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Basic Findings

• Goods movement is a part of regional congestion and air 
quality issues.

• Local and regional truck movements dominate freight flows
• The highway and truck route systems need improvement
• Rail system has limited capacity for growth 
• Port of  Sacramento governance, cargo flows, and regional 

role are shifting.
• Air freight growth will be slow, and the region is not likely 

to become a major regional air cargo hub.
• Distribution centers are larger than before, with fewer 

employees per square foot .
• Mixed use development means greater visibility of goods 

movement.
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What has changed?
Oil prices and fuel costs

• Higher goods movement costs; 
greater benefits of efficiency

Economic downturn
• Slower economic growth, tax and 

funding shortfalls
Dollar devaluation

• Slower import growth, faster 
export growth

Infrastructure funding
• Prop 1b funding, new planning 

demands

2007 2008 2009 2010 2011 2012

Gradual
Postponement
Rebound

Greener transportation and 
distribution

• Carbon footprints, greenhouse 
gas limits, and CARB regulations
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Key Goods Movement Policies – Unchanged?

• Support and shape economic development through goods 
movement planning 

• Encourage coexistence 
• Balance pro-active and reactive approaches
• Selectively encourage growth in the regional logistics 

industry
• Encourage operational efficiency and “green” goods 

movement practices
• Selectively reserve urban land for goods movement use
• Coordinate goods movement plans and projects
• Promote balance/equity in goods movement development
• Improve goods movement planning capabilities



Tioga 

Candidate Actions and Solution Sets 
• Infrastructure - regional improvements
• Goods movement operational strategies
• Encourage best practices and demonstrations
• Regional truck route development
• Truck parking

“Meta” Projects and Planning Needs
• Goods movement database enhancements
• Goods movement modeling
• Construction vehicle activity model

Action Agenda
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Next Steps

Near-term cost-effective steps
• Regional truck route planning & coordination
• Goods movement database expansion
• Demonstrations & best practices
Planning for long-term steps
• Development of truck parking strategies
• Modeling upgrades and construction activity modeling
• Adoption of a Goods Movement Action Plan
• Further integration with Blueprint planning
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• Manufacturing and processing plants could probably locate outside the urban core 
without substantially increasing truck VMT (and may do so on their own 
initiative). 

• Local goods distributors, however, require further investigation to determine their 
clientele and the consequences of moving them outside the urban core. One 
impact may be to simply replace the local site with the nearest freeway ramp as 
the effective distribution point; another may be to shift freeway trips from a few 
large trucks to several smaller trucks,. 

• Hub and spoke distribution and gathering networks such as FedEx may need local 
presence in a community or neighborhood, but will base delivery fleets at 
outlying locations. 

• Many suppliers, distributors, and other businesses with a regional clientele prefer 
to be near the center of the region with good freeway access, but do not need to be 
in more expensive center-city locations. 

• The net impact needs to consider what type of land use would replace the legacy 
facility and what its trip generation characteristics might be. 

These observations imply that setting aside areas with appropriate zoning or other regulatory 
concessions to local distributors or similar goods movement businesses would help minimize 
total truck VMT in the long run. It is not necessary to locate every such business in the core or to 
set aside tracts of land for manufacturing and processing in the core (at least not from a goods 
movement perspective). A comparison of alternative land uses would be needed to insure that the 
net result is likely to be favorable. 

Policy:  Coordinate Goods Movement Plans and Projects 

As goods movement planning efforts and processes emerge at other levels, there will be 
concomitant needs for coordination. Coordination is central to SACOG’s mission.  The MTP 
process itself is a major exercise in coordination, and incorporating explicit attention to goods 
movement is a key step in coordinated goods movement planning. 

Coordinate with Cities and Counties 

Coordination with the transportation and land use policies of cities and counties is essential to 
proper regional goods movement planning.  Zoning, local regulations, and investment in “last 
mile” transportation facilities are essential to the location of industrial and commercial tenants.   

Blueprint Transportation and Land Use Study 

Region wide implementation of the growth principles of the Blueprint effort would aid in the 
planning for goods-movement related infrastructure investment.  Principle #5, “Use of Existing 
Assets,” describes the use of infill development, intensification of underutilized parcels, and 
redevelopment.  These growth techniques are important in determining the location of industrial 
land uses, as they tend to cluster near established major transportation facilities.  Rational 
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terminal access policies at the local jurisdiction level will also be key to successful 
implementation of the Blueprint. 

Coordination with State Goods Movement Action Plan 

This includes working with the State of California on:  

• Desired transportation, economic, and community outcomes 

• System and program priorities 

• Funding and evaluation of potential projects 

• Regulatory and institutional requirements 

SACOG’s Goods Movement Advisory Group is one means of coordination, and participation of 
elected officials on SACOG’s Board is another.  There may be a need for additional information 
sharing between SACOG staff, city and county public works directors, and regional economic 
development agencies. 

Policy:  Promote Equity in Goods Movement Development 

A key message of Phases 1 and 2 of the Regional Goods Movement Study is the need to align 
development and transportation economics with natural and desired development patterns.  
Planned development of goods movement activities in one place rather than another raises both 
positive and negative equity issues. Equity issues arising from legacy land-use decisions are very 
difficult to address.  The better approach is to anticipate future equity issues and plan for 
reconciliation or mitigation as part of the project. 

• Local Choices – Regional Impacts. Where localities want to attract goods 
movement facilities and operations as part of their economic development efforts, 
those localities typically focus on employment and tax benefits, with development 
fees assessed to offset local infrastructure costs.  Adverse local congestion 
impacts, long-term pavement deterioration, and other externalities may be 
anticipated, but there is usually no provision for funding or mitigation. 

• Regional Choices – Local Impacts. Regional planning decisions may have the 
effect of concentrating goods movement activities, and their negative impacts, in 
specific locations rather than allowing case-by-case choices.  If so, the “burden” 
carried by the chosen localities may raise additional equity issues. 

The environmental impacts of either unwanted regional activity or spillovers from local activity 
choices would commonly consist of emissions (e.g. DPM, NOx, dust), noise, congestion, and 
possibly safety.  The available tools to address these impacts include buffer zones, mitigation, 
offsets, and compensation.  

There is much greater scope to address financial equity issues.  These can be of several types. 
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• An ongoing local burden created by a development whose civic revenue 
stream from fees and taxes falls short of local infrastructure and maintenance 
costs. 

• A burden placed on an adjacent jurisdiction or a whole region by spillover 
impacts from local choices. 

• A local burden created by legacy land uses that serve a regional need. 

 As with any public financial issue, an approach to financial equity would require: 

• a source of sufficient funds to support the total regional burden; and 

• a means of distributing the funds according to the actual impacts. 

The conventional sources of funds are property taxes and development fees.  Neither of these 
sources appear adequate to address the potential adverse financial impacts on cities or other 
jurisdictions.  Input from regional economic development directors clearly indicates that the 
formula for development fees and valuation for property taxes tends to undervalue large 
distribution centers.  Thus, large DCs do not typically generate enough civic revenue to pay for 
the required infrastructure upgrades or maintenance.  California no longer has an inventory tax. 

Industrial developers have opportunities to tap State funds under several programs. Some of 
these programs involve reductions in local tax revenue in return for economic development 
reducing the pool of funds needed to address impacts.  None of these programs provide 
additional funds to localities. 

A first critical step in generating the pool of funds required to address financial externalities 
would be a revision of the development fee formula to better reflect long-term needs.  Parallel 
revisions of property tax rules might be much more difficult. 

A second option is the creation of regional or state funding to address local goods movement 
impacts.  The recent “infrastructure bond” initiative  generated a large sum, but covers only the 
largest and most prominent projects state-wide.  Additional ongoing funding initiatives would be 
necessary to generate the funds for myriad local needs. 

Policy:  Improve Goods Movement Planning Capabilities 

SACOG should take every opportunity to increase its ability to foresee, incorporate, and address 
externalities and other goods movement impacts. 

• Improve modeling and analytic capabilities to turn the “foreseeable” into the 
“foreseen”. 

• Collect and compile traffic counts, employment, and other data to support 
regional decision making. 

As interest in urban transit systems and passenger transportation planning rose in the 1960s, 
travel demand models, data sources, and forecasting techniques were developed. In the 30-40 
years since, much progress has been made and planners have a wealth of forecasting techniques 
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to draw upon. Surveys, traffic counts, and other data sources have accumulated over time, and 
analysts are familiar with their characteristics and limitations. 

Freight transportation analysis and forecasting, however,  can be a frustrating experience, even 
for knowledgeable and experienced staff. Few regional planners have any background in freight 
transportation, and the intuitive understanding of transportation from a passenger’s perspective is 
not a reliable guide in the freight world. Too often, planning agencies must tell their 
constituencies that no reliable data exist to answer their questions, or that elaborate estimation 
and allocation methods must be employed to infer the likely range of key numbers. 

The freight movement forecasting challenge can be very broad. Freight flow data range from 
global estimates of total national ton-miles to truck counts on specific local streets. 
Methodologies in use range from sophisticated models to back-of-the envelope guesses. 
Regional forecasting needs can range from satisfying public curiosity to demands for specific 
performance measures. To deal with this complexity and fulfill their obligations with confidence, 
SACOG planners need a robust set of forecasting tools and performance measurements with 
sufficient documentation and guidance for their proper use. Ideally, the SACOG staff should 
have: 

• The ability to produce and support relevant performance measures directly, rather 
than leaving the user with results requiring further manipulation. 

• The ability to produce useful results from less-than-perfect data. 

• The ability to aggregate upward (e.g. local to regional) or allocate downward (e.g. 
regional to local) on a rational and reliable basis. 

Improving goods movement planning capabilities will require SACOG to invest time and 
resources in “meta” projects. 
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V. Preliminary Candidate Actions and Solution Sets 

Infrastructure - Regional Improvements 

Potential transportation improvement projects from the MTP common and focus alternatives 
were evaluated in Phase 2 based on their role in regional goods movement.  The regional project 
list was divided into four categories for consideration in the MTP goods movement initiative: 
specific improvement to goods movement, improvement to goods movement, minor 
improvement to goods movement, and improvements not related to goods movement.  Those 
improvements evaluated as being “specific improvements to goods movement” were compiled 
and considered to be the most relevant for discussion in the MTP goods movement section. 

Many individual potential projects are interrelated and, if strategically implemented, would have 
a greater cumulative benefit.  An example of this is the series of improvements to the SR-65 
corridor.  While each element would be funded and constructed as a separate project, the 
viability of the goods movement corridor is based on the interrelation of the mainline expansion 
of SR-65, the construction of the Lincoln, Wheatland, and Marysville bypasses, and the 
improvements to Sunset Boulevard and Industrial Avenue. 

Potential improvements to the transportation system, that would also benefit the movement of 
goods are listed below.  They were developed from the larger project list by considering key 
factors related to goods movement, as follows: 

• Truck-related collision rate 

• Capacity improvement 

• Connectivity 

• Truck route status 

Preliminary MTP recommendations focus on accommodating trucks on the highway system to 
the greatest extent possible. As important as it may be to reduce congestion overall, it is even 
more important to trucks, as they can have the equivalent impact of 2-4 automobiles in stop and 
go traffic. Goods movement is most benefited by the draft plan’s strategic investments in new 
freeway lanes, new roadways connecting activity centers and geometrically improved 
interchanges. 

Highway Upgrades 

Two major highway corridor improvements are planned for improvement in the SACOG region: 
SR-70/99 and SR-65.  Both of these highway improvements would have significant goods 
movement benefits, for through goods movement trips (trips passing through the region) and for 
the development of new industrial sites inside the region.  The improvements to I-80 in Placer 
County would also benefit goods movement by relieving a major bottleneck on the interstate 
highway. (Exhibit 47) 
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Exhibit 47: Highway Upgrade Routes 

 

• I-80 Capacity Improvements from Sacramento County Line to SR-65 – These 
improvements include the extension of carpool and auxiliary lanes from the 
Sacramento County line to SR-65.  These improvements would alleviate a major 
bottleneck in the regional highway system.  Auxiliary lanes are considered 
particularly valuable by truckers. 

• SR-65 Corridor (including Lincoln, Wheatland, and Marysville bypasses and 
improvements to Sunset Boulevard and its interchange with SR-65 and Industrial 
Avenue improvements) – The SR-65 corridor improvements including the 
bypasses of Lincoln, Wheatland, and Marysville would improve a major 
connection between I-80 and SR-70 that carries a high proportion of trucks: trucks 
account for 29% of traffic along SR-65 at Forty Mile Road in Yuba County. 

• SR-70/99 Corridor (including SR-70 from 99/70 split to SR-65 and SR-99 from 
99/70 spilt to 3rd Feather River Bridge) – SR-70/99 runs North-South connecting 
I-5 and the Sacramento International Airport to Yuba and Sutter Counties.   

Exhibit 48 shows the relationship of the SR65 Project Areas to the future goods movement “hot 
spots” identified earlier. 
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Exhibit 48: SR65 Project Areas 

 

Interchange Improvements 

Potential interchange improvements with significant goods movement benefits include (Exhibit 
49): 

• I-5 Metro Air Park and associated roadway improvements – Provides improved 
connection to 520 acres of planned warehouse and distribution or manufacturing 
uses adjacent to Sacramento International Airport. 

• SR-113/I-5 (including Beamer Street and Pioneer Avenue Improvements) – 
Improved interchange and arterial connections to Woodland industrial areas.  
Floodplain management issues need to be resolved before further investment in 
goods-movement related transportation infrastructure serving this industrial area 
are made. 

Exhibit 49: Interchange Improvement Sites 

 



 

10-GM Attach                                                                               Page 80 THE TIOGA GROUP 

Connector Projects 

The following connector projects (Exhibit 50) are important for intraregional travel and thus for 
truck movements: 

• Elk Grove – Rancho Cordova - El Dorado Connector (including Latrobe Road, 
Grant Line Road and Waterman Road improvements) – This connector 
improvement from SR-99 in Elk Grove to US-50 in El Dorado County provides 
improved connections to existing industrial areas. 

• South Placer Connector (including Sunrise Boulevard) – provides improved 
connection to industrial areas near I-80 and US-50 and provides an improved 
North-South connection between SR-65 and US-50. 

• Placer Parkway – Placer Parkway is a planned 15-mile long facility connecting 
SR-65 in Placer County with SR 70/99 in south Sutter County.  It will provide an 
East-West connection through some of the region’s fastest growing areas.   

• 3rd Feather River Bridge (Bogue Street or Island-Pasado alignment) and 
associated roadway improvements – This new connection bridges the Feather 
River, connecting industrial land uses surrounding the Yuba County Airport to 
industrial land uses surrounding the Sutter County Airport.  The associated 
roadways would connect SR-99 to SR-70. 

Exhibit 50: Connector Projects 

 

Improvements to roadways supporting the Mather Field industrial area 

The land surrounding Mather Airport, the region’s designated cargo airport, is currently used for 
industrial and office uses.  Many of the roadways surrounding Mather Field are proposed for 
improvement and would also benefit air cargo movements: 

• Rancho Cordova Parkway 
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• Old Placerville Road 

• Sunrise Boulevard 

• White Rock Road  

• International Drive  

• Happy Lane  

Exhibit 51: Mather Area Improvement Routes 

 

Improvements to roadways supporting the Florin industrial area 

Southwest of Mather Field (Exhibit 51) is another industrial area in unincorporated Sacramento 
County.  Two roadways serving this area are proposed for improvement that would serve this 
industrial area: 

• Power Inn Road 

• 14th Avenue extension from Power Inn Road to S. Watt Avenue 
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Exhibit 52: Florin Area Improvement Routes 

 

Improvements to Port-area Roadways 

The Port of Sacramento is strategically located along I-80.  In addition to the port operations, 
industrial uses are located near the port, taking advantage of the local goods movement 
infrastructure.   

Exhibit 53: Port Area Routes for Improvement 

 

Proposed projects that serve this area are: 

• Southport Parkway 

• Palamadessi Bridge and Lake Washington Boulevard improvements including 
Harbor-Industrial Boulevard from US-50 
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• Jefferson Boulevard 

• Reed Avenue  

• Broadway Bridge (new bridge) 

Improvements to roadways supporting other industrial areas 

City of Sacramento  
• Northgate Boulevard – Serves industrial uses north of I-80 
• Richards Boulevard – Serves industrial uses north of Downtown Sacramento 

Roseville 
• Atkinson from Main to PFE Road – Serves industrial uses and rail yards in Roseville. 

Sutter County Industrial/Commercial Reserve 

Two proposed improvements serve the Sutter County Industrial/Commercial reserve: 

• Pacific Avenue 

• Sankey Road 

Exhibit 54: Industrial Access Routes 

 

Waterway Projects 

Port of Sacramento Channel Dredging - Dredging would allow newer, larger vessels to reach the 
Port of Sacramento, a potential factor in the Port’s ability to attract new cargoes.  The benefit to 
the SACOG region would depend on the nature and volume of new trade.  
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Rail Projects 

Proposed rail improvements affecting goods movement in the SACOG region include the 
realignment of the Sacramento Depot rail, capacity improvements, and a rail shuttle project. 

The Sacramento Depot Rail Realignment project would reconstruct the legacy rail network at 
and adjacent to the Sacramento Depot.  It would improve passenger and freight train velocity, 
throughput, and reliability and would simultaneously reduce emissions by reducing locomotive 
idling and delay.  Finally, it would facilitate the long-term compatibility of goods movement 
with the proposed redevelopment of the Rail yards property.   

The following potential rail improvements elsewhere could have minor benefits to the SACOG 
region.  

• UP Martinez Subdivision Capacity Improvement - Improves freight train 
operations on UP & BNSF and potentially the performance of the Capitols. 

• UP Donner Pass Double Track & Tunnels - Would increase stack train operation 
through Sacramento, and facilitate extension of Capitols to Auburn. 

• Rail Shuttle project (Altamont Pass/CIRIS) - If project increases capacity on 
Altamont Pass there could be some benefit to Central Corridor rail performance. 

BNSF currently uses UP tracks through central Sacramento due to capacity constraints on BNSF 
in Contra Costa County.  Capacity investments on that BNSF line would thus indirectly benefit 
the SACOG region by taking the BNSF trains off UP. 

Infrastructure – Local Projects 

Incremental investment in minor system improvements in the SACOG region can alleviate 
bottlenecks in the transportation system.  While these projects improve safety and alleviate 
congestion of all roadway users, they are also important for commercial users of the roadways 
who place more importance on system reliability and efficiency.  Furthermore, strategic 
investment in minor and localized improvements can sometimes prove more cost-effective than 
large infrastructure investments.  Correcting inadequate turning radii, expanding left-turn 
storage, signalization and synchronization improvements, and pavement rehabilitation and 
reconstruction have a cumulative effect on goods movement and help maintain the economic 
competitiveness of the SACOG region while preserving quality of life in communities. 

The cities and counties in the SACOG region responded to a survey of specific goods-movement 
related issues.  These comments are summarized in Exhibit 55. 
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Exhibit 55: Summary of Local Goods Movement Issues 

Neighborhood/Truck Conflicts Issues with truck volumes, noise and speed on major streets or 
arterials that front or abut residential areas. 

Maintenance Issues 
Problems with trucks causing pavement damage on arterials and 
rural roadways.  Also issues with trucks “off-tracking” onto 
sidewalks and into poles, signs and streetlights. 

Legacy Issues 

Difficulties for trucks in dealing with low overpasses, intersections 
and turning radii inadequate for standard 53’ trucks (particularly in 
older areas); also issues with trucks “off-tracking” onto sidewalks 
and into poles, signs and streetlights. 

Congestion Issues 

Trucks diverting onto arterials and rural roads to avoid congestion; 
trucks backing up traffic- especially on two-lane “main street” 
highways; in some areas volumes of trucks are a cause of 
congestion. 

The notations in Exhibit 55 suggest that: 

• Localities have highly specific infrastructure issues related to goods movement 
beyond the broad categories of pavement deterioration and congestion. 

• Localities would benefit from better data (e.g. more truck counts) and rationalized 
truck routes. 

Many of the problems noted are traceable to legacy intersection designs.  While small compared 
to freeway projects, reconfiguring an intersection may be a significant burden for a city already 
pressed to accommodate growing auto traffic.  Such projects may be below the threshold for 
funding through the MTP, the state bonds, or federal programs. 

MTP Goods Movement Priorities 

The following tables list MTP road capital investments identified as priorities through goods 
movement planning efforts. 
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Exhibit 56: MTP Goods Movement Projects 

 

 



 

10-GM Attach                                                                               Page 87 THE TIOGA GROUP 

Exhibit 57: MTP Goods Movement Projects 
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Exhibit 58: MTP Goods Movement Projects 

 

Goods Movement Operational Strategies 

Operational strategies are intended to maximize the productivity of the regional goods movement 
network, and to minimize adverse impacts on the region.  In a future of limited resources for 
infrastructure projects and long lead times for approval and construction the SACOG region will 
not be able to build its way out of congestion.  Nor will regulatory standards produce emissions-
free freight transportation in the immediate future.  Operational strategies are, by contrast, 
typically quicker and less expensive to implement. 
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Encourage Best Practices and Demonstrations 

Goods movement technologies and operating practices are far from static.  Although some basic 
elements of trucking, railroading, maritime shipping, etc. have remained constant for decades, 
other areas have been fertile ground for innovation and progress.  Wherever possible, SACOG 
should encourage carriers, shippers, and consignees to investigate and adopt best practices as 
they emerge.  While it may seem unnecessary to encourage firms to adopt innovations in their 
own interest, carriers and others tend to focus on day-to-day operations, with a  minimum of 
resources to investigate alternatives.  This observation applies particularly to smaller commercial 
carriers and private fleets whose financial success depends on “lean and mean” operations. 

SACOG can play an important role in identifying and publicizing practices, programs, and 
innovations that can benefit both the industry and the community.  Two examples are given here:  
the EPA SmartWay program and “shore power” for truck stops. 

EPA SmartWay Program 

In support of anti-idling and other “green” fleet initiatives, SACOG and its member counties and 
cities should consider joining the US EPA’s SmartWay Transport Partnership 
(http://www.epa.gov/smartway/). EPA describes it as  “a collaborative voluntary program 
between EPA and the freight industry that will increase the energy efficiency and energy security 
of our country while significantly reducing air pollution and greenhouse gases”. The 
“partnership” includes shippers (e.g. Home Depot, Nike), carriers (e.g. FedEx, JB Hunt), and 
fleet operators who are also shippers (e.g. Wal-Mart). Initial, informal contacts with EPA staff 
suggest that EPA would welcome participation by public agencies. 

Organizations can become SmartWay Transport Partners by committing to an environmental 
improvement goal over a three-year period and annually sharing their progress with EPA. 
Partners achieve goals by adopting improved practices, processes and energy saving technologies 
that are cost effective, cleaner, more efficient, and capable of reducing greenhouse gas 
emissions. EPA provides assessment tools and technical advice. 

Reduced diesel truck idling is a cornerstone of the program. EPA attempts to bring the key 
partners together to inform them of idling concerns in their areas, learn about the alternatives, 
discuss air quality incentives, and explore funding opportunities.  Ultimately, EPA hopes to 
study and deploy idle reduction projects at key locations throughout the country.  Joining the 
SmartWay program would have the following benefits: 

• Energy savings achieved through the program would reduce SACOG 
expenditures. 

• SACOG would become identified as part of the Program, achieve a position of 
leadership, and would be able to use the SmartWay logo on equipment and 
publications. 

• By agreeing to conduct more of its business with SmartWay carriers, the SACOG 
would be sending a clear message of commitment to the trucking community. 

• By setting an example and directing more of its business to SmartWay carriers, 
SACOG would encourage similar steps by carriers and shippers in the region. 
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Truckstop “shore power” systems 

Diesel trucks are often left idling at truck stops, loading docks, and along roadsides to supply 
power for “hotel” functions such as air conditioning, interior lights, and power for computers and 
communications.  For long-haul truckers the tractor is office, living room, and bedroom all in 
one.  The California ARB idling restrictions currently allow trucks to idle for those reasons, but 
that exception has a sunset clause and will expire in a few years.  It would be to the region’s 
benefit to reduce truck idling, especially since trucks often idle all night to keep air conditioning 
powered in the summer. 

There are multiple truck-stop idling reduction efforts and demonstrations underway, most 
focused on the provision of “shore power” – electrical power, HVAC, and/or other services 
provided to trucks in lieu of running their main power units for extended periods. IdleAire is a 
leading provider of “shore power” systems used in the demonstrations. SACOG should consider: 

• Researching and monitoring the progress of the various demonstrations and 
systems. 

• Encouraging regional trucking firms to become familiar with the demonstration 
systems and asking their opinion and reaction. 

• Looking for opportunities to bring future demonstrations to SACOG Region 
locations. 

Regional Truck Route Development 

Well-chosen and well-marked truck routes are a critical tool in allowing efficient trucking to co-
exist with sensitive communities. An overview of SCAOG region truck routes is provided in 
Exhibit 59. 
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Exhibit 59: SACOG Region Truck Routes 

 

Truck routes have both operational and infrastructure aspects.  They are an operational strategy 
to the extent that they make use of existing roads and highways.  They become an infrastructure 
strategy to the extent that those roads and highways are upgraded to handle the truck traffic. 

The mismatch between the legacy road system on one hand and current and future goods 
movement requirements on the other is a major regional issue. As Exhibit 60 indicates, many of 
the congested routes for goods movement are already part of the truck route system, but many 
others are not. 

Many cities in the SACOG region have developed truck routes in their jurisdiction. These 
municipal truck routes when combined with the STAA network truck routes make a regional 
truck route system.  However this regional truck route system is uncoordinated and not well 
known to the commercial users of the system.  Jurisdictions within the SACOG region should 
identify and coordinate truck routes, working with bordering cities/counties and assist in 
reconciling connecting roads from one jurisdiction to another so that truck routes interconnect 
from one jurisdiction to another.   
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Exhibit 60: 2035 Congestion and Truck Routes 

 

A regional perspective on truck routes would eliminate some of these problems. It is therefore 
recommended that SACOG consider designating a subregional or countywide backbone truck 
route system.  Final configuration and designation of the system should involve the trucking 
industry to insure that the system will be used and not create unanticipated barriers that will 
ultimately negatively affecting trucking.  Ultimate uses of the system could include coordination 
using ITS during major freeway incidents to ensure that trucks are routed to the most appropriate 
facilities when freeway closure becomes necessary.  This could also be used for detours for 
inclement weather conditions.  Under this system, each City would still have their own truck 
route systems and restrictions, however, the regional system would provide a skeletal network 
for through truck movements and for inter-city  movements that is consistent for all users. 

SACOG would need to: 

• Define strategic truck routes to link SGMAs with major trip generators 

• Designate a regional truck route system 

• Upgrade selected de facto routes to serve as strategic corridors 

• Provide preferred alternatives to overburdened or undesirable de facto routes 
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As a near-term operational issue there are five stages to a truck route initiative. 

Identifying and documenting existing Interstate, state, county, and city designated 
truck routes in the SACOG region. 

Making comprehensive truck route information available to the trucking industry. 

Analyzing existing truck routes to identify gaps, capacity limits, geometry problems, 
and other shortfalls. 

Developing a process or procedure to coordinate regional truck route upgrades and 
planning efforts. 

Creating and implementing an upgrade plan. 

Documentation of Truck Routes 

The study team assembled the readily available information on regional truck routes for the 
Phase I report. A comprehensive regional effort would require additional county and city 
contacts and feedback to make sure that the maps were complete and current. 

A survey analysis of regional and local truck routes will likely reveal gaps in the system; 
substandard or light-duty surfaces and construction; intersection geometry problems; signal 
timing problems; clearance and sightline shortfalls; and other issues requiring attention.  A 
survey of this type would shed light on uneven use by truckers, assist planners in creating an 
improvement program, and perhaps help secure state or federal funding for the program. 

Making Truck Route Information Available 

There is a legitimate need to direct truckers unfamiliar with the area (or those with bad routing 
habits) toward designated, preferred, or permissible truck routes. Marking truck routes is costly 
and those living or working on truck routes are concerned that signage could increase the truck 
traffic on their streets. Almost all the community demand for signage is usually negative, i.e. 
requests to mark truck prohibitions or limitations. The region (and the cities) will therefore have 
to strike a balance in its signage policies, and to refine and adjust this balance over time. At the 
outset, it would appear that signage is appropriate where: 

• There is a preferred route among multiple permissible  routes. 

• Finding the preferred or permissible route is confusing due to intersection 
configurations, sight lines, conflicting signage, or other considerations. 

• Truck drivers are frequently making routing mistakes or there is reason to suspect 
drivers are deliberately violating routing restrictions. 

• Thomas Bros. Guides or other often-used sources suggest routings that the local 
jurisdictions would like to discourage. 

• Changes to road conditions, land uses, or rules have significantly changed popular 
truck routes. 
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Signing for truck routes is the typically the responsibility of individual cities; however, industry 
representatives have indicated that inconsistency in signing programs leads to confusion and the 
potential for trucks wandering off of the system. 

The simplest means of making the information available to the trucking industry would be to 
post a consolidated map on the SACOG website and publicize its availability.  Large scale maps 
could be made available for use by local and regional dispatchers. 

The Thomas Bros. map books are almost universally used by truck drivers and dispatchers to 
provide routing instructions, particularly in unfamiliar territory. The freeways, highways, and 
“primary” roads shown in the Thomas Brothers. Guides are assumed to be permissible truck 
routes unless some other information is available. The problems occur when the “primary roads” 
shown in the guides are not preferred truck routes or actually have truck routing prohibitions. 

The county should consider providing alternative or additional designation information to 
Thomas Brothers. for future guide editions. New editions are printed every year, but thorough 
updates are less frequent. Discussions with Thomas Brothers. could explore the possibility of  
amending the primary roads designation or adding additional symbols or color-coding to 
designate either preferred routes or prohibitions. This option would have the advantage of 
making Thomas Brothers, conform to local preferences and letting the Thomas Brothers. 
distribution system (Rand McNally) inform the trucking industry. It could, however, take a long 
time to get corrected information in the hands of dispatchers and drivers. 

Ongoing Process 

Development of a true network and an ongoing upgrade or maintenance program must be a 
coordinated regional undertaking.  At a minimum such an effort would involve: 

• SACOG 

• Member counties 

• Member cities 

• Caltrans 

Cities that are not individual SACOG members could be involved through the counties or an 
effort could be made to involve them directly. 

Ideally, a coordinated effort would also involve: 

• CHP 

• US DOT/FHWA 

• California Trucking Association 

Issues for a coordinated approach could include: 

• development of a common map and descriptions 
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• common or coordinated signage; 

• closure of gaps 

More difficult issues will likely include: 

• Misalignment or disagreement on connections across jurisdictions, 

• Priorities for upgrades or other investments. 

Truck Parking 

Truck parking has been identified as a regional goods movement issue in surveys and discussions 
with SACOG staff and advisory groups.  Truck parking is a regional issue by nature, and a goods 
movement issue in which regional planning and cooperation could solve a problem that 
individual jurisdictions cannot. Due to a shortage of legal parking for tractors and trailers in their 
cities and nearby, many communities are experiencing excessive truck parking in residential 
zones, along roadsides, and in commercial and industrial zones. In addition, an unnecessarily 
large number of trucks may be on the roads during rush hours, particularly in the morning, due to 
their inability to arrive early and legally park before a delivery appointment. The issue will 
eventually be exacerbated when and if the 49er Travel Plaza closes. The nature of the problem 
depends on the parking location (Exhibit 61). 

Exhibit 61: Parking Location Issues 

 SIGNIFICANCE/PRIORITY 

PARKING STATUS NO PROBLEM MINOR 
NUISANCE 

MAJOR 
NUISANCE 

LEGAL 
COMPANY LOT IN 

INDUSTRIAL 
AREA 

DRIVER’S 
PROPERTY IN 
RESIDENTIAL 

AREA 

PUBLIC STREET 
IN RESIDENTIAL 

AREA* 

QUESTIONABLE 
VACANT LOT IN 

INDUSTRIAL 
AREA 

RURAL 
ROADSIDES 

PUBLIC STREET 
IN COMMERCIAL 

AREA 

ILLEGAL ? URBAN DOUBLE 
PARKING 

BLOCKING 
COMMERCIAL 
DRIVEWAYS 

* Usually legal, depending on local ordinances. 

Regional truck parking policy should address the following factors: 

• On-street vs. off-street parking 

• Commercial vs. non-commercial vehicles 

• Number, size and Class of vehicles 

• Treatment of trailers and unattached equipment 
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After review of the truck parking issues raised in this study, the consultant team recommends a 
general four-stage approach, as follows: 

• Policy – Establish, through regional policy, which parking locations and practices 
are legitimate and which are not, and amend or enact ordinances and other 
measures to regulate practices that must be stopped or mitigated . 

• Alternatives – Identify, provide, and encourage alternatives to illegitimate or 
objectionable parking practices, giving conscientious truckers an opportunity to 
operate in conformance with public policy and community preferences. 

• Education – Inform the public, the trucking industry, and shipping industry about 
policies, alternatives, and best practices. Use both conventional communication 
methods and targeted outreach. 

• Enforcement – Plan and conduct effective enforcement programs with trained 
personnel. Create effective and fair processes for handling complaints and 
exceptions. 

Policy. The essence of an effective policy on truck parking is a realistic appraisal of various 
truck parking needs (rest, waiting, storage, etc.). An information collection effort similar to that 
now being conducted for the Alameda County Congestion Management Agency (ACCMA) 
could assist SACOG in: 

• identifying and quantifying the trucking activities that generate parking needs of 
various types; 

• understanding trucking industry parking preferences, policies, and practices; and 

• distinguishing the regional and corridor distribution of activity and parking needs. 

A SACOG regional policy could usefully focus on: 

• The need for safe and legal truck parking consistent with community sensitivity. 

• A range of options and solutions for differing parking needs. 

• Creative use of available land and resources. 

• Involvement of the trucking and shipping industries. 

• Partnership with Caltrans and private stakeholders. 

A key issue to be addressed is the differing parking needs of trucks passing through the region 
(e.g. resting before a delivery in the Bay Area) versus trucks serving the region (resting after 
picking up a load in West Sacramento and before crossing the Sierra Nevada) and trucks based in 
the region (e.g. parking near home for an owner operator). 
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Overnight parking.  Long-haul truckload carriers need a 
place to park and sleep or rest before delivery or while 
waiting for an outbound load.  Truckstops with large 
parking lots and other facilities are set up for this purpose.  
Lacking nearby truckstops, drivers will use roadside space, 
vacant lots, or other informal and quasi-legal space. A good 
example is shown adjacent, where truckers are resting on 

both side of I-580 on Altamont Pass. 

Owner-Operators.  Owner-operators need a place near their home 
to park their tractor and a trailer (if they have one) overnight.  This 
factor probably accounts for much of the residential area parking. 
Owner-operators and the smallest fleet operators may use public 
streets, vacant lots, their own driveways, or other informal (and 
sometimes illegal) arrangements.  Off-duty parking for owner-
operators and small private fleet operators is a significant problem 
in some residential and rural areas.  

Short-term waiting.  Out-of-town truckers making scheduled 
delivery or pickup appointments typically arrive early and need a 
place to park while waiting. Some very large customers may have 
enough room off the street, but more commonly the trucker must park 
somewhere else nearby.  Older industrial and commercial areas rarely 
have enough off-street parking for trucks.  This is the reason for large 
queues of trucks waiting on streets adjacent to major shippers and 

receivers, especially first thing in the morning.  

Trailer drop lots.  Owner-operators and truckload carriers 
without local lots or yards often need a place to drop a trailer 
(usually empty) for pickup hours or even days later.  Well-
organized truckers will use a regular location at a truck stop 
or other secure facility for this function, but in the absence of 
that option many will use vacant lots or street parking.  

LTL Trucking. Less-than-truckload (LTL) carriers 
ordinarily operate between company terminals with 
adequate parking, and would rarely need parking outside 
of those terminals.   

Alternatives. Whether to replace the capacity expected to 
disappear with the closure of the 49er Truck Stop or  to 
proactively seek solutions to existing shortfalls the region will need to locate or create locations 
for safe, legal truck parking. A recent US DOT study4 reports that four types of areas are most 

                                                 
4 Intelligent Transportation Systems and Truck Parking, February 2005 , U.S. Department of Transportation , Federal Motor Carrier Safety 

Administration 
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often used by truck drivers for overnight parking: public rest areas, private truck stops, other 
privately owned parking areas and along public right-of-ways. Exhibit 62 reports results from the 
FHWA study, in which truckers were asked where they last slept (respondents were primarily 
long haul drivers). Exhibit 63 lists their preferences. 

Exhibit 62: Locations where Long Haul Truckers Last Slept 

Public Rest Area  Truck Stop  Loading Dock Ramp Home Other  No Response 

8%  56%  10%  4%  9%  11%  4%  

Exhibit 63: Driver Preferences for Overnight Stops and Short Naps 

   Overnight Stops Short Nap  

Truck stop  78%  19%  

Rest area  6%  45%  

No preference 16%  36%  

The survey cited asked respondents to speculate on why truck drivers sometimes choose to park 
on ramps and shoulders. Reasons given include the following, with the fraction of drivers 
reporting the reason given in parentheses :  

• No empty spaces at nearby truck stops or rest areas (94%)  

• No nearby parking facility is available (83%)  

• Nearby parking spaces have time limits that are too short (approximately 50%)  

• Nearby spaces were blocked by other vehicles (approximately 50%)  

• The ramp/shoulder is convenient for getting back on the road (approximately 
33%)  

• Interruptions by strangers (e.g., drug dealers, prostitutes) were less likely 
(approximately 33%)  

• Difficult to drive around congested parking lots (18%)  

• Ramps/shoulders have better lighting than the lots (4%)  

It appears from this list and the preferences given in Exhibit 63 that a substantial latent demand 
exists for structured truck parking at designated locations. 

One or more large new truck stops in the region or in adjacent areas might significantly alleviate 
the problems, but potential sites are few and community receptivity is likely to be low. 

Truck stops are of little use to owner-operators seeking space near home. Owner-operators and 
short-term waiting might be better served by several smaller parking lots scattered thorough the 
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area (similar to the “lorry parks” seen in Asia and Europe). Much of the residential parking, 
however, may prove intransigent, since the smallest operators with just one tractor may be least 
likely to afford or patronize a truck stop. The latter group might be better served by a series of 
legal parking areas or designated streets of short-term or overnight parking. 

One or more centralized commercial or public truck parking areas could be developed for 
overnight parking for long-haul truckers, as well as for longer-term storage of trucks owned by 
residents who cannot keep them on their property. 

Locations to be considered for truck parking could include: 

• Land under power lines, under elevated freeways, or otherwise unsuitable for 
building. 

• “Brownfield” sites with environmental limitations on other uses. 

• Areas around freeway interchanges or ramps. 

• Vacant highway rights-of-way or surplus public land. 

• Limited nighttime use of parking lots for public facilities such as recreation areas, 
fairgrounds, or stadiums. 

• Controlled use of shopping mall parking lots. 

• Interim use of vacant sites pending long-term development. 

Some of these options might include fees for parking, offsetting public costs. 

Caltrans is reportedly investigating additional use of rest stops and other potential sites for truck 
parking. 

Increased on-site truck parking/staging requirements for distribution centers could accommodate 
some overnight parking for long-haul truckers and keep trucks off the street while waiting for 
access to loading facilities.  Local cities could implement amendments to local parking codes to 
require specified number of truck parking spaces for every “X” square feet of building area and 
for the number of truck loading bays.  

Some cities do not require adequate truck loading facilities for large trucks at commercial sites, 
forcing truck loading to take place inside auto parking areas and on-street.  A set of regional 
design “guidelines” could be provided to cities for use in making design decisions in trucking 
areas.  The guidelines might also include roadway/intersection design criteria and criteria for 
truck parking and loading areas for businesses of various types and sizes. 

Education.  Making all the parties aware of existing and future policies and parking options is a 
critical first step. In 2000, a NTSB report recommended that planning agencies provide a 
comprehensive guide (in paper and electronic format) for truck drivers with information on the 
locations and space availability in both private and public parking areas. Since then, a number of 
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directories have been developed, both by private industry and government. Examples include the 
following:  

• NATSO (National Association of Truck Stop Operators) online guide 
http://www.natso.com/AM/Template.cfm?Section=TruckStop_Directory1&Temp
late=/CustomSearches/TruckStop_Directoryd.cfm  According to NATSO, this 
guide contains 1,100 truck stops in the United States. It only includes basic 
information (name, location, phone, web site) on each stop.  

• Trucker's Friend http://www.truckstops.com/trucker.asp  This is a web site 
sponsored by TR Information Publishers. It is a paid site ($10 for 100 searches) 
and claims to include several thousand truck stops with information on the 
facilities and amount of parking provided at each truck stop. They also publish a 
printed directory of truck stops.  

• State of Maryland truck map and motor carrier handbook 
http://www.sha.state.md.us/businesswithsha/trucking.asp The handbook contains 
a list of private truck stops, park and ride lots, and weigh stations that have 
overnight parking.  

SACOG could develop a brochure (or series of brochures if necessary) outlining existing and 
proposed truck parking rules, locations, options, enforcement policies, and steps for reporting 
and resolving apparent violations. Ideally, such a brochure would be developed in coordination 
with municipalities, neighborhood associations, and local trucking industry representatives. 

Possible methods  mentioned in the FHWA study for disseminating information about available 
truck parking include: 

• Variable message signs – This is probably the simplest and most effective way to 
deliver current information to drivers. Many such signs are commercially 
available and can be customized if necessary.  

• Traveler information radio – The Federal Communications Commission sets aside 
frequencies, usually on the extreme ends of the AM spectrum, to provide local 
information to motorists. Establishing an informational radio broadcast is not 
particularly expensive (equipment often costs less than a variable message sign), 
and by using the AM radio, it is sure to be available to almost all truckers.  

• Citizen's band (CB) radio – This technology was ground-breaking in the trucking 
community when it first became popular in the 1970s, but it still serves a function 
today. CB radio is not typically used to broadcast information, but there appears 
to be nothing prohibiting its use in this manner.  

• Cellular telephone – Almost all truck drivers carry cellular telephones, and it 
would be a simple process to set up a telephone information system to provide 
drivers with parking availability data. However, there are some safety concerns 
with respect to using a cell phone while driving.  
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• 511 trucker information – A truck-specific menu could be added to an existing 
511 traveler information system. This menu would include information on 
available parking, and could be accessed via either cellular or land-line telephone.  

• On-board computers – Many carriers use on-board computers to communicate 
with drivers. However, due to safety concerns, drivers are instructed not to look at 
the displays while they are driving. Carriers are beginning to look at text-to-voice 
conversion.  

Accurate, visible, and consistent signage and curb markings would provide a visible symbol of 
SACOG’s commitment to affected neighborhoods, assist conscientious truck operators in 
obeying the rules, and remove a source of excuses for those that try to circumvent the rules. 
There is a particular need for signage and markings where: 

• Local rules differ from general rules. 

• Sensitive land uses such as schools or hospitals are not immediately visible or 
apparent. 

• Local road status, land use, or jurisdiction is not obvious or clear (as in the 
case with many unincorporated areas of the region.)  

• Persistent complaints or violations indicate an area of special concern. 

Enforcement. There may be a need for concrete parking enforcement plans and policies. Ideally, 
enforcement would be prompt, responsive, consistent, and fair – but the way in which those 
characteristics are defined will vary with the perspective of the complainer or the object of the 
compliant. Truck parking is a low-priority matter for most law enforcement agencies and there 
will likely be a need to clarify rules and policies for the responsible agencies. If counties or 
municipalities decide to pursue stricter enforcement of existing rules or to impose new 
regulations, law enforcement officials will need to be part of the planning. 

Given the wide range of circumstances and trucking operations, there may also be a need for an 
appeals and adjudication process. While case-by-case citations could be handled in the traffic 
courts with other parking tickets, there will also be a need to consider special circumstances for 
parking permits or complaints about truckers who circumvent the rules. Ombudsman or 
arbitration processes may be more serviceable that the courts for these needs. 

 “Meta” Projects and Planning Needs 

One of the recommended goods movement polices is 
to improve SACOG’s goods movement planning 
capabilities, and by extension the capabilities of the 
other regional jurisdictions. Implementing that 
policy will require a systemic effort to identify 
unmet planning needs, modeling limitations, and 
data shortfalls, and determine how best to fill the 
gaps. The recommendations below would be the 
beginning of an ongoing effort. 

“… 90 percent of the nation’s largest 
MPOs responding to the survey 
reported that they lacked sufficient data 
to conduct adequate freight planning.” 
(GAO/NSIAD-96-159, Intermodal 
Freight Transportation, July 1996, p. 5) 
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Goods Movement Database Enhancements 

Goods movement planning and forecasting efforts inevitably come up against data limitations. 
As noted in the Phase 1 report goods movement data sources are a patchwork.  There is no single 
database providing comprehensive information, the combined coverage of available sources is 
incomplete, and major sources display inherent weaknesses and incompatibility. The short 
comings and weaknesses are most obvious, and most frustrating, at the local and regional level 
where SACOG and its member jurisdictions have the greatest responsibilities. 

Primary and secondary freight flow data sources include: 

• Commodity Flow Survey (CFS), U.S. Census Bureau, 1992, 1997, 2002 
(forthcoming) 

• TRANSEARCH database, Global Insight 

• Freight Analysis Framework (FAF), FHWA 

• Intermodal Transportation Management System (ITMS), Caltrans 

There are also multiple data sources for the truck, rail, air, and marine modes.  TRANSEARCH 
and the Caltrans ITMS are both attempts at combining and reconciling multiple sources.  (ITMS 
is based on 1996 TRANSEARCH data.)  Despite the best efforts of the firms and agencies 
involved these sources do not provide reliable current information on the movement of 
commodities or freight vehicles to, from, within, or through the SACOG region. 

The Phase 1 report cited four approaches to bridge the gap. 

• Truck counts.  Manual or automatic truck counts at selected locations can yield 
valuable insights into the number and pattern of truck movements.  Manual counts 
have the advantage of identifying truck types as well as counting them. 

• Surveys.  Surveys, such as the one undertaken for this study, can elicit data, 
opinions, and perceptions—all of which are valuable to planners and policy makers.  
Survey results are, however, limited to what respondents know and chose to reveal. 

• Stakeholder interviews.  Semi-structured interviews with public and private 
stakeholders, such as those that produced case studies for this study, are a vital step 
in understanding the freight and logistics industries and their relationship to public 
policy and planning. 

• Automated data collection.  Pioneered in electronic toll systems, existing and 
proposed methods of automatically collecting and compiling vehicle movement 
data hold considerable promise. 

Goods Movement data should also be integrated for ease of use via a centralized goods 
movement data management system that ties together local data, county, SACOG, Caltrans, 
CHP, and private sector sources. 
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Goods Movement Modeling 

In Phase 2 the study team was asked to provide an analysis of the SACOG travel model.  This 
analysis notes where the model functions well for goods movement, and where it may need 
improvement.  That analysis is summarized below. 

Truck Classification. The SACOG model has 2-axle and 3+-axle classifications, which may 
limit the ability to distinguish a broad range of truck types and impacts. Large trucks are the most 
important for congestion and pavement deterioration, and it would be useful to have a more 
detailed breakdown by size/class. For example, the SCAG Heavy Duty Truck Model combines 
Caltrans/FHWA 14 classification in three categories (Exhibit 64) 

Exhibit 64: Caltrans and SCAG Truck Classifications 

Caltrans/FHWA Classification SCAG Model 
3 Light-Heavy 

4-7 Medium-Heavy 
8-15 Heavy-Heavy 

Trip Generation. The SACOG model has the following categories for trip generation:  
Households, Retail employment, Office Employment, Medical Employment, Education, and 
Manufacturing/Other. These categories do not correspond well to truck generating 
classifications. In particular, the manufacturing category should be broken down into subgroups.  

Trip Distribution. The SACOG “Friction Factors” were taken from the FHWA Quick Response 
Freight Manual and Chicago Area Transportation Study Factors. While this is an expedient 
approach to get the model up and running, it may not reflect local conditions. At a minimum, 
some comparisons should be made between field conditions and model representations on 
selected arterials or corridors to determine the rough magnitude of any deviation. 

Special Generators. SACOG does not have any special generators for trucks to develop 
“customized” truck trip generation at areas of likely high truck generation. This may be 
particularly important issue for questions of “equity” among regions and environmental justice 
impacts. One option would be to progressively add special generators as they are identified and 
documented. The model could identify special generators such as the Port of Sacramento, 
Airports (air cargo), major construction areas, mining, and major distribution centers. The 
provisions for special generators also would enable SACOG to model the development of a new 
goods movement or logistics facility. 

External Truck Trips. The SACOG model does not have external truck trips at “cordon” points 
(external gateways to and from modeling area). The limitation may skew trip distribution and 
underestimate VMT, as the model would not assign any truck trips to the cordon points since all 
trucks are assigned internal to the model.  Also, this approach misses all inter-regional truck trips 
that pass through the region.  

Traffic Assignment. The SACOG region lacks truck/PCE translations, which may understate 
truck impacts. While a nominal conversion of one large truck to two Passenger Car Equivalents 
(PCE) may suffice as an average, it does not reflect the higher ratios applicable to grades and 
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congested conditions, where the PCE for a heavy truck might rise to 4 or even 6 in some 
circumstances. Use of Passenger Car Equivalent (PCE) factors in terms of grade and congestion 
would make assignment more accurate. 

Construction Vehicle Activity Model 

The analysis of future goods movement and traffic congestion “hot spots” cited the importance 
of construction trucks and major residential and commercial construction areas as truck trip 
generators. At present SACOG has no modeling or forecasting capability to deal with 
construction trucks. Acquiring or developing such a capability would enable SACOG to identify 
and analyze the importance and impacts of a truck activity sector that is invisible to modelers but 
readily apparent to the affected jurisdictions. 

Modeling construction truck activity is new to regional planner and traffic engineers.  In 
Southern California, increased concern over trucking impacts of large-scale port projects has led 
to demands for construction truck analysis as part of the EIR process.   

It would be worthwhile for SACOG to investigate the state of the art in construction truck 
modeling to determine whether there is an existing model that might be adopted or adapted to 
SACOG’s needs.  
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VI. Accountability 

Exhibit 65 displays a summary matrix of the issues addressed in this phase and the agencies most 
likely to be engaged in addressing those issues. In several cases the initial efforts would be 
directed at defining, identifying, and quantifying the problem or issue. For example, truck 
parking is widely regarded as a problem, but the nature and extent of the problem will differ 
from place to place. In other cases, such as the vulnerability of the goods movement system to a 
flood event, there may be considerable information available that could be assembled into an 
overall picture. 

Planning is a common theme across the issues, since all of the issues are better addressed in 
advance rather than in hindsight. That there has been relatively little planning attention to these 
issues is not a criticism of the agencies involved, as goods movement is just starting to be 
incorporated into regional planning across the country. 
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Exhibit 65: Issue Roles & Responsibilities 

Issue Initial Actions Remedies C
ity

C
ou

nt
y

A
Q

M
D

SA
C

O
G

St
at

e

Fe
de

ra
l

Agencies Timeframe Fiscal Im

Equity Environmental Justice, outreach Planning 
Integration X X X X X X Municipalities, Counties, 

SACOG, State, Federal Long-term Low

Truck Parking Problem Definition and 
Identification

Multiple 
Options X X X Municipalities, Counties Mid-term Low - Me

Truck Safety Study unsafe locations Improvements X X X X X Municipalities, Counties, 
SACOG, State, Federal Long-term Hig

Local/Micro Impacts Air quality improvement 
programs, Idling Limits

Planning & 
Enforcement X X X Air Quality Management 

Districts, State Near- to Mid-Term Mediu

Flood Event Identification of Goods 
Movement Vulnerabilities

Advance 
Planning X X X X X Local/State/County Flood 

Protection Near- to Mid-Term Mediu

Road Deterioration Monitoring and maintenance Design and 
Maintenance X X X X Municipalities, Counties, 

SACOG, State Ongoing Mediu

Farm to Market Planning, maintenance Design and 
Maintenance X X X X Municipalities, Counties, 

SACOG Mid- to Long-Term Mediu
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VII. Funding 

Funding Limitations 

Clearly identified funding sources for goods movement investments are seriously limited.  

The conventional sources of funds are property taxes and development fees. Industrial 
developers have opportunities to tap state funds under several programs. Some of these programs 
involve reductions in local tax revenue in return for economic development, thus reducing the 
pool of funds needed to address impacts. None of these programs provide additional funds to 
localities. A first critical step in generating the pool of funds required to address financial 
externalities would likely be a revision of the development fee formula to better reflect long-term 
needs. Parallel revisions of property tax rules would be much more difficult. 

A second option is the creation of regional or state funding to address local goods movement 
impacts. The recent “infrastructure bond” initiative generated a large sum, but will be used to 
deal with only the largest and most prominent projects state-wide. Additional ongoing funding 
initiatives would be necessary to generate funds for myriad local needs. 

Certain jurisdictions, whether for historical or location-specific reasons, have borne a 
disproportionate share of the goods movement “burden” for the region. It is a challenge for the 
region to ensure that those “strategic goods movement assets” are protected, and that those 
jurisdictions bearing the burdens are afforded some form of mitigation. 

Allocating any source of freight funding among affected jurisdictions would likely be a process 
of negotiation. Road and highway funds are typically allocated according to miles of road or 
population, neither of which correlates with impacts from goods movement projects. A locality 
with a higher share of industrial or distribution facilities would experience a corresponding high 
volume of heavy truck movements, but would not receive proportionate funds to repair the 
damage. The ability to segregate the impacts of good movement and predict the impacts of new 
development may be the key to a more responsive funding mechanism. 

Infrastructure Bonds Overview 

The Highway Safety, Traffic Reduction, Air Quality, and Port Security Bond Act of 2006, 
approved by the voters as Proposition 1B in November 2006, outlined a total of about $18 billion 
in bond funds for transportation infrastructure (Exhibit 66). 
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Exhibit 66:Transportation Infrastructure Bond Funds 

Program Amount Agency 07-08 Budget Allocation (6/08) Proposed 
08-09

Corridor Mobility Improvement Account (CMIA) 4,500$    CTC 728$             677$                  1,428$       
State Route 99 1,000$    CTC 14$               14$                    103$          
State Transportation Improvement Program (STIP) 2,000$    CTC 908$             889$                  993$          
Trade Corridor Improvement Program (TCIP) 2,000$    CTC -$                  6$                      415$          
Intercity Rail 400$       Caltrans 188$             56$                    71$            
Local Seismic 125$       CTC 14$               14$                    21$            
State Highway Operation and Protection Program (SHOPP) 500$       CTC 280$             266$                  91$            
Traffic Light Synchronization 250$       CTC 123$             -$                       122$          
Highway-Railroad Crossing Safety Account 250$       CTC 186$             -$                       63$            
State/Local Partnership 1,000$    CTC -$                  -$                       200$          
Local/Regional Transit 3,600$    Caltrans 600$             528$                  350$          
Local Streets & Roads 2,000$    DOF 1,037$          842$                  -$               
Total 17,625$ 4,078$         3,292$               3,857$        

Source: CTC Website, July 2008 

All the bond funds are subject to legislative appropriation through the annual budgeting process.  
The near-term (2006-07/2007-08) expenditure plans were largely based on pre-existing project 
priorities.  These pre-existing priorities are a mix of projects that have been “waiting in the 
wings” for several years and new projects defined or packaged for the purpose. 

From a SACOG goods movement perspective, the largest opportunities appear to be in: 

• Corridor Mobility Improvement Account (CMIA) – $4.5 billion. 

• Trade Corridor Improvement Fund Program (TCIF) – $3.088 billion5 

• State Highway Operation and Protection Program (SHOPP) – $500 million 
(plus Caltrans funds) 

• Highway 99 – $1.0 billion 

Corridor Mobility Improvement Account (CMIA) 

The most current list of Caltrans funded CMIA projects (March 2007) includes six in the 
SACOG region (Exhibit 67) with a total project cost of $ 672,192,000 and a proposed CMIA 
contribution of $242,015,000. While the average CMIA contribution is about 36%, it varies from 
92% for the Placer Co. I-80 HOV and Aux lanes to just 23% for the Lincoln Bypass.  As in any 
large program, sponsors will have to combine multiple funding sources to support the total cost. 

The Lincoln Bypass is a large project that will benefit all types of traffic. 

Of the projects shown, four involve HOV lanes. As noted elsewhere, the freight transportation 
industry considers HOV lanes a mixed blessing. Where HOV lanes add capacity to a freeway, 
they clearly benefit trucks. Where HOV lanes are created from existing lanes, many truckers 
consider them a net negative.  HOV lanes are often under-used in off-peak periods, and truckers 
believe they force more autos into lanes shared with trucks. If HOV lanes are available to other 
drivers in off-peak periods, this objection would be reduced. 

                                                 
5 The CTC adopted TCIF program included funding that included the original $2b from the Bond Act, an additional $500m from the State 

Highway Account, and also allowed over-programming by approximately $650m to come from future revenue sources. 
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The two HOV projects that also involve auxiliary lanes are likely to be viewed with greater favor 
by the trucking industry. Auxiliary lanes are considered very beneficial, as they facilitate safe 
freeway entry and exit by trucks. Auxiliary lanes also allow local delivery trucks and other goods 
movements using the freeways for only short stretches to connect adjacent exits without merging 
into middle lanes. 

The Caltrans regional programming targets for the Sacramento Valley are a broad range,  
suggesting a significant upside potential for additional CMIA projects in the SACOG region.  

Exhibit 67: Caltrans CMIA Approved Projects 

County Route Project Total Cost (000) CMIA Funds 
(000) Planned Start

Sacramento 50 HOV Lanes, Watt Ave. to Sunrise Blvd, 
Phase 1 165,000$           80,000$        Sep-09

Sacramento - White Rock Rd 4 Lane, Sunrise Bl-
Prairie City Rd 26,600$             22,000$        May-11

Placer 65 Lincoln Bypass 324,000$           73,715$        Dec-08

Placer 80 HOV & Aux Lanes, Sac. Co. to Eureka 
Rd (Phase 2) 80,232$             15,000$        May-08

Placer 80 WB HOV & Aux Lanes, Eureka to Rt 
65 (Phase 3A) 34,000$             31,300$        May-09

El Dorado 50 HOV Lanes, ED Co. to Bass Lake IC 42,360$             20,000$        Jul-08

Total 672,192$          242,015$      

The CTC follows the same basic progress for the CMIA as it does for the STIP:  it will consider 
allocating funds based on Caltrans recommendations.  Submissions for CMIA funds will 
therefore require collaboration between SACOG and Caltrans. 

The CTC expects to evaluate project benefits using the California Life-Cycle Benefit/Cost 
Analysis Model (Cal-B/C) developed by Caltrans.  The Cal-B/C model includes the following 
variables relevant for highway freight movements. 

• Percentage of trucks 

• Avg. hourly wage for transportation industry 

• Fuel cost per gallon 

• Fuel use per vehicle mile 

• Non-fuel cost per mile 

• Truck emissions rates 

• Truck emissions costs 

The estimated relative benefits of projects that directly affect large volumes of trucks (as 
opposed to those that affect autos or a default 9% mix) will depend on the values assigned to 
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these parameters.  Thorough research into appropriate and current values for these parameters in 
SACOG proposals could yield higher benefits estimates and improve funding chances. 

Trade Corridors 

The new Trade Corridors category has less structure and has attracted a wide range of rail, 
highway, and port proposals.  The text of the act describes trade corridors as: 

“federally designated ‘Trade Corridors of National Significance’ in this state or along 
other corridors within this state that have a high volume of freight movement, as 
determined by the commission [CTC].” 

The language also directs the CTC to consult: 

• The Goods Movement Action Plan (GMAP) 

• Regional goods movement plans 

• Regional Transportation Plans (RTP) 

• the port master plan of the California Marine and Intermodal Transportation 
System Advisory Council (Cal-MITSAC) 

This approach suggests that projects appearing in multiple plans are more likely to be approved 
than projects that appear in just one plan or in none of these plans.  Sponsors that have 
successfully pushed to have their projects included in these plans can claim consensus among 
planning agencies and a sense of entitlement to CTC approval. The language of the Trade 
Corridors program also requires “supplemental funding from appropriate local, federal, and 
private sources” without specifying a matching ratio. 

CTC was not staffed to support this new level of activity, and a Legislative Analyst’s Office 
report notes that additional staffing is unlikely before the next budget cycle.  CTC and its staff 
will therefore have to depend on project sponsors and other agencies for project analyses and 
justifications. 

Within the SACOG region, there are three obvious candidate “trade corridor” candidates. 

• Interstate 80 

• The Union Pacific (ex-SP) rail lines 

• The Port of Sacramento 

The TCIF program includes the following projects of interest to SACOG (Exhibit 68). 
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Exhibit 68: TCIF Project  Funding (April 2008) 

Project Bond Funding Construction Cost  Comments 

UP Martinez Subdivision 
Capacity Improvement 

$74 M $215 M 

Improves freight train 
operations on UP & 

BNSF and performance 
of the Capitols. 

San Joaquin Short-Haul 
Rail Project (Altamont 

Pass/CIRIS) 
$22.5 M $57.4 M 

If project increases 
capacity on Altamont 
Pass there could be 

some benefit to Central 
Corridor rail 

performance. 

City of Sacramento 
Depot Track Relocation 

$20 M $51.6 M 
Improve train operation, 

facilitate Railyards 
development 

Port of Sacramento 
Dredging 

$10 M $80 M 
Increases Port access 

for larger, modern 
vessels. 

UP Donner Pass Double 
Track & Tunnels 

$43 M $86.8 M 

Would increase stack 
train operation through 

Sacramento, and 
facilitate extension of 

Capitols to Reno. 

As the comments suggest, the TCIF projects have both direct and indirect benefits for the 
SACOG region.  The most fruitful long-term approach for SACOG and its member jurisdictions 
may be to either 1) work with other agencies to replace less-beneficial GMAP recommendations 
with a portfolio of more-beneficial alternatives; or 2) seek support from other agencies for 
SACOG-priority projects in other programs (e.g. CMIA) in return for SACOG support in the 
Trade Corridors program. 

The two Trade Corridor projects below have the greatest direct impact on the SACOG region. 

Sacramento Depot Rail Realignment 

This project would reconstruct the legacy rail network at and adjacent to the Sacramento Depot.  
The funding proposal would match $20 million in Trade Corridor funds with $30+ million in 
local funds (already secured).  The availability of a secured match strengthened the case for this 
project relative to candidates without matching funds.  The project will improve passenger and 
freight train velocity, throughput, and reliability (three factors listed in the legislation).  It will 
simultaneously reduce emissions by reducing locomotive idling and delay.  Finally, it will 
facilitate the long-term compatibility of goods movement with the proposed redevelopment of 
the Railyards property. 

Port of Sacramento Channel Dredging 

Dredging the channel to the Port of Sacramento from 30’ to 35’ is estimated to cost around $80 
million, with $10 million obtained from the Trade Corridors program and $10 million from the 
Port used to match $60 million in federal dredging funds appropriated by Congress and 
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administered by the U.S. Army Corps of Engineers (USACE).  Construction is planned to begin 
in 2010 with completion by 2013. Dredging would allow newer, larger vessels to reach the Port 
of Sacramento, a potential factor in the Port’s ability to attract new cargoes.  The benefit to the 
SACOG region will depend on the nature and volume of new trade.   

As the project is restarted, USACE will need to reassess the project economics, reassess dredge 
disposal sites, and update the environmental documentation.  The project was supported by the 
Port of Sacramento, the Port of Oakland (based on the new relationship between the ports), Cal-
MITSAC, organized labor, and private parties with potential business through the ports.  The 
greatest obstacles are likely to be environmental. 

State Highway Operation and Protection Program 

The State Highway Operation and Protection Program (SHOPP) is the ongoing Caltrans program 
for maintaining and, where possible, improving State highways. The SHOPP is embodied in the 
Ten-Year State Highway Operation and Protection Plan, which provides input for the funding 
distribution in the Fund Estimate adopted by the CTC in August of each odd-numbered year. The 
Fund Estimate establishes the framework for how much SHOPP work can be accomplished in 
the subsequent four years. The total ten-year needs defined in the 2007 Ten-Year Plan is $42 
billion for FY 2008/09 through FY 2017/18. Adding project development costs percent increases 
the total cost of the need to $55 billion, far less than will be available. As shown in Exhibit 69, 
the gap between SHOPP needs and funding has been widening. 

Exhibit 69: SHOPP Funding Shortfalls 

 

The SHOPP has eight categories in two major groupings, those that relate to the condition of the 
transportation system (Roadway Preservation, Bridge Preservation, Roadside Improvement and 
Facility Improvement) and those that relate to its operational performance (Emergency 
Response, Collision Reduction, Mobility Improvement and Legal and Regulatory Mandates). 
While all of these categories are of potential value to goods movement and freight transportation, 
a substantial portion of total SHOPP funding is directed toward water quality improvements, 
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bank stabilization, landscaping restoration, etc. Freight transportation activities are more likely to 
realize a direct tangible benefit from bridge deck restoration, pavement restoration, ramp 
metering, lane widening, and other projects that improve operating conditions for trucks. The 
Caltrans SHOPP goal has been to reduce the number of “distressed” lane-miles of pavement to 
approximately ten percent of the total system. Funding has fallen well short of that goal. 

Exhibit 70 lists those SACOG region SHOPP projects with significant freight transportation 
implications. Most are bridge deck restoration projects, but there are also ramp metering projects 
(which assist trucks with merging, when correctly timed), left turn pockets (which enable trucks 
to wait for turn opportunities without blocking traffic), and Transportation Management System 
(TMS) and Intelligent Transportation System (ITS) implementations that will improve the 
overall traffic flow. 

As with other funding categories, the SACOG region will be well positioned to the extent that it 
can focus Caltrans’ attention on regional needs. 

Exhibit 70: 2008 Goods Movement Related SHOPP Projects (June 2008) – Funding in $1,000 

County Route Location/Description FY Funding

El Dorado 49 Near El Dorado, from Ore Court Road to China Hill Road.  Widen 
shoulders. 2008/09 10,200$    

El Dorado VAR
In El Dorado, Nevada and Placer Counties, at various locations on 
Routes 50, 80, 89 and 267. Install Intelligent Transportation System 
(ITS).

2010/11 2,780$      

Placer 80 Near Colfax, at Weimar Overhead #19-38 and Magra Overhead #19-
28. Rehabilitate bridge decks. 2011/12 1,636$      

Placer 80 Near Roseville at various locations from Auburn/Riverside 
Overcrossing to Weimar Cross Road. Rehabilitate bridge decks. 2010/11 14,036$    

Placer 80 In and Near Loomis, at various locations from Brace Road to Margra 
Road. Improve verticle clearance. 2010/11 27,273$    

Sacramento 160 In Sacramento, at American River Bridge #24-0001L. Replace bridge 
rail and rehabilitate bridge deck. 2010/11 4,395$      

Sacramento 5 In Sacramento, El Dorado, Yolo and Placer counties, at various 
locations. Install TMS units. 2009/10 5,411$      

Sacramento 50 In Sacramento, from Stockton Boulevard to Hazel/Nimbus Avenue.  
Install ramp metering. (Prop 1B Bond Funded Project) 2009/10 15,520$    

Sacramento 50 In Sacramento, at the Folsom Boulevard Interchange.  Install ramp 
metering. (Prop 1B Bond Funded Project) 2009/10 4,060$      

Sutter 99 Near East Nicholas, from Sacramento County line to Route 70.  
Rehabilitate pavement. 2011/12 21,200$    

Yolo 16 Near Brooks, east of Mossy Creek Bridge to west of Route 505.  
Widen shoulder and construct left turn lane and right turn pockets. 2010/11 55,800$    

Yolo 5 Near Woodland at Yolo Bypass Bridge #22-0124R/L. Rehabilitate 
bridge deck. 2011/12 7,050$      

Yuba 20 In Marysville, from I Street to F Street; also on Route 70 from 4th 
Street to 5th Street. Install left turn pockets and modify signals. 2010/11 3,296$      

Yuba 70 In Marysville at Yuba River Bridge Overhead #16-34. Rehabilitate 
bridge deck. 2011/12 4,705$       

Highway 99 Program 

The Proposition 1b program sets aside $1 billion for improvements on SR99.  Another Caltrans 
project list has been assembled for the Highway 99 portion of the bonds. As of March 2007, 
Caltrans proposed spending a bit less than 15% of that total on Sacramento Valley projects, most 
of which are in the SACOG region as shown in Exhibit 71. 
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Exhibit 71: Caltrans SR 99 Project List (March 2007) 

County Project Total Cost (000) Rte 99 Funds Planned Start

Sutter Feather River Bridge, 2 lane 
highway to 4 lane expressway  $            76,600  $        73,500 Aug-09

Sutter Riego Road Interchange  $            42,000  $        19,110 Apr-11

Sacramento Elverta Road Interchnage  $            42,000  $        19,110 Apr-11

Sacramento Auxillary Lanes, Calvine Road 
to Florin Road  $              6,860  $          6,860 Apr-10

Total 167,460$          118,580$      

Of the Sacramento Valley total, more than half would go to the Feather River Bridge project in 
Sutter county.   

These projects would benefit truck movements by adding capacity and modernizing interchanges 
but are not specifically targeted at goods movement.  The candidates are mostly well-established 
projects in the District 3 improvement program that passed the Project Study Report (PSR) stage 
several years ago. Promotion of specific goods movement issues within this program may be 
limited to insuring that the funded projects include goods movement considerations in their 
design and implementation. 

Infrastructure Bonds versus MTP Projects 

Exhibit 72 links proposed CMIA and SR99 infrastructure bond projects to corresponding MTP 
projects previously evaluated for their goods movement significance.  As indicated, there are 
several points of correspondence between the bond funding candidates and MTP projects with 
goods movement significance. 

• The large Lincoln Bypass project would provide trucks a valuable alternative 
to SR65 through Lincoln. 

• Improvements to the I-5/SR113 interchange would improve truck flow and 
safety. 

• The new Feather River bridge would provide improved truck access to 
industrial land uses. 

Other projects add capacity in corridors with significant truck volumes. 
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Exhibit 72: I-Bond and MTP Project Links 

County Highway Project MTP Project Notes

El Dorado 50 HOV Lane Co. Line to Bass lake - Additional capacity in form of HOV lane will benefit 
goods movement

Placer 80 Capacity Improvement PM 2.8-5/1 - Additional capacity will benefit goods movement
Placer 65 4-lane Lincoln expressway Lincoln Bypass Bypass projects will benefit goods movement
Placer 80 PM 0.0-2.9 Capacity improvements - Additional capacity will benefit goods movement
Sacramento 50 Aux lanes Sunrise to Folsom - Truckers give aux lanes high priority

Sacramento 80 HOV Lanes - Additional capacity in form of HOV lane will benefit 
goods movement

Yolo 5 NB I-5 to SB SR113 direct connection 950/951 High priority truck project due to 22-29% truck volume, 
record of truck accidents

Sutter 99 Feather River Bridge 1109 Connection to industrial land uses, high priority

Sutter 99 Riego Rd I/C 875/996/1138 Connects to Pacific Ave. projects serving Sutter Co. 
Industrial/Commercial Preserve

Sacramento 99 Elverta Rd I/C - No specific goods movement connection
Sacramento 99 Calvine-Mack Ops. Improvements - Additional capacity will benefit goods movement

CMIA Candidates

SR 99 Candidates

 

Overall Perspective 

Overall, the Proposition 1B infrastructure bonds are not targeted at the goods movement issues 
facing SACOG and its member jurisdictions. 

• The CMIA program is aimed at congestion reduction in heavily used highway 
corridors, not specifically at goods movement.  Most projects in the CMIA 
candidate list are multi-purpose highway improvements reflecting long-
standing regional needs. 

• The Trade Corridors program is targeted primarily at the rail and highway 
needs of major ports (Los Angeles, Long Beach, Oakland), and only 
secondarily at inland or domestic freight needs. 

• The SR99 program, like CMIA, consists largely of conventional highway 
projects. 

To the extent that multipurpose highway projects in the CMIA and SR99 programs coincide with 
trucking needs there will be specific goods movement benefits.  Where SACOG region projects 
such as the depot rail realignment or Sacramento channel deepening can be added to the Trade 
Corridors program there will also be specific SACOG region goods movement benefits. 

Long-term Strategy 

A significant part of the infrastructure bond funding will be spread out over multiple years.  
SACOG should anticipate future rounds of infrastructure bond funding and plan accordingly.  
Moreover it was widely agreed even before the November 2006 election that the Proposition 1B 
funds would cover only part of the State’s ongoing infrastructure needs.  Future infrastructure 
funding efforts will be needed. 

In most respects funding strategy under the infrastructure bonds program follows past patterns. 

• Explicitly or implicitly, funds will be split between Northern and Southern 
California, with Southern California getting the majority. 
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• Most projects will have been “in the pipeline’ for months or years in advance 
of the funding program.  The funding program will be working against a 
backlog of well-established needs rather than addressing new initiatives. 

• Caltrans and CTC will likely be the key gatekeepers, but significant 
involvement by the legislature is anticipated. 

The expanded and acknowledged role of multiple goods movement plans is a new factor, and 
one that should be incorporated in SACOG’s long-term funding strategy.  Links between 
metropolitan, regional, and state transportation plans (MTP, RTP, STP) and transportation 
improvement plans (MTIP, RTIP, STIP) are well established.  A parallel but different 
relationship is being created between the state Goods Movement Action Plan (GMAP) and the 
few regional plans now emerging, such as the Multi-County Goods Movement Action Plan being 
developed by consultants to the Los Angeles Metropolitan Transit Authority or the various plans 
developed by the Southern California Association of Governments (SCAG).  These plans have 
been cross-linked to port plans developed by Cal-MTISAC. 

The effect of these multi-layered planning efforts has been to delegate consensus building to the 
regional level, leaving Caltrans and CTC to select between pre-approved, pre-analyzed regional 
“wish lists.”  The complexity of the issues and the magnitude of California unmet project needs 
could probably not be addressed in any other way. 

These considerations suggest that SACOG should establish, maintain, and update its own Goods 
Movement Action Plan (for which this report is the first step) or join with adjacent agencies to 
do so.  At a minimum, such a plan and process would give the region a formalized compilation 
of freight-beneficial projects ready to advance for state and federal funding. In the best case, the 
process of developing and maintaining the plan would highlight freight funding needs in the 
region and keep Caltrans, CTC, and other key agencies informed of ongoing needs and priorities 
and familiar with SACOG project proposals. 

 



 

10-GM Attach                                                                       Page 118 THE TIOGA GROUP 

VIII. Other Issues 

Short Sea Shipping – Containers by Barge 

Over the last decade there have been frequent discussions of barging containers between the Port 
of Oakland and the Ports of Sacramento and Stockton.  The interest in moving containers by 
barge has intensified with the relationship established between the Port of Sacramento and 
Oakland. Proposals for container barge operations or variations on short-sea shipping remain 
conceptual, with no detailed plans for implementation as yet.  The discussion here focuses on the 
implications of modal shift between truck, rail, and waterborne transport. 

All marine containers moving between the SACOG region and the Port of Oakland are trucked; 
there is no alternative at present.  These containers would be funneled into Interstate 80 from 
origins scattered throughout the SACOG region. Imports would spread out from I80 to regional 
destinations. Containers to and from the southernmost part of the region would have the option 
of using I-5/I-580. 

Obviously, barging containers to the Port of Sacramento would be  advantageous for origins and 
destinations closes to the Port.  The study team is not aware of any recent market studies that 
would support an estimate of the potential volume or impact on the region.  Preliminary 
discussions with regional economic development directors suggests that the type of large-scale 
distribution centers most likely to generate large import or export container movements are not a 
high development priority. 

For points away from West Sacramento the shift from truck to barge would change a trip to and 
from the edge of the region to a trip to and from the center of the region.  Both the impact on 
total truck VMT and the impact on congestion will vary on a case-by-case basis. 

Northern California barge economics have been the source of considerable speculation but very 
little analysis.  A state-sponsored study in the late 1980s concluded that barging would be too 
costly, requiring permanent operating subsidies – an unthinkable idea at the time.  A more recent 
self-funded conceptual study by JWD Associates led to more promising results but relied on 
relatively large-scale movements for favorable economics.  The issue was also addressed briefly 
in the October 2003 SJCOG Inland Port Feasibility Study and the 2006 SJCOG CIRIS 
Implementation Plan, both times with negative results. The most preliminary feasibility study, by 
Seaworthy Systems, Inc., draws on elements of conceptual agile port systems but is not yet a 
finished proposal. 

Issues as yet unaddressed in Oakland–Sacramento barge concepts include: 

• Oakland berth and terminal access.  Wharf frontage is in high demand, and none 
of the Oakland terminals were designed with barge operations in mind.  If a barge 
calls at only one terminal, inter-terminal drayage would cost as much or more as 
marine–rail drayage. 

• Scale economics.  To realize its inherent efficiency a barge system requires a 
relatively large start-up volume.  There is a tradeoff between volume and service 
frequency if the volume must be consolidated from multiple Oakland terminals. 
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• Port of Sacramento backland.  Marine container terminals on the west coast are 
essentially parking lots, with loaded containers placed on chassis.  This land-
intensive practice may be hard to accommodate in Sacramento’s limited space. 

• Central Valley market access.  The California Inter-Regional Intermodal System 
(CIRIS) proposal incorporates rail shuttle service to the Stockton, Modesto, and 
Fresno markets.  It would be prohibitively costly to dray containers from 
Sacramento to service those markets. 

• Customer acceptance. None of the recent barge studies or proposals have 
analyzed and documented the potential market or the willingness of customers to 
switch from truck to barge. 

A barge container service would not be a self-sustaining commercial venture.  Some combination 
of public capital investment and operating subsidy would be required. 

Short-Haul Rail (CIRIS) 

The concept of moving containers between the Port of Oakland and the Central Valley via a rail 
shuttle has, like the barge concept, been around for a decade.  The concept, now embodied as the 
California Inter-Regional Intermodal System (CIRIS), has been analyzed in a series of studies 
commissioned by the Port of Oakland, the Port of Stockton, the Fresno COG, and the San 
Joaquin COG.  The overall conclusion is that a rail container service between Oakland and 
Stockton/Fresno is feasible, but would require public capital and operating subsidies and is 
constrained by rail capacity issues. 

The current CIRIS implementation plan calls for initial service to the Stockton area with 
potential expansion to the Modesto, Fresno, Bakersfield, and Sacramento markets.  As the heavy 
black line in the map (Exhibit 73) indicates, the same geographic and highway network factors 
that constrain a barge service at Sacramento would prevent an initial rail service at Stockton 
from competing for traffic in the SACOG region. 
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Exhibit 73: CIRIS Market Access 

 

The potential for expansion to the Sacramento market rests on innovative rail service between 
Stockton and Sacramento. UP has two lines to Sacramento, one of which supports BNSF 
trackage rights.  CCT has a third line.  The conceptual possibilities include: 

• UP service; 

• BNSF service via trackage rights; 

• CCT service, over CCT or UP lines; and 

• Service by a contract operator over UP or CCT lines. 

UP’s Fresno line (former SP) extends from Stockton to the southeast Sacramento area near the 
Sacramento Army Depot (Exhibit 74). CCT’s line extends from Mormon Yard in East Stockton 
north through Lodi to the Sacramento Army Depot (approximately 10 miles from the Port of 
Sacramento). 
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Exhibit 74: Sacramento Army Depot Area 

 

There would be three key factors in a successful expansion to the Sacramento market. 

• Development of a low-cost low-volume intermodal facility. 

• Negotiation of the required rail access via one of the four options above. 

• Integration of competitive Sacramento service into CIRIS. 

This expansion potential remains conceptual, and would require flexible and innovative rail 
operations. The detailed impacts would depend on the actual location of a Sacramento-area 
terminal and the pattern of regional origins and terminations. The major commercial challenge 
would be competing with truckers using I-80, which is a more direct route (although congested) 
between the Sacramento area and Oakland. 

 

CCT Line 

UP Line 
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IX. Conclusions 

The ability of the SACOG region to sustain both economic growth and quality of life depends on 
successful planning for goods movement. Freight carriers and their customers will adapt to any 
future scenario, but the means and success of their adaptation will become increasingly 
problematic if their needs are not considered from the beginning. The region is becoming 
increasingly urbanized, and successful urbanization requires the coexistence of residential, 
commercial, and industrial land uses with the goods movement system that supplies and supports 
them. 

In the long term the region has the opportunity to build goods movement efficiency and capacity 
into infrastructure programs such as the multiple projects proposed in the MTP. Doing so will 
require careful consideration of truck, rail, air cargo, and maritime needs rather than just an 
overall increase in capacity. 

For the more immediate future the region can make significant progress through rationalization 
and management of existing goods movement assets and capacity. Such steps would include a 
regional truck route system, improved airport access, and truck parking initiatives. 

Over all timeframes the region would benefit from incorporating freight transportation and 
logistics considerations in land use planning in conjunction with Smart Growth principles. 
Selective encouragement of new logistics facilities, controlled reservation of urban land for 
goods movement functions, and adjustment of development fees could all be part of a 
coordinated land use and transportation planning effort. Financial and environmental equity 
between cities and subregions should become part of the planning process, since equity is more 
easily addressed in advance than in retrospect. Throughout the planning process the region 
should be careful to avoid creating or perpetuating legacy planning errors that hand unsolvable 
problems on to future generations. 

To support all of these efforts SACOG and other planning agencies will require additional 
planning tools and data sources. Upgrades to regional transportation models, development of 
construction transportation models, additional truck counts, and ongoing contact with the 
transportation and logistics industry will all assist SACOG in making confident and well-
informed decisions. 
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