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Industrial Boom 

Storey County’s next big chapter in development 
RENO GAZETTE-JOURNAL 
5/8/2005 12:41 am  

PATRICK - Just beyond the Tracy power plant east of Reno, Lance Gilman 
sounds like a submachine gun as he points out the sights on this high 
plateau in Storey County’s back country. 

To the left, the sagebrush-covered land is for an industrial plant. That, over 
to the right, is sold. 

For several miles on the under-construction highway, Gilman ticks off one 
land sale after another 20, 40, 60 and even 100 acres of industrial sites at 
the Tahoe-Reno Industrial Center. 

The business park sold or has in escrow more than 1,000 acres of 
industrial land since Wal-Mart announced in December plans to build a 
major distribution center here, said Gilman, who owns the park with Don 
Roger Norman. Selling that much industrial land took 11 years at Reno’s 
South Meadows Business Park when the two partners developed it in the 
1990s, he said.  

Economic development officials say the park will have an impact on 
business in the Reno-Sparks area. While most of the park’s customers are 
expected to be new businesses to the area, some local businesses can be 
expected to relocate to the park if they need to build larger facilities. And 
that will leave empty buildings in town to be filled with new businesses or 
razed for other uses. 

But overall, the monster-sized industrial park is expected to boost the 
economy as a whole, providing thousands of new jobs. 

About 600 trucks a day will leave Wal-Mart’s 1 million square-feet 
distribution center, loaded with goods destined for northern California and 
Nevada. 

“When you walk up and down the aisles of Wal-Mart, you’ll see who’s 
coming,” Gilman said. “You’ll see who’s going to be opening manufacturing 
centers, moving merchandise out one back door and into another.” 

He expects thousands of new jobs will be created, paying rates of $15-$20 
an hour. 

First, the road 

In landing the 160-acre site for Wal-Mart, construction began on a four-lane 
highway called USA Parkway that eventually will open up most of the 
104,000-acre private industrial-park, which the developers claim is the 
world’s largest. The back door of the park will be at Silver Springs, 18.5 
miles away. 

The road’s first five miles of the road should be finished by the end of the 
summer. Construction of Wal-Mart is scheduled to begin Aug. 1 and about 
six other companies will start work soon after. 

Susan Voyles

Andy Barron/Andy Barron  
Workers prepare land for a new road last month at 
the Tahoe-Reno Industrial Park in Storey County.  
TAHOE-RENO INDUSTRIAL 
CENTER/FEATURES 
* Redundant electrical power. Sierra Pacific 
Power Co. operates the Tracy power plant 
and the Pinion Pines plant. Barrick Gold 
Corp. is building a natural gas powered 
plant. And the Naniwa natural gas plant sits 
ready for use for any emergency on the 
West Coast.  
Natural gas is available in two lines, 
including a pressurized line. A company in 
the park refines mixed vehicle fuels from the 
Sparks Tank Farm and sells it at a discount. 
* Water comes from three water wells on 
site. Two water storage tanks sit on top of 
hills and one more is being built, for a total 
of four million gallons. More are planned. 
A $1 million study by the U.S. Geological 
Survey will determine the extent of a 
sustainable groundwater supply of the 
Patrick-Tracy hydro basin, including the 
industrial park. Results of the six-year study 
are to be released within a few months. 
Depending on the results, the state will rule 
on the park’s applications for 18,000 acre-
feet of groundwater. About 3,000 acre-feet 
are now permitted. Water and sewer 
treatment facilities are paid by for by park 
users through the TRI General Improvement 
District. The sewer plant will be expanded 
this fall to treat one million gallons per day. 
* A railroad line through the park will be 
extended another 3.6 miles by this fall. 
About 2.8 miles of track already has been 
built as well as a bridge over the tracks.  
* A mountain top is being leveled for gravel 
and rock to build the park - and will be sold 
as a prime office spot when cleared. A 
cement plant is expected to be built within a 
year.  
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By the end of the year, the first 5,000 acres could be sold on the high plateau. So far, 2,000 acres have been sold, Gilman 
said. The first plants were built around Sierra Pacific Power Co.’s Tracy power plant. That 5,000 acres would eventually be 
home to 100 million square feet of industrial buildings. That compares with 58.5 million square feet of industrial buildings in 
Reno and Sparks. 

For this first phase, Gilman said Norman will have invested about $70 million in building roads and utilities. He bought 102,000 
acres for $20 million in 1998. Gilman said Norman was the only one of five bidders who brought cash when Gulf Oil Co. 
offered it for sale. Gulf Oil had planned a big-game preserve.  

The park will have two more phases and is mapped for 31,000 acres of industrial space.  

“It’s 160 square miles. From Interstate 80, nobody would ever dream there was all this developable property up here,” Gilman 
said. Only the highway being built to the high plateau and a future Wal-Mart is visible to motorists passing on Interstate 80. 

James Hardie Industries opened six months ago a plant to make concrete-based siding. 

“We love the location,” plant manager Harv Shelton said. “We love the employees we are getting from Reno, Sparks and 
Fernley.”  

The lowest-paid jobs start at $12.55 an hour. Shelton’s only complaint is a railroad spur for bringing in supplies and shipping 
product was delayed, partly due to the harsh winter and flooding. The spur should be done by July, he said.  

One location advantage is that Nevada Cement Co., its main supplier, is just a few miles away in Fernley. 

Business from Washoe 

While most of the companies are new to the region, Gilman also expects to draw businesses from Washoe County. The 
industrial center, nicknamed the TRI park, offers inexpensive land, lower property-taxes and nobody nearby to bother, Gilman 
said. As some Reno-area businesses migrate, he expects the abandoned land could be turned into retailing or housing. 

Chuck Alvey, Economic Development Authority of Western Nevada executive director, said companies looking to build big 
buildings are forced to the region’s outskirts, such as Stead, northern Spanish Springs, Fernley and the TRI park. Within 
central Reno and Sparks, he said, sites are unavailable. 

Alvey said EDAWN will put together a campaign this fall to fill vacated spaces in Reno and Sparks with offices and high-
technology businesses. The region has a big card to play: It recently was named the No. 1 place to do business by Inc. 
Magazine. Regionwide, he said, the building and development is unprecedented. He compared it with Phoenix’s boom days in 
the early 1990s. 

Dave Simonsen, Alliance Commercial Industrial Group vice president in Reno, said land prices factor into the park’s success. 
TRI is selling land for $1.95-$2.10 per square foot versus $3.34 per square foot in Stead, $3.50 in Spanish Springs and $2.50 
in Fernley. 

He said a drawback could be the drive to the park, about 15-20 miles from downtown Reno. 

Warehouses and distributors want to pay workers about $9 an hour, but “they have to pay a little more out there,” said 
Simonsen, a local industrial real-estate broker for 15 years.  

Alvey doesn’t believe the commute will affect wages because of workplace supply-and-demand. 

Gilman said the industrial park could absorb hundreds of former Reno casino workers, some now working at convenience 
stores or in other low-paying jobs. Washoe County has lost 8,400 gaming jobs since 2001. 

An industrial setting 

The park is heavy-duty industrial compared with the more stylish South Meadows Business Park, which mixes commercial and 
industrial space. At TRI, steel buildings and outdoor storage areas are allowed. Gilman also has sold the top of two knolls for 
offices that are to be built with factories. 

Sales at the park were slow at first, Gilman said. The Sept. 11 attacks virtually stopped business expansion for two years. He 
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said he quit going to trade association conventions.  

Gilman, in charge of sales, is the front man in his partnership with Norman. He detoured into the Harley-Davidson business in 
the 1990s, opening a Carson City shop that later was sold. He became a minister in 1997 to wed couples on their Harleys in 
the store’s chapel. He opened the Wild Horse Resort & Spa, next to the TRI park, in 2003. His office is in a house behind the 
brothel, managed by his girlfriend Susan Austin. 

At the Double Diamond Ranch, including the South Meadows park, Norman bought his first 500 acres in Reno in 1988 and 
then took ownership of all of 2,300 acres in 1994. Norman and Gilman also developed commercial properties in San Diego.  

Gilman said the brothel hasn’t hurt sales. The land along the road to the brothel is sold and soon will be developed, he said. 
Working with the Flying J company, he plans to build a truck shop next to the brothel. 

Vince Griffith, the project’s engineer, said he expects people will live in new housing in Fernley, Dayton and Reno-Sparks.  

Five national home builders are interested in buying more than 7,000 acres on the park’s fringes, Gilman said.  

“Everybody is aware Inc. Magazine has named the area No. 1 for business in the nation,” he said, including the home builders. 

 
 
Copyright © 2005 The Reno Gazette-Journal  
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The posted restriction of trucks to the inside lane through Bishop’s central business district (CBD) 
has frequently been raised as a possible way to reduce their perceived impact to pedestrian 
users of the corridor.  In the CBD, the existing narrow right of way (R/W) does not allow for a full 
shoulder.  The proximity of the outside travel lane edge to the sidewalk can make pedestrian 
activities uncomfortable.  Barriers, disguised as planters, have been placed along the sidewalk 
edge to provide separation between traffic and pedestrians.  Additionally, the nearness of traffic 
combined with the “canyon effect” of Bishops tall buildings, makes traffic noise levels seem 
excessively loud to pedestrians.  The restriction of trucks to the inside lane seems an obvious 
solution to these problems.  However, Bishops narrow R/W and the US 395/US 6 junction 
proximity to the CBD make this obvious solution just one more option with negative aspects.  This 
paper has been prepared to provide some understanding of the consequences of posting truck 
lane restrictions within Bishop’s CBD. 
 
The existing Main Street/US 395 R/W is very restricted in the Bishop CBD between Line Street 
and East Elm Street.  At one point the R/W is as little as 67 feet.  In order to provide a center turn 
lane and not reduce the existing width of the sidewalk, a design exception was obtained to stripe 
some lanes less than the 12 ft minimum required by Caltrans design standards.  Currently, at the 
narrowest point of the R/W, the road is striped with a 10 ft center turn lane, 10 ft NB and SB 
inside lanes, and 12 ft NB and SB outside lanes.  Leaving only 6.5 feet for each of the sidewalks 
and gutters along existing Main Street at that location.   
 
To conform to current minimum Caltrans design criteria for a 5-lane section with sidewalks 96 ft 
would be needed.  This minimum cannot be met without the partial demolition of one side of 
Bishops downtown corridor.  Existing Main Street’s roadway is constrained by buildings located at 
the right of way line on both sides.  Many of these buildings are from the early 20th century and 
were constructed when average daily traffic (ADT) volumes were low and congestion was 
nonexistent.  Building at the edge of the R/W wasn’t a problem when Main Street ADTs were low 
enough to only need one lane of traffic in each direction.  With just a 2-lane road it was possible 
to have parking along each side of the street and room for sidewalks within that 67 feet.  Bishop 
has changed over the decades.  With current ADTs nearing 18,000, not only is parking on Main 
Street impossible, traffic congestion (even with 4 lanes and a center turn lane) is a problem we 
deal with everyday.  The restricted R/W Caltrans currently has in the CBD just cannot do 
everything being required of it; much less what is desired of it.   
 
As previously stated, it has been suggested, in order to avoid the perception of too narrow 
sidewalks and to possibly reduce noise levels, that Caltrans restrict truck traffic to the inside 
lanes.  Reversing the existing striping to make the inside lane a full 12 ft and the outside lane 10 
ft.  This idea, along with re-striping all lanes to 11 ft, has been discussed repeatedly at Caltrans.  
The issue just is not as simple as it may seem.  The overall safety of all users of the CBD needs 
to be considered before an informed decision can be made to change the existing striping and 
signing. 
 
The California Vehicle Code requires trucks to use the outside lane except to pass.  For trucks to 
legally travel in the inside lane there must be a sign allowing, or restricting, them to that lane.  
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Delivery trucks would not be bound by these rules if their deliveries were to a side street within 
the lane restriction area.  Currently, Bishop is posted to allow trucks to travel in either lane 
through the downtown core.  A spot study done on February 24, 2006 showed that 26% of truck 
drivers choose to use the inside lane.  See tables below.  This percentage of use is fairly high 
considering the inconvenience and difficulty to truck drivers involved in lane changing and that it’s 
a permissive situation.  Posting truck lane restriction to the inside lane would certainly obtain 
higher usage of the inside lane, but to gain full compliance there would need to be strong 
enforcement.  Without extensive enforcement, many trucks will probably continue to do what is 
easiest, which is to stay in the outside lane.  Without full compliance faster cars may “slalom” 
through truck traffic decreasing the safety of the cars by increasing the lane changes made by 
them.  
 
 
Consideration should also be given to the reduction in safety to trucks that may occur with the 
forced lane changing lane restriction would require.  Inside lane restrictions would result in trucks 
being required to make two lane changes that many normally wouldn’t need to make.  The 
reduced safety of lane changing is also compounded with the problem of NB US 6 trucks that 
would only have a fairly short length to move back to the outside lane to make the US 6 turn at 
the Wye.  With about half of the trucks traveling through Bishop destined for US 6, many trucks 
would be trying to change back to the outside lane past the Bishop CBD in order to make the turn 
at US 6.  Anyone who has tried to change lanes to make the right turn onto US 6 on a Friday 
evening during ski season, or fishing season, or mule season, knows the trouble even a car can 
have in making this movement.  To try and do it in a semi using only right side mirrors to check 
for breaks in the faster moving cars passing them on the right would be much more difficult. 
 
If, in addition to the lane restriction, the lanes are re-striped with the inside lane 12 ft and the 
outside lane 10 ft, without good truck compliance, the negative result of placing non-compliant 
trucks even closer to the sidewalk occurs.  Even if good compliance is obtained, one result of 
slower moving trucks traveling in the inside lane would be the shift of the faster moving cars to 
the outside lanes.  Not only are these cars faster but in order to make the inside lane larger the 
outside lane edge line will have been shifted even closer to the sidewalk.  Additionally, since most 
drivers use the lane lines to center their vehicles, all other vehicles not restricted to the inside 
lane (including cars, motor homes, and vehicles towing trailers) will center themselves in the 
narrower outside lane and be even closer to the sidewalk. 
 
Another possibility is to stripe all the lanes 11 ft.  This would distribute the limited lane width 
available equitably.  Increasing the inside lane width by 1 foot may make the inside lane more 
attractive to trucks and perhaps more trucks would choose to use the inside lane even if they 
aren’t restricted to it.  Decreasing the outside lane width by 1 foot would also minimize the 
“centering shift” of all the other vehicles traveling in the outside lane.  Distributing the lane widths 
equally does not however fix the problem of faster cars passing trucks on the right or the 
reduction in safety that would be experienced by trucks in changing lanes.  In fact, by making the 
inside lane more attractive to trucks, but not restricting them to that lane, trucks may be 
distributed evenly into both lanes.  This could result in faster moving cars “slaloming” through 
truck traffic decreasing the safety of the cars by increasing the lane changes made by them.  As 
stated previously without strong local enforcement, even if the CBD were posted for truck lane 
restriction to the inside lane, it is unlikely that full compliance will be obtained and car “slaloming” 
would happen in this situation also. 
 
Another consideration is that since the sidewalks are so close, it would be best to keep the most 
experienced drivers closest to the sidewalks and keep less experienced drivers further from the 
sidewalk.  Truck drivers do have stricter licensing requirements and generally have more 
experience driving than the average car driver.  Even though what they are driving is large they 
spend more time in, and are more familiar with, their vehicles than the average driver.  Restricting 
trucks to the inside lane would put the less “tested”, less experienced, and faster drivers closer to 
pedestrians.   

 2



 
In conclusion, there is no easy answer.  The overriding problem of not having enough right of way 
remains.  None of the options available are true solutions.  All options have negative aspects that 
reduce the safety of some users.  The only real solution to reducing the impact of trucks to 
pedestrians in Bishop’s CBD is to provide trucks with a separate route away from pedestrians. 
 
 
 
 
 
 

Lane Distribution of Trucks on US 395 in Downtown Bishop* 
February 24, 2006 

 

Time NB #1 NB #2 NB 
Total 

NB #1% 
Use 

NB #2% 
Use SB #1 SB 

#2 
SB 

Total 
SB #1% 

Use 
SB #2% 

Use 

1320 To 1420 8 13 21 38 62 3 13 16 19 81 

1430 To 1530 4 15 19 21 79 9 20 29 31 69 

1530 To 1630 4 9 13 31 69 3 16 19 16 84 

Total 16 37 53 30 70 15 49 64 23 77 

 
 

Count All #1 Count All #2 Total Count Total #1% Use Total #2% Use 

31 86 117 26 74 

 
 
*Counts taken between Academy and East Pine Street. 
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Economic Impact Factors in Rural  
Community Bypass Scenarios 

 
A compilation of relative points and factors 
extracted from a variety of study summaries 

This list is a compilation of selected relative and key extractions from a variety of reports 
and studies addressing the issues of bypassing communities/cities.  There are a lot of 
methods used to come to some conclusions in these documents, but all admit that these 
models and study methods are completely subjective and that no one scenario can be 
directly applied to another.  Fortunately, there are some general conclusions (general 
being the key word) that may be helpful to observe. 
 
Note: As identified in the 2000 Census, the total population of the incorporated area of 
the City of Bishop is 3,575, whereas the total population of the immediate Bishop service 
area is 10,851 (this is the total population of the study area or the immediate surrounding 
unincorporated area and the incorporated City area of Bishop combined).  Another 
important factor to note concerning the Bishop Area is the unique land use scenario.  Inyo 
County as a hole has only 4% of the total land base in private holdings.  The vast 
majority of the land in the valley floor is owned and managed by the Los Angeles 
Department of Water and Power (LADWP), surrounded then by primarily the Bureau of 
Land Management, the United States Forest Service, and the United States Parks Service 
lands.  In particular, most of the land in the Bishop Area is owned by LADWP.  In the 
case of a potential Bishop bypass, this land use scenario will prove most advantages.  In 
no other case studies found have bypassed communities had this type of an advantage to 
fend of the potential for satellite development. 
 
BYPASS POINTS 
 
Wisconsin Bypass Study Major Conclusions 
 
� In most communities, highway bypasses have little adverse impact on overall 

economic activity.  The economies of smaller communities [less than 2,000 
population] have a greater potential to be adversely impacted by a bypass. 

� Very little retail flight has occurred in bypassed communities, meaning that few 
businesses have relocated or developed new operations in areas adjacent to the bypass 
route. 

� Communities view their bypasses as beneficial overall, while at the same time 
communities and individual businesses understand that the bypasses presented 
changes that must be addressed proactively.  

� Communities and business districts that have a strong identity as a destination for 
visitors or for local shoppers are the ones that are most likely to be strengthened due 
to the reduction in traffic delays through their centers.  However, there is also a broad 
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perception that adequate signing to the bypassed business center is an important need 
(and concern) for ensuring its continued success. 

 
Kansas Bypass Study Primary Findings 
 
� In the long term, typical bypasses in Kansas probably do not have significant negative 

effects on the local economy.  Most counties and many towns may have benefited in 
the long term from the construction of bypasses. 

� In the short term, effects on individual firms are different from effects on the 
aggregate work force.  In Kansas towns, bypasses probably did not have negative 
short-term effects on the town as a whole.  Bypasses probably did have transitory 
negative impacts on selected firms.  The negatively impacted firms are concentrated 
in travel-related businesses, including restaurants, bars, motels, and service stations.  
However, not all travel-related firms in bypassed towns were negatively impacted. 

� Many other factors other than bypasses affect the economy of small towns and 
individual firms, and these various factors together are substantially more important 
than bypasses [these other factors may include regional and national economic trends, 
population movements away from small towns, and shifts in retailing toward large 
chain stores]. 

 
 Iowa Bypass Study Findings 
 
� The results from analyzing the secondary data indicate that the overall levels of retail 

sales in a community are not significantly affected by the presence of a bypass. 
� The benefits of an improved flow of traffic from bypasses around rural communities 

along a transportation corridor does not appear to be offset by losses of retail sales in 
the aggregate…. Businesses serving the local trade area and those dependent on 
repeat customers are actually likely to benefit from an improved downtown shopping 
environment.  A transfer among individual business owners appears to be occurring 
in these communities where certain businesses along the old highway close and others 
open along the new bypass.  Over time, the majority of merchants appear to be 
adjusting to the new situation and report being in favor of the bypass. 

� The overall majority of respondents favored the bypass.  Regardless of [their] 
location, a majority of merchants agreed that the traffic volume and noise had 
decreased since the bypass.  They thought the shopping environment and accessibility 
of suppliers and delivery trucks to their places of business had improved or not 
changed since the opening of the bypass. 

 
Texas Bypass Study Conclusions 
 
� The economic impact of highway bypasses on small cities in a rural setting is not 

uniform across cities and in most cases appears to be rather minor.  The way in which 
a social and business community responds to a highway bypass is complex and 
involves the interaction of several factors. 

� Individual case studies show that local communities might not necessarily perceive 
bypasses as negative.  Rather, the construction of a bypass is seen as one of many 
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factors contributing to the overall economic performance of a city in a rural setting.  
The initial decreases in certain types of sales were often counteracted by reorientation 
of local stores.  Political and business leadership in a given area seems to play an 
important role in the evolution of the city after bypass opening. 

� The ratio of the distance on the relief route to the distance on the old route has a 
positive impact on per capita sales for the service sector, but does not significantly 
impact other indicators.  Basically, the closer the bypass route is to the business 
district or downtown core, the better.  This being a potential positive factor, needs to 
be coupled with good access and signing from the new route to the old route. 

 
Oregon DOT Bypass Study Conclusion 
 
� This study verifies the importance of supporting bypass facilities through land use 

planning and of acquiring and maintaining access control. 
 
National Transportation Research Board Bypass Study Conclusions 
 
� For the most part, bypasses seem to have favorable impacts on rural communities and 

small urban areas, but evidence in these studies is often weak. 
� In most bypass cases adverse effects on otherwise viable bypassed businesses 

appeared to be largely recouped by improved ambiance for patrons and residents in 
the community, although individual businesses may suffer when a new bypass is 
opened. 

 
United States Chamber of Commerce Bypass Study Notes 
 
� A large share of traffic on the average City Street is local in nature and cannot be 

bypassed. 
 
Advantages: 
� Business activity generally increased due to improved traffic conditions.  The loss of 

tourist trade is usually more than offset by increase in local trade, and truck drivers 
don’t normally shop in the business centers anyway. 

� Pedestrian safety and convenience increased through reduced volume of heavy, fast 
through traffic. 

� Parking made more convenient, due to reduced conflicts between parking vehicles 
and through traffic. 

� Fewer traffic accidents and delays on city streets due to separation of local and 
through traffic. 

� Reduced hazards of explosion, fire and gas leaks from trucks (carrying liquefied 
petroleum gas and other explosive of inflammable products) traveling through 
crowded streets in business districts. 

 
Disadvantages: 
� The principle disadvantage of bypasses occurs where the bypass is installed where or 

when it is not needed.  In this case some business activity may suffer.  Disadvantages 
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to all concerned may be realized, therefore, where inadequate planning result in 
improper bypass location and design. 

� Where bypass construction is justified, about the only drawback, more feared than 
realized, is the possible loss of revenue from tourists and other through traffic.   

� There is no doubt that a certain amount of trade may be lost to some few individuals; 
however, businessmen point out that this is generally more than offset by benefits to 
the entire community, assuming, of course, that construction of the bypass is 
warranted. 

 
Caltrans Bypass Study Summary 
 
� A bypass can enhance overall economic activity, or a community’s perception of 

economic health, but there is no strong statistical evidence showing bypasses to have 
this effect, especially in smaller communities. 

� Overall, communities generally consider bypasses to be beneficial, with some dissent 
among traffic-serving business owners along the bypassed routes. 

� Local leaders can influence the effects a bypass might have through access 
management, land use, and development guidelines. 

� The geographic location and existing economic health of a community have a large 
role in determining the effects a bypass might have. 

� Small communities (under 2,000 in population) are most likely to be adversely 
impacted by a bypass. 

 
Compilation of key points condensed from all studies: 
 
¾ The main question concerning whether to bypass or not is: Is it needed?  
¾ A large share of traffic on the average City Street is local in nature and cannot be 

bypassed. 
¾ Bypasses that are warranted are likely to have a positive affect on the community as a 

whole, in communities with a population of over 2,000. 
¾ The closer the bypass route can be located to the old route/downtown core, the better 

the likelihood of economic prosperity. 
¾ Well-planned and designed access from the new route to the old route and downtown 

is very important for accommodating continued downtown commerce. 
¾ The more of a proactive approach a community and it’s leaders take in planning for a 

bypass the more positive the economic effects will be. 
¾ Communities that are destinations usually experience positive economic effects. 
¾ Communities as a whole usually prosper from the effects of a bypass, while some 

traffic oriented businesses may suffer. 
¾ The biggest issue with most all bypasses is the socioeconomic impact factor. 
¾ The issues that effect the success or failure of a bypass vary greatly and are too 

specific to a particular case to directly compare one to another. 
¾ The geographic location and existing economic health of a community have a large 

role in determining the effects a bypass might have. 
¾ Supporting bypass facilities through land use planning and acquiring and maintaining 

access control is very important to the success of a bypass. 
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State of California Business Transportation and Housing Agency
DEPARTMENT OF TRANSPORTATION

M e m o r a n d u m

To: DONNA HOLLAND Date: November 17, 2005
Design

File: 09-31460K

From: STEPHEN WINZENREAD
Traffic Operations

Subject: Traffic Index (TI) Calculations and Design Designation

Attached you will find the Traffic Index (TI) Calculations and Design Designation
for the above referenced project.

Data Year…………………………………2004 AADT = 17300
Construction Year AADT…………………2025 AADT = 21320
5 Year AADT………….…………………2030 AADT = 22410
10 Year AADT…………………………..2035 AADT = 23550
20 Year AADT……………………….. 2045 AADT = 26010
5 Year TI………….…………………… 2030 TI = 9.5
10 Year TI………….………………….. 2035 TI = 10.5
20 Year TI………….………………….. 2045 TI = 11.5
Construction Year DDHV………….….. 2025 DDHV = 1260
5 Year DDHV………….……………….. 2030 DDHV = 1320
10 Year DDHV………….……………… 2035 DDHV = 1390
20 Year DDHV………….……………… 2045 DDHV = 1540
2004 Directional Split = 63.23 %
2004 Trucks = 6.0 %

If you have any questions, please do not hesitate to call me.  I may be reached at
(760) 872-0711 or CALNET 8-627-0711.

Attachment

c:  File



TRAFFIC INDEX and DESIGN DESIGNATION
CALCULATION SHEET

CO-RTE-PM Iny-395-111/122.3
EA 09-31460K
JOB NAME BAACS

Requested by: Donna Holland
Unit: Design
Date: 11/17/05

Census Year 2004
Construction Year 2025
Complete Construction Year 2025
2 Way AADT 17,300
Lane Distribution Factor 1.0 (Table 603.3B, Highway Design Manual)

AM Peak PM Peak
Peak Hour Percent, K 9.33 10.01
Directional Split, D 63.23 58.28
Product of K and D, KD 5.90 5.83
DHV = AADT x K x D 1021 1009

PERCENT TRUCKS (%) 6.0
1 WAY TRUCK VOLUME 656
GROWTH FACTOR, %/Year 1.0

--------------------TRAFFIC INDEX CALCULATIONS--------------------
Traffic Index Calculations are based on completion of construction per HDM 103.2

FIVE YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 5 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 30 197.0 1.2634 249.0 345 1 85,905
3 axle 10 66.0 1.2634 83.0 920 1 76,360
4 axle 1 7.0 1.2634 9.0 1470 1 13,230
5 axle 59 387.0 1.2634 489.0 3445 1 1,684,605
TOTALS 100 657.0 830.0 1,860,100

Five Year TI 9.5

TEN YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 10 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 30 197.0 1.2953 255.0 690 1 175,950
3 axle 10 66.0 1.2953 85.0 1840 1 156,400
4 axle 1 7.0 1.2953 9.0 2940 1 26,460
5 axle 59 387.0 1.2953 501.0 6890 1 3,451,890
TOTALS 100 657.0 850.0 3,810,700

Ten Year TI 10.5

TWENTY YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 20 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 30 197.0 1.3613 268.0 1380 1 369,840
3 axle 10 66.0 1.3613 90.0 3680 1 331,200
4 axle 1 7.0 1.3613 10.0 5880 1 58,800
5 axle 59 387.0 1.3613 527.0 13780 1 7,262,060
TOTALS 100 657.0 895.0 8,021,900

Twenty Yr TI 11.5

SHOULDER TIs
Design Life 2% ESALs  TI

5 Year 37,202 6.0
10 Year 76,214 6.5
20 Year 160,438 7.0

--------------------DESIGN DESIGNATION--------------------
Design Designation is based on year of construction per HDM 103.1

Construction Year AADT………………………………………….. AADT ( 2025 ) = 21320
Five Year AADT…………………………………………………….. AADT ( 2030 ) = 22410
Ten Year AADT……………………………………………………… AADT ( 2035 ) = 23550
Twenty Year AADT………………………………………………… AADT ( 2045 ) = 26010
Construction Year DDHV………………………………………….. DDHV ( 2025 ) = 1260
Five Year DDHV…………………………………………………….. DDHV ( 2030 ) = 1320
Ten Year DDHV…………………………………………………….. DDHV ( 2035 ) = 1390
Twenty Year DDHV………………………………………………… DDHV ( 2045 ) = 1540
D = 63.23 %
T = 6.0 %

November 17, 2005
TRAFFIC OPERATIONS DATE



    November 30, 2005 
 

TRAFFIC DATA 
 
Project: Bishop Area Access and Circulation Study – Highway 395 – 09-31460K 

INY – 395 – KP 178.79/KP R 196.82 (PM 111.10/PM T 122.30) 
 
The traffic information was compiled using the following sources: 
 
Traffic Data/Index: 
 
2004 Traffic Volumes & 2004 Annual Average Daily Truck Traffic 
 

 Data Year 
2004 

10 Year 
2035 

20 Year 
2045 

AADT 17,300 23550 26010 
Peak Hour 1,750 - - 
Peak Month ADT 19,000 - - 
Trucks (% Total AADT) 6% - - 
Traffic Index, TI - 10.5 11.5 
Growth Rate (per year) 1.0% - - 

Notes:  Data Year = 2004 
Ten and Twenty Year dates from Year of Construction 

 
Speed: 
 
There are nine different speed zones within the project limits and speed surveys will be addressed 
heading north. 
 
Description  Post mile  Observed (MPH) 85 % (MPH)  
 
65 MPH Zone  111.11 – 113.90 45 – 79  71 
    
55 MPH Zone  113.90 – 114.08 N/A   N/A 
 
45 MPH Zone  114.08 – 114.83 33 – 62  52 
 
35 MPH Zone  114.83 – 115.20 19 – 40  34 
 
25 MPH Zone  115.20 – 116.20 22 – 40  34 
    
35 MPH Zone  116.20 – 116.51 25 - 52   42 
 
45 MPH Zone  116.51 – 118.55 33 – 64  52 
 
55 MPH Zone  118.55 – 118.81 45 – 72  62 
 
65 MPH Zone  118.81 – 122.30 50 – 73  66 
 
 

TRAFFIC DATA 



(Continued) 
 

Accident Data: 
 
3 year Table B – 04/01/02 to 032/31/05 
 
Summary: One hundred five (105) collisions during the three-year period resulted in the total 

accident rate (0.70) being below the statewide average rate (1.04).  
 

 Thirty-seven (37) injury collisions (62 injured) combined with four (4) fatal collisions 
(4 fatalities) resulted in the actual F&I rate (0.27) being below the statewide average 
rate (0.47).  The actual fatal rate (.026) was below the statewide average rate (.027). 

 
79% (83) occurred when the weather was clear 
19% (20) occurred while cloudy 
2% (2) occurred when snowing 

 
66% (69) occurred during hours of daylight 
24% (25) occurred while dark – no lighting 
10% (11) occurred while dark - lighting 
 
94% (99) occurred when the pavement was dry 
4% (4) occurred when the pavement was snowy/icy 
2% (2) occurred when the pavement was wet 

 
53% (56) were multi-vehicle collisions 
 
56% (59) were traveling S/B 
 
31% (33) were hit object type collisions: 
 (4 each) hitting a: 

Utility pole 
Cow in roadway 
Traffic sign/post 
Fence 
Dike/curb 

(3) Hitting a deer in the roadway 
(2) Over embankment 
(1 each) hitting a: 
 Wall 
 Paddle marker 
 Embankment 
 Wood in roadway 
 Utility box 
 Light or signal pole 
 Sign – not traffic 
 Golf ball 

28% (29) were broadside collisions 
 

TRAFFIC DATA 



(Continued) 
 

Summary (cont.): 
  15% (16) were rear end collisions 

8% (8) were sideswipe collisions 
8% (8) were auto vs. pedestrian collisions 
5% (5) were auto vs. bicycle collisions 
3% (3) were head-on collisions 
3% (3) was an overturn collision 
 
Primary collision factors were: 
 30% (32) Failure to yield R/W 
 25% (26) Improper turn 
 18% (19) Unsafe speed 
 6% (6) Driving under the influence 
 4% (4) Other than driver – vs. cow 
 3% (3) Fell asleep 
 3% (3) Other than driver – vs. deer 
 2% (2) Failure to ride on right side of roadway 
 2% (2) Pedestrian failure to yield right-of-way 

   1% (1 each): 
  Failure to ride closest to right shoulder 
  Failure to stop at red light 

    Driving with known medical condition 
    Pedestrian not walking on shoulder 
    Unsafe starting movement 
    Other than driver – vs. golf ball 
    Unsafe lane change 
    Unsafe passing 
     
Recommendations: 
 
Consideration should be given to the following: 
  
 Widen shoulders 

Pave 
Install rumble strips 

 Improve clear recovery zones  
Remove/relocate fixed objects 

 Improve access to highway 
  Provide safe intersection sight distance 
  Provide adequate truck turning radius 
  Pave approaches 
 Preserve/provide appropriate highway delineation 
 Enhance pedestrian/bike facilities 
  Provide sidewalks 
  Provide bike lane 

  
Compiled by: Steven Wisniewski/Traffic Operations & Safety 
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State of California Business Transportation and Housing Agency
DEPARTMENT OF TRANSPORTATION

M e m o r a n d u m

To: DONNA HOLLAND Date: November 30, 2005
Design

File: 09-31460K

From: STEPHEN WINZENREAD
Traffic Operations

Subject: Traffic Index (TI) Calculations and Design Designation

Attached you will find the Traffic Index (TI) Calculations and Design Designation
for the above referenced project.

Data Year…………………………………2004 AADT = 3750
Construction Year AADT…………………2025 AADT = 4160
5 Year AADT………….…………………2030 AADT = 4270
10 Year AADT…………………………..2035 AADT = 4380
20 Year AADT……………………….. 2045 AADT = 4600
5 Year TI………….…………………… 2030 TI = 9.0
10 Year TI………….………………….. 2035 TI = 10.0
20 Year TI………….………………….. 2045 TI = 11.0
Construction Year DDHV………….….. 2025 DDHV = 420
5 Year DDHV………….……………….. 2030 DDHV = 430
10 Year DDHV………….……………… 2035 DDHV = 440
20 Year DDHV………….……………… 2045 DDHV = 460
2004 Directional Split = 73.91 %
2004 Trucks = 12.0 %

If you have any questions, please do not hesitate to call me.  I may be reached at
(760) 872-0711 or CALNET 8-627-0711.

Attachment

c:  File



TRAFFIC INDEX and DESIGN DESIGNATION
CALCULATION SHEET

CO-RTE-PM Iny-6-0/5.6
EA 09-31460K
JOB NAME BAACS

Requested by: Donna Holland
Unit: Design
Date: 11/30/05

Census Year 2004
Construction Year 2025
Complete Construction Year 2025
2 Way AADT 3,750
Lane Distribution Factor 1.0 (Table 603.3B, Highway Design Manual)

AM Peak PM Peak
Peak Hour Percent, K 13.67 17.83
Directional Split, D 73.91 56.67
Product of K and D, KD 10.10 10.10
DHV = AADT x K x D 379 379

PERCENT TRUCKS (%) 12.0
1 WAY TRUCK VOLUME 333
GROWTH FACTOR, %/Year 0.5

--------------------TRAFFIC INDEX CALCULATIONS--------------------
Traffic Index Calculations are based on completion of construction per HDM 103.2

FIVE YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 5 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 12.9 43.0 1.1244 48.0 345 1 16,560
3 axle 4 13.0 1.1244 15.0 920 1 13,800
4 axle 0 0.0 1.1244 0.0 1470 1 0
5 axle 83.1 276.0 1.1244 310.0 3445 1 1,067,950
TOTALS 100 332.0 373.0 1,098,310

Five Year TI 9.0

TEN YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 10 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 12.9 43.0 1.1385 49.0 690 1 33,810
3 axle 4 13.0 1.1385 15.0 1840 1 27,600
4 axle 0 0.0 1.1385 0.0 2940 1 0
5 axle 83.1 276.0 1.1385 314.0 6890 1 2,163,460
TOTALS 100 332.0 378.0 2,224,870

Ten Year TI 10.0

TWENTY YEAR TRAFFIC INDEX
Vehicle Trucks Present ADT Expansion Expanded ADT 20 Year Lane
Type (%) One Way Factor One Way Constant Factor ESALs

2 axle 12.9 43.0 1.1672 50.0 1380 1 69,000
3 axle 4 13.0 1.1672 15.0 3680 1 55,200
4 axle 0 0.0 1.1672 0.0 5880 1 0
5 axle 83.1 276.0 1.1672 322.0 13780 1 4,437,160
TOTALS 100 332.0 387.0 4,561,360

Twenty Yr TI 11.0

SHOULDER TIs
Design Life 2% ESALs  TI

5 Year 21,966 5.5
10 Year 44,497 6.0
20 Year 91,227 7.0

--------------------DESIGN DESIGNATION--------------------
Design Designation is based on year of construction per HDM 103.1

Construction Year AADT………………………………………….. AADT ( 2025 ) = 4160
Five Year AADT…………………………………………………….. AADT ( 2030 ) = 4270
Ten Year AADT……………………………………………………… AADT ( 2035 ) = 4380
Twenty Year AADT………………………………………………… AADT ( 2045 ) = 4600
Construction Year DDHV………………………………………….. DDHV ( 2025 ) = 420
Five Year DDHV…………………………………………………….. DDHV ( 2030 ) = 430
Ten Year DDHV…………………………………………………….. DDHV ( 2035 ) = 440
Twenty Year DDHV………………………………………………… DDHV ( 2045 ) = 460
D = 73.91 %
T = 12.0 %

November 30, 2005
TRAFFIC OPERATIONS DATE



    November 30, 2005 
 

TRAFFIC DATA 
 
Project: Bishop Area Access and Circulation Study – Highway 6 – 09-31460K 

INY – 6 – KP 0.00/KP 9.01 (PM 0.00/PM 5.60) 
 
The traffic information was compiled using the following sources: 
 
Traffic Data/Index: 
 
2004 Traffic Volumes & 2004 Annual Average Daily Truck Traffic 
 

 Data Year 
2004 

10 Year 
2035 

20 Year 
2045 

AADT 3,750 4380 4600 
Peak Hour 360 - - 
Peak Month ADT 4,000 - - 
Trucks (% Total AADT) 12% - - 
Traffic Index, TI - 10 11.0 
Growth Rate (per year) 0.5% - - 

Notes:  Data Year = 2004 
Ten and Twenty Year dates from Year of Construction 

 
Speed: 
 
There are four different speed zones within this location and speed surveys will be addressed heading 
north. 
 
Description  Post mile  Observed (MPH) 85 % (MPH)  
 
35 MPH Zone  00.00 – 00.30  31 – 43  42 
    
45 MPH Zone  00.30 – 00.50  44 – 56  55 
 
55 MPH Zone  00.50 – 02.10  54 – 70  66 – N/B 
         68 - S/B 
 
65 MPH Zone  02.10 – 05.60  55 – 74  66 – N/B 
         67 - S/B 
 
Accident Data: 
 
3 year Table B – 04/01/02 to 03/31/05 
 
Summary: Ten (10) collisions during the three-year period resulted in the total accident rate (0.62) 

being below the statewide average rate (1.02).  



TRAFFIC DATA 
(Continued) 

Accident Data (cont.): 
 
Summary (cont.): 
 
 One (1) injury collision (1 injured) combined with no fatal collisions resulted in the 

actual F&I rate (0.06) being below the statewide average rate (0.50) and the actual fatal 
rate (.000) being below the statewide average rate (.038). 

 
80% (8) occurred when the weather was clear 
20% (2) occurred while cloudy 

 
50% (5) occurred during hours of daylight 
50% (5) occurred while dark 
 
90% (9) occurred when the pavement was dry 
10% (1) occurred when the pavement was wet 

 
70% (7) were solo vehicle collisions 
 
50% (5) were traveling N/B 
 
60% (6) were hit object type collisions: 
 (3) Hitting a deer 

(1) Hitting a utility pole 
(1) Hitting a dike or curb 
(1) Hitting a cow in the roadway 

30% (3) were broadside collisions 
10% (1) was an overturn collision 
 
Primary collision factors were: 
 30% (3) Other than driver – vs. deer 
 20% (2 each) 

Driving under the influence 
Failure to yield R/W 
Improper turn 

   10% (1) Other than driver – vs. cow 
 
 
 
 

Recommendations: 
 
Consideration should be given to the following: 
  
 Improve horizontal alignment 
  Reduce radius of curves 

 
 



TRAFFIC DATA 
(Continued) 

 
Recommendations (cont.): 
 

Widen shoulders 
Pave 
Install rumble strips 

 Improve clear recovery zones  
Lessen degree of slopes/embankments 

 Preserve/enhance safe passing sight distance 
 Improve access to highway 
  Provide safe intersection sight distance 
  Provide adequate truck turning radius 
 Preserve/provide appropriate highway delineation 

  
Compiled by: Steven Wisniewski/Traffic Operations & Safety 



 
 
 
 
 
 
 
 
 
 
 
 
 

Attachment 6_Preliminary Environmental 
Analysis 

 
 
 
 
 
 
 
 
 
 
 
 
 





































 
 
 
 
 
 
 
 
 
 
 
 
 

Attachment 7_Right of Way Summary Report 
 
 
 
 
 
 
 
 
 
 
 
 
 
 














