37,939.2 4,325 922 18,514 1,180 918
33,056.4 2,578 575 12,363 1,028 734
81517.6 1,578 513 8,955 534 300
1,164.8 64 9 155 15 10

208,700. 22,697 7,593 91,298 6,748 5,949

4 34.80
2 16.64
2 10.16
4 12.13

6 X 25
6 x 30
6 X 18
6 X 30

.

20,880. 2,053 881 0,749 670 570 -
.5,990.4 964 305 2,049 186 279
2,194.6 145 29 527 68 53
8,733.6 971 315 5,512 328 185

2 24.32 6 X 25 7,296.
2 21.19 6 X 25 6,357.
1 22.96 6 X 60 0,265.6
4 7.28 8 X 50 11,648.
2 7.28 '6 X 25 2,184.
6 7.28 6 X 45 11,793.6
2 0.66 4 x 35 184.8
2 2.60 6 X 20 624.
1 4.89 6 X 25 733.5
1 11.73 6 X 25 1,759.5
1 24.32 6 X 25 3,648.

1 ,
.- z

. ‘,’
L~~*.=-wtI+ ls4

. . . . . r  c . . . , .
.

Vhble AL1
amSTRKx1m EMISSIONS INvENmRY

BY PHASE AND ACYIVITX

PFK3XKXION
KXIR x DAYS

92,300.

832
496
779
637
405
430
17
59
69

166
344- - -

8,367

177 3,560 227
111 2,378 198
287 4,083 257
90 1,545 149

131 2,296 137
61 1,043 100
6 91 5

22 308 19
25 362 23
61 069 55

127 1,802 113

2,620 35,174 2,535

177
141
249
104
77
70
6

19
22
53
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Table A-l
CONSTRUCTION EMISSIONS INVENTORY

BY PHASE AND ACTIVITY

Scraper
Tractor, Crawler
Ioader, Track
Mller, Sheep Foot,
Double Drm

Grader, Motor
Truck, Water
Truck, Highway

B. GRADE SEPARATION/
ALAMEDA STREET

Scraper
Tractor, Crawler
Loader, Track
Truck, Bottan Durp
IWler, Sheep Foot
Double Drum

Grader, Motor
Crane
Truck, Highway
Truck, Water
Truck, Concrete
Welder, 300 Pvrp
Air Ccepressor
Asphalt Paver
Aggregrate Spreader
Colrpactor

Sb &‘+a1

8 34.80 6 X 60 100,224. 9,852 4,229
4 16.64 6 X 65 25,958.a 4,179 1,321
1 10.16 6 X 30 1,828. 120 24

4 24.32 6 X 65 37,939.2 4,325 922
4 21.19 6 X 6 5 ' 33,056.4 2,578 575
3 7.28 6 X 65 8,517.6 1,578 513
2 7.28 8 X 10 1,164.8 64 9

208,700. 22,697 7,593

41,994 3,127
8,878 807

439 57

18,514 1,180
12,363 1,028
8,955 534

155 15- -

91,298 6,748

2,736
1,207

44

918
734
300
10

5,949

4 34.80 6 X 25 20,880. 2,053 881 8,749 670 570
2 16.64 6 x 30 5,990.4 964 305 2,049 186 279
2 10.16 6 X 1 8 2,194.6 145 29 527 68 53
4 12.13 6 X 30 8,733.6 971 315 5,512 328 185

2 24.32 6 X 25
2 22.19 6 X 25
1 22.96 6 X 60
4 7.28 8 X 50
2 7.28 6 X 25
6 7.28 6 X 45
2 0.66 4 x 3 5 .
2 2.60 6 X 20
1 4.89 6 X 25
1 11.73 6 X 25
1 24.32 6 X 25

7,296.
6,357.
8‘265.6

11,648.
2,184.

s 11,793.6
184.8
624.
733.5

1,759.5
3,640.

177
111
287
90

131
61
6

22
25
61

127

““,30”

832
496
779
637
405
430
17
59
69

166
344- -

- 367 2,6"

3,560 227
2,378 198
4,083 257
1,545 149
2,296 137
1,043 100

91 5
308 19
362 23
869 55

1,802 113

7c ‘14-1 -I E-35
.*7 _.

177
141
249
104
77
70
6

19
22
53

110- -
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PHASE1 Table A-l

223rd ST. TRACKWGRX MpwrITy

2 16.64 6 Xl5 2,995.2
2 10.16 6 X 35 4,267.2
4 12.13 6 X 35 10,189.2

24.32 6 X 8 21334.7
21.19 6 X10 21542.8
22.96 6 X 50 6,888.
7.28 8 X 45 l&483.2
7.28 6 X10 436.8
7.28 .6X30 51241.6
0.66 4 X 25 132.
2.60 6 X 25 780.

SuBmAL 28,800.

c. -
RAILmAD luN@Iw

PlISSIcNs
FWNDS/ACTIVIlY

co Hc! txk scbc PART

Tractor, Crowler
tmdsr, Track
Truck, Bottaln Dulp
mller, Sheep Foot
Double Drum

Grader, Motor
Crane
Truck Highway
Truck, Water
Truck, Concrete
Welder, 3OOanp
Air Ccmpressor

m
I
WI

482 152
281 56

1,133 368

266 57
198 44
649 239
573 81
81 26

191 27
12 5
73 27- -

3,939 1,082

1,024 139
1,024 143 102
6,430 383 216

1,139 73 57
951 79 56

3,403 214 207
1,390 134 94

459 27 15
464 45 31
65 4 4

385 24 23

16,734 1,209 944

D. ALAMEDA STREET/
223rd STREET RAMP

Backhoe
Truck, Bottan cuq
toader, Truck
Roller, Sheep Foot,
Dxble Drum

Grader Motor
Crane
Truck, Highway
Truck, Water
Truck, Concrete
Welder, 300 anp
Air Ccqxessor

1 * 13.17 6x20 11580.4 75 28 410 26 25
4 12.13 6 X 15 4,366.a 486 158 2,756 164 92
1 10.16 6 X 10 609.6 40 8 146 19 15

24.32 6 X 10
21.19 6 X 5
22.96 6 X 40
7.28 8 X 45
7.28 6 X 10
7.28 6 X 35

0.66 4 x 20
2.60 6 X 20

1,459.2
635.7

5,510.4
10,483.2

436.8
9,172.a
105.6
624.0- -

35,000.

166 35
50 11

519 191
573 81
81 26

191 27
10 4
59 22

2,250 591

712
238

2,722
1,390

459
464
52

308- -

9,657

45
20

171
134
27
45
3

19

673

35
14
166
94
15
31
3

19

509



PHASE I

E.
urILITYCCWTRmIGN

Backhoe
Loader, Trade
Truck, Highway
Truck, Concrete
Truck, thmp
Welder, 300 aq
Air Compressor
Poller Sheep Foot
Double Drm

F. s1mCiNmmJm1m

Backhoe 4 13.17 6 X 40 12,643.2 399 152
loader, Track 2 10.16 6 X 30 31657.6 241 48
Truck, Highway 6 7.28 8 X 70 24,460.8 1,338 190
Truck, Concrete 4 7.28 6 X 40 6,988.8 254 36
=ucfk, J--P 6 7.28 6 X 60 15,724.8 2,915 946
Grader, Motor 3 21.19 6 X 35 13,349.7 1,041 232
Truck, Water 2 7.28 6 X 20 1,747.2 324 105
Crane 2 22.96 6 X 45 12,398.4 1,168 430
Asphalt Paver 4 4.89 6 X 60 7r041.6 663 244
Aggregate Spreader 4 11.73 6 X 50 14,076.O 1,326 448
Welder, 300 anp 4 0.66 6 X 45 712.0 67 24
Air Conpressor 2 2.60 6 X 35 1,092. 1,003 38

4 13.17
2 10.16
4 7.28
2 7.28.
2 7.28
2 0.66
2 2.60

1 24.32

.
.

mble A-l

PKIXJCTIcN
BaJR x rnYS

6 X 75
6 X 60
8 X 55
6 X 35
6 X 35
4 x 30
6 X 30

6 X 20

--

23,706. 749 284 4,102 258 252
7r315.2 482 97 1,755 228 176

12,812.8 701 99 1,700 163 114
3,057.6 191 27 464 45 31
3,057.6 567 184 3,215 191 108
158.4 15 5 78 5 5
936. 88 32 462 29 28

2,918.4 333 71 1,424 91 71

54,000. 3,126 ,799 13,200 1,010 775

113,900.

\ '

10,739 2,893

2,188 137
878 114

3,245 312
618 59

16,534 984
4,993 415
1,837 109
6,125 386
3,479 219
6,953 438

352 22
539 34. - - - -

47,741 3,229

134
88
219
42
554
296
62
373
373
424
21
33- -

2,619

B



PHBSEI

G.
13UILDING/ADMINISl'RATION
MA-E aLuwTITy

Crane 3
B a c k h o e 2
Imder 2
Truck, Highway 5
Truck, Concrete 3
Welder, 300 anp 3
Air Conpressor 3

kble A-l

22.96 6 X 40
13.17 6X20
10.16 6 X15
7.28 8 X 50
7.28 6 X 30
0.66 6 X 55
2.60 4 x 55

SDBlwrAL 42,400. 3,249 939 13,886 987 880

16,531.2 1,557 573 8,166 514 497
3,160.a 298 110 1,561 98 95
1,828.8 121 24 439 57 44

14,560.O 796 113 1,931 186 130
31931.2 254 36 618 59 42
653.4 61 23 323 20 20

1,716. 162 60 848 53 52



Table A-lPHASE II - 1990-19951

EwIRmJT

A. tllemote Storage/
Qnstruction

Scraper
Tractor Crawler
Ioader Track
bller, Sheep Foot,
Double Drum
Grader, Motor
Truck, Water
Truck, Highway
Truck, Concrete
muck, DLnp
Asphalt Paver
Aggregate Spreader
111 Conpressor

a-l
I
00

B. Railroad Track/
CMlstruction

loader, Track
Backhoe
Truck, mmp
Truck, Concrete
Truck, Water
Truck, Highway
Crane
Asphalt Paver
Mgregate Spreader
Welder, 300 arrp
Air Compressor

QWNTIW

2
1
1

1
2
2
2
2
4
2
2
1

1
2
4
2
2
4
1
1
1
2
2

1

34.80
16.64
10.16.

24.32
21.19
.7.28
7.28
7.28
7.28
4.28

11.73
2.60

SuBmALl 36,100. 3,988 1,302 18,254 1,292 996

10.16 6 x 2 0 1,219.2 80 16 293 38 29
13.17 6 x 3 0 4,741.2 150 57 820 51 50
7.28 6 X 25 4,368. 810 263
7.28

4,593 273 154
6 X 1 5 1,310.4 44 .5 70 11 8

7.28 6 X 10 873.6 162 53 919 55 31
7.28 8 X 30 6,988.e 350 41 558 89 62

22.96 6 X 25 3,444. 324 119 1,701 107 104
4.89 6 X 1 5 440.1 41 15 217 14 13

11.73 6 X 30 2,111.4 199 73 143 66 64
0.66 6 X 30 237.6 22 8 118 7 7
2.60 6 X 30 936. 88 32 462 29 28

Pwx)ocpIoN
HOURXDAYS

6 X 30
6 X 1 5
6 X 10

6 X 30
6 X 25
6 X 25
8 X 10
6 X 5
6 X 20
6 x 2 0
6 X 1 5
6 X10

Su-AL

i T ..-

12,528.O 1,232 529 5,249 402 342
1,497.6 241 76 512 47 70

609.6 40 8 146 19 15

4,377.6 499 106 2,136 136 106
. 6,357. 496 111 2,378 198 141

2,184. 405 131 2,296 137 77
1,164.e 58 7 93 15 10

436.8 44 5 70 11 8
31494.4 648 210 3,674 219 123
1,173.6 111 41 580 37 35
2,111.4 199 73 1,043 66 64
156.0 15 5 77 5 5

i

'6 7 0 0 .

--
3 "9 682

*
9,fP" '40
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PHASE  III (1996 - 2000) ‘able A-l

alNmLKx1m Acl!IvITY
FQUIEMENT CWNl-1l-Y

Scraper
Tractor, Crawler
Mader,Track
Roller Sheep Foot,
Double Drum

Grader, Hotor
Truck, Water
Truck, Highway
Truck, Concrete
Truck, Dunp
Asphalt Paver
Aggregate Spreader
Air Compressor

0-a
IrD

4
2
2

B. RAILRam  TFtAcK/-UCTION

Lx&r, Track
Backhoe
Truck,  m
Truck, Concrete
Truck, Water
Truck, Highway
Crane
Asphalt Paver
Aggregate Spreader
Welder, 300 arrp
Air Compressor

34.80 6 X 40 33,408. 3,284
16.64

1,410 13,998
6

1,072 912
X 30 5,990.4 964 305

10.16
2,049 186 279

6 X 20 21438.4 161 32 585 76 58

24.32 6 X 40 23,347.2 \ 2,662 567
21.19

11,393
6 X 40 10,171.2 793 177

7.28
3,804

6 X 40 5,241.6 972 315
7.28

5,512
8 X 25 5,824. 292 35 465

7.28 6 X15 1,310.4 44 5 70
7.28 6 X 40 10,483.2 1,943 640
4.89

11,023
6 X 40 3,520.e 332 122

11.73 6
1,739

X 30 4‘222.8 398 147
2.60

2,086
6 X 20 624. 59 22 308

726 565
316 226
328 185
74 52
11 8

656 670
110 106
131 127
19 19- -

sLIBlvrAL 106,600. 11,904 3,777 53,032 3,705 3,207

10.16 6 X 35 4,267.2
13.17 6 X 40 12,643.2
7.28 6 X 35 91172.8
7.28 6 X 25 4,368.
7.28 6X20 1,747.2
7.28 8 X 35 12,230.4

22.96 6 X 40 11,020.e
4.89 6 X 20 1,173.6
11.73 6 Jt 30 4‘222.8
0.66 6 X 40 633.6
2.60 6 X 40 2,496.0

281 56 1,024 4,370 102
399 152 2,188 137 134

1,700 552 9,645 574 323
146 17 232 37 26
324 105 1,837 109 62
613 72 976 156 109

1,038 382 5,444 343 332
111 41 580 37 35
387 147 2,086 131 127
60 22 313 20 19

.UIRlWI-Ai. 64. non. n

, MISSICNS
EWNDS/ACTMTY

co Hc mc SQI PART



lrable A-l

a. EQuipnent type quantity and production based on engineering requirenmts
for job corrpletion.

b. Ckmsunptfon based upon U.S. Amy Corpss of Engineers *Construction
IQuipnent Ownership and Operating Expense S&e&lea, 1981.

c. Emission factors based on:

1. Offroad heavy duty construction equipmmt--U.S. EPA-AP-42, 1977.
2. Ckwoad heavy duty--SCAQMD, 198Oa.



ACTIVITY

I. CONSTRUCTION

DURATION
(Months)

PHASE I (1983-1990)

RAILROAD ACCRSS, 14
SITE IMPROVEMENT

m PHASE II (1991-1995)
I
:: REMOTE STORAGE, 6

RAILROAD TRACK
CONSTRUCTION

PHASE 111 (1996-2000)

RFMOTE STORAGE, 8
RAILROAD TRACK
CONSTRUCTION

Table A-2

ICTF CONSTRUCTION WORKER TRANSIT EXISSIONS

No. of
Workers/day

71 60 336,000 17,226 1,671 1,797 148 244

37 32 76,800 2,847 276 311 34 52

48 41 131,200 4,R64 471 532 58 90

No. ofa Total Nileab
Cart3/DSy Traveled co

IMISSIONS  (Pounda)C
HC Nox sax PART

a. Assumed carpooling factor of 1.2 employees per vehicle.
b. Based upon 20 mile round trip at an averaRe speed of 30 mph each workinS day.
CO SCAQMD,  19S(la. Phase I emission8 factora based upon projected 1983 and 1984 factors. Phase II and III based

upon 1990 emission factors.



Table A-3

oPERma&L lX&m+lENllEMIssI(TJs
BRIDGECRANE

YEAWYCPERATIUWL  PtISSICNSb 'DRILYCPER?U'I~AL  EMISSICNSb
(lbshear) u=/~Y 1

llc N% 90X Part
he1
C--d co lx
(Gallons)

tS& q Part

128,500 13,107 4,819 60,266 4,009 4,305 352 36 13 165 11 12
128,500 13,107 4,819 60,266 4,009 4,305 352 36 13 165 11 12
128,500 13,107 4,819 60,266 4,009 4,305 352 36 13 165 11 12
160,600 16,381 6,023 75,32l 5,011 5,380 440 45 16 206 14 15
160,600 16,381 6,023 75,321 5,011 5,380 440 45 16 206 14 15
192,700 19,655 7,226 90,376 6,012 6,455 528 54 20 248 16 17
192,700 19,655 7,226 90,376 6,012 6,455 528 54 20 248 16 17
192,700 19,655 7,226 90,376 6,012 6,455 528 54 20 248 16 17

224,800 22,930 8,430 105,431 7,014 '7,53l
257,000 26,214 9,638 120,533 8,018 8,610
289,100 29,488 10,841 135,588 9,020 9,685
289,100 29,488 10,841 135,588 9,020 9,685
32l,200 32,762 12,045 150,643 10,021 10,760

86 63 23 289 19 21
704 72 26 330 22 24
792 81 30 371 25 26
792 81 30 371 25 26
880 90 33 413 27 29

353,300 36,037 13,249 165,698 10,023 11,836
385,400 39,311 14,452 180,753 12,024 12,911
385,400 39,311 14,452 180,753 12,024 12,911
385,400 39,311 14,452 180,753 12,024 12,911
385,400 39,311 14,452 180,753 12,024 12,911

.

968 99 36 454 30 32
1,056 108 40 495 33 35
1,056 108 40 495 33 35
1,056 108 40 495 33 35
1,056 108 40 495 33 35

Phase I
1983
1984
1985
1986
1987
1988
1989
1990

Phase II
1991
1992
1993
1994
1995

Phase III
1996
1997
1998
1999
2000

a. Based upon  a 16 hour/day, 365 dayhear -ration at 5.5 gallons/hour fuel conswption.
b. p~&~~icm  rates from EPA. 1977. Section 3.3.3
CI. -I b -1 ! p 1 ” ! ! I* _I*

.A



Table A-4

CPERATICNAL EQUIFMENTR4ISSIoNs
YAFa KImRs

E4UiP. me1 a

YEW&YCR'EFtA!CHNAL  MISSIONSb
(lbs/Lear)

Year -No1 zrdd, CO Hc N4, ao, l?art

Ftmse I
1983 9
1984 9
1985 9
1985 12
1987 12
1988 15
1989 15
1990 15

Fim3eII
1991 18
1992 21
1993 24
1994 24
1995 27

Fimse III
1996 30
1997 30
1998 33
1999 33
2000 36

157,700 16,085 5,914 73,961 4,920 5,283 432
157,700 16,085 5,914 73,96l 4,920 5,283 432
157,700 16,085 5,914 73,961 4,920 5,283 432
210,200 22,440 7,882 98,584 6,558 7,042 576
2lo,200 21,440 7,882 93,584 6,558 7,042 576
262,800 26,806 9,855 123,253 8,199 8,804 720
262,800 26,806 9,855 123,253 8,199 8,804 720
262,800 26,806 9,855 123,253 8,199 8,804 720

3l5,400 32,171 11,828 147,923 9,840 10,566 864 88 32 405 27 29
367,900 37,526 13,796 172,545 11,478 12,325 1,008 103 38 473 3l 34
420,500 42,891 15,769 197,214 13,120 14,087 1,152 118 43 540 36 39
420,500 42,891 15,769 197,214 13,120 14,087 1,152 118 43 540 36 39
473,000 48,246 17,738 221,837 14,758 15,846 1,296 132 48 608 40 43

525,600 53,611 19,710 246,506 16,399 17,608
525,600 53,611 19,710 246,506 16,399 17,608.
578,200 58,976 21,682 271,176 18,040 19,370
578,200 58,976 21,682 271,176 18,040 19,370
630,700 64,331 23,651 295,798 19,678 22,128

Fbel
Consumed
(Gallons)

1,440 i
1,440
1,584
1,584
1,728

I3AILYaPERATIaiAL EMISSI~
UW~Y 1

00 Hc N4, q Part

44 16 203 13 14
44 16 203 13 14
44 16 203 13 14
59 22 270 18 19
59 22 270 18 19
73 27 338 22 24
73 27 338 22 24
73 27 338 22 24

147 54 675 45 48
147 54 675 45 48
162 59 743 49 53
162 59 743 49 53
176 65 810 54 59

a. Based upon a 16 hour/day, 365 day/year operation at 3 gallons/hour fuel consunption.
b. Rnission rates from EPA, 1977. Section 3.3.3
c. CARB, 1980.



Table A-5

l?lmmarrpsa EMISSXCNS(lbs/day)
YW PERDAY co Hc % sax PAKr

PEASE1

1983
1984

6 1985
1986
1987
I.988
1989
I.990

PlmsE II

1391
I.992
I993
1994
1995

PEASE III

1996 295 118 15 64
1997 319 I.26 16 69
l998 344 137 ia 75
I.999 373 149 19 ai
2000 402 160 21 aa

a. As-s
30 qh.

a tcund trip distant of 10.6 miles at an average speed of
Basedqonheavydieseltrucks.

b. SalrQe: SQQ¶D"Air Quality Handbook for EIRs" (CCL 1980).
Based upon California State M&ng Exhaust Ekissions;
Eeavy Trucks, 19841990 Bnission Factors.

90
100

iii
I.37
I.51
168
187

202 81
217 ' 86

iii'3 I.2
274 lo9

38 . 6 34
42 7 37
46 7 38
51 7 38
56 a 39
60 8 39
67 9 40
75 10 41

lo 44 13
ll 47 14
I.2 51 I.5
l.3 55 17
14 60 la

6
7
7
a
9

:
, I.2

I2 14

ii E
24 17
26 18

1

4
5
5
6
6
7
a
9 ' "

9

s
I.2
13

6-14



l&Me A-6
,2

TRUCK mIssIms
mFu?oFLcsl!xEIEs (TEEmNALISLAND)T0IcTF

GcfJNDw
Year PERDAY

PBASEI

I383 101

19841985 E
I.986 140
I.987 I54
I.988 170
1989
1990

PEASE II

19911992 z
1993 264
I.994 286
1995 310

FmsE III

1996 334
1997 360
I.998 389
1999 420
2000 454

mIssIcNs m3/daY)b
co EC N4t sqt PAED

33 S

3741 f
46 6
49 7
52 7
59 8
65 8

30 S 4
32 6 4
33 6 4
34 7 5 '
34 8 5
34 9 6
3s 10 7
3s 11 7

70 9 38 I.2 8
7s 42 12 9

iii ll ii! 4s 48 13 15 lo'
96 12 52 16 ll

103 13 S6 17Ill 14 61 .u18
13

iii 16 17 71 66 Zf 14

140 18 77 23 ii

a. Assnnes a round tripdistance of 8.2miles atanaverage speed of
30 nph. Basedupmheavydieseltnicks.

. 2
b. Source: SCZQJJD "Air Quality Handbook for EIIW (Oct. 1980).

BaseduponCaliforniaStateMoving  Exhaust Emissions,
Heavy Trucks, 19841990 Wssicn Factors.
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1983 160

ii:
I.984
1985
1986 2l7
1987 l 241
I.988 269
I.989 298
I.990 330

PBABEII .

l991 356
1992 385

' . 1993 416
1994 449
I.995 486

PQLSE III

I.996 524
I.997 566
I.998
1999 f2
2000 714

Table-A-7

:z
67
7s
81
88
98

108

9
9

lo

if
I.2
I3
14

;9 9

5s -2
56 12
56 l3
57 14
58 16
59 18

6
7
7
8
9

10
11
12

116 1"6 64 19 13
l26 69 21 15
I.36 18 74 22 16
147 I.9 80 24 17
I59 2l 87 26 la

171 22
182 $04 1090"

28 20
30 21

200 109
2l6 28 118 ii

23
2s

234 30 128 38 27

a. Assums a rcund trip distance of 8.7 miles at an average sped of
30 llph. Baseduponheavydieseltrucks. . ,

b. Source: .sQIQMD "Air Wality Ebndbook for EIBs" (Oct. 1980).
~upanCdlFforniaStateMoving Exhaust Emissions,
Beavy Trucks, 1984l.990 Rnissicm Factors.
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!mble A-8

KXJNDTIUFS EMIssIaw (lbs/day)b
Year PER DJZ co I32 N4r s4, PAKr

19831984 fs2
198s 76
1986 84
I287 94
1988 104
I.989
1990 z

PHASE II ,

1991 I37
I.992 148
1393 161
1994 174
1995 188

PH?m III

1996' 202
1997 2l8

19981999 ii:
2000 274

62
69
76
84
91

1::
lJ.9

I.29
l39
I51
164
177

190
205
221

iii

ii

ii
I.3
14

ii

17

ii

ii

2s
27
29
31
33

5s
:i!
62
63
63
65
65

12
13
15
16
18
20

7
7
8

1:
11
12
14

70 21
76 23
83 2s
90 27
97 29

E
17
I.9
20

lO4 31 22
ll2 34 24
121 36 2s
I31 40 * 28
141 42 30

a. Assumes a round trip distance of 25 miles at an average speed of
30 nph. Baseduponheavydieseltrucks.

b. Source: SCACMD "Air Guality'Ha&book for EIRs" (Oct. 1980).
BaseduponCalifornia StateMoving Exhaust missions,
Heavy Tzucks, 19831990 Quissions Factors
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'Bble A-9

TmcxmIssIcNs
CMBINED PORT5 h ADlXTIUML SITES TO L.A.

--I

mumTRIP
Year PER EJU

EMISSICNS (lbs/day)b
co Hc En, % PAEW

PHASE1

1983 a.3
1984 458
1985 SO7
1986 563
1987 626
1988 694
I.989 771
I.990 854

EfAsE II

548
608
645
685
762 ‘
844
938

1039

82
86
90
93

104.
ll5

E!

1339
1474
I.509
1538
I.568
1581
1625
1653

:f!i
157
174
194
215
239
265

90
99 .

110
122
I.36
150
167
185

1991 922
I.992
I.993 1;:
l994 ll62 '
199s 1258

PHASE III

1122 l33 1785 286 200
I.212 143 ii: 308 216

EE 167 155 2249 333 360 233 2S2
I.531 181 2435 390 273

1996 l3ss 1649 195 2623 420 294
1997 1463 1780 210 2832 453 317
I.998 1580 l923 f2 3059 489 343
I.999 1678 2042 3248 520 364
2000 1844 2244 265 3570 571 400

a. Jmumes-a round tripdistance of SOmiles atan average speed of 55nph
withffemayuse. Baseduponheavydfeseltrudcs.

b. Sax-: W. “Air Quality Ehrdbook  for EIRs". Ckt. 1980. Based
upon California State Moving Exhaust Eknissions, Heavy Trucks, 1983-1990
Bnissim Factors.



TABLE' Al0

A M B I E N T  A I R  QUAWN  S T A N D A R D S

I
Ilkovr I

I lkap I 0.0pDm I

(0.03~owl 1

:::4=Conduairmtric  . PW*oswGllm
Mmthd MerhadR=l- .1300 wJ/mr

m.s Doml

1 (1310llg/f+J I I

suspmdd AflrluolGromris  aowm’ nug/m,. 60 ug/+
FsnmJlmtm Meen

Mater High volumm .  H i g h  Volunm
24 how loo uo/m’ Sampling 260 ua/+ 150 w/mJ sampli.

sulfaes  . 24hour 2S u&m* AlnL Mahod
Ma 61

I

APWCABLE  ONLY IN THE LAKE TAHOE AIR BASIN:* - - I
.zmn Monhde Bhour , NOM

10&r*- Insarflkunmauntco ml
rmdua  the pmdii visibiliw

rolenrhmn3Omile8whmthe
Wmtlvehurn~iSIOS#th#l~

Seewxt_aaqe  for footnotes.
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m: FOR TABLE A-10. m.BIEmAIRmALITY~)

1.

2.

3.

4.

5.

6.

7.

8.

9.

California standards are values that are not to be equal or exceeded.

National standardsr other than those based on annual averages or annual. .":
gwtiic means,  are not to  be  exceeded more than once *r year.

&ncerkration expressed first in units in which it was prmulgated. Equiv-
a;lent units given in parentheses are based upon a reference temperature of
250~ a& a reference pressure of 760 mm of mercury. All measurements of air
gudlity are to b corrected to a reference temperature of 25OC and a refer-
ence pressure of 760 IIUI of Hg (1,013.2 millibar); ppm in this table refers
to ppin by volume, or micrcmoles of pollutant per mole of gas. I

l&~ equivalent procedure which can ba shown to the SatiSfactiOn of the Air
resources Board to give equivalent results at or near the level of the air
gualitystandardmaybeused. .

Nation& Primary Standards: The levels of air guality necessary, with an
adequate margin of safety, to protect the p&lic health. Each state must
attain the primary standards no later than three years after that state's
implemntation plan is approved by the Environmental Protection Agency
(=A) l

National Secondary Standards: The levels of air guality necessary to
protect the pablic welfare frcun any knoll or anticipated adverse effects of
a pollutant. Each state must attain the secondary standards within a
mreasonable time" after the iI@ementation plan is approved by the EPA.

Referencemethod as described by the EPA. An "equivalent method" of meas-
urement my be used but must have "amsistent relationship to the reference
method"andmustbeapprovedbytheEPA.

Prevailing visibility is defined as the greatest visibility which is attain-
ed or surpassed around at least half of the horizon circle, but not net-
essarily in continuous sectors.

At locations where the state standards for oxidantand/or suspended partic-
ulate matter are violated. National standards apply elsewhere.

lo.Measuredasozone.

6-20



TABLE A-11

MAXI?KBl POLLWFANT  OONCEWI'RATICN  AVFJVGES AND VICLATIoNS OE'
S T A T E - - IN 'IliE IBNG BEACH AREA IXJFUNG 1980

Concentration (No. of iays State Standard Violated)
1 Hour 8Hour 12 Hour 24 Hour 3 Months

m
I

E
Nitrogen Dioxide(ppn)

Sulphur Dioxide (ppm)

Carbon konoxide(ppn)

'Ilotal Suspended Particulates (mgb3)

Oxidant & Ozone(ppn) 0.10 ( 57 days)
0.12 (17 days)

.

9.3 ( 18 days)
10 (4 days)

0.25 (10 days)

0 0

100 (21)
150 (8)
260 (1)

.
bad (msh3)

Sulphate (mg/m3)

Charter
1.57

25 (4)
30 (3)



i

6.3B NOISE TECHNICAL APPENDIX



“.

,:o .

I

’POSITION NO.: 2

PROJECT ICTF - Ports of LOS Angeles & Lone Reach

MEASUREMENT POSITION '*lumbia Stsp E Of UP=
December 28, 1981 B A.M.

DATE TIME 11300 - a P.M.

SOURCE Traffic Movements and Aircraft

1 0 63.2

I

so 57.3

dl50.0
REMARKS:

FI

Figure Bl

6-22



\-r,
P O S I T I O N  N O . . :  4

PROJECT: PORT OF LOS ANGELES & LONG BEACH

POSITION: %iNDWARD VILLAGE MOBILE HoHE ?xRK, UIJIT R93 I
SOURCE: ACTIVITY ON THE VNIUN PACiFlC RAILROAD

--

DATE: DEC. 28, 1981 PEAK HOUR: !l :OO-12:oo p.m.

SOUND LEVELS: LgO= 49.0 L50= 51.0 L1p 53.0 Leq= 65.6 dB(A)
I

t 1

COMMUNITY NOISE EQUIVALENT LEVEL: 65.1 dB

!REMARKS:

A 5-l/2 foot concrete block wall exists
between the measurement site and the
railroad.

'.

-
Time

From To

07:00-08:Oo

08:00-0g:OO

og :oo-10 :oo

lO:OO-1l:OO

ll:OO-12:oo

12 :co-13 :oo

13 :oo-14:oo

14 :oo-15:oo

15 :00-16:oo

16:00-17:00

17:00-18:00
18:00-1g:oo

Sourid
Level,
dB(A)

59.6

55.5

55.3

63.0

59.8

54.0

53.6

55.5
64.3

57.9

54.3
64.8

19:00-20:oo 53.2
20:00-21:oo 54.9
21:00-22:oo 56.0

22 :oo-2.3 ZOO
23:00-24:00

24:00-01:OO

01 x-00-02 zoo

oz:oo-03:oo
03:00-04:oo

04:00-05:oo

05:00-06:oo

06 :00-07:oo

- ~5 3 l 3

65.6

48.9

--48.3-_.. - _.
49.3
51.0
62.0

52.6

54.1

Figure 132.

I

I
?

I

I-3.
I

I

I.

1

I-_..-. .-F
I

_..
I

I

.. I--



7.
1.
t

I

A=WElGHI= SOUND  LEVEL
\

P O S I T I O N  N O . :  8

PROJECT ICTF - Ports of Los Anveles & Long Beach

MEASUREMENT POSITION -Homes Nearest Alameda on Van Buren--

DATE
December 28, 1981

SOURCE
Traffic on Alameda Street

TIME 2:oo

-

0 A.M.
- - xl P.M.

N LN I
di1 50.5 i

I I

-__;

I . . . , 7,

/ i .

“~,pll  *f

10 52.8

I

IJ ,
i

. .
._ -. .__.-

I I
t
I

f
1

- .-.-- .."

Figure 63

R E M A R K S :

6 - 2 4



P O S I T I O N  N O . :  9

7

PROJECT: PORT OF LOS ANGELES & LONG BEACH

POSITION: DOHINCUEZ SEHINARY, 18127 S. ALAMEDA

SOU RCE : ACTIVITY ON SOUTHERN PACIFIC RAILROAD

DATE: JAN. 13, 1982 PEAK HOUR: 11 :OO-12:OO a.m.
SOUND LEVELS : LqO= 48. (3 Lg)= 51.0 Llo= 67.0 Leq= 70.6 dB(A) i

i.-

i

COMNUNITX NOISE EQUIVALENT LEVEL: 66.1 dB
.- *

Time Sound
Level,

From Ta A )dB(

07:00-08:Oo 60.0
08:00-0g:oo 57.0
09 :oo-10 :oo 51 .3
lO:OO-11 :oo 53.0
11 :oo-12 :oo 70.6
12 :00-13:oo 56.0
13:00-14:oo 53.8
14 :oo-15 :oo 53.4
15:00-16:Oo 52.8
16 :OU-17 :Oo 51.9
17:00-18:Oo 52.6
18:00-19:Ou 54.7

19:00-20:oo 54.5
20:00-21:oo 61.1
21:00-22:oo 56.0

22:OQI23:00 54.5
23:00-24:00 54.5
24 :00-01 :00 64.8

Ol:OO-02:oo 63.9

02:0b-03:oo  .- 57.0
03 :oo-04:oo 51 .5
04 :oo-05:oo 51.9
05:00-06:OO 54.9
Ob:OO-07:OO 57.9

Figure R4



A=WEJGHzD  sOt.@iD  L’FUEim P O S I T I O N  ~0.:

ICTF -
P R O J E C T -

Ports of LOS Angeles & Long Beach

Alameda S_t. & Elm St.. Spm
-

MEASUREMENT POSITION

OATE January 6, 1982 TIME 2:oo 3 A.M.
- a P.M.

SOURCE Traffic Movements - - -

R E M A R K S :

J so 1 52.0

Figure 65

- a_

b - 2 6

.



-&WEIGHTED SOUNDLEVEL P O S I T I O N  N O . :  20

PROJECT
ICTF - Ports of LOS Angeles and Long Beach I

MEASUREMENT POSITION Roosevelt Park, LOO' East of SPRR 1 .
12:30

o A.M.
DATE-=Y ‘- “” TIME tfi P.M. I ~
SO"R(-EH~&&&theWilminator!  Brach. SegR I :

.'

p-K HOUR SOUND LEVELS (Wl’lWOUT  TRAINS): i I rr

A-&g/&d  s o u n d  Levet: fgo 43.1 !. 5 2 . 5  ilo 6 2 . 3 L 57.8dWAJ

Sinele Event Data

SEL: 1 0 3 . 8  dB
Leq: 82.5 dB(A) I w
Duration: 1 3 4 . 5  s e t s . re

I
r

I *

I t

I,

Figure 86 ’



NOISE SOURCE A-Wbighted  Sound Lewet
dSCA)

THRESHOLD
NOISE SOURCE
OF PAIN

*
SMALL AIRCRAFT OVERHEAD -0

RIVETING MACHINE 30 TO 40 FEET

TRAIN PASSING 50 FEET

NOISY STENOGRAPHIC

.

AUTOMOBILE HORN 59 FEET AWAY

ROOM x

NOISY OFFICE

QUIET OFFICE

VOICE - VERY SOFT WHISPER, 3 FEET

THRESHOLD OF AUDIBILITY

AVERAGE CONVERSATION, 3 FEET

NOISY RESIDENCE, INTERIOR

OUTDOOR IN RURAL

-

Figure 87 - Representative Noise Sources and Sound Levels

.
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‘

?!I
QUAUTAnVE Ldn
-lPTloN de OUTDOOR LOCATION

3/4 MILE FROM TOUCH DO\!N AT '
MAJOR AIRPORT

DOWNTOWN WITH SOME CON-
STRUCTION ACTIVITY

RESIDENTIAL LOCATION 1
HOUSING 011 rlAJOR AVENUE

8 MILES FROM TOUCH DOWN AT
MAJC

35 flIL
IR AIRPORT

.ES FROM TAKEOFF AT
SMALL AIRPORT

~RESIDEPITI RL AREA PIEA
SECONDARY S'TREET

>
<Tl.GT f

SUBURBAN - = - R E S I D E N T I A L
\ *

SUBURBAN AREA

FIELD ON FARM IN RURAL AREA
AWAY FROM HIGHWAYS

SOURCE: In part taken from,
Noise..."

“Information on Levels of Environmental
, U.S. Environmental Protection Agency, 550/g-74-004,

March 1974.

Figure 88 - Outdoor Noise Exposures at Various Locations
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6.3 C TRAFFIC TECHNICAL APPENDIX

The highway improvement plan for the Ports area contained in this Appen-
dix Table C7, was formulated by the Southern California Association of Govern-
ments (SCAG) Ports Advisory Committee This Phased Program of Highway Improve-
ments was based upon accepted projections of future Ports' area development and
traffic movement. This improvement plan was found to be a viable alternative to
the proposed Terminal Island Freeway extension (to the San Diego Freeway) in
meeting future transportation needs in the Ports area.



TABLE Cl

ICTF - DAILY ClOjFFUZbl CKM!AINER WVEMEMT

lb Fran i lb Fran
Ebrt of lb3 Angelesc Fbrt of Ios AngelesC Rort mrt

lbtal lbtal of of Local b-1
Annual Daily San Pedroa T&l&al %?nLMl

Averageb Islandd
San Pedro Long bng lb Fran

Year mantitya Willnington willnirrgton Island Beache &ache ICI!Ff ICTFf

1983 174,460 560 50 56 75 84 88 133 44 30
1984 193,670 621 55 63 83 94 98 147 49 32
1985 214,940 689 69 92 104 109 163 54 36
1990 362,260 1,161 1:: 117 156 175 184 275 91 60
1995 532,272 1,706 152 171 228 257 270 405 134 89
2000 782,184 2 , 5 0 6 224 252 335 378 396 595 196 131

aSource Ports of IDS Angeles and Img Beach - either cne 40-foot or two 20-foot containers.
cn
I

bAverage daily based on sixth day per week - includes allowance for Sunday operation.
w %xt of IDS Angeles handles 55 percent and Img Beach 45 percent of marine mntainers.
w dPcrt of Im hngeles  containers distribted 47 percent to San Pedro/Wilmington and 53 percent to Terminal

Island.
eAt both ports the imported containers are 60 percent of the total and 40 percent exported. merefore, 60

percent frcm port to ICTF and 40 percent to port frcm ICTF. This includes return of enpties to countries of origin.
fImal containers, 13 percent of total, are from Southern California inbrstry. ‘Ib/fran the east or “Atlantic

Bridge. are 60 percent eastbcund and 40 percent westbound.



TAamc2

ICTF- DAIIZ m/Fm TmcK RmND TRIPS

Year
Fort of Local

IongBeacha Destination+

I.983 90 lO1 160 62
1984 100 176 69
I.985 ll0

iii
196 76

I.990 187 210 330 I.27
1995

ii:
308 486 182

2000 454 714 274
=?
t

aIncludef3  allowance  of 20percent  for tractor only.
kncludes allowane of 40 percent for tractor only:

Average Hourly Trip@

SaIlpedrO Terminal
Yeat wilmington Islam3 Incalb

1983 ii 8
1984 9
I.985
1990 ii

16 25
26 41 ;:

I.995 34 39 61 23
2000 50 57 89 3 4 l

amly traffic dadated at l/8 of daily traffic.
Actudl~~rxlswillbelonger,even24hoursperday.

*l local oontaim nmements  assigned to/frcan  the west
via Alameda Street and Sepulveda  Bailevard.

-P

‘

-7

Y
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TABLE C4

ICTF-DlRBXICNALDIS!EuZm ~OFTRDCKTRAFFIC

YW3K

Average Haa+ PeakHo&

m/Fran ToFran lb/Fran Tb/Fran
west East west East

J- ,

.-
- I

1983 19 33 .' 38 66

1384 22 36 44 72

I285 24 41 48 82

I.990 39 67 78 I.34

199s s7 100 114 200

2000 84 146 168 292

aPeak truck nmenent will occur between 9 a.m. and 4 p.m. as normal
marine terminal hours are 8 a.m. and 12 nan and 1 p.m. to S p.m.

be trudc peak hcur reflects seasonal daily variations due to ship-
ping activity. The historical daily geak is 1.7 to 1.8 average daily traffic
For designof the intersection of the ICTFand SepulvedaBoulevard assum
peak hcur of twice average hour andpeak lfmimtes 1.18times average 15
IIliIWZS.

I .
-

3 --. .-..- - -.- -
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Table CS

FUTURE VOLUME/CAPACITY RELATIONSHIPS (NULL ALTERNATIVE)

A.M. PEAK HOUR P.M.PEAK HOUR

TRAFFIC VOLUME V/C RATIO* TRAFFIC VOLUME V/C RATIO*

INTERSECTION
DIRECTIONAL
MOVEMENT CAPACITY1 ICTF TOTAL W/ICTF W/O ICTF

223rd St
@ the SBD
San Diego
Fwy Ramps

SB
EB
EB Lt4
WB
Yellow

3000 10 290 0.10* 0.10*
3000 5 405 0 . 1 4 0.14
2700 10 240 0 . 0 9 , 0.09*
4500 - 1405 0.31* 0.31*

0.10* 0.10*

ICTF TOTAL W/ITCF W/O ICTF

10 140 0.05* 0.05*
5 1490 0.5w 0.5w

10 735 0 . 2 8 0 . 2 7
370 0 . 0 8 0 . m

0.10* 0.10*

Total ICU: n . 6 0 0 . 6 0 0 . 6 5 0 . 6 5

7’
Level of Service: A A B B

ii
Alameda St 6 NB6 3000 310 0.10* 0.10* 570 0.19* c).19*
Sepulveda Bl 586 3000 m-l 0 . 2 3 0 . 2 3 465 0 . 1 6 n.16

SB Lt 1500 30 410 0.29* 0.27* 3n 135 0.11* I). n9*
EB6 3000 5 465 n.16 n.16 5 1121) 0.3fI* 0 . 3 7
EB Lt 1500 140 0. n9* 0. n9* 380 0.25 n. 25*
wB6 3000 5 1075 0.36* 0.36* 5 54n 0.18 n.lB*
WB Lt 1500 50 115 n.11 0 . 0 8 50 90 o.os*
Yellow n.lo* o.ln* o.ln* o . l n *

- - -
Total ICU: 0 . 9 4 0 . 9 2 U.R7 0.81
Level of Service: E E D D

--- ----___

Terminal
Island Pwy @
Willow St

NB Rt7 3000
NB Lt4 2700
SB 3000
EB6 3000
wB6 3000
WE Lt 2880
Yellow
Total ICU:
r.evel of Servjr-:

300 0.10
146 210 0.13*

in* -
3R5 n.l3*

- 1060 0 . 3 5
- 1270 0.44*

0.10*
0.00

n.10
0. n8*

0.13*
0 . 3 5
0.44*
0.10*
0 . 7 5

C

-1 J -4LI. 2

- 1915 n.64*
146 loin 0 . 4 3

45 0 . 0 2
- 1135 Q.38*

53n n . l B
245 0 . 0 9

n.lo*
1 . 1 2

F

n.64*
0 . 3 7
0 . 0 2
n.3El*
0.18
0.09
n.lo*
1.12

F

. A  . Ir
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Table C5 (cont. )

FUTURE VOLUME/CAPACITY RRLATIONSHIPS (NULL ALTERNATIVE)

A.M. PEAK HOUR P.M.PEAK HOUR

INTERSECTION

TRAFFIC VOLUME V/C RATIO2 TRAFFIC VOLUME V/C RATIO2
DIRECTIONAL
MOVEMENT CAPACITY1 ICTF TOTAL W/ICTF W/O ICTF . ICTF TOTAL W/ITCF W/O ICTF

Alameda St. @
Anaheim St.

NB
NB Rt7
SB6
EB
WI3
WB Lt
Yellow

3000
1500
3000
3000
3000
1500

Total ICU:
Level of Service:

50 160 0 . 0 7 0 . 0 5
480 0 . 3 2 0 . 3 2

50 570 0.21* 0.19*
1130 0.38* 0.38*
1050 0 . 3 5 0 . 3 5
65n 0.49 0.43*

0.10* 0.10*

1.12 1.10 1.08 -1.n8
F F F Y

50 140 0 . 0 7
918 0.61*

50 250 0 . 1 0
1085 0.36
1100 0.37*
260 0.17

0 . 0 5
0.61*
0 . 0 8
0 . 3 6
0.37*
0 . 1 7
0.10*

Anaheim St. @
Santa Fe Ave.

NB6
NB Lt
SB6
SB Lt
EB6
EB Lt
WI36
WB Lt
Yellow

3000 300
1500 390
3000 295
1500 110
3noo 90 1050
15nn 80
3rd 9n 1900
15no 165

0.10 0. in
0.26* 0.26*
0. lo* 0.1w !*
0.07 0 . 0 7
n. 38 0 . 3 5

-0.66* n.63*
n.11 n. 11
n.lo* 0. in*

295
24n
330
225

90 1860
135

90 9915
20

0. in u. in
0.16* 0.16*
0. ii* 0.11*
0.15 0.15
0 . 6 5 n.62*
0. in 0. in
0 . 3 6 0 . 3 3

0. to* 0. in*

-----~---~__--------___ ----.-_-__
Total ICU: 1.12 1.09 i.n2 0 . 9 9
Level of Service: F F F E

l’l’hru or turn lane capacity assumed to be 1500 IlphG and 1600 UphC;  where percentage of trucks is minimal.
2Critical V/C ratios denoted by an asterisk.
3Lef t turn volumes in one lane only.
4Assumed double left turn lanes; capacl ty * 1.8 times single lane capacity.
SLeft turn trafEic  in excess of 100 Uph treated as having a separate left turn signal  phase.
%xcludee  right turn traffic in separate RTO lane(s).
7Assumes double right turn lanes.



Table C6

FUTURE VOLUME/CAPACITY RELATIONSHIPS (WITH PROGRAM IMPROVEMENTS)

INTERSECTION

Alameda St. @
the NBD San
Diego Fwy
Ramp

08
I
W
00

Alameda St @
the 223rd St.
Connector Rd.

223rd St. @ the
Alameda St.
Connector Rd.

A.M. PEAK HOUR P.M.PEAK HOUR

TRAFFIC VOLUME V/C RATIO2 TRAFFIC VOLUME V/C RATIO2

DIRECTIONAL
MOVEMENT CAPACITY1 ICTF TOTAL W/ICTF W/O ICTF ICTF TOTAL W/ITCF W/O ICTF

NB6
SB
SB Lt

6wB3,
Yellow

4500 5 805 0.18 0.18 5 1565 0.35* 0.35*
4500 5 '1690 0.38* 0.38* 5 1390 0.31 0.31
1500 75 - - 85
3000 15 835 0.28* 0.28* * 15 215 0.08* 0.07*

0.10* 0. iw 0.10* 0.10*

Total ICU: 0.76 0 . 7 6  1J.53 0 . 5 2
Level of Service: C C A A

NB6
SB
SE Lt5
wB3, 6
Yellow

4500 15 585 0.13 0.13 15 1915 0.43* 0.43*
4500 20 22513 0.51* n. 5w 20 l33n 0 . 3 0  0 . 3 0
1500 330 0 . 2 2  0 . 2 2  330 n.22* o.22*
1500 i n  540 0.37* 0.36* in 85 n.n6* 0. n6*

0.10* 0. lw 0. iw n. 1w

Total ICU:
Level of Service:

0 . 9 8  0 . 9 6 O.Hl U.Hl
E E D D

----_

SB 3000
EB 4500
F.B Lt l5no
WB 4500
Yellow

TOTAL ICU:
Level of Service:

15 445 0.15* n.15*  15 925 0.31* 0.31*
445 0.10 0.10 1615 0.36* n .  36*
125 ’ n.O8* 0. n8* 165 0.11 0.11

1030 0.23* 0.23* 280 0.06 0.06
0.108 n. In* 0.10* n-10*

- - -
.--_-____

0 . 5 6  0 . 5 6  (1.77 0.77
A A C C



TABLE C6 (cont.)

m
I
2

Alameda St @
Sepulveda Bl.

FUTURE VOLUME/CAPACITY RELATIONSHIPS (WITH PROGRAM IMPROVEMENTS)

.

INTERSECTION

A.M. PEAK HOUR P.M. PEAK HOUR

TRAFFIC MLUME V/C RATIO2 TRAFFIC VOLUME V/C RATIO2

DIRECTIONAL
MOVEMENT CAPACITY1 ICTF TOTAL W/ICTF W/O ICTF ICTF TOTAL W/ITCF W/O ICTF

223rd St. @ the
SBD San Diego
Fwy Ramps

SB 3000 10 305 0.11* O.lo* 10 150 n.o5* 0.05*
EB 3000 5 445 0.15 0.15 5 1620 0.54* 0.54*
EB Lt4 2700 10 245 O.lo* 0.09, 10 775 0.29 0.29
WB 4500 1515 0.34, 0.34* 375 0.08 0.08
Ye 1 low 0.10* 0.w u.10* O.lo*

Total ICU: Q.65 0.63 0.69 0.69
Level of Service: B B B B

NB6
586
SB Lt4
EB6
EB Lt
wB6
WB Lt
Yellow

4500 375 0.08* 0.08* 695 n.15* o-15*
4500 940 0.21 n.21 640 0.14 n.14
2100 30 390 0.15* 0.14* 30 115 n.o5* n.o4*
3000 5 500 0.17 0.17 5 1200 0.40 0.40,
1500 211 0.14* 0.14* 560 0.37* n.37*
3000 5 1145 0.38, 0.3u* 5 611) 0.21* 0.20*
1500 50 95 0.10 - 50 75 n.ofl -

o.ln* o.ln* o.ln* n.in*

Total ICU:
Level of Service:

(1.85 0.84 O.RA n.eh
D n n n

11~--- - - -~

Terminal
Island Fuy @
Willow St.

NB Rt7
NH Lt4
SD
EB6
1586
WB Lt4
Yellow

3200
2700
3200
3000
3000
2880

TOTAL ICU: 0.57 0.51 0.86 O-86
Level of Service: A A n II

19n 0.06
146 90 0.09*

10 0.01*
385 0.13*
875 0.29
685 0.24*

O.lo*

O.c)6
o.n3*
o.nl* \
0.w
0.29
0.24*
n.lw

1225 fl.3fl* n.3w
146 600 0.28* 11.22

45 0.02 0.02
1140 0.38* n.38*
435 0.15 0.15
130 0.05 0.05

n. 10* 0.10*

. - .



Table C6 (b'lt.)

FUTURE VOLUMB/CAPACITY,RELATIONSHIPS  (UITU PROGRAM.IMPROVEMENTS)

INTERSECTION

Anaheim St. @
Alameda St.

mI
o^

Anaheim St. @
Santa Fe Ave.

A.M. l’JtAK  HOUR P.M. PEAK HOUR

TRAFFIC VOLUME V/C RATIO* TRAFFIC VOLUME V/C RATIO*
DIRECHONAL
MOVEMENT CAPACITY1 ICTF TOTAL W/ICTF W/O ICTF ICTF TOTAL W/ITCF W/O ICTF

NB
NB ltt7SB6

EB
WB
WB Lt4
Ye 1 low

4500 50 160 0 . 0 5 0 . 0 4 50, 425 0.11 0.09
3000 475 0 . 1 6 0 . 1 6 910 0.301k 0.30*4500 50 670 0.16* 0.15*

50 305 0 . 0 8 (1.07
4500 1035 0.23* 0.23* 995 0.22* 0.22*
4500 960 0.21 0.21 1005 n.22 n-22
2700 545 0.21* 0.21* 220 0. n8 0 . 0 8

O.lo* D.lo* 0.10* 0.10*'

Total ICU: 11.70 0 . 6 9 0 . 6 2 0 . 6 9
Level of Service: B B II B

NB6
Nn Lt
SB6
SB Lt
EB6
EB Lt
wfl6
wn Lt
Yellow

3000
1500
3000
1500
4500
1500
4500
1500

300
390
295
150

1035
70

1860
165

0.10 0. in
0.26* 0.26*
0.10* 0. in*
0.10 0 . 1 0
0 . 2 5 n.23 .

0.49
0.11
O.lW

n.41*
0. i 1
O.lo*

295
240
330

95
9n 1815

135
90 25

970

0.10 0. IO
0.16* n.16*
0.1 I* 0.11*

n.42*
0.n9

n.4w
0 . 0 9

n.24
0. in*

0 . 2 2
n. lo*

Total ICU:

Level of Service:

- - - - -
0 . 0 9 0 . 0 7 u* 79 0 . 7 7

D D C C

%'hru or turn lane capacity assumed to be 1500 UphG and 1600 UphG where percentage of trucks is minimal.
*Critical V/C ratios denoted by an asterisk.
3Lef t turn volumes in one lane only.
4Assumad  double left turn lanee; capacity - I.8 times single lane capacity.
5Left  turn trafEic  in excess of IQ0 Uph treated as having a separate left turn signal  phase.
f&J - -iq8 1 - - tu .raE-- in !rat( 3 IS b).

_- .- 1
L ?.d .I ."J 2

-L



Table C7

Traffic Assumptions for SCAG poti Access Study

Regional growth fOmXaSt  is SCAG 82-A.

Naval homeporting will inc&e military personnel by 10,000 and dependents by
13,000.

Net port employment growth (independent of known expected changes'such as
Navy) of 1.16 percent simple growth rate;
year canpounded ant'MallY*

equivalent t0 l-01 percent per

. _ - .
Downtown Long Beach Redevelopment will increase employment by 31,500.

~os Angeles Harbor Industrial
emplopnent by 5000.

Center Redevelopment Project will increase

Year 2000 traffic estimates assume full development of plans.

Year 2000 traffic estimates assume no major changes in travel behavior due to
external events (i.e., gasoline shortage, major transit improvwnts, etc.),

All Year 2000 traffic forecasts assume that the Century Freeway has been
completed.

Port-related cannodities moving by truck will double: from 29,780,000 metric
-venue tons in 1981 to 61,775,OOO metric revenue tons by the year 2000,

Daily heavy-duty truck movements of port-related cargo will increase from
12,898 in 1981 to 26,326 by the year 2000.

Intermodal Container Transfer Facility will be operational by year 2COO.

Port-related truck movements were assigned to primary truck routes-

It is assumed that if no improvements to the highway system are made, trucks
will continue to use the routes they are presently using.

.

Estimates of the impacts of various highway improvements on autaPobile  traffic
are based on a ccntputerized  model developed specifically for the Port Access
Study.

.

.
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6.4 INITIAL STUDY AND ENVIRONMENTAL CHECKLIST
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SAN PEDRO BAY PORTS TRUCK 3IOVE.TS

1981-82 2000

Truck related cargo,
in~thousands of metsic
revenue tons

29,780 61,77S

Total annual*truck trips,
in thousands 3,303 6,741

. Average daiiy truck trips
l *

12,898 26,326

.

*Estimates of annual truck trips are consistent with
methodology of the WI-7 Goods Movement Report, 1981.

**
25 6 working days per year.

Source : SCAG, in cooperation with the Eorts of Los Angeles
and Long Beach, February,  1982.

,

Percent
Change

lOZ%

104%

104%.

PREL!VlINARY -DRAFT=.

.
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Study
Zone

1:44
4:
47

48
49
50

51
:3
54

Total: 32,474(b) 31 ,15acc)

Notes : (4

b)

(‘3

SAN PEDRO BAY PORTS' ZONES

EMPLOYMENT FORECASTS

Locati ofAa)

Queensway Bay
Southeast Harbor
Middle Harbor .
Northeast Harbor
North Harbor
Northwest Harbor (N) -

North/Northwest Harbor (S)
Naval Shipyard
Naval Station --

Terminal Island/Seaward
Fish Harbor
Terminal Island/Main Channel
fenninal Island/Main Channel

Cerritos Channel
East Basin
Wilmingi%n District
West Basin
West Turning Basin
West Bank
West ChannelKabrillo  Beach

Employment
1980 2000

567 1700
1998 2167
1163 1446
1232 1520
498 614
246 906

86 183
7620 al75
4260 14093

647 I047
5099 6282
1305 1608
746 919

828
252

4149
1377
165

3;:
1569
346

5996
1779
369

Although these designations are taken from Port Planning District
names, Port Access Study Zones are not strictly congruent with
Port Planning District boundaries. See accompanying map.

Total does not include approximately 3000 sailors of ships in
drydock, 284 employees at the L.A. Harbor Administration Building
in San Pedro, nor approximately 3000 longshoremen available to
both ports.

Total does not include approximately 4500 sailors of ships in
drydock, 350 employees at the L.A. Harbor Administration Building
in San Pedro, nor approximately 3700 longshoremen avail able as
needed to both ports.

Source: SCAG, February, 1982



Interpretation of Ports Study Analysis Results

Existing Conditions

There is currently excess Capacity in the north-south travel corridor between
and including the Long Beach Freeway and the Harbor Freeway.

There is short-term peak period congestion at several points in the study
area, caused primarily by commuter trips.

System Results
By Year 2000 the Terminal Island transportation system (Ocean/Seaside and the
three access bridges) will need to accomodate approximately 36,000 additional
vehicle trips, including 4500 additional heavy-duty truck cargo movements.

By Year 2000 the north-south transportation system between and including the
Long Beach Freeway and Harbor Freeway will need to accomodate approximately

114,000 additional vehicle trips, including 12,300 additional heavy-duty truck
cargo movements.

Analysis of Null Highway Alternative

The null (i.e., do nothing) highway alternative implies the following traffic
conditions in the year 2000:

The Long Beach Freeway would be at capacity near the intersection of the San
Diego Freeway.

The San Diego Freeway will be saturated even with completion of the Century
Freeway.

The Harbor Freeway would operate at under capacity near the intersection of
the San Diego Freeway.

The Terminal Island Freeway would be operating at under capacity.

Alameda St. traffic volumes will be double today's volumes, the result of
diversion from a congested Long Beach Freeway.

Pacific Coast Highway, Anaheim St., and Willow St. would be at capacity
between the Terminal Island Freeway and the Long Beach Freeway.

Anaheim St between Alameda St. and the Terminal Island Freeway will be at
capacity.

Terminal Island would experience extreme congestion during peak periods:
Ocean/Seaside would be saturated.

General Conclusions: Fran the analysis of the Null alternative, highway
improvements will be needed by the Year 2000 to accomodate expected additional
travel across Terminal Island, in the north-south corridor, and in the east-
west corridor between Alameda St. and the Long Beach Freeway.
segments will be required by the year 2000.

No new freeway
Grade separations at intersections

or freeway style interchanges may be required at critical locations.
highway improvements will be sufficent to accomodate traffic increases.

Arterial
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Analysis of Needed Highway Improvements

SEASIDE/OCEAN TRAVEL CORRIDOR:
Our projections show 44,000 ADT On Seaside/Ocean in Year 2000, a 50= increase
over 30,000 ADT in 1980.

Rideshare program and other 734 measures could help reduce peak hour con-
gestion.

Conclusion: A rideshare program and other TSM measures should be imple-
mented to mitigate impact of increased commuting. Arterial road improve-
ments will be necessary in addition to a ridesharing program. ADT level
suggests that 3 through  lanes in each direction should be sufficient to
accomodate demand. ADT levels do not suggest the need for a freeway-style
(limited access, possibly elevated) facility along Seaside/Ocean by the
year 2000.

Travel patterns of military personnel to and from the Naval Center will remain
predominantly in an east-west direction.

ADT level on the Vincent Thomas Bridge will approach, but will not exceed
existing capacity by the year 2000. Projected demand on Gerald Desmond Bridge
will exceed existing 2-lane capacity by year 2000.

Conclusion: Projected demand on Gerald Desmond Bridge suggests need for
peak period operational improvements by the year 2000.

Port-related employment growth will be largest at Naval Center, Terminal
Island/Seaward, and the Fish Harbor (study zones 50,51,52).

Conclusion: Locus of employment growth coupled with recognized deficien-
cies at Vincent Thomas Bridge toll plaza suggests immediate priority of
improving traffic flow at that point.

NORTH-SOUTH TRAVEL CORRIDOR:
Nearly all of the projected traffic (34,000, or 94% of the total) on the
Terminal Island Freeway extension would use the segment of I-405 between the
extension and the Long Beach Freeway.

Conclusion: To the extent that the San Diego Freeway cannot absorb ad-
ditional traffic, volumes on the Terminal Island Freeway extension would
be lower than estimated.
Beach Freeway,

Traffic would divert to Alameda St. and the Long

ative.
resulting in a traffic pattern similar to the Null Altern-

If Alameda Street were improved, approximately 2000 additional vehicles would
need to be absorbed by the San Diego Freeway.

Conclusion: Many vehicles on Alameda St. would continue in--the North-South
direction on Alameda St., thereby reducing traffic on the Long Beach
Freeway north of I-405 as well as south of I-405.

If Alameda St. were an expressway up to the Artesia Freeway it could attract up
to 50,000-60,000 vehicles a day by the year 2000. 

Assuming arterial improvements only, Alameda St. could attract up to 42,000
vehicles a day by the year 2000.
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The Terminal Island Freeway extension could attract to to 37,800 vehicles a
day by the year 2000.

Conclusion: Alameda St. improvements would carry essentially the same
amount of traffic as the Terminal Island Freeway extension.' Volumes of*
42,000 vehicles a day can be handled by appropriate arterial and inter-
section improvements.

Much of the projected traffic on the Terminal Island Freeway extension would
originate in the Wilmington area and would enter the freeway at Anaheim St.,
assuming a good northbound connection. Currently, however, the connection
consists of a narrow one-lane street from Anaheim St. to

 narrow ramp from "I" St. to the freeway. 
"I" St., plus a

Conclusion: The estimate of 37,800 daily trips on the Terminal Island
Freeway extension is probably high. To achieve these volumes, a new
interchange at Anaheim St. and the freeway would be needed. The cost of
the-interchange should be added to the cost of the extension itself to
obtain a total project cost.

Truck traffic is not destined for the San Diego Freeway, but primarily to
the north-south corridor and east to North
County and beyond.

Conclusion: The Terminal Island and Freeway
significant number of truck trips.

Orange County/South-East L.A.

extension would not attract a

EAST-WEST TRAVEL CORRIDOR:
-In the Null alternative Willow St. will experience a 230 percent increase in
heavy-duty truck traffic by the year 2000. The Long Beach Freeway will exper-
fence a 100 percent increase by the year 2000.

To divert heavy-duty truck traffic from the Long Beach Freeway and Willow St.
an alternative east-west route to the Terminal Island Freeway and Alameda St.
must be improved.

Anaheim St. can provide a good east-west connection between the Long Beach
Freeway, the Terminal Island Freeway, and Alameda St.

Conclusion: Improve Anaheim St. between the Long Beach Freeway and
Alameda St. to divert heavy-duty truck traffic.

Our projections show 38,000 ADT on Anaheim St. by year 2000.

Conclusion: Arterial improvements to Anaheim St are indicated. A
freeway segment along Anaheim St. between the Terminal Island Freeway and
the Long Beach Freeway would not be necessary.
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Attachment 1

PHASED PROGRAM OF HIGHWAY IMPROVEMENTS
(As Amended, January 15, 1982)

1. Transportation Systems Management (TSM)

Promote ridesharing and staggered work hours.

2. Seaside Avenue/Ocean Boulevard

Phase I
a. 
b.

Provide three through lanes in each direction with channelization.
Improve signalization and channelization at Vincent Thomas Bridge toll
plaza, and at gates 2, 3, and 5.

c .

d.
Study potential for operational improvements at Gerald Desmond Bridge.
Construct interchange at Harbor Scenic Drive (Long Beach Freeway
Extension).

Phase II
a. Construct grade separation at intersection of Ocean Boulevard and the

Terminal Island Freeway.
b. Construct grade separation at Navy Access Road.
C. Add two lanes to the Gerald Desmond Bridge.

3. Anaheim Street

Phase I
a. Provide three. through lanes in each direction with channelization

between "I" Street and the Long Beach Freeway.
b, Improve "I" Street between Anaheim street and the Terminal Island

Freeway, and its connections with the Terminal Island Freeway.
C. Prohibit through truck traffic on Willow Street between the Terminal

Island Freeway and the Long Beach Freeway.

Phase II
a.
b.

Reconstruct interchange at the Long Beach Freeway and Anaheim Street.
Improve Anaheim Street between
railroad grade separation.

"I" Street and Alameda Street, including

C. Improve Anaheim Street between Oregon Avenue and the Long Beach
Freeway.

4. Henry Ford Avenue/Alameda Street

Phase I
a. Improve Henry Ford Avenue between the Terminal Island Freeway and

Alameda Street, and its connections to those facilities.
b. Improve Alameda Street between Henry Ford Avenue and I-405.

Phase II
a.
b.

Improve Alameda Street north of I-405 to Artesia Freeway.
Improve "B" Street/Alameda Street between Avalon Boulevard and
Henry Ford Avenue.
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Attachment 2

PROPOSED CHANGES TO STATE HIGHWAY SYSTEM

ADD TO STATE HIGHWAY SYSTEM:

1. The extension of the Long Beach Freeway south of Pacific Coast
Highway, Harbor Scenic Drive to Ocean Boulevard, and Ocean
Boulevard between the extension of the Long Beach Freeway and the
Terminal Island Freeway.*

2. Henry Ford Avenue from the Terminal Island Freeway to Alameda
Street; Alameda Street from Henry Ford Avenue to Artesia Freeway.*

3. Seaside Avenue from Vincent Thomas Bridge Toll Plaza to
intersection Of Ocean Boulevard and the Terminal Island Freeway.
(This segment is already in the State Highway System as part of
SR47, but it is maintained locally. CTC action is required before
State can assume responsibility for maintenance.)

Delete from State Highway System:

Segment of Terminal Island Freeway north of Pacific Coast Highway
to Willow Street and the portion of the adopted alignment of SR 47
from Willow Street to I-405.*

*Act of State Legislature is required to add or delete segments of the
State Highway System. Once the Legislature has acted, then CTC
action is required before the State can assume responsibility for
maintenance.
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i=ITY  6-F LOS ANGELES
OFFICE OF THE CITY  CLERK

ROOM 395, CITY  HALl.
LOS ANGELES, CALIFORNIA 90012

CAUFORNIA ENVIRONMENTAL QUALITY ACT

(Article IV - City CEQA Guidelines)
DATE

&A~$f~~pb&rD&~%~l!~

COUNCL DISTRICT

75th g-15-81 . *

PROJECT TITLE/NO.
CASE NO.

Proposed Inter-modal Container Transfer Facility

PREVIOUS  ACTlONS  CASE NO. 0 DOES have significant changes from previous actions.
0 DOES NOT have significant changes from previous actions.

PROJECT DESCRIPTION:

See Attachment No. 1

PROJaCf  UXA~~ON Northern end of the Port of Los Angeles "Classification Yard.!' Proposed site
is bounded by Sepulveda Blvd. on the south; 223rd Street on the north; City of Long Beach
on the east and City of Cqrson on the west.

PLANNING DISTRICT STATUS:
0 PEUMINARY

‘- 0 PROPOSED
0 ADOPTED date

EXISTING ZONING MAX. DENSITY ZONING PROJECT DENSlTY

M-3
PLWN& IAND USE MAX. DENSiTY  PLAN

0 DOES CONFORM TO PtAN

PLAN DENSI’IY  RANGE PROJECT DENSlTY 0 DOES NOT CONFORM TO PLAN

1

w DETERMINATION (to be completed by Lead City Agency)

On the basis of the attached initial study checklist and evaluation:

NEGATIVE
DECt&3ATlON

a I find the proposed project COULD NOT have a significant effect on the environmel
and, a NEGATlVE  DECLARATlON  will be prepared.

- I

(J I find that although the proposed project could halve a significant effect on the envirc
ment, there will not be a significant effect in this case because the mitigation mea%*
described on an attached sheet have been added to the project. A CONOlTlOl
NEGATIVE DECLARATION WILL BE PREPARED. (Seeattachedcondition(s))

ENVIRONMENTAL a I find the proposed project MAY have a significant effect on the environment, and
1MPAC-I
REPORT

ENVIRONMENTAL IMPACT REPORT .is required.

.,.._ ,’
/ .

-.~&~eCGr of Port Planning

- W' Harbor Environmental SC i e n t i s t
siG?ll~~-Bl5 7 $.! - - i TITLE_. _- _. --

5-5 /
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1. .-- . ..- ..*
?

urn  Gsn  12s - pegs 2

INI~AL smoy CW~U~T  (To be completed  by Lead City Agency;
-. *

w BACKGROUND$ PHONEI PROPONENf  NAME

3 P. 0. Box 151 r
San p&o, CA' 90733-0151

AGENCY  REOUIRING  CHECKUSf

PROPOSAL NAME (If appliClbl*)
Proposed ~ntemmlal Container Transfer Facility

m E N V I R O N M E N T A L  IMPACTS
(tiptanrtionr  of rll “yes” and “maybe” antwan
are required  to be attached on separate sheets.)

R

1, EARTH.  will the propOSa1  result in:
a. Unstable earth conditions of in changes in geologic substructures?
b. Disruptions,  diSp/acemefltS,  compaction or overcovering of the soil?
c. Change in ;opography  or ground surface relief features?. . . . . . . . . .
d. me destruction, covering or modification of any Unique geologic or
physical  features?  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
e. Any increase in wind or water erosion of soils, either on or off the
s i t e ? . . . . . . . ; . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
f. Changes in deposition or erosion of beach sands, or changes in
siltation,  depoSition  or erosion which may modify the channel of a
river or stream or the bed of the ocean or any bay, inlet or lake?. . . . .
g. Exposure of people or property to geTlogic  ha+s such as earth-
quakes, landslides, mudslides, ground failure, or slmllar hazards?. . . .

2. AIR. Will the proposal result in:
a. ‘Air emissions or deterioration of ambient air quality’. . . . . . . . . . . . . .
b. The creation of objeciionable odors’. . . . . . . . . . . . . . . . . . . . . . . . . . .
c. Alteration of air movement, moisture or temperature, of any change
in climate, either locaffy or regionally? . . . . . . . . . . . . . . . . . . . . . . . . . . . .
d. Expose the. project residents to severe air pollution conditibns?

3. WATER. Will the proposal result in:
a. changes in currents, or the course or direction of water movements,
in either marine or fresh waters’. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
b. Changes in absorption rates, drainage patterns, or the rate and
amounts of surface water n.mofV.  .  .  . . r . . . . . . . . . . . . . . . . . . . . . . . . . . .  .
c. Alterations to the course or flow of flood waters?. . . . . . . . . . . . . . . .
d Change in the amount of surface water in any water body?. . . . . . . .
e. Oischarge into surface waters,  or in any alteration of surface water
quality, including but not limited to temperature. dissolved oxygen or
turbidity? . . . . . . . . . ...? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..--
f. Alteration of the direction or rate of flow of ground waters?. . . . . . . .
g. Change in the quantity of ground waters, either through dire& ad-
ditions or withdrawals, or through interception of an aquifer by cuts
or excavations7 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
h. Reduction in the amount of water otherwise available for public
water supplies? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..-
i. EXPOSUre  of people or property to water related hazards such as
tiooding or tidal waves? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
j. Significant changes in the temperature, flow, or chemical content
of surface thermal springs.

4. Pr,ANT LIFE. Will the proposal result in:
a. Change in the diversity of species, or number of any species of
Fkntt (including trees, shrubs, grass, crops and aquatic plants)?. . . . .

YES MAYBE NO i

X

x

x

x

X

x

X

A
x c

X

X

X

X

- _
X

x

.-

t;. Reduction of the numbers of any unique, rare or endangered .- ---. --
srecies of piants? 6 - 5 8. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . x
cl introduction of new species of piants into an area, or is a barrier to I r

-.
-. -- ” - xik normal  replenishment of existing species?. . . . . . . . . . . . . . . . . . . . . -  - -

*.:2:23:ix  in acreage of any agricultural crop? X. . . . . . . . . . . . . .- -, - .3

X

X

-.
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5. ANIMAL LIFE. Will the proposal result in: _

t Change in the diversity Of Species. or numbers of any Species of.
animals (birds, land animals mclodmg  reptiles, fish and shellfish,
benthic  organisms or if’lSeCtS)?.  . . . . . . . . . .  .  . . * . . . . . . . . . . . . . . . . . . .
b. Reduction of the numbers Of any unique, rare or endangered
species of animals?. . . . . . . . . . . . . . . . . . . . . . . . . . ..*~~.~~****~*~...
C. Introduction of new species Of animals into an area, or result in a
barrier to the migration or movement of ammals?.  . . . . . . . . . . . . . . . . .
d. Deterioration to existing fish or wildlife habitat?. . . . . . . . . . . . . . . . .

6. NOISE. Will the proposal result in:
a. Increases in existing noise levels?. . . . . . . . . . . . . . . . . . . . . . . . . . . . .
b. Exposure of people to severe noise levels?. . . . . . . . . . . . . . . . . . . . .

7. LIGHT AND GLARE. Will the proposal produce new
light or glare from street lights or other sources?

8. LAND USE. Will the proposal result in an alteration of .
the present or planned land use of an area?

9. NATURAL RESOURCES.  Will the proposal  result in:
a. Increase in the rate of use of any natural resources?. . . . . , . . . . . . .
b. Depletion of any non-renewable natural resource?. , . . . . . . . . . . . . .

10.

Il.

12

RISK OF UPSET. Will the proposal  involve:
a. A risk of an explosion or the release of hazardous substances (in-
cluding, but not limited to, oil, pesticides, chemicals or radiation) in
the event of an accident or upset conditions?
b. Possible interference with an emergency response plan or an emer-
gency evacuation plan.

POPULATION. Will the proposal  result  in: ’
a. The relocation of any persons because of the effects upon housing,
commercial or industrial facilities?
b. Change in the distribution, density or growth ‘rate of the human
population of an area?

HOUSING. Will the proposaf:
& Affect existing housing, or create-a demand for additional housing?
b. Have a significant impact on the available rental housing in the
community?
c. Result in demolition, relocation or remodeling of residential, com-
mercial, or industrial buildings or other facilities? :

13. RIGHT OF WAY. Will the proposal  result  in:
a. Reduced front/side lot area?
b. Reduced access?
c. Reduced off-street parking7
d. Creation  of abrupt grade differential between public and private
PwW?

YES MAYBE NO
e

x
--, x

x
x I”

x - -
X- -

x-- 4

YA
- -

- - X l

X t
- -

X- - -
I,

- - x

x ’- -

X- -1
X- - -

d
X- - L’

X- -
X I- -
X- _’

X-.

14. Transpo~ation/Circuiation. Will the proposal result in:
-- a. Generation of additional vehicular movement? . . . . . . . . . . . . . . i. . .

b. Effects on existing parking facilities, or demand for new parking?. .
c. Impact  upon existing  transportation  systems?.  . . . . . . . . . . . . . . . . . .
d. Alterations  to present patterns of circulation  or movement of people

- and/or goods? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
_-

Y
A--
X- - -
X
---I

8. Alterations to waterborne, rail or air traffic?. . . . . . . . . . . . . . . . . . . . .
f. Increase in traffic hazards to motor vehides, bicyclists or pedes-
tlians? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

15. PUBLIC SERVICES.  Will the proposal have an effect upon,
or result in a need for new or altered governmental services
in any of the following areas:

-. a. Fire  protection? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
b. Police protection?. a . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..- c. Schools? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ._ -

X- - -
X- - - i

X- - -

6 Parks  or other recreational facilities? . . . . . . . . . . . . . . . . . . . . . . . . . .

X- -
x--P,
X--P
Y

- - A
e. Maintenance  of public f&Sties, including roads? 6 - 5 9 x-...............
f. Other sverr-mental  services?. . . . . . . . . . . . . . . X ,. . . . . . . . . . . -  -  



I 16. ENERGY.  Will the proPo=l  result k
& use  of exceptional  amounts pf fuel or energy? . . . . . . . . . . . . . . . . . .

c i b Increee in demand  upon existing  SOUrCes.of  energy, or tf2qIJire  the
d&elopment  of new  sources of energy?. . . . . . . . . . . , . . . . . . . . . . . . . .

17..  UTILITIES. Will the proposal result in a need for new
-, systems,  or alterations to the foilowlng utilities:

a. Power or natural W? . . . . . . . . . . . . ...*... . . . . . . . . . . . . . . . . . . . .
b. CommunicationS Systems?. - - l - . - - - . . . . . . . . . . . . . . . . . . . . . . . . . . .

c. Water? . . . . . . . . . . - - - - . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

r d Sewer or septic tanks? a . . . . . . . . . : . . . . . . . . . . . . . . . . . . . . . . . . . . .
e. storm water drainage?- - - - . ..i...............................
f. Solid waste and disposal? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .

18. HUMAN HEALTH. Will the proposal result in:
a Creation of any health hazard or potentiai heaith hazard (excluding
mental health)? *..............................................
b. Exposure  of people to potential health hazards? . . . . . . . . . . . . . . . .

19. AESTHETICS.  Will the proposed project result in:
a. me obstruction  of any scenic vista or view open to the public?
b. ihe creation of an aesthetically offensive site open to public view?
c. The destruction of a stand of trees, a rock outcopping or other
locally  recognized desirable aesthic natural feature?
d. Any negative aesthetic effect?

20. RECREATION. Will the proposal result in an impact upon the
quality or quantity of existing recreational opportunities?

21. CULTURAL  RESOURCES:

. .

- .

a Will the proposal result in the alteration of or the destruction of a
prehistoric or historic archaeological site?
b. Will the proposal result in adverse physical or aesthetic effects
to a prehistoric or .historic building, structure, or object?
c. Does the proposal have the potential to cause a physical change
which would affect unique ethnic cultural values?
d. Will the proposal restrict existing religious or sacred uses within
the potential impact area?

I-

2 2 .  M A N D A T O R Y  F I N D I N G S  O F  SiGNtFlCANCE.
a. Does the project have the potential to degrade the quality  of the en-
vironment, substantially reduce the habitat of a fish or wildlife species,
cause a fish or wildlife population to drop below self sustaining levels,
threaten to eiiminate a plant or animal community, reduce the number
or restrict the range of a rare or endangered plant or animal or elimi-
nate imPOrtmt  examples of the major periods of California history or
prehistory? . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..*............
b. DOeS  the project have the potential to achieve short-term, to the dis-
advantage of long-term, environmental goals.
C. Does the project have impacts which are individually limited, but
cumulatively considerable?’ . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
d. Does the project have environmental effects which cause sub-
stantial adverse effects on human beings, either directly or indirectly’?

l “Cumulr~ivs(y  considerable” m8ans  that the inuemantal  effects of an Individual pmie
Or8 conridrrable when vimod in connee!ion  with the $fccts of -past  projetu,  ma effm

.
YES MAYBE NO
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of 6th~ current projects. and the effects of probable future projects.

W DISCUSSION  OF ENVIRONMENTAL EVALUATION (Attach additional
sheets if necessary)

See Attachment No. 2
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Attachment No. 1

INTERMODAL CONTAINER TRANSFER FACILITY

Scope of Project

The Ports of Los Angeles and Long Beach propose to construct an
Intermodal Container Transfer Facility (ICTF). The ICTF will provide
a closer, more centralized location for the transfer of marine-
oriented containers from the ocean shipping mode to the rail mode of
transportation* Presently, these containers are trucked 22 to 26
miles from the Port areas to one of the three existing downtown rail
yards. With the ICTF, marine containers will be trucked only 4 to 6
miles. Once inside the facility, the container will be loaded on to
a railcar for direct shipment. The ICTF will be operated by the
Southern Pacific Transportation Company.

Site Location and Features

The ICTF is to be built on a 135-acre site owned by the Port of
Los Angeles ( See F i g u r e  1 ) . The s i t e is bounded on the south by
Sepulveda Boulevard and the north by 223rd Street near the San Diego
Freeway (I-405) - Alameda Street intersection. The east and west
boundaries are the City of Los Angeles city limits. Property to the
east of the site is within the City of Long Beach and on the west it
is in the the City of Carson. The ICTF site is zoned
industrial use as is the majority of adjoining properties.

for heavy

The site is approximately 7000 feet long with a variable width
from 450 feet to 900 feet (See Figure 2). It is flat, vacant land
except for several areas that have been leased on a short term basis
for the storage of steel pipe and other temporary uses.
to the east of

The property
the site is owned by the Southern California Edison

Company, and contains a power substation and
transmission towers.

high voltage
The area adjoining the northeast corner of the

site is a residential development.
of the site is

Most of the property to the west
vacant land owned by the Watson Land Company.

Macmillan Oil Company has a tank farm on the north side of
Boulevard on property leased from the Watson Land Company.

Sepulveda
There are

several smaller parcels of land under separate ownership on the east
side of Alameda Street that
scrap metal yard,

are used for storage of containers, a
and a trucking terminal.

ICTF Characteristics

The project will be constructed in three phases (See Figure 3) to
meet. the increasing demand for shipment of marine containers. The
initial phase would be operational in late 1983 with the second
in 1990 and third phase in 1995 or sooner.

phase
The second and third

phasing Plan are totally dependent on the throughput demands placed
on the facility and when it would be economically feasible to
construct the subsequent phases.
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Initial Phase

The initial phase would construct eight sets Of railroad tracks
with the two outside sets used for return tracks and the six interior
sets used for working tracks. The interior tracks would have
effective working lengths of between 4800 to 5500 feet. These
are sufficiently long to hold a 50 railroad car unit train without
having to break the unit train down on separate tracks within the
facility. Railcars will remain joined together and will not be
switched between tracks in the yard. Widening of the narrow
southwesterly end of the site to increase the working length of
tracks will require the acquisition of approximately 13 acres of
property from Watson Land Company.

A unit train would 'enter the ICTF from the north, proceed
southerly along a working track until the railcars are within the
working limits of that track, then the locomotive power would be
disconnected. Once the locomotive is detached from the rail cars, it
would proceed north along one of the outer return tracks and leave
the facility. After the railcars have been unloaded and reloaded
with outbound containers, the locomotive power would reenter the
ICTF, connect to the north end of the railcars and pull that train
out of the facility.

The trucks with containers-on-chassis from the Ports will enter
the facility from Sepulveda Boulevard on the south. After being
checked through the entrance gate, a truck will drop off the
container-on-chassis in an assigned stall in the center storage
area. The initial phase will be constructed to provide three-wide
center storage areas between pairs of working tracks. This storage
method allows the containers to be stored adjoining the working track
areas and lessens the handling costs within the facility. A yard
"hostler" would tow the container-on-chassis from center storage to
trackside where a bridge crane would pick up the container and place
it on a railcar. The reverse operation would occur when unloading an
in-bound train.

An administration and U.S. Customs building will be built
adjoining the entrance/exit gates on the south side of the facility.
A railroad control tower will also be located in this area. A
maintenance building will be located in the northeasterly area of the
ICTF site. The maintenance facility will be used to maintain the
ICTF operating equipment. Railroad equipment will not be serviced or
refueled within the facility.
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A drainage system, yard lighting and other utilities will be
constructed to serve facility. Water, sewer, electrical power,
telephone gas services are available in the immediate
vicinity of the site. The Port of Los Angeles previously constructed
a 78" storm drain from the west side of the site with an outfall
structure into Dominguez Channel. The line has not been used to
date, but has sufficient capacity to provide adequate drainage for
the ICTF. The entire ICTF site will be paved with either asphalt or
portland cement concrete pavement depending on the type of activity
to occur in a particular area. A security fence with other
measures will be required.

security

Pail access to the site will be provided from the Southern
Pacific's tracks on the west side of Alameda Street north of I 405.
TO eliminate traffic interference from unit trains entering the ICTF
across Alameda Street, a full rail grade separation of Alameda Street
will be constructed. Alameda Street will be depressed for
approximately 1200 feet with the trackage remaining at the existing
elevation. This grade separation requires that the northbound I 405
on and off ramps to Alameda Street be realigned and reconstructed.
Once the access trackage has crossed Alameda Street, it will proceed
under the freeway through an open cell provided for this purpose.
The existing access roadway between Alameda Street and the elevated
roadway of 223rd Street will require removal. A replacement roadway
structure will be built on the south side of 223rd Street to provide
a connection between 223rd Street and Alameda Street. This will be
built on Port of Los Angeles property. After this replacement
roadway is constructed, a railroad tunnel through the fill section
that supports 223rd Street will be built. This railroad access plan
will provide unrestricted rail access to the ICTF from the Southern
Pacific main line track.

Second Phase

The second phase for the ICTF would include installing two
additional sets of working tracks within the easterly center storage
area. This would eliminate center storage within that area of the
facility. Approximately 32 acres of land would be leased from the
Southern California Edison Company on the east side of facility for
remote storage use. Storage of movable cargo, such
containers-on-chassis is a
transmission lines.

permited use
Additional

of land under power
entrance/exit gate lanes would be

required to support the increased throughput capacity of the ICTF.
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Third Phase

The third phase would construct four additional working sets of
tracks within the two remaining center storage areas of the
facility. This would convert the facility from a center Storage
operation to a remote storage type of facility. The entrance/exit
gates would require additional lanes. The land required for the
remote storage areas is available on the east from the Edison Company
by lease or on the West from Watson Land Company. Furthermore, the
Port of Los Angeles owns land southerly of Sepulveda Boulevard that
could be used for remote Storage of containers.

-In summary, the ultimate development of the ICTF would include
construction of twelve working tracks with two outside return tracks

a phased development.
the initial phase.

All support facilities will be installed in
The second and third phases will only be

constructed if additional throughput capacity is required.
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Attachment No. 2

Discussion of Environmental Evaluation 

lb. The entire ICTF site will be paved with either asphalt concrete or
concrete pavement= The soil cover may also require compaction and consolida-

These activities are not considered to be environmentally significant.tion.

lg. Although the proposed site is located near the Cherry Hill segment of the
Newport-Inglewood fault, the project will not expose people and property to any I
particular geologichazard. There is no indication that any faults or fault-
related features underlie the site. The site is not shown to lie within a
Fault Rupture Study Area as described in the L.A. City Planning Seismic Safe
Plan. The structures associated with the project will be built to City Build
ing Code and should not require any special seismic consideration. The site
will be compacted and consolidated, if necessary prior to any construction.

2a. Project will result in air emissions from both construction and meration
of the facility.
nificant in nature.

Construction-related emissions will be temporary and insig-
Operation of the facility will result in a very localized

increase inair emissions from rail and vehicular traffic and container transfer
equipment. However, the project will result in an improvement to the ambient
air quality of the Source-Receptor Area. It is not anticipated that an air

 quality permit will be required for this project. Air emission calculations
will be quantified and discussed in the EIR.

3b. Since the Site will be covered with A.C. and/or concrete paving and a
drainage system installed, the existing absorption rate and drainage patterns
will be altered.

3e. Storm water from the site is proposed to be drained into a previously
constructed storm drain with an outfall into Dominguez Flood Control Channel. A
significant effect on water quality in the Channel is not anticipated.

species.
The project will not result in the change in diversity or number of plant t

Afield survey showed that the site is characterizedby extensive bare
areas of asphalt, rock, or sandy dredged material covering. There are scattered
patches of vegetation that can be described as "weedy" species which are charac-
teristic of highly disturbed environments. portions of the site have been used
in the past for dredged material disposal and as a drag strip. The lack of
species diversity is also substantiated by a flora survey conducted at the
project area for a proposed tank farm project (Macmillan Oil Company) in 1974.

Covering of the site with paving will result in tie permanent loss of the
individual plants. However, none are unique, and there will not be a signif-
icant impact on overall plant species diversity or number of these organisms.
Landscape plants may be installed which would increase species diversity and
provide habitats for animal life.

I
4d. There will be some reduction in agricultural crop acreage.
some crops are being cultivated under the Southern California

Presently,

and have to be removed with project implementation.
Edison powerline

cultural crop acreage is considered to be insignificant.
The reduction in agri-
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Very few animals have been observed at the site. There is evidence
of the presence of rabbits,  ground squirrels, gophers and mice. Birds, such as
mourning doves and mockingbirds, do frequent the area. There are no reports of
any uniquerare or endangered species of animals at the site. Some Of the
animal life presently at the site would be able to move to adjacent areas.
Loss of habitat will result in the permanent loss of sane animals. However, the
proposed project will not significantly alter species diversity or numbers of
these organisms in the area.

6a,b. Ambient noise levels will increase over existing levels during both
construction and operation. Primary sources of noise generation will be from
rail and truck activity and from onsite container transfer equipment. There is
a potential for noise impact to the ICTF workers and to residential areas
adjacent to the site. A noise survey will be conducted to characterize existing
ambient noise levels, determine project-generated noise levels, identify noise-
sensitive areas and recommend appropriate mitigations. The results will be
discussed in the EIR.

7. The ICTF will be installed with a yard lighting system to provide safety
and security at the site. This will produce a new source of light and glare.
The ICTF yard will be designed to minimize the impacts of light and glare to
adjacent areas.

8. The proposed ICTF site is zoned M-3 for heavy industrial use, as is the
majority of adjoining properties. The ICTF is a permitted use. While this
project is outside the coastal zone, it was included in and is consistent with
the adopted Port of Los Angeles Fort Vaster Plan.

9a. Natural resources including non-renewable mineral resources will be
committed in the construction and operation of the project. The increase in the
rate of use of natural resources will not, be significant. It is anticipated
that the project will reduce the overall consumption of fossil fuels in trans-
porting marine-oriented containers.

10. A risk of unset may exist since the transport of hazardous substances in
containers is permitted by law. It is, however, generally accepted that greater
safety is afforded by transporting hazardous substances in containers than by
other transportation means such as by breakbulk handling. It will be necessary
to develop segregation and separation of hazardous materials in containers at
the facility and work in cooperation with the Fire Department to develop those
plans.

12c. It is anticipated that any existing buildings on the proposed site will
have to be demolished/removed prior to construction of the ICTF.

14a,b,c,d. The objective of this facility is to meet an existing transportation
need due to the steady and significant growth in the movement of mini-land/
bridge cargo through the Ports of Los Angeles and Long Beach. The protect will
accommodate the potential for increased container volume. There will he a
localized impact of increased vehicular traffic (to/from the ports and the ICTF)
with a significant decrease in the overall vehicle miles-travelled (by trucks
to/from Forts and downtown rail classification yard). A traffic survey and
analysis of the impact of the ICTF on vehicular movement will be conducted. The
EIR will discuss the existing and projected traffic volumes and the correspond-
ing levels of service, inventory rail at-grade crossings, and recommend mitiga-
tion measures and route alternatives.
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14e. The amount of rail traffic to the Port area will increase. It will be
necessary to study alterations to the rail traffic and pattern of movement.

14f. The additional rail and vehicular traffic to/from the ICTF and adjoining
areas may increase the traffic hazard potential. The traffic study to be
conducted for this project proposes to analyze affected at-grade crossings of
rail lines servicing the ICTF.

15a. The ICTF will have to meet the provisions of the L.A. City Fire Code.
plans will be developed in consultation with the Fire Department. The project
my result in a need for expanded fire protection services.

15e. Truck travel to/from the ICTF may result in a need for greater maintenance
of the public roads along the routes servicing the site. I

15f. The ICTF Will require participation from the U.S. Customs Service.
Accommodations in the administration building will be allocated for the Customs
Inspector. A customs inspection area and dock will be constructed. T h e n e e d  
for Customs Services will be minor and primarily for inspection of westbound
containers (arriving to ICTF from the Atlantic/Gulf Coasts).

16b. The project will impose greater energy utilization such as electrical
consumption. The increased demand will not be significant.

17a-f. The ICTF will require hookups from the site to existing utility service
lines. Utility requirements of the project appear to be well within the supply
capabilities of the utility companies, and there is no need for significant
changes distribution facilities. Project utility demands will be discussed
in the EIR.               

18a,b. A potential health hazard may exist, since there is a potential for a
risk of upset from hazardous substances in containers. The new facility will
have to meet provisions for container separation and segregation and installa-
tion of adequate fire protection systems. Exposure of employees at the facil-
ity and adjoining residents to noise generated from rails, transfer equipment,
etc. my create a potential health hazard. Precautions to meet O.S.B.A. and
EPA/other governmental noise standards must be taken. Significant noise impacts
will require mitigation.

l9b,d. Construction of tie ICTF may have to some a negative aesthetic effect.
Much of the area is how vacant and an pen expanse of bare land with some
sandblasting and pipe storage activity. However, the ICTF site is zoned for
heavy industrial use and adjoining properties contain a petroleum tank farm,
container storage area, electrical transmission lines and other industrial
uses.

21. A cultural resource survey and evaluation of the proposed ICTF site was
conducted by Dr. E.B. Weil of California State University Dominguez Hills,
Department of Anthropology in July 1981. Records check showed that there are no
previously recorded archaeological sites within the project boundaries. In
addition to a records check, a field inspection survey was conducted.
indication of cultural resourceswere discovered. The cultural resource evalua-
tion is on file with the Port of Los Angeles, Environmental Management Division.
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22c. The project will reduce the overall vehicle miles-travelled by trucks
with a concomitant decrease in fuel consumption and air emissions. There may
be, however, a potential for cumulatively considerable impacts particularly from
rail-related impacts on the surface street system. Both Ports of Los Angeles
and Long Beach propose to construct dry bulk handling terminals. The proposed
coal terminals anticipate  principally Union Pacific Railroad trackage
whereas the ICTF will use Southern Pacific Railroad trackage. Potential cumu-
lative impacts of these projects must be studied.

22d. Further studies of Project-related noise and traffic impacts will be
conducted to evaluate potential adverse effects on human beings. If substantial
adverse effects are identified, appropriate mitigation measures must be devel-
oped.

LE:rw
9-14-81
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