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DISCLAIMER STATEMENT

This document is disseminated in the interest of information exchange. The contents of this report
reflect the views of the authors who are responsible for the facts and accuracy of the data presented
herein. The contents do not necessarily reflect the official views or policies of the State of
California or the Federal Highway Administration. This publication does not constitute a standard,
specification or regulation. This report does not constitute an endorsement by the Department of
any product described herein.

For individuals with sensory disabilities, this document is available in Braille, large print,
audiocassette, or compact disk. To obtain a copy of this document in one of these alternate formats,
please contact: the Division of Research and Innovation, MS-83, California Department of
Transportation, P.O. Box 942873, Sacramento, CA 94273-0001.

- Task 5 Report: Strategic Recommendations| Dornbusch Associates



EXECUTIVE SUMMARY

This report recommends strategies to enhance the safety roadside rest area (SRRA) system while
also assessing the use/parking needs of existing rest areas and the locations where new rest area
services are most needed. The following summarizes some of the key findings of this report:

e Based on data obtained by SRRA traffic count surveys, average annual daily traffic (AADT)
at existing SRRAs ranges widely, between 56 and 3,007 vehicles per day, with average
AADT for all 87 SRRAs of 859 vehicles per day.

e Vehicle count surveys performed as part of this analysis and count data from previous
surveys performed by Caltrans indicate that on average 74% of vehicles entering SRRAs are
autos and 26% are trucks and buses.

e [t is estimated that over the next 20 years, 52 of the 87 SRRAs (or 60% of all SRRAs) will
require some level of additional parking to meet forecasted parking demand. Projected 20-
year SRRA parking deficiencies range between 1 and 76 spaces, with an average parking
deficiency of 20 spaces.

e A total of nine SRRAs were identified as being potential candidates for closure or
replacement due to low utilization rates, close proximity to other SRRAs or stopping
opportunities, and other factors. In considering SRRA closures, Caltrans should consult the
SRRA closure evaluation guidelines specified in Section IIA Part 6 and Section B of the
Appendix of this report.

e A total of 22 highway segments were identified as being in need of new rest area services,
with 11 high priority regions identified.

e Developing public/private partnerships to provide rest area services is judged to represent
one of the most effective long-term strategies for simultaneously increasing the level of rest
area services statewide and reducing rest area development and operating costs incurred by
the state.

e Federal and state laws continue to prohibit the provision of commercial services at SRRAs
located within the right-of-way of federally funded highways. These laws limit the options
available in developing public/private partnerships at SRRAs.

e Considering the limitations created by federal and state laws, it is recommended that
Caltrans seek to implement public/private SRRA partnerships which offer commercial
services exclusively at off-line locations, outside the highway right-of-way.

e The Federal Interstate Oasis program is judged to represent the public/private partnership
model that yields the best chance of being successfully implemented in California. It is
recommended that Caltrans emphasize efforts to develop Oasis-type partnerships,
particularly focusing on the Intestate Oasis Program, as the primary form of rest area
public/private partnerships developed at off-line locations.

e In addition to Interstate Oasis partnerships, it is recommended that Caltrans investigate the
potential of developing public/private partnerships on land owned by Caltrans at the
Sidewinder Road interchange on Interstate 8 and at the State Route 76 interchange on

Task 5 Report: Strategic Recommendations| Dornbusch Associates



Interstate 15. These locations offer Caltrans the opportunity to develop alternative types of
public/private partnership arrangements, including lease based partnership arrangements.

e It is recommended that Caltrans seek to modify California law where necessary to conform
to the Federal Interstate Oasis Program and enable the most cost-effective procurement and
contracting system for the lease based partnership arrangements. In addition, it is
recommended that Caltrans adapt policies to implement the Federal Interstate Oasis Program
as written.

e It is recommended that Caltrans initiate an Oasis pilot program by developing the necessary
policies, rules and regulations, etc. at a select few sites considered to offer the highest
probability of success and greatest benefit to the state and traveling public.

. BACKGROUND & INTRODUCTION

The California Department of Transportation (Caltrans) engaged Dornbusch Associates to update
the 2000 California Safety Roadside Rest Area (SRRA) Master Plan. The primary objective of the
project was to develop strategic planning recommendations for the planning, funding and
implementation of improvements to the Safety Roadside Rest Area System. This report presents the
deliverable for Task 5 - Strategic Recommendations. It incorporates the analyses and conclusions
from previous Tasks 1 through 4, and derives recommendations regarding expansions of and
additions to existing rest areas, identifying the auto and truck/bus parking expansion requirements
and locations where such expansions/additions are needed. The recommendations are based on
criteria developed during the course of the study in consultation with Caltrans.

As required by the Scope of Work, the strategic recommendations include use of public/private
partnerships to yield cost savings to the state from private partners assuming some or all of the
capital and maintenance costs required to expand, supplement or substitute for existing rest areas,
where necessary, developing new rest areas. This report describes a variety of such public/private
partnership models, evaluates their relative advantages, and recommends selection and
implementation strategies intended to achieve the greatest cost savings and state control while
meeting future rest area service needs.

The tasks completed prior to this report include:

Task 1. Background Research and Analysis. This task identified and evaluated current policies,
stakeholder interest, and vehicle/goods movement issues related to rest area needs, operation and
development. The Task 1 Report presents a detailed discussion of the research regarding rest areas
and driver fatigue and public/private partnership strategies for SRRAs, and includes references and
summary extracts of the relevant regulations and policies impacting development and operation of
rest areas in California (See Appendix Section A).

Task 2. User Counts. This task analyzed current and projected future vehicle and user volumes at
all 87 SRRAs statewide. In this task, vehicle count surveys were performed at 63 of the 87 SRRAs,
while user count surveys were conducted at five SRRAs.

Task 3. Alternative Stopping Opportunities. Commercial facilities along the state’s highways,
referred to as “Alternative Stopping Opportunities,” were identified and evaluated for their potential
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to be engaged as public/private partnerships to provide necessary rest areas services. The locations
were mapped in GIS format.

Task 4. Unauthorized Truck Parking. The incidence and magnitude of unauthorized truck
parking was identified by locations within one-quarter mile of the state’s highways. The California
Highway Patrol (CHP) reported their observations, which was augmented by a systematic review of
Google Earth air photos, from which locations and judgments about the severity of unauthorized
truck parking problems were tabulated and mapped in GIS.

The outputs and deliverables from Tasks 1 through 4 are included as a separate appendix to this
report.

This report is organized as follows:
Section I. Introduction.

Section 1. Opportunities for and Constraints on Amending the SRRA System presents an
overview of the programs, policies and initiatives that were judged to be most relevant and useful in
developing innovative and cost-effective strategies for improving existing, and developing new,
SRRAs. This section discusses the potential role of public/private partnerships to cost-effectively
enhance the rest area system in California.

Section I1l. Recommendations for Existing SRRAS presents key information for each of the 87
existing SRRAs, including the levels of stopping traffic, parking deficiency estimates, SRRA
spacing, and other information relevant to planning the rest area system by route. This section
offers recommendations regarding the type of parking expansions (by auto and truck/bus) that are
needed at each existing SRRA and provides judgments about whether particular SRRAs might be
candidates for closure.

Section IV. Recommendations for Proposed New SRRAs identifies locations where additional
rest area services are judged to be needed, including locations for new rest areas, distinguishing the
relative magnitude of need. This section also indicates the type of rest area that might be developed
at a particular location, that is, whether a traditional SRRA or a public/private partnership SRRA
might be appropriate and practical.

II. OPPORTUNITIES FOR AND CONSTRAINTS ON AMENDING THE SRRA SYSTEM
A. OVERVIEW OF NEW PROGRAMS, POLICIES, AND INITIATIVES

Several new programs are available which have the potential to significantly and cost-effectively
improve California’s rest area system. These programs focus on the use of public/private
partnerships to provide basic rest area services to the traveling public. Public/private partnerships
can have significant strategic value as a means of expanding the level of rest area services while
simultaneously taking advantage of significant capital and operating cost savings, and in some cases
possibly even generating income for the state. The potential for public/private partnerships to
expand rest area services at a lower cost than developing a traditional state-owned SRRA is
particularly compelling given California’s continuing budgetary challenges and the need for rest
area services as highway traffic continues to grow in California.
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Providing rest areas via public/private partnership arrangements is still in the early phases of
development in the western United States. Except for Interstate highways on the east coast of the
U.S., which were exempted from the Randolph-Sheppard Act’s prohibition against offering
commercial services at rest areas within the highway right-of-way, only a few states have developed
rest areas under public/private partnerships. The previous lack of a national model and opposition
by special interest groups and implementation problems in a few forerunner states stemming from
legal restrictions and community opposition has, up to now, made many western states reluctant to
pursue such partnerships. However, the confluence of special interest group support, availability
of federal approval and implementation guidelines, and the very compelling economic advantages
that such partnerships offer California, especially given the states budgetary challenges, make such
public/private rest area partnerships worthy of serious consideration.

The following discussion presents the key aspects of programs judged to offer the potential to
improve the rest area system in California through the use of public/private partnership
arrangements.

1. Federal Interstate Oasis Program

The federal Interstate Oasis Program was enacted as part of the Safe Accountable Flexible Efficient
Transportation Equity Act: A Legacy for Users (SAFETEA-LU) in 2005. In 2006, the FHWA
published the “Interstate Oasis Program and Policy” which presented finalized rules/policies
governing the Interstate Oasis Program. Note that all of the following quotes are excerpted from
this policy document." The FHWA describes the purpose of the Interstate Oasis Program as being:

“...to enhance safety and convenience for Interstate highway users by allowing States, in
accordance with this policy, to designate and provide signing to certain facilities off the freeway
that will provide increased opportunities for stopping to rest, using restroom facilities, and
obtaining basic services.”

Under the final Program rules the FHWA went on to define an Interstate Oasis as:

*“...a facility near an Interstate highway but not within the Interstate right-of-way, designated by a
State after meeting the eligibility criteria of this policy, that provides products and services to the
public, 24-hour access to public restrooms, and parking for automobiles and heavy trucks.”

The Interstate Oasis Program allows states to partner with private operators who meet the minimum
criteria to provide basic rest area services in exchange for online highway signing and official
designation as an Interstate Oasis. Therefore, by designating and signing commercial operations
that meet the minimum eligibility criteria for an Oasis, the state may expand guaranteed free
parking and rest room services to augment the services available at existing SRRAs without having
to construct and maintain expensive new SRRA facilities. Importantly, the Interstate Oasis Program
has the support of the National Association of Truck Stop Operators (NATSO), the most powerful
industry lobbying group that opposes public/private partnerships or any commercialization of
existing or new online SRRAs. As such, the Interstate Oasis Program provides an alternative type

' The FHW As Interstate Oasis Program and Policy document can be found online at:
http://frwebgate.access.gpo.gov/cgi-bin/getdoc.cgi?dbname=2006_register&docid=E6-17367.pdf
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of public/private partnership offline and which is supported by the very industry lobbying groups
that have in the past been so successful in defeating every significant attempt to overturn or skirt the
federal prohibition against providing commercial services at SRRAs.

The following represent the seven minimum eligibility criteria for an operator(s) to be designated
and signed as an Interstate Oasis, according to FHWA standards:

(a) Distance from Interchange. ““Shall be located no more than 3 miles from an interchange with
an Interstate highway, except that:

i. A lesser distance may be required when a State’s laws specifically restrict truck travel to
lesser distances from the Interstate system; and

ii. Greater distances, in 3-mile increments up to a maximum of 15 miles, may be considered by
States for interchanges in very sparsely developed rural areas where eligible facilities are
not available within the 3-mile limit;”

(b) Access from Route. “Shall be accessible via a route that an engineering study determines can
safely and conveniently accommodate vehicles of the types, sizes, and weights that would be
traveling to the facility, entering and leaving the facility, returning to the Interstate highway,
and continuing in the original direction of travel.”

(c) Physical Geometry of Site Layout. ““Shall have physical geometry of site layout, including
parking areas and ingress/egress points, that an engineering study determines can safely and
efficiently accommodate movements into and out of the site, onsite circulation, and parking by
all vehicles, including heavy trucks of the types, sizes, and weights anticipated to use the
facility.”

(d) Rest Rooms. “Shall have restrooms available to the public at all times (24 hours per day, 365
days per year). Restrooms should be modern and sanitary and should have drinking water. The
restrooms and drinking water should be available at no charge or obligation;”

(e) Parking. ““Shall have parking spaces available to the public for automobiles and heavy trucks.
The parking spaces should be well lit and should be available at no charge or obligation for
parking durations of up to 10 hours or more, in sufficient numbers for the various vehicle types,
including heavy trucks, to meet anticipated demands based on volumes, the percentage of heavy
vehicles in the Interstate highway traffic, and other pertinent factors as described in formulas
contained in the AASHTO “‘Guide for Development of Rest Areas on Major Arterials and
Freeways’’ (2001 or latest edition);”

(F) Products & Services to be Provided. “Shall provide products and services to the public. These
products and services should include:

i. Public telephone;
ii. Food (vending, snacks, fast food, and/or full service); and

iii. Fuel, oil, and water for automobiles, trucks, and other motor vehicles;”
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(g) Security & Staffing. “Should be staffed by at least one person on duty at all times (24 hours
per day, 365 days per year).”

These criteria include the basic services that are available at most SRRAs in California, including
free parking for cars and trucks for extended periods and in sufficient numbers to meet demand, free
access to sanitary restrooms, water, and access to public telephones. The Interstate Oasis program
provides the additional services of (a) commercial services and (b) onsite security available 24-
hours per day.

In exchange for providing the above services, the operator is eligible to be designated and signed as
an Interstate Oasis.

Signing Guidelines. In January 2008 the FHWA issued proposed changes to its “Manual on
Uniform Traffic Control Devices,” on which the CMUTCD is based, in a document entitled “2007
Notice of Proposed Amendments for the Manual on Uniform Traffic Control Devices.” Most
importantly, the proposed additions and revisions include a new section regarding guidelines for
signing Interstate Oasis facilities. The following summarizes the FHWA’s proposed guidelines
relating to Interstate Oasis signing under Section 2F.04.2

The MUTCD revisions indicate that states providing Interstate Oasis signing should implement the
following signing practices on the freeway for any given exit to identify the Interstate Oasis:

Online Highway Sign: Option 1. “If adequate sign spacing allows, a separate Interstate Oasis
sign should be installed in an effective location with spacing of at least 245 m (800 ft) from other
adjacent guide signs, including any Specific Service signs. This Interstate Oasis sign should be
located upstream from the Advance Guide sign or between the Advance Guide sign and the Exit
Direction sign for the exit leading to the Interstate Oasis. The Interstate Oasis sign should have a
white legend with a letter height of at least 250 mm (10 in) and a white border on a blue
background and should contain the words INTERSTATE OASIS and the exit number or, for an
unnumbered interchange, an action message such as NEXT RIGHT. The names or logos of the
businesses designated as Interstate Oases should not be included on this sign.”

The MUCTD indicates that when a separate Interstate Oasis sign is provided (as under Option 1)
then “...an Interstate Oasis (D5-12) sign panel (see Figure 2F-1) should be incorporated into the
design of the sign” and that this D5-12 sign ““shall only be used on the separate Interstate Oasis
sign where it is accompanied by the words INTERSTATE OASIS and shall not be used
independently without the words.”

Online Highway Sign: Option 2. “If the spacing of the other guide signs precludes the use of a
separate sign as described in Item A [Option 1], a supplemental panel with a white INTERSTATE
OASIS legend with a letter height of at least 250 mm (10 in) and a white border on a blue
background should be appended above or below an existing D9-18 series General Service sign for
the interchange.”

2«2007 Notice of Proposed Amendments for the Manual on Uniform Traffic Control Devices,” Section 2F.04,
“Interstate Oasis Signing” can be found online at: http://mutcd.fhwa.dot.gov/resources/proposed amend/npa_text.pdf
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Ramp/Interchange Signing: Option 1. “If Specific Service signing is provided at the interchange,
a business designated as an Interstate Oasis and having a business logo sign panel on the Food
and/or Gas Specific Service signs may use the bottom portion of the business logo sign panel to
display the word OASIS.”

Ramp/Interchange Signing: Option 2. If Specific Services signs containing the OASIS legend as
a part of the business logo(s) are not used on the ramp and if the Interstate Oasis is not clearly
visible and identifiable from the exit ramp, a sign with a white INTERSTATE OASIS legend with a
letter height of at least 150 mm (6 in) and a white border on a blue background shall be provided
on the exit ramp to indicate the direction and

Guide Signs. “If needed, additional trailblazer guide signs shall be used along the crossroad to
guide road users to an Interstate Oasis.”

These signing requirements indicate that two Oasis signs will be provided along the Interstate right-
of-way in each direction of travel — or a total of four highway signs per Oasis - with one sign being
on the mainline of the highway in advance of the exit where the Interstate Oasis is located, and the
second sign be located at the off ramp leading to the Oasis. In addition, guide signs may be used on
cross streets/frontage roads where needed to direct travelers from the highway off-ramp to the
Oasis.

Given that highway signing represents the primary incentive for private partners to participate in the
Interstate Oasis Program, these regulations will have important implications for potential partners’
interest in participating in the program. For example, the requirement that the partners’ business
name or logo cannot be used on the mainline sign would somewhat diminish the attractiveness of
the opportunity. However, since travelers will be guided directly to the facility by exit/trailblazing
signs and given that the partner presumably has the authority to provide additional signing onsite,
advertising itself as an Interstate Oasis, this is not considered to be a major impediment to attracting
partners.

The following figures depict examples of Interstate Oasis signs as provided under proposed
revisions to the MUTCD.
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Examples of Permissible Interstate Oasis Signs

-

Ds5-12
Interstate Oasis

E1-5P

INTERSTATE
OASIS D9-18

NEXT RIGHT

l INTERSTATE OASIS l

Other important Interstate Oasis requirements specified by the FHWA include the following:

Routes Where Oases are Permitted. Oases can only be established on Interstate highways.
However, Caltrans currently has a state program, discussed in following section, for signing
“Alternative Rest Area Stopping Opportunities” which are partnerships similar to Interstate Oases
that can be implemented along non-Interstate routes.

California should be able to implement the two programs simultaneously. However, in doing so,
the state should consider some potential problems. For example, unless both programs applied
consistent standards, the FHWA might object that the similarly designated rest areas would confuse
the traveling public. In addition, industry groups, such as NATSO, might object to the state
imposing greater operating requirements to the state highway facilities that exceeded those of the
Interstate Oasis Program, and which it judged not to be a threat to their members’ interests.

Therefore, as long as the Interstate and state highway public/private partnership rest areas are
designated and signed differently, while applying consistent standards, no opposition might be
expected from either the FHWA or industry groups to the state’s implementing the two programs.

m Task 5 Report: Strategic Recommendations| Dornbusch Associates



Multiple Operators. When two or more individual operator might fail to meets all of the Oasis
requirements, states can allow two or more businesses that are located at an interchange, are
immediately adjacent to each other, and are mutually accessible by foot to combine to satisfy the
Oasis requirements. Clearly, this will allow a greater degree of flexibility in creating Oasis
partnerships. For example, an adjacent gas station and a restaurant at an interchange could
collaborate to satisfy the minimum Oasis eligibility requirements.

Non-Exclusion. The federal Oasis legislation states that if a state provides or permits Interstate
Oasis signing, then any facility/operator meeting the minimum criteria shall be eligible for
designation as an Interstate Oasis. Given that the state cannot require additional criteria for
designating an operator as an Interstate Oasis, states would not be able to deny operators from being
designated and signed as an Oasis, while permitting others, as long as all meet the Oasis
requirements. However, if the Oasis Program proved popular, the provision might enable a
significant number of Oases, and therefore traveler stopping opportunities, while also multiplying
the state’s signing obligation.

Additional State Criteria. A state cannot impose additional criteria beyond the criteria specified
by the FHWA to qualify for designation as an Interstate Oasis. However, a business designated as
an Interstate Oasis would be permitted to provide additional products, services, or amenities. This
requirement effectively blocks the state from imposing any additional criteria/standards on Oasis
partners not specified in the act, while allowing the operator to offer them. For example, a state
could not require the operator to provide a landscaped lawn and picnic area as a requirement to be
designated as an Interstate Oasis, because this is not one of the eligibility criteria specified under the
Interstate Oasis Program. However, the Oasis partner might provide such amenities voluntarily.

Use of the Term “Interstate Oasis.” The FHWA recommends that the state policies, program,
and procedures developed to govern the Interstate Oasis Program should include legislation or rules
to limit the use of the phrase ‘‘Interstate Oasis’’ on a business premises and advertising media to
only those businesses approved by the state as an Interstate Oasis. Doing so would provide a
branding advantage to only those businesses designated as an Oasis, and who could use the
designation in their marketing efforts. If use of the term were not limited to only those businesses
designated as an Interstate Oasis, it would reduce the attractiveness of such designation both from
the perspective of the traveling public’s confidence in the program and private partners’ ability to
benefit from meeting the program’s standards. Therefore, failure to restrict the term’s use would
reduce partner’s participation in, and the public’s acceptance of, the program.

Educational/Marketing Campaign. Since the Interstate Oasis Program is an entirely new
program, the FHWA recommends that if a state chooses to participate, it should “undertake
educational and marketing efforts, in cooperation with trucking and travel industry partners as
appropriate, to familiarize travelers and businesses with the program before it is implemented and
during the initial period of implementation.” Marketing the Oasis concept will be important for
attracting both future Oasis partners and travelers to individual Oases. Since the program is new
and the traveling public is unfamiliar with the term and concept of an Interstate Oasis, the state
should attempt to distribute educational information on (a) the locations of Oases, (b) the services
provided, and (¢) company contact information for the Oasis partner. A very low cost option for
doing all three would be for Caltrans to develop a dedicated website , accessible by mobile devices,
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that provided statewide maps of Oases locations, services provided, and links to the Oasis
operators’ websites.

2. Alternative Rest Areas Stopping Opportunity - State Program

Chapter 29, Section 3 of the California Project Development Procedures Manual, (PDPM) provides
additional guidelines regarding procedures for the implementation of SRRA projects in California.’
Section 3, Article 1 of the PDPM outlines the criteria and signing program for “alternative stopping
opportunity rest areas” which are similar the concept of an Interstate Oasis discussed in the
preceding section. Referring to the State Highway System (SHS), the PDPM states that “Caltrans
may enter into an agreement with the operator(s) of commercial or governmental facilities located
along the SHS to designate those facilities as alternative rest area stopping opportunities, and to
provide highway directional signs with text or logos indicating, for example, restrooms, gas, and/or
food. One or more entities may participate jointly in the agreement. Agreements should include
reasonable expiration and renewal terms.”

The PDPM provides general guidance regarding the selection of alternative stopping opportunities
stating that, “Each alternative rest area stopping opportunity should consist of facilities that are
clustered in a single, easily identifiable location. Unless they serve a single direction of highway
traffic, Caltrans-designated alternative stopping facilities should not be located closer than 20
miles apart.” Caltrans might need to relax this recommendation, so that this criteria is not more
restrictive than the Interstate Oasis standard.

To qualify to be designated and signed as an Alternative Rest Area Stopping Opportunity, the
facility must meet the following criteria:

e The facility must be located in an area designated by Caltrans as deficient in rest area
opportunities and should correspond to a new rest area need as indicated on the current
Safety Roadside Rest Area System Master Plan, or supplement the capacity of an existing
rest area that is deficient in parking capacity.

e The facility must provide adequate parking for automobiles and long vehicles (including
commercial trucks), rest rooms, and drinking fountains, at no charge to the public.

e Operators may designate a time limit for free parking, but travelers must be allowed at least
2 hours of free parking. (Note that this standard might need to be changed to remove
operators’ ability to limit parking time and to be consistent with the Interstate Oasis program
which specifies free parking of up to 10 hours or more.)

e Public pay telephones must be available.

e These basic SRRA features/services must be open and available to the public 24 hours per
day, 7 days per week, and must be accessible to individuals with disabilities.

* The Project Development Procedures Manual, Chapter 29, Section 3 “Safety Roadside Rest Areas” can be found
online at: http://www.dot.ca.gov/hg/oppd/pdpm/chap _pdf/chapt29.pdf
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e The facility must be within one-half mile of the highway with safe and convenient highway
ingress and egress and adequate off-right-of-way and on-premise signs. (Although one-half
mile is certainly a desirable practical distance, the Oasis standard is “not more than three
miles.” To be consistent, this restriction might need to be relaxed.)

e The facility operator must provide written assurance from local law enforcement authorities
that the area signed will receive adequate police protection.

e The facility operator must provide sufficient maintenance services to assure that all facilities
available to the public are clean and usable.

These minimum requirements are very similar to those specified under the Federal Interstate Oasis
Program. Although the Interstate Oasis Program indicates that commercial services should be
available at the facility, it does not require them.

The PDPM specifies that for each alternative stopping opportunity project, “A Project Report (PR)
should be prepared and should address the anticipated increase in traffic, parking, water, and
wastewater-disposal demand and the impacts on the local community and environment. The public
and affected agencies should be afforded an opportunity to comment on the proposed action.”

Regarding the signing for alternative stopping opportunity locations, the PDPM states that ““Signs
should be placed within the operational right-of-way only when privately-owned signs located
outside the operational right-of-way cannot reasonably provide adequate directional information
for travelers. Duplication of signs along non-access-controlled highways should be avoided. Off-
highway directional signs must be in place prior to placement of signs within the operational State
right-of-way.”

3. Auxiliary Parking Locations

The California Highway Design Manual (HDM) defines auxiliary parking areas as *“...parking
areas and restrooms provided by or jointly developed and operated by partners (such as existing or
new truck stops, or at other highway oriented commercial development). These are for longer-
duration stops and overnight parking, primarily for commercial vehicle operators. These facilities
are located outside of freeway right of way, within one-half mile of the freeway.” Therefore,
auxiliary parking facilities offer a service closely related to the concepts of an Interstate Oasis and
Alternative Rest Area Stopping Opportunity. However, auxiliary parking facilities do not require
meeting all of the minimum eligibility requirements of the Interstate Oasis Program or Alternative
Rest Area Stopping Opportunity program, and could therefore be provided by a broader range of
commercial operators, potentially including malls, large stores, and other facilities located near and
accessible from the highway.

In selecting auxiliary parking locations the HDM states that, ““Sites for auxiliary parking facilities
should be chosen for their suitability in accommodating large numbers of commercial trucks for
longer stays (up to 8 hours). Auxiliary parking facilities are not limited to 120 spaces; however, the
amount of parking should be appropriate for the site and its surroundings.”
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The PDPM provides additional guidance regarding the concept and development of auxiliary
parking facilities, indicating that:

“In partnership with the private sector, auxiliary parking facilities that may alleviate overcrowding
at nearby existing rest areas may be developed outside the right-of-way of controlled-access
highways. Auxiliary parking facilities provide an alternative to expanding parking at existing rest
areas where space is limited or the site is environmentally sensitive.”

Therefore, auxiliary parking facilities represent another option for Caltrans to provide additional
parking utilizing a public/private partnership arrangement, particularly in locations where SRRAs
are at capacity and/or locations where additional truck parking is judged to be needed. Auxiliary
parking facilities are a broad partnership concept that appear consistent with the more narrowly
defined Oasis partnership model.

4.  FHWA Special Experimental Project Number 15 (SEP-15)

Special Experimental Project Number 15 (or SEP-15) derives from section 502 of United States
Code, Title 23 and allows the Secretary to waive the requirements and regulations of Title 23 on a
case-by-case basis. SEP-15 allows the FHWA to experiment in four major areas of project delivery
- contracting, right-of-way acquisition, project finance, and compliance with the National
Environmental Policy Act (NEPA) and other environmental requirements.

The FHWA states that “While FHWA has long encouraged increased private sector participation in
federal-aid projects, SEP-15 allows FHWA to actively explore much needed changes in the way we
approach the oversight and delivery of highway projects to further the Administration’s goals of
reducing congestion and preserving our transportation infrastructure.”* Therefore, it would seem
that the SEP-15 program (which began in 2004) administered by FHWA might provide legal
flexibility for developing commercialized rest areas under public/private partnerships. However,
previous investigations found that the FHWA has not been inclined to use SEP-15 to allow rest area
commercialization on Interstate highways, due to the expected strong opposition from powerful
lobbying groups and Congress that such a waiver might generate.’

5. Section 226.5 of the California Streets and Highways Code

The California Streets and Highways Code provides for Caltrans to develop a Joint Economic
Development Demonstration Project for six new SRRAs. Section 3, Article 3 of the PDPM
provides the following guidelines for the development of these Demonstration Projects:

e “Caltrans does not have statutory authority to commercialize existing rest areas.”

e “A viable rest area joint economic development partnership may consist of a private or
public partner that agrees to share in at least 50 percent of the total construction cost of the

* FHWA SEP-15 Program: http://www.fhwa.dot.gov/ipd/p3/tools_programs/sep15_fags.htm
> “Caltrans Research Task 1921, Public Private Partnership Strategies for SRRAs: Task B Report — Barriers to Future
Caltrans Rest Area Partnership Projects,” for Caltrans, by Dornbusch Associates July 18, 2007.
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standard public rest area facility, including, but not limited to, ramps, access roads,
parking, utilities, architecture, landscape, lighting, signs, and fences.”

e “In conjunction with traditional rest area facilities, the partner may fund, construct,
maintain, and operate traveler-related commercial facilities, subject to federal and state
laws, regulations, and requirements. The partner should maintain both the public and
private facilities for an agreed-to term, generally 25 to 30 years.”

o “Itis preferred that Caltrans or another public agency own the right-of-way underlying any
facilities or improvements funded with state or federal money. The partner may lease from
Caltrans the land necessary for traveler-related commercial facilities or may construct
those facilities on abutting land owned by others. State and federal requirements, such as
prevailing wages, apply to work funded by Caltrans.”

e “Federal Highway Administration (FHWA) regulations and the California Code of
Regulations restrict or prohibit most commercial activities within controlled-access federal-
aid highways. Pending a change in federal restrictions, commercialized rest areas are
limited to locations along conventional highways or the area within one-half mile of a
freeway ingress and egress.”

e “Stakeholder interests include but are not limited to local and regional business
competition, goods-movement needs, environmental concerns, and employment
opportunities for the disabled and blind are among the issues of concern.”

e “Implementation of a successful partnership requires a willing partner, an economically
feasible proposal, open communication, fairness to all interests, respect of the inherent risks
and effort of private entrepreneurs, and attention to the concerns of all stakeholders.”

The statement that Caltrans cannot commercialize existing SRRAs addresses the restriction against
commercializing SRRAs within Interstate right-of-way, and that partnership projects would need to
be developed consistent with the federal restriction. Section 3, Article 3 of the PDPM states that
such commercialized partnership SRRAs “...are limited to locations along conventional highways
or the area within one-half mile of a freeway ingress and egress.”” Therefore, locations outside of
the Interstate right-of-way or along conventional non-controlled access highways are the only
locations where commercialized SRRAs operated by private partners could be developed.

The requirement that the partner fund at least 50% of all improvements might present a significant
limitation in circumstances where expensive highway improvements, such as ramp and interchange
improvements, are required exclusively to accommodate the additional traffic generated by the off-
line Oasis. If the improvement is required to serve existing or future expected traffic, regardless of
the Oasis addition, this provision would not be an impediment. Regardless, Caltrans might wish to
clarify whether this requirement is still in effect and desired.

The guideline that land ownership by Caltrans (or another state agency) is “preferred” where public
monies will be spent on site improvements is not restrictive enough to be a significant impediment.
Indeed, such land control would be desirable when a significant amount of public money would be
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spent. Therefore, partnerships under scenarios where the private partner owns/controls the land
would be preferred only if little or no public funding would be required to make the project feasible.

To comply with the Streets and Highways Code section 226.5 and to demonstrate that such
partnerships can result in overall cost savings to the state, Caltrans should consider developing
public/private partnership projects at locations where there is an identified need for new SRRAs.

6. SRRA Closure Evaluation Requirements

The California Project Development Procedures Manual (PDPM) and Maintenance Manual provide
guidelines for the evaluations that are required when considering the different type of SRRA
closures. According to the PDPM and Maintenance Manual there are three primary types of SRRA
closures, which include: emergency closures, intermittent/economic closures, and permanent
closures. The PDPM presents the requirements for permanent closures, while the Maintenance
Manual discusses the requirements for emergency and intermittent/economic closures. This section
summarizes the SRRA closure requirements specified in these documents for each of the three types
of closures.

Emergency closures are defined in the Maintenance Manual as *“...an unanticipated temporary
closure of facilities and temporary suspension of service at an SRRA to ensure public health, safety,
or welfare.” ® The Maintenance Manual provides the following key guidelines with respect to
emergency closures:

e ““An SRRA should be immediately closed when a condition is determined to be a hazard to
the public health, safety, or welfare.”

e ““Emergency repairs shall proceed with speed and diligence to ensure the closures last no
longer than essential, and the SRRA should be reopened as soon as public health, safety,
and welfare are no longer compromised.”

e “The length of the emergency closure shall be approved by the Deputy District Director,
Maintenance if it will be more than 5 calendar days.”

Intermittent/seasonal/economic closures are defined in the Maintenance Manual as *...a planned
and scheduled temporary closure of facilities and temporary suspension of services at a rest area
unit to respond to seasonal issues (such as snow), or an expected or documented reduction in
demand during a specified period of time (season, certain days or months).” The Maintenance
Manual goes on to state that a *“...economic closure is a planned temporary closure of facilities and
temporary suspension of services at a rest area unit to respond to extraordinary budget issues.
Economic closures may occur after careful consideration has been given to reducing costs at the
rest area unit.”

The Maintenance Manual provides the following key guidelines with respect to
Intermittent/seasonal/economic closures:

® “Maintenance Manual, Chapter G Public Facilities,” July, 2006, California Department of Transportation; Available
online at: http://www.dot.ca.gov/hg/maint/manual/ChG.pdf
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e “Review of the intermittent/seasonal/economic closures and conditions should be
reevaluated on an annual basis, or when a significant change in conditions occurs.”

e “Closure schedules must be recommended for approval by the Deputy District Director,
Maintenance and approved by the District Director in concurrence with the Division Chief
for Maintenance.”

e “Closure schedules should be determined as early as possible so that notification can be
given on contracts, and closures can be coordinated with any contractors providing services
at the facilities (i.e. Shelter Workshops, Blind Vendors Program, etc.).”

For all types of closures, the Maintenance Manual recommends that the following tasks be
performed:

e “‘Appropriate signage shall be placed at preceding rest areas or tourist oriented directional
signs to notify motorists of the closure.”

e “The statewide Maintenance Coordinator and Maintenance Webmaster shall be notified in
order to ensure updated information is available and accurate.”

e “Stakeholders (motorist, trucking associations, adjacent businesses, chambers of commerce,
sheltered workshops, and contractors) should also be notified if closure is of more than a
very short duration.”

Permanent closures are defined in the PDPM as “...the termination of services and facilities at an
existing rest area unit, and the removal of that unit from the Safety Roadside Rest Area System
Master Plan.”’ Section 3, Article 4 of the PDPM states that an SRRA may be closed only after the
following conditions have been met or addressed:

e “A project has been initiated for closure of the facility following existing project
development procedures.”

e “The public and stakeholders have been provided an opportunity for public hearing” or
“notified and provided a 30-day opportunity to comment™.

e “Environmental analysis indicates impacts will be insignificant or may be mitigated.”

e “Traffic analysis has addressed mainline and ramp traffic volumes and vehicle types (auto,
commercial trucks, buses) for the rest area and adjacent rest areas in the system.”

e “The CHP Division level office has been provided an opportunity to comment on the
proposed closure.”

e ““Route-segment accident and roadside parking history has been investigated and
addressed.”

e “The resulting gap in rest area spacing has been addressed relative to spacing guidelines in
the statutes and the Safety Roadside Rest Area System Master Plan.”

7 “Project Development Procedures Manual, Chapter 29, Section 3, Article 4 Closure” March 04, 2010, California
Department of Transportation; Available online at: http://www.dot.ca.gov/hg/oppd/pdpm/chap pdf/chapt29.pdf
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e ““Availability of alternative safe and free parking and restroom opportunities has been
addressed.”

o “Alternatives such as replacement, relocation, and operation by others have been
considered.”

e “The FHWA has been provided an opportunity to comment on the proposed closure and
potential reimbursement requirements.”

e “The District Director finds and recommends that rest area closure will not reduce traveler
safety.”

e “The Rest Area Program Manager (Chief, LAP) concurs that the rest area closure will not
significantly impact the rest area system, and amends the current Safety Roadside Rest Area
System Master Plan.”

e “The CTC [California Transportation Commission] concurs with the action.”

e “The District Director should find that the rest area closure will not impact the function of
adjacent rest areas. Consideration should be given to potential impacts to rest areas in
adjacent districts or states.”

The SRRAs that are identified as potential candidates for closure in this report must ultimately be
evaluated against the above criteria to determine whether the closure will be desirable and possible.
More specifically, the types of closures at the SRRAs identified as potential candidates for closure
in this report would fall either under the economic or permanent closure type and would therefore
need to follow the standards for those types of closures outlined in the PDPM and Maintenance
Manual. Caltrans has developed an additional set of guidelines and decision making processes for
each of the three general types of closures to be followed when considering the closure of a
particular SRRA. These decision making guidelines have been included in the Appendix of this
report under Section B. SRRA Closure Guidelines.

B. STRATEGIES TO IMPROVE THE SRRA SYSTEM

This portion of the analysis focuses on the use of public/private partnerships as a key strategy to
enhance the statewide rest area system in California. The objective is to capitalize on the potential
for public/private partnerships to simultaneously expand rest area services in California while
reducing development and maintenance costs to the state. Although a few have been attempted,
such partnership models have not yet been implemented in California. However, considering
California’s budgetary challenges, the use of public/private partnerships to develop new and
improve existing rest area services appears to be a timely and appropriate strategic focus. In
addition, as a strategy for creating additional cost savings to the state, this analysis also identifies
rest areas judged to be underutilized and therefore represent those which are potential candidates for
closure, conversion, or replacement by partnerships SRRAs.

Rest area partnerships can generate cost savings to the state in two ways. First, by reducing the cost
to design and build a new rest area (which includes land acquisition, design/permitting, and
construction costs), and second by reducing annual rest area operating and maintenance costs.
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Instead of the state having to fund the capital and operating costs, some or all of these expenses
might be covered by the private partner in exchange for the rights and privileges of being
designated as a state sanctioned partnership rest area and being signed as such. In some cases, a
partner might even operate on Caltrans controlled property.

A critical issue which will be discussed in greater depth in the subsections that follow is the need to
create sufficient incentives to encourage private sector participation. Without such incentives,
private operators will not be interested in partnering. This will be one of the primary challenges to
successfully implementing public/private partnerships for providing rest area services.

The following subsection summarizes the different types of partnerships that Caltrans might engage
n.

1. Public/Private Partnership Models

Allowing a private partner to operate some form of profit-generating commercial services within a
rest area would be the only practical way of inducing a private entity to partner with Caltrans on
such a project. Certainly, the most desirable location for a private entity to operate commercial
services would be within the highway right-of-way, such as at an existing rest area located along the
highway mainline. Being located within the mainline highway right-of-way would provide the
partner with the competitive advantage of superior access to and visibility of the facility from the
highway compared to an offline location, such as operating adjacent to an interchange. However,
providing commercial services within a highway right-of-way that was even partly funded with
federal money is expressly prohibited under the Randolph-Sheppard Act. Therefore, all of the
public/private partnerships models that would be practical to implement would necessarily need to
be outside most highway right-of-ways.

Partnership on Publicly-Controlled Land: Under a partnership arrangement where Caltrans
would control the land — either through fee simple ownership or a long-term lease — a private
partner might enter into a lease and share responsibility for developing, operating and/or
maintaining the site and facilities. The private partner would be able to operate commercial
services onsite, such as food/beverage, retail, fuel and perhaps other appropriate traveler-related
commercial services. Caltrans would review and approve the private entity’s facility design and
services operations, incurring the design and operations conformed to the Department’s standards.

In this partnership model, the benefits to the private partner would include (a) not having to
purchase costly freeway frontage property, (b) obtaining a designation and highway signage as a
state-sanctioned partnership rest area, and (c) possibly other incentives and financial benefits that
the state might provide, such as a property tax exemption or favorable lease terms, such as perhaps
low or no lease fees, and a long-term contract. However, the private partner would sacrifice long-
term control of the land through ownership and would in most cases need to make some amount of
financial contribution to development, operation, maintenance or instead make lease payments to
the state. In this partnership model, Caltrans would benefit by (a) not having to fund all of the
design, construction of an expensive traditional rest area, (b) save on annual rest area maintenance
costs, and/or (c) receive income in the form of lease payments from the private partner.
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Partnership on Privately-Controlled Land: Under this arrangement, Caltrans would become the
lessee, presumably yielding benefits to the private partner, which might be as much as partial
funding of the development and maintenance (or an annual fee), or as little as simply providing
designation and signing as a state-approved rest area. In this case, Caltrans would sacrifice long-
term control of the land, and therefore a long-term guarantee of rest area services at the partnership
location, either upon the expiration or early termination of the contract, such as in the event the
private operator were to go out of business.

Commercial Services Rest Areas & Related Facilities: Over the last decade, there have been
numerous attempts by states to overturn the federal ban on allowing commercial services at rest
areas located within the highway right-of-way, but with no success. The primary reason for this
failure to overturn the ban on commercial services and consequently to implement successful
public/private partnerships has been the intense lobbying pressure exerted by truck stop and other
highway commercial industry groups, including most prominently the National Association of
Truck Stop Operators (NATSO). NATSO and its associated industry groups have successfully
blocked all attempts by states to overturn the ban on commercializing rest areas, believing that their
members’ interests would be threatened, as the development of online rest areas offering
commercial services would take customers away from existing highway commercial business
located outside the highway right-of-way, including especially at interchange locations.

In addition, previous research investigating whether the FHWA SEP-15 program could be used in
waiving the prohibitions on permitting commercial services at online rest areas under public/private
partnership demonstration projects found that such projects would likely not be approved due to the
historically strong opposition to rest area commercialization emanating from a range of sources.
Therefore, developing rest areas under public/private partnerships within the mainline highway
right-of-way under SEP-15 is not likely to be a realistically achievable option in the near or distant
future.

However, the prohibition on offering commercial services at rest areas only applies only to rest
areas located within the right-of-way of the federally-funded highway mainline. Therefore,
locations outside the mainline highway right-of-way are potential areas where public/private
partnership rest areas offering commercial services could be developed on state owned/controlled
land. For example, at locations where Caltrans owned/controlled land adjacent to the highway, such
as near interchanges, this property could be leased to a private entity that would develop and operate
a commercialized rest area at this location.

Another variant of this partnership option includes developing public/private partnership rest areas
on land leased instead of owned by Caltrans, which could then be subleased to a private partner.
One way in which this partnership option might be implemented is in the case where Caltrans
leased vacant land adjacent to a private partners’ operation, which could be used to provide
additional parking for automobiles and trucks/buses. In this case, Caltrans might lease the vacant
land and sublease the land to a private partner, who could use the area to expand its parking
capacity. The incentive for the private partner to participate in this arrangement would be the
increased traffic to the facility induced from being designated and signed as a state sanctioned
partnership rest area and by offering greater parking capacity on site, both of which would tend to
increase traffic and therefore sales at the partner’s establishment. Caltrans would incur the expense
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of leasing the land adjacent to the commercial operator, which would entail significantly less
expensive up-front cost, but greater cost in the long run, since the lease fee would presumably
provide a reasonable return to the lessor/land owner. Still, the net cost might be less than the
combined cost of purchasing the land and developing a traditional state owned/maintained rest area
at this location.

The most practical approach to implementing a public/private partnership on land controlled by
either Caltrans or a private entity, is either through an Interstate Oasis model or an Alternative Rest
Area Stopping Opportunity (which is very similar to an Interstate Oasis but on a non-Interstate
highway), or an Auxiliary Parking Facility.

Interstate Oasis (Oasis): Federally-approved public/private partnership, as defined by the
FHWA, and limited to commercial services rest areas accessible from Interstate highways
located outside the right-of-way.

Alternative Rest Area Stopping Opportunity (ARASO): A public/private commercial
rest area, as defined in the California PDPM, similar to an Interstate Oasis, but located along
non-Interstate highways. Although the PDPM title is used in this report, an alternative title
is recommended, such as State Traveler Services Parking Area or Facility. The reason is
that FHWA might prohibit use of the terms “rest area” or “rest stop” for any facility other
than a traditional state-owned/operated SRRA without commercial services. Similarly, the
FHWA may also restrict use of the term and signing “Interstate Oasis” or “Oasis”
exclusively to commercial operations located near Interstates and meeting FHWA Oasis
criteria. This type of parking facility would presumably have its own identifiable sign/logo
to distinguish it from an Interstate Oasis.

Alternative Stopping Opportunity (ASO): Highway commercial enterprises providing
food/beverage, fuel, and other traveler-related services within 4 mile of a highway or
highway interchange. ASOs do not have a partnership agreement with Caltrans and have
not been approved or designated as a type of rest area facility.

Auxiliary Parking Facility (APF): A location providing vehicle parking along a segment
of highway where additional parking is needed to supplement the parking available at one or
more nearby SRRAs, especially to provide longer-term parking. APFs are defined in the
California Highway Design Manual as: ““...parking areas and restrooms provided by or
jointly developed and operated by partners (such as existing or new truck stops, or at other
highway oriented commercial development). These are for longer-duration stops and
overnight parking, primarily for commercial vehicle operators. These facilities are located
outside of freeway right of way, within one-half mile of the freeway.”

Therefore, although the definition of an APF encompasses both of the Interstate Oasis and
ARASO public/private partnership concepts indicated above, it is distinguished in this report
to refer exclusively to parking facilities which meet the definition, but do not include an
Interstate Oases or ARASO:s.
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The specific and detailed criteria for each of these three partnerships are discussed in detail
elsewhere in this report.

These three models are similar in that they involve partnering with an existing or possibly new
private enterprise, at a location outside of the highway right-of-way, on property that is generally
owned by the private partner but might be controlled by Caltrans, and are signed according the
state signing program.

Caltrans might pursue any or all three partnership forms by developing formal programs and
inviting proposals which meet the relevant development and operating criteria. The incentive for
private sector participation is the advantage of obtaining designation as a state-approved Oasis,
ARASO, or APF and highway signing expected to attract additional travelers to the private
operators’ establishment.

The incremental cost to the private partner to obtain an Oasis, ARASO, or APF would depend on
the extent to which to operator’s facilities and operations already met the established minimum
criteria. If a private partner already met most of the basic criteria, the potential additional cost of
obtaining designation and signing might merely include (1) parking/restroom expansions, if any, (2)
the cost of preparing a proposal to apply for the relevant designation, and (3) perhaps the cost of the
highway signing, assuming Caltrans were to charge for this.

The costs to Caltrans of instituting any of the programs would include (1) the cost of soliciting and
reviewing proposals, and processing designations, (2) the cost of manufacturing and erecting the
highway signs, and (3) the cost to administer the program, presumably to monitor for contract
compliance. = However, some or all of Caltrans costs might be passed on to private partners as
either a one-time application fee and/or a fee from successful applicants.

Although prospective Oasis partners in other states have expressed an interest in the program, actual
benefits to the private partner have not yet been demonstrated, and Caltrans might expect some
reluctance and skepticism from the private sector regarding the value of participating in such a
program. Therefore, Caltrans should initiate the programs where competition for designation and
signing is expected to be greatest and the requirement for private investment the lowest.

Public/Public Partnerships: A conceivable alternative partnership model might involve Caltrans
partnering with another public sector agency such as federal, state or local government entities and
even a non-profit group to share in the development, operation, and maintenance of SRRAs or
Oasis/APF-type facility. In the current economic climate, no public agency or non-profit would be
likely to contribute much, if any, funding to such a partnership. However, some might have excess
parking capacity and restrooms they would be willing to share in exchange for the benefits the
additional traffic might generate.

For example, Caltrans might work with local municipalities or community organizations,
particularly in remote areas, where the additional stopping traffic might yield greater traveler
spending on local goods and services. Where facilities already exist, such as at a visitor center,
Chamber of Commerce, or municipal park, Caltrans might not need to contribute much if any
funding to develop or maintain new or additional parking or restroom facilities. A similar
arrangement might be made with a state agency, such as the California Department of Parks and
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Recreation, who might be eager to share the cost of upgrading and/or maintaining existing parking
areas and rest rooms.

Caltrans might also partner with non-profit organizations, such as California Welcome Centers who
have developed and maintain parking areas and restrooms and might be eager for the additional
patronage a rest area service might generate.

2. Challenges to Developing Public/Private Partnerships

This section summarizes the key legal, policy, and stakeholder challenges to developing rest area
services under public/private partnerships in California.

Federal and State Laws. As previously noted, the federal prohibition against developing
commercial services within the federally funded right-of-way specified under U.S.C Title 23
Section 111 remains the single greatest legal barrier to developing SRRAs operated under
public/private partnerships. Given the intensity of past lobbying efforts by industry groups led
primarily by NATSO, it is very unlikely that Section 111 will be overturned or waived in the near
future. This effectively prohibits states from developing public/private rest area partnerships within
the right-of-way of federally funded highways.

As one might expect, California laws governing the development and operation of SRRAs generally
conform to and reflect federal statutes. However, there is one provision within California law
which provides an additional legal challenge to developing public/private partnership rest areas.
California Welfare and Institutions Code, Article 5, Section 19625, which governs the
implementation of the Randolph-Sheppard Act in California, requires that:

¢ Blind vendors shall be given priority to operate vending facilities on state property.

e Under Article 5, Section 19625(a) “State property” is defined as “all real property, or part
thereof, owned, leased, rented, or otherwise controlled or occupied by any department or
other agency or body of (the) state.”

e Under Article 5, Section 19626 of the Welfare and Institutions Code “vending facility” is
defined as *“a location which may sell, at wholesale or retail, foods, beverages, confections,
newspapers, periodicals, tobacco products, and other articles or services dispensed
automatically or manually and prepared on or off the premises in accordance with
applicable health laws.” In addition, Section 19626 states that vending facilities “may
consist, exclusively or in appropriate combination, of automatic vending machines,
cafeterias, snack bars, catering or food concession vehicles, cart service, shelters, counters
and any appropriate equipment as the director may by regulation prescribe as being
necessaryg3 for the sale of the articles or services described in the first paragraph of this
section.”

Therefore, considering:

® California Welfare and Institutions Code, Article 5, Section 19625 can be found online at:
http://law.justia.com/california/codes/wic/19625-19641.html
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(1) The requirement that the state give priority to blind vendors to operate vending facilities on
state property,

(2) That “state property” would include land or facilities, not only owned or controlled by the
state, but also leased or rented, that might pertain to land or facilities used under a public/private
partnership Oasis, ARASO, or APF, and

(3) That a “vending facility” may consist of significantly broader types of commercial
operations than just vending machines — the sale of food and beverages at “cafeterias” and
“snack bars” might be interpreted to include those at prospective Oasis, ARASO or even APF
partnerships.

Therefore, where Caltrans might seek to develop public/private partnerships at off-line locations
(e.g. on land adjacent to an interchange) using land that was owned, leased, or otherwise defined to
be controlled by the state, Caltrans might be required to engage a partner who would either be, or
contract with, a blind operator for the commercial services considered to be “vending facilities.”
This would present such a significant obstacle that it is likely to preclude a partnership with
any existing private enterprise that did not already qualify. Therefore, two key issues ought to
be resolved. One is regarding the extent to which the concept and definition of a “vending facility”
under California Law might be applied to the commercial services provided at a public/private
partnership Oasis, ARASO or APF, which typically would include food and beverage services
and/or convenience store/retail services. It appears that food and beverage and retail services might
be included in the definition of “vending facility” as defined under Section 19626. The other issue
is what might constitute “state property.” It would not seem that a private partner, merely by
agreeing to meet the operating requirements of an Oasis, ARASO or APF program, and Caltrans
judging qualifications and granting a designation, would be interpreted as Caltrans owning, leasing,
renting, or occupying the private partner’s real property. However, it might not be clear whether by
granting such a designation Caltrans might be exercising sufficient control over the partner’s real
property that the partner’s real property should be interpreted as being “state property” under
Article 5, Section 19625(a). One would think that approval of operating standards would not
constitute real property ownership, just as the State Department of Health’s approval of a
restaurant’s operations does not constitute state ownership.

It is recommended that Caltrans seek a judgment on these two issues prior to pursuing
public/private partnerships, especially if such a partnership might be sought on state
controlled property.

Contracting Options for Different Land Ownership Scenarios. Caltrans is legally limited in the
range of contracting options that it can engage in depending on different land ownership/site control
scenarios. The following summarizes rest area site control scenarios and an understanding of
Caltrans’ legal authority under each scenario, each of which are recommended for review by the
Department’s legal counsel.

e Caltrans Owns the Site. In the case where Caltrans owns the land, the Department has the
authority to lease out the site (ground lease) to a private partner.
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e Caltrans Leases the Site. Section 104 of the California Streets and Highways Code allows
Caltrans to lease private land. However, Section 104 is silent on whether Caltrans could
then sublease to a private partner.

e Private Partner Owns/Controls the Site. Under this more likely public/private partnership
scenario, Caltrans could enter into an agreement with a private operator at a site Caltrans did
not own or lease (e.g., under an Interstate Oasis partnership). However, it is not clear what
requirements Caltrans has to enter into an agreement. Under some conditions, projects must
be competitively bid by three or more prospective bidders. Sole-source partnership would
not be permissible under current law. However, it would seem that Caltrans does not need
to seek competitive proposals if all private entities who meet the qualification terms are
granted a qualification designation and signing, such as under the federal Interstate Oasis
qualification terms. In that case, bidders are not competing with each other; they are merely
seeking confirmation that they meet qualification standards, and all who do are granted
designation and signing.

Caltrans Funding Limitations. Caltrans must comply with the following legal restrictions
regarding the funding of public/private rest area partnerships:

e Caltrans Funded Improvements on Privately Owned Land.

=  Under scenarios where Caltrans does not own the land, the Department could not
provide any funding for the construction of private commercial facilities — i.e.
restaurants, fuel stations, convenience stores, etc.,

» Under scenarios where Caltrans does not own the land, any improvements to the
public portion (i.e. non-commercial rest area facilities) of the site funded by Caltrans
would likely require a clause within the agreement that stated a right for Caltrans to
recover the remaining dollar value of the improvements when the agreement expired
or was terminated. Such a clause would be needed to comply with Article 16,
Section 6 of the California Constitution (i.e., the “Gift of Public Funds Clause”)
which prohibits gifting of public funds to a private entity.

= However, neither of the two above conditions is likely to apply to the public/private
partnership programs identified. For a private partner to qualify for an Oasis,
ARASO, or APF designation, it is unlikely that Caltrans would need to fund any
improvements.

However, if any off-site capital improvements, including site access or utility
improvements might be needed, Caltrans could fund those improvements under all
land ownership scenarios.

e Caltrans Funding Responsibilities. Caltrans indicated that if the Department were
required to fund any portion of onsite improvements for a partnership SRRA project, this
would trigger a requirement that the Department design and build the entire SRRA facility.
If correct, this requirement could substantially increase the cost to develop partnership
SRRAs in cases where Caltrans onsite funding is required to make the project financially
feasible. However, all three types of public/private partnerships are possible without a
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requirement for onsite improvements, let alone funding of any such improvements by
Caltrans.

Contracting Authority to Develop Public/Private Partnerships. Regarding the development of
an entirely new public/private partnership SRRA, the preferred strategy is for the private partner to
design and construct the facility conforming to Caltrans’ building/design criteria. Although this
strategy has been found to be complicated by the State’s restrictions on the ways in which the
project must be designed and constructed, it will pertain in relatively few cases, and none of the
three public/private partnership strategies identified above would necessarily require new design or
construction, let alone on land controlled by Caltrans.

However, in the situations where Caltrans were to seek a public/private partnership on Caltrans
controlled land, a 2006 memorandum by Caltrans’ Deputy Chief Counsel Thomas C. Fellenz should
be noted. In that memorandum Mr. Fellenz expressed a legal opinion that, the “Streets and
Highways Code section 226.5 does not authorize the Department to solicit design-build proposals
for demonstration roadside rest area units” and that ““the Department does not currently have any
other desiggn-build authority which can be invoked for the demonstration roadside rest area
projects.”

Mr. Fellenz concluded that Caltrans must itself perform or procure the (a) design, (b) construction,
and (c¢) maintenance/operations in three separate efforts. The California Public Contract Code
(Section 10, Part 100) also mandates that Caltrans design and bid the construction of such projects.

In his conclusion, Mr. Fellenz offers Caltrans the following contracting options:
(1) Issue three separate contracts for design, construction, and operation/maintenance,
(2) Seek design-build authority with legislation to change Section 226.5, and/or
(3) Do the first and second simultaneously, or

(4) Caltrans could assume authority exists to enter into design/build contracts under Section
226.5, solicit proposals, and then defend against legal challenges, if there are any. It was judged
that if no one had any reason to challenge the design-build procurement, option (4) would
succeed. However, it would leave open the possibility for anyone unsatisfied with the project to
try to obstruct it.

However, Mr. Fellenz’ conclusions would not appear to pertain to the predominant partnership
scenarios available to Caltrans, namely:

e Designation of a previously developed commercial site as an Oasis, ARASO, or APF.

For the case where Caltrans controls the land, Caltrans has not provided a definitive judgment on
the design/build contracting issue. If it is determined that Caltrans cannot allocate design and
construction responsibility to the private partner under any circumstances, and has to engage three
separate contractors to design, build, and operate the SRRA, that approach might still work,

? “Memorandum” from Thomas C. Fellenz to Keith Robinson, “Legal Opinion — Rest Stops”, September 18, 2006.
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although it would be a more expensive alternative to allowing the private partner to perform all of
those services.

Substantial costs savings would likely result if the private partner were able to design and construct
the SRRA instead of Caltrans. The savings would be due to three factors. First, when Caltrans
designs SRRA facilities, the Department seeks to minimize its annual maintenance costs by
designing and constructing a very robust and therefore expensive structure. Second, Caltrans
requires that union labor perform the construction. Third, significant administrative costs for land
acquisition, design, construction and project development supervision can be assumed by the
private partner. In addition, Caltrans will devote much more time to those efforts than will a
private partner. For these reasons, it is recommended that Caltrans seek to give design-build
responsibility to the private partner.

3. Strategies for Implementing Public/Private Partnerships

This section provides recommendations and strategies to overcome the challenges to implementing
public/private partnerships in California. The strategies are intended to yield successful
partnerships for all four types of public/private ventures, including Commercial Lease SRRAs on
Caltrans-controlled land, Interstate Oases, Alternative Rest Area Stopping Opportunities
(ARASOs), and Auxiliary Parking Facilities (APFs), which might be pursued under the new SRRA
master plan.

Due to federal prohibitions against developing commercial services on federally funded highway
right-of-way and opposition by powerful industry lobbying groups, it is recommended that Caltrans:

e Seek to implement public/private SRRA partnerships which offer commercial services
exclusively at off-line locations, outside the highway right-of-way.

Of the four models discussed in the preceding sections, including leases on Caltrans-controlled land,
Interstate Oases, Alternative Rest Area Stopping Opportunities (ARASOs), and Auxiliary Parking
Facilities (APFs), the Interstate Oasis model is judged not only to be the most effective in achieving
rest area objectives, but also to be the least restricted by current California law and policies and
therefore offering the best chance of being successfully implemented. This is particularly true,
because this model is supported by powerful industry groups, including especially NATSO, that
have been so successful in defeating past efforts to develop partnership SRRAs nationally.
Therefore, it is recommended that Caltrans:

e Emphasize efforts to develop Oasis-type partnerships, particularly focusing on the
Intestate Oasis Program, as the primary form of rest area public/private partnerships
developed at off-line locations,

e Modify California law where necessary to conform to the Federal Interstate Oasis
Program and enable the most cost-effective procurement and contracting system for
the lease model.

e Adapt policies to implement the Federal Interstate Oasis Program as written.
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e Adopt strategies to minimize interest group opposition, for example by restructuring
the Alternative Rest Area Stopping Opportunity signing program specified in the
PDPM to closely resemble the Federal Interstate Oasis Program’s signing program.

By adopting these recommendations, Caltrans will enhance its potential for partnering with both
existing and prospective commercial enterprises along its highways to provide motorists with rest
area services in various forms, and especially an Oasis-type partnership, judged to be the most
readily implementable and cost-effective.

Since Oasis-type partnerships have not yet been implemented, it is recommended that Caltrans:

e Initiate an Oasis pilot program by developing the necessary policies, rules and
regulations, etc. at a select few sites considered to offer the highest probability of
success and greatest benefit to the state and motoring public.

In this initial effort, Caltrans should:

(1) Compile compelling evidence that an Oasis designation and signing on the Interstate will
effectively attract significant numbers of stopping motorists and induce visitor spending -
including data obtained from other states and from monitoring Caltrans’ own pilot program.

(2) Use the information obtained to promote the Oasis program and plan Oasis parking and
service needs.

(3) Gather data on travelers’ attitudes toward and use of Oasis facilities.
(4) Monitor partners’ reactions to the program.

(5) Adapt subsequent program implementation methods, as appropriate, based on the above
information.

To maximize the private sectors interest in participating in the pilot Oasis program and to promote
the public use of Oasis sites, it is recommended that Caltrans implement the following strategies:

e Develop a marketing and outreach plan. While implementing the pilot Oasis program it
is highly recommended that Caltrans simultaneously develop a marketing plan and engage
in targeted outreach to educate the public and especially prospective users and partners,
about the program. This effort should include:

» Promote the program with representatives of key industry groups/associations whose
support of the Oasis program 1is critical, including especially the National
Association of Truck Stop Operators (NATSO), whose constituents are especially
likely to become Caltrans’ Oasis partners.

» Development of a webpage on the Department’s website which provides an
overview of the program including - how private operators can apply to become
partners in the program, program policies/regulations, maps showing prospective
Oasis locations, and other pertinent information.
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» Development of a separate webpage on the Department’s website that includes an
interactive map and information about Oasis and SRRA facility amenities (including
commercial services) statewide, which would enable free interactive access in real
time by mobile web devices such as smart phones, laptops, tablets, and vehicle
navigation systems.

» Work with other state government agencies, such as the California Travel and
Tourism Commission, Cal Parks, the Department of Motor Vehicles, to learn of and
distribute information about the program.

» Work with California Welcome Centers, chambers of commerce, regional visitor and
convention bureaus, and auto, auto and truck/bus transportation organizations
(CSAA, California Trucking Association, and others) to provide travelers with
information about the program.

e Seek initial private Oasis partners whose existing facilities are adequate or nearly
adequate and therefore require minimal capital improvement investments to meet Oasis
requirements (such as parking and/or restroom expansions).

e Keep fees for private partners to participate in the program to a minimum. It is
recommended that Caltrans not charge any fees, at least initially, for private partners to
apply for or participate in the program - such as for signage or site access improvements.

e Develop the first Oasis-type partnerships exclusively along Interstate highways, strictly
adhering to FHWA Interstate Oasis program criteria and principles, and thereby minimize
potential interest group opposition.

These strategies are intended to provide the greatest incentives to prospective private partners to
participate in the Oasis program, and therefore offer Caltrans the best chances for program success.

An effective marketing and outreach program will represent an excellent investment in the Oasis
program, since informing potential Oasis visitors will serve to entice prospective partners’
participation in the program. If potential partners believe that their location will be seen on various
media outlets in different locations, this can add significant value to being designated as an Oasis.
Mobile real-time access to web-based technology, including maps and site facility information, will
be an especially important means to promote the Oasis program at relatively low cost.

An Oasis-type partnership would be as effective as a Commercial Leased SRRA in providing
convenient and extensive rest area services. However, it would be much more effective in
minimizing not only Caltrans’ capital and repair and maintenance costs, but also its time for
implementation. However, the Oasis model offers Caltrans only a contractual control of the site,
and therefore does not provide the long-term control offered by a Commercial Lease SRRA.
Therefore, if Caltrans’ highest priority is to control the site over the long-term, but not necessarily
to minimize capital and maintenance costs or expedite project implementation, Caltrans should:
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e Acquire the site and implement a procurement process for a lease with a private
partner who would design, develop, operate and maintain the commercial services rest
area to Caltrans’ specifications.

As previously discussed, given the apparent requirement for Caltrans to design and build the SRRA
facility when the Department funds any onsite improvements, every effort should be made to
restrict Caltrans’ funding responsibility to the design and construction of off-site improvements,
namely the access improvements and bringing utility services to (not into) the site. Avoiding the
funding of onsite improvements would substantially reduce Caltrans’ share of SRRA development
costs, as doing so would avoid triggering the Department’s requirement to design and build the
entire SRRA facility should the Department fund any onsite improvements.

Therefore, it is recommended when pursuing a Commercial Lease SRRA that Caltrans should favor
selecting sites where:

e Caltrans’ share of the capital costs would be limited to making off-site access
improvements, bringing utility services to the site, possibly preparing the site for
development, but making design and construction of all on-site improvements entirely
the partner’s responsibility.

There is still some uncertainty about Caltrans’ ability to lease land for a Commercial Lease SRRA
rather than own it. If Caltrans were to consider such a lease arrangement, it is recommended that
Caltrans seek clarification regarding its ability to sublease the land to a private operator under
Section 104 of the California Streets and Highways Code. Specifically, it is recommended that
Caltrans determine if the Department could:

e Sublease land or otherwise transfer use of land leased by Caltrans to a private
operator for development of public rest area facilities, including the development of
parking lots and restrooms onsite.

To maximize a private partner’s potential capital contribution under a Commercial Lease SRRA,
Caltrans should maximize the private partner’s ability to sell traveler-related items and services, and
therefore maximize its revenues and profits. Therefore, Caltrans should:

e Permit the commercial partner to sell fuel, food & beverages, and retail merchandise,
offer advertising for local business/attractions and other secondary services, provide
ATMs and sell lottery ticket sales.

Caltrans should consider all possible contractual incentives permitted by law that will help attract
private sector partnership interest. Therefore, Caltrans should:

e Offer as many favorable contract terms as possible, such as a very long term lease, low
lease rates and annual rate escalations, and property and other tax exemptions which
in combination enable the private partner to realize a reasonable internal rate-of-
return. Additionally, Caltrans might guarantee not to enter into other leases or forms
of rest area partnership arrangements within some stated distance and for a stated
period of time.
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If Caltrans opts to enter into a lease or other agreement with a private partner who would either (a)
expand a previously developed commercial site or (b) develop a new site, Caltrans should:

e Specify that the private partner design and construct all facilities, including the public
facilities, according to Caltrans’ requirements.

Should Mr. Fellenz’ legal judgments apply in the case where Caltrans seeks to develop an
undeveloped site for a Commercial Lease SRRA, recognizing that a private partner would prefer to
design and contract for the construction of the commercial facilities, of the four contracting options
that Mr. Fellenz suggests are available to Caltrans, it is recommended that Caltrans:

e Assume authority exists to enter into a design/build contract under Section 226.5,
solicit proposals, and then defend against legal challenges, if any should arise.

If blind vendors are to have priority to sell retail goods and food and beverages under any of the
types of public/private partnership arrangements described in this report, it would make such
partnerships very difficult, if not impossible, to implement. In particular, if Caltrans had to require
an existing enterprise to alter its operations to engage a blind vendor, this would very likely exclude
the possibility of engaging an existing enterprise under an Oasis, ARASO or APF agreement.
Therefore, Caltrans should clarify:

e Which, if any, of the four public/private partnership arrangements described here
(Commercial Lease SRRA, Interstate Oasis, ARASO, or APF) constitute state control
of the property as pertaining to its requirement to give priority to blind vendors to
operate vending facilities.

If it turns out that Caltrans does have such an obligation to blind vendors:

e Caltrans should negotiate with a representative of the blind vendors (perhaps the
Randolph-Sheppard Vendors of America) to find a compromise that would satisfy
their desires while enabling implementation of public/private partnerships, perhaps by
adding or expanding vending machines at an online SRRA.

These recommendations should be adopted and implemented when developing public/private
partnership SRRAs at locations identified in this report.
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I1l. RECOMMENDATIONS FOR EXISTING SRRAS
A. CRITERIA USED TO EVALUATE EXISTING SRRA LOCATIONS

This section summarizes the findings and recommendations for all 87 rest areas on the following
California highways.

» Interstate 5 » U.S. Highway 97 » State Highway 58
» Interstate 8 » U.S. Highway 101 » State Highway 70
» Interstate 10 » U.S. Highway 199 » State Highway 99
» Interstate 15 » U.S. Highway 395 » State Highway 111
» Interstate 40 » State Highway 36 » State Highway 299
» Interstate 80 » State Highway 44

» Interstate 280 » State Highway 46

The findings and recommendations for each rest area are presented by highway route in the
subsections that follow. In each subsection, a summary table presents key characteristics for each
rest area located on the particular highway route, including levels of SRRA use, estimated parking
deficiencies, distances between SRRAs and alterative stopping opportunities, the level of alternative
stopping opportunities in the region, and the rural/urban nature of the SRRA location. The
following criteria were considered when analyzing existing SRRAs:

Average Annual Daily Traffic (AADT). The average annual daily traffic estimates provided by
Caltrans reflect estimates of average 24-hour bi-directional traffic volumes on highway routes
maintained by Caltrans. AADT levels at interchange/count locations closest to a given rest area
were used to understand the average volume of traffic passing by the SRRA each day and therefore
provide an indication of the service potential for each SRRA. All else being equal, an SRRA
located on a route with higher AADT has a greater potential to serve a higher number of users.
Since the primary objective of an SRRA is to provide a safe and secure place for fatigued drivers to
stop and rest, SRRAs that have the potential to serve a greater number of users should be seen as
providing a higher level of public value compared to SRRAs on routes where AADTs are
considerably lower. In this study, route AADT ranges from 132,000 on I-5 near Aliso Creek to
1,200 on U.S. 395 near Secret Valley SRRA, with an average AADT for all SRRA locations of
roughly 30,000.

Level of SRRA Use. Traffic surveys were performed at SRRAs to generate a direct count of the
number and type of vehicles entering each SRRA. Where counts were not performed directly,
traffic count data from recent past surveys was provided by Caltrans. The traffic counts were
performed at 63 SRRAs over a continuous seven day period for 24-hours per day. Vehicle counts
were classified according to the FHWAs vehicle count classification scheme. The average number
of vehicles entering SRRAs over the 7-day period ranges from 3,007 vehicles daily at Aliso Creek
North Bound SRRA on I-5 to 56 vehicles daily at Two Rivers SRRA on State Route 111. Based on
the vehicle count surveys performed as part of this analysis and available counts from previous
surveys performed by Caltrans, at each of the 87 SRRAs, on average 74% of vehicles entering
SRRAs are autos and 26% are trucks and buses.
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In addition, surveys which counted the number of people in vehicles using SRRAs were conducted
at Aliso Creek South Bound (I-5), Weed Airport North Bound (I-5), Valley Wells West Bound (I-
15), Bogard (State 44), and Division Creek (U.S. 395). The user surveys were performed over a 24-
hour period for one weekday, one weekend day, and one holiday.

Obviously SRRAs with greater vehicle counts indicate locations where the demand for rest area
services is high and therefore reflect locations that provide a high degree of value within the
statewide rest area system. Conversely, rest areas with lower vehicle counts serve fewer travelers
and have a relatively lower value in terms of the absolute number of travelers served. However,
since SRRA use is only partly related to AADT levels on the route on which the SRRA is located
use is also related to the proportion of passing vehicles that actually stop at the rest area, or the
stopping factor. The stopping factor is defined as the percentage of route AADT stopping at the
rest area on a daily basis and is determined based on the average number of vehicles entering the
SRRA over a 24-hour period divided by the route AADT. Stopping factors at SRRAs in California
range between approximately 1% at Two Rivers SRRA on State Route 111 to 20% at Bogard
SRRA on State Route 44. The average stopping factor for all SRRAs in California is roughly 7%.

The stopping factor must be considered in combination with AADT to judge rest area demand.
Stopping factors tend to be higher on routes where there are few alternative stopping opportunities,
with high spacing between SRRAs, in a remote location, and where route AADT is low.
Conversely, stopping factors are lower on routes with more alternative stopping opportunities,
closer SRRA spacing, in more urban locations, and where route AADT is high. One indicator that a
rest area is potentially underutilized and therefore would provide less public service value would be
on routes where the SRRA AADT is low and the stopping factor is low, which indicates that
demand for rest area services is low relative both to AADT volumes and in terms of the absolute
number of rest area users. Therefore, SRRAs where both the stopping factor and SRRA AADT are
low may be candidates for potential closure or conversion to Vista Points, especially if alternative
stopping opportunities are located nearby.

Parking Deficiencies and Expansion Potential. Current and future parking needs were estimated
based on parking demand equations provided in the Caltrans Highway Design Manual. SRRA
parking needs were estimated over a 20-year planning period to the year 2030. Future parking
needs were compared to the current number of auto and truck/bus parking spaces at each SRRA and
parking deficiencies estimated for both automobiles and trucks/buses. SRRAs requiring additional
parking were than analyzed to determine:

e  Whether the SRRA could accommodate the necessary parking expansion onsite or,

e Whether additional parking is required to be developed off-site, either at a new SRRA, by
expanding the existing right-of-way to accommodate more parking area within the existing
SRRA, or by addition of a public/private partnership providing rest area service — i.e.,
Interstate Oasis, ARASO, etc.

Where additional parking is judged necessary, the area needed to accommodate the additional
parking is estimated for new right-of-way adjacent to the SRRA, at a new SRRA location, or
alternatively for a public/private partnership. Prospective public/private partnership locations and
contact information of potential partners are identified and indicate whether the existing private
entities meet the minimum criteria for either an Interstate Oasis or Caltrans’ alternative rest area
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stopping opportunity designation and in what way, if any, the private entity does not currently meet
the minimum criteria.

When identifying private operators with which Caltrans might partner to provide the additional
parking required at a nearby SRRA, the parking expansion potential of the private operators’ site
was evaluated. Where data was available, county GIS websites were used to analyze parcel
ownership at the private operator’s site to judge whether vacant land adjacent to the site might be
owned by the operator and therefore whether parking expansion might be possible without requiring
additional land acquisition. However, determining the number of parking spaces and therefore land
required at a prospective private partners location is complicated by a number of factors. First, no
Oases have been developed as yet and therefore no data is available from which to estimate the
stopping factors for such commercial operations outside an Interstate right-of-way, which can often
be locations that are less visible and have poorer access from the Interstate compared to an SRRA.
Second, since some visitors will use the commercial facilities, the average length of stay at a
commercialized rest area might be longer than at an SRRA, parking spaces might turn over slower,
and therefore more parking spaces might be required to accommodate the stopping traffic. Third,
data was not available for this study indicating prospective private partner’s parking occupancies. If
unused parking capacity exists, additional parking might not be required. Therefore, the number of
parking spaces, or amount of additional land required for parking expansion, at an Oasis/ARASO
parking facility could not be accurately estimated. Instead, this study considered (a) whether
prospective private partner offer at least the same or more parking than the current and future
parking deficiencies at the nearby SRRA being considered and (b) whether the partner owns vacant
land adjacent to their site on which additional parking might be developed. Clearly, more
information will be necessary before negotiating a partnership arrangement. This analysis merely
offers an initial guide to where such potentials exist.

The California Highway Design Manual states that ““the maximum parking capacity for a safety
roadside rest area unit should not exceed 120 total vehicular parking spaces” and that “if more
than 120 vehicular parking spaces are needed, it is advisable to consider the development of
additional safety roadside rest areas as identified on the Safety Roadside Rest Area System Master
Plan, or development of an auxiliary parking facility.” Therefore, when estimates of current or
future parking needs result in parking levels exceeding 120 spaces, then off-site parking — whether
provided via a traditional SRRA or public/private partnership facility — is judged to be required.

Where SRRA parking deficiency was estimated to be only 1-2 spaces by 2030, we did not
recommend actions to expand the parking opportunity, unless a very low- or no-cost opportunity
was available and the value of the additional parking was high. Where we estimated parking
deficits greater than 2 spaces by 2030, we sought to recommend the most cost-effective method of
expanding parking, such as where (1) the existing rest area right-of-way would accommodate
parking expansion, (2) where low- or no-cost options were available nearby, such as engaging a
private partner for development or provision of a parking facility provided under a public/private
partnership arrangement (e.g. Interstate Oasis), or (3) locations where Caltrans judged that vacant
land adjacent to a particular SRRA might be suitable for acquisition for parking expansion,
considering the potential cost of this land.

Our research, which documented evidence of unauthorized truck parking, indicated rest area
locations where truck parking demand might already periodically exceed truck parking capacity,
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and therefore could indicate a current need for supplemental truck parking near those rest areas.
The research also indicated incidences of unauthorized truck parking in areas not served by rest
areas, and therefore a need for entirely new sites to accommodate truck parking — such as either
entirely new rest areas or utilizing public/private partnerships such as Oasis, ARASOs, or APFs.

In making recommendations regarding the type of parking expansion that Caltrans might pursue at a
particular SRRA location, this analysis first considered the total amount of parking deficiencies at
the SRRA and whether or not existing developable right-of-way at the SRRA is sufficient to
provide the additional parking required. In general, parking expansion onsite within the SRRA is
judged to be preferable over other options such as developing an Interstate Oasis, ARASO, or APF
in the region, as this option yields the greatest long-term guarantee that parking will be available to
the public and provides Caltrans with the greatest level of control of the site. However, in certain
instances where the additional amount of parking required to meet forecasted parking demand is
relatively high and existing developable right-of-way is insufficient to provide all of the required
parking, then a combination of onsite parking expansion and development of Interstate Oases,
ARASOs, or APFs is recommended. In cases where there is not only insufficient right-of-way to
develop all of the required additional parking, and/or where the parking deficiencies are relatively
large, and also costly to develop, the study recommends developing Interstate Oases, ARASOs, or
APFs as a means of creating cost savings to the state. Finally, for SRRAs where parking expansion
is not possible onsite, and where there are few ASOs available in the region with whom to develop
Interstate Oases, ARASOs, or APFs, then it is recommended that Caltrans acquire additional right-
of-way to provide the additional parking either on land adjacent to the SRRA or elsewhere in the
region.

SRRAs with the greatest parking deficiencies should be considered as priority locations where
additional parking should be developed first. A total of 53 of the 87 SRRAs statewide were
estimated to have some amount of parking deficiency by 2030, which ranged to as many as 76
spaces and averaged 20 spaces. Auto parking deficiencies ranged up to 61 spaces and averaged 17
spaces, while truck/bus parking deficiencies ranged up to 22 spaces and averaged 8 spaces.

Spacing Between SRRASs. Spacing between SRRASs is a key safety factor when considering the
importance of existing SRRAs and planning the location of new SRRAs. Recommendations
regarding the optimal spacing distance between SRRAs vary according to the recommending
agency, the characteristics of the particular highway segment being considered, and the number,
sizes and spacing of alternative stopping opportunities.

Subsection 219(a) of the California Streets and Highways Code states that “Safety roadside rests
should be provided so that, in combination with other stopping facilities, there shall be facilities
available at intervals of approximately one-half hour’s normal driving time.” This translates to
spacing between SRRAs and “other stopping facilities” of approximately 30 miles apart assuming
an average speed limit of 60 miles per hour. Importantly, the fact that this guideline states “in
combination with other stopping facilities” suggests that the recommended spacing could be
achieved through a combination of traditional SRRAs plus ““other stopping opportunities,” which
could potentially include Interstate Oases, ARASOs, APFs or other stopping opportunities.

The American Association of State Highway and Transportation Officials (AASHTO), a leading
organization providing transportation-related technical and policy guidelines, recommends spacing
SRRAs at intervals of 60 miles, yet states that “professional judgment should be used concerning
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final spacing for their best use. The obvious point from which to assess this spacing is to calculate
distance from the previous [rest] area”

AASHTO recognizes the difficulty in adhering to a rigid SRRA spacing rule, stating that “It is
difficult to establish a consistent approach to spacing rest areas when availability of potential sites
is the controlling factor.” AASHTO suggests the circumstances under which exceptions might be
made to the 60 mile spacing rule, including:

e “Near large cities, where sites may not be available”,
e  “Where costs of acquiring property are prohibitive”, and
o “Where motorist services are readily available.”

AASHTO concludes that, “In the final analysis, spacing depends almost entirely on professional
judgment.” This study concurs with the AASHTO judgment, given that the need to develop SRRAs
will differ from location to location and flexibility in spacing is useful to meet the varied needs of
the traveling public.

FHWA’s “Non-Regulatory Supplement for Part 752” requires that if Caltrans chooses to abandon
an existing SRRA, then the Department must ensure that “distances between the remaining rest
areas are reasonable.” In this case, the FHWA states that “a spacing of an hour's driving time or
less is considered to be reasonable unless an extenuating circumstance can be established.”
Considering the average speed along most highways, the hour drive time would tend to translate to
a distance of roughly 60 miles, similar to AASHTO’s general spacing recommendation.

SRRA spacing is an important safety issue since, all else being equal, the greater the distance
between SRRAs on a particular route, the fewer opportunities there are for drivers to stop and rest
when fatigued, which in turn has the potential to lead to a greater number of fatigued related traffic
accidents. A recent Caltrans study of the relationship between fatigue-related collisions and the
provision of SRRAs found that fatigue-related collisions tend to increase beginning 30 miles from
SRRAs, suggesting that 30 miles might represent an optimal spacing. However, this study did not
state a conclusion regarding optimal SRRA spacing.

In a nationally representative telephone survey of U.S. drivers conducted in the spring of 2010,
41.0% of drivers admitted to having “fallen asleep or nodded off” while driving at some point in
their lives, including 11.0% within the past year and 3.9% in the past month. The study found that
more than one in four drivers admitted to having driven when they were “so sleepy that [they] had a
hard time keeping [their] eyes open” within the past month. The study estimated that 7.0% of all
crashes in which a passenger vehicle was towed, 7.2% of crashes that resulted in at least one person
being treated for a non-fatal injury, 13.1% of crashes that resulted in at least one person being
admitted to a hospital, and 16.5% of fatal crashes involved a drowsy driver.'® The study’s findings
highlight the important role that rest areas can play in providing a safe and secure location for tired
drivers to stop, rest, and refresh themselves. A clear implication is that an expansion in the number
of SRRAs or alternative stopping opportunities, especially in locations that are remote or where few
stopping opportunities exist, could help reduce the number of fatigue related accidents.

' Brian C. Tefft, Asleep at the Wheel: The Prevalence and Impact of Drowsy, AAA Foundation for Traffic Driving
Safety, November, 2010.
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In general, the greater the spacing between SRRAs, the more critical the SRRA location within the
statewide rest area system, particularly if alternative stopping opportunities are limited in the region
between SRRAs. Conversely, if spacing between successive SRRAs on a given route is small and
alternative stopping opportunities exist along the route segment, then the SRRA might be
considered less of a critical location within the overall SRRA system. Spacing between SRRAs on
the same route ranges from 331 miles between Camp Roberts South Bound and Moss Cove SRRA
on U.S. Highway 101 and 21 miles between Irvine Lodge and Empire Camp SRRA also on U.S.
Highway 101. The average spacing between SRRAs on the same route is 71 miles, slightly greater
than the 60 mile/1-hour spacing recommendations by AASHTO and FHWA.

Availability of Alternative Stopping Opportunities. Alternative stopping opportunities (ASOs)
play an important role in filling in the gaps in stopping opportunities between SRRAs on a given
route. Although long-term parking, 24-hour access, and free use of restrooms are not always
provided at the commercial facilities that typically comprise ASOs, in general these facilities still
provide important opportunities for travelers to stop, rest, and refresh themselves.

The locations and sizes of (ASOs) - including highway commercial operations, such as gas stations,
truck stops, restaurants, etc. — were analyzed in conjunction with SRRA spacing. Distances from a
given SRRA to the nearest ASO were estimated using Google Earth.

In reviewing the spacing between SRRAs, this study also examined the location, distance to, and
volume of ASOs between the SRRAs. In cases where there are few ASOs between a pair of SRRAs
on a particular route, each SRRA plays a relatively more critical role in providing stopping
opportunities compared to cases where ASOs exist between the SRRAs. Since long-haul
commercial truck drivers require larger parking spaces and seek locations with longer term parking,
there are generally fewer ASOs able to accommodate large trucks, suggesting that SRRAs are
relatively more important to large trucks even when intermediate ASOs are available.

The distance from SRRAs to the nearest ASO ranges from 0.5 miles north of Coso Junction SRRA
to 55 miles west of John Wilkie SRRA. The average distance from SRRAs to the nearest ASO is
13 miles.

Urban, Rural, or Remote Location. Each SRRA was also characterized as being located in an
urban, rural, or remote location. This characterization of each SRRA location is based on a review
of populations and population densities (i.e., persons per square mile) within a 20 mile radius of the
SRRA using U.S. Census data. The proximity of the SRRA to nearby population centers was also
analyzed based on a general assessment using Google Earth. Highways running through urban
areas typically have more alternative stopping opportunities, greater levels of commuter traffic, less
developable or vacant land, and higher land values. For these reasons, highways in more urbanized
locations are often less suitable for SRRA development while also having lower demand for rest
area services. This judgment is reflected in the Code of Federal Regulations subsection 752.5 (e)
which states that “Proposals for safety rest areas or similar facilities on Federal-aid highways in
suburban or urban areas shall be special case and must be fully justified before being authorized by
the FHWA Regional Administrator.” However, subsection 219(b) of the California Streets and
Highways code states that “On highway entrances to large metropolitan areas, safety roadside rests
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may be provided.” Therefore, both federal law and California code recognize that there may be a
need for SRRAs near large metropolitan urban centers, particularly to serve commercial trucks.

In general, in more remote areas, where there are few and small population centers and where
alternative stopping opportunities are limited, SRRAs should be considered more critical to the
SRRA system. This is especially true considering that many of the travelers utilizing SRRAs in
remote regions will likely have been driving for longer periods of time between breaks, since there
are fewer opportunities for travelers to stop and rest. This study classifies 10 SRRAs (11%) as
being located in urban areas, 51 SRRAs (59%) located in rural areas, and 26 SRRAs (30%) as being
in remote locations.

The following sections present key information and recommendations for each SRRA based on the
criteria discussed above.

B. INTERSTATES

Exhibit 1 summarizes key use, traffic, and geographical information for each of the 28 rest areas
located on I-5. The data summarized in the exhibit has been used to make judgments regarding
whether the rest area should remain open, is a candidate for potential closure, whether parking
expansion is required, and whether the SRRA can accommodate the required parking expansion or
whether a new rest area facility is required.

Exhibit 1. Key Statistics for SRRASs on Interstate 5

Distance ASO Urban, 2030
Distance to toNext = Volume Rural, or Parking Type of
SRRA List By Route SRRA  Stop. Next SRRA ASO in Remote | Deficiency Parking
Route AADT AADT Factor (Miles) (Miles) Region = Location?  (Spaces) Expansion™!

Aliso Creek NB 132,000 | 2,351 3.6% 147 N/None S | 14N/6 S High Urban None None
Aliso Creek SB 132,000 | 3,007 4.6% 147 N/None S | 14N/6 S High Urban None None
Onsite and/or
Tejon Pass NB 67,000 2,281 6.8% 53 N/147 S 10 N/1 S | Moderate Rural 30 Oases
Tejon Pass SB 67,000 1,730 5.2% 53 N/147 S 10 N/1 S | Moderate Rural None None
Buttonwillow
NB 28,000 1,152 8.2% 61 N/53 S 19 N/2 S | Moderate Rural None Onsite
Buttonwillow SB | 28,000 1,283 9.2% 61 N/53 S 19 N/2 S | Moderate Rural 5 Onsite
New ROW
Coalinga Avenal Adjacent and
NB 30,000 1,731 11.5% 66 N/61 S 5N/1S | Moderate Rural 71 Oases
New ROW
Coalinga Avenal Adjacent and
SB 30,000 1,790 11.9% 66 N/61 S 5N/1'S | Moderate Rural 76 Oases
22 N/18
J.C. Erreca NB 34,000 1,168 6.9% 59 N/66 S S Low Rural None None
J.C Erreca SB 34,000 1,206 7.1% 59 N/66 S 22 N/18 Low Rural None None

! parking expansion terms: “Onsite” refers to parking expansion within the current-right-of way of the SRRA; “New
ROW Adjacent” refers to Caltrans purchasing land adjacent to the SRRA for parking expansion; “New SRRA” refers to
developing a state owned SRRA; “Oasis” refers to developing an Interstate Oasis partnership; “ARASO” refers to
developing an Alternative Rest Area Stopping Opportunity partnership; “APF” refers to developing an Auxiliary
Parking Facility.
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Distance ASO Urban, 2030

Distance to toNext = Volume Rural, or Parking Type of
SRRA List By Route = SRRA  Stop. Next SRRA ASO in Remote Deficiency Parking
Route AADT AADT Factor (Miles) (Miles) Region  Location?  (Spaces) Expansion™!
S
Westley NB 39,250 902 4.6% 112 N/59 S 18 N/4 S | Moderate Rural 23 Onsite
Onsite and New
ROW Adjacent
Westley SB 39,250 1,446 7.4% 85N/59 S 18 N/4 S | Moderate Rural 68 or Oases
Elkhorn 63,500 778 2.5% 27N/85S 2N/78 High Urban None None
Dunnigan SB 30,250 1,319 8.7% 27N/27 S 10 N/1 S | Moderate Rural 27 Oases
Dunnigan NB 30,250 980 6.5% 27N/ 112§ 10 N/1 S | Moderate Rural 11 Oases
Maxwell NB 24,750 759 6.1% 25N/27 S 20 N/6 S | Moderate Rural 1 None
Maxwell SB 24,750 780 6.3% 25N/27 S 20 N/6 S | Moderate Rural None None
Willows SB 25,100 730 5.8% 25N/25S 11N/58 High Rural None None
Willows NB 25,100 697 5.6% 25N/25 S 11N/58 High Rural None None
LT J.C. Helmick
NB 26,750 456 3.4% 22 N/25 S 15N/1 S High Rural 5 Onsite or Oases
LT J.C. Helmick
SB 26,750 483 3.6% 22 N/25 S I5N/1 S High Rural None None
New ROW
Herbert Miles Adjacent or
NB 36,500 843 4.6% 40 N/22 S 9N/6S High Rural 12 Oases
Herbert Miles
SB 35,250 793 4.5% 40 N/22 S TN/78 High Rural None None
New SRRA or
O'Brien 19,100 628 6.6% 59N/40 S 9N/7S | Moderate Rural 28 Oases
Lakehead 17,100 893 10.4% 49 N/49 S 8 N/2 S | Moderate Rural 11 Onsite
Weed Airport New SRRA or
NB 14,700 904 12.3% 33N/59 S 13 N/6 S | Moderate Rural 37 Oases
New SRRA,
ROW Adjacent
Weed Airport SB | 14,700 900 12.2% 33 N/49 S 13 N/6 S | Moderate Rural 37 or Oases
Randolph E.
Collier 13,500 817 6.1% None N/33 S 4N/10 S Low Rural None None

The following subsections discuss findings and judgments for each SRRA on I-5.
1. Aliso Creek SRRA."

Aliso Creek SRRA is located in San Diego County near a number of large population centers in
what should be considered an essentially urban environment. For example, the cities of Oceanside,
Carlsbad, Encinitas, and others are located within 20 miles south of Aliso Creek while the cities of
San Clemente, San Juan Capistrano, and others are located roughly 20 miles to the north. The cities
of Santa Ana and Irvine are within a one-hour drive north of the SRRA. Aliso Creek serves a
highway segment on I-5 with the highest average annual daily traffic (AADT) volumes of all 87
SRRASs considered in this analysis, with an AADT of 132,000 vehicles.

"2 Note throughout this section, the reader can hold down the Control key and click the name of the rest area in the
heading of each subsection to view a satellite image of the rest area in Google Maps.
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Currently Aliso Creek Northbound (NB) has 82 auto and 27 truck/bus spaces for a total of 109
parking spaces, and Aliso Creek Southbound (SB) has 89 auto and 29 truck/bus for a total of 118
parking spaces. There are no estimated current or future parking shortages at Aliso Creek NB or
SB. The current levels and mix of parking at Aliso Creek NB and SB are judged to be sufficient to
accommodate parking demand for autos and trucks over the 20-year planning period (to 2030).
Therefore, the current number and mix of parking spaces is judged to be sufficient to meet
current and future parking needs over the next 20 years and no parking expansion is necessary
at either Aliso Creek NB or SB.

The closest rest area to Aliso Creek on I-5 is Tejon Pass, which is located 147 miles north. There
are no rest areas located to the south of Aliso Creek on I-5. As Aliso Creek is located in an urban
environment, relatively high volumes of alternative stopping opportunities (ASOs) exist in the
region. The nearest ASOs are located 14 miles north and 6 miles to the south of Aliso Creek.
Although the spacing of 147 miles between Aliso Creek and Tejon Pass is substantially greater than
the general SRRA spacing guidelines recommended by AASHTO and FHWA of 60 miles or a 1-
hour drive, respectively, there are many large communities both north and south of Aliso Creek
which provide numerous ASOs at intervals less than 60 miles or a 1-hour drive north and south of
Aliso Creek. Considering the location of ASOs along this segment of -5, the distance between
SRRAs and nearby ASOs is in line with the half-hour drive time spacing recommendations
stipulated in Subsection 219(a) of the California Streets and Highways Code.

Traffic surveys conducted at Aliso Creek as part of this analysis found that average daily traffic at
the Aliso NB and SB units to be 2,351 vehicles and 3,007 vehicles, respectively. Aliso Creek SB
and Aliso Creek NB have the 1% and 2™ highest recorded average daily traffic levels of all SRRAs
in California, respectively. This level of use translates into stopping factors of 3.6% and 4.6% for
Aliso Creek NB and SB, respectively, which rank as the SRRAs with the 66™ and 60™ highest
stopping factors of all 87 SRRAs statewide. The relatively low stopping factors, which are below
the average stopping factor for all SRRAs of 7.0%, are explained by the extremely large AADT
volumes along this segment of I-5, the proximity to urban centers with large numbers of alternative
stopping opportunities and higher volumes of commute traffic. Approximately 72% of the vehicles
entering Aliso Creek NB are autos and 28% are trucks/buses, while 80% of vehicles entering Aliso
Creek SB are autos and 20% are trucks/buses. Aliso Creek NB has similar proportions of vehicles
entering the rest area as the average proportions for all rest areas of 74% autos and 26%
trucks/buses, however Aliso Creek SB has higher than average proportions of auto traffic and lower
levels of truck traffic.

Considering the very high average number of vehicles using the rest area on a daily basis, the high
route AADT at this location, and considering the location/spacing factors, Aliso Creek NB and SB
are judged to represent SRRAs that provide a high degree of value to the traveling public and
should remain within the rest area system.

2. Tejon Pass SRRA.

Tejon Pass SRRA is located in a rural region of Kern County, near the northern portion of the
“Grape Vine” area of I-5 linking central and southern California. The closest large communities are
Bakersfield, located 35 miles to the north, and Santa Clarita which is roughly 40 miles south. Tejon
Pass SRRA provides an important resting opportunity for vehicles traveling through the Tejon Pass
where road conditions can be dangerous at times, particularly during the winter months when snow,
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wind, and rain can create hazardous driving conditions. Tejon Pass consists of two SRRA units
serving the northbound and southbound directions of travel on I-5. AADT on I-5 near Tejon Pass is
very high at 67,000 vehicles per day.

Existing parking at Tejon Pass NB consists of 76 auto and 44 truck/bus spaces for a total of 120
parking spaces, while parking at Tejon Pass SB consists of 80 auto and 40 truck/bus spaces. Tejon
Pass NB has no estimated current parking deficiencies, yet has a projected parking deficiency of 17
auto and 13 truck/bus spaces by the year 2030. Tejon Pass SB has no estimated current or future
parking deficiencies, therefore current parking levels are judged to be sufficient to satisfy parking
demand for autos and trucks over the next 20-year planning period (to 2030). Based on these
findings, current parking levels at Tejon Pass NB will need to be expanded by 17 auto and 13
truck/bus spaces to meet parking demand in 2030, resulting in a total of 150 parking spaces.
Caltrans has judged that there is likely sufficient right-of-way at the Tejon Pass NB unit to
accommodate the required parking expansion to meet 2030 parking demand. The California
Highway Design Manual (HDM) recommends that the number of parking spaces at a given rest area
unit should not exceed 120 spaces. However, developing the additional 30 parking spaces onsite
would be significantly less expensive as compared to purchasing additional right-of-way on which
to develop this parking. Furthermore, engaging in a public/private private partnership to provide
this additional parking would be less costly as compared to developing the additional parking
onsite, yet would not provide a long-term guarantee for the provision of the additional parking
spaces. Therefore, if Caltrans is unwilling to exceed the maximum parking space guideline of 120
spaces at Tejon Pass NB, a suitable alternative would be to develop the additional parking via an
Interstate Oasis. The following nearby ASOs in the region are potential candidate commercial
enterprises with which Caltrans might partner to develop an Interstate Oasis to provide some or all
of the required additional parking at Tejon Pass NB:

e Flying J Travel Plaza - 42810 Frazier Mountain Road, Lebec, CA 93243, (661) 248-2600;
Located off Exit 205 at Frazier Mountain Road/I-5 interchange, 1-mile south of Tejon Pass
SRRA (34.816704, -118.886885)"*; The site has approximately 240 auto and 240 truck/bus
parking spaces; Open 24/7; Site is accessible from both directions of travel on I-5. Currently
meets Interstate Oasis requirements.

e Petro Stopping Center - 5855 Dennis Mccarthy Drive, Lebec, CA 93243, (661) 663-4340;
Located off Exits 219A and 219B at Wheeler Ridge Rd/I-5 interchange, 13 miles north of
Tejon Pass SRRA (34.986149, -118.948276); The site has 185 auto and 415 truck/bus
parking spaces; Open 24/7; Site is accessible from both directions of travel on I-5. Currently
meets Interstate Oasis requirements.

e Travel Centers of America - 5800 North Wheeler Ridge Road, Arvin, CA 93203, (661)
858-2804; Located off Exits 219A and 219B at Wheeler Ridge Rd/I-5 interchange, 13 miles
north of Tejon Pass SRRA (34.988874, -118.942830); The site has 106 auto and 130
truck/bus parking spaces; Open 24/7; Site is accessible from both directions of travel on I-5.
Currently meets Interstate Oasis requirements.

" Note anytime the reader sees coordinates in blue font in this report, the reader can view a satellite image in Google
Maps of the location being referenced by holding down the Control key and clicking on the coordinates. Note that
location is indicated in Google Maps by the green arrow.
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It is recommended that Caltrans develop the additional parking onsite at Tejon Pass NB.
However, if exceeding the 120 parking space maximum specified in the Highway Design Manual
is not desirable or if developing this additional parking onsite is not feasible, it is recommended
that Caltrans seek to provide the additional parking needed by developing Interstate Oases in the
region. No parking expansion is required for Tejon Pass SB.

The closest SRRA to Tejon Pass is Buttonwillow, located 53 miles north on I-5 or less than a 1-hour
drive. The nearest SRRA to the south is Aliso Creek, at a distance of 147 miles or slightly longer
than a 2-hour drive. The closest ASOs to the north and south of Tejon Pass on I-5 are located 10
miles and 1 mile from the SRRA, respectively. There are moderate levels of ASOs to the north and
south of the Tejon Pass SRRA, providing a variety of nearby stopping opportunities. The spacing
between Tejon Pass and Buttonwillow conform to the maximum spacing guidelines provided by
FHWA and AASHTO of a 1-hour drive or a distance of 60 miles. The distance between Tejon Pass
and Aliso Creek significantly exceeds the FHWA/AASHTO spacing recommendations, however,
given the highly urban nature and large number of ASOs between these two rest areas, there are
many opportunities for travelers to stop and rest. Considering that the spacing of ASOs between
Tejon Pass and Aliso Creek is generally a 30 minute drive or less, this would tend conform with
spacing requirements stipulated in Subsection 219(a) of the California Streets and Highways Code.

Using data from traffic surveys conducted by Caltrans at Tejon Pass, average daily traffic at the
Tejon Pass NB and SB units were estimated to be 2,281 vehicles and 1,730 vehicles, respectively.
Tejon Pass NB has the 31 highest recorded average daily traffic levels of any SRRA in California,
while Tejon Pass SB ranks as the SRRA with the 8" highest daily traffic volumes. This level of use
translates into stopping factors of 6.8% for Tejon Pass NB and 5.2% for Tejon Pass SB. The
stopping factor for Tejon Pass NB is close to the average stopping factor for all SRRAs in
California of 7.0%, while Tejon Pass SB is lower. Approximately 62% of the vehicles entering
Tejon Pass NB are autos and 38% are trucks/buses, while 68% of vehicles entering Tejon Pass SB
are autos and 32% are trucks/buses. Both Tejon Pass NB and SB have relatively greater proportions
of truck traffic as compared to average proportions of trucks for all 87 SRRAs of 26% trucks/buses.

Considering the very high average number of vehicles using the rest areas on a daily basis, the high
route AADT at this location, and considering the location/spacing factors, Tejon Pass NB and SB
are judged to represent SRRAs that provide a high degree of value to the traveling public and
should remain within the rest area system.

3. Buttonwillow SRRA.

Buttonwillow SRRA is located in the Central Valley in a rural region of Kern County, lying
approximately 25 miles west of the city of Bakersfield, which is the largest community in the
region. The nearest large communities to the north are Fresno and Modesto at distances of 106
miles and 185 miles, respectively. However, these communities are not located directly on 1-5 and
are situated to the east, along State Route 99. The largest community to the south of the SRRA is
Santa Clarita, at a distance of roughly 94 miles. Buttonwillow consists of two SRRA units serving
the northbound and southbound directions of travel on I-5. AADT on I-5 near Buttonwillow SRRA
is moderate, at 28,000 vehicles per day.

Buttonwillow NB and SB each have a total of 100 parking spaces, including 67 auto and 33 truck
spaces at each unit. Although Buttonwillow SB does not have a current parking deficiency, the
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SRRA is projected to have a parking deficiency of 5 auto spaces by the year 2030. Buttonwillow
NB has no current or projected future parking deficiencies for either autos or trucks. According to
Caltrans, Buttonwillow SB has sufficient right-of-way on which to develop the additional 5 parking
spaces to meet 2030 parking demand. It is recommended that Caltrans seek to develop the
additional parking at Buttonwillow SB onsite. No parking expansion is required for Buttonwillow
NB.

The closest SRRA to the north of Buttonwillow is Coalinga-Avenal, at a distance of 61 miles or
roughly a 1-hour drive. The nearest SRRA to the south is Tejon Pass, at a distance of 53 miles or
slightly less than a 1-hour drive. The closest ASOs are located 19 miles north and 2 miles south,
with moderate levels of ASOs to the north and south of Buttonwillow providing a variety of nearby
stopping opportunities. The spacing between Buttonwillow and Tejon Pass and Coalinga-Avenal
are essentially in conformance with the maximum spacing recommendations provided by FHWA
and AASHTO. Considering that the spacing of ASOs between Buttonwillow, Coalinga-Avenal
and Tejon Pass is generally 30 minutes or less, this would tend conform with 30-minute drive time
spacing recommendations stipulated in Subsection 219(a) of the California Streets and Highways
Code.

Using data from traffic surveys conducted by Caltrans at Buttonwillow, average daily traffic at
Buttonwillow NB and SB were estimated to be 1,152 vehicles and 1,283 vehicles, respectively.
Buttonwillow SB has the 16™ highest recorded average daily traffic levels of any SRRA in
California, while Buttonwillow NB ranks as the SRRA with the 23" highest daily traffic volumes.
This level of use translates into stopping factors of 8.2% for Buttonwillow NB and 9.2% for
Buttonwillow SB. These stopping factors are slightly greater than the average stopping factor for
all SRRAs in California of 7.0%, with Buttonwillow SB and NB ranking as the SRRAs with the
22™ and 27" highest stopping factors of all 87 SRRAs statewide, respectively. Approximately 67%
of the vehicles entering Buttonwillow NB are autos and 33% are trucks/buses, while 68% of
vehicles entering Buttonwillow SB are autos and 32% are trucks/buses. Both Buttonwillow NB
and SB have relatively greater proportions of truck traffic as compared to average proportions of
truck traffic for all 87 SRRAs of 26%.

Considering the large number of vehicles using the Buttonwillow SRRA on a daily basis, the
moderate route AADT at this location, and considering the location/spacing factors, Buttonwillow
NB and SB are judged to represent SRRASs that provide a high degree of value to the traveling
public and should remain within the rest area system.

4. Coalinga-Avenal SRRA.

Coalinga-Avenal SRRA is located within Fresno County in a rural region of the Central Valley,
lying approximately 65 miles south of the city of Fresno. The nearest large communities to the
north are Modesto and Stockton at distances of 124 miles and 153 miles, respectively. However,
Fresno and Modesto are not located on I-5 and are situated to the east, along State Route 99. The
largest community to the south of the SRRA is Bakersfield, which is roughly 86 miles south, and is
located on State Route 99, not directly on I-5. Coalinga-Avenal consists of two SRRA units serving
the northbound and southbound directions of travel on I-5. Mainline AADT on I-5 at Coalinga-
Avenal is moderate, at 30,000 vehicles per day.
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Coalinga-Avenal NB and SB each have a total of 72 parking spaces, including 49 auto and 23 truck
spaces at each unit. Coalinga-Avenal NB has an estimated current parking deficiency of 14 auto
and 6 truck/bus spaces and a projected parking deficiency of 49 auto and 29 truck/bus spaces in the
year 2030. Coalinga-Avenal NB has the second highest projected future parking deficiency of all
87 SRRAs. Coalinga-Avenal SB has an estimated current parking deficiency of 21 auto and 2
truck/bus spaces and a projected parking deficiency of 60 auto and 15 truck/bus spaces in the year
2030. Coalinga-Avenal SB has the highest projected future parking deficiency of all 87 SRRAS.

According to Caltrans, existing right-of-way at both SRRA units is insufficient to develop all of the
required parking. Therefore, most of the required parking will need to be developed either by
expanding the SRRA by purchasing land adjacent to the NB and SB units or by providing the
additional parking at a new SRRA or Interstate Oasis in the region. Based on input provided by
Caltrans, expansion of the SRRA by acquiring adjacent right-of-way may be possible at this
location. In this case, Coalinga-Avenal NB and SB would require an estimated 2.5 and 3.2 acres of
additional right-of-way, respectively. An alternative to purchasing additional right-of-way would
be to provide the additional parking by developing Interstate in region. Some combination of these
two options might also be considered. The following nearby ASOs in the region are potential
candidate commercial enterprises with which Caltrans might partner to develop an Interstate Oasis
to provide some or all of the required additional parking at Coalinga-Avenal NB and SB:

e Hillcrest Travel Plaza - 44779 South Lassen Ave., Avenal, CA (559) 386-9783; Located
off Exit 319 at South Lassen Avenue (Route 269)/I-5 interchange, 1-mile south of Coalinga-
Avenal SRRA (36.075123,-120.103422); Has approximately 20 auto and 10 truck/bus
parking spaces; Open 24/7; Site is accessible from both directions of travel on I-5.
Currently meets Interstate Oasis requirements.

e Shell Station - 24505 West Dorris Ave., Coalinga, CA 93210, (559) 935-0717; Located off
Exit 334 at West Dorris Ave. (Route 198)/I-5 interchange, 14 miles north of Coalinga-
Avenal SRRA (36.253212,-120.238962); Has approximately 40 auto spaces and can
accommodate up to 50 trucks; Open 24/7; Site is accessible from both directions of travel on
I-5. Currently meets Interstate Oasis requirements.

e Multiple Highway Commercial Enterprises - Located off Exit 334 at West Dorris Ave.
(Route 198)/I-5 interchange, 14 miles north of Coalinga-Avenal SRRA (36.254295,-
120.249987); Various amounts of auto and truck/bus parking; Most enterprises at this
location are open 24/7; Site is accessible from both directions of travel on I-5. Currently
meets Interstate Oasis requirements.

e Multiple Highway Commercial Enterprises - Located off Exit 309 at Route 41/I-5
Interchange, 12 miles south of Coalinga-Avenal SRRA (35.986641,-119.958905); Various
amounts of auto and truck/bus parking; Most all service stations at this location are open
24/7; Site is accessible from both directions of travel on I-5. Currently meets Interstate Oasis

requirements.

Since projected 20-year parking needs will exceed 120 total parking spaces at each site, it is
recommended that the necessary additional parking be provided by Caltrans acquiring additional
right-of-way adjacent to the NB and SB units, engaging in Interstate Oasis partnerships to the
north and south of the SRRA, or both.
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The closest SRRA to the north of Coalinga-Avenal is J.C. Erreca, at a distance of 66 miles or
roughly a 1-hour drive. The nearest SRRA to the south is Buttonwillow, at a distance of 61 miles or
slightly less than a 1-hour drive. The closest ASOs are located 5 miles north and 1 mile south.
There are moderate levels of ASOs to the north and south of Coalinga-Avenal providing a range of
nearby stopping opportunities.  The spacing between Coalinga-Avenal, J.C. Erreca, and
Buttonwillow are only slightly greater than the maximum spacing recommendations provided by
FHWA and AASHTO. Considering that the spacing of ASOs between Coalinga-Avenal, J.C.
Erreca, and Buttonwillow is generally 30 minutes or less, this would tend to conform to the 30-
minute drive time spacing requirements stipulated in Subsection 219(a) of the California Streets and
Highways Code.

Using data from traffic surveys conducted by Caltrans at Coalinga-Avenal SRRA, average daily
traffic at Coalinga-Avenal NB and Southbound SB were estimated to be 1,731 and 1,790 vehicles,
respectively. Coalinga-Avenal NB and SB have the 7™ and 6" highest recorded average daily
traffic levels of all SRRAs in California. This level of use translates into stopping factors of 11.5%
and 11.9% for Coalinga-Avenal NB and SB, respectively. These stopping factors are substantially
higher than the average stopping factor for all SRRAs in California of 7.0%, with Coalinga-Avenal
NB and SB ranking as the SRRAs with the 14™ and 13" highest stopping factors of all 87 SRRAs
statewide.

Approximately 69% of the vehicles entering Coalinga-Avenal NB are autos and 31% are
trucks/buses, while 74% of vehicles entering Coalinga-Avenal SB are autos and 26% are
trucks/buses. Coalinga-Avenal NB has a relatively greater proportion of truck traffic as compared
to the average for all 87 SRRAs of 26%, while Coalinga-Avenal SB has exactly the same proportion
of truck traffic as the statewide average.

Considering the large distances between major communities in the region, it is likely that this
segment of [-5 contains a higher proportion of long distance/non-commute travelers which makes
the provision of rest area services an important safety consideration in this region.

Coalinga-Avenal NB and SB are judged to represent SRRAs that provide a high degree of value
to the traveling public and should remain within the rest area system.

5. John “Chuck” Erreca SRRA.

John “Chuck” (J.C.) Erreca SRRA is located within Merced County in a rural region of the Central
Valley, lying approximately 15 miles south of the city of Los Banos, 61 miles south of the city of
Modesto and 87 miles south of the city of Stockton. The nearest large community to the south of
the SRRA is Bakersfield, at a distance of roughly 152 miles, while Fresno lies 63 miles to the east.
However, all of these communities are located to the east, along State Route 99 and not I-5. J.C.
Erreca consists of two SRRA units serving the northbound and southbound directions of travel on I-
5. AADT on I-5 near J.C. Erreca is moderate, at 34,000 vehicles per day.

J.C. Erreca NB and SB each have a total of 92 parking spaces, including 61 auto and 31 truck
spaces at each unit. There is no current or projected future parking deficiencies at either rest area
unit. Therefore, the current number and mix of parking spaces is judged to be sufficient to meet
current and future parking needs over the next 20 years and no parking expansion is necessary
at either J.C. Erreca NB or SB.
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The closest SRRA to the north of J.C. Erreca SRRA is Westley SRRA which is located 59 miles
north or roughly a 1-hour drive. The nearest SRRA to the south is Coalinga-Avenal SRRA located
66 miles south, again roughly a 1-hour drive. The closest ASOs to J.C. Erreca are located 22 miles
north and 18 miles south. There are low levels of ASOs to the north and south of J.C. Erreca,
providing only a limited number of nearby stopping opportunities. The spacing between J.C. Erreca
and Coalinga-Avenal is only slightly greater than the maximum spacing recommendations provided
by FHWA and AASHTO, while spacing between J.C. Erreca and Westley is nearly the same as
these spacing recommendations. Considering that the spacing of ASOs between Coalinga-Avenal,
J.C. Erreca and Westley is roughly 30 minutes or less, this would tend conform with the 30-minute
drive time spacing requirements stipulated in Subsection 219(a) of the California Streets and
Highways Code.

Based on traffic surveys performed as part of this analysis, average daily traffic at the J.C. Erreca
NB and SB units were estimated to be 1,168 and 1,206 vehicles, respectively. J.C. Erreca NB and
SB rank as having the 21% and 20" highest levels of average daily traffic of all 87 SRRAs statewide,
respectively. This level of use translates into stopping factors of 6.9% and 7.1% for J.C. Erreca NB
and SB, respectively. These stopping factors are nearly the same as the average stopping factor for
all SRRAs in California of 7.0%, with J.C. Erreca NB and SB ranking as the SRRAs with the 370
and 33™ highest stopping factors of all 87 SRRAs statewide. Approximately 62% of the vehicles
entering J.C. Erreca NB are autos and 38% are trucks/buses, while 66% of vehicles entering J.C.
Erreca SB are autos and 34% are trucks/buses.  Both rest area units have relatively greater
proportions of truck/bus traffic as compared to the average proportions of trucks/buses for all 87
SRRAs of 26%.

Considering the relatively low volumes of ASOs in the region, the provision of rest area services
along this segment of I-5 is important as there are simply fewer locations where travelers can stop
and rest. In addition, the substantial distances between large communities in the region suggest that
this segment of I-5 contains a higher proportion of long distance/non-commute travelers which also
makes the provision of rest area services an important safety consideration in this region.

J.C. Erreca NB and SB are judged to represent SRRAs that provide a high degree of value to the
traveling public and should remain within the rest area system.

6. Westley SRRA.

Westley SRRA is located within Stanislaus County in a rural region of the Central Valley, lying
approximately 14 miles south of the city of Tracy and 28 miles south of the city of Stockton. The
nearest large communities to the south are Los Banos and Bakersfield at distances of 49 miles and
210 miles, respectively. Westley consists of two SRRA units serving the northbound and
southbound directions of travel on I-5. AADT on I-5 near Westley is moderate, at 39,250 vehicles
per day.

Westley NB has a total of 51 parking spaces, including 33 auto and 18 truck/bus spaces. Westley
SB has a total of 50 parking spaces, including 34 auto and 16 truck/bus spaces. Based on estimates
of parking demand, Westley NB has no current parking deficiencies, yet has projected future
parking deficiencies of 13 auto and 10 truck/bus spaces. Westley SB has an estimated current
parking deficiency of 7 auto and 2 truck/bus spaces and projected future parking deficiencies of 47
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auto and 21 truck/bus spaces. Westley SB has the 3" highest projected future parking deficiencies
of all 87 SRRAS.

According to Caltrans, the additional parking required to meet future parking demand at Westley
NB could be accommodated within the existing right-of-way of the SRRA unit and no additional
right-of-way would be needed. Caltrans has judged that additional right-of-way would need to be
acquired to provide all 68 parking spaces required at Westley SB to meet parking needs over the 20-
year horizon. Caltrans has also indicated that it may be possible to purchase additional right-of-way
adjacent to the site while some portion of the additional parking spaces could be developed within
the existing right-of-way of the SRRA unit. In this case, Westley SB would require roughly 3.0
acres of additional right-of-way to meet forecasted parking needs. However, if Caltrans is unable to
secure additional right-of-way adjacent to Westley SB, then the remaining additional parking would
need to be provided either at a new SRRA or via Interstate Oasis. The following nearby ASOs in
the region are potential candidate commercial enterprises with which Caltrans might partner to
develop an Interstate Oasis to provide some or all of the required additional parking at Westley SB:

e Shell Station - 4549 Ingram Creek Road, Westley, CA 95387, (209) 894-3500; Located off
Exit 441 at Ingram Creek Rd./I-5 interchange, 4 miles south of Westley SRRA (37.539777, -
121.269324); Site has 25 auto spaces and can accommodate approximately 60 trucks/buses.;
Open 24/7; Site is accessible from both directions of travel on I-5. Currently meets Interstate
Oasis requirements.

e Joe's Travel Plaza - 4415 Howard Road, Westley, CA 95387, (209) 894-3040; Located off
Exit 441 at Ingram Creek Rd./I-5 interchange, 4 miles south of Westley SRRA (37.538540, -
121.263682); Site has 64 auto and 105 truck parking spaces; Open 24/7; Site is accessible
from both directions of travel on I-5. Currently meets Interstate Oasis requirements.

e Triangle Truck Stop - 7051 McCracken Road, Westley, CA 95387, (209) 894-3000;
Located off Exit 441 at Ingram Creek Rd./I-5 interchange, 4 miles south of Westley SRRA
(37.544248, -121.270704); Site has 10 auto and 150 truck parking spaces; Open 24/7; Site is
accessible from both directions of travel on I-5. Currently meets Interstate Oasis

requirements.

It is recommended that Caltrans develop all of the additional parking required at onsite, within
the existing right-of-way at Westley NB. For Westley SB, it is recommended that as much of the
additional parking as possible be developed onsite and that Caltrans acquire additional right-of-
way adjacent to the Westley SB unit to provide the remaining parking. As an alternative to
acquiring new right-of-way at Westley SB, some or all of the remaining parking might be
provided through development of Interstate Oases to the south of the SRRA.

The closest SRRA to the north of Westley SRRA is Elkhorn SRRA at distance of 85 miles or
roughly a 1.5-hour drive. However, Elkhorn SRRA only serves the southbound direction of travel
on I-5. The next closest SRRA serving northbound traffic on I-5 is Dunnigan SRRA which is
located 112 miles north or just under a 2-hour drive. The nearest SRRA to the south is John
“Chuck” Erreca SRRA located 59 miles south or roughly a 1-hour drive. The closest ASOs to
Westley SRRA are located 18 miles north and 4 miles south. There are moderate levels of ASOs to
the north and south of Westley SRRA, providing a range of nearby stopping opportunities. The
spacing between Westley and J.C. Erreca is roughly the same as the maximum spacing
recommendations provided by FHWA and AASHTO, while spacing between Westley and Elkhorn
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and Dunigan SRRAs is substantially greater than FHWA and AASHTO spacing recommendations.
Considering that the spacing of ASOs between Westley, J.C. Erreca, and Elkhorn/Dunnigan is
roughly 30 minutes or less, this would tend to conform to the 30-minute drive time spacing
requirements stipulated in Subsection 219(a) of the California Streets and Highways Code.

Based on traffic surveys performed as part of this analysis, average daily traffic at the Westley (NB)
and Southbound (SB) units were estimated to be 902 and 1,446 vehicles, respectively. Westley SB
and NB have the 10™ and 36" highest recorded average daily traffic levels of all SRRAs in
California. This level of use translates into stopping factors of 7.4% and 4.6% for Westley SB and
NB, respectively. The stopping factor for Westley SB is nearly the same as the average stopping
factor for all SRRAs in California of 7.0%, while the stopping factor for Westley NB is
substantially lower as compared to the average. The stopping factors for Westley SB and NB rank
as having the 32" and 59" highest stopping factors of all 87 SRRAs statewide. The substantially
lower level of vehicles entering the Westley NB as compared to the SB unit is likely explained by
the junction of I-580 and I-5 just north of the SRRA, where traffic along the southbound lanes on I-
5 increases as the southbound I-580 traffic merges onto I-5.

Approximately 63% of the vehicles entering Westley NB are autos and 37% are trucks/buses, while
69% of vehicles entering Westley SB are autos and 31% are trucks/buses. Westley NB and SB
have greater proportions of truck traffic as compared to average proportions of truck/bus traffic for
all 87 SRRAs of 26%.

The substantial distances between large communities in the region suggest that this segment of I-5
contains a higher proportion of long distance/non-commute travelers which makes the provision of
rest area services an important safety consideration in this region. In particular, the Westley SB unit
provides an important stopping opportunity for southbound travelers merging onto I-5 from
southbound I-580. I-580 is a major trucking route providing an important link between ports in the
Bay Area and I-5. In addition, Westley NB is the last SRRA before entering the more urban areas
of the Stockton/Sacramento area to the North and the Bay Area to the west, suggesting that the
SRRA plays an important staging site for commercial trucks planning on traveling into and out of
these areas.

Westley NB and SB are judged to represent SRRAs that provide a high degree of value to the
traveling public and should remain within the rest area system.

7. Elkhorn SRRA.

Elkhorn is located within Sacramento County near the Sacramento International Airport, lying
approximately 10 miles northwest from downtown Sacramento and 7 miles east of the city of
Woodland. AADT on I-5 near Elkhorn is high at 63,500 vehicles per day. Elkhorn only serves the
southbound direction of travel on I-5.

Elkhorn has a total of 49 parking spaces, including 35 auto and 14 truck/bus spaces. Based on
estimates of parking demand, Elkhorn has no current parking deficiencies or projected future
parking deficiencies over the 20-year planning horizon or to 2030. Therefore, the current number
and mix of parking spaces is judged to be sufficient to meet current and future parking needs
over the next 20-years and no parking expansion is necessary.
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The closest SRRA to the north of Elkhorn SRRA is Dunnigan, at a distance of 27 miles, while the
closest SRRA to the south is Westley, at a distance of 85 miles. The closest ASOs to the north and
south of Elkhorn are located at distances of 2 miles and 7 miles, respectively. There are high levels
of ASOs to the north and south of Elkhorn, providing numerous nearby stopping opportunities. At
27 miles, the spacing between Elkhorn and Dunnigan is roughly half the distance of the 1-hour
drive/60-mile maximum spacing recommendations provided by FHWA and AASHTO, while
spacing between Elkhorn and Westley is substantially greater than FHWA and AASHTO spacing
recommendations. Considering that the spacing of ASOs between Elkhorn, Dunnigan, and Westley
is roughly 30 minutes or less, this would tend to conform to the 30-minute drive time spacing
requirements stipulated in Subsection 219(a) of the California Streets and Highways Code.

Based on traffic surveys performed as part of this analysis, average daily traffic levels at Elkhorn
were estimated to be 778 vehicles per day, representing the SRRA with the 46™ highest average
daily traffic. This level of use translates into a stopping factor of 2.5% which ranks as the SRRA
with the 80™ highest stopping factor of all SRRAs statewide. The stopping factor for Elkhorn is
significantly lower than the average stopping factor for all SRRAs in California of 7.0%. The low
stopping factor is likely a function of the high level of AADT on I-5, the high volumes of ASOs in
the region, the close proximity of Dunnigan SRRA to the north, and the urban nature of the region,
which tends to translate into higher proportions of commuter traffic traveling shorter distances and
who are therefore less likely to utilize rest area services.

Approximately 60% of the vehicles entering Elkhorn are autos and 40% are trucks/buses. Elkhorn
has a significantly higher proportion of truck/bus traffic as compared to the average proportion of
truck/bus traffic for all 87 SRRAs of 26%.

Conclusions regarding the relative importance and level of value provided by Elkhorn SRRA within
the statewide SRRA system are mixed. Considering the high route AADT, moderate average daily
traffic volumes entering the SRRA and the high proportion of trucks/buses utilizing the SRRA are
factors which tend to suggest a location that provides a moderate degree of value to the traveling
public on I-5. However, given the close proximity to Dunnigan SRRA (located 27 miles to the
north), the relatively low stopping factors at Elkhorn, the high number of ASOs in the region, and
the increasingly urban environment in which Elkhorn is situated, tend to indicate a location that is
less critical relative to the other SRRA locations on I-5 considered thus far. However, the high
proportions of trucks/buses utilizing Elkhorn may indicate that the SRRA provides important
stopping opportunities for commercial trucks entering the Sacramento region and for trucks
planning to travel east or west on [-80.

Elkhorn is judged to represent an SRRA that provides a moderate degree of value to the traveling
public and is an SRRA that should remain within the rest area system.

8. Dunnigan SRRA.

Dunnigan is located within a relatively rural area of Yolo County in the Central Valley, lying
approximately 38 miles north of Sacramento and 19 miles north of Woodland. The nearest large
community to the north is Red Bluff, at a distance of 93 miles. AADT on I-5 near Dunnigan is
moderate, at 30,250 vehicles per day.
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Dunnigan NB and SB each have a total of 42 parking spaces, including 30 auto and 12 truck/bus
spaces at each unit. Dunnigan SB has an estimated current parking deficiency of 3 auto and 1 truck
spaces and a projected future parking deficiency of 19 auto and 8 truck/bus spaces. Dunnigan NB
has no estimated current parking deficiency and a projected future parking deficiency of 6 auto and
5 truck/bus spaces. Therefore, to meet future parking demand, 19 auto and 8 truck/bus parking
spaces need to be developed at Dunnigan SB, while 6 auto and 5 truck/spaces need to be developed
at Dunnigan NB.

According to Caltrans, the required additional parking required to meet future parking demand at
Dunnigan NB and SB cannot be accommodated within the existing right-of-way of the SRRA units
and additional right-of-way would be needed. Caltrans has judged that acquiring additional right-
of-way adjacent to Dunnigan NB and SB would not be possible given current land uses surrounding
each site. Therefore, an a new SRRA or Interstate Oases would be required to provide the
additional parking to meet parking needs over the 20-year planning period. If Caltrans were to
acquire new right-of-way in the region, approximately 1.75 and 1.0 acres would be needed to
accommodate the additional parking required at Dunnigan SB and NB, respectively, or at total of
2.75 acres. However, an alternative to purchasing additional right-of-way would be to develop
Interstate Oases in region. The following nearby ASOs in the region are potential candidate
commercial enterprises with which Caltrans might partner to develop an Interstate Oasis to provide
some or all of the required additional parking at Dunnigan NB and SB:

e Shell Station - 29029 County Road 6, Dunnigan, CA 95695, (530) 724-3446; Located off
Exit 556 at County Road 6/I-5 interchange, 1 mile south of Dunnigan SRRA (38.882102, -
121.976484); Site has roughly 10 auto and no truck/bus parking spaces; Operating hours are
unknown; Site is accessible from both directions of travel on I-5; Does not currently meet
Interstate Oasis requirements, as facility does not provide truck/bus parking.

e United Travel Plaza - 29770 County Road 8, Dunnigan, CA 95695, (530) 724-3477,
Located off Exit 554 at County Road 8/I-5 interchange, 2.5 miles south of Dunnigan SRRA
(38.860497, -121.956234); Site has approximately 10 auto spaces and can accommodate an
estimated 40 trucks/buses; Open 24/7; Site is accessible from both directions of travel on I-
5. Currently meets Interstate Oasis requirements.

e Pilot Truck Stop - 30035 County Road 8, Dunnigan, CA 95695, (530) 724-3060; Located
off Exit 554 at County Road 8/I-5 interchange, 2.5 miles south of Dunnigan SRRA
(38.861778, -121.949996); Site has 90 auto and 70 truck/bus parking spaces; Open 24/7;

Site is accessible from both directions of travel on I-5. Currently meets Interstate Oasis
requirements.

e Shell Station - 1975 County Road 99W, Dunnigan, CA 95695, (530) 662-5551; Located off
Exit 548 at County Hwy E-10/I-5 interchange, 9 miles south of Dunnigan SRRA
(38.794996, -121.878410); Site has approximately 20 auto parking spaces and moderate size
parking area for truck/bus parking; Open 6 a.m. to 8 p.m.; Site is accessible from both
directions of travel on I-5. Does not currently meet Interstate Oasis requirements, as facility
is not open 24/7.

It is recommended that Caltrans provide the required additional parking by developing Interstate
Oasis partnerships at nearby ASOs located to the south of the SRRA.
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The closest rest area to the north of Dunnigan SRRA is Maxwell SRRA at distance of 27 miles or
roughly a half-hour drive, while the closest SRRA to the south is Elkhorn SRRA, also at a distance
of 27 miles or a half-hour drive. However, Elkhorn SRRA only serves the southbound direction of
travel on I-5. The next closest SRRA serving northbound traffic on I-5 is the Westley NB SRRA,
located 112 miles south or just under a 2-hour drive. The closest ASOs to Dunnigan SRRA are
located 10 miles north and 1 mile south. There are moderate levels of ASOs to the north and south
of Dunnigan SRRA, providing a range of nearby stopping opportunities. The spacing between
Dunnigan, Maxwell, and Elkhorn is roughly half the distance of the 1-hour drive/60-mile maximum
spacing recommendations provided by FHWA and AASHTO. However, considering the distance
between Dunnigan NB and Westley NB (the next closest SRRA south of Dunnigan serving
northbound traffic on I-5) is 112 miles, this distance is substantially greater than FHWA and
AASHTO spacing recommendations. Since the spacing of ASOs between Dunnigan, Maxell,
Elkhorn, and Westley is roughly 30 minutes or less, this would tend to conform to the 30-minute
drive time spacing requirements stipulated in Subsection 219(a) of the California Streets and
Highways Code.

Based on traffic surveys performed by Caltrans, average daily traffic at the Dunnigan NB and SB
units are estimated to be 980 and 1,319 vehicles, respectively. Dunnigan SB and NB rank as having
the 14™ and 30™ highest recorded average daily traffic levels of all 87 SRRAs in California,
respectively. This level of use translates into stopping factors of 8.7% and 6.5% for Dunnigan SB
and NB, respectively. The stopping factor for Dunnigan SB is higher than the average stopping
factor for all SRRAs in California of 7.0%, while the stopping factor for Dunnigan NB is only
slightly lower as compared to the statewide average. The stopping factors for Dunnigan SB and NB
rank as having the 24" and 41 highest stopping factors of all 87 SRRAs statewide.

Approximately 71% of the vehicles entering Dunnigan SB are autos and 29% are trucks/buses,
while 69% of vehicles entering Dunnigan NB are autos and 31% are trucks/buses. Dunnigan NB
and SB have greater proportions of truck traffic as compared to average proportions of truck/bus
traffic for all 87 SRRAs of 26%.

Considering the moderately average vehicle volumes entering Dunnigan NB and SB on a daily
basis and the moderate level of mainline AADT on I-5, Dunnigan SRRA provides valuable rest area
services to the traveling public. However, given the close spacing of nearby SRRAs, including
Maxwell to the north and Elkhorn to the south, and the moderate levels of ASOs in the region,
Dunnigan is relatively less critical within the statewide rest area system as compared to locations
where spacing between SRRAs and ASOs are greater and the surrounding region more remote.

Dunnigan NB and SB are judged to represent SRRAs that provide a moderate to high degree of
value to the traveling public and should remain within the rest area system.

9. Maxwell SRRA.

Maxwell is located in a relatively rural area of Colusa County, lying approximately 6 miles north of
the community of Williams and 66 miles south of Red Bluff. Yuba City is located approximately
40 miles to the east of the rest area. AADT on I-5 near Maxwell is moderate, at 24,750 vehicles per
day.

Task 5 Report: Strategic Recommendations| Dornbusch Associates


http://maps.google.com/maps?q=39.24122,-122.18212�

Maxwell NB and SB each have a total of 44 parking spaces, including 34 auto and 10 truck/bus
spaces. Based on estimates of parking demand, Maxwell NB and SB have no current parking
deficiencies, and only Maxwell NB has a future parking deficiency of just 1 truck space. After
reviewing the configuration of the SRRA, there appears to be sufficient right-of-way onsite at
Maxwell NB to accommodate the minor parking expansion. Therefore, the current number and
mix of parking spaces at Maxwell NB and SB is judged to be sufficient to meet current and
future parking needs over the next 20 years and no parking expansion is necessary.

The closest rest area to the north of Maxwell SRRA is Willows SRRA at distance of 25 miles or
roughly a half-hour drive, while the closest SRRA to the south is Dunnigan SRRA, also at a
distance of 27 miles or a half-hour drive. The nearest ASOs to Maxwell SRRA are located 20 miles
north and 6 miles south. There are moderate levels of ASOs to the north and south of Maxwell
SRRA, providing a range of nearby stopping opportunities. The spacing between Maxwell,
Willows, and Dunnigan is roughly half the distance of the 1-hour drive/60-mile maximum spacing
recommendations provided by FHWA and AASHTO and is in line with the half-hour drive time
spacing recommendations stipulated in Subsection 219(a) of the California Streets and Highways
Code. In addition, the ASOs in the region are spaced even closer to Maxwell and are within 20
miles of the rest area.

Based on traffic surveys performed by Caltrans, average daily traffic at the Maxwell NB and SB
units are estimated to be 759 and 780 vehicles, respectively. Maxwell ranks as having the 47" and
45™m highest recorded average daily traffic levels of all 87 SRRAs in California, respectively. This
level of use translates into stopping factors of 6.1% and 6.3% for Maxwell NB and SB, respectively.
The stopping factor for Maxwell NB and SB are only slightly below the average stopping factor for
all SRRAs in California of 7.0%. The stopping factors for Maxwell NB and SB rank as the 45" and
44* highest of all 87 SRRAs statewide.

On average, approximately 72% of the vehicles entering Maxwell NB are autos and 28% are
trucks/buses, while 74% of vehicles entering Maxwell SB are autos and 26% are trucks/buses.
Maxwell NB and SB have nearly the same proportions of truck/bus traffic as compared to average
proportions of truck/bus traffic for all 87 SRRAs of 26%.

Considering the moderately average vehicle volumes entering Maxwell on a daily basis and the
moderate level of mainline AADT on I-5, Maxwell SRRA provides valuable rest area services to
the traveling public. However, given the close spacing of nearby SRRAs, including Willows to the
north and Dunnigan to the south, and the relatively moderate levels of ASOs in the region, Maxwell
is relatively less critical within the statewide rest area system as compared to locations where
spacing between SRRAs and ASOs are greater and the surrounding region more remote.

Maxwell NB and SB are judged to represent SRRAs that provide a moderate to high degree of
value to the traveling public and should remain within the rest area system.

10. Willows SRRA.

Willows SRRA is located in a rural region of Glenn County, lying approximately 41 miles south of
Red Bluff and 10 miles north of the community of Willows. The city of Chico is approximately 31
miles northeast of the rest area. AADT on I-5 near Maxwell is moderate, at 25,100 vehicles per
day.
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Willows NB and SB each have a total of 55 parking spaces, including 38 auto and 17 truck/bus
spaces. Based on estimates of parking demand, Willows NB and SB do not have any current or
projected future parking deficiencies. Therefore, the current number and mix of parking spaces
at Willows NB and SB is judged to be sufficient to meet current and future parking needs over
the next 20 years and no parking expansion is necessary.

The closest rest area to the north of Willows SRRA is Lt. John C. Helmick at distance of 25 miles
or roughly a half-hour drive, while the closest SRRA to the south is Maxwell SRRA, also at a
distance of 25 miles or a half-hour drive. The nearest ASOs from the Willows SRRA are located 11
miles north and 5 miles south. There are high levels of ASOs to the north and south of Willows
SRRA, providing a range of nearby stopping opportunities. The spacing between Willows,
Maxwell, and Lt. John C. Helmick is less than half the distance of the 1-hour drive/60-mile
maximum spacing recommendations provided by FHWA and AASHTO and is in line with the half-
hour drive time spacing recommendations stipulated in Subsection 219(a) of the California Streets
and Highways Code.

Based on traffic surveys performed as part of this analysis and by Caltrans, average daily traffic at
the Willows NB and SB units are estimated to be 697 and 730 vehicles, respectively. Willows NB
and SB rank as having the 52" and 49" highest recorded average daily traffic levels of all 87
SRRAs in California, respectively. This level of use translates into stopping factors of 5.6% and
5.8% for Willows NB and SB, respectively. The stopping factors for Willows NB and SB are below
the average stopping factor for all SRRAs in California of 7.0%. The stopping factors for Willows
NB and SB rank as the 53" and 48" highest of all 87 SRRAs statewide.

On average, approximately 70% of the vehicles entering Willows NB are autos and 30% are
trucks/buses, while 66% of vehicles entering Willows SB are autos and 34% are trucks/buses.
Willows NB and SB have greater proportions of truck/bus traffic as compared to average
proportions of truck/bus traffic for all 87 SRRAs of 26%.

Considering the moderately average vehicle volumes entering the rest area on a daily basis and the
moderate level of mainline AADT on I-5 at this location, Willows SRRA is judged to provide
valuable rest area services to the traveling public in the region. However, given the close spacing of
nearby SRRAs, including Lt. John C. Helmick to the north and Maxwell to the south, and the high
levels and close spacing of ASOs in the region, the Willows SRRA represents a relatively less
critical site within the statewide rest area system as compared to locations where spacing between
SRRAs and ASOs are greater and the surrounding region more remote. Regardless, Willows NB
and SB are judged to represent SRRAs that provide a moderate to high degree of value to the
traveling public and should remain within the rest area system.

11. Lt. John C. Helmick SRRA.

Lt. John C. (Lt. J.C.) Helmick SRRA 1is located in a rural area of Tehama County, lying
approximately 16 miles south of Red Bluff and 1 mile north of the community of Corning. AADT
on [-5 near the Lt. J.C. Helmick SRRA is moderate, at 26,750 vehicles per day.

Lt. J.C. Helmick NB has a total of 41 parking spaces including 20 auto and 11 truck/buses spaces,
while Lt. J.C. Helmick SB has a total of 50 parking spaces, including 37 auto and 13 truck/bus
spaces. Based on estimates of parking demand, Lt. J.C. Helmick NB and SB do not have any
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current parking deficiencies. However, Lt. J.C. Helmick NB has a projected future parking
deficiency of 5 truck/bus spaces. After reviewing the configuration of current truck/parking and the
amount of potential developable space within the Lt. J.C. Helmick NB SRRA it is unclear whether
the rest area could accommodate the additional 5 truck/bus parking spaces. Considering the
relatively small amount of additional truck/bus parking spaces required, it may be desirable for
Caltrans to attempt to provide this parking onsite. An alternative to developing these parking
spaces within the rest area would be to provide the additional 5 truck/bus parking spaces through an
Interstate Oasis. The following nearby ASOs in the region are potential candidate commercial
enterprises with which Caltrans might partner to develop an Interstate Oasis to provide some or all
of the required additional parking at Lt. J.C. Helmick NB:

e Flying J Truck Stop - 2120 South Avenue, Corning, CA 96021, (530) 824-8767; Located
off Exit 630 at South Ave./I-5 interchange, 3 miles south of Lt. J.C. Helmick SRRA
(39.907756, -122.196128); Site has approximately 110 auto and 145 truck/bus parking
spaces; Open 24/7; Site is accessible from both directions of travel on I-5. Currently meets
Interstate Oasis requirements.

e Petro Truck Stop - 2151 South Avenue, Corning, CA 96021, (530) 824-0713; Located off
Exit 630 at South Ave./I-5 interchange, 3 miles south of Lt. J.C. Helmick SRRA
(39.905528, -122.195490); Site has 118 auto and 103 truck/bus parking spaces; Open 24/7;
Site is accessible from both directions of travel on I-5. Currently meets Interstate Oasis
requirements.

e Travel Centers of America - 3524 Highway 99W, Corning, CA 96021, (530) 824-1072;
Located off Exit 630 at South Ave./I-5 interchange, 3 miles south of Lt. J.C. Helmick SRRA
(39.904307,-122.198376) ; Site has 68 auto and 214 truck/bus parking spaces; Open 24/7;
Site is accessible from both directions of travel on I-5. Currently meets Interstate Oasis

requirements.

Given the small number of additional truck/bus parking spaces required at Lt. J.C. Helmick NB,
it is recommended that Caltrans develop the additional parking onsite. If developing the
additional parking onsite is not possible, it is recommended that Caltrans provide the required
additional parking by developing Interstate Oases to the south of the SRRA.

The closest rest area to the north of Lt. John C. Helmick is Herbert S. Miles at distance of 22 miles
or roughly a half-hour drive, while the closest SRRA to the south is Willows, at a distance of 25
miles or a half-hour drive. The nearest ASOs from the Lt. John C. Helmick SRRA are located 15
miles north and 1 mile south. There are relatively high levels of ASOs to the north and south of
SRRA, providing a range of nearby stopping opportunities. The spacing between Lt. John C.
Helmick, Herbert S. Miles, and Willows is less than half the distance of the 1-hour drive/60-mile
maximum spacing recommendations provided by FHWA and AASHTO and is in line with the half-
hour drive time spacing recommendations stipulated in Subsection 219(a) of the California Streets
and Highways Code.

Based on traffic surveys performed as part of this analysis and by Caltrans, average daily traffic at
the Lt. J.C. Helmick NB and SB units are estimated to be 456 and 483 vehicles, respectively. Lt.
J.C. Helmick NB and SB rank as having the 66™ and 65" highest recorded average daily traffic
levels of all 87 SRRAs statewide, respectively. This level of use translates into stopping factors of
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3.4% and 3.6% for Lt. J.C. Helmick NB and SB, respectively. The stopping factors for Lt. J.C.
Helmick NB and SB are roughly half of the average stopping factor for all SRRAs in California of
7.0%. The stopping factors for Lt. J.C. Helmick NB and SB rank as the 67" and 65™ highest of all
87 SRRAs statewide, respectively. Lt. J.C. Helmick NB and SB have the lowest average daily
usage and stopping factors of any SRRA on I-5. One potential explanation for the lower than
average usage at this rest area may be due to the close proximity of ASOs in nearby communities
and the very close spacing between rest areas to the north and south on I-5. This spacing and
concentration of SRRAs and ASOs creates many stopping opportunities for travelers along this
segment of I-5 and could tend to reduce the propensity of travelers to stop at Lt. J.C. Helmick
SRRA.

On average, approximately 59% of the vehicles entering Lt. J.C. Helmick NB are autos and 41% are
trucks/buses, while 68% of vehicles entering Lt. J.C. Helmick SB are autos and 32% are
trucks/buses. Lt. J.C. Helmick NB and SB have greater proportions of truck/bus traffic as compared
to average proportions of truck/bus traffic for all 87 SRRAs of 26%. Furthermore, Lt. J.C. Helmick
NB has substantially greater proportions of trucks/buses traffic as compared to the SB unit and has
one of the highest proportions of truck/bus use of any SRRA statewide.

Considering the moderately average vehicle volumes entering the rest area on a daily basis and the
moderate level of mainline AADT along this segment of I-5, Lt. J.C. Helmick is judged to provide
valuable rest area services to the traveling public in the region. However, given the close spacing of
nearby SRRAs, including Herbert S. Miles to the to the north and Willows to the south, and the high
volumes and close spacing of ASOs in the region, the Lt. J.C. Helmick SRRA represents a
relatively less critical site within the statewide rest area system as compared to locations where
spacing between SRRAs and ASOs are greater and the surrounding region more remote. In
particular, since this SRRA has the lowest stopping factors and traffic volumes of any SRRA on I-5,
Lt. J.C. Helmick is judged to represent one of the least critical SRRAs on I-5.

Regardless, considering the importance of 1-5 as a major commercial trucking route in
California, Lt. J.C. Helmick NB and SB are judged to represent SRRAs that provide a moderate
degree of value to the traveling public and should remain within the rest area system.

12. Herbert S. Miles SRRA.

Hebert S. Miles is located in a rural region of Tehama County, lying approximately 26 miles south
of Redding and 6 miles north of Red Bluff. The NB and SB units of the SRRA are separated by a
distance of 1 mile. AADT on I-5 near Herbert S. Miles NB and SB are moderate, at 36,500 and
35,250 vehicles per day, respectively.

Herbert S. Miles NB has a total of 45 parking spaces including 31 auto and 14 truck/buses spaces,
while Herbert S. Miles SB has a total of 75 parking spaces, including 52 auto and 23 truck/bus
spaces. Based on estimates of parking demand, Herbert S. Miles NB and SB do not have any
current parking deficiencies. However, Herbert S. Miles NB has a projected future parking
deficiency of 2 auto and 10 truck/bus spaces. After reviewing the configuration of the SRRA,
Caltrans has indicated that new right-of-way would be needed to provide the additional 12 parking
spaces at the NB unit. Caltrans has also stated that the land adjacent to the site might be suitable for
developing the additional parking if the land could be acquired. In this case, approximately 1.2
acres would be needed to develop the additional parking. This amount of vacant land appears to
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exist at locations both to the north and south of the NB unit. As an alternative to Caltrans acquiring
new right-of-way the additional parking required could provided by developing Interstate Oases in
the region. The following nearby ASOs in the region are potential candidate commercial enterprises
with which Caltrans might partner to develop an Interstate Oasis to provide some or all of the
required additional parking at Herbert S. Miles NB:

e Travel Centers of America - 19483 Knighton Road, Redding, CA 96002, (530) 221-4760;
Located off Exit 673 at Knighton Rd./I-5 interchange, 19 miles north of Herbert S. Miles
NB SRRA (40.505213, -122.334494); Site has 80 auto and 151 truck/bus parking spaces;
Open 24/7; Site is accessible from both directions of travel on I-5. Currently meets Interstate
Oasis requirements.

e Texaco Station - 19845 S. Main Street, Cottonwood, CA 96022, (530) 347-5353; Located
off Exit 662 Bowman Rd./I-5 interchange, 8 miles north of Herbert S. Miles NB SRRA
(40.370085, -122.283295); Site has 28 auto and 5 truck/bus parking spaces; Open 24/7; Site
is accessible from both directions of travel on I-5. Currently meets Interstate Oasis

requirements.

Considering that the Texaco location appears to have a small number of truck parking spaces and
limited space for parking expansion, as well as the relatively large distance to the Travel Centers of
America site, it may be preferable that Caltrans acquire land adjacent to Herbert S. Miles NB on
which to develop the additional parking. Therefore, it is recommended that Caltrans attempt to
acquire land adjacent to Herbert S. Miles EB unit on which to develop the required additional
parking or if this is not possible, to provide the required additional parking by developing
Interstate Oases in the region.

The closest rest areas to the north of Herbert S. Miles are Obrien (serving northbound traffic) and
Lakehead (serving southbound traffic) located at distances of 40 and 49 miles north, respectively, or
roughly a 45-minute drive. The closest SRRA to the south is Lt. J.C. Helmick at distance of 22
miles or slightly less than a half-hour drive. The nearest ASOs from the Herbert S. Miles SRRA are
located 9 miles north and 7 miles south. There are relatively high levels of ASOs to the north and
south of SRRA, providing a range of nearby stopping opportunities. The spacing between Herbert
S. Miles, Obrien, Lakehead, and Lt. J.C. Helmick is less than the 1-hour drive/60-mile maximum
spacing recommendations provided by FHWA and AASHTO and is essentially in line with the half-
hour drive time spacing recommendations stipulated in Subsection 219(a) of the California Streets
and Highways Code, especially when the spacing of nearby ASOs is considered.

Based on traffic surveys performed as part of this analysis, average daily traffic at the Herbert S.
Miles NB and SB units are estimated to be 843 and 793 vehicles, respectively. Herbert S. Miles NB
and SB rank as having the 40™ and 43" highest recorded average daily traffic levels of all 87
SRRAs statewide, respectively. This level of use translates into stopping factors of 4.6% and 4.5%
for Herbert S. Miles NB and SB, respectively, which are lower than the average stopping factor for
all SRRAs in California of 7.0%. The stopping factors for Herbert S. Miles NB and SB rank as the
58™ and 61% highest of all 87 SRRAs statewide, respectively.

On average, approximately 58% of the vehicles entering Herbert S. Miles NB are autos and 42% are
trucks/buses, while 65% of vehicles entering Herbert S. Miles SB are autos and 35% are
trucks/buses. Herbert S. Miles NB and SB have greater proportions of truck/bus traffic as compared
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to average proportions of truck/bus traffic for all 87 SRRAs of 26%. Furthermore, Herbert S. Miles
NB has substantially greater proportions of trucks/buses traffic as compared to the SB unit and has
one of the highest proportions of truck/bus use of any SRRA statewide.

Considering the moderately average vehicle volumes entering the rest area on a daily basis and the
moderate level of mainline AADT along this segment of -5, Herbert S. Miles is judged to provide
valuable rest area services to the traveling public in the region.

Herbert S. Miles NB and SB are judged to represent SRRASs that provide a relatively high degree
of value to the traveling public and should remain within the rest area system.

13. Obrien SRRA.

Obrien SRRA is located in a rural region of Shasta County lying adjacent to Shasta Lake. Obrien
lies approximately 16 miles north of Redding and 9 miles north of the community of Shasta Lake.
The next largest community to the north of the rest area is Mount Shasta, at a distance of 43 miles.
Obrien consists of a single SRRA unit serving only the northbound direction of travel on I-5.
AADT on I-5 near the Obrien SRRA is moderate, at 19,000 vehicles per day.

Obrien has a total of 23 parking spaces including 14 auto and 9 truck/buses spaces. Based on
estimates of parking demand, Obrien has a current parking deficiency of 8 auto spaces and
projected future parking deficiencies of 23 auto and 5 truck/bus spaces. After reviewing the
configuration of the SRRA, Caltrans has indicated that new right-of-way would be needed to
provide the additional 28 parking spaces and that there is likely no suitable vacant land adjacent to
the site which might be acquired for parking expansion. An estimated 1.3 acres would be required
to accommodate the 28 parking additional parking spaces at a new location. Therefore, the
additional parking will need to be provided at a separate location either through a new SRRA,
Interstate Oasis, or APF in the region. As an alternative to Caltrans acquiring new right-of-way to
provide the additional parking, Interstate Oases could be developed in the region to provide the
additional parking. The following nearby ASOs in the region are potential candidate commercial
enterprises with which Caltrans might partner to develop Interstate Oases to provide some or all of
the required additional parking at Obrien SRRA:

e Chevron Station - 14361 Holiday Road, Redding, CA 96003, (530) 275-4375; Located off
Exit 687 at Old Oregon Trail/I-5 interchange, 7 miles south of Obrien SRRA (40.705347, -
122.334399); Site has 21 auto and no truck/bus parking spaces; Open 6:00 a.m. to 11:00
p.m. daily; Site is accessible from both directions of travel on I-5. Does not currently meet
Interstate Oasis requirements, as facility does not offer truck/bus parking and is not open
24/7.

e Shell Station — 14385 Wonderland Blvd., Redding, CA 96003, (530) 275-9725; Located off
Exit 687 at Old Oregon Trail/I-5 interchange, 7 miles south of Obrien SRRA (40.706847, -
122.338428); Site has 17 auto and no truck/bus parking spaces; Open 24/7; Site is accessible
from both directions of travel on I-5. Does not currently meet Interstate Oasis requirements,
as facility does not offer truck/bus parking.

e Exxon Station - 24235 Eagles Roost Road, Lakehead, CA 96051, (530) 238-2534; Located
off Exit 712 at Pollard Camp Rd./I-5 interchange, 18 miles north of Obrien SRRA
(40.994405, -122.418800); Site can accommodate roughly 30 auto and 30 truck/bus parking
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spaces; Open 6:00 a.m. to 10:00 p.m. Monday-Saturday, closed Sunday. Site is accessible
from both directions of travel on I-5. Does not currently meet Interstate Oasis requirements,
as facility in not open 24/7.

e Shell Station - 20884 Antlers Road, Lakehead, CA 96051, (530) 238-2331; Located off Exit
702 at Lakeshore Drive/I-5 interchange, 9 miles north of Obrien SRRA (40.892083, -
122.382064); Site can accommodate roughly 16 auto and no truck/bus parking spaces; Open
5:00 a.m. to 11:00 p.m. daily; Site is accessible from both directions of travel on I-5. Does
not currently meet Interstate Oasis requirements, as facility in not open 24/7 and does not
offer truck/bus parking.

Most of the above candidate commercial enterprises are gas station operations where existing
parking areas are relatively small and constrained. The Chevron and Exxon stations have vacant
land adjacent to the facility which could provide additional parking for both autos and trucks,
particularly the Exxon station. Developing Intestate Oases in this region would be a considerably
less expensive option and would result in savings to the state. Therefore, to provide the required
additional parking it is recommended that Caltrans attempt to develop Interstate Oases in the
region. If developing an Interstate Oasis is not possible then it is recommended that Caltrans
considered the development of a traditional SRRA in the region between Obrien and Weed
Airport SRRA.

The closest rest area to the north of Obrien serving northbound traffic is Weed Airport SRRA, at a
distance of 59 miles or a 1-hour drive. The closest SRRA to the south is Herbert S. Miles at
distance of 40 miles or slightly longer than a half-hour drive. The nearest ASOs from the Obrien
SRRA are located 9 miles north and 7 miles south. There are moderate levels of ASOs to the north
and south of SRRA, providing a range of nearby stopping opportunities. The spacing between
Obrien, Weed Airport, and Herbert S. Miles is the same or less than the 1-hour drive/60-mile
maximum spacing recommendations provided by FHWA and AASHTO. When the spacing of
ASOs is considered, the distance between Obrien and nearby stopping opportunities is essentially in
line with the half-hour drive time spacing recommendations stipulated in Subsection 219(a) of the
California Streets and Highways Code.

Based on traffic surveys performed as part of this analysis, average daily traffic at Obrien SRRA is
estimated to be 628 vehicles. Obrien ranks as having the 58" highest recorded average daily traffic
levels of all 87 SRRAs statewide. This level of use translates into a stopping factor of 6.6%, which
is close to the average stopping factor for all SRRAs in California of 7.0%. The stopping factor for
Obrien ranks as the 39" highest of all 87 SRRAs statewide.

On average, approximately 72% of the vehicles entering Obrien are autos and 28% are trucks/buses,
which is similar to the average proportions of truck/bus traffic for all 87 SRRAs of 26%.

Obrien is judged to represent an SRRA that provides a relatively high degree of value to the
traveling public and should remain within the rest area system.

14. Lakehead SRRA.

Lakehead SRRA is located in a rural region of Shasta County just north of Shasta Lake. Lakehead
lies approximately 26 miles north of Redding and 19 miles north of the community of Shasta Lake.
The next largest community to the north of the rest area is Mount Shasta, at a distance of 34 miles.
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Lakehead consists of a single SRRA unit serving only the southbound direction of travel on I-5.
AADT on I-5 near the Lakehead SRRA is moderate, at 17,100 vehicles per day.

Lakehead has a total of 62 parking spaces including 44 auto and 18 truck/buses spaces. Based on
estimates of parking demand, Lakehead has no current parking deficiency, yet has a projected future
parking deficiency of 5 auto and 6 truck/bus spaces. After reviewing the configuration of the
SRRA, Caltrans has indicated that the existing right-of-way at Lakehead would likely be sufficient
to accommodate the required parking expansion and that no new right-of-way would be needed.
Therefore, it is recommended that Caltrans develop the required additional parking onsite, within
the existing right-of-way of the Lakehead SRRA.

The closest rest area to the north of Lakehead serving southbound traffic is Weed Airport SRRA at
a distance of 49 miles or just under a 1-hour drive. The closest SRRA to the south is Herbert S.
Miles, also at a distance of 49 miles. The nearest ASOs from the Lakehead SRRA are located 8
miles north and 2 miles south. There are moderate levels of ASOs to the north and south of SRRA,
providing a range of nearby stopping opportunities. The spacing between Lakehead, Weed Airport,
and Herbert S. Miles is less than the 1-hour drive/60-mile maximum spacing recommendations
provided by FHWA and AASHTO. When the spacing of ASOs is considered, the distance between
Lakehead and nearby stopping opportunities is essentially in line with the half-hour drive time
spacing recommendations stipulated in Subsection 219(a) of the California Streets and Highways
Code.

Based on traffic surveys performed as part of this analysis, average daily traffic at Lakehead SRRA
is estimated to be 893 vehicles. Lakehead ranks as having the 38" highest recorded average daily
traffic levels of all 87 SRRAs statewide. This level of use translates into a stopping factor of 10.4%
which is greater than the average stopping factor for all SRRAs in California of 7.0%. The stopping
factor for Lakehead ranks as the 18™ highest of all 87 SRRAs statewide.

On average, approximately 67% of the vehicles entering Lakehead are autos and 33% are
trucks/buses. Lakehead has relatively greater proportions of truck/bus traffic as compared to the
average proportion of truck/bus traffic for all 87 SRRAs of 26%.

Lakehead is judged to represent an SRRA that provides a relatively high degree of value to the
traveling public and should remain within the rest area system.

15. Weed Airport SRRA.

Weed Airport SRRA is located in a rural region of Siskiyou County roughly 6 miles north of the
community of Weed. Weed Airport lies approximately 22 miles south of Yreka. The next largest
community to the south of the rest area is Mount Shasta, at a distance of 34 miles. AADT on I-5
near the Weed Airport SRRA is moderate, at 14,700 vehicles per day.

Weed Airport NB and SB each have a total of 34 parking spaces including 16 auto and 18 truck/bus
spaces. Based on estimates of parking demand, Weed NB has a current parking deficiency of 17
auto and 1 truck/bus spaces, and a projected future parking deficiency of 29 auto and 8 truck/bus
spaces. Weed SB has a current parking deficiency of 16 auto and 2 truck/bus spaces, and a
projected future parking deficiency of 28 auto and 9 truck/bus spaces. Caltrans has indicated that
the existing right-of-way at Weed NB and SB would be insufficient to accommodate the required
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parking expansion and that new right-of-way would be needed to provide the additional parking.
Caltrans has also judged that vacant land adjacent to the SB unit may be suitable for right-of-way
acquisition and parking expansion. Land surrounding the NB unit is already developed and in use
by Weed Airport, therefore the additional parking would need to be provided by a new SRRA,
Interstate Oasis, or APF. If land adjacent to the SB unit were purchased by Caltrans for parking
expansion then an estimated 1.4 acres would be required. An estimated 1.9 acres would be needed
to develop the additional parking required for the NB unit, assuming that an off-site parking facility
was developed by Caltrans. However, an alternative to purchasing additional right-of-way would
be to develop Interstate Oases in region. The following nearby ASOs are potential candidate
commercial enterprises with which Caltrans might partner to develop an Interstate Oasis to provide
some or all of the required additional parking at the Weed NB and SB units:

e Pilot Travel Center - 395 Vista Drive, Weed, CA 96094, (530) 938-9600; Located off Exit
745 at Vista Dr./I-5 interchange, 8 miles south of Weed SRRA (41.399328, -122.376384);
Site has approximately 20 auto and 50 truck/bus parking spaces; Open 24/7; Site is
accessible from both directions of travel on I-5. Currently meets Interstate Oasis
requirements.

e 76 Station - 338 Highway A 12, Grenada, CA 96038, (530) 436-2208; Located off Exit 766
at County Highway A 12/I-5, 13 miles north of Weed SRRA (41.646899, -122.528480); Site
has vacant lot which can accommodate approximately 10 autos and 30 trucks/buses; Open
6:00 a.m. to 9:00 p.m., 7 days per week; Site is accessible from both directions of travel on
I-5. Does not currently meet Interstate Oasis requirements, as facility in not open 24/7.

Considering the relatively limited number of ASOs that are potentially capable of providing the
required additional parking needed at Weed NB, SB, or both units, Caltrans will likely need to
purchase some amount of new right-of-way on which additional parking could be developed.
Based on these findings, it is recommended that Caltrans attempt to acquire land adjacent to
Weed SB on which to provide the additional parking required at that unit or if this is not possible,
to develop Interstate Oases in the region. It is recommended that Caltrans seek to develop
Interstate Oases to provide the required additional parking for the Weed NB unit. However, if
developing Interstate Oases is not possible then it is recommended that Caltrans considered the
development of a traditional SRRA in the region between Obrien and Weed Airport SRRA (see
recommendations for Obrien SRRA).

The closest rest area to the north of Weed SRRA is Randolph Collier SRRA, at a distance of 33
miles or a half-hour drive. The closest SRRAs to the south are Obrien SRRA (serving northbound
traffic) and Lakehead SRRA (serving southbound traffic) at distances of 59 and 49 miles,
respectively. The nearest ASOs from the Weed SRRA are located 13 miles north and 6 miles south.
There are low levels of ASOs to the north and south of Weed SRRA. The spacing between Weed
Airport, Randolph Collier, Obrien, and Lakehead SRRA, is the same or less than the 1-hour
drive/60-mile maximum spacing recommendations provided by FHWA and AASHTO.
Considering the location of ASOs along this segment of I-5, the distance between SRRAs and
nearby ASOs is essentially in line with the ha